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Valuations of Electric Railway Property 
The establi shment o f public uti lity commissions does not 

necessa rily mean the appraisement of all public uti lity 
properties, but in W isconsin the enlargement of t11e powers 

o f the railroad commission in 1907 was coincident wi th the 
enla rgement of the engineer ing staff of the tax commis
sion to render service also to the railroad commission of 

the Sta te. This staff now consists of from 20 to 30 mem
bers, and has been engaged in the appraisal of steam 
and electric rai lways and other publi c uti li ty properties in 

the S tc>te. Whil e appraisals of ra ilway properties have 
been made many times in the past by banking a nd other 
interes ts, the obj ects sough t by them and by a State board 

of a kind now in Wisconsin present radical points of di 
vergence. The purpose of the private appraisal has nearly 

a lways been to determine the value of the proper ty as a 
going concern- that is, its present and future earning 
power. In the valuations of the Wisconsin State Board, 

however, the study has been confined throughout to the 
physical property, without regard to the intangible elements 

- that is, the board has made complete inventori es and 
valuations of the different properti es, based upon their 

cost of reproduction- new, and "cost of reproduction
present condition." The novel character of the valuation 
lends interest to the paper on the organization and work 
of the board published elsewhere in this issue, written by 
Prof. William D. Pence, engineer of the railroad and tax 

commissions of Wisconsin. Prof. Pence also gives a sum

mary of the valuations fixed. The largest electric railway 
system valuated was that of the Milwaukee Electric Rail

way & Light Company, and this work required s¼ months. 

Bulletin Board Hints 
The bulletin board forms a convenient medium through 

which the manager on the small road, or the division super

intendent on the large road, can have daily talks with his 

men and can call their attention to methods by which he 
thinks that they can improve the service. The bulletin 

board should not be a substitute for weekly or monthly talks 
to the men on questions of operation, but as a means for 
call ing attention to brief suggestions it is unrivaled, as 
every trainman sees it and practically every one reads 

what is posted on it. A number of roads have adopted the 

plan of placing on the bulletin board articles from the daily 
or technical press, which appear particularly advisable to 

bring to the attention of the trainmen. Clippings from 

this paper are often used for this purpose. Reports of 
legal decisions form excellent material for the bulletin 
board- not the decisions in which the railway company has 

been held non-liable, but those in which it has been held 

responsible for errors· in judgment on the part of trainmen. 

Thus in a recent issue of this paper a case was reported in 

whi ch a company was penalized because a conductor did 
not use special care to prevent an accident during alighting 
of a minor who was unaccustomed to riding on street 

cars and became frightened because she had been car ried 
past her destination. Decisions on the amount of fo rce 
which can lawfully be used during expul sions can a lso be 
treated to advantage in this way. It is impossibl e to formu
late a set of rules to cover every possible case of contribu
tory negligence or of legally justifiable expulsion. T hey can 
be defined only by refe rence to previous decisions, and each 
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court opinion is help ful in more nearly approx imating the 
conditions under which any par ticular event takes place. 

A little thought wi ll suggest other notices whi ch can be 

posted to advantage on the bulletin board. 

Manipulation of Transfers 
The throttling of transfer frauds requires continuous 

vigilance. In nea rly every large city it has been found 

that certain people make a business of manipulating street 

ra ilway transfer slips and by sell ing them derive a va riable 

but substantial income. As we recorded nearly a year 
ago, the United Railways & Electric Company, of Balti

more, until certain changes were made in the transfer 

form, suffered largely by these frauds because the date was 
not plainly indicated on the transfer slip. Upon the re

vision of the form it was discovered that the estimates 

of the amount of transfer manipulation had been low. 
The Chicago Railways Company has been making a cru
sade against trading in transfers, and the success of thi s 
determined resistance against swindling is recorded else

where in this issue. Publicity, it has been sh~wn, is a 

strong weapon against a large number of people who 
manipulate or use manipulated transfers in rid ing to or . 

from their daily work. The Chicago Rai lways Company 
has not hesitated to give due prominence by way of the 

dai ly press to such "patrons," and by use of the patrol 
wagon to transfer dealers in transfers to the station house. 

The results, as stated, have been all that could be desired. 

One company, operating 250 miles of track and 650 cars 
in a large city of the Central West, has found tha t some 

regular riders are going so far as to fill in the original 

punch marks of transfers and imitate the desired punching 

by carefully cutting out with a knife small holes of the 
same shape as those made by a punch, but relocated so as 

to change the time of day indicated. Examples will, no 

doubt, be made of these "regular riders." As with paper 
currency, it is hardly possible to devise for commercial 

use a transfer that cannot be manipulated, but it must 
be acknowledged that the forms used by some companies 
are an open temptation to those inclined to defraud. An 

interchange of ideas and possibly a slight additional outlay 

for printing a carefully arranged transfer slip will, in many 
instances, be rewarded by a surprisingly large decrease in 

transfer trafficking. 

Obstacles to Track Construction in 1908 
The records of track construction during 1908, pub

lished in another part of this issue, represent so fa r as 

can be shown by the figures which we have been able to 
secure, the curtailment of development resulting from the 

financial panic which started in October, 1907, and spread 
inevitably to all sections of the country. 

The construction of electric railway track, whether un

dertaken as an ambitious new project or as an extension 

of an existing system, necessitates the expenditure of so 
large an amount of money that it can be raised ordinarily 
only through the issue of capital securities. W hen the 

sale of such securities cannot be negotiated, or i f their 
disposal within a reasonable time cannot be fo reseen by 
inte rests in control of ra ilway properties, few ventures 

involving important construction are likely to be started. 

From every point of view the year 1908 has been in

auspicious for the promotion of new lines or the exten

sion of existing properties. It is unfortunate that advan
tage could not have been taken by more companies with 

plans for profitable enterprises of the lower costs for 
labor and materials which could have been obtained dur

ing the year than appears to have been the case; but, with 
revenues reduced and prospects for improvement in traffic 

discouraging, few railways have been able to obtain the 

credit needed fo r capital improvements on terms that were 
reasonable . 

Except in extraordinary cases, railways must depend 

upon bankers for the flotation of their securities. Since 

bankers who underwrite securities do not acquire them 
usually fo r permanent investment, but employ capital in 

buying and selling, as other merchants deal in merchan

dise, avenues of credit are difficult of access to the rail
ways i f banking interests, seeing investors frightened, de

cline to commit themselves to purchases. 

Where track construction of importance has been con
ducted during the year , it has been due in mos~ cases to 

the fac t that the work had been started or commitments 
made before business conditions changed, and the con

t inua t ion of building operations was therefore expedient. 

I n instances of this character, the organiza tion of the 
company being completed and the necessary capital sub

scribed, it was desirable to carry the construction work to 

a point permitting operation. To leave the capital invested 

unremunera tive until conditions changed would have in
volved a loss which it was advisable to prevent. 

Since the fund amental causes of the reduction in con

struction in 1908 a re in the main those arising from busi

ness and financ ial condit ions, it would seem to be a simple 

matter to predict tha t in 1909 new and postponed construc
t ion work will be conducted throughout the Union on a scale 

greatly in excess of tha t which has been known in any other 
year. A prediction of this nature, however , would fail to take 
into considera tion the effect of the movement toward regu
lation which is mani fested in many States. Theoretically, 
some of the advantages to the public of supervisory con

trol of the construction of new lines would lie in the 

elimination of new competitive roads that a re not neces

sary and the reduction of capitalization to a point repre
senting the actual cost of the property ; practically, how

ever, the operation of rigorous laws on this subject re
stricts promoters. While it may be in the interest of the 

entire public to enact laws that will place restrictions upon 
the activities of promoters of some classes, such restric

tions reduce materially the prospects for improved trans
portation in many communities. The practice of building 

roads in districts that could not support them at existing 
rates and extending lines into sparsely settled outlying 
districts has redounded much more to the benefit of the 

t raveling public in the past than to the owners and cred
itors of the properties concerned in the improvements; 
and if such roads can be placed on a more profitable basis 
by careful analysis of operations, and the public will 
recognize the desirability of having service, even at a 
higher rate of fare than custom has sanctioned, trans
portation facilities now desired in many communities may 

be provided. 
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Rolling Stock Ordered in 1908 
The statistics of the total number of cars in operation 

on the electric railways in the United States at the close 
of the year 1907 were published in the ELECTRIC RAIL

WAY JouRNAL for Aug. 29, 1908. The fi gures were compiled 
from the reports of individual roads prepared for the 

1908 edition of "American Street Railway Investments," 
the average date of the reports approximating Dec. 31 , 

1907. In this tabulation 68,636 electric motor cars and 
17,568 other cars were reported. Many persons have 

been under the impression that very few addit ions have 
been made to the number of electric cars in operation in 
this country during the past year. It is true that the elec

tric railway companies have suffered from the inactive 
business conditions. which have prevailed in other indus
tries, but not to the same extent as the steam railroads. 

But, in spite of hard times, the number of cars included 
in the list ordered during 1908, published elsewhere in 

this issue, will probably be surprising to many manufac~ 
turers as well as railway officials. Every effort was put 

forth to make this list complete, and it is hoped that there 
are not many serious omissions. As a whole, the orders 
placed for new equipment aggregate 3262 cars. Com
pared with totals of last year, as reported in the ELECTRIC 

RAILWAY REVIEW for Jan. 4, 1907, this is a decrease of 
48 per cent. The corresponding decrease in steam rail

way rolling stock purchases during the year was 72 per 

cent. The largest order placed by a single company dur
ing the year was that of the Chicago Railways Company 
for 700 double-truck cars. These cars were required under 
the terms of the rehabilitation ordinances in Chicago. 

The records of the year show that out of a total of 

3262 cars ordered, 8.8 per cent were to be built in com
pany shops. In the year 1907, 12.02 per cent were so con

structed. The statistics do not include, of course, the 
work on reconstruction of cars carried on in the com

panies' own shops, and also in the plants of manufactur
ing companies. Of this work there has probably been 

more than usual, not only because of the desire to save 
the large initial expense which a new car would require, 

but also because many existing cars have been recon
structed to adapt them to the prepayment system of fare 
collection. 

Progress in car design during 1908 has followed lines 

already well established in 1907. The most important ad
vances made during 1907 included the gradual introduction 
of more steel into car bodies, a rearrangement of the plat

form and door design to afford facilities for collecting 

fares as the passenger boarded the car and general im
provements in motor and control apparatus. On roads 

which must subject their rolling stock to severe handling 
in order to carry traffic most efficiently there is a grow
ing tendency to utilize steel more and more in the main 

structure of the car. The 700 new cars which are being 
delivered for use on the Chicago Railways Company's 
lines probably include in their makeup as much steel as it 
would be possible to use and yet not designate the car as 
being of steel construction. The underframe of these 
cars is similar to that found satisfactory in St. Louis and 

on the Twin City lines in Minneapolis and St. Paul, and 
is comprised mainly of two 18-in. steel side plates with 

the necessary end connections of steel and the reinforcing 

angles. The platform supports are of steel and the side 
panels and the window and deck sash are also of metal. 
Ca rs built entirely of steel a re being ordered for use prac
tica lly to the exclusion of any other for subway service, 
and are a lso being introduced for surface use. In general, 
however, the introduction of methods for prepayment of 
fares may be said to have been the most marked feature 
of car development during 1908. 

The Discussion of Convention Reports at Home 
The papers and reports annually presented before the 

Engineering Association have come to represent such rich 

mines for shop mechanics and foremen that they well de
serve more thorough digestion than is possible in the hurly
burly of convention week, nor is there good reason why 

those who a re not fortunate enough to attend the yearly 
meeting should not discuss with their fellow-craftsmen the 

value of recommendations made. A few weeks ago we 

mentioned the practice of one company in having the topics 
considered at the monthly meetings of the heads of depart
ments. Where there is an association of shopmen another 
opportunity is afforded. This latter plan has been adopted 
in the Public Service Railway of New Jersey. The method 
followed is for the chairman of the organization to choose 

an appropriate convention report and divide it into assign
ments for different members who lead the discussion on 

the given topic at the next monthly meeting. The dis

cussion is prefaced by a reading of the given section in 
open meeting so that others who are present may add their 
opinions. 

Such a system as this should have beneficial results for 
both the employee and the railway. The criticisms of the 

various suggestions are made by men who have, through 
their daily labors, the closest possible intimacy with actual 
service requirements. This often renders it possible for 

them to advise their superiors that certain schemes are 
impracticable or to point out that peculiarities in the be

havior of equipment are due to unusual external influences 
not suspected by those who lack minute knowledge of in
dividual divisions. These home discussions bring out the 
important differences in the characteristics of the various 

lines forming parts of one system and make it easier to 
decide whether the same standards are applicable through
out. 

But aside from the technical aspects of these meetings, 
there is the far greater benefit of making the shop and 

outside men realize how their attention and ability affect 
the entire service. The frequent interchange of opinion on 

the work of the national convention committees also trains 
them to analyze and weigh the thoughts of others and 
gives each the chance to develop along broader lines than 

afforded by the scope of his daily duties. The man who 
has learned in these domestic conferences to listen care

fully and then give bold utterance to his thoughts has re
ceived just the kind of . training that will make it worth 
while for his employer to send him to those larger con
ventions where he can commune with the most progressive 
men in the industry and return to his work with the feel
ing that he has taken the first big step upward to a more 
responsible position. 



4 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. r. 

Saving in Power Consumption 
The introduction of some new type of prime mover or 

perfected auxi lia ry machinery in a n electric railway power 

hou se which would save IO per cent of the cost of power 

generation would be hai led as a notable achieveme nt in 
engineering. A reduction of IO per cent in the amount of 

power consumed in the ope rat ion of cars would accom

pli sh the same result, however, so fa r as the opera ting ex
penses of the road are concerned. With the present-day 
economy of power house machinery there is fa r less op

portunity of effecting any considerable reduction in the 

unit costs of production than there is for lowering the 
tota l cost of power through stopping the leaks in the dis

tribution system and putt ing an end to many of the wastes 

in consuming the power in the operation of cars. Broadly 

stated, the problem confronting elect ric rai lway managers 
is how to !owe~ car mil e operating cos ts and raise car 

mile recei pt s. The cost of operation, so far as the cars 
a re concerned, may be divided under three general heads-. 
wages, maintenance and cost of power consumed. \Vages 

tend always to increase, and on most roads have grown 

mate ri ally g reater during the la st fiv e or ten years. Main
teQance ca nnot or should not be sli ghted, fo r any tem

porary reducti on in th is item is sure to carry compound 

Lighting Large Spaces 
One of the troublesome questions which now and then 

arises in electric railway working is the proper illumina

tion of la rge interiors like repair shops and car houses 

and of occasional railway yards. At present the situation 
is complicated by the common practice of subdividing car 

houses in order to lessen the fire risk, which reduces the 

size of the individual spaces, it is true, but at the same time 
gives them rather awkward shapes. As a rule, pretty 
good illumination must at times be available, especially in 

the repair shops, although for much of the time a very 
moderate degree will se rve. Whatever the illuminants 

are, they must be so arranged that several degrees of 

illuminati on can be conveni ently obtained without too much 
sacrifi ce of uni fo rmity. As a rule, the early car houses 
were all lighted wi th 16-cp incandescents run in series off 

th e regular circuit, and the result was none too good. The 

lamps. in the fir st place , were of very uneven quality, and 

the pressure generally varied over a wide range. At pres
ent the r6-cp lamp is too small a unit for the spaces com
monly used, and it is a lso decidedly ineffici ent as com

pared with the newer lamps, both arc and incandescent. 
\Vhen it comes to the matter of yards, the illumination 
required is less than indoors, but still should be much bet-

interest at a large ra te, as well as to be reflected in the ter than one usually finds. The a rc lamp is now, as it 
additional power required ancl in some of the general ex

pense accounts, particularly in damage claims. The cost o f 

power consumed holds out the most encouragement of being 

kept within bounds if ca re fully watched and controlled. 
The opportunities for reducing the power consumption 

per car mi le on most roads are many and va ried. F irst, 

:and perhaps most important, is the weight of ca rs. Every 

pound of unnecessa ry weight in the cars requires extra 
power to transport it. One la rge city rai lway company 

has es timated the cost of runni ng its cars at IO cents per 

pound per year. Of thi s amount, which includes main
tenance of tra ck as well as cost of power and maintenance 

of the equipment itself, the cost of pmver represents by 
far the la rgest part. Lubr ication, condition of the wheels 
and the riding qualiti es of the trucks all affect the run

ning resistance of cars, and therefore the power consump

tion. Tight gage, bad joints and rai l surface and align

ment also have a direct effect on the ca r resistance. In
sufficient feeder sect ion and defective bonds constitute as 
great a loss of power as a partially grounded feeder or 

tro lley wire. T he sou rce of greatest waste, howeve r , and 

the one most difficult to restrict is the methods of manipu
lating the motor control apparatus on cars by motormen. 

T hi s probably can never be wholly eradicated, but great 
improveme nts in thi s direction are possible through educa

tion and discipline. Some of the lesser channels of waste 
on ca rs are the motor compressors on a ir-braked cars, the 

lighting circuits and the electric heaters. A motorman 
who wastes a ir in making a stop wastes the power required 

to compress that air. T he trainmen, too often, are careless 
in the handling of the heater switches and the lights, and 

supply more than is needed of both. These are a few of 
the leaks in the power circuit that exist to a greater or 

less extent on every railway system. Some of them are 
more easi ly stopped than others, but all are of sufficient 
magnitude to repay an effort to eliminate them. 

always has been, the main reliance in such situations. 
Of the newe r illuminants one must reckon in indoor 

work with high ·effici ency incandescents, mercury arcs and 
the various fo rms of intensive arcs. In many cases the 

ordinary tungsten lamps are worthy of very serious con

sideration. They are, when equipped with proper reflectors, 

much more effi cient fo r the purpose than ordinary incan
descent or enclosed arcs, and their negative temperature 
coefficient enables them to stand fluctuating voltage better 

than do carbon lamps. The IOo-watt size is a very con
venient one fo r general purposes. When fitt ed with a 

proper shade, it gives considerably better efficiency than its 

rated r.25 watts per candle-power, so far as the lower 
hemispherical output is concerned, and the wiring can 

very readi ly be arranged so as to permit turning on half 
or a quarter of the total number of lamps when only mod

erate illumination is necessary. The weak point of the 
lamp is that it is somewhat fragil e, and hence does not 
stand much rough handling or vibration. In many cases 

this danger can be avoided, and when it is possible the 

net result of a tungsten installation is most excellent. 
The economy possible is limited by the price of the lamps, 

· whi ch is at present rather too high to make their use actu-

ally pay ,veil at a very low price for current , such as would 

customarily be charged to itself by an electric railway 
plant. This otherwise very attractive illuminant is there

fore relatively little used for the purpose under considera
tion. Yet its use can show some saving, and it should be 
given a chance. A t, say, r cent per kw-hour as the nom

inal charge, a 100-watt tungsten lamp will consume dur
ing its average life of about IO00 hours roo kw-hours, 
costing $1.00, and the lamp itself will cost about $r.50, 

making the total cost for IO0 hours $2.50. With car
bon lamps, at least five would be required for the 

same service, costing, say $2.00 for IOoo hours burning, 

the ordinary useful life being a scant 500 hours. The 
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cost of current would be at least $2.50, giving a total cost 
of $4.50 for the equivalent service. It is therefore cl ear 
that it will often pay to use the lamp even with very cheap 

' current, if the item of breaka~e can be kept down by 
• careful installation and use. 

The mercury arc has been somewhat serviceable for 
such work, and stands in power between the la rge incan
descents and arc lamps. Its color is, from the cesthetic 
standpoint, rather dreadful , but as a practical illuminant it 
has done well in large interiors where the green color is 
not in itself obj ectionable. Its effici ency has been the 
subject of some debate, but it is probably a little better 
than that of the tungsten lamps plus their reflectors. T he 
chief item to be considered is breakage of the tubes, which 
in the later lamps is less serious than it used to be, and the 
total cost is certainly much lower than with carbon incan
descents. Were the mercury a rc with quartz tube avail
able in this country still better economic results would be 
obtainable. Unfortunately, however, the quartz tubes are 
at present made in quantity only in one factory in Ger
many, so that from the commercial standpoin_t the light is 
somewhat unavailable. The ordinary mercury arc is, 
however, well worth a trial in car houses and shops, and 
it will doubtless soon come to a renewal cost that will 
make it rather an attractive proposition. 

For big spaces, especially out of doors, the arc is very 
much in the game. The common enclosed arc is. of course, 
out of the competition when efficiency is to be considered, 
as compared with either the tungsten lamps or mercury 
arcs. But the flame arcs are beyond any doubt the cheap
est illuminants when a large amount of light is required, 
especially in places like storage yards. In Germany flame 
arcs are extensively used for lighting steam railroad yards, 
and give admirable results. They are hung high, say 30 ft. 
to 40 ft., on very simple poles, usually of steel lattice, and 
give very fine results in illumination. They are commonly 
of the inclined carbon type, and give a di str ibution that is 
well adapted to yard lighting. In this country they are 
beginning to find use for steam rail road purposes. As 
light producers they are in a class by themselves, but they 
require daily trimming and the carbons are as yet costly, 
especially on account of the duty, which, being specific, 
hits especially hard the cheap grades of mineralized car
bons extensively used abroad. In spite of this , they furnish 
a cheap form of light, and some modifi ed flame arcs are 
now coming along that promise relief from the present 
severe cost of trimming. Even now the flame a rc is a 
straightforward commercial and economical proposition 
where a large amount of light is needed. No known illu
minant, unless possibly the quartz mercury arc, is in the 
same class as they for efficiency or low cost per candle

power hour. 
For interior use the flame arcs are commonly too power

ful units. If, however, the space is big and high, such arcs 
hung high are very much to the purpose. There are now 
available flame units taking not over 250 watts and giv
ing at least double the light of the best enclosed commer
cial arcs. Besides these, there are the 'intensified single 
enclosure arcs, giving far higher efficiency than the ordi
nary enclosed arcs, owing to their use of slender carbons, 
say not over ¾ in. in diameter. These require trimming 

every 24 to 36 hours, but give, perhaps, half as much 
light again as the ordinary enclosed type and a much bet
ter distribution for indoor work. T hey are certainly 
worthy of a trial for such work, like the flame arcs out of 
doors. 

Condemnation of Land for. Private Purposes 
T he Court of Appeals of New York handed down, Oct. 

13, a decision in the case of the Hudson & Manhattan Rail
road Company against Wendell et al. The suit has been 
in the courts fo r a number of years and establishes a ruling 
in New York State which is novel because it could be 
brought up in just thi s way only through underground rail
way ope ration. With steam railroads the combination of 
com mercial office buildings with railroad terminal stations 
is rare. The smoke and noise from the. steam locomotives 
\\'Ould drive away most tenants, except possibly the em
ployees of the railroad company whose business required 
them to be at or nea r the station. vVith an electric rail
way, however, the advantages of being near a station are 
great and in an underground railroad in lower New York 
every consideration of the conditions under which busi
ness is conducted suggested the erection over the Cort
landt Street terminal of the Hudson & Manhattan Rail
road of a large office building whose tenants could reach 
New Jersey by descending to the ground floor. The law 
in regard to the condemnation of private property, however, 
is very strict. The convenience of the public may require 
that one private individual or corporation can take real 
estate away from another private individual or corporation, 
as in railroad condemnation proceedings, provided the land 
so acquired is to be used for railroad purposes. But it is 
another question whether an owner of real estate should 
be divested of his property when it is the intention of the 
railroad company not only to use the land fo r a railroad 
station, but also fo r the erect ion of a large office building 
from which rental for commercial purposes would be ob
ta ined. 

One of the plots on Dey Street which was included in 
the original plan of the Cortlandt Street terminal in New 
York had long been in the possession of one of the old 
fam.ilies in New York, the \Vendells, who are la rge own
ers of real estate in New York and, rarely, if eve r, sell 
any land whi ch they acquire. The Hudson & Manhattan 
Railroad had received permission for the construction of a 
terminal station on Dey Street and tracks under that street 
to New J ersey from the Rapid Transit Railroad Commis
sion, as well as the right to acquire such real property for 
the station and road "as may be found conveni ent for the 
operation of the ra il road." Under thi s authority the com
pany proceeded to condemn the plot in question. The case 
which has just been decided was ve ry involved, as both 
the general railroad law and the Rapid Transit act provide 
for condemnation of real esta te by railroad companies and 
the company was the possessor of privi leges under both 
acts. As a whole, however, the Court of Appeals holds to 
the theory that real estate acquired by railroad companies 
through condemnation should be held only for the purposes 
of the grant and that an unqualified fee in land can not be 
taken by condemnation by a private corporation without 
express authority. 
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LARGE NEW SUBSTATIONS OF THE CHICAGO RAILWAYS 
COMPANY 

Construction details of two new substations which will 
be erected immediately by the Chicago Railways Company 
as a part of the work of rehabilitating its lines are shown 
in the accompanying drawings. One of these substations, 
for which the foundat icns already have been completed, 
will be located at Lill A venue near Sheffield Avenue in 
the nor th part of the city ; the other will be built at T wenty
fifth S treet and Leavitt Street in the central western por
tion of the city. 

The Lill Avenue substation is located in a res idence dis
trict and therefore an ornamental design has been chosen 
fo r the exterior. T he over-all dimensions of the structure, 
which is rectangula r in plan, are 49 ft . 8 in. x 96 ft . 6 in. 
T he basement under the entire building will have a head 
room of IO ft. 4 in. and the machine room from machine 
floor to bottom of roof t russes will be 32 ft. high in the 
clear. T he st ructural materi als used to support and enclose 
the steel frame are concrete, face brick and ter ra cotta. 
The exterior of the building wi ll be finished in face brick 
ornamented as; shown in one of the engravings, with white 
cut stone and a light-colored terra-cotta cornice. T he wi n
dows, whi ch wi ll have metal frames, will be arranged in 
g roups to swing horizontally about trunnions at the side of 
each sash. Features of interest which will add consider
ably to the appearance of th ese later substations as com
pared with those previously buil t are the ornamental de
sign of the exter ior, the panel ing of the inter ior walls and 
the absence of pilasters for supporting the crane runway 
brackets. 

T he posts which support the five steel roof t russes have 
been designed sufficiently stiff to support the cra ne runway 
gi rders on brackets riveted to these posts. T he side wa ll s 
a nd steel frames are so des igned that the roo f-support ing 
columns a re entirely enclosed by the bri ck wall s. Thi s de-
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Chicago Railways Substations-Front Elevation of Lill 
Avenue Building 

ta il of construction it is thought· wi ll add considerably to 
the appearance of the station inter ior and will affo rd a 
maximum floor space within the side walls. On top of the 
crane runway brackets will be placed a 24-in. So-lb. I-beam 
t ied to the main columns wi th ¾ -in. steel plates. To this 
I-beam will be bolted the crane rail weighing 50 lb. per 
foot . The crane will have a span of 45 ft. and a travel 
the entire length of the substation. I t will have a lifting 

capacity of 25 tons and will be equipped with three electric 
motors. The clearance between the machine room floor 
and the crane hook when raised will be 20 ft. 6 in. 

The interior walls of the substation above the machine 
room floor will be faced with enameled brick arranged in 
large panels enclosing the window groups. The brick used 
fo r this purpose will be of two colors, green and white. 
The green enameled brick will form the border of each 

b'fect i-i.c f? ,, . .f,w,-na l 

Chicago Railways Substations-Cross Section Through 
Lill Avenue Station 

panel enclos ing the center of white brick surrounding the 
window frames. T he wainscot also will be of green enam
eled brick to a height of 6 ft . Green was chosen for this 
purpose rather than white because the darker color ·will 
not show grease marks so readily. 

T he roof of the substation building will be made of book 
tile covered with composition. The floors of the basement 
and machine room a re to be reinforced concrete. 

The accompanying floor plan and sectional elevation will 
serve to show the general arrangement of the principal 
electrical apparatus. Current for this substation will be 
purchased from the Commonwealth Edison Company and 
delivered into the substation by lead-covered underground 
cables terminating just at the floor level at the right-hand 
side of the substation, as shown in the sectional elevation. 
The lightning arrester equipment is installed between bar
rie rs directly above the cable potheads and in the same 
compartment on the opposite side of the aisle are six 
horizontal high-tension buses enclosed in concrete sections. 
Connections between the incoming cables and the high
tens ion buses and also betwe~n the buses and the step
down t ransformers are to be made by oil switches mounted 
in compartments on the machine room floor directly above 
the bus compartment and controlled from the main switch
board on the opposite side of the station. 

T he floor above the busbar compartment is supported 
by 12-in. 35.5-lb. I-beams on which stand the step-down 
transformers. The entire busbar compartment will be 
kept under air pressure by three blower fans mounted in _ 
the basement at the end of the compartment. Three 2000-

kw rotary converters will be mounted on wall foundations 
which will extend lengthwise of the station and form a 
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passageway through which the underside of the machines 
may easily be reached. One of these rotary foundation 
walls will form one side of th e bus compartment which, as 
ea rlier stated , is to be kept under ai r pressure; and to pro-

coming high-tension cables a re carr ied underneath the 
machine room floor . T he d.c. conductors a re made of cop
per bars supported on cast-iron brackets. A n accompanying 
sketch show s in detail the meth od o f supporting the sw itch-
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Chicago Railways Substations-Plan of Operating Room of Lill Avenue Station, Showing Location of Apparatus 

vide against pockets of a ir becoming highly heated under
neath the machines, this foundation wall wi ll be pierced 
under each machine by a hole 18 in. squ a re in section. The 
escape of air from the high-tension compartment through 

0 0 0 0 0 0 

board panels in the steel fl oor structure. Improvements 
have been made in this design of substation in the method 
of supporting the outgoing d.c. fee ders beneath the switch
board. In substations of earli er design th ese troll ey- feed 
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Chicago Railways Substations-Basement Plan of Lill Avenue Station, Showing Foundations for Apparatus 

these holes directly under the nldchines has been found to 
give a valuable cooling effect and to assure a plentiful 
supply of fresh air under the rotaries. 

The machine connections with th e switchboard which 
stands on the opposite side of th e substation from the in-

cables have been carried on iron rack s a long the bui lding 
wall below the switchboard. \Vith the large number of 
heavy cables it was found a difficult task to sa tisfactorily 
arrange supports so that a fter a time th e cables would not 
sag and become un sightly. Accordingly th e new scheme of 
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continuing the cable ducts under the full length of the 
switchboard has been introduced in the design of the pres
ent substations. A n accompanying eng raving shows the 
arrangement of the d.c. feeder ducts in a concrete trench 
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Chicago Railways Substations-Detail of Support for 
Switchboard 

below the level of the basement floor. The general loca
tion of this trench also is shown in the sectional eievation 
of the substation. Thirty d.c. feeder ducts are accommo
dated at the Lill Avenue substation and these ducts, each 
enclosing one cable, are so arranged that the top cables 

Chicago Railways Substations-Direct-Current Cable 
Trench Under Switchboard 

may rise successively directly under the switchboard panel 
with which each is connected. Cast-iron checker-plate cov
ers fit tightly over the trench and se rve to keep the cables 
properly spaced. By this arrangement an unsightly cable 
rack is done away with and a considerable amount of 
copper for connection bends and fittings is saved. 

----♦·-------
The use of accumulator cars on main lines has latte rly 

begun to assume some importance, and some particulars of 
experience gained during IO years' trials on the main lines 
of the Palatinate Railways, which are given in th e "Bulletin 
of the International Railway Congress," should not be 
allowed to pass unnoticed. The chief conclusion to be 
drawn from the experience of the Palatinate Railways, ex
tending over a number of years, is that an accumulator 
motor car service can be economically successful if the 
battery is well and carefully maintained, and if the cur
rent can be generated at a cheap rate ; in it we have a 
motor car system which is reliable to a high degree. These 
indisputable advantages probably outweigh the disadvan
tages inherent to accumulator cars, the allowance that has 
to be made, when drawing up the time tables, for time 
of charging, the very careful supervision required, and the 
fact that the possibility of using them is frequently limited 
by the capacity of the battery and the long distances be
tween charging stations. 

THE BRANTFORD & HAMILTON ELECTRIC RAILWAY 
In the completion of the Brantford & Hamilton Electric 

Railway on May 23, 1908, the Dominion Power & Trans
mission Company, Ltd., of Hamilton, Ont., secured an im
portant link in the all-electric system it has planned 
to join Toronto and Detroit-a distance of over 500 
miles- via ·woodstock, London, Chatham and Wind
sor. A t the present time this company operates 22 miles 
eastward from Hamilton to Oakville, within 19 miles of 
Toronto, and 22 miles westward to Brantford. Bearing 
in mind the eventual operation of through long-distance 
service , these lines have been constructed on right-of-way 
wherever possible, with such low grades .and easy curves 

Brantford & Hamilton Electric Railway-Lines Operated 
by the Dominion Power & Transmission Company, 

Ltd., in and About Hamilton, Ont. 

tha t real speed competition with steam trunk lines will be 
more than a possibility. The accompanying map covers 
the section between Brantford and Toronto, and shows 
the courses of th e following railways centering at Ham
ilton controlled by the Dominion Power & Transmission 
Company: Brantford & Hamilton Electric Railway; Ham
ilton, Grimsby & Beamsville Electric Railway, and the 
Hamilton Radial Electric Railway. 

BRANTFORD-HAMILTON ROUTE AND TRACK 

T he Brantford & Hamilton Electric Railway covers a 
route of 22 miles with 22,½ miles of single track. The 
greater part of the road from Hamilton is a uniform climh 
to a height of 600 ft. in 6 miles along the side of a moun
tain ove rlooking the prosperous and picturesque Dundas 
Valley. The maximum grade, despite the ascent, is only 
2,½ per cent, and the tangent sections are unusually long 
-that from the summit west to Fairchild's Creek being 
fully 9 miles. The disintegrated limestone of which the 
mountain is composed, while easy to remove, makes a 
rather treacherous foundation. The track, therefore, has 
been well ballasted with gravel from the company's pits 
at Brantford, and the cuts and fills are more liberal than 
they would have to be in firmer strata. 

The rails, which are of So-lb. T-section, are.laid on cedar 
ties spaced 2 ft. centers, with staggered angle-bar joints 
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carrying American Steel & Wire Company's No. oo bonds. 
The same construction is foll owed in the city, except that 
the base is 6-in. concrete wi th brick paving. There a re 
several concrete culverts and two steel bridges, one a t 
Fairchild's Creek and one over the tracks of the Toronto, 

Brantford & Hamilton Electric Railway-Span Suspension 
for Double Trolley Construction 

Hamilton & Buffalo Railway ( steam ), and a short tem
porary trestle in Brantford. The cattle guards a re home
made, cons1stmg simply of a set of incl ined slats laid 
across the track. 

ELECTRI C SHOVEL 

A valuable factor in the construction of the line has 
been an automatic shovel, built fo r electri c operation by 
the Thew Automatic 
Shovel Company. of 
Lorain, Ohio. This 
shovel, u n 1 i k e the 

Current is supplied from the feed wire to the motor 
th rough flexible cables connected through switches to cop
per r ings upon the upper side of the truck frame. The 
curren t is transmitted through carbon brushes suspended 
fro m the underside of the turntable coming into contact 
with these copper rings. This electrical operation elim
inates the fireman, worry about fuel and water and trouble 
from freezing. In operating this shovel it is desirable to 
have the cur rent supply independent of line fluctuations. 

The shovel illustrated is mounted on one truck, weighs 
25 tons, and has a 24-ft. cutting radius at a height of 9 ft. 
T he dipper is I to 1 1/5 cu. yd capacity, according to the 
nature of the material. The horizontal crowding motion 
of the dipper is a special feature which makes it entirely 
practicable to dispense with a craneman, so that all move
ments can be controll ed by one operator. In the construc
tion of the Brantford-Hamilton line one man operated the 
shO\·el and another tripped it . 

The average cost of handling mate rial with this shovel 
runs about o.IO cent per cubic ya rd, but in the following 
unusually favorable case the plain labor cost for a day 
was much less, as will appear from the following deta ils : 
When this shovel worked in the gravel pit the depth of 
the cut was about 14 ft. The gravel was loaded onto flat 
cars having 14 cu. yd. capacity each, and frequently 100 
loaded cars were hauled away daily. This meant an out
put of 1400 cu. yd. loose measurement, or 1050 cu. yd. 
placed measurem ent. The men employed and the wages 
paid in thi s work were as follows: Superintendent, $4; 
shovelmen, $3 : pit men, $1.50; motormen, $3; trainmen, 
$1.50; dump men, $1.50. The labor cost for a day was 
$29.50, divided as follows: One superintendent, $4; shovel 
crew, consisting of two shovel men and two pit men, $6 
and $3, respectively; one motorman af $3 and one signal 
man at $1.50 for spotting cars; transporting two tra ins, 
requiring two motormen at $3 each and two trainmen at 
$1.50 each ; and two men at the dump at $1.50 each. With 
1050 cu. yd. moved in a IO-hour day, the labor costs were 
as follows: Superintendence, $0.004; loading, $0.013; trans
portation, $0.009; dumping, $0.003; tota l, $0.029. When the 
output fell to 800 cu. yd. place measurement, the total unit 
labor cost was $0.037. This extreme minimum figure, of 
course, does not include charges for power, plant, repairs 
a nd t rack work. 

steam apparatus, does 
not require three sets 
of engines for the in
dependent control of 
the hoi sting, swinging 
and crowding motions, 
but is operated by one 
35 - hp, shunt - wound 
constant - speed vVest
inghouse d.c. motor 
controlling the various 
motions through suit
able f r i c t i o n s. The 

Brantford & Hamilton Electric Railway-Fill and Crossing over Steam Railroad at 
Cainsville, Ont. 

manufacturer has designed this electric shovel with plane
tary transmission gea rs for controlling the swinging and 
crowding motions from a main motor, to do away with 
many of the difficulties which friction clutches have given 
in thi s connection. 

LI NE CONSTRUCTION 

The power supply for this railway comes from De Cew 
F alls, about 40 miles from Hamilton, and is t ransmitted 
at 40,000 volts, three-phase, 66 cycles to substations at the 
mounta in top (No. I) and Langford ( No. 2), respectively 

• 
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3 a nd 15 mil es from Hamilton. T here is a lso a general 
substation in Hamilton. Along the Brantfo rd-H amilton 
r ig ht-of-way thi s t ransmi ssion is ca rried on 40-ft . cedar 

Brantford & Hamilton Electri c Railway-Rock Cut near 
Hamilton 

poles 180 ft. apart, over T homas tr iple-pet ticoa t insula tors. 
A g round wire is carried above the hi gh-tension wires fo r 
lightning protection. 

T he line for the d.c. circuits consists of 30-ft . cedar poles, 

low-tension poles carry on glass insulators a No. 0000 
fe eder fed in one direction from substation No. I, at the 
mountain top, and in both directions from station No. 2, 

a t Langford. F eeder taps are made every quarter of a 
mile. The low-tension line is provided with GE li~ht
ning arresters every ha! £-mile. 

SU BSTATIONS 

Both the Bartowville and Langford substations are de
signed for three 300-kw motor generator sets, but have at 
present only two-thirds of that capacity. Each generator set 
consists of a 440-hp, 2400-volt, 66-cycle, three-phase, 666-
r.p.m. synchronous motor direct connected to a 300-kw, 
600-volt, d.c. generator. E ach set is furnished with an 
I I -kw exciter. The two 300-kw, 40,000/2400-volt trans
fo rmers a re of the oil-insul ated, self-cooling shell type. 
Lightning protection on the low-tension circuit is given 
by tank a rresters and on the high-tension side by low 
equivalent arresters. The switchboard in each station is 
composed of two a. c. panels and one d.c. panel, with the 
usual switches and instruments, including power factor 
meters. A ll of the electrical equipment is of Canadian 
\ Vest inghouse manufacture. 

Both stations are single-story structures, built of rein
forced concrete, and, aside from the loading platform, 
cover an a rea of 56 ft . x 33 f t. 6 in. The columns, which 
are r8 in. square and 28 f t . high , a re reinforced by a con
tinuous hoop with six inside rods. These columns were 

Brantford & Hamilton Electric Railway-Plan and Elevation of Electric Shovel 

which a re spaced 90 ft. apart on tangents, except that the 
alternate poles on one side are those fo rming the carriers of 
the high-tension wires. From this it wi ll be understood 
that th e entire line construct ion is of the span type. ;[he 

concreted in one filling, and are believed to be the highest 
of this type in Canada. The column footings are 4 ft. 
square and the piers 2 ft. square. The roof, which was 
in place before the completion of the walls, is composed 
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of 4-in. concrete slabs reinforced with plain round rods 
and laid over two 20-in., 65-lb. I -beams. Instead of a 
crane, each station has a 15-in., 42-lb. I-beam track, which 
carries an 8-ton Brown hoist and Yale & Towne triplex 
block. 

PASSENGER ROLLI NG STOCK 

All passenger service is now cared for by six double
end Kuhlman cars, 56 ft. over all, each equipped with 
passenger and smoking compartments. T he cross seats in 
the coach section are of Bri ll "Winner" rattan, while 
longitudinal seats are used in the smoker to make room 
for trunks and other baggage. Both compartments have 
package racks. The trucks are of Brill N'o. 27 design, 
carrying four No. II2 W estinghouse 75-hp motors used 
with L-4 controllers; \Vestinghousc straight air brakes 
complete the power equipment. Among the other equip
ment features may be noted the following: Wilson trolley 

- , . 
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Brantford & Hamilton Electric Railway-Electrically-
Operated Shovel Carried on Single Truck 

catchers, Crouse-Hinds headlights, Q & C steps, Con
solidated elect ri c heaters and Curtain Supply Company's 
window fixtures. The venti lator sash is wired glass. It 
wi ll be seen from the fo regoing that these cars are prop
erly equipped with many essentials for high-class inter
urban service. T heir approximate weight without passen
gers is 72,000 lb. each. 

PASSENGER BUSINESS 

The cities of Hamilton and Brantford have populations 
respectively estimated at 65,000 and 20,000, while the rich 
farming country between has only about 3000. The elec
tric railway already has taken practically all the old steam 
rail road passengers, and through its hourly service natu
rally has created other traffic. The schedule on all its lines 
entering Hamilton includes a theater train, which brillgs 
the patrons to the terminal and gives them a covered walk 
to a nearby theater controlled by th e railway interestc: 

The fa res on the mountain section approach a three-cent 
basis, but elsewhere the cost is nearer 2 cen ts a mile. 

The Dominion Power & Transmission Company, Ltd., 
has no permanent station in Brantford as yet, but has 
erected in Hamilton a very handsome station for its va
rious lines, making office provision at the same time for 
its 13 constituent companies. Terminal faciliti es are 
furnished for six rail ways. The building has a stee l frame 
with solid masonry and terra cotta walls. The first story is 
Indiana blue limestone and the rest of the structure of 
pressed brick with Perth Amboy terra cotta trimmings. 
The cornices and balustrades are also treated with artistic 
designs in terra cotta. The roof carries an illuminated 
clock with 6-ft. diameter dial. The main entrance, which 
has a vestibule 22 ft. square, is a strong feature in the 
arti stic ensemble, with its carved stone finish and two 
bronze electroliers on stone pedestals. 

The interior columns and beams are of concrete rein
forced wi th Kahn bars. The main floor is laid with cera
mic tile, the office floors with hardwood, and the hallways 
with Terrazo. The walls are wainscoted with marble to 
a height of Io ft. , or half-way to the ceiling. The wood
work is of quartered oak. 

The front part of the main floor contains the ticket 
office, and back of it a vault extending from the basement 
to the second floor. The stairway and elevator to the 
offices a re on the right. To reach the tracks, passengers 
leave the main room through one of five doubl e doors 
opening on fenced enclosures. 

Part of the basement contains the room for general 
electrical supplies, and another section has a motor-gen
erator set whi ch supplies light to the building on the 
three-wire system and current to every elect ric elevator in 
Hamilton. T he three boilers which supply steam heat to 
this terminal and the nearby theater are located under 
the tracks between these structures. 

Particular a ttention has been given to both inside and 
outside lighting. The main floor is lighted by N ernst 
glowers placed in the ceilings and columns ; incandescent 
lamps are used elsewhere. The metal passageways out
side the building are studded with hundreds of small in
candescents, which make this block the most brilliant spot 
in the city. Outlets are also provided for the illumination 
of the front of the terminal on gala occasions. The main 
distributing panel is on the station floor, a nd the sub-panels 
elsewhere are controlled by cut-out switches in the motor 
genera tor room. 

FREI GHT AND EXPRESS BUSINESS 

As the Brantford-Hamilton line has been m operation 
only a few months, it is possible to indicate the probable 
importance of the non-passenger business only by refer
ring to an allied line like the Hamilton, Grimsby & Beams
vi lle Railway Company. whose freight earnings are about 
30 per cent of the gross. All of the lines carry freight 
according to the standard Canadian classification ; accept 
and, where necessary, prepay advance charges on freight 
emanating on other lines ; and, in general, comply with 
the legal requirement s and practices of steam railroads. 
\Vagon deliveries of freight are maintained at the impor
tant stations, the charge for this se rvice being 2 cents 
per Ioo lb., with a 12-cent minimum. 

The company has a contract with th e Dominion Ex
press Company whereby the latter pays I2 cents per roo 
lb. for all goods carried over its line, except interstation 
traffic. which is handled exclusively by the railway com
pany. 
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ACTION NECESSARY TO ASSURE A REASONABLE 
RETURN ON THE IffVESTMENT-11. 

BY CHARLES V. WESTON, PRESIDENT, SOUTH SIDE ELEVATED 

RAILROAD, CHICAGO 

Controversies with regulating bodies, such as Councils, 
State Legislatures a nd commissions, bid fair in time to 
work themselves out to an equitable basis, but in the 
matter of fa re per passenger there is an immediate need 
for action. I mmediate on the part of the urban transporta
tion companies, because to them this item spells ruin or 
success. 

In the United States the 5-cent piece is the basis of fare. 
Let us see whether that amount represents a reasonable 
payment fo r the service r ende red. In the continental 
cities of E urope the average rate charged per passenger 
mile is I cent, and in Great Br itain the average is 1.1 
ce nts. In Berl in the average of all classes fo r the com
bined elevated and tunnel service is 1 .25 cents per pas
senger mi le. 

W hat is the situation in Chicago? 
On the South Side Elevated system the road is now 

receiving o.8 cent per passenger mi le for each person 
carried. Figures presented fo r the South Side E levated 
are of particular importance, because the road is under 
and not over-capitalized. T he capital stock of the com
pany, $rn,323,800, represents $rn,500,ooo of bonds issued for 
the original construction of the Chicago & South Side 
Rapid Transit Company, the promotion stock issue of 
$7,500,000 having been enti rely wiped out in the reor
ganization of the company in 1897. T he bond issue of 
$8,000,000 represents the cost of electrificat ion in 1898, 
and the cost of the recent extensions. To these items 
should be added the so-called "reser ve" of $1,376,484, since 
this sum has been expended in improvements and new 
equipment. T hi s makes a tota l investment of $19,700,284, 
and to-day the property could not be replaced fo r that 
amount. 

T he company last year ( 1907 ), after paying operating 
expenses, bond interest and rentals on leased lines, had 
left only 4 pe r cent fo r dividends, and thus fa r this year, 
on account of th e business recession, the net earnings are 
under 3 per cent per annum on the capital stock. The 
short-haul business of the company is decreasing largely 
because of the stronger competition of the surface lines, 
and the increase in total business shown is due to a di s
proportionately la rge increase in the long-haul traffic. 

F rom year to year the line on one side of which the 
business of the company diminishes and on the other side 
of which its increase is steadily moving farther from the 
business center, and the length of the average haul is 
increasing. 

The average haul on the South Side Elevated Railroad 
to-day on its main line, including one-half the circuit of 
the loop, is 6.6 miles. The average cost of hauling a pas
senger on the elevated railroads in Chicago is 3¼ cents, 
leaving I¼ cents per passenger to pay fixed charges, de
preciation, renewals and fair return on the actual invest
ment in the property. 

Let us now consider what the rate of fare should be 
under this condition of average-haul distance to yield 
the cost of operating, maintenance, fixed charges, depre
ciation and a return of 6 per cent on the investment. 
The heaviest month's business the South Sipe Elevated 
Railroad Company ever has had ( outside the abnormal 
t raffic created by the strike on the City Railway Company's 

line in October, 1903) was an average of 125,000 pas
sengers per day, a greater average than the company wilt 
carry for the year 1908. Assume a daily average of 125,-
000 passengers for the year, this would give a total of 
45,625,000 passengers per annum. The revenue at 5 cents. 
per passenger would equal $2,281,200; operating expenses 
at an average of 70 per cent, which is about the actual 
average of operating cost, including charges and loop, 
rental, $1 ,596,840. The operating expenses, including loop• 
rental and taxes, include everything except interest on the· 
bonds and rental of leased lines. The charges and inter-
est on investment would be as follows: 

Bond interest ........ .. ........ $360,000.00 
Rental on leased lines. . . . . . . . . . . . 96,000.00 

Tota l .. ... .... ·. . . . . . . . . . . . . $456,000.00 
Allowing- for depreciation only 2¼ 

per ce nt on $19,972,445 .... . .... $499,311.00 
Inte rest on capital stock at 6 per 

cent on $ rn,313,ooo .. .......... 618,780.00 

Total . . . . . . . . . . . . . . . . . . . . . . $1,574,091.00 

T hese cha rges, plus the operating expenses, would make 
the total cost of ca rrying 45,625,000 passengers $3,170,931 ► 
T he cost per passenger would equal 6.95 cents. The cost 
per passenge r mile on a basis of 6.6 miles, which is the 
average haul at the present time, would be 1.05 cents. Ap
plying this cost of 1.05 cents per passenger mile to a flat 
rate of 5 cents, the average haul which an elevated rail-; 
way company can affo rd to give for 5 cents is 4¾ miles. 

It is quite evident that as to the elevated railroads in 
Chicago any increase over the present average haul will 
result in a heavy financial loss to the company. 

It has been stated by those who have advocated the
through routing of trains of the elevated roads in Chi
cago that the added fa cilities given to the public , enabling: 
one to ride from one end of the elevated lines to the 
other for 5 cents, would result in an enormous increase 
in business. Such a scheme might result in a very great 
gain in business, but if it came it would be from long
haul passengers, because in competition with the surface
lines the elevated roads never can hope greatly to mcrease
their business from short-haul passengers. 

What, therefore, would be the situation if through 
routing were established? It would mean simply that the 
long-haul passengers, on whom there is at present a loss, 
would have to be carried twice as far for the same rate, 
5 cents, and they, therefore, would represent an increased 
loss to the company. 

Through routing in itself is not opposed by the trans
portation companies. What they have a right to demand, 
however, is that any such scheme must be based on a rate 
of fare which will give to each of the carrying companies. 
a reasonable profit. 

Nor is there any great difference in its effect on the 
elevated companies between through routing and trans
fers . It has been stated by the consulting engineer of 
the local transportation committee of the City Council 
of Chicago that, in his judgment, the effect of giving 
transfers on the flat rate of 5 cents would not result in 
any great number of persons availing themselves of the 
privilege, and that the effect would not cause any large 
financial loss to the companies. 

Let us consider for a moment the effect of the transfer 
system of other cities. The New York City Railway is 
now in the hands of a receiver. While there may have 
been some ques!ionable financial transactions in the con-
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,duct of that property, they were not the prime cause for 
the company going into bankruptcy. The real reason fo r 
the failure of the New York City Railway Company may 
be placed to the credit of the imposition of uni versal 
transfers forced upon it by the State of New Yark. 

For the yea r ending Sept. 30, 1888, the reports of the 
-companies which, until the recent segrega tions, comprised 
the system of the New York City Rai lway Company, 
show that 193,933,484 passengers were ca rri ed and that 
there were r.996,871 transfer passengers, or a percentage 
of transfe r to reve nue passengers of I.I per cent. T he 
average fare received was 4.94 cents. The business of 
the New York City system up to 1895 showed that the 
percentage of transfer to revenue passengers ranged from 
r.r to 5.6 per cent, and in the year 1895 the ave rage fa re 
for each passenger was 4.76 cents. 

The next year the State imposed upon the railway 
company transfer privil eges between connect ing lines, 
some of them of other companies, and in the year 1896 
the percentage of transfer to revenue passengers jumped 
from 5.06 in 1895 to 16.42 per cent, and in the fo llowing 
year the transfers were 31.89 per cent. and the average 
fare per passenger was 3.79 cents. T his inc reased steadily 
until 1907, when 53.13 per cent of the passengers rode on 
transfers, and the average fare was 3.16 cents. 

No transportation company can maintain its equipment 
and roadway, give an adequate service and live under such 
cdnditions, to say nothing of providing for depreciation 
and a fair return to the investor. That is the reason that 
the New Yark City Railway Company is in the hands of 
.a receiver to-day. 

Search for a solution of the transportation problem of 
th e large cities of America seems to lead to this: There 
should be a rea rrangement of the fare system, and there 
should be a unification of interests. In other words, the 
flat 5-cent rate, irrespective of the length of haul, should 
be abandoned in favor of a scale which would mean a 
reasonable profit fo r the company for each passenger at 

_all distances. and there should be a merging of compa nies 
which would make possible a centralization of power 
plants and management. 

Competition, despite a public conception to the contrary, 
is not the ideal condition for urban transportation inter
ests. \Ve have , for instance., in Chicago a monopoly in 
the matter of gas, water and electric light. Water need 
not be especially considered, because it is a municipally 
owned business, but we knqw th at both as to gas and 
electric light the cost to the people has been reduced 
very considerably in the last few years. Combination of 
capital has been chiefly responsible for this. 

If the surface and the elevated roads of Ch icago were 
operated as a single system, under the control of one com
pany, conditions vastly better than those that prevail to
day undoubtedly would result. The elevated roads are 
essentially long-haul . lines, and much greater speed can 
be developed on th em than is possible on the streets where 
cars must share the right of way with other traffic. Un
der a unification of interests, the outlying surface lines 
naturally would constitute feeders to the elevated sys
tem. The short-haul business, therefore, could be diverted 
to the surface lines, to th e manifest adva ntage of both 
the public and the transportation companies. 

Under any scheme, save the unification of all the trans
portation systems in Chicago, the elevated roads, as the 
operators of through trains from the end of one line to 

-the end of another in competition with surface lines, at a 

flat rate of 5 cents, could be considered only as perma
nently non-paying ente rpri ses. A. n impartial view of the 
situa tion would seem to bring but one concl usion, and 
that is that the plac ing o f additional bu rdens on these 
companies in the way o f increased se rvice, th rough the 
imposing of a system o f unlimited tra nsfers and increased 
di stance of haul , for a flat r ate of 5 ce nts, would be dis
tinctly detrimental to the interes ts of both the publi c and 
the company. 

Transporta tion men in thi s day are eager to get into 
fresh touch with the publi c, and there may come about a 
mutual understanding. The claim is made by the com
panies that the present ra tes of fa re, with th e long haul s, 
the extensive granting of transfers, and th e menace of 
through routing, are such as to give much less than a 
reasonable return on the investm ent. 

Rates should be readjusted. [ f. for instance, it is rea
sonable to charge 5 cents for hau ling passengers 5 miles, 
then certainly it must be worth more to carry a passenger 
8 or IO miles. The elements o f cost which would fi x the 
compensat ion to be paid for sen· ice could be determined 
once an agreement was reach ed 2.s to what should be the 
return on the capital investm e1~ t. Unquestionably in any 
equitable adjustment of the fare question there must be 
adopted ::: ome system which will yield a compensation for 
the individual service rendered. Perhaps we may come 
to the zone system which prevails in Europe; not the 
elaborate scheme known there, but the fixing of an initial 
distance within and up to which the fare would be 
5 cents, but beyond which an additional charge would be 
made. The elaborate European zone plan could not well 
be used in America, because our coins are not divided on 
the fractional basis they are abroad. 

Under a unification of the transportation companies of 
Chicago there would come something which is very greatly 
needed, if th e corporations are to receive a reasonable 
return on investment, and that is a reduction of the aver
age distance of haul, through a proper routing of traffic 
and a minimizing of the use of transfers. There is one 
point which must not be lost sight of, and that is that 
whenever a readj ustment is made it must be on the basis 
that for individual service there can be no rate less than 
is founded on the unit of r cent per passenger mile. 
Urban transportation companies have proved to their own 
sorrow that at any rate less than thi s they cannot earn 
those charges which they are justly entitled to receive. 

It is a woeful story, that of the urban transportation 
companies of the United States. Founded in optimism, 
they have traveled through their deviou s ways to converge, 
in an appalling number of instances, at the doors of the 
courts. Spectacular dividends and eras of splendid pros
perity have slowly vanished, and the traction shareholder 
who to-day is receiving 5 per cent on hi s n:ioney considers 
himself fortunate indeed. 

\Vho is to blame? Both the company and the people. 
P ioneer street railway men paid dividends out o f capital, 
though they did not realize it , and conducted their affa irs 
so without regard to depreciation and increased cost that 
a comparatively few years found their concerns in a pe ril 
ous financial condition. The people have much to answer 
for, in that they have permitted demagogues and self
seekers in their law-making bodies to viciously assa il the 
transportation companies. F or years it has bee n a popu
lar thing for the alderman or the State legislator to prod 
the street car company, and a condi tion has resulted where 
the public se rvice corporations a nd the people stand at 
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opposite poles, when a betterment of conditions for both 
is an absolute necessity. 

What is the remedy? What shall be done to correct 
this unfortunate condition ? It seems to me there is but 
one answer. There should immediately be a recognition 
by the companies and the public of their mutuality of in
terests; a recognition that each is absolutely essential to 
the other, and the only way that each can get the best 
returns in fair treatment is to "get together"; to meet on 
a basis of fairness; for each to say: "I have made mi s
takes, but the time has come for us to sit down, talk this 
th ing ove r calmly, and reach an agreement." 

----•♦·----

JAPANESE RECEPTIONS TO AMERICAN SAILORS AND 
MERCHANTS 

During Octobe r , 190S, the Japanese people had the op
portunity of entertaining both our sailors and business 
men, a nd thi s they carried out with such a rdor that their 
cordiali ty must long be agreeably remembered by their 
guests. It is pleasant to learn that the electric ra ilways of 
Japan placed their transportat ion fac ilities at the com
mand of the vis ito rs with the most del ightful hospitality, 
particularly in Tokyo and Amagasaki . 

ENTERTAINING THE AMERICAN SA ILORS IN TOKYO 

T he Tokyo E lect ric Railway Company (known at home 
as Tokyo Tetsudo Kabushiki Kwaisha ) took a very active 

mens of the chrysanthemum, the favorite flower of Japan. 
The post card bears the imprint, "The Tokyo Railway, 
To commemorate the coming of Japan's respected and most 
welcome visitors from the great neighboring Republic, 
October, 1908." 

The pass which was presented to every naval v1s1tor is 
· a lithographed card, 2¼ in. x 4¼ in. in size, the upper part 
of which shows the American eagle and shield flanked by 
the banners of the two countries and surmounted by a 13-
star circle and the word "Welcome." The background of 
this part of the card is tinted the rosy color of the dawn, 
probably to symbolize the "Land of the Rising Sun." The 
lower portion of the card shows a trolley car, a bridge 
and some buildings to typify Japanese industry and art, 
to a ll o f which the forest outlines and the famous snow
capped peak of Fujiyama give a dignified perspective . 

T he Tokyo Electric Railway is managed by S. N ambu. 
An interest ing description of this company's line and 
methoos, as observed by Henry K. Brent, was published m 
the STREET RAILWAY JouRNAL of Dec. 7, 1907. 

RECEPTION TO BUSINESS MEN IN AMAGASAKI 

T he fo llowing report on the treatment accorded the 
Pac ifi c Coast Chamber of Commerce committee was writ
te n by a Japanese correspondent of this paper: 

"October 31 st was a memorial day to the Hanshin Elec
tric Rai lway Co., Amagasaki , Japan, who owns a through 
double- track road between the cities O saka and Kobe, 

Group of Special Cars and Pass Prepared in Honor of the American Squadron's Visit to Tokyo 

part in entertaining our sea-faring warriors. The accom
panying half-tones a re reproductions of a souvenir post 
card and complimentary ticket struck off in honor of the 
v1s1tors. The souvenir card shows a group of decorated 
cars waiting to take the jackies about the city. The cars 
are not double-decked, although the height of the decora
tions on the monitor gives that impre ssion. The artistic 
side of the Oriental host was well shown in the tasteful 
mingling of the Japanese and American flags on the tops 
of the cars and the Stars and Stripes bunting on the sides 
which was flanked by "Welcome" signs. The crowning 
beauty of the decorations was afforded by numerous speci-

situated about 20 miles apart, and enjoys the prosperity of 
running the cars at 3 minutes head time. The delegates 
of the Chambers of Commerce of the Pacific Coast of 
the United States were received this day by the special 
cars of the Company on their way from Osaka to Kobe. 
The Company owns some 50 cars, all of which are of one 
kind, similar in every respect. Each measures 44 ft. 
from end to end, and is mounted on double-trucks. Two 
such cars were specially decorated mainly with silks and 
chrysanthemums, supplemented with greeneries, while on 
each side were gilded four words 'Welcome' in big letters, 
and on all the roof edges were planted American and 
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Japanese fl ags a lternately. T he Osaka termi nu s depot 
Deiribashi was also vrofusely decorated, a gra nd arch 
being erected at the entrance. Chrysanthemum vases in 
full bloom were put in a refined order on the platform 
by side of the Hanshin band stand, who were succeedingly 
playing " My Country, 'Tis of Thee," "The Star Spangled 
Banner," etc., the steel shed pillars being entwined wi th 
silks of several colors, and curtains enclosing the whole 
compound. 

"The American guests a rri ved the depot at 4 :20 p. m. 
Enthusiastic multitude, including school boys, poured in 
' Banzais' in a loud roar , accompanied with bangs of fire 
works. In response, the American guests ye lled out , 
swinging American fl ags and Japanese fl ags on their 
hands: Rah! Rah! Rah! A-me-ri-ca, N ippon, N ippon, 
Banzai, Rahl!! This was responded by several ye ll s of 
respective schools, a ll waving American fl ags in th ei r 
hands. The exchange of yell s and Banza is had no inter
ruption till the band played the A merican national song, 
when all the multitude kept silence by tak ing off their 

?llclntosh & Seymour engines, with steam delivered from 
Babcock & \Vilcox boilers with \,V orthington pumps and 
condensers. T he whole system was designed and con
,; tructed and is operated under the direction of our chief 
eng ineer, Mr. S. Misaki, a graduate of San Francisco 
Boys' li igh School, Stanford University and Purdue Uni
versity, of Lafayette, Ind. The promoter and the first 
president of the company, Mr. S. Toyama, acquired the 
knowledge of constructing thi s first interurban electric 
railway in J apan during hi s journey through the United 
States. I am myself also one of America's si ncere stu
dents, and in my present management I am following the 
inst ructions received during my journey through America. 
I wish you, the delegates of our teachers, would be able 
to examine ' whether your pupils have done well or not, 
and I am exceedingly happy if you feel thus at home even 
for a moment, on your way from Osaka to Kobe. I thank 
you heartily for your generosi ty to honor us with a ride.' 

" vVhen the speech ended, Mr. Misaki, the chief engineer, 
shouted, 'All abroad' in Ameri can manner, and the cars 

Reception Cars for American Merchants Leaving the Amagasaki Car House 

hats. After the music, Mr. R. Imanishi , managing director 
of the Company, addressed the guests. He said: 

"'Ladies and Gentlemen: On behalf of the Ha1{shin 
Electric Railway Company, I take the liberty to tender to 
you a most hearty and cordial welcome to our road, which 
you honor by riding on to-day. I feel that we a re espe
cially qualified to welcome you, because throughout our 
whole system we owe you and your fellow countrymen a 
great help from its birth to the present prosperity. I beg 
you would allow me to cite a few instances. The car in 
which you are riding is a product of Stephenson Car 
Company of N. J., mounted on Brill trucks, equipped with 
Westinghouse motors and controlling apparatus, and 
Christensen air brake, runs on the rails and steel girders 
supplied from the Carnegie Steel ·works, receiving current 
through overhead construction supplied by the E lectric 
Service Supplies Company, of Philadelphia. The current 
is generated by General Electric generators coupled to 

started off Deiribashi , leav ing behind roaring cheers. 
Multitudes along the road through the way all waving 
American flags in hands, banzaied loudly when the cars 
passed them. A t 5 :20 the cars arrived Kobe depot, when 
the guests were received by roars of 'Banzai' of Kobe 
citizens and school boys, in no less enthusiasm. Mr. Mat
sukata, chairman of the Kobe Chamber of Commerce, ac
companied them from Osaka. Mr. Minakami, mayor of 
the city, received them at the depot. Thence the 'riki 
shas carri ed them to Tor and Oriental Hotels amidst the 
cheers of the spectators. This evening both the Tor and 
the Oriental Hotels were vis ited by torchlight processions 
as a demonstration of good will." 

Subsequently the Hanshin Elect ric Railway Company 
received a letter from F. W. Dohrman, chairman of the 
American delegation , in which he expressed thanks for 
the splendid hospitality shown his party, and congratu
lated the railway company on its service and operation. 
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NEW INTERURBAN RAILWAYS IN THE CENTRAL ST A TES 

The table of stat istics on new track constructi on shows 
the extensions and new roads built during the past year 
in the Central States, but a comprehe nsive idea of the 
existing conditions of the electric roads in that par t of 
the country ca n be obtained better from the accompanying 
map. T his map has been prepared by T he A rnold Com
pany, of Chicago, has been carefully brought up to date 
from official reports and is believed to be ve ry nearly 
complete. In fo rmation as to the new li nes and extensions 
bui lt during 1908 and their proper locations on the map 
have been suppli ed by the various electric rai lroads which 
have fini shed new work during the past 12 months, and 
thi s information has been used in revi sing and adding to 
the map which was published one year ago in the ELECTRIC 
RAILW AY REVIEW. Notwithstanding the care taken in 
compi ling this map there may be errors, and if such are ob
served the ELECTRI C R AILWAY JouRNAL wi ll be gratefu l 
for information tending to make its construction records 
more complete. 

During the year 1908 the larger part of the t rack built 
by electric ra ilways has been in extending the existing 
sys tems. It is interesting to note that one now may travel 
from Sheboygan, \ Vi s., and Rockford, Ill., by electric cars 
to Port Huron, Mich. , Louisville, Ky., or to \Vestfielcl, N. 
Y., with only one break in the continuity of electric serv
ice. and thi s gap of !es than 20 mi les is now rapidly 
being closed. 

To trav el by electri c car s from Sheboygan, Wi s .. to 
\,Yestfi eld, N. Y., one would pass over not only roads of 
the highest type built during the past two years, but als~ 
would travel a long the lines of the large interurban sys
tems of Indiana and Ohio, which, though built in the ea r
li er clays, have obtai ned most substantial roadways as the 
result of careful maintenance from year to year. From 
Sheboygan to Milwaukee, \Vi s., the intending passenger 
bound fo r New York State would t ravel over the Mil
waukee Northern line, one of the very few large roads 
generating its power with gas engine-driven units. From 
Milwaukee south 75 miles to Evanston the Chicago & Mil
waukee E lectric Railroad operates hourly service over its 
recently" completed double-track line in \,Yisconsin and the 
older four-track and two-track lines between Waukegan 
and Evanston. At Evanston the Chicago & Milwaukee 
E lectric line has a joint terminal with the Northwestern 
E levated Railroad, whi~h, during the past year, has elec
trified a double-track surface line of the Chicago, Milwau
kee & St. Paul Railroad, thus furni shing the elevated road 
with a surface extension from its fo rmer \ \Tilson Avenue 
terminus to Evanston. 

Across the city of Chicago there are many routes which 
a passenger can take in reaching Hammond, Ind. Ar
riving at Hammond, he would find the temporary terminus 
o f the Chi cago, Lake Shore & South Bend Rai lway, which 
has completed during the past two years a heavily built, 
high-speed, single-phase electric railway system of most 
modern design. The eastern terminus of this road is at 
South Bend and the present western terminus is at Ham
mond. However, only about two weeks' work remains be
fore a connecting link between the Illinois Central sabur
ban tracks at Kensington, Ill., and Hammond, Ind., on the 
Indiana-Illinois State line will be in operation. Then it is 
expected that the single-phase cars making the run from 
South Bend toward Chicago will be coupled onto the 
Illinois Central suburban expresses at Kensington and be 

taken to the heart of the city of Chicago. T hi s will make 
a suburban se rvice with te rminal fa cilities such a s no other 
interurban _road in this country enj oys. 

T he long-di st ance electric passenger on hi s eastbound 
t ri p would be carried by the Chicago, South Bend & North
ern I ndiana Railway and the W inona Interurban Railway 
from South Bend to Warsaw, Incl. , on through limited 
tra ins. T he W inona I nterurban Ra ilway is now comrleting 
a 43-mile extension fro m Wa rsaw to Peru, Ind. Already 
the northern secti on of this connection from Warsaw to 
Mentone and the southern sect ion from Pe ru to Akron have 
been fi nished, and there yet remain less than 2 0 miles, this 
being the only link missing in the chain of electric lines 
IJetween \ :Vestfield, N. Y., and Sheboygan, Wis. 

At Peru, when the W inona Interurban has completed its 
line from Mentone to Akron, its limi ted cars from South 
Bend can connect with the limited servi ce of the F t. W ayne 
& \\T abash Valley Traction Company, operating between 
Lafayette and Ft. Wayne. T he eastbound passenger will 
fi nd fast and frequent service from Peru v ia the latter
named line to F t. Wayne, and thence by the Ohio Electric 
Rai lway to L ima, where the choice of two routes is offered 
him from Lima to Toledo. T he older one of these routes, 
and the one over which the Toledo & Dayton limiteds a re 
operated, is via the \Vestern Ohio Railway from Lima to 
F indlay, and the Toledo, Bowling Green & Southern from 
F ind lay to Toledo. The more recently completed route is 
that of the Ohio E lectric R ailway, which during the pas t 
year has built a new line from Lima in_to Toledo, obtaining 
at th is city a most satisfactory priva te entrance for its 
high-speed cars, terminati ng in the center of the business 
di st ri ct. From Toledo to Cleveland the long-established 
limited serv ice of the Lake Shore E lectric Railway over 
its route of r2r miles is offered the traveler, and from 
Cleveland eastward the electric route takes a direct line 
through Painesvill e,, Ashtabula, Conneaut and Erie to 
\:Vest fi eld. the various companies operating serv ice over this 
route bei ng the Cleveland, Painesville & Eastern, the 
Pennsylva nia & Ohio Railways, the Conneaut & E rie Trac
ti on Company and the Buffa lo & Lake E rie T raction Com-; 
pany. The latter named company, it is stated, has a line 
under construction from Buffa lo to Westfield. 

To thi s long electric route, "".hich with its ramificati ons 
connects the ci t ies of Louisvi lle, Ky., Indianapolis, Ind. , 
Cincinnati and Zanesvi lle, Ohio, Detroit , Jackson and K ala
mazoo, Mich., with Chicago (granting that the short con
necting link of the Winona Interurban will soon be put in 
operation), there wi ll be added, if exist ing plans mature, 
the extensive interurban system of the Illinois T raction 
Company. v\Tith the resumption of normal business condi
tions connecting links between the Illinois 1 racti on System 
at Danville and the Indiana lines at either Crawfordsville 
or Terre Haute and with Chicago by way of J oliet will 
add to the interurban network of Indiana, Ohio and Michi
gan 800 mi les of street and interurban lines-thi s under a 
single management-and will make possible electric travel 
between Westfield, N. Y., and St. Louis, Mo. 

New lines and extensions that have been completed dur
ing the past year include the following to which it may be 
interesting to refer: In Illinoi s and W isconsin the Chi
cago & Mi lwaukee E lectric R ailroad has completed its 
through line, making possible the service earlier mentioned 
between Evanston and the business district of Milwaukee. 
For thi s service new three-car trains a re now being 
equipped. Also tributary to Chicago the Joliet & Southern 
Traction Company has built a road from Joliet to the 
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Indiana line. This new road forms a link in a line of in
terurban railroads which nearly encircle the city of Chi
cago at a distance of 40 miles. In Wisconsin the Milwaukee 
Electric Railway & Light Company has completed an ex
tension to Watertown and the Milwaukee Northern has 
completed its road from Port Washington to Sheboygan 
during the past year. Practically no new lines or exten
sions have been built in Iowa and Missouri, but in Kansas 
out of the many ambitious projects which have been con
templated for some time an exceptionally substantial line 
has been built from Pittsburg in the southeastern part of 
the State to Joplin, Mo., the center of a densely populated 
mining district. A 40-mile line from Kansas City, Kan., 
to Olathe, which until recently has been operated with 
gasoline motor cars, is now being equipped electrically. 

Material has been purchased for a 93-mile line in Illinoi s 
to be known as the Rock Island Southern. T his new line, 
as announced in the ELECTRIC RAILWAY JOURNAL three 
weeks ago, will connect Rock Island, Moline and Davenport 
with Galesburg, Ill., and Burlington, Ia., and will be built 
so that heavy freight traffic consisting of trains of coal 
cars may be hauled with locomotives. 

A most extensive project completed during the past year 
in Indiana is the Chicago, Lake Shore & South Bend Rail
way, which is now operated, as earlier stated, from Ham
mond on the Indiana-Illinois line to South Bend, Ind., by 
way of Michigan City, and ea rly this year wi ll be con
nected by a short line known as the Kensington & Eastern 
with the Illinois Central Railroad's suburban express serv
ice operating from Kensington into Chicago. The Chi
cago, South Bend & Northern Indiana Railroad has com
pleted a line from La Porte to South Bend, 27 miles, con
necting with its existing road from La Porte to Michigan 
City, so that there a re now two lines giving service be
tween South Bend and Michigan City. \Vith the completion 
on Jan. 25, 1908, of a line between Brazil and Greencastle, 
Ind., the T erre Haute, Indianapolis & Eastern Traction 
Company inaugurated through service from Terre Haute 
to Indi anapolis, Ind. , over a direct route 73 miles long. 
Mention already has been made of the construction work 
which the \Vinona Interurban Railway has under way be
tween \Varsaw and Peru, Ind. 

In Michigan a connection is being made between the 
Detroit, Flint & Saginaw Railway, which now connects 
Saginaw with Bridgeport, and the Detroit United Railway, 
which connects Flint with Detroit. The completion of this 
link will make pcissible electric railway travel between Bay 
City and Detroit, Mich., approximately 100 miles apart. At 
Port Huron the Grand Trunk Railway system has electrified 
its tunnel under the St. Clair River and is operating all of 
its freigl1t and passenger service through the tunnel and its 
terminals by means of single-phase electric locomotives. This 
project is of especial interest because the locomotives in this 
service can be called upon to handle 1000-ton trains up grades 
-of 2 per cent and at speeds of from 10 mi les to 15 miles an 
hour. The Michigan United Railways Company has re
cently inaugurated service on a new line from Lansing to 
Mason, which link is a part of its high-speed third-rail 
division completed between Lansing and Jackson. Inas
much as this company for a number of years has operated 
a single-track third-rail line from Jackson to Battle Creek, 
and also has as several divisions operated by overhead 
trolley, it is interesting to note that the third-rail will be 
used for distributing current to the cars on its new line 
from Lansing to Jackson. 

In 1908 as in the preceding year several important con-

nections have been built in Ohio. A mong these are the 
Lima-Bellefontaine divi sion, 34 miles long, and the Lima
Toledo division, 72 miles long, of the Ohio E lectric Railway. 
These two connections offer a direct route from Springfield 
to Lima, Ft. Wayne and Toledo. T he Columbus, Delaware 
& Marion has built an extension from Marion to Bucyrus 
and the Cleveland, Southwestern & Colu mbus has been 
connected with Mansfield over a new route by way of 
Seville and Ashland. Connecting links between the cities 
of Youngstown, East Liverpool and \¥heeling have a lso 
been completed. 

----·•·----
RECEIVERSHIPS 

The fo llowing li st of elect ric ra ilway companies m the 
hands of receivers includes all of those reporting to the 
January, 1909, issue of the Electric Railway Directory, 
published by the McGraw Publishi.ng Company. The elate 
of the report is given in each case: 
Colorado 

Canon City-Canon City, Florence & R oyal Gorge 
Interurban Railway Compan y . .. ................... December, 1908 

Eureka Springs-Citizens' El ecti· ic Company .......... December, 1908 
Delaware 

New Castle-Wilming1·on, New Cast le & Southern Rail-
way Company ... ................................. Dc:cember, 1908 

Florida 
Miami-Miami Electric Railway Company ............. October, 19 08 

Georgia 
lll?na~~esvilk-Gainesville Electri c Railway Company ..... December, 19.°8 

Aurora-Aurora, DeKalb & Rockford Electric Traction 
Company ... ..................................... . December, 1908 

Chicago-Chicago Con solidated Tract ion Company ..... December, 1908 
Chicago & Milwaukee Electric Railroad Com-

pany ................................ .. .. flr·c emh er. 1908 
Suburban Railroad Company ................ December , 1908 

l\Iattoon-1\Iattoon City Railway Company ............. December, 1908 
Indiana . 

Indianapolis-Indianapolis & Cincinnati Traction Com-
pany . .. .............. ..................... ... .... December, 1908 

Kendallvill e-Toledo & Chicago Interurban Railway 
Company ..... ....... . .. .......................... December, 1908 

New Castle-- In dianapolis, New Castle & Toledo Rail-
way Company .... ............. . ... ...... ... ...... September, 1908 

Kenfr1 cky 
Somerset-Somerset 'Nater, Light & Traction Company .. December, 1908 

:.\Iaine 
Lewiston-Auburn & Turner Railroad Company ....... December, 1908 
Rockland-Rockland, South Thomaston & Owl's H ead 

Railway Company ................................ September, 1908 
:\Iichigan 

Owosso- Owosso & Corunna El ectric Company ........ September, 1908 
l\fissouri 

Nevada-:.\Iissouri \Nater, Light & Trac tion Company ... December, 1908 
Xew Jersey 

Camden-Camden & Trenton Railway Company ....... December, 1908 
Trenton-Trenton, L akewood & Atlantic R ailway Com-

pany ............... .................... ...... .. .. September, 1908 
Trenton & New Brunswick Railroad Company. December, 1908 

New York 
Catskill-Catskill Elecfric Railway Company ........... December, 1908 
Fulton-Fulton & Oswego Falls Street Railway Com-

pany . ........ ....... ........... .... .... . ......... J anuary, 1908 
1VIount Vernon-\Vestchester Elect ric Railroad Company.December, 1908 
New York-Dry D ock. East Broadway & Battery Rail-

road Company ......................... December, 1908 
Forty-second Street, Manhattanville & St. 

Nicholas Avenue Railway Company ... :. December, 1908 
Fulton St reet Railroad Company .. ....... December, 1908 
M etropolitan Street Rail way Company .... December, 19 08 
New York City R ailway Company ........ December. 1908 
Second Avenu e R ailroad Company ........ December, 1908 
Third Avenue R ailroad Compan y ......... December, 1908 
Twenty-eighth and Twenty-ninth Streets 

Crosstown Railroad Company ........... December, 1908 
Union R ailway Company ................. December, 1908 

Oneonta-Oneonta & Mohawk Valley Railroad Com-
pany ............... ....... .............. ......... D ecember, 1908 

Ossining-Westchester Traction Company .............. December, 1908 
Yonkers-Yonkers Railroad Company ................. December, 1908 

Ohio 
Cincinnati-Cincinnati, Hamilton & Dayton Traction 

Company .............................. December, 1908 
Miami & Erie Canal Transportation Com-

pany ...... .. ......... ................. December, 1908 
Cleveland-Municipal Traction Company .............. Decemb er. 1908 

Eastern Ohio Traction Company ........... December, 1908 
Toledo-Toledo, Ann Arbor & Detro it Railroad Co,n-

pany .... .............................. December. 1908 
Toledo & Indiana Railway Company ........ December, 1908 
Toledo Urban & Interurban Railway Com-

pany .... , •......••.................... December, 1908 
Pennsylvania 

Erie- Conneaut & Erie Traction Company ............ D ecember , 1908 
Gettysburv-Gettysburg Transit Company ............. D ecember, 1908 
Philadelphia-Philadelphia, Bristol & Trenton Street 

R ailway Company .......... .... .. ......•......... December, 1908 
South Carolina 

Anderson-Anderson Traction Company .............. December , 1 008 
T enn essee 

Clarksville-Clarksville Railway & Light Company ...• December, 1908 
Vi rginia 

Richmond-Virginia Passenger & Power Company .... December, 1908 
Norfolk-Norfolk & Southern Railway Company ....... December, 1908 
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NEW ELECTRIC RAILWAY TRACK CONSTRUCTION IN l 908 
The accompanying table shows the miles of single track 

built by electric railways during the year r908 in the United 
States, Mexico and Canada, and has been compiled from 
answers received from the railway companies whose names 
appear in the list. The figures as given are therefore of
ficial, but, unfortunately, replies were not received from 
all companies, hence there may be some omissions. The 
total new mileage represented in the table is 1258.51. 
This is a large falling off from the unofficial figures com
piled last year, but in view of the unusual financial condi
tions and the appointment of various railroad commissions, 
much new construction was held in abeyance during the 
year. 

New York heads the list of States, with a total of r83.76 
miles of single track built. This total is made up largely 
of the 56 miles of double track of the Buffalo, Lockport & 
Rochester and 22 miles of double track of the Rochester, 
Syracuse & Eastern, representing a total of 156 miles of 
single track. Ohio is second, with 170.75 miles. Three im
portant new lines were built in this State during the year, 
notably the Mansfield-Seville extension of the Cleveland, 
Southwestern & Columbus, 44 miles; the Lima-Bellefon
taine extension of the Ohio Electric Railway, 34 miles, 
and the Deshler-Toledo extension of the same road, 36 
miles. In Pennsylvania the Pittsburg, Harmony, Butler & 
Newcastle, with 62 miles, contributed the largest part of 
the total new construction, which amounted to l 13.97 miles. 
Other important lines opened during the year include the 
Texas Traction Company, from Dallas (Tex.) to Sherman, 
63 miles; the Denver & Interurban, from Denver (Colo. ) to 
Boulder, 40 miles; the Lewiston (Me.), A ugusta & Water
vi lle Street Railway, 42 miles, and the Joplin & Pittsburg 
from Joplin, Mo., to Pittsburg, Kan., 30 miles. The ex
tension of the Chicago, Lake Shore & South Bend from 
Michigan City to Hammond, Ind., 36 miles, was completed 
during the year, and was the longest line built in that 
State. The Lincoln-Mackinaw extension of the Illinois 
Traction system was the longest line built in Illinois. In 
Wisconsin The Milwaukee Electric Railway & Light Com
pany opened a new line 30 miles long from \Vaukesha to 
Watertown. 

ALABAMA. 

FLORIDA. 

Miles. 
Tampa-Sulphur Springs Traction Co.-Between Ybor City 

and West Tampa.. .. .................... .. ... .. .. ... .. 1.60 

Total 1.50 

IDAHO. 

Boise Valley Railway Co.-Between Ustick and Meridian.. 10.00 

Total 10.00 

ILLINOIS. 

Calumet & South Chicago Ry. .. .. .. .. .. .. .. .. .. .. . .. .. .. . 3.00 
Chicago City Railway....................................... 6.67 
Chicago, Ottawa & Peoria Ry.-(Illinois Va lley Division)... 0.37 
Chicago Railways Co. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4.00 
Dixon, Rock Falls & Southwestern Electric Railway Co.-

Tampico to Yorktown................................. 7.00 
Illinois Traction System.-Mackinaw Junction to Lincoln.. 27.00 
Illinois Valley Railway Co,-(See Chicago, Ottawa & 

Joli!eritoufi;'e~n :+~~~tio~. c·o·.:..:.io'1iet ·t:o ·ci,;{c.ago. iieiiiit;: i4:ilo 
Mississippi Valley Int. Ry.-Springfield to Rochester and 

Clear Lake . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . 6.00 
Murphysboro Street Railway Co. ..................... ..... 1.50 
Northwestern Elevated R. R............................... 0.40 
Sangamon Valley Railway Co.......... ........ ............. 8.00 
Sterling, Dixon & Eastern Electric Railway Co............ 1.00 
Taylorville Railway, Light, Heat & Power Co.............. 4.00 

Total 83.84 

INDIANA. 

Chicago, Lake Shore & South Bend.-Michiga n City to 
Hammon d . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 36.00 

Evansville Railways Co.-Between Evansville and New-
burgh . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 10.00 

The Evansville & Southern Indiana Traction Co.-Prince-
ton to Patoka. ......................................... 4.30 

Evansville Terminal Railway............................... 9.62 
Gary & Interurban Railway Co.-To Toleston.............. 5.50 
Ma rion Bluffton & Eastern Traction Co.-In Marion...... 0.33 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 65. 75 

IOWA, 

Albia Interurban Railway Co.-Albia to Hiteman........ .. 6.00 
Clinto n Street Railway Co..... ............................ 1.00 
Colfax Springs Railway Co..... ............................ 1.00 
Ott umwa Railway & Light Co. ............................ 0.20 
The Sioux City Traction Co.... ........................... 4.00 
Tri-City Railway Co............. ........................... 2.33 
Waterloo, Cedar Falls & Northern Railway Co.-In Water-

loo . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8.00 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 22.53 

KANSAS. 

Girard Coal Belt Electric Railway.-Dunkirk to Crowberg.. 5.00 
H utchison Interurban Railway Co.. ....... .. .. ............ 2.00 
Joplin & P ittsburg Railway Co. . . . . . . . . . . . . . . . . . . . . . . . . . . 13.00 
Kansas City & Olathe Electric R. R. Co.-To Hocher's 

Grove, Shawnee . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3.00 

Total . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 23.00 

KENTUCKY. 

Lexington & Interurban Railway............... ........... 2.00 
Oh io Valley Electric Ry. Co.-Ashland to South Ashland.. 1.25 
P aducah Traction Co., Inc... ... .. ... ..... . .. ..... ........ 0.19 

Total 3.44 

Miles. LOUISIANA. 
Mobile Light & R. R. Co................................... 0.50 st. Tammany & New Orleans Ry. Co.-Covington to Man-
North Alabama Traction Co............................... 0.50 deville and Abita Springs................. ............ .. 13.50 

Total 

CALIFORNIA. 

East Shore & Suburban Ry. Co.-Stege to Oakland and 
Richmond ...................... ........... ........... . 

Fresno Traction Co ........................................ . 
Hueneme, Malibu & Port Los Angeles Ry ................. . 
Los Angeles & Mt. Washington Railway Co .............. . 
Los Angeles Ry. Co ....................... ... ............. . 
Los Angeles & San Diego Beach Ry.-Terminal loops .... . 
Peck Rall road Co ... ... ............... .. ................... . 
Point Loma Railroad Co ............... .. .................. .. 

Total 

COLORADO. 

Denver & .Interurban R. R.-At Ft. Collins; Denver to 
Boulder; Marshall to Eldorado Springs ...••.•.••.••.•• 

The Grand Junction E lectric Railway Co .................. . 
The Kansas-Colorado Railro ad Co ........................ .. 
Southern Colorado Powe r & Ry. Co.-Sopris Plaza to Viola 

and Cokedale ..................... ...... .............. . 

Total 

DISTRICT OF COLUMBIA. 

Capital Traction Co ............................. .......... . 
Washington Railway & E lectric Co ........................ . 

1.00 

1. 75 
5.00 
5.00 
0.57 
8.14 
1.00 
2.00 
8.30 

31.76 

40.00 
3.00 

20.00 

5.00 

68.00 

3.00 
4.10 

Total . . . . . • . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7.10 

Total ...................... ............... ............ . 

MAINE. 

Bangor Railway & Electric Co ......... .................. .. 
Lewiston, Augusta & Waterville St. Ry.-Lewiston to 

Winslow .............................................. . 

Total 

MARYLAND. 

Maryland Electric Railways Co .......... ................ . 
United Railways & Electric Co ........................ .. 
Washington, Frederick & Gettysburg Ry. Co.-Lewistown 

to Catoctin Furnace ......................... .......... . 

13.50 

0.50 

41.90 

42.40 

4.00 
3.33 

3.50 

Total . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 10.83 

MASSACHUSETTS. 

Boston Elevated Railway Co ............................... . 
Boston & Northern Street Railway Co .....•................ 
Concord, Maynard & Hudson Street Railway Co ........ .. . 
H olyoke Street Railway Co .............................. . . 
Old Colony St. Ry. Co .................................... . 
Shelburne Falls & Colerain St. Ry. Co.-Extension to 

Buckland ............................................. . 

10.06 
1.04 
0.1 R 
0.88 
0.46 

0.13 

Tota l . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12. 75 

MEXICO. 

Compania Electrlca y de Ferrocarrlles de Chihuahua...... 7.00 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ... . . . . . . . . . 7.00 
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MICHIGAN , 

Detroit United Railway ..•. ........... . ....... ............. 
Michigan United Railways-Mason to Lans iu g ............ . 
Houghton County Traction Co.-Allouez to Mohawk, and 

extension north of Calumet. ....................•. , ... . 
Saginaw- Bay City Railw a y & Light Co.-In :Saginaw .... .. 

Tota l 

MINNESOTA, 

Northern Traction Co,-In Hibbing ..............•.......... 
Twin City Rapid Transit Co ............................. .. 
Winona Railway & Light Co .............................. . 

Total 

MISSISSIPP I, 

Columbus Railway, Light & Power Co ................... .. 
Yazoo City Light, Water & Sewerage P lant .............. . 

Total 

MISSOUR I, 

Blue Valley Railway ......... .... ...... ................... .. 
Excelsior Springs & Suburban Ry. Co ..................... . 
Joplin & Pittsburg Railway Co. . ... .................... . 
Kansas City, Ozarks & Southern Mansfield Ry.-Ma nsfield 

to Ava ........................ ....................... . 

Total 

MONTANA . 

Great Falls Street Railway Co . ....... .......... , ..... , , , . 

Total 

NEBRASK A. 

Omaha & Council Bluffs St. Ry. Co ..... .................. . 

Total 

NEW JERSE Y. 

Atlantic City & Shore R. R. Co,-In Atlantic City ........ . 
Orange Mountain Traction Co.-Orange Valley and St. 

Cloud ..................... .... ....................... . . 

Total 

NEW YORK. 

Binghamton Railway Company ......... .............•..... 
Buffalo & Lake Erie Traction Co .. . ..... .................. . 
Buffalo, Lockport & Rochester Ry . Co.-Rochester to 

Lockport ........... . ......... ............. ............. . 
Hornellsville & Canisteo Railway Co . ..................... . 
lnterborough Rapid Transit Co.-Brooklyn extension and 

to Van Cortlandt Park ........ ...................... .. . 
New York, Auburn & Lansing R. R , Co ................. . . 
The New York & North Shore Traction Co.-Mineola to 

Hicksville ........................ ........... ........ .. . 
Orange County Traction Co ........ ............. ......... . . 
Rochester, Syracuse & Eastern Railroad Co .............. . 
Schenectady Ry, Co.-Schenect ady a n d Scotia ............ . 
Suffolk Traction Co.-In Patchogue ... .. ................. . 
UF1lted Traction Co. . .............. ..................... . . 
Western New York & Pennsylvania Traction Co.-Lime-

stone, Salamanca and Little Valley ................... . 

Total 

NORTH CAROLINA. 

Consolidated Ry. & Power Co.-Fayettev ill e to Hope Mllls . 
Goldsboro Traction Co .......... ........................ ... . 
Weaverville Elec. Co ........... ........................... . 

Tota l 

OHIO. 

Cleveland, Southwestern &. Columbus Ry. Co.-Sevllle to 
Mansfield .......... . . ... ......... .......... . . . ....... . 

Columbus, Marlon & Bucyrus Ry.-From Marion to 
Bucyrus ........................... , J, •••••••••••••••••• 

Dayton & Troy Electric Ry. Co ... ... . ... ... ............... . 
Northern Ohio Traction &. Light Co ...................... .. 
Ohio Electrlc Rallway.-Lima to Bellefontaine ........... . 

Deshler to Toledo ........... ....... .. . .............. . 
The Scioto Valley Traction Co.-Extension into Chllllcothe. 
Toledo, Fostoria & Findlay Railway Co ................... . 
Youngstown & Ohio River .......... ...................... . 

Tota l 

OKLAHOM A. 

El Reno Interurban Ry. Co ........... ........... .......... . 
Oklahoma, Kansas & Missouri Interurban Railway Co .... . 
Oklahoma Railway Co.-Oklahom a City to Britton ........ . 

Total 

OREGON. 

United Railways Co.-Clarem ont to Holbrook ............. . 

Total 

Miles. 
2.00 

12. 00 

6.00 
0.82 

19.82 

0. 75 
2. 00 
0.25 

3. 00 

1.25 
3.00 

4.25 

1.25 
2.50 

17.00 

9.00 

29. 75 

0.25 

0.25 

6.00 

6.00 

0.27 

2. 00 

2.27 

0.68 
27. 00 

112.00 
0.13 

8.50 
5.00 

6.00 
0.50 

44.00 
0.60 
4.00 
1.95 

17.50 

183.76 

3.50 
2.00 
5.00 

10.50 

44.00 

18.00 
0.50 
0.7 5 

34.00 
40.00 
0.60 
4.00 

29.00 

170. 75 

1.00 
4.50 
8.00 

13.50 

20.00 

20.00 

PENNSYLVANIA, 

Allen St . Ry . Co.-Na;,:areth tu Bath ..... .............•.•. 
Chambersburg, Greencastle & Waynesbo ro Street Ry.

Greencas tle to Chamberslrnrg .........•............•.. 
Conestoga Traction Co.-Mount Joy to Elizabethtown ..•.. 
Easton T ransit Co.-Northampton Heights to South 

Bethle hem ............ ........ ..• ..... .... ............ 
Hanover & McSherrystown St. Ry . Co.-Brus htown to 

Littlestown ..•. ... .......... .. ..•. .. ........... ........ 
Juniata Valley Elec, St. Ry. Co. & Big Valley St. Ry. Co.-

To Cold Springs Park ..........•.............. , ...•.... 
Monongahela & Carroll Street Rall way Co ................ . 
Philadelph ia Rapid Transit Co.-Elevated and subway ... ,, 
P ittsburg, Harmony, Butler & New Castle Ry. Co ..... ..•. 
Sunbury & Northumberland Elec. Ry. Co ................ .. 

W ast~in~;.°s11e & S;a~~on;.b.~~~ •. ~-~·. • ~-~-~~~~~ • ?~~~~~~-~~~ 
Total 

RHODE ISLAND. 

New York, New Haven & Hartford Railroad.-Tunnel Prov
idence to East Provide n ce ............•................ 

The Rhode Island Co ..... ......... ............ ....•..•.••. 

Total 

TENNESSEE. 

Johnson City Traction Co . ...... ...... ................•.... 
Lake View Traction Co ................. .................. . 
Nashvllle Interurban Railw ay Co.-Nashville to Franklin .. 

Total 

TEXAS. 

Amarillo St. Ry. Co .................... .................... . 
Angelo Power & Traction Co .......... ............•........ 
Austin Electr ic Ry. Co ............... .................... . 
El Paso Electrlc Railway Co ........... ............•....•. 
Galnesville, Wh itesboro & Sherman Ry. Co.-Gainesville to 

Callisburg .................•.................. .......... 
Houston Electric Railway.-Houston to Harrisburg ....... . 
Texas T raction Co.-Da llas to Sherman ..................• 
Uvalde Electrlc Ra llway.-Uvalde Station to Uvalde ...... . 

Total 

UTAH . 

Emigration Canyon R. R. Co-To Emigration Resort and 
Head of Emigration Canyon .... ... . ....... ......... .. . 

Total 

VIRGINIA. 

Bl uestone Traction Co ................ .................... . 

Total 

WASHINGTON , 

Puget Sound Elec . Ry.-Tacoma to Puyallup .............. . 
Seattle Electric Company .................................. . 
Yakima Valley Transportation Co .... ... .......... ...... . 

Total 

WEST VIR GIN IA. 

Fairmont & Mannington R. R. Co.-Fa irmont to Downes 
Elkins Electric Railway Co.-Elkins to Belington ......... . 
Morgantown Interstate R. R. Co .......................... . 
Tri-State Traction Co.-At Follansbee, W. Va ........... . 
Wellsburg , Bethany & Washington Traction Co.-Wells-

burg to B eth a n y ................ ..... ...... ..•.......... 
Wheeling Traction Co .. .......... ... ...................... . 

Total 

WI SCONSIN . 

Chicago & Milwaukee Electric Ry. Co . .........•.......... 
Janesville Street Railway Co ........... ................... . 
Milwaukee Electr ic Ry. & Lt. Co.-Waukesha to Water-

town ........... .. ........ ... .... ... ............. ... .. . 
Milwaukee Northern Railway Co.-Belgium to Sheboygan .. 
Wausa u Street Railway Co ............ .... ........ ........ . 

Total 

WYOMING. 

Cheyenne Electric Railway co.-Cheyenne to Fort D. A. 
Russell .. . ..................... ...... ....... ........... . 

Total 

CANADA. 

Miles. 
6.17 

11.50 
6.67 

1.21 

6.50 

3.00 
0.32 
2.50 

62.20 
3.00 

13.00 

113.97 

1.98 
2.60 

4.48 

0.60 
4.00 

17.00 

21.50 

1.75 
4.50 
0.60 
2.11 

12.00 
3.50 

63.00 
3.50 

90.86 

14.00 

14.00 

1.60 

1.60 

6.00 
15.00 

3.00 

24.00 

12.00 
3.00 
2.00 
0.60 

8.00 
1.00 

26. 50 

14.00 
0.50 

30.00 
26.50 

1.50 

72.50 

5.00 

5.00 

Berlin & Waterloo St. Rallway...... ........ .... .. . ... .. • . 0.11 
British Columbl a E lec, Rallway Co., Ltd ................... 5.00 
Chatham, W a llaceburg &. Lake Erie Railway Co.-To Erle 

Beach . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . • . . . . . . . . . . 9.00 
Hull El<'ctrlc Company ............................ ......... 1.84 
Mount McKay & Kakabek a Falls Railway................. 3.00 
Sarnia Street R ailway Co ..................... ....... ••• .. ~ 

Tota l ..................•..•.......•.• ...•..•...••••••••• 20.45 
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ELECTRIC RAILWAY ROLLING STOCK ORDERED IN 1908 

The accompanying table gives in detail a statement of 
a ll of the electric railway rolling stock equipment ordered 
by the roads of North America during the year 1908. 
The figures have been compiled from a canvass of all of 
t he electric railway companies and from reports made by 
a ll of the manufacturing companies of the United States 
a nd Canada building electric railway cars. The statistics, 
t herefore, are complete and accurate, with the possible ex
ception of some few cars not reported, which were ordered 
built in companies' shops during the year. 

T he total number of cars ordered was 3226. Compared 
with the orders placed in 1907 this is a decrease of 48 

per cent. In 1907 the number of cars ordered is given 
in the statistics published in the ELECTRIC RAILWAY REVIEW 

of Jan. 4 was 631 I. In 1906 the total number of cars was 
6127. The comparative figures for the three years, classi
fi ed according to the service in which the cars are used, 
are given below: 

1906 1907 1908 
Passenger cars-city ........... 3730 3483 2008 
Passenger cars-interurban .... 1523 1327 727 
Freight cars .................. 851 1406 176 

The totals for 1906 and 1907 did not include snow plows, 
sweepers and other miscellaneous cars, but did include 
electric locomotives. The figures for 1908 include 315 work 
and miscellaneous cars and electric locomotives. 

ROLLING STOCK EQUIPMENT ORDERED IN 190E 

Purchaser 
Albia Int. Ry. Co ..... . 
Algiers R y. & Lt. Co ........ . 

No. Class 
2 Closed 
2 Closed 
1 Pass. 

Length Serv. 
23-0 Int. 
30-5 

Trucks Builder 
S. T. St. Louis 
S. T. Am. Car 

Allentown & Reading Trac .. . 
Amarillo St. R y. Co. 
Ardmore Trac .. 

2 Open 32-0 City 

.... Int. 
21- 0 City 

s: T°. · f}:~tiikson 

Ashville Elcc. Co .... . 
Athens Elec . R y ......... . 
Auburn & Northern Elec .. 
Aurora , Elgin & Chicago . 

Austin Elec. Ry. Co .. ... . 
Bangor Ry. & Elec. Co .. 

Bartlesville Int. Ry. Co ..... 
Benton Harbor & St. J oe Ry. 

& Lt. Co. . .... . . 
Binghamton Ry. Co ........ . 

Birmingham Ry. , Lt. & Pr.Co. 
B lack River Trac. Co ....... . 
Bluestone Trac. Co ......... . 
Boston & Northern St. Ry. Co. 

2 Open 
4 Closed 
4 Semiconv. 
6 Semiconv. 
2 Semiconv. 
1 Closed 
3 Closed 
1 Bagg. 
1 Bagg. 
2 Closed 
4 Closed 
2 Comb. 
1 S. Plow 
2 Closed 

City 
30-1 City 
53- 6 Int. 

Int. 
... . Int. 
46-0 Int. 
31-0 City 
28- 0 City 
38- 0 Int. 
22 -;0 Int . 
43- 0 Int. 

ri."i." 
S. T . 
S. T. 
S. T. 
D.T. 

D .. T.' 
D.T. 
S. T. 
S.T. 
D.T. 
S. T. 
D.T. 

2 Semiconv. 3
2
o
2

::::s
0 

c· .
1
_t·y· . S. T. 

4 Closed S. T. 
1 Work 20- 0 City S. T. 
1 Sprink. Both D. T. 

~ ~~~it~nv. 28-o City s.' T. 
4 Coal 38-4 Both D. T. 
4 S. Plows 33- 6 City S. T. 

Brit. Columbia Elec. Ry., Ltd. 4 Clos<;d 50-0 Int. D. T. 
10 Sem1conv. 38-0 City D. T. 
20 Semiconv. 42-0 City D. T. 
30 Flats 35-0 Int. D. T. 

1 Flat 35-0 Int. D. T. 
6 Side Dump 15 City S. T. 
3 Ballast 10 Int. S. T . 

Buffalo Const. Co ........... J l1~i~J'oco. 3 1-8 City n·. T." 
Buffalo & Lake Erie Trac ..... 8 Comb. 52-0 Int. D. T. 

1 S. Plow Int. D. T . 
Buff., Lock. & Roch .. ~ rPl~;a r 47..'.u i~t .... i/ T. 
Capital Trac.... . . . . . . . ... 5 5 Semiconv. 42- 0 ...... D. T. 

11 Semiconv. 43-8 D. T. 
Carbon St. R y. Co. . . . ..... 3 Semiconv. 32-0 B~-th. · S. T. 
Central K entucky Trac ...... 2 Clos<;d 55 - 0 Int. D. T. 
Chambsb., G'castle &Waynesb. 3 Sem1conv. Sub. D. T . 
Chatham, Wallaceb. & L. Erie. 1 5r,1iaild !t::::i \~t K '¥,: 

1 Elec. Loco. Int. D. T. 
Chicago City Ry . .. 30 W ork City D. T. 

1 Freight City D. T. 
1 S. Plow City D. T. 
5 S. Plows City S. T. 
2 Elec. Loco ..... City D. T. 

10 S. Sweep City S. T. 
12 S. Sprink City D. T. 

Chicago Heights Ry . .. .. 1 S. Sweep S. T. 
Chicago, Lake Shore & S. Bend 2 Open i~t.· D. T. 

Chicago & Mil. Elec. Ry ... 

Chicago, Ottawa & Peoria . 

10 Closed D. T. 
3 Closed 52-0 Int. D. T. 
3 Comb. 52 - 0 Int. D. T. 
3 Parlor 52-0 Int. D. T. 
1 S. Plow Int. D. T. 
1 Closed 40-0 Int. D. T. 
4 Open 28-0 City S. T. 
6 Trail C. 40- l0int. D.T. 

2 5 Gondola 2 5-0 Freight D. T. 
1 Elec. Loco. 30-0 Freight D. T. 

Chicago Rys. Co ........... 100 Clc;,sed City D. T. 
600 Semiconv. 49-2 City D. T. 

15 S. Sweep S. T. 
Chicago, s. Bend & No. Ind ... 10 Closed :i:i..'.o City s. T. 
Chicago & Southn. Trac ..... 1 Exp. 52-6 Int. D. T. 

2 S. Plow 
Chicago, Wheaton & Westn . .. 4 Clos~d 52-l0½Int. b". 'i." 
Chillicothe El. R.R. Lt. & Pwr. 2 Sem1conv. 29-0 City S. T. 
Choctaw Ry. & Ltg. Co ....... 2 Trail C. 46-4 Int. D. T. 
Citizens' Ry. Co ............. 1 Pass. 31- 8 City S. T . 

3 Sem1conv. 36-4 .... . . D. T . 
14 Pass 30-0 City S. T. 

Clinton St. Ry. Co ........... 2 Sem\conv. 30-8 City S. T. 
Columbia El. St. Ry., Lt. & Pr. 2 Sem1conv ..... City D. T . 
Columbus Ry. & Lt. Co . ..... . 10 Closed 28-Sl!City D. T . 
Columbus, Urbana & Westn • • \ gg~nb. 50_0 j~t g: f: 
C. E. yde F. de Chihuahua ... 6 Conv. 30-0 City S. T. 
Com. de Tran. Luz y Fuer. ... . 3 Closed 32-6 D. T. 

10 Conv. 30-7 ...... S. T. 
3 Work 30-0 ...... D. T. 

St. Louis 
St. Louis 
St. Louis 
Brill 
Am. Car Co. 
Kuhlman 
Kuhlman 
Brill 
Am. Car Co. 
South'n Car 
Brill 
Brill 
Russell 
St. Louis 

Am. Ca r 
Stephenson 
Co. Shops 
McGuire C. 
Co. Shops. 
South'n Car 
Laconia 
W ason 
Co. Shops 
Stephenson 
Co. Shops 
Can. Pacific 
Co. Shops 
Co. Shops 
Co. Shops 
Dick, Kerr 
Kuhlman 
Cincinnati 
Cincinnati 
Smith& W. 
McGuire C. 
Cincinnati 
Cincinnati 
Brill 
Brill 
Brill 
Jacks'n-Shp. 
Brill 
B aldwin 
Co. Sh.ops 
Co. Shops 
Co. Shops 
\Vason 
Co. Shops 
McGuire C. 
Co. Shops 
McGuireC. 
Kuhlman 
Brill 
Jewett 
J ewett 
Tewet t 

0

1\lcGuire C. 
Danvill~ 
Danville 
Danville 

i..~- s~i1~· 
Pressed Steel 
Pullman 
McGuireC. 
Cincinnati 
Niles 
Hicks 
Kuhlman 
Kuhlman 
Niles 
McGuireC. 
Am. Car Co. 
Co. Shops 
Am.Car 
Brill 
Kuhlman 
McGuireC. 
J ewett 
Am. Car Co. 
Am. Car 
Am. Car 
Am. Car 

P urchaser 
Connecticut Co. 

No. Class 
4 Work 
3 Crane 

Connecticut Valley St. Ry .... 5 Open 

Length Serv. 
43-6 Int. 
43- 6 Int. 
43- l}Int. 
42-0 Int. 2 Closed 

Cons. Ry. & Power Co . ...... 19 Closed Both 
30-0 Yard Cornwall St. R y., Lt. & Power. 1 Fr. Loco. 

Dallas Cons. Elec. St. R y. . 1 Sp rink. 
Danbury & Bethel. . . . 1 S. Sweep City · 
Danville R y. & Elec. Co ..... 12 Open 31-0 Both 

5 Closed 2 7- 0 B oth 
6 Closed 32-0 Both 
3 T rail, 0. 2 5- 0 . . . .. . 

Day ton City R y. Co ......... 20 Semiconv. 3 1- l0City 
Dayton & Troy Elec. Ry. . 1 P ass 3 1-0 City 

2 Pass 3 1- 8 City 
Denver & Int. R . R . 

Des l\loines City Ry .. 

8 Closed 55-6 Int. 
4 Semiconv. 38-l 0¼City 
4 Semiconv. 40- l ¾City 
4 T rail., C. 53- l0int. 
1 S. Plow 30- 0 City 
1 E. Loco. 30-0 B :ith 

Dela., Lack. & Western Ry .... 3 E lec Loco. . .. 
Detroit United .. .... ........ 2 5 Closed 29-0 City 
Dominion Pwr. & Trans Co .... 2 Se -niconv. 32-0 City 

1 Scraper ..... . City 
East Shore & Suburban R y. . . 1 Flat 40-0 Both 
E. St. Louis & Subur. R y. Co .. 15 Closed 45--4 B )th 

20 Pass. . .. . Sub. 
Edmonton Radial Ry. System 6 Semiconv. 39- 0 City 

Elmira, Corning & Waverly .... 
El Paso Elec. Ry . ... 
Emigration Canyon R.R . .. . 
Evansville & S. Indiana ... . 
Exe., H amp. & Ames. St. R y .. 
Fairmont & Mannington .. 
Fargo & Moorehead .... 
Farmington St. R y. 
Fifth Avenue Coach Co ...... . 
Ft. Dodge, D. Main. & S. R.R. 
Ft. Madison St. R y. Co .... ... . 
Ft. Smith Lt. & Trac ........ . 
Fort Wayne & Springfield R y. 
Fries Mfg. & Pwr. Co .. 
Galesburg Ry. & Lt. Co 
Gary & Int. Ry ........... . 

Girard Coal Belt EL Ry. Co ... 
I ~ , ! 

Grafton St. Ry. Co . 
Grand Trunk Ry ............ . 
Great Falls St. R y Co. 
L,reen Bay Traction Co . ..... . 
Gulfport & Miss. Coast Trac .. . 
Hanover & McSherrystown .. . 

1 Semiconv. 30- 0 City 
1 Closed 33- 0 Int. 
1 Sprink. . . . . Both 
4 Gondola 20- 9-}Int. 
1 Work Both 
2 Open 40- 9 Int. 
2 S =miconv. 42 - 0 Int. 
1 Flat 36-6 Cattle 
2 Closed 33-0 Int. 
2 Buses .... City 
2 Closed 45- 0 City 
2 Open 30-0 City 
6 Sem iconv. 40- 0 City 
1 R efrig. 40- 0 City 
1 S cmiconv. . ... City 
6 s ~miconv .. .. . City 
4 Closed 42 - 0 City 
1 S. P low City 
1 Closed 40-0 . .. .. . 
1 Closed 42-0 Int .. . 
1 Closed 30- 0 City 
1 Elec. Loco. . . . . . ..... 
2 Closed 28-10 City 

2 Semiconv. 30- 38 .. . 
3 Semiconv. 30- 4 City 
1 Convert. 4 1- 0 Int. 
1 Convert. 3 1- 0 Both 

Havana Central R . R ........ 50 Freight 34-0 
Holyok e St. R y .... ......... 3 Open 43-0 Int. 

3 . . . . . 43-1½ .... 
Houghton County Trac ...... 4 Pass. 42-9 Int. 

1 S. Plow Int. 
Hudson & Manhattan R.R ... 50 Clos<;d 48-0 Int. 
Hull Electric Co ............. 5 Sem1conv. 42-0 Int. 

1 S. Plow 45-3 Int. 
Hutchin son Int ." Ry. Co ..... 1 Semiconv. 30-8 City 
Illinois Central Elec ......... 4 Open 30-0 City 

_, 2 Semiconv 41-0 Both 
Illinois Traction ............. 8 Closed 52-6 Int. 

2 Sleepers 52-6 Int. 
35 Gondola 40-0 Int. 

1 S. Sweeper . . . . Int. 
Illinois Valley R y ........... 4 Ope?- .... City 

7 Trail., C. 40-l0int. 
25 Gondola 25-0 Frt. 

1 Elec. Loco. 30-0 Frt. 
Indiana Union T raction ...... 1 Elec. Loco. 28-0 Frt. 
Intermountain Ry .......... . 3 Comb. 48- 0 Int. 

1 Comb. 41-6 Int. 
Inter-Urban R y ............. 10 Go~dola 35-7 Int. 
Int. R y. & Terminal Co. . . . . . 2 Freight 45-0 Int. 

7 Coal 45-0 Int. 
5 Closed 44-0 Int. 
1 Closed 34-0 ..... . 
1 Open 30-0 City 
4 Open .... Int. 
5 Closed 46-0 Int. 
1 Work 40-0 Int. 

Jacksonville Elec. Co ...... . 
Jacobs Welding Co ......... . 
J efferson Traction ..... ..... . . 
Jersey Central Trac. Co . ..... . 
Joliet & Southern .......... . 

Trucks Builder 
D. T. McGuire C. 
D. T. McGuire C. 
D. T. Wason 
D. T. Wason 
D. T. Steph enson 
D. T. Ottawa 
D. T. McGuire C. 
S. T. Brill 
S. T. Jacks'n-Shp. 
S. T. St. Louis 
S. T. Southern 

Jacks 'n-Shp. 
B:i.rney& S. 
Am. Car Co. 
Am. Car Co. 
St. Louis 
Woeber 
J ewett 

s:t: · 
S. T. 
S. T. 
D.T. 
D.T. 
D.T. 
D.T. 
D.T. 
D.T. 

ri."i.' 
S. T. 
S.T. 
D.T. 
D.T. 

n·. r.' 
S.T. 
S. T. 
D.T. 
D.T. 
D.T. 
D.T. 
D.T. 
D.T. 
D.T. 
S. T . 
D.T. 
S. T. 
D.T. 
D.T. 
S. T. 
D.T. 
D.T. 
S. T. 
D.T. 
S. T. 
S.T. 

s:-r".· 
S. T. 
S. T. 
D.T. 
S. T. 
D.T. 
D.T. 

St. Louis 
C:J. S 'P ps 
Co. Sh:>ps 
W =sti n5h. 
KuhJm3,n 
Kuhlman 
Kuhlman 
C:J. S.i.:ips 
An. C ir 
Am. Car 
Ottaw~ 
Ottawa 
Stephenson 
Brill 
Kil. &Jacobs 
Co. S hops 
C J. Sa:ip 
B rill 
MitshkumCo 
W ason 
B rill 
St. Louis 
Brill 
Am.Car 
CJ. S:nps 
B rill 
D ,nville 
D i,ville 
McGL1ire C. 
Am. Car 
St. Lollis 
J ewett 
W=stingh. 
Am. Cu 
Am. Ca r 
Brill 
Brill 
Brill 
McGuire C. 
Wason 

'ii.' T: B riil ..... 
D. T. Co. Shops 
D. T . Pressed Steel 
D. T. Ottaw~ 
D. T. Russell 
S. T. Am. Car 
S. T. Danville 
D. T. Danville 
D. T. Danville 
D. T. Danville 
D. T. H ask.-Bark. 
S. T . McGuire C. 
S. T. Danville 
D. T. Danville 

R.1-: · c~: ·sh~p; · · 
D. T. Co. Shops 
D. T. McGuire C. 
D. T. McGuire C. 
D. T. Hicks 
D. T. Co. Shops, 
D. T. Co. Shops 
D. T. Brill 
D. T. McGuireC. 
S. T. Brill 
D. T. Brill 
D. T. Am. Car 
D. T. Am.Car 
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l'urchaser 
Joplin & Pittsburg Ry. Co . . . . 
Kan. C., Ozarks & S. Mansf'ld. 
La Crosse City Ry. Co .. . . . . 

N o. Class 
1 Express 

2 Com b . 
3 Semicon v. 
1 S. Plow 

Lancaster Trac . & Power Co . . 1 W ork 
Lared o Elec. & Ry. Co. . . . . . 5 Open 

1 W ork 
Lehigh Valley Transit Co ..... 4 Open 
Lewis ton, Aug. &Waterville .. 4 Scmicon v. 

Lexing ton & Interurba n Ry .. 
Little Rock & Pine Bluff Trac. 
London Street Ry. Co . .... . . . 
Los Angeles & R edondo R y .. . 
Los Angeles & San Diego Bch . 
Louisvi lle & Southern Ind. 
Mankato E lec. Trac .. 

2 S . Plows 
2 Closed 
8 Closed 
2 Ba llas t 
6 Closed. 
2 Gas. Mot. 
-I Closed 
4 Closed 
I S. Sweep 

Marion Bluffton & E astn.Trac. I Closed 
·Marque tte County Gas & Eke. 1 Closed 
Marshallto\\n Lt., P\\r, & Ry . I Closed 
Milford & U xbridge St. R y . . 2 Semiconv. 
Meridian Lt. & Ry. Co . . . ..... 1 Closed 
Metropolita n Strt:'e t R y. Co ... 7 5 Closed 

SO Closed 
2 Closed 

SO Closed 
Milwaukee Eke. Ry. & Lt .... 10 Closed 
Milwaukee N orthern Ry. Co .. 2 Closed 

1 S. P low 
Mississippi Valley Int. R y .... 2 Closed 

2 Closccl 
Missouri & Kan, Inter . Ry ... 3 Closed 
Montgomery Traction Co ..... 8 Con v. 
Montrea l St. Ry. Co . .. ...... 2 S. Plows 

Length Serv. 
44- 0 Int. 
5 1-0 Int . 
30- 5 City 
29- 0 City 
36- 0 .. . .. 
26-0 City 
30-0 City 
.J4- 8 Int . 
42-6 Int . 
22-0 City 
55-0 In t. 

12-0 
-17-6 
55- 0 
-18- 0 
.l0-8 

Int . 

In t. 
In t. 
In t. 
City 
City 

-15 - 0 Both 
.J i - 0 Both 
26-0 City 
39-0 Int . 
28-0 Cit y 
-lo-1 !City 
.J6- tt Citv 
.J 6- l 1City 
..... City 
53-5 Int . 
50-0 In t. 
58-4 Int. 

Int . 
.J 2-0 
-1 5-6 
.J0- 0 cit'y 

Trucks Builder 
D. T . J ewett 
D . T. St . Louis 
S. T . Am. Car 
S. T. McGuire Co. 
D. J. Am . Car 
S. T . Brill 
S. T . Co. Shop 
D. T. Brill 
D.T. Brill 
S . T . Russell 
D . T . Brill 
D. T. J e wett 
S. T . C. Shop 
D . T . Co. Shops 
D.T. Mc Keen 
D. T . Am. C. & F. 
S. T. McGuire C . 
S. T . McGuire C. 
D. T. Cincinn ati 
D. T. N iles 
S. T . Brill 
D . T. Jones 
S. T . Co . Shops 
D . T. B rill 
D . T . J ewett 
D. T. Stand. Steel 
D. T. Stephenson 
D . T. Kuhlman 
D. T. N iles 
D. T. R u ssell 
D. T. St. Louis 
D. T. S t . Louis 
D . T. A m. Car 
D . T. B rill 
S. T. .McGuire C. 

Mt. Hood R y. & Power Co . ... 40 Fla t 
Municipal Traction Co . ...... 1 Closed ... , i::;~;.;,pie i::i.'-1·.' 

H icks 
S t . L ouis 
Cincinna ti 
McGuire C. 
Brill 
Da n ville 
D anville 
J ones 

1 Closed 52- 0 City D . T. 
3 S. Sweep. . ... City S. T. 

Nahant & Lynn St. Ry. Co .. , 1 Semiconv. 30- 8 City S. T . 
Nashville & Int. Ry. Co . .. ... 3 Closed .J0- 0 Int. D . T. 

1 E xpress .J0- 0 Int . D . T. 
New Bedford & Onset St. Ry .. 1 E xpress 39-0 Int . D . T. 
N. J . & Pa. Trac. Co . .... .. .. 3 Closed -1 5-0 Int . D . T. 
New Orleans Ry. & Lt. Co ... 35 Closed 30-8 City S. T . 
Newport & Fall River St. Ry. . 1 S. Plows .. 
New York Central. . . . .. ... .. 12 Elec. Loco .. 

Brill 
McGuire C. 
W ason 
American 

New York City Ry . .. . ...... 1 S. Plows .... City· 
N. Y., N. H. & Hartford ..... 4 Motor 70- I0½Sub. b. 'i.' ~~~tg_-1~;!·1 

6 Trail 70- I 0½Sub. 
6 El. Loco. 38- IJ 

New York & N orth Shore ... 1 Fla t In t . 
Northern Cambria St. R y .... 3 Comb. 28- 0 Int . 

4 Co mb. 28-0 Int. 
Northern Elec. Ry. Co .. . . .... t Comb. . . . . . .. 

1 Elec. Loco. . . . . . .. . 
Northern Ill. Lt . & Traction . . 1 . ..... . .. 29-0 City 
Northern Ohio Trac. & Lt ... . 4 Closed 52- l 0¾In t 
Northwest ern E levated R. R. 20 Closed .... Elev. 
Oakland Tractio n Co ........ 20 Closed City 
Old Colony St. Ry. Co ...... . 4 Express .l9--I I nt. 

4 S. Plows 33- 6 City 
Omaha & Council Bluffs ..... 10 Closed -W - 0 City 

8 Closed -12 - 0 City 

Omaha Lincoln & Bea trice .. . 
1 Sprink. City 
2 Closed 42- 0 I n t . 
4 Closed 53- 3 Int. 
7 Closed 49- 9 I nt. 

Oneonta & Mohawk Valley . . . 
Ontario Construc tion Co . . .. . 
Oregort Elec. Ry. Co. 6 Closed 57 - 8 Int . 

Ottawa Elec. Ry. Co . 
2 E xpress 5 7-8 Int. 
2 Closed . .. . City 

14 Semiconv. 31-0 City 
I \ Vork 36- 0 Work 
1 S. Sweep 4 1- 0 City 
t S. Sweep. . .. . City 

Ottumwa Ry. & Light Co . ... 3 Semicon v. 30-8 City 
Pen Yan,KeukaPk.&Brav.Pt.1 Elec. Loco.35- 0 In t . 
P hiladelphia R. T. Co ........ 8 Ash .... City 
Pi ttsbur g & Butler . .. ....... 4 Com b . 51-3 Int . 
P itts., Hann., Butler& N. C .. 2 E xpress -16-0 Int . 
Portland R y., Lt. & Pwr. Co .. 5 Closed 47- ! 0Ci ty 

Porto Rico Rys. Co . . , .. 
P uget Sound Elec. R y, .. 

Quebec R y. Lt. & Pwr. Co . . 

20 Closed 45- 0 City 
3 Se miconv . 40- 0 In t. 
3 Trail. C. 50-0 In t. 
2 Comb. 50-0 Int. 
1 Elec. Loco. 36- 0 Ya rd 
6 Open 29-0 City 
5 Closed 27- 0 City 

Quincy H. Ry. & Carrying Co . 8 O pen 30- 0 City 
. 2 Closed 30-0 City 

Raleigh Elec. Co. . . . . . . . . . . . 3 Semicon v. City 
Reading & Wolmesdorf Ry ... 5 Semiconv . -±0- 0 Int. 
Rio de Janeiro Lt. & Trac ... 25 Open 27-0 
Rochester Ry ..... . . . .... ... 2 S. Sweep. 
Roches ter, Syracuse & East . . 2 Closed 

Rutland Ry., Lt. & Pwr. Co . . . 
Saginaw~ Flint Ry . ...... . . 
Salina St. & Inter R y, Co . ... . 
San Diego Southern . . . .... . 

1 S. Plow 
1 Express 
4 Closed 
2 Comb. 
5 Closed 

53-6 Int. 
39-3 Int. 
44- 0 Int . 
50- 4 Int . 
36-0 City 
-15 - 10 Int . 

D . T . Stand . Stee l 
W estingh . 
Brill D. T . 

S.T. 
D .T. 
D.T. 
D .T. 
S. T . 
D . T . 
D .T. 

i::i .' i-'. 
S .T. 
D .T. 
D.T. 
D .T. 
D.T. 
D. T . 
D.T. 
D . T . 
D.T. 
S. T . 
S. T . 
D.T. 
D. T. 

s:-r". 
D. T . 
D.T. 
D .T. 
D .T. 
D . T. 
D.T. 
D.T. 
D .T. 
D.T. 
D.T. 
S. T . 
S. T . 
S. T . 
S. T . 
S. T . 
D. T. 
S. T . 

D . T . 
D . T . 
D .T. 
D.T. 
D.T. 
D.T. 

S t . Louis 
St. Louis 
Co. Shops 
Co. Shops 

K u hlma n 
P u llman 
Co . Shop s 
D a n v ille 
W ason 
Am. Car 
Co. Shops 
Co. Shops 
St. Louis 
Cincinna ti 
Cincinnati 
N iles 
Niles 
Pres ton 
O t tawa 
Otta wa 
Russell 
O ttawa 
Am. Ca r 
J ones 
Co . Shops 
Cincinnati 
N iles 
Am. Car 
Am. Car 
Brill 
St. Louis 
St. Louis 
Co. Shop 
Otta wa 
Ottawa 
D a n v ille 
Danv ille 
Brill 
S tephenson 
St. Louis 
Kuhlman 
Kuhlman 
Russell 
L aconia 
N iles 
Woeb er 
N iles 

At a rece nt C~rnse rvation Conference in \Vashington, 
Ambassador Nabuco, of Brazil, spoke of the immense re
sources belonging to th e Southern Republic in th e rivers 
Amazon and Sao Francisco and said : "The present century, 
I hope, will see that immense canalization all plough ed by 
steam and electricity. \i\/hen the connection of the Amazon 
with the sources of the River P late, to which we supply 
nearly the whole of its waters, will be established, the ea rth 
will see an inland water system of a magnitude never 
dreamed before. I think we oug-ht to be proud of those im-

Purchaser No. C/u,s Length Serv 
SanDiegoSouthem .... .... t SightSee, 45- ! 0int. 
Sa ndy Spri ng R y . .... ..... I Gondola City 
S. Francisco, Vallejo & Napa. 2 Closed 56- 0 Int . 
Sapulpa Inter. Ry. Co ....... 2 Closed 30- 5 .. . 
Samia St. R y.... . . I Scmiconv. -12 - 0 City 
Savannah Elcc. Co.. .. . . . . f> Closed. 30- 6 City 
Schuylki ll & Dauphin Trac . 1 S. Sweep . Cit y 
Seattle E lcc. Co ......... . 1-10 Cal. 45-0 City 
Second Ave. R . R. Co 4 S.Sweep. . ... City 
Sheffield Car Co . . . . 4 Semicon v. City 
Shore Linc E lec. R y. Co. 8 Closed 50-0 I nt. 
S ioux City T rac.. 2 Closed 37- 0 City 
Sioux Falls T rac.. . . . . 2 Closed 33-0 City 
South Bend Cons tr. Co.. 2 Closed 3 1-8City 

10 Closed 40-0 Int. 
Sou thern R y. & Lt. Co .. · ..... ·2 Scmiconv. 27-8 City 
Southern Wisconsin R y. Co ... I Scmiconv. 30-8 
Southwes tern I n ter. R y. Co . . 2 Semiconv. 4 1-8 

3 Scmiconv. 30- 1 
Southwes tern Traction Co .... 6 Closed 49-4 Int . 
Spartanburg, R y., Gas & Eke. I Closed 40-0 Int . 

1 Comb. .J0- 0 Int. 
I Comb. -12-0 Int . 

Spokane Trac ....... . 
Springfiekl Cons. R v ..... . 
Spr ingfi e ld & W ashing ton ... . 
Ste r!., Dixon & E as t. Elec. Ry. 
St. J ohn Ry ........... .. .. . 
St. Louis Mon. -Sano. & S. Ry . 

4 Closed 
1 Sprink. 
I Comb. 
4 Closed 
2 Closed 
4 Closed 
4 Trail-C. 
2 Bag. 

.J Elec . Loco. 

53-0 ,~·t: 
32-0 City 
30-0 City 

56- I0~lnt. 
45-6} Int . 

45 - 0 Int. 
St. Louis, R ocky Mt. & Pac. 
Sunbur y & Nor th. Elec. 4 Open 34-0 Both 

2 Closed 34-0 Both 
3 Semiconv. 34-0 Both 
t Work 25-0 Both 
1 S. P low 2 5- 0 Both 

Sunbury & Selinsgrove Co.... 3 Closed 34-0 Int. 
1 S. Plow 25-0 Both 

Syracuse L . Shore & North'n .. 
Syracuse R . R . Cons t r . Co. . . 

I S. P low 39-3 Int . 

Syracuse R. T . Co .......... . 
3 Closed 42-9Unt. 

Tama & Toi. E l.Ry. & L t. Co .. 
T exas Traction Co ..... 

Third Avenue R .R .. 

1 S. Sweep 
I Closed 
I W ork 
1 Comb. 

. SO Open 
100 Open 

33-0 Int . 
50-0 I nt. 
50-0 Int . 
37- 9 City 

75 Closed 37-2 
City 
City 
City 
City 

!SO Semiconv. 41- 1 
2 Scrapers 
3 S. Sweep. 
I Exp. Toledo & I nd iana R y. . 

T oledo U rban & In t .... 
T win City R . T. Co . . 

... 3 Exp. 

. . 100 Closed 

U nion Tract ion Co ... 

United R ys. Co .. .... .. . 
Utica & Moh awk Va lley 

Va n Brunt St. & E rie Basin . 
V a ncouver Trac tion Co . .. .. . 
W a lla W a lla Va lley Traction .. 
W arren & B isbee R y .... ... . . 

4 S. Plows 
I Closed 
1 W ork 
2 Comb. 
1 S. Sweep 
1 S. Sweep 

6 Open 
2 Semicon v. 
2 Comb. 
4 Closed 
1 W o rk 

W a rren St. R y..... . . . . . . . 1 Semicon v . 
W ash., Alex. & Mt. Ver . R y. 6 Semiconv. 

City 
44- 0 I nt. 
45- 0 In t . 
46- 7! Both 
44- 2 Both 
30- 5 ... .. 
40-0 
57-3 Int. 

39-4 
46-0 

City 

43-2 Int. 
36-0 

Int. 

W ash., Ari. & Falls Church 6 Semiconv. 40- 0 
I n t . 
In t. 
Int. Washing ton R y. & E lect ..... 15 Closed 

35 Closed 
W ashington \Va ter P ower Co . 2 Closed 

20 Closed 
3 T rail. , C. 
2 Comb. 

W a terloo, Cedar Falls&N. R y. 13 Open 
13 Closed 

2 Closed 
.J Trail .. C . 
I Gas. Mot. 

W a usau S t . R . R . Co.. . . 2 
W averly , Sayre & Athens T r 2 Closed 
W eb. , Mon. , Bell. & F ay. City. I Open 
W es tch es ter E lec. R . R . 20 Closed 
W est ern , New York Con s·. ·co. 8 Closed 

W est P enn Railways. 

W est Side Elec. St. R y ... 
Wichita R . R . & Light Co . 

1 S. P low. 
7 Closed 
I S. Sweep. 
1 Open 
4 Open 

\Vindsor, Essex & Lak e Shore. 
1

; Bo
0

:X: · · · 
\Vinneb ago Trac. Co. -I Open 
Yakima Va lley T ran s. Co .... 3 Closed 
Yazoo City L t., W a t er & Sew-

age Plant. ... . .... . 
Yonkers R a ilroad .. . 

York R ys. Co .. .. . 

4 Semiconv. 
15 Closed 

2 S. Sweep. 
1 Sprink. 
1 S. Sweep. 

Int. 
In t. 
City 
Int . 
Int. 

3 1-0 City 
32- 0 City 
57- 0 I n t . 
30- 0 City 

Int . 
36-0 Int 
33-0 Int . 
28-8JCity 
40- 0 Int. 
50--6 Int. 
40- 0 Both 
53- 4 Int. 

Int . 
28-8,JCity 
40-6 

33-0 
40-4¾ . 
29-6 City 

30-8 City 
40- 0 Cit y 
28- 0 City 

City 
Cit y 

Trucks Builder 
D. T. Niles 
S. T . Brill 
D. T. Niles 
S. T. Am. Car 
D. T . Ottawa 
S. T . Co. Shops 
S. T. Brill 
D. T. S t . Louis 

Smith-Wa 
Brill s.· i-: 

S. T. 
D.T. 
S. T. 
D.T. 
D.T. 
S. T . 
S. T. 
D.T. 
S. T. 
D.T. 
D . T . 
D.T. 
D.T. 
D.T. 
D.T . 
D.T. 
S. T. 
S. T. 
D.T. 
D . T. 
D.T. 

s.'T:. 
S. T. 
S. T. 
S. T. 
S. T . 
S.T. 
S.T. 
D.T. 
D.T. 

s: i'' .. 
D.T. 
D. T . 
D. T . 
D. T . 
D . T. 
D .T. 
S. T . 
S. T . 
D.T. 
D . T. 
D. T. 
D. T . 
S. T . 
D .T. 
D .T. 

c~: s·h~p,· 
St. Louis 
Kuhlman 
Kuhlman 
Am. Car.Co. 
Am. Car 
Am. Car 
Am. Car 
Preston 
J ewett 
Jewett 
J ewett 
St. Louis 

McGuireC. 
J ewet t 
St. Louis 
Ottawa 
St. Louis 
St. Louis 
St. L ouis 
W estingh . 
Jackson 
Brill 
Brill 
Brill 
B rill 
B a rber 
Brill 
Russell 
Kuhlman 
Kuhlman 
St. Louis 

St.' Lo
0

uis 
Brill 
Brill 
Brill 
Brill 
Brill 
Brill 
J ewett 
N iles 
Co. Shops 
Co.Shops 
Am. Car 
Am. Car 
Am. Ca r 
Kuhlman 
Smith -Wal. 

s.·f ... B rill 
D. T . Am . Car 
D . T . Am. Car 
D. T . McGuire C. 
D. T. McGuire C . 
D. T. B rill 
D. T. Bri ll 
D. T. Stephenson 
D. T. Bri ll 
D . T. Brill 
D . T. B rill 
D. T . Brill 
D. T . Brill 
D . T. B rill 
S. T . McGuire C. 
S. T. McGuire C. 
D. T . McGuire C. 
S. T . McGuir e C . 

Stoever 
i::d . ...... 
S. T. St~phen 
S. T . Kuhlman 
D. T. Bri ll 
D . T. Cincinnati 
D . T. Cin. Car Co. 
D. T . Cincinnati 
S. T . McGuire C. 
S. T. Kuhlman 
D. T . Am. Car 

D.T. 
S. T. 

Am . Car Co. 
Co. Shops 
Am. Ca r 
Danville 

S. T . Am. Car 
D. T . St. Loui, 
S. T. Brill 
S. T. B rill 
S. T. Brill 

mense prospects of river and fo rest combined, by th e side of 
powerful fa lls, destined to supply all the electr icity we may 
need. \Vith that vision of the future I do no t like to speak 
of our rivers as they appear to-day. T ake the Sao Fran
cisco. The men of science who have been on its banks 
agree that the Sao Francisco ts a great river of the future 
and that the central region it drains will show one day 
immense wealth. I think it is a good thing for a nat ion tn 
have a part of its assets under lock, kept fo r a time of 
greater progress in agricultu re, metallurgy and electricity." 
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SIGNALS INSTALLED ON ELECTRIC RAILWAYS IN J 908 

Information received from the manufacturers of signal 
apparatus for electric railways shows that there were 
installed during the year of 1908 486 automatic block 
signals, protecting 75.17 miles of single track, and II I 

dispatchers' !train order signals, operated from central 
dispatchers' offices, protecting 265.5 miles of track. S ta
tistics of installations of signals we re received from all 
of the signal manufacturers in the United States except 
two companies, who failed to reply. T hey are given in 
detail in the accompanying table. 

Included in the table are all of the installations made 
on railways operated electrically, including electrified 
steam roads. There are two types of automatic block 
signals in use for overhead trolley lines: (I) Signals actu
ated by the passage of · the trolley wheel under a contact 
device inse rted in the trolley wire, and (2 ) signals con
t rolled by electric track circuits. Comparatively few sig
nals of the latter type have yet been installed on inter
urban electric railways operated by overhead trolley, 
chiefly on account of the expense involved. The installa
tions on the Boston & Worcester Street Railway • and on 
the Rochester, Syracuse & Eastern, included in the table, 
however, are both of this type. The install ation on the 
Rochester, Syracuse & Eastern fo llows closely steam ra il
road signal standards, and is, we believe , the fir st of its 
kind. Alternating current is used for the track circuit. 

Included in the table are five roads on which dispatcher 's 
t rain order signals have been installed. This type of 
signal has met with the approval of a large number of 
roads, and it undoubtedly adds much to the sa fety of op
eration, but it is not to be considered in the light of a 
block signal. 

The comparatively small mileage equipped with signals 
during the year reflects, as do the other statistics published 
in this issue, the financial stringency which prevail ed dur
ing the greater part of 1908, and from which the railways 
are just beginning to recover. The signal manufacturers, 
however, report having received seve ral large orders to 
be installed during the coming year ; these are not in
cluded in the table, which shows only the signals put in 
actual operation. 

T ABLE OF BLOCK SIGNAL I N STAL LATIONS I N 1908. 

Name of Railway 
No. No. 

Tvpe of Signal Sig- Miles 
nals Protected 

Boston & Worcester. O'Br yan Auto Block 

Maker 

E lec. Tr. Cir . . . . . . . 22 . . . . F. L. O'Bryan Co. 
Brooklyn Bridge .... Auto Block Lt . Sig. 

E lec. Tr.Cir ....... 64 1.953 UnionSwitch&Sig.Co. 
Chicago, Lake Shore · 

& So. Bend ....... Dispatcher's Sig.. . . . 20 7 7 .00 Telegraph Sig. Co. 
E. St. L ouis & Sub ... Dispatcher's Sig... .. 4 10.00 Blake Sig. & Mfg. Co. 
Hudson & Man .. . ... Home and distant L t. 

Sig. A. C. Tr. Cir . .. 185 6. 6 Gen . R y. Sig. Co. 
Indiana Un. Trac.Co.Dispatcher's Sig ..... 52 111.00 T elegraph Sig. Co. 
Interbrgh. R . T ..... Au. Blk , E lec. P neu. 

Slide A.C. Tr. Cir . .. 23 8.50 Un . Switch & Sig. Co. 
Interna. R y. Co ..... Dispatcher's Sig .... . 20 3 7.00 Telegraph Sig. Co. 
Lebanon Va lley ..... AutoBlock. ........ 14 12. 50 Smith Sig. Co. 
Long I sland ........ E lec. Serna. Auto Bl. 

2 arm home and 
dist . E lec. Tr. Cir .. . 

Newton & Boston ... O' Bryan Auto Block 
Elec. T r . Cir .. . . . . . 1 

N. Y. C. & H. R . . ... Au. Bl. Elec. Motor 
Serna . Home & Dist. 

3 .S O H all Sig. Co. 

F. L. O'Bryan Co. 

A.C. Tr. Cir .. . . .. 50 18.8 Gen.Ry.Sig.Co. 
N . Y .C. & R . R . .. . . Au. Bl. Home & Dist. 

Lt. Sig. A. C. Tr Cir . 7 7 11 . 3 Gen. R y . Sig. Co. 
Phila. R. T ........ . Au. Bl. Lt. Sig. A.C. 

Tr .Cir .... ........ 17l,. 

Et\/,Ptc1r·. -~~~-a_- 11) 3 . 7 5 Un . Switch & Sig. Co. 

Rochester, Syracuse Au. Bl. E lec . Motor 
& E astern .. ...... Serna. A. C. Tr. Cir . 6 6 . 865 Un . Switch & Sig. Co. 

Toronto &York R ad.Cab Sig. Disp . Con t. 4 10.00 Simmen Au.R y.Sig.Co. 
W ash. Bait. & An .. . . Dispatcher 's Sig ..... 11 20.50 Blake Sig. & Mfg. Co. 
Williamsb. Bridge . .. Au. Bl. Tr. Cir. L t . 

Sig....... .. . .... . 9 1.4 U n . Switch &}iig . Co. 

WORK OF THE JOINT ENGINEERING STAFF OF THE 
WISCONSIN TAX AND RAILROAD COMMISSIONS* 

BY W M . D. PENCE, ENGI N EER, RAILROAD COMMISSION OF WIS

CON SIN A ND WISCONSIN TAX COMMISSION; PROFESSOR 

OF RAILWAY E N GI N EERING, UNIVERSITY OF WISCONSIN 

T he engineering staff which jointly serves the Wiscon
sin Tax Commission and the Railroad Commission of 
vVisconsin was organized in June, 1903, under authority 
of the law providing for the assessment of the steam 
rai lroad properties of the State on an ad valorem basis. 
T he size of this staff ranged from a maximum of about 
25 engineers and inspectors at the busiest portion of the 
fi rst year's work down to the minimum of two persons 
assisting the chief engineer a fter the completion of the 
initial valuation report. Upon this latter basis it was 
found to be practicable to carry fo rward the annual re
valuations of the steam road properties. In February, 
1906, the first incumbent in the position of engineer for 
the T ax Commission resigned, and his successor was ap
pointed (July I , 1906) to render joint service for the 
Tax Commission and the then recently created Railroad 
Commission of Wisconsin. 

T he 1905 law prescribing the ad valorem basis of as
sessment for street railroad properties provided for the 
valuation work to begin on the initial inventory date of 
J une 30, 1907, but the work was actually undertaken some 
six months earlier than that date because of a complaint 
lodged with the Railroad Commission respecting street car 
fares in the city of Milwaukee. To meet this emergency 
the staff was reorganized and greatly extended in J anu
ary, 1907, and since that date a staff of from 20 to 30 
membe rs has been required continuously to meet the joint 
demands of the two commissions. Immediately upon the 
completion of the Milwaukee valuations in July, 1907, the 
fie ld work for the valuation of the physical property of 
the remaining street railway and associated lighting com
panies of the State was undertaken, and before the com
pletion of that work active service under the newly en
acted public utilities law was inaugurated. Numerous in
spection duties have also arisen in connection with sev
eral other laws recently enacted or amended. · 

The staff engaged in the 1903 steam road valuation 
work was organized under three g'eneral heads or chiefs 
of departments, respectively responsible to the chief engi
neer for the valuation of the permanent way, the lands and 
the mechanical features. \i\Tith the reorganization for the 
purpose of making the street railway valuations there 
were still but three heads, the land valuations being asso
ciated with the " roadway" group, and an electrical de:
partment added. Under the still wider scope to the work 
of the staff arising under the administration of the public 
utilities law within the past year or so the civil and me
chanical engineering groups have been extended to cover 
water works plants, the electrical engineering group to in
clude telephones, and two additional groups or depart
ments have been established, viz. , gas engineering and the 
department of gas and electric service inspections. 

In its present form the working organization includes 
the following groups or subdivi sions: (I) Administra
tive, (2 ) office staff, (3 ) civil engineering staff, (4) 
mechanical engineering staff, ( _s ) electrical engineering 
staff, (6) gas engineering staff, (7) gas and electric 
service inspections and (8) miscellaneous. The <iuties of 
these several departments of service cover all phases of 
the work of the two State commissions. 

The work of three of these groups is as follows: 
Civil engineering staff-Engaged in the inspection and 

valuat ion of those details of the physical property of 
steam and electric railways and public utilities plants 
which are customarily purchased, constructed or main
tained under the direction of civil engineers, including 
such items as the following: Lands; track, track struc
tures and bridges ; buildings and miscellaneous structures, 
such as gas holders, stand-pipes, reservoirs, dams, wells 
and foundations; earthwork and paving; pipe distribution 
systems for water, gas and steam heating plants, includ-

.. Abstract of a paper read before the Western Society of Engineers, 
Chicago, Dec. 16, 1908. 
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ing tunnels for same ; office furniture a nd appliances; 
horses and wagons; tools, stores and supplies pertaining 
to the foregoing items, etc. Also investigations, in co
operation with other departments, wi th a view to suggest 
improvements in the operating conditions of railways, 
water works plants, etc. 

Mechanical engineering staff-Engaged in the inspec
tion and valuation of those details of the physical property 
of steam and electric railways and publi c utilities plants 
which are customarily purchased, constructed or operated 
under the direction of mechanical experts or engineers, 
including such items as the fo llowing: Power plant ma
chinery and equipment ( exclusive of electrical features), 
steam and hot water plants ( except st reet mains), steam 
road locomotives and rolling stock, shop tool s and machin
ery, tools, stores and supplies pertaining to the above 
items, etc. Also investigations, in cooperation with other 
departments, with a view to suggest improvements in the 
operating condition of water works, heati ng plants, power 
plants, etc. 

Electrical engineering staff-Engaged in the inspection 
and valuation of those details of the physical property of 
steam and electric railways and publi c uti lities plants 
which are usually constructed, purchased or operated under 
the direction of electrical experts or enginee rs, including 
electrical machinery and appliances in power plants and 
elsewhere, electric ra ilway rolling stock, electrical distri
bution systems, overhead and underground, telephone 
plants, signaling appliances, tools, stores and supplies re
lated to the above items, etc. Also investigations, in co 
operation with other departments, with a view to suggest 
improvements in the operating conditions of electric rail
ways, power plants, telephone properti es, etc. 

The basis of appointment of the staff is provided for 
in part by a formal rule of the Civil Service Commission, 
and in part by special authorizations given from time to 
time by the Railroad Commission for the employment of 
experts under the provi sions of the public utilities and 
railroad commission laws. 

It should be stated that membership on the staff is 
based upon ascertained fitness for the special service for 
which the appointment is made. There is entire freedom 
from political or other influence both in the matter of 
appointment and in the tenure of position on the staff. 
The tenure of service has been steady, the roll , except for 
the additions, being much the same as that established 
early in 1907. 

The present membership of the technical staff consists 
almost exclusively of graduates of engineering schools, 

' and about 60 per cent of the permanent staff are gradu
ates of the University of Wisconsin. Seven members of 
the regular staff are also members of the faculty of the 
College of Engineering, University of ·wisconsin, among 
this number being the engineer in charge, the chief me
chanical inspector and the expert on light and heat. Five 
other members of the teaching force of the engineering 
college also r ender occasional service on the commissions' 
staff. 

VALUATION WORK BY THE STAFF 

The valuations reported to the commissions by the engi
neering staff have been confined throughout to the physi
cal property, without regard to intangible elements. For 
a given inventory covering the items of any particular 
property, a definite value is fixed upon a fair basis as to 
unit prices, etc. , and the results are reported by the staff 
at a definite amount, irrespective of the uses to which 
the figures are to be applied. These determinations are, by 
intention, entirely free from bias. Every reasonable effort 
is made to get at the exact truth in regard to local con
ditions. The figures are subject to revision upon finding 
evidence of defects of inventory, errors of judgment or 
otner element likely to vitiate results. A fter submitting 
the valuation reports to the commission, opportunity is 
given for further conference and hearing upon any or all 
items of ·the physical valuation. 

In certain public utilities cases the owners, and in a 
few cases the cities as well, have employed experts to give 
testimony on values before the Railroad Commission. In 
one or two such cases the State engineering staff has 
submitted to the representatives of the utilities company 

and the city an "informal'' valuation report to serve as a 
basis for preliminary conference and discussion. This 
preliminary report, after due consideration in the light 
of added data and information, is succeeded by the "ten
tative" valuation report which is submitted to the Rail
road Commission as a part of the formal record in the 
case to be considered with other evidence. Before mak
ing up a final decision in the case the commission gives the 
engineer an opportuni ty to review the record and submit 
a supplementary report, in which are presented revisions 
or comments bearing upon the original or "tentative" valu
ation report. 

T he valuation work performed by the engineering staff 
falls under four heads, viz.: ( r) Valuations of the physical 
property of the steam railroads of the State, (2) of the 
street ra ilway and associated properties, (3) of the public 
utilities properties and ( 4) of public service corporation 
properties in connection with stock and bond issues. The 
accompanying tabulation includes the total valuations for 
one year's work each for the steam railroad and electric 
railway properties and all of the physical valuation work 
thus far reported upon under the public utilities and bond 
issue laws, the last two classes covering a period of some
what more than a year's time: 
SUMMARY OF RECENT PHYSICAL VALUATIONS MADE BY THE JOINT ENGI· 

NEERING STAFF OF THE RAILROAD COMMISSION AND 
THE TAX COMMISSION. 

,Cost of reproduction., 

Steam Railroad Properties. 
Fifty-two properties aggregating 7090 miles; in• 

ventory date June 30, 1907; fourth annual re· 

Property, Present 
new. condition. 

valuation under the 1903 ad valorem law .... $244,12 8,868 $196,239,314 
Street Railway Properties. 

Twenty-four street and interurban properties 
with IO associated lighting and heating prop
erties; inventory date June 30, 1907; first 
valuation under 1905 ad valorem law........ 26,783,620 21,208,010 

Public Utilities Properties. 
Twenty-four public utilities properties ; varying 

inventory date,; valuations under 1907 law... 6,405,521 5,440,605 
For Stoel? and Bond Issu es. 

Five properties v:tlued and reports made under 
1907 law ................................ .. 305,576 270,008 

$277,623,5 85 $223,I57,937 

VALUATION OF MILWAUKEE STREET RAILWAY PROPERTIES 

The staff as organized in the initial work at Milwaukee 
in January, 1907, included the following roll: 

Engineer of the two commissions. 
Consulting engineer. 
Assistant engineer. 
Chief roadway inspector. 
Chief mechanical inspector. 
Chief electrical inspector. 
F ield roadway inspector. 
Field mechanical inspector. 
Field electrical inspector. 
A staff of assistant inspectors, office assistants and 

stenographers. 
Total staff roll, 23 persons. 
The more responsible staff pos1hons were filled chiefly 

from those previously engaged on the steam road valua
tions of Wisconsin in 1903-1904 and from the staff em
ployed in the 1906 electric railway appraisals at Chi cago. 
Bion J. Arnold, of Chicago, was called in consultation 
and arrangements made whereby several members of the 
special staff previously engaged under his direction in 
the Chicago valuation work were transferred temporarily 
for se rvice on the \Vi sconsi n engineeri ng staff. George 
\Veston, previously assistant chief engineer on the Chi
cago appraisals, was appointed chief electrical inspector 
on the Milwaukee work, and field electrical and mechanical 
inspectors were similarly engaged. Other experts were 
drawn from various sources, each person being selected 
with particular reference to hi s fi tness for the intended 
service. Within three weeks' time after authorization 
was given to proceed with the work practically the entire 
staff was on the ground engaged in the preliminary ex
aminations of the property to be valued. 

A t the preliminary conference held early in February 
between representatives of the two State commissions, 
the City of Milwaukee and the street railway company, it 
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was agreed that the date of inventory should be Dec. 31, 
1906, for the purposes of the Railroad Commission and 
June 30, 1907, for the report to the State Board of Assess
ment, the latter date being in accordance with the 1905 
ad valorem assessment law. It was stipulated by the rep
resentatives of the State commissions a t this conference 
that the basis of the valuation of the physical property 
would be identical except as the inventory and the con
dition of the property itself might differ at the two in
ventory dates. It was the original idea that the street 
railway company should furnish a complete inventory of 
its property, but certain delays occurred which led to a 
change in plan whereby the State engineering staff un
dertook the preparation of the inventory from the com
pany' s records and by field examinations. It was roughly 
estimated at the start that the work could be completed in 
about 3 months' time, but the actual time required was 
5.½ months, the final report being submitted on July 13, 
1907. 

The classification of the property adopted in this report 
on the Milwaukee properties was as follows: 

Group 1. Land ( right-of-way and other). 
Group 2. Track and track structures. 
Group 3. Cars and car equipment. 
Group 4. Electrical distribution system. 
Group 5. Power plant equipment. 
Group 6. Buildings and miscellaneous structures. 
Group 7. Office furniture and appliances. 
Group 8. Tools, implements and machinery. 
Group 9. Horses, wagons and miscellaneous. 

·Total of items 1-9. 
Group IO. ( See note below.) 

Total of items I-IO. 
Group I 1. Stores and suppli es. 

Total of items 1-11. 

Group 12. Paving. 
Total of items 1-12. 

NoTE.-Group IO is the addition of a percentage to 
cover engineering and supervision, interest during con
struction, contingencies, etc. 

The final report included the entire property owned by 
the Milwaukee companies, known locally as the "Beggs 
properties," viz., the city railway lines ( 123.6 miles) and 
the associated lighting properties (Milwaukee Electric 
Rai lway & Light Company), the country or interurban 
railway lines ( 144.2 miles) and the associated lighting 
properties at Racine and elsewhere (Milwaukee Light, 
Heat & Traction Company), and the Milwaukee steam 
heating company (Milwaukee Central Heating Company). 
One exhibit in the report showed the property classified 
under the heads "rai lway only," "light and power," "steam 
heat" and "other p·roperty." Another exhibit classified 
the railway property only under "operating" and "non-op
erating." A third showed the operating property under 
city lines and interurban lines. A fourth classified the 
non-operating railway property in a similar way. The 
total physical valuation, including all the properties men
tioned above for the inventory date of Dec. 31 , 1906, 
amounted to $18,435,960 for the property new and $14.-
864,849 for the property in existing condition. 
PHYSICAL VALUATION OF OTHER WISCONSIN STREET RAIL

WAY PROPERTIES 
Immediately upon the completion of the formal report 

upon the valuation of the Milwaukee street railway prop
erties the field work for the valuation of the remaining 
electric railway lines of the State was undertaken. The 
size of the staff was somewhat reduced and the organiza
tion modified in some respects to meet the varying condi
tions. Of these additional electric railway lines, number
ing in all 22 properties, about one-half are operated in 
association with public utility properties supplying electric 
lighting and power service. This field work on the street 
railway properties chanced to be undertaken immediately 
after the enactment of the public utilities law (July, 1907), 
and it was then foreseen that the results of such work 
might ultimately be required by the Railroad Commission 
in rate complaint cases. In view of this development the 
methods and basis used in the work were critically re
viewed in the light of the experience in the Milwaukee 
valuations, and certain modifications and improvements 

adopted. The field work on these remaining electric rail
way properties occupied a period of about 3 months, and 
the office work an additional period of approximately 2 
months. 

The methods of field work employed on the street rail
way properties had much in common with those used in 
the steam road valuations, particularly as regards the de
tails relating to roadbed, track structures, etc. However, 
the inclusion of so many electric lighting plants with these 
operating properties placed many features of these street 
railway valuations upon an identical basis with the utilities 
valuations. 

An effort was made to have each street railway company 
throughout the State prepare a detailed inventory and 
valuation of its own property, as in the case of the larger 
roads in the 1903 steam road valuation. It was soon 
found, however, that the smaller electric lines were in much 
the same condition as were the smaller steam roads in 
1903 in that they lacked the r ecords and the requisite 
skilled staff to prepare these valuation reports. The Mil
waukee company, operating roughly one-half the street 
railway mileage of the State under one management, alone 
of all the 23 st reet railway companies concerned in these 
valuations had the necessary records and staff. , It is be
lieved that the Milwaukee company would have submitted 
its own valuation to the commissions for review had there 
been sufficient time for its preparation, as in the 1903 
valuations of the la rger steam roads. 

PHYSICAL VALUATI0,'l"S UNDER THE PUBLIC UTILITIES LAW 
The law prescribes that " the commision shall value all 

the property of every public utility actually used and use
ful for the convenience of the public," and further pro
vides that "in making such valuation the commission may 
ava il itself of any information in possession of the State 
Board of Assessment." 

As stated, the methods now employed by the engineer
ing staff in the valuation of the physical property of 
public utility plants are in many respects in close agree
ment with those adopted early in 1907 for the valuation of 
the electric railway properties of the State for the joint 
purposes of the two commissions. These methods in gen
eral embrace the following distinct steps or processes : 

r. The preparation of a detailed decriptive inventory. 
2. Field examinations of the property by a trained staff. 
3. Determination of the "cost new" of each item. 
J. Estimation of the depreciation on each item of prop-

erty. 
;;. Calculation of the present value. 
6. Summing up the detailed valuations by groups. 

As an initial step in each important utilities valuation, it 
is customary for the commission's engineer to hold a joint 
conference with representatives of the company and the 
city, at which conference a formal request is extended on 
behalf of the commission that all interested parties co
operate to the fullest extent possible with the commission's 
staff in getting at the facts with reference to local condi
tions. These conferences have, as a rule, resulted satis
factori ly and in but few instances have the responsible 
officials of utilities companies or cities seemed disposed to 
withhold information and assistance, and then only tem
porarily. 

The preparation of preliminary inventories or descriptive 
check lists of the properties has been entrusted to the 
responsible officials of the public utilities companies wher
ever practicable. Although in some cases this process 
has been found to lead to undesirable delays in the earlier 
stages of the work, it is believed, in general, to result 
ultimately in a saving of time. In cases where no 
inventory is supplied in advance by the company, the 
engineering st_aff before taking up the actual field work 
examines such office records as the company may have and 
prepares a tentative check list for field use. 

The field examinations of the physical property begin 
with a careful checking up of the inventory. The record 
includE:s such matters as the following: A comprehensive 
description of the machine in· its original or new condi
tion; whether new or second hand when installed in its 
present service; if reconstructed at any time, the extent 
and character and also the reasons for such reconstruc
tion; date of installation, and also of reconstruction if any; 
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cha racter o f serv ice rendered by the machine, whether 
severe or modera te, continuous or intermittent , etc. ; qual
ity or character of maintenance, whether good, fair or 
poor ; a nd a ny other in fo rmation which may have a bear
!ng in fi x_ing the fin al va lue of the item or in judging of 
its operatmg value. 

Throughout the progress of these fi eld invest iga tions 
due considera tion is g iven to the fac t that the public 
utilities law provides fo r periodical revaluations of each 
prope rty examined, necess itati ng a permanent record from 
the ve ry sta rt. T his view of the situation, coupled with 
th~ ra te-m_aking feature, has naturally led to an open
mmded a ttitude on the part o f the commission's staff and 
of the interested parties with respect to rectifyi ng any 
di sc repancies discovered in the desc ripti ve record. 

With a view to estab li sh a defini te and reliable basis for 
fi x ing costs, extensive invest iga tions have been made rela
tive to existing commercial conditions, with the result that 
a va st amount of cost data as to the purchase and insta lla
tion of the various kinds of phys ical property embraced in 
the public utilities plants is now ava ilaule in the confiden
tial records o f the eng ineer ing staff. Thi s in fo rmation has 
been gathered from many sources, one of the most impor
tant of these being the actual contracts and other records 
of costs kept in the offi ces of the various public uti liti es 
companies of the Sta te. T he records of the util it ies com
panies are made ava il able to the commiss ion or its author
ized agents by the terms of the public ut ilities law. T hese 
records combined with the confidential quotations and 
cost data of many kinds supplied th rough direct solicitat ion 
by manufacturers throughout the country, provide a sub
stantial basis upon which the unit costs are kept up to date. 
In responding to the requests fo r in fo rmation, the manu
facturers in a number of instances have found it necessary 
to carry on considerable research work . In such cases it 
has been the practice to offer to defray the necessary 
clerical expense involved in compiling the des ired in fo rma
tion. In but few instances, however , have these offers of 
reimbursement been accepted. T he invaluable ass istance 
thus extended by the manufacturers is believed to have 
resulted not only from their being frankly and fully in
formed at the outset as to the special purposes fo r which 
the information would be employed, but also because of 
their desire to co-operate in an important public movement 
based primarily upon substantial just ice to all concerned. 
It scarcely need be said that the figures obtained from 
manufacturers are treated as confidential and used only 
for the specific purposes for which they are solicited. 

It should be stated in this connect ion that the utilities 
companies of the State have shown but li ttle disposition 
to interfere with this free co-operat ion on the part of the 
manufacturers. In the very few instances where such 
interference has actually been noted, the ut ilit ies officia ls 
have usually been quick to respond to the suggestion that 
such action was not only shortsighted, but a lso in direct 
violation · of the spirit of fai rness pervading this entire 
matter. In like manner, citizens and offi cials of certain 
cities of the State where a fee ling of antagonism had 
previously developed against certain publi c utilities com
panies have in a number of instances desisted from what 
seemed to be an effort to withhold essential facts required 
by the engineering staff. 

In addition to the sources of in formation above r eferred 
to, the members of the staff have been able to supplement 
their personal records of cost data through many volun
tary contributions from the pro fess ional notes of promi
nent engineers and by figures ga thered from publications 
of technical societies, the columns of trade and technical 
journals, etc. Reference may also be made to the accumu
lation of valuable data included in the sworn testimony 
given by experts at the formal hear ings of the commission. 

In order to avoid extreme variat ions in unit prices due to 
the fluctuations in market quotations a nd also with a view 
to approximate as closely as practicable the conditions 
which usually prevail in building up public utilities proper
ties, it ha-s been the practice of ~he staff to use average 
prices for a term of years rather than to apply the current 
quotations or unit costs prevailing a t the actual date of 
inventory. For this purpose the average price for the 5-
year period immedia tely preceding the date o f valuation 

has been used w henever 111 the judgment of the staff such 
rule was prac ticable . 

DEPRECIATION OF VALUE 

In determining the a llowa nce to be made for deprecia
tion in value due considera tion is g iven by the staff to the 
ac tual condition of each machine or other item of the 
property, tak ing into account the age of the device in con
nection wi th its probable ultimate efficient life, the char
acter of the service, the standa rd or quali ty of ma intenance, 
and such other elements as may aid in reaching a re liable 
judgment in the matter. In the steps leading up to such 
final conclusions, acc umulated experience with reference 
to closely similar proper ty, maintained to a like standard 
and operated under identi~al or similar conditions as to 
se rvice, etc., rece ives due consideration. An individual 
item of phys ical property is judged wi th referenc e to its 
agreement with or departure from the average of such 
related group or class of property in fi x ing the probable 
use fu l life and in estimati ng the depreciation. Results 
obta ined by this method in the valua tion of physical prop
erti es of vVisconsin ra il road and publi c uti lit ies companies 
aggregating many millions of dolla rs have established the 
trustworthiness of the method here described. 

The deprecia tion percentage is customarily applied 
aga inst the net or se rvi ce value fou nd by deducting the 
sc rap or residual value from the " new value," and the 
so-called "present value" is determined in the usual way 
by combining the scrap value and the deprec iated service 
value. The treatment o f scrap values has perhaps been 
ca rried somewhat beyond the degree of refinement cus
tomarily used by most enginee rs engaged in waterworks and 
other like appraisal work , although , it is believed, not be
yond what is consistent and proper , considering the mag
nitude and permanence of these W isconsin valuations. 
However, undue refinements in thi s respect a re guarded 
against, and in cases where the scrap value is slight or 
much in doubt , the depreciation percentage is applied 
directly to the cost new to determine the present value. 

OTHER VALUATION WORK 

In addition to th e rai lroad and public utilities valua tions 
cove red by the fo regoi ng description, the engineering staff 
by spec ial instructions from the Railroad Commission has 
made a . number of valua tions of " publi c service corpora
tion" prope rties under the terms of the stock and bond 
issue law of 1907. T hese valuations have been based upon 
a deta iled inventory, but in most instances it has not been 
necessa ry to enter into the refinements called fo r in the 
more fo rmal valuations. Only fi ve cases of thi s cl ass of 
valuation are included in the tabul ated " summary of recent 
valution." Two other properties, one involving values of 
la rge magnitude, were valued approximately fo r bond issue 
purposes, in advance of the completion of the more exact 
physical valuat ion for the primary purposes of the Tax 
Commi ssion. A few approx imate valuati ons of utilities 
prope rt ies have also been made by the staff under special 
instructions from the T ax Commission to assi st in the 
more equitable apportionment of values between adjacent 
assessment districts. The Rai lroad Commission has r e
ceived a number of informal request s for valua tions of 
ut ili ties properti es intended to serve as a bas is fo r pre
liminary negotiations between cit ies and utilities com
panies looking toward the municipal purchase of such 
plants. Cur iously enough, severa l request s or inquiries of 
this sort have reached the commission indirectly from a 
neighboring State. 

In exercising the broad powers conferred upon it with 
respect to service regul at ion of railroad, express, tele
phone, and the municipal uti lities companies, it has been 
the uniform policy of the Wisconsin Railroad Commission 
to insist upon adequate service, but without undue intrusion 
upon the rout ine of actual management. The inspections 
of service made by the technical staff under instructions 
from the commission are directed primari ly to the actual 
results. W hen the results are found to be unsatisfactory, 
the commission frankly reports the facts to the company 
and also to the complainant if any, with such recommenda
tions or suggestions as may seem necessary or desirable. 
In the more important matte r s public ity is usually given 
th rough the daily press in orde r that the general publi c 
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may be kept fully informed. Such publicity is often the 
only means of fixing in the public mind the responsibili ty 
for poor management or in establishing substantial j ustice 
where there have been false reports or wrong impressions 
as to the fact s. ____ ... ,..__ _ _ _ 

TRANSFER CRUSADE IN CHICAGO 

Within the last few months the open abuse of the 
t ransfer privilege on the lines of the Chicago R ailways 
Company has been reduced approximately 75 per cent. 
A t cer tain busy j unction points, where illegal trafficking 
in t ransfe rs was most obj ect ionable, it has been prac
t ically abolished. Favorable results were brought about 
t hrough a ca refully planned crusade, based on constant 
vig ilance and publicity. T he E LECTRIC RAILWAY JOURNAL 
has been supplied with the fo llowing account of the trans
fer crusade by Joseph V. Sullivan, general superviso r , 
Chi cago Railways, to whom acknowledgment is made: 

T he cars of the north and west side lines opera ted by 
the Chicago Railways Company ca rried during the las t 
year about 367,000,000 passe ngers, of whom 15 1 ,0 00,000 

were transfer passenger s. T his proportion of transfer 
pa trons, owing to the generous privilege granted to the 
public by ordinance, is among the highest in the country. 
I t was reasonable to expect, therefore, tha t the abuse of 
this pr ivilege would be correspondingly la rge. It is, of 
course, impossible to es timate what sha re of the passen
gers made improper use o f their transfer s, though there 
must have been a large percentage who took advantage 
of crowded cars to ride on slips fo r which they had not 
paid, or on others of whi ch the t ime limit had expired or 
the di rection of t ravel was not the one intended. 

It is known tha t hundreds of men, women and chi ldren 
rode on the cars every day with transfers purchased of 
boys a t inte rsections or picked up or traded on the street 
o r in sto res. At one point alone, according to a statement 
made by witnesses in court, each of a dozen newsboys had 
a n income of from $1 to $3 per day th rough th e sale of 
these slips. It developed during the "crusade" that there 
were about JOO points where, during the morning and 
evening rush hours, these slips we re exchanged or sold. 
Numerous facto ries we re discovered where employees 
t raded transfe rs on the premises in the morning and se
cured others for the return trip in the evening. 

T he ordinance gove rning the use of t ransfers issued by 
street ra ilway companies in Chicago is supposed to be 
broad enough to give ample protection against such t ra f
ficking, and in one important case the claims of the city 
and the company as to its validity were sustained in the 
Supreme Court. T he law provides a penalty of from $5 
to $ rno for each offense o f giving away, receiving for 
improper use, selling, ba rtering or exchanging these slips. 
But the company has not always had full support in its 
efforts to check these abuses. Until the Juvenile Court 
was established it was not easy to reach youthful offenders, 
and fo r adults there was unusual leniency, with the result 
that the company was put to g reater expense than the 
convictions seemed to warrant. 

\ i\Tith the passage of the new franchise ordinance under 
which the company now is operating, the city became a 
partner in the receipts, and a change in the attitude of the 
public, the police and the courts was soon apparent. T he 
misuse of hundreds of thousands of t r ansfer t ickets every 
day then seemed to become an impor tant item. About 
this time, also there was established a new system of 
courts, from which the influence of ward politics was re
m oved and where laws were more strictly enforced. 

Transfer trafficking at this tirrte appeared to be at its 
worst, and officials of the company determined to take 
steps to abolish the nuisance. Notice to the public was 
given in a statement printed on the reverse side of trans
fers, as fo llows: " W arning-It is unlaw ful to give away 
or to receive fo r use, or to sell, barter or exchange this 
transfer slip. Penalty, from $5 to $rno for each offense. 
Section 1500 A, Revised Municipal Code of Chicago." 
Invest igators meanwhile, had been deta iled to locate the 
points where violations of this ordinance were most nu
merous, and when they had reported the police depart
ment was called on fo r help. Officers in pla in clothes, ac
companied by seve ral investigators, began a series of 
ra ids under the direction of the company's secret service 
and legal depar tments. J unction points were visited, and 
wheneve r arrests were made the pat rol wagon was called, 
to make the raids more impressive. 

In all , more than 2 00 arrest s have been made since the 
crusade started. Many of the offenders were boys of ten
der years, and these were either taken to the Juvenile 
Court to be reprimanded or to their parents for prompt 
punishment. It was a ra re case when the same boys had 
to be taken into court for seve re punishment on a sec
ond charge. In nearly every case wher e adults were ar
rested for purchasing, giving away or picking up trans
fe rs a conviction and fi ne were secured. N ewspaper pub
licity concerning arrests was frequently resorted to, and 
when, a s occasionally happened, the defendant was a busi
ness man of some prominence, the publicity in the da ily 
press was something to be fea red more than the fine. 

As a further step in the campaign, concerns employing 
large numbers of men were asked to aid in checking vio
lations of this ordinance. For the most part they agreed 
cheerfully, and as a result placards have been distributed 
by the company and posted in many factories and stores, 
warning employees against misuse of transfers on the 
premises, and quoting the section of the city ordinance 
under which prosecutions are threatened. These cards, 
printed in English, German and P olish, bear the signa
ture of the firm or corporation in whose place they are 
posted. Other notices have also been prepared for display 
in the cars of the company, worded practically the same 
as the reverse side of the transfer slips. Employees of 
the company also have been asked to give information as 
to points where they discover misuse of transfers, and 
conductors have been fo rbidden to leave their transfers at 
any place where they might tempt improper use. 

The company and the city have both profited by the 
crusade. Publicity and prosecutions have had their effect, 
and where hundreds have been educated by arrests it is 
probable that thousands have been enlightened through 
printed noti ces in the newspape rs and elsewhere. The 
following quotation from an editorial in the Chicago 
Tribune is evidence of the a ttitude of the better element 
in the city concerning the campaign : 

The man who t rades off his street car transfer for a 
newspaper and the man who buys the transfer and a news
paper from a scalper are both contemptible thieves. They 
are quite as deserving of punishment if they could be 
caught as the go-between who makes a living out of their 
petty dishonesty. They are guilty of a double offense, for 
they a re robbing both the traction company and the city. 
As long as the company alone was a loser, one can under
stand why their undeveloped consciences did not trouble 
them. Now that they are robbing the city of rather more 
than they are the company, they ought to have some com
punctions. 

The crusade is still being pressed, with the chances in 
favor of stamping out this evil entirely. 
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THE REASONS FOR INCREASED FARES ON MASSA
CHUSETTS STREET RAIL WAYS.-VI. 

CONNECTICUT VALLEY STREET RAILWAY 

The Connecticut Valley Street Railway, operating 48 
miles of line, has had disproportionately low car-mile 
earnings on one of its four divisions. The directors, upon 
consideration of this condition, voted to increase the fare 
for a through trip on the backward division, the Millers 
Falls division, from IO cents to 15 cents by charging an 
additional fare of . 5 cents for part of the ride. The 
Board of Railroad Commissioners, on petition from mer
chants. affected, disapproved this increase. The company 
thereupon withdrew the increase and then announced as 
a substitute an advance from IO cents to 12 cents. The 
Railroad Commission, after protest had resulted in a re
opening of the case, held thi s change to be reasonable. 

The company announced just before the close of 1908 
that it would increase the unit of fare on a ll its lines to 
6 cents on Jan. I, 1909. This remedy is adopted by the 
company in the belief that it has been shown to be the 
idea of the Railroad Commission, in various decisions, to 
consider the necessity of changes in fares with respect to 
the total results of operation of all the lines of a system 
rather than on any particular division the operations of 
which may be proved to be unprofitable. 

HISTORY OF THE CASE 

The directors did not decide upon the original advance in 
fare on the Millers Falls division until a reduction in car
mileage had proved inadequate to effect the desired im-. 
provement in net revenue. 

The Millers Falls division is located substantially in the 
shape of the letter T, with Turners Falls at the base, Lake 
Pleasant nearly at the connection of the vertical and the 
horizontal line and Millers Falls and Montague at the left 
and right ends, respectively, of the horizontal line. 

The necessity of changes that would produce greater 
revenue was brought before the board of direc tors m a 
<:ommunication presented on March 24, 1908. 

This communication discussed the financial and legal 
aspects of the existing conditions. An abstract of its prin
dpal points follows : 

STATISTICS AND ARGUMENT 

On Oct. I, 1908, a change of schedule was inaugura ted 
by the management. The schedule as changed was planned 
with the object of taking care of the business on the various 
-divisions as well as possible and also with an idea of bring
ing, as near as the business would warrant, the various 
divisions of our line to a common earning capacity per 
car-mile. 

For the year ending Sept. 30, 1907, we have the follow
ing record before us: 

The average passenger earning capacity of the system 
for the year was 19.2 cents per car-mile. 

The Amherst division averaged during the year 22 cents 
per car-mile and the range of the earnings was from 18 
,cents in January to 28.6 cents in June. 

The Deerfield division averaged 17.8 cents for the year 
and the range of earnings was from 12.2 cents in February 
to 27.2 cents in August. 

The Greenfield division averaged 23 cents and its range 
was from 19 cents in February to 30.2 cents in July. 

The Millers Falls division averaged for the year 14 cents 
and its range was from 8.9 cents in January and February 
t o 22.8 cents •in August. 

The Amherst division in the two months, namely, Janu
ary and February, was below the average of the system for 
the year; the receipts of the D eerfield division per car
mile for November, December, January, February, March, 
April and May were below the average of the system; the 

Greenfield division, with the exception of Fut uary, ,;howed 
above the average for the system and in that month its re
ceipts per car-mile were at the average; the Millers Falls 
division, with the exception of July and August, was below 
the average all the time. 

As you have undoubtedly noted from our last year' s 
report, our average operating expense per car-mile was 14.4 
cents and by this you will see that the operation of the 
Millers Falls line on the basis of averages was conducted 
at a loss during the year, not mentioning at all the propor
tionate part of fixed charges. 

Using these figures as a basis, we inaugurated on Oct. 
I, 1907, a new schedule decreasing the service on the 
Millers Fall s and Deerfield divisions. 

For the period ending Feb. 29, 1908, or five months, we 
have the fo llowing figure s: 

Amherst division, passenger receipts, $18,690; car-miles 
run, 79,277; receipts per car-mile, 23.6 cents. 

Deerfield division, passenger receipts, $19,399; car-miles, 
I 18,181; receipts per car-mile, 16.4 cents. 

Greenfield division, passenger receipts, $21,747; car-miles, 
91,291; receipts per car-mile, 23.7 cents. 

Millers Falls division, passenger receipts, $4,004; car
miles, 32,077; receipts per car-mile, 12¼ cents. 

During these five months we have operated an average 
per month of 64,165 miles, against an average of 69,770 
miles in the previous year; have averaged 285,908 fares 
per month, against 259,443 fares per month in the previous 
year, and have increased our receipts per car-mile from 16¼ 
cents to 19.8 cents. The Amherst division has shown an 
earning capacity per month of receipts per car-mile from 
27¼ cents in October to 21 cents in January, against 22.6 
cents in October and 18 cents in February of the preceding 
fiscal year. The Deerfield division shows receipts per car
mile of 21 cents in October and 14 cents in February, 
against 16¼ cents from October and 12.3 cents in Febru
ary a year before. The Greenfield division shows 25.2 
cents in October and 22 cents in February, against 21.4 
cents in October and 19.6 cents in February of one year 
previous. The Millers Falls division results were 15.8 cents 
in October and 9.8 cents in February, against I I cents 
in October and 8.9 cents in December and January of the 
previous year. 

T hese fig.ures convince us that on two divisions, namely, 
the Deerfield and the Millers Falls divisions, we are trans
porting the public at too low a rate of fare and one of the 
purposes of this meeting is to discuss certain recommenda
tions that we have to make as to changes of fares on the 
divisions in question. 

The first aspect of the matter which we discuss is our 
right legally to make changes in the rates of fare. 

We find no conditions in any of our franchises holding 
us to any particular rate of fare and even if such condi
tions did exist the decision of the Supreme Court of Massa
chusetts in the case of Keefe against the Lexington & Bos
ton road [see ELECTRIC RAILWAY JOURNAL, Nov. 28, 1908, 
page 1463.-Eds.J gives us the legal right to alter our rates 
of fare even though they were conditions incorporated in 
the franchise. In this case the Supreme Court of this 
State held that conditions incorporated in franchises as to 
rates of fare were non-enforcible and unconstitutional. 
The two questions legally involved seem to be: First, the 
power of directors to fix fares; second, whether the statute 
permitting consolidations of street railway companies has 
the effect of fixing as the maximum fares forever there
after to be charged and as the minimum amount of service 
and other details of accommodation to be furnished, the 
fa res a nd service in fact actually enforced at the date of 
consolidation of companies, regardless of any and all 
changes and conditions which would otherwise affect the 
rates to be charged or facilities to be furnish ed. 

The power of directors of street railway companies to 
raise fares is left entirely with them subject always to the 
revisory power of the Railroad Commissioners. 

We do not believe the statute of I 897 authorizing con
solidations of street railway companies was intended to limit 
their rates of fare, service or other details to the precise 
system that happened to be in use at the time of the con
solidation. The intent of the Legislature, we think, was to 
guard against increases of fares as a result of consolida
tion of competing lines. 
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T he section of the statute to which we refer reads as 
fo llows: " If the facili ties for travel on the railway of 
each of the said companies shall not be thereby diminished 
or the rates of fa re increased." T he question of whether 
such a fa ct was involved in our consolidation of 1905 is 
probably conclusively settled by the approval of the Rail 
road Commissioners thereto. In our case we were the 
only street railway line between the points in question and 
did not parallel any other. 

REDUCED FA RES NOT THE SOLUTION 

That the ra ising of fares in our case is not due to con
solidation is obvious from the lapse of time, almost three 
years. F rom what we have done by experiments of re
duced fares, with a view to increasing traffic, we do not 
believe any one can contend that experiments of reduced 
fares have not been fu lly tried. It is known to all of us 
that the cost of li ving, labor and materials and the cost of 
maintenance and operating street railways have greatly in
creased since April , 1905. T hese suggestions lead directly 
to thi s proposition in support of our contention that the 
sta tute was not intended to make permanent fares or facili 
ties without regard to changed conditions. The very nature 
of the street railway business, the changing interest to be 
served, as well as frequent changes in the commercial and 
financial conditions in the country- all negative legislative 
intention to limit by any such restrictions upon th e man
agement of the consolidated company. The case of the 
village of Boyleston, whi ch was entirely wiped out by the 
commonwealth in the building of the reservoirs at that 
poi nt , is a good illustra tion of th e situation in whi ch a con
solidated company might find itself if by this statute it was 
unable to va ry its service in accordance with changed 
conditions of business. In the case of the commonwealth 
against the F itchburg Rai lroad the court recognized the 
right of the carrier to va ry its service; so in the matter of 
fares, unless the company can meet the exigency r ising 
from higher cost of labor, suppli es and materials, the se rv
ice rendered by the company is likely, in every respect ex
cept that of fa res, to be impaired. To give to the law any 
different meaning from that which is here contended would 
almost paralyze the rail road business in thi s commonwealth , 
as almost every ra ilway to-day is the result of one or 
more consoli dat ions and the ra il road fi eld in ,thi s State is 
reduced from 36 compani es in 1873 to six at present. 

The sta tist ics in P . F. Sull ivan 's address [see STREET 
RAILW AY JouRNAL of Feb. 15, 1908.-Eds.J before the 
Massachusetts Rail way Association give valuable in fo rma
ti on as to the proporti onate cha rges of var ious items which 
go to make up the cost of operation on a street railway. 
From the statisti cs therein given it is apparent that our in
te rest charge, namely, 18 2/ 3 per cent of our income, is too 
high a proportion of the gross fo r full satisfactory results 
in the net . 

vVe operated last year an average of 10.2 car days of 18 
hours each , substantia lly one-quart er of a car per track
mile. T his is a low average, but we know that we operate 
all the ca rs which the traffic will justi fy. It is appa rent, 
there fore, that we cannot expect more than a normal 
growth in our gross business and thi s growth is largely 
necessary to take ca re of increased maintenance, particu
larly maintenance of equipment, which will be high in view 
of our high ave rage speed. . 

T he Millers Fall s division appears to be the worst 
offender and is lowest in earnings. This division made less 
than one-eighth of our car-miles last year and its income 
was less than one-twelfth of our total. 

INCREASED FARES ESTABLISHED 

T he directors acted upon the recommendation in the fo re
going and the increased fare s we re establi shed on the 
Millers F all s division. U nder the new schedul e the fare s 
were as fo llows: Turners Falls to L ake Pleasant ( 5 
miles) , IO cents , no change; Turners Falls to Mill ers Fall s 
( 7 miles) , 15 cents, increase of 5 cents; Turner s F alls to 
Montague (7 miles ) , 15 cents, an increase of 5 cents. An 
arrangement by which coupon tickets were sold at the rate 
of 4 cents each was di scontinued and a round-tri p t icket be-

tween Millers Falls and Montague on Turners Falls and 
return for 25 cents was introduced. 

On the same date on which these changes were intro
duced, April I, 1908, certain readjustments were made on 
two of the other divisions. On the Deerfield division the 
rate of fare between Greenfield to Hatfield (15.5 miles) was 
made 25 cents, an increase of 5 cents ; between Greenfield 
and Laurel Park ( 19 miles) , 30 cents, an increase of 5 cents; 
between Greenfield and Northampton ( 22.2 m.iles), 35 cents; 
an increase of 5 cents. T he rate for a round-trip ticket 
between Greenfield and Northampton was made 60 cents 
instead of 50 cents. These changes were effected by the 
introduction of additional fare-limit points. On th~ Green
field division the rate for the coupon ticket was advanced 
from 4 cents to 4 1/ 6 cents. 

Publi c announcement concerning the changes was made 
late in March to the newspapers in the communities 
affected. This announcement referred to the desire of the 
company to bring the four divisions as nearly as possible to 
equali ty in the car-mile earnings, and continued: "To 
obtain the desired result without a revision of the fares 
the management in the past has tried various experiments of 
reduced fares with a view to increasing traffic. The costs 
of labor and materials and the maintenance in operating 
street ra ilways have increased g reatly within the past few 
years and a great many street r ailway companies in the 
S tate have already revised their fa res to meet the changed 
condition. " 

A t the same time that this action was taken the com
pany petitioned the Railroad Commission for authority to 
withdraw the transfer privileges to Lake Pleasant. This 
petition and the complaint of merchants of Turners Falls 
against the increase in fare on the Millers Falls division 
were heard together. T he other readjustments were ac
cepted without appeal to the Rail road Commission. 

T he decision of the commission rendered on May 9, 1908, 
was that it was unable to adjudicate the increased fare. a 
reasonable one. Re commending a reduction in the rate of 
fa re the comm ission at the same time withheld its approval 
of the petit ion for wi thdrawal of the free transfer at Lake 
P leasant. The commission ordinarily disapproves the with
drawal of free t ransfer pr ivileges after the public has re
ceived the advantage of them in any locality. 

Complying with the recommendation of the commission, 
the company withdrew its rate of 15 cents on the Millers 
Falls division on June 1, but on June 2 announced a rate 
of 12 cents and at the same time discontinued the sale of 
workingmen's tickets. These changes resulted in a protest 
to the Rail road Commission from residents of Montague 
and the adjoining town of E wing. The evidence sub
mitted by the company at the resultant hearings consisted of 
both statistics and arguments. The action of the company 
was upheld by the commission in a decision in which it was 
stated: 

DECISION OF THE COMMISSION 

T he board has thoroughly investigated the situation and 
caused the company to file with it a statement of passenger 
receipts on the Millers Fall s division from Oct. 1, 1907, to 
July 1, 1908, compared with the previous year. A study , 
of these tables discloses that the income received by the 
company under the present rate is not in excess of the 
reasonable return to which it is entitled from this division, 
taken in connection with the rest of its sy~tem. Making 
due allowance for the existing industrial depression in the 
township and computing the riding of 1906-7 on the basis 
of the exi sting rate, it is clear that the company is not re
quiring of the public an undue compensation for service 
rendered. The rate, tested by comparison with existing 
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I'ates for like service under like conditions elsew here in 
the State, responds to the test of reasonableness. 

This case is readily distingui shed from the one formerly 
before us. In that case a new fare zone was es tablished 
causing every patron of the road traveling between T urners 
Falls and the other villages on this divi sion to pay an addi
tional 5 cents. The present case results from the action 
of the company in charging an additional cent for each of 
its original fare zones. On Nov. 2, 1907, the board, upon 
complaints of service on this division, made thi s state
ment: 

"The character of the territory traversed and of the pa
tronage given would seem to fortify the claim that the line 
is operated under present conditions at a loss." It is appar
ent that these conditions have not improved since that time, 
and the company is therefore justified in making some in
crease in its passenger fares. The forme r fare case dis 
closed ;in excessive increase ; the present case presents a 
reasonable one. 

We cannot ask the company, in view of its annual finan
cial returns and its comparative statements of passenger 
receipts, to reinstall the special workingmen's ticket for
merly issued, as this would compel part of the public travel
ing on this division to bear the burden that should be 
shared by all. Doubtless the workingmen's ticket issued by 
the company contributed in no small measure to the selec
tion of the several villages as the homes of many work
ingmen employed in the town, and to withdraw this ticket 
entirely would work a hardship. Every endeavor consistent 
with the rights of all should be made by the company to 
provide for this portion of the traveling public. 'Ne are 
satisfied t!;iat a workingmen's ticket should be issued, at least 
experimentally, but it is obvious that it must be sold at a 
rate in excess of that formerly charged, and we therefore 
recommend the issue by the company of workingmen's 
tickets at such a rate as will make effecti ve the spirit of 
the foregoing statement; these to be sold in books of such 
size as wi11 permit their ready purchase by those for whom 
they are intended. If a six months' trial should prove the 
inability of the company to continue their use, the board 
will, upon application, again consider the matter. 

Following the recommendation of the commission the 
company reissued the workingmen's tickets on this division, 
but at the rate of 3.6 cents apiece instead of 3 cents, as 
heretofore, the percentage of increase being the same as 
that upheld for the regular fares. 

In the discussion before the commission it was shown on 
behalf of the company that the withdrawal of the transfer 
privilege was one step by which it was hoped to make the 
Millers Falls division self-supporting. Transfers, under 
the suggested scheme of fares, became of no use, because 
Lake Pleasant became a fare limit point for passengers 
bound in all directions. The fo llowing comprises part of 
the argument that was presented: 

ARGUMENT FOR WITHDRAW AL OF TRANSFERS 

Lake Pleasant is a small village in the town of l\fontague. 
During the winter months the village is composed of about 
25 families and from June I to October more or less pleas
ure business is drawn to Lake Pleasant by the natural 
attractions. The Millers Falls division runs from Turners 
across Montague plain to Lake Pleasant , Mi llers Fall s and 
Montague. These four vi llages have an aggregate popu
lation of approximately 7300 people with five-sevenths of 
the total in Turners Falls. During the summer months 
Lake Pleasant w ill probably be increased by 500. 

It is probably a safe statement to make that the Millers 
Falls division, from the time of its fir st operation in 1895 
to the present time, has not been self-supporting. During 
all of this time it has been operated in connection with 
other divisions and the fare has been maintained at the old 
figure with the idea that if business increased the revenue 
would increase to a point where the division would be 
self-supporting. Despite some increase in business at times 
business on the whole is smaller a t present than in years 
gone by and conditions, both as to cost of operation and 
others, have changed so that it ha s been thought wise by 
the management of the street railway company to at least 

a ttempt to bring this division to a self-supporting basis. 
In years past up to 1904 the cars on this division were 
largely operated by cine operator. This was changed due 
to the recommendations of the Board of Railroad Com
missioners and two men are now on all cars that operate 
on this line. 

In 1895, when this company first started operation, 
power was supplied entirely from a water power station 
a t Millers Falls. This station has been made less effective 
since 1903 by the raising of the water in the pond below 
the dam of this power station so that the avai lable head 
has been diminished and the power which can be produced 
there has been curtai led. T hi s raising of the water was 
by interests entirely foreign to the street railway and at 
the present time is a matter of litigation, but nevertheless 
the fact exists that the loss of power at this point has com
pelled the street railway to purchase power at a larger 
price elsewhere whi ch, in itself, adds to the cost of opera
tion of the cars. 

T he following table shows the passenger earnings and 
traffic by months on all divisions of the Connecticut Valley 
St ree t Railway, with a comparison, since April 1, 1908: 

Car- Passen-
R evenue mile rev- gers per 

Car-miles. T otal fares. pas~engers. enue, $. car-mile. 
April, 1907 ... . 70,214 275,485 $12 ,380.13 0.176 3.92 
April, I 908 .. • . 63,636 275,422 12,496.08 0.197 4.33 

May, 1907 .. , .73 ,091 318,934 14,391.54 0.197 4.3 6 
May, I 908 .... 66,985 354,896 16,342.1 l 0.244 5.31 

June, 190 7 .... 72,813 371,971 16,959.38 0.233 5.10 
Jun e, I 908 .... 66,07 I 365,106 17,075.77 0.259 5.53 

July, 1907. · ·. 78,733 443,279 20,207.07 0 .2 57 5.63 
July, ,908., .. 71 ,5 65 384,934 18,290.86 0.254 5.38 

Aug., 1907 .. , .7 5,45 1 437 ,074 19,824.99 0.263 5-79 
_t\ug ., 1908 .... 70,919 339,273 18,352.1:: 0.261 5.49 

Sept. , 1907 .•.. 72,388 357,918 I 6, I 74.58 0.223 4.95 
Sept., 1908 .... 65,776 340,12 0 I 5,906.49 0.242 5.17 

Oct. , 1907 .... 65,420 338.387 I 5,183.79 0.232 5.18 
Oct. , I 908 • • .. 66,354 326,164 I 5,108.01 0.228 4.92 

Nov., 1907 .... 64,692 304,365 I 3,618.85 0.2I 1 4.70 
Nov., I 908 • • • • 63 ,975 288,851 13,277.67 0.208 4.52 

UNIT ON ALL LINES .\DVA NCED TO 6 CENTS 

The formal announcement to the public concerning the 
increases in fares established by the Connecticut Valley 
Street Railway as of Jan. 1, 1909, making the unit on all 
lines 6 cents, states in part: 

\ Vhi le it might be a debatable ques tion as to what con
stitutes a fair return or a proper ratio of profit to capitali
zation, we submit that it would probably be agreed if a 
company like the Connecticut Valley Street Railway , which 
had on Sept. 30, 1908, capital stock of $500,000, funded 
debt of $500,000, net current li abilities of $192,934, or a 
total capitali zation in round numbers of $r ,200,000, were 
allowed to convert its debt into stock, a net yearly income 
of $8;,ooo above it s operating expenses would not con
stitute- 2 11 unfair return for interest, taxes, divid ends anrl 
depreciation. . . 

\Ve submit that the Connecticut Valley Street Railway 
has a conservative capitalization, and that its gross income 
per dollar invested is low. 

Total cost of permanent property Connecticut Valley 
Street Railway, Sept. 30, 1908, was $1 ,200.--1-58: co~t per 
mile of sincrle track, $25,378. Average cost per mile of 
si ngle track

0 
(81 companies State of Massachusetts) f?r 

year ending Sept. 30, 1907, $37,540; year 1908 not avail
able. 

This average does not include companies in Boston, 
Worcester or Springfiel d. . . . 

Ratio of o-ross income Connecticut Valley Street Rail
way to cost 

0
of permanent property for year endi ng Sept. 

30, 1907, was r 5,½ per cent. Above mentioned Sr com-
panies same year was 17 2/ 5 per cent. . r 

The operating expenses of the Connecticut \ al ley Street 
Railway, we submit, are economical and not extra vaga_nt. 

Year ending Sept. 30, 1906, tlrny were $o.II6 per car-m~le. 
Year ending Sept. 30, 1907, they were $0.14--1- per car-rn~le .. 
Year ending Sept. 30, 1908, they were $0.164 per car-mil e. 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. I. 

Average operating expenses per car-mile year ending 
Sept. 30, 1906, ( excludi ng the companies in above cities and 
covering 90 companies in Massachusetts) were $0.166 per 
car-mile; fo r year ending Sept. 30, 1907, (81 companies), 
$0.167 per car-mile; year ending Sept . 30, 1908, not avail
able. 

T he earnings per car-mile of the Connecticut Valley 
St reet Rai lway, we submit, are low. 

Year ending Sept. 30, 1906, they were $0.192 per car-mile. 
Year ending Sept. 30, 1907, they were $0.208 per car-mile. 
Year ending Sept. 30, 1908, they were $0.230 per car-mile. 
Average earnings per car-mile year endi ng Sept. 30, 1906, 

above 90 companies, were $0.255 per car-mile; fo r year 
ending Sept. 30, 1907, above 81 companies were $0.258 per 
car-mile; year ending Sept. 30, 1908, not available. 

A condensed statement of earnings and ex penses for the 
three yea rs ended Sept. 30, 1908, was submi tted, showing 
net divisible income and dividends as follows : 1906, net 
divisible income of $22,199 and dividends of 2 per cent, or 
$9,718; 1907, net divisible income of $15,737 and dividends 
of $9,948, or 2 per cent ; 1908, net divisible income of 
$10,240, and no dividend disbursement. T he statement to 
the public continued : 

T axes during these three years amounted to $15,011 and 
amount paid to stockholders $19,666. Since the life of this 
company as a consolidated one, namely, April I , 1905, it 
has, in order to provide bet ter service fo r its patrons, ex
pended in additions to property the sum of $173,929. It 
has credited to its property accounts in the same period 
$47,103, of which $20,852 represents direct charge to profit 
and loss as depreciation, the difference of $26,251 being 
property sold or destroyed. It has, therefore, added net to 
its property by the sum of $126,826. 

F rom these three years' statements it is apparent that the 
r eturn for interest, taxes, dividends and depreciation has 
been insufficient, and that if the property is to give the 
public service it demands and its stockholders the dividends 
to whi ch they are entitled, the net earning capacity must be 
increased. 

The present condition is due primar ily to the fo llowing 
facts : 

I. The wages paid are very much in excess of those paid 
a few years ago. 

2 . The cost of motive power has increased 2 0 per cent. 
~- T he cost of all materi al used in the construction and 

oper ation of street railways has increased in a varying 
ratio from 20 to 100 per cent. 

4. T he distance which patrons can r ide fo r one unit of 
fare has been gradually extended by transfer fa cilities. 

5. The roadbed and equipment have bee n gradually and 
constantly wearing out, with the result of necesary re
placement. 

6. Increased burdens have been placed upon us by legis
lation and by municipalities at the time of added construc
tion. 

In the three years, ,vhile gross earnings have increased 
5 per cent, operating ex penses have gone up by 9.8 per cent. 

T he result of all of the above conditions makes it abso
lutely imperative that some legitimate means be taken to 
increase the net income. 

Although the wages paid are very much higher than 
those paid a few years ago, the directors, in considering 
the matter, decided not to reduce the wages of employees, 
and thereby possibly render poorer service, believing that 
the public, as a whole, prefers good service at a reasonable 
rate , to poor service at a cheap rate. 

The details of the changes in fa res were published in the 
ELECTRIC R AILWAY JouRNAL of Dec. 26, 1908, page 1668. 
The statement to the public continues: 

While it is hoped that the changes suggested above will 
bring satisfactory results, should they not, a withdrawal of 
tickets may be necessary. 

To the 230 stockholders up and down the Connecticut 
Valley who have invested funds in the stock of this cor
poration, it is due that a just return should be paid them 
on their investment. I t is part of the principle and spirit 
of the law and must be done if this company or any other 

public service corporation is to secure new capital for• 
further additions or improvements. 

It has been imposible for this company, in common with 
others in the recent past, to market its securities except at 
a price that was prohibitive. The result has been that in 
order to finance its improvements, it has had to borrow 
money in the market, which for a concern of this kind is un
satisfac tory and hazardous in time of financial stringency. 

W e believe that the majority of the citizens and patrons, 
when they have sufficiently familiarized themselves with 
the real situation to permit of their looking at it from 
an entirely and equitable standpoint, will accept this neces
sary change in a spirit of fairness. 

It is hoped that the necessity for this advance in fares 
will not be permanent, but until a return to the former 
uni t is made possible by an improved financial showing of 
the company, the directors ask the reasonable co-operation 
of the public as a whole. 

BROCKTON & PLYMOUTH AND BLUE HILL STREET RAILWAYS 

The two roads in M assachusetts of which Stone & Web
ster are the general managers- the Brockton & Plymouth 
Street Railway and the Blue Hill Street Railway-have in
creased their units of fare from 5 to 6 cents. The change 
of fare by the Brockton & Plymouth road was made on 
April 1, 1908, and was not followed by complaint to the 
Board of Rai lroad Commissioners by the residents of the 
communities affected. Be fore the 6-cent fare was placed 
m effect Alba H . W arre n, who was local manager for 

To the Patrons of the Brockton & Plymouth St. Ry. Co. 
We invi te your ca rc-fu l cons ideration of the following fi nancial statement of the Brockton · 

& Plymouth Street Railway Compa ny 

Mamwna.nce Exf)('nse 
Transportation · · 
General 

Total 

Gross Earnings 
Expense 

Net Earning:. 
Interest Charges 

Balance 

Pe i ceni of exP€nse I.Q earnings 

1906 
$10,620.00 
.l7,669 00 
21,458.00 

$69,7.'>4.00 

$109,776. 00 
69, 751.00 

.$40.022 00 
21 79200 

$18,229 00 

63 54 

1907 
$14. 5.19.00 

41 ,&;0,00 
26, 140.00 

$82,539.00 

$117,721. 00 
82.539.00 

$.SS. 181.00 
21 ,446.00 

$13,735 00 

7011 

Estimate 
1908 

$19,405.00 
50,200,00 
29,500.00 

$99,105.00 

$129,970.00 
9'J, 105.00 

~10.865 00 
21,250.00 

$9,615.00 

76 25 

From the above fi gu re.'! you wHI si::e that the per cent. of expenses to ea rmn g:; 1s increasin g 
r apidly and t hat all our expenses are s teadily n sing The increased expenses are due la rgely t.o 

rising costs of labor an d :o,upplies ~nd tn constan tly heavier renewals due I.Q increasing 'age of our 
property According to our books we have a surplus on Ma rch 1st, 1908, of $40,1341 04. but this 
ts merely a book !.•Jrplus. as we have never charged off any depreciation of our plan t. We are 
now borrowing $1.32,100 00 on our notes The stockholders have nevi:: r received any dividends 
on the $295,000 00 of actual cash which they have had invested in the property for 7 1-2 years. 

The situation has bei?n carefully considered fo r the past three months and we can see but 
two possible ways to make the Company earn enough I.Q pay it.5 increru11ng expenses and renew
als. F irst- To Reduce Wages; Seco nd - To Increase the Unit of Fare. 

The fi rst method would be much agam i1 t the mteN>..s t.s of the public and our employees, and 
we do not feel we ought to adopt iL 

The SP.COnd method. seems to offer the only feasible remedy and this plan 1t has bee n decid
ed to follow 

Beginning April lat, 1908, the C1.Dit of fa re will be 6 cent.a. instead of 6 cen ts. 

All conductors WJII b-e supplied with stnps of 5 tickets fo r sale at 30c. By purchasing these, 
patrons can avoid th e bother of pe nny change. 

It is hoped by the Company that the necessrty for this advance m fare will not be perm.an
ent, and that t he publ ic will give the management thei.r hearty cooperation in this change. 
oecess1tated by causes beyor,d ou r control . 

, BROCKTON & Pl.YMOOTB StREET RAILWAY COMPANY, 

ALBA H w ARREN, Man(UJer. 

Circular to Patrons of Brockton & Plymouth Road 

Stone & W ebster at Plymouth at the time, addressed a 
meeting of influential citizens on the subject. Facts and 
figu res in re lation to the financial history of the company, 
together with an estimate of results for the current fiscal 
year, were laid be fore the citizens. 

S tone & Webster state that the arguments and public 
announcement were made with the "idea of educating the 
public to know the exact situation and to realize that ade
quate service could not be given through a long term of 
years unless the company received a fair return on the in
vestment." 

T he unit of fare on the Blue Hill Street Railway was 
increased from 5 to 6 cents on Jan. 5, 1908. The residents 
of Stoughton, Mass. , protested to the Railroad Commis
sion against the increase of fare, and an investigation, with 
hearings, resulted. Statements of daily passenger earnings 
were filed with the commission. These showed the follow-
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ing results for the fi rst few days after the change in unit 
of fa re became operati ve : 

1907. 1908. 
,----Per cent.--, 
Increase. Decrease . 

5 .... ...... ... ..... $25 3. 05 
6 ........ .. ...... .. 166.20 
7 ................. . 129.7 0 
8 ......•. . ......... 148.1 0 
9 .. • • • • • • • • • • • • • •, • 144.45 

10 . ..••.•••.•.•..•.. 157.40 

$206.28 
145.50 
148.08 
168.96 
158.68 
149.16 

14 
14 
10 

II 

12 

The gross revenue decreased six days in J anuary, ;is 
compared with the corresponding days of J anuary, 1907, 
and increased 21 days. Nine days in F ebruary showed a 
decrease and 20 an increase . Fourteen days in March 
showed a decrease, 15 an increase and two substantially 
no change. Decreases were shown in A pril unti l and in
cluding April 5, the last date cove red by the statement . 
T he gross earnings from J an. 5 to April 5, 1908, both in
clusive, were shown to be $15,520.44, as compared with 
$14,797.24 in the corresponding period of the previous 
year, or an increase of 5 per cent. F igures showing the 
operating ex penses per car-mi le, average expenses per pac;
senger and number o f passengers per ca r-mile were pub
lished. Included in the statistics presented were the fol
lowing : 

Year en ded S ept . 30. 1904. 
Gross earnings ............• $72,864.1 o 
Operating expenses-

P er cent of gr oss . . . . . . . . 71. 1 
Maintenan ce-

Per cent of gross ........ 11.5 
R esults after payment of in

terest and taxes-
Loss .•.••..•••.. • •..... $6,358.78 
Gain .................. . 

1905. 
$ 78,294.73 

80.6 

13 

$6,070.34 

1906. 1907. 
$86,344. 05 $8 5,227.48 

71. I 70.8 

12.7 16 

$ 1,078.88 
$7,040.32 

In 1906 and 1907, after these figures were shown, en
tries to profit and loss were made of $4,426 and $10,061.46, 
respectively, "constituting mainly damage claims covering 
previous periods." The accumulated deficit on Sept. 30, 
1907, was $55,622.07. 

In announcing its decision upholding the increase, the 
commission said that the figures submitted " convince the 
board that the company is unable to operate profitably 
for a 5-cent fare over its established fare limits, and must 
of necessity advance the charge." The deci sion continued: 

It is of the greatest importance that a community served 
by a public service corporation should receive reasonable 
accommodations, and increased receipts tend to increased 
facilities for transportation. An unsuccess ful street rail
way company is a poor public se rvant. It is not in a con
dition financially to render the service that it ought or that 
the public has a right to expect. 

The province of this board with respect to facili ties fo r 
transportation and ra tes, therefore, is primarily to see that 
the public is well served at a reasonable toll ; and it is a 
proposition too clear for di scussion tha t no company can 
or ought to be asked to fu rnish the high standard of rail
way equipment and service that Massachusetts laws demand 
without at the same time being assured of sufficie'nt income 
from the public to maintain such equipment and service. 
The foregoing statistics in themselves decide the main 
question before us. 

RESULTS OF FARE CHANGES 

The result of the change in fa re on the Blue Hill Street 
Railway is shown by the following statement: 

0

BLUE H I L L S TREET R A ILWA Y. 

Comparative 
5 ct. fare. 

1907. 
J anu a ry .. · ...... $5, 125.44 
F ebruar y . . . . . . . 4,892.54 
March . . . . • . . . . 6,055.96 
Ap r il . . . . . . . . . . 6,0 13.64 
May .. . ..... , . • 7,672.93 
June . . . • . . . . . . . 9,387.75 
Ju ly ........... 11,253.09 
August . . . . . . . . . 11,020.86 
September . . . . . . 8,688.38 
O ctobe r . . . . . . . . 7,689.62 

$77 ,800.21 

Monthly Earnings. 
6-ct. fa re. 

1908. 
$5,538.65 

5,304.54 
5,991 .08 
6,584.93 
9,236.3 I 

I 0,909 .82 
I I ,061.69 
I 1,392.2 2 
9,28 1.65 
8,252.63 

$83,553. 52 

I ncrease. 
$413.21 

4 12.00 

571.29 
1,563.38 
I ,522 .07 

0

3°7°1 °- 36 
593. 27 
563.0 1 

$6,009. 59 

D ecrease. 

Number of Passengers Carried Per Month. 

Janu ary ....... . 
1 907. 1 908. Increase. 
94,988 88,475 

Februa ry ...... . 84,488 81,580 
March ........• J 09,640 92,622 

~f;/ ::: : : : : : : : 
J une ....•...•. 

113,995 102,678 
145,235 146,307 
174,510 I 69,683 

J uly .......... . 215, 984 177,130 
A ugust ........ . 
September ..... . 
October ....... . 

211,431 182,595 
165,5 1 I 153,773 
145,9 14 131,076 

Decrease. 
6,513 
2,908 

17,018 
I 1,317 

4,827 
38,854 
28,836 
I 1,738 
14,838 

136,849 

A net gain of 7.4 per cent was shown in revenue and 
a net loss of 9.3 per cent in the number of passengers 
ca rried. 

The following statement shows the corresponding re
sults on the Brockton & P lymouth Street Railway: 

B ROCK TON & PLYMOUTH STREET RAILWAY. 

.April ......... . 
l\iay .......... . 
June .......•..• 
July ........•.. 
A u gust . .•...... 
September ..... . 
October 

5 ct. far e. 
1907. 

$7,8 14.88 
9,771.92 

12,359.81 
17,451.55 
17,326.82 
I I ,620.07 

9,057.08 

$85,402. I 3 

6-ct. fare. 
1908. 

$8,154.57 
10,643.49 
12, I 52.06 
I 5,955-93 
16,515.09 
12,602.77 

9,767.25 

$85,791.16 

Increase. 
$339.69 

871.57 

982.70 
710.17 

$2,904.13 

Number of Passengers Carried Per Month. 

April ......... . 
May .•........ 
J u n e ........•. 
July .......... . 
A u gust • ... ..... 
September . .... . 
October ....... . 

1907. 1908. Increase. 
I 49,789 I 29,388 
189,178 167,686 
240,420 
340,547 
344,960 
228, 136 
171,168 

204,103 
275,134 
286,700 
207,865 
148,921 

Decrease. 

$
0

2~
0

7°0 75 
1,495.62 

811.73 

Decrease. 
20,401 
21,492 
36,317 
65,4 13 
58,2 60 
20,271 
22,247 

1,664,198 1,419 ,797 244,40 1 

On this road there was a net gain in reve nue of 0.5 per 
cent and a decrease in the number of passengers carr ied of 
14.7 per cent. 

In further explanation of the foregoing figures, the fo l
lowing statement has been made by A. Stuart Pratt, di strict 
manager of the Stone & Webster Management Association : 

" In regard to the figures shown by the Blue Hill Street 
Rai lway, I would say that there was some reduction in 
car-miles in 1908 and general business was very poor m 
the district served by this company, which accounts, as 
we believe, very largely for the decrease in the number of 
passengers carried. 

"In regard to the Brockton & Plymouth Street Railway 
figures, the same conditions apply, except that the loss in 
gross for the summer months is partially due to the fact 
that we sold an extra coupon with every fi ve 6-cent tickets, 
whi ch was rede emable at the ra ilway park for 5 cents' 
worth of food or fun, and part of these redeemed tickets 
were charged up against the gross earnings. 

"We do not feel tha t the comparative figures show the 
true effect of the 6-cent fare , as the condition of general 
business was quite abnormal." 

A lba H. W arren, who was manager of the Brockton & 
Plymouth Street Railway and the Blue Hill Street Railway 
at the time the changes in fares were made, and who 1s 
now manager of the P ensacola ( Fla.) E lectric Company, 
has expressed an opinion in response to a request from the 
E LECTRIC RAILWAY JOURNAL regarding the meaning of the 
decline in traffic. Mr. W arren said : 

"Careful compari son of figures and conductors' trip 
sheets, making due allowance fo r general business condi
tions, convinced me that the advance in fares on the Blue 
H ill and Brockton & Plymouth lines had almost no effect 
on the number of passengers carried. The very slight 
decrease in short riding will undoubtedly come back when 
business is good and mill operatives are again working 
fu ll time. I am safe in saying that in these two instances 
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there was no material decrease in traffic, and no permanent 
loss of traffic will result." 

CONCORD, MAYNARD & HUDSON STREET RAILWAY 

The Concord, Maynard & Hudson Street Railway in
creased its unit of fare from 5 cents to 6 cents on 
March 1, 1908. The following statement regarding the 
reasons for the increase and the effect thereof has been 
given to the ELECTRIC RAILWAY JOURNAL: 

Regarding the raise of fares on the Concord, Maynard & 
Hudson road it might be well to review briefly the early his
tory of the line. At the time the road was built the same 
mistake was made regarding fares that was common with 
roads 8 to IO years ago, namely, of promising low fares 
and transfers, with no thought for the future, if only a 
franchise was received. The fare for the whole line, ap
proximately 15 miles, was fixed at 20 cents and the zones 
were arranged in such a way that in some cases the fare 
was less than a cent a mile and in others 2 ce nts to 2,½ 
cents a mile. 

With the general depression in business lessening the 
amount of traffic and with the advance in the cost of labor 
and materials it was imperative that some legitimate means 
be taken to increase the net income, certainly if the stock
holders were eve r to receive any dividend. The matter was 
considered carefully by the management and the directors 
and it was decided to raise the unit of fare to 6 cents for 
the time being and see what the result would be. 

The public was somewhat prepared for the raise by 
articles which appeared for two or three weeks in the local 
papers, and accepted the situation in the spirit of fairness. 

While the figures show that for a time the numbers of 
passengers carried from week to week, as compared with 
the corresponding weeks of the two years preceding, were 
perceptibly less, the receipts show quite an increase, some 
weeks as high as 20 per cent. The falling off in the number 
of passengers is attributed more to the hard times than to 
the rai se in fares. It is felt that the decrease in traffic would 
have been practically the same without any change in fares 
and that in reality the road is a gainer to a larger extent 
than was anticipated. 

It is a question, however, which is the better policy to 
adopt in the method of increasing the receipts, the rai sing 
of the unit of fare or the establishment of more zones. It 
is felt even now that a change in the zones with the fare 
at 5 cents would be productive of even better results than 
have been secured by the advance in the unit of fare. 
There are now four zones and a charge of 6 cents in each 
zone. In this way the short rider has to pay a share of the 
expense of the longer rider or, in other words, the long 
rider gets more in p'"oportion for his ride than does the 
short rider. 

There is no question but that a readjustment of fares 
should be made on all the suburban lines in order that an 
adequate return can be had on the investment. The 
public feels that in a general way it should pay more for 
the rides, as it is constantly getting better accommodations 
through cars, quicker service and better transfer privileges. 

The policy of the early promotors of the roads of prom
ising anything and everything has caused the failure of 
many roads and the time has come when the owners have 
a right to expect a fair return on the money invested. The 
increase in wages, the demands of labor organizations, 
excise taxes, expenses incident to changes due to State 
highways, relocation of streets and many other things tend 
to deplete the treasury of the companies; and in order 

that they may live, a higher rate of fare must be charged 
and the public is beginning to realize this fact. 

The raise of fare of the Concord, Maynard & Hudson 
Street Railway may mean the possibility of a small divi
dend in the near future. 
' Much more could be said on the fare question, but the 
experience of the Concord, Maynard & Hudson road is the 
same as that of a majority of the Massachusetts roads. 

TAUNTON & PAWTUCKET STREET RAILWAY 

The Taunton & Pawtucket Street Railway, operating 
18.6 miles of track, increased its fares on Feb. I, 1908, 
by adding another fare zone. A statement concerning the 
effect of the change has been niade for the ELECTRIC RAIL
WAY JOURNAL by A. C. Ralph, general manager of the 
company. 

Mr. Ralph said that about a year ago the management 
came to the conclusion that, in view of the great advance 
in the costs of supplies and labor, it must necessarily in
crease the revenue of the road. To do this, it was finally 
decided, after other methods had been considered, to in
se rt another fare zone. This was done by dividing a zone 
where passengers we re carried a distance of 6,½ miles 
for S cents, most of the way through a sparsely settled 
territory. 

This change affected locally about 20 families, and it 
naturally seemed to them a great hardship. These people 
have not ridden as often since the company raised the 
fare as they did before, but it has not been discovered that 
any appreciable amount of through travel has been lost, 
while the 20 families have undoubtedly paid a gross sum 
equal to what they did previously. Another section of the 
line of equal length was earning approximately $24,000 
per annum, while the section in which the ne-w fare zone 
was inserted was ea rning about $14,000 per annum, with 
practically the same amount of expense for operation as 
the section earning $24,000 per annum. This the com
pany considered unfair and wholly improper. 

Mr. Ralph said that the figures compiled before the 
change was made showed that if no loss of patronage re
sulted from the advance in rates, the new fare zone would 
increase the gross revenue about $9,000. The probable 
increase was placed, however, in view of all the possibil
ities, at $5,000. 

"The results thus far," Mr. Ralph added, "show that this 
estimate was conservative, although we cannot make a 
true calculation upon just what the results would be under 
normal business conditions." 

Although the new fare zone was established on Feb. 
I, the effects of hard times did not begin to be felt in the 
locality in which this road operates until about March 
I. During the month of February the operations showed 
a substantial gain in gross receipts, which came almost 
wholly from the new fare zone. The gross revenue from 
operation for the fiscal year ended Sept. 30, 1908, was 
$1,500 less than in the previous year, but Mr. Ralph at
tributes this decrease almost wholly to business conditions, 
and believes that if the company had not established the 
new fare zone the loss would have been much greater. 
Whi le the decrease in gross receipts of this road from the 
previous year was about 3 per cent, other roads in the 
same locality have shown a decline of from 6 per cent to 
8 per cent, and some a trifle more. 

Concerning the attitude of the public, Mr. Ralph said: 
" In discussing this matter with our patrons we have as
sumed the attitude that we do not desire and they wo~l<l 
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not wish to have us curtai l the service , nor would they 
wish to have us reduce our expenses to a point which 
would mea n that the cars, track and overhead construction 
-would be out of repair and in a dangerou s condition for 
operation. W e have argued that the publi c oug ht to be 
willing to produce revenue enough to keep our property in 
good physical condition consistent with economi cal opera
tion. We have main.ta ined the property in fir st-class shape 
and have not reduced the schedule anywhere upon our 
system. Our patrons admit that the service is perfectly 
satisfactory, but, unfortunately, to some the rate of fa re 
seems too high." 

The average rate of fare on the li nes of · the company 
is about 1.4 cents per mile . 

The increase in fare of the Taunton & Pawtucket road 
was taken before the Board of Rai lroad Commissioners 
on a petition from citizens of Rehoboth and Taunton, 
stating that the advance " works a hardship on patrons of 
the line and is unjust and unnecessary. " S tatements of 
daily earnings were presented to the commission. F rom 
Feb. l to 29, 1908, the gross earnings were $3,174.05, as 
compared with $2,994.90 from Feb. l to March 2, 1907 ; 
from March I to 31, 1908, the gross earnings were $3,-
436.95, as compared with $3 ,528.55 from March 3 to A pril 
2, 1907; from A pril I to 30, 1908, the gross earnings were 
$3,387.40, as compared with $3,474.30 from Apri l 3 to May 
2, 1907; from May I to 7, 1908, the gross earnings were 
$868.45, as compared with $854.50 from May 3 to 9, 1907 . 
A statement of the annual earnings and expenses of the 
road and its predecessor line, the Bristol County Street 
Railway, beginning with the fiscal year 1901, was also 
presented. This showed that out of the seven years ended 
with Sept. 30, 1907, a deficit was shown, after meeting 
fixed charges, in four years. The only dividend paid on 
the stock in that time was one di sbursement of 2 per cent. 
The net deficit as of Sept. 30, 1907, was $8,147.52. T he 
following statistics are for the year ended Sept. 30, 1907 : 

i~r!~:~1:t~!:t1L:\1

~:: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : :~im 
Miles main track operated . ..... .. . .. ... . ................ .. ... 17.612 
Passengers carried .. . . . . . . ..... . ... . . ... ..................... r ,045,082 
Car-miles run . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 27 0,446 
Car-mile earnings , cents : 

Gross earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 19.57 
Expenses , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16.80 

N et earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2 .77 

The decision of the commission showed that the T aun
ton & Pawtucket Company acquired the property of the 
unsuccessful Bristol County Street Railway at receiver's 
sale, and had never received a return on its investment 
satisfactory to its shareholders. The decision stated: 

Since the change in fare the company, at the request 
of the board, has furnished a daily comparative state
ment of the gross income, from which it appears tha t its 
earnings are substantially the same as be fore the increase. 
This result is in large measure accounted for by the de
crease in travel, owing to the general financ ial depression. 
Making due allowance, however, fo r the income so to be 
received by the company under its newly establi shed fare 
in times of normal travel , the board learns nothing that 
justifies it in finding the fare now establi shed to be ex
cessive, and, when compared with exist ing fa res for like 
service under like conditions in the Commonwealth, the 
fare does not appear to be unreasonable. P etition dis
missed. 

WESTERN MASSACH USETTS STREET RAILWAY 

The situation on the Western Massachusetts Street Rail
way has been before the Board of Railroad Commissioners 
for consideration at various times within the last year 
or so. 

The subject was considered in a decision rendered by 

the board on Dec. 4, 1907, which made certain recom
mendations, leaving the problem of working out the de
tails to the company. Changes which were made shortly 
a fterward resulted in a protest to the board by citize ns 
o f W estfield and Holyoke. The board was unable to fi nd 
tha t the withdrawal of the free transfers was in the 
interest of the whole public, but declared that if there 
was meri t in the statement made a t the hearing, tha t the 
company's fa res in Westfield ought to be readjusted, it 
would, upon petition involving the whole subj ect, take 
appropriate action. T he petition of the company for the 
withdrawal of free t ransfers was therefore dismissed 
without prej udice. 

The subj ect was considered by the board several months 
la ter. No pet ition that the entire subj ect be reopened was 
made in the meantime, but citizens asked for a reduction 
in fare on one portion of the lines, on the ground that the 
existing fa re was unreasonable and excessive. The board, 
afte r examination of the returns, concluded that it ought 
not to recommend a reduction. 

BOSTON & WORCESTER STREET RAILWAY 

T he Boston & Worcester Street Ra ilway made formal 
a nnouncement on Dec. 21 that on and a ft er J an. I , 1909, the 
uni t of fare would be 6 cents on all the lines owned and 
oper ated by the company. The official notice which has 
been issued states in part: 

T he company will continue to sell the round trip and 
book t ickets at its local ticket agencies at the same price 
as at present. 

Books of 50 single-fare rides, price $2.75, or 53/2 cents 
per ride will be on sale at the company's local ticket 
agencies. T his book will be good anywhere on the system 
and may be used by more than one individual. 

For special convenience of passengers paying cash fare , 
conductor s will have for sale 6-cent tickets in convenient 
fo rm, so that passengers may purchase tickets to cover the 
fare to be collected on car. 

Conductors a re instructed, in collecting cash fare from 
passenger , to sell them 6-cent tickets for the succeeding 
collections. 

By allowing the payment of a through cash fare to all 
points on the system, the company aims to relieve its 
patrons, as far as pos~ible, of the inconvenience of con
tinual change-making. 

The fo llowing statement in regard to the change in fares 
by the Boston & Worcester Street Railway has been made 
to the ELECTRIC RAILWAY JOURNAL by J ames F. Shaw: 

STATEMENT OF J AMES F. SHAW 
0

"The Boston & Worcester Street Railway Company es
tabli shes an increased rate of fare on its lines as of J an. 
r, 1909. T his increase is necessary, as the revenue from 
the company's ra ilway, after paying its operating expenses, 
fixed charges and taxes, is not sufficient for a fa ir return 
to the stockholders for the investment which they have in 
the property. 

"As in a ll other Massachusetts stre<:;t railways, the out
standing securi t ies represent actual cash invested, no issue 
o f securities being authorized by the Board of Railroad 
Commissioner s exceeding the actual value of the property 
as determined by an appraisal of engineers approved by the 
board. Under Massachusetts laws, the board of directors 
of a street rai lway has the sole right to establish the rates 
of fare. The public, however, has the r ight of appeal to 
the Board of Railroad Commissioners in case the rate as 
fi x ed by the directors seems excessive and unreasonable. 
The fa res on many street ra ilways in Massachusetts have 
been increased recently, and in most cases where an appeal 
has been made to the board, after carefu l investigation and 
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public hearings have been held, the increased rates, as fixed 
by the directors, have been approved by the boa rd. 

" It is my belief that the public has begun to realize that 
the rates heretofore charged have been too low for the 
service rendered, and will not object to a reasonable in
crease in fares to allow the company to maintain the pres
ent standard of service, wi th a view of improving that 
service, ra ther than decrease the standard. The Boston & 
Vv orcester company has been maintaining a 30-minute 
schedule on its lines during the winter months and a 15-
minute schedul e during the four summer months, and the 
routes to the various points on its lines are so laid out that 
the 30-minute winter schedule gives a I 5-minute service to 
South F ramingham and all points east, whi le the 15-minute 
summer schedule gives a 71/z-minute service to South 
Framingham a nd all points east. 

"The ea rnings per car-hour fo r the past year, including 
both main line and slow-speed branch lines, average $4.74, 
and the earnings per car-mile average 29 cents , and while 
these ea rnings per car-hour and per car-mile might seem 
high, they are due mainly to the high speed a t which the 
cars are operated, and th e fixed charges due to the high 
standard of construction and equipment necessary to make 
the required speed have to be considered. The Boston & 
'vVorcester company has expended fully $1,000,000 on boule
vard construction through the va rious citie s and towns, 
and some of the demands made by local authorities in the 
orders o f location, when g ranted, seem very excessive and 
unnecessary. T his expenditure fo r boulevard construction 
represents a fixed charge of $45,000 each year, and while 
the local authori ties evidently considered it good judgment 
to impose such conditions upon the compa11 y, jt must now 
be apparent to them tha t the rate of fa re necessa rily must 
be based on the actual cash investment in the property. 

''Fortunately, the company's property is located in a com
munity which is not surpassed fo r character and intelii 
gence, and it is no t anticipated that any materia l objection 
will be made. 

''The company will advance the uni t of fa re from 5 to 
6 cents, but as it wi ll no t increase any ticket rate now ex
ist ing, the regular pat rons will not be affected materially. 

'' \Vhil e th e ea rnings during the fisca l year ending Sept. 
30, 1908, were received in la rge part from the sale of 
t ickets, 7,000,000 passengers paid cash fa res. If all the 
7,000,000 passengers paid the extra cent, the earningi would 
increase $70,000. 

"After careful analysis, deducting the estimated decrease 
in number of passengers on account of the increased fare, 
and taking into calculation the increased use of tickets for 
the same reason, it is estimated that the net improvement 
in earnings will yield the company about $51 ,000. 

"This increased revenue. together wi th the receipts from 
the new line recently bui lt into Na t ick and the normal 
increase in business, which has never been less th an 
4 per cent, should give the company sufficient earnings to 
j ustify the payment of its regular dividend of 6 per cent 
and a llow the company to mainta in the property in its high 
sta te of effi ciency and continue the excellent service for 
which it is noted." 

CONCLUSION 

T he articles comprising the series in relation to the fare 
situation on the Massachusetts lines have contained fig
ures in regard to th e earnings and traffic of the various 
lines on which increases in rates have been made. 

T hese figures can now be supplemented by a statement 
received from Matthew C. Brush, vice-president and gen-

era! manager o f the Newton Street Railway, on the lines 
of which a charge of 1 cent each for transfers was estab
lished, with the approval of the Board of Railroad Com
missioners, on Sept. I. The statement shows the numbers 
of cash passengers carri ed a nd transfers issued on each 
of the divisions of the N ewton Street Railway for the 
months of September, October and November, 1908, as 
compared with the corresponding months of the previous 
year. T he figures a re as follows : 

NEWTON STREET RAILWAY 
Cash passengers. Transfers issued. 

1908. 1907. 
September-N. St... .. ...... 365,355 380 ,906 

1908. 1907. 

C . • A ........... 14 5, 733 II2,769 
32,614 4 7,684 

\ V. B ........... 108,382 II6, 360 
14,813 12,830 
21,806 24,101 

Total . . . . . . . . ... . . . . . . . 61 9,470 
October-N. St............. 359, 643 

C. A .............. 104,6 71 
W . B ............. 107, 129 

Total . ·.·............... 57 1,443 
N cvember-N _. St........... 330,846 

C. A............ 84,539 
W . B........... 97, 122 

61 0,035 
367,1 27 

88,8 51 
I 101 25 0 

566,228 
340,445 

87,889 
100,670 

69,233 
30,435 
10,331 
17,310 

58,076 
27,838 

8,480 
15,183 

Total .... .. ............ 5 12,50 7 529,004 51 ,501 
T otal three months ...... 1, 703,420 1,705,267 178,810 

P ercentage of transfer s issued to cash passengers. 
1908. 

September .... . . ..... .. ...... . .... ... ............ . II.18 
October ... ... . .. .................... : ............. 10.16 
November .......... . ................ . ............. 10.05 
Three months ............................ . ...... .. . 10.50 

84,615 
45,052 
12,938 
22,246 

80,236 

•P,497 
II ,875 
19,952 

73,324 
238, 175 

1907. 
13.87 
14.17 
13.86 
13.97 

T he totals fo r three months show a decrease of 24.92 
per cent, or 59,365, in the number of transfers issued and 
a decrease of o.II per cent in the number of cash pas
sengers carried. 

The movement for increased fares in Massachusetts has 
already progressed much farther than was disclosed when 
the fir st article in the series prepared by this paper was 
published. It has not yet reached an end, and the ultimate 
r esult, in its beari ng upon the question of fares on urban 
and interurban railways, wi ll be significa nt . 

---◄·♦·---~ 

HEARING ON THROUGH ROUTES AND JOINT RATES IN 
NEW YORK 

T he hearing before the New York P ublic Service Com
mission, First D ist ri ct, on the order requiring the estab
lishment of through routes and joint rates between the 
T hird Avenue Railroad and the Central Park, North & 
East River Rai lroad was concluded on Dec. 24. 

At a hearing on Dec. 19 the closing arguments were 
made by counsel. An abstract of the a rgument of John M. 
Bowers, counsel for the Central Trust Company of N ew 
York, trustee under the mortgage securing the bonds of 
the Third Avenue Railroad, follows: 

STATEMEN T OF JOHN M . BOWERS. 

One- The public service act, appointing the commission, 
is unconstitutional and void. 

T wo-There is no power vested in the commission by 
such act to compel transfers or establish through route s 
between street railroad corporations. 

Three-Section 49, of the public service act , gives no 
such power, and is, by its te rms, applicable only to rail
roads other than street rai lroads. 

Four-The lines of railroad operated by either the Third 
Avenue Rai lroad or the F orty-second Street road and the 
lines of railroad operated by the Fifty-nines Street road, 
are not, and cannot be, made by construction and main
tenance of switch connections or otherwise to form a con
tinuous line of transportation. On the contrary, the Fifty
ninth Street line operates practically at right angles to 
either the Third Avenue or the Forty-second Street lines. 

Five-That such lines are not connecting, but intersect
ing lines. 

Six- -Even if it c~uld be held that the commission had 
power, under Section 49 of the public service act, to estab-
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lish through routes on street railways, there would still be 
no power in the commission to compel transfers. 

Seven- That the commission, under no circumstances, 
has any power to make an order which would apply to 
three different railroad corporations. 

Eight-That the order ma1e by the commission, on which 
this proceeding is based, is void and in violation of the 
fourteenth amendment of the constitution, because it was 
made without any hearing of th e parties proposed to be 
affected, and because the commission had declined to 
specify the facts or the inquiries it made or the fac ts 
or evidence on which it based such order, and that 
an order thus made, without a hearing, being the basis of 
the present proceeding, by which the commission calls 
upon the receiver of the Third Av enue Rai lroad and the 
receiver of the Forty-second Street, Manhattanville & St. 
Nicholas Avenue Railway to proceed with the hearing 
without an opportunity of knowing the evidence or con
fronting the witnesses, or being advised of all the facts 
on which the commission intends to act, and will act if it 
makes any further order in this proceeding, even if it also 
considers the evidence that has been produced by the 
receiver of the two railroad corporations above specified. 

Nine-That upon the evidence in this case it is clear 
that the proposed order would be confiscatory and in viola
tion of the provisions of the fourteenth amendment to the 
constitution, and especially such provision as provides that 
no State shall deprive any person or property, without due 
process of law, or deny to any person within its jurisdic
tion the equal protection of the laws. 

I quite appreciate that the public service act is an act 
that has undoubtedly come to stay. I quite appreciate that 
the future of these roads of this city, and the future of 
their use for the public and the benefit to be given to the 
public and to those interested in the railway securities, are 
going to be dependent upon the provisions of that act. 

, I quite appreciate the enormous responsibility that at
taches to the commission, the first commission appointed 
under the act, because the success, or non-success, it is 
plain, is entirely dependent upon the ability, and care, and 
wisdom, and progress in their work, of the members who 
constitute that commission. 

We can move neither to the right , nor to the left, in the 
resuscitation and development of these properties, except 
by the exercise of the best judgment of this commission. 
No capital can be obtained, except such as the Third Ave
nue is obtaining on receiver's certificates, for the develop
ing or resuscitation of these properties, except upon securi
ties to be approved by this board. No new capital can be 
invited, except upon terms which will seem reasonable, and 
allow some reasonable interest to those who are to ad
vance it. 

In dealing with this situation, it seems to me that the 
first and most important requirement is the safety of 
operation. Cars cannot be permitted to run in the streets 
of this city, operated by electricity, or any other power, 
unless every possible device that protects the passenger 
or wayfarer, that is known is put upon the cars, and 
unless every possible step that human ingenuity can 
devise, is availed for their protection, and that this board 
is justified in ordering, without reference to any one fact , 
except the safety of operation. If a corporation wishes 
to operate cars in the street of this city, or is engaged in 
that business, that operation must be had at the highest 
point of safety whether it has the revenue with which to 
pay for it or not, or else it must not operate. On that 
point minds cannot very well disagree. 

Now, the comfort of the passengers is secured by the 
condition of the cars: their cleanliness; their being properly 
painted; the courtesy of the employees hired to operate 
them; and the convenience required by the running of suf
ficient cars, with allowance for the reasonable number of 
detentions that must obtain in the management of a road; 
and the carrying of passengers and seating them, except 
during hours where it is impossible to give them all seats. 
Now, that, too, has been done under this administration ; 
done by the receiver of this road; done, probably, of his 
own motion and partly in accord with your order, and 
possibly the same acts moving at the same time. 

The cars are clean ; the cars are painted; the conductors 
and motormen are polite, and there is fairly convenient 

operation. We have got thus far with the wo rk, and thus 
far there have been means foun d, from the receipts of the 
road, or other wise, to meet th ese requirements. There is a 
vast difference between the conditi on of operation on that 
road to-day, and one year ago thi s day. 

But we have come to a somewhat di ffi cult problem, 
because it involves so many interests, and yet one that 
we cannot throw out of considerati on, and that is, the 
revenue that goes to the State; th at goes to the munici
palities; franchise taxes; li cense taxes; direct taxes on real 
estate ; taxes of very many kinds, under va rious laws. T he 
franchise tax has not been paid on thi s road ever since 
it was levied. W e have got to meet it . It is a lien on 
that property at some amount. And th erefore it is, I sug
gest to this commission, that those who a re engaged in the 
operation of this property-and for thi s purpose I t reat 
this commission as overlooking it-in looking for any 
operation at all in the future, have first to consider the 
other questions that I have specified, and then see where 
the revenue is to come from the property to pay these 
taxes. 

Of course, that is not a conceivable position, but the 
position is conceivable, and right upon us , of considering 
how much money the State is to get, and what the State 
ought to take. Of course, the real estate taxes here are 
to be fixed in the same method as all other real estate 
taxes. The franchise tax is to be fixed here, according 
to the proceedings now in existence, unless there be some 
amelioration or amendment of the law. 

And, having got that far, and found the necessary ex
penditures for these three things which must be made, be
fore anything can go to capital, then, of course, the com
mission is confronted with the proposition as to what, if 
any, return shall be made on the capital that is invested 
or to he invested. As to what that return shall be depends 
upon whether the statutes of this State are to apply, or 
whether it has to be a reasonable return. When I say the 
wording of the statute of this State, I do not want to be 
understood to use it as saying it does of necessity apply, 
but there is a statute which allows IO per cent return, or 
rather seems to forbid a reduction of fares until the 
total earnings of the road have reached that point, and 
then there are the decisions of courts, in many cases, 
where they have indicated that 5 or 6 per cent return is a 
reasonable return. 

In arguing this question to this commission, I do not 
address myself very much to the confiscation question. 
After all, there is a higher question than that, which we 
are discussing; that is, this city cannot go on without its 
street surface roads. It has subways; it has elevated 
roads; it may have more subways, and it may have more 
elevated roads, but these surface roads do serve a public 
convenience which cannot be served in any other manner, 
and, of course, are largely of avail for short rides, which 
is the reason the roads are able, so far as I can ascertain, 
to live; because of the considerable profit they get in 
short hauls. 

To assist in this matter, we have placed in evidence be
fore you all the sums of money ever paid by the Metro
politan system, from the time it took thi s lease, for main
tenance of way or equipment, as best we could, in order 
that you could determine the real results of this road. 
The exhibit of maintenance charges of the T hird Avenue 
road, commencing for the year ending June 30, 1901 , and 
running up to Sept. 30, 1908, which included the items in 
the receiver's accounts, aggregated $2,753 ,000. T hat is 
for a period of seven years, three months and a few days. 

The owners of these properties for the future are in
terested in the property depreciat ion fu nd, and so is the 
commission. The days are gone by in which dividends 
can be paid out of capital and in which a physical con
struction of the road can be permi tted, and nothing laid 
aside to invite new capital, or to give good operation in 
the future, for the citizens of the city. Any depreciation 
fund that is fixed, whatever percentage it may be of the 
earnings, is a matter in wh ich the people of the city are 
just as much concerned as are the owners of th is prope rty. 
If it be IO per cent of the earnings, it must be kept and I 
think this commission will see that it is so kept. If it be 
5 per cent, it is sufficient to keep, and there is always reason 
why those interested should see to keepi ng enough , but on 
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that question I submit that neither the owners of the 
property nor this commission want to minimize. 

In other words, the owners of that property may have 
to take it now, with that 5-cent fare, and be barely able to 
pay a ll the expenses which I have outlined, and keep up the 
operation as it must be for the future, and they may be 
getting a precious small return on the true value of their 
property. In that I cannot help them; you cannot. When 
they came to me and employed me in the business, to help 
them on this reorganiza tion, I quite appreciated the situa
t ion in which they stood, and I neve r expected, and we can
not ask, that there shall be anything more done for them 
than to put them in a position, so fa r as the ir affairs are 
concerned, as the law now puts these affairs, and let them 
work out their own salvation; unless, indeed, you shall 
find that on the fair value of the properties, that would 
result in an earning to them greater than the law justifies 
or requires. 

If the result of ordering the transfers is likely to be
and I think that is all I need say-to reduce the present 
earning capacity of that road, it will be a mistake to order 
it. It is exceedingly unfortunate that such questions have 
to be met in a time of reorganization. It is unfortunate 
if anything must be done to destroy the effort of the re
ceiver, or those behind him, to get the property foreclosed, 
and get the whole thing on a basis which is to stand for 
all time to come. 

ARGUMENT ON BEHALF OF CENTRAL PARK LINE 

\i\Tilliam N. Dykman, counsel for the Central Park com
pany, moved to dismi ss the proceedings, stating the grounds 
as follows: 

I. There is no power vested in this commission by the 
act creating it, to compel transfers or establi sh through 
routes, between the street rai lroad corporations. 

2. Section 49 of the act g ives no such power, and is 
limited to railroads other than the street railroads. 

3. The lines of railroads operated by the Third Avenue 
Rai lroad, Forty-second Street Railroad, and the line in 
question operated by the Central Park road will not, and 
cannot be made, to form continuous lines of transpor-tation ; 
they are intersecting lines, intersecting at right angles. 

4. The commission has not power, under Section 49, to 
compel the Central Park road, from the Fifty-ninth Street 
line, to carry passengers between the Third A venue Rail
road Company and the Forty-second Street, Manhattanville 
& St. Nichola s Railway. 

Now, may it please the commission, si nce we were here 
before, and since the testimony was closed, a judgment has 
been made in the Appellate Division, in this department, 
which changes this proceeding materially. It makes the 
testimony that has been taken here a record upon which 
this proceeding, and any order that may be made, will stand 
or fall. Concerning the Fifty-ninth Street line, the facts 
a re absolutely undisputed. The cost has been ascerta ined to 
the fraction of a cent, and not even the pleasantries of 
cross-examination by the counsel for the commission have 
materially or at all varied the figures. I am not going to 
go over those figures again, but ask the commission to re
member that the testimony of the cost to carry each pas
senger of the 20,000,000 ·that were carried on the Fifty
ninth Street line, the last year of the full and free trans
fers, was 1.77 cents. I am going to make the confession 
to the cross-examination that the cost of power has been 
materially reduced by the installation of the meter, and 
that has made a difference of· perhaps 30 per cent in the 
cost of power, which would • make a difference of about 
o.I per cent in the total cost of carrying each passenger, so 
that as near as I can ascertain, by the corrections, which 
I have been asked to have made, those figures would be 
reduced to I .67 cents per passenger. 

\i\T e ought to be allowed an opportunity to make some 
arrreement; we ought not to be handed over to these north 
a~d south lines, with a rate less than cost or approximating 
cost. We ought to be given a generous profit, because if 
we do not have a profit this road cannot continue to run. 
T his road must be abandoned if it cannot collect. Abso
lutely it costs more than the receipts to run the east and 
west Belt line, and that is in evidence in this case. And 
if the east and west Belt lines are to continue for the 

present, they must be supported by the paying of the only 
part of the lines that pays anything. So, I submit, that 
if we are to have transfers you must give to the Cen
tral Park company the I .6 cents which a ride costs, and 
the return on capital; you must give it well above 2 cents, 
considerable above 2 cents, anp. there ' is no dispute or no 
difference in the testimony in this regard, and this is the 
record according to which your decision must, I very 
respectfully submit, be made. 

Another hearing in the case took place on Dec. 11. 
H enry W. Brown, auditor of the Metropolitan Street Rail
way, was recalled for further examination, and testified 
that since his statement had been made showing the num
ber of transfer passengers carried during the six weeks 
ended Sept. 16 an error in the figures had been discovered. 
The following corrected statement was presented: 

Statement of receipts, revenue passengers, transfer passengers and total 
passengers on the lines operated by the receivers of the Metropolitan 
Street Railway during the six weeks ending Aug. 5, 1908, and the six 
weeks ending Sept. 16, 1908, the lines of the Central Park, North & East 
River Road not being included in the figures for the six weeks ending 
Aug. 5, 1908: 

Six weeks ending 
R eceipts. 

Average 
fare per 

Revenue Transfer Total passenger 
passengers. passengers. passengers. in cents. 

Aug. 5, 1908 ... $1,539,11 2.85 30,782,257 16,418,704 47,200,961 3.2608 
Six weeks ending 

S ept. 16, 1908 .. $1,517,543.25 30,350,865 15,033,797 45,384,662 3.3437 

By agreement between Oliver C. Semple, counsel for the 
commission, and Herbert J. Bickford, counsel for the re
ceiver of the Third Avenue Railroad, part of the testimony 
in the case involving joint rates and through routes between 
the Metropoli tan Street Railway and the Central Park, 
N orth & East River Railroad was offered in the Third 
Avenue case. 

T he following sta tement regarding the Forty-second 
·street, Manhattanv ille & St. Nicholas Avenue Railway 
was presented: 

For six months ending April 10, 1908: 
Number of n,venue passengers ....•... . ................... 
Number of transfer passengers ........................... . 

Total ......................... ........•............. 
Gross earnings from passengers ......... . ................ . 
Average rate of fare .................................... . 
Ratio of revenue passengers to total ..... ................. . 
Ratio of transfer passengers to total. ............... . .... . 

For six months ending Oct. 10, 1908 : 
Number of revenue passengers ................ . .......... . 
Number of transfer passengers ..... ...................... . 

14,220,770 
5,475,215 

19,695,985 
$707,905.00 
3.59 cents 

72.20 per ct. 
27.80 per ct. 

I 1,596,363 
2,602,844 

Total . . . . . . • . . . . . • . . . . . . . . . . . . . . . ... . . . . . • . . . . . . . . . . 14,199,207 
Gross earnings from passengers........................... $578,654.47 
Average rate of fare... . . .. . ............................. 4.08 cents 
Ratio of revenue passengers to total. ...................... 81.67 per ct. 
Ratio of transfer passengers to total. ...................... 18.33 per ct. 

An affidavit was presented from Thomas F. Mulaney, 
chief engineer for the receiver of the Third Avenue Rail
raod, stating that he had had general supervision of the 
operation of the Kingsbridge power plant and of all the 
substations of the Third Avenue Railroad. The amount 
of the electrical power generated at the Kingsbridge plant 
from Jan. 12, 1908, to Sept. 30, 1908, both dates inclusive, 
was 55,849,840 kw-hours of a.c. There was a loss of ap
proximately II per cent in transmission and conversion. 
Some of the power produced by the plant was sold to other 
companies. The cost of the power produced from and 
the price received for the power sold to the receivers of the 
New York City and the Metropolitan companies ·was 
0.012386 cent per kw-hour for a.c. and 0.018181 cent per 
kw-hour for d.c. Prior to J1;1ly 1, 1908, the power pur
chased from and the power sold to the receivers of the 
New York City and the Metropolitan companies was not 
measured by meters, but was estimated upon a car-mileage 
basis. The amount of power used between Jan. 12 and 
Sept. 30, 1908, both dates inclusive, in the operation of the 
railways of the Third Avenue company was 14,434,297 kw
hours of d.c., partly estimated upon a car-mileage basis. 
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THE BARBER SINGLE-TRUCK CAR USED ON THE SUN
BURY & SELINGSGROVE ELECTRIC RAILWAY 

The STREET RAILWAY JouRNAL of Feb. 8, 1908, con
tained an article enti tied, "Notes on the Black River Trac
tion Company," in which A. H . Le fevre, general manager 
of that company, described the novel double-bolster, single
truck car invented by Edward A. Barber , superintendent 
of the same railway. This type proved so success ful in 
Watertown that several months ago the Barber Ca r Com
pany was organized, with headquarters at York, P a., to 
build such cars for other companies. The fir st ra ilway 
which has followed the example of the Black Ri ver T rac
tion Company is the Sunbury (Pa.) & Selingsgro ve E lec
tric Railway, a 6-mi le single-track line which bega n opera
tion on May 15, 1908, with three Ba rber cars, two ordinary 
single-truck cars and four open ca rs. In view of the 
novelty of the Barber design, this second installa ti on of
fered a favorable opportunity to examine it in other sur
roundings and to learn what the general publi c thought of 
its riding qualities. All of the people interviewed ex
pressed a decided pfeference for the new car as against 
the ordinary single-tt uck cars, and many of the points they 
mentioned with favo,r brought out the fact that passengers 
give a great deal rn:ore attention to details of car design 
than many railroad managers suppose. 

THE CAR BODY 

It is readily apparent from a glance at the accompanying 
yiews of the car exterior that the most radical change in 
the body has been the elimination of the monitor roof. 
The change of outline thus produced gives the front of 
the car a rather squat appearance compared wi th the 
monitor-roof design, but it is a very small sacrifice in com
parison with the benefits which accompany the single flat
curve roof. 

In the fir st place, it has permitted so much more head
room that the lower side sash can easily be raised above 

The m,e of grab handles on the seats naturally obviated 
unsightly car st raps. 

So far as the outside of the car is concerned, the eli m
ina tion of the moni to r has made it possible to place th e 
headlight and markers in the upper pa r t of the car, where 
th ey are far better protected from mud and breakage than 

The Barber Car in Sunbury, Pa.-End-on View, Showing 
Absence of Monitor, Front Sash Arrangement and 

Advantageous Positions of Headlight 
and Markers 

otherwi se. Even a comparatively trifling change like this 
has been favorably noted by lay observers. 

The car body is carried on a steel framing consisting 

The Barber Car in Sunbury, Pa.-General Exterior View, Showing the Straight Outlines of the Body and the Type of 
Vestibule 

the passenger' s line of vision, and as the ends a lso have a 
liberal sash area, these cars are ideal for pleasant riding, 
whether summer or winter. No advertising cards are in
stalled, so that the highly reflective white enamel is car
ried down the sides to the tops of the window sills. This 
arrangement gives the desired effect of finish and roomi
ness, besides permitting the efficient and pleasing arrange
ment of lamps shown in the illustration of the car interior. 

of the side si ll s, encl si ll s and a pair of I -beams tied into 
the bolster at each encl of the truck. The sides of the car 
are perfectly straight , thereby affording the maximum in
side width desirable on lines where clearances a re impor
tant. The straight constructi on, of course, a lso makes it 
easier and cheaper to replace woodwork which has been 
badly sidewiped or otherwise damaged. It would seem, 
however that the plainness of the sides of the car , and 
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possibly the ends, could be greatly relieved by arching the 
window framing. 

The platform and door arrangement are exceptionally 
interesting. Each platform is provided with an electrically 

The Barber Car in Sunbury, Pa.-Interior, Showing the 
High Windows, Lighting Arrangement, Body, 

End Door, Etc. 

heated motorman·s cab, which contains a leather padded 
bench over compartments for sand and the personal effects 
of the crew. The cab is locked by an ordinary hinged 
door, and is provided with curtains for use when desi red. 
The body end-doors are also of the hinged type. In sum
mer each one is latched together with the motorman"s 
door. It is appa rent that standing on platforms is not 
encouraged by this design, as passengers must move imme
diate ly into the car to avoid blockading others. Safe in
gress a nd egress is facilitated by the double Stanwood 
step and the grab handles. 

Mention already has been made of the interior appea r
ance of the car as affected by the roof and side construe-

The Barber Car in Sunbury, Pa.-One of the Two End 
Bolsters which Carry the Car Body 

tion. The absence of all moldings or other dirt-catching 
parts, the use of linoleum flooring and Wheeler rattan 
cross seats make the matter of cleanliness simplicity itself. 
The Simplex electric heaters a re set like wall radiators in 
the sides of the car, where they cannot gather dirt, and 
are much less likely to get into trouble. It is worth men
tioning that despite the simplicity of the car all of the fit-

tings a re as substantial and well finished as in the highest 
class of high-speed rolling stock. In fact, the car is ex
pected to prove economical not only on account of its de
sign, but because every part in it has been made for wear. 

VENTILATION 

The elimination of the monitor roof naturally did away 
with the ventilator sash which are so objectionable at 
times, especially in winter. A novel form of ventilation, 
therefore, has been installed, by which a partial vacuum 
is created in the open front vestibule when the car is mov
ing. This vacuum draws the air from the car interior 
through a grating over the door between the car and the 
front vestibule, fresh air being allowed to enter through 
very small openings around the windows and rear door. 
The rear ventilator is opened when many people enter the 
car at one time, but it is not kept open very long. 

THE TRUCK 

The truck of the Barber car is as novel in construction 
as the car body, which is supported on the truck by bol
sters at each end in just the same way as if it were 
mounted on the single-center bolsters o f two trucks. As 
shown in the detail view, each bolster is made up of five 
elliptic springs set in a rocker plate. The side sway thus 
permitted is limited to about 12 in. either way by the pairs 
of elliptic springs mounted on the side framing between 
the truck wheels. The arrangement of bolster and side 

The Barber Car in Sunbury, Pa.-View under the Car, Show
ing Direct Application of Brake Pistons, 

Truck Springs, Etc. 

springs obviates lurching or oscillation. As the springs 
a re very heavy in coµiparison with the weight of the body, 
their sluggish response to sudden · changes in the track 
avoi ds sudden shocks to the car body and its passengers. 

The truck wheel base is 12 ft., which has been found 
entirely satisfactory on the Sunbury line, the sharpest 
curve on which has a radius of 75 deg. This long wheel 
base has permitted the use of a body 34 ft. over all, 8 ft. 3 
in. wide and seating 40 people. The motors are rigidly 
suspended, and can be very easily inspected from the pit 
because of the trifling room required for the springs and 
hydraulic braking mechanism. Whatever apparatus is re
quired is carried directly on the truck, thus minimizing 
the transmission of sound and other vibrations to the body 
framing. 

THE HYDRAULIC BRAKE 

A n interesting feature in the operation of these cars is 
the use of an hydraulic brake in place of the usual hand 
and air brakes. This brake is constructed on the prin
ciple of the hydraulic jack. The braking mechanism in 
the motorman's cab, as shown in the illustration, consists 
of a long metal lever operating a small piston. This pis
ton is connected on one side to an adjacent IO-gal. supply 
tank and on the other side is joined to piping, which is 
carried under the car body along the top of the side sills, 
with flexible hose connections to the brake cylinders. The 
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la tter are se t on the t ruck frame in line with the wheels 
so tha t the brake plungers a re applied directly on all four 
wheels. 

To apply the brake shoes the motorman draws the cab 
lever back a nd forth two or three t imes, thereby pumping 
water to the brake cylinders. T his water entering between 
the brake pistons, pushes them apart 
and thus causes th e appli cation of the 
brakes. The pistons have spring re
coils which allow them to return to 
their normal position when the motor
man allows the water to return to the 
tank by pressing hi s lever against the 
valve stem of the plat fo rm piston. 
Both the braking applica tion and re
lease may be graduated to suit the con
dition of the shoes. This hydraulic 
brake has been found very serviceable 
under the conditions obtaining on the 
Sunbury line. The platform apparatus 
takes up very little room, the tank it
self being placed in the space ordinar
ily needed for the clearance o f the 
controller handle. To avoid failure 
from freezing, the water is supplied 
with a quantity of calcium chloride. 

MISCELLA NEOUS CAR DATA 

Hydraulic Brake 
Handle and 

Cylinder 

The total weight of each car is 23,00 0 lb. , and the seat
ing capacity 40, or 575 lb. per seated passenger. By ex
amining the "Car Weight and Seat ing Capacity' ' table 
published on page 667 of the Sept. 19, 1908, issue, it will 
be seen that on the basis of passenger seat s thi s car is re
markably light, whether compared with single or double
truck cars. The operating equipment consists of two GE-
54 motors, K-10 controllers, Wilson retrievers, Va n Dorn 
couplers and the hydraulic brake previously mentioned. 
Since May 15, when the ca rs began operation , the only 
money spent on them for maintenance has been the r e
newal of motor brushes and one new set of brake shoes 
per car. 

---◄♦·----

A NEW TROLLEY STAND 

The Fixler Trolley Stand Company, of D elta, Ohio, has 
placed on the market a trolley stand invented by Edgar L. 
Fixler, who as a motorman on the Toledo & I ndiana Rail-

Fixler Trolley Stand 

way had an ideal opportunity to observe the behavior of 
stands in service. The new stand was designed specifically 
to save time in changing poles and it appears to satisfy the 
purpose admirably since its manufacturer reports that on 

the cars of the Toledo & Indi~na Railway poles fitted to thi s 
stand have been changed in from 12 to 20 seconds. The 
pole can be inserted in the socket in one position only and 
when once installed nothing but breakage above the socket 
can cause its loss. No tools whatever are required to make 
the change. 

T he accompanying illustration shows the pole in the 
socket held by the clutch A a nd B. When the pole must 
be removed, it is pulled down until the band C touches 
fulcrum D and the clutches E and F interlock. The low
ering of the pole has the effect of raising the clutch A 
and thereby releasing the pole. The stand will remain 
wi th the clutches interlocked until the weight G is thrown 
over by hand or foot. After inserting the new pole, the 
stand is restored to its original position by pressing down 
the clutches E and F for release, thus permitting the ful
crum D and weight G to drop out of the way. 

T he clamps H are clamped on the pole in the shop and 
lined up with the wheel in the harp. This arrangement 
makes it impossibl e to place the pole in the stand and not 
have the wheel perfectly straight on the wire, even in heavy 
darkness. T wo sets of pole clamps are furnished with each 
stand so that an extra pole can always be carried on top 
of the car. 

---◄♦·-----

ADJUSTABLE HAND BRAKE 

T he National B rake Company, Buffa lo, N. Y., manufac
turer of the well-known Peacock brake, has recently begun 
the manu facture of a new type of geared hand brake, in
vented by G. S. Ackley, president of the company. The 
new brake, which employs the same principle as the Pea
cock brake, is to be pl2ced on the market under the trade 
name, Ackley adjustable brake. It is designed for use on 
cars where, owing to obstructions under the car body, the 
in sta llation of the Peacock brake is difficult. T he accom
panying illustration shows the construction of this new 

brake, from whi ch it will be 
observed that there are a num
be r of differences between it 
and the standard type of Pea
cock brake. T he same spi ral 
chain drum and gearing is em
ployed, but the chain drum is 
supported under a yoke which 
is bolted to a separate casting 
mounted under the platform 
floor. T he bearing casting con
tains the roller bearing for the 
brake shaft and a shaft and 
roller bea ring on which the 
brake drum revolves. The yoke 
fo rms a step bearing for the 
brake drum and is attached to 
the upper cast ing by two bolts. 
T he ent ire brake can be dis

AdjuStable Hand Brake mantled by removing these two 

bolts and dropp-ing the yoke, whereas in the Peacock brake 
the brake drum is enclosed in the yoke, which is integral 
with the main cast ing and secured to the platform floor. 
The adjustable feature of the new brake consists in the 
means provided for shi £t ing the yoke to either side of the 
brake shaft pinion so as to permit the brake chain to be 
led off the drum from either side of the rear leg of the 
yoke. The new brake has been patented in the United 
States and in fo reign countries. 
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COMBINATION FIRE AND WATER-TUBE BOILER 
The accompanying engravings illustrate the construction 

of the Hawkes boi ler, which is a combination of the hori
zontal return-tubular and the water-tube types. The 
lower or water-tube member consists of two row s of water 
tubes, the upper row connecting into a front water-saddle 
at the forward end of the tubular boiler and with the water 
leg at the rear. These tubes a re covered with a special t ile 
or split fir ebrick on the top, and form a covering or roof 
over the furnace, preventing the hot gases from coming 
in contact with the shell of the tubul ar member. The 
water tubes in the lower row connect the rea r water-leg 
with a se ri es of steel box-headers at the fro nt end, which 
are in tu rn co nnected to the fro nt head and saddle by 
means of independent a rch or circulating tube s. 

The upper tubular boiler is made of 60,000-lb. tensile
strength flange steel, the riveted joints and shells being 
designed on the basis of a factor of sa fety of five. T he 
tubes are expanded and beaded into th e heads and liberal 
manholes and handholes are provided. The front water
saddle and rea r water-leg are made without riveted joints. 
except where they a re attached to the shell o f the tubular 
boiler. Handhole plates are provided opposite each tube, 
giving access for cl eaning and renewal. The legs are pro
vided with staybolts. The front saddle is provided with 
compression plugs, placed opposite each tube, thus elimi
nating gaskets. The front box headers for the lower water 
tubes are made of flowed steel, the bearings for the hand
hole plates being faced on the inside to insure perfect con
tact for the gaskets. Each header is independently con
nected to the upper tubular boi ler, with extra gage or 
thickness of circulating or arch tubes, causing the circula
tion of each tube to be taken care of independently a nd 
preventing any by-passing of the water. 

T he water circulation is as foll ows: The colde r water 
passes down the rear water-leg into the water tubes, which 
are inclined upward towa rd the front end of the boiler. 
The water passes upward and forward through the se tubes 

1. I 

Combination Fire and Water-Tube Boiler Without Casing 

in the same direction as the travel of the gases into the 
front water-saddle headers and circulating tubes into the 
front end of the upper tubular boiler, and to the rear 
through the tubular boiler, depositing the scale on the bot
tom of the shell of the upper tubular member , away from 
any fire action. T his rapid circulation is said to keep the 
lower water tubes free from scale. 

T he boile r rests on cast-iron columns beneath the cor
ners of the front water-saddle and rear water-leg, sup
porting the boiler entirely independently of the setting. 
One of the illustrat ions shows the boiler as constructed 

with a steel j acketed casing instead of the usual brick set
ting. T he casing is lined with tile insulated from the steel 
pla tes with non-conducting material. With a brick setting 
the method of support is such tha t the masonry walls are 
relieved of any weight or strains due to expansion of the 
boiler shell. T he brick side wall s, where used, extend to 
the top row of the water tubes, and the rear wall to the 
bottom of the rea r water-leg. T he front expansion cham
be r between the boiler front and front head of the upper 
tubula r boiler is cased with steel lined with firebrick. 

T he rea r supporting column is prov ided with expansion 

Combination Fire and Water-Tube Boiler with Steel Casing 

plates ; ro ll ers suppor t the rear water-leg , and the front 
water-saddle rests on the front columns, expansion being 
taken care of to the rear of the setting and away from the 
masonry wa lls. T he lower water tubes expand to the front, 
the box-headers being mounted on expansion plates. These 
lowe r water tubes will not sag on account o f the extreme 
high temperature of the furnace, and they a re flooded at 
all times. 

The fu rnace is of the reverberatory-arch or Dutch-oven 
type, the arch be ing self-contained, and consisting of a 
series of inte rlocking tiles carried on the lower row of 
water tubes exte nding well back of the bridge wall. This 
a rch clips downwa rd over the grates toward the rear. The 
products of combustion come in direct contact with the 
heated arch, as well as the furnace brickwork, and the 
bridge wall ove r which the gases travel into an adequate 
combustion chamber to the rear of the bridge wall, before 
reaching the conduit or passage formed between the top of 
the a rch over the grate and the roof or covering of the 
upper tubes to the front encl of the tubular boiler, where 
the gases a re equally distributed through the tubes of the 
upper tubular member. This construction is designed to 
promote combustion and reduce smoking to a minimum. 

T he tube s of the upper tubular boiler are accessible for 
either cleaning or renewal. The lower water tubes are 
also accessible from the front and rear, the boiler being 
provided with a removable panel at the front, giving access 
to hanclholes. The upper shell for its full length is jack
eted with asbestos or other non-conducting material. The 
shell being accessible from the side and rear, hidden leaks 
and corrosion to the plates cannot exist undetected. The 
smoke outlet or connection is at the rear of the boiler, 
where it can be taken in any direction, or into a duct or 
flue beneath the floor, to the stack. 

This type of boiler is adaptable to the conditions of low 
head room and limited length and width. The travel of 
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gases being practically three times the length of the shell, 
permits of building short boilers with a long passage for 
the products of combustion. This boiler is constructed by 
the Traylor Engineering Company, Allentown, Pa. 

----♦·----

NEW TYPES OF HIGH-TENSION INSULATORS 

The accompanying illustrations show three types of 
high-tension insulators for which patents have been issued 
to Louis Steinberger, of the Electrose Manufacturing 
Company, Brooklyn, N. Y. It is claimed that they cover 
the entire field of application of insulators to the transmis
sion of electric power up to the highest voltage that now 
appears will be reached in the future. In the design of 
the flexible suspension type shown, provision is made not 
only for insulating the conductor, but also for insulating 
the cross-arm or support, which in effect insulates the in
sulator. Owing to the flexibility of this structure all 
direct strain on the insulating material is avoided. The 
dead weight of the conductor, including snow or sleet and 
the effect of wind pressure, is supported by insulating ma
terial which is wholly under compression. The form of 
the metal suspension members makes it quite impossible 
for the line wire to drop, even though the insulating ma
terial were totally destroyed. 

The disk type of strain insulator shown provides large 
interrupted insulating surfaces for limiting surface leak
age, while the design prevents moisture, soot or dust from 
forming a continuous conducting path extending from one 
strain member to the other over the surface of the insu
lator. The form of the strain members and their relation 
to each other and to the insulating disk are such as to 
provide an insulator of exceptionally great mechanical 
strength combined with the highest form of elect rical in
sulation. The disk type of strain insulator may be used 
separately, or a number of them may be linked together for 
supporting a line, or used in any other desired relation 
where currents of very high potential are employed. 

In the wall or barrier insulator shown the several sec
tions of which the bushing may be composed a re separ
able; should any of the parts become injured or destroyed, 

Double Petticoat Suspended 
Insulator 

Disk Type Strain 
Insulator 

they may readily be removed and a new section put in 
place, thereby avoiding the loss of the entire bushing. It 
will, of course, be evident that either one of the several 
bushings may be made of any predetermined length. The 
bushing is provided with a "protector," which shields the 
exposed parts from rain, snow, sleet, etc., and which may 

be made integral with the bushing or attached separately 
thereto. The central bushing is provided with detachable 
members for supporting the line centrally with relation 
to the bushing. By means of these members the central 
bushing may be made watertight, thereby maintaining at 
all times a dry surface within the bushing. Finally, an 

Wall Bushing with Hood Protector 

insulating locking member is provided for securing the 
bushing relatively to the wall or barrier, thereby obviating 
the trouble and expense incident to cementing a bushing 
into place or removing it. These bushings may be mounted 
into or removed from the wall very readily. 

----♦----
AN EFFICIENT LOCK NUT 

The accompanying engraving shows the construction of 
a recently devised lock nut, which, it is claimed, will not 
only lock securely in place at any point on the bolt, but 
will actually tighten by vibration. The Vibration lock-nut 
is similar in appearance to the usual nut, and is pressed 

Wedge Lock Nut 

cold or hot, with either 
hexagon or square heads. 
It has a longitudinal V
shaped slot holding a 
threaded wedge - shaped 
key that fits into this slot 
so as to form part of the 
nut. On account of its 
angle, this wedge plays 
no part in the operation 
of the nut while the nut 

is run on the bolt, but in reversing the nut to remove it, 
the key is carried over against the other side of the slot, 
forcing the teeth against the bolt so as to grip the bolt 
tightly. If the nut is to be removed it can be readily ac
complished by inserting a pointed wire or piece of wood in 
the larger opening on the side of the key. This will prevent 
the key from acting as a wedge, and the nut can be removed 
in the usual way, without any more difficulty than with the 
ordinary nut. No tools other than the ordinary wrench are 
needed. 

Unless it is taken off in a proper but simple way, it will 
be necessary to break the bolt before the nut can be re
moved. It is claimed that the lock-nut does not distort or 
damage the threads of the bolt, and that it will take up 
lost motion of the parts held that may be caused by wear, 
shrinkages or other conditions. 

The L. S. Brach Supply Company, New York, is the 
sole manufacturer and distributor. 
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LONDON LETTER 

(FROM OUR REGULAR LONDON CORRESPO NDENT) 

The subject of passenger traffic in London has been very 
much to the fore during t he las t month. The 173d volume 
of the Minute of Proceedin gs of the In stitution of Civil 
Engineers, which was issued in October, has ju st come 
to hand, and brings the records down t o Marc h 17, 19o8. 
A lthough this wou ld appear to be rather stale n ews, it is 
the first time that the majority of the members of the 
Institution have been able to ascertain the particulars of 
the discussion on the paper particularly affecting this sub
ject of transportation in London. Mr. William Barclay 
Parsons' paper on the New York Ran id Transit Subway, 
which he read on Feb. 25, takes up about 50 pages of the 
proceedings. This was . fo ll owed by a discussion, the re
port on which takes up anoth er 50 pages, and in which the 
most important men, engineers and others, w ho had had 
to do with the subject took part. The principal fact that 
was brought forth was th e striking difference in the 
conclitions between New York and London, a di fference 
which greatly enhanced the diffi culty of dealing with the 
subject in the latter town. Great admiration was expressed 
by all the speakers for the excellent design and the ex
traordinari ly rapid construction of Mr. Parsons' under
taking, but it was clea rly shown that such methods and 
rap idity of construction would be quite impossible in the 
English metropoli s. 

The speakers seemed to be divided into two camps, the 
shallow subway camp and the deep tube camp, and a ll that 
can be sa id on the subject is that whereas t he shallow 
subway is certainly the most convenient, the tube rai lways 
have been able to accommodate the traffic along lines in 
which it was absolute ly impossible, owing to cost and 
other reasons, to put in the other sys tem. One very im
portant difference between the English and the American 
sys tems was that of making provision for express traffic; 
had this provision been made in London much of the 
competition to which underground lines were subjected 
from the overhead tramways would have been obviated. 
One serious objection to the tubes was the enormous cost 
of, and delay occasioned by, lifts at the deep stations. This 
de lay, according to Sir Herbert Jekyll, of the Board of 
Trade, was not really as long as it appeared to impatient 
f)assengers, and he quoted the following interesting ques
tion: "Why do married men live longer than single men?" 
and the answer, which is: "They don't, but it seems longer." 
Sir Herbert Jekyll is at the head of a traffic branch of the 
Board of Trade. Singularly enough, the president of the 
kindred Local Government Board, Mr. John Burns, at a 
recent dinner given in honor of Mr. Dickinson, one of the 
o riginal Progressive m embers of the London County Coun
cil, spoke as follows: "In this vast city with so many mil
lions of people in their midst they must strive to revive 
at once the old bold spirit of the first Progressive party 
of w ider roads, broader streets, nobler buildings, more 
parks and better parks, and they wanted no Traffic Board 
for these. The Traffic Board sat in Spring Gardens (the 
headquarters of the London County Council) and in 20 
years they had carried out 600 street improvements, built 
bridges, tunnelled rivers, made ferries and did their best 
to give greater order in the streets than previously pre
va iled." It must be confessed that the "greater order in the 
streets" exists only in Mr. John Burns' vivid imagination. 

T he London County Council's treatment of the G. B. 
Surface Contact Company, in the case of the Mile End 
Road Tramways, does not appear to an outs ider as being 
altogether encouraging to anyon e trying to help them out 
of the difficulty. The loca l authorities vetoed the overhead 
system; it was reported to the Council that the conduit 
sys tem was impossible owing to an underground railway 
tunnel being too near the surface (this has subsequently 
been denied); and naturally their attent ion was directed to 
a surface contact system which had been in successful 
operation for some time at Lincoln. It is difficult in these 
matters to arrive at the truth, but it appears that the 
County Council, while accepting the designs of the com
pany, insisted upon carrying out this installation them
selves and in their own way. The result has not been 
satisfactory. According to the speech of Sir John Williams · 
Benn, who may be described as the Leader of the Oppo
sition in the Council, the "record was 50 live studs a day, 
injured people, roasted horses, firewo rks at night, and the 
danger of a fatal accident to anyone w ho chanced to strike 
a live stud." This highly colored version was consider
ably toned down in the statement of the Chairman of the 
Highways- Committee, which was to this effect: "There were 
927 occasions recorded on which ala rm indicators showed 
that studs remained alive immediately after the car left the 
studs. Seven hundred and twenty-eight of these cleared 
themselves: 185 cleared after being hammered; seven studs 

would not clear and r emained alive" (leaving seven un
accounted for). "The total number of cases in which it has 
been reported t~at accidents occurred, or were alleged to 
have occurred, 1s seven. In three cases claims were re
ceived and d ea lt with by payments amounting in all to 
£60_ 4. o." including one for a roasted horse. The most 
cuno~s _Part of th~ whole affair is that throughout the 
negottat10ns r ega rdmg the laying-down and the subsequent 
unsatisfact?ry working _of !he system the company have 
offered to mstall and mamtam the system to the satisfaction 
of the Council on the "no cure no pay" principle an offer 
which has been persistently refused. ' 

A nother p~op osa l _which has also exe rcised, and it might 
a lmo_st b e_ said elect_nfied, the London County Council, is that 
of Sir Chft~n Robmson, the engineer and manager of the 
London 1:-Jmted Tramways. This gentleman actually has 
the audacity t o as k for running powers over the lines of the 
London County Council from Tooting and Somers Town 
to two of the Thames bridges, along the Victoria Embank
m.en~ and to Victoria Station. It is true that he proposes 
to give t he Council a quid pro quo in the shape of running 
po'Yers over_ hi s lin es to Hampton Court Palace, etc., but 
it 1_s exceedmgly doubtful whether this very-much-to-be
des1red consummation will materialize. In some cases 
where the county tramways stop at the boundary the tracks 
of t he outside authorities start at a distance of a few feet 
from these dead ends , and, indeed, the respective rails are 
often not even in line with o ne another. The old objection 
that the Council had to adapting cars for both the conduit 
and the trolley wire sys t ems has been overcome on their 
own lin es to Camberwell, where cars on what might be 
c~lled the "compound" system have been running for some 
time now. Another futile objection is that during busy 
hour s it v.:ou ld be impossible to interpolate any more cars, 
but even 1f this were so (which is more than doubtful) it 
surely is not imp oss ible to devise a time table whereby the 
through cars would take the place of certain local cars. 

Another belated report is that of the Municipal associa
tion on the subject of brakes. This report is much shorter 
than that of the Tramways & Light Railways Associa
tion, and it naturally goes over very much the same ground 
and arrives at similar conclusions, or, rather, want of con
clusions. The same reports of the Board of Trade on the 
same accidents a r e mentioned in both reports at great 
length; but, admirable as the Mun icipal report may be said 
to be, there is not any int ern a l evidence in it to account 
for the d elay in its issue. The only important difference in 
the recommendations is that the Municipal advocates 
on e brake to be used for all kinds of stops, to be worked 
by one handle or lever , w hich, when the brake proved in
effective at o ne stop, should obta in furth er power by put
ting that one handle sti ll farther over. The other associa
tion pr efers to have two brakes in case of the failure of 
one of them from any cause. This would appear to be the 
most practical r ecommenda.tion at present, as the single 
handle brake has not yet been produced. 

Many of the tramway undert akings are beginning to feel 
the pinch of the cos t of maintenance charges, and, as few 
of them have set aside a sufficient amount for depreciation, 
the case from the ratepayers' point of view is becoming 
serious . This question of m aintenance, both of rails and of 
ro lling stock, is ind eed a most important one from every 
point of view. O n account of the necessity for renewals it 
is impossible to reduce expenses pari passu with the reduc
tion of the number of passengers which has followed the 
un iversa l commercial depression. Some sections of rails, 
g iven by Mr. Parsons in his paper, go to show the fearful 
wear and tear to which the permanent way is subjected on 
the underground electric railways, and this wear is also 
going on in a lesser degree on tramway lines. Of course, 
w here rails are worn out in less than three months it 
stands to reason that the wheels of the vehicles must have 
suffe red to an equal degree, and the crying need at present 
is for some form of rolling stock which will not be so cruel 
to its own wheels and to the rails. This can only be ac
complished by making the connection between the body of 
the vehicle and the truck more flexible than it is at present, 
a nd it is not unlikely that a satisfactory solution of this 
problem will soon be found. 

Another problem which also appears to be in a fair way 
of being solved is that of the electric power and lighting 
supply to London in general. After an expenditure of 
some quarter of a million in promoting various ways of 
meeting this want the London Electric Supply bill has at 
last been read a third time, and it is probable that the 
linking-up of the many individual supply ~ompanies in 
London will eventually be effected. This Imkmg-up of the 
various undertakings was successfully accomplished in the 
case of the different water companies, and it is to be hoped 
that the result will be equally satisfactory in the case of 
electricity. A. C. S. 
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News ol Electric Railways 
Cleveland Traction Situation 

On a pplic a t ion of the receive rs of the M u nicipal Traction 
Company, Cleveland, Judg e Tayle r of the United Sta t es · 
Circuit Court order ed t hat before J an. 1, 1909, $50,650 be 
pa id to the Centra l Trus t Company, N ew Y ork, out of the 
earnings of t he ra ilway. Thi s is th e int eres t due on 
$2,026,000 bon ds of the Cleveland Cable R a il way. The 
court a ls o o rdered t hat $3,000 be paid to the Society for 
Savin gs of Cleve land for semi-annual inter est due Dec. 
1 on $100,000 indebtedness, secured by $1 25,000 bonds of the 
Cleveland E lectri c Railway; that $750 be paid to the Guar
dian Savings & T rust Com pany for qua rter ly interes t due 
Dec . 15 on $50,000 indebtednes s, secured by $63,000 bonds 
of the Cleve land E lec tric Railway, and t ha t on o r befor e 
Jan. 1, $750 be pa id t o the Citi ze n s' Savin g & Trust Com
pany, as qua rterly interest on $50,000, secured by $63,000 
bonds of the company. T h e questi on of int er es t subse
quent to J an. 1 will be c onsidered furth er by the court. 
Judge T ayler has a lso ordered t hat the receiver s b e paid 
$1,000 per m onth each u nt il furt h er o rder of the court. 

The receivers of th e com pany and Judge T ay ler conferred 
on D ec. 23 w ith Mayo r J ohns on t o secure the Mayor's 
views regardin g a poss ib le readju stment of fa res that wi ll 
a t least m ee t the expenses. T h e Mayor c riticised the 
schedules tha t have been prepared by the receivers as being 
better than a r e n ec essary. He said that th e service on some 
lin es where the profits are not h eavy is too good, and is 

·said to have asse rted tha t a 3-cent fare with a charge of one 
cent for a transfer during the wint er m onths wi ll pay the 
operating expen ses and m eet the fi xed cha rg es, p r ovided the 
servic•e is kep t strictly w ithin t h e dem ands of t raffic. He 
also pointed out the loss involved in lon g h auls. The re
ceivers, Judge T ayle r an d th e 1v1ayor m et aga in on Dec. 
26 and consider ed th e question of se rvice in deta il. It will 
have to b e ascerta ined w h ether t h e franc hises of t h e 
Woodland Avenue and the W est Side lin es of t h e Clevelan d 
Railway have expired before a decision can b e arr ived a t 
on the fare question . Durin g t h e n egotia tion s conducted 
between the Mayor and the Cleveland E lectric Railway t he 
m embers of the committee d isagreed as to the dates of 
expiration. If the franchises have not expired, any fare up 
to 5 cents may be cha rged on these lines and on a ll t h e 
other lin es whose g rants have longer t o run. If t h e gran t s 
to the Cleveland E lectric R a ilway have expired, the ones 
m ade to other c om panies will h o ld, it is supposed. T hey 
provide for a 3-cent fa re, with t ran sfer s to lines t hat were 
then opera t ed by the new companies. 

Rec eiver W arren Bicknell was in P h iladelphia last week 
and looked into the m erit s of t h e Brill fare box. As a r e
sult one of the lines m ay be equipped with t he box as an 
experiment. 

Mr. John son has objected t o certa in ,matters appearin g 
in the r eport of E rn st & E r ns t , accountants for the re
ceive rs. H e states that t he claim against th e city for balance 
of the cost of const ructing the loops about the P ublic 
Square should not h ~ve been consid ered as worth less, as it 
can all be collected. H e also objected to withdrawing th e 
$25,000 claim ag ain st the village of East Cleveland because 
tha t village enforced its contract for t he same fa re as is 
charged in the city, and protested again st the increased 
service given that village by the r eceive rs and the ch ange 
of the division headquarters fr om Lake View to th e Wind er
mere car house, w hich is loca ted half way between the 
ea st and w est boundary lin es of the vi llage. The receivers 
st ate that traffic has been mu ch heavier from that section 
of the line since better se rvice was inaugurated. 

Attorneys for the vari ous claimants fa iled to agree upon 
rules for the classific ation s of claims when t h e hearing 
began before Specia l Master Belford on Dec. 28. Harry J. 
Crawford, representing th e Cleveland Rai lway, objected t o 
procee din g with the hearing on t h e ground that the court 
had not fixed the scope of the examination. He a lso ob
jected to proceeding if the classifica ti on of claims, p referred 
o r o therwis e, would tend to prejudice t he Cleveland R ailway 
in any way. Judge Tayler stated that t h e special m aster 
should go into every claim before and after April 27, the 
date of the lea se, and tha t h e had ins t ructed t h e receiver s 
to have an accoun t ing m ade b et ween th e Cleve lan d R ailway 
and the Municipal Traction Company an d t h at the specia l 
m aster should also go into this. A ccountan ts have been 
in structed to begin thi s w ork a t on ce. 

H . J. Davi es, secreta ry of th e Cleveland R ailway, an d 
A . B. duPont , pre sident of t h e Muni cipal T raction Com 
pany, who have been considerin g t h e classificat ion of claims, 
have fail ed to agree in several in stan ces. E rnst & E rn st 
w ill prepare a n ew repor t embodying the ch anges t hat have 

been m ade and ca rrying the cla ims that have not been 
ag reed upon . 

E rn st & Ernst, expert accou nta nts, fi led their revised 
re port of the class ifica t ion of cla ims wi th the United States 
Circuit Court on D ec. 29. The changes in it from the 
o rig \na l a re based upon t he agreements reached by H . J. 
Davies, secre ta ry o f t h e Cleve land Ra ilway, and A. B. 
duPontJ pres iden t of the Municipal Tractio n Company, and 
the tot a ls a re practi ca lly the same as th e first ones it is said. 
Thi s classifi ca tion w ill act as an a id to t h e m ast e~ commis
sion er in the hearin g on claims, b ut t here is nothin g final 
about the m atter mqtil that hear ing has been completed. 

A ttorn eys fo r the Cleveland Railway cla im t hat r ent 
should be pa id that com pany during t he t ime t h e Mu
n icipa i Trac ti on Company is in the hands of the rece iver 
and t h is m att er has a lso been referred to t he special maste; 
to be considered w ith the othe r claim s. 

The rece ive rs have fixe d J an. 5 as t h e last day fo r g iving • 
fo rmer emp loyees of the Cleveland E lectric Rai lway prefer
ence over others applying fo r em ployment as m o tormen 
a nd conductors. Sever al hundred of the o ld men have 
a lready been taken back. 

General Manager of O h io E le ct ric Railway to Have 
Headquarters at Springfield.-W. A. Gibbs, general man
ager of t he O hio E lectric Railway Compa ny, has made 
a rrangements to move hi s office from Columbus to Spring
fie ld. The audi t ing departmen t of the company will a lso 
be moved to Springfie ld from Cincinna ti . -

Proposed Traction Committee for Detroit.- Philip Breit
meyer, M ay or-elect of D etroit , has made public the names 
of 40 of the persons invited by him t o b ecom e m embers of 
a committ ee of 50 to consider the readjustment of the fran
chi se und er w hich t he D etroit U nited Railwa y operates, 
and who have agreed to accept places on the committee. 

Philad elphia R apid T ransit Replies to Employees.- R ep
res enta t ives of employees have ask ed the board of director s 
of the Philade lphia R a pid Transit Com pany fo r a conference 
regarding the dem ands o f the association fo r a new working 
agreement bet ween the employees and the company. The 
contents of the company's r eply have n ot been m ade public. 

Yazoo L ine to Be Operated by the City.- It ha s been de
cided by t h e City Council of Yazoo City, Mis s., not to lease 
for private operation the electric r ailway recently bui lt in 
Yazoo City by t h e city, and the property is now being op
erated under the mana gerrient of T. W. P ocklington, who 
acted as sup erintendent of construction while the lin e was 
being built. 

Court Will Apportion Cost of Making Crossings.-In t he 
case of t h e Cincinnati Northern Tract ion Company agains t 
t h e Pennsylvania R ailroad and the Cincinnati, Hamilton & 
Dayton Railroad, involving crossings in Butler County, the 
Ohio Suprem e Court has h anded do wn a decision to the 
effect t h at the costs shall be equ it ably di stributed am ong 
the companies. 

Increase in Wages in Indianapolis.- The directors of the 
In dianapoli s Traction & Termina l Company voted on Dec. 
21 on recommendation of Hugh J. McGowan, president of 
the com pany, w ho is in Europe, to increas e the wages of 
all m ot orm en and conductors w ho have been in the employ 
of t h e com pany for two years o r more I cent an hour, the 
in crease to date from J an. I. 

Transit Committee Selected fo r Pittsburg.- The Chamber 
of Commerce of P ittsbu rg h as se lected D. P . Black, A. J. 
Logan, J oh n M. Goehring, W . Clyde Wilkins and W illiam 
Campb ell as members of its· r apid tran sit committe e to 
consider th e transit faciliti es of the city and t o repor t to 
th e Ch am ber at the earliest p oss ible da t e plan s for improv
in g the p resent se rvice. 1vir. Black has been elec ted chair
m an of t he committee. 

Pennsylvania Tunnel N earing Completion.-vVithin the 
next few w eeks the four tubes of t he P enn sylva nia Railroad 
tunnel system und er the E as t Rive r between New York 
and Long Island City, w hi ch were built by Pearson & Son, 
will be turned over to t he P ennsylvania Rai lroad for in
st alling the operating equipment. T he four tubes were 
joined about IO m onths ago and later the rock work was 
fin ished and the a ir locks taken out. Since then the con
tractors have been at wo rk linin g t h e tubes. 

Court Confi rms New York Subway R oute.-The First 
D epartment of t he Appellat e Divi sion of t he Supreme Cou rt 
of New York has confirmed t he report of the Public Service 
Com miss ion of th e First D is tri ct of New York regarding 
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the Lexington Avenue subway. This action removes all 
legal obstacles to the building of the line. The commis
sion will now prepare detailed plans for building the pro
posed line and will apply to the Board of Estimate of New 
York for an appropriation for construction. 

Telegraph Lines Said to be Affected by Induction.-The 
Western Union Telegraph Company and the Lake Shore 
& Michig~n ~outhern Railway have applied to the Porter 
County Circuit Court at Gary, Ind., for a permanent in
junction to re strain the Chicago, Lake Shore & South 
B end Electric Railway from operating its 6600-volt single
phase line. The a lterna ting current on the trolle; at the 
,voltage used is said to interfere by induction with the opera
t ion of the teleg raph circuits. 

New Jersey Conductor Convicted of Stealing Fares.-One 
of the two conductor s arrested at the in stance of the Pub
!ic Service Railway, Newark, N. J. , fo r stealing fares while 
m the employ ?f the company on its pay-as-you-enter cars 
has been convicted of lar ceny and is awaiting sentence. 
T~e other cond~ctor will be tried on J an. 18. The men are 
said to have _withheld ca~h 5-cent fares paid to them by 
women wh o did not deposit th e fa r es them selves in the fare 
boxes, a_nd a lso, when making c hange, to have wi thheld 
fares which should have been deposited in the fare boxes. 

Electric Sign_s on Elevated Railways in Chicago.-F. J. 
Gu rn sey, supermtendent fo r the Union E levated Railroad 
~ hic ago, is planning to in stall large illuminated electri~ 
sig ns on all of the elevated railroad stations located on the 
el~vated_ loop. Large signs reading "Elevated Stations" 
will be mstalled on the elevated structure at the principal 
st re et c~rners, and smaller sign s, reading "To All Trains," 
will be m stalled at the entrances to the elevated stations. 
Mr. Gurnsey's plans a lso include the insta llation of ad
dit~o_nal incandescent lamps on the platforms and in the 
wa1tmg rooms of a ll elevated stations. 

Port Arthur Municipal Railway.-T he commission in 
charge o f the municipal e lec tric ra ilway operatincr in Port 
A rthur and Fort William has voted to have the 

0

offices of 
t h~ system in Port Arthur. The system was originally 
bmlt by Port A rthur a nd was extended to Fort William, 
a nd that part of the system in Fort William was subse
quently sold to that city. The quest ion of management 
then came up and the Ontario Railway & Municipal 
Board, to which appea l was taken, decided that a joint 
commission o f five members, one of whom was to be 
neutral, should manage the property. 

New Commission Proposed for District of Columbia.-It 
is stated that as a result of the recommendations of one 
of the members of the Interstat e Commerce Commis
sion that the jurisdiction of the District E lec tric Railway 
Commission of Washington be extended to all th e public 
servic e corporations of the District of Columbia, President 
Roosevelt will recommend the app oin tm ent of a public 
service commission for the District to be enti rely inde
pendent of the Interstate Commerce Commission. Regu
lati on of the street railways of the Di strict of Columbia was 
entrusted to the Inter state Commerce Commission by act of 
May 23, 1908. That commission shortly afterward created 
a sub-commission, known as the District E lectric R ailway 
Commission. 

Commendation for Rescuers.-T he crew of a car of the 
Walkill Transit Company, Middletown, N. Y., who on Dec. 
16 saved two boys from drownin g in the Walkill River, 
rece ived th e fo ll owing letter under date of Dec. 21 from 
William V enam ee, receiver of th e company : "The splendid 
judgment and energy manifested by you on Dec. 16 in res
cuing two boys from death by drowning in the Walkill 
River is worthy of hi5 h praise. Such conduct is not only 
an inspiration to your associates, but it is an assurance to 
the public that you can be depended upon for fide lity, cou
rage and sound judg m ent in any emergency. Not in any 
sense as a r eward but simply as a mark of r espect I desire 
that you spend Christmas at home with your families, your 
pay t o run on as though you were in actual service." 

Conference on Cambridge Subway Stations.-Mayor 
Wardwell, City Solicitor Pevey and City Engineer Hast
ings, of Cambridge, and President Bancroft and J. L. Pren
dergast, of the Boston Elevated Railway, considered the 
question of station designs for the Main Street subway on 
Dec. 28. A number of suggestions were presented to the 
company for consideration. The appeal of the company to 
the Railroad Commission from the adverse decision of the 
Mayor of Cambridge regarding the station designs was 
taken largely to preserve the company's rights in the mat
te r. If the company and the city authorities are unable to 
agree the case will be placed before the Railroad Commis
sion as a reviewing tribunal, with the introduction of such 
technical evidence as is required to prove the adaptability 
o f the designs to the conditions of traffic. 

Financial and Corporate· 
New York Stock and Money Markets 

DECEMBER 29, 1908. 
Aft er a w eek of st eady advances and activity, the mar

ket to-day r eceived something of a check. While the net 
loss es in the day's tran sactions were not importa1;t, the f_act 
that this reaction was brought about by extensive selhng
in Europe indicated that those who had been instrumental 
in cau sing the recent advances were taking profits. As a 
wh ole th e stoc k market has been almost unreasonably 
buoya;1t fo r the last three weeks. The prosperity in com
m ercia l lines has n ot been sufficient to warrant great ad
vances in stocks aft er the rise of the last few months. 
Ther e has not been much outside buying, and yet the vol
ume of transactions has averaged about 1,000,000 shares a 
day. The people who observe the stock market are won
dering what will happ en in January, when an ery.ormous
volume of investment funds seeks an outl et, resultmg usu
ally in the absorption of a large amount of securities. 

The market for bonds continues to be strong and active. 
Every large bond offering rec ent~:y: has . been ov_er-sub
scribed, and the bond houses are diligent m searchmg for 
information as to new issues which are contemplated. It 
is now said that th e Chicago & N orthwe~tern roa? w!lf 
issu e $10,000,000 in bonds to take up security maturm~ m-
1909. It is a lso said that the Chicago,_Burlmgton & Qumcy 
road and one or two other West ern Imes contemplate new 
issues of securities. 

Money rates continue at about the same figu~es, although, 
contraction of the loan account, as shown m the bank 
statements, indicates that many loans have been call~d. 
R equests for money from Europe and the demand which 
always arises for dividend_ purposes at ~he first of the year 
has in a measure, curtailed the offermgs by the banks. 
Call money to-day was quoted at 2 to 3¼ per cent, and'. 
90-day paper at 3½ to 3¾ per cent. 

Other Markets 

In the Boston market, activity has been shown in Boston
E levat ed stock and especially in the rights to subscribe
to the new issu e. Th e stock has been selling at 123 to 
123½ and the rights at 3 to 3½. There was very little· 
trading in traction bonds. 

Tractions were the feature of the trading in the Phila
de lphia stock market, but the net changes in price were
unimportant. Philadelphia Rapid Transit was particularly 
active and the transactions for several days reached thou-
sands of shares. Union Traction securities were traded in, 
extensively. 

In the Chicago market the traction issues were inactive. 
The various series of the Chicago Railways were offered! 
to some extent, but the price changes were unimportant. 
Chicago Subway was in the market, the current price rang
ing from 29¾ to 3P¼-

I n Baltimore, as usual, the only interest that developed' 
in tractions was in the bonds of the United Railways & 
E lectric Company. These continue to be active with 
p rices advancing. The 4s sold up to 85¼ and the "in
com es" up to 51 ½. 

Five shares of Rutland (Vt.) Railway, Light & Power 
Company stock were sold at auction in New York at 25. 

Quotations of various traction securities as compared 
with last week follow: 

Dec. 22. 

American Railways Company, Philadelphia............. 45 ¾ 
Boston Elevated Railways ............................. 128½ 
Brooklyn Rapid Transit Company..... .. ............... 63¾ 
Chicago City Railway ...•• •........................... 180 
Cleveland Railway ....••............................. 
Con solidated Traction Company of New Jersey. . . . . . . . . a76 
Consolidated Traction Company of New J ersey, 5 per 

cent bonds .....•.•.•.............................. a104½ 
Detroit United Railway .••............................ *53 ¾ 
Interborough-Metropolitan Company . . . . . . . . . . . . . . . . . . 19¼ 
Interborough-Met'ropolitan Company (preferred)........ 46¾ 
Manhattan Railway ................ . .... .. ........... 151¾ 
Massachusetts Electric Companies (common)........... ,2 

Massachusetts Electric Companies (preferred)........... 57 
Metropolitan West Side Elevated Railway, Chicago 

(common) . ... .. •................................. a18 
Metropolitan West Side Elevated Railway, Chicago 

( preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . a54 
Metropolitan Stree t Railway. . . . . . . . . . . . . . . . . . . . . . . . . . 35 
North American Company............................. 73¼ 
Philadelphia Company, Pittsburg (common) . . . . . . . . . . . . 44 
Philadelphia Company, Pit'tsburg (preferred) ........... "44 
Philadelphia Rapid Transit Company . . . . . . . . . . . . . . . . . . .<I¾ 
Philadelphia Traction Company. . . . . . . . . . . . . . . . . . . . . . . 90 ½ 
Public Service Corporation, 5 per cent collateral notes .. a99½ 
Public Service Corporation certificates ................. a76 
Twin City Rapid Transit Company, Minneapolis (common) 93 
Union Traction Company, Philadelphia ................• * 49 

a Asked. 
* Last sale. 

Dec. 29 .. 
45½· 

1231/,, 
671/, 

180 

II 
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Reorganization of Mohawk Valley Lines 

Special m eetings of the stockhold ers of the Roches ter 
Railway, R ochester & Sodus Bay Railway and the R oches

ter & Eas tern Rapid Railway have bee n called fo r J an. 18 
to vote on the question of m ergin g the compa nies into the 
New York State Railways, as th e fir s t st ep in accordance 
with the plan approved by the Public Se rvic e Commi ssion 
of the Second District of New Yo rk fo r th e reorganiza tion 
of the Mohawk Valley Compa ny. T he plan is outlined 
in a circular addressed to the preferred s tockholders of th e 
Rochester Railway by the Guaranty Trust Company, Ne w 
York, which is t o act a s dep os ita ry fo r th e stock. O f the 
.$20,000,000 stock of th e Mohawk Va lley Company 60 per cent 
is owned by th e N ew York Central & Hudson Riv er R ail
·rnad and 40 per cent by th e unin co rp orated as sociation 
,known as the Central Railway Syndica t e. 

As a first step in the proposed r eorganiza tio n, the Mohawk 
Valley Company will •reduce its capital stock by distributing 
railroad stocks owned by it to th e amoun t of $17,065,800 

·par value pro rata among the s tockhold ers. T he N cw York 
:central & Hudson River R a ilroad being a stockholder t o 
·the amount o f $12,000,000, this s tock would be re duced by 
the proposed opera tion, and it will rece ive in lieu thereof 
:the stock of th e various companies held by t he M ohaw k 
Valley Company to the amount o f $10,239,480. . 

As a second step the N ew York Central & H udson River 
'Railroad will purchase 29,987 shares of common stock of 
the Rochester Railway, having a t otal capitalizati on of 
$6 000,000, of which $3,000,000 is common stock. A ll of thb 
co

1

mmo11 stock, except 13 shares, is owned by the Roches ter 
Railway & Light Company. It is proposed to pay fo r such 
stock the sum of $4,500,000 or su b_s t ant ially $150 pei: shar~, 
It is provided that the purchase pnce s ha ll no t be paid until 
the stock is free from the lien of t he m or tgage o f the 
Rochester' Railway & Light Company by w hich it is cov• 

-ered, but that su~h purchase price sha ll be placed in escrow 
-ready to be delivered when ever the prope r ar rangem ents 
-can be made freeing the stock from it s present lien. 

The net result of the changes in vo lved is th at inst ead of 
,ownina the surrendered capital stock of the Mohawk V alley 
•Compfny the New York Central & H udson River R ailroad 
·will be the owner of the stock to the amoun t of $10,230,480, 
and that instead of holding the indeb t edness agains t the 
Mohawk Valley Company of $4.500,000, it will own the cap
ital stock of the Rochester Railway of t he par value of 

· $2,998,700 and of the assumed valu e of $4,500,000: 
The following statement shows the balan ce availabl e !or 

dividends for the year ended D ec. 31, 1907, afte r de ductm g 
expenses and first charges, and a lso s~ows th~ pr9portion 
applicable to the stock of the co mpa111 es e_nte n ng mt o the 
consolidation or to be owned by th e consolidated co mpany : 

•Consolidated company, consisting of-
Rochest'er & Eastern Rapid R ailway .... . ....... .. ....... *$ 16,793. 66 
Rochester Railway . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 566,856.66 
Rochester & Sodus Bay Railway. . .. .. . .. ................ 39,060.12 

Total .•....... .... ........ .... . • • • • • • • •, • • • • • • • • · · · · 
The consolidated company's proportion of net earn ings 

available for dividends on account of stock ownership in 
the following companies: 

Utica & Mohawk Valley Railway. ... ... IOoo/o 
Oneida Railway ..... , . , , ... , .. , .. ... 96.13 % 
Syracuse Rapid Transit Railway .. Pref. 28.85% $20,249.24 
Syracuse R apid Transit Company . Com. 7 2.01% 89,238.85 

Schenectady R ailway . . . . . . . . . . . . . . . . so% 

Total 

$589,123.12 

$260,653 .20 
78,338.00 

!09,488.09 
91,228.23 

$53 9,7 07. 52 

Total •.. ..................... ....................... $1,128,830.64 
Equal to 29. 22% on $3,862,500 fir st prefe rred capital st'ock. 

The following statement shows the balance availabl e for 
-dividends for the year ending D ec. 31, 1908, base d upon 
actual figures, except D ecember, w hich is es t imated, after 
deducting expenses and first charges, and also s? ows the 
proportion applicable to the stock of t he com pam es ente~
ing into the consolidation or to be owned by the consoh
dated company: 

· Con solidated company, consisting of-
Rochester & Eastern Rapid Railway. ....... . ......... . . . *$3,541.05 
Rochester Railway ............... ............. - ...... - . 445,150. 92 
Rochester & Sodus Bay Railway.... .... . . . . . . . . . . . . . . . . . 36,128.22 

T otal . .... . .. . .................. ............... • • .. • 
The consolidated company's proportion of net earn_in &s 

available for dividends on account of stock ownership 111 

the following companies : 
Utica & Mohawk Valley Railway. .. ... IOoo/o 
Oneida Railway ..... . , .... . . . . . .. , .. 96 .13% 
Syracuse Rapid Transit Railway .. Pref. 28.85% $20,249. 24 
Syracuse Rapid Transit Railway .. Com . 72.01 % 65,527.30 

Schenectady Railway .. ..... .... .. .. . , 50% 

$47 7,738.09 

$250,007.54 
56 ,606.9 7 

Total .. ......... . ........ .......... . ........ , .. , .. , , $464 ,856.6 1 

Total .. .. , ....... .. ......... .... ..... , , • , , . , . , , .... , $942,594.70 
Equal t'o 24.40% on $3 ,862. 500 first prefer red capital stock. 

*Deficit. 

Chicago & Southern Traction Company, Chicago, Ill.
A t the annual mee ting of the Chicago & Southern Traction 
Compa ny the fo llowing directors were re-e lec ted: Wm. H. 
Conrad, A. J . Law and V. R. R ink. The directors organized 
by r e-e lec ting the fo llowing officers for t he year: Matthew 
Slush, pres iden t; Wm. H. Conrad, vice-p resident ; V. R. 
Rink, treasurer; Francis Lowes, secretary. 

Interborough-Metropolitan Company, New York, N . Y.
The suit of the Co ntinental Securi t ies Company to dissolve 
th e Interboroug h-Met ropoli tan merger and to restore to 
the Interb oroug h Rapid Transit Company the subway and 
the eleva ted sys tem s, mu st be brought to tri a l, according 
to a decision hande d down on Dec . 29 by Judge Ray in 
the U nit ed S tates Cir cu it Court. J udge Ray overrules the 
demurrer to the suit int erposed by Pau l D. Cravath on b e
half of the defendants, t he Metropo litan S t reet Rai lway, 
the Metrop olit an Securit ies Com pany, the I nterborough
M etropolitan Company, th e W indso r T rust Company, the 
New York City R ailway, T homas F. Ryan, August Bel
m ont, Edward J. Berwind, J ohn D. Crimmins, Andrew 
Freedman, T hom as P . Fowler , Ga rdiner M. Lane and Cor
n elius V anderbilt. Judge Ray, in overruli ng t he demurrer, 
held tha t he was justified in disse nting from th e posit ion 
t aken by the Appellate D ivision in spite of t he ru le t hat a 
Federa l judge mu st fo llow the decis ions of t he highest 
Sta te court in int erp reting a State statu te, because t he Ap
p ellat e Division was not t he highes t cour t, but had simply 
temp orarily con st itu ted itse lf as suc h by refus ing to a llow 
the m otion to be carried to t he Cou r t of Appeals. He 
thoug ht th e State court had erred in holding that a monop
oly could n ot be oppress ive if under S tate regulati on . T he 
contra ry positi on, he said, had a lready been taken by the 
U nited Sta tes Sup re m e Court. 

Little Rock Railway & Electric Company, Little Rock, 
Ark.-The annual divi de nd on the L ittl e Rock Railway & 
Elec tric Company common stock has been increased from 
4 per cent to 5 p er cen t by t he declara ti on of t he semi
annual dividend of 2½ per cent on t he $1,500,000 outstand
ing stock of t hi s issue, payable D ec. 31, 1908. 

Macon Railway & Light Company, Macon, Ga.-W. J. 
Massee, president of t he Macon Railway & Lig h t Company, 
and his associates have purchase d the holdin gs of common 
stock of t h e Happ estat e and others, t hu s g iving Mr. Mas
see and hi s associa t es cont ro l of t he property. It is said, 
unofficia lly, that M r. Massee w ill remain as president of 
the company and tha t negoti at ions a r e under way with the 
Central Georg ia P owe r Company for a long-term contract 
to supply powe r t o the Macon Railway & Light Company. 

Mattoon (Ill.) City Railway.-The stockholders of the 
Mattoon City R ailway have vot ed t o dec r ease t he capi tal 
stock of th e comp any fr om $500,000 to $250,000. The s t ock
h olders will r eceive on e sha re of n ew stock for every two 
shares n ow held of the par valu e of $roo. 

Mexico Tramways, Mexico, Mex.-E. N. Brown and 
Julio L em antour have been electe d directors of the Mexico 9 

Tramway s. 

Miami & Erie Canal Transportation Company, Cincinnati , 
Ohio.-A conferenc e was h eld re cen t ly betw ee n the Cin
cinnati s tockholders of th e Miami & Erie Canal Tran spor
ta tion Company and D. B. Spandauer and S. Spandauer, 
bankers, of Baltimor e, and it is sa id that an application 
will soon be made t o t he courts for t he sale of t he canal 
property and the di scontinuance of t he r ec eive rship. The 
company was organized t o build an elect ric rai lway along 
the Miami & Eri e Canal between Cincinna ti an d D ayton for 
passenger se rvice an d fo r hauling can al boats. 

New England Investment & Securities Company, Spring
field, Mass.-The r ecent decree of the Suprem e Cour t of 
Massachusetts, direc tin g t he New York, New Haven & 
Hartford R ail road to r elin qui sh it s interests in 16 electric 
railways in Massachusett s, was complied with on Dec. 29 at 
a meetin g of t he New E ng land Investment & Securities 
Company, w hen Nathani el T hayer, Boston, and William 
Skinner, Ho lyoke, w h o are directors of the New York, 
New H aven & Ha rtford Rail road, retired as trustees of the 
Ne w E ngland Investme nt & Securit ies Company. A Wil
la rd D am on, Sprin gfield, and Henry L. Higginson, Boston, 
we re elected t o succ eed them in t he New England Invest
m ent & Secu r it ies Com pany. 

Rochester, Corning & Elmira Traction Company, Roches
te r, N . Y. This co mpany has filed with the Carnegie Trust 
Company, New York, as trustee, a mortgage to secure an 
issue of $1 ,000,000 of 5 per cent 30-year gold bonds. 

Rochester Railway & Light Company, Rochester, N. Y.
The Public Servic e Commission of th e Second District of 
New York has authorized the Rochest er Railway & Light 
Company to issue bo nds to the amount of $10,000 bearing 
interest at th e r at e of 5 per cent, payable July 1, 1954. 
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Traffic and Transportation 
Holiday Service in Brooklyn 

It is understood tha t t he tra ffic records o f the Brooklyn 
Rapid Transit Company we re broken during the Christmas 
shopping p eriod and that t r affi c has been very heavy for 
more than a month. Figures ar e not avai lab le of the 
actual number o f passengers carri ed, but it is expected that 
the r eturns for t he month will show an increase in earn
ings of approximat ely $ 1,000 a day. I n the ear ly summer 
earnings fell off appr eciably, but since the fa ll they have 
be en improvin g steadily a nd, in fact, have advance d rapidly 
since Dec. r. 

This yea r the co mpany's arrangements fo r handlin g shop
pers wer e more thorough than ever before. T runk line serv
ice was in crease d as much as 25 per cen t in som e instances 
during t he afternoons in order to accom m odat e the shop
pers, and the se rvice on a ll t he Eastern D istrict Jines was 
increased IO per cent . Additi onal trippers were opera ted to 
Borough Hall , and the com plete evening rush-hour se rvice 
was conti nued for an hour each even ing for several weeks 
before Christmas. T he large Brooklyn department stores 
only kept open unt il 7 p.m., and so it was not necessa ry to 
increase the evening service m aterially. 

I n t his conn ect ion the interesting ann ouncem ent is m ade 
that an addi t io nal new tim e-table has been prepar ed for 
the P utn am-Halsey line and that hereafter a n incr eased 
number o f car s will be operated over t his r oute in both 
the morning and evening rush hours , as we ll as in the 
m iddle o f t he day and at night. During the morning a new 
short-line service is to be operated over this route from 
Nostra nd Ave nu e and Halsey Stree t to the Borough H all. 
T his will provide an independent incr ease in accommoda
t ion s fo r pa t rons in t he Bedford dist r ict and will act as 
an impo rtant feed er to the subway. 

O n th e Gree ne-Gates li ne additional se rvice h as been pro
vided be tween 7 p.m. and 12 p.m. Perhaps t he m ost interes t-

-ing schedul e changes a r e those at t he At lant ic Avenue sub
way te rminal. In addition t o t he short- lin e service to this 
point by t he F latbush Avenue car s, new se rvices have 
been establi shed to and from th a t point during t he morn
ing and even in g ru sh hours by th e St. J oh n' s Pl ace and 
F la tbush-Seventh Avenue lin es. 

The compa ny a lso ann ounces an in cr ease in the mai n li ne 
th rou gh services of th e Flatbush Avenu e and the F la tbu sh
Seventh Avenu e lin e, giving improved accommodations on 
these rou tes to and from Borou gh H all and Park Row. 
In South Brooklyn the compa ny has in creased its su rface 
ca r a ccommodation s by running m or e car s on F ift h Ave
nue to a nd from Bay Ridge in co nnecti on with t he eleva t ed 
system a t T hi rty-sixth Stree t. 

A Letter to Employees on Deportment 

William V anamee, r eceiver of the Walkill Transit Com
pany, Middlet own, N. Y ., addressed th e fo llowing letter to 
th e employees of the c omp any, un de r date of D ec. 2 r : 

" Beginnin g Christmas, D ec. 25, 1908, hot coffee will be 
furni shed, fr ee, to m ot orm en and condu ctor s during the 
wint er m onth s b etween 6 a.m. and 9 a.m. and between 6 
p.m. a nd 12 p.m. 

"Motormen and conductor s are expected to abstain en
tirely from t he use of int oxic ating liqu ors . This r egulat ion 
constitutes n o r efl ection up on th e m any excell ent em
ployees as t o whom it is unnecessary. Like a ll rules, it is 
aimed a t t he few in r espect t o w hom it is nece ssary. It is 
desired to bring th em within th e wholesome, r estraining in~ 
flu ence of public observation and offici a l discipl ine. 

"This regula ti on appli es t o the time when the men ar e 
off du ty as well as to th e time when they are on duty. 
T hey ar e n ever 'off duty' to t he public. The use of alcohol 
whil e off duty is fo llowe d by its effects when on duty. 

"The m ot orman wh o com es to t he performance of his 
respon sible dut ies with effici ency impaired or facu lt ies b e
numbed by alc oh ol, a lready imbibed, is a dangerou s public 
servant. 

"I say public servan t because all wh o are engaged in 
operating public conveyances under a public fr an chise sus
tain as direct a r elation an d duty to the public a s though 
such uti li t ies were own ed and operated by the municipality 
it se lf. 

"T he expe riments of Furer , Rudin, Kurz, Kraepelin and 
Aschaffenbu rg, a s recently summarized by Dr. Williams, 
sh ow that a single glass of beer involves a loss of IO per 
cent in working effi cien cy. 

"In the case of electric railway or r a ilr oad service, los s 
of efficiency means Je ss safety fo r t h e public. Experience 
has shown that thi s require1;1ent is a reas onable and neces-

sary one to insure the safety of the public. No motorman 
himself would be willing to ride upon a railroad train with 
a locomotive engineer who violates it." 

Permission Asked to Sell Tobacco in Boston Tunnel.
The Boston (Mass.) Elevated Railway has petitioned the 
Massachusetts Railroad Commission for approval of the 
sale of cigars, tobacco, etc., at the news stands in the sta
tion s of th e Washington Street tunn el. 

Suggestions for Patrons and Employees.-The Scranton 
(Pa.) R ailway had a half-page advertisement in the daily 
paper s of Scranton just before Christmas in which were 
recounted the difficulties of handling traffic and the obli
ga ti on s of employees to the public and their employers. 

Traffic Records Broken in New York.-The Interborough 
Rapid Transit Company, New York, established a new pas
senger rec ord on Dec. 21. In all, 1,800,000 passengers were 
carri ed in 24 hours. Of this number 861,000 were trans
po rted in the subway and approximately 939,000 on the 
eleva ted lines. 

Line to Railroad Terminals in Chicago.-Milton J. Fore
m an, chairman of the Committee on Transportation of the 
Chicago City Council has asked the Board of Supervising 
E nginee rs of Chicago to report on the feasibility of oper
ating a new street railway line to all the railroad terminals 
in downtown Chicago. 

Proposed Through Service Between Indianapolis and 
Michigan.-Tentative plans have been made by the Winona 
Interurban Railway, the Indiana Union Traction Company 
and the Chicago, South Bend & Northern Indiana Railway 
fo r establishing a through parlor car service between In
dianapolis and Michigan City as soon as the Warsaw-Peru 
division of the Chicago, South Bend & Northern Indiana 
Railway has b een completed. 

Steam Railroad Will Test Indiana Commissioner's Au
thority.-Attorneys for the Cleveland, Cincinnati, Chi
cago & St. L oui s Railway have notified the Indiana Rail
road Commission t hat th e company will disregard the order 
of t he commission directing it to interchange freight with 
the W in ona Interurban Ra ilway in order to contest the 
order o f the commission in the courts. The decision of the 
commi ssion was published in th e ELECTRIC RAILWAY JouRNAL 
fo r D ec. 26, 1908, page 1667. 

Guide to New Orleans.-The New Orleans Railway & 
Light Comp any has published a tourist's guide to New 
Orleans fo r general di stribution. It describes points of in
t erest in and about th e city, th e railroad stations, places 
of amusem ent and th e route s of the company's lines. A 
map of the city shows the stree t railway lines, the steam 
rai lroads and th e rail road depots, and has the shopping, 
office and thea ter di stricts and such other sections as are 
concen t ra t ed, indica ted by boundary lines in red. 

Central Electric Traffic Association.-At the recent meet
in g of t he m ember s of th e Central Electric Traffic Associa
t ion to est ab lish a t a riff fo r 1909, and which was adjourned 
unti l J an. 4 and 5, the following nominating committee was 
appointed to r ecomm end a suitable p erson as chairman 
of the associa tion fo r 1909 : C. M. P axton, general man
ager of the Dayto n & Troy Electric R ailway, chairman; F. 
D. Norveil , general passenge r and fr eight agent of the 
Indiana U nion Traction Company ; C. C.. Collins, traffic man
ager of t he Western Ohio R ailway. The committee on in
creased rates will a lso r eport a t the m eetirig on Jan. 4. 

Service in Cincinnati.-W. K esley Schoepf, president of 
the Cincinnati (O hio ) Traction Company, has explained to 
t he Board of Public Servic e of Cincinnati that the power 
system is b ein g rem odeled t o furnish more current to the 
lines in the west end of the city, and that after this work 
h as been fi ni shed service on a ll Jines will be greatly im
proved. M r. Schoepf says that conductors exercise their 
own judgm ent in r egard t o heating the cars. He also ex
plain ed that it is absolutely necessary in case of delays to 
turn cars back on certain lin es before the terminal is 
r each ed, but that cars are turn ed back only when long gaps 
would r esult if th ey were n ot rer outed. 

Special Cars for Children's Christmas Festival in Los 
Angeles.-Howard E. Huntington, general manager of the 
L os Angeles Railway, placed 15 cars at the disposal of the 
organizers of a Christmas festival for the children of Los 
Angeles on Dec. 23. Mr. Huntington addressed the fol
lowing note to those in charge of the celebration: "Noting 
the announcement of your Christmas festival and wishing 
to co-operate with you in giving the children of our- city a 
Merry Christmas, the Los Angeles Railway desires to place 
at the disposal of all children under 16 years of age who 
ar e n ot able to pay fare, 15 special cars, to leave the Exam
t"ner Building between the hours of 12:30 p.m. and r :15 
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p.m. on Thursday afternoon, Dec . 24, for the Chu tes and 
return to the Examiner Building, leaving the Chutes be
tween 4 p.m. and 6 p.m." 

Brooklyn Rapid Transit Company Discontinues Express 
Service.-The failure of the American Express Company 
and the Brooklyn Rapid Transit Company to come to terms 
for a continuation of the lease to operate an electric express 
service in Brooklyn was annonnced on Dec. 28. Th e con
tract will expi re at midnight on Dec. 31. With the discon
tinuance of the express troll ey servic e the American Ex
press Company will return to the wagon de liveries. The 
trolley expr ess service was operated throughout Brooklyn 
proper and to such outlying suburban dist ricts as Jamaica, 
Flushing and College Point. 

Residents of Staten Island Object to Withdrawal of 
School Tickets.-Residents of Staten I sland and representa
tives of the Board of Educa tion appeared before the Public 
Service Commission of the First District of New York on 
December 28 to protest against the abolition of the $2 
monthly school rate by th e Staten Island Rapid Transit 
Company on Jan. r, under a decision of the Interstate Com
merce Commission that such rates are discriminatory and 
illegal. Joseph P. Cotton, Jr., counsel and a director of the 
road, was asked by Commissioner McCarroll to make some 
statement as to the railroad's reasons for abolish ing the 
school rate . He explained that the road had not been 
summoned to appear, so he was not present in any officia l 
capacity. Personally, he said, he believed the railroad was 
under the jurisdiction of the Interstate Commerce Co mmis
sion, and that it could not avoid abolishing these reduced 
rates•. 

Holiday Shoppers' Excursion in Wisconsin.-T hc Mer
chants' Association of Appleton, Wis., conducted two very 
successful excursions over the lin es of the Wisconsin Trac
tion, Light, Heat & Power Company to App leton from 
nearby towns just before Christmas as a means of increasing 
the sales of its members. As the association was pre
vented by law from giving fre e excursions or reduced rates, 
it bought 3300 car ticket s, half of which were distributed 
among the members of the association and the other ha lf 
to passengers boarding special cars of the association in 
ce rtain cities along the lin es on specified days, by men 
hired by the association to ride on the special cars. Each 
ticket given to a passenger was accompanied by a coupon 
redeemable for a return fare at any of the stores of the 
members of the association. The members of the associa
tion defrayed the expenses of the excursions by subscrip
tion. 

Transportation Facilities to North of Boston to be Con
sidered.-The Massachusetts Railroad Commission has 
been petitioned to investigate the relations existing between 
the Boston & Main e Railroad and the Boston, Reve re 
Beach & Lynn Railroad, and the service between the Bos
ton subway and territory to the east and north of the city, 
including additional transportation faci li ties between the 
Tremont Street subway and the South station, Boston. 
The petiti oners, the Selectmen of Revere, claim that the 
Boston, R eve re Beach & Lynn Railroad should be inde
pendently owned and operated; that grade crossings should 
be adopted where advisable; that the road should be electri
fied and changed to standard gage for local freight service; 
that a tran sfe r agreement should be made with the Boston 
Elevated Railway and a tunnel connection provided be
twee n the Na rrow Gauge terminal in East Boston and the 
ci ty proper. The petition opens the question of local facili
ties between Bos ton and th e East, on the lin es of the Boston 
& Northern Street Railway and the Boston Elevated Rail
way. 

Coney Island & Brooklyn Railroad Increases Service.
The Coney I sland & Brooklyn Railroad has instituted a 
number of short trips during th e rush hours of the evening 
which assure quick service to peopl e desiring to leave from 
the vicinity of Borough Hall or the shopping districts. 
During the rush hours cars run from th e intersection of 
High and Washington Streets und er short headway. They 
leave High Street empty and run up Fulton Street, touching 
the Borough Hall subway station and pass ing through the 
shopping district, and through DeKalb Avenue to Broadway. 
During the crowded hours empty cars leave the junction of 
F ulton and Jay Stree ts and go up DeKalb Avenue to Broad
way. E mpty cars also leave DeKalb Avenue and Gold 
Street, and run to the depot at Covert Avenue. Shoppers' 
and business cars start empty from the junction of Fulton 
and Smith Streets on the Smith Street line every few min
utes and go to the Park Circle. During the rush hours on 
the Franklin Avenue line the service has been increased by 
the institution of short-trip cars from South E ighth Street 
and th e Eastern District ferries at th e foot of Broadway 
and the Williamsburg Bridge to the depot at Fra nk lin 
Ave nu e and Ca rroll Street. 

Personal Mention 
Mr. Harro Harrsen, genera l manager of the Mexican 

Tramway Company, City of Mexico, is in New York on a 
short trip. This is the first visit made to this country by 
Mr. Harrsen in two years. Mr. Harrsen was connected 
with t he Toledo Railways & Light Company before going 
to Mexico. 

Mr. John G. Honecker has resigned as vice-president and 
general manager of the New Jersey & Pennsylvania Trac
tion Company, Trenton, N. ]. Mr. Honecker has also 
retired as a director of the Trenton, New Hope & Lambert
vi lle Street Railway, Yardley, Morrisville & Trenton Rail
way, Trenton , Lawrence & Princeton Railway and the 
Trenton City Bridge Company. 

Mr. Frank Burton, Jr., has just resigned his position as 
gene ral superintendent of the Montgomery Traction Com
pany, owing to a change in ownership of that property. Mr. 
Burton had been connected with the Montgomery Traction 
Company for r8 months. Previous to that time he was 
for eight years general superintendent of the Yonkers 
division of the Union Rai lway, New York City. 

Mr. G. S. Shinnick, assistant to Mr. W. A. Gibbs, district 
manager of the Ohio Electric Railway, Columbus, Ohio, 
has been appointed general manager of the Mattoon Light, 
Heat & Power Company and the Mattoon & Charleston 
Rai lway, Mattoon, Ill. Mr. Shinnick has been connected 
with the Ohio Elec tric Railway for nine years, having been 
appointed secretary and treasurer of the Newark & Gran
ville Railway, Newark, Ohio, in 1899. Mr. Shinnick is also 
secretary of the Licking Light & Power Company, New
ark, Ohio. 

Mr. Thomas F . Ryan has announced that hereafter he 
wi ll be actively connected with the Morton Trust Com
pany, the National Bank of Commerce and the American 
Tobacco Company, having withdrawn from official con
nection with all the other companies in which he is inter
ested. Among the companies from which he has retired as 
a director are the Central Crosstown Railroad, New York; 
Thirty-fourth Street Crosstown Rai lway, New York; Union 
Elevated Railroad, Chicago; Metropolitan Street Railway, 
New York: New York City Rai lway; Consolidated Gas, 
Electric Light & Power Company, and the Electric Storage 
Battery Company. 

Mr. E. T. Munger, heretofore superintendent of motive 
power and equipment of the Metropolitan West Side Ele
vated Railway, Chicago, Ill., on Jan. r assumed the duties 
of general superintendent of the Hudson & Manhattan Rail
road, operating under the Hudson River between New York 
and New J ersey. Mr. Munger was graduated from the Uni
versity of Wisconsin in 1892 and became connected with 
the Hall Signal Company as draftsman and construction 
foreman. In 1894, he entered the employ of the National 
Switch & Signal Company, but resigned a year later to 
become foreman of construction of the Metropolitan West 
Side E levated Railway, in charge of wiring cars, stations 
and power houses. In 1898, Mr. Munger was appointed 
engineer of the Englewood & Chicago Railway in charge 
of the construction and installation of that company's stor
age batt ery surface line between Englewood and Blue 
Island. On the completion of the road, he became general 
manager of the Havana Telephone & Electric Light Com
pany, Havana, Ill., but re-entered the service of the Metro
politan West Side Elevated Railway in 1903 as ma ster 
mechanic, and continued in that position until March 14. 
1908, w hen he was appointed superintendent of motive 
power of the company. 

Mr. H. A. Johnson, engineer of car equipment of th e 
Metropoli tan West Side Elevated Railway, Chicago, Ill., 
has been appointed master mechanic of the company, as
suming part of the duties of Mr. E. T. Munger, who as 
noted elsewhere in this issue of th e ELECTRIC RATLWAY 
JouRNAL has been appointed general superintendent of the 
Hudson & Manhattan Railroad, New York. Mr. John son 
was graduated from Purdue University, with the degree of 
mechanical engineer, and immediately after graduation 
ente red the employ of the Chicago, Burlington & Quincy 
Rai lroad as an apprentice, specializing in locomotive work. 
For the last 3½ years he has beeu connected with the 
Metropolitan West Side Elevated Railway in the inspection 
and electrical departments, the armature shop, the power 
house, and the drafting department and as engineer in 
charge of the Douglas Park extension, and as eng ineer of 
car equipment. With the resignation of :tlfr. Munger, l\1r. 
J. T. Lovitt, chief engineer of power stations, will report 
direct to the general manager. Mr. E. J. Blair, engineer of 
substations, wi ll also report direct to the general manag er 
hereafter, and will have charge of all outside elec trical work 
and the maintenance of distribution lines, lighting circuits, 
te lephones and the third-rail. 
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Construction News 
Construction News Notes a r e cla ssi fie d under each head

ing a lp habetica lly by States. 
An asterisk (*) indicates a p roj ect n ot previously 

reported. 
RECENT INCORPORATIONS 

Fairburn & Atlanta Railway & Electric Company, Fair
burn, Ga.- This company has been inc orp or at ed in Geor gia 
to construct an electric interurban rai lway from Fairburn 
thr ough Stonewall and Red O ak to College Park. F rom 
t he latter place it is said t hat t he lines of the Georgia Rail
way & Electric Company w ill be used into Atlanta, or som e 
traffic arrangement wi ll be made between t he two companies 
by which they wi ll exchange passe ngers. The road w ill be 
about Ir m iles in length. Capital stock, $75,000. Incorpo 
rators: J. F. Golightly, Atlanta; W. T. Roberts, J. H. Harris, 
W. H. Mims, L. M. Hobgood, J. E. Longino, J. H. Longin o, 
W. H. McLarin, D. A. Carmich ael and J. B. Carmichael, a ll 
of Fairburn. (E. R. J., Dec. S, '08.] 

*Bluffton, Berne & Celina Traction Company, Indianap
olis, Ind.-This company has fi led articles of incorpora ti on 
with t h e Secretary of State. Capital stock, $50,000. It is 
the intention to construct and operate an electric rai lway 
from Bluffton, Ind., to Celina, Ohio, by way of Berne an d 
oth er intervening towns. The principal office will be in 
Bluffton. Incorporators: Robert Saurer, B. A. Batson and 
Adolph Schurg. 

O hio & M ichigan Southern R ailroad, Toledo, Ohio.
Incorporated in Michigan with an authorized capital stock 
of $1,000,000. This company will take over the proper ty of 
the Toledo, Ann Arbor & Detroit Railroad, which has 
partially completed an electric road between Toledo an d 
Ann Arbor. It is said that the new company will push t he 
completion of the road as rapidly as possible. It is pro
posed to equip the road both for freight and passenger 
business. Headquarters, Toledo. Directors: Andrew E. 
Lee, Vermillion, S. D., president; De Courcy F. Niles, Du
luth, Minn., vice-president; William E. Niles, Sioux Fall s, 
S. D., secretary-treasurer and general manager; John 0. 
Zabel, Toledo, general counsel, and N. A. Rees, Chicago, 
Ill. Curtis W. Steudel, Chicago, III., superintendent of con
struction. 

Somerset Street Railway, Rockwood, Pa.- Application 
wi ll be made on Jan. II for a charter for this company which 
proposes to construct and operate a street railway from 
Rockwood to Somerset. The applicants for the charter are: 
John A. Berkey, Frank B. Fluck, Clarence L. Shaver, James 
C. McSpadden, John C. Lowry, A. L. G. Hay and A. K. 
Miller. [S. R. J., July 20, '07.] 

FRANCHISES 
*Globe, Ariz.-A petition has been presented to the Globe 

City Council by George W. P. Hunt, asking that a franchise 
be granted for an electric street railway through Globe. 

Berkeley, Cal.- The City Council has granted a franchise 
to the Southern Pacific Company for the operation of an 
electric road over California, Ninth and Ellsworth Streets, 
for which the company bid $25,000. The franchise which 
Duncan McDuffie applied for, an extension of the present 
Grove Street line in North brae on Marin and Alameda 
A venues, was sold to him for $250. 

Bristol, Conn.-Notices of an application to the General 
Assembly have been filed by the Bristol & Plainville T ram
way, for an extension of time for its right to build between 
Thomaston and Terryville. 

South Haven, Mich.-The City Council has granted a 
franc hise to the Chicago, Benton Harbor & Grand Rapids 
Railroad Company for the building of an electric railroad 
through South Haven. Three trustees are the grantees of 
the traction franchise-Joseph W. Hosmer, William E. 
Dodson and George S. Hannaford, all of Chicago. [E. R . J., 
June 20, '08.] 

Albany, N. Y.-The United Traction Company has p re
sented a petition to the Common Council asking for an 
extension of one year in which to construct the proposed 
line across Arbor Hill. 

Seneca Falls, N. Y.- The Town Board of Seneca F all s 
has granted a franchise to the Geneva, Waterloo, Seneca 
Falls & Cayuga Lake Traction Company to extend its r oad 
from the east line of Seneca Falls to the west shore of 
Cayuga Lake, along the highway. The company has a lso 
been granted a fran chise to extend its line through Aur elius. 

K enmore , Ohio.- Thomas L. Childs, promoter of the 
Turkeyfoot Traction Company, Akron, Ohio, has made ap
plication to the Council of Kenmore, Ohio, for a fran chise. 
It is proposed to bui ld the line below g rade at a point 
'known as Wingerter crossing, just south of the business 

center of the village, and carry the public highway with 
th e line under the tracks of the Erie, Cleveland, Akron & 
Columbus and th e Baltimore & Ohio roads. 

Philadelphia, Pa.-The ordinance granting a franchise to 
t he D elaware Tunnel Railroad Company has passed both 
branches of the Philadelphia Council. The company has 
already secured legislation on the New Jersey side of the 
river. Beg inning at Market and Second Streets, on the 
Philadelphia side, one tube will extend south to Chestnut 
Stree t and will gradually curve toward the river. At the 
center lin e of Chestnut Street it will extend east to Third 
Stree t in Camden. The north tube will extend from Third 
S treet, in Camden, diagonally to the river front, thence 
diagonally to Second and Arch Streets, on the Philadelphia 
si de. It will then curve in Second Street to the south to 
join t he first tube at Market Street. There will be spur 
tracks t o Third Street in both Arch and Chestnut Streets. 
T he com bined mileage will be slightly m ore than 4 miles. 
[ E. R. J ., D ec. 19, '08.] 

Rapid City, S. D.-The City Council of Rapid City has 
granted a s tree t r a ilway franchise to th e Rapid City & 
Wyoming R ailway. It cove rs the streets of that town 
genera lly and the line is t o be several miles in length. It 
it auth ori ze d t o use eith er gasolin e or electric motors for 
operative power. L. A. Richards, president. [E. R. J., 
Oct. 3, '08.] 

El Paso, Tex.-J. A. Happer has been granted a so-year 
fra nchise to build a stree t railway t o the Government Hill 
addition from t h e For t Bliss electric line. 

*Gainesville, Tex.-The Gainesville City Council has 
gran ted a fr anchi se fo r the constructi on and operation of 
a street railway to E. S. A lnut and C. R. Ball. Construction 
is to begin not late r than A pril IS, 1909. It will be 4 
miles long. I t is t h e intenti on of th e promoters to operate 
gasoline motor cars. 

TRACK AND ROADWAY 
Little Rock Railway & Electric Company, Little Rock, 

Ark.-This company is rebuilding 4 miles of double track 
and paving the line fo r a con siderable di st ance. The work 
is being done un der t h e directi on of For d, Bacon & Davis. 

British Columbia Electric Railway, Vancouver, B. C.
Announcement is made tha t this company will soon begin 
the construction of a lin e extending t o th e eastern boundary 
of Hastings townsite. 

Southern Colorado Power & Railway Company, Trinidad, 
Col.-It is stated that this company will build 2 miles of 
additional track in T rinidad this y ear. 

Denver (Col.) City Tramway.-This company is said to 
be p lan ni ng to extend one of its lines to Valverde. The 
extension will be about two miles lon g. 

New London, Conn.-Petition s fo r ch a rter amendments 
wh ich will be asked a t the c oming session of the General 
Assembly are adver t ised by the New L ondon & E ast Lyme 
Street Ra ilway and t h e Groton & Stonington Street Rail
way. The change ask ed by the East Lyme Street Railway 
will permit it, if g r anted, t o ext end its tracks to the Con
necticut R iver. T h e Grot on & S t oning ton Street Railway 
asks for permission to lay its tracks through several of the 
streets of Gr oton b orou gh and to East ern Point. The 
Norwich. Jewett City & V oluntown Street Railway will 
also petit ion t he Gen eral Assembly for an extension of 
time for the r ig h t to con struct its line over the route named 
in the charter . This is up the ea st side of the Quinebaug to 
Jewett City and through Glasgow to Voluntown. 

Norwich, Colchester & Hartford Electric Railway, Nor
w ich, Conn.-This company is said t o have begun making 
su rveys for the electric r ailway w hich it is planning to 
build between Norwich and Hartford. It is intended to 
begin construction in the spring. [ E. R . J., D ec. S, '08.] 

*Pensacola, Fla.-The P en sacola Investment Company is 
said t o be plan ning to build an electric railway from Pensa
cola to Magnolia Bluff. Neg otiations are now said to be 
on w ith S ton e & Webster, Boston, Mass., for the construc
tion of t h e lin e. The road w ill connect with the present line 
of the Pen sacola Electric Company at some point on Six
teen th Avenue and will run to Bayou T exar, crossing that 
body of wa t er and running through selected streets of 
East P en sacola Heights to Magnolia Bluff. The company 
expec ts to apply for a franchise at the nex~ meeting of the 
Ci ty Council. 

*Lewiston, Idaho.-It is said that Spokane and eastern 
capita lists , headed by Judge George W. Bolt and W. N. 
Bourke, Spokane, are organizing a company to build a city 
and interurban electric railway system and lighting plant at 
L ewiston, Idaho. The railway is to cover 90 miles. 

Chicago, Blue Island & Joliet Traction Company, Chi
cago, III.-W. H. Conrad, promoter of this proposed line, 
announc es that he has completed arrangements for building 
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an interurban lin e b etween Blue Is land, Ill., and O ak ' For
es t. This lin e will be about 4 mil es in length and wi ll be 
operated in conjuncti on with a lin e w hi ch wiH run from 
Blue Island to Midl othi an, w here th e l\ l idl ot hi an golf lin ks 
are located. A t present s t ea m tra in s are operated between 
Blue Island and Midl othian , bu t l\fr. Co nrad states that t he 
Chicago, Blue Island & J oliet Trac ti on Com pany w ill take 
this line over and equip it for the operation of cars by 
electricity. These lin es will be used as feede r s fo r t he 
Chicago & Southern Trac tion Company's lin es at Blue Is l
and. Ultimately it is intended to extend the line from Oak 
F orest to Tinley P ark and on sou th wc~t to New Lenox, 
where it will jo in with the Chi cago Height s branch of th e 
Joliet & Southern Traction Com pany's lin es , and thus com
plete a direct route froni J o li et , III. , to Chicago. T he proj
ect, it is said, has bee n fin anced and plan s are now bein g 
made to begin constructi on work betwee n Blue Is land and 
Oak Forest early thi s spring. at w hich tim e th e electr ifica
tion of the M idl o thian branch will also begin. Power for 
the operation of cars will be rented from the Chicago & 
Southern Trac tion Comp any. 

Peoria Railway Terminal Company, Peoria, Ill.- This 
company expects to construct 2½ miles of add itiona l t rack 
in Peoria this year. 

Joplin & Pittsburg Railway, Pittsburg, Kan.- A nnounce
ment is made that this company will build from 10 to 30 
miles of new track during this year . Two lines w ill be 
built, one from Pittsburg to Cherokee, Kan., and the other 
from Pittsburg to Mulberry, K an. 

Portland, Gray & Lewiston Railroad, Lewiston, Maine.
Charles C. Benson writes th a t the survey for th e rou te of 
this projected electric railway has been completed and t he 
rights of way secured. It is the in ten t ion to begin con struc
tion on the road early this sprin g. The li ne will ext end 
from Portland to Lewiston throug h Falmouth, Gray and 
New Gloucester. Headquarters: 165 Main Street, Lewiston. 
Officers: E. W. Gross, Berlin, N. H ., president; J. D. Clif
ford, Lewiston, vice-president ; Charles C. Benson, Lewis
ton, treasurer; J. A. Jones, L ewi st on, chi ef engineer. 

Boston & Western Electric Railroad, Boston, Mass.-This 
company is stated to have requ ested the R ail road Commi s
sion to dismiss its petition for a certi fica te of exigency, on 
account of a technical error in th e pending pet it ion. I t is 
said that a new petition will be fi led. 

Newton Street Railway, Newtonville, Mass.-The ELEC
TRIC RAILWAY Jou RNAL is informed that t hi s company is 
planning to double-track about 5 mil es of it s line t his year. 

El Dorado Springs, Tiffin, Monegaw Springs & Lowry 
City Railroad, Tiffin, Mo.-J. S. H arri son writes that this 
company is planning to begin construc tion wi th in th e n ext 
three months on its proposed electric ra il way, w hi ch is to 
connect El Dorado Springs, Tiffin, Oyer, Monegaw Springs, 
Chalklevel and Lowry City, Mo. It w ill be a standard
gage road, consisting of about 30 miles of track. It is ex
pected that the overhead tr.olley system wi ll be adopted. 
Mr. Harrison states that the power s tation w il1 be erected 
on the Osage River. The r epair sh ops wi ll be buil t at 
El Dorado Springs. Officers: Dr. C. A. Edgar, EI Dorado 
Springs, Mo., president; J. W. Kenn er ly, Tiffi n, Mo., vice
president; J. S. Harrison, Tiffin, secretary and general man
ager; J. W. ·Reeder, EI Dorado Springs, treasurer. [S. R. 
J., Dec. 7, '07.] 

*Jefferson City, Mo.-It is r eported t hat A. T. Sparta, 
New York, N. Y., is interest ed in a plan t o const ruct an 
electric railway from Jefferson City to Columbia via F ul ton. 

Oklahoma & Golden City Railway, Kansas City, Mo.
The ELECTRIC RAILWAY JOURNAL is advi sed th at this comp any 
contemplates the construction of an electric rail way, con
necting Springfield, Mo., Pawhuska, O kla., and Jefferson 
City, Mo. No definite date h as b een set for beginning con
struction on the. line. The overhead tro lley system wi ll be 
used. Officers: Winfield S. Pope, J efferson City, Mo., pres
ident; E. W . . Dempsey, Pawhuska, Okla., vice-presiden~; 
F. A. Griessel, Golden City, Mo. , general manager; W. K. 
Palmer, 717 Dwight Building, K ansas Ci ty, Mo., chief 
engineer. [S. R. J., Jan. 25, '08.] 

Springfield (Mo.) Traction Company.- Thi s co1:1pany is 
making preliminary surveys for its prop osed ext ension from 
Springfield to Carthage, Mo. The southern route parallels 
the Frisco line, from Springfield to Carthage. T he _no rth ern 
route runs north of Mount V ernon about 7 miles, and 
passes through Miller. After leaving Miller t he road will 
extend to Avilla and then to Carthage. 

Butte (Mont.) Electric Railway.-This company expects 
to construct about 3 miles of new track in Butte t hi s year. 

• Central Western Railroad, Omaha, Neb.-This company, 
which contemplates establishing an elec tric ra ilway be
tween K earney, Neb., and H oldredge, Neb., has completed 

t he surveys for one sect ion of the r oute and has also se
cured a portion of the right of way. It is s tated that the 
company wi ll not award any contract s before next March. 
T he road, which is to be standard-gage, w ill have about 38 
m iles of track. The company expects to handle both 
fre ig ht and passengers . Powe r for the operation of the 
road will be rented fr om a local power company. The 
company expects to e rect it s· r epair shops at K earney. 
C:apita l stock, authorize d, $250,000; issued, $50,000. Office, 
600 Bee Building, Omaha, Neb. Officers: T. E . Brady, 
president; S. C. Nelson, treasurer and general manager; 
N. R. Denham, chief engin ee r, all of Omaha. [ E. R. J., 
Sept. 5, '08.] 

Morri s County Traction Company, Morristown, N. J.
T he ELECTRIC RAILWAY J ouRNAL is advised that this com
pany exp ects to place contracts during the next five weeks 
for the construction of 20 mil es of ne w track. 

Dunkirk, N . Y.-Passenger se rvic e over the Buffalo & 
Lake Erie Traction Company's road between Buffalo and 
Dunkirk and the adjoining village of Fredonia was begun 
on Dec. 24. 

Lake Erie, Bowling Green & Napoleon Railway, Bowling 
Green, Ohio.-This company expects to build this year a 
6-m il e exten sion to it s system, from Bowling Green to 
Tontogany. 

Ohio & Southern Traction Company, Colum bus, Ohio.
It is r eported th at th is company is considering· t he exten
sion of its line south from the Hartman farm to the Gould 
farm, a distance of about 2.5 mil es. 

Wheeling, Cadiz & Tuscarawas Traction Company, Cadiz, 
Ohio.-A. E. Townsend writes that the surveys for this 
line wi ll be completed within a few days. Arrangements 
have been made for starting construction this spring. The 
fo ll owing ci t ie s will be connected by thi s road: Uhrichsville, 
Dennison, Franklin, Laceyville, Cadiz, New Athens, Harris
vi ll e, Colerain, Georgetown, Adena, Martin's Ferry, Bridge
port and W heeling, W. Va. It will be a standard-gage line 
and will have about 55 mi les of track. It is planned to use 
the ove rh ead troll ey. T he power station and repair shops 
will be b uilt at Cadiz. Power for lighting and other pur
poses wi ll be furnished to manufacturing concerns along 
the route. Capital stock, authorized, $10,000. Officers: 
A. E. Townsend, president and general manager; Robert 
P. Scott, vice-president; George W. Grissinger, secretary; 
Joh n E. Lacey, treasurer, all of Cadiz, Ohio. [E. R. J ., 
Sept. 12, '08.] 

Oklahoma City, Shawnee & E l Reno Rapid Transit Com
pany, Oklahoma City, Okla.-J ohn W. Burchi na l writes 
t hat right s of way are now being completed, estimates be
in g p r epared and arrangements made for t he financing of 
t he road. It w ill be 70 mil es in length and will extend 
fr om O klahoma City to Spencer, Horrah, Choctaw, Mc
Clou d, Yukon, E I Reno and a number of small er towns. 
T he overh ead tro ll ey wi ll be used. Capital stock, $1,500,000. 
Officer s: W. M. Sawyers, president; J. A. Niblo, vice-presi
den t: C. A. Huber, secretary ; S. M. Niblo, treasurer; John 
W. Burchinal. [E. R. J., June 13, '08.] 

Mount McKay & Kakabeka Falls Railway, Fort William, 
Ont.-G . . R. Duncan writes that construction has been 
st opped on t his road for t he winter, but work will again be 
resum ed ear ly t his spring. About 3 m iles of track have 
been laid. T he road wi ll connect Kakabeka Falls and Fort 
W illiam , a distance of about 20 miles. The' overhead trolley 
syst em wi ll be insta ll ed. An amusement park, located about 
6 mi les fr om Fort William, is owned by the company and 
will b e reach ed by th e road. Headquarters, Fort Wi ll iam. 
O ffi cers: W. F. Hogarth, president; Joshua Dyke, vice
p r esiden t; C. W. J arvis , secretary; C. H. Jackson, treasurer, 
all of Fort W illi am. G. R. Duncan, 413 John Street, Fort 
W ill iam, ·consulting electrical engineer. [E. R. J., June 
20, '08. ] 

*Marshfield Ore.-M. M. Johnson, Portland, is said to be 
conside rin g th e possibility of an electric railway between 
Cuss Bay and Roseburg. 

Royalton & Eli zabethtown Street Railway,. Phil~delphi_a, 
Pa.-Accor ding to an officia l r eport, cons_truct1011 will ? egm 
on t h is road in about t h ree months. It will conn ect Middle
town, Royalton, E lizabethtown, F_Jorin _and M oun t J ?Y, a 
distance of 40 mi les. A branch hne will also be buil~ t_o 
Leban on. The road will be a standard~gage one, and 1t 1s 
the in tention of the company to adopt the overhead t_roll ey 
system. T en cars will be operated upon the com pletion of 
the lin e. · Power from a station to be erected at Con ewag_o 
will be furnis hed to towns along the route. T h e r epair 
sh ops will be built at El_iz~bethtow!1. H e~dquarters, 1324 
Rea l Estate Trust Huildm g. Phil adelph1 a, Pa. vVm. 
Trimble, Minneapolis , Minn., pres ident ; E. M. Raymond, 
P hil adelphia, secretary and ge neral m anager, 
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Washington & Canonsburg Railway, Washington, Pa.
This company contemplates the construction of 6 miles of 
new track this year. 

Sioux Falls & Sioux City Electric Railway, Sioux Falls, 
S. D.-The ELECTRIC RAILWAY JOURNAL is informed that this ' 
company is planning to begin construction on its projected 
standard gage line this year. The road will be about 90 
miles in length, joining Sioux Falls, Worthing, Bensford, 
Elk Point, S. D., and Sioux City, Ia. Up to the present 
tim e about 50 miles of the right of way have been secured. 
It is probable that both electric and gasoline motor cars 
will be operat, d on the line. It is the intention of the com
pany to build two power stations, one at Sioux Falls, S. D., 
and the other at Sioux City. The repair shops will be 
erected at Sioux Falls. Capital stock authorized, $1,000,000. 
Headquarters, Sioux Falls, S. D. Officers: 0. H. Smith, 
president ; Charles Fantle, vice-president; E. D. Morcom, 
secretary and treasurer; Geo. W. Burnside, general mana
ger; F. C. Whitehouse, superintendent, all of Sioux Falls, 
S. D. · 

Corsicana (Tex.) Transit Company.-This company is 
ballasting its track and will also relay a portion of it with 
larger rails. The company is also planning to establish a 
park and other attractions. 

Puget Sound Electric Railway, Tacoma, Wash.-An ex
tension of this company's line was recently opened for 
traffic from Tacoma to Puyallup. It is stated that it is the 
intention of the company to extend its line on to Sumner, 
McMillan, Orting and finally to South Prairie and other 
points. 

Seattle (Wash.) Electric Company.- The ELECTRIC RAIL
WAY JouRNAL is advised that this company expects to con
struct 30 miles of new track this year. Approximately 
$550,000 will be expended in street paving. 

Spokane, Columbia & Western Railway, Spokane, Wash. 
-This company is at work securing the rights of way for 
its projected line which is to extend from Spokane to Rear
dan, Davenport and Peach. The road will be standard 
gage and it will be about 70 miles in length. W hen com
pleted it will be operated as part of the Spokane & Inland 
Empire Railroad. Officers: Clyde M .. Graves, Spokane, 
p resident; Waldo G. Paine, vice-president; W. G. Davidson, 
secretary; H. B. Ferris, treasurer; J. B. Ingersoll, electrical 
engineer; A. M. Lupfer, chief engineer. [E. R. J., Sept. 
12, '08.J 

Morgantown & Interstate Railroad, Morgantown, W . Va. 
-It is announced that this company will build 12 miles of 
new track this year. An extension will be built from Mor
gantown to Star City, W. Va., and Point Marion, Pa. 

Wellsburg, Bethany & Washington Traction Company, 
Wellsburg, W . Va.-Announcement is made that this com
pany expects to extend its line next year from Bethany to 
Washington, Pa., a distance of about 21 miles. 

Central Wisconsin Transit Company, Kilbourne, Wis.
It is announced that this company expects to begin con
struction early this spring. The general contract for the 
building of the road has been awarded to Burns & Com
pany, 705 Isabella Building, Chicago, Ill. Kilbourne, Port
age, Friendship and Grand Rapids, Wis., will be connected 
by this line. It will be about 65 miles in length. Both 
steam and electricity will be used for motive power. The 
repair shops will be located at Friendship, Wis. Capital 
stock authorizedr $1,000,000; issued, $25,000. Bonds au
thorized, $1,000,000. Headquarters, 705 Isabella Building, 
Chicago, Ill. Officers: J. J. Burns, president and general 
manager; Clyde F. Burns, secretary and treasurer. [E. R. 
J., Aug. 15, '08.] 

POWER HOUSES AND SUBSTATIONS 
Pueblo & Suburban Traction & Lighting Company, 

. Pueblo, Col.-The ELECTRIC RAILWAY JouRNAL is informed 
that this company has under consideration the installation 
of some additional boilers and possibly a coal conveyor. 
The company also expects to develop a lake for condensing 
purposes. 

Boise & Interurban Railway, Boise, Idaho.-This com
pany is said to have closed a contrac t with the Westing
house Electric & Manufacturing Company, Pittsburg, Pa., 
for machinery to double the capacity of its substation at 
Pierce Park. The machinery is to be delivered March I 
and will be installed in time to give additional power to 
take care of the summer traffic to and from the park. 

Morris County Traction Company, Morristown, N. J.
It is officially announced that this company will award 
contracts during the next six weeks for the construction of 
a new central power station together with three substations. 

Pittsburg (Pa.) Railways.-The ELECTRIC RAILWAY JouR
NAL is advised that this company contemplates installing 
three or four new boilers in its Glenwood power station. 

Manufactures & Supplies 
ROLLING STOCK 

Tampa-Sulphur Springs Traction Company, Tampa, Fla., 
expects to purchase early in 1909 six 12-bench cars. 

Los Angeles-Pacific Railway, Los Angeles, Cal., has fitted 
all of its interurban cars with loc01;notive pilot fenders. 

Angelo Power & Traction Company, San Angelo, Tex., 
expects to purchase in 1909 six light, single-truck motor 
cars. 

Humboldt Transit Company, Eureka, Cal., will be in the 
market in 1909 for two or four 34-ft. combination passenger 
cars. 

Des Moines City Railway, Des Moines, Ia., is rebuilding 
at its shops a number of cars for pay-as-you-enter opera
tion. 

Portland (Ore.), Eugene & Eastern Railway has ordered 
two new cars, which will be delivered before the end of 
January. 

Salt Lake & Ogden Railway, Salt Lake City, Utah, will 
be in the market soon for a number of new cars and 
equipm ent. 

Milwaukee Northern Railway, Cedarsburg, Wis., will buy 
additional passenger equipment and a complete freight 
equipment eady in 1909. 

Ernesto Turco, 27 Vingaglio, Torino, Italy, is making in
quiries in this country as to prices and utility of various 
electric car fenders. 

New York & North Jersey Railway Company, Paterson, 
N. J., a line now under construction is sending out specifi
cations for cars and other equipment. 

Tacoma Railway & Power Company, Tacoma, Wash., 
has decided to install automatic gates on all of its city cars. 
The gates cannot be opened when the car is in mo.tion. 

Morgantown Interstate Railroad, Morgantown, W. Va., 
will be in the market in 1909 for four passenger cars. The 
specifications for these cars have not yet. been determineq_ 
upon. · 

Chicago & Southern Traction Company, Chicago, Ill., will 
purchase early in 1909 six or seven trailer cars for interurban 
operation. The specifications have not yet been com
pleted. 

Erie Railroad has sent out specifications for six new cars 
to be used on the Rochester division. Reference to this 
contemplated purchase was made in the ELECTRIC RAILWAY 
JouRNAL of Nov. 28, 1908. 

R. D. Apperson, Lynchburg, Va., president of the Lynch
burg Traction & Light Company, and several other public 
service corporations in the South, is asking for the names 
of the makers of rattan for snow sweepers. 

British Columbia Electric Company, Vancouver, B. C., 
will build 24 semi-convertible cars 42 ft. long, two observa
tion cars, two locomotives, 13 box cars and two flat cars. 
This equipment will be all that the cmpany will require 
in 1909. 

Rock Island Southern Railroad, Monmouth, Ill., which 
was r eported in the ELECTRIC RAILWAY JouRNAL of Dec. 19 
as being in the market for equipment, has placed an order 
for 17 combination baggage and passenger cars and eight 
trailers with the St. Louis Car Company, St. Louis, Mo. 

Chicago, Blue Island & Joliet Traction Company, Chi
cago, 111., announces through W. H. Conrad, one of the 
promoters of the railway, that it will purchase two or 
three interurban cars early in 1909. These cars will be 
used , m the Oak Forest and the Midlothian branches of 
this road . 

Springfield & Washington Railway, Washington, C. H., 
Ohio, has ordered one car from the Jewett Car Company, 
Newark, Ohio. It is intended for interurban service and 
will be equipped with American Locomotive Company 
trucks, and Westinghouse Electric & Manufacturing Com
pany 112 B motors. 

Indiana Union Traction Company, Anderson, Ind., is re
building a car at its shops to be used on the "Marion 
F lyer" run which operates on a fast schedule between 
Marion and Indianapolis. i'he car is to be 62 ft. in length 
and will be of the three-compartment type. Revolving 
chairs, upholstered in leather, will be used in the smoking 
compartment of this car. 

Third Avenue Railroad, New York City, has contracted 
with the Westinghouse Electric & Manufacturing Company. 
for 200 two-motor car equipments, to be used on the 200 new 
cars referred to in the ELECTRIC RAILWAY JouRNAL of Dec. 
19, 1908, for which specifications have been issued. The 
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motor s will be t he sam e special design No. 310, interpole, 
box type, that we re buil t for the 127 cars of the Metro
politan Street Railway. T hey are to be delive red in J une. 
The contracts for building the cars and for fu rn ishing the 
other equipment have not been let as yet, t he engineers of 
the company still having the specifications under consider
ation. 

TRADE NOTES 
Green Engineering Company has moved its St. P aul·, 

Minn., offic e from room 510 to room 415 in the Pioneer 
Press Building. 

National Brake Company, Buffalo, N . Y., reports that it 
has just closed one of th e most successful business years 
in its history. During the last nine m onths of 19o8 it sold 
more Peacock brakes than during any other previous nine 
months. 

New York Car & Truck Company, Kingston, N. Y., an
nounc es the appointment of Giles S. Allison as general 
sales agent, with headquar te r s at 42 Broadway. The New 
York Car & Truck Company owns the plant, assets, patents 
and good will of the Peckham Truck Company. 

American Blower Company, Detroit, Mich.-James I nglis, 
the president of this company, made an address to the em
ployees just before Christmas, extending holiday greetings 
and expressing the satisfac tion of t he m anagement at the 
continued cordial relations which ex ist betwee n t he company 
and its men. For several years the company has mad e cash 
presentations to its employees at Christmas time, but owing 
to the condition of the trade in 1907 and 19o8 these contri
butions were necessarily foregone. 

Falk Company, Milwaukee, Wis., reports that it is re
ceiving many orders for its hardening center type railroad 
crossings. It has m ade a departure from t he regular 
method of holding the inserts by binding the intersec tions 
with a mass of open hearth stee l, t hus preventing any pos
sibility of loosening and consequent wear. A carload of 
crossings of this type has just been sh ipped to the Northern 
Electric Company, Chico, Cal., and several have been r e
cently placed on the Chicago & Northwestern and Chicago, 
Milwaukee & St. Paul Railroads. 

American Diesel Engine Company, Providence, R. I.
This company, which for some tim e has been manufacturing 
oil and gas engines in the United States, under fo r eign 
patents, has made an assignment t o J ohn L. Wilkie, 2 Wall 
Street, New York. The principal cr editor of the company 
is Adolphus Busch, of St. Louis, who has claims aggregat
ing ·$200,000. This was for mon ey loaned in the at tempt 
to sustain the company's business. I t was stated at the 
time the bankruptcy petition was fi led that the total assets 
of the company were something mor e than $100,000. 

Elmer P. Morris Company, New York City, announces 
that as the result of the reorganization of the Eagle Iron 
Works (formerly Eagle Iron F oundry), Cory, Pa., it has 
arranged to place on the market a special mixture of gray 
iron brake-shoes which several New York and Philade lphia 
electric and steam railways are stated to have found ' unusu
ally efficient and economical. T he Morris Company is 
prepared to receive orders for both standard and special 
shoes made according to this secret formu la and sta t es 
that such order s will be fille d promptly in view of t he 
foundry's increased manufacturing faci lit ies. 

Bruce Peebles & Company, Ltd., Edinburgh, Scotland, an
nounce that the company has been reorganized and is 
actively engaged in the m anufac ture of all the di fferent 
classes of electrical machinery with which their name has for 
so long been associated. The business has been conducted 
without interruption, and its control is now in the hands of 
an entirely new board of directors. The new board consist s 
of A. W. Tait , M. B. Mountain, C. J . Shiells, Alex. Mackenzie, 
Chas. H. McEuen and F . E. Andrews. The company own s 
the sole m anufacturing rights in Great Britain and the 
colonies of th e well-kn own Motor Converter. 

Electric Service Supplies Company, Philadelphia, Pa., an
nounces that E. R. Mason, who has been conn ected with the 
sales department of the Chicago b r anch fo r the past I I 
years, has been appointed manager of t he New York office 
of the company. He assumed his new duties on Jan. I. 
He will retain the office at 50 Church Street. Mr. Mason 
is one of th e best-known salesmen of electric railway 
apparatus in the Middle W est, having traveled continuously 
in Indiana, Illinois, Michigan and Wisconsin. He succeeds, 
as manager of the New York office, Henry R. Swartley, 
Jr., who has been appointed special representative in th e 
inter es t of the Pay-Within Car, for which the E lectric 
Service Supplies Company is general agent. 

Peter Smith Heating Company, Detroit, Mich., has re
cently r eceived orders fo r heaters fro m the fo llowing roads: 
;Rochester Railway Company, 50 heaters, 30 No. 3-C, 20 No. 

2 Type C ; At lantic Shore Line Railway Company, Kenne
bunk, Maine, 20 No. 2-C heat ers; Omaha & Council Bluffs 
Stree t Railway Company, 25 N o. 2-C heaters; Illinois Trac
tion System, 10 No. 1-C; Detroi t Uni ted Railway Company, 
10 No. 1-C; Mankato Traction Company, Mankato, Minn, 
six No. 3-B ; North O hio Trac tion Com pany, eight No. 
1-C; Eastern Wiscons in Railway & Light Company, ro No. 
2-C ; P ennsylvania & New J ersey Traction Company, four 
No. 2-C; Clinton ( Ia.) Stree t Railway, two N o. 3-B ; Louis
ville & Southern Indiana Rai lway Company, three No. 1-C; 
Saginaw & F lint R ailway Company, six N o. 2- C ; Sheffield 
Car Company, four No. 3-C; W estern O hio Railway Com
pany, four No. 2-A ; E ast S t. Louis & Suburban R ailway 
Company, two N o. 1-C; }ioug hton Coun ty Street Railway, 
four No. 2-C ; Green Bay Traction Company, two No. C; 
Nashville Interurban Railway Company, Nashville, T enn., 
two No. 2-C; Valley City ( N. D. ) Street & Inte rurban Rail
way Company, six No. 2-C ; Cedar Rapids & Marion City 
Railway Company, one N o. 2-C ; Sioux City Traction Com
pany, two No. 3-C; W alsh Construction Company, Daven
port, Ia., two No. 2-B ; Walla Walla V alley Traction Com
pany, two No. 2-B; Chicago & Milwaukee Electric, IO N o. 
2-C; Windsor, Sandwich & Amherstburg Railway, two No. 
2-B; Winnipeg Electric Company, eight N o. 1-B; Inter
Mountain Railway Company, Denver, Col. , four No. 2-B ; 
McGrath Construction Company, Davenport, Ia., two No. 
2-B. The Rochester Street Railway and the Atlantic Shore 
Line have supplanted electric heaters with Smith hot water 
car heaters after thorough t ests. 

ADVERTISING LITERATURE 
General Electric Company, Schenectady, N. Y.- Bulletin 

No. 4628, just issued by this company, describes its new 
mercury arc rectifier . 

Hess-Bright Manufacturing Company, Philadelphia, Pa.
T his company is sending to its fr iends a N ew Year's sou
ve nir in the shape of a vest-pocket celluloid calendar, which 
is so arranged with r evolving disks as to be of perpetual 
service. 

H. B. Underwood & Company, Philadelphia, Pa.-This 
company is sending to t he trade a large wall calendar, 
prin ted in two colors, advertising the merits of its portable 
too ls and machines. 

Western Electric Company, New York and Chicago.
Bulletin No. 59 10, which is devoted to the electrical equip
ment of texti le m ills, con tains a description of t he in stalla
ti on of motors at th e plant of the Sanquit Silk Company, 
P hiladelphia, Pa. 

The J. G. Brill Company, Philadelphia, Pa.-"Brill 's Mag
azine" for December 15 contains descriptions of Kuhlm an 
sweepers, Brill pay-as-you-enter cars, semi-convertible 
cars, an d a description of the steel underframe box car s 
r ecent ly ordered for South America and the yearly index. 

Harrison Safety Boiler Works, Philadelphia, Pa.
"Cochrane Separator Talks," a recent lea flet issued by this 
com pany, treats of th e fi rst principles of separating water 
or oil from steam or gases, and contains a study of various 
devices and their ac t ion in taking water out of live steam. 

Independent Pneumatic Tool Company, Aurora, Ill.-A 
new leafle t describ ing "Thor" air too ls w hich are manu fac
tured by th is company, has r ecently been issued. It con
tains specifications for va rious sizes of dr ill s, augers, ham
mers, chippe rs and other tools. The leaflet is thoroughly 
illustrated, sh owing many view s of the apparatus at work. 

Coleman Fare Box Company, Buffalo, N. Y.- A pam
phlet issued by this company describes the operation of its 
hand fa r e boxes. The conductor p resents the box to the 
passenger as he enters th e car and th e passenger drops his 
coin into the box. The catalog also co ntains a number of 
com plimentary expressions from those who have used th e 
collecting apparatus. 

Utah Light & Railway Company, Salt Lake City, Utah.
J am es Ke nnedy h as been awarded the contract by this c om
pany t o build a conduit a long Seventh East Street, from 
Tenth to E leventh South Stree ts, to take care of the waters 
from the ditch bordering the company's lines on Seventh 
East Str ee t and from the swamps in the n eighborhood of 
that stree t and Eleventh South Street. The conduit is to 
be 3 ft. in depth and 6 ft . wide. 

Pettingell-Andrews Company, Boston, Mass.- The Janu
ary issue of "Juice," the house organ of this company, is a 
very interesting and instructive numb er. One of the lead
ing a r ticles is devoted to "Opalux" high-efficiency reflectors 
and "Opalu x" tungsten fix tures. I t is claimed for the se 
re fl ectors that the pa tented inner surface gives ~n intei:i se 
light an d a brilliant, pearly lu ster. Another mterestmg 
ar ticle is devoted to the determination of the powe r factor 
of t h r ee-phase circuits by means of w:i.ttmeters. 
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