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the continued increased misuse of transfers " must finally 

present a situation where the companies may rightfully 
demand some restriction in their number or functions.' ' 

T here has been too general inclination on the part of some 
companies to accept the increased mi suse of transfers as an 

inevitable condition which no amount of vigilance or effo rt 
coul d overcome. It is a mistake for any management, set-

tling J down in thi s fixed opinion, to cease taking energetic 
steps to locate the source of the abuse and improper use 

of the, transfer privilege. When a public regulating body 
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The Massachusetts Commission on Transfer Abuse 
We hope 'that the studied opinion o f the Board o f Rai l

road Commissioners of Massachusetts on the subj ect of 
fares and transfers on street railways will be read with 
great care and thoughtfulness by all State commissions 

a nd other public. regulating bodies wh ich have jurisdiction 
over, railways. The opinion of thi s boarq l on, qiJi, s'!bjects 
is received with respect. The commission recogni zes ( see 

ELECTR!C RAILW.¾Y JouR.NAL,.Q.f_Ja11. 9. J 909, page 70) that 

design ing and ev1l-mmded persons who dep rive the public 

.~of its just rights by the abuse and misuse of transfers, it 
is not becoming for a company to fail to follow the wisest 

course tha t is open to it in its communi ty to correct this 
evil. 

Graphic Methods of Studying Controller Circuits 
One of the most difficult problems in the instruction of 

motormen and shop employees is the explana tion in a sat
isfactory way of the circuits of car controll ing devices, 

both of the hand and contactor type. T he ability to read 

electrical diagrams in terms of the actual appa ratus is not 
readily acquired by men un trained in the more complex 

phases of motor and control relations; thu s there is of ten 

a serious gap between the explanation of car wiring by 
drawings and the following out of the var ious controller 
changes in the physical equipment'. In one recent instance 

where the short-circuiting of the N o. 2 motor on the transi

t ion point was in question before a ga thering of car house 

men, a full -sized controller was mounted on the platform 
o f the room, with a diagram of the motor and rheostat 

connections a t one side, the size of the drawing being 
just sufficient to match each fi nger with a li ne o f the dia

gram. T hen as th e handl e of the controll er was turned 
through diffe rent steps the course of the current through 

the controll er could be fo llowed, passi ng from the fingers 
to the diagram and thence th rough the various motor leads 

as dra,Yn, back to the ground connection in the controller 

itself. T he use of a diagram of practically the full height of 
the controll er set up at the side of the case thus affords 

a most flexibl e means of emphasizing particular condi
tions. By a seri es o f these la rge diagrams, made up for 

regular and emergency conditions, the detailed feature s 
of the apparatus can be made plain much more rapidly 
than through the ordina ry method of following out small
scaled drawings entirely a part from any practical appa

ratus, and if colored lines a re employed iii addition, the 
expla1I\ationl ofr circuit complexities ·• \\rm be reduced to 
such simple terms as to be readily within the comprehensio11 
o f ev:en the most untechnical. ,,· 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 3. 

Remuneration for the Service 
The communication signed by "Engineer ," published eb e

where in thi s issue, contai ns one reference which we do not 

approve in relation to the subj ect of increased fa res on 
some of the Massachu sett s railways. The communication 
refe rs to the ••financ ia l difficulties of the lines which need 

a chari table nickel in the contributi on box." \Ve feel that 
the ques tion is di stinctly not one of charity. T he street rail 

ways, or, it might be more proper to say , the holders of the 

bonds and stocks representi ng the capital investment in the 

proper ty, do not accept an increased rate of fa re as a mat

ter of charity. T he subj ec t of adequate fares is a simple 
business proposition. If the service is needed in a com

munity eve ry effort should be made by the public to sup

port the rai lway with revenues large enough to enabl e i t. 

with effici ent management, to earn a proper return on th t 

rea sonable investment. If the price of lumber is rai sed 

the consumer who pays the increased price may obj ect 
strenuously, but he recognizes the force of an argument 

respecting the increased cost of production. T he sanw 

principle applies to an increase in price in other com

modities; the peo ple of th is co untry have come to accep c 

higher prices as inevitable. Prec isely the same argument 
applies when the subj ect o f inc reased cos ts for the service 

of transportation is under consideration. Ave rage costs 

per unit may be reduced by better operation and increased 

density of traffic , but economi es of thi s nature may not be 

of sufficient extent to offset the rapidity with which in
creased ex penses absorb more a nd come of the gross rev 
enues. 

Street Railways and the Newspapers 
A feature of street railway development during the last 

few yea rs is th e extent to ,Yhich many of the railway com

pa nies ha ve Geen advertisi ng in the daily papers to reach 

the publi c. One step in this direction was the adve rti se

ments taken by the compa ni es v,-hich installed pay-as-you

enter ca rs to acquaint the public wi th the proper method 

of paying their fares on these ca r s. l t is a great advanta ge 

to any compa ny which has close relations with the publi c 

to be able to tell its story direc tly to its customers, and 

this fact is being rea lized , even by Mr. Rockefeller. T hu s 

the Twin City Rapid Transit Company ha s just com

menced the publi cation of a se ries of popular articles 011 

its sys tem, whi ch will occupy full pages for a month in 

the leadi ng da ily papers of the district. T he Denver City 
T ramway Company utili zed a full page in one of the Den

ve r pape rs on the last day in 1908 to give in its operating 

report for the year, stati stics of work done during 1908 
and tha t which is intended during 1909, and to print in 

large type th e story of what the company is doing for the 

city in diffe rent ways. T he U nited Railways & E lectri c 
Company, of Baltimore, issued a series of IO bulletins la,,t 

yea r. T he Boston E levated Railway Company employs 
the newspapers for announcements of changes in routes 

and other information which it wishes to bring prominently 

to the attention of its clientele. Nor is this practice con

fi ned to the larger companies. Roanoke and Lynchburg. 
not to mention others, have also followed thi s plan on a 

large sca le. 
Of cou rse , a railway company is in a particularly good 

position through th e advertising cards which it carries on 

its cars to make brief announcements. But these reach 

only those who· are riding on the cars and the space avaii

able is not sufficient to say very much or to tell a con

tinued story. Many companies rese rv e, however , the most 

prominent spaces in their cars for their own cards, and 

with the daily papers for emergency service and with com

pany publications a very satisfactory scheme of publicity 
can• be worked out. 

Rivalry Lessens Accidents 
In Kansas City, Mo., a desirable form of rivalry has 

been in stituted between the platfo rm men reporting at 

ya ri ous ca r houses as to reducing the number of a ccidents. 

As desc ribed in deta il elsewhere in thi s issue, the manage

ment posts a record sheet each month, showing the number 
o f acc ide·nt reports turned in by the men ass igned to each 

depot. T he figures for the corresponding month of the 

previous yea r a re also given, so that comparisons may be 

made between different car houses and between different 

yea rs. T he results are that the men bend every ene-rgy 

toward fo res talling a ny possibility of acc ident. They are 

not only more watchful in ha ndling their equipment , but 

fr eely cri ticise fellow workmen who may be lax, and 

thereby j eo pardize a good record a t th e end of the month. 

T here is, of course, the possibility that this plan of com

pari ng the number of acc ident s repo rted wi ll tend to bring 

about a hes itation on the pa rt of the conductors and motor

men to repor t trivial acc idents. H owe ver, proper observ

a nce of thi s fea ture by the department of claims and a 
comparison of the number of unreported accidents for 

nne yea r or one period against fo rmer reco rds will show 

whether there is laxity among the men in thi s re spect. 

T he chief point to be obse rved in the execution of thi s 

scheme is that it calls the attention of every motorman 

and eve ry co nductor to the grand total of the accidents , 

and thus the men a re impressed with the expense occa
sioned by a ny ca relessness on their pa r t. 

Motor Locations in Repair Shops 
111 ma ny electric ra ilway repair shops where the machines 

a re group-driven by one or more moto rs, comparatively 

little a ttention is often paid to the location of the equip

ment to secure the best mechanical results without sacrific

ing the convenience of tool operation. T he electric drive 

is so easily applied to the shop that it is natura l to consider 
the tool arrangement the only point of importance and to 

locate the motors on the fl oor or overhead as appears most 

convenient at th e time of installation. With direct-driven 
machine tools the maximum of flexibility is secured without 

loss of valuable space, the essential requirements being the 

avai lability of power circuits at all the important work
ing bays of the shop, protection of the wiring from mechan

ical injury and tool location with reference to the special 
requirements obtaining at different periods. The higher 

initial cost of direct-driven tools, however, tends in many 
cases to discourage their use, although in large shops turn

ing out an extensive volume of repairs, where operations 

a re repeated many times a day and where the organization 
of the working force approximates that of a manufacturing 
plant, the individual drive deserves a much more general 
application than it has yet received. 
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The two mai n points to be dec ided in group drivj ng are 

wheth er the motors sha ll be located on the fl oor or ove r

head and whether provi sion sha ll be made for tl1rowing 

t he different lin es of shaf ting together in each group by 

locating the motor in the mi ddle of the shaft. In many 

cases the mechani ca l side of the group dri ve receives too 

little a ttention. vVith poor shaft a lignment in the bearings 

.and neglected lubricat ion the friction losses in the pulleys 

.and shafts may readily amount to the power consumed in 

the tools, and as th e tools are often run li ght to save the 

trouble of starting and stopping them frequently , the total 

kilowat t-hours required by the installation wi ll be largely 

those clue to friction, normal and excessive. On the oth er 

hand, if the shaftin~ is wel l ·designed and maintained, and 

-if the tools are operated on ly when they are needed, the 

power cost will not be greatly in excess of that for an 

-equival ent direct dri ve, a lthough th e same conveni ence wi ll 

not be possibl e. In thi s co nnection a better drive mechan

ically is generally obta ined when th e moto r for each se t of 

tools is located in the middle of the shaft. 

The installation of a motor for group driving on a re 

served space on the shop floor can doubtl ess be accom

plished at considerably less first cost than an overhead 

location and th e speed of erection is bound to be much 

greater. In many cases th e shop building doe s not permit 

the attachment of a motor weighing 750 lb. or more to the 

ceiling structure, but in cases where ove rhead suspension 

o r mounting on a timber platform or set of small channel 

-irons is possible, the location of the motor off the floor 

-e nabl es work to be done with greater faci lity of movement 

to and from the tools, avoids the clanger of fouling the 

motor leads and control wiring with chains of traveling 

hoists and work in process of handling, affords the motor 

cleaner operating conditions and enables inspection and 

adjus_tments to be made without interfering with the rest 

of the shop. It is not a ve ry difficult problem to erect a 

motor of the moderate capacity used in the .ave rage repair 

shop . on the ceiling, either by using a temporary wooden 

A -frame and working upwa rd from the floor by means · of 

differential blocks or by cutting a hole in the floor above, 

a ttaching a chain hoist to a suitable support on the upper 

floor and pulling the motor into position. \Vhen the motor 

is being placed it is adva ntageous to be able to adjust the 

mechanical support, throwing the machine forward or 

backward slightly as th e case requires, in reference to the 

line shaft. If the motor suspension is rigid without being 

incapable of future adjustment occasional friction readings 

of ·the ·current and voltage required to run the shafting 

light at a given speed will show the general mechanical 

condition of the drive and enable defects to be promptly 

corrected. 

Future T er min al Electrification in Boston 
The prospect is not bright for the ea rly electrification of 

the stea m railroad terminal s in Boston, judging from th e 

somewhat pessimistic letters sent to the Massachusetts 

Board of Railroad Commi ssioners by the four railroads 

entering Boston, abstracted elsewhere in this issue. Presi 

dent Mellen, of the New Haven, expresses confidence Ill 

the ultimate success of the s ingle-phase system as installed 

on. the New York divi s ion of hi s road between \Voodlawn 

and Stamford, but does not become enthu siasti c over the 

plan to in sta ll a similar sys tem in and around Boston . H e 

asks for at lea st a year's time be fo re coming to a defin ite 

conclusion . 1\ . H. S mith, of th e Boston & Albany , submits 

es t imates regarding th e electrificat ion of the suburban 

lines of tha t road to show th at it would require an annual 

expenditure of $7 15,000 in fi xed cha rges and operating ex

penses to secu1-e a g ross revenue of only $ .. po,ooo. Presi

dent T uttle, of the Boston & Maine, say s that he has not 

yet been convi nced tha t electric operation ca n be wisely 

or economica lly sub stituted for steam locomotives on any 

portion of that sys tem. President .1\dam s, of the Revere 

Beach , co nsiders th e case on hi s property closed on ac

count of eviden ce already submitted to th e board. 

l\Ir. Smith 's estimate of the expense of elec trifica tio11 

for the Boston & A lbany seems high , but in the absence 

of the data on whi ch it is based. it ca nnot be controverted. 

T ire gross revenue quoted is that at present, but Mr. Smith 

points out that there ha s been no increase in traffic on th e 

subu rban lines for the past 16 yea rs, and assumes that 

th ~re would be no great development fo ll owing the elec

trifica tion. Upon this particular point it is interesting to 

compare Mr. Smith' s assumption ,.vith the ev idence from 

some of th e elect rified suburban lin es in Great Britain, 

beca use in none of th e conspicuous exa mples of elec trically 

equipped steam rai lroads in thi s country ha ve there been 

material changes in schedules from those previously in 

force with steam locomotives. It is true no other plan 

may have been possibl e, but the r esult ha s been th at olle 

of the principal adva ntages o f the change ha s been Ju-;t 

up to the present time. 
Fortunate ly. we have th e British testimony on thi s suL

ject through a recent paper read before the Liverpool 

E ngin ee ring Society. H. E. O'Brien, engineer of electnc 

traction of the Lancashire & Yorkshire, says that the 

elect rification fo r 20 to 30 miles of suburban lines of that 

company and of the North Eastern Ra ilway ha s resulted 

in a steady increase in passengers carried of 1,000,000 per 

annum. The Mersey Railway shows about the same rate 

of yearly increase. or a total gain of 78 per cent in -:ix 

yea r s. T he Lancashire & York shire uses motor ca rs and 

direct-current third-rail, the sa me sys tem considered by 

Mr. Smith. As a result of three years' experience. 1Ir. 

O'Brien sum s up the advantages of elect ri c opera ti on 

over steam for a g iven schedule as foll ows : ( 1) More 

rapid and more frequent train service ca n be given; (2) 

increase of 50 per cent in terminal faci lities without capi

tal expenditure; (3) cost of rolling stock reduced 20 per 

cent ; (4) repairs to rolling stock decreased by from 10 per 

cent to 50 per cent; ( 5) running costs dec reased by 30 per 

cent to 50 per cent. The di sadvantages are : (I) Increased 

equival ent coal consu mption by about 30 per cent; ( 2) 

slightly increased cost of track maintenance .. 

These figures afford some ground fo r believing that 

the es timate of 75 per cent operating rat io for the Boston 

& Albany is high. 

T he time may not yet be ripe for the electr ification of 

the railroads entering Boston, but th e letters to the board 

indicate an attempt to make out a case against elec tric 

operati on, rather than in favor of it. Much depends on 

the point of view. 
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PITTSBURG, HARMONY, BUTLER & NEW CASTLE 
1200-VOLT, D. C. RAILWAY 

BY JOH N R. HEWETT 

Although the Indianapolis & Louisville Railway was the 
first to be put into operation in this country with a poten
tial of 1200 volts on the trolley, the Pittsburg, Harmony, 
Butler & New Castle Railway can claim the distinction 
of really being the pioneer road in this direction, as the 
plans and specifications for it were prepared at an earlier 
date. Both of these roads are under the same management 
and were built by the :<,wCastle 

same engineer. James 
Bryan, of Pittsburg, is 
consulting engineer for 
both roads and was re
sponsible for the choic•~ 
of 1200-volt apparatus, 
and his faith in it has 
been well justified by 
the results attained. 
The personnel of this 
railway is as follows: 

BE.l\"£R OOU:< n 

So.:ale of )lites 

10 

tR COli:Sn 

l. . 
! ----

E ltctric R y, J u1·rn1Jt 

P r e s i d en t , R. 1-I 
Boggs; vice-president, 
W. A. Goehring; su
perintendent, H. Eth
eridge ; engineer of 
power house, C. A. 
Houghton. The map 
shows th e districts 
served and the location 
of the power house 
and substations. Map of Pittsburg, Harmony, But-

ler & New Castle Railway 
The general scheme 

of electrification is as follows: Power is generated at 
Harmony Junction at 13,200 volts, 60 cycles, and fed to 
the Shenango and Perrysvill e substations by the trans
mission lin e at this potential. A substation in the power 

Pittsburg 1200-Volt Line-Buhl Bridge 

station takes care of the center portion of the system. 
The Butler section is fed by feeders. Synchronous motor 
generator sets in the substation transform the high poten
t ial alternating current to 1200 volts direct current, ,which 
is the working potential of the trolley. 

The more important distances are New Castle to • She-

nango , substation, 4.8 miles ; Shenango substation to power 
house, 19 miles ; power house to Perrysville substation, 
21.75 miles; Perrysville substation to Pittsburg, 4.25 mil~s. 
The di stance from the power house to Butler is 15 miles. 

.-\11 of the system is operated on 1200 volts, with the ex-

Pittsburg 1200-Volt Line-Ellwood City Depot 

ception of approximately 4 miles at the Pittsburg end, 
where the cars run over the city lines, which are operated 
at 600 yolts. 

POWER HOUSE 

T he power house is located at Harmony Junction, and 
its principal dimensions are as follows: 

Engine room length, r20 ft. : width, 49 ft. ; height to roof 
truss, 31 ft. ; to apex, 47 ft. 

Boiler room length, 120 ft.: width, 57 ft . 6 in.: height to 
roo f truss, 31 ft.; to apex, 47 ft . 

T he more important items of electrical equipment are: 
Two A. T. B. 8-pole, 1_soo-kw. 900 r.p.m, 13,200-volt, 

60-cycle, vertical Curtis turbo-generator sets. 
Two bipolar, 25-kw, 3600 r.p.m., 125-voit. horizontal Cur

tis turbine exciter sets. 
The turhine~ are ~ta ndard Genera l Electric four-stage ' 

Pittsburg 1200-Volt Line-Grimm Bridge Spanning 
Connoquenessing River 

machines, with two rows of buckets per stage, and have 
mechanically operated valves and oil step bearings. They 
operate ·condensing, the usual vacuum attaim:d being 28¼ 
in. or· better. The exciter sets operate non-condensing. 

Among the auxiliary apparatus may be mentioned two 
jet condensers, two horizontal feed pumps, two centrifugal 
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circula ting pumps, two horizontal air pumps, two hori
zontal step bea ring pumps. 

All of these pumps are steam dri ve n and were built by 
the vVorthington Company. 

A substation is located in the power house, but as the 
apparatus installed is simi lar to th;it in tile other substa
tions, it wi ll be des,rilied l;i ter 

Pittsburg 1200-Volt Line-Exterior of P ower House at 
Harmony Junction 

The present capacity ot the pow er hum,e is 3000 kw , but 
if conditi ons should warrant the installation of more ap
paratus, one of the end wall s will be removed and addi 
tional turbines placed on th e other side of the substation 
apparatus, leaving the present sub sta tion in th e middle of 
the power house. 

The present boiler equipment consists of four Babcock 
& \iVilcox water-tube boil ers. each of 480 hp. with a work-

Pittsburg 1200-Volt Line-Exterior of Car House at 
Harmony Junction 

ing pressure of 200 lb. per sq. in. These a re arranged in 
two batteries and are hand fired. 

The coal handling apparatus is simple, consisting of a 
pit running t the length of the power house, with ,ails laid 
above, so that the coal tan be dumped dir'e'ct. A series of 
arches tlpen ftorn the pit to the boiler room floor. It may 

'I I l fl 

be of interest to note tha t the company ha s a coa l mine 
immediately outside the power house, and coal is dumped 
directly into th e coal bm. 

SUBSTATIONS 

There are three substations-one in the power house , 
one at Shenango and the third a t P errysville. T he elec
trical equipment is the same in each , and includes three 

Pittsburg 1200-Volt Line-Interior of Power House at 
Harmony Junction 

General E lectric motor generator se ts, each consistmg of 
two 4-pole, 200-kw, 720-r.p.m., 600-volt , direct-current gen
erators, direct driven by and mounted on the same base 
with one A.T.B. 10-pole, 425-kw, 13,200-volt synchronous 
motor. A 6-pole, 6-kw, 125-volt exciter for the synchronous 
motor field is mounted on the same shaft. Each motor 
generator has its own starting compensa tor. 

Pittsburg 1200-Volt Line-Span Construction Near New 
Castle 

The switchboard in each substation comprises two 400-
kw, 13,200-volt synchronous motor and exciter panels; two 
400-kw, 1200-volt, d.c. generator panels;, two 400-kw, 1200-
volt, d.c. feeder panels, and two I 500-volt voltmeters and 
brackets, 

The three-phase lightning arresters are of the multiple• 
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gap type. A ll of the oil switches in the substations are 
o f form K-4 

The synchronous motors a re started up on the a.c. side 

The armatures of the d.c. generators are connected in 
series, with one terminal grounded, giving 1200 volts on 
the feeder bus to which the other terminal is connected. 

Pittsburg 1200-Volt Line-Luntz's Bridge 

with th e compensators in circuit. \Vhen full speed is at
tained the compensator is cut out and the motor direct 
connected to the 13.200-Yolt buses. The oil switches con-

The generator field s are also connected in series through 
a single equalizer bus, to insure both machines taking a 
correct proportion of the load. 

Pittsburg 1200-Volt l;ine-Ellwood City Y 

t rolling these connections a re interlocked to prevent the 
motors being thrown direct on the full voltage when start
ing up from rest. 

TRANSMISSION LINE 

The working potential of the three-phase transmission 
is I3 ,200 volts and the frequency 60 cycles per second. 



_I.\ N UAR\' I6, 1909.] ELECTRIC RAILWAY JOURNAL. 95 

The three wires a re a rra nged in the form of an equilat
eral triangle, with sides 30 in. in leng th. A n aluminum 
wire bui lt up of seven strands a nd having a current ca r

- 3S;_ -I I 

I 
I 
I 

I 
I 
I 

rying ca pacity equal to that 
of a l'Zn. 2 B & S copper wire 
is m,ed. 

Each transmission line cross
arm is a si ng le ma lleable iron 
casting of a ci rcul a r crnss
section, with the ends turned 
up for the reception of the in-· 
sul ato r pin s. It is attached 
to the pole by one through 
bolt and one lag screw which 
pass through the double lug 
cast integ ra l with the cross
arms. T he porcela in m su
la tor s were manufactured by 
R. Thomas & Son, a nd were 
tested to 30,000 volts. T he in 
sula tor pins, whi ch are of gal
,·anized steel, are attached to 
the porcelain by cement, and 
in the case of the two lower 
insulators a r e screwed into 
the malleable tron cast ing. 
T he top insulator pm 1s 

@~.###&/#//R/#/27'✓//4 screwed into a circular malle

abl e iron fl a nge, which is in 
turn fa stened to the top of the 
pole by three galvanized 

Pittsburg 1200-Volt Line- ba rge spikes. This flange also 
Standard Bracket P ole forms a weatherproof cap for 

the pole. 
Construction 

T he total length of the transmi ssion line is a pproxi
mately 41 miles. 

OVERHEAD CONSTRUCTION 

The overhead construction shows some radica l departures 

used, a nd this is strung double the entire length of the 
road, the distanc e betwee n the tw o wi res being 5 in. and 
the height above the tra ck is 19 ft. 6 in . S ing le bracket 
construction has Leen adopted throughout for si ng le-track 
work, and there is yery little special trolley work any
where on the system. The poles are 35 ft. in length a nd 
are buried for a di stance of 6 ft . in the g round. On ta n
gent track the pole spacing is approx ima tely 82 f t . O n 
curves the spaci ng is considerably less, and although thi s 
involves the use of a large number of poles per mile, it 
eliminates a ll guys a nd anchors on cur ves. In all cases _ 

the pok spac ing is arranged to bring 
the trolley w ire immedia tely ove r the 
ce nt er o f th e tra ck. On the double
track portion of the road a double 
bracket construction is u sed. 

Referring to th e deta ils shown in the 
drawing, the bracket is buil t up of a 

Porcelain In- malleable iron cas ting whi ch has a cir-
sulator cul ar cross-sect ion and i.s sc rewed into 

a length of 2-in. i ron pipe. Thi s casting is 38 in. in length 
and is standard for all work , while the length of th e pipe 
varies from 53 in. to 57 in. to suit the lea n of the pole. A 
screwed fl ange is furnished at one end of the bracket for at
tachment to the pole. Thi s is effected by a bolt at the top , 
which passes through the pol e, and a lag screw at the bot
tom. The free end of the bracket is provided with a lug 
fo r the reception of a % -in. stay rod. 

A section of one of the insulators is also shown; they 
a re of porcelain, and measure 5 in. in diameter ai1d 5 in. 
in height. T he insulator pins are in the form of a metal 
pipe, one end of which is screwed into the malleabl ~ iron 
casting and the other flared to a bell mouth to conform 
with the shape of the insula tor. The insulator s are at
tached to the pins by cement. 

In the towns, where span construction is adopted, the 
trolley is doubly insulated by insulators like those on the 
bracket s on the poles, and a lso by goose-egg insulators 

Pittsburg 1200-Volt Line-Typical Overhead Trolley Co.nstruction with Bracket Poles 

from standa rd prac ti ce. T he material employed was man
ufactured according to the designs patented by James Bryan 
and H. Etheridge. A groov ed No. 0000 copper trolley is 

inse rted in the spa n wires on both sides of th e ears. 
FEEDERS 

The feeders fo r supplyi ng the Butler section are o f 
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stranded aluminum. For the first 7 miles the cable has a 
capacity of 500,000 circ. mil, and the second cable, which is 
strung parallel to the first, is IO miles in length and has 
a capacity of 750,000 circ. mil. These cables are carried 
on the poles which support the trolley wire. 

ELECTRICAL EQUIPMENT OF CARS 

At present there are 14 four-motor passenger equipments 
in operation, and two addi tional cars for carrying freight 

~wmgmg~cs, ,.,ne1,1ZCSGPanets /Zll/J V 400Kwl 
~ . rra,,tet r""" Y J3-'A 

2 ::: ?a.nets 125 Vl/C ,i/h /Je/lOVAl 4/l/l/(w, 
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Pittsburg 1200-Volt Line-Wiring Connections in Sub-
stations 

will be put into service in the near future. T he electrical 
equipment, so far as motors and control are concerned, are 
similar on both passenger and freight cars. 

T he motors are GE-205, commutating pole, 600-1200-
volt machines, with the commutating poles connected per
manently in series with the armature. They are divided 
into two groups of two motors in series. These groups 
are arranged in serie5 and parallel, respectively, for ac
celerating and free running. This grouping of the motors 
is the same for both 1200 and 600-volt operation, but the 
motors only run at half speed on 600 volts. 

T he control is, practically speaking, a standard auto
matic relay control for 600 volts, insulated for the higher 
potential on the motor ci rcuit. Its important elements are 
the master controller, situated in the vestibule, and the 
reverser, contactors and dynamoto r located under the car. 
The master controller is of the standard C-35-A form, with 
a single cylinder and direct-connected handle. Its action 
is automatic in cutting off the power and applying the air 
brakes, should the motorman release his grasp on the han
dle. The reversing is accomplished by a 600-volt elec
trically operated reverser, which controls the direction of 
current flow in the field. A commutating switch permits 
either pair of motors being cut out of circuit; it is provided 
with contacts in series with the control wiring to prevent 

the control system being operated beyond the series posi
tion if two motors have been cut out of service. The con
tactors are similar to those used for standard 600-volt op
eration, but are provided with additional insulation to 
suit the higher potential; that is to say, the parts subjected 
to 1200 volts are specially insulated from the operating 
coils and interlocks carrying 600-volt current. The con
tactors are supported in the box by insulated bolts, and 
the supporting plate is insulated from the box. All of the 
protective devices are similar to those used on 600-v,olt 
equipments, with the exception that an additional blow-out 
is provided for the motor fuse to make it more effective. 

A dynamotor provides 600 volts for operating the con
trol circuits when the car is on a 1200-volt trolley. Its 
provision enables operation on both 600 and 1200-volt trol
leys without any change in the control circuit. It also 
supplies the current for the auxiliary circuits, such as air 
compressor and lighting, connections to which are con
trolled from a car panel located in the baggage compart
ment. The car wiring scheme is very similar to that of the 
Indianapolis & Louisville Railway, which was described 
in the STREET RAILWAY JOURNAL of Jan. 4, 1908. 

BRAKES 
The air brakes are standard General Electric emergency 

straight-air brake equipments, with a differential type of 
gove rnor for multiple-unit operation. 

CAR BODIES 
The car bodies were manufactured by the St. Louis Car 

Company. They are single ended and are arranged with 
passenger, smoking and baggage compartments. The 
trucks were manufactured by the Standard Motor Truck 
Company. 

The more important dimensions are as follows: 
Length of car over bumpers. . . . . . . . . . . . . . . . . . 46 ft. o in., 
Extreme width . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8 ft. 3 in. 
Extreme height from top of track . . . . . . . . . . . . . 13 ft. 2 in. 
Truck centers . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 24 ft. 6 in. 
Wheel base of trucks. . . . . . . . . . . . . . . . . . . . . . . . . 6 ft. 6 in. 
Diameter of wheels. . . . . . . . . . . . . . . . . . . . . . . . . . 36 in. 
Weight of car bodies. . . . . . . . . . . . . . . . . . . . . . . . . 38,000 lb. 
Weight of car fully equipped. . . . . . . . . . . . . . . . . . 64,000 lb. 
Seating capacity . .. . . . . . . . . . . . . . . . . . . . . . . . . . . 50 

TRACK 
The track is well ballasted throughout with crushed 

rock, the re being on an average 2500 cu. yd. per mile. 

Pittsburg 1200-Volt Line-Interior of Shenango Substation 

There are 65 miles of single track and at the Pittsburg 
end of the road there are 11¼ miles of double track. The 
bridges, which are numerous, are all of a very substantial 
construction. 

'/•11 1'1 '1 , 
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The So-lb. T -rails are bonded under the fi shplates with 
twin terminal welded bonds of No. 0000 capacity. The 
gage of the track is 5 ft. 2 1-2 in., which conforms wi th 
that of the Pittsburg city railways over which the cars 
operate. The max imum grade is 8 per cent. This occurs 
in the city of Butler, and there are other grades of 5 per 
cent on the interurba n section, the country traversed be
ing very hilly. The outer rail s are super-elevated on all 
curves to permit high speeds. T here are six turn-outs 
which constitute the crossing points between New Castle 
and Butler. 

TELEPHONE SYSTEM 

There is a complete telephone system installed, instru
ments are carried on each car, and jack boxes are pro
vided at each crossover a nd at distances of about one-half 
a mile along the track. The telephone wi res are supported 
on the same poles that carry the t rolley wire. 

The car house is situated at H armony Junction and the 
same building houses the offi ces of the superi ntendent and 
operating force of the road. It is well provided with ma
chinery for the installation a nd up-keep of the car equip
ments. Shelters are situated at nearly all of the scheduled 
stops; the depot at Ellwood City is illustrated. 

-----♦·----

CAR VENTILATION TESTS IN CHICAGO 

The Health Department of the City of Chicago has an
nounced the results of the experimental work which has 
been carried on with a view to ascertaining whether suit
able car ventilation systems are available for recommending 
to th e street railways. William H. Evans, health commis
sioner, has prepared a detailed report of the work carried 
on by his assistant, Dr. J. F . Biehn. T his report, addressed 
to the Board of Supervising Engineers, argues that ventila
tion is of major importance in street railway work, and 
that it should be included in the rehabilitation of the trac
tion lines. 

In the ELECTRIC RAILWAY Jou RNAL for Dec. 5, 1908, 
page 1520, the experimental heating and ventilating equip
ment known as the McGerry system, was described in 
detail. One car of the Chicago Ci ty Ra.ilway Company 
had been equipped with this forced venti lation apparatus, 
and since the publication of this description experiments 
have been made with it on the City Railway lines. On the 
Chicago Railways Company's cars tests have been made 
with three other systems, known as the Cooke, the Taylor 
and the Perry ventilation systems. Br iefly, the construc
tion of the various systems is as fo llows: 

The McGerry system comprises duplicate sets of electric 
heaters and suction and blower fans operated by .½-hp elec
tric motors. Fresh air is drawn in at the side of the car 
and two blowers under the longitudinal seats force it 
through electric heaters and distribute it by means of ducts 
extending along under the seats. Foul air is withdrawn 
from the level of the deck rail by a suction fan operated 
by the same motor that drives the ip.take fan and is dis
charged underneath the car. Independent and duplicate 
sets of motors and fans are installed on each side of the 
car so that heated air may be supplied, even though one 
equipment is inoperative . 

The Cooke system includes one 1/3-hp motor with a 
12-in. fan enclosed in a sheet-steel casing on the roof of 
one vestibule. This exhaust fan sucks air from openings 
in the deck sash, all connected with a sheet-iron duct ex
tending around the outside of the monitor and supported on 
the roof. The exhausting of the air through the deck 

creates a partial vacuum within the car which serves to 
draw in fresh air through screens in the floor placed under 
the four longitudinal seats at the corners of the car body. 
Above these fresh-air intakes are electric heaters, so that 
the ai r thus sucked in is warmed before being discharged 
into the car body. After it rises and becomes vitiated the 
foul air is withdrawn through the openings in the deck sash 
into the ducts extending around the clear story and dis
charged through the exhaust fan on the vestibule roof. 

T he Taylor system depends largely on the movement of 
the ca r for the intake and discharge of air. Briefly, with 
thi s system there are fitted into the deck sash baffles ex
tending over the roof of the car which, as the car moves, 
serve to force fresh air in and draw foul air out, the air 
currents being set up as th e car moves on account of the 
diffe rence in pressure on the two sides of the baffles. 

T he Perry system also is influenced to a certain extent 
by the direction and velocity of the wind and by the direc
tion and the speed of the car, and is a so-called "automatic' ' 
system. 

The following is quoted in abstract from the health com
missioner's report and presents the results obtained from 
the tests of the ventilation systems on the cars of the 
Chicago City Railway and the Chicago Railways companies: 

W e require for perfect ventilation at least 28,000 cu. ft. 
of air an hour. Entering at the floor line, it is heated and 
is taken out at the monitor. We also require that this ven
tilation should go on at all times, whether the car be in 
motion or not, providing passengers are present. 

The Cooke system-We made a test of a car equipped 
with this system Dec. 12 and found that the total cubic feet 
of air exhausted from the body of the car an hour was 
47,524. Total cubic feet of air exhausted from the front 
vestibule 2984 and from the rear vestibule 3969. Total ex
haust capacity, 54,577 cu. ft. Total cubic feet of air com
ing into the car at the various openings is approximately 
25,000 an hour. T he remaining air enters through the vari
ous openings or leaks in the car-around windows, door, 
etc. T he venti lation in this car conforms to our require
ments-that is, ai r is taken in at the floor line, passes over 
the heaters and the foul air is removed at or near the 
ceiling. 

The Taylor system-The highest result we found on this 
car was on a test made Dec. 2. Total cubic feet of air 
entering the car an hour through the ventilators was 
32,062. Total cubic feet of air leaving the car through 
the ventilators was 28,546. When I examined this car on 
its regular run on Van Buren Street I noticed that approxi
mately half the vent ilators were closed. In this system 
there is also a n attempt made to take the air in at the floor 
line and exhaust it at the ceiling. 

McGerry system-We have made a number of tests of 
this system: Dec. 21, regular trip, total cubic feet of air 
forced into the car was 22,237; exhausted from the car 
by the system I I ,582 cu. ft. In this system there are only 
two exhaust points, but a number of intake points, the 
exhausts being at or near the ceiling, one on one side of 
the car at one end and the other on the other side at the 
other end. 

Perry system-The test made Dec. 18, total cubic feet of 
intake per hour was i3,043 ; of exhaust 28,133 cu. ft. 

The report of the health commissioner makes no recom
mendation regarding the adoption of any one of these sys
tems, but the data are presented to the Board of Super
vising Engineers so that it may have the results of the 
tests to aid it in any selection it may make. 

----•♦·----

A concession for the construction of an electric railway 
in Saltillo, Mexico, has been granted to Schondube & Neu
gebauer and Rodolfo M. Garza. According to the conces
sion the plans must be approved and work begun withiil 
nine months. 
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THE PROBLEM OF REDUCING ACCIDENT DAMAGES-II. 

BY FREDERICK W. J OHNSON, ASSISTANT GENERAL CLAI M 

AGENT, PH I LADELPHIA RAPID TRANSIT COMPAN Y 

It was during the winter months of 1903 that the writer 
first became inte rested in the subj ect of instructing car 
employees in the various bra nches of accident work. A 
chance remark on the part, of one of the conductors of the 
company was rea lly instrumental in directing attention to 
the matter. At that ti me the wri te r was associa ted with the 
claim department of the Connect icut Railway & Light ing 
Company, and had been engaged in the trial of a number 
of personal in jury damage cases in local courts. .A case 
had been reached in which the company was particularly 
interested, and which it was correspondingly desirous of 
win ning. The claim had appeared to the company as bei ng 
a nything but meritorious. It was rea lized that a deter
mined effort would be made to mislead concerning the fact5 
a nd to exaggerate grossly the extent of the in juries, in the 
hope of recovering substantial damages. 

It developed subsequently that the company's fea rs were, 
to a certain extent, well grounded. T he compa ny was not 
able to substantiate its contentions as fo rce full y as might 
have been, desi red, owing to the neglect of the crew in 
charge of the car to obtain a sufficient number of wi t
nesses at the time of the occurrence. For this reason the 
defense broke down in a most vital respect, and a verdict 
was returned for the plaintiff. 

Immediately upon completion of the t rial the conductor 
concerned in the accident made the remark in conversa
tion: "If I had only known that this thing would turn 
out so seriously, I could have secured the names and ad
dresses of practically every person on that car." 

In going over the detail s of the case, and especia lly the 
outcome of the trial, the conductor's remark struck the 
writer with peculiar significance. Here was a matter in
volving a considerable sum of money, the major portion of 
which need never have been expended on so unworthy a 
cause if the conductor of the car concerned in the acci
dent had but known hi s business and attended to it prop
erly. From this point it was but a step to the inquiry, "If 
he did not understand the importance of prompt, intelligent 
work in the handling of his accidents , who was responsible 
for the existence of such a condition of affa irs?" Surely 
no one but the company itself. It did not expect untrained 
men to grasp instinctively the intricacies of its technical 
branches, nor of its medical or legal requirements. Why, 
then, should it expect that the conductors and motormen 
on it s cars would be able to render satisfactory service in 
a fi eld which was more or less of an unknown quantity to 
them? 

This problem had been under careful consideration fo1 
some time when a second one arose to disturb our peace 
of mind. What if this same query should occur to some 
one else higher up, and he should begin to ask embarrassing 
questions? It was decided forthwith that the time for ac
tion . of some sort had arrived. Just how the situation was 
to be met and whether anything of a practical value would 
result from our efforts were questions which, it was felt, 
only the future could determine. But that something should 
be done, and that quickly, was very clear . 

First of all , some time was spent in examining records 
a t headqua rters fo r the purpose of determining just where 
the weakest points were; just what types of accidents were 
occurring with the greatest frequency; what localities on 
the lines of the company appeared to be the most pro-

ductive of accidents, and particularly the sections from 
which the majority of the unreported accidents came ; the 
divisions which were giving the least satisfaction in the 
work of obtaining witnesses to accidents, and so on indefi
nitely. With this data the company was better prepared for 
the question, or at least felt that it was. 

CO-O PERATION OF OPERATI N G DEPARTM E N T 

The next step was to lay the entire matter before the 
official s of the company for th~ necessary authorization 
to proceed. This being granted, the subj ect next was 
broached to the superintendents of the various divisions. 
Almost without exception, we were gratified to find that 
they were in hearty sympathy with any movement .which 
promised increased efficiency in the accident work of their 
men. We were fortunate indeed in this latter respect. 
The expediency of any campaign of this nature without 
assurance of the good-will and earnest support of all of 
the super intendents is seriously to be questioned. The su
perintendents come into immediate contact with the men 
on the cars, and their attitude towa rd a movement of this 
nature is observed closely by the men. T he superintend
ents are in a position to assist very materially in insuring 
the success of the venture or of proving a serious, though 
not insurmountable, obstacle to ultimate success. 

Having, then, been assured of the backing of the super
intendents, the next step was to arrange the schedules so 
as to enable representatives of the claim department to 
meet the men of the various divisions in classes for the 
purpose of making them acquainted with the character of 
the work on which the company was emba rking, and of 
giving firs t instructions. I n thi s respect the company 
started in with fun damental principles: Nothing was 
taken for g ranted ; the simplest principles of accident work 
were taken up first of all , regardless of the length of time 
which the men might have spent on the cars. The com
pany's idea was to establish a firm, solid foundation for the 
work in the years to come. 

As we look back upon those first classes we have a feel
ing that. they must certainly have been well worth attend
ance, for it does not require stenographic notes of the pro
ceedings to convince us that much of the material was 
delivered in an extremely crude condition. But that en
ergy, determination and earnestness were present in fa irly 
satisfactory measure must also haYe been true, for our 
recollections are very clear concerning the careful atten
tion with which the conductors and motormen received their 
first instruction. There was no disorder, play or evidence 
of inattention. Apparen tly the trainmen were content to 
take the will for the deed. 

The company was thoroughly in earnest, and as the worl.: 
progressed it learned many things. Aside from our own 
people, many who gave the idea serious thought were ap
parently rather doubt fu l of its success. One firm of rail
way attorneys said: "We do not believe in placing writ
ten or printed instructions of any kind in the hands of our
men. The danger that they will be used against us in 
court is altogether too great." A nother wrote: "There is 
danger in teaching the men so much regarding accident 
work. T hey may make improper use of it after leaving
the employ of the company." A letter of inquiry came 
from London, England. A gentleman who was connected' 
with one of the tramways there wrote for particulars, and 
subsequently advised the company of his interest in the 
work and of his hearty approval of the idea. 

About this time two bitterly contested strikes occurred, 
each of several months' duration, accompanied by unrest 
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and dissatisfaction on the part of company employees. 
This gave the work a serious setback at a most critical 
time, with a consequent loss of what little ground had been 
gained, necessitating a fre sh start when conditions eventu
ally became normal again. 

From this point, however, the work progressed steadily 
and uninterruptedly. Methods of procedure became more 
and more systematized. 'vVe came to know our men better 
and better, and to gain a clearer insight into the obstacles 
which they encountered daily in their work on the cars. 
Gradually, and to a certain extent unconsciously, we began 
to strike responsive chords. We found many of the men 
of a happy-go-lucky disposition, a trifle careless at times, 
or thoughtless or neglectful, but withal good-hearted, well
meaning and fair-minded, and, once their interest was 
arou&ed, earnest and conscientious in their efforts to pro
tect the interests of their employers. That the men had 
often been tried and found wanting previously in their 
accident work was due as much to the short-sightedness 
of their employers as to any deficiency on the part of the 
men. 

With this powerful factor in the company's favor, cou
pled with the hearty co-operation of as efficient a corps of 
superintendents as ever represented a street railway com
pany, it was inevitable that results should begin to appear 
here and there, first in one direction and then in another. 
To be sure, the results were not phenomenal, but they were 
none the less gratifying. 

Before conditions intervened over which we had no con
trol the company was able to complete approximately two 
and one-half years of uninterrupted work with its con
ductors and motormen on these lines. This consisted at 
first of oral instruction only; subsequently, printed instruc
tions, including the installation and developing of the 
weekly accident bulletin, which will be described in detail 
in a later issue, were added. Both of these agents proved 
to be of material assistance to the company in its work, and 
each was responsible in part for the improvement in con
diticms which the company was able to effect eventually. 

FREQ UENCY OF LECTURES 

For the first year or so the company depended solely 011 

oral instruction. Classes were held frequently at first. In 
this respect, however, we soon realized that there was 
danger of dampening the interest of the men in the work 
by holding classes too frequently. Much of the instruction 
necessarily covered the same ground and was certain in time 
to become more or less monotonou s. Accordingly, the in
terval between classes was lengthened, until it was found 
that the best results were obtained by gi-, ing but two series 
of lectures a year. One was given in the late spring, after 
most of the new men had been employed for the summer 
and before the heavy open-car travel set in, and the sec
ond series was held in the fall, after the closing of the 
parks and the inauguration of the regular winter schedule, 
and before the customary fall and winter types of acci
dents had commenced. 

But this arrangement had its drawbacks, because the 
work sagged somewhat between the two series of classes. 
Many points arose in the interim which ought to have been 
brought to the attention of the men on the cars without 
delay. Under these circumstances, however, consideration 
of these features necessarily had to be postponed until the 
next regularly scheduled series of talks, possibly some 
months distant. For this reason the company felt that not 
only was it neglecting opportunities of pressing home its 
advantage still further, but actually was losing ground in 

some respects at the same time. Experience haJ show n 
that once the tension was reduced, th e men slid backward 
with surprising rapidity. 

So the problem arose as to how the company could keep 
in touch with the men in the long months which in tervened 
between classes. In what way could it immediately direct 
the attention of practically every man on the system to 
some particular fact or line of instruction in connection 
with its accident work? It was in considering thi s question 
that the thought occurred that possibly some scheme might 
be devised whereby the company might be able to get into 
regular and frequent communication with its conductors 
and motormen through the medium of a weekly notice or 
bulletin. 

T he first venture in this direction met with a rather igno
minious ending. It was a typewritten notice, dealing with a 
somewhat dangerous condition which existed on the lines of 
one of the divisions, and was designed to prevent the possi
ble occurrence of accidents by calling the attention of the 
men of that particular line to the dangers of the situation. 
This notice, unfortunately, appeared to be open to criti
cism in that it unintentionally trespassed upon the author
ity of the operating department. The ensuing tangle was 
straightened out eventually and new plans were begun im
mediately to determine just how a scheme of this charac
ter might be evolved which, while avoiding carefully any 
future encroachments upon the authority of the operating 
department, would admit nevertheless of lessons to the 
men on the cars in the form of accident instruction. 

For a time the abandonment of the scheme was threat
ened indefinitely, so far as our particular company was 
concerned. Eventually, however, word was given to go 
ahead, with the distinct understanding that notices from 
the claim department were to be worded carefully so as to 
avoid operating questions, or anything which might be con
strued as leaning in that direction; and, secondly, that 
each issue should be submitted first to the general manager 
for approval. These stipulations afterward gave entire 
satisfaction to all concerned, and in this respect proved to 
be well founded and of unquestionable assistance to the 
work, because they defined clearly the field of action avail
able for printed instructions in connection with accident 
work. 

These incidents in connection with the first efforts of the 
company to make use of weekly accident bulletins are cited 
for the express purpose of directing attention to the ob
stacles which will surely be encountered by those who 
may be sufficiently interested in the project to experiment 
on similar lines. The best results will be obtained by de
fining, first of all, the scope and character of work of this 
kind, thus eliminating the possibility of future misunder
standings between representatives of different departments .. 

TYPES OF EXPECTED ACCIDENTS 

There are, of course, certain types of accidents which. 
cost street railway companies vast sums of money annually. 
These accidents may be said to be of a standard type; 
that is, they happen over and over again, from the same 
old causes and in the same old way. It is possible to look 
into the future to a certain extent and to know as a posi
tive fact that accidents of this class are absolutely certain 
to occur within the succeeding 12 months ; and, furth er
more, that coincident with their occurrence will come more 
or less heavy demands on the treasury of the company for 
expenditures incurred either in contesting claims arising 
out of these accidents, or in adjusting them. 

During the summer months there are such regular acci-
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dents as those resulting from head-on or rear-end collision 
of cars; those in which the passenge rs on the running-board 
of an open car are injured through the carelessness of the 
motorman in attempting to go past teams or other obstruc
tions in close proximity to hi s track ; tha t most expensive 
type of all, the premature starting of cars; inj uring pas
sengers who are in the act of boarding or of alighting; 
collisions with teams, and so on indefini tely. Another ex
tremely serious problem is presented by the failure of 
employees to submit prompt reports on all their accidents, 
in consequence of which the company is forced not infre
quently to go to trial on accidents of which it really has 
no knowledge whatsoever, and consequently little if any 
defense. Unfortunately, a considerable proportion of un
reported accidents are mishaps for which the employees, 
and consequently the company, are responsible. 

It was primarily against the more important problems of 
th is character that the Connecticut Railway & Lighting 
Company directed its efforts from the first. It was felt, 
and this belief was justified subsequently, that many of the 
lesser evils would disappear in the natural course of events, 
as interest was aroused in the subject in connection with 
the discussion of more important questions. 

The summer of 1906 was the second during which the 
company was able to carry the work through without se
rious interruption and under practically normal conditions. 
During May, June, July, August and September of that 
year the company transported something over 23,000,000 
passengers. This is not a very large total when compared 
with the number handled in a like space of ·time by larger 
roads; but nevertheless it proved to be one of the busiest 
seasons that the company had experienced up to that time. 
Approximately 800 conductors and motormen were in the 
service, and 1295 accidents were reported during these five 
summer months, ranging in character from the accidental 
breaking of car windows to the overturning of a car, the re
sult of spreading rails. 

RESULTS OF THE WORK 

Among some of the results of that summer's work were 
the following: 

Of head-on collisions of cars (much of the system being 
of single-track construction) the company had none. The 
corresponding periods of previous years had failed to 
achieve similar results in this respect. 

Of rear-end collisions of cars, the company had six, in 
which altogether 10 passengers and two employees were 
injured, none seriously, and all of which were amicably ad
justed for a total expenditure of $177. 

The company had four accidents to passengers injured 
through the premature starting of cars, all of which it was 
able to adjust satisfactorily for a total expenditure of $80. 

Of passengers injured while riding on the running boards 
of open cars, through the carelessness of motormen in at
tempting to pass teams and obstructions, the company for
tunately had none. 

Nov. 1 of that year completed a straight-away run of 
18 months without a single "unreported accident." Shortly 
after this the failure of a crew to report a comparatively 
trivial mishap broke the record temporarily. Prior to the 
inception of inst ruction work the average record had been 
from 10 to 12 unreported accidents per month. 

The treacherous rail of the autumn months, due to the 
presence of fa lling leaves, had been productive in past 
years of many serious collisions of cars. For three years 
the company wrestled with this problem, gaining a little 
ground each year until the fa ll of 1906, when it experi-

enced the satisfaction of passing through this period with
out causing injury to a single one of its passengers and 
without the payment of a dollar in accident damages. As 
opposed to this the record of the corresponding period in 
the second year preceding may be cited, when approximateiy 
2 25 passengers were injured on a single division of the 
company. 

T he expenses incurred in carrying on the summer's work 
were nominal, amounting to $126, a ll of which was ex
pended fo r printing. 

T he average number of witnesses obtained per accident 
for the system fluctuated between seven and eight during 
that year, as opposed to an average of three under former 
condit ions. At this time there were about 60 lawsuits on 
the books of the company, among which there were no 
blind or unreported cases. The average number of inter
viewed witnesses per suit stood at 12. 

The proper ty changed ownership about this time, condi
tions became somewhat unsettled, and this, coupled with 
the disapproval of work of this character by the new man
agement, brought about a di scontinuance when the outlook 
for the future was most promising. 

The fo regoing facts a re ci ted solely with a view to show
ing that encouraging results can be obta ined from work 
of this character on a road of moderate size. 

( T o be continued) 
---◄♦·----

BREAKAGES OF WELDED RAILS IN CHICAGO 
At a dinner of the E lectric Club on Dec. 30, Ralph H. 

Rice, assistant engineer of the Board of Supervising En
gineers, Chicago Traction, described in a concise and in
teresting way the work of that board in supervising the 
rehabilitation of the Chicago City Railway, the Chicago 
Railways and the Calumet & South Chicago Railway 
properties. 

In his discussion M r. Rice, when questioned about 
the breakage of electrically welded rails in paved 
streets, stated that to the best of his knowledge . the 
failure of welded joints was far below 2 per cent. 
It had happened that between Sixty-eighth and Seventy
third Streets on State Street a section of track had been 
welded late in the year, and this track was paved only 
between the rails, the street outside of the outside rails 
remammg open. On account of this open condition in 
which the track had been left, a number of breaks had 
occurred, and it was interesting to note that every break 
was in one of the outside rails. T his instance seemed to 
verify the sta tement that rigidly welded track was kept 
from brea~ing by the protection of the pavement. Mr. 
Rice could not recall having heard of or having seen a 
break that had occurred at a weld. Most of the breaks 
we re about 8 in. or 12 in. away from the end of the rail 
and at the edge of the heated zone. He stated that there 
must be enormous stresses in the long stretches of welded 
rails, but nevertheless the track is held accurately in place 
by its fa stenings and the pavement. At one time, when it 
was necessary to cut a rail, it happened that this rail when 
sawed nearly in two broke and pulled apart about 1¼ in. 
T he special track work is not welded to the rails, and all of 
the t rack is built so that the rails, which weigh 129 lb. 
per yard, may be renewed without damage to the sub
structure. 

·• The Hungarian Minister of Conimerce is said to have 
recently stated that during the coming year the entire 
railway system of Budapest will be electrified. 
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SMALL OUTFIT FOR SUPPLYING ALTERNATING 
CURRENT FOR SHOP TESTING 

In a large railway repair shop it is very desirable to have 
alternating current for testing purposes, but such current 
is seldom available on a d.c. road. On the Northwestern 
Elevated Railroad in Chicago the shops are supplied with 
direct current fed from the third-rail feeder circuits, and as 
no source of alternating current was at hand a simple and 
rugged converting set has been built by the shop employees 
under the charge of John E. Osmer, master mechanic. An 
accompanying illustration shows this converter and trans
forming outfit, which compri ses a small motor-generator 
with a step-up transformer, starting and voltage-regulating 
boxes and a blowing fan. With this outfit alternating cur
rent is supplied for testing and the voltage of that current 
can be regulated between the limits of 350 volts and 3000 
volts. The complete set for furnishing alternating current 
is mounted on the shop wall of the armature department 
and does not utilize any valuable floor space. 

With the 550-volt current available and with the need for 
alternating current to be used in testing, the converting set 
was designed and built as follows : 

The power supply is taken directly from the shop circuit, 
which is fed from the third-rail feeders. A large snap 
switch is used in connection with a 2-amp enclosed fuse and 
a small carbon-break circuit breaker which protects the 
converting apparatus. From the circuit breaker the cur
rent supply passes to a starting box which controls the 
small converter. This converter was made by adding two 
slip rings to a ¼-hp, two-pole, 500-volt, shunt-wound motor. 
Two taps were brought out from the armature winding to 
the collector rings. The unit so arranged receives direct 
current at 550 volts and converts it to 375-volt, single-phase 
alternating current. 

For the purpose of giving severe breakdown tests to 
motor and armature coils it was desired to have available a 
maximum voltage of 3000; therefore a transformer was 
built. Its primary coil is connected direct to the slip rings 
of the small converter and in one side of the primary cir
cuit a control rheostat and box have been placed. The box 
has nine points to which are connected a series of resistance 
coils similar to those used in the control circuit of a type 
M multiple-unit equipment. With these resistance steps in 
series with the primary of the transformer, which has 750 
turns in the primary and 7050 in the secondary, it is possible 
to obtain 10 different voltages from the secondary terminals 
of the transformer. When the d.c. line voltage fed to the 
small converter is 500 volts the a.c. volbge obtained from 
the machine is 350 volts and for each point on the box con
trolling the resistance in the primary circuit the followi ng 
a.c. voltages are obtained at the secondary terminals of the 
transformer : 
Point 1 ........ . 
Point 2 ........ . 
Point 3 ........ . 
Point 4 ........ . 
Point 5 .... .... . 

630 volts 
910 volts 

1190 volts 
1470 volts 
1750 volts 

Point 6 ......... 2030 volts 
Point 7. . . . . . . . . 2310 volts 
Point 8 ......... 2590 volts 
Point 9. . . . . . . . . 2870 volts 

When the line voltage is 550 the a.c. voltage obtained 
from the transformer on the last point of the resistance 
cut-out switch is 2905. 

As shown in the illustration, this transformer is mounted 
on a shelf directly over the small converter. On the shaft 
of the converter is a blower fan which exhausts directly up 
through the coils of the transformer, a box being provided 
about the transformer so that the maximum cooling effect 
may be obtained from the air circulation. While this air 

cooling is not necessary for regular testing work as now 
carried on, it would be found very advisable to cool the 
transformer if current were to be passed through it for 
any long period of time. 

The transformer core is made of laminations cut from 
No. 26 gage stove iron clamped together by a through bolt 
at each of the four corners. There are two windings made 
up of No. 12 wire in the primary, 750 turns, and No. 21 
wire in the secondary, 7050 turns; in all 100 lb. of wire 
were used. The secondary leads of the transformer, which 
carry a maximum voltage of 3000 from side to side, termi
nate in spring brass connection boxes enclosed in wood 
similar to those used for the heating buses connecting the 
cars of an elevated train. 

This simple home-made converting and transforming set 
is made use of in the every-day work of the winding shop. 

Alternating-Current Testing Set 

Alternating current at various voltages is used for testing 
ai r-compressor motors, small electrical devices and the fields 
and armatures of railway motors. All armatures that are 
repaired are given an insulation test with alternating cur
rent by connecting one lead to the shaft and the other to 
the commutator bars. In this testing work each piece under 
test is first subjected to a low voltage and if this is satis
factorily withstood the voltage is increased to a predeter
mined maximum by the simple method of regulating through 
the medium of resistance cut in and out of the primary 
circuit of the step-up transformer. Air-compressor coils 
are subjected to a test of 1470 volts as obtained when the 
control switch is on the fourth point. Contactor n1agnets 
that are rewound in the shop and field coils for railway 
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motors are tested up to the same voltage as that for air
compressor motors. T he mica-insulated armatures are or
dinarily tested to 3000 volts alternating current. 

The value of this simple outfit for obtaining a.c. voltages 
has been demonstrated to the satisfaction of the railway 
company. The information from which this article was pre
pared was supplied by Mr. Osmer, to whom acknowledg
ment is due. 

---◄♦----

HISTORY OF TWIN CITY RAPID TRANSIT COMPANY 

As announced last week, the Twin City Rapid T ran~it 
Company, of Minneapolis, Mi nn., began publ ishing on Jan. 
5 a series of 27 full -page advertisements coveri ng the 
history of the company from its beginning, 35 years ago, 
to date. Each installment of the history is signed by C. 
G. Goodrich, vice-president. 

It is interesting to review briefly the history of the Twin 
City lines at the beginning, as outlined in the advertise
ments of the past week. The Minneapolis Street Railway 
Company was organized on July 1, 1873. On July 9, 1875, 
the City Council of Minneapolis granted the company a 
franchise and provided regulations for the operation of 
the road. The franchise ordinance provided fo r the build
ing of two lines, with a total mi leage of 2.1, the city limits 
then enclosing approximately 11 sq. miles of territory. 

The City Council reserved the right to des ignate other 
lines to be built as demanded by public necessity. It was 
provided that no propell ing power or machi nery of any 
sort should be used after it had proved to be a public nui
sance. T he operation of cars began on Sept. 2, 1875. Two 
-cars were operated, and the total receipts on the first day 
were $21.50. 

The rate of fare was not to exceed 5 cents on any line 
within the ci ty limits, and the city reserved the right to 
regulate the rates at the expiration of five years, provided 
that the city should not reduce the fare below 5 cents on 
a ny one continuous line, but the Council could not desig
nate any such continuous line to be more than 3 miles in 
length. 

T he early track construction was extremely crude; it 
consisted of wooden stringers 5 in. x 5 in. x 16 ft. laid on 
cross ties 5 in. x 5 in. x 5 ft., on top of which stringers 
were laid bent iron plates, forming the rail, which weighed 
23 lb. to the yard. The gage was 3 ft. 6 in., and the cost 
of the track was $6,000 per mile. 

The horse cars of 1875, of which there were six, re
ceived from New York for the Minneapolis line, were IO 

ft. long, mounted on four light wheels, weighed about 1000 
lb. and were drawn by one horse. A fa re box was placed 
in the front of each car, into which the passenger dropped 
his nickel. In winter heat was supplied by a small sheet
iron stove, and the floor of the car was covered with hay 
to a depth of about 1 ft. Under the ordinance, no car was 
permitted to run faster than 6 m.p.h. T he driver not only 
drove his horse, but kept a lookout for possible passen
gers, attended to the depositing of fares by boarding pas
sengers, and made change. He was on his car from 12 
hours to 16 hours a day, with 20 minutes release for dinner, 
and during the first six or seven years of operation in Min
neapolis the drivers were obliged to wash their own cars. 
For all these services the drivers were paid the sum of $35 
per month. 

In 1877, at which time 18 cars were being operated, the 
receipts had risen to about $90 a day. The payroll book 
shows that the employees at this time were advanced $5 

to $10 at a time, and were often two or three months back 
in their pay. At such times the directors would get to
gether and indorse a note, feeling highly satisfied if they 
raised $2,500 on their joint indorsement. In these early 
days the entire office force consisted of one man and the 
mechanical department consisted of one blacksmith. 

The Minneapolis Street Railway ex perienced a steady 
growth during the first IO-year period, and new cars, from 
12 ft. to 16 ft. in length, replaced the ro- ft. cars. The old 
track with the strap rail was replaced with heavier rails, 
weighing from 50 lb. to 60 lb. per yard, and of a height to 
permi t of street paving. The newspaper advertisements 
publi shed cuts showing the rude track construction and the 
horse-car turntables of these earlier days. They also in
cluded copies of motions passed by the directors instructing 
the president and two of the directors personally to take 
charge of track construction details. E mphasis is laid on 
the g reat benefit which the road has been in extending the 
city, a nd a list is presented of the extensions authorized up 
to 1899. 

The horse car lines thus ex tended were scarcely completed 
when the work of electrifying began. T his necessitated 
complete reconstruction and resulted in a practical loss of 
the original investment. In October, 1887, conductors 
were put on the line and larger cars were ordered. Prior 
to this time the wages of drivers had been increased from 
$35 to $54 per month ; conductors were paid the same wages 
as drivers, thus making a labor cost of $108 per month for 
each car operated in 1888, compared with $35 per month 
in 1875, an increase in wages of over 200 per cent in 13 
year s. 

---◄♦,----

SAMPLE OF I-RAIL TRACK AT ST. LOUIS 

The traffi c department of the United Railways Company 
of St. Louis has built as an exhibit a section of T-rail 
track which may be used to demonstrate to the city authori
ties the permanence of this type of track. This sample 
piece of track is complete in every 'pa rticular, from sub
grade to paving, and stands adjacent to the general offices 
of the company. The section is one rail-length long and 
has been built so that both the ends and the sides show 
clearly the a rrangement of the concrete, the ties and the 
rails below the street surface. The rails used in this 
sample track are 7-in., 95-lb. T-rail , similar in section 
to those which have given satisfaction on the lines of 
The Milwaukee Electric Railway & Light Company. Six 
inches of rich concrete are used as a fou ndation below the 
wooden ties. T his concrete is brought up between the ties 
to form a solid foundation for the pavement. 

There are exhibited in this 30-ft. section of track sev
eral kinds of pavement, all of which are laid and finished 
as if for actual service. Beginning at one end is a section 
of pavement comprising wooden blocks with granite tooth
ing; next is a section of granite blocks. Adjoining is a 
section of pavement comprising asphalt centers and sides 
with g ranite toothing blocks. Brick paving is exhibited with 
the bricks extending under the rails and granite paving also 
is shown with the blocks grooved for the rail flange. Out
side of the rails the paving is made complete by the use of 
wood blocks on one side and brick on the other. Thus the 
Uni ted Railways Company has an exhibit of paving com
binations differing widely in character and yet all laid as 
they would be for actual service. The company desired by 
means of this track exhibit to obtain permission to lay 
T-rails in the streets of St. Louis. 
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THE WISCONSIN PUBLIC UTILITIES LAW * 
BY DR. B. H. MEYER, CHAIRMAN, RAILROAD COMMISSION 

OF WISCONSIN 

The most important provisions of the Wisconsin public 
utilities law may be grouped about four leading heads, 
namely, valuation, accounting, rates and service. 

VALUATION 

Up to the present time by far the greate_r number. of 
plants which have been valued were valued 111 connection 
with proceedings in which they were involved. Naturally, 
this order of valuation will soon have to be broken when 
the number of complaints involving rates will probably de
crease and the commission can then take a survey of the 
whole' field and systematically complete the valuation of 
all the plants, as contemplated in the law. 

The first, and perhaps most important, step in the valua
tion of these plants is the valuation of the physical prop
erty. Where the companies have made a careful inventory 
of their ·property, the engineers of the commission take 
this and check it up and test it in the fi eld and in the office, 
item by item. It is a matter of satisfaction to be able to 
state that in several instances of the valuation of impor
tant plants the differences between the company's staff 
and the commission's staff were so slight that little time 
was devoted in formal proceedings before the commission 
to the inventory or physical valuation. In other cases, 
again, many apparently irreconcilable differences developed 
and much time of the commission had to be devoted to the 
taking of testimony with respect to the items in dispute. 

Thus far only one valuation has been made for the pur
pose of acquisition of a private plant by the municipality 
under the indeterminate franchise provisions of the law. 
In connection with this w@rk the engineering staff of the 
commission has collected and compiled elaborate data re
lating to prices and lives of all the constituent parts of 
the physical plants of all the different classes of utilities. 
T hese data constitute one of the most valuable resources 
within the reach of the commission upon all questions of 
physical value. 

THE VALUATION OF FRANCHISES 

In addition to the physical value, there naturally arise 
the questions of the value of the franchise , good will and 
going value. Thus far, practically no utility managei:ne!lts 
have claimed franchise value to be used by the comm1ss10n 
in the establishment of rates. The element of good will has 
scarcely been mentioned as an element separate ,and apart 
from going value. Incidentally, it may be remarked that 
the statutes of Wisconsin treat all utilities, except tele
phones, as monopolies, as shown by the provi_sions of the 
utilities law relating to indeterminate franchises and the 
granting of a certificate of convenience and necessity. The 
telephone business is, however, still subject to the inroads 
of competit ion, and so far as the statutes are concerned, 
it is technically a competitive business. It is, therefore, 
not impossible that in the valuation of telephone plants, an 
element of good will, using this term technically, as so1T.1e
thing different from "going value," may have. to be m
cluded, which will probably have to be excluded m the case 
of all other classes of utilities. In fact, several companies 
have explicitly stated in their testimony that they made 
no claim for franchise values and good will. Under the 
head of going value, representations have been made to 
the effect that all the way from 5 to 100 per cent of the 
physical value should be added in . order to ar~ive at th~ 
true and lawful value to be used m the establishment ot 
j ust 'and reasonable rates. The widest range of reasoning 
is embraced in this class of testimony now before the com
mission. 

If any one tendency in this testimony may b~ charac
terized as typical as compared with other tendencies repre
sented in the same testimony, it is the tendency to make a 
going value stan1 for_ expense ~hich ~as been inc~rr~d for 
outlays and services m connection with the upbmldmg of 
the business of the utilities, and in return for which no 
adequate remuneration has hitherto been made. In ot~er 
instances, going value has been represented as somethmg 

* Abstract of address read before the annual meeting of the National 
Municipal League, Pittsburg, Pa. , on Nov. 19, 1908. 

very real, existing in connection with every plant, entirely 
independent of expense, past losses or pro_fits and_ capable 
of fairly definite quantitative determinat10n. Smee the 
Wisconsin commission has not yet formally declared an 
official opinion with respect to the~e intangible itei:ns ?f 
value, it will not be possible to d1sc~ss these topics 111 

greater detail or at greater length at this time. The com
mission has not yet made up its mind. 

ACCOUNTS 

Soon after the enactment of the law, the various utilities 
submitted financial statements to the commission, which in 
a measure gave some indication of the extent and char
acte r of the accounts kept by them. Since that time a 
number of conferences have been held and a great deal oi 
detailed work has been done under the direction of the 
commission but the final accounts have not yet been offi
cially prom~lgated. The titles of the leading accounts we'.c 
sent out to the different companies some months ago m 
order that the respective managements might begi1; ~o 
shape their books with reference to the same, and 1t 1s 
hoped that in the not distant fut_ure the final forms may 
be submitted. The theory of this system of accounts 1s 
that the books shall be kept in such a way that after the 
physical value of a plant has _once ~een . ascertai1;ed the 
valuation will be kept up practically m a systematic way, 
so that the commission, or any other authority, may see 
from year to year exactly what the financial condition of 
any particular plant is. The system of unif?r.m accounts 
applies both to private . plants _a nd to mumc1p~I plants. 
This feature of the law 1s especially noteworthy m that ~t 
at last makes it possible to establish a comparable basis 
for public and private plants. Investigations made thus _far 
by the commission show that not only does great vane~y 
exist among the private plants, but also among the pubI1c 
or municipal plants, and that the accounts o~ the mumc
ipal plants are, in many instances, only partial accounts, 
not showing all the -operations and expenses of such plants. 
While this is generally true, it can_ best b~ sho"':n f~o_m the 
water-works investigations. In eight W1scons111 cities of 
over 5000 population, the i:nu~icipal water-:,vorks ~ccounts 
show that there is no credit given for public service, four 
of these showing a deficit for the year which in _three cases 
would very likely disappear and _sho:,v a surplus 1f the plant 
were credited with revenues which Justly belonged to 1t. 

Out of 56 municipal water plants in cities under 5000 
population, 33 reported a d_e~cit ~or the last. fiscal year. 
Of this total number 25 cities did not credit the plant 
with any earnings for p~blic service, ~nd of t~e_se 25 city 
plants, 22 showed a deficit. Twenty-eight mumc1pal wa!er 
plants showed no general expense whatever, such service 
being furnished by other city employe_es. Under ~he proper 
separation of accounts and the adopt10n of a umform sys
tem, an entirely different situation, just to the city and to 
the plant management, would be revealed. 

RATES 

The managements of the private companies and munic
ipal plants establish rates in the first instance. Such rates 
are subject to revision by the commission, either on coi:n
plaint or on the initiati:7e of the commission. !h~ commis
sion has been endeavormg to elaborate the prmc1ples upon 
which just and reasonable rates should be based for _all 
the different utilities, and in a considerable number of m
stances schedules have been prescribed in which these 
principles are discussed. Many ri:or_e schedules ar~ still 
under consideration, and the comm1ss10n hopes that m the 
not distant future all the utilities operating within the 
State will make their rates in accordance with uniform 

· principles representing the latest and best which scientific 
methods and scientific thought can contribute. 

SERVICE 

With respect to service, th_e commission ha s_ put i!lto 
effect a series of rules regulatmg gas and electric service. 
Other rules and regulations applicable to the other uti lities 
may be adopted in the future. 

APPEAL TO COURTS 

All orders of the commission are subject to appeal. Thus 
far, only three of the decis_ions under the railro~1 _commi~
sion law have been taken mto court, and no utilities dee,-
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sions. Such appeal is taken first to the circuit court and 
then to the supreme court. The law provides that the rec
ord before the commission shall be the record before the 
court, and if new testimony should be introduced before 
the court, through such introduction and determination of 
the fact that it is new testimony a case is thrown auto
matically back before the commission for revision of the 
original determination on the basis of the new testimony. 

One of the three railroad cases above referred to was 
finally determined by the Supreme Court of Wisconsin in 
an ~~och-~aking decision handed down in June, 1908. This 
dec1s10n discusses the order of the commission under re
view; it analyzes and interprets the salient provisions of 
the statute creating the commission; it meets in the broad
est and . mo_st pro~r~ssi:'e manner the argu~ents relating 
to constit1:1tional l11:~1tati_ons and the allegat10ns regarding 
th~ ex~rc1se of legislative power by the commission; it 
brings mto clea_r perspective the rights of the companies 
as well as the rights of the public; and in substance it de
clar:es that even_ though on the given facts the court might 
?ec1de a case differently from what the C!)mmission dol.'s, 
1f no errors of law have been committed, and the question 
is. one _regarding which . reasonable and competent men 
might differ, the court will not set aside the order of the 
commission. In other words, the court may feel that the 
co_mr~11ss10n _sh~mld have rendered an opposite decision, yet, 
w1th111 the hm1ts of the law and discretion of the commis
sion, it will sustain that decision. 
. So. far as I ~now, this decision stands practically alone 
m this country m the breadth of the views expressed with 
respect to the regulation of public utilities and the extent 
of the support it gives . to the administrative authority 
charged with that regulation. There were two concurring 
and one dissenting opinion. 

COMMISSION AS A CLEARING HOUSE 

_G~nerally speaking'. the information collected by the com
m1ss10n and the service performed by it and its staff have 
tended to make the office of the commission a clearing 
)1ou~~ betwee:i the public and private plants and munic
~p_ahties. While the law expressly retains to the municipal
ities power to control the various kinds and character of 
servi~~ rendered and _to be rendered, the power to prescribe 
cond1t1ons under which streets are to be used, extensions 
made, etc., an appeal lies in all such cases to the commis
sion whether a municipal or private plant is involved. It 
h~s been the endea:'~r of the commission to co-operate 
with the local authorities and the companies along all these 
lines. The law has been in effect only a little more than a 
year and a half, but even now there exists a steady increase 
in the lines of communication between the local manage
ments of private and municipal plants and city and village 
authorities and the commission. The information which 
has been collected and compiled by the commission is 
placed at the disposition of all citizens of the State in ~he 
most convenient form. The use of this information by 
local authorities and citizens has, in a number of instances, 
obviated the necessity of making complaints. In other in
stances, it has led to changes in the plant equipment and 
service. 

RESULTS OF OPERATION OF THE LAW 

In addition to reasonable rates and reasonably adequate 
service, among the results which the operation of the law 
has already shown and which the future may be expected 
to bring into evidence still more, may be mentioned the 
following: · 

I. The Wisconsin legislation has taken the utilities, as 
well as the railroads, out of politics. I do not believe that 
many citizens can be found in the State of Wisconsin who 
would seriously claim that in either the primary campaign 
or in the campaign preceding the present November elec
tions the utilities , as such, had entered into politics. All 
students of municipal affairs well know that in this elimina
tion of politics from the management of the utilities we 
have removed one of the greatest and most persistent 
sources of corruption and bad government. 

2. The utilities law tends to eliminate feuds between the 
citizens and the managements of public and private plants. 
The law assures to all communities good service at reason
able rates. This is placed within the reach of all impar-

tially, whether the commission advances or lowers the rate. 
The basis of its findings is published in every instance. 
These published facts should suffice to convince, and I be
lieve do convince the average citizen of the reasonableness 
and justice of the decision, if it is reasonable and just, and 
whether he likes it or not, he must abide by that decision. 
In this respect, cases affecting utilities are quite different 
from the most of the cases affecting railroads. In the case 
of utilities the controversy frequently degenerates into a 
bitter and partisan feud, affecting the entire population, 
which blinds both sides to a proper comprehension of the 
facts and to a sense of justice. Proceedings before the 
commission tend to clarify and educate public opinion. 

3. The public utilities law raises the standard of moral
ity through the eradication of the evil of discrimination 
and the protection of a reasonable rate. To those who are 
quite familiar with the past evils of discrimination in 
railway rates, the extent of the discriminations in the rates 
and service of utilities may be almost beyond comprehen
sion. The whole State of Wisconsin was literally streaked 
and plastered with discrimination in the rates of utilities, 
and in all the rest of the country where the extent of such 
discriminations have not yet been determined, as they have 
been in Wisconsin, it is quite probable that discrimina
tions similar in character and extent likewise exist. All 
rates, rules and regulations in effect in the State are on 
file with the commission, and these are the only rates and 
regulations which can be lawfully enforced and collected. 
Free and reduced rate service has been absolutely prohib
ited. Thousands of individuals had been receiving free 
and reduced rate service, and the eradication of all such 
rates cannot help but serve as a moral tonic and raise the 
level of public and private morality within the State. 

4. The utilities law is working a revolution in business 
management. While some managements are doubtless 
models from a business point of view, they are not the 
general rule. Many of the utilities companies have not 
been operated on a business basis; in fact, it is probable 
that a good many of the managements did not have the 
remotest idea as to the exact standing from a business 
point of view of the plant they were operating. Uniform 
accounting rules governing the service and the regulation 
of rates compel the adoption of business and scientific 
methods,. which is resulting in nothing short of a revolution 
in management. 

5. All of the effects of the law, taken collectively, are 
bound to place investments in public utility enterprises on 
a more stable foundation. The law works both ways. On 
the one hand it protects the consumer against unjust and 
unreasonable rates and poor service, and on the other it 
protects the investor in his claim to a reasonable rate on 
the property which is devoted to public use. This legisla
tion will probably remove public utility investments very 
greatly, if not entirely, from the field of speculation and 
place them in the class of conservative, certain and stable 
investments. 

----♦·----

SHORT CUTS IN RAILWAY ENGINEERING 
In the editorial on this subject published last week, 

dropped figures caused two typographical errors, which 
should be corrected. One was in the second paragraph, 
where, as the sense shows, the kilowatt capacity of sub
stations required by cars taking one-half of their current 
from the substation was I kw per 4 hp, instead of I kw 
per hp as stated. The other was in the f~urth paragraph, 
where the diameter of a No. IO wire should have been 
stated as closely approximating 0.1 in. instead of 01 in., 
the decimal point between the figures being missing. 

·• The electrification of the italian State Railways has 
made such rapid strides that it has been decided to estab
lish in Milan an office to deal exclusively with all matters 
relating to the electrification of the various lines. Resort 
will be had as much as possible to water power, as the 
Government is averse to the importation of foreign coal for 
the operation of steam power houses. 
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PUBLISHING ACCIDENT REPORT FIGURES 
Since June, 1908, W. A. Satterlee, assistant ge neral man

ager of the Metropoli tan Street Railway, Kansas Ci ty, Mo., 
has had posted each month at all the car houses of the com
pany a tabulation of the number of accidents reported each 
month. T his tabulation also includes the percentage of 
increase or decrease in the number of accidents reported 
for each division. One of the reports, that comparing No
vember, 1908 and 1907, is presented herewith and will 
serve to show how complete a statement is displayed be
fo re the car crews. It is interesting to note that the record 
shows a decrease of 27.5 per cent in the number of acci
dents repor ted in November, 1908, as against 1907, the total 
numbers fo r 1908 and 1907 being 880 and 638, respectively, 
a numerical decrease of 242. 

During the past few months since these accident state
ments have been exhibited to the men there has been a 
decrease of 16.6 per cent in the average number of acci
dents reported. The company, of course, carefully observes 
the resul ts of these accident bulletins and makes sure that 
the employees do not fail to report all accidents, no matter 
how trivial. T he reports as shown are divided into operat
ing divisions so the men at each car house can see how 
their results compare with those of other parts of the sys
tem. It is stated that some divisions have brought about a 
reduction for one month of 50 per cent in the number of 
accidents reported, a nd as shown on the accompanying re
port for November, but one of the II divisions shows an 
increase and that is small. When these accident records are 
distributed to the car houses Mr. Satterlee notes on the 
bottom of each suitable remarks which wi ll serve to interes t 
the men in maintaining a record as free from accidents as 
possible. 

NOVEMBER, 1908 AND 1907. 

Accident Reports. 
1908. 

1. Northeast Division (P.A.Y.E.). ... . . . 15 
2. Holmes Street Divisioi.. 

Holmes Street .•..•...•...... 20 
Thirty-first S t reet . . . . • . • . . . . . 6 26 

3. Southwest Boulevard Division. 
Southwest Boulevard ......... 23 
Twenty-fou rth Street ......... 12 35 

4. Fifth Street Division. 
Fifth Street . . . . . . . . . . . . . . • • . . 45 
T enth Street ...... · ......... .. 13 58 

5. Ninth and Washington Division. 
Twelfth Street .......•....... 44 
Broadway . . . . . . . . . . . . . . . . . . . . 6 
Roan oke .. .. .... .. .. .. .. .. .. .. 7 57 

6. Armourdale Division. 
Armou rdale ................... 43 
Kansas Avenue . . . . . . . . . . . . . . . o 43 

7. Westport and R ockhill Division. 
Westport and Rockhill .......... 57 
Troost (P.A.Y.E.) ............ 40 
R ace track.................. . . 1 

Swope . . . . . . . ... . . . . . . . . . . . . . . o 
Dodson . . . . . . . . . . . . . . . . . . . . . . . o 98 

8. L Road Dfrision. 
L ••.•..... , .......•........ ,. 49 
West Side ..................... 14 63 

9. Fiftunth Street Division. 
Fifteenth Street ......•.....•.. 31 
Prospect .. . .........•........ 27 58 

10. K. C. and I. Division. 
I ndependence Avenue ......... 21 
East Ninth Street. ..•.......•• 17 
K. C. and I .................. 34 
J ackson and Hardesty. . . . . • . . . S •• 
I ndependence City . . . . .. . . . . . . 1 78 

I I. Eighteenth Street Division. 
Eighteenth Street . . . • .. • . . . . . . 44 
Vine ....................... , . 24 
Brooklyn . . . . . . . . . . . . . . • . . . . • . 26 
Twenty-seventh Street . • . . . . . . . o 94 
Shops and i:,ower houses. . • . . . . . . 1 3 

Per 
cent 

of de-

Per 
cent 

of in-
1907. crease. crease. 

31 
19 

40 
22 

79 
16 

51 
16 
26 

79 
45 

4 
2 

46 67.4 

so 

95 39 

93 

65 33.8 

0 130 24.6 

62 
20 82 23 

33 
17 
29 

6 
2 87 ;~¼ 

40 
30 
2 1 

I 92 
7 

Total . . . . . . . . . . • . • . . . . . • • • . . • 638 880 

----♦·----

The lines of the Buenos Ayres-Lacroze Tramways Com
pany, which were converted to electric traction in 1905, 
now consist of 38¼ miles, of which 25¼ miles are owned 
by the company, 4 miles owned jointly, and 9 miles are 
operated over the lines of several other companies. 

PROGRESS IN CONSIDERATION OF ELECTRIFICATION OF 
BOSTON STEAM TERMINALS 

An abstract of various sections of the fortieth annual 
report of the Massachusetts Board of Railroad Commis
sioners was published in the ELECTRIC RAILWAY JOUR NAL 
of Jan. 9, 1909, page 70. The report contains also copies 
of letters addressed to the commission by steam railroad 
companies in response to an inquiry as to progress in the 
study of electrification, which was recommended by the 
board in its report of the previous year. 

NEW YORK, NEW HAVEN & HARTFORD RAILROAD 

Charles S. Mellen, president of the New York, New 
Haven & Hartford Railroad, said in his response: 

Our company, as you are doubtless aware, has been op
erating its passenger trains partially by electricity for some 
time back, and wholly since July I, 1908, between Stamford, 
Conn., and Grand Central Station, New York. 

The work has been more or less of an experimental na
ture, as it is probably the largest venture in the way of 
electrical traction there is in the country; that is, in the 
magnitude of the business handled and for the distance. 

We believe we are warranted in stating that our elec
trical installation is a success from the standpoint of 
handling the business in question efficiently, and with rea
sonable satisfaction, and we believe we have arrived at 
the point .where we can truthfully say that the interruptions 
to our service are no greater nor more frequent at the 
present time than was the case when steam was in use. 

But we are not prepared to state there is any economy 
in the substitution of electrical traction for steam, but, on 
the contrary, we believe the expense is very much greater. 

You will appreciate that three or four months' success
ful operation of the trains of a standard railroad by elec
tricity does not constitute in itself a sufficient test to war
rant its extension or introduction elsewhere. The present 
service should stand the test not only of four summer 
months, but of a winter's operation as well. There may 
yet transpire many things that will need remedies to be 
applied, as there have thus far, to enable us to reach the 
present stage, and we should deplore any agitation looking 
to the further establishment of electrical traction upon 
other sections of our system until after we have had a full 
year's operation of our present installation. 

We believe no mistake will be made by the public in 
waiting for a while longer for the installation of electric 
traction upon the railroads in the vicinity of Boston, for by 
such waiting the vexatious delays and embarrassments of 
experimentation will be avoided and the work and knowl
edge will have advanced to a stage that will result in a bet
te r installat ion in some respects and for a less outlay than 
has resul ted from the pioneering in this system we have 
been obliged to indulge in on the west end of our lines. 

For any technical detailed explanation of our system 
of electrical installation, the appliances used, the power 
house equipment and the motors, I shall be glad to refer 
you to our vice-president in charge, with instruction that 
he give you such information as you desire if you will ad
vise me your wish for anything further. 

BOSTON & ALBANY RAILROAD 

An abstract of the letter of A. H. Smith, vice-president 
and general manager of the Boston & Albany road, fol
lows: 

T his matter has been given considerable preliminary 
study during the present year, with a view of determining 
the cost of such installation and the operating results. 
The investigation has thus far been devoted principally to 
the (Newton and Brookline) circuit operation, which con
sti tutes the major portion of the suburban service. In 
order that you may have full information of the physical 
and fi nancial difficulties involved, I wish to submit some 
detai ls which the investigation has thus far disclosed. The 
extent of the elect rification considered * * * embraces 
two tracks from the Boston terminal over the main line 
to R iverside, and a return over the Newton circuit. 

T he existi ng train schedules for the circuit and the 
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South Framingham service. together with the power sta
tion load for the service. have been calculated. The data 
indicate that a power station having a capacity of 6000 
kw, composed of three units of 2000 kw each, will be re
quired. 

In considering a radical change of this character and its 
consequent large investment, it is deemed wise to antici
pate that there will be some expansion in business, requir
ing an installation somewhat in excess of present traffic, 
which might possibly to some extent justify the expediture, 
or which, on the other hand, might permit such expansion 
without a radical revision of the plant to meet such a con
tingency. This assumed increase in traffic consists substan
tially of trains at intervals of IO minutes between the 
hours of 6 :30 and 9 :30 a. m. and 4 :30 and 7 :30 p. m., with 
t rains substantially at 30 minutes for the remaining in
te rval, except between I 2 :30 and 6 :30 a. m. , when 60 min
utes' service is provided for. For this service a power 
station of 6000 kw would be adequate, with the addition 
of storage batteries to handle the peak load, which would 
probably be the more economical construction. 

In considering the electrification of the circuit, it was 
thought desirable to consider that the power stations and 
substations were located at points which would permit of 
the ultimate electrification of the main line for a distance 
of seve ral miles west of Boston, and the proper locations 
of power houses and substations and battery houses upon 
this assumption are submitted to the board. 

The system considered is direct current and third-rail 
construction, similar to that adopted in the New York 
elect ric zone of the New York Central & Hudson River 
Railroad. 

T he equipment considered consists of steel cars about 60 
ft. in length and of the usual construction for such pur
poses. 

T he estimated cost of the installation above outlined 
would be substantially as follows: 
Power stations, substations, storage batteries, transmission and 

feeder system, third rail s, track bonding, new signal system, 
rolling stock and contingencies, allowing credit for the value 
of steam engines and coaches . ................ , . , ... , . . . . . $4,200,000 

Storage basin to prevent tidal interference. . . . . . . . . . . . . . . . . . 15,000 

E1~1fjnfross~f;;t .. i~. -~~~~~- :~~t_i~~'.. '.~:1.~~i·n-~ .:
1
:~i~:~~

0
.~. ~: 400,000 

Miscellaneous changes in station platforms, etc............... 18,000 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . $4,633,000 

The value of the present equipment is about $750,000, 
fo r which an a llowance is made above. In other words, 
there is a net capital increase of about $4,600,000, and as
suming 9 per cent interest, taxes and depreciation, the 
annual charges come to about $400,000. 

Some slight economies would accrue in the transportation 
expenses under th is operation, which would be substan
tially absorbed by the additional expenses to be incurred 
for the maintenance of the additional apparatus installed, 
and the net economies would be so small as to be inappre
ciable in the consideration. 

The gross revenue received from the proposed installa
tion is about $420,000, and the operating expenses, on a 
75 per cent ratio, would be about $315,000, which, added to 
the carrying charge of about $400,000, requires an annual 
expenditure of about $715,000 to secure a gross revenue of 
about $420,000. 

T he number of passengers handled in the above terri
tory per annum has not increased, on the whole, in the 
past 16 years, due, probably, somewhat to the fact that the 
ci rcuit is occupied as a high-class residential di strict , not 
susceptible of rapid subdivision of property, and more pa1·
t icularly to the fact that suburban lines are being rapidly 
extended into all such outlying districts, and afford a more 
advantageous means of collecting and distributing local 
travel through the commercial and residential districts 
t han could possibly be afforded by a railroad constructed 
and operated upon a private right of way and devoted 
largely to long-haul operations. . 

It would therefore seem wise, before adopting a policy 
requi ring an expenditure which is not only unremunerative, 
but which would mean a large annual loss or radical in
crease in rates, that further investigations should be insti
tuted, to see if some system might be devised to abate the 
nuisance complained of without jeopardy to the property, 
or without placing a large burden upon the public. The 

rapid _evoluti<;>ns which are being made almost annually in 
electric tract10n may soon afford a solution, and the pros
pect of developing the steam locomotive itself is even more 
promising for the particular service which steam railroads 
have to perform. 

In a statement in another section of the report, dis
cussing especially the Boston & Albany situation, the com
mission concludes: 

While certain evils which existed a year ago have been 
remedied, the board reiterates the conclusions in its last 
annual report that "the Boston & Albany Railroad must 
eventually make large expenditures of money in the way of 
improved terminal facilities, abolition of smoke nuisance 
and electrification of its suburban lines." · 

BOSTON, REVERE BEACH & LYNN RAILROAD 

President Melvin 0. Adams calls attention to firing re
strictions on portions of his company's suburban lines, and 
refers to the testimony of G. M. Tompson as an expert 
before the board in the Boston & Eastern case, to the 
effect that it would be impracticable to electrify the Bos
ton,,. Revere Beach & Lynn road at the present time. 

BOSTON & MAINE RAILROAD 

President Lucius Tuttle states that so far as he is able 
to ascertain, neither the New York Central road nor the 
New Haven company has determined that the experiment 
of electric traction is permanently successful, and "neither 
of them appears to be ready to advise other railroads to 
adopt electricity for general use in passenger and freight 
service, except, it may be, under conditions similar to 
those with which they have been obliged to deal." Presi
dent Tuttle says that the Boston & Maine road has en
deavored to keep in touch with this development, but has 
not yet been convinced that electric motive power can be 
wisely or economically substituted for steam locomotives 
upon any portions of its lines. The company burns coke 
in a large portion of its local passenger service, and suf
fers few complaints because of the smoke nuisance. 

----♦·----

HIGHER FARES IN MASSACHUSETTS 

The Springfield (Mass.) Republican, one of the leading 
newspapers in New England, said editorially in a recent 
issue: 

Two of the street railway companies up the river are 
about to rai se their units of fares from 5 cents to 6 cents. 
This is in accord with a tendency which was becoming quite 
general among interurban street lines around Boston before 
the panic. The costs of material and labor had then ad
vanced so far as to disturb business calculations greatly. 
The panic resulted in a reversal of price tendencies and a 
much easier labor market ; and it was to have been ex
pected that little more would be heard of increasing charges 
by public service corporations. Nevertheless, here are the 
steam railroads of the country advancing freight rates all 
along the line, and now we have this resumption of the pre
panic movement toward higher charges on the part of our 
street railways. 

It must be admitted on behalf of these corporations that 
the costs of operation and maintenance have been little re
duced as a result of the panic and foHowing business re
action. Prices for a while tended downward, but the move
ment was soon arrested, and lately the advance seems to 
have been resumed. We have never had a great panic, with 
the possible exception of that of 1857, whose liquidating 
and reactionary price effects have been so slight as those 
thus far experienced from the panic of last year. The rea
sons need not now be considered, but the fact is to be 
recognized. Complaint of the high cost of living for 
families is about as acute as before the panic, and what is 
true of the individual or family must be true of the cor
porations. 



JANUARY 16, 1909.] ELECTRIC RAILWAY JOURNAL. 107 

RECOMMENDATIONS OF GOVERNORS TO THE LEGIS
LATURES 

Many of the messages being presented to the Legislatures 
of the various States now convening contain recommen
dations regarding legislation affecting railroad interests, 
and several contain both references to, and recommenda
tions regarding, the control of public utilities. Abstracts 
from the messages of the Governors of a number of States 
follow: 

GOVERNOR HUGHES, OF NEW YORK 

!he policy which the State has adopted for regulating its 
ra11road and certain other public service corporations has 
been abundantly vindicated by the test of experience. It is 
-0bviou~ th~t if th~ StiJ.t~ is to make serious attempt at 
regulating its public service corporations it must provide 
ad~q~ate n:iacl~mery und~r general legislative authority for 
fair mvest1gat10n and smtable redress of grievances accord
ing to their respective merits. Such amendments of the 
law as experience shows to be advisable to facilitate admin
istration or to_ improve its provisions and more fully to 
carry out the mtent of the statute should be suppli ed. I 
also renew my recommendation that the Public Service 
Commissions law should be extended to tele~raph and tele
phone ~ompanies ~nd that they should be \rought under 
appropriate regulat10n as to rates, service and other matters 
similar to that which has been provided for corporations 
at presrnt subject to the law. 
. The cost of new subways, the probable interest charges 
111. case mo~eys for. th_e\r constn!ction were raised upon 
private credit, the liability of privately owned properties 
and franchises to taxation, the returns naturally expected 
by those who would engage in such enterprises solely for 
purposes of profit, together with the tendency to discourao-e 
additional line~ in the vi~w ~h~t this course may be ~f 
advantage to Imes already ex1stmg, make it unlikely that 
we should be able in any event to obtain a proper measure 
of ~elief thro1:gh the construction of subways by private 
capital, assuming, of course, that the established rate of 
! are ( S cents) be mainta_ined. There may be exceptions 
m the cases of routes which would be regarded as aids to 
existing transportation lines. 

The policy of construction at public expense is justified 
because of the importance of securing a comprehensive tran
sit development with proper regard to the needs of the 
city as a whole and under conditions which, though safe 
and advantageous for the city, might not be regarded as 
attractive by individuals considering an in".'estment solely 
for purposes of profit. Suitable transit lines are absolutely 
necessary means of intercommunication, and are as essen
tial to the city's life as streets and bridges. 

There would seem to be no unwisdom or prompting to 
extravagance in securing the measure of relief available 
through the adoption of the constitutional amendment with 
regard to the debt limit, which was approved at the last 
session of the Legislature. This relates to the exclusion 
from the c<?mp1:tation of th_e debt Jimit of such improve
ments as will yield to the city a net revenue in excess of 
~aintenance, in~erest and amortization c~arges. It also pro
vides that any indebtedness heretofore incurred by the city 
for rapid transit or dock investment may be so excluded 
proportionately to the extent to which the current net 
revenue received by the city therefrom shall meet the inter
est and amortization instalments thereof, the increase in 
borrowing capacity resulting from the exclusion of such 
debts to be available only for rapid transit or dock pur
poses. The situation urgently calls for action, and I recom
mend that this amendment be agreed to so that it may be 
submitted to the people for adoption. 

GOVERNOR LILLEY, OF CONNECTICUT 

N? mor_e important matter will be presented for your 
consideration than the report of the special commission 
na.~~d by the last General Assembly to prepare a public 
~tili!1es _a~t.- 1:he State, unabl e_ conveniently to furnish 
public utilities direct , has lent of ,ts powers to ever-increas
ing classes of private agencies, that the people may benefit 
by the progress of invention and of utilization of natural 
:resources. In regarding the highly beneficial results ob-

t~ined a nd the splendid developmenty:if the corporate agen
cies employed, we _must r~ot forget that it is the power af 
the whole commumty, actmg through these agencies, which 
has pr~duced such results and that with the powers• granted 
ther~ 1s ~ correspon_dii:ig ?bligation to render adequate 
service without d1scrimmat1on and to require therefor a 
compensation which will be reasonable. 

The problem of sa feguarding the grant of extraordinary 
power ha~ become imn~ensely complex. To select an agency 
and, havmg selected 1t, to compel a strict observance nf 
the terms of the trust, these are the essentials of the 
problem. 

. The G~neral t\ ssembly m_e eting biennially ca nnot supcr
v_1se public service corporations. The work is administra
tive rather than legislative. The bill provides for a uniform 
syste)~ of incorp_oration; for control of capitalization; for 
defimt!on of terri~ory for opcr~tion; for regulation of righL 
of emment domam and. the right to use the public high 
ways; for the safeguardmg of construction and operation· 
for examination ?f ~nancial condition in so far as may b~ 
necessary to mamtam the standard· for a similar exam
ination of the physical plant and for the regulation of rates. 
An appeal to the court is provided. 

~he ~ill, if e;1acted, wi l_l substa,~tially abolish all special 
leg1slat10n_. It will substa!1l1ally abolish the loblJy, for it places 
the. grantmg of franchi ses ~ncl ot extraordinary powers, 
s~tbJ ect to reasonable regul ations, 111 a permanent commis
s10n whose decisions must be in writing and must specify 
the reasons therefor, whose members are subject to re 
moval by the courts for cause, and whose grants of power 
~ust be \n accordance with uniform and general rules. The 
bill pr~v1des for honest capitalization; it requires securities 
to be. 1s~ued for cash 01!ly or for property found by the 
comm1ss10n to be. ~f eqmvalent value_; it requires the pro
~eeds o_f a ll securi~1es t_o be honestly invested in the plant; 
1t reqmres franchise rights to be used or surrendered· it 
p'.ohibits condemnation exc_ept after a fair hearing; it ~ro
v1des for reasonable rates; 1t provides an efficient means for 
making repairs a~d changes in equipment necessary to the 
safety of the public_ and of ~mployees_; it recodifies, simpli
fies and rend~rs. um form ex1sti1:1g legislation. The powers 
of the comm1ss10n :ire superv,_sory, not managerial, and 
should assure a continuous consistent policy. The General 
Assembly will retain its legislative functions undiminished. 

This bill will furnish the foundation for a measure which 
I earne~tly hope will be passed without delay. My views 
upon thi s matter have been frequently expressed in public 
•and are well known. 

GOVERNOR STU ART, OF PENNSYLVANIA 

~n accordance with the authority contained in the afore
said Act of Assembly, I appointed the Honorable Nathaniel 
Ewing, Charles N. Mann and John Y. Boyd members of the 
Pennsylvania State Railroad Commission. So important a 
commission, new in the administration of the State Govern
ment, necessarily had much preliminary work. The history 
of 4298 companies, chartered by the Commonwealth has 
been thoroughly ~earcl~ ed, with the result that 1440 'have 
be~n found to_ b~ m existence. and exercising powers which 
brmg them w1thm the authority of the commission. These 
cons~s~ of r~ilroad and street railway companies, with their 
s;1bs1d1ary Imes, and st_eamboat, telegraph, telephone, pipe
lme and canal comparnes. The commission receives from 
all publi~ carriers daily reports of accidents and special 
tele_grapluc re~orts of a~l fatalities. A summary of these 
acc11ents provides a basis for ~he_ rec?mmendation of pre
ventive measures. The comm1ss10n 1s co-operating with 
the Interstate Commerce Commission and the Railroad 
Commis_sions of other States for the purpose of framing a 
har~nornous syste~ of car-service rules , to be applicable to 
all mterstate and mtrastate business. 

GOVERNOR HANLY, OF INDIANA 

. I do not ur&e the enactment of a public utilities law, but 
1f such a l_aw 1s enacte_d \t should be done by amending the 
present railroad com!111:3s1on law, extending the jurisdiction 
of t~e p_resent comm1ss10n to include public utilities, its au
thority m that behalf being carefully defined and the ma
chinery for its execution supplied. 

GOVERNOR FERNALD, OF MAINE 

The method 111 Maine long has been to tax railroads on 
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g ross receipts; I ha'-' always bel ieved in this method as 
scienti fi c, practical and especially easy of applicati on, since 
it is absolutely under the control of the Legislature. By 
means of it we show a g reatly increased revenue from 
public service corporations in the past six years, and with
out the addition of extra machinery, we have it in our power 
to secure additional revenue. You will have before you 
a statement of the varying plans for the taxation of r ail
roads and other public service corporations. I commend to 
you a study of the same. 

GOVERNOR QUIMBY, OF NEW HAM PS H IRE 

I especially commend to you that portion of the con
clusions which suggests the levying of taxation upon public 
service corporations at the average ra te of taxation exist
ing throughout the State, computed exclusive of the taxes 
upon the capita l of insurance companies and the deposits in 
savings banks; and I trust that a law embodying this pr in
ciple wi ll soon be presented to me. 

T he problem of the State's relation to its common car
rie rs as then existing was met by the passage, in 1882, of 
the statute creating the present Board of Rai lroad Com
missioners. Though but slightly amended in the meantime, 
this law proved upon examination to contain the essence, 
at least, of the necessary provisions of the widely-heralded 
legislation of recent years elsewhere. The spirit of the 
times, however, calls for the State's supervision over other 
public service agencies than the common carr iers; and if 
such course is to be followed here I suggest that it be 
through a board created for that purpose or through add
ing to the present duties of the rail road commission the 
furthe r function of exercising the power of regulation 
which the State possesses over all forms of public utilities. 

GOVERNOR FORT, OF NEW JERSEY 

The last session of the Legislature, through a disagree
ment between the two houses as to the terms of the act, 
failed to pass a public utilities bill such as public sentiment 
seemed to demand. On this subject I still adhere to the 
views expressed in detail in my inaugural address and in 
the special message sent to the Legislature on March 30, 
1908. This commission can take the place of the present 
Railroad Commission appointed under the act approved 
May 15, 1907, and which act should then be repealed. 

T he point upon which the legislation failed at the last 
session seems to have been over the rate-making power. 
A bill without some control over rates, at least a correc
tional power as to them, would be of little, if any, more. 
value than our present railroad commission act. The com
mission should have the power to revise and correct rates 
shown to be unreasonable, upon complaint and after hear
ing, subject to a review of any final order as to rates by 
the courts, with a provision for speedy hearing and deter
mination on the appeal. The power which is now in the 
Court of Chancery to regulate grade crossings should also 
be transferred to this commission when appointed. Such 
a commission can work no harm to legitimate and properly 
managed public service corporations of any class. The 
people are entitled to the best service that such companies 
can give them, and the companies to the protection from 
unjust public criticism or unreasonable exactions. 

An intelligent, conservative Board of Public Utilities 
Commissioners, with adequate powers, will st rengthen 
public confidence in the securities of all such companies 
and prevent harm to any interests. There is absolutely 
no reason, not founded in cupidity, against a Public Uti l
ities Commission. ___ ...,.., ___ _ 

City authorities in Baku, Russia, are inviting tenders for 

its electric railway concession with a 42-year term. 

---➔♦•----

T he only street car line owned and operated by the 
United States Government is at League Island N avy Yard, 
in P hiladelphia. It boasts of one car and two motormen, 
and di spenses with the services of a conductor, as all trav
elers ride free. This car is run for the accommodation of 
th'e naval officers and thei r friends, and conveniently holds 
a score of passengers. 

LETTERS INDICATE STRAINED RELATIONS BETWEEN 
RECEIVERS AND COMMISSION OVER SERVICE ORDER 

Correspondence between the receivers of the Metropol
itan Street Railway of New York and the New York 
P ublic Service Commission, First District, which has just 
been made public, followed the issue of an order by the 
commission requiring increased service. The letters relate 
to an order of the commission prescribing the operation of 
additional cars on the Eighth Street crosstown line to the 
East Tenth ·Street ferry and across the W illiamsburg bridge 
to Brooklyn. The letters of the receivers discuss their 
inability to comply with the terms of the order. Sharp 
criticism appears in the two letters of the receivers as well 
as in the reply of the commission: 

FIRST LETTER OF THE RECEIVERS 

T he first letter sent by the receivers to the commission 
was dated J an. 6, and is as follows : 

We have received a copy of Final Order No. 1015, re
lating to the operation of the E ighth Street cross-town line • 
to Brooklyn. 

At the recent hearing on the proposed F ifty-ninth Street 
joint rate matter the testimony established beyond any 
doubt that t he properties in our car e, under the present 
method of operation, are earning substantially no return 
whatever upon the assessed valuations nor any amount ap
proximating such a return. No testimony was offered to 
the con trary. It was reasonably expected by us that the 
facts thus developed would receive fair consideration by 
you and would effect some change in the attitude you had 
theretofore maintained toward the Metropolitan Street 
Railway property ; but statements which appeared in the 
public press on Dec. 30, 1908, purpor ting to come from 
your commiss ion, show beyon9 qnestion that you either 
fail to appreciate t he actual situation or are bent upon 
making orders which yon must know are practically con
fiscatory in thei r character. 

You certainly must understand that these roads cannot 
continue to be operated in a satisfactory manner without 
the expenditure of large sums of money in excess of the 
revenue which they now yield. W e know of no rrrethod 
of obtaining the necessary funds except by resorting to 
the financ ial markets of the country and availing of money 
seeking safe investment. Your policy of oppression, main
tained and persisted in, notwithstanding the indisputable 
evidence submitted to you, constitute such a menace that 
any attempt on our part to procure the requisite cash to 
enable us to carry on operat ions success fully would be 
utterly futile. If you intend that orders of t he character 
of those you have issued with reference to the Eighth 
Street line shall be complied with, you must point out to 
us some pract ical method of raising the necessary funds. 

The fact t hat you are now making an appraisal of this 
property would seem to be a concession that the data at 
your command were insufficient to afford a basis for in
telligent orders involving expenditure. Nevertheless, you 
are continuing to issue such orders requiring large capital 
expenditures and a great increase in operating expenses; 
and this you are doi~ notwithstanding the repeated pro
tests of those acquainted with fact s which you apparently 
refuse to admit, although unable to disprove. 

Your orders with referenc e to the Brooklyn and East 
Tenth Stree t ferry branches of the Eighth Street cross-town 
line make necessary the addition of between 25 and 30 car 
units, representing an outlay of from $375,000 to $450,000, 
to say nothing of addition al operating expenses, estimated 
to amount to over $100,000 a year. 

In our letter to you of Dec. 14, 1908, we t old you that 
we did not have sufficient cars to operate t he schedule 
you suggested without robbing other lines of equipment. It 
is true that we expect to receive 127 new cars during the 
winter , but in ordinary course only a small part of the 
additional equipment thus at our disposal would be allotted 
to the Eighth Street cross-town line. Furthermore, the 
acquisition of this number of new cars does not neces
sar ily mean a corresponding increase in our available equip
ment. They are needed to a great extent to replace old 
cars which it is no longer good business judgment to con
tinue in operation and which must necessarily be soon re
tired from service. The transportation requirements, taken 
as a whole, will not justify the assignment to the Eighth 
Street cross-town line of so many ad,ditional cars as your 
orders require; on the contrary, it is our judgment, based 
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upon a s tudy of the situation as a whole, that when an 
equitable distribution of equipme nt is m ade upo n receipt 
of the new ca rs, the d em and s of t he service on lines ot her 
than Eig hth Stree t w ill require t he assignment to t hem 
of a ll the extra cars ava ilable. We do n ot intend to 
place any additional orders for ca rs, and even had such 
been our plan, your course would have render ed it im pos
sible o f accompli shment. 

The requirem ents of your Final Orders Nos. 101 5 and 
1016 unquestionably seem to m ake it unprofi table for t he 
receiver s to continue t o operate t he property of the Centra l 
Cross-tow n R ailroad, w hich inc ludes t he Eighth St reet 
cross town line. W e are at present operating this property 
under a t emporary agreeme n t, expiring April 30, 1909, 
which re lieves us from the necessity of paying the sum of 
$22,500 quarterly as part of the stipulated rental u nder 
the t erms of th e lease. 

The r esult of our fo rmer investigation, when orders 
p ertaining to this lin e we re issued by you last spring, 
and the d ecrease in t rave l on the line under considerat ion, 
due to the opera ti on of t he Hudson Tunnels, has led us 
to consider the advisabili ty of asking the court wh ich 
appointed us for instructi ons in the matter of continuing 
to opera te the property of the Centra l Crosstown Rail road. 
The additi onal burden which compliance with your Final 
Orders Nos. 1015 and 1016 wi ll involve increases the pos
sibility tha t we shall be obliged to take th is course. In 
the event of such cessation of operation by us, the abolition 
of the exchange of transfers between the var ious lines 
involved will be thereby entai led; but, of course, you will 
assume the r esponsibility for w hatever line of ac tion it 
is necessary fo r us to adopt as a logical sequence of 
your order s. 

According to our interpretation of the provisions of 
Final Order No. 1015, it does not apply directly to t he 
service across t he William sburg bridge, but in the event 
of our ceasing to oper a te the Central crosstown lines, in 
all probability th er e w ill be a very great curtailment of 
the service to Brooklyn, and possibly such se rvice will 
be discontinued altogether o n the lines which we a re now 
operating across the Williamsburg bridge. 

We hope that in view of th e facts above pointed out 
you may see fit to make some modification of your Final 
Orders Nos. 1015 and 1016. If, however, you insist upon 
putting them into effect without any modification, we sha ll 
be glad if you will indicate from what other lines the 
cars are to be withdrawn in or der that we may comply with 
the orders regarding the Eigh th Street cross-t own line. It 
seems only fair that if you a re bent upon demonstrating 
to the public the superiority of your judgment and t he 
breadth of your knowledge of practical rai lroading, you 
should assume the responsibil ity for the results. U pon 
being advised o f your wishes we will at once take s teps 
to make the nece ssary changes, providing the feede r cables 
will carry the additional load. If we do not hear from 
you by Jan. I I in this regard we will withdraw cars from 
other lines as may be mo st expedient in our judgment and 
put them on the Eighth Street line. 

REPLY OF THE COMMISSION 

The reply of the commission , signed by t he chai rman, 
W illiam R. Willcox, and dated Jan. II, is as follows: 

On behalf of the commission, I beg to acknowledge your 
letter of Jan. 6, criticising th e commission fo r issuin g or d
ders requiring you to provide adequate service upon lines 
under your control, and ca lling this a "policy of oppression 
maintained and persisted in." P erm it me to call your at
tention to certain facts w hich appar ently have not received 
the attention from you they deserve: 

The law of this State requires every st reet r ai lway cor
poration to provide adequate service. You ar e receivers 
acting under th e directions of a judge of t he U nited Stat es 
Circuit Court. Neverth eless, t he s tatute &; of t he Stat e of 
New York are binding up on you an d mu st b e obeyed. 

The statutes also p rovide th at t h e P ub lic Service Com
mission shall decide wh ether t he service you g ive is ade
quate or inadequate, and that if the service is cons ider ed 
inadequate, the commission sh all determine w h at se rvice 
shall be rendered. This is a duty placed upon th is com
mission by the Legislature, and this commission intends t o 
continue to perform its duty. Your letter vi rtually sug
gests that we suspend the operation of th e law, which we 
have no authority or desire to d o. 

The orders to which you object, about as strenuously as 
the public needs them, were issued in c ompliance of these 
provisions of law. The orders r equiring better service up on 
the Eighth Street lines, which you sp ecia lly oppose, were 
particularly needed. For example, the evidence taken at 
the hearings shows that the average number of passenger s 
per car passing the point of observation upon the day of 

inspection, from S :30 to 6:30 p. m., was 77, a nd that many 
cars carried a much greater number. The seating capacity 
of th e cars was about 27. Consequently, upon an average, 
every ca r carried 50 persons standing, or nearly three times 
as m any passengers as there were seats. Is it surprising 
tha t the Eighth Street lines are said to be th e most con
ges ted li nes in t he city? That the cars are often crowded 
to the point of indecency, not to mention discomfort, can 
be co nclu sive ly shown to anyone who will inspect the cars. 
Ye t you obj ect to orders which require you to run from 20 
to 30 more cars, and intimate that if you are required to 
do so, you wi ll disrupt the system. 

Permit me to call your attention to several other per
t inen t facts: T hi s matter of service upon the Eighth Street 
lines was first taken up last April. Inspection showed that 
t he many complaints received at thi s office were justified. 
On May I, 1908, an order was issued for a hearing on May 
14, an d notice was duly served upon you. A day or two 
befor e t hi s hearing was to have been held you wrote to the 
commission asking for an adjournment, to enable you to 
investigate the subject. On May 14 the hearing was ad
j ourned unti l May 22, followed by other adjournments until 
June 3, at which time evidence was taken, showing great 
overcrowding, the n eed for additional service and th e pos
sibi li ty of running more cars. In the meantime, you had 
sent to t his commission, under date of May 27, a letter re
questin g t hat the proposed orders he not issued, and stating 
that improvements would be made. As a result the hear
ings were adjourned and final action postponed. 

In November, our inspe·ctors again examined and reported 
upon the se rvice on the Eighth Street lines. This inspec
tion showed that the overcrowding was practically as great 
as it had been seven months previous, and that the post
pon em ent you had urged had been productive of no appre
ciab le re li ef to the patrons of the Eighth Street lines. It 
seemed to the commission time to order an improvement 
in t he service which you had not provided voluntarily even 
after eight months' notice. Accordingly, orders for hear
ings were passed and notices sent you. The hearings --were 
held, new evidence was taken, and orders were adopted 
D ec. 29. 

Perhaps you may be interested to know that the records 
of t he cases show that 12 hearings were held a ltogether, at 
none of which did you appear, or anyone representing you, 
to contradict t he evidence taken, or intimate in any way 
that there was no need for improved service. T hey also 
sh ow t hat a t no time have you, either personally or by let
ter , indicated that t he standard of adequacy adopted in these 
order s is impr oper, unjust or unfair. As a matter of fact, 
t he com m ission held an informa l conference with the op
erating offi cia ls of the va rious roads at w h ich it invited 
t heir suggestion s as to t he proper standard of adequacy, 
an d the present order s are in harmony with suggestions 
made by your own general manager as to the standard of 
adequa cy. However, if a ll of t he facts known to you were 
not p laced before the commission at the hearings duly held, 
you alone a re to b lame for your fai lure to appear and take 
advantage of the opportun ity afforded you. 

You state in your letter t hat you have not cars enough 
to g ive adequate service. Yet you have known of the needs 
of the Eigh th Street lines for eigh t months to our positive 
kn owledge, and if you r or gan ization is efficient, you must 
have kn own of it for many month s mor e. You certainly 
knew of it last August w hen you agreed to rent 40 cars to 
a separate and independent company. Yet the orders to 
bec om e effective upon J an. 18 would require only 20 or 30 
cars more than h ave been op erated. 

Y ou must be aware that t he laws of t his State require 
tha t every stree t railroad corpor ation shall have sufficient 
c ar s and m otive power to meet a ll t he requirements which 
may r easonably be anticipated, un less relieved therefrom by 
order of t his com mission. This is binding upon you, 
althoug h you a r e Federal receivers. No application has 
ever b een r eceived from you asking to be relieved from the 
obliga tions imposed by statute. I t is, therefore, incumbent 
upon you to p rovide sufficient equipm ent and property to 
render ade qua te se rvice. This you have not done admit
tedly, and you say in your letter, "we do not intend to place 
any additional orders for cars." This statement appears to 
be a fl at r efus al t o obey the laws of th <! State of New York. 

The commission n ot es with astonishment the veiled 
threat in your le tter that, if t his commission insists upon 
compliance with the statute and with the orders of this com
mission, you will cont inue your policy of breaking up t he 
street railroad system of Man hattan into small sections. 
Neither this statem ent nor any similar one will induce this 
commission to dis regar d the law or knowingly allow anyone 
else wilfully to do so. In carrying out the policy of dis
ruption, you m ay be within your legal rights, provided the 
United Stat es Court is w illing to assume the responsibility 
for your acts, but you cannot shift the responsibility t here-
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for upon this co mmission. If you in sist, as a r ep ly t o th e 
orders of th e commission requiring you to obey th e law, 
that t he public shall be still further inconvenienced and in
jured, this commission wi ll exercise every power tha t it has 
to prevent this resu lt. The law can be obeyed without th e 
harm ful results which you threaten to bring about, and if 
you adopt the policy you suggest, when th er e ar e o th er 
ways open to you, you a lone a re r esponsible. Ordinarily, 
when a company cannot obey th e law, the suggest ion is 
made that it withdraw, surrender its franchise , o r a llow 
others to manage its a ffairs. 

Another ominous statement in your letter is tha t if this 
com missi on persists in its "policy of oppression," i. e., re
quiring adequate service, you wi ll take cars from other lines 
and otherwise dec rease the service you a re rend ering to 
sec tions of t he city for w h ich no orders of this commission 
have been issued. This commission wishes it d efinit ely 
und erstood that t hi s is not on ly inadvisable, but plainly in 
violation of the statute. Inspection s will be made from 
time to time to determine wheth er you are carrying out 
this plan, and proceedings w ill be b egun immedia tely to 
order t he service needed upon a ll lin es. If complian ce is 
not had with these orders, proceedin gs will be begun in th e 
courts to enforce penalties. 

Y ou r efer to the appraisal being made by this commis sion 
of the property under your control as a reason why orders 
for adequate service shou ld not be issued. The law recog
nizes no such excuse, and this co mmis sion has never enter ed 
into any und erstandin g with you that t he commi ss ion would 
suspend the law or stop th e issuance of ord ers for improved 
service. Y ou obj ect to "interference" in your affairs by this 
commission and ask to be a llowed to do as you please. 
Compli ance with th e requirements of th e statu tes would 
have m ade it unnecessary for this commi ss ion to issue the 
many orders it has found necessary to issue; continued 
non -compliance will force us to continue. 

SECOND LETTER OF THE RECEIVERS 

T he receive r s of th e Metropolitan S treet Railway ad
dressed a second letter to the commi ss ion. in reply to the 
forego ing, dated Jan. 12. T his lette r fo llows: 

The letter of your chairman, written on your behalf, 
dated on t he 9th in stant and received by us on the I Ith, 
see m s to r equire but a brief reply. 

So far as we kn ow, no one has disputed the proposition 
stated by you, to t he effect that while we are rec eivers 
ac ting und er the d irections of a judge of the U nited States 
Circuit Court, t he statutes of t he State of New York are 
bindin g upon us and must be obeyed. If you will refer to 
our lette r t o you of Aug. 24, 1908, you wi ll see that we then 
to ld you plainly that suggestions to the effect that because 
we were appoin ted by a Federal Court we considered our
se lves not ame nab le to State control were wholly un
warranted. 

You seem to overlook the fact. however, that the receiv
ers have n o personal or individual interest in the properties 
under their charge, but that they are only trust ees for the 
owners, endeavoring to perform their duties effici ently and 
conscientiously and to the best of their abi lity under the 
directions of the circuit court of the United States. 

Suggestions or insinuations on your part that we have 
either vio lated the law in the past or intend to do so in the 
future , are utterly without foundation. We a re rendering 
the best service in our power, and n either the orders of 
your commission nor the statutes of the State of New York 
can require us to do anything more. 

Your suggestion that when a company cannot obey a law, 
it should withdraw, surrender its franchise or allow ot hers 
to manage its affairs, is singularly futile. T he law does 
not confer upon your commission or upon anyon e else the 
power to deprive the creditors of this company of their 
security or to compel them to sacrifice the ir investments 
because of some a rbitrary views on your part with r espect 
to what constitutes adequate service. Fortunately, there 
are tribunals which consider evidence, have regard for exis t
ing facts, and are guided by the settled rul es of law. If 
you undertake to destroy the value of the property in our 
charge, we will, of course, resist you by every lawful means 
in our power. ,, 

As to the matter of non-appearance before your com
mission upon the hearings, you may possibly r emember that 
a t an early stage of the case we were directed by the court 
no t to appear but to furnish you with any and a ll informa
tion which you might require. This we have done to the 
fulles t extent. 

With regard to your criticism respecting the leasing by 
us to the belt road of a few cars, we beg to say that our 
sole object in letting them have these cars was to obviate 
any inconvenience , to the public which might arise from 
even a temporary cessation of the operation of the belt 

lin e. It was of n o advantage to us to rent these cars and 
w e were actuated en ti rely by a regard for the public. It 
seems to us that our action in this re spect should receive 
your commendation in view of your expressed concern in 
regard to the public welfare. 

Your r efer ence to "threats" is without justificatio n. We 
make no "threa ts," but simply tell you what is certain 
to com e to pass if you persist in the policy which you have 
adopted. You have wholly failed to meet any material 
asse rti ons or suggestions made by us in our letter to you, 
and we are therefore justified in assuming that you are 
unable to answer them. 

We shall continue to do the best we can in spite of 
t he difficulties which you insist upon interposing. 

LETTER TO THE BELT LI NE 

The receive r s of the Metropolitan Street Railway ad
dressed a letter on the same date to the Central Park, 
North & East River Railroad. This letter is as follows : . 

In the agreement of Aug. 5, 1908, providing for the rent
ing to you by us of not to exceed 40 electric passenger cars, 
and a lso an electric snow sweeper and an electric sand car, 
it is provided that the arrangement may be terminated upon 
two weeks' notice by eith er party. 

Recen t communications · r ec eived by us fr om the Public 
Service Commission call for an increase of service this 
w inter w hich may r equire us to ask for the return of the 
cars w hich we are now renting to you. The commission 
int imates that we should use these cars on ou r own lines 
instead of leasing them to an independ ent road. 

As you know, our only object in permitting you to have 
these ca r s was t o obviate the inconvenienc e which would 
have been occasioned to the public by even a temporary 
cessation of th e operation of electric cars on your Fifty
ninth Street li ne. The Public Service Commission does not 
seem to appr ec iate this, and while its implied c riticism is 
w ho lly without merit, the fact remain s that a condition of 
affairs may arise w hen we shall need th ese cars fo r our own 
se rvice, and we d esire to give you thi s n otic e of the possi
bility that we may have to avail ourselves of the cancella
tion clause of the contract, so th a t you may be governed 
ace or din g ly. 

----♦··----

NEW TIME TABLE OF THE SOUTH SHORE ROUTE 

The Chicago, Lake Shore & South Bend Railway, H. U. 
\\'allace. genera l manager , Michigan City, Ind., has re
ce ntly issued a new timetable for the general info rmation 
of those w ho wish to travel between South Bend, Ind., and 
the business district of Chicago, or any intermediate points 
on the new electric route between th ese terminals. The 
Ch icago, Lake Shor e & South Bend line is now in opera
tion from South Bend, Ind. , to Hammond on the Illinois
Indiana State line, a distance of 69 miles. From Hammond 
to Kensington, a station on the Illinois Central Railroad, 
the roadbed for the electric line is practically completed .. 
It is the plan to handle the traffic between Kensington and 
Randolph Street, in Chicago, over the suburban tracks of 
the Illinois Central Railroad. A t present, however, the 
electric service between South Bend and Hammond makes 
connection at Hammond with the steam suburban service 
of the Lake Shore & Michigan Southern Railway. From 
the La Salle Street terminal of the Lake Shore Railroad 
r8 trains a day make close connections with the electric 
trains at Hammond and Gary. The running time over the 
steam 'suburban route to the connecting point with the 
electric line is about an hour, and the running time of the 
limited trains ove r the new electric line from Ha!l]-mond to 
South Bend, 69 miles, is two hours. Thus the combination 
of services will carry the passenger between the business 
dist rict of Chicago and South Bend, 91 miles, in three 
hours' running time. The new folder of the "South Shore" 
route contains not only the usual complete timetable, but 
also the time of connecting trains to and from the present 
terminus in Chicago. The rates of fare are about 2 cents 
per mile. The new folder contains a map of the territory 
served by the road and its co1;:mections into Chicago. 
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COMMUNICATIONS 

ACCIDENT FAKING IN THE SOUTHWEST 

OKLAHOMA RAILWAY COMPA NY 
OKLAHOMA CITY, O KLA., Jan. 7, 1909. 

To the E ditors: 
Some time ~go a party was apparently inj ured on one 

of our cars by reason of one of the incandescent lamps 
breaking and a piece of glass getting in his eye. Our 
claim agent settled wi th him, and we heard nothing more 
from him until recently, when he appea red at Guthrie, at 
which point I am interested in the street railway. 

H e was detected in the act o f unscrewing one of the 
lamps, wi th the evident intention of having it fa ll and 
strike him. In fact, he did claim to have been in jured on 
orie of our cars, but on examination nothing could be found 
the matter with his eye. From his actions it is believed 
that he is making a habit of getting hurt on street cars. 
It might be well fo r other companies in thi s section to 
look out fo r this party. ANTON H. CLASSEN. 

-----♦·----
INCREASES OF FARES 

MILFORD & UXBRIDGE STREET RAILWAY, 
MILFORD, M ASS., Dec. 26, 1908. 

To the E ditors: 
In my opinion the larger part of the ra ilways in Massa

chusetts a re car rying passengers for too low a fare and 
something will have to be done to remedy it. I do not see 
how receipts can be increased to any extent , and employees 
a re not being paid any more than they should receive. It 
seems to me that the only thing to do is to raise the fare, 
making the unit 6 cents instead of S• cents. 

w. L. ADAMS, 
Superintendent. 

NORFOLK & BRISTOL STREET R AILWAY, 
FOXBORO, MASS., Dec. 2 2 , 1908. 

To the E ditors : 
Our fares have not been increased as yet and therefore 

we cannot give you any information of inte rest a t this 
t ime concerning th is matter. W e believe, however , that 
the time has arrived when street railway companies must 
do something to get their receipts high enough to meet the 
increased cost of labor and materi al and leave a fai r re
turn fo r the money invested ; and if there is no other way 
to do thi s the fares must be increased. 

To the Editors: 

F. M. PERRY, 
Super intendent. 

BosTON, MASS., Jan. 12, 19 09. 

I t is very gratifying to have an analysis of the condi
tions which have led, in th r.'. Commonwealth of Massachu
setts, to increase of fares on some of the street ra ilways. 
T he w ri ter is heart ily in sympathy with your beli ef that 
such increase is in certain cases necessary and in accord 
with sound public poli cy. H e therefore takes this opportu
nity of begging you to explain fully to the public the origin 
of the financial difficulties of the lines which need a chari
table nickel in the contribution bgx. The public in this 
commonwealth is pretty apt to give the honest investor a 
square deal. Before it taxes itself , however, to pay divi
dends on a losing proposition it naturally wants to make 
sure that the investors were really unfortuna te and not 
that the companies were overcapitalized. 

It seems to be now quite certa in that our American one-

fare system inaugura ted in the boom day s of 20 or 25 years 
ago has simply reached its natura l limitations. It was to 
a cer tain extent a huge bluff, based on the theory of general 
averages which worked well for a whil e, like the frate rn al 
insurance of about the same period, but carried neverthe
less the intrinsic certai nty of ultimate fai lure. It is per
fect ly safe to say to the passenger : "Why certainly we'll 
carry you to about any place you want to go fo r a nickel," 
provided that on the average the prospective passenger 
doesn 't want to go very far. T hen if occasionally he 
should really wa nt to take a long r ide , the loss would be 
more than compensated by the score of chaps who ride only 
a few blocks. T here a re routes in the. vicinity of Boston 
on which the end-to-end fa re is less than one mill per mile. 
But as a city g rows and the street-car system about it de
velops it is the almost inevitable re sult that the average 
ride will lengthen and the proportional cost per passenger 
will run up. Yet so great is the bulk of travel that most 
roads continue prosperous in spite of this fact, provided 
they get a reasonable amount of the short-distance t raffic. 
T he roads on the des pai r li st a re almost without exceptions 
those running in a te rritory that does not yield the shor t
distance ride to any materi a l extent. I n other words, they 
a re roads whi ch never had any right to assume the con
dition of averages which a lone justi fi es a stra ight 5-cent 
fare. 

Just how far the public is likely to go in taxing itself to 
save unwise promoters and investors from the conse
quences of their rashness remains to be seen-it w ill c·er
tainly be no great distan ce i f demands for increased fare 
become common or a re made by roads that are not abso
lutely clear from even the suspi cion of overcapitalization. 
For such cases the best thing for the public is to let them 
go under the hammer to some one who buys low enough 
to bring the fi xed charges within reason. 

But there is certainly a class of roads which is in every 
way deserving of the helping han<l. Such roads are com
monly those which are fundamentally cross-country or inte r
suburban roads, built in the reasonable hope that t raffic 
would follow the trolley, a maxim that has proved true in 
a multitude of cases. S uch a road, however, perhaps from 
no general error of j udgment, but from a complication of 
causes, has played in hard luck and finds the receipts too 
small to pay its legitimate expenses. It borrows and bor
rows more, in hope of pulling through to more prosperous 
t imes, often skimps painfully and unwisely, as, for example, 
by cutt ing down a service a lready too infrequent for reason
able earnings. and fina lly bankruptcy stares it in the face. 
Now a ll thi s t ime it has been doing good to the community 
and trying to buil d it up, and it is safe to say has increased 
property values all along the line. It is better for the com
munity to lend a hand and cheer fu lly concede an increased 
fa re than to have the plant actually abandoned, and such 
help is ve ry likely to be extended in any deserving case. 

ENGI NEER. 
----·♦·•·--~ 

The municipality o f Moscow, Russia, has been authorized 
to contract a loan of 9 ,000,000 rub les to be used in building 
electric railways. 

---... ·♦·----

The subst itution of electric for steam traction on the 
Cherbourg rai lway lines has been approved by the French 
Government. 

-----♦·----

T he T ramway Company of Constantinople, it is said, 
will electrify its lines shortly, and has placed its contracts 
in France. 
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News of Electric Railways 
Annual Meetings of the Central Electric Railway and the 

Central Electric Traffic Associations 

The third annual meeting and election of officers of the 
Central Electric Railway Association will be held at the 
Claypool Hotel, Indianapolis, Ind., on Jan. 28, 1909. Mem
bc:rs and invited guests from Ohio, Kentucky, Indiana and 
Michigan have signified their intention to be present and, 
as the meeting is the last one of the year, the prospects are 
good for an unusually large attendance. All managers have 
been asked to request the heads of their departments to 
take part in the various discussions. The Supply Men's 
committee requests that each member of that department 
wear his button at the meeting. The office of the secretary, 
in the Traction Terminal Building, Indianapolis, will be 
open to members and th eir friends while in the city. The 
annual meeting of the Central Electric Traffic Association 
will be held at the Claypool Hotel on Jan. 27, the day pre
ceding th e meeting of the Central Electric Railway Associa
tion. The program of the meeting of the Central Electric 
Railway Association follows: 

MORNING SESSION, JAN. 28, 1909 
rn:oo a. m.-Business session. 
I I :oo a. m.-"The Luminous Arc Headlight," by W. S. 

Culver, engineer, General Electric Company, Cincinnati, 
Ohio. 

12 m.-Adjournment for lunch. 
AFTERNOON SESSION 

r :30 p. m.-"The Proper Inspection of Equipment," by 
W. E. Rolston, superintendent of power and shops, Cleve
land, Southwestern & Columbus Railway, Elyria, Ohio. 

2:30 p. m.-"The Practicability of Light and Power for 
Electric Railway Transmission Circuits," by G. H. Kelsay, 
superintendent of power, Indiana Union Traction Company, 
Anderson, Ind. 

3:30 p. m.-Remarks by the president. Election of 
officers. 

Judge Tayler Outlines Terms Necessary to Attract Capital 
in Cleveland 

In a letter to the receivers of the Municipal Traction 
Company, Cleveland, on J an. 13, Judge Tayler expressed 
the opini on that any franchise grantecl for street railway 
operation in Cleveland should provide for a fare that shall 
yield 6 p er cent on the stock above operating and fixed 
charges and that the people should have the benefit of any 
surplus above this amount in reduced fare. He says that 
a franchise providing for a r eturn of this kind should at
tract the capital necessary for extensions and improve
ments. 

On J an. II the receivers of the Municipal Traction Com
pany, Cleveland, filed with the United States Circuit Court 
reports of the Municipal Traction Company for the first 
12 days of November, when the properties were still under 
the management of the Municipal Traction Company, and 
for the remainder of the month after the court took charge. 
These reports follow: 

NOV. r TO 12 INCLUSIVE 
Gross earnings ....................................... , ...... $151,338 
Operating expenses ........................................... 117,238 

Net earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 34, 1 oo 
M:iscellaneous income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,332 

Gross income, less operating expenses.......................... 35,432 
Taxes ...•.. . ...•........... . . . . : . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8,813 

Income, less operating expenses and taxes....................... 26,619 
Interest . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16,110 

Net income . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . 10,509 
Cleveland Railway rental...................................... 29,351 

Deficit • . • • . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $ r 8,842 
NOV. 13 TO 30 INCLUSIVE 

Gross earnings ............................................... $227,035 
Operating expenses ........................................... 165,552 

Net earnings • . . . . . . . . . . . . . . . . . . . . . . . . . . . ... . . . . . . . . . . . . . . . . . 61,483 
Miscellaneous income . . . . . . . . . . . . . . . . . . . . ... . . . . . . . . . . . . . . . . . . 1,120 

Gross income less operating expenses. . . . . . . . . . . . . . . . . . . . . . . . . . . 62,603 
Taxes ................................. •. • .................. • 13,221 

Income, less operating expenses and taxes. . . . . . . . . . . . . . . . . • . . . . 49,382 
Interest and other deductions ............... ; . . . . . . . . . . . . . . . . . . 24,424 

Net income ................................ • • • • ... • .. • • . . . . . . . 24,958 
Cleveland Railway rental. ........................ • .. •.•••••.• 44,027 

Deficit $19,069 

The receivers state that Auditor Tanner, who prepared 
the report for the first 12 days, omitted certain items that 
should have been distributed in former reports or given as 
a total in the final report. When Mr. Tanner's attention 
was called to this, he stated that he had taken the matter 
up with the officers of the company and that the decision 
had been reached not . to include them in the report. The 
hems named are: Balance charged to loss on "Municipal 
day," when no fare was charged, $3,200; Cleveland Railway 
or5 anization expenses, $5,333; uniforms for motormen and 
conductors, $18,487. In addition, the receivers believe that 
the following should be charged in the report: Cleveland, 
Painesville & Eastern Railway rental, $4,197; Northern 
Ohio Traction & Light Company rental, $157; petty cash to 
be accounted for by F. C. Alber, $3,500. 

In a letter to Mayor Tom L. Johnson, made public on 
Jan. 9, in answer to arguments made recently by the Mayor 
in interviews with Warren Bicknell and F. A. Scott, receiv
ers of the Municipal Traction Company, and Judge Tayler, 
the receivers state that the figures obtained through the 
operation of the company make it plain that an increase of 
fare is necessary at once if sati sfactory service is to be 
maintained in Cleveland. Notwithstanding the contention 
of the Mayor that the present service is in excess of the 
traffic requirements, the receivers state that the public is 
entitled to a system of operation that will enable it to 
trave l in reasonable comfort at all hours, and that such 
service cannot be operated at a fare of 3 cents. They also 
express themselves as being opposed to the zone system 
and say that the suburbs must have the same fare ·a s the 
city. The receivers evidently feel that the Mayor can 
enable them to operate with a uniform rate that will result 
in returns sufficient to avoid further deficits, without com
promising himself or hi s policies; but if he does not see 
th e matt er in that light, the only thing- left them is to op
erate at the various rates provided in the original fran
chises-3 cents on the Forest City Railway without trans
fers, and 5 cents or I I tickets for 50 cents on the Cleveland 
E lectric Railway. The rate on the Woodland Avenue and 
West Side lines would _probably have to be fixed by a legal 
decision, as authorities disagree as to the time the fran
chises of the Cleveland E lectric Railway expire. The letter 
in part, dated Jan. 4, follows: 

"Careful consideration has been given to the questions 
suggested by you at the conference between you and the 
undersigned r eceivers on Dec. 26, 1908, which questions are 
as fo llows: 

"What is "the ( 1)-Loss by interurban service for the 
year and for the month of January, 1909? 

"(2)-Loss in East Cleveland, Lakewood (Detroit and 
boulevard), Corlett, South Brooklyn, Euclid Beach, New
burg and Kinsman and Woodland extension by reason of 
3-cent fare, as against 5-cent fare or I I tickets for a half
dollar, by the year and for the month of January, 1909? 

"(3)-Loss on the lines _whose receipts are less than a 
sum suffici ent to pay operating expenses without rental
each lin e by the year and for the month of January, 1909? 

"(4)-Loss on the lines whose receipts are less than a 
sum sufficient to pay operating expenses when rental is 
charged-each line by the year and for the month of Janu
ary, 1909? 

"In reply to the first question, a careful investigation has 
been made of the cost of interurban service, and the receiv
ers find that while there is some loss, the amount is not 
so considerable ·as to affect materially a possible rate of 
fare. In any event, the interurban cars are being operated 
under a contract which was made years ago by the Cleve
land Electric Railway and its predecessors, and which con
tract was honored and its terms lived up to by the Munici
pal Traction Company during its operation of the lines. 

"Particular attention has been given to your questions 
two, three and four, dealing first with the possible loss in 
carrying passengers at a 3-cent fare to suburbs, such as 
Kinsman and Woodland extension, Newburg, South Brook
lyn, Corlett, Detroit Avenue and Clifton Boulevard, Lake
wood, East Cleveland and Euclid Beach, and second, with 
the loss on certain lines, the receipts of which may be less 
than a sum sufficient to pay operating expenses without 
rental; and third, with the loss on lines, the receipts of 
which may be less than a sum sufficient to pay operating 
expenses after rent is charged. 

"The figures already obtained through the operation by 
the Municipal Traction Company and the receivers mak,e 
it clear that a 3-cent rate of fare has not been sufficient t,, 
pay the cost of operation and charges. 

"Further analyses of these results are now being pn-
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pared, and will be m ade public w hen completed, but the 
present daily loss, and the consequent necessity for imme
diate consideration of the question as to rate of fare, create 
an emergency requiring immediate action. 

"The questions suggested to you, numbered 2, 3 and 4, 
relate to the results of operation, but th ey go much farther 
than this, for they involve two primary questions: 

"First-Whether the street rai lways of Cleveland are to 
be operated and dealt with as one sys tem, on which a uni 
form rat e of fare shall prevail; or wh eth er the ci ty shall be 
divided against itself by the operation of separate lines at 
different rates of fare? Second-Whether the service on 
the street car lin es shall be suc h as is nee ded to r easonably 
accommodate the people, and th e rate of fare such as will 
pay the necessary charges fo r providing th e service; or 
whether the rate of fare shall be an arb it rary amount fixed 
in advance, and the service only so much as can be given 
without loss for such a rate of fare? 

"The next and equally important point which your ques
tions involve is, whether there sha ll be a uniform rate 
throughout the city, as it now exist s, which of course must 
include such suburbs as Brooklyn, Corlett, Lakewood, New
burg, Kinsman and W oodland exten sion, South Brooklyn, 
Collinwood and East Cleveland, or whether the rat e of fare 
shall be graduated by the distanc e traveled and so produce 
a zone system. 

"On all of these propositions it is t he judgment of the 
receivers that th e people of thi s city desire: 

"First-Good servic e on all th e lin es now in operation, at 
such reasonabl e rate of fa r e as will pay the reasonable 
charges for furnishing the servic e. 

"Second-The operation of the street rai lways as one 
system, so that citizens who use th e cars may receive the 
same treatment and be required to pay the same rate of 
fare on one line as on another, ancl so that those riding on 
Woodland Avenue S. E., Broadway or St. Clair Avenue 
N. E., or any other lines shall not be requ ired to pay a 
higher rate of fare than those ridin g on Euclid and Cedar 
or some other line on which the cost of hauling passengers 
may prove to be a little lower. 

"Third-That thos e citizens who have moved into the 
suburbs of Cleveland and have built homes there and who 
have so established th emselves in the beli ef that the char
acter of the car service and the rate of fare would be sub
stantially as they have been durin g r ecent years, the vast 
majority of whom are employed or do business within the 
limits oL the city proper, and all of whom are contributors 
to the welfare of this community, and within t he next few 
years will become actual citizens by the ext ension of the 
limits of the city proper, shall receive the same considera
tion as those who are at the moment actuall y residing 
within the limits of Cleveland. 

"Fourth-That nothing should be done tending to create 
a zone system, thus encouraging a congestion of population. 

"It is, therefore, the judgment of the receivers that these 
various questions resolve themselves into a single one, 
namely, at what rate of fare can passengers be carri ed on 
the lines of the present system of street railways wi th such 
service as is necessary to meet the needs of the people? 

"The reports of the Municipal Traction Company from 
April 27 to Nov. 12, and the report of the receivers, giving 
the results of their operation during the last 18 days of 
November, make it cl ea r that a 3-cent rate of fare wi ll not 
pay the cost of adequate service. 

"Unless the service be cut down to such a degree that it 
will fall far short of accommodating the people, an immedi
ate increase in the rate of fare must be !!lade. If an in
crease be made under existing conditions, and without som e 
action on the part of the City Council, there would appear 
to be no course open to the receivers other than to apply 
to the court for permission and authority t o establish sue h 
rates of fare as are authorized by existing franchises on th e 
several lines. 

"The receivers would be forced into this position with 
the utmost reluctance, as it necessarily involves much con
fusion and inconvenience to the public." 

Plans for Chicago Subway 

John Ericson, city engineer and h ead of the subway 
bureau of Chicago, tran smitted th e preface to an elaborate 
report on subways for Chicago to the chairman of the 
transportation committee of the City Counci l on Jan. 6. 
The main report will be a volume of several h11ndred pages 
and its publication is ann ounced for Marc h. It is pointed 
out in the preface that a double-deck subw&Y would h e too 
expensive and would entail too many considerations in the 
way of disturbing present underground structures and 
building foundations to be practicable. A suggestion is 

made of a trial design of subway structure running through 
the loop district in Wabash Avenue, with four lines of 
track, two for the elevated railroads and two for the sur
face railways. The capacity is figured at 18,000 passenger s 
an hour in eac h direction on the tracks used by the surfac e 
railways and 25,000 an hour in each directi on on th e tracks 
given over to the e levated railways. The total is 86,ooo 
passengers an hour in both directions, which approximates 
the combined elevated traffic or the combined surface traffic 
in the loop district in its present congested state. In other 
words, the subway as outlined in this one street would add 
so per cent to the city's local transporta tion lines. 

According to the report the m ovement of surface cars has 
practically reached its maximum at th e tim es of congestion. 
Twenty-five double-track lines is the present limit to the 
south as the streets exist. Fifteen such double-track lin es 
are in existence, with six elevated tracks lea ding to the south 
and southwest. All these outlets have not less than one
th ird the capacity of a double-track subway outlet. The de
mands of future transportation make it necessary to con
serve all these street outlets for surface lines in addition to 
the subways. The cost of construction should not be so 
g reat as to prevent a reasonably avai lable revenue each 
year. and for that reason the annual construction expendi
tures should be between $3,000,000 and $5,000,000. The 
report advises little change in th e present Illinois tunnel. 
Some modifications will be needed, but no sweeping 
changes. The top of th e present tunnel, except at the 
river crossings, is below the level contemplated for the sub
ways. 

Wisconsin Electric & Interurban Railway Association.
Clement C. Smith, 'president of the Wisconsin E lectric & 
Interurban Railway Association, has call ed a meeting of 
the association for executive session to be held at Mil
waukee on Wednesday mornin g, Jan. 20. The as s'> c- iation 
wi ll also hold a meeting at Oshkosh on Feb. 1, at which a 
number of papers on operating topics will be presented. 

Northwestern Electric Association.-A meeting of the 
Northwestern Electrical Association will be held at Mil
waukee on Jan. 21. In the morning the m embers of the 
association will visit the West Allis shops of the Allis
Chalmers Company. The afternoon will be devoted to a 
consideration of the work of the Railroad Commission of 
Wisconsin, and a paper on this subject will be presented 
by Prof. B. H. :Meyer, chairman of the commission. In the 
evening there will be a beefsteak dinner at 6:30, to take the 
plac e of a formal banquet. Among the speakers expected 
will be Prof. Meyer, John I. Beggs and Hon. Neal Brown, 
Wausau. 

Storage Battery Cars Proposed for New York-The 
newspapers of New York have h ad a good deal to say 
lately about the adoption of Edison storage batteries for 
street railway service in New York, notably on the Third 
Avenue Railroad. There has, in reality, been some discus
sion of such projects, but the statements in the daily press 
are decidedly anticipatory. Inquiry made of Thomas A. 
Edison at his laboratory in East Orange elicited this state
ment : "Mr. Edison does not care to have any statement 
made with regard to the battery. When he is fully satis
fied himself that everything is all right, he will let the 
public know." Frederick Whitridge, receiver of the Third 
Avenue Railroad, recently expressed himself before the 
Public Service Commission of the First District of New 
York as favoring the operation of self-contained cars on 
the crosstown lines in New York. 

New Members A. S. & I. R. A.-B. V. Swenson, secretary 
of the American Street & Interurban Rai lway Association, 
announces t hat the following new member companies and 
associate members have been enrolled in the association 
since Jan. 1, 1909. Member Companies: Sacramento ( Cal.) 
Electric, Gas & Railway Company, Edmonton (Can.) Elec
tric Railway, The St. John (N. B.) R ailway, Galesburg 
(Ill. ), Kewanee E lectric Railway, San J ose (Cal.) Railway. 
Associate Members: Gen. Geo. H. Harries, Washington, 
D. C.; Wm. H. Staub, Baltimore, Md.; J. D. Brown, Nash
vi lle, Tenn. ; E. W. Sharp, New York; E. J. Lenz, Green
vi ll e, Miss.; Le Grand Young, Jr., Salt Lake City, Utah; 
A lbert C. Fairbanks, Watertown, Mass.; W. 0. Stieff, Read
ing, Pa.; Le Roy G. Mi ller, Franklin, Pa.; Geo. A. Barnes, 
Franklin , Pa. ; Geo. J . Smith, Chicago, Ill.; E. J. Beatty, 
Franklin, Pa.; R. C. Cunningham, Philadelphia, Pa.; W. H. 
Lee, Indianapoli s, Ind.; J ames V . Smith, Franklin, Pa.; 
Chas. H. Thomas, Franklin, Pa.; L. J. Drake, Jr. , Indian
apolis, Ind. ; C. E. Schauffler; Chicago, Ill. ; J. E. Southwell, 
Boston, Mass. ; W. A. McWhorter, Birming]J~m, Ala.; W. A. 
Trubbe, Bridgeport, Conn.; W. L. Conwell, 'New York City; 
J. J . Sinclair, New York City; J . S. McWhirter, New York 
City; Chas. H. Cross, Chicago, III. 
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Financial and Corporate 
New York Stock and Money Markets 

J an. 12, 1909. 
The effect of the decision adve r se to th e Consolidated 

Gas Company was felt in the stock market throughout the 
past w ee k, and there has b een an uncertainty in th e tradin g 
which h as result ed in n et lo ss es for most of the prominent 
stocks. The fact that a large portion of the r ecent dea l
ings has been for professi onals who have only sp eculative 
intere s t in th e market accounts for this feeling. Many of 
t hese m en w e re comp ell ed to loosen their h o ld on other 
s tocks to protec t their inter ests in Gas s tock, and such 
sa les, of course, cause d depressi on in the prices of the 
issues in which liquidati on t ook p lace. A s far as the moral 
effect of the d ecision goes, it cuts very li tt le figure in the 
Street. 

The tracti on stocks have sh own a good d e.al of 
activity during t he week, and, as a rule, have lost som e
thin g in price. Brooklyn Rapid Tran sit and the Interb or 
ough-M etrop olitan issues h ave bee n especially acti ve . The 
rum ors of a poss ib le dividend on Brooklyn R apid Tran sit 
stock m ay account fo r this, but it is not apparent w hy Inter 
borough-M etrop olitan sh ould be a feature in the market a t 
this time. No plans fo r t h e r eorganization of the Met ro
politan Street R a ilway have bee n m ade public y et . The 
activity w hich has bee n a fea ture of th e tradin g r ecently, 
however, m ay indi ca te that a definite sch em e of reo rganiza
tion will be submitted soon t o the security-holder s con
cerned. 

The g ood m arket fo r b onds ·continues and all n ew issues 
tha t a r e offer ed a r e taken r apidly. That t h e mon ey m arket 
remain s easy is s hown by th e ra tes prevailing at a ll cen
ters. R a tes on co lla t era l loan s a re even lower than a w eek 
ago. Ca ll money to-day was quo ted at r ¼ t o 2 p er cent , 
and 90-day paper a t 3¼ t o 3½ p er cent. It is, of cour se, 
only a ques tion of time befor e the increased requirem en ts 
fo r fund s by m erca ntil e bo r rower s will streng th en rat es. 

Other Markets 

A lthou gh the Boston stock m arket was st ron g in t one 
and fa irly ac ti ve, n o t much has bee n don e in tract ion is
~ues except fo r th e trading in Boston Elevated rig hts. 
Th e~e have been ac ti ve, an d prices fo r th e opti ons have 
advan ce d. They are quo ted now at 4 t o 4½ per ce nt . Ther e 
has been n o trading in traction bond s. 

In th e Phila delphi a s t ock m arket b oth Rapid Tran sit an d 
Uni on Trac tion s toc ks h av e b een fairly active. Prices have 
been r easonably stron g, a lt h ou gh the fluctua ti ons have been 
within n a rrow limi t s. Rapid Tran sit closed at 25¼ a nd 
Uni on Tracti on at 52. Ther e was little trading in any oth er 
tracti on issues. 

V ery little inter es t has bee n sh own during th e week in 
traction issues on t h e Chicago Stock E xchan ge. Series 2 
and 3 of the Chicago R ailways Company w er e in th e m ar
ket t o som e ext en t, but prices w ere ab out st a ti on a ry. A 
few lots of South Side E leva ted r ail road st ock we re sold 
a t 55 to 56. 

In Baltim or e t h e b onds of th e U nited R a ilways continued 
act ive. Fair-s ize d bl ocks have b een traded in every day, but 
pri ces r emain about t h e sam e. The 4s are sellin g fo r 85 ½ 
and th e incom es fo r 52. 

Quota ti on s of va ri ou s traction securiti es as comp ared 
with last week fo ll ow: 

J an . 5. 
America n R ailways Company, Phi la delphia . .. .... .... .. * 45 
Boston Eleva ted Railways. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 126 
Brookly n Rapid T ransit Company.... ....... ... ...... . 69 ½ 
Chicago City R ailway ............ ... . ................. 180 
Clevela nd R ailway .................. ................ . 
Con soli dated Traction Company of New J ersey .. ...... . 
Consolidat ed T raction Company of New J crsey, s per 

cent bonds .. . .... . .... . .. . ...... . ..... . ... . . .... . . 
Detroit U nited R ai lway ............. .. . .. . .. .. ........ * 53¼ 
lnterborough-Metropolitan Company . . . . . . . . . . . . . . . . . . 18¼ 
Interborough- Met ropoli tan Company (preferred)........ 48¼ 
Manhattan Rai lway . . .... . ........... . ... . ... ........ 1 s 1 ¾ 
Massachusett s E lectric Companies (common).. . ........ 12 
Massachuse t ts Electric Compan ies (prefer red).......... 59 
M et ropoli tan W est Side Elevated Railway , Chicago 

(common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16 
l\fetr opolitan W est S ide Elevated R ail way, Chicago 

(preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . so 
Metropolitan Street R ai lway........... ..... .. ... . ..... 42 
N orth A merican Companv.. . . . . . . . .. . . . . . . . . . . . . . . . . 74 
Philadelphia Company, P ittsburg (com mon)... . ........ 43¼ 
Philadelphia Companv, Pi ttsburg- (preferred) ........... 44 
Philadelphia Rapid T ran<it Company. . . . . . . . . . . . . . . . . . 24 ½ 
Philadelphia Traction Company .. . . . . . . . . . . . . . . . . . . . . . . 90½ 
Public Service Corporat ion . s per cent coll ate1al n otes .. 
Public Service Co rporation cer t ificates .... .. . .. . .... .. . . 
Twin City Rapid Transit Compan y. Minn eapolis (common) 97 ¾ 
Union Traction Company, Phil adelphia .. ... . ... . . ,..... 51 ¼ 

a Asked. 
*L ast sale . 

J an. 12. 
~45½ 
128½ 
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16 
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100¼ 
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Cicero & Proviso Street Railway, Chicago, Ill.-The pro
tec tive committee of bondholders of the Cicero & Proviso 
Stree t Railway has extended until Jan. 20 the time for de
positing bonds w ith the Illinois Trust & Savings Bank, 
Chicago, depository. Of the outstanding issue of $1,948,000 
more t han $1,500,000 has been deposited. 

Columbus Railway & Light Company, Columbus, Ohio.
A t th e annua l me et ings of the Columbus Railway Company, 
th e Columbus Traction Company and the Columbus Light, 
H ea t & Power Company, on J an. 7, Butler Sheldon, Frank 
T . Stewart, George Hardy, Harford T. Stewart and William 
K. L anman w ere elected directurs of all three companies. 
Offic er s of the Columbus Railway Company and the Colum
bu s Traction Company were chosen as fo ll ows : Butler Shel
don. president ; Frank T. Stewart , fi r st vice-president; 
George Hardy, second vice-pr esident ; Herbert M. Burring
ton, secretary and auditor. The offi cers of the Columb~s 
Ligh t, H eat & Power Company a re : Butler Sheldon, presi
dent; F rank T. Stewart, vice-president and treasurer; Her
bert M . Burrington, sec r etary and auditor. 

Dayton & Xenia Transit Company, Dayton, Ohio.-1he 
O ld Colony Trust Company, Boston, Mass., representmg 
th e holders of the fir st mortgage 5 per cent bonds of the 
D ayton & Xenia Transit Company! which _has de~a.ulted in 
its inter est payments, h as filed an mtervenmg pet1tlon ask
ing th at the road be so ld t o satisfy the claims of the bond
h olders. 

Delaware & Hudson Company, Albany, N. Y.-An appeal 
by th e Delaware & Hudson Company to th e Public Service 
Commi ssion of t h e S econd District of New York for a 
r eh earing on th e app li cat ion of the company for authority 
to issue bonds for the fi n ancin g of it s rec_ent purchase of 
additi onal coal lands in Pennsylvania and the acquisition of 
th e Huds on V a ll ey Railway has been denied by the com
mi ss ion. T h e company has ann ounc ed that it will appeal 
t o th e courts from th e decision of the commission. 

Kenosha (Wis.) Electric Railway-The Investment Reg
istry Company, London, Eng., has purchase d control of the 
Ken osha Electric Railway from A. C. Frost, Chicago, and 
assumed the management of the company on Jan. 4. The 
Inves tment R egistry Company was a small bondholder of 
t he Kenosh a El ectric Railway. The road conn ects Kenosha 
and South K enosha, about 4 miles distant, and reaches 
A nd erson P ark. Power is rented by the company from the 
Chi cago & Mil waukee E lect ric Railroad. 

New Jersey & Pennsylvania Traction Company, Trenton, 
N. J.-Th e m embers of the committee finally agreed upon 
to t ake over the m anagement of th e New Jersey & Penn
slyvania Traction Company and the Trenton, New Hope & 
Lamb ertville Traction Company are: James G. Cannon, 
vice-president of th e Fourth National Bank, New York, 
ch airman ; F. H. Goff, president of the Cleveland Trust 
Comp any, Cleveland, and J. R. Nutt, secretary of the Citi
ze ns' Savin g s & Trust Company, Cleve land. The secr~tary 
of t he committee is E. W. Davenport, Fourth National 
Bank, New York City. T he creditors' agreement has be.en 
accepted b y th e ro creditors that represen t the $370,000 m
debtedn ess. It m er ely provides fo r the extension of t~e 
indebtedn ess unti l Jan. r, 1910, and places the property 111 

t h e h ands of th e committee. The agr eem ent does not pro
vide for th e actual deposit of the securiti es. The committee 
has o rgani ze d th e N ew J ersey & Pennsylvania Railroad 
Comp any as the success or of the New J ersey & Pennsyl
vania Traction Company and the Trenfon, New Hope & 
Lamber tv ille Traction Company. C. M. Bates will be the 
president of the n ew company and H. C. Lang will be vice
p r esident . 

Ogden (Utah) Rapid Transit_ Compa_ny-The Ogden · 
Ra pid Transit Company has _decided t? issue $500,~oo of 
bonds of thi s• issue, $200,000 w ill be appl~ed to refunding. an 
out st anding issue and the r emainder will be used for im
provements and extensions. 

Tri-City Railway & Light Company, Davenport, la.-The 
Tri-City R a ilway. w hich is a subsidiar:y of the Tri-City 
R ~ilway & L ight Company. has voted to mcrease its capital 
stock from $2,500.000 to $3,000,000. 

United Power & Transportation Company, Philadelphia, 
Pa.-Charles Henry J ones and John W. Ellard h':ve been 
app ointed r eceivers of the ?outhwestern_ Str_eet Railway. by 
Tudge H owland. in the Umted States Circu1t Court, Phila
d elphia. The U nit ed Power & Transportation Company 
nwn s 7995 sha res of th e 8000 shares of th e Southwestern 
Stree t Railway. 

West End Street Railway, Boston, Mass.-The committee 
of stockh olders of the West End Street Railway which was 
app ointed to inv~tigate the proposed merger of the Bost.on 
El eva ted Railway has r eceived th e indor~ement of ~_alders 
of 13 r,209 share§ of stock. 
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Traffic and Transportation 
Recommendations Regarding Service in Washington, D. C. 

The District E lectric Railway Commi ss io n of th e Distriet 
of Columbia, as the r esult of a r eport made to_ it on stree,t 
railway c onditions in th e District of Columbia by H. C. 
Eddy, its executive officer and secretary, ~as 111:,1d~ r ecom 
mendations to the Inter st ate Commerce Lo111111 1ss1011 r ela
tive to th e servic e on the Georgetown & Tcnallytown 
Railway. . 

A brief abstract of th e report by Mr. Eddy to the Dis
trict Electric Railway Commission, on whicli the recom 
mendations were based, foll ows: 

"As a result of correspondence with th e muni cipa l auth or
ities of s om e 20 o r m or e of the larger cities in variou s 
sections of th e United States it has be en found that no 
definit e regulation regardin g the number of passengers 
which shall b e carried in any one car has b ee n enacted a nd 
enforced in any of the cities h eard from. The. c~nse;1sus of 
opinion appears to be tha t the problem of e l11111n at111g the 
overcrowding of stree t cars has not only not yet been 
solved but that the soluti on is at best most difficu lt. In
formation received through the courtesy of th e State De
partment from consuls ab road indicates that somewhat 
more progress toward th e soluti on of this problem has 
been made in foreign countries, and in several cities, notably 
Paris, the numb er of p3:ssen,gers w hich 1!1~y b e ca~ried ~Y 
various typ es of cars 1s fixed by mumc1pal or 1mpenal 
regulation. 

"On Nov. 16, 1908, four insp ectors were emp loyed for the 
purpose of securing data showing th e condition of passen
ger traffic on the various eleet ri c railways in the District 
of Columbia, and th ese insp ectors, assisted occasionally by 
my regular assistant and myself, devote d 12 days of eight 
hours each to this work during the latter part of Nove mber 
and the early part of December. Observations were made 
at at least one point on every electric line operated within 
the• District of Columbia, except that of the Washington, 
Baltimore & A nnapolis Railway and a total of about mo 
observations were made. A t two or more different points 
where the traffic is heavi es t, and o n several of the li nes on 
which many of the cars are much overcrowded, several ob
servations were made at the same loca tion and time but on 
different days. 

"The weather was almost invariably fair w hen observa
tions were made: This was m er ely a coincidence, but it is 
believed that th e r ecords obtained g ive a fairly accura t e 
idea of the average conditions fo r , w hile in rainy weath er 
many people ride who wou ld walk on a fair day, on th e 
other hand fewer people leave their homes on rainy than 
on fair days. The traffic is undoubtedly somewhat h eavier 
in rainy weather, however, and some a llowance should b e 

· made for this fact. 
"In order to indicate clearly the results of the obse rva

tions made, about 50 charts have been prepared sh owing 
graphically the conditions of the various congested points 
on the more important lines and a lso on some of the minor 
lines. It is respectfully suggest ed that a perusal of these 
charts will prove interesting. 

"The observations made show that on many of the lin es 
during the 'rush hours' cars are frequently operated earry
ing· an excess of 40 passen gers over the seating capacity. 
The · rear platforms are fr equ ently, I may say usua lly, 
crowded during the 'rush hours,' and the front platforms 
are often used to accommodate passengers, t h e steps and 
running boards being also often occupied t o their fullest 
capacity. It is not an uncommon sight t o see sever al 
passengers standing on the rear bumper and fender of a 
car, and in one insta nc e last summer I saw two men stand
ing on the front bumper. 

"It should be noted in this connection that nearly all the 
newer types of cars which h ave been placed in se rvice in 
the District of Columbia ar e fitted with bumpers which are 
so designed that it is practic a lly imp ossible for passengers 
to occupy that portion of th e car. It h as been observed 
that especially durin g th e h ours of heaviest traffic, inspect
ors keep the cars moving and assist generally in t h e work 
of caring for the comfort of th e p atrons of the road. If 
this system was more generally ad.opted it is believed th at 
it would be a great advantage t o the traveling public. 

"It is quite impossible to count th e. exact number of 
passengers on board a crowded car durin g th e usually short 
interval which the car stops a t a g iven point. However, 
it is pos sibl e to count, with a reasonable degree of accuracy, 
the numb er of passengers standing in a crowded car and at 
the same time note if th e sea ting capacity is taxed, and 
by adding the number of standing to t h e seating capaci ty 
a very close es timate of th e number of passengers o n the 
car can be obtained. This was th e me·t~od gen erally fol-

lowed by the inspectors w hen the cars were crowded, t wo 
men being usually stationed at one point. It is b eli eved 
that on the whole the data secured are if a nythi1i g less 
than the actual number or passengers carried on th e mure 
crowded cars. 

" It would appear from the observations I have made 
that more cars are needed during the 'rush hours ' on m a ny 
of th e lines in the District of Columbia, and I am con 
vi nced that such is the case. However, it h as been ob
served that th ere is a tendency on the part of the public in 
general to crowd into the first car that comes a long, b e it 
ever so full , regardless of the fact tha t there may be, as 
there frequently is, another car in sight, often on ly a few 
hundred feet away. In consequence of this fact it has fre
quently been observed that a car very much overcrowded 
is closely fo llowed by a car which is not h alf fu ll. This 
condition of affa irs is a lso du e in part to the cars running 
at ve ry irregu lar intervals, which was found to b e th e case 
on severa l lin es. 

"In conclu sion I would s tat e that, while in my opini on 
t he condition s regarding the crowding of ca r s in the Dis
trict of Columbia are, to say the least, very un satisfactory 
and should b e remedied, yet, as far as l h ave b een ab le to 
learn and observe, they compare favorab ly with similar 
conditions in many oth er cities." 

Hearing on Fares on Athol & Orange Street Railway 

A hearing was h eld by t he Massachusetts Railroad Com
mission on J an. 8 on t he petition of citizens of A thol for 
workingmen's tickets and additional se rvice on th e Athol 
& Orange Street Railway at morning, noon a n d nigh t. The 
petitioners were represented by Col. Titus, A th o l, w h o 
s t ated th at the petition for extra se rvice wou ld be with
drawn. Wilson D. Smith, general manager of the Ath ol 
& Orange Stree t Railway, said that the petitione r s rea lly 
desired a fare of 3 cen t s, between th e upper and lowe r 
villages of Ath ol. The present fare limits and arrange
ments are as fo ll ows : Between the west end of th e railway 
in Orange and t h e Boston & Maine Rail road bridge in 
A th o l, just east of the town lin e, 5 cents; between th e east 
end of the railway at the Ath ol fair grounds and the Bos
ton & Maine Railroad b ridge in Orange, near the company's 
car house, 5 cents; from any point in Ath o l o r Orange to 
Brookside Park, lying between the two railroad bridges 
named, 5 cents; fr om the end of th e lin e in Athol to the 
opposite end in Orange, IO cents. The latter tariff is re
duced by the sale of 16 workingmen 's tickets for $r, good 
only for workingmen between 5 a. m. and 7 a. m. and S 
p. m. and 7 p. m. These tickets h ave been sold by the 
company since the At h ol & Orange Street Rai lway was 
opened to traffic and cover a continuous ride between Ath ol 
and Orange in eith er direction. 

Mr. Smith stated that there never h as been any ticket 
cove ring th e ride b etween the upper and the lower villages 
of Athol, nor between t h e center of Orange and the center 
o f Whee lersville , on the westerly portion of the Ath o l & 
Orange Street Railway. The fare is 5 cents in eac h case, 
and Mr. Smith st ated t hat in his opinion the workingmen's 
tickets did not discriminate again st oth ers. Chairman Hall 
then informed Col. Titus that the statute did n ot permit 
the company'to sell workin gm en's tickets good at the noon 
hour, and asked th e p et ition er s .to cite any other case where 
a workingman's t icket had been issue d in a 5-cent fare 
zone. Co l. Titus was unable to do this. l\fr. Smith pointed 
out that if a reduced ticket were is su ed for these local 
rides within th e sam e town, it would b e g reatly abused. 
Chairman Hall said that the eommission ha s n ever o rdered 
any company t o issue a workingmen's ticket in a 5-cent fare 
zone, alth ough in some instances it has recommended a 
workingmen's ticket in a IO-cent fare territory. Mr. Smith 
then stated that the company's ope rating expenses h ad in
creased ::ibout on e-third in the past t hree or four yea rs , and 
that last year th er e was a deficit of $4,500. In 1907 there 
was a surplus of $123, and t h e r eceipts were about $400 less 
than in 1908. Since the beginning of t h e present fiscal 
year the company's earnings have fa llen off at the rate of 
about $200 a month, compare d with last year, making the 
estim ated loss fo r the year ab out $2,500. At the last me et
ing of the directors of the company th e question of passing 
the dividend was very se ri ou sly considered. While the 
deficit was in part due to li tigation, the possibility always 
exists th at th er e may be a repetition at any t ime of the 
extraordinary circum stan ces w hich entailed t he large charge 
in this in stanc e. Ch airm an Hall in elosing the h earing 
said: "This is the first tim e that the board h as been asked 
to order a railway t o carry people for less than 5 cents. 
The b oard w ill consider the app lication carefully, but wi ll 
g·o very slow in deciding that a eompany shall charge less 
than a 5-cent fare." 
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Suit to Annul Franchise of a New York Company 

The Public Service Commission of the F irst District of 
New York has asked the Attorney-Gene ral of New York 
to bring suit to annul the franc hi se of the F ul ton Street 
Railroad, New York, which some time ago was placed in 
the hands of a receiver and w hich has not bee n operated 
for about seven months. The origin al franchi se for the 
property operated as the Fulton Street Rail road was 
granted in 1887 to the North & East River Railway, which 
was the successful bidder at a publi c auct ion of the franchise 
held by the Controll er. The property of the company was 
foreclosed under a mortgage in 1895 and sold by the r eferee 
to John H. O'Rourke for $50,000, and by him was trans
ferred to the Fulton Street Railroad. Mil o R. Maltbie, of 
the Public Service Com missi on, who inves tigated the sub
ject and on whose opinion the commission to ok action, 
said in his report: 

"Within two weeks Mr. O'Rourke transferred what 
property he purchased to the Fulton Street Rai lro ad, just 
incorporated, and r eceived in return securities of a par 
value of $1,000,000. Of this amount $500,000 was in stock 
and $500,000 in 100-year 4 per cent first mortgage bonds. 
Early in 1896 a ll of the stock found its way into the hands 
of the Metropolitan Traction Company, an d thence it went 
to the Metropoli tan Street Railway, etc. 

"Following this change in stock ownership the Metro
politan Street Railway entered into an agreement with the 
Fulton Street Rai lroad for the operation of this property. 
The Metropolitan Street Railway agreed, in consideration 
of the lease, which was to run 1000 years, to guarantee the 
payment of the principal and interest of th e bonds due in 
1905. At present $300,000 of the bonds are held by the 
Equitable Life Assurance Society, an d th e remaining $200,-
000 are in the hands of various persons." 

The Fulton Street road carried during the year ending 
June 30, 1907, 530,668 revenue passengers and 230,256 trans
fer passengers. According to sworn reports, the Fulton 
Street Railroad owns 1.05 miles of single track h orse car 
line, and previous reports to the State :Railroad Commission 
at various times showed that it owned from seven to 13 
cars and from 42 to 65 horses. 

The Metropo litan Street Railway says that the car s and 
horses received from the Fulton Street Rai lroad have 
ceased to exist, and have been replaced by the Metropoli tan 
Street Railway from time to time. The actual ownership 
of such property, it is claimed, is a question for the courts, 
a lthough the receiver of th e Fulton Street Railroad ha s 
taken no steps to have the question sett led. The receiver 
of the Fulton Street Railroad told the Public Service Com
mission that he has no funds and that the bondholders have 
refused to raise funds to purchase cars and hor ses for 
operation. 

Advertising Improved Service in Boston 

Since the opening of the Washington Street Tunnel the 
Boston (Mass.) Elevated Railway has been studying the 
distribution of traffic in the business section of the city with 
the object of so operating the new system as to secure th e 
maximum public convenience of transportation. During 
this adjustment period, patrons of the company have be en 
slightly inconvenienced through congestion of traffic at the 
North Station and through the removal of the elevated serv
ice from Pleasant Street to the South Station via Harrison 
Avenue and Beach Stre et. In the following advertisement 
addressed to its patrons and inserted in the daily press of 
Boston, on Jan. 5, the company tells the publ ic about its 
plans: 

"The Washin gton Street tunnel has now been in service 
for more than a month, and has proved very successful. 
The congestion at Park Street and Scollay Square has been 
relieved. Through passengers are carried more quickly 
and comfortably. The route of the elevated trains is more 
convenient for a large majority of its patrons in resp ect to 
their business, their shopping and their places of entertain
ment. When the connection required by law between the 
subway and the tunnel at Haymarket Square has been com
pleted by the Boston Transit Commission and used as a 
transfer station, the conditi ons at the North Station will be 
very much improved. When the East Cambridge elevated 
tracks are built the conditions will be still further improved. 

"Knowing, however, that the withdrawal of the trains, as 
required by law, from the Tremont Street subway, would 
involve changes which would undoubtedly cause inconven
iences, the officials of the company have watched the results 
carefully, to see how such inconveniences might best be 
remedied. 

"The congestion of th e surface cars at the North Station 
proved very seriou s. This has been largely relieved by a 
new switch, turning a considerable number of the cars on to 
Haverhill Street. 

"The through car service in the subway has been in
creased, and will be still further increased, if necessary. 

"The removal of the elevated service to the South Station 
via Pleasant Street has caused inconvenience. This situa
tion will be met, first, by the extension of the Charles Street 
line to D ewey Square and second, by transfer at Boylston 
Stree t subway station, from and to cars entering and leaving 
the subway at the Public Garden, to and from surface cars, 
at the corner of Boylston and Tremont Street, reaching 
Dewey Square via Boylston, Washington and Summer 
Streets. Conductors will issue transfers, on payment of 
fa r e, on and aft er Jan. 13, 1909." 

Passenger Traffic in St. Louis 

The fo llowing comparative statement of passengers car
ried by the United Railways Company, St. Louis, Mo., for 
1907 and 1908 has recently been issued: 

First quarter .. ........ ........ . 
Second quarter ................ . 
Third quarter .................. . 
Fou r th quarter ................ . 

1907. 
49,861,361 
55,958,641 
56,720,700 
54,238,936 

Totals .......... ............ 216,779,638 

1908. 
49,071,394 
51,657,522 
51,185,813 
52,674,281 

204,589,010 

Sanitary Precautions of the Interborough Rapid Transit 
Company 

Twenty-five hundred employees of the subway, elevated 
and surface lin es of the Interborough Rapid Transit Com
pany, New York, attended the exhibit of the work of the 
com mittee on the prevention of tuberculosis of the Charity 
Organization Society of the City of New York at the 
Am erican Museum of Natural History, New York, on the 
evenin g of Jan. 3, and, after studying its different features. 
attended a meeting which was address ed by several speal<:
ers, among them F rank H. Hedley, vice-president and gen
eral manager of the Interborough Rapid Transit Company, 
who presided over the meeting in the absence of Theodore 
P. Shonts, president of the company, who was unable to 
be present. In Mr. Hedley's opening remarks he told of 
the great care that is taken to keep the cars of the subway 
and e leva ted lin es in a sanitary condition. He said that 
the thick matting on the floor of the cars which was a trap 
for disease ge rms of all kinds had been done away with and 
its place taken by hard maple strips three-quarters of an 
inch square and the same distance apart. Every night the 
floor of every on e of the 2500 subway and elevated cars is 
sprinkled with a s per cent solution of carbolic acid, which 
is a disinfectant and a destroyer of germs. The floors are 
then swept clean, and after the dust has settled it is wiped 
up ca refully with cheesecloth instead of being churned up 
with feather dusters. Every week, and oftener if necessary, 
the flo ors are scrubbed with a soft soap containing a very 
strong solution of alkali. 

Every m onth the interiors of the subway cars are cleaned 
with an oi l emulsion which gathers up all of the fine par
ticles of dust, and at least once a year every car is painted, 
va rnish ed and oiled so as to most effectively repel the col
lection of grime and germs. Every night the straps are 
cleaned with an acid solution which will kill germs. Cuspi
dors have been placed at all elevated and subway stations 
and, owing to the watchfulness of the gatemen and ticket 
choppers, there is now very little spitting on the floors of 
the stations. 

Texas Negroes Indorse "Jim Crow" Law.-The Negro 
Teachers' Association of Texas, in session at Dallas, re
cently indorsed the law which provides for the separation 
of the races on the street railways, the interurban railways 
and the railroads of Texas. 

Hearing Asked on 6-Cent Fare in Massachusetts.-At 
the request of the City Council, the Mayor and City So
licitor of Northampton, Mass., have asked the Massachu
set t s Railroad Commission to give a hearing on 6-cent 
fares charged by the Northampton Street Railway. 

Hearing Desired on West Roxbury Service.-The Massa
chusetts Railroad Commission has been asked to give a 
hearing on the service on the Old Colony Street °Rail
way's single-track line, between Washington Street, West 
Roxbury, and the Dedham town line. The petitioners 
ask that the service be operated by the Boston Elevated 
Railway. 

Syracuse, Lake Shore & Northern Railroad Opens New 
Stations.-The Syracuse, Lake Shore & Northern Railroad, 
Syracuse, N. Y., has been extended and new stations have 
been opened at Baldwinsville, Fulton, Phoenix and Syra
cuse. Local one-way and round-trip fares and commutation 
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t icket rates have been established between such sta tions 
and int ermediate s tops. 

Massachusetts-Rhode Island Line Applies for Freight 
Rights.-The M ilford, A ttleboro & Woonsocket Street 
Railway, M ilford, Mass., has app lied to t he Se lectmen of 
Bellingham fo r a franchise for t he tran sportation of fr eigh t 
through Belling ham. The company will a lso apply for 
simila r rights in Franklin. F reight will be transpo rt ed only 
between the hours of midnight and 6 a. m. 

School Fares on Staten Island.- On J an. 4 t he Staten 
Island R apid Transit Compa ny, New York, N. Y., put into 
effect an order increasing t he fare of schoo l child ren fro m 
$2 to $6.25 a month, but lat er on the same day restored the 
old rate of fa re. George J . Brown, genera l passenger age nt 
of the company, in explanat ion of the acti on of t he com
pany, issued this s ta tem ent : "Pending fu r ther inves t iga
tion of the leg.a l and other questions involved, the Staten 
Island Rapid T ransit Com pany has decid ed to res tore the 
old intrasta te school rat es fo r the month o f J anua ry , 1909; 
the company, howe ver, r egards t hese rat es as unreasonably 
low." . 

More Pay-As-You-Enter Cars in New York.-In accord
ance with its announcem ent to the public, the T hird Avenue 
RailrQad, N ew York, place d 135 pay-as-you-ente r cars in 
service on the Third A venue line on J an. IO. P assengers 
are requested to have th eir nickels ready, but the ·c onductor s 
furnish change, if necessary. T he passengers must, how
ever, deposit th eir own fa res in th e fare box. Tran sfers a re 
issued by the conductor only w hen the fa re is paid, and 
when tendered by passengers in payment of far e a re given 
to the conductor. Passenger s are permitted to leave the 
car from either end, but are permitted t o boa rd only at t he 
rear end. 

Minneapolis Company Asks an , Opinion on Commutation 
Rates.-The Twin City Rapid T ransit Compa ny, Minne
apolis, Minn., has asked th e A ttorney-General of lyi inne
sota fo r an opinion as t o w hether the commutation rates 
on its Minn et onka line a re in violation o f the anti-pass 
law. The company has noti fied t he policem en and fi re
men of Minneapolis and St. P au l that they can no longer 
be transported free on account of t he p rovisions of the 
new law. W. J. Hield, general m anager of t he com pany, 
has expressed himself as favori ng an am endment that 
shall exclude all city employee s in uniform from the p ro
visions of the law. 

Telegraph Service on the Inland Empire System:-An at
tractive 4-page folder announc es th at messages will be re
ceived at any telegraph station on t he Inland E mpire 
System, Spokane, for transmission by wi r eless t elegraph to 
ships at sea in any part of the w orld. T he Spokane & In
land Empire Railroad utilizes both t elegraph and t eleph one 
in dispatching its tra ins and the P ost al Telegrap h & Cable 
Company leases th e t elegraph wires a long t he line and 
has arranged for receivin g and t ransmitt ing m essages 
from 25 stations on th e I nlan d E m pire System . T he 
folder contains a map of North Ameri ca, s howing p la inly 
the trunk lin es of th e Postal T e leg raph & Cable Company. 

Suppressing Spitting in Augusta.-} a m es R. L eague, gen
eral manager of the Augusta-Aiken Rai lway & E lectric 
Company, Augu sta, Ga. , has issued th e foll owing order t o 
conductors with reference to th e rece n t or dinance passed 
by the Council of Augusta rega rding spit ting in public 
places: "Notices are being posted in your cars ca lling at
tention to an ordinance fo rbidding any per son to spit on 
the floor of a car in Augusta. _T h~ ordina11ce p rovides fo r 
a fine of from $r to $5 for a viola tion of th is ordinance, and 
it furth er provides that you sha ll se e that this ordin ance 
is enforced Should one of your passengers spit on the 
floor, or other part of your ca r, you will ascertain h is name, 
together with the names of as many witnes ses as ·possible , 
and r eport same to your superintendent at once. He will 
immediately see tha t the case is b rought to th e a tt ention 
of the recorder." 

Increase in New York Subway Service.-The Public 
Service Commission of the F irst District of New York, re
ports a substantial increa se in the service of t h e Inter
boroug h Rapid Tran sit Company in t he subway. At the 
Grand Central Sta ti on the m aximum se rvice in th e m orning 
rush h our, southbound, h as b een extended from 9 to 9:30 
o'clock. At midday at th e sa m e -point th e company is 
operatin g 20 tra ins an hour inst ea d of 18, and from noon 
to 2 p. m . eight car train s have bee n substi tu ted for six car 
trains. The company is n ow beginning the increased north
bound service a t 4 p. m. inst ead of 5 p. m., t hus lessening 
the overloads at t he beginnin g of the evening rush. T he 
se rvice h as a lso been inc reas ed b etween 7 p. m. and 8:30 
p. m. T he commi ssion says t hat the service now given by 
the company is consid erably in excess of t he recommen
dation s ma de t o the com pan y by t he commiss ion in No
vember, 1908. 

New York Commission Appeals T ran sfer Decision.-T he 
P ublic Service Commi ssion of the F irs t Di stri ct of New 
York has appea led fro m th e decision of th e Appellate 
D ivi sion of t he Suprem e Cour t t he case d ecided aga inst 
the co mmi ssion regard ing th e o rder to co mpel th e Met
ropolitan Stree t Ra ilway and the Central P ark, North & 
E as t Rive r R a il road to make a joint rate of five cents and 
will carry t he suit to t he Cour t of Appeals. The joint 
rat e of five cents wa s to apply to the zone between Thirty
fo urth Stree t an d r 16th Stree t and the c ompanies were to 
divide t he fares r eceived on th e basis o f 3¾ cen ts to the 
Metropolit an Stree t Ra il way and I¼ cents to t he Central 
P ark Nor th & East River Rail road. Both compani es 
secu;ed a writ of certio ra ri . T his t he commiss ion moved 
to have vaca ted before the Appellat e D ivision, but its ap
plica tion was deni ed. I t is fro m th is decision that the com
miss ion now appeals. 

Spokane & Inland Schedule Modified.- T he Spokane & 
Inland Empire Ra il road has r ecently revised th e tii_ne on 
it s Inland divisi on. T he most impor tant chang e 1s the 
consoli da ti on of t he three separa te da ily trains to Colfax 
and Moscow and th eir opera tion as one as far as Spr ing 
Valley, w here they a re d i_vid ed and run sepa rately to t he 
t erm ina ls. The th r oug h t ram s leave Spokane at 8 a. m., 12:25 
p. m. and 4 :25 o'clock p. m. T he M oscow section reaches 
Moscow a t II :20 a. m. and at 3:40 p. m. and 7 :40 p. m. T he 
Colfa x sec tion arrive s at Colfax at 10:50 a. m. and at 3:10 
p . m. and 7: 10 o' clock p. m. T he returni ng tra ins leave 
Colfa x at 8 :ro a. m. , 12:30 p . m. and 4:30 p. m., and leave 
Moscow dai ly a t 7:40 a. m ., 12:or p. m. and 4 :50 p. m . T he 
c ombin ed trains a rrive in Spokane at ro:58 a. m. and at 
3 :18 p. m. and 7 :20 p. m . Local t rains leave Spokane da ily 
a t 7 :40 a. m ., ro:oo a. m ., r :oo p. m ., 3: ro p. m. and 5 :30 p. m ., 
and arrive in Spokane at 7:20 a. m., 9:40 p. m ., 12:or p. m. , 
2:50 p. m ., 5 :12 p . m. and 7:20 p. m. T he only except ion to 
the dai ly sch edul e is a Saturday n ight train leavin g F ree
man at 6:45 p . m . and a r r iving at Spokane at 7:40 p . m. 
It leaves Spokane on th e retu rn trip at rr:1 5 p. m . an d 
arrives at F reem an at 12:30 a. m. 

Service O ver Lines of U nited Traction Company, Albany, 
N. Y.-The Unit ed Tract ion Com pan y, A lba ny, N. Y. , 
has fi led its answe r w ith t he P ub lic Service Commi s
sion of the Second Dist rict t o t he complaint of Green 
Island regarding service between Troy and Gr een I sland. 
The company stat es that the first car leaves A lb ia for 
Coh oes via Green Island at 4 :42 a. m . and t hat a car leaves 
every ro minutes thereaft er until II :42 p. m. T he nig ht 
ca r leaves Albia for Coh oes at 12 o'c lock m idnig h t and 
every hour thereafter a car leaves u n t il 4 a . m. F rom 
5 :54 p. m. to 6:24 p . m. going n orth to Green Island th ere 
is a car every 5 minute s; a car leaves Coh oes fo r _Albia 
via Green Islan d at 5 :37 a. m . and every ro mmut es 
th er eafter a car leaves until 12 :37 a . m. T he n ig ht car 
leaves Cohoes for Albia at r :ro a. m. and every h our there
af ter a car leaves unt il 5:10 a. m . From 6:34 p. m. un til 7.04 
p. m . t here is a five-minute se rvice south fr om Cohoes, 
through Green Is land t o A lbia. T h e company submitte~ to 
t he Commission a r ecord of passengers, m ade som e time 
ago, w hich shows tha t th e se rvice furn! shed m et a ll r ~quire
m en ts at t hat time. When th e complamt was fi led with the 
Commiss ion, anoth er record was m ade which is also sub
mitt ed with t he company's answer, and as a r esu lt of this 
coun t t he company contends that t he servic e n ow fur
nish ed is adequate and rea sonabl e. 

Philadelphia Rapid Transit Company Replies t o Em
ployees.-T he directors of ,t h e P hiladelph!a (Pa.) R_apid 
Transit Company have voted not to treat w ith a committee 
r epresenting its em ployees r ega rding an advan ce in wages 
and the r eadjustm ent' of the agreem ent existing b etween 
the c om pany and the m en, and has m ade public t he fo llow
in g letter in ex planation of its action : " At a m eeting of t h e 
board of director s of th is company, h eld on J an. r I, t h e 
M ayor of t he city, as a memb er of said boa rd, p resented 
the requ est of a commit t ee of certain of the employ ees of 
th e company and other s not employed b y t he comp any and 
n ot connected w ith its business, that the company would 
hereafter m eet fro m t im e to t im e a committee to be ap
pointed by them for conference on alleged grievances. 
I n former communications w e have stated ex pl icitly th e 
reasons for t h e r efusa l of the offic er s of t he company t o 
m eet with such committee. The company again reiterates 
t hat r efusal. At t he same time t he board of directors 
again au thorizes the statem ent to b e m ade t o a ll of its 
em ployees that in t he future, as in t he past, each o r any of 
th em m ay at any time per sonally present to th e genera l 
manager any and a ll complain ts or gri evances t hat they may 
h ave to m ake. Each of such compla ints or g ri evanc es w ill 
r eceive due and just con sideration , and the decision of t he 
general m anag er thereo n will be communicated to each 
per son so complaining. Under no circumstances, however, 
will committees b e received or treated with." 
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Personal MenUon 
Mr. C. M. Bates has been elected vice-president and gen

era l manager of the New Jersey & Pennsylvania Traction 
Company, Trenton, N. J., to succ eed Mr. J. D. Honecker, 
resigned. 

Mr. L . H. Conklin has resigned as ge n eral sup erintendent 
of th e West P enn Railways Company, P ittsburg, Pa., to 
become general m an age r of th e Scranton (Pa.) E lectric 
Company. 

Mr. Thomas McCaffrey, m aster of tran sportation of th e 
Pacific E lec tric Railway, Los Angeles, Cal., has b ee n ap
pointed genera l superintendent of the company, and w ill 
h er eafter perform the duties of both office r s. 

Mr. Joseph W. Bailey, wh o has been assist ant superin
tendent of th e Ogden ( Utah ) Rapid Transit Company for 
several y ears ha s b een appointed sup erintendent of the 
company to succ eed N. C. F lygare, deceased. 

Mr. W . G. Miller, m echanica l and electr ica l enginee r of 
t h e Illinois Trac tion System, Champaign , Ill. , and Mr. W. 
H. Tarrant, civil engin eer of the Illin o is Tract ion System, 
have be en appointed to the gene r al office of the sys t em in 
Champaign to ass ist Mr. H. E. Chubbuck, general manager. 
M r. Mill er and Mr. Tarrant wi ll be given specia l assign
ments covering the entire system and wi ll do special de
ve lopment work. 

Mr. Harry Stephenson, auditor of t he Western O hi o Rail
way, Lima, Oh io, has been appointed superintendent of th e 
Toledo Urban & Interurban Railway w ith headquarters at 
Bowling Green, O hi o. T h e ap pointment becomes effec tive 
on Feb. 1 , w h en Mr. Wi lliam L. Smith. now superintenden t 
of t he company, ass umes the office of general m anager of 
the Dayton (O hi o) Street Ra ilway, as ann ounc ed else
where in this issue. 

Mr. Henry C. Morris, for seve ral years assis tant general 
manager of the Bay City Traction & E lectric Company and 
the Bay City Gas Company, Bay City, M ich., ha s resigned. 
T h e Bay City Traction & E lectric Company and the Bay 
City Gas Company arc controll ed by Hodenpyl, Walbridge 
& Company, New York, and Mr. Morri s has announc ed 
that he w ill become identi fied with them in the m ana gement 
of t h eir gas interests in Texas. 

Mr. William S. Smith has been appointed general super
intendent of the Dayton (Ohio) Street Ra ilway. lVIr. Smith 
was formerly general superintendent of the Toledo Urban 
& Interurban Ra ilway operating between Toledo and Day
ton, in w hic h capacity he served for seven years. Before 
becoming con nected with the Toledo, U rban & Interurban 
Railway, Mr. Smith was genera l superintendent of the 
People's Rai lway, Dayton, for five year s. Mr. Smith has 
a lso b ee n connected with t he Cincinnat i (Ohio) Street 
Railway. 

Mr. Benjamin E. Tilton, engine er of maintenance of way 
of th e R oc heste r (N. Y.) Rai lway, has been appointed en 
gineer of mainten ance of way of the Municipal Trac tion 
Company, Cleve land, Ohio, by l\Ir. Warren Bicknell and 
Mr. F. A. Scott. r eceive rs of the company, to succ eed Mr. 
R . H. Bunning. Mr. Tilton was engineer of maintenance of 
way of the Cleveland Electric Rai lway before that prop 
erty was taken over by the Municipal Traction Company, 
and before that was engin eer in charge of g rade-crossing 
work in Cleveland. 

Mr. John T . Wheeler, who was recently app ointed sup er
intendent of the W cs tern New York & Pennsylvania Trac
t ion Company, O lean, N. Y., t o succeed M r. J. W. Barnes, 
has been engaged in street railway work since 1893, in 
which year he entered the employ of the local street rail
way company at Olean as a conductor. Mr. Wheeler also 
se rved as a m ot orman at Olean. and in 1896 became con
nec t ed with the Bradford Electric Rai lway, Bradford, Pa. , 
with w hich company he acted at different times as chief 
lin eman, construction foreman and master m ec hanic, fina lly 
being appointed assistant superintendent of t h e W es tern 
New York & Pennsylvania Traction Company, which suc 
ceeded the Bradford E lectric Rai lway. 

Mr. J. F. Strickland, president of the Texas Traction Com
pany, Dallas, Tex., contributed a ve ry interesting article to 
the Dallas News recently on interurban railway development. 
Mr. Strickland said th at while electr icity ha s been u sed as 
motive powElr fo r some time the inte rurban railway is of 
recent development and with Illinois as an example sh owed 
t ha t th e interurban mileage of that State had increased 
from 300 mi les in 1903 to approximately 1500 miles in 19o8. 
During 1908 the interurban mileage of T exas increased 
about 158 per cent according to Mr. Strickland, who pre
dicts th at t h e electric interurban railway would soon mo-

nopolize the local business of the more densely populated 
sections of Texas. 

Mr. Matthew C. Brush, vice-president and general man
ager of the Newton (Mass.) Street Railway and other lines 
controlled by the Boston Suburban Electric Companies, was 
th e guest of honor at a dinner given recently by the presi
dent and directors o f the companies at the Algonquin Club, 
Boston, in appreciation of his services in the interest of 
the roads. Mr. James L. Richards, president of the com
pany, was toastmaster, and brief addresses were made by 
Gen. W. A. Bancroft, Mr. T. E. Byrnes, Mr. Robert Win
so r, l\1r. Thomas P. Beal, Mr. L. S. Storrs and Mr. F. W. 
Freeman. A resolution passed by the directors compli
m entin g M r. Brush for the efficiency which he has shown 
as vice-p r es id ent was read by Mr. Richards. 

Mr. R. D. Sefton, assistant purchasing agent of the Geiser 
Manufacturing Company, Waynesboro, Pa., has been ap
pointed general manager of th e Chambersburg, Greencastle 
& Waynesboro Street Railway, Waynesboro, Pa., to suc
ceed M r. J os. E. Wayne, r esigned. Mr. Sefton began his 
railroad ca r ee r as a telegrapher and served in that capacity 
and as station ma st er for several years with a number of 
railroads in Penn sylvania. He then became connected with 
th e Baltimore & O hi o Railroad and acted as general agent 
fo r tha t company and several others at Martinsburg, W. Va., 
during 1903, 1904 and 1905. Resigning from the Baltimore 
& O hio Railroad in 19o6, he became connected with the 
Geise r Ma nufacturing Company. 

Mr. L. H. Davis, w h o has been general superintendent of 
railway, lig ht and ferry properties of the Norfolk & Ports
mouth Traction Company, Norfolk, Va., has been ap
pointed gen era l superintendent of floating properties of the 
company includin g the Port smouth, Norfolk and Berkley 
fe rr y systems, th e ferry between Willoughby Spit and 
O ld Point Comfort, the ferry between Newport News and 
Sewalls Point and th e Pinners Point and West Norfolk 
fer ry. Mr. H. Root Palmer has taken over the lighting 
department at P ortsmouth as general superintendent of 
lighting, and Mr. J. L. Adam s ha s taken over the railway 
department as general superintendent of railways. Be
cause of Mr. Davis's residence in Portsmouth he has been 
appointed general agent, r eporting to Mr. E. C. Hathaway, 
general m anage r, and through him to the president. 

Mr. J. M. Hood, Jr., engineer of way of the United Rail
ways & E lectric Company, Baltimore, M d., has been ap:.. 
poin ted chi ef engineer of the company to succeed Mr. 
Cha rles 0 . Vandevanter, resigned. Mr. Hood received his 

en g ineering training at the 
Massachusetts Institute of 
T echnology and Prince
ton University and was 
graduated from Princeton 
with the degree of civil 
engine er. After leaving 
college he was employed 
on the Philadelphia divi
sion of the Pennsylvania 
Railroad in maintenance 
of way w ork. Subsequent
ly he became connected 
with th e engineering corps 
of the Baltimore & Ohio 
Railroad west of Pittsburg 
in connec tion with the 
location of a new line for 
that company. Later he 
went to Mississ ippi in 

J. M. Hood, Jr. connection with the build-
ing of t he link to connect . 

t h e Queen & Crescent Railway with th e Illinois Central 
Rai lway. A ft er this extension was completed, Mr. Hood 
was appointed divisi on engineer of the new line of the Mis
souri Pacific Railroad between Memphis and N ~w Orleans. 
He resigned from the Miss ouri Pacific Railroad to become 
residen t engineer of the Seaboard Air Line in Georgia. 
Later Mr. Hood and Mr. Charles Vandevanter, whom he 
succeeds as chief engineer of the United Railways & Elec
tric Company, Baltimore, opened offices in Baltimore as 
con sulting engineers. They dissolved partnership after the 
fi r e in 1904, and Mr. Hood accepted the position of princi
pal assistant engineer of the United Railways & Electric 
Company. Mr. Hood supervised for the United Railways 
& Electric Company the construction of the North Point 
extension to Baysho.re Park and the Roland Park-St. Paul's 
Stree t boulevard line and th e reconstruction of the lines of 
the company afte r the fire. Mr. Hood is a son of the late · 
General John M. Hood, who was president of the United 
Railways & Electric Company and president and general 
manager of the Western Maryland Railroad. He is an 
associate member of the American Society of Civil 
Engineers. 
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LEGISLATION AFFECTING ELECTRIC RAILWAYS 
Connecticut.-The Leg islature of Conn ecticut conven ed 

on Jan. 5. The most important action so far is th e presen 
tation of the report of the special committee on public 
service corporations appointed by th e General Assembl y 
of 1907. As menti on ed in the ELECTRIC RAILWAY JouRNAL 
for Nov. 28, 1908, the committee r ecommends th at a com
mission be appointed to consist of three members, to be 
named by the Govern or and con firmed by the concurrent 
action of both branches of th e General Assembly, to have 
supervision of all railroads, street railways, gas, elec tric, 
water, express, telephone and telegraph companies subj ect 
to State control. A number of street railway companies 
have already applied for ext ensions of their powers. T he 
Bristol & Plainville Tramway de sires an extension of time 
in which to complete lines in contemplat ion. T he Water
bury & Milldale Tramway want s it s charter ame nded so as 
to extend its rights until July I, 19n. T he Hartford & 
Springfield Street Railway seeks an am endm ent to its 
charter to provide for th e election of several additional 
directors. 

Massachusetts.-The Massachusetts Legislature convened 
for its session of 1909 on J an. 6. Mr. Weeks, Everett, is 
chairman of the committee on street rai lways. Among the 
matters which will probably b e consider ed by t he Legis
lature are the so-called electric railway and steam rai lroad 
merger questi on , in connection with th e purc hase of th e 
Bennington & North Adams Street Railway of Verm ont 
by the Berkshire Street Railway; the consolidat ion of the 
Boston Elevated Railway and the West End Street Railway; 
the projected tunnel of the Boston & Eastern Electric 
Railroad under Boston Harbor; a proposed tunn el from 
Chelsea Square to Adams Square; the app lication of the 
Boston, Lowell & Lawrence Street Railway to build sub
ways and elevated railways in Boston, L owell , Lawr ence 
and Somerville; the holding of stock of electric railways 
by Massachusetts steam railroads; and the grantin g of the 
right of eminent domain to municipalities and corporati ons 
in connection with the property of railroads and other pub
lic service corporations. The Railroad Commission will 
shortly issue a rep ort which will embody its views on th e 
proposed purchase of the Bennington & North Adams 
Street Railway by the Berkshire Street Railway, and will 
also discuss the relation s which in t he opini on of the com
mission should exist between steam railroads and electri c 
railways. A measure may a lso be introduced to provide 
for the construction of a subway between the present Park 
Street terminus of th e Tremont Street subway an d the 
South Station, Boston. Counse l for the West End Street 
Railway, Boston, in conformity with the vote of the stock
holders at a recent special meetin g, h as filed a bill to amend 
terms of the Boston Elevated Railway-West End Street 
Railway consolidation act, so th at after 1922 the dividend 
on the second preferred stock of the Boston Elevated Rail 
way will be at the rate of 8 per ce nt. The ac t as passed last 
year provided for 7 per cent dividends on this class of stock, 
which, in event of consolidation of the two roads, is to be 
exchanged for the comm on stock of the West End Street 
Railway. 

New York.-Senator Wagner has introduced a bi ll w hich 
provides for a 5-cent fare over the street railways oper atin g 
in Brooklyn to Coney I sland. Last year, w hile in the As
sembly, Mr. Wagner sec ured the passage of a bill which 
provided for reduced fare to Coney Island, but Governor 
Hughes vetoed the measure up on the ground that the ques
tion was one within th e power of the Public Service Com
mission to decide. Sena tor Goldberg has introduced a bill 
to compel every surfac e railroad in New York to issue 
transfers at all points where its lin es intersect. A bill has 
been introduced in the Assembly to amend the rapid transit 
act to permit the construction of subway lin es in New 
York by private capital on a franchise of not lon ger than 25 
years, at the expiration of which term the citv is to have the 
right to buy the property at cost. The bill further provides 
for'!the lease by the City of New York for private operation 
for a period of not more than 35 years of any roads that 
may be built by it. The Legislature convened a t noon on 
Jan. 13, after a week's r ecess. The first m atter to come 
before it next week will be the gene ral laws of the statuto ry 
consolidation committe e. 

Ohio.-The General Assembly of Ohio convened on J an. 
5. As yet the active work has n ot begun. A vacancy occur!> 
this year in the Railroad Commission, and ex-Governor An
drew L. Harris, before he retired, appoint ed J am es C. Morris 
as a member of the commission. Mayor Johnson is expected 
in Columbus soon, but his coming is said not to have any
thing to do with street railway legislation. He is said to 
desire a change in the debt limit law so as to permit Cleve 
land to issue additional bonds for improvem ents which he 
has in contemplation. 

Construction News 
Construction News Notes are cla ssified under eac h head

ing alphabetically by States. 
An asterisk (*) indicates a project not previously 

reported. 
RECENT INCORPORATIONS 

Pasadena (Cal.) Rapid Transit Company.-This company 
has been incorporated with the object of connecting L os 
Angeles and Pasadena by a third-rail electric railway, over 
the shortest route between the two cities. The round trip 
will be made in 24 minutes. T he title to th e right -of-way 
of the old cycle way, which extends from Pasadena to 
Avenue Fifty-three, a distance of 6 miles, ha s been se
cured, and additional right-of-way in Los Ange les suitable 
for a terminal is to be purchased. Offices Chamber of Com
m erce Building, Pasadena. Capital stock, $3,000,000. In
corporators and direc t ors: Horace l'I'!. Dobbin s, George H. 
Hayes, W. H. Smith, Edward J. Shee han, Don C. Porter. 
E rn est H. May, president of the Pasadena National Bank, 
has been elected treasurer of the c ompany. [ E. R. J ., Nov. 
14, '08.] 

*Chicago, Joliet & Pacific Railway, Chicago, lll.-Chart
ered in Illinois to construct a lin e from Chicago south
westerly and westerly through the counties of Will, Grundy, 
La Salle, Bureau, Henry and Mercer to Keithsburg, Mercer 
County. Capit a l stock, $50,000. Headquarters , Chicago. 
Incorporators: George Fuller, Isaac B. Fuller, Wi lli am H. 
Richardson and Charles F. Blu e, all of Ch icago. 

*Tri-City & Northeastern Interurban Railway, Moline, 
UL-Application for a charter has been made by this com
pany which proposes to build and operate a line from 
Watertown to A lbany a long the river front. Capital stock, 
$10,000. Incorporators: George W. Turner, L. F. Baker, 
Hampton; William H. Adams, F. M. Mitchell, Rapids City; 
J. W. Simonson and Will iam As hdown, Port Byron; Ed
ward Cool, George Bryan, Cordova; C. E. Peck, J. S. 
Byers, Albany; J. W. Crowley, Daniel E. Ke eler, Gust M. 
Hodges, John E. Mahon and Herman Diehn, Davenport. 

*Mexico & Jefferson City · Electric Railway, Columbia, 
Mo.-This company has been chartered for th e purpose of 
building an electric railway from Mexico through Columbia 
and Ashland to Jefferson City. The line will be 60 miles 
long. Capital stock, $600,000. Incorporators: T. F. White
side, C. F. Spaerta, Turner S. Gordon, A. J. Estes, J. M. 
Estes, John Williams, E. F. Mc Callister and C. A. :Marshall, 
Columbia, and W. C. Carroll, New York. 

*South Flatbush Railroad, Brooklyn, N. Y.-This com
pany has been incorporated to construct an electric street 
railway 3 miles long from the Brighton Beach lin e of 
the Brooklyn Union E levated Railroad, at Avenu e Q to 
Avenue Q and Flatbush Avenue, Brooklyn. Capital stock, 
$30,000. Directors : J ohn C. Langan, Brooklyn; J. J. Bough- . 
man, New Cumberland, Pa. 

*Tooele Valley Railway, Tooele, Utah.-This company 
has been incorporated to build an electric railway 25 miles 
long in Tooele County, from Black Rock into Pine canyon, 
through Tooele to a connection with the San Pedro, Los 
Angeles & Salt Lake Railway, west of Tooel e. The general 
office will be opened in Salt Lake City. Among those 
interested are C. F. Kelly, Butte, Mont., and J. B. Risque, 
Salt Lake City. 

FRANCHISES 
*Los Angeles, Cal.-H. F. Vollmer has applied to the 

City Council for an electric r ai lway franchise on Fifty
fourth Street from Hoover to D alton . This will be a 
continuation of the Fifty-fourth Street line and wi ll make a 
complete crosstown lin e in the south ern part of the city 
from San Pedro t o Dalton . 

Atlanta, Ga.-The Atlanta, Griffin & Macon Interurban 
Railway has received an exten sion of time in w hich to 
begin the construction of its lin e. The extension is for 
one year, with the provision that if work is not begun by 
April r, a tax of 2 per cent on one-fifth of the company's 
receipts will be imposed. If work is begun by that time, tli e 
tax will be 2 per cent of the receipts based on th e mileage 
of the company in Atlanta proportionate to the road 's 
entire mileage, which is about 2 to 80. W. J. Kincaid , 
president. [E. R. J., Oct. 17, '08.] 

Caseyville, III.-A franchise has been grant ed by St. 
Clair County to the East St. Louis & Caseyville Electric 
Railway for the constru ction of an electric railway through 
East Lansdowne Heights to Caseyville. The lin e is to be 
built over the right of way of a portion of an old turn
pike extending from East St. L ouis t o Caseyvi ll e, g iving 
the latter village a much short er railway conn ection with 
East St. Louis. [E. R. J ., Nov. 14, '08.] · 

, 
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Council Bluffs, Ia.-It is stated that the Independent 
Transportation Company expects to petition the City 
Council within a short time for a franchise for the con
struction and operation of a street railway syst em over the 
streets of Council Bluffs. A. T. Flickinger, vice-president. 
(E. R. J., Aug. 22, '08.] 

Primghar, Ia.-As the result of a special election held in 
Primghar the Sioux City & Spirit Lake Railway was 
granted a franchise to construct and operate a street rail
way and interurban electric lin e across and over the streets 
and alleys of the town for a period of 25 years. A franchise 
was also granted the company which provides for t he con
struction and operation of an electric lighting and power 
system for a period of 25 years. [E. R. J., Dec. S, '08.] 

Marquette, Mich.-The Marquette, Negaunee & Ishpem
ing Interurban Rai lway, which proposes to establish an 
electric railway between the three cities named in the title, 
has appli ed to the City Council for an extension of its 
franchise rights in Marquette. The old franchise expired 
on Jan. 3. The line will be 14 mile s in length. J. W . Barber, 
secretary. [E. R. J., July 11, '08.] 

Missoula, Mont.-The County Commissioners have 
granted to H . R. Wharton, Butte, r epresenting the W . A. 
Cla rk interes ts, a so-year franchi se for a stree t railway 
over the n ew Higgins Avenue bridge and also the privi
lage of stringing light and powe r wires over the same 
structure. [E. R. J., D ec. 26, '08.) 

Binghamton, N. Y.-The Binghamton Railway has been 
granted an exten sion of time to bui ld it s line between Union 
and V estal. The franchi se is ex tended for two years 
m or e, until Nov. 1, 1910. The c ompany has received per
mission to cross the Union-V es tal bridge, provided it will 
streng then the s tructure. 

Mineola, N. Y.-The N ew Y ork & N orth Shore Traction 
Company has appli ed t o the Public Service Commission 
of the S econd Di strict fo r a certi fica te of public neces
sity and co nveni ence to extend some of its Nass au County 
lin es into Quee ns County. This is preli minary to asking 
the Board of E stimat e and Apportionment for a fran
chise fo r the proposed lines. 

Patchogue, N. Y.-The South Shore Traction Company 
has applied to the Public Service Commission of the Sec
o nd Di strict fo r a ce rtificate of public necessity and con
veni ence to ext end some of its lines through Jamaica, Hoff
m an Bouleva rd and Thompson Avenue t o the Queensboro 
Bridge pl aza and thence across the bridge. The company 
ha s applied to the Board o f Estimate and Apportionment 
for the n ecessa ry franchi se. A hearing by the commis
sion has been ord ered on J an. 19. 

Rensselaer, N. Y.-The U nited Traction Company, Al
bany, N. Y., has presented a petition to the Common 
Council asking for an exten sion of one year in which to 
complet e and opera te th e extensions to the Broadway and 
Third Stree t lines in U pper R ensselaer. 

High Point, N. C.-The Board of Aldermen has decided 
t o extend the fr anchise of the Interurban Railroad which is 
being promoted by W . T . V anBrunt and E. D. Steele. [E. 
R. J. , D ec. S, '08.) 

Salem, Ore.-The City Council has granted the Portland 
Railway, Light & Power Company a new franchise to 
operate its cars upon numerous principal streets of Salem. 

*Clarion, Pa.-The Clarion & East Brady Electric Rail
way has be en granted a franchis e by the Clarion Borough 
Council to construct a line through the borough. 

Spokane, Wash.-Application has been made to the City 
Council by the Spokane, Columbia & Western Railway for 
a franchise to construct a line into the city. The line 
takes a general northwest to southeast course, crossing 
Gonzaga College grounds and connecting with the Spokane 
& Inland Railroad on Olive Avenue at the company's car 
house. [E. R. J. , J an . 2, '09.) 

TRACK AND ROADWAY 
Birmingham Railway, Light & Power Company, Birming

ham, Ala.-This company is rebuilding its track between 
Ensley and Wylam. The work was commenced at t he end 
of th e line and one-half mile is already completed. Creo
sot ed ties and n ew ballast have been put in. The track will 
be low er ed about 3 ft. 

Parkside Transit Company, San Francisco, Cal.-This 
company announces the completion of its entire double
track line from Ingleside to the beach, at the junction of 
Sloat B oulevard and the Great highway, over Thirty-fifth 
Avenu e to T Stree t , T Street to Twentieth Avenue, over 
Twentieth Avenue, to H Street; also the connecting line 
from Twentieth Avenue to T Street, over Twentieth Ave
nue to th e Boulevard. A new service over the entire line 
was inaugurated Jan. I. 

Connecticut Company, Bridgeport, Conn.-It is stated 
that the plans for the year of this company include the ex
ten sion of the Seaview Avenue line across to Steeplechase 
I sland. Negotiations between George C. Tilyou, lessee of 
t he Island, and th e company ai-e now under way and will 
be completed, it is expected, very shortly. 

Connecticut Company, Hartford, Conn.-The w·ork of 
laying the rails on the electric road which this company is 
constructing between Hartford and Middletown is now 
completed. A large part of the wiring has been done, but 
con siderable ballasting over the private way through Rocky 
Hi ll remains to be finished. The road will be ready for 
insp ection by the Railroad Commissioners in a few weeks. 

Tampa Sulphur Springs Traction Company, Tampa, Fla. 
-Work has b een begun by this company on the extension 
of its lines into W es t Tampa. 

Atlanta, Norcross & Gainesville Electric Railway, Gaines
ville, Ga.-H. D. Jaqui sh writes that this company has 
completed the surveys, maps and profiles for the first sec
tion of this proposed electric railway between Atlanta and 
Norcross. From the latter city the road is to extend 
through Bufo rd and Flowery Branch to Gainesville. H. D. 
Jaquish, Gainesvill e, general manager, and E. Philbrick, 
Baldwin, chief engin eer. [S. R. J., Jan. 25, 'o8.] 

Augusta Railway & Electric Company, Augusta, Ga.
This company is said to have placed contracts for ma
t erial to be used in the construction of a new city line, ex
tending from McKinne Street to the river wharf. James 
U. Jackson, president. 

*Idaho Falls & Salmon City Electric Railway, Boise, 
Idaho.-This company is reported to have been organized 
for t he purpose of building an electric road out of Salmon 
City to Idaho Fall s, a distance of 102 miles. It is stated 
that th e residents and business men of Salmon have raised 
or sub scrib ed $100,000 for the building of the new road. 
The busine ss men of Idaho Falls have subscribed $102,000 
fo r th e road. T he preliminary survey of the proposed route 
has bee n made down th e branches of t he Lemhi River and 
Birch Creek. It is the intention of the company to build 
pow er plants at both Idah o Falls and Salmon City of 
sufficient capacity to handle all of the traffic, both freight 
and passenger. R. W. McBride is the promoter of this 
r oad. 

*Lewiston, Idaho.-A proposition to construct and operate 
a stree t railway syst em by loca l capita l was submitte_d to the 
City Counci l recently by M. A. Means. The plan provides· 
for the constructi on of a railway system in conjuncti'on with 
stre et paving to be commenced within the next few weeks. 
The company plans to construct an initial system of 3 
mi les and will ask for a franchise providing trackage rights 
at a nominal sum to any motor system that may seek en
trance to the city. The organization of a company is to be 
commenced at once and it is expect ed that an application 
for a franc hi se setting forth details of the plans will be 
submitted to the council within the next 10 days. 

Chicago, Kenosha & Milwaukee Electric Railway, Chi
cago, Ill.-This company, which owns a right-of-way be
tween Kenosha and Waukegan, has applied to the Wis
consin State Railroad Commission for permission to build 
an electric railway from Kenosha to the State line. The 
company is st at ed to have secured the necessary· capital · 
and wi ll issue $1,500,000 of bonds as soon as construction 
begins. The line will pass through Zion City and other 
north shore towns, and will be 3 miles shorter than the 
Chicago & Milwaukee Electric Railway between Kenosha 
and Waukegan. Officers: George G. Wilcox; president; 
Volney Foster, Jr., vice-president; Frank R. Grover, 79 
Dearborn Street, Chicago, Ill., secretary an d treasurer. 

Illinois Traction System, Champaign, Ill.-I t is announced · 
that this company will immediately purchase materials for 
a 12-mile extensi on from Seneca to Morris toward Joliet, 
Ill. This new line will be operated by the company and 
will be known as the Chicago, Ottawa_& Peoria Railway. 
The company is arranging to change 100 miles of its line 
from alternating to direct current and will build a 3-mile 
belt line at D ecatur. A contract has been placed with the 
Strobel Steel Construction Company for the approaches of . 
the new bridge to be built at St. Louis and with the Penn
sylvania Steel Company for the main steel spans for the St. 
Loui s bridge. The Missouri Valley Bridge Company has 
been awarded the erecti on contract for the bridge and the 
American Concrete Company will build the foundations for 
the approaches. The order h as not yet been placed for 
creosoted timber. 

Rock Island-Southern Railroad, Monmouth, 111 . ..,....It is 
stated that this company has presented to W. D: Brereton; 
president of the Commercial Club, an amended proposi-. 
tion, compliance with the conditions of which will result in 
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the construction of a stub line to Alexis. The company's 
proposition is to build a line to Alexis if the sum of 1200,000 
is raised jointly by Monmouth and Alexis, the 126,300 
already pledged in Monmouth to apply on the 200,000 
fund. 

Waukegan, Rockford & Elgin Traction Company, Wau
kegan, III.-This company has bten formed to build an 
electric railway from Waukegan to Rockford via Fox Lake, 
McHenry, Woodstock, Marengo and Belvidere. A line 
will also be built from Elgin to Antioch, meeting the main 
line a t Fox Lake, and passing through Dundee, Carpenters
ville, Barrington, Lake Zurich, Wauconda, Fox Lake and 
other towns. R. D. Wynn, Waukegan, is, promoting the 
line. · 

Indiana, Ohio, Illinois Railroad, Indianapolis, Ind.-The 
Electric Railway Journal is advised that this company ex
pects to commence work on its projected railway in the 
near future. It will be an interurban lin e, about 200 miles 
in length, connecting Indianapolis and Chi cago and inter
vening points. Electricity will be the mot ive power. Cap
ital stock, authorized, $5,000,000; issued, $50,000. General 
office, 5526 University Avenue, Indianapolis. Thomas P. 
Kiser, Indianapolis, president and general manager; John 
E. Clark, Carmel, superintendent. 

Brownstown Water, Light & Traction Company, Browns
town Ind.-W. B. Holton advises that this company con
templates the construction of an electric railway con
necting Seymour, :grownstown, Vallonia, Salem, Paoli, West 
Baden and French Lick. The length of the road will be 
about 70 miles. Surveys have been made and the com
pany expects to have cars operating on the first rs miles 
this year. It is planned to begin construction March r. 
The company already operates the water and light plant 
at Brownstown and expects to be supplying Vallonia with 
light soon. An additional power station and also the re
pair shops will be erected in Brownstown. Officers: W. 
B. Holton, Indianapolis, president and general manager; 
J. B. Thompson, Seymour, vice-president; H. Jackson, Sey
mour, secretary and general manager. [E. R. J., Dec. 
19, '08.] 

Vincennes, West Baden & Louisville Railway, Vincennes, 
Ind.-A meeting of citizens of Otwell was h eld on Jan. 5 
with reference to the building of this road by way of Ire
land, Otwell, Algiers, Petersburg and Monroe City. It is 
reported that the Chicago Trust Company offers to finance 
the road if the people along the right-of-way will subscribe 
$150,000 worth of stock. Under the old company a r per 
cent subsidy tax has been voted in several townships, 
totaling $80,000, so that it only will be necessary to sub
scribe $70,000. [E. R. J., Dec. 19, '08.] 

Boone, Webster City & Interurban Railway, Boone, Ia.
John S. Crooks, secretary of this company, which contem
plates the construction of an electric railway connecting 
Boone, Stratford and Webster City, writes that the surveys, 
profiles and maps have been mad e and the rights of way 
secured. The overhead trolley system will be adopted by 
the company. It has not yet been decided when construc
tion will be started. Officers : E. E. Hugh es, president; 
J. L. Goeppinger, vice-president; J . S. Crooks, secretary; 
J. H. Herman, treasurer, all of Boone. [S. R. J., Dec. 
14, '07.] 

Sioux City & Spirit Lake Railway, Sioux City, Ia.-An
nouncement is made that this company expects to begin 
work soon on its interurban line connecting Sioux City and 
Spirit Lake. The other towns through which the line will 
pass are Potosia, Ellendale, Le Mars, Germantown, Paul
lina, Primghar and Hartley. The road will consist of about 
rro miles of standard gage single track. The motive 
power will be electricity and it h as been decided to install 
catenary construction. Two power stations will be built, 
one at Le Mars and the other at Spirit Lake. In addition 
to generating current for its own use, the company will 
furnish power in four cities situated along the route. The 
line will reach three amusement resorts, Arnold's Park, 
Spirit Lake and one on Lake Okoboji. Westinghouse, 
Church, Kerr & Company, New York, have been awarded 
the contract to build the road. Headquarters, 209 Ameri
can Block, Sioux City. Officers: Frank Patch, Hartley, 
president; Fred Davis, Sioux City, secretary; G. E. Knaack, 
Hartley, treasurer; J. D. Browning, Sioux City, general 
manager; L. F. Wakefield, Sioux City, chief engineer. [E. 
R. J ., Dec. S, '08.] 

Kansas City & Kansas Southwestern Railroad, Topeka, 
Kan.-This company has been granted an amended charter 
by the State Charter Board increasing its capital stock 
from $ro,ooo,ooo to $r2,ooo,ooo. The company proposes to 
construct an electric railway extending from Kansas City 
to Independence, Kan., and from Kansas City to Topeka. 
[S. R. J., March 28, '08.] 

Kentucky & Ohio River Interurban Railroad, Paducah, Ky. 
-This company will shortly be in the market for about 
3000 tons 60-lb. r elayin g ra ils. 

Missouri & Kansas Interurban Railway, Kansas City, M o. 
-This company has r esumed service on its lin e between 
Kansas City and Olath e. Th e road is about 22 m iles in 
length and is now opera ted by elec tricity. Gasolin e m otor 
cars were formerly opera t ed on th e lin e. • 

Interstate Railway, St. Joseph, Mo.-Joseph Co rby is re
ported to have announced th at thi s company w ill build an 
electric railway between St. J oseph & K a nsas Ci ty, Mo. 
He states that the company has completed it s surveys, lo
cated its line of road, obtain ed a m ajor ity of its r igh t-of
way, by deed and contract , and secured th e money n eces
sary to build a double track, r ock ballast, standard gage 
electric railroad between th e two cities. This road will be 
48.5 miles in len gth, 14 mil es sh orter than presen t lin es. 
Arrangements have been m ade w ith the termin al companies 
and street ra ilway compani es of both cities fo r th e handli ng 
of both passenger and fr eight busin ess. 

Billings & Cooke City Railway, Billings, Mont.-Geor ge 
H. Savage writes tha t surveys ar e b eing made an d the 
rights-of-way b ein g secured fo r this proposed elec tric ra il
way. It is the intention of the compan y to r esum e work in 
April. The road will be r ro miles in leng th and will ext~nd 
from Billings t o Cooke City passing th rough Laurel, J o li et, 
Dean, Nye. Cat enary con structi on will be u sed. P ower 
for the opera ti on of the road w ill b e rent ed from the 
Madison River Power Company. An a musement park will 
be established ·and opera ted by th e company near Billings. 
Capital stock, authorized, $2,000,000 ; issued, $5,000. Head
quart ers, Billings. Officers: Edward Horskey, H elena, 
Mont. , president ; Edward Estep, Billings, vic e-president ; 
George H. Savage, Billings, secretary and gen eral m anager ; 
Bert Shorey. Billings, trea surer ; R. E. L eslie, H elena, chief 
engineer. [ E. R. J. , D ec. 12, '08] . 

Jamestown ( N. D.) Traction Company.-]. J . Nierling 
writes that this company has n ot yet completed arrange
ments fo r beginning w ork on its proposed line which is to 
conn ect Jamestown, Fried, Spiritwood L ake and Courtney. 
Capital stock, authorized, $150,000. Officer s: J . J. Nierling, 
president; Morris Beck, vic e-president ; L. B. N iemeyer , 
secretary ; 1F. •A. Lenz, treasurer. 

New Y6rk,1 'N, Y.-The Public Service Commission of 
the First District has granted th e N ew York, Westchest er 
& Boston Rai lway a certificate of public convenience and 
necessity to construct its lines through the Bronx. The 
commission has also granted to the c ompany a certificate 
approving the franchise to build, granted t o it by the 
Board of Estimate and Apportionment. The Public Serv
ice Commission of the Second District has also granted the 
company permission to construct its road. 

Dayton & Troy Electric Railway, Dayton, Ohio.-It is 
stated that this company is p lanning to build 2 miles of 
second track this sprin g as a step in the program of having 
a double track line between Dayton and Piqua, Ohio. The 
company will also lay about one-half mile of track as an 
emergency crossing at grade with the Big Four Railroad. 

Massillon, Wooster & Mansfield Traction Company, 
Cleveland, Ohio.-G. A. Bartholomew writes that consider
able grading has been done by this company and it is 
expected that the work of ,constructing the line will be 
started this summer. Among th e cities which will be con 
nected by this road are the following : Mansfield, Mifflin , 
Ashland, Haysville, J eromeville, Reedsburg; Plain; Wooster, 
sillon, Canal Fulton, Manchester and Akron . The m otive 
power will be electricity. The line w ill reach P etersberg 
Lakes, Turkey Foot Lakes, two Chautauqua grounds and 
five county fair grounds. The company expects to fur
nish power for lighting. Capital stock, authorized, $r,ooo,
ooo; issued, $100,000. Gen eral offices , Williamson Build
ing, Cleveland: Officers : G. A. Bartholomew, Cleveland, 
president and chief engineer; J . W . Buchanan, Smithville, 
vice-president; Roy I. Guthman , Youngstown, se cretary ; 
H. G. Bye, Youngstown, treasurer. [E. R. J., Aug. 29, '08. ] 

Scioto Valley Traction Company, Columbus, Ohio.-I t is 
sta ted that this company will build a spur from its th ir d
rail lin e to Summerland on Buckeye Lake, a pleasure resort. 
It is possible that the line will be extended to Newark. 
Right-of-way for the extension ha s been secured. 

North Midland Railway, London, Ont.-A. E. Welch 
writes that the surveys for this road have been completed 
and it is expected that constructi on will begin t h is spring. 
The line will connect Lucan, Granton, St. Marys, Stratford 
and London, and will be ·about 45 miles in length. The 
road will be bonded for $25,000 per m ile. Capital stock, 
authorized, $1,000,000. Officers: W . Scarl ett, 169 Dundas 
Street, London, Ont.; T . H . Lascombe, London, secretary; 
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A. E. Welch, London, genera l manager. [ E. R. J ., June 
20, '08.] 

Dunnville, Wellandport & Beamsville Electric Railway, 
Wellandport, Ont.-James A. Ross, p res id ent of this com
pany, writes that plaf)s have been made to begin construc
tion this spring. The road will extend from Dunnville 
through \Ye llandport to Beamsville, a d istance of 23 miles. 
A by-law has be en recently passed by Dunnvill e granting 
a bonus of $15,000. Mr. Ross states it is possible that 
the board of directors will be reorganized shortly. Cap
ital stock, $400,000. The road will be bonded at $20,000 
per mi le. Office rs: J am es A. Ros s, Wellandport, presi
dent; W. J. A ikens, Dunnville, secretary; R. T. Gough, To
ronto, chief engineer. [E. R. J., Sept. 26, '08. ] 

Altoona, Hollidaysburg & Bedford Springs Railway, Al
t oona, Pa.-At a meeting of the s t ockh olders of this com
pany on J an. 5 a comp lete organ ization was effected. Ac
cording to the plan s of th e n ew ly organized company, the 
line w ill start fr om Broad and B eale Avenu es, A ltoona, 
extend t h rough Hollidaysbur g, Duncansvill e, N ewry, Roar
ing Spring, Martinsburg, take in all parts of Lo gan, Alle
gh eny, Blair, Free dom, Tay-lor , Juni ata, North Woodbury, 
F rankstown, Gree nfield and W oodbury t own ships, and then 
go to L oysburg, T a tesvi lle, Ev er ett, M t. Da ll as, Bedford 
and Bedford Sprin gs. Ordinances have been introduced 
int o th e b orough council s of M ar t in sburg and Holli daysburg 
to g rant th e company right -of-way throug h those t owns . 
Frank G. Patterson , president and promot er of th e com
pany sin ce its organi za ti on , was succee ded by John G. 
Burns , Pittsburg, w h o was elected to the pres idency and 
who w ill begin th e ac tive work of buildin g th e road. Fred
eric k W. P atter son, Pi ttsburg, was made chief en gin eer and 
George W. Burke was r e-e lec ted secret a ry- treasurer. 
Thom as M axwe ll was c hosen vic e-pr es id ent. 

' Clarion & East Brady Electri c Railway, Clarion, Pa.
T hi s company is sa id to h av e been organized for the pur
pose of buildin g an elec tric railway from Clari on to East 
Brady via Sligo and Rim er sburg, a distance of 25 mil es, and 
by conn ecting w it h a road p roj ec t ed betwee n Butler and 
Eas t Brady it w ill m ake a complet e troll ey rout e of 86 
mil es from Pi ttsburg t o Cla ri on. G. E. Arnold, F. M. 
A rn o ld and T. S. A rn old of Cla rion are th e h ead of the 
ent erpri se. A fr an chis e has bee n obtained for th e u se of 
t he streets of Cla ri on, w ith t he provi sion that w ork is to 
be sta rted w ithin two yea rs. 

*Terminal Railroad, Philadelphia, Pa.- This company is 
report ed to have been form ed to build a street rai lway to 
join i\ngota with t he Union terminal at S ixty-ninth and 
Market Stree ts. Philadelphia. T h e projected line will 
trave rse t he n ew sect ion known as Millborne. The in
corporators wi ll be John Wolfenden, Washington T. Shore, 
Frank B. Rhoad es, Jo s. H. D oh an and B ernard J. O'Con
nor. It is plann ed to be gin t h e line a t a point near the 
Union Station, which is a t erminus of the l\farket Street 
elevat ed. the Philadelp hi a and West Chester lines and the 
Philad elphi a and Vv est ern sys te m. It w ill th en go over the 
West Chester pike and th en in a south erly direction, cross
in g L ong Lane Marshall Road and P embroke Avenue, to 
the D elaware County t urn pike, and on to Baltimore Avenue, 
at F ernwood. It will return by the sam e route. A charter 
wi ll be app li ed for by t h e company the latter part of next 
month. 

Belton & Temple Traction Company, Temple, Tex.- It is 
stated that this company has under con sider at ion a numb er 
of improvements to its syst em w hich wi ll include the ex
t ensions of the line to Lake Polk an d to William son Heights 
and oth er needed ext ensions in the city. The p lans also 
contemplate a material shortening of the line between 
T emple and Belton in order t hat m ore frequent se rvi ce may 
be maintained. 

Cleburne, Tex.- It is stat ed t hat H. M. Hyatt, Kansa s City, 
Mo .. w ho sec ured a franchise from the city of Cleburn e sev
era l months ago for r ig hts to operate local street railway and 
int erurban lines ove r the principal streets of the city, has 
n o tified several promin ent citizens of Cleburne that he has 
form ed a company which is ready to b egin construction of 
the Dallas-Cleburne interurban railway as soon as $600,000 
stock is sub scribed by the citizens of the towns interested 
a lon g t he proposed route. He stat es that a t entative con
tract for the grading and track work has been let, subject 
to the action of th e parties desiring the construction of the 
road. [E. R. J ., Nov. 28, '08.] 

Marshall (Texas) Traction Company.-The Elec tric 
Railway J ourna l is advised that th is company expects to 
begin the construction of its loca l s tre et railway early this 
y ea r. A contract has alre ady been let for t h e bu ilding 
of three-quarters of a mi le of track. The line will be 
abou t 4 miles in length and wi ll be operat ed by elec
t ri city, the overhead trolley being used. It is t h e in-

ten t ion of t he company to apply fo r a charter t h is m onth. 
M. Turney, Marsh a ll, m anager. [E. R. J ., N ov. r4, '08.] 

Spokane & Inland Empire Railroad, Spokane, Wash.
Rep<;> rt s . a re current to the effect th at this company is 
conside ring th e proposition of extending its line from 
Colfax, th e p rese nt terminus, south t o Walla W alla a dis-
tance of abou t 75 miles. ' 

Walla Walla & Columbia Traction Company, Walla 
Walla, Wash.- Dr. N . G. Blalo ck writes th a t it is the 
i:1tention of thi s company t o begin work on its proposed 
hne about Feb. I: Surveys have been mad e, right s of way 
secured for a d is tance of abou t 60 mi les. M r. Blalock 
states that arrangements have been made w ith the old 
company w hich orig ina lly had p lan ned to construct the 
road, and w hen $250,000 h as been subscribed t he fran
chises, rights of way, surveys, etc., wi ll be t ransfe r re d to 
the present com pany, taking stock in the same for cash 
a~ t_ually expended. T he road will connect the following 
c1t1es: Dayton, Huntsville, Waitsburg, Prescott, W all a 
Vvalla, Mi lt on , Freewater, Touchet and Wallua. The sys
tem will have about So m il es of standard gage single track. 
Ove_rh ead . trolley ~onstruction will be installed. A powe r 
s ta t1011 will be bu il t on the Tu canon River. Connections 
fo r th e transportation of fre ig ht wi ll be made at Wallu a 
v,·ith t he Open River Transportation Company, w hich 
ope rate s t eamers on the Columbia Rive r between seve ra l 
important cities. Capital s tock, $ r,ooo,ooo. H eadquar te rs, 
Vv alla W alla. Officers: Dr. N. G. Blalock, Walla Walla, 
pr esid ent and ge neral manager; M. R. Hauger, Dayton, 
fi r st v ice-president; H. H. McLean, Walla \Valla second 
vice-president; L. C. Davison, Walla vValla, s~cretary ; 
George Kellogh, \Va lla \Valla , treasurer. [E. R. J., D ec. 
26, '08.] 

SHOPS AN D BUILDINGS 
Humboldt Transi t Company, Eureka, Cal.- The ELECTRIC 

RAILWAY J ouRNAL is advised that thi s company expects t o 
er ec t a new car house in th e near future. 

Public Service Ra ilway, N ewark, N . J.-This company 
has awarded the ge n era l contract for th e construction of a 
pas senger t ermin al at the junction of Hudson Street and t h e 
present Lackawann a and McAdoo terminals in Hoboken to 
th e Fagan I ron Works, J ersey City. · The bui lding, whic h is 
t o be of brick, concrete and s t ee l co nst ruct ion, will be t h ree 
stori es hi g h. It w ill be arranged so as to handle traffic from 
th e L ackawanna Rai lroad from the fe rri es and the H udson 
& Manhattan Railroad, which operates th e tunnel under the 
r iver b etween New York an d New J e rs ey, in addition to 
t hat ove r th e surface and eleva ted lin es. The lowe r fl oor 
w ill be used fo r t h e tun nel tra ffic , th e main floo r for t he 
surfac e lin es. ra ilroad an d fe r ry passe nger s, and th e upper 
deck for the elevated traffic. T he estimated cost of con
struc tion has not been made pub li c, but it is s tated on good 
auth ority to be in the ne ighborh ood of $300,000. 

Lake Shore Electric Railway, Cleveland, Ohio.-It is 
sta t ed t hat t hi s comp any has decided to build its own city 
and inte rurban cars, and for t hat pu rpose a car h ouse at 
Sa ndu sky w ill be conve r ted int o sh ops durin g this y ear. 

E l Paso (Tex.) Electric Company.-Thi s company is sa id 
to h ave purchased about 55,000 sq. ft. in t he Cotton addi
tion as a s it e for a new car h ouse . 

POWER HOUSES AND SUBSTATIONS 
Illinois Traction System, Champaign, 111.-This company 

is arra ngin g to change roo mil es of it s line from a lter n a ting 
to direct curr ent and w ill build eig ht substations. 

Humboldt Traction Company, Eureka, Cal.-This com• 
pany expects to inst a ll in it s power plant during 1909 a 
--ioo-kw un it consist ing of an en g in e, boil er and ge ner ato r. 
The company is also con st ructing a 15,000-bbl. oil tank, 
increasing t he tota l capacity to 25,000 bbls. 

Gulfport & Mississippi Coast Traction Company, Gulf
port, Miss.-It is s t ate d t hat thi s company is m aking a r
rangem ent s for t h e installa ti on of anot her s torage battery 
at a cost of $25,000 w hich w ill b e located near t he central 
sta ti on. It is said th a t w hen t h e road is ex tended t o P ass 
Chr istian an addi t ion al one w ill be establish ed at some 
point near the western end of the li ne. 

Philadelphia (Pa.) Rapid Transit Company.-lt is an
n ounced th a t th is com pan y has plac ed its coal o rder fo r 1909. 
A contract has been m ade w ith Madei ra, H ill & Company, for 
200,000 tons of buckw h eat coa l and 75,000 ton s of bitu
minous. Anoth er award went t o th e Le high Coal & Navi
ga t ion Company fo r 150,000 t ons of buckw heat . 

Big Bend Traction Company, Spokane, Wash.-A nnounce
rnent is m ade that this company will erect a power plant 
and dam abou t 2 miles from the po int w h er e th e Spokane 
flows in to the Columbia. Surveys have been made and plans 
drawn for th e dam, which will b e 65 ft . in height. The 
stat ion w ill have a capacity of ro,ooo hp. 
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S outhwestern Interurban Railway, Arkansas City, Ark., 
is making inquiry for three cars. 

Syracuse (N. Y.) Rapid Transit Company, it is said, will 
soon be in the market for new interurban cars. 

Kentucky & Ohio River Interurban Railroad, Paducah, 
Ky., now und er construction, expects to be in th e market 
for eight car s some time in the Spring. 

Illinois Traction System, Champaign, Ill., will soon order 
a 65-ft. private and office ca r for H. E. Chubbuck, general 
manager. The company is building a private trail car. 

Albia Interurban Railway, Albia, Ia., has purchased 
t h rough the Wesco Supply Company, St. Louis, Mo., two 
16-ft. closed motor cars, eac h equipp ed with two GE-52 
motors. 

Chicago, Wheaton & Western Railway, Wheaton, Ill., 
has increased its o rd er with The J. G. Brill Company from 
three to five cars. The original order for three cars was 
noted in the ELECTRIC RAILWAY JouRNAL of Nov. 28. 

R ochester Railway_ Company, Rochester, N. Y., is ready 
to place an o rder for four interu rba n cars, with privilege 
of increasing the number to eight. It is r eport ed that tli e 
comp any will a lso soon purchase 30 n ew city cars. 

Rochester & Manitou Railroad, Charlotte, N. Y., h as or
dered from the G. C. Kuhlman Car Company the three 
semi-convertibl e. ca r s, referred to in th e ELECTRIC RAILWAY 
JOURNAL of Dec. 12, 1908. T h e company is also in the 
market for trucks. 

Indianapolis Traction & Terminal Company, Indianapolis, 
Ind., is report ed to h ave about complet ed financia l arrange
ments for th e purchase of the 50 city cars r eferred to in the 
ELECTRIC RAILWAY J ouRNAL of Nov. 28, 1908. It is said that 
the order for the cars' will be placed soon. 

Rock Island Southern Railroad, Monmouth, Ill., is in the 
market for a steam locomotive, six flat cars and six box 
cars. Th ese equipments are to be u sed for work-train pur
poses during the const ructi on of th e propose d extension 
of th e line from Monmouth, Ill., to Rock I sland, Ill. 

Buffalo , Lockport & Rochester Railway, Buffalo, N. Y., 
wi ll p lac e an o rder this week for eight interurban cars, wi th 
the privilege of increasin g th e number to 15. Specifica
tions for these cars wer e issu ed in December, 1908, and 
referred to in the ELECTRIC RAILWAY Jou RNAL of D ec. 12. 

Denver City Tramway, D enver, Col., advises it has just 
placed a n or der with th e W oeber Carriage Company, Den
ver, fo r 25 43-ft. ro-in., s tandard combination passenger 
cars. T he orders for th e trucks and motors for these cars 
have n ot yet been placed, but these equipment s wi ll prob
ably be purchased at onc e. 

Washington Railway & Elect r ic Company, Washington, 
D . C., h as just o r dered from Th e J. G. B rill Company 50 
28-ft. 3-in . closed cars with pay-as-you-en t e r p lat fo rms. 
T his order constitu t es an increase of 15 car s in th e o rder 
fo r 35 n ew cars w hich was chronicled in the stati stical data 
publi shed in th e ELECTRIC RAILW AY J OURNAL of J an . 2, 1909. 

Third Avenue Railroad, New York, N . Y., h as placed its 
order fo r th e 200 new cars, referred t o in r ece nt issues of the 
ELECTRIC RAILWAY JouRNAL, with The J. G. Brill Comp any. 
These cars wi ll b e bui lt under lic en se from th e Pay-As
You-Enter Car Corporation. Th ey w ill h ave steel under 
frame , w ill b e mount ed on Bri ll trucks a nd w ill b e ope rat ed 
with West inghou se two-m otor equipment s. T h e Pantasote 
Company wi ll furnish Agosote h ead linings and Pantasot e 
curtain s. 

Capital Traction Company, Washington, D. C., has closed 
a contract with t h e Pay-Within Car Comp any, th rough the 
E lectric Service Supp lies Company, sales agent, coveri'ng 
" Pay-Within" equipm ent s for II double-tru ck suburban car s, 
to be operated on th e Chevy Chase Divi sio n. T h ese cars, 
which are b eing bui lt by th e Cincinnati Car Company, 
wi ll b e equipped with four set s of slidin g doors and dis
app earing steps, op erated w ith compressed air apparatus 
of the same typ e as used on Philade lphi a cars. The method 
of fa re pre-payment will be th e sam e as adopt ed in Phil a-

. delphia. the conduct or standing imm ediately in side of the 
car, m idway in the open bulkhead. from which point he 
contro ls th e doors and steps by m eans of an air va lve. 

H udson & Manhattan Railroad Company, New York 
City, h as ordered fr om th e Presse d Steel Car Company 40 
n ew s t eel passe nger ca r s t o b e u sed in th e tunnels under the 
Hudson River. Two of th e tunnels are now in op eration and 
two more wi ll b e completed som e time next summ er. 
The cars wi ll be identica l with th e 50 o rde red last N ovem 
ber and described in .the ELECTRIC RAILWAY JouRNAL of Nov. 

21, 1908. They w ill b e 48 ft . long with seating capacity 
for 44 passe ngers and equipp ed with both center and end 
doors. Contract s for o ther equipment for the entire order 
of 90 cars as far as t h ey have been le t are: General Electric 
Company, 90 two -moto r equipments, 150 hp with type "M"' 
control; American Loc omotive Company, standard M. C. B. 
trucks; Hale & Kilburn, seats; Gould Storage Battery , 
Company, storage batteri es. 

TRADE NOTES 

James Clark, Jr. , Electric Company, Louisville, Ky., 
has just placed on the market a n ew electric-driven notch
ing press fo r armature disks and an electric-driven winding 
machin e for field coils. 

Lackawanna Steel Company has mov ed its Buffalo, N. Y., 
office from th e Ellicott Building to th e Fidelity Building. 
The compa ny' s gen e ra l sa les office is located at 2 Rector 
Street, New York City. 

Richard Wick, formerly associated with the Western 
Wire Sales Compan y, Chicago, Ill., h as opened offices at 
No. 356 D ea rborn Street, Chicago, and will hereafter engage 
in t h e sa le of bare and insulated wi res and cables. 

G. S. Ackley, president of the National Brake Company, 
sai led on th e Cedric on J an. 9 for Naples. It is his in
t enti on to visit It aly, Switzerland, Austria-Hungary, Ger
many, France and th e Briti sh Isles. A number of friends 
were on th e dock to wish him "bon voyage." 

Westinghouse Machine Company, Pittsburg, Pa., reports 
among it s r ece nt contracts the following: Compound 
e11gin e for Black Hills Traction Company, Deadwood, S. D.; 
I\I etropolit an Street Railway. Kansas City, Mo., 1500-kw 
turbin e unit; Capit a l Traction Company, Washington, 
D. C., 3000-kw turbine unit; Tampa (Fla.) Electric Com
pany, I500-kw turb in e unit. 

Warren Webster & Company, Camden, N. J., announce 
that beginning with Jan. r. 1909, they will conduct the busi
ne ss here tofo r e carried on by the American Specialty Com
pany, of Chicago. The lat t er compa ny h as had branches and 
age nts in variou s citi es throughout the Middle West and 
th e n ew bu sin ess arr angeme nt doe s not contemplate any 
change in the personnel of th ese representatives. 

Gulick-Henderson & Company, Pittsburg, Pa., inspecting 
engineers, foundry sp ec ialti es, and chemists, have opened a 
Western office and laboratory in the Manhattan Buildi n g. 
Chicago, in c'harge of W. 0 . Collins, w h o is a new member 
of th e firm. Mr. Collin s was formerlv a m ember of th e 
firm of Collin s & Stevens, making a specia lty of inspection 
and genera l engin eering work. 

Western Wire Sales Company, Chicago, Ill., has re
cently been reorganized, Richard Wick, formerly one of 
the o ffic er s of t h e company, retiring. The offic ers now are 
C. T. Murdock, pres ident; A. N. A llen, secretary, treasurer 
and m anager. The company announces that it will carry 
the same lin e of bare and insulated wires and cables as 
heretofore, and wi ll cater to t h e same trad e as it did 
previous t o the reorganization. 

Mechanical Appliance Company, Milwaukee, Wis., will 
show for th e first time at the Chicago electrical show t o 
be h eld at th e Coliseum, Chicago, Ill. , Jan. 16 to 30, an 
electrically op erated crossing gate. This gate is designed 
to b e op er at ed by a small d.c . motor driven by 500-volt 
current. The gate is so constructed t h at th e arms can be 
raised and lowered by t h e opening and closing of a switch 
designed t o be located in a signal tower at any point. 

Metropoli tan Electrical Supply Company, Chicag o, Ill., 
is m a king a campaign amon g st eam and electric railways 
for th e sa le o f De Ronde's insulating paints and compounds 
for which the company is agent. These products are said 
to b e proof against action by water, ac id, a lkali and heat 
and have hi g h in sulating properti es. They are especially 
recomm ended fo r u se in coating moldings for dynamos 
and m otor fra m es. switc hboards, cutouts and for all other 
purposes where li quid in sulation is desired. 

Dossert & Company, Inc ., New York City, ha s received 
a large o rder from th e Central E lec tri c Company of Chi
cago fo r D ossert so lderle ss connectors, including two-way 
;i nd fo ur-way cable taps for delivery to the Cananea, 
Yaqu i River & Pacific Railway at S onora, l\Texi co. and 
terminal lug connectors for the Gila Valley & Northern 
R ailway Company, Globe, A riz. They have also received 
o rders for special Y connectors for extra flexibl e cable for 
t he M etrop olit an vVest Sid e El eva ted Railway, Chicago, 
and 200 specia l two-way connectors for th e American Car 
& Foundry Compa ny, Berwick. P a .. for th e elec tri c lighting 
;;yste m of s tee l passen ger ca r s. 

Westinghouse Electric & Manufacturing Company.
George C. Smith, an executin' officer and director in many 
a11 xi liary W estinghouse comp ;i ni es, ha s b ee n appo inted by 
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the new board of directors of the W estinghouse Elect ric 
& Manufacturing Company as its special representative in 
connection with its interests in a number of electric railway 
and power companies w hose securities are held a s in
vestments. Among the companies are the Lackawanna & 
Wyoming Valley Rapid Transit Company and subsidiary 
companies, Niagara, Lockport & Ontario P owe r Company, 
Electric Power Securities Company, of Niagara Falls; Grand 
Rapids, Grand Haven & Muskegon R ailway ; At lanta Water 
& Electric Power Company. M r. Smith's headquar ters will 
be in the City Investment Building, N ew York. 

American Locomotive Company has purchase d a plot 
of 130 acres of land at Gary, Ind., from the Gary Land 
Company, a subsid iary company of t he U nited States Steel 
Corporation, and plans are being drawn for a new plant 
which, it is said, will be the most complete and best 
equipped locomotive works in the wo rld. The land pur
chased is twice the extent of that occupied by the largest 
of its present plants, and when fully occupied will give em
ployment to from 12,000 to 15,000 workmen. The land 
adjoins that of the new plant of the United States Steel 
Corporation. Both steam and electric locomotives will be 
built at the new plant and it is probable that eventually 
electric trucks and all other branches of the company's 
work will be done. This company now operates plants 
in Schenectady and Dunkirk, N. Y.; Pittsburg and Scran
ton, Pa.; Richmond, Va.; Paterson, N. ].; Manchester, 
N. H., and Montreal, Canada. At p resent there is no 
large locomotive plant west of Pittsburg, and the selection 
of a location in the Chicago district provides additional 
locomotive building capacity where it is most needed for 
prompt and direct delivery to a large number of rail
roads. 

ADVERTISING LITERATURE 
W est ern Electric Company, New York.-A n ew bull etin, 

No. S 1 IO, issued by this company is devoted t o elect r ical 
equipment for central stations. 

Vulcan Steam Shovel Company, Ohio.-T his company 
has issued a large calendar whic h is illu st r ated with engrav
ings of Vulcan st eam shovels in operat ion . 

A merican Carbon Battery Company, East St. Louis, Ill .
An art calendar for 1909 which call s atten tion to its carbon 
brushes is being sent out by this company. 

G. M. Gest, 277 Broadway, New York City.-A little 
booklet is being issued at this time by Mr. Ges t, devoted to 
the distribution of electrical energy. It is illu strated. 

American Wood Working Machinery Company, Roches
ter, N . Y.-This company has issued an illustrated calender 
picturing with half-tones the company's large line of wood 
working machinery. 

Crouse-Hinds Company, Syracuse, N . Y.- Bulletin No. 
100, issued by this company on Jan. 1, 1909, en titled "Con
dulets," is a voluminous catalog of practically a ll the various 
products of the company. 

P et tingell-Andrews Company, Boston, Mass.-This com
pany has just issued a new illustrated catalogue describing 
"opalux" reflectors for electric illumination. Prices and 
discounts are given. 

Chain Belt Company, Milwaukee, W is.- A recent publi
cation of this company describes a chain-belt concrete 
mixer of a new and improved type which is being put upon 
the market. 

Northern Engineering Works, Detroit, Mich.-T his com
pany has just sent out an announcement that it is in the 
market for the construction of cupola furnaces and all other 
kinds of foundry machinery. Descriptive catalogs and 
bulletins will be furnished to interested parties. 

Westinghouse Electric & Manufacturing Company, P itts
burg, P a.-"Motor Talks" No. 2 for January discusses dis
play window advertising. Some attention is a lso paid to the 
use of small electric motors to relieve h ouseh old wor k. 

Jeffrey Manufacturing Company, Columbus. Ohio.-This 
company is sending out catalog "67D," w hich is devoted to 
Jeffrey rubber belt conveying machinery. T he illustrations 
show the application of the rubber belt to conveyors for 
various kinds of material. 

Robbins Belt Conveyor Company, N ew York City.-This 
company is sending out a reprint of a paper by C. Kemble 
Baldwin, chief engineer of the company, read before the 
Am erican Society of Mechanical Engineers, dea ling with 
the advantages and applications of belt conveyo rs. 

Green F uel E conomizer Company, Matteawan, N . Y.
A new type of hot b last heater coil o r radiato r for in
direct heating systems is desc r ibed in a 16-page pam phlet 
issued by this company. The seve ral novel fe atures of 
construction are described and illus trated in tl:ie booklet. 

Fidelity & Casualty Company, New York City.-The 
Monthly Bulletin for January of this company contains an 
article on the accidents caused by the traction companies 
in New York City. It shows that the loss to the companies 
from accidents amounts to more than their fuel bill, and is 
over 9 per cent of the operating expenses. 

W. K. Kenly Company, First National Bank Building, 
Chicago, 111.-This company, which deals in rails and track 
materials, is sending out a small calendar to call attention 
t o the fact that the company represents the Kalamazoo 
Railway Supply Company, American Metal Hose Company 
and t he L atimer Switch Point Lock Company. 

D 'Olier Engineering Company, 119 South Eleventh Street, 
Philadelphia, Pa.-Recent bulletins which this company 
has se nt out a r e devoted to horizontal centrifugal pumps 
and to steam turbines. Each of the publications is illus
trated and contains necessary information for prospective 
purc haser s. 

H. W. Johns-Manville Company, 100 William Street, New 
York City.-Catalog N o. 100 of this company is devoted 
to J -M pipe and boiler insulation. The catalog de
scribes th e p r incipal types of pipe and boile r coverings 
which have been perfected during th e 50 years in which the 
company h as been manufacturing asbestos and magnesia 
produc t s. 

General Electric Company, Schenectady, N. Y.-A new 
fo lde r from this company describe s its transformers for 
use in connection with moving picture machine arc lamps. 
T his t ran sfor me r is kn own as the "G. E. Economy Arc." 
Bu lletin No. A637 illustrates and de scribes the various 
styles and sizes of tungst en incandescent lamps for battery 
se rvice. 

Industrial Progress.-This is the n am e of a new monthly 
publ ication issued at 330 Clinton Street, Milwaukee, Wis. 
According to th e announcement of the publishers the maga
zin e w ill be devoted to the republication of various articles 
taken from th e trade and technical press. It is intended to 
be a digest of m atter worth preservation and to give such 
matter addition al distribution. The publication is illus
trated. 

American Blower Company, Detroit, Mich.-This com
pany has r ecen tly published the fo llowing new bulletins: 
Electric fo rge blowe r circular, No. 242; variable speed en
gine catalogue, No. 244 ; shop heating treatise, No. 246, and 
steam trap catalogue, No. 247. The treatise on shop heat
ing has been prepared by the company's v ice-president and 
chief engineer, F. R. Still, who is an authority on factory 
heating and ventilation. 

Lombard-Replogle Engineering Company, Akron, Ohio, 
announces tha t J ohn Sturgess, who is well known in the 
electrical fratern ity through his former connection with 
the Sturgess Governor Enginee ring Co mpnay, has recently 
become associa ted with the company as general manager. 
Mr. Sturgess' wide experience wit h governor design and 
operation will be of value to this company, which is special
izing in governor work. An improved type which is just to 
be put on the marke t is t he resul t of t he collaboration of 
Mr. Lombard, Mr. R eplogle and M r. Stu rge ss. 

Sprague Electric Company, New York.-An illustrated 
leaflet is being sent out to the trade by this company, ac- • 
companied by a circular letter explaining the merits of the 
Sprague electric sh ove l. It is claimed that it is simpler 
than any other m echanical shovel. As a tw o or three-rope 
bucket, it can be opera ted and controll ed entirely by one 
handle. This arrangement eliminates a ll clutches and foot 
brakes, great ly simplifies the design, and reduces the chance 
of breakdown by dispen sing w ith a numb er of m oving and 
wearing parts. The sh ovel can be used on monorails, 
bridge cranes or gantrys, on stiff-leg derricks, unloading 
towers, etc. 

Albert B . Herrick, New York.-The special class of in
vestigations fo r electric railway companies carried on by 
this well-known eng ineer has been aptly termed by him 
··Maintainance E ng ineering." To carry out his investiga• 
tions of track, line and feeder conditions, Mr. Herrick h,.s 
invented many ingenious instruments, particularly those 
of automatic reco rding types, for use on his test: cars. Some 
of his work h as been r eferred to in th ese columns from 
tim e to time but readers will be interested t o learn that Mr. 
Herrick himself has just issued a pamphlet which sum
marizes his work and contains many interesting illustra
tions of h is testing apparatus, sample records, etc. A map 
in this publication shows the location of American and 
Canadian lines over which the test cars have been operated. 
These lines em b race 182 properties and a total mileage of 
11,071 , covering respectively 29.3 per cent of the United 
States electric railway mileage and 41.6 per cent of the 
Canadian mileage. 




