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Subway Report 
The report of B. J. A rnold on the traffic of the New 

York subway, which appears elsewhere in this issue, shows 
that the maximum number of seats for each express track 

per hour which can be operated, even after all the changes 

now suggested have been completed, is only 18,000. No 
further changes, barring practically complete reconstruc

tion of the subway, can increase thi s maximum seated carry
ing capacity. T he present peak load is more than 22,000 

A rnold shows the wisdom of development of the short

haul business, and makes the suggestion that this perhaps 

can best be accompli shed through the construction of a 

movable sidewalk. 

Electric Railway Parks 
This is the season when the manager's fancy lightly 

turns to thoughts of amusement parks. So many roads 

have had a try at the business that discussion woul d seem 
almost needless were it not that amusement parks are 

not a lways successful from the business standpoint. A 

park is a somewhat considerable investment if it is really 

attractive, and it must gather in large traffic to ge t back 

the total expense. The main thing in planning a park 

annex is to gage accurately the temperament and habits of 
the community with respect to amusements, and this is 

not always an easy task. The attractions that are suc

cess ful in one place may fall flat in another for no exactly 

assignable reason. For instance, the biergarten, that is a 
fixture, and a most agreeable one, in Continental life, 

could not be commended in a prohibition community. It 
has, more's the pity, shown on American soil a rather uni 
form tendency to degenerate into unqualified toughness. 

Again, in some cases, too much money ha s been spent to 

develop the park, and as the cost of maintaining the at
tractions is constant, the park property represents a large 
annual outlay. Yiewing the situation generally , however, 
most managers are firm advocates of the practice of estab

li shing street railway parks, and can testify to their advan
tages from a monetary standpoint. Certainly, most of the 
projected electric railways whose plans are reported in th ese 
columns contemplate the ov.-nership of parks, and many 

companies are expect ing to extend and improve their park 
properties during the corning year. Following a custom in
itiated several years ago, this paper will devote two issues 

during the winter and early spring especially to the sub-
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j ect of street rai lway parks, and this number is the first 
of the series. 

Broadly speaki ng, parks controll ed by city railway com

panies can be divided into two cla s!'ies. The first 111-

clucles those parks whi ch are designed to cater to the 

cosmopolitan population of a large city whe re ex

pensive amu sements can profitably be install ed and where 

a fare of IO cents, or even I 5 cents, can be charged for 

t ransportation in each direction. T he second class belongs 

to cities of, say, 60,000 inhabitants and under, where the 

charge for entertainments, if proviclecl, should be sma ll , 

a nd where, as a rul e, the park should be located within a 
5-cent zone . 

A number of interurban railways have developed parks 

a long lines whi ch a rc qui te different from the typica l 

park of a city raihvay sys tem. These parks are, more 

properly speaking, pi cnic or assembly grounds, and their 

equipment is quite simple and inexpensive. The cost of 

operation is co rres ponclingly lo\\·, as no amusement de

vices other than boats or a carousel a re usually operated. 

T hese pa rks a re communly loca ted a t some point along 

the ma in line where the natural beauty o f the grounds is 

sufficient to attract pleasure seekers. Such parks, if prop

e r ly adverti sed, can be made to yield the railway com

pany a sa ti sfactory income 011 the sale o f excursion t ickets 

o nly. J f the rates a re made low enough , traffic can be ob

ta ined from distances a s g reat as 40 or 50 mil es on spe

c ial occas ions. On pleasa nt clays during th e summ er 

month s considerabl e additional traffic revenue is obtained 

from small famil y parties at practically no expense and 

with no increase in the number of cars required to handle 
the traffic. 

1Iany trea ti ses have been written on th e proper sur

roundings, general scheme of a rrangement of buildings 

and proper methods of conducting the operation of a park. 

It will be impossible to ana lyze here a ll of the factors 

which go to make up the suc cess of a re sort of thi s kind. 

It might be well , howeve r, to call attention to two 

siderable distance. It 1s not , however, so much a rea that 

is needed as the success ful use o f it. A small and accessible 

park thoroughly worked up, with a big casino and plenty 

going on in it, seems likely to get a larger total attendance 

than anything else, and what it may lose in attendance 

during the few very hot days will more than likely be made 

up during the early and late season. 

The quality of the transportation 1s equally essential. 

T he fac ilities fo r carrying the passengers on the line 

or lines serving the park should be such as not to occasion 

serious delays or m_uc.h crowding at the time when the 

people wa nt to travel. P referably, a park should be on 

the main line. If thi s is not possible, it should be pro

vided with ample terminal facilities so that delays _in the 

late afternoon or evening in returning home will not dis

courage a second visit. In all cases a single-track line 

with turnouts should be avoided. Even a slow rate of 

travel is much less annoying to the ave rage pleasure

seeker, when on either his outward or return trip, than 

waiti ng on a turnout or siding. Moreover, it is very 

difficult to dispatch a number o f cars at th e close of a day 

or evening on a single-track road, whereas the headway 

can be made as long or short a s may be necessa ry when 

the line is double track. 

Park Amusements and Buildings 
T he question of amuse ment s, like that of the poor, 

is a lways with us. Certain a ttractions, like the old-fa,sh

ioned, but never unpopular, carousel, wi ll probably always 

remain a safe selection. As the patronage increases, good 

music and vaudevi ll e will have their place, and undoubtedly 

wi ll prove as sat isfactory as any attraction which can 

be provided. In occasional places winter sport s have been 

tried with some success . T he proper selection of enterta in

ment depends, as we havP a lready intimated, on the com

munity and the general nature of the patronage. No one 

recipe for success can be written. T he thing to be culti

vated is the amu sement park habit among -the patrons, and 

fundament a l features whi ch a re common to a ll. One re- this requires a rapid shifting of attract ions and corre-

!a tes to the question of transportation to and from the 

park, the other to the gene ral a rrangement o f the grounds 

a nd buildings themselves. 

Transportation to the Park 
Some roads hav e made a mi stake in placing their parks 

a t too great a distance. T hi s mea ns long hauls for the pa

tron s and the consumption of a good deal of time, which has 

indirectly the e ffect of cutting down pat ro nage for a 

considerable part of the season. One must, of course , get 

a ,Yay fr om the immedi ate surroundings of the city, but 

it is Yery easy to go out too fa r. During what is usually 

a very brief season of extreme heat people like a long car 

r ide or lake side a ll the better. Such traffic, however, 

fall s off a t once a s the hot season wanes, and leaves the 

expense still going on. It strikes us that a shorter ride 

with more going on at the encl of it is likely to draw for 

more days in the year than the more remote at tractions. 

Such a plan practically increases the avai lable length of 

the park season. If plea sant amusements a re not too 

distant, people will slip out to them more readily and fre

quently. Of course, ava il ab le space is cheaper at a con-

spondingly vigorous advert ising. A si ngle show, even a 

very good one , cannot hold people for long, while one suc

cess whets the appet ite of people fo r another, and pres

ently they fa ll into the pleasant usage of looking ahead 

fo r what is coming and making a point of seeing it. 

A n important facto r in the success of the different 

a ttractions at the park is the systemati c location of the 

bu il d ings and different concessions with reference to each 

other. Every effort should be made to keep them as 

close together a s the circumstances permit. Enthusiasm 

and curiosity are contagious, . and to both of · these qualities 

appeal must be made if the different forms of entertain

ment a re to be well patronized. Both also are born of a 

crowd, and there is usually no greater inducement to try 

some form of recreation than to see others busily engaged 

in th e same sport or to enter a theater than to see a long 

crowd standing in front of the box office and imagine that 

all the best seats will be gone unless a ticket is secured 

fo rthwith. The manifest desirability of grouping the dif

fere nt forms of enterta inment does not mean that it is 
necessary to place the carousel directly behind the music 

stand or in front of the theater entrance. It should bt far 
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enough away so tha t its organ \\'ill not interfrre wit h th e 

pleasure of the auditors at the quieter per forma nces. But 
a few hundred fret wi ll usua lly suffice for thi s result , and 
there will be no violati on nf the principle of keeping fai rly 

close together those who like the light and glare of th e 
a rc lamps a nd to be in and a pa rt of the crowd of pleasure 
seekers. 

A Failure in Park Location 
\Ve have referred to the importance nf studying the 

loca l condi tions a nd the habits uf the community se rved 
in a ll pla ns relati ng to the es tabli shment of parks. An in

cident illustrates th e importance of this poli cy. An elec
tric ra ilway company, opera ting in two not-greatly distant 
towns, owned a smal l park in each. T he chief industry 

was ma nufacturing, a nd both parks were we ll patronized. 
Subsequently the company joined the two cities by an 

interurba n connection, and th e company conceived the plan 

of replac ing th e two sma ll parks by a sing le large one 
half-way between the neighboring communities. T he ori g

ina l pleasure resorts were pleasa11t natural groves, with 110 

pretentious a ttractions, cost little to ma intain and were 

accessible for a 5-cent fare. T he large park was laid out 
as an elaborate resort , \\'ith numerous specia l pay a ttrac

tions. To reach the park a 10-ce nt fare was necessary. 

Unfortunately, the laudable des ire of the traction com

pany to confer Coney I sland pkasures 0 11 its patrons met 
with little encouragement. E re ma ny clays had sped the 

tinseled Heidelberg castl e became as forlorn as the ruin s 

of its prototype on the R hine, and the Streets of Ca iro 
might we ll have been renamed the Streets of Po111peii , 

so lacking were they of li fe. On the other ha nd, the 

patrons of the road \\' ere disc~ntentecl because they had 

been depri ved of the olcl-ti111e playgrounds, which had be

come a fixed part of thei r su111111 er pleas ures. 

Doubtless, the principa l reaso n fo r the fai lure of thi s 
project wa s the change from a 5-cent to a IO-cent fa re. 

Most of the people a re facto ry ha nds, who had gladly 

ava il ed th emseh-es of every opportunity for open-a ir enj oy
ment a t their home parks. U nder the new conditions, how

ever, th e difference in fa re was too great a dra in on their 

scanty purses, especiall y when a fa mily outing wa s planned 
and th e children would want to try everything in sight and 

hea ring. The greater distanc e of the new pa rk a lso de

te rred moth ers from under ta king frequent week-day excur
sions \\·ith their children. Formerly it was a simple matter 

to go off for a half-day's sport, then return in time to pre
pare di nn er and a ttend to other household duti es. Had the 

same pleasure resort been close to large r or more wealthy 
cities, the result might and probably would have been far 

different. But no good purpose is a ttained by attemptin g to 
serve the public with what they are un abl e or unwilling 

to purchase. 

T his does not necessar ily mea n. however , that a com
mtmity ca nnot be educa ted, or th at wha t woul d prove un

success ful one yea r would certainly meet with popula r 
disfavor a season or two late r. A better pla n is to acid 
gradually such features as seem desirabl e, a course whi ch 

ha s th e double adva nt age of proportioning exp91d itures 
to th e pa tronage and of imparting nove lty to the attrac ti ons 

availabl e each yea r . 

Truck Adjustments and Motor Flashing 
T he prevention uf motor fla shes in electric railway serv

ice is a n ever-present prolJlem on la rge systems operating 

great numliers of ca rs in va ried traffic. Ro ll ing stock ex
perts have studied thi s question with increasing interest in 

the last few years , particularly in relat ion to the applica
tion nf multiple-unit control apparatus in city and sulrnr

ban car se rvice. The intimate connection between th e 

mechanical adjustme nt of the truck s and motors and th e 
preva lence of fla shing is not a lways appreciated. Ma ny ca r

house employees a re inclined to the idea that fla shing is 
mainly an elec tri ca l difficulty, but experience shows that 

loose pa rt s of the truck are quite as pro lific ca uses of 
fla shing as any other improper condition. It is not proper 
always to assume tha t two motors in a car equipment are 

running together in paral lel with an equal division of the 
load bet ween th em. since an exa mination of the condition <; 

with an a mmeter in the ci rcuit of each machin e may show 

a decided differe nce in the \\'Ork clone.- It is often instruc

tive to in sta ll a wattmeter in the ci rcuit of each motor on 
both a two- and a four-motor car and to study the energy 

input among the ~epa ra te units. \\:hen thi s is clone in a 

thorough way for service of definite character the data 
secured is frequently ve ry suggestiv e to the mechanica l de

partment. For most condit io ns, however, th e amm ete r will 

supply a ll the necessary quantitative in fo rmat ion needed to 
enable one to check the mutual performance of motors on 

single ca r equipm ents. 
Loose suspe nsion is a fertile cause of trouble, but one of 

the less widely rea lized causes is excessive play or lost 

motion between the journal boxes and the pedestals. Thi s 
accumulates through wea r a nd tear and is dependent some

what upon the direc tion in which the car is running. In 
one direct ion the tendency is for the motor to force the 
motor wheel up against the pedestal, bringing th e wheel 

against th e brake shoe. T he movement of th e truck in a 

forwa rd direction ca uses th e corresponding trai ler wheel 
to come back against the pedestal, assuming one motor per 

truck, and the tra iler whee l is likewise fo rced aga inst the 

shoe. On th e other truck of the car the reverse co ndition 

occurs. The motor on the second truck may be hung so 
th at it tends to drive fo rward and thu s trave l away from 
the nea rest shoe, clea ring the wheel. T he resulting · con

dition of uneve n di st ribution of ,vork through the irregu

la r a nd di ssimila r mecha nical sta tus of the wheels may 

easily cause one motor to spin , a nd in passing from seri es 
to multiple, when fl ashes a re especia lly likely to occur, a 
short circui t may result from feeding the controll er too 

fast. T he motor whi ch spin s becomes a generator with 

practicall y a heavy short circui t across its terminals and 

the fl ash resulting frequently causes t rouble through the 
introduction of th e line current in th e controll er case. 

T he preventi on of th e troubl e is obviously the proper and 
frequent mecha nica l adjustment of loose truck pa rts, but in 

cases where the wheels spin and accele ration is delayed 

th e motorman can do a good 9eal to avoid trouble by work
ing th e ca r fo rwa rd slowly and kee ping out of th e mul tipl e 
notch es of the controll er unti l the speed begins to pick 
up normally. \ Veak release springs on the brakes and too 
tight brake adjustment are simi lar pred isposing causes of 

fl ashing. 
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BINGHAMTON (N. Y.) RAILWAY AND PARK SYSTEM 

Binghamton, N. Y., is a progressive communi ty of s8me 
45,000 people, and forms one of the important towns in 
the so-call ed southern tier of counti es in New York State 
just nort:1 of Pennsylvani a. It is located in a valley form ed 
by the junction of the Susquehanna and Chenango rivers, 
and, set within it s mountain frame , makes an ideal r es i
dential city. The manufactures a re numerous and var ied 
enough to diffuse the general air of prosperity essential to 
the success of a st reet rai lway sys tem, but as many of the 
shops are within rea sonable walking distance, a freq uent 
and com fortab le car service must be given to induce short 
di stance riding. Such a railway service is g iven by the 
Binghamton Rai lway Company. which operates about 47 
mi les of track, 35 mile s of which a re within the city limit s 
and the b:.:ilance, a 6-mi le double track line extending west
ward th rough Lestershire , Endicott and Union. This ex-, 
tension is largely on private right-of-way and carnes a 
heavy summer traffic. 

In the natural endeavor to build up its busi ne ss the Bing
hamton Railway Company not only ha s made la rge num -

;"....-

~;::::-~~-

Binghamton Railway-Looking East Along Court Street in 
Binghamton 

bers of people fa mili a r with the advantages of thi s di strict 
through its park system and annual agri cultural fa ir, but 
a lso has been responsible for creating the prosperous manu
facturing town of Endicott, in w hi ch over 3,000 people 
a re now empl oyed. As thi s realty undertaking· has proved 
so successful. a brief hi story of its inception and present 
state may be in order . 

ENDICOTT, ''CITY OF PAYROLLS" 

About 1903 interests connected with the Binghamton 
Railway Company and organized as the Endicott Land 
Company were the owners of I IO0 acres of open country 
some 8 mile s west of Binghamton, consisting of land ad
jacent to the Erie Railroad and but .½ mile distant from 
the Lackawanna Railroad, on the opposi te bank of the 
Susquehanna River. T he oouble-track electric railway 
to U ni on, I mil e further, passes directly through the 
grounds, and, in fact, is the same line which has served 
thi s company's Casino Park for years. Consequently, no 
additiona l railway facilities were needed immediate ly for 
the development of the property. 

At thi s time the Endicott-Johnson Company, a large 
shoe m"anu fac turer , was contemplati ng an extension of its 
works in Lestershire, which is practically a westerly con
tinuation of Binghamton. .r\s the new territory had the 
necessary railway fac ilities and could offe r a lower tax 
rate, the shoe company was induced to purchase 250 acres, 

Binghamton Railway-The State Hospital Terminal on 
the Easterly Outskirts of Binghamton 

reserving So ac res fo r building lots. T hi s was the nucleus 
of E ndi cott, which has grown from a straggling IO-house 
hamlet to a flourish ing town with ha! f a dozen important 
industries and severa l hundred trim business and resi
denti a l structures. T here is also a modern hotel, which is 
used as a noon-day din in g club by the clerical fo rces of 
the Endicott facto ries. 

All of the streets have a uni form width of 60 ft. The 
streets a re graded, have sidewalks, drainage systems, water 
supply, etc. .-\.11 of the facto ries have private fire protec
tion in additi on to the publi c fire department. T he streets 
and many of the houses a re electrically lighted by current 
from the nearby substa tion of the Binghamton Railway 
Company. 

" . 
..tl11ll" 

Binghamton Railway-A Busy Day at the Fair Grounds 

While the Endicott Land Company conducts an energetic 
lot-selling campaign and the different manufacturers are 
building homes for their employees on part payment condi
t ions, many of the workers live in Binghamton or Lester
shire. By arrangement with the se firms, most of the em-
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ployces a re brought i11 the trains to and from the factories 
at certain hou rs for a special fare presented from a book 
contai ning JOO ticket s. Dnring the <lay a half-hour se rvice 
is mai ntai ned for the usual I 2¼ -cent fare. No transfers 
a re given on the E ndicott line exeept in the town itself , 
where a bra nch line has been built to the work s of th e 

when there are so many plaees where work ean be done 
under more favorable eoncl itions. 

ANNUAL FAIR AND PARK BUS I N ESS 

Another departure from the humdrum activities of an 
elee trie railway is th e annual fair, known as the Bing
hamton Industrial Exp')sition, eo n<lucted by the Bingham-

Binghamton Railway-Fair Grounds, Base Ball Diamond and Race Track, Comprisin g 55 Acres in B inghamton 

l nte rnat ional T ime Reco rde r Company , maker of the 
Bundy cloek. T he E r ie Rai lroad opera tes one morning 
and eveni ng tra in between Endicott and Binghamton for 
a 5-eent fare, but the electric railway gets the bulk of th e 
travel, because it runs along the principal street in Les
tersh ire and Binghamton. 

It wi ll be understood from the fo regoing how the Bing
hamton Railway Company ha s built up a profitable long
haul business through a juclieious presentation of the ad
vantages manufacturers and their employees could obtain 
by building a city de liberately desig ned for th eir mutua l 

ton Ra il way Company. Thi s ga thering is second only to 
the ex hibition at Syracuse, and familiari zes many thou
sands of , trang-ers with th e advantages of B inghamton. 
The operation of an agri cultu ral fa ir by an electric rail
way is exception al, of eourse, but in thi s instance is due 
la rgely to the faet that the railway owned a la rge, con
venient plot in B inghamton adj acent to its power station 
and car houses. I-fere a g randstand has been erec ted 
overlooking a half-mile race eourse, and all the necessary 
provi sions made fo r handlin g a full -fl edged agricultural 
fair and the accompanyi ng entertainments. At other 

Binghamton Railway-General View of the Fair Grounds Looking Toward the Grand Stand and Race Track 

eonvenienee. Happ ily, the benefits a re not confined to the 
projectors, fo r Endicott represents to both classes the pa r
t ial solut ion, at least, of a great economic problem. Its 
sueee ss emphasizes the truth that it is a good thing to 
break away from the instinct of herding in large eities 

ti mes th ese grounds are plaeed at the free disposal of loeal 
educati onal inst itutions for baseball, footba ll and other 
athlet ic events. The posters, folders, signs and similar 
adve r t ising matter are designed by the rai lway. It also 
ar ranges the fir ework s for both the fair and park events. 
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T he pa rk business of the railway company differs in 
some respects from common practice, inasmuch as one 
o f the parks is leased public property and the other has 
been developed to such a degree that it is visited by thou
sands of people from neighboring citi es. There is no ad
mission charged to either park. 

T he land owned by the city is Ross Park, located I ¼ 
miles from the center of Binghamton and reached for 5 
ce nts. T he railway company operates the park under a 
long-term lease, books all attractions and subl ets the con
cessions on a percentage basis. Ross Pa rk is 100 acres in 
extent and is made doubly attrac ti ve for picnics by abu11-
da ntl y providing such fac ilities as tabl es, benches, cook 
houses and dishes. The other at tractions a t thi s park 
include Sunday afternoon band concerts and open a ir 
vaudeville, with a small number of pay sea ts reserved as 
a n accommoda tion. Fireworks arc a lso given weekly and 
on holidays. 

The other park, whi ch is ownetl by the rai lway, is known 
as the Casi no, after its principal building. T he playground 
has an area of 30 acres and is about 9 miles from Bing
hamton, from whi ch it is reached by a 25-cent excursion 
fa re. Band concerts and vaudevi ll e att ractions a re pre
sented a lternate ly a t th is place and Ross Park, but its lo
cati on a long the Susquehanna has given it the added a t
traction of water sport s. Besides thi s, there a re two elec
tric founta ins, baseball , tenni s and croquet grounds, etc . 
As at Ross Park, kitchen faci lities a re provided. together 
with an eat ing pavili on for 500 people. T he Cas ino 
theater conta ins 700 chairs, fo r whi ch 5 cent s each is 
cha rged at per formanc es. Th is park ,also co nta ins a small 
animal and bird exhibit housed in Ross Park during th e 
winter. 

In genera l, th e grounds arc tastefully laid out with 
many fl owe r beds, and the rest is ca re full y sodded. At 
night the pa rk is brill iant ly illuminated by 1,400 lights, ;n 
cluding a considerable numbe r of arch lamps. T he sub
station ad jacent contai ns two 250-kw G. E. rotar ies for 
the rail way se rvice and one 150-kw motor generator for 
lighting the park and Endicott. T he drinking water comes 
from an a rtesian well on the park grounds. T he park 

organization of Catholic total-abstainers from Scranton, 
\Vilkes-Barre and other cities in the anthracite di strict of 
Pennsylvan ia. This body, composed of two r egiments of 
500 each, will bring its own tenting and cooking equip
ment, with 50 waiters, military band of 40 pieces, vaude
ville, minstrel show and other amusement s, to which the 
general publi c will be welcome. It will give a dress parade 

Binghamton Railway-Interior of Utilities Building, Show-
ing General Construction of Pits, Lighting and Heating 

eve ry day, a nd on Sundays 60 priests will conduct · the 
ope n-a ir se rvices. It goes without saying that an encamp
ment of thi s kind is a spl endid attraction. and one which 
incidentally promotes a better understanding between 
neighbori ng communit ies. A t the Lancers' encampments 
last year in Cooperstown. N. Y., over 20,000 visitors were 
entertained in one day. 

CONSTRUCTIONAL STANDARDS AND BU ILDINGS 

Despite the industria l depresssion this yea r, the Bing
hamton Railway Company rebuilt 3¼ mil es to 4 miles of 
double track in paved streets with 94-lb. Lora in girder ra il 
lai d on rock oak or chestnut ties in gravel or concrete, and 

Binghamton Railway-General Headquarters, Showing Combined Shop and Office Building at the Left, Old Car 
Storage Sheds in the Middle and T~o Employees' Houses on the Right 

buildings are protected from fire by a fully-equipped hose 
ca rt and fire hydrant s located throughout the grounds. 

The Casino ha s become favorably known in other cities 
in this territory besides Binghamton. For instance, from 
July 14 to 28 next season it will be turned over, without 
cost, for the annual encampment of the Royal Lancers, an 

recently placed in operat ion a I -mile extension known as 
the Beethoven Street division , on which it is using 60-lb. 
T-rai l. 

The rolling stock embraces several types of open and 
closed cars with single or double trucks. The closccl 
single-truck cars are 32 ft. over all, with 22-ft. bodies, and 
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ca rry two GE-67 or two GE-800 motors. The double
truck cars, which a re used in the E ndi cott se rvice, are 37 
ft. over a ll , with 28-ft. bodies, with four GE -67 or fo ur 
GE-800 motors a nd Chri stensen a ir brakes ; three of these 
ca rs have smok ing compartmects. During busy hours th e 
double-truck ca rs are used in connection with single-t ruck 
motor cars as tra ilers. No record is kept of the trai ler 
mil eage, as th e saving is confined to a reduction in the 
crews rather than in power . T he single-truck open cars 
are of either 8 or 10-bench capacity, with two GE-67 mo
tors; the larger cars have 15 benches and have fo ur GE-
800 motors. Both open and closed c;1.rs are pro Yided with 
Consolidated fenders. 

The locat ion of the power hou se, car sto rage repair 
shop and offices at one place, fiv e minutes from the heart o f 
Binghamton, has pr~ved a 1110.~t economical arrangement. 
The power house and car sheds are comparatiY ely old struc
tures, but later the company e rected a lJrick ;, torage bat 
tery house for chloride accum ulators, and in 1906 com
pleted a model combinat ion repair shop a nd genera l ofti ce 
building. This building wa s described in the STREET RAIL

WAY REVIEW of A pril 15, 1906, but a recapitulation of it 
principal features may be g iven here. 

The foundation and fl oo rs are of conc rete, the side wa ll ~ 
of brick and the roof is supported by concrete-encased 
steel girders. The steel columns support ing the roof arc 
also strengthened and protected from fire by a cove ring 
of concrete and wire mesh reinforcement faced wi th ce
ment. The building is hea ted with steam from the adja
cent boile r house, cast 0 iron piping being used in the shop 
and radiators in the office. The ground floor is divided 
into three sections, having brick partition walls and stand
ard sliding fire doors to protect the open ings. The la rgest 
divi sion contains two storage tracks and two pit tracks, with 
3-ton hydraulic hoists. A fireproof vault for document s 
and th e toilets a re located in the rear of th is bay. 

The middle section is used as a general repair shop, and 
in addition to the smalle r hydrauli c jacks has one of 30-
ton capaci ty fo r ra ising ca r bodies. The pits in thi s section 

Binghamton Railway- Sub-Station No. 1 at Endicott, N . Y., 
Showing the Neat Effect Attainable with Brick , 

are o f the open type, with track rai ls ca rried on I-beams 
resting on brick pier s. The rear portion of this bay, used 
fo r carpentry, contains an hydraulic elevator fo r t rans
porting armatures and supplies between the winding shop 
and stock room above. 

The third bay is subdi vided by a brick wall , to isolate 

the blacksmith and paint shops. T he pa in t shop is fo r
ward and has two tracks. 

The second fl oor o f thi s building- is carr ied n \·e r th e 
storage sect ion only. It is divided into a handsomel y ap
po inted offi ce sect ion and an L-shaped room whi ch i,- used 
fo r preparing advertising sig-n s, coi l windin g a nd stock 
supplies. The part ition wall s and ceilings on thi s floor 

Binghamton Railway-Interior of Sub-Station No. r at 
Endicott, N. Y. 

a re of asbestos compositi on and fini shed with wood-pulp 
pla ster. The floor in the office is of inlaid t iles a nd tlw 
rest of concrete. 

T he fire protection o f the bui ld ing res id es not only in 
its construction , but in the installation o f standpipes wi th 
hose, fire pa il s and extingu ishers. T he insuran ce rate is 
only $0.086 per $1,000 carried. 

COIL ll\lPREGNATI NG PRACTI CE 

In these time. . \Yhen the use o f ovens and , ,·acuum 
treatment fo r fi eld and armature coil s ha s become rather 
common , it is inte resting to note that this railway is se
curing satisfactory in sula ti on with the s implest mean,- . 
T he master mechanic of thi s raihvay believes that the heat 
of the oven hardens the varnish to a degree which impairs 
lhe pli ability of the coi ls and which may eYen cause the 
varni sh to check or crack when the wires are heated by 
heavy currents o r when being wound. 

A rmature coils receive the fo llowing trea tment : .\.fter 
Leing wound, tha t portion of each coil formin g a n a rma
ture slot is glued with fi sh paper pressed 011 with a hot 
iron . T he entire coil is then ta ped with linen and dipped 
i;1to a shallow pan containing Sterling armature va rni ,:;h , 
where it r emai ns for 20 minutes. Aft'er bein g a llowed to 
dry in the open room, which is never below 60 deg. F. , the 
coil is taped wi th oi l linen and th e leads are covered with 
cotton sleeving. A nother linen tape is put on fro m the 
point where the wires enter the slot , and then the coil is 
ready fo r its second dip. It is immersed fo r 20 minute'., 
and a llowed to dry out fo r three or four days. F ina lly, the 
coil is sprinkled with ground soapstone , to enable it to 
slip into th e slots more easi ly, and it is then pressed into 
fo rm ready for use. 

F ield -; are in sulated as fo li o\\'<;: After fo rming a co il, it 
ts dipped, before taping, IO hours in a vertica l pan con
ta ining S terling insulati ng varni sh . A fter drying, the coil 
is covered with two layers of oi l pa per and three la ye t s 
of No. 250 dri lling cloth lapped oyer the corner ~ to 
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strengthen and cushion the coil. T he final covering con
sists of two layers of oi l paper and two layers of drilling, 
and then the coil is ready fo r the seco nd dip, which lasts 
30 minutes. One day is a ll owed fo r drying. 

HA N DLING CAR MEN 

The Binghamton Railway ma nagement uses no printed 
rule book, believing that the fundamental rules of car 
operation can be instilled without one. No book, of 
course, really can be complete, and some form of bulletin 
board is necessary to post the occasional orders issued to 
meet special traffic and weather conditions. In Bingham
ton all such orders are posted in typewritten fo rm on a 
board in th e car house and removed for filing by the mas
ter mechanic. T he more general rules relating to operat
ing changes are kept on view for 30 days. A typical spe
cial order refers to the opening of the new Beethoven 
Street line, and call s upon the car men to exercise particu
lar care in familiarizing themsel ves with traffic conditions 
a t all crossings, and in general to do all in their power to 
create and hold the new business. T he bull etin board 
bears one permanent order signed by the general manager: 
'' All employees must look to daily order board dai ly for 
instruction. " T o railway manage rs interested in this mat
te r from a legal standpoint it may be stated that thi s com
pany's bull etin order practice has been examined by a rep
resentati ve of the Public Senice Commission and fo und 
satisfactory . 

For emerge ncy purposes a smaller board next to the 
bulletin ca rries the name and address of every platform 
man in the service. T he runs a re not assigned in th e ca r 
house, however, but fr om an assembly room in the city. 
where most of th e lines center. A rotation board in the ca r 
house shows the company's method of ass igning the crews 
to a different run every week. There are 42 runs in all , 
and the rotation of crews on them has been found to be 
an effective method of checking up th e average income of . 
each nm, and thereby detecting irregularities. 

El\1PLOYE ES
0 

A ID ASSOCI ATIO N 

The empl oyees of the Binghamton Rai lway Company 
have one of the fir st street railway aid associations in the 
United States, having been organiz ed since October, 1895. 
T he society has enjoyed a most success ful ca ree ~, hav ing 
always remained self-supporting , des pite the grueling or
deal of a strike which lasted from Apri l 26 to July 20. 
1907. It has two classes of membership- the sick aid ~o
ciety proper, with about 180 members (50 per cent of all 
employees) , and a death benefit fund, with 140 to 145 
members. The railway management is cordially interes ted 
in the association and gives it free meeting rooms, the use 
of Casino Park for an annual fi eld day and prepares the 
advertising material for the annual bal l. While the com
pany stands ready to make good any deficits, this has never 
been necessary. On the contrary. since 1899 the associa
tion has distributed oYer $1 ,500 in dividends to members 
and purchased $550 of new furniture. The quarterly re
port of the aid association, ending June 30, 1908, showed 
receipts of $426.70 and disbursements of $41 4.25, includ
ing two death claims. Similarly, the annual report for the 
year ending Dec. 31 , 1907, showed a favorable balance of 
$1,145.61. 

Any employee of the railway company in good health is 
eligible for admission to the association, and can remain a 
member as long as he pays hi s dues in accordance with 
the rules, whether or not he remains in the company's serv
ice. This retention of membership principle is an impor-

tant feature, as it removes much of the distrust that some 
men fee l toward joining organizations of this character. 
It is a guarantee that no matter where they may work in 
future, their money has not been wasted. 

The initiation fee is $2 and the monthly dues 50 cehts. 
In case of .total disability to perform regular duties, mem
bers receive $5 a week up to IO weeks in any 12 months. 
While no benefit is paid for periods of disabl ement less 
than one week, it should be noted that when payments are 
made they include the first week as well as any fraction 
of a week ( on a pro rata basis) within the maximum sick 
benefit period. 

Money received is distributed as follows: Benefit fund, 
75 per ce nt ; management fund, 15 per cent; benevolent 
fund, 5 per ce nt , and amusement fund, 5 per cent. If 
the surplu ses of th ese funds respectively exceed $375, $75, 
$25 and $25 per IOo members, a dividend is declared. Divi
dends are not given to members of less than two years' 
standi ng. They a re disbursed at the ra te of $IO each in 
the order of membership certificate numbers. Should any 
fund fa ll below the mark, money from some other fund is 
t ransfe rred to it by a two-thirds vote of the members 
present at a meeting. 

I\fembers may join the special death benefit fund by 
paying an initiation fee of $I.IO. An assessment of $1 
is levied upon th e death of any member of said fund, and 
50 cents upon the death of any member's wife or child 
between the ages of 7 days and 14 yea rs. This class of 
insurance is popular with family men because of its low 
cost. 

The salary expenses of the aid associa tion are confined 
to the fo llowing: Financial secretary, $50; recording sec
reta ry, $20, and treasurer , $50. The fin ancial secretary and 
treasurer must give bonds fo r at least double the amount 
handled by them. 

The association's physicians are those regularly employed 
by the Binghamton Railway Company in claim work and 
examination of employment applicants. The association 
gives_ free treatment to indigent members from the benevo
lent fund money. 

The government of the association is ves ted in a board 
of tru stees consisting of one motorman, one conductor and 
some other employee, thus giving the platform men ma
jority control at a ll times. A trustee 's term is three years. 
Trusteeship, presidential a nd other elections are held an
nually. Regular meetings are held once a month, when a 
full financial report must be presented to the members. 

T he association has, of course, the usual relief, law and 
other committees required in organizations of this char
acter. 

----♦··,.._ __ _ 

T he new Italian electric railway from Castle Raymondo 
to Camerino is IO miles long and has several heavy grades 
up to IO per cent, but is built throughout as an adhesion 
road. \V ater power is utilized to generate three-phase 
current, which is converted to direct current before feed
ing to the trolley line. 

----♦·----

The fir st electric street railway to be operated in War
saw, Russia, was put in service in April, 1908, and wil~ be 
managed by a syndicate which has a contract with the city 
until 1922. The company operates 304 cars and charges 
3.6 cents for first -class passengers and 2.5 cents for second
class. The daily hours of labor for employees are from 
7 a.m. to 11 :30 p.m., for which motormen receive 62 cents 
to 67 cents and conductors are paid 62 cents to 83 cents. 



ELECTRIC RAILWAY JOURNAL. 177 

PARKS OF THE AURORAt ELGIN & CHICAGO RAILROAD 

The Aurora, Elgin & Chicago Railroad Company owns 
and operates two parks, known as "Riverview" and "Glen
wood." Although both of these parks are favored with 
natural attractiveness, they differ in that Glenwood has 
been improved with a view to affording a wooded spot 
suitable for picnicking, while Riverview has been built into 
an amusement resort. 

RIVERVIEW PARK 

River""ew Park is especially interesting because it has 
been laid out in accordance with a systematic plan, and all 

Riverview Park-Novel Gateway and Illumination 

improvements have been made to harmonize with this 
scheme. The park is located on the Fox River, 3 miles 
south of Aurora, Ill., a city of 30,000 people and the ter- • 
minus of two divisions of the Aurora, Elgin & Chicago 
Rai lroad. The business district of Chicago is one hour 
distant by the high-speed trains of the company, and an in
terurban tro lley line which runs along the Fox River con-

\.1,. ' 

topographical feature s of Riverview. It was also dec ided 
that the plan should be so broad in scope that a s money was 
available from year to year various additions to the park 
could be made, all in harmony with the general scheme. 

This method of park development by units has ma ny 
features to commend it. It is necessary in an amusement 
resort of this kind, which caters to a city of from 30,000 

to 50,000 people, to add something new each year if the 
interest of the public in it is to be maintained. The unit 
de\l'elopment scheme suits this need admirably. Only such 
improvements need be made as the earnings of each year 
warrant, but as they are added the property becomes con
tinually more efficient and profitable. 

An engraving shows the general arrangement followed. 
It will be noted that a main thoroughfare extends across 
the park, from the entrance at the electric railway sta
tion to a bridge leading to a pa vi lion on the wooded island 
All of the concessions and amusement feature s are to be 
arranged symmetrically on this thoroughfare. After a r 
rival at the park, the visitor passes through a n attracti ve 
gateway, which gives an impression of stabi lity and good 
taste. T he large pillars shown in the illustration are of 
timber covered with rough plaster, and each is surmounted 
by a pedestal of a rti stic design bearing five lamps within 
frosted spheres. Within the gate the visitor finds numer
ous paths leading to a semi-circular thoroughfare , around 
which the concessions are grouped. 

The plan of arranging the buildings in semi-circular 
form was chosen because it was beli eved that the best im
pression is thus made on the incoming visitor. It has 
also been found very desirable to keep the attractions 
grouped closely together. In a resort of this kind the 
crowds will form and unconsciously move in a body from 
one concession to another. Thus if the concessions are in 
line or adjoining each other, there is a tendency to form 
a crowd which will in itself add to the enthusiasm. 

All of the space set apart for concessions around thi s 
semi-circle is not yet occupied, but as rapidly as new build
ings are put up from year to year they will be connected 
with the other structure by an ornamental wall or peristyle, 

·.~~~ ih 
Riverview Park-A General View of the G{oimds, Showing the Wide Paths, Wide Grass-Covered Areas, Lighting 

Scheme ,: and Some of the Amusement Buildings 

nects the property with Aurora, Geneva, Elgin and Car
pentersville. 

Two years ago, when the company decided to enlarge 
the park, it possessed few attractions other than those be
stowed by natur~, and the few structures within its boun
daries were unsymmetrically located. The _first step taken 

, was to. adopt a. comprehensive plan for development, by 
which full use should be made of the· naturally attractive 

so that finally the eye of the v1s1tor as he ente rs the park 
will be greeted by a complete semi-circle of amusement 
structures with ornamental connections. 

As mentioned earlier, when the present plan for the de
velopment of this park was adopted two years ago, several 
buildings were located promiscuously among the trees. 
When the new work was begun in earnest, these structures 
were moved at a cost of approximately $1,000, so that now 
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m their new locations they form a part of the general 
scheme. 

At present the following amusement features, all located 
on the semi-circle, a re operated : Figure eight; roller 
coaster, 3000 ft. long, extending to the river bank and 
back to the circle; dance hall ; restaurant; Chautauqua 
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Riverview P ark- P lan Showing Location of Amusement 
and Utility St ructures 

building; merry widow swing (illustrated). An orna
mental peristyle connects the roller coaster and the figure 
eight, making complete the southern end of the circular 
row of building fronts. In this peristyle are a penny ar-

An illustration is presented showing the attractive front 
of the restaurant, located among the trees and about half-

' way down the center thoroughfare between the circle and 
the river. This restaurant building, before the present im
provements were made, did not conform to the alignment 
of the general scheme, so a new front m the "Mission" 

Riverview Park-The Merry Widow Swing 

style of architecture was added. The change improved 
the general appearance of the circle marvelously. 

Reference to the plan of the park will show that the 
centra l thoroughfa re leads across the r iver to a pavilion 
on the island. T his pavilion or casino and the bridge have 
not yet been built, but will form a part of the fully devel
oped park. From the central point on the main thorough
fa re a lateral walk leads to an encampment ground, which 
is available fo r Chautauqua purposes. At the opposite ex-

Riverview Park-A Never-Failing Attraction Which Needs No Description 

cade and a Japanese novelty booth. There are yet unoc
cupied spaces for three concessions on the circle. T he 
Coaster Construction Company, Chicago, Ill. , was the 
builder of the roller coaster, figure eight and merry widow 
swing. 

tremity of the park is a well-built and equipped baseball 
diamond and athletic field, an illustration of which is pre
sented. The auditorium, which fronts on the semi-circle, 
has an umbrella type of roof supported by a steel struc
ture 135 ft. in diameter. This auditorium has a seating 
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capacity for 3500 and is provided with an enclosed stage. 
As a part of the stage equipment are dressing rooms and a 
complete installation of theater properties, dimmers and 
similar mechanisms for artificial lighting. 

Good music in the form of orchestral or band concerts 
has been found to be a most important feature. The 
whole territory tributary to the Aurora, Elgin & Chicago 
Railroad Company's service is an attractive farming and 
woodland country, so that it is necessary for the company 
to offer at this park something more than shade trees. It 
has been found that the music meets the approval of the 

Riverview Park-Comfortable Cars to Add to the Pleasures 
on the Scenic Railway 

patrons, and it has also been demonstrated that when 
vaudeville attractions are presented they must be short and 
the price of admission must be low. People who go to a 
park do not care fo sit for an hour and a half in a theater 
on.,a- pleasant afternoon or evening. 

A restaurant, it is said, needs close attention, and if 
propedy handled is an important factor in a park drawing 
its patronage from a small community. At Riverview 

Riverview Park-The Handsome Refreshment Pavilion 

endeavor is made to give service to the full value of 
the patrons' bills and to make no profit on the restaurant 
feature. No admission is charged to Riverview Park, and 
accommodations are provided for automobiles and other 
vehicles. A 5-cent fare is charged on 'the company's cars 
from Aurora to the park. 

Specia l efforts are made in the early summer thoroughly 
to advertise the park. Local papers a re used freely and 
special folders are issued. Some space al so is devoted to 
the park in the regular railroad timetable fo lders. When
ever baseball games are to be played at Riverview they 
are advertised by means of large posters and by cards in 
the local papers. 

GLEN WOOD PARK 

Glenwood Park is located on the Fox River, near the 
company's central power station, at Batavia, Ill. , and the 
railroad company has been success ful in securing large 

Riverview Park-Up and Down the Dizzy Grades of the 
Scenic Railway 

picnic parties for this place. Excursion parties of from 
4000 to 5000 people are brought here from Chicago, and 
while it is 40 miles from this city, these parties are han
dled easily and rapidly in IO-car trains, which cover the 
distance in 70 minutes. 

This park is a beautifully wooded spot, and, excepting 
for the care given to the trees and shrubs, has had no 
improvements other than a restaurant and dancing pa
vilion. It has been found that picnic parties from Chi
cago go to the country for a day's outing and select a park 
.having natural beauty in preference to a resort whose 
main feature is an aggregation of amusement devices. 

----+•-----
The Ft. Wayne & Wabash Valley Traction Company 

will improve its_ Spencer Park at Logansport, Ind., by 
adding a scenic railway. 

----+·-----
The Grand Rapids, Holland & Chicago Railway Com-

pany has an amusement park on the shore of Macatawa 
Bay, close to Lake Michigan. This park is 30 miles from 
Grand Rapids and 6 miles from Holland. The ride is so 
long that no great crowds make the trip from Grand 
Rapids, but there is a large all-summer business from the 
nearby resorts and a~ average of about one picnic a day 
from Grand Rapids. For the picnic business an excursion 
rate of 50 cents for the round trip is made. During the 
past four years the company has steadily added conces
sions comprising the usual amusement devices. T he boat 
livery is said to be one of the most profitable concessions. 
No admission is charged to the park, as it is maintained 
principally for excursion parties. 
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THE OAKS, PORTLAND, OREGON 

T he Port land Rai lway & Light Company, Portland, Ore., 
is making extensive prepa rations to increase the attrac
tiveness of its park property, "The Oaks," for the coming 
season. Owing to the milder climate on the Pacific Coast, 
the pa rk season extends from l\Iay I to Oct. I , in
clu ,; in0. T hi s favorab le condition makes it practicable to 

"The Oaks" is a natural park, situated about 4 miles 
south of Portland, along the regular line running to Ore
gon City. The company owns a very large tract of land 
in the vicinity of the park, but the actual amusement 
property covers not more than 22 acres or 23 acres 0f high 
land along the banks of the Willamette River. This por
tion is densely covered by a grove of oak trees, from which 
the park derives its name. In laying out the grounds for 

pleasure purposes this natural 
forest beauty has been re
tained as much as possible, 
a~d even enhanced in vari0tjs 
ways by flower gardens and 
lawns. 

The Oaks, Portland, Ore.-A View from the Willamette River 

During the park season the 
company runs separate trains. 
consisting of a motor car and 
from two to three large open 
trailers. Each trailer has a 
seating capacity of about 150. 

thus making a full train load 
of about 500 people. During 
\\' eekdays these special trains 
nm at intervals of from IO 

to 15 minutes, and on Sun
days and special occas10ns 
from 5 to 7 minutes. The 
fare to "The Oaks" is only 5 
cents, and passengers can 

make mor e liberal expenditures fu r attract ion s, and, of 
course. a lso short ens the interval dur ing which the park in
vestment i,; idle. T he a ttendance during 1907 was about 
350,000 for fo ur month s, equivalent to ove r three visits 
per inhabitant of Portl a nd and vicinity. On Sundays and 
other holiclavs the atte ndance runs from I 5,000 to 30,000. 

t ransfer from any of the city lines without paying extra 
fare. A ll of the passengers are unloaded from the cars 
on one large platform used for entrance only, another plat
form serving exclusively for exit. Home-going passengers 
purchase th ei r tickets a t the latter platform, and also have 
th e privi lege of transferring to any ci ty line. 

-:.Tlt.e cOaks, Portland, Ore.-Along the Trail, with the Concessions on One Side and Oak Trees on the Other 
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The principa l attraction at "The• Oaks'' usually is some 
celebrated band giving afternoon and evening concerts, 
with programs made up to suit both classical and popular 
tastes. D uring 1908 the company had such bands part of 

"~ 

the side facing th e river. wh ere there is a large restaurant 
with a roof garden and a wide porch surrounding all sides. 
The swimming tank is placed right in the W ill a mette 
River. During each sea son there arc other specia l at t rac-

~~,,~~:{M,,- ~,i.\),.i-~:ft\: :, ,; :i~~:/;f (f ;i:~~ii1t~- , .... 
The Oaks, Portland, Ore.-Listening to the Music 

the season and comic ope ra and vaudevill e at other times. 
T he shows a re given on a large covered stage , from which 
projects a la rge covered "Airdome," having a seating ca
pacity of about 2000. 

The other standard attractions 111 the park are the trail, 

,,, 

tions, such a!> balloons, loop-the- loop automobil es. high 
wire performers. etc. 

Firework~ constitute anoth er attraction. and are usually 
di splayed on Saturdays and holidays. At night , when the 
fireworks are most elaborate, they are discharged from a 

~~ ~ ~ · · ~..,,'J:.;' j:",,_.i;,,,,.~ • • ~ -t:l!-'''-t,,,<,t-,,;.,' • 

·;:~ ~ --:: · -:r~ ~ ~~·--:; ,~: .. :ifij;f:,il~};?~~~:-~~ 
The Oaks, Portland, Ore.-Along the Trail, Showing also the Lighting Sprays 

on which a re installed the figure 8 roller coaster, the rnerry
go-round, the "Old Mill," "The T ickler," laughing gall ery, 
" Bump-the-Bumps," "Giant W hirl ," and a large roller skat
ing rink having a floor space of 200 ft. x 400 ft. T here is 
also a la rge dance pavilion. T his trai l contim1es around to 

la rge barge placed about 200 ft. from the river bank. This 
ar rangement makes it possibl e for crowds of 10,000 to 
12,0 00 people to have an unobstructed view from the high 
ground along the river. 

Considerable money is being spent thi s year to beautify 
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the grounds by laying out almost the entire vacant part 
with beds of roses. The idea is to make a rose park in 
which roses will be in bloom from the opening of the season 
until the close. This novel horticultural feature is ex-

Fair held in Portland in 1905. The total amount of light
ing in this park is equivalent to about 13,000 lamps. A 
very good view of the water chute, and incidentally of the 
exits and entrance platforms on opposite sides, is also 

The Oaks, Portland, Ore.-The Water Chutes between the Entrance and Exit Platforms 

pected to prove exceptionally interesting to visitors from 
the Eastern States. 

The natural beauty of "The Oaks" makes it an ideal re
sort for family and society picnics, separate days being set 
aside for the larger organizations. Every attention is 
given to encourage the women and children to attend so 
that they may feel at home and enjoy themselves without 
feeling that the presence of undesirable elements will re
quire an escort. Each season a special prize is given on 
Children's Day. Last year the prize was a Shetland pony 
and cart, complete, valued at $350. 

The good reputation of the park is kept up by the com
pany's special police corps, the force being increased on 
special occasions whenever necessary. "The Oaks" has the 
splendid record of no _reported robbery or other violence 
since its opening, so it is no wonder that it has become 
popular with the great majority of Portland people. 

Of the illustrations, one on page 180 is an excellent view 

Urbita Hot Springs Park-In the Cool, Deep Shadows 

of "The Oaks" taken from the river. A second on page 
181 shows part of the trail and the ground covered with a 
mass of oak trees. The spray design electric fixtures 
which can be seen in this picture are used all over the 
trai l and part of the grounds. They are the same handsome 
design employed for similar purposes at the Lewis & Clark 

reproduced. Other views show an afternoon audience 
on a hot summer's day listening to the band and a part of 
the trail or boardwalk on Sunday afternoon. It will be 
noticed that most of the concessions are placed on one 
side, so that visitors will not forget that they are in a real 
forest park, and not on a sun-baked boardwalk. 

•· 
PARKS OF THE SAN BERNARDINO (CAL) VALLEY 

TRACTION COMP ANY 
The San Bernardino Valley Traction Company, of San 

Bernardino, Cal., owns and operates two parks, both of 
which have some rather novel features. Urbita Hot Springs 
Park, located between San Bernardino and Colton, has the 
unusual "feature of an artesiap well of sulphur water which 
reaches ·the plunge and tub baths at 110 deg. Fahr. There 
is also 'a b~th house with a plunge 50 ft. x ,100 ft. and dress
ing rooms for about 100 people. Porcelain tub baths are 

Urbita Hot Springs Park-Along the Lake 

available for 40 patrons at a time. Other water pleasures 
are to be had on a 7-acre lake which is provided with gaso
line motor and rowboats. Several attractions appealing 
especially to young folks are a zoo, a merry-go-round and 
store building containing stands for soft drinks, ca~dies, 
post cards, etc. There is also a 50-ft. x 100-ft. dance hall 
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which the company proposes to use as a skating rink in the 
near future. As shown in the accompanying views, Urbita 
Park is also especially attractive for its semi-tropical 
woodland features. 

The other pleasure resort operated by this company is 
the Association Park race track between Redlands and San 
Bernardino, where the principal attractions are racing for 
horses, automobiles, bicycles and motor cycles. Both parks 
are in charge of A. B. Merrihew, manager of the railway 
,company. 

----·♦··------

KEYSTONE PARKt SAYREt PA. 

On July 9, 1908, the Waverly, Sayre & Athens Traction 
Company, operating between Waverly, N. Y., and Sayre 
and Athens, Pa., opened a 5-acre pleasure ground known 
as Keystone Park. This is located on the main line join-

Keystone Park-Rustic Entrance 

ing these contiguous towns and can be reached for a 5-cent 
fare over the company's lines by about 20,000 people. The 
park is only 1¼ miles from Waverly and Sayre and 3 miles 
from Athens. There is no admission charge to the rail
way cdmpany's patrons and but 5 cents is demanded of 

Keystone Park-Plenty of Trees, Wide Walks and Benches 

other visitors. The park was well patronized during its 
first season extending from July 9 to Sept. 18, entertain
ing 85,000 visitors, 10,000 of whom paid gate admission. 

Keystone Park has been laid out along modest yet at-

tractive lines. It is a well-wooded g rove with numerous 
flower beds a nd plenty of rustic furniture for the con
venience of the patrons. Illumination has received careful 
attention, there being installed over 600 16-cp lamps which 
are strung between the trees at intervals of 12 ft. in the 
manner illustrated. The entrance to the park is equipped 
with a large illuminated sign giving the name of the park 
in addition to the flaming keystone. 

The park is particularly attractive to picnic parties 
through the installation of a public kitchen and tables to 
accommodate over 350 people at one time. The kitchen 
matron has charge of a large supply of dishes, which are 
loaned to picnickers for the nominal charge of 5 cents per 
dozen to cover expenses. 

The costliest attraction is a local band of 23 pieces which 
gives concerts Tuesday, Thursday and Saturday evenings 
and Saturday and Sunday afternoons. The orchestra en-

Keystone Park-Flower Beds and Lighting Scheme 

gaged for the dancing pavilion plays on a per cent part
nership basis. The railway company furnishes the pa
vi lion and lighting, and charges 5 cents per couple. 

Special events the first season included a balloon ascen
sion every other Saturday, trapeze perfo rmances and fire-

Keystone Par~-Shooting Galle,ry 

works. Toward the end of the season the management 
tried out several vaudeville acts, and ai. these found ap
proval with the public, this class of entertainment will be 
given on a larger scale next summer. 
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The pa rk conta ins the usual mer ry-go-round, !l1iniature 
ra ilway, swings, shoot ing gallery, moving picture-theater, 
photograph galle ry, candy sta nds, etc., all of whi ch a re in 
the ha nds of concessionai res on a percentage bas~s. The 
merry-go-round proved the best money-maker last season. 

T he results of the fi rs t yea r 's operation of Keystone 
Park have shown that conducted a long the lines described, 
it is more than likely to pay its own way besides indncing a 
la rge shor t-haul traffi c. 

--- ... ·♦·----

p AXT ANG PARK, HARRISBURG, PA. 

O ne of the prettiest and best-kept pleasure grounds in 
Pennsylvania is Paxtang Park, a 35-acre amusement 
property owned and operated by the Central P ennsylva ni a 

Paxtang Park-Boating Among the Hills 

T ract ion Company, of I Ta r risburg. T he park is about ¼ 
mi le fro m the ma in line and is e rved by a double-track 011 

which crowds can be transported for a 5-cent fa re as fast 
a , ca rs ca n be made a vailable fo r them. T he tendency of 

to reta in this inherent advantage by soli citing only the 
pa tronage of the best classes of people. There are no sen
sational amusements . o f the kind which a re expensive to 
install and soon cloy the public. Instead, the grounds are 
made as attractive as possible by an abundant supply of 
standard amusements. In the absence of a dancing pavilion 
thi s park is unusual, but this omission was made pur
posely to avoid undesirable patronage. For the same ex
cellent reason , no li quors a re sold in the park, and thus 
disorder of any kind is a rarity. 

During th e las t season the park enter tained 197,866 vis
itors from a territory o f about 100,000 population. As the 
season does not extend ove r I 5 weeks, this is really a fine 
record. The a ttendance in 1908 was about 20,000 less than 
in 1907 on account of the depression in the iron and rail-

Paxtang Park-A Turn in the Lake 

road industries. whi ch severely affected Ha rrisburg. Dec
orat ion Day usua lly ma rks the opening of a ll the principal 
enterta inments. 

Paxtang P ark is not opera ted on an admission-fee basis 

Paxtang Park-Entrance to the Grounds, Illustrating the Rustic Simplicity of the Park Buildings 

the company is to eliminate gradually the use of open cars 
in th is and other service, as Harri sburg is in a region of 
sudden and heavy rainstorms. 

T he park is situated in a district o f g reat natural beauty 
and the constant ~ff~rt of the par·k management has been 

as the company is sati sfi ed simply to have the park pay its 
own way. The principal pay attraction is hig~-grade 
vaudeville from the_ ·William Morris circuit , which is given 
in a building with open sides. This structure has 800 seats, 
of which 300 are reserved at 15 cents and the balance made 
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available for IO cents. It is a noteworthy fact that despite 
the reduced attendance last year the vaudeville suffered less 
than other attractions. The people did not have as much 
money to spend, but were wi lling to economize in popcorn 
and sodas tha t they might forget their financial worries by 
going to the theater. 

The natural confi gurat ion of the grounds has made it 

Paxtang Park-One of the Shelter Houses with the Scenic 
Railway in the Background 

possible to provide a fine lake fo r boating and a concrete 
swimming pool, both of which arc very popular. A spring 
of pure cold water bubbling forth from a great jagged 
rock is another attraction best appreciated in hot weather. 
It is hardly necessary to say anything about the a rtistic 
appearance of the grounds as this will be noted from the 
accompanying illustrations taken last summer. Tables and 
benches, of course, a re numerous as befits such a place for 

Paxtang Park-The Concrete Swimming Pool and Steps 
for Diving 

family and association meetings. Many of these benches 
formerly did faithful se rvice on the old-time open cars. 
As indicated in the illustrations, both arc and incandescent 
lamps are used liberally for the illumination of the grounds 
and buildings. 

Paxtang Park is especially attractive to the you nger ele
ment because of the numerous swings, the safe boating, 
the merry-go-round, the miniature railway, figure-eight 

roller coaster, box-ball a lleys and the swimming pool. 
These, together with the vaudevi ll e, compri se the principal 
pleasures aside from such special events as balloon asc<.:n
sions. Among the other standbys are the shooting gallery, 
photograph gallery, soda booth and the usual stands, in
cluding one in which post-card souven irs of the park are 

sold. 

Paxtang Park-The Starting Point of the Miniature 
Railway 

The merry-go-round and theater a re managed directly by 
the company. T he boating and swimming privilege is sold 
for $500 a season, the concessionaire in turn charging 25 
cents an hour fo r the f~rmer and 25 cent s for the latter , 
including a suit. The operators of the roll er coaster and 
miniature railway respectively pay the company 25 per 
cent and 25 per cent of their gross receipts. Miniature 
railway rides a re six for 25 cents and for the roll er coaster 

Paxtang Park-Benches for the Weary and a Bridge for 
the Thoughtful 

5 cents per trip 1s charged, or six ti ckets are sold for 25 
cents. 

Paxtang Park is under the direction of F. M. Davis, su
perintendent of transportation and park manager of the 
Central Pennsylvania Traction Company. Acknowledg
ment is due Mr. Davis and F. B. :Musser, president of the 
company, for the views and information from which this 
description was prepared. 



186 ELECTRIC RAILWAY JOURNAL. [ V oL. XXXIII. No. 5. 

THE PROBLEM OF REDUCING ACCIDENT DAMAGES-IV. 
BY FREDERICK W. JOHNSON, ASSISTANT GENERAL CLAI M 

AGENT , PHILADELPH I A RAPID T RANSIT COMPANY 

In the month of July, 1907, the Philadelphia Rapid Tran
sit Company still further took up the matter of the sys
tematic instruction of car men in the various branches 
of accident work. The Frankford barn, at which between 
500 and 600 conductors and motormen report, was assigned 
to the claim department for exper imental purposes. 

This barn was sele.cted for the pu rpose for several rea
sons. It was, first of all , a barn of fai rly good size. Sec
ondly, its lines opera!ed principally through congested 
portions of the city, where accident conditions were any
thing but of the best. T hirdly, in several essential respects 
the accident work of the men of this barn was felt to be 
open to improvement. The intention was to test certain 
suggested improvements under unfavorable, rather than 
under favorable , circumstances. 

Accordingly, the men of this barn were gathered to
gether into classes, about six in number, for the fi rst series 
of meetings. In point of attendance, the classes ranged 
from 40 to over 120. A remarkably well-appointed as
sembly room at the barn afforded ample accommodations 
for the purpose. The first meeting was held at night, and 
was attended by the superintendent and a number of offi
cials of the company, in order that the men might under
stand from the start that the work had the approval and 
support of the company. 

The classes averaged one hour in length. The men mani
fested their interest in the subject from the very begin
ning, a number seeking the privilege of attending more 
than one of the meetings. At this time only rudimentary 
principles in accident work we re discussed, the intention 
being to start in at the very bottom fo r the purpose of lay
ing as good a foundation as circumstances would permit. 
T he series passed wi thout special incident. 

Early in the following October a second series of meet
ings was arrarged at the same barn. Again the same 
interest was apparent upon the part of the men. T he in
struction given this t ime was a li ttle more advanced in 
character. The classes were reduced to four in number, 
which gave a somewhat higher average attendance per 
class. Superintendent Gutherman attended practically all 
of these first classes and endeavored in every way within 
his power to advance the success of the work among the 
men of his barn. This series likewise terminated without 
special incident. 

On Feb. 18, 190 8, the fi rst issue of the company's weekly 
accident bulletin in connection with its instruction work 
appeared. This and subsequent issues for some t ime were 
confined entirely to the Frankford barn. The bulletin was 
issued in individual form, a copy being handed to every 
conductor and motorman with his pay check each week 
This idea also seemed to meet with the approval of the 
men on the cars, and it proved a source of no little en
couragement to find that they looked forward from week 
to week for the next issue of the bulletin. When a man 
unintentionally was overlooked in the distribution of bul
letins, he invariably made it his business to step up to the 
desk and to ask fo r one. 

During all of this time no effort was made to "prevent" 
accidents ; rather was every endeavor bent in the direction 
of teaching the men how to handle certain types of acci
dents properly. The reason for adopting this course has 
been discussed at some length in a former article. In a 

word, experience has demonstrated the fact that preven
tion of accident work cannot be prosecuted successfully 
without the construction first of a suitable foundation. 
For the time being it was believed that the importance of 
submitting a prompt report upon every accident and of ob
taining an adequate number of witnesses to these accidents 
afforded abundant opportunity for mi ,sionary work. 

W hat about results? Well, tile results were nothing 
startling. They never are in accident work. The com
pany was contending with conditions which had been in 
force fo r many, many years past. It was not to be ex
pected that a grand upheaval would follow as a result of a 
few months' work. But, for all that, there were encour
aging features about the work of the men. The number 
of "unreported accidents" ceased to show an increase, and 
gradually began to decrease, very slowly to be sure, but 
the drift, nevertheless, was in the proper direction. The 
accident reports submitted by the men began to show an 
improvement in their recital of important facts. The 
average number of witnesses obtained per accident in
creased steadily from month to month, while the barn 
meanwhile went from the foot of the list in this respect 
to the very top, and then stayed there. In such branches of 
the work as were touched upon the Frankford barn readily 
outdistanced the other 18 of the company. 

E XTEN SION OF THE WORK 

During the following April Mr. Goshorn, head of the 
company's claim department, received authority to extend 
the work of instruction throughout the entire system. 
Schedules were immediately drawn to cover all of the 
barns. Plans were rearranged, material for lectures pre
pared, advance bulletins printed and a corps of instructors 
selected. Arrangements were perfected for meeting places 
and fo r innumerable other details incident to the instruc
tion of about 7000 conductors and motormen. 

By the middle of the month the department was pre
pared to go ahead with the work. It required 12 working 
days for the corps of seven instructors to cover the sys
tem. The men were allowed their regular rate of wage 
for time used in attending classes. Throughout the course 
of meetings hut a single instance of inattention or dis
courte5y developed, and this was upon the part of but one 
man. Upon completion of the classes the company's ac
cident bulletins were promptly swung into operation. Va
rious other innovations were introduced at short intervals, 
all of which have since demonstrated their value toward the 
end sought, but which do not properly come within the 
scope ·of these articles. 

Immediately upon completion of this series of meetings 
a school for the instruction of new employees was estab
lished at headquarters. To this school all new men are 
sent by the various superintendents immediately upon com
pletion of their period of pro~ation on the cars. No at
tempt is made, however, to give the new employees a full 
detailed history of accident work from the time of the big 
wind down to the present. For one hour they receive 
good, solid instruction upon a number of vitally essential 
features in connection with accident work. They are 
then given return cards to their superintendent, certify
ing their attendance at the school. From this point on the 
new man is given· a copy of the bulletin each week, but 
receives no further verbal instruction until the next regu
larly scheduled series of classes, in the fall or the spring 
following. To this school also are sent experienced con
ductors and motormen who demonstrate their need of 
further instruction from time to time. 
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Again, during the latter part of September, a second 
series of meetings was conducted successfully throughout 
the system, present arrangements calling for but two 
talks a year, one in the spring, the other in the fall. This 
series likewise was· marked by the closest attention upon 
the part of the men, and proved most encouraging in every 
way. 

To date the work has been confined principally to a con
sideration of such subjects as the importance of reporting 
promptly all accidents; suggestions regarding the method 
of making out accident reports; the matter of colliding 
cars, and the work of obtaining witnesses to accidents, with 
occasional references to other topics with a view to guard
ing against any possibility that the work might become 
monotonous because of the instructor holding too closely 
to any particular topic. 

THE UNREPORTED ACCIDENT 

The "unreported accident" unquestionably is one of the 
most serious problems with which the average street rail
way claim department is confronted to-day. It is de
moralizing in its effect upon the men upon the cars ; one 
man neglects to report an accident and possibly gets off 
scot-free because of the fact that the company is unable 
to determine the guilty person; the next man obeys or
ders, sends in a prompt report of his accident, and pos
sibly is rewarded with a lay-off or dismissal , because of 
some alleged carelessness or neglect. Hence, there is a 
constant temptation upon the part of the men to conceal 
the ·occurrence of accidents. It is more or less discon
certing to the superintendent, inasmuch as he is frequently 
under fire from headquarters because of the unfavorable 
showing of his barn or division in the "unreported acci
dent" column; especially so, if his showing is growing 
progressively worse. 

It is detrimental in its effect upon the claim depart
ment because of the fact that the department is forced to 
grope its way in darkness in dealing with claims of this 
character. It necessitates additional help which other
wise would not be required. It strangles the customary 
careful investigation of claims for the protection of the 
company, and oftentimes reduces the disposition of a 
claim or lawsuit to a matter of m~re guesswork, for the 
simple reason that the average claim agent is neither a 
mind-reader, second-sight artist nor clairvoyant. With 
many companies the expenditure of thousands of dol
lars each year depends upon the judgment and experi
ence of their claim agents in considering blind claims of 
this sort. 

It is discouraging in its effect upon the legal repre
sentatives of a company in that it forces them to trial upon 
cases concerning the real merits of which they know but 
little. It is not to be supposed, of course, that every blind 
claim will be adjusted simply because it is blind. Hun
dreds of them crumble away when exposed to the light of 
day. • But for all that, the average trial attorney prefers 
to know something definite and tangible regarding the 
merits of a case at issue. 

It is harmful in its effect upon the claimant who really 
has a just cause of action, in that it necessarily places his 
claim temporarily upon the suspicious list. The accident 
complained of may have happened, and it may not. That 
question must first be determined as clearly as possible, one 
way or the other, before action can be taken by the com
pany upon the matter of the disposition of the claim. It 
is only in this way that the honest claimant can be distin
guished from the fraudulent. 

And, lastly, the "unreported accident" is a menace to the 
best interests of a company by reason of the fact that it 
strikes directly at its resources. An increase in accident 
damages is equivalent to a proportionate decrease in rev
enue. The "unreported accident" column includes, of 
course, accidents for which the company's employees were 
responsible, as well as those for which they were not re
sponsible. In either event, however, the results a re pretty 
much the same, inasmuch as the company is ever at a dis
advantage in dealing with cases of this character. 

That has been, and is to-day, the experience of many an 
otherwise well-managed street railway property. And the 
really surprising feature of the whole situation is that many 
of these same companies view this state of affairs with a 
marvelous degree of complacency. It has been going on for 
so long that they have sort of become accustomed to it. 
Time and time again have substantial verdicts been ren
dered against them upon blind, unreported accidents, yet to• 
day they are doing practically nothing to alleviate so un• 
satisfactory a condition. Far be it from them to admit that 
such is the case, yet facts are stubborn things. But with 
these same companies let the cost of operation of a certain 
line vary four-tenths of a cent per day, or the expense of 
labor in a certain car barn show an increase of $1.38, and 
the official board of inquiry immediately springs into com
mendable activity. 

The larger the system the greater the spread of the "un
reported accident" evil. Various reasons contribute to this 
end. First, the matter of labor; the larger the city the 
more unstable the grade of men available. Secondly, the 
comparative ease with which the occurrence of accidents 
may temporarily be concealed. Thirdly, the utter impos
sibility of as close a relationship between the men upon 
the cars and the officials of the company, as upon smaller 
systems. A company of moderate size, employing a larger 
percentage of natives upon its cars as conductors and mo
tormen should experience comparatively little difficulty in 
practically eliminating the "unreported accident" for all 
time, if only the problem be approached from the proper 
angle and in an intelligent, energetic, broad-gaged manner. 

REDUCTIO N IN UNREPORTED ACCIDENTS IN PHILADELPHIA 

The following figures are given as bearing upon a portion 
of the work covered to date by the work of the Phila
delphia Rapid Transit Company. No claims of any de
scription are made in connection with them. Whether the 
results thus far accomplished are due in part to this work 
or to some other contributing cause will be left for the 
future to determine. Whether the apparent improvement 
is permanent or temporary will also be left as an open 
question. If the results merely chance to be coincident 
with the inauguration of instruction work they are none 
the less acceptable for that fact. 

Taking up the "unreported accident" problem as the first 
of three subjects toward which especial attention has been 
directed thus far, the following results are submitted. The 
result for each month is obtained by comparing its totals 
with those of the corresponding month in 1907: 

REDUCTION IN NUMBER OF UNREPORTED ACCIDENTS. 
P ~r cent 

1tl;iLL : : : ~ ~ ~ ~ ~ ~ ~ ~ ~ ~ ~ ~ : : : ~ : ~ : ~ : : : : : : : : : : : : : ~ : ~ : : : : : : : : : : : : : : : f ! 
October ............................................ ............ 63 
November ...................... . .................... .... . .. . .... 60 
December ............................... , . . , . , . , , , ....... , , , - , • 45 

The work has been in actual operation throughout the 
system for but nine months, and as the plan of campaign 
is mapped out upon a basis of two years, it will readily be 
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seen that the major portion of the work still lies in the 
future. 

For the fi ve months immediately preceding the inaugura
tion of the first classes in April last the average number of 
witnesses obtained per accident for the system stood at 3.1. 

For the month of A pril the average number of witnesse, 
obtained per accident for the system increased to 4.5. 

The following month of May showed a still further in
crease, the genera l average for this month standing at 5.5. 

The next month, June, rolled up a general average of 7.3. 
T he month of July rounded out a general average of 7.0. 

August likewise turned in an average of 7.0 witnesses per 
accident for the entire system. 

Below is given the individual standing of the various 
barns for the month of October . The figures denote the 
average number of w itnesses obtained per accident by each 
barn : 

1. Richmond . ............... 1 1. 1 
2 . Folsom ................... 10.r 
3. Second & ThirJ ............ 9. 2 
4. Fift h & Sixth .............. 9.1 
5 { Fif teenth & Cumberland .... 8.8 
· Tent h & E leventh .......... 8.8 

6. Market Street. . .. . . . . . . . . . . 8.7 
7- La ncaster Avenue .......... 8. 5 
~ I P elh2m . . . . . . . . . . . . . . . . . . . 8.4 

· I Wi llow Grove. . . . . . . . . . . . . . 8.4 

9. Second & W yoming . . . . . . . . 8.o 
10. H ancock & Lehigh ... . . .. .. 7.8 
1,. Sixteenth & J ackson .. ... .. 7.6 
1 2. Twenty-sixth & A llegheny. . 7 .5 

3 
( Ri dge Aven ue ............. 7.1 1 · t H estonvill e .............. 7.1 

14. Twenty-seventh & GirarJ .. 6.6 
15, \Voodland Avenue ........ 6.3 
16. Gray's Ferry .......... _ ... 5.9 

General average for the entire system, 8.o. 

It is a lso interesting to note th a t during Founders' W eek 
in P hiladelphia, when travel upon th e cars was exceptionally 
heavy ( th e company's record fo r th e number of passengers 
handled during a single day being bettered twice during 
the week) , the average number of witnesses obtained per 
accident reached 8.3 for the period of seven days, the actual 
figures for each day being as follows: 
Sunday ...................... 7.2 Thu r sday ..................... 9.3 
Monday . . . . . . . . . . . . . . . . . . . . . . 8.7 F riday . . . . . . . . . . . . . . . . . . . . . . . 8.8 
T uesday ...................... 8.o Sat urday ..................... 7.7 
\VednC'sday ................... 8.o Averag e for enti re week ....... 8.3 

.:-.Jovember, the fir st o f the winter months, returned a 
general average o f 6.6 witnesses per accident, while De
cember ave raged 6.o. It is expected that during the win
te r months, when it is a somewhat more difficult proposi
t ion to secure the names of witnesses than during th e 
other three seasons o f th e yea r , the general average will 
fluctuate between 6.o and 6.6. In connection with thi s 
it might be explained tha t the standing of a ll barn s is fur
ni shed the men each month th rough th e bulletin just as it 
appears in the fo regoi ng table, in order tha t they may he 
kept advised of the progress of the work. 

A na tural inquiry is, "How does the proportion of fi cti 
t ious witnesses to the total number of names .,ecured a t 
the present time compare with conditions prior to th e in
crease above noted ?" As fa r as it has been able to deter
mine the ratio of "fakes" to the total number of witnesses 
obtained remains at about the same proportion as hereto
fo re. 

With regard to the subject o f collisions of cars the r ec
ords of the department furnish the following statistics. The 
result fo r each month is obtained by comparing its totals 
with those of the corresponding month in 1907: 

RE DUCTION IN NUMBER OF COLLISIOXS. 

P er cent 
l\l ay . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4 8 
June . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 59 
July . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 58 

t{{~l;;e·< : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 1~ 
November . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ~& 
December . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 56 

The next and concluding paper will touch upon the value 
of printed matter in connection with instruction work of 
th is character. 

(To be continued) 

ARNOLlJ REPORT ON NEW YORK SUBWAY TRAFFIC 
The sixth report in the series relating to the subway of 

the Interborough Rapid Transit Company, New York, pre
pared by Bion J. Arnold for the New York Public Service 
Commission, First District, has been issued. This report 
is on th e traffic of the subway, and is dated Dec. 31, 1908. 
In his letter of transmittal Mr. Arnold says: 

ADVANTAGES OF SU BWAY 

This report shows the advantages that are being enjoyed 
by the citizens of Greater New York as a result of the oper
ation of the present subway. To design, build and operate 
an expensive system of subsurface transportation furnish
ing facilities for a 173/2 -mile continuous ride at high speed 
through the heart of a crowded city and underneath a 
broad river for one 5-cent fare is an accomplishment which 
appears more creditable as the difficulties of duplicating it 
become appreciated. 

The information in this report emphasizes the fact that 
has already been pointed out- that one of th e most serious 
defects of the present subway is its lack of overload capac
ity ; that is, its inability properly to carry the peak-load 
traffic which must be handled twice each business day. In 
the building of future subways thi s defect should be rem
edi ed, and in th e operation of the present subway every 
effort should be made to increase the carrying capacity dur
ing these rush-hour periods. 

During the past fe,v months th e carrying capacity dur
iug rush hours of the express tracks of th e subway has 
been increased about ro per cent by changes in the signal 
system, and of th e improvements that will further increase 
!his capacity there still remain to be carried out the follow
mg : 

1. Additional doors in each side of each car. ( Now be
ing installed on experimental train s.) 

2. Speed control signals at the approach to each express 
station. ( Now being developed and in operation at one 
point.) 

3. The elimination of th e Ninety-sixth Street crossover 
and the introduction of reservoir tracks at this point . 
( Now under construction.) 

4. The running of all express trains to Brooklyn by pro
viding a shuttle-train service between Bowling Green and 
South Ferry. (Necessary changes to accomplish this now 
under construction.) 

5. The adding of an additional car to each express train 
during the rush-hour periods. 

6. The adoption of an automatic coupler so that trains can 
be quickly made up and broken up at intermediate points 
to save dead-car mileage. 

?\Iuch has been said in regard to furni shing ''a seat for 
eve ry passenger. ' ' With the present subway there are more_ 
seat-miles operated each day than there are pas~pger
miles traveled, and therefore. if the passenger mo'Vginent 
could be made to coincide with the seat movemenf.:J:here 
\\'Ould be a seat for every passenger and some s~~ts to 
spa re. However, as the passengers cannot be expe<;;ted to 
t ravel to fit th e convenience of railroad operations/:unre
rnitting effort s should be made to move the seats coitieident 
with th e passenger movement. In adopting a meth.od of 
regulation for the future car movement of the present sub
way upon a basis which will not be unjust to the subway 
company, my recommendation is to divide the probable num
be r of passengers by a constant determined as shown in the 
report, in order to establish the number of car-miles that 
should be run, and then prepare a schedule calling for this 
number of car-miles so distributed as to carry the greatest 
n1;_mber of seated passengers. 

DESIRABILITY OF S U BWA Y 

In the introduction to the report Mr. Arnold says that 
the technical success of the subway during the three years 
a large part of it has been running demonstrates the prac
ticability and desirability of a subsurface system of trans
portation under the conditions existing in New York City. 
An abstract of the report follows: 

VARIATIONS IN YEARLY TRAFFIC 

In order that a comprehensive idea of the magnitude a::d 
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g rowth of the passenger traffi c of the subway may be ob
tained thi s data may be studied to advantage. 

COMP ARATIVE P ASSENGER TRAFFIC BY YEAR S. 
Period. T ickets sold. 

*Oct, 27, 1904, to Dec. 31, 1904 ................ ,........... 16, 24 1,869 

f
an. 1, 1905, to Dec. 31 , 1905 ............................ 11 6, 209,3 13 
an. 1, 1906, to Dec. 31, 1906 ............................ 149 ,778,37 0 
an. 1, 1907, to Dec. 31, 1907 .................... .. ...... 182,5 59,990 

Jan. 1, 1908, to Dec. 3 1, 1908 ............................ 220,99 1,212 
. *The da te t he subway was opened to traffi c. 

COM P ARATIVE TRAFFIC FIGURES FOR ONE YEAR 

c 

lnterborough ,ubway 69.9 44,005,211 200,415,050 7,819,549 
Manhattan elevated . . 90.66 64.584,611 282,870,590 7,523,153 
• London underground 

\., 

"' u 
E 
V, 
\., 
OJ 
OJ) 

i:: 

~ 
"' c:>. 

tubes .... . ...... .. 167.3 32,728,130 160,000,998 4,010,024 958,762 4.90 
Chicago elev'd r ds. 150.53 39,264 ,008 147,267,113 4,134,390 981,780 3.75 

" In order to ccmpare the I\' ew York subway with enterprises of a simil ar 
character, the results of six months' operation of the subways of London, 
England, ended June 3 0, 1908, have·been doubled so as to show a period 
of one year, and these figure, a rc compared to t he corresponding results 
with the Interborough, or New York, subway for the year ended June 30, 
1908, with the results of t he four Manhattan elevated lines for the same 
yea r, and with the fo u r Chicago elevated roads for the year 1907. Each 
mile of t rack in the New York subway is med on an avera{?c of three 
t imes as effi ciently fo r moving both cars and passengers as is the case with 
the London t ubes, and on both t he elevated and subway tracks of New 
Yo rk City t here are also th ree times as many passengers moved each year 
as a re handled on an average on each mile of single track of all of the 
Chicago elevated roads, inclu din g the Union Loop. 

T RAFFI C BY STATIONS 

T he business at the T imes Squa re sta t ion is increasing 
more rapidly than the business at the Grand Central station, 
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Report-Chart of Comparative Traffic by Months 
of Subway and E levated Lines 

making it probable that the Times Square station may soon 
handle as many pay passengers as those who now purchase 
tickets at the Grand Central station. 

The Lenox branch is much better patronized than the 
Broadway line and attention is at once attracted to the 
fact that the stations at the outlying ends of both branches 
.show comparatively the least number of ticket sales. 

The opening of the Brooklyn extension to Borough Hall 
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station on Jan. I, 1908, and to Atlantic Avenue on May I, 
1908, has decreased the number of ticket sales sold at the 
Brooklyn Bridge station by over 20 per cent and at the 
same time has increased considerably the ticket sales at 
Bowling Green, Wall Street and Fulton Street. The total 
increase in ticket sales at these three stations will show an 
increase of approximately 5,000,000 tickets during 1908 
which will offset the falling off of ticket sales at Brook
lyn Bridge. As a result the entire ticket sales on the 
Brooklyn side of the tubes under the East River may be 
taken as the measure of the influence of the Brooklyn ex
tension on the earning power of the subway. As near as 
the earnings can be estimated at present the ticket sales at 
the various Brooklyn stations after May I, 1908, will be at 
about the following rates per year : 

!~r:nut1~ !1:!~;~: : ·. : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : ~:~~~:~~~ 
Nevins Street. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .2,500,000 
Hoyt Street.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . .2,500,000 

-or a total for the Brooklyn extension of 22,000,000 pas
sengers per year. The passenger traffic to and from Brook
lyn is a fortunate addition to the subway business, as a 
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Arnold Report- Loading Diagram of Southbound Local 
Train, Morning Rush Hour 

large portion of the Brooklyn passengers ride a compara
tively short distance and in a direction opposite to the Man
hattan load tending to use more effectively the return cars 
and thus cut down the proportion of empty seats. 

MONTHLY VARIATIONS IN TRAFFIC 

The ticket sales from month to month show a charac
teristic variation throughout the year, the lowest values 
occurring during July and August of each year and the 
highest during December. The percentage relation of the 
lowest and highest monthly values to the average monthly 
value for the corresponding year and the ratio each year 
between the maximum month and the minimum month are 
shown in the accompanying table. It will be noticed that 
this latter ratio is decreasing; that is, that the falling off in 
patronage dui"ing the sumrper months is less evidenced 
each year. 

The decrease in the traffic of the subway during the sum
mer months is much more marked than the decrease in 
patronage of the elevated roads during the same time. 

Some of the patrons of the subway leave the city for the 
summer months while many other passengers who regularly 
ride in the subway prefer the elevated and surface cars dur
ing the summer. While the subway does not get its pro-

Percent- Ratio of 

Monthly 
Percentage age max. mo. 

Lowest of mo. Highest of mo. to mm. 
Year. average. month. average. month. average. month. 
1905 . • 9,684,109 6,0 70,908 6.2.7 13,704,576 141.5 .2 . .25 
1906 . • 1.2,481,530 8,555,795 68.67 l 5,609,516 1.25.1 1.8.2 
1907. , 15,50.2,000 l l,550,000 76. 17,750,000 II6.8 1.58 

portion of passengers during th.e summer months it more 
than makes up this loss in the winter months, when riding 
in the subway is more comfortable than in the surface or 
elevated cars. 

DAILY VARIATION IN TRAFFIC 

Information with regard to the daily variation in traffic 
has not been shown as the ticket sales cannot be considered 
a measure of the number of passengers carried, since many 
persons acqui re a small stock of tickets for convenience, 
thus apparently increasing the day's traffic. The effect of 

·11•000 
Q OO 

:,a o ·o 
z 

~ ~ 700 .. ~ 

!jlJ) 600 

~ 
<{ 300 

a.: 
'I 
Cl 4 00 

j . 300 

S eo o 
g I 0 0 

i
ll)- o 

30 0 

6 20 0 

~11 00 
,., - o 
n 

~ 

!l..!1° ~:: 
~0 0 

I -

-

~ -
. . 

I- Hl' 'I-' .. ~ M,v,.,,, .... ct,. Ul. • •• • a •• ·~11..,-'h:. • •'f!cn. : ic:,_, 
rxttirl-'ttor0rntctoir~«crJr~< 
~~~~;~~~~~~~0~~~~~~~~~~1~~; ~~N--~=~~~r~~~~NN--~u~<oz~ ----- 3 ~ ~~v~~v 

8 jo ll 

Arnold Report-Loading Diagram of Northbound Local 
Train, Evening Rush Hour 

such practice on the apparent volume of traffic when con
sidering periods of more than a day, however, is minimized 
to such an extent that it can be neglected. As a matter of 
general observation, it may be stated that the lightest traffic 
occurs on Sunday and the heaviest on Monday, the latter
being due to the travel of shoppers attracted by the adver
tising in the Sunday papers. 

At the present time the subway is carrying from 650,000 
to 750,000 passengers per day. At the time of writing this 
report the heaviest rec,ord of ticket sales for one day was 
886,ooo on Monday, Dec. 21, 1908. 

U pan Sunday the traffic fluctuates between 350,000 and 
450,000 passengers per day except in bad weather. 

DAILY SCHEDULES 

Upon ordinary week days the cars and trains are run 
upon pre-determined schedules. These schedules, as at 
present operated, dispatch the cars from five different points 
and the table on the opposite page shows these routes, 
distances and running times. 
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ACTUAL TIME AS COMPARED WITH SCHEDULE TIME 

Under normal conditions and in non-rush hours the trains 
are generally on time, showing that the time cards are not 

Broadway Lines ; 

Length 
of route 
in miles. 

Local from 137th Street to Brook• 
lyn Bridge •.• .. .•.• •. . .. .. . . . 8.55 

Local-Express from .24.2d Street to 
South Ferry ............... . . . 15. 16 

Local-Express from Dyckman Street 
to South Ferry ••••••••••• . .. .. 1 .2.68 

Lenox Avenue Line; 
Local from 145th Street to Brook-

lyn Bridge ............. .. .... 9.45 
Local-Express from 180th Street 

to Atlantic Avenue, Brooklyn .. 17.5.2 

Cars. 
each way 
each day. 

954 

840 

741 

_I,020 

1,7.26 

Min. num- T otal 
her of time to 
cars to run one 

maintain way, 
schedule. minutes. 

90 33 

104 47 

96 38 

1.2 5 37 

.2 78 50 

unreasonable. At the beginning of the rush hours the trains 
keep up to their schedule satisfactorily, indicating that even 
with heavy loads the motors are sufficiently large to main
tain the speed that is necessary to make the trips on time. 
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Arnold Report-Loading Diagram of Southbound Express 
Train, Morning Rush Hour 

As· soon, however, as the rush starts in the trains are 
held longer. at the platforms, the delays begin to accumu
late and a general congestion of train movement spreads 
along the line, particularly in that part of the system be
tween Ninety-sixth Street and Brooklyn Bridge. 

STUDY OF PASSENGER MOVEMENT OF INDIVIDUAL TRAINS 

Observers were placed on different trains during various 
days and in the rush-hour periods to count the passengers 
getting on and off at the stations in order to determine 

a-Location and extent of the standing load. 
b-Average length of travel of passengers on the ex

press and the local trains. 
c-Relative carrying efficiency of the express and the 

local trains. 
cl-Distribution of passengers throughout the different 

cars of the trains. 
The trains chosen for these observations were eight local 

trains during various days in February and March, 1908, 

and IO express trains during January and February, 1908. 
Subsequently wh en the subway system was extended to 
242d Street and the Brooklyn extension was opened to 
Atlantic Avenue, observations were made on six additional 
express trains in order to measure the influence of the fall 
traffic and the longer runs due to the two extensions upon 
the averages already obtained. 

A study of the results of the de tail ed observations will 
show the following conclusions: 

a-Taking an average of eight local trains, the total 
number of passengers carri ed on each tri p ave raged 2.58 
times the maximum number carried on the trains at any one 
time, while with the IO express t ra ins fi rst taken this ratio 
averaged but 1.62, and with the six express trains in Octo
ber, 1908, this ratio ave raged 1.64. These figures indicate . 
that the local trains a re used to much better advantage than 
the express trains. 

b-The ratio of the total number of passengers boarding 
the train to the number of seats in the train shows tha t these 
local trains carried 4.36 passengers for every seat, wh ile 

Arnold Report-Loading Diagram of Northbound Express 
Train, Evening Rush Hour 

the express trains carried 3.24 and 3.62 passengers per seat, 
thus showing again that the seating capacity of the locals 
is used more efficiently than the seating capacity of the 
express trains. 

c-The ratio of the number of passengers in the train at 
the time of maximum load to the total number of seats pro
vided which indicates the comparative crowding of the 
trains is less with the local tra ins ( 1.71) than with the 
express trains, which show averages of 2.17 passengers and. 
2.20 passengers per seat in the tra ins at points of heaviest 
loading. · 

d-The average distance traveled by passengers on local 
trains, taking the results of the count of eight local trains 
referred to, was found to be slightly more than 2 miles, 
and the average distance traveled by passengers on the 10 
express trains studied was found to be 5.5 miles and of the 
later six express trains to be 5.75 miles, thus indicating the 
extent to which the local trains get the benefit of the short-
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haul passengers and also the extent of the burden of the 
long-haul passengers upon the express trains. 

e-The average length of passenger haul on the express 
t rains is gradually increasing as the road is added to and 
as the outlying districts become built up. The total num
ber of passengers entering a t ra in is a measure of its earn-
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through the express trains than through the local trains . 
due, no doubt, to the fact that the passengers will take 
more trouble to avoid a crowded car in boarding an ex
press train than they will in boarding a local train, as in 
the latter case most passengers travel but a short distance. 
Considerable improvement could be made in more evenly 
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Arnold Report-Diagrams Showing Transfer of Passengers Between Local and Express T r ain s at Express Stations 

ing power, whereas the number of car-miles traveled bv 
the tra in is a measure of the expense involved in moving 
the passengers; therefore if the number of passengers upon 
a ny train is divided by the number of car-miles made by 
the train in making a trip in one direction, the result wi ll 
be the average number of passengers per car-mile, and the 
higher thi s result the g reater will be what might be called 
the ea rning power of the train. This ratio fo r the eight 
local trains shows 26 passengers per car-mile, whereas the 
result from the express trains shows 12.6 and 11 -4 passen
gers per ca r-mile, thus indicating that during rush hour!, 
the local s have an earning power equal to fully twice that 
of the express trains. 

COMPARIS0:--1 OF LOCAL WITH EXPRESS TRAINS. 

Time lost between 96th Str ee t 
and Brooklyn Bridge . ... . . 

Ratio of the total number of 
passengers boarding the 
train to the maximum nuP1· 
ber on the train at the time 
of heaviest load ..... .. .. . 

Ratio of the total number of 
passengers boardin g the 
train to the number of seats 
provided .......... ..... . 

Ratio of the maxin1un1 nun1 -
ber of passengers o n the 
train at the time of the 
heaviest load to the number 
of seats provided ........ . 

Average length of trip of each 
passenger, miles ......... . 

.-\verage number of passen-
gers per car ............ . 

Average number of passen-
gers per car-mile .. .... ... . 

Average of 8 Average of 
local trains 10 expr ess Average of 6 
Feb. and trains Jan . express trains 

l\farch, 1908. and Feb., 1908. Oct., 1908. 

6 min. 20 sec. 5 min. 52 sec. 2 min. 27 sec. 

2.58 1.62 1.64 

4.36 3.24 3.62 

1.71 2.17 2.20 

2.08 5. 52 5.75 

53 69.5 65.5 

26 12.6 11.4 

DISTRIBUTION OF P .\SSENGERS THROUGHOUT THE TRAINS 

It is often said that whi le the middle cars of the train are 
crowded, there is plenty of room in the end cars. In order 
to determine the relative location of the standing passengers 
in ·the various cars of the train diagrams were prepared to 
show the extent of the location of the standing load in the 
cars of four different trains, two of which were 137th 
Street locals, one north and one south bound, and the other 
two trains were Kingsbridge express trains, one north and 
one south bound. 

There is a much more even distribution of passengers 

distributing the passengers throughout the length of all of 
the trains. 

HOURLY VARIATIONS OF TRAFFIC 

A large number of studies of the hourly variation "in 
traffic have been made by the transporta tion bureau of the 
Public Service Commission from time to time. Some typi
cal results of the information collected have been plotted 
in the fo rm of graphical logs. Each curve (p. 194) shows 
the passenger movement through the station during the day 
and also the number of seats in the trains at the same time, 
indicating at once the number of passengers who were 
standing in the trains as they left that particular station. 

A study of these curves reveal s several characteristics, 
among them the following: 

The peak load during which standing passengers appear 
fo r any great length of time lasts for about two hours in 
the morning and again for two hours in the evening. This 
rush-hour load rises to a sharp peak for a half hour during 
each period. 

The seating capacity during these rush-hour periods is 
limited by the physical limitations of the subway. 

Of the passengers traveling- in one direction during the 
day fully 33 per cent travel during the two hours of the 
rush period. 

As the subway is now operated _there are more than 
enough seats passed through it each day to provide a seat 
for every passenger if the passenger load and the train 
movement could coincide, but unfortunately this condition 
cannot be aoproximated without making radical changes in 
its design and construction. 

The train movement in future subways, however, can be 
made to approximately coincide with the passenger load by 
doubling the track facilit ies at stations, either by double
decking or otherwise, and providing suitable storage yards 
at both ends of the longer lines so as to reduce to a mini
mum the movement of empty cars. 

INCREASES IN CAPACITY TO BE EXPECTED 

The one great difficulty in the way of supplying every 
passenger with a seat during the rush hours is due to t,he 
physical limitations of the subway. The peak-load capacity 
of the express tracks in seats per hour may be taken as 
shown in the table on the opposite page. 
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\Vhile these improvement s are being made it is easy to 
be seen that the max imum passenger load, whi ch last year 
a yerage<l about 22,000 passengers per hour, will probably 
increase to 36,000 passengers per hour. The result wi ll be 
that th e relative crowding during the rush-hour period will 
not be decreased until oth er subways arc built. 
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Arnold Report-Diagrams Showing Transfer of Passengers Between Local and Express Trains at Express Stations 

These future subways should be designed with reservoir 
stations on the express tracks, and with this arrangement 

,..--Seat s per Hour-, 
Increase. T otal. 

Ci,pacity during fall of 1907 . . ................. . . .. . 
Improvement during year 1907 . . . . . . . . . . . . . . . . . . . . . . . I ,250 
Improvement a nticipated due to add itiona l doors in sides 

of cars n ear ends. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,250 
Improvements anticipa ted by use of a speed-cont ro l sig-

nal system . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 650 
Impr ovem ents a nticipated d ue to changes at 96th Street S50 
, \dditional ca1,.1 city lo be secured by running 9 ca rs on 

each express train, in stead of 8 cars ...... .. .. . . .. . _ 2 ,00 0 

1 2 ,000 

13,250 

1..1,500 

15,150 
16,000 

18,000 

of tracks may be expected to ha ve a maximum seat capac
ity of 30,000 seats per hour. 

PROPOSED SYSTEM FOR REGULATION OF SUBWAY TRAFFIC 

If the service in th e subway is to be regulated so as to 
provide for the constantly increasing t raffic and not be 
worse in the future than it has been in the past, an effort 
should be. made to anticipate the requirements of the serv
ice and provide a schedule calling for sufficient car-miles, so 
that the ratio between passengers and car -miles will never 
exceed 5. From a study of the record of the past year it 
would appear to be fair to the subway company to require 
a ratio of 5 during the months of October to A pril , in
clusive, 4.5 for May, 4 for June, July and Augu st and 4.5 
fo r September 

STUDY OF THE TRANSFER SYSTEM 

The accompanying diagrams indicate the number of pas
sengers traveling for one hour during the evening rush 
period on both the local and the express north-bound 
trains from Brooklyn Bridge to N inety-sixth Street. 

A study of these figures shows a number of conclusions, 
it being understood that all of th e facts relate to the north
bound trains during the evening rush hours, as follows: 

The average number of passengers entering the doors 
of the express trains is 1300 per train, of which an average 
o f 326 or 25 per cent transfer to the local service-that is , 
the local distributing service is used by 25 per cent of the 
patrons of the express service. 

The average number of passengers entering the doors of 
the local trains is 1400 per train, of which an average of 
474 or 34 per cent transfer to the express service, i. e., the 
express trains are the destination of 34 per cent of the local 
train patrons. 
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Arnold Report-Diagram Showing Transfer of Passengers 
Between Local and Express Trains at Brooklyn 

Bridge Station 

a re 474 who transfer to th e express tra ins. T he income 
from this local trip may therefore be taken a t ( 1400 - 474) 
X 5 cents, or $46.30, and as thi s tra in is composed of he 
cars and h as traveled an average of, 9 miles in one direction 
the income per car-mile for this part of the t r ip is equal to 
$46.30 
--- or $1.03 per car-mile for ru sh-hour service. 
5X9 

In a similar way the income from an ex press tra in ca rry
ing 1300 'passenge_r s may be found by deducting the 326 
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passengers who transfer to the local trains, making the in
come for one express t rain north-bound trip ( 1300 - 326) 
X 5 cents, or $48.70. T his express tra in, however , consist s 
of eight cars and travels an average of 15.38 miles in one 

$48.70 
direction, thus reducing the income per ca r-mile to ----

8 X 15.38 
or 39 cents. 

SHORT- HA U L PASSENGERS I N SHORT-HAUL CARS 

The subway system has now bee n in operat ion long 
enough to demonstrate that in order to make this method 
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should be so used as to offse t the losses due to the long 
haul. 

The building of subways should start at the center of the 
city and work out rather than sta rt from the outlying dis
tricts and work in. A ny plan for future subways which 
fa ils to make ample provision for the down-town local 
business, in a degree greater than is done with the present 
subway, will suffer from a fundamenta l defect which will 
not only cripple its usefulness from the start, but this defect 
will become more apparent as the outlying districts develop 
and a s the average length of the long haul becomes greater. 
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CONCLUSIONS 

I. The capacity of the express tracks 
o f the present subway can be increased 
( from 12,500 seats per hour) to 18,000 
seats per hour, and as the peak load is 
now over 28,000 passengers per hour, and 
increasing rapidly, every effort should be 
made to augment the maximum carrying 
capacity. A dditional doors should be put 
in the sides of the cars and the speed
control signal system which has now been 
developed should be installed at all ex
press stations. These improvements should 
be fo llowed by the addition of one extra 
car on each express t rain and the use of 
an automatic coupl er should receive early 
considera ti0n. The insta llat ion of a shut
t le-tra in service at Bowling Green station, 
in order to increase the capacity of the 
Brooklyn tubes, shoul d be pushed, . and 
eventually the cross-ove rs should be elim
inated at N inety-sixth St reet. 

2. T he equitable way to control the 
number of cars which should be furni shed 
to provide fo r the constantly increasing 
subway traffi c is to determine upon a con-

Arnold Report-Diagram Showing Schedule Number of Seats and 
Number of Passengers Carried, North Bound Express Traffic, 

14th Street Station, December, 1908 
stant by whi ch the number of passengers 

to be expected ca n be divided. T he result will be the num
ber of car-mi les whi ch the schedul e should provide. Judg
ing from past records this constant during the winter 
months may be taken as 5. 

of transportation self-sustaining upon the present flat-fa re 
basis the income should average at lea st I cent per passen
ger-mi le. In other words, with a uniform fare of ::; cents 
the average length of ride should not exceed s mil es: 

The a nalys is resulting from the study of ' 
the passenger movement on individual s '0 

~ 8 
trains proves that the average length of "C 6 

travel on the express trains is now s½ a. 4 

miles, or slightly above the critical averae-e, .~ 2 
c > 1.J 0 

whereas the average length o f ride on th e 
local trains is but 2 miles. It is apparent 
that as the subway is extended and outly
ing districts become more thickly popula ted 
that the average length of the long-haul 
rides will become greater, and that unless 
the fare for these longer rid es is increased 
it will be necessary to cultivate the short
haul business and increase the profit from 
that source if the present 5-cent flat fa re 
is to be retained. 
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T he problem of the future, therefore, if 
the fixed fare of 5 cents is retained, wi ll 
be to find a way to handle short-haul pas
sengers in short-haul cars and to make 
enough profit on this short-haul business 
to be able to sustain the loss due to the 
long-haul burden. In other words, the fac t 
that the local trains in the present subway 
a re proved by careful analysis to have 
twice the earning power of the express 
trains points out the solution of the 
problem of eventually developing a com-

Arncld Report-Diagram Showing Schedule Number of Seats and 
Number of Passengers Carried, South Bound E xpress Traffic, 

Grand Central Statio n, December, 1908 

prehensive subway system fo r Greater New York. T he 
development of the shor t-haul business must be encouraged 
by fu rnishing a convenient, rapid, safe and comfo rtable 
service of ample capacity. It is not improbable that a 
commercial demonstration of the moving plat fo rm may 
prove that the shor t-haul passengers can be transported at 
a lower cost by means o f a moving pla t fo rm than by the 
present local-t rain method. Irrespective of whether the 
short-haul business is handled by means of moving plat
fo rms or by ca rs-the profit made from the short-haul rides 

3. A more thorough study should be made to determine 
where useless ca r-miles can be eliminated from the present 
schedul e a nd where an equal number of car-miles can be 
introduced in such a way as to reduce the standing load 
to a minimum. 

4. A study of the transfer system indicates that the local 
tracks have a greater earning power than the express 
tracks. If a uniform fare of 5 cents is to be mainta ined 
with the present and future subways, progress must be 
made along the lines of cultivating and effectively serving 
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the short-haul busi ness by providing a comprehensi ve sys
tem of local short-haul trains. In thi s connection the mer its 
of the moving platform system of transpor ta tion should be 
thoroughly inves tigated. 

5. T he measure of the ult imate use fulness o f any subway 
is its peak or overload capacity. If the present subway 
could handle 60 t rains an hour on each express track, its 
usefulness would be · materia lly increased over its prese nt 
ser vice o f 30 t rains and beyond its ultima te capacity of 40 
tra ins per hour. F uture subways should be planned to get 
the full advantage of the inves tment in the main-line tracks 
by running 60 tra ins an hour during the morning and 
evening rush periods. 

FACTORS DETERMINING THE EFFICIENCY OF TROLLEY 
WIRE * 

BY CAR L F . WOODS , ARTII U R D. LITT LE. L.\ llOR ,\TO!{Y, 

BOST ON , M ASS. 

No department of electric rai lroading has received less 
attention than the tra nsmission line, and pa rti cul a rly the 
troll ey wi re. I n the const ruction and maintenance of an 
electric ra il road no expense is spa red to obta in powe r
station equipment of the highest effi ciency, while the troll ey 
wire, which is just as essentia l fo r operat ion, is generally 
purchased with no restrictions on the quality of material. 

Ordinary soft copper does not ha ve sufficient strength for 
this ser vice so that reliance has had to be placed upon 
either steel, bronze or hard-drawn copper ; whil e steel wire 
has the r equisite st rength it is subj ect to seve re corrosion 
from the weather and ha s vastly g reater electrical r e
sistance. The silicon, phosphorus and other bronzes of a 
similar nature possess great strength , but all have the 
serious defect o f much lessened conductivity. Soft cop
per wire has a st rength of about 34,000 lb. per square inch, 
while hard-drawn wi re can be made having a strength of as 
high as 67,000 lb. per square inch. H ard-draw n wire, al
though possessing some ser ious defects, has therefore bee n 
accepted as being much better than the other material s 
available for the purpose. 

To give efficient service under the conditions troll ey 
wire must possess the fo llowing qualities: ( 1) Conductiv
ity, to secure economical operation ; ( 2) tensile st rength, to 
withstand the abnormal loads; ( 3 ) fl exibility, to permit 
stringing and enable the wire to adjust itself under strains 
and blows; (4 ) homogeneity, that the stresses may be dis
tributed uni fo rmly along the wire, and (5) toughness, to 
withstand kinking, wrenching and distortion. 

E ach of these qualities is essenti al and no one of them 
can be increased beyond a certa in point without a pro
portionate reduction of one or more of tl1e others. For 
example, certain wires have been made from an alloy of 
copper and tin which have high tensile st rength , g reat 
toughness and homogeneity, but a re lacking in flexibi lity 
and have a conduct ivity only half tha t of pure copper. On 
the other hand, by proper drawing wire can be made , very 
homogeneous, flexible and tough, but lacking in tensi le 
strength, the conductivity be ing unimpaired. 

Attention natura lly turns next to the methods o f deter
mining to what extent wire possesses the fi ve essential 
properties mentioned. T he conductivity is very r eadi ly and 
accurately measured w ith a Wheatstone bridge or one of 
the several appliances based upon the same principle which 
a re especi ally adapted for trolley wi re. T ensile strength 
may be determined in a test ing mach ine of suitable capac
ity, but owing to the nature of copper the elastic limit can
not be determined by a drop of the beam, as the metal ap
parently yields quite steadi ly up to the breaking point. 
Numerous conflicting figures are in print regarding the 
yield point of copper, but as a stress and stra in dia
gram shows a nearly perfect curve , the actual elast ic 
limit can be accurately dete rmined only by applying 
increased loads fo r a defi nite length of time and 
measuring the permanent set in each case. Such a 
procedure is obviously too compli cated fo r commercial 
testing so that the elast icity of the wire has to be 

* A~st ract of paper read befo re the Division of In d ustri a l C hemists and 
Chemical Engin ee rs of the American C hemical Society , Dec. 3 1, 1908. 

judged by other mea ns. Under ordina ry circumstances 
power to res ist the effects o f twisting is not necessary for 
conducting wi re, but the torsiona l strength measures indi
rect ly but accura tely two of the most important mechanical 
properties tha t a wire can possess, namely, homogeneity and 
tough ness. In a tensile strength test the max imum tensile 
load is la rgely a factor of the cross-sectional a rea and the 
amount of work which has been put into the hardening of 
the surface. T his test wi ll detect inferior drawing or in
herent weakness of the copper , but it g ives no idea o f the 
power o f the wi re to r es ist d istortion nor o f defects such 
as ox ide seams w hich run lengthwise of the wire, and do 
not have a cross-sectional a rea of sufficient size to a fleet 
the breaking strength . Under a torsiona l stra in, however , 
such defects a re quickly noted. If the wire conta ins an 
oxide seam, spoken of above, the twi sting will open it up 
and a t once weaken the strength of the wire. If the wi re 
is of unequal ha rdness the twists wi ll tend to bunch up in 
the softest por tion and very noticeably show thi s spot. I ~-

' fe rior copper not only shows a very low number of turns, 
hut splinters and slive rs of meta l appear on the surface 
whi ch in very bad wires fa ll off to such an extent that a 
paper held beneath the sample during torsion will show a 
considerable collect ion of copper fragments. N on-homo
geneous copper, due ei ther to impu re metal or uneven 
drawing, will show a great difference in the number of 
turns which d ifferent specimens will stand without break
ing, w hile high-grade meta l which has been carefully drawn, 
twi sts evenly a nd uniformly with no slivering and shows 
littl e <li ffe rence in the number of turns on different speci -

T .\11LE !. - TE ST S ON COPP E R WIRE 

Di amete r 
!\umber I n 

A . .... .. ... 0.365 
B .. .... .. .. 0.364 
C . .. ... . . .• 0 .3 62 
D ... .... ... 0.365 
E .... .... .. 0.365 

:;: : : : : : : : : :~:~~! 
H ..... .. ... 0.3 6 4 

i::::: ::: : :~:1~! 
Y . . .... .. .. 0. 364 
Z . . . . ...... 0.364 

Tor~ion 
Turns in 

10 in. (Average) 
12 
I I 

16 
17 
I 5 
14 
2 2 

23 
24 
28 
26 
26 

Te nsile 
L oad 

L b. 
5650 
5550 
5500 
5260 
52 70 
53 70 
5070 
5 II O 
52 10 
5400 
5490 
55 9 0 

Conductiv
ity 

P e r Cent. 
98.4 
98.6 
98.2 
98.6 
98.7 
98.7 
98 .9 
98.4 
98.4 
98.3 
98 . .1 

98.2 

mens. lt is, there fore, desirable to make at least three 
torsion tests, w hereas one tensile-st r ength test is sufficien t 
to obtain an accurate measure of the strength . 

In Table I a re given a series of tests w hi ch clea rly illus
t rate the four general divisions into which the trolley wire 
of commerce may be divided by reason of difference in 
physical qua litie s. Specimens A-B-C, having tensile 
strengths of 5500 lb. or higher and torsion te sts averag
ing about 13, r epresent w ire lacking toughness, whi ch has 
been given a high tensile strength by draw ing. Specimens 
D-E-F , having tensile strengths around 5300 lb. and torsion 
tests of about I 5, are wires lacking both toughness and 
surface ha rdness. Specimens G-H -I, having tensile 
strengths of about 5100 lb. , but tor sion tests of approx i
mately 23, a re typica l of wires in which the to r sion has 
been obta ined a t the expense of tensil e strength, w hi le 
specimens X -Y-Z, with tensile strengths ove r 5400 lb. to
gether with torsion tests of 26 and even higher, represent 
the best wire which can be made at a r easonable price. 

Of these four classes there is again a distinction in that 
the fi r st two represent copper of an inferior g rade which 
cannot be made the equal of the wi res of the last two classes 
by any treatment in the rod mill. On the other hand, wires 
of the last two cl asses are made from excellent copper, 
although specimens X-Y-Z a re wires greatly superior in 
all r espects to the preceding three. It is interesting to note 
that a ll of these wires have practi cally the same conductiv
ity which shows cl ear ly the fa llacy of a ttempting to value 
trolley wire by conductivity and tensi le strength alone, as 
is so frequently done. It is therefore necessary, not only 
to obtain high-grade copper, but also to secure the proper 
balance between tensile strength a nd torsion, as these two 
prope rt ies are correlated and increase in one.beyond a cer 
ta in point r esults in a proportionate decrease of the other . 

T he preceding remarks have shown the conditions ur.der 
wh ich wire must work and the qualities which a re neces
sa ry to successfully meet these conditi ons. Attention mu st 
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now be turned to the process of 111anufacture to determine 
how these qualities may be obtained and what defects of 
such processes injure the fini shed wire. 

In the refining furnace the copper, which is alrea<ly at 
least 96 per cent pure from the blister furnace, is oxidized 
by a ir until a large part of the impuritie s have been re
moY ed and copper oxide is formed in conside rable excess. 
Cuprous oxide is readily soluble in molten copper and ac ts 
as a power ful oxidizing agent by giYing up its oxygen to 
any metallic bases prese nt, so that an excess of oxide in
sures the presenc e of all metallic impurities in the oxide 
fo rm . The excess cuprous oxide is then removed by bury
ing a piece o f green wood in the molten ma ss and cover
ing the surface with charcoal. This process mu st be stopped 
within very narrow limit s a s over-reduction ,vill throw the 
impuriti es ·back into the meta lli c· state. On the other hand, 
the presence of a large amount o f cuprous oxide is known 
to harden copper and cause it to become short or brittle. 

In purchasing copper for drawing trolley wire the manu
facturer insi sts upon co nduct ivity. but as a rule cares little 
for the other phys ical qualities, as he can obtain sufficient 
tensile strength by drawing. Lake copper possesses both 
high conductivity and excellent mec hanical qualitie s. but 
thi s kind of copper costs from % cent to ¾ cent per pound 
more than electrolytic. \Yhy the la tter should be inferior 
to Lake is difficult to explain, but experience shows that the 
genera l run of commercial electrolytic copper is by no 
means uniform in physical qualities and as a general thing 
is distincth· inferior to Lake fo r wire-dra,ving purposes. 
T he cheaper price o f elec t ro lytic result s in it s u se by many 
manufacturers, a lthough they freque ntly understand that 
the wire will be inferior. 

The refin ed copper comes tn the rod mill in bars weigh
ing about 200 lb. eac h, approximately ro of which are used 
in the manufacture () f a mile of wire. T hese bars fre 
quently have ridges along the sides, clue to faults in casting, 
and the surface is often co,·erecl \\·ith a layer of oxide. 
These ba rs are heated in a furna ce until s1ifficiently soft 
for rolling and a re pa ssed through a series of rolls dimin
ishing in size until a rod of the proper diameter is ob
ta ined. T he rod is then cooled a nd drawn through die s, 
the rods lJeing connected by brazing. T he dies give the wire 
a dense hanl exte ri or coating whi ch increases its tenacity. 
.-\ s the st rength obtainable is almost a direct factor of the 
work expended upon the wire. the smaller the size the 
greater the tensile strength per square inch. so that the 
:-- trength of the trolley wire ic. readily varied by changing 
the size of the rod and the number of dies. 

One of the most se rious defect~ occurring to wire at this 
point is from ridged bars a s abow described. Ordinarily 
the liar ,vill not be sufficiently heated to dissolv e the coppe r 
oxide on the surface. so that as the softened bar enters the 
fir st passes of the roll~ the ridges are lapped over, enclos
ing the oxide scale. The subsequent passes and the draw
ing through the di es obscure thi s fl a w almost entirely, lrnt 
it r emains a serious menace to the toughness and the re
sistance to wea r of the copper. a,- ha s been pre,·iously 
shown in remarks on the to rsion te.~t. 

A. second cause of trouble arise~ at the same point by 
overheating the copper in the furnace, in which case cop
per oxide is form ed on the surface and quickly dis solyes 
th rough the entire bar. thereby increasing the oxide con
:tent and tending· toward th e production of brittl enes s. Both 
,of the~e dangers ca n be a,·oided by careful selection of the 
bars and by propt,> r r egulating of the temperatu re of the 
softening furnac e. 

.-\ s the proportion of the hard surface from drawing is at 
best a rather delicate operation, careless handling, uneven 
welding of the rods and unequal temperature of the wire 
while passing through the dies will all produce noticeable 
e ffect s in the quality of the finished wi re, so that care 
throughout the mill is absolutely necessary for the best 
result s. 

It therefore appears that the most effic ient wire must 
possess not only high conductivity, but the maximum torsion 
and tensile strength possible in commercial copper and 
that to obtain thi s it i.~ necessary first to use high-grade 
copper and to prevent an excess of cuprous oxide entering 
it at anv stage of the manufacture, and., secondly, to select 
as perfect bars as possible and to observe extreme care in 

every treatment th rough which they pass. The question at 
once a ri ses : Ca n such wire be purchased at a commercial 
price? The ·writer must admit that thi s high-grade wire 
ca nnot be obtained at the ordinary market price, but re
quires the payment of a premium of ;½ cent per pound. 
To produce wire of this grade consistently the wire manu
fac turer must use the higher priced Lake copper and ob
serve unusual care in its treatment so that he is justified 
in demanding a higher price. Experience in the use of this 
wire has shown conclusively that it is well worth the addi
tional cost. 

Table II gives the result s obtained upon r3 consecutive 
miles of trolley wi re made from selected bars of Lake 
copper. The tes ts were made upon each mile of the wire 
and the result s show the great uni fo rmity obtainable with 
proper care. It should be said in thi s connection that~-this 
wire was not made as an experiment, but was drawn by 
a certain wi re company as a part of a regular contract. 

The point must be kept clearly in mind, however, that 
even the best of wire is of little value if improperly used, 

T .\JJL E IL- TESTS ON COPPER WIRE 

I >i ame ter 
1':u mber ln . 

I •. •••.. ,. , 0 .363 
2 •. •••... • , n.3b + 
3 .. ,, . , .... 0.363 
-( ... , ..... . 0.363 
S ·. · ...... . 0. 36 3 
b.,., .. , ... 0,363 
, . , . , ..... . 0.363 
8 .. , ...... . n.365 
9 · - - ... .... 0,363 

10 .......... 0.3 63 
I I .. ,, •. • ... 0,363 
12 •••••. .••• 0.363 
13 ... • .. .... 0 • .363 

T o rsion 
Turn5 in 

10 in. (. \verage) 
23½ 
23 ½ 
2 1 ½ 

2+ 
22 ½ 
22-}4 
23½ 

2 2 

T en sil e 
L oad 

Lb. 
5-17 0 
5+9 0 
s +oo 
5+70 
5-tS O 
5500 
5-\ 2 0 
5510 
55 -\ 0 
5+7 0 
5-19 0 
5,;00 
s +s o 

Conductiv
, ity 

P er Cent. 

99 
98.7 
97.8 
98.f: 
97.8 
98.6 
97.!' 
98 .5 
98 
98.8 
98.8 
98.5 
98.7 

and the consumer mm,t 'realize that the same degree of 
care whi ch he insists upon _from the manufacturer is essen
tial in the handling and stringing of the fini shed wire. 

T he study of copper wire and the demands made upon 
it show the great need of a more thorough knowledge of 
thi s material. Owing to the minute quantity of impuritie s 
which exe rt a marked effect upon the qualities of copper, 
a chemical ana lysis is too difficult for technical purposes. 
The iron and steel industry is largely controlled to-day by 
microchemistry, and, in the same way, there is a future 
fo r this same practice in the copper industry. Of first im
portance is the careful working out of the copper-cuprous 
oxide system with the determination of the number of 
phases occurring and the physical properties incident to 
different a lloys. Doubtless much of this information is al
readv in the hands of the copper refiners, but it r emains for 
chen.1ical engineers and che·mists interes ted in industri a l 
materials to verify and compl ete the work for the con
sumer. 

---·•♦·----

JANUARY MEETING OF THE ELECTRIC RAILWAY SHOP 
FOREMEN'S ASSOCIATION 

At the January meeting of the Electric Railway Shop 
Foremen' s Associat ion. held on Jan. 18, at the Plank Road 
Shops of the Publi c Se rvice Railway, matters of organ
ization were taken up before the customary discussions on 
mechanical subjects. The association has broadened its 
scope to take in like classes of men from other companies, 
and hereafter will be known as the Electric Railway Shop 
Foremen 's Association of America. The initiation fee for 
all voting membe rs was fixed at $1 and the monthly dues 
at 50 cents. 

F. P. Maize, traveling inspector, started the mechanical 
discussion by criticising the practice of some shopmen who 
drive a punch through the keyhole of brake-shoe heads. 
He said that this was unnecessary and resulted in loosen
ing the brake shoe. One of the foremen thought that 
looseness was a proof that the shoe was too large. An
other foreman asserted that it was necessary to punch 
through th ~ keyhole to remove burrs. Mr. Maize dis
puted this contention. and after obtaining a head with an 
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old and new shoe from th e shop, proved that the key could 
be driven in simply b_x light hammering. Mr. .!Vfaizc also 
started a talk on limits of brake-shoe wear liy submitting 
a badly worn shoe which he had di scovered in se rvice . 

The talk on journal troubles brought out vari ous theorie s 
for their occurrence. One man helieyed that low hearings 
or bearings of improper size \\"ere principally responsible; 
another had found that hi s j ourn al troubles decrea sed 
when using new clean waste instead of old waste which 
had been resoaked _ but still contained grit ; a third said 
that apparently only one size of journ al box wa s furni shed, 
although two axle diam eters- 3¾ in. and 41/z in.- are 
in use. It was suggested, a lso, that as the Brill No. 27-G 
trucks in service originall y were mack fo r fee d wi ck 
lubrication, waste would not be entirely sat isfac tory until 
the box wa s changed hy breaking out the shelf . 

Mr. F ee ney, represe nting R. E . Da n fo rth , genera l ma n
ager of the Publi c Service Railway Compa ny, read a num
ber of the usual monthly" sta ti st ics comparing the di fferent 
di~i sions. One of th e g rea test improvemen ts shown a s 
the result of previous di scussions was a 25 per cent re
duction in journal troubl es. 

Cear lubrication al so came up fo r attenti on. A number 
of foremen appa rently were un fa mi liar w ith the proper 
application of a new gea r grea se the compa ny is try ing 
out. Mr. Maize expla ined th at when the gears were in 
the shop they were gi ven 5 lb. of grease and that there
a fter they should receive 2 lb. of grease per month , di s
tributing it to a thickness of 1/ 16 in . on both faces nf the 
teeth. As thi s lubricant is hard in cold w_e ather , it mu st 
be heated before applicati on, and th e car should afte rwa rd 
be given a run up and down the ca r house. Probably a 
good deal of the trouble the users exper ienced wa s caused 
by long open-air ex posure of the ca rs, thereby freez ing 
the lubricant. 

Mr. F eeney pointed out to the foremen the desirabi lity 
of examining journal boxes, t ro lley \\"heels, t rolley spin
dles and other parts to see that the shops a re turni ng out 
exactly what is wanted. As long as they suffered in si
lence they could hardly expect the shop to know what 
troubles to correct. 

Mr. Ricker ca lled a ttent ion to the inaccurate reports 
turned in by crews relative to the conditi on of their cars, 
some apparently signing in "O. K ." because they either 
could not or would not spell out th e names of the par ts. H e 
suggested that every car be furni shed with a record card 
li sting various car part s fo r 0 . K., or otherwise, by the 
crews. Such cards should be handed to the proper official 
when the car is turned in a nd be accessible to the shop 
foremen whenever necessary. Thi s would be much bet
ter than a book record, which often is incomplete. Mr. 
Ricker's suggestion met with the approval of most of the 
members. The meeting concluded with a ta lk on sand
boxes and trolley wheels. 

---◄-+·----

TRANSFER CRUSADE IN CHICAGO 
Since the article was prepared on the crusade against the 

ill egal use of transfers in Chicago, which was printed in 
tl1e ELECTRIC RAILWAY JOURNAL for Jan. 2, 1909, page 
26, a large number of additional arrests have been made, 
bringing the total up to more than 300. Through a' typo
graphical error in the article in questi on the abu se of the 
privilege was exaggerated. One sentence was made to 
read, "The misuse of hundreds of thousands of transfer 
tickets every day then ·seemed to become an important 
item." This should have read " hundreds or thousands." 

ADDRESS OF RETIRING PRESIDENT OF THE CENTRAL 
ELECTRIC RAILWAY ASSOCIATION 

BY F. n. CA RP E N TE !< , (; EN ER ,\L MA N .\CER, WESTEH N 01-IIO 

RAILW A Y 

lt has been my plea su re to preside over th e meetings of 
thi s associat ion for the pas t year and in so doing it has 
bee n my g reat des ire to be abl e to note a t the close of the 
year some substant ia l progress fo r the fut ure welfare of our 
associat ion. T he third year of the h istory of the Central 
El ect ri c Rail way Associat ion has just passed and we are 
at the close of the fi r st yea r 's hi story of our adopted Cen
tral E lec tri c Traffic A ssocia tion. T hi s tra ffi c association 
came to us with nothing but a name and the work of the 
year ha s of necessity been along the lines of fi nance. It is 
with pleasure we arc able to note that all of the -b ill s of 
th e yea r have been pa id and we have a small balance to our 
credi t. 

Your chai rman, with the assistance of the execut ive com
mit tee, has per form ed a most admirable se rvice in prac
ti call v fin ancing the association unti l Dec. 31 , 1909. \,Vith
nut doubt the small amount o f mil eage required to meet 
our additional requirements and supply a sufficient sum to 
meet the naturally increa sing demand upon our treasury 
du r ing the en suing year wi ll soon be subsc ribed. 

T he Central Electri c mi leage book has been pl aced on 
sale and is meeting ,vith much fa vor and th e benefi ts to 
be deriyecl fro m the ta ri ffs th e assoc ia tion is now prepar
ing can hardly be estimated ; wi thou t doubt th e use of the 
ta ri ffs wi ll be great ly a pprec iated and the development o f 
our properti es greatly enhanced. Our chairman has been 
somewhat handicapped in hi s work by reason of the lack 
of knO\vledgc of some companies rela ti ve to detail s of the 
requ irements pla ced upon us by the Interstate Commerce 
Commission and the ya rious Sta te ra ilroad commiss ions. 
T hi s, however,· we will be able to overcome in time, and 
with the continued hea rty co-opera t ion o f our members we 
beli eve we will be abl e to wo rk out to a conclusion manv 
problems that a rc no\\" before the int erurban railway 
prope rti es. 

I t is to some extent ·un fo rtunate that we could not have 
had a lit tle education and practi ce relative to requirement s 
of the new laws that ha ,·e been passed regul ating our 
operati ng and a ccounti ng systems previ ous to th e organi
zation of our assoc iati on whi ch \\"ould have enabled us to 
have passed th rough the yea r much more smoothly and_ 
wi th less fric t ion. 

There are before us many very important problems, the 
solution of which thi s associa_tion, together with other like 
associations, shoul d work harmoniously with the A merican 
Street & Inte rurban Railway A ssocia t ion, among whi ch is 
the standardi zation of equipment. I reg ret very much that 
during th e past year our standardization committee ha s 
not been able to work out to a conclusion some of the 
problems before it. T hese , howe,·er, mav be submitted for 
your consideration during the coming season and I t ru st 
many improvements made. 

Another matter of great importa nce is the securing of 
better rates to interu rban ra ilways fo r handling United 
States mail. Our committee has just entered upon thi s 
work and by co-operating with other simil a r committees 
will without doubt be able to effec t changes in the laws 
relative to compensat ion to be paid that will pro,·e to be of 
great benefit to many interu rban ra ilways. 

\.Vhen I review the ,vork of th e Centra l Freigh t _-\sso
ciation and the Centra l Passenger A ssociat ion of the steam 
railroads and note the possibi lities befo re the similar asso
ciation of the interurban r a ihvays I am more than ever 
impressed with the impor tance of the work of our asso
ciation. Together we a re to formulate and plan the neces
sary devices that will make possibl e the proper development 
o f this great fo rce that moves us. He who makes the g rea t 
success of the enterpri se in which he may be engaged is 
the man who ca n look b~yond and spread upon a n imagina ry 
canvas a structure of hi s completed work, a touch here and 
there bringin g out it s ful ness and beauty , and the inspira
tion caught from thi s is the power that moves him on rn 
vi ctory. Did it ever occur to you that even no\\· capital 
and tal ent have been combi ned and th e man is now spread-
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ing the canvas, t he background . of which we to-day form 
an important part, upon which a structure is to be built, 
more grand and more beautiful than anything that man ever 
yet beheld; where electric trains are to fl ash across the 
continent from ocean to ocean at a rate of speed that has 
hitherto been unknown and where all the power that moves 
this vast sea of vehicles will be generated and distributed 
from one central point ? And not only this, but all current 
used to move every imaginable mechanical device and to 
light every village .and city throughout this broad universe 
wi ll a lso flash along the same wires that move these t ra ins. 
T his does not more than compare with that which has 
t ranspired in the few years that have just passed, for within 
the natural life of a man we have witnessed the t ransfo rma
tion of the Indian trail and village to the macadamed 
streets and flourishing a nd prosperous cities, the develop
ment of the phonograph, the telegraph, the steam engine , 
the telephone and many other wonderful inventions, all of 
which are the fruits of the fertile mind of man. We are 
living in an age of t ransportation, in an age where all the 
ski ll of man is being concentrated on one g reat problem. 
Wonderful results must follow, and I believe I am safe in 
predicting that we are to-day but toys as compared with 
that which wi ll be developed within the next 50 years. 

I thank you one and all most hear tily for the support 
you have g iven me during the past year and I trust the 
coming year will be a ttended with steady onward progress. 

----·♦··-----

THE LUMINOUS ARC HEADLIGHT * 

TIY W. S. CULVER, ENG I NEER, CI NC I NNATI OFFI CE, GENERAL 

ELECTRI C COMPAN Y 

T he li a ht from the luminous a rc comes from the arc 
strea m, a~1d not from the tips of the electrodes, as in the 
older fo rm of arc lamps, and in order to get the greatest 
amount of light from the arc with a given amount of 
energy, it has been found necessary to employ, not elec
tro des of ca rbon as in the olde r arc lamps, but of metals 
or their oxides. S table opera tion, with the g reatest amount 
of light, is secured by the use of a positive electrode of 
pure copper and a negative electrode comp?sed . of mag
netite, t itanium and chromium. The magnetite g ives con
ductivity and color , the t itanium brillia ncy 'and color, and 
the chromium long li fe and steadiness. . . 

One peculiarity of the lun_1inous arc 1s th~t the arc 1s 
more luminous a t the negati ve end, and, with the same 
current the longer the a rc, up to a length where the arc 
become~ unstable the fa rther from the negative electrode 
the lumi nous port ion extends.. O n the other hai~d, if _the 
lenoth of a rc remains the same, but the current 1s vaned, 
the° distance of the luminous portion of the arc from the 
negat ive electrode will vary with the amount . of curre~t. 
It wi ll be understood, of course, that there 1s a certa~n 
relation of current, length of arc and voltage that will 
give the most stable operation with_ the most l\ght. . 

Another peculiarity of the lummous a rc _i s that with 
the posi tive electrode_ abo,'.e and. the . ne&"ativ_e _electrode 
below the maximum mtens1ty of 1llummation ts 1n nearl y 
:a ho;izonta l plane, which makes it ideal f?r headlig~t 
p urposes. A further peculia rity of t~e lummous a rc_ 1s 
t hat if the direction of current flow 1s reversed, makmg 
the copper electrode negative and the magnetite electrode 
positive, there is less light from_ the same amo~nt of cur
rent. Advantage is taken of this feature, as will be later 
explained. . . . . . 

The luminous arc headlight 1s very s1m1lar m appearance 
to the carbon headlio-ht , and consist s of a galvanized sheet 
steel casing about r5° in. in di~meter , 9 ~n. deep, reinforced 
by iron door castings, mak11~g a ng1d st_ructure. The 
mechanism is not of a regulatmg type, but 1s so arranged 
as to strike an arc of a fixed length. With the slow rate 
of consumption of_ the electrodes there are sufficient. inter
ruptions of the cir~ui_t incidental to ~eg_ular op~rat10n _to 
maintain the a rc within safe voltage h m1ts. T his permits 
a simple and rugged construction, suitable for high-speed 
interurban rai lway service. The lamp and reflector are 

* Abstract of paper r ead at meeting of Central Electric Railway Associa
tion, I ndianapolis, Jan. 28, 1909. 

held in place by one wing nut on the back of the casing, and 
can be readily removed for inspection or repair. 

To protect the arc from air which might otherwise get 
between the sections of the glass and the door, two sep
arate panes, with the joints overlapped, are used. This 
slat construction lessens the liability of breakage from ex
treme temperature changes. 

The luminous arc is at the focus of a highly polished 
metal r eflector. The upper electrode is a T-shaped cop
per forging, and as it has a life of 2000 to 3000 hours, 
it may be considered as non-consuming, and as it is sta
tionary, the arc remains in the focus of the reflector. This 
upper electrode is held at the bottom of the draft chimney, 
a nd the natural dra ft keeps the arc burning on the ends of 
the electrodes and carries off the fumes from the elec
trodes. The chimney is covered at the top by a hinged 
shield so designed as to protect the a rc from high winds 
and rain and to make the tube easily accessible for clean
ing wi th a brush furnished for the purpose. The lower 
electrode consists of a sheet-iron tube, ¼ in. x 5 in., filled 
with materials which give the necessary vapor in the arc 
stream to produce an efficient luminous a rc. 

T he headlight not only illuminates the track for a dis
tance of r200 ft. to r8oo ft. ahead of the car, but the 
width of the beam is very noticeable. The lighting of a 
considerable area each side of the track is found to be of 
great assistance to a motorman in approaching and taking 
curves. I t also is a n additional insurance against collision 
with vehicles, animals or persons approaching the . track. 
If a narrower and farther reaching beam of light is de
sired the headlight can be furnished with a Mangin mir
ror instead of the standard type of reflector. 

T he luminous arc headlight is designed to operate at 75 
volts a nd 4 amp. To take up the difference between the 
line potent ial and a rc potential either a resistance or in
candescent lamps fo r lighting the interior of the car may 
be employed. In this latter case one very satisfact?ry 
combination is a group of r6 32-cp, rro-volt lamps, cons1st
in o- of four series of four lamps each, connected in mul
ti;l e. If more incandescent lamps a re desired, 32 r6-cp 
lamps may be used, in eight series of four lamps each, con
nected in multiple. T hese incandescent lamps may be kept 
burning when the headlight is removed by substitu!ing a 
resistance wired up to a pair of two-way snap switches, 
one placed at each end of the ca r. T his ~rrang~ment p_er
mits the headlight to be turned on or off without mterfenng 
with the incandescent lamps. 

T o take advantage of the reduction of light with re
yer sed current , the feature already me ntioned, a reversing 
switch may be supplied, by means of which the light can 
be dimmed when required for certain sections of the ro~te. 
The dimming due to the current reve rsal can be earned 
sti ll fur ther by a slight reduction of the current. If too 
g reat a r eduction of light by t_his method of revers~! an_d 
low current is attempted, a pomt of unstable operation 1s 
reached so that where extreme reduction of light is re
quired ~n incandescent lamp should be mounted in front 
of the reflector. T he headlight may be so adjusted that 
sati sfactory ope ration will be obt~ined with a widely v~r)'.
in o- line voltao-e although there 1s, of course, a low hm1t 
of°line voltag~ below whi ch operation will be unsatisf~c
to ry. T his limit is lower with the normal arc than with 
the arc reversed and the extra resistance in circuit. If un
usually low voltage points exist, it may be necessary to 
carry a somewhat shorte r arc than usual. 

The advantages of the luminous arc headlight may be 
summed up as follows: . . . 

The higher efficiency of the lummous arc, g1vmg quan-
t ity and quality of illumination. . . 

Arc maintained at focus of reflector, msunng permanent 
direction of r ays. . . . 

No enclosing globe used, thereby ehmmatmg greatest 
expense of enclosed headlight maintenance. 

Long life of electrodes, 2000 to 3000 hours for ?PP<:r, 
50 to 75 hours for lower, showing a further reduct10n m 
operating expense. . . 

Available means of quickly and effectually dimm11;1g !he 
light-either by reversal of the arc or by the substitut10n 
of an incandescent lamp. 

Simple and exceedingly strong mechanism. 
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REPORT OF THE BOSTON TRANSIT COMMISSION 

The fourteenth annual report of the Boston Transit Com
mission covering the fiscal year ending June 30, 1908, ha s 
been made public. It deals with the final work which was 
necessary to complete th e Washington Street tunnel, the 
advertising privileges therein, takings of real estate and 
·settlements for it, and the prospective connection between 
the East Boston tunnel and the Tremont Street subway. 
The commission is now proceeding to make provision for 
this connection according to law. 

The toll receipts in the East Boston tunnel amounted to 
$111,821 for the year, exclusive of the cost of collection at 
ticket offices, which came to $18,118, including wages, cost 
of exit tickets , cost of entrance tickets, power for light
ing and heating, cost of necessary accounting, proportion 
of indemnity insurance premiums on bonds of collectors, 
toll collectors and ticket sellers. The Boston Elevated Rail
way paid $51,371 in rentals in the year 1907, or three
eighths of one per cent of its gross receipts for one year. 

The commission outlines the plans which have been con
sidered by it in connection with the location of the River
bank subway in Boston, authorized by the Act of 1907. 
Under the terms of the act the construction of this sub
way does not have to be begun before a year has elapsed 
after the opening of the Washington Street tunnel, except 
by agreement between the Boston Elevated Railway and 
the commission. The commission feels that this work 
should be undertaken, but the railway company does not 
consider it advisable at present in view of the expendi
tures to which the company is already committed and the 
need of studying the. effect of the opening of the Wash
ington Street tunnel upon the Boylston Street traffic. 

The commission has expended a total of about $16,000,000 
on the Tremont Street subway, East Boston tunnel, Charles
town bridge, East Boston and \Vashington Street tunnel s 
a nd investigations. 

The ' report of Howard A. Carson, chief engineer , di s
cusses the final construction work on the Washington Street 
tunnel, alterations of the Tremont Street subway, the effect 
of street irregularities on the tunnel and its approaches, 
the design of shelters, progress of work and studies of prob
able noise and vibration in buildings from the \Vashington 
Street tunnel. As a considerable portion of the \Vashing
ton Street tunnel lies directly under private buildings ex
perimental study was given to the question of preventing 
annoyance to the occupants by sound and other vibrations 
caused by the running of trains. Among the means thought 
of were: (a) Building the track on separate foundations, 
like piles or piers, passing through the invert or floor of 
the tunnel and having little or no connection with the floor; 
( b) substituting for the ordinary stone ballast some other 
support for the track itself, such as concrete made with 
Portland cement or with asphaltic material. Consultation 
on this general subject was had with A. Malleck, who had 
made a careful study of vibrations in buildings near the 
Central London Railway; Prof. C. R. Cross, of the Massa
chusetts Institute of Technology, and Prof. G. W. Pierce, of 
Harvard University. Mr. Malleck did not expect any 
benefit from either plan; in his opinion relief would be 
expected almost entirely from having the weight of the 
trains as far as practicable borne on springs. When 
trouble occurred on the Central London R ailway the non
spring-carried load of the locomotives there used amounted 
to about 8 tons per wheel, while on the motor cars oper
ated by the Boston Elevated Railway in the Washington 

Street tunnel the maximum non-spring-borne load is about 
I .5 tons per wheel. 

Among other e~periments a radial truck was used with 
a non-spring-borne load revolved by an electric motor on 
a circular rail, the latter having forms of support as men-

' tioned above. Experiments were also made with standard 
cars running on about 200 ft. of track. The relative effects 
of vari ous experiments were measured directly with the 
ear and also by observing with a telescope with cross wires 
the movements of an image on a surface of mercury. The 
information secured indicated that sounds or sensible vibra
tions coming from the tunnel were much less likely to be 
noticed than vibrations caused by teams and cars on the 
sur face of the street. It also appeared that the support of 
ties by ordinary stone ballast was practically as good as 
any form tried, and accordingly that method has been used 
in a ll parts of the tunnel. The full report of the commis
sion on "Street Traffic," made to the Legislature of 1908, 
is included in the appendix. 

HEARINGS ON CAR DESTINATION SIGNS BEFORE THE 
PUBLIC SERVICE COMMISSION 

O n Jan. 14 a hearing was held before Commissioner 
John E. Eustis, of the Public Service Commission, on the 
lack of adequate signs in the New York subway trains. 
At present the different classes of trains are indicated only 
by colored lights on the front end and by destination signs 
in the corners of alternate cars. The complainants were 
the rapid transit committee of one hundred, represented 
by J. A. Hodge, and the New York City Federation of 
\Vomen's Clubs, represented by Mrs. D. F. Cartright. Mr. 
Hodge suggested a high illuminated destination sign of 1-ft. 
letters at the front of each car, illuminated station indi
cators at the ends, readable from the inside of the car, 
and a car placard bearing a city map, with the stations 
indicated thereon. Mrs. Cartright made substantially the 
same suggestions, and added that some form of bridging 
should be used to cover the gaps between car and station 
platforms at curves. The hearing was then adjourned 
until Jan. 22 to give the Inter borough Rapid Transit Com
pany the opportunity to reply to these suggestions. " 

At this second hearing the railway company was repre
sented by Frank Hedley, vice-president and general man
ager. Mr. Hedley referred to the practice of having the 
two principal classes of express trains stop opposite appro
priate signs on the platforms for the convenience of the 
passengers, but admitted that it was difficult for the mo
torman always to make these stops accurately. Recently 
the company had, determined that passengers would be ma
terially aided if every car had a destination sign in diag
onal corners. These signs are to be of metal, and all will 
be installed in about three months. The company had also 
considered the desirability of placing a map in every sta
tion, as well as a colored sign explaining the train light 
markers. At present only employees are furnished with 
cards explaining the markers. Mr. Hedley objected to 
movable station indicators because of their complexity, 
especially in the case of the subway. It was true that the 
guards did not always speak distinctly, but the company 
was doing its best to train the men to do better, and has 
an inspection system for this purpose. He thought it would 
be obj ectionable to have interior signs, as then the pas
sengers might get into the habit of not seeking the proper 
sign until they were in the car. 
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AftNUAL MEETING OF THE NORTHWESTERN ELEC
TRICAL ASSOCIATION 

The seventeenth annual meeting of the Northwestern 
Electr ical Association was held in Milwaukee on Jan . 20 

and 21, 1909. The morning session of the first day was' 
devoted to routine business. A committee report was pre
sented which was adverse to the proposed consolidation of 
the \Visconsin Electric & Interurban Railway Association 
with the Northwestern Electrical Association. 

A subject of most vital interest t~ the railways, light
ing companies and other public utilities of \Visconsin, 
namely, operation under the regulation of a commission, 
was freely discussed by members representing companies 
widely scattered throughout the State and furnishing many 
kinds of service. The present commission and its methods 
of regulation and inspection were highly complimented. It 
was stated that the rulings of the commission had been 
conservative and fair and that the public utilities were in 
far better shape as regards finance s and general stability 
than ever before. Rumors had been current that certain 
groups of politicians, wi shing to make capital before elec
tion. had announced that they would foste r a change in 
the present plan of regulation and suggest that each munic
ipality have a local commission. The weaknesses of such 
a plan are apparent and it was thought obvious that such 
a method would find few supporters outside of the poli
ticians of lesse r caliber. The principal reason why any 
material change in the present plans would be very doubt
ful of acceptance is that the public utilities which have 
made a study of the exi sting la ws creating the \Visconsin 
Railroad Commission are sati sfi ed with the present method 
of control and regulation . 

At the afternoon session of the first day the following 
papers were read: " Series Tungsten Lighting," by H. 
Schroeder . General E lectric Company ; ''The Commercia l 
Development of the Tungsten Lamp." by S. E. Doane , 
National Electric Lamp Association; " Keeping Track of 
Supplies and Handling th e Contracting End of the Busi
ness,' ' by Ludwig Kemper , Albert Lea, Minn. 

Thursday morning, through the courtesy of the Alli s
Chalmers Company, about 50 members of the association 
and their guests were entertained with a trip through the 
large works of that company at \Vest Alli s. 

The afternoon session was devoted to a general discus
sion of the regulation of service by the commission. This 
subject was introduced by F. A. Vaughn, electrical engi
neer, lighting department, The Milwaukee Electric Railway 
& Light Company, who presented a paper on "The Control 
of the Adequacy of Electric Service." In this paper Mr. 
Vaughn included a detailed discussion of the Milwaukee 
company's methods of handling the inspection and replace
ment of light and power current meters. Suggestions were 
made as to possible improvement in the instructions issued 
by the commission and a complete set of the meter blanks 
used by the Milwaukee company formed a part of the 
printed papers which were distributed. 

Prof. B. H. Meyer, chairman of the ·wisconsin Railroad 
Commission, addressed the convention at length and 
strongly impressed upon the minds of the delegates that it 
was the desire and ambition of the present commission to 
fulfil with absolute impartiality the instructions of the law 
creating that commission. Professor Meyer discussed in 
detail the relations which existed by virtue of law between 
the public utilities companies and the commission. It was 
intimated that the time would soon come when the com-

mission would call for a meeting of all the public utilities 
companies within the State for the purpose of discussing 
the basis fo r a sliding scale of rates. The scale would 
undertake to lower the rates in a way compatible with the 
increase in the efficiency of a plant, brought about by im
provement in operating methods and extension of service. 
It was stated that the ideal condition of affairs would exist 
when the value placed upon a property for taxation pur
poses should equal the value on which rates . were based. 
However, the present discrepa_ncy in these values is not 
necessarily unjust because of the hazard in the operation 
of public utilities. 

C. N. Duffy, comptroller of The Milwaukee Electric Rail
way & Light Company, made a strong plea for the accept
ance of the classification of accounts as promulgated by 
the Wisconsi11 commission and explained that these ac
counts were of the utmost value to small properties which 
heretofore had not had available so close an analysis of 
their operating methods that they could be administert d 
effici ent ly. 

Following the close of the second day' s session about 90 

members and guests of the association banqueted at the 
Pfi ster Hotel and listened to interesting addresses by Pro
fessor :Meyer, chairman of the Wisconsin Railroad Com
mission; John I. Beggs, president of The Milwaukee Elec
tric Railway & Light Company ; Neil Brown, president of 
the \Yausau Street Railway, and Franklyn Hobbs, adv erti s
ing special ist. C. N. Duffy presided at the banquet as 
toastmaster. 

Mr. Beggs discussed in characteristic manner the rela
tions existing by vi rtue of law between the public utilities 
compa nies of Wisconsin and the State commission. H e 
asserted that the publ ic utilities companies of the State are 
now in a more secure condition and are more substanti al as 
financial undertakings than they ever have been before. 
The State had offered the public utiliti es companies an op
portunity to obtain "indete rminate franchi ses," giving each 
a monopoly in its class of service within a limi ted district. 
Basing hi s arguments upon his broad experience and call
ing attention to the conditions of the indeterminate fran
chise Mr. Beggs strongly emphasized the necessity for 
laying aside surpluses that would in the future take care of 
the loss of value of a property by reason of the obsoles
cence of the parts composing that property. U nder the pro
visions of an indeterminate franchi se th e municipality is 
permitted to take over a public-service property at its exist
ing value, and so if the property has not laid as ide a fund 
to balance the ea rlier expenditures for parts obsolete at 
the time of the taking over of th e property there must be 
a loss. Only by the setting up of such surpluses could thi s 
loss by reason of obsolescence be taken care of and the 
interests of the . investors upheld. 

T he following officers of the association were elected for 
the coming year: President, E rnest Gonzenbach, general 
manager, Sheboygan Light, Power & Railway Company, 
Sheboygan, \Vis.; first vice-president, George B. Wheeler, 
general manager, Chippewa Valley Railway, Light & Power 
Company, Eau Clair, Wis.; second vice-president, Roger 
Kimball, general manager, Kenosha Gas & Electric Com
pany, Kenosha, \Vis.; secretary and treasurer, James G. 
Allen, secretary and treasurer, Equitable Electric Com
pany, Lake Geneva, Wis. 

----♦·----
T he Hungarian Minister of Commerce is said to have 

recently stated that during the coming year the entire 
railway system of Budapest will be electrified. 

• 
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AN AUTOMATIC CAR VENTILATOR 
T he accompanying engravings illustrate the construc

t ion and ope rati on of the P erry venti la tor. The peculiar 
construction of this device causes fre sh a ir to Le forced 
into the car at one end of the venti lator and fou l air to be 
exhausted from th e same ventilato r at th e other end while 
the car is running. As will be seen from the line engrav
ing, the venti lator is made up of a ser ies of curved metal 

Sectional View of Ventilator 

slats which are bent over 
at their inner edges to 
fo rm longitudinal defl ec
to r plates. F resh air is 
entrained between the 
curved outer slats and 
pa ~ses in and ove r the de
fl ector slats. A ll snow, 
rain, cinders and dirt ca r 
ri ed in with the a ir is 
depositeci under the cle
tkctor slat s before th e a ir 
passes into the ca r. Dirt 
collect ing under th e de
fl ector slats 1s carried 
along to the end of the 
,·entilator and ejected past 

the curved encl plate. \\'hen the ca r is in motion a 
strong current of air passes along under the deflector 
slats and creates a sucti on ove r the deflector slats at 
the front end of the ventilato r. It is claimed that 
the air in a car fitt ed with these vent ilators in th e monitor 
deck in which all passengers a rc smoking; is kept fr esh 
and pure enough to pass any reasonable ai r test. The 

Exterior View of Ventilator 

ventilators are made to fit any space and a re easily in
stalled. They are built of heavy plate and do not require 
any large expenditure for maintenance or repairs. Large 
numbers of them hav e recently been applied to the cars 
of the Boston Elevated Railway Company, Hudson Com
panies and the New Orleans Railway & Light Company. 
T hey are made by the P erry Vent ilator Company, New 
Bedford, Mass. 

----•♦·-----

MOTOR TRIPPING DEVICE 
An automatic device for throwing the pinion of a rail

way motor out of mesh with the gea r when there is dan
ger of the armature rubbing on the pole piece from worn 
bearings has recently been placed on the market by the 
Herath & Hultman Manufacturing & Equipment Company, 
of Schenectady, N. Y., and is illu st rated in the accompany
ing diagrams. The linings of the axle bearings of the mo
tor are eccentric, so that when they are revolved from 
left to right as shown in the diagram, the distance be
tween the axle and the armatu re shaft is increased suf
ficiently to throw the pinion and gear out of engagement. 

The movement is effec ted by a spring which is held ex
tended by a toggle wh en in operation, but which can he 
tripped by the solenoid. The solenoid is located on the 
motor casing midway between the Learings, so that it can 
operate both pairs by a cross-bar. The solenoid is actu
ated by the trolley cu rrent when it is th rown into service 
by the automatic relay, which operates when the armature 
1s 111 danger of destruct ion from worn bearings. 

Application of Motor Tripping Device to Truck 

As the depth of a standard tooth is only 9 1 16 in. , it has 
been found that the maximum movem ent required is there
fore less than an inch, so that no change is required in 
the gea r case. It will also be noti ced that there is an 
adjustable screw at the end of the sole noid plunger. By 
this plunger all lost motion caused by the wear of the 
pinion and gear is taken up in the eccent ric bearing. 

As shown in th e diagram, a contact piece or brush ex
tending the entire length of the armature shaf t is carried 
wi thin the lower part of the motor frame and in a ver
tical position so as to make contact with the band wires 
before the a rmature has an opportunity to sc rape on the 
pole pieces. Conta ct of any part of the armature with 
this brush will open the ci rcuit breaker and close the cir
cuit of the relay. This trips the solenoid which is in seri e,; 
with the circuit breaker, opens the toggle which normalh· 
holds the axle bearing in position, and a llows the axl·e 
bearing to revolve. Thus the short-circuit instantly di s
connects the motor mechanically and elect rically. When 
the motor is once tripped it is dead mechanically and elec
trically, and requires no further attention °until it is re
placed in its proper position at the car house. 

The explanation given describes the ac tion of the trip
ping device from worn bearings, but it will be understood 
that it will a lso act whenever the circuit breaker opens. 
In this way it disconnects the motor with equal prompt
ness in case of grounding or a rcing, or if any short-circuit 
occurs Letween the fi eld and the a rmature, or if a bafl cl 
wi re becomes loose or tangled. 

T he weight of the device is from 30 to 50 lb., and the 
company cla ims that it can be installed for from one-half 
to one- fourth the cost of any serious repair to the arma
ture winding. It can be used with practically any type o f 
motor on the market except one or two of the latest de
signs. With these it is only necessary to increase the diam
eter of the axle bearings about Ys in. 

T he company has had a motor equipped with the device 
in operation in Schenectady, and is planning to equip a 
two-motor car for demonstration purposes in other cities. 
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CAR EQUIPMENT FUSE BOX 

To meet the demand for a fuse box suitable for car 
equipments not exceeding 200 hp, the General Electric 
Company has developed the MA-13 magnetic blowout cop
per ribbon fuse box illustrated in the accompanying cut. 
Over 10,000 of these boxes are now in use by a large num
ber of electric railway companies. 

The sides, top and back of the box are molded in one 
piece of a durable insulating material composed largely 
of asbestos. T his will not soften and lose its shape under 
heat. A shield at the base of the chute renders the most 
severe arc practically invisible. This shield is not, how
ever essential to sa ti sfactory operation, and if desired can 
be removed. 

T he copper ribbon fus e is clamped at the ends by wedge
shaped blocks, which are drawn into place with hand
screws to exert a powerful pressure on the fuse and 
insure good contact. Ready access to the fuse is obtained 
by dropping the hinged cover of the box, which is nor
mally held closed by a convenient latch. Replacing a fus e, 
therefore, is a very simple matter, a few turns of the hand
screw, the grips of which are made large for ease 111 

manipulation, being sufficient to free or bind it in place. 
A feature of this fuse box is the peculiar form of 

magnetic blowout employed. Unlike the ordinary method 
of obtaining a magnetic field , no coil is used, the flux 
set up about the fuse as a conductor alone producing the 
field. The blowout is obtained by an arrangement of soft 
iron plates or poles built in the cover and the back of the 
box, which, being brought together at the hinges, distribute 
the magnetic lines to the best advantage. 

For attaching the fuse box to the car two malleable 
iron feet, one at each end, are substantially fixed to it. 
Holes for ,½ -in. bolts or lag scre,vs are provided for car
rying it from the car beams or sills. These feet can be 
readily removed if desired, and the holes used for holding 
th.em to the box can be utilized for attaching the box to 
the car. The re lative advantages of the two methods of 

• 
Car Equipment Fuse Box 

carrying depend largely upon the place available for the 
installation of the fuse box. The feet admit of its being 
placed in a hanging position, while without them it can be 
clamped against a support at its back by the use of spacing 
cleats. 

The terminal blocks are provided with tapered holes for 
receiving corresponding sleeves, which are to be soldered 
to the ends of the entering cables. The sleeves are drawn 
tightly into place by nuts secured by lock washers. 

THE HEL !ER-SKELTER 

A well-constructed and artistically designed helter-skel
ter is an amusement device which can be relied upon to 
amuse both onlookers and partakers. It is perfectly safe, 
and can be built for so little that it is frequently a free 
attraction in the larger parks which charge admission at 
the gate. As a pay attraction it has been found very 
profitable at the minimum fee of 5 cents. The popularity 
of this form of riding device has led the L. A. Thompson 

·r:. i\ 
i ~ - . 

An Artistic Helter-Skelter 

Scenic Railway Company, of New York, to give it the 
artistic treatment and variety it dese rves. One possibility 
is shown in the accompanying cut, which illustrates a moun
tain effect with several tunnels. The experience of this 
company in building sce nic railways naturally is of valu
able aid in the construction of helter-skelters at reason
able cost for different-sized parks. The expense for main
tenance and power is very little. In fact, a 5-hp slow-speed 
motor suffices to carry 1200 people an hour. The company 
is prepared to build these devices complete or sell the 
plans and operating equipment. 

---·•·♦··----

PROGRESS OF THE CIRCLE SWING 

The Novelty Machine Company, of New York, took over 
the business of the Traver Circle Swing Company more 
than a year ago. It has continued to build and operate 
these swings and improved their construction considerably 
in the past year. Many railways operating in cities of less 
than 4 0,000 could not afford to buy a new swing, but since 
several city parks recently have been cut up into city lots 
a few machines have been made available at lower figures. 
These used swings have since been re-erected and re
painted in high-class operating condition. They should 
serve well in every particular, while costing about one-half 
the price of a new circle swing. As the parts are com
posed of steel, these plants should last for 15 or 20 years. 
After a circle swing has been used in one park for four 
or five seasons it can be disposed of to good advantage 
elsewhere, if desired. Instead of the expensive illuminated 
tower which some parks have adopted, the swing can be 
given a central location and serve for lighting a park 
better than a tower, because its electrical effects are more 
beautiful and possess the additional feature of lights in 
motion. 

The export business of swings is constantly growing, 
and this year the first shipment will go to South America 
and to the Philippine Islands. The first circle swing in 
Spain was installed by a street railway company. Per-
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haps its introduction will result in a general adoption of 
the amusement park idea in connection with Spanish and 
South American street ra ilways. 

- --.. ♦·----

THE RACING DIPS 

According to Frederick Ingersoll , of the Ingersoll Engi
neering & Constructing Company, Pittsburg, financial fail 
ure of summer parks in a major ity of instances is la rgely 
due to the lack of earning capaci ty. T he most careful in
vestigation of the summer amusement business, not from 
casual observation, but from accurate da ily reports and a 
thorough study of results, will reveal the correctness of 
this conclusion. If a man vis its h is ta ilor and finds the 
tailor busy, he returns another day. But in the amusement 
business each day's business has to be reckoned by itsel f. 
One dollar lost to-day is never made up and is never re
gained. A prospective attendant at a park show, or a 
prospecti ve rider on a park device who loses tha t desire 
to ride upon a device or to attend a show is lost forever. 
A new desire in that same patron is " new business." 

Amusement parks are subj ect to wh olly different ele
ments for success than any other form of amusement or 
entertainment. The park's rece ipts a re acquired in ni ckels 

To solve th is problem, M r. Ingersoll , assisted by his chief 
engineer , J . A. Mi ller, has dev ised a new a tt raction, call ed 
the Racing Dips, which is being put on the market by the 
Ingersoll Engineering & Constructing Company. With the 
raci ng dips it is possible to haul fares amounting to $500 an 
hour with ease and sa fety. Instead of the old-style coaster 
car, a modern three-sea ted car is used, and these cars are 
operated in t rains of three cars each . T his g ives a seat
ing capaci ty of 18 passengers to each tra in, a nd as two 
trains can be forwarded from the loading station every 
2 0 seconds, it is easy to calculate the receipts fo r an even
ing. 

T he raci ng dips was insta lled a t an Ingersoll park last 
summer, and proved such a success that the Ingersoll com
pany has been awarded a host of contracts to a lter old
fashioned coasters and scenic railways into raci ng dips. 
Construction was begun on a large racing dips at W hite 
City, Chicago, Jan. r , th is year , to cost $75,000, a nd an 
equally elaborate one is to be installed a t Rive rview Park, 
Chicago, this summer, while raci ng dips already in opera
t ion at l\I t . Clemens, Mich., and H ot Springs, A rk. , and 
other well-known resorts are demonstrating the advantage 
of th is new device over old-style coaste rs with a limited 
earning capacity. 

Crowds Waiting in Line to Patronize Riding Devices 

and dimes, .while a th eater , circus or other fo rm of amuse
ment acquires receipts in bulk. T hese pa rk receipts must 
be acquired in driblets wi thin a short t ime, plac ing the 
park management under a handicap. T he longest period 
of business in any pa rk of the distinctly amusement variety 
is three hours, and most of the parks have but two hours 
or two and one-half hours in which to earn the day's ex
penses and profit s. Allowing for several inclement days 
each week, or each month, the receipts must be proportion
a tely larger each day th an the expenses. 

It is a common sight at any park in any part of the coun
t ry to witness crowds of prospective riders so closely as
sembled about the entrance to a riding device that they 
are uncomfortable, perhaps uncomfortable to a degree 
which prevents them ever again becoming enthusiastic 
enough to enter a similar crush. T he accompanying il
lustration shows such a lack of earning capacity. I n the 
meantime hundreds, and perh aps thousands, of other pa
t rons who might ride on the dev ice i f it were not so un
comfortably crowded are passing the entrance and losing 
their desire to enjoy that same device's novelty and exhil
a ration. 

On the racing dips two tra ins a re sta rted from the same 
platform at the same instant, and are shot forwa rd at ex
citing speed in a sensational race along parallel tracks. 
F irst one car is ahead by reason of the advantage of an 
inside t rack a t a curve, then the other car is ahead a t the 
next curve. T his order is reve rsed six times in one trip , 
alternately increasing the excitement in each earful of 
people. Few park visitors in search of diversion can re
sist these r ides with an element of chance a nd a tinge of 
real "sport" in them. With two trains fill ed with merry 
pleasure seekers shouting gleefully to each other , holding 
onto the sides of the cars for dear life and fa irly · fl ying 
up and down hill at te r r ific speed, racing merrily along side 
by side, they have reached the pinacle of outdoor fu n. 
W hen, fina lly, the cars da sh into the loading station again, 
a lmost at the same instant, the occupants of the car are 
sufficiently enthused ove r the trip to want to remain 
aboa rd for another flying trip around the course. 

Instead of antiquated light wheel and maple track, the 
racing dips is constructed wi th iron rai lroad tracks, and 
the cars a re equipped with flanged whee1s. T he " pickup" is 
so good that the rider is neve r aware when th e car is coast-



204 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 5. 

ing up a dip or being drawn over a.,,,grade by the chain, no 
matter whether the car is picked up at the rate of 20 m.p.h. 
or 1 111.p.h. The most attractive feature from an operating 
standpoint is the fact that 'the cars are controlled by brakes 
along the track, instead of the customary brakes upon 
cars. The entire system is controlled by one brakeman 
from one station. The whole system of trains can be 
stopped at once, no matter where the cars are along the 
tracks, or any one train can be stopped or its speed slack
ened at any time. By doing away with brakemen on each 
train that many chances of danger are eliminated, for 
while it is sometimes impossible to find a skilled brake
man for every train operated on any device, it is always 
possible to have one clever brakeman on duty to control 
the system. 

----·♦·----

COURT DECLARES OWNERS NOT RESPONSIBLE FOR 
INJURIES TO PASSENGERS ON SCENIC RAILWAYS 

E lectri c ra ilway companies and others operating parks 
containing special riding devices such as scenic ra ilways 
wi ll be much interested in a decision on thi s subject handed 
down in New York on J an. 22, by the Appellate Division 
of the Supreme Court. T he ruling of the court was to 
the effect that any person who takes the th ri lling and un
usual forms of amusement of the type g iven by these de
vices does so at his or her own ri sk, and cannot expect to 
recover damages fo r injuries. This question came up in 
the suit of Mrs. P hcebe Lumden agai nst a scenic rai lway 
company for $10,000 for injuries received when she was 
thrown out of a car as it plunged down an incline in the 
sceni c route. In the lower court the plaintiff receiyed a 
verdi ct of $3,000. The Appellate Division reversed the 
judgment on the appeal of the defendant and ordered a new 
trial. In the decision Justice Ingraham says: 

"The attractiveness of these appli ances depends solely 
on the sensation that the rapid change of speed gives to 
the persons usi ng the appliances. T here is necessarily a 
lurch or j erk as the car descends the incline, and there is 
noth ing to· show that the lurch or j erk that happened when 
the plaintiff fe ll wa s unusual or that it was anything more 
than must have been anti cipated "by any one using the ap

pliance. 
"It seems to me that the accident was the result of one 

of the dangers that the plainti ff hacl been warned against 
and the existence of which was the attracti on which in
duced her to ta ke the ride and was a ri sk she assumed in 
undertaki ng it." 

---◄·♦·----

NOTES ON PARK ATTRACTIONS AND AGENCIES 

A few years ago the big theatrical vaudeville agencies 
paid but small attention to summer park theaters. As sum
mer parks were laid out on more elaborate scale, larger 
theaters constructed and consequently better talent required, 
these agencies began to realize that there were large pos
sibilities in this new field. Especially was this true as the 
summer park theater business comes at a season of the 
yea r when most city theaters are closed. The accompany
ing notes on· some of the plans of the park amusement 
compani es during the coming season may be of interest. 

The United Booking Offices, New York, the largest the
atrical vaudeville booking agency in the United States, is 
anticipating an active season. Among the parks booked by 
these offices may be mentioned : Celeron Park, . Jamestown. 

N. Y.; Henderson's Music Hall, Coney Island; Idora Park, 
Youngstown, Ohio; Sacandaga Park, Gloversville, N. Y.; 
Rock Springs Park, East L_iverpool, Ohio; Farm Theater, 
Toledo, Ohio; Fairview Park, Dayton, Ohio; Cascade 
Park, N ewcastle, Pa.; Valley Theater, Syracuse, N. Y.; 
Electric Park, Passaic, N. J.; Union Lake Park, Millville, 
N. J.; Four-Mile Creek Park, Erie, Pa.; Orange Park, 
.Newburgh, N. Y.; Oakford Park, Greensburgh, Pa.; Olym
pia Park, McKeesport, Pa. This agency controls exclu
sively more than 2000 standard acts, costing from $50 to 
$200 per week each. Variety is therefore assured. During 
the dull summer season many of the best vaudeville actors 
are willing to play in summer parks at greatly reduced 
prices; contracts are therefore made by the performer s 
wi th the U nited Booking Offices for th~ entire year. Pro~ 
g rams are sent to the park manager at least IO days in 
advance and if any change in the bill is deemed necessary 
it is promptly attended to. The manner of billing the show 
and adverti sing it, order of program, scene and plot are 
a ll prepar ed fo r and sent to the park managers in ample 
ti me to issue success ful preparation and performance. 

The P rudential Vaudeville Exchange, New York, N. Y., 
managed by \V. S. Cleveland, reports increasing apprecia
tion of its vaudeville offerings. In 1906 this company fur
ni shed attractions for only nine parks and six fairs; in 
1907 it booked 23 parks, 12 theaters and 16 fairs; in 1908 
it had the exclusive booking for 18 theaters, 39 parks and . 
43 fairs. For this year, 1909, the exchange will supply . 
approximately 186 parks and fairs and 106 theaters, of 
which 70 per cent are booked exclusively. 

Lampham's Red Hussar Band, an organization which last 
year had a very successful season at Ontario Beach Park, 
near Rochester, N. Y., is now accept_ing bookings for its 
eighth season. The band is accompanied by several soloists, 
including the bandmaster, who is a well-known corneti st. 

Willoughbeach Park, of the Cleveland, Painesville & 
Eastern Railroad Company, will be improved this year by 
the enlargement of some of the buildings. It is expected 
that the capacity of the dance hall will be increased by 
one-third. 

----•♦·----

STATISTICS OF OHIO INTERURBAN ROADS 

T he Railroad Commission of Ohio has issued the totals 
of statistics returned by the electric interurban railroads of 
the State, as shown in their annual reports. The lines 
show an increased business. The following general results 
a re shown: 

COMBINED OPERATING REPORT FOR TRACKAGE I K OHIO 
1908. 

Passenger earnings ...... . .... $ 11,458,51 1 
Freight earnings ... . . . . . . . . . . 754,no 
Other earnings . . . . . . . . . . . . . . . 769,17 5 

Gross earnings ............... $12,982,-1-56 
Operating expenses.... ....... 7,972,36-1- · 

Income from operations. ..... $5, 013,695 
Deficit fr om operations.. . . . . . 3,603 

*Decrease 

1907. 
$10,920,9 13 

620,981 
714,765 

$12,256,659 
7,403,396 

$4,863,33 -1-
10,071 

CAPITALIZATION, ENTIRE LINE 
1908. 

Common stock ........... $ 108,741,523 
Preferred stock. . . . . . . . . . 27,720, 169 
Total stock.... ..... . .... 136,461,692 
Funded deht outstanding.. 89,308,100 

1907. 
$98,362,678 

l 5.96-1-,225 
r 14,326,903 
82,92 0,000 

GENERAL STATISTICS 

Increase. 
$537, 59 8 

I ~3 ,789 
3+,+IO 

$725, 797 
c;68,968 

$150 ,361 
~6,468 

Increase. 
$ I 0,3 78,845 

l 1,755,944 
22,134,789 
6,388, 100 

1908. 1907. Increase. 
Miles of main track 'operated in Ohio ..... 2,479.71 2,406.12 73.59 
Total miles of track operated in Ohio ...•. 2,79-1-.18 2,646.14 q8.04 
Employees in Ohio....................... 7 ,735 6,952 783 

The 1908 year was concluded on June 30, while the 
previous fiscal year ended April 30. 
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News of Electric Railways 
The Cleveland Traction Situation 

A.t a ca lled meeting of the City Counc il of Cleve land on 
Jan. 20 Mayor Tom L. J o hn son sa id that he was wi lli n()" to 
c~-op_erate with Judg e R. W. Tayler, of th e United St~tes 
I?1stnct Cour~, in regard to a lung-t im e franchise for the 
CleYe lat!d Ra1]wa)'. system along the lin es laid down by 
J1.1;dge 1 ayler 11_1 ht s letters to !he reeeiver s. Mr. Johnson 
still favors t h e idea that the residents of the s uburbs sh ou ld 
pay _mo_re fare t ha n t h e_ people living within the city limit s 
a nd 111d1cated t hat he mig ht insist upon thi s. 

Mr. John son furth er stat ed that he is not altoo·ether sa ti s
fied with th e financia l r eports that have been iss~ed and that 
he does not feel that a ll or th e greater pa rt of t he deficit 
resu lted from operation at a 3-cent fare. H e say s that he 
cannot reach any conclusion until he has had time to 
a nalyze the r ~por t s. H_e promise? that if he_ finds anythin g 
to bear out hts contentions. he wil l prese nt 1t to the r eceiv
ers for eorreeti on b efore a eonelusion is reaehed. 

He a lso disagree d with the r ece ivers as to th e rate of fare 
that would r e,-ult from th e operati(ln of th e systems as th ey 
l~ayc sugges t ed. l 11 t he ca~e of s ix tickets for a quart er. h e 
hgures t hat thl' rate woul d be reduc ed when th e fr;1nehise~ 
0 11 ~um e of t he lin es h aye expired. ~ 

\Vith t he idea of workin g· out a franchise, t h e l\Iayor 
11anwd Judge Tayler, Attorney J ohn G. \i\Thite. City Solicitor 
Newton D. Bake r and hi mself as a eommittee to arrive at a 
conclusion and frame a franehio.e. Frederick H. Goff and 
. .\ttorney D. C. \ i\Tes t enh aver have since been ca ll ed into th e 
consultations. 

O~c_ials of th e· Cleve la nd R ailway Company ar e said to 
be w11l111 g t hat the returns on th e in vestment sha ll be limited 
to 6 per cent , but th ey w ill a lso be ca reful t h at n o act ion 
ta ken by t he city sh all result in leaving th e property in the 
hands of th e rd unicipa l Traction Company. A lth ou gh it is 
understood that the l\Iayor broaehed th e subj ec t of anoth er 
holding compan)'. in on e of the eommit tee meet ings, th e 
results of o perati on under the presen t company make im
probable a return to a ho ldin g company sch eme. 

?IIa)'.or J ohn son exp ressed hi s wi llingness to take the 
y;:tluat1 on of th e property fo und last spring as the basis of 
negotiation s on the fa r e this time. Some of t h e eoun ei lmen 
~uggested that_ the a_mount a ll owed for good-will be dropp ed 
trom the con s1derat1on s, but the l\ Iayor stated that nothincr 
had been add ed for the imp rovements made since that valu a".: 
t ion was fixe d, and that it would not b e fair to insist upon 
,; uc h a reductio n. 

Jn order to sa ti sfy him se lf that eonductors are eoll ee tino
a ll the fares. l\'I ayor J ohn son det ai led employees of th~ 
waterworks department t o act as spotters fo r a few days 
and report to Superint endent Bemis, who acted as expert 
s tatistician during t he former negot iati on s. 

The Cha mb er of Commerc e had taken action toward 
drafting an 01:dinanc e a_long the lin es sµggest ed by Judge 
Tay ler before 1t was dec ided t h at a special committee sh ould 
tak~ the matter . up , but wi ll content it se lf with sugges tions 
until the result of the work being don e is announced. 

Meetings of th e co!11mittee wer e held every day during the 
week ended J an. 23, 111 an eff o r t to reaeh a conclusion at an 
ea rl y date. The court promised to hold the advance in fares 
in abeyanee for a few days in order to asee rtain whether 
there was a possibility of reaching a settlement with th e 
city. If it is fo und that negotiati ons wi ll exte nd over too 
long_ a perio<;!, it is possibl e that t h e cour t wi ll permit the 
receivers to merease the fares to t h e poin t all owed on the 
different lin es. as h e indicated in h eari1w the motion of 
ereditors to that en.cl last week. T h e report of t he rec eivers 
fo r Deeember fo llows: 

Net earnings ....................................... . ..... , . 
Miscellaneous income ....................•...........•..•.... 

j!~~:: in_c_o_1~1~. ~~~s. -~ ~~1~a.t~1~~. ~~~)~:1_s~~:: : : : : : : ~-::::: ::::::::::: 
income Jes,; taxes and operat ing expenses .................... . 

0;:,:1t~e,i"u°C
0t;;,;;.::::::::::::::::::::: ::: :::: : : : : : : : : : : : : : : : 

t1:1v('{ ;idm~;ii{v~/ · ,:;,;t~i: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 
Deficit ...... .. ............................................ . 

$404,459 
319,061 

$84,;50 
-A23,5 44 

$61,206 
40,293 

891 

$20,0 22 

73,378 

$53,35 6 

T hi s brings th e to.t a! defie it for the last qua rt er of t he 
yea r up to $120.816. a nd fo r the entire time the property has 
b een op erat~d by the M~nicipal Traction Company to 
$ 163,851. Thi s latt er figure 1s based up on those given in the 

sta tem en_t s of th e rdu11ic_ipal Traction Company pr e \'inn s tu 
t he appomtment of r ece ive r,,. 

City So li cito_r Bake!" ha s fi led an int ervening petition in 
~ehalf of th e city of C lc veland to th e m o tion m ade by cr ed
itor s t]rnt the fare b e_ adva_nce d tu the figures a llow ed by th e 
franch ises of the varinu~ !m e,,. ,\Ir. Baker states th at unle ss 
th <: court int erv e_n e_s the recei_vers _will s.o int erpret the rcgu
lat1<?ns and 1:es tnct1 0 11 s cont am ed 111 the g rants as to operate 
~gamst th e mt eres t s of th e pe o pl e and in favor of t he cred
!to!·s of t_h e M~mieipal Traction Comp any. He state s that 
1t 1s th e 111t ent10n uf th e reeeiver s to treat the \i\Toodland 
A_venue and W est Side lin es as havin g franehises auth orizing 
l11 gh fares, and eo nt end,, that these franchises have lon u , 
sin ce exp!rcd and c,nly 3 cen ts m ay be charged o n then~. 
The p e t1t1011 ask::, that o nl y such fares shall b e char 0 ed as 
may be auth orized by an int erpr etat ion of the franehise. 

The Municipal Traction Company fi led an answer on 
J :;in. 20 to th e bill of complaint of th e Central Trust Com
pany? New Xork, in which it alleges that th e referendum 
elect10n was illegal because of the condition of som e of the 
vot in g m achines and that th e lease of th e Cleveland R,1il
way properties h as not terminat ed. It deni es that it i-; nn 
long_e'° ent itled to control th e prop er ti es. The company 
admitted, ho_w ~ver, _th e a llegation s r ega rding the ownership 
of all the ongmal Imes by the Cleve land Railway Company 
a nd th e bond issu es for w hi ch it is liab le to th e Central 
Trust Company, but denied t hat th e Cleveland Railway 
Company was at any time the owner of any of th e right s o r 
privi leges of th e Forest City Railway, referr ed to in the 
a_greements of_ April 27, 19_08. l t a lso denies th at th e plain
t iff has any n ghts under its bond for any amount against 
th e property formerly owned by th e Forest City Railway, 
but admits that the mortgage provides for cover in g the 
property th en owned by th e Cleve la nd Electric Railway 
Company and any that it might afterward acquire. 

The answer acknowledges all the agreements made on 
April 27, but asserts that the Cleveland Ra ilway Company 
is n ot ent itl ed to become owner of the property of the 
Forest City Rai lway as a r esult of it s performance of the 
eontract between t h em. 

The company says that of t he authorized eapita l stock of 
$10,000, only $1,000 ha s b een is sued. l t contends. however, 
t hat th e condition s of the lease were unders tood and ,, ign ed 
and t hat the consideration for the u se of the property was 
to b e an am.ount equal to 6 per eent on a valuation of 
$14,675,000. 

Special Master Be lford ha s de layed eonsideration of th e 
claims agai nst the rdunicipal Traetion Company pending 
t h e outcome of the franc hi se negotiations. It is thouo-ht 
t hat if a franchise such as is desired by t he court shoul<l'\e 
g ranted, t h e claims may be arranged satisfactori ly. If not. 
Mr. Belford wi ll proeeed with th e cla ssifieation. 

The Pay-Enter Fare Box Companv h as deliver ed th e 
remainder of th e boxes called for by t·he contraet with the 
M unicipal Traction Company. It h as n ot b een decided 
w h eth er t h ey wi ll be us ed o r not. 

History of the Twin City Rapid Transit Company 

'J~h e Twin City Rap id Transit Company is publi,-l1i11 g 
durmg· t he pre sent month through the medium of full-page 
advertisem ents the hi story of th is company from its b e
g innin g. 35 years ago. up to date . Jn the past two issues 
of th e ELECTRIC RAIL\\'AY JouRNAL abstraets have b ee n pre
sented of the first 11 of these adver ti se m ents. This porti on 
of t h e hi stor y in clu ded the period up to th e electrifi cat ion 
in r890 and the ehange from horse to electric operation. 
An abstraet of t h e additio n al advert isements follows: 

In t h e fa ll of 1892. w hen t h e Minneapolis Stree t R ailway 
!1ad b een e01~p lete l)'. elect: ified. the company anticipated 
mcr ease d ear11111gs with wl11ch to pay off the heavy inde bt
edness necessary for reconstruction and electrifieation. 
T he financia l panic of 1893 a n d t he "bicycle eraz e" so g reat
ly r edueed t h e company's revenues that it w as almost im-
1~os~ible to obtain money with whieh to keep pae e with pub
lic improvements. Just at thi s time the city required the 
rccon struetion of traek that h ad been down but fi ve years. 
This work h ad to be done, however. and it was fo und to he 
a m ost advan tageous time to remove the feeder wires from 
th e poles and place them under groun d. The finances 
were ava ilable for t hi s work only after th e mo st rigid 
econ omi es in ope ration h ad been enforced. 

The 12 yea rs from 1896 to 1908 w ere year s of rapid and 
con stant progress in the growth and development of the 
Minneapolis St reet Railway. Some of the most important 
fea tures of the growth during this period were as fo ll ows: 
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Secon d interurban lin e between M inn eapolis and St. Paul 
completed, giving a continuous ride of 17 miles for IO cents. 
Contract made for IO,ooo hp in water capacity available at 
the site of its steam s ta tion on Third Avenue N. In 1904 
a general office building 80 ft. x 160 ft. three s tories high was 
built. In 1905 several important ext en sion s were made 
including a t hird interurban lin e to St. Pau l, th e extension 
to Ft. Snelling. A 14-mile lin e to Excelsior on the route 
of the "old motor lin e" was built this year and the Minne
apolis & St. Paul Suburban Rai lway operating this line also 
launched a fl eet of nine new boats and purchased four other 
boats to run in conn ec tion w ith the elec tric train s to and 
from Minneapolis. Big I sland Park in Lake Minnetonka 
was equipped that year. The growth of traffic began to 
demand large r cars and it was fo und n ecessary to r ebuild 
practically a ll of the existing lines in Minn eapoli s. It is 
stated that only about 5 per cent of the track in use in 
1896 is now in service. • 

In 1898 t h e company commenced th e manufacture of its 
own cars. The repair shops and manufacturing plant wer e 
located at N ico ll et Avenue and Thirty-first Street, but ulti 
m ately there was a demand for better faci lities, so a tract 
of 60 ac res was purchased in t he Midway district on Uni
vers ity Avenu e and t h e general shops for th e m anufacture 
of cars as well as for all classes of repair work wer e erect
ed. This p lant h as been described in thes e columns. The 
use of th e IO o ld horse car stat ions was graduallj dis
continu ed and three e lectric car stations were established. 
The construction by t h e company of th e cars required for 
its service has grown from a small beginning until now a ll 
the cars in operation in the Twin Cities are manufactur ed 
in the company's s h ops. At th e present time 500 to 550 
skill ed workmen are regu la rl y empl oyed in these sh ops. 

The fifteenth installment of the history of the Twin City 
Rapid Transit Company is a tribute to T h omas Lowry. 

The sixteenth fu ll -p age advertisement bears four illu s
t rat ions and a clea r description of the track and pavin g 
used in Minneapolis. T his construction costs the com
pany $12 per running foot of doub le track, or over $60,000 
per mi le. T h e illu strated description of the trackwork is 
fo llowed by a stor y ab out the power h ouses. 

Alternative Proposition for Sale of Steinway Tunnel 

In a lette r addressed to the Public Se rvi ce Commission 
of the First Di strict of New York on Jan. 20, 1909, Theo
dor e P. S h onts, cha irman of the executive committee of the 
Interborough Rapid Transit Company, New York, signi
fied that his company was willing to amend the original 
proposition made to the commission for t he sale of the 
Steinway tunnel to t h e City of New Y ork, m ention of t h e 
rejection of w hich by the commission was made in the 
ELECTRIC RAILWAY J ouRNAL of Jan. 16. As an a lternative 
to t h e proposition th a t if the city bough t t h e tunnel an 
agreement sh o uld be m ade with the New York & Queens 
County R ailroa d for oper at ing it, l\f r. Shonts new proposes 
that if t he city buys the tunnel the New York & Queens 
County Railway sha ll app ly for a franc hise to oper ate if 
independent of all conditions w hich have heretofore been 
m ade. Mr. Shonts says: 

"The proposition submitted to your h onorabl e commis
s ion by the Interborou gh Rapid Transit Company in Febru
ary, 1908, was the result of months of careful study of the 
situation a nd was decided upon as being the only possible 
p la n by w hich th e City of New York could g ive to the 
people of t he Borough of Queens a 5-cent fare from every 
part of the borough into the heart of Manhattan. 

"The Int erborough Rapid Transit Company recognized 
the right of the people of Queens to ask of the city faci l
iti es w hich would put their borough in a position of fair 
progressive competition with the other parts of the mu
nicipality and was not willing to stand before t h e citizens 
of Queens as opposing any effort by the city t o do for 
Queens as it has done fo r Brooklyn and th e Bronx. The 
company was, therefore, wi lling that the Queen s tunnel 
shou ld b ecome a rapid transit road, to be acquired by the 
city at cost, and was willing to go further and undertake 
operation with an agreement for a single 5-cent fare over 
th e whole Queens County railway surface system. The 
idea of th e oper ating arr angement was that the New York 
& Queens County R ailway wou ld share with t h e city during 
the first few years of operation any losses w hich the city 
might be put to by reason of the tunnel patronage n ot 
being sufficiently great to m eet ,operating expenses and in
terest and sinking fund payments on the bonds issued fo r 
the purchase, and that after the first few years the deve lop
ment of Queens Borough would be so great that th e ci ty's 
annual share of the profits from the rail road a nd tunn el 
traffic would be considerable for a ll tim e to come. 

"If, however, the provi sion to make an op er_ating agr~e
ment with the New York & Qu een s County Railway, which 

was intended as an advantage to the city in case of pur
chase by it, is regarded as a drawback, the owners of the 
tunnel are willing t o sell it to the city at actual cost, as 
outlined in our previous offer under date of Feb. 27, 1908, 
free fr om any condition, or they are prepared to follow the 
suggestion contained in your memorandum of opinion and 
apply under the provisions of the city charter for a fran
c hise. This latter course, however, will involve an inde
pendent operation of the tunnel for an additional 5-cent 
fa re. It was to avoid the contingency of this 5-cent fare 
that our original offer was made." 

New Associate Members of the A. S. & I. R. A. 

Sec~etary Swenson, of th e American Street & Interurban 
Railway Association, reports that between Jan. 12 and 
J a n. 25, 121 applications for associate m embership in the 
assoc iat ion we r e r ece ived a t hi s offic e. Of these new mem
bers, 8r wer e secured by H. H. A dams and J. S. Doyle, of 
New York. The tota l number of associate members of the 
association o n Jan. 25 was 245. A list of the names of 
th ose applying for membership b etween J an. I and Jan. 12 
was publi shed on p age rr3 of the issue of the ELECTRIC 
RAILWAY J ouRNAL for J an . 16. Those applying between 
J a n. 12 and Jan. 25 fo llow: 

Baltimore, Md.-H. A. L eonh ouser. 
Boston, Mass.-F. M. Nellis, Frank J . Stone, L. R. Speare. 
B rightw ood, Mass.-H enry Pearson. 
Brooklyn, N. Y.-T. W. Budden, J. G. Buehler, W. G. 

Clayton. 
Buffalo, N. Y.-F. B. H. Pain e. 
Ca mden, N. J .-J ohn Hanf. 
Ch a rles ton, S. C.-Chas. J. Bendt, Louis Y . Dawson. 
Chyenn e, Wyo.-A. T . Y oung. . 
Chicago, Ill.- \ V. S. Barth o lomew, A. H. Sisson, Forsyth 

Brothers. 
Colu mbus. Ohio.-J. L. Bone. 
Cornin g, N. Y.-Fred C. Cameron. 
Dayton , O hio.-D. L. Paulis. 
Detroit, l\l ich.-T. J . Lawlor. . 
E lizabeth, N. J .-T. S. Adam s. F. H. Gordon. L. A. Klmg. 
J ersey City, N. J.-P. A. Clerkin . 
Ken n ebunk, Main e.-E. B. Kirk. 
Mah wah. N. J.-F. W. Sargent. 
M ilwauk ee, \1/is.-C. L. J on es. 
Montreal, Can.-A. D oug la:, Gou rd. 
Newark, N. J.-H. V. Brown, Edw. J. Dunne, J . R. Case, 

H. J. K uhn, J ames G. Mowry, Wm. R. Ricker, J ohn L. 
Kane, J ohn J. Murphy, C. R em elius , 1:,. A. Shepard. 

New York N. Y.-A. T. O es t erreich, H. E. Cozzens, 
Azel Ames, G. G. MacCracken. J. S. Mc Whitter, H. P. 
Clarke, E. H. Chapin, S. A. Megeath, F. H. Shepard, Wesley 
Meeteer, H. W. Sheldon, Harry B. Logan, Frank Samuel
son , Jr. , C. B. Beckwith, E. H. Dewson, F. F. Mullaney, 
H. G. Grier, A. V. Porter, 0. C. Gayley, H . W. Brown, 
P. W. Robertson, Joseph Maycock, E. H. Stearn s, F. G. 
Robinson, E. A. Simmons, Ray Morris, J . L. Single, Carl 
Schwartz, E. B. Katte, Percy M. Broth erhood, F. A. Elm
quist Harry E. Baer, W. F. R eeves, C. H . Dorland, C. H. 
Co le: A. F. Old, L. T. Carter, F. W. Gardin.er, C. B. Keyes, 
E. G. Davis, H. C. J ohnston e, 0. C. Remeck e, Thomas 
Farmer, Jr. , S. D. Smith, G. T hyberg, D. E. Lenehan, J. K. 
Hearn , L. Rasmusson, E. B. B landy, Geo. E. Aust in , James 
O'Shea, Jr. , H. G. Stott. R. C. Green. 

Philadelphia, Pa.-E. L. Langworthy. . 
Pittsburg, Pa.-J. M. Flannery, A. S. Km g, W. V. Turner, 

E. A. Crai g, N. B. Trist, C. G. Bacon, Chas. N. Bennett, 
Providence, R. I.-A. E. Potter. 
Reading, Pa.-W. B. Sulliva n. 
St. L ouis, Mo.-E. L. Adreon . 
St. Marys, Pa.-J. S. Speer. 
Salt Lake City. Utah.-E. A. J ohn ston. 
Schenectady, N. Y.-Geo. L. Rad_cliffe, W. H . Wright, 

T. W. Williams, G. H. H ill. E. D. Pnest, J. G. Barry. 
Seatt le, Wash.-F. Dabney. 
Seneca Fall s, N. Y.-W. C. Gray. 
Spartanbur g, S . C.-F. H. Knox. 
Trenton, N. J.-S. B. Keys. 
Washington , D. C.-Clarence F. Norment. Ward Theron, 

Charles J. Bell, M. E. Ailes, George Truesdell. 
West Lynn, Mass.-J. M. Darke. . 
Worces t er, Mass.-J ohn E. Bradley. 

Funds Authorized for Public Service Commission.-The 
Board of Estimate of New York, has authorized the issue 
of $300 ooo of special r evenue bonds as a 'part of the $987,-
500 asked by the Public Service Commission of the First 
District of New Y o rk for its expenses for the current year. 

Meeting of New York Association.-:At a meeti~g _of the 
executive committee of the Street Railway Assoc1at10n of 
the State of New York on Jan. 19, 1909, it was decided to 
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hold the next quarterly meeting of the association in 
Schenec tady on March 24, at w hich time the committees 
will report. The subj ects of transfers and claims wi ll also 
be discussed. 

Accident Fakir Sentenced.-Through the effort s of W. A. 
Rice, genera l cl aim agent of th e Boston & Northern Street 
Railway, Boston, Mass., Bert Wins low, a li as F. Gordon 
Wilson, alias Jack McIntyre, was convicted at Brockton, 
Mass., on J an. 2 1, of obtaining money unde r fa lse pre
tenc es by acc id ent faking and was sentenced to on e year. 
It is thought that this m an served a t erm in P ennsylvani a 
under the n ame of Hart , and that h e was also a rres t ed in 
New J ersey und er the name of McTntyre severa l yea rs ago. 

Missouri & Kansas Interurban Railway Operating into 
Kansas City.-T he Missouri & Kan sas Interurban Rail way 
has begun operating its cars over the S eventh Street L oop 
of the Metropolitan Stree t Railway in down-town, Kansas 
City. The Missouri & Kansas Int erurban Rai lway fo rmerly 
operated gasoline-e lectric cars, but it has recent ly changed 
its motive power to electricity. Tra ffi c is r eported to have 
increased apprec iably since cars hav e be en in operat ion into 
Kan sas City proper. 

Museum of Safety and Sanitation.-Announcement ha s 
ju st bee n m ade of the accepta n ce of the treasurership of the 
Museum of Safety and Sanitation by Frank A. Vanderlip, 
and the opening of an o ffic e at the United Engi nee rin g 
Societi es Building, 29 W es t Thirty-ninth Street. The 
chairman of th e committee on plan and scope is Prof. F. R. 
Hutton. Charl es Kirchh off, edito r of The Iron Age, is th e 
chairman of the committee of direction; T. C. ]Hartin, 
editor of the Electrical TVorld, is vic e-chairman. and Dr. 
William H. Tolman, director. 

Wisconsin Electric & Interurban Railway Association.
A n executive session of the Wisconsin E lectr ic & Inter
urban Railway Association was h eld in Milwaukee on Jan. 
2 0 a t which 15 compan ies were r epre sented. Cleme nt C. 
Smith, president, ann oun ced that meetings would be held 
jointly with th e F ox River Valley Gas & E lectr ic Associa
tion at Sheboyga n, Wis., on April 12 and 13, for t h e pur
pose of di scuss ing operating methods. Other meetings 
throu ghout the year will be h eld a t Waupaca, Eau Claire 
and J an esville, the dates to be decided an d announced by 
the executive committee. 

Park Tax Declared to Be a Franchise Tax in Baltimore.
Judge Niles, in the Baltimore City Court, has decided that 
the park tax is a franchise tax and not an easement tax, 
and that it is legal for the Appeal Tax Court to assess the 
United Railways & Electric Company, Baltimore, with an 
easement tax. He also decided that the assessme nt made 
for the easements by th e Appeal Tax Court was excessive 
and reduced the sa me from more than $11,000,000 to less 
than $3,000,000. The United Railways & Electric Company 
appealed from an assessment made by the Appeal Tax 
Court of $11,214,460 on what are known as easements. The 
company contended that as it paid a park tax of 9 per cent 
on its gross receipts such tax constituted a tax on the 
easements, and that the amount assessed by th e Appeal 
Tax Court was excessive and not computed upon equ itable 
valuations. As the Court of Appeals of Maryland had 
already declared that an easement tax upon public utility 
corporations was legal, the question before th e court was 
the application of the tax. The di stincti on drawn between 
a franchis e tax and an easement tax is that the former is a 
consideration for the right to us e t he streets and th e latter 
is a direct consideration for th e us e of the streets. It is 
stated that the United Railways & E lectric Company will 
appeal th e case upon its cont en tion that, having paid a tax 
of 9 per cent on its gross r eceipts, th e city has n ot the 
legal right to impose a further tax fo r easements up on the 
company. 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 

Kansas.-The recommendation of' Govern or Stubbs re 
g ardin g the passage by th e Kansas Legislature of a public 
utilitie s law embodying the principal feat ure s of th e New 
York and \Visconsin public utility laws, as not ed in the 
recommendations of the Governors published on page 152 
of the ELECTRIC RAILWAY JouRNAL of J an. 23, 19 09, has not 
been without effect, for a bill has b een introduced by Sen
ator Hamilton to create a public servic e commission to be 
composed at first of the three present railroad commission
ers and two persons to be appointed by the Governor and 
confirmed by the Senate, all the m embers to serve fo r two 
years. Subsequent boards are to be selected by th e Gover
n or, and are to be non-partisan, not more than three mem
bers to be se lected from any one political party. The pro
posed law includes under its provisions e lectric railway, 
electric light, telephone and other public utility corpora
tions. Its most striking fea ture is the provision that all 
companies shall enjoy an indeterminate right to operate, 

subj ect to th e regulati o n of th e commiss ion and th e right 
of the municipality to purchase th e property according to 
th e va luation of the commi ssion . It is provid ed that com
panies now operating w ith a fixed franchi se limit may sur
render th eir grant s for th e indeterminate rights under t he 
new law. 

Massachusetts.-The Public Transit Improvem ent Asso
cia tion wi ll ask for legi s la tion to res tore the elevat ed tra in 
se rvice in the o ld Tremont S tree t Subway. A bill has been 
introduced to require stree t r a il way compani es to equip 
th eir cars with li fting j acks. The Railroad Commis sion has 
lat ely g on e on record aga in st th e use of jacks by inexperi 
enced persons on elec tri c ca rs. A bill has been introduced 
to provide for th e us e of fender s o n a ll ca rs operated w ithin 
th e State . Anoth er resolu tion reques t s th e New Y ork, New 
Haven & H artford R ailroad to in fo rm the H ouse if it was 
direct ly o r indirect ly conce rn ed in the sec urities of any 
s tree t railway organi zed under th e laws of Massachuse t ts, 
or in any h olding corpora tion directly o r indirect ly in the 
;. tock of the Boston & M ain e Rai lroad, and what di spos ition 
ha s be en mad e of stree t r ailway securiti es which it was 
directed to di spose of by th e Suprem e Court la s t M ay. A 
petition ha s a lso bee n introduced fo r legislation providing 
t hat any officer of any railway or stree t r a ilway company 
operatin g in Massachu se tt s who viola t es th e law in r espect 
t o the comb in ati on of properti es shall be g uilty of a c rimi 
na l offense and puni sh ed by fin e or impri sonment . A bill 
ha s been · introduc ed providing for the construc ti on of a 
tunn el from the vicinity of Park Street by th e Boston 
T ransit Commission. The tunnel is to be lease d to the 
Boston E levated Rai lway, according to th e bill, a t a r ental 
of 4-5 per ce nt of it s n et cost of con struction. A refer en
dum is attached. A ccording t o another m easure, the Rail
road Commission is t o investiga te th e issue of pas ses by 
ra il roads and electric railways. The R a ilroad Commi ssion 
in conc lusi ons presented to th e L egislature opp oses special 
legis lation to permit th e New Y o rk, N ew Haven & Hart
ford Rai lroad to continu e to hold and op erat e th e Berkshire 
Street Railway. 

New York.-The con stitutional am endment which is de
signe d to put th e city of New Y ork in a position to financ e 
t h e construct ion of subways, or o ther public improve
ments w hich will be se lf-su staini ng, has a lready been in
troduced. It was pas sed by last year's L egislature. An 
am endment must pass two L egi slatures and then be sub
mitted to the peopl e at a g en eral election. The present 
am endment mu st be passe d by this year's Sena te and As
sembly before it can go to the people. If it is in any way 
a ltered, it becomes a n ew propositi on entirely and must 
pass not only this y ear, but next year, before it can be 
voted on. The amendment has received th e indors ement 
of the Public Service Commissi on of the First District, is 
in accord with t h e vi ew s of Governor Hughes and ha s, in 
the past, been urged by th e city au thoritie s. 

Ohio.-I t is stat ed t hat severa l bills, which w ere intro
duced into the L egis lature last winter providing for the 
placing of t elep h one and telegraph companies of th e State 
under the jurisdiction of th e State Railroad Commi ssion 
and which were not r eached, w ill be revived in the present 
extra sess ion, and the outcome of the controversy over 
the r eappointment of J . C. Morri s as a member of the Rail
road Commission by former Governor Harris will probably 
influ ence the passage of such a bill. Before h e retired on 
Jan I 1, ex-Governor Harris reapp ointed Mr. l\I o rris and had 
the appointment confirmed by the Legis lature , a lthough the 
new member will not enter up on his term until February. 
Governor Harmon has sent to the Senate t h e name of John 
Su llivan as successor to Mr. Morris as Railroad Commis
sioner, and it has b een referred to the committee on rail
ways and t elegraphy. A bill has been passed by th e Sena te 
which proposes to give to interurban electric railways the 
same rights of eminent domain that are enj oyed by steam 
railroads in Ohio. A bill introduced in the House provides 
fo r heati n g a ll steam, elec tric and city cars used for the 
transportation of passengers to a temperature of 70 deg. F . 
It ha s been referred to the committee on cities. 

Vermont.-In accordance w ith the recommendati on of 
Gove rn or Prouty in hi s inau gural address that th e name of 
th e Railroad Commission of Vermont be changed to that of 
the Public Service Commission with power of supervi sion 
over a ll public service corporations, R epresentative Barber, 
of Brattl eboro, has secured passage by the H ouse of th e 
public utility b ill of w hich h e was th e auth or. The b ill , 
however, was not put through as originally d rawn up by 
Mr. Barber , but was amended and recommitt ed in am ended 
fo rm and then r eported upon favorably. The bill as passed 
by the House changed the name of th e Railroad Com mi s
sion to th e Public Service Commission of V ermont, and 
g ives the Public Service Commission authority o~er r~il
road, t elegraph, t elep h one, ga s and power companies with 
the right t o fix rates and regu late th e conditions of service. 
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Financial and Corporate 
New York Stock and Money Market 

J a n. 26, 1909. 
A lth ou g h there w a~ a goo d dea l of fi n anc ia l n ew s of 

inter es t in \iVa ll Stree t to-day th e trad ing was v ery lig ht a nd 
w as ge n erally profess ion al in c haracter. Th e public ation 
o f t he report of the· Con so lidated Ga s Co mp any furnish ed 
t h e bas is for a b ea r r aid o n th e stock. A t th e o p ening of 
t h e exc h a nge a stron g se llin g m ove m ent deve loped which 
ca rri ed th e pri ce i11 t he fi r s t hour fro m 126½ down to 117½ . 
.-\t that point some c, Upp ort deve lo ped, but th e s tock w as 

. never s tron g. There we re other influenc es. howeYer. w hich 
te nded to stre n g th e n the m a rket. The ani1o un ce m ent that 
E dwin H awley a nd hi s a sociates h ad purcha se d cont1·ol of 
t h e Ch es apeake & Ohio Ra ilr oad a nd wou ld poss ibly t ake 
o ver a portion of t he Ci n cinnat i. Hamilton & D ayt on r oad. 
h ad little direct infl ue nce on pric e~. but was a brac in g fea
t ur e. T h e announcem ent o f t hi s ch ange of contr o l g ives 
a n in sig h t intn a p oss ible combin ation effect in g a la rge 
~y~tem fr o m small er pr o p ert ies . 

L oca l t rac tion ~toc k s have not b een n early so act iv e dur
in g th e la~t wcck a~ earli er in th e m onth . The re h ave been 
so m e lo~ses i11 pric o. \ Vha t ever the influ ence m ay have 
b een that s t imula t ed I n tcrboroug h-Jvi et ropolitan a nd l\I e t
ro p o litan S trPet 1-'..a il way a few w eek s ago, it see m t o hav e 
<li sappea 1·ed fo r t he presen t. Brookl yn Rapid Tra n sit has 
11,st it s act iYity s in ce th e rum ors of p oss ible divid end s have 
cc ase d lo n :ce ive at tenti o n. 

T h e m o n ey m a rke t co ntinu es favo rabl e to sp ecu la tio n 
a nd t o in yes tm en t. The sa m e b ountiful supply of cas h th at 
ha s b een in evid ence fo r so many month s is st ill in the 
banks. A lt h ough fond s a re o ffe red to borrowers a t r a t es 
t hat see m pc culiarl y temptin g . m o n ey is not in g rea t de
m a nd. Ke ith er t he heavy w it hdra wals of t h e Treasury D e
par tm ent nor t h e lib cra l b o nd ta kin gs ,-;ee m t o have th e' 
,·ff cc t of r educ in g the surph1 <,. Rate~ to-day we re 1½ t o 
1 H pn ce nt for ca ll l"an ,, and 2 1/; t o 2-•1 p er ce nt fo r 90-day 
fund s. 

Other Markets 

Th l: ~;tic s 11 f t rac ti on sec uriti e~ in t he Bosto n m a rket 
WLTC only m()(kra t<: in a m o unt dtll"in g th e las t \Y l:e k a nd 
t he trano-aclion s werl: m ost ly in bro½:en lots. M as ac hu se tt s 
E lectr ic comm o 11 and th e prefe rred hav e b ee n so ld t o so m e 
c·x te nt, th e form er a round 13 a nd th e latter a t 63: Bos ton 
E leva t ed h as so ld at 128, a nd W es t En d at about 92 1, ~. 

In t h e Chic ago m arket li tt le wa s don e in th e trac tio n 
is ~uc s. T h e vario u s se ri es of th e Chicago Rai lways. which 
haYe b ee n ac tive rec,·nt ly, w e re prac tically out of th e m a r
k et. A few sh ar es of Chic ago City Rai lway c han ged ha nd s 
a t 18-t½ t o 185. 

In th e Philade lphi a m a rket, R a pid Tra n sit s toc k con
t inu ed to be th e m os t ac tive is;;ue. During th e w ee k prices 
;1ch ·a nced steadily a nd th e c lose t o-day ,Yas at 28¼ , an ad
va nc e of two points in th e ,Yee k. lTnio11 Tracti o n sold at 
;; tronger prices . Few tran sac tion s in b onds h ave b ee n r c
corded. 

In Baltimore. as u sua l. t h e trading in tra ct ion s w as con
fi ned large ly to U ni tcd Ra il ways b o nd s. Th ese were not 
n ea rly so acl iYe a~ a few m ont h s agn. The -tS so ld for 
8-tJ,8 a nd th e _:;s at 1X:1,g. 

Quotation ;.. ni yar iou~ trac t io n sec uri tie s as compared 
w ith last wed, fr .Jl n1y: 

J a n . 19. 
A merican R ailways Co m pany, Philadelphia......... 43 
Bo<ton Eleva ted R ai h ,·ay.. . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 28 -•:, 
r.n,oklyn R apid Transit L"ompany... . . . . . . . . . . . . . . . . . . ; 1 r .i 
1"hica~o City R a ilway ... . . . ............. ............... ~ 180 

l ·1t \' L"lc1nr l R ·cJ; 1,,·ay ........................ .......... . 
Consolidated Traction Company of New J e rsey .......... a;5 
l un so lida ted T raction Company of :N" ew J ersey, 5 per 

D ect~-'~1t Lu':,td -R~iJ,;,~~:::::: ..... :: ::::::: ::::: ::::: :a!~~ ;,, 
Tnterborough-?\Ie tropolit an Company . . . . . . . . . . . . . . . . . . 1 sh 
Interborough-:\Iet ropolitan Company (pr e ferred) ........ _._. ½ 
i\Ianhatta n R ai lway .. . . ... ...... ............. ........ 153 · 
:\fassachusetts Electric Compani es (common)..... .. ..... 12 ¼ 
Massachuse tt s El ectric Compa nies (prefer red).......... 59 ¼ 
~I e tropo litan \Vest Side Elevated R ail way, Chicago 

(common) . . . . . . . . . . . . . . . . . . ... . . . . . . ... . . .. . . . . . . . 16 
:\le tropolita n \\'est Side E levated Ra ilway. Chicago 

(preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 46 
Metropolitan Street R a il way. . . . . . . . . . . . . . . . . . . . . . . . . . * .p 
::Oforth American Company............................ 73 % 
Phil ade lphia Company, Pittsburg (common) ........... *+2¼ 
Philadelphia Company. Pittsburg (prefe rred) ........... * -++ 
Philadelph ia R apid Transit Company... . . . . . . . . . . . . . . . 26 
Philadelphia Traction . Company. . . . . . . . . . . . . . . . . . . . . . . 91 
Public Service Corporation. 5 pe r cent collateral n otes .. a99 ½ 
Public Service Corporation certifica tes . . . . . . . . . . . . . . . . . a76 ½ 
Twin City Rapid Transit Compa ny. J\ [ inneapolis (common) *99 ½ 
Union Traction Company, Philadelphia. . . ... . . . . . . . . . . . 52 ¼ 

a Asked. 
¼L ~ t sa le . 

Jan. :e6. 
+5 

J ::,8 
707$ 

18s 

16 

Final Argument Heard in New York Foreclosure 
Proceedings 

Judge L acomb e in the United States Circuit Court heard 
fi n a l argum ent on J a n. 21 on the motion of the Guaranty 
Trust Company, New York, to fo rec lose the mortgage for 
$12,500,000 on t ~1e property of the Metropolitan Str eet Rail
way. The 1:1ot1on was made on the ground th a t the com
pany had fa il ed to pay taxes and h ad default ed o n interest 
on Ap ril 1, 1908, and Oct. 1, 19081 and a lso on th e principal 
of th e b on ds. 

Ju li en p_ ~avies, w ho repres ent ed th e Guaranty Trust 
Con~pa ny , c laim ed that a ll property in the h a nds of th e 
receive r s. except cas h a nd bonded rea l es ta te, should be 
so ld at. fo rec losure and th e proc eeds t urned over to th e 
m ortgagor. Bron son W in t hrop, representin g the Morton 
Trust Com pany . said that the Thirty-Fourth Street Cross
town Rail road a nd Twenty-Eighth & Twenty-Ninth Stree t 
Crosstown Rai lroad a nd th e Fu lton Street Crosstown R ail
road sh ould n ot b e includ ed in this app lication for the 
reason th at th ey were n ot parts of th e M etropolitan Street 
Raihvay. Jud ge Lacombe said at thi s point t h at he wa s 
inc lin ed to agree wi th Mr. W in th rop, but would hea r Mr. 
Davies in opposition . The latte r said th a t th ese three cross
town roads were op erated by th e Metropolitan Street Rai l
way und er a contract for trackage service, a nd th a t pa rts 
of t hese thre e roads w ere ow ned by t he Metropolita n Stree t 
Rai lw ay. Judge Lacombe reserved deci sion . 

O n J a11. 25 Judge Ward, of th e U nit ed States Circuit 
Court. ha nd ed down his find in gs in a suit brought by 
Adrian H . J ol in e and Douglas Rob in son, re ceivers of the 
:t\' e,y York City Railway, aga inst the l\J e tropo lita n Securi
t ies Compa ny, in conn ect ion w ith the se ttlement of ac
counts b etwee n the two compa nies. The court allows the 
rece iver s $-t,964,000, w ith int erest a t 6 per cent on $1,345,-
754 from Oct. 18, 1907, a nd on $3,718,245 from March 8, 
1908. togeth er with t he cos t s of the act ion. The findings 
a r e supplem ent a ry to a dec ision rend ered by Judge Ward 
in Nove mb er, 1908. 

f n hi s finding Judge \ i\fa rd te ll s of th e lease made by the 
:.l<:tropoli tan Street Railway in 1902 of a ll it s lines to the 
7\ew Y ork City Railway. U nde r this the lesso r paid to the 
lessee $23 .000,000, w hich was expended up to May, 1907, by 
t h e New York City Rai lway for purposes mentio n ed in the 
lease. Mor eover, the New York City Rai lway advanced 
$2.83-t,-+84 fo r t he sa m e object s a nd had a floating indebted
ne5 s of $r ,550,774. and contemplated furth er capital ex
penditures of a t leas t $4,000,000. The l\ l e tropolitan Street 
Ra il way o n l\Jay 22, 1907, proposed to issue improvement 
no t es to th e am ount of $8,000,000, and th ese, by agreement 
betwee n t he :'.\1 etropolitan Street Ra il way, t he Metropolitan 
Securities Compa ny and the New York C ity Rai lway, were 
p laced wi th t h e I\letropoli tan Securities Company. 

The court finds t hat the Met ropolita n Securitie s Com
pany h as u se d t hese notes as coll atera l for loans m ade by 
it . On Jun e 4, 1907, the Metropolitan Street Railway ap
proved a plan of con struction wh ich would cost, it was esti
mat ed , $4.000.000, and the New Yo rk City Rail way and its 
rece iver s have paid and in curred the sum of $8,000,000 on 
behalf of t he imprnveme nt s of th e Metropolitan Street 
Railway. For this they have received no con sideration, ex
ce pt the ag ree m ent of th e Met ropo litan Securities Com
pa ny to pay $8,000,000 to the New York Ci ty Railway. Of 
thi~ $8,000,000 th e New York City R a il way paid $2,834,483 
up t o ,\pri l 30, 1907, and on accoun t of it s agreement th e 
l\J e lropo lita n Secu riti es Company paid to the New York 
City R a ilway $3,036,000, for w hich no acknowledg m ent was 
rece ived. Th e r ec eivers, o n Oct. 10, 1907, asked that th e 
.\'] etropo lit an Securitie s Compa ny pay them a further sum 
of $1 ,245,754. The securi t ies company refused t o do so on 
t he ground th at both the New York City Rai lway and the 
;\fetropo li tan Street Railway were in solve nt. 

Between l\Iay 1, 1907, a nd Sept. 24. 1907, the New York 
City Rai lway paid t o the Metropoli tan Street Railway 
further sums to the ext ent of $1,922,629, w hich brought its 
payments on th e orig inal agreement up to $4,757,113. 

.-\t the time of th e trial, says Judge Ward, there also ex
isted necessa ry ca pita l expenditures t o the extent of $1,733,-
325. Fu r ther immedia t e construction needs of the Metro
poli tan Street Ra ilway under the lease brought the amount 
up to $.3.326,797, which, wit h the payments on account of 
t h e co ntrac t on April 30, 1906, of $5,675,481, make a total 
of $9,002.278. The court also c~n sidered th e f1:111d_ of. $814,-
921 depos ited by th e Metropolita n S tree t Railway m the 
Morton Trust Company as a sp ecial const ruction fund in 
connection with th e Central Crosstown Railroad. Of this 
$500.000 was loan ed to the Me trop olita n Securiti es Company, 
w hich when it was repaid, was trea ted by the Metropolitan 
Street' Railway as money borrowed by itself on the note 
of the Centra l Crosstown Railroad . W hen Messrs. Joline and 
Robin son were a ppoint ed receive r s of the Ne w York City 
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Railway the securities company paid $800,000 to the Metro
politan Street Railway to make good this special construc
tion fund ·oi 1the Ce ntral Crosst own Ra ilroad, and $503,833 of 
the amount ' so d eposited forms part of the $1,550,774 float
ing indebtedness of the Metropolitan Street Railway. 
Judge Ward finds that this payment on the part of the 
Metropolitan Securities Company was without the knowl
edge or consent of the New York City Railway or its re
ceivers. 

Carbondale (Pa.) Railway.-Governor Stuart, of Pennsyl
vania, has approved a bill providing for the consolidation 
of the Blakeley & Dickson Traction Company, capital, 
$36,000, and the Carbondale Railway, capital, $450,000, as 
the Carbondale Railway with a capital of $486,000 and these 
officers: J. ]. Sullivan, president; H.J. Crowley, vice-presi
dent; C. L. S. Tingley, secretary and treasurer; W. W. Per
kins, assi stant secretary and treasurer. ]. ]. Sullivan, W. F. 
Harrity, W. H. Shelmerdine, E. C. Miller, C. L. S. Tingley, 
H. ]. Crowley and W. W. Perkins, directors. The line of 
the Blakeley & Dickson Traction Company, w hich con
nects Blakeley and Dickson City, has been operated under 
lease by the Scranton & Carbondale Traction Company, 
while the Scranton Railway has leased the Carbondale 
Railway. 

Chicago & Milwaukee Electric Railroad, Chicago, Ill.
It cost $176,258.61 to complete the Chicago & Mil waukee 
Electric Railroad in side the city limits of Milwaukee, ac
cording to the r eport of the receivers for 1908, which came 
before Judge Tarrant at Milwaukee on Jan. 21 on a motion 
for approval. The report covers the period dating from the 
appointment of the receivers, in May, 1908, until Dec. 30, 
1908. The question of the compensation of the receivers 
will come before the court later for adjustment. 

C:JeveJ_. ~f111d, Southwestern &_ Columbus Railway, Cleveland, 
Oh10;-iif~t the annual me etmg of the Cleveland, South
western & Columbus Railway, F. T. Pomeroy retired as 
president because of sickness and F. E. Myers, Ashland, 
Ohio, was chosen to succeed him. A. E. Akins was elected 
first vice-president. P. A. Myers, a brother of F. E. Myers, 
and L. J. Wolfe, president of the Aurora, Elgin & Chicago 
Railroad, were elected directors to succeed George N. 
Chandler and J. F. Harper. Mr. Wolfe was a lso made 
second vice-president of th e company. 

Danbury & Harlem Traction Company, Danbury, Conn.
]. Hector McNeal, New York, representing th e bondhold
ers, purchased the property of the Danbury & Harlem 
Traction Company at foreclosure on Jan. 23 for $22,000. 
The company owns an electric railway part ly constructed 
between Harlem, N. Y., and Danbury, Conn. 

Detroit (Mich.) United Railways.-The Detroit United 
Railways is reported to be negotiating with Coates & 
Company, London, England, for th e sa le of part of 
the $2,500,000 of consolidated mortgage 5 per cent bonds 
still in the treasury of the company. On March r, $1,000,000 
of 3-year 5 per cent notes of the D etroit United Railways 
mature and it is said that if a satisfactory price cannot be 
obtained for the treasury bonds, they will be used as col
lateral for a bank loan to provide for retiring the notes. 

Interstate Railways Company, Philadelphia, Pa.-E. B. 
Smith & Company, Philadelphia, bankers, have engaged the 
Stone & Webster Engineering Corporation, with the ap
proval of the directors of the Interstate Railways Company, 
to report on the physical and operating conditions of each 
of the underlying properties of the Interstate Railways 
Company, and to make recommendations for improvements. 
The Interstate Railways Company controls through The 
United Power & Transportation Company the electric rail
way properties entering Philadelphia, and others in Read
ing, Wilkesbarre, Trenton, Chester, Wilmington and several 
smaller cities. There are in this group 15 railway com
panies which operate approximately 800 cars over 525 miles 
of track. In addition to thi s there are four electric lighting 
companies. 

Lehigh Valley Transit Company, Allentown, Pa.-At the 
annual meeting of the stockholders of the Lehigh Valley 
Transit Company on Jan. 11 , R. P. Stevens was re-e lected 
president; John C. Dawson, Philadelphia, vice-president, and 
Charles N. Wagner, Allentown, secretary and treasurer. 
The annual report of the company for the year ended Nov. 
30, 1908, showed gross earnings of $910,574.20, a loss over 
1907 of ~16,225.05, which was attributed to th e busin ess de
pression. 

Massachusetts Electric Companies, Boston, Mass.-The 
Massachusetts Electric Companies has sold $1,096,000 of 6 
per cent preferred stock of the Boston & Northern Street 
Railway and the Old Colony Street Rai lway to Hayden, 
Stone & Company, Curtis & Sanger and Parkinson & Burr. 

Mexico (Mex.) Tramways.-At the meetings of the 
stockholders of the Mexico Tramways and the Mexico 
Light & Power Company, held in London on Jan. 16, an 
agr eement was ratified by which the stock of the Mexico 
Light & Power Company will be exchanged for the stock 
of the Mexico Tramways on the basis of 14 shares of stock 
of the Mexico Light & Power Company for 8 shares of 
the stock of the Mexico Tramways Company. The Mexico 
Light & Power Company has outstanding $13,600,000 of 
common stock, $2,400,000 of preferred stock and $12,000,000 
of bonds. The Mexico Tramways has $6,000,000 of stock 
and $7,000,000 of bonds outstanding. Its authorized capital 
stock is $15,000,000 and it has authorized $15,000,000 of 
bonds. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
-At the annua l meeting of the stockholders of the North
crn Ohio Traction & Light Company, Fred S. Borton, 
Cleveland, was chosen to succee d Chauncey Eldridge, Bos
ton, as a director. P. L. Salton stall is the only representa
tive of the Boston interests on the board now. C. J"" Mc
Cuaiy represents th e Canadian interests. The boarll or
ganized by re-electing th e officers. 

Philadelphia (Pa.) Rapid Transit Company.-Charging 
that Mayor Reyburn, Clarence Wolf and William H. Car
penter are unlawfully acting as directors of the Philadel
phia Rapid Transit Company as representatives of the city, 
Roy Franklin Brode, a stockholder, has filed a petition 
for a writ of quo warranto in Common Pleas Court to have 
them removed from the office. Messrs. Reyburn, Wolf and 
Carpenter entered the directorate of the company in ac
cordance with the terms of the agreement entered into re
cently between the city and the company. 

Port Jervis Electric Light, Power, Gas & Railroad Com
pany, Port Jervis, N. Y.-The bondholders of the Port 
Jervis E lectric Light, Power, Gas & Railroad Company 
have ratified the action of the bondholders' protective com
mittee and aut h orized the committee to bid for the property 
at the foreclosure sale to be held at Port Jervis on J an. 27. 

Rhode Island Company, Providence, R. I.-The Rhode 
Island Company has been added as a defendant to the suit 
brought by United States District Attorney French on be
half of the Government in which he cites the New York, 
New Haven & Hartford Railroad, the Boston & Maine 
Railroad, the Providence Securities Company and the Con
solidated Railway of Connecticut as defendants, and charges 
them with violation of the Sherman anti-trust law in the 
merging of railroad and railway interests. The Rhode Island 
Company was not mentioned at first, but the amendment 
alleges that this company, which operates and owns practi
cally all the urban and interurban railways in Rhode Island, 
in June, 1907, transferred to the Providence Securities Com
pany all its holdings in the Providence & Burrillville Street 
Railway, Columbian Street Railway, and the Woonsocket 
Street Railway. The Providence Securities Company trans
ferred control of these properties to the New York, New 
Haven & Hartford Railroad on Jan. 31, 1908, it is alleged 
by Mr. French. 

Rochester (N. Y.) Railway.-The stockholders of the 
Rochester R ailway, the Rochester & Sodus Bay Railway 
and the Rochester & Eastern Rapid Railway have voted 
in favor of the proposed merger of the three companies 
into the New York State Railways, which is designed to 
take over as a holding corporation all the electric railways 
in New York State controlled by the Central Railway 
Syndicate, as announced on page 45 of th e ELECTRIC RAILWAY 
JOURNAL of Jan. 2, 1909. 

Toledo Railways & Light Company, Toledo, Ohio.-At 
the annual meeting of the Toledo Railways & Light Com
pany, at Toledo, on Jan. 21, the following directors were 
elected: Spencer D. Carr, J ay K. Secor, W. J. Walding, 
Irving B. Hiett, J ohn J. Barker, Albion E. Lang and L. E. 
Beilstein, all of Toledo; W. E. Hutton, Cincinnati; Dr. 
J. F. Demers, Quebec; Barton Smith, Toledo; E.W. Moore, 
Cleveland, and R. B. Van Courtland, New York, retired. 
The directors organized by re-electing the old officers, as 
follows: Albion E. Lang. president: L. E. Beilstein , vice
president and general manager; H. S. Swift, secretary ; 
Spencer D. Carr, treasurer. The directors authorized the 
issuance of universal transfers on the payment of a cash 
fare of 5 cents. Heretofore transfers have not been ex
chano-ed between the o ld Toledo Traction lines and the 
Robi~on lines. A contract between the Toledo Railways 
& Light Company and the Toledo, Fostoria & Fi~dlay 
Railway was ratified, by which ~he Toledo, . Fostoria. & 
Findlay Railway secures entrance mt o the busmess sectH:m 
of the city. The subsidiary companies of the Toledo Rail
ways & Light Co_mpany were _almos~ se lf-sustaining_ last 
year, notwithstandmg the financial stnn gency and busmess 
depression. 



2IO ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 5. 

Traffic and Transporlatton 
Hearing by Massachusetts Railroad Commission on 

6-Cent Fares in Northampton 

On Jan. 22 the Massachusetts Railroad Commission 
heard the petition of the Mayor and City Solicit or of 
Northampton protesting aga in st a 6-cent fare on the 
Northampton Street Railway. Briefs were presented by 
J. C. H ammond, president, and N. D. \Vint er, treasurer of 
the company. An abstract of each brief fo llows: 

President Hammond reviewed the history of the com
pany as printed in the ELECTRIC RAILWAY JO URNAL of Jan. 
23, page 162, p ointing out that fo r the past 16½ years the 
average rate of dividend has been slig htly more than 7.5 
per cent, or an average of 5.5 per cent sin ce the road has 
been in operation. The only question now being consider ed 
is w heth er a 6-cent unit of fa re is reasonabl e or excessive. 
President Hammond said he was prepared to maintain that 
the · unit of fare a t 5 cents ha s a lways been too lo w for 
street r ailways situat ed like the Northampton; almost a ll 
the trave l is suburban. He added: 

"This fact has not been fu lly recognized by myself be
cause th e extent to which dep r eciat ion goes on and the 
rise in the expense of everything incident to operation has 
not until recently been realized. Probably the convenience 
of using the nickel had much to d o with th e establishm ent 
of this fare. Since this fare was established in general 
practice the laws of the State have r equired railways to do 
more for the comfort of passengers. Car s must now be 
heated and lig hted by elect ricity. Again, the use of double
truck cars increases beyond proport ion the expense of 
operation. These a r e sampl es only of the many other ways 
by which the cost of operation has increased. A greater 
investment in money is now requisite for a given mileage 
of stree t ra il way than was counted upon IO or 15 years 
ago. Since 1901, with no further addition to the trackage, 
the investment has increased about $56,500. On this sum 
interest must be paid. Thereby almost $1 on ea ch share o f 
stock is devot ed to payin g int erest. 

"Unless this street railway can have much m ore net in
come it s power to pay divid end s is at an end. It is not de
sirable to secure this end by diminished service; nor is it 
pract ical. The public constantly protests against any re
duction in service. We fe el sure that good service and 6 
cents as the fare are acceptable to pat r ons who under
stand th e situation. Increase in the cost of eve rything in
cident to the expense of operation has far outrun any in
cr ease of business. The popular statem ent of this same 
thing is that 6 cents has not the purchasing power that 5 
cents had 8 or IO years ago. The se things are all so well 
known to this board that I he sitate to note or suggest the 
items, except in the briefest way. Wages, coal and supplies 
cost the com pany a third more than IO years ago. 

"For the year ended Sept. 30, 1901, the car miles run 
were 773,782, with a power-house cos t of $13,350. For th e 
year end ed Sept. 30, 1908, the car mileage was 803,369, and 
the powe r plant oper ating cost was $21 ,775, an increase of 
$7,424, with a very slig ht increase in traffic. 

"The time h as ar r ive d when it must b e an es tablished 
policy to charge annually a r easo nable sum fo r deprecia
t ion, especially on tracks, rolling stock and power-house 
m achinery. A compari son of these accounts as th ey stand 
on the books with the recent appraisal of E. K. Turner, 
consulting engin eer for t he Railroad Commission, is as 
fo llnws: 

Mr. Turner's 
Books. estimate. 

Tracks ............................ $21 4,501.3 1 $168,843.00 
Rolling stock....................... 178,159.99 91,415.00 
Power plant........................ 104,114.00 76,005.00 

"The boil ers in the power house have to be nm year by 
year with a diminish ed pressure to comply with wise State 
laws, and during 1909, or at least in 1910, they will have to 
be replaced by new ones, and the book value of these will 
have to be charged off as a loss. It is probable that within 
t he next five years t he wooden car sheds will have to be 
torn down-charged off as a loss-and replaced by brick 
sheds in the interest of safety. This charging off to profit 
and loss ought to be so apportioned over a number of years 
as to permit year by year the payment of a reasonable 
dividend. If dividend s a re passed the company cannot get 
its stockholders to take up the r em aining 750 shares of 
stock authorized to be issued. The present stockholders 
hold only a little more than half the issue of 1000 shares, 
completed Jan. r. If divid end s were to be passed an insur
mountable barrier to the placing of the stock would be 
encountered. A non-dividend paying road is not entitled 
to borrow money from savings banks. Where shall we 
borrow the money?" 

Regarding the suggestion of the petitioners that a book 

of tickets without transfers might be sold at a. reduced 
rate, and the company still derive adequate revenue, it was 
stated that the limitation without transfer would not affect 
90 per cent and m ore of the traffic, because the transfers 
constitute only 8 per cent of the fares paid. The experi
ence of the company jusf before the 6-cent fare went into 
operation showed tha t all who could availed themselves of 
the opportunity to buy tickets; in fact, patrons bought 
books at the rate of $1,000 per day until the supply was 
exhausted. Patrons who, from lack of foresight or 
money, did not purchase a book of tickets felt that they 
had been discriminated against. President Hammond con
cluded with the request that the commission permit the 
company to continue to operate at a 6-cent fare during 1909. 

N. D. Winter, treasurer of the company, presented tables 
showing the earnings, expenses, fixed charges, capitaliza
tion, t raffic, ca r mileage and unit costs for the 14-year 
period from 1895 to 1908 inclusive, to prove that the com
pany's operating expenses are reasonable; that the increase 
in expense is normal and incidental to the increase in the 
age of the road; that the cost of operation has increased 
much faster than has the income, and that the service re
quired cannot be m aintained in the future without a 6-cent 
fare. Car-mile result s and cos ts per passen ge r follow: 

Gross Operating Taxes Cost per pass. 
receipts. expenses. and interest. div. excluded. 
$0.2108 $0. I 167 $0.0148 $0.0302 1895 .... .. 

1896 ... ,,, ,1909 .1163 ,0123 .0J45 
1897 ..... , .2041 .1229 .0384 
1898 .. . ,,, .1894 .1182 .0198 .0376 
1899 ..... . .2012 .1209 ~186 .0358 
1900 .... .. , l 8388 , l l 594 .023 l 8 ,0441 
1901 ..•... .17244 .11385 .02348 .0408 
1902 .... .. .18877 .12709 .03495 .0441 
1903 .... .. . 19212 . 12777 .038 14 .0444 
1904 .... .. • I 8906 • I 3937 .03840 ,0485 

• l 9390 , l 33 I:, ,03600 ,0449 
,20702 , I 3942 .03 606 ,0436 
.2 1593 .16143 .03920 .0476 

1905,,,,,, 
1906 ..... . 
1907 .,,,,, 
1908 ..... . .21340 .14993 .04133 .0459 
Per cent 

of increase. L ess than 
1895 to 1908. ½% 28% 178% .<0% 

In 1895 the company had $300.000 capital and $60,000 
debt, making an investment of $360,000. E verything being 
new, and the demand of the public not so insistent as at 
present, the operating expense was 11.67 cents per car 
mile, with a total expense of 13.15 cents exclusive of divi
dends. The ope rating expenses have since increased stead
ily to a maximum of 16.1 cents in 1907. The 1908 figure is 
28 per cent higher than in 1895. The total expenses, ex
clusive of dividends , increased 45 per cent, or to 19.12 cents 
per car mile in 1908. In 1895 th e company paid 7.5 per cent 
dividends and carried · to surplus $9,000, or practically 2.5 
per cent on the investm ent, which, on a 40 years' basis, 
cannot be considered too much to cover depreciation. Mr. 
W inter sa id: 

"We know better now; but it seemed enough at that time. 
Fares we r e established on the fa lse premise that the profit 
on th e increase of traffic would care for the increased CPsts 
and r equirements. Time has proved that the company was 
much mistaken, and the present unfortunate condition of 
t he stree t railway business in Massachusetts suggests that 
nearly a ll the other companies made the same mistake, and 
the situation has been made worse in Northampton on ac
count of the fact that the fares have had to be reduced 
twice since that time. It was emphasized that the com
pany now k nows that not only does the operating expense 
of a street railway increase at a r apid rate after the first 
five yea r s, but that no company can keep its equipment and 
service u p t o the proper standards without adding to its 
investment every year that it operates. In each of the 14 
years reco rded the company has inves ted more money in 
order to serve the public. During this period the invest
ment has increased from $360,000 to $750,000, and while 
the stockholders have put this $400,000 into equipment for 
the public's use (the public being charged with the interest 
only) the amount received fr om the stockholders has 
<; teadily decrease d from $30,000 to $18,000, and the company 
is now on a $15,000 basis. With a reasonable charge for 
depr ecia tion the company would have shown considerably 
less than nothing. During the 14 years of steady increase 
in cost the company has borrowed about $450,000, or 1½ 
times its capital. 

"This borrowing would strain any credit, and therefore 
the commission granted us the right to issue 1750 shares of 
stock at $IIo a share. We waited until the money market 
was easy and asked for subscriptions for 1000 shares. Our 
stockholders subscribed for only 550 shares. We then 
canvassed Northampton to secure subscribers for the bal
ance, but were unable to place a share. Finally, however, 
we succeeded in placing the stock through the personal 
influence of the officers of the company. I refer to this to 
show th at our stockholders very naturally refuse to invest 
the money that is necessary yearly for the proper main
tenance of a road unless they may expect a fair return 

• 
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upon their prese nt inves tm ent . The qu es ti on at thi s time 
is: Can the company maintain safe a nd sa ti sfa ctory service 
in the future on a 5-cent fare?" 

In reply to the objection tha t th e company paid out too 
much money in dividends, Mr. W inter r eferred to th e total 
investment necessary, and the re la ti on o f the dividends 
paid to this. T o the objection tha t th e expenses a re high 
because of accidents, h e r eit era ted that th e cost per car 
mile is only 15 cents, and the average expen se for accidents 
in the pas t IO years ha s been 3 per ce nt of the gross re
ceipts, the maximum being 9.5 per ce nt, and th e minimum 
0.4 per cent. In answer to the poss ibl e criticism that the 
total investment has been expended injudiciously, the recent 
inventory by the engineer of th e commission showed that 
there has been no serious mistake, especia lly since the com
pany discarded a h orse railway a t th e beginning. 

Regardin~ the claim that the increase is due to the recent 
panic, Mr. Winter stated that the g ain in r eceipt s in 1906 
and 1907 was very unusual, being double tha t of almost any 
other .year, and in 1908 the receipt s were within 2 per cent 
of 1907, the company's m ost prosperous y ear. T he com
pany operates through a wealthy community th at rides a 
great deal, and is n ot subject to the vicissitudes of manu
facturing cities. The main trouble has bee n that th e ex
pense has grown faster than the income. The qu es tion is, 
whether a road 15 years old, whose total r eceipts a re 21.34 
cents per car-mile, and wh ose ave rage cos t , no t including 
anything for dividends and depreciation, is 19.1 2 cents, can 
keep up, through a term of years, the standard of service 
and improvement that will be satisfactory t o the community 
and the commission .. Mr. Winter said, in th e course o f his 
remarks: 

"Can we expect our stockholders to furnish the m oney 
necessary for improvements if they cannot r eceive as much 
interest on their present stock as they can ge t in m any 
safer investments? Am I right in stating it , as a business 
truth, that in the broad view it is absolutely necessary t o 
the best interests of a community that the s tockholders of 
a street railway re<;eive a reasonabl e int er es t in order to 
maintain proper safety and service? It will be impossible 
for the Northampton Street Railway to mainta in such serv
ice and safety as you would have it for the nex t S or IO 
years on a 5-cent fare, and only by the closest a ttention 
and strictest economy can the company do so on a 6-cent 
fare. Personally, I think that within a fe w year s it w ill be 
necessary for suburban companies to r eceive a fare equal 
to 1.5 or 2 cents per mile. 

"If we were required to sell 5-cent books the increase 
would not be sufficient to relieve the situation much. In 
fact, with a straight 6-cent fare it is doubtful if the com
pany will be able to pay any dividend for a year or two. 
We estimate that a 6-cent fare will increase our incom e 
about $10,000 per year." 

The following table of daily average car receipts for the 
first IS days of January, 1908 and 1909, with the S and 
6-cent fares in forc e, respectively, was th en present ed by 
Mr. Winter: 

r---- --19oll----~ 
Passengers. Car receipts. 

Bay State line .... 1, 173 $58.42 
\,\'i!liamsburg line. 2,275 105.54 
Easthampton line. 2,258 112.51 
Holyoke line ..... 2,165 107.00 

r------ 1900----~ 
P assengers. Car receipts. 

834 $5 0.85 
2 ,336 I 20 ,4 3 
2 ,022 I 20.23 
I ,928 I I 2.QO 

Total., ...•.... 7,871 $383.47 7,120 $404.57 
Decrease in passengers, 751 , or Io pe r cent. 
Increase in receipts, $2 r. ro. 

Concluding, Mr. Wint er sa id: "Our case differ s her e 
from most companies. We serve a public where a greater 
proportion are in a position to buy tickets than any other 
community in Massachusetts, perhaps, save one . To illus
trate, on the last thre e days of D ecember we sold 4000 
books, or one to every voter in the city, in anticipation of 
the increased fare. The parties suggesting that we . sell 
S-cent books recognize that in our city such a policy would 
not result in sufficient increase in our receipts to relieve 
the situation, and therefore suggest that we take the trans
fer privilege from such tickets. 

"In 1908 we registered 3,711,726 far es. The transfers on 
the whole road were 311,268, practically 8 p er cent. Taking 
transfer privileges from thes~ tickets, in our opinion, would 
work a loss both to the public and the company. Transfers 
are the best legitimate and successful method of inducing 
traffic; besides, there is a clause in our location that re
quires the giving of transfers. While the members of the 
city government have felt, perhaps properly, that it wa s ad
visable to have the commission pass upon the matter, the 
public we serve are generally convinced that a flat 6-cent 
fare is just and necessary to maintain the se rvice d e
sired." 

Press clippings were cited in which it was st a ted th at 
there was a local sentiment that the company is giving 
more than it can afford; that no one wants a street railway 
which is not prosperous; and that fair dividends should be 

rece ived by a ll corporatio ns which serve the public as well 
as the No r tha mpton Street Rai lway. It was then pointed 
out tha t t he compa ny is not on any line able to pick up 
t wo loads a t one trip, and should therefore not be required 
to carry fo r t he same fare as in de nsely populated cities. 
In th e last five years t he populat ion of Northampton ha s 
increased 1.5 pe r cent per year. In its' fi nal summary the 
brief of Mr. W int er contended that the company is giving 
good se rvice to th e publi c; that it has opera ted economically 
and with reasonably good judgment; t hat the increased cost 
of operation is normal a nd proper , sure to continue, and 
has now r eached a poin t where the future welfa re of the 
community, as we ll as th e company, and the exer cise of 
sound business judgment, necessitate an increased fare. 
The community, on it s part, does not desire ac t ion that 
will impair se rvice or curtai l t he yearly improvemen ts that 
are necessa ry fo r convenience and safety. 

In t aking t he question unde r advisement t he commission 
stated, throug h Chairman Hall, t hat this case presents 
some fea tures tha t d istingui sh it fro m other fare problems 
that have com e befor e t he board, t he p rin cipal point of 
interest bein g the fac t that the company has paid 6 per 
cent dividend s, o r be tt er, for a series of years. Chairman 
Hall said that without p rej udice to the comm ission's in
vestigation and sub sequen t d ecision , the ques tion of proper 
finan cing is one o f g r ea t impor ta nce in t his case, and will 
be give n the closest con sid eration by the commiss ion. 

Buffet Service Discontinued by Ft. Wayne & Wabash 
Valley Traction Company.-Th e Ft. Wayn e & W abash 
Valley Traction Company, Ft. Wayn e, I nd., has discon
tinued the buffet se rvice on its Indi anapoli s-Ft. Wayn e 
limited cars and will establi sh lun ch stands in t h e depots of 
a ll the principa l towns a long th e lin es. 

Petition for Reduced Fare in Massachusetts.-The Mayor 
and the City Solicitor of M arlb oro, Mass., have petiti one d 
the Railroad Co mmission of Massachuse tts fo r a r eduction 
in far e from 6 cents t o s cen ts ove r t he Hudson , South
boro and crosstown lin es of the Bost on & Wor e es ter 
Street Railway. T h e m ain lin e is n ot a ffec t ed by the 
petition. 

Offices of Toledo Urban & Interurban Railway at Find
lay.-The g eneral fr eight offi ces of the Toledo Urban & 
Interurban R ailway we r e m oved fro m Bowlin g Green t o 
Findlay on J an . 20, t hus ce nt erin g a ll th e department 
offices. H. A. Stevenson , wh o will b ecom e tra ffic manager 
of the company on F eb. 1, w ill a lso make his head quarters 
a t Findlay. 

St. Louis Sues for Passenger Tax.-The city of St. Louis 
has begun suit against the United Railways Company and 
the St. Louis Transit Company to r ec over a cla im agains t 
the companies based up on the tax of one mill per pas senger, 
imposed upon them r ec ently. The injunction secured by the 
companies to prevent the city from collecting the tax was 
dissolved recently. 

Bumps to Deter Fast Automobiling at Crossings.-The 
Long Island Railroad has had plans prepared for a s eries 
of "bumps" s½ in . high, risin g and fallin g within 8 ft ., 
to be installed as an experiment at several grade crossings 
on the Long Island Railroad on E astern Lon g Island, to 
determine th eir efficiency in d et erring au tomobilists from 
driving recklessly at crossings. 

Report to be Made of Traffic Conditions in Pittsburg.
Stone & W ebster, Boston, Ma ss., have been retained by th e 
Pennsylvania Railroad Commission to examine and r epor t 
on the street railway service in Pittsburg. The Commis
sion has a sked for an investiga tion of the situa tion fro m 
an engineering and an opera tin g standpoint , with du e regard 
to various factors of economy, safety and practicability. 

Service from Brooklyn Over the Williamsburg Bridge.
The Public Service Commission of the First Di stric t of 
New York has ord ered a hearin g fo r J an. 29 to in quire into 
the compliance by the Brooklyn Rapid Transit Com pany 
with the terms of Final Order 706 in r ega rd fo service on 
the Williamsburg Bridge loca l ca rs. The orde r h as been 
complied with from S :30 p. m . t o 7 p. m ., but is sa id not to 
be up to the requirements of the commission at other 
hours. 

More Pay-Within Cars in Philadelphia.-T he Phi ladelphia 
(Pa.) Rapid Transit Company has placed pay-within cars 
in service on it s South Seventeen th Street-South 
Eighteenth Street line. In t he interest of the public small 
illustrated folder s sh owing th e proper way to board and 
leave the cars and emphasizing the importance of having 
the exact fare ready have b een hung in each car for general 
distribution. Pay-within ca rs a re now being operated by 
the company on the T welfth St reet-Sixteenth Street line, 
the South Nineteent h-Sou th Twe ntieth Street line and the 
South Seventeenth-Sou th E ighteent h Street line. 
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Personal Mentton 
Mr. C. W. Ricker, electric a l en g in ee r of the Cleveland 

Construction Company, Cleveland, Ohio, has been appointed 
engineering assistant to t h e receiver s of the M unicipal 
Traction Company, Cleve land, Ohio. The h eads of the 
motor power, distribution and return, and mechanical de
partments w ill a ll report to l\Ir. Ricker. 

Mr. H. A. Robbins, former ly assistant electrical engineer 
of th e Brooklyn (N. Y.) Rapid Transit Company, has been 
appointed superintendent of power of the company to suc
ceed Mr. S. A. Spaulding, resigned. Mr. Robbins has been 
connected with t he Brooklyn Rapid Transit Company since 
graduating from the Penn sylvania State Coll ege in 1901. 

Mr. S. A. Spaulding, fo r the last two years superintendent 
of power of the Brooklyn (N. Y.) Rapid Transit Company, 
has resigned to become connected with the electrical de
partment of the Pennsylvania Railroad at New York. Mr. 
Spaulding will be succeeded a.s superintendent of power 
of the Brooklyn Rapid Transit Company by Mr. H. A. 
Robbins, formerly assistant electrical engineer of the Brook
lyn Rapid Transit Company. 

Mr. R. M. Searle, who has been general manager of the 
Rochester Railway & Light Company, Rochester, N. Y., 
has been elected vice-president of the company. Mr. Searle 
was formerly general manager of the Westchester Lighting, 
Power & Gas Company, New York, and at one time was 
conn ected with the Georgia Railway & Electric Company. 
Mr. Searle's election in no way affects the organization of 
the Rochester Railway, the stock of which is owned by the 
Rochester Railway & Light Company. 

Mr. J. T. Hutchings, assistant ge neral manager of the 
Rochester Rai lway & Light Company, Rochester, N. Y., 
has been appointed general manager of the company, to 
succeed Mr. R. M. Searle, who has been elected vice-presi
dent. Mr. Hutchings was graduated from t he Massa
chusetts Agricultural College at Amherst in 1889. Shortly 
thereafter he became connected with the Thomson-Houston 
Company, fo r which h e did considerab le construction work. 
Subsequently he became assistant superintendent of the 
West End Electric Company, Philadelphia. Later h e was 
appointed superintendent of the company, and remained 
in that position until the Philadelphia Electric Company 
was organize d in 1897, when he was appointed electr ical 
engineer of the company. In 1904 Mr. Hutchings was ap
pointed superintendent of the electrical department of the 
Rochester Railway & Light Company and was appointed 
assistan t general manager in 1906. 

Mr. E . T. Munger, who rec ently resigned as superin
tend ent of m otive power and equipme nt of the Metropoli
tan West Side E levated Railway, Chicago, Ill. , was given 
a testimonial dinner at the Hoffman House, New York, 
on Jan. 22 on the occasion of hi s becoming general sup er
intendent of the Hudson & l\Ianhattan Railroad, New 
York. The party wa s comp ose d of leading railroad men 
and manufacturers ' r epresenta tives in and about New York 
and was the occasion for much praise for the Chicago 
railroad men who had gone East to assume important duties. 
Among the guests were Mr. Frank Hedley, vice-pr esident 
and general manager of the Interborough Rapid Transit 
Company; Mr. J. S. Doyle, superintendent of car equip
ment of the Interborough Rapid Transit Company; Mr. 
L. B. Stillwell, electrical director of the Interborough 
Rapid Transit Company ; Mr. W. S. M enden. assistant ge n
eral manager and chief engin eer of th e Brooklyn Rapid 
Transit Company; Mr. W. G. Gove , superintendent of equip
ment of the Brooklyn Rapid Transit Company: Mr. Chas. 
Remelius, superintendent of rolling equipment of the Public 
Service Railway, and Mr. W. 0. Wood, general man ager 
of the New York & Queens County Railway. 

Mr. Charles H. Smith has resigned as secretary of the 
Lebanon Valley Railway, Lebanon, Pa. Mr. Smith began 
his railroad career on Feb. 3, 1873, when he entered the 
employ of the Reading Railroad, at Harrisburg, Pa., as 
telegrapher. On Dec. 8, 1879, he was transferred to Phila
delphia and served in the same capacity in th e office of 
the general traffic manager and later in the office of th e 
general superintendent of the New York Division. On 
Aug. 1, 1881, Mr. Smith accepted a position in the office 
of the general manager of the company and in July, 1887, 
was appointed general agent at Camden, N. J. From 
April, 1888, until May, 1893, Mr. Smith served as clerk 
for the Reading Railroad, having char ge of the P ennsyl
vania Avenue, Willow Street and Washington Avenue 
stations of the company in Philadelphia. In May, 1893, he 
became superintendent of the L ebanon & A nnville Street 
Railway. After a few month s of hard work. Mr. Smith 
reduced the expenses of th e company about $1,200 per 
month, and so managed the property that it was soon 
placed on a dividend paying basis. During 1899, the United 

Power & Transportation Company took over the locaE 
street railway lines at Le ltanon and made several extensions
and improvem ents. M r{~.$nhth· is secretary of the Pennsyl
vania ~tree t Railway .N!so'ciation. Mr. Smith has not yet 
made his plans for the future, but expects to remain in the 
electric railway field. 

Mr. L. B. Stillwell has been nomin ate d as president of the 
A merican Institute of Electrical Engineers, by a number 
o_f m embers of that association. In a circular, with 30, 
signatures, issued Jan. 22, the qualifications of Mr. Stillwell 
are given as follows: "As the time is approaching when the 
m embers of th e American Institute of Electrical Engineers
must ca st their nomination ballo t s for the various offices
to be filled, we, the unclersignecl, dee m it an appropriate 
time to sugg<;s t that Mr. Lewis B. Stillwell, of New Yorkr 
is eminently qualifi ed for the office of presiclen t of the 
institute. As is well known, Mr. Stillwell's reputation as
a consulting elec trical engineer is of the highest type. He 
is responsible for much of the most important and pro
gressive work clone in this country in electric tractionr 
steam and hydro-electric power generation in large plantsr 
the standardization of practice ' and the industrial use of 
elec tric power on a large scale. Mr. Stillwell has been 
intimately associated with the Institute work, not only as & 
notable contributor of papers and discussions, but as man
ager, vice-p r esident, m ember of the board of examinersr 
member of the committee on stanclarclization, the committee 
of code of ethics, th e international electrochemical com
mission and an active member of th e building fund commit
tee. At the solici tation of many of hi s friends Mr. Stillwell' 
has con sented t o become a cancliclate for the presidency. 
We trust that you will be able t o vote for his nomination 
and e lection and further will u se your good offices with 
others w ith whom you come in contact." 

Mr. Ernest Gonzenbach, vice-pr esident and general man
age r of th e Sheboygan Light, Power & Railway Companyr 
Sheboygan, Wis., was ele¢:tt~: presiclent of the Northwest
ern E lectrical Assoc iation ~11,;.th e annua l convention of that 

body, held at the Hotd 
Pfister: Milwaukee, Wis.r 
on Jan. 20 and 21, 1909. 
A lthough Mr. Gonz en
bach's reputation has beerr 
largely made in the elec
tric railway field, he has
demonstrated since taking 
hold of the Sheboygan 
Light, Power & Railway 
Company, his ability also 
to handle electric lighting 
problems in a broad wayr 
and is one of the few 
m anagers who combine 
well t h e ability and will
ingness to give attention 
t o details of both railway 
and lighting work. Mr. 
Gonzenbach is Swiss by 

E. Gonzenbach birth and education, but 
came to this country im

mec_l iate ly . aft er leaving school. After an electrical ex
perience m powe r-house work in Chicago he com
pleted the T homson-Houston expert course at Lynn, Mass. 
In 1895, as electrical engineer in St. Johnsbury, Vt., he 
constructed several elec tric light and t ransmission plants 
in that vicinity. In 1898 he entered the employ of the 
Westinghouse E lectric & Manufacturing Company, and in 
1900 became e lectrical engineer of the Albany & Hudson 
Railroad, on e of the early third-rai l roads. Subsequently 
he accepted a similar position with the Aurora, Elgin & 
Chicago Railroad, then under construction. He has been 
at Sheboygan as general manager since Jan. 1, 1905. Mr. 
Gonzenbach has a lways t ak en an active interest in the 
affairs of the American Street Railway Association and its
successor, the A merican Street & Inter.urban Railway As
sociation, and at th e meeting of th e American Street _& 
Interurban Railway Transportation & Traffic Association 
last October presented a paper entitled "How Can the 
Small Road Best Promote Traffic and Increase its Revenue?" 

OBITUARY 
Lucius T. Gibbs, electrical engineer of the Baltimore & 

O hio Railroad, Baltimore, Mel., died on Jan. 22 at his home 
in Green Spring Valley, Pa., of pneumonia. Mr. Gibbs 
was born in New York in 1869. He served as an appren
tice in the m achine shop of the Otis Elevator Company and 
was assistant to the mechanical engineer of the Chicago, 
Milwaukee & St. Paul Railway. He was graduated at Cor
n ell U niversity in 1891, and afterward made electrical en
gineer of the :Milwaukee Electric Railway & Light Com
pany. He was also vice-president and chief engineer of the 
Gibbs Electric Company. Milwaukee. 
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ConstrucUon News 
Construction News Notes are classified 

fog alphabetically by States. 
An asterisk (*) indicates a project 

reported. 

under each head-

not previously 

RECENT INCORPORATIONS 
*Montana Rapid Transit Company, Wilmington, Del.

This company has been incorporated in De laware to con
struct and operate electric railways. Capital stock, 
·$5,000,000. 

Waukegan, Rockford & Elgin Traction Company, Wau
kegan, Ill.-Incorporated in Illin ois to construct an elec
t ric railway from Waukegan to W oodstock, Marengo, Rock
ford, Belvidere, Elgin, Antioch and Milburn. Principal 
office, Waukegan. Capital stock, $1,500,000. Incorporators: 
Robert D. Wynn, Clair C. Edwards, John D. Pope, Fred 
Bairstow and Dr. John C. Foley, all of Waukegan. [E. R. 
J., Jan. 16, '09.] 

*Missouri & Cameron Railway, Kansas City, Mo.-This 
,company has been chartered in Missouri to construct a road 
from the Missouri River in Platte County through Kirks
ville and Smithville to Lathrop, a distance of 35 miles. 
Capital stock, $350,000. Incorporators: William W. Lewis, 
Charles 0. French, William A. Medill, Fred. M. Titus and 
N. S. G. Peabody, all of Kansas City. 

*Traction Development Company, Elizabeth, N . J.-This 
company has been incorporated in New J ersey for the pur
pose of securing franchises, rights of way and engineering 
plans for the Elizabeth & Amboy Traction Company, which 
proposes to opera te an elec tric railway between Elizabeth 
and Perth Amboy. Capital stock, $rno,ooo. Incorporators: 
Richard F. Pettigrew, Richard M. Montgomery, Dr. H. B. 
Hoagland, W. J. Lansley, C. A. Trimble and P. A. Peter
son. Percival E. Jones, 27 Pine Street, New York, N. Y. , 
general counsel. 

*Cobourg, Port Hope & Havelock Electric Railway, Co
bourg, Ont.-Application has b een made t o the Ontario 
Legislature by G. H. A. Ward for a charter for this com
pany to build a road connecting Port Hope and Cobourg. 
extending across the country to Warkworth and Camp
bellford, and on to H ave lock, thus connecting the lake 
front towns with th e Canadian Pacific Railway. A branch 
line will also be built from Cobourg to Gore's Landing. 

FRANCHISES 
*Globe, Ariz.-A petition has been presented to the 

Globe City Council asking that a franchise be granted to 
N. L. Amster for the building of a street railway in Globe. 

Wallace, Idaho.-W. J. Hall, representing the Spokane
Wallace Electric Railway, has asked the City Council to 
re-enact the franchise granted the company two years ago 
and which was forfeited in January, 1908. The company 
plans to build an electric ra-ilway r adiatin g from Wallace 
to Burke, Mulla, Kellogg and eventually to Spokane. 

Bloomington, Ill.-The Bloomington & Normal Railway 
& Light Company has petitioned the City Council for a 
franchise to build a number of new lin es in Bloomington. 
The Bloomington & Normal Company is owned and oper
ated by the Illinois Traction System. 

Cedar Rapids, Ia.-The Cedar Rapids & Marion City 
Railway has presented three ordinances to the City Council 
which will provide for th e construction of a number of 
new lines in Cedar Rapids. The first ordinance presented 
gives th e company the right to build a double track com
mencing at its present termina l at O Avenue and Seventh 
Street West, thence along Eighth Street West, through the 
Ellis addition as now platted to Ellis Park. There is a 
provision for a 15-minute service between the dates of 
May 15 and Oct. 15. The second ordinanc e gives the com
pany authority to build a double track from the intersection 
of Second Street and Third Avenue West, along Third 
Avenue to a point 200 ft. west of the West line of North 
Fifteenth Street West, with a "Y" ext ending n orth into 
said North Fifteenth Street for a distance not to exceed 
200 ft. The third ordinance gives the company authority to 
make several extensions and improvements of its existing 
lines. 

Cherokee Kan.-The Joplin & Pittsburg Elec tric Railway 
has been g;anted a franchise by th e City Council of Chero
kee for the construction of its line into that town. The 
franchise calls for the completion of the road from Weir 
Junction into Cherokee, a distance of S miles , inside of six 
months. 

Bangor, Maine.-An offer ha_s been made _to the City 
Council whereby the Bangor Railway & Electric Company, 
in exchange for a 50-y<':ars' extension of franchis_e, agrees to 
build two steel spans m the Bangor-Brewer bridge and to 

put the piers and abutments in proper condition, also to 
transport free all gravel and other material used on the 
city streets. 

St. Louis, Mo.-The St. Louis, Creve Cceur & Western 
Railway, Clayton, Mo., has been g ranted a 50-year fran
chise by the County Court. The road will run from the 
city limits at Etzel Avenue to Creve Cceur Lake. It will 
run over a private right-of-way to Studt's Park. The 
stockholders of the St. Louis, Fern Ridge & Western Rail 
way, which obtained a franchise over the same route three 
years ago, fil ed a statement waiving all further right to the 
franchise. [E. R. J., Jan. 23, '09.] 

Springfield, Mo.-A bill has been introduced in the City 
Council granting the Springfield Traction Company a fran
chi se to extend its line to the State Normal school. 

Great Falls, Mont.-The City Council has adopted the 
proposed franchise to G. Calvin Bower and associates for 
the construction and operation of an electric railway into 
and through the city of Great Falls and has called a special 
election for Feb. 15 at which time it will be submitted to 
the freeholders of the city. [E. R. J., Aug. 29, '08.] 

Camden, N. J.-An ordinance will be introduced in the 
Camden City Council on Jan. 281 granting the Camden & 
Delaware Tunnel Company a franchise for the construction 
of its tunne l under the Delaware River, extending from 
Philadelphia to Camden. 

Morristown, N. J.-The Morris County Traction Com
pany has been granted an extension of time of one year in 
which to complete the new line between Milburn and 
Maplewood. The company has cars in operation on a 
single track between the two towns. 

Brooklyn, N. Y.-The Board of Estimate & Apportion
ment has granted the Brooklyn Heights Railroad a fran
chise to build a street rai lway on Livonia Avenue. 

Elmira, N. Y.-The Ashland Town Board and the Wells
burg Valley Board have granted the Elmira, Corning & 
Waverly Traction Company a 60-year franchise for the 
construction of its line through these towns. In return for 
the franchises the company agrees to rebuild and maintain 
th e Narrows highway east of Wellsburg. The village and 
town concede the_ 25-cent fare for round trip from Wells
burg to Elmira, with one transfer on the round-trip ticket 
or two transfers if the 15-cent one-way fare is paid by the 
passenger. It is also agreed that the road shall be com
pleted and in operation not later than Dec. 11 1909. The 
company has only about 3½ miles of track to lay in order 
to open the road to traffic. 

Forestville, N. Y.-The Buffalo & Lake Erie Traction 
Company h as applied to the Town Council for a franchise 
to build a street railway in Forestville. It is stated that 
the company is formulating plans for the construction of an 
extension b etween Silver Creek and Forestville. 

Salisbury, N. C.-The Rowan County Commissioners have 
granted the P iedmont-Carolina Railway a franchise for the 
building of an electric railway from Salisbury to China 
Grove and Landis, 9 miles south of Salisbury, and to 
Spencer, also to the Yadkin Valley fair grounds, 2 miles 
north. Work has already been begun on the road. [ E. R. 
J., Aug. 29, '08.] 

*Eugene, Ore.-Application has been made to the County 
Court by George M. Miller, J. W. Zimmerman, Charles H. 
Fisher and F red Fisk, all of Eugene, for a franchise to 
construct and operate an electric railway between Eugene 
and Florence. 

Waynesburg, Pa.-F. P. Marr, representing the West 
Pen n Railways. has applied to the City Council for a 
franchise for the company to construct a line over certain 
streets of the borough. 

*Temple, Tex.-Max Elser, New York, N. Y., has filed 
an application with the City Council for a franchise to 
construct and operate a street railway in Temple. The 
franchise is to extend for a period of 30 years. 

Bellingham, Wash.-The City Council has granted A. J. 
Craven and J. W. Welch, r epresenting the Nooksack Valley 
Traction Company, a 30-year franchise for the construction 
and operation of an electric railway in Bellingham. [E. 
R. J., Nov. 21, '08.] 

Cle Elum, Wash.-The City Council of Cle Elum ha s 
granted Frank S. Farquhar, Tacomd;, a _franchis_e for a 
period of 30 years to operate an electric railroad w1thm t~e 
limits of Cle Elum. The name of the company that will 
operate the lin e is the Cle Elum-Roslyn Electric Railway 
& Power Company. The electric road is proposed to con
nect with the Milwaukee Railroad at South Cle Elum, 
and will enter Cle Elum on Oakes Avenue; a steel bridge 
will be erected at that point across the Yakima River and 
conn ect South Cle Elum and Cle Elum. The road will 
cover the principal streets of Cle Elum and leave the city 



214 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 5. 

from First S tree t a nd follow the county road to Roslyn 
and operate on the streets of Roslyn and leaving the city 
on the north, fo llowing the county road to Ronald, and 
Jon esvi lle, and then on up to the head of Cle Elum Lake 
a distance of IO miles from Ros lyn. [E. R. J ., D ec. 26, '08. ] 

TRACK AN D ROADWAY 
Sheffield (Ala.) Company.- Announcement is made tha t 

this company has a p lan under consideration for the ex
tension of its railway system to the F lorence University, 
in East F lore nce, a di stanc e of about 2 miles n orth of 
·Florence. 

*Yellville, Ark.- It is stated that the Commercial Club 
of Yellville is int erested in the construction of a street 
railway from the city square to the depot. A committee 
consisting of W. E. Layton, S. W. Woods and A. W. Estes 
has b ee n appointed to draft an ordinance to be presented 
to the City Council for passage. 

Carlyle & St. Louis Electric Railroad, Carlyle, Ill.- An
nou_ncement is m ade tha t t he direc tors of th is company have 
decided to start at once the work of obtaining the right-of
way for the electric rai lway which is to extend from Carlyle 
to Lebanon and through the cities of Beckemeyer, Breese, 
Aviston, Trenton and Summerfield. Surveys have already 
been m ade and the franchises secur ed in all the t owns 
through which the road wi ll pass. [S. R. J ., Oct. 19, '07.] 

Du Page Railroad, Naperville, 111.-It is stated that this 
com pany expects to build during this year an elect ric rail
way from W heaton to Naperville and Plain fie ld. Capital 
stock, $25,000. Officers: Asa M. Royce, president; Alvin 
Scott, vice-president; W. F. Keeney, secretary and treas
urer, a ll of Naperville. 

Murphysboro (Ill.) Street Railway.-Thi s company an
nounces that it wi ll award contracts during the next two 
month s for the construction of three-quarters of a mile 
of new track. 

Woodstock & Sycamore Traction Company, Woodstock, 
Ill.-This company whi ch is building an electric railway 
between the cities named in the title, has filed a t ru st deed 
in favor of the Metropolitan Trust & Savings Bank, Chi
cago, in comp liance with a resolu tion adopt ed at a recent 
meeting auth orizing a loan of $700,000 with which to com
plete the road. Charles A. Spenny, 1210 Tacoma Building, 
Chicago, secretary. [ S. R. J ., April 25, '08. ] 

Evansville, Suburban & Newburg Railway, Evansville, 
Ind.-At a meeting of people int er ested in th e extension 
of this company's lines from Boonville through Lynnville 
to Oakland City, a committee was appoint ed to consult 
with the company. It is stated that Hart Township wi ll 
vote a subsidy in order to have the line extended to that 
territory. 

Burlington-Bonaparte Interurban Railway, Burlington, 
Ia.-E. E. Egan writes that plans are under way fo r the 
financing of this proposed interurban railway. It will con
nect Burlington, Augusta, D enmark and Ft. Madison. J. 
A. J ohnso n, Bonapa rte, president; J . Bland, Burlington, 
vice-president; E. E. Egan, Burlingto n, secretary and treas
urer. [S. R. J., June 29, '07.] 

Des Moines, Winterset & Creston Electric Railway, Des 
Moines, Ia.-L. H. H ixson writes that this company will 
commence work during this year on its proposed electric 
road, which is to extend from Des Moines to Winterset, 
Macksburg and Creston, Ia. It will be 60 mi les in length. 
The company expects to furnish power for li ghting. Head
quarters, Iowa Loan & Trust Building, Des Moines. Of
ficers: W. D. Skinner, Des Moines, president; E. B. Steere, 
Des Moines, vice-president; Milo Ward, Des Moines, sec
retary; S. D. Alexander, Winterset, treasurer; L. H. Hix
son, D es Moines, general manager. 

Kentucky Central Traction Railroad, Loui sville, Ky.-G. 
J. Lampton, Louisville, president and general manager of 
this company, writes that it has not yet been decided 
when contracts will be let for the construction of this 
40-mile electric road. which is to connect West Point, Eliz
abethtown, Howard. Vine Grove and Hogdonville. Capital 
stock authorized, $500,000. 

New Orleans Railway & Light Company, New Orleans, 
L a.-This company has begun th e construction of a new 
line to be known as the Orleans r ail way extension. It 
will consist of 1½ miles of double track on Broad Street 
from Laherp e Avenue to St. Bernard Avenue, and on St. 
Bernard Ave nue from Broad Street to Villere Street, laid 
w.i th 80-lb. T-rail. The O rleans Railroad. one of the sub
sidiary companies of th e New Orleans Railway & Light 
Company, is the owner of the fr anchise , and the work will 
be done by the New Orlea ns Railway & Light Company. 

Twin City General E lectric Company, I r onwood, Mich.
This company will shortly place contracts for m aterial to 

be use d in the construction of a 7-mile extension fro m Iron
wood to Bessem er, M ich. 

Gulfport & Mississippi Coast Traction Company, Gulf
port, Miss.-This compa ny expects to place contract s dur
mg the next th ree weeks fo r th e cons t ruc ti on of 5.7 miles 
of t r ack and for the necessary overhead material. 

Ka~sas City & Ola~he Electric Railway, Kansas City, Mo. 
-Thi s company w hich opera tes an in terurban line from 
Roseda le to Merri am and Shawnee, has begun the work of 
g rading on another m ile of th e road west of Shawnee. 

Kansas City & Southeastern Traction Company, Kansas 
City, Mo.-Thi s company is r eported to have completed 
t he fina l survey fo r t he proposed electr ic road between 
Kansas City a nd Lone J ack. It is one of the sever al di
visions to be built which will r esu lt in a through line from 
Kan sas City to J effe rson City, with two or three branc h 
lines. The main line will pass th rough K ansas City 
through Leeds, Raytown, Little Blue, Lee's Summit, L on e 
Jack, Warrensburg and Sedalia to J efferson City, 125 mil es. 
T~ere wi ll be a branch line 15 miles long fr om L ee's Sum
mit to Greenwood, P leasant Hi ll and H arrisonville. 
Anot_her bran.ch wi ll run fro m Pittsville throug h Holden, 
24 miles to Clinton. The proposed system has been divid ed. 
Th e first division includes the line from K ansas City to 
Lone J ack, 30 miles. This is to be bui lt fi r st. In this 
division are th e b ranch lines from Lee's Summit to H ar
risonvi lle, and the one fro m Pittsville to Clin ton. T he 
second division includes that part of the lin e fr om Lone 
J ack t o Warrensburg, 24 miles. The third division is from 
Warrensburg to Sedalia, 30 miles, and the four th division 
from Sedalia t o J effers on Ci ty, 6o miles. It is said that the 
project has b een financ ed. Officers: Charles A. Sims, presi
dent; C. G. Minturn, secretary; B. F. Shouse, t reasurer; 
J. C. H erring, chief engineer. [E. R. J., Oct . 3, '08.] 

Mexico, Santa Fe & Perry Traction Company, Mexico, 
M o.- Thi s company, which plans to construct a 25-mile 
electric ra ilway to connect Mexico and Perry, is und er
stood to be desirous of arranging with an engineering a nd 
contracting firm for th e completion of its project. R. E. 
Race, auditor. 

Missoula & Bitter Root Traction Company, Hamilton, 
Mont.-E. 0. L ewis advises that constructio n will be 
started this summer on the electric railway proj ected by 
this company b etween Missou la, Florence, Stevensville; Cor
valli s and H amilton, a distance of 42 miles. Capital sto ck 
au tho rized, $20,000; issued, $10,000. Officers: J . L. Hum
ble, Corvallis, president; D. R. Beck, Missoula, vice-presi
dent; E. 0. Lewis, Steve nsville, secretary and t reasurer. 
[S. R. J ., J an. 4, '08.] 

Hornell, Bath & Lake Keuka Railway, Hornell, N. Y.
The Cou rt of Appeals has h anded down a decision permit
ting this company to have a r ehearing before the Pub lic 
Service Commission, of the Second District, on it s app li
cat ion for authority to construct an elec tric railway fr om 
Hornell to Bath, a distance of ,i6 miles. 

Syracuse (N. Y.) Rapid T ransit Railway.-It is reported 
that this company w ill build a new line th rough Gr een 
Street and Robinson Street and Shuart Avenue. It is 
said that the company has set aside the sum of $160,000 for 
th is improvement. 

Swananoa Valley Company, Asheville, N . C.-J. M. 
Chile s writes th a t arrangements have been made wh ereby 
th is compaHy will shortly place a proposition before some 
capita li sts for the financing of a n electric road which is 
to be constructed between Bilfmore and Montreat. I t is 
expected that construction wi ll be started this spr ing. Of
ficers: F. T. Merriwether, president; W. R. W hitson, vice
president; J. M. Chiles, secretary and treasur er, all of 
Asheville, N. C. [S. R. J., Dec. 5, '08.] _ 

O berlin & Lor ain Railway, Oberlin, Ohio.-The ELECTRIC 
RAILWAY JOURNA L is advised t hat it is the p lan of th is com
pany to begin th e costruction this year of a gasoline motor 
operated line b etween Oberlin, North Amherst, South Am
herst and Lorain. Office, 7 South Main Str eet, Oberlin . 
Officers: W. F. Stanley, Conn eaut, Ohio, pr esident ; C. R . 
Summers, Oberlin, secretary; George C. W. West ervelt, 
Oberlin, treasurer. 

Wooster & Mansfield Electric Railway, Mansfield, Onio. 
-David Coll ier wr it es tha t th is company contemplates the 
construction of an electr ic road, 41.5 miles in leng th, con
necting Wooster, Shreve, Big Prairie, Lakeville, L ondon
ville, Perrysville, Lucas and Mansfield . Catenar y co.nstruc
tion will be used. The power plant will be er ected at Lon
donville. The company expects to fu rnish power for 
lighting. Odell's L ake. c1: n amus ement r esort, will ~e 
reached by the road. Capital stock authorized, $30,000 ; is
sued $10,000. Bond s auth orized, $1,000,000. Officers : B. 
L. Chase, Ma nsfie ld , president; David Collier, Plimpton, 
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vice-pres ident and general manager; D. M. Graven, Lon
donville, secretary ; Charles Brumfield, Mansfield, treasurer. 

Central Crawford Traction Company, Blooming Valley, 
Pa.-Announcemen t is m ade th at this company is plann ing 
to begin the construction of its proposed electric road 
this spring. It will be about 28 mi les in length, connect
ing Meadvill e and Titusville. Officers : Dennis Smith, Guy 
Mills, Pa., president; Henry D ewey, Blooming Valley, Pa., 
vice-pres ident ; J. W. Heard, Blooming Valley, secretary 
and treasurer. [S. R. J., Jan. 25, '08. ] 

Easton & South Bethlehem Transit Company, Easton, 
Pa.-Gov. Stuart has approved of the extension of this road 
from Lower Saucon Township to Northumberland H eights, 
part of the new lin e being over the tracks of the Lehigh 
Valley Transit Company on Fourth Street, Northampton 
Heights from Bessem er Street to Anthracite Street. The 
new line will be 6493 ft. long. The L ehi gh Valley Transit 
Company has consented to the use of this portion of its 
system, subj ect to all rese rvati ons in agreement made D ec. 
12, 1908. 

New Castle & Beaver Falls Street Railway, Beaver Falls, 
Pa.-Jordan Johnston, one of the promoters of this pro
posed electric railway, states that construction will be 
started this spring. Nearly a ll of the right of way has 
been secured. The road will be 22 miles in length, ex
tending from Beaver Falls to Kopple, Wampum, West 
Pittsburg and New Castle. It will also reach Rock Point, 
Cascade and Morado Parks. C. Strohecker, Zel ienop le, gen
eral manager. Headquarters, Suite 410, Magee Building, 
Pittsburg, Pa. [E. R. J., D ec. 5, '08.) 

Philadelphia & Garrettford Street Railway, Philadelphia, 
Pa.-This company, which is a subsidiary company of the 
Philadelphia & W est Chester Traction Company, has filed 
an extension of its chartered route, with the Secretary of 
State, connecting the borough of Lansdowne with the 
present tracks leading t o th e Sixty-ninth Street terminal 
station and the Market Street elevated line of the Phila
delphia Rapid Transit Company. 

Bryan, Tex.-Hon, W. C. Davis, Brazos, has introduced 
a m easure in the Texas legisla ture to provide for the con
struction of an electric railway by the State between Bryan 
and the State College near that city. [E. R. J., Sept. 26, 
'08.) 

Rutland Railway, Light & Power Company, Rutland, Vt. 
-This company is in the market for 5000 6-in. x 6-in. 8-ft. 
oak ties. 

Milwaukee Electric Railway & Light Company, Mil
waukee, Wis.-The Wisconsin Railroad· Commission has 
given this company a certificate of necessity and conven
ience, authorizing the proposed north extension of• the line 
from Wauwatosa to Oconomowoc, via Elm Grove and the 
northern shores of the Oconomowoc lakes. It is stated 
that the construction of the line will be commenced next 
summer. The road will pass through Elm Grove, Brook
field, Duplain ville, Pewaukee, Hartland, Nashotah, N ago
wicka, Giffords and thence to the city of Oconomowoc. 

SHOPS AND BUILDINGS 
Terre Haute, Indianapolis Eastern Traction Company, 

Richmond, Ind.-This company announces that it has 
selected a site in the north part of Richmond and plans a r e 
being made for th e construction of a modern freight depot. 

Gulfport & Mississippi Coast Traction Company, Gulf
port, Miss.-This company will soon award contracts for 
the erection of a small ca r hous e, in which will also be 
located an office and tran sformer station. The company 
will also build a new battery house. 

Rutland Railway, Light & Power Company, Rutland, Vt. 
-This company announces that it wi ll purchase woodwork
ing machinery within the next few weeks. 

POWER HOUSES AND SUBSTATIONS 
Twin City Electric Company, Ironwood, Mich.-An

nouncement is made that this company will repair its trans
mission line and install new machinery in its power plant. 
A contract will be placed during the next 30 days for one 
150-kw, 2300-600 volt, three-pha se generator, also one 200-
hp, 500-volt a.c. to d.c. motor generator. 

Warren (Pa.) Street Railway.-This company has re
cently awarded a contract for one 730-hp horizontal, double
acting Westinghouse gas engine, direct connected to a 500-
kw a.c. Westinghouse genera tor. 

Parkersburg, Marietta & Interurban Railway, Parkers
burg, W. Va.-Announcement is made that this company 
will build a small power plant between Parkersburg and 
Marietta on the Ohio side of the Ohio River to take care 
of increasing business. 

Manufactures & Supplies 
ROLLING STOCK 

Cheyenne (Wyo.) Street Railway has purchased one 
double- truck car from Arthur S. Partridge, St. Louis, Mo. 

Galveston Electric Company, Galveston, Tex., may be 
in the market for new equipment in 1909, although no defi
nite plans have been formulated as yet. 

Albany & Hudson Railroad Company, Hudson, N. Y., is 
in the market for nine interurban cars. Specifications will 
be furni shed by R. H. Smith, general manager. 

Edmonton Radial Railway, Edmonton, Alberta, Can., 
has ordered one double-truck snow sweeper from the Mc
Guire-Cummings Manufacturing Company, Chicago. 

Southwestern Wisconsin Railway, Madison, Wis., will 
soon order one sample car fnr fa rly delivery, and will later 
purchase several additional cars built on the specifications 
made for the sample car. 

Ohio & Michigan Southern Railroad, Chicago, Ill., is 
planning to purchase electric cars early in the spring. 
Curti s W. Steudel, Chicago, Ill., is supe rintendent of con
struction of this new road. 

Illinois Traction System will purchase 20 or 25 cars for 
operation on its line entering the St. Louis terminal and on 
the bridge whic h is being built by the company over the 
;Vfississippi River at St. Louis. 

Stone & Webster Engineering Corporation, Boston, 
Mass., is drawin g specifications for 50 new cars to be used 
on the various tract ion lin es which the corporation controls. 
These cars will be of various typ es, suited to the needs of 
the different lin es. 

Geneva, Waterloo, Seneca Falls & Cayuga Lake Traction 
Company, Seneca Falls, N. Y., is drawing specifications for 
four double-truck and four single-truck cars. Bids will be 
asked for these within a few weeks. The ge neral manager 
of the line is W. C. Gray, Seneca Falls, N. Y. 

Omaha & Council Bluffs Street Railway, Omaha, Neb., 
is preparing specifications for 25 large cars, which will be 
constructed in the company's shops. This is following out 
the announced policy, referred to in the ELECTRIC RAIL
WAY JOURNAL of Nov. 21, 1908, of building 25 cars an
nually. 

Aurora, Elgin & Chicago Railway, Chicago, Ill., will re
ceive early in February 25 trucks built by the Pullman 
Company. This order was noted in the ELECTRIC RAIL
WAY J OURNAL Sept. 19, 1908. The center plates for these 
trucks will be the T. H. Symington Company ball-bearing 
type. 

Buffalo, Lockport & Rochester Railway, Buffalo, N. Y., 
whic h was referred to in the ELECTRIC RAILWAY JouRNAL as 
bein g in the market for cars, has ordered 15 cars from the 
Cincinnati Car Company for interurban service. The cars 
w ill be equipped with Baldwin trucks and Westinghouse 
air brakes. 

Buffalo Southern Railway Company, Gardensville, N. Y., 
a lin e that reaches Erie County Fair Grounds and Lein's 
Park, Buffalo, will soon be in the market for eight open 
cars of large size. It is said that the specifications for 
t hese cars have been prepared, but the company has not 
yet asked for bids. 

Rochester (N. Y.) Railway will close within a few days 
the contract for the four interurban cars which were re
fe rred to in the ELECTRIC RAILWAY JOURNAL of J an. 16, 1909, 
and also a contract for 25 city cars, specifications for which 
were issued last we ek. The city cars will be built with the 
pay-as-you-enter platforms. 

Illinois Traction System, Champaign, Ill., is rebuilding 
all of its drop platform through service cars by extending 
the car floors and sills and raising their platforms so that 
the vertical plane type of couplers may be used. The 
bumpers of the cars will be built out to a radius of 4 ft. 
IO in. to accommodate the installation of radial draw 
bars. End doors wi ll be provided on all of the pas
senger cars to facilitate train operation. The cars that 
are being r ebuilt include IO passenger, IO motor express 
and 6 trail express cars. 

Chicago Railways Company, Chicago, Ill., has received 
from the Pullman Company 250 of the original order of 
600 cars. The work of building the remaining 350 cars is 
progressing rapidly, and delivery will be made as fast as 
poss ible. It is reported that th e railway company's en 5 i
neers are workin g out the details of specifications under 
which an additional 550 cars will be built, though, it is said, 
the order for these equipments will not be placed until the 
50 steel cars, which are being built by the Pressed Steel 
Car Company, are re ceived and tried out. 
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TRADE NOTES 
G. A. Dentzell, Philadelphia, Pa., a pioneer manufacturer 

of carousels and oth er amusement devic es died at his home 
in Philadelphia on Jan. 21. ' 

Col. Giles S. Allison, New York, N. Y., ha s recently 
secured the sales agency for Dossert & Company, New 
York, w ho manufacture the well-known D ossert cable 
joints, taps and specialti es. 

_Henry F_. Kellogg, w ho .for many years was connected 
with the railway department of th e Frank Ridlon Company. 
Boston, Mass., died on Jan. 16. Mr. Kellogg was well 
known among the railway and supply men in the East. 

Bureau of Manufactures, Washington, D. C., has received 
an i~quir): from. a Latin-Am~rican city concerning the 
electnficat10n of its h orse-car Imes. Informat ion concern
ing this app lication w ill be furn ished on applic ation to the 
bureau. 

Buda Foundry & Manufacturing Company, Chicago, Ill. , 
announces that F. E. Place, formerly general superinten
dent of the company, has been appointed gene ral m anager, 
and wi ll have charge of the se llin g and manufacturing de
partments. 

American Bridge Company, New York, N. Y., announces 
the removal of its New Orleans office from the Hennen 
Building to the Maison Blanche Building on Feb. r. The 
general offices of the company in New York are in the H ud 
son Terminal Building, 30 Church Street. 
. American Specialty Company, Chicago, Ill.-A paragraph 
m the ELECTRIC RAILWAY JOURNAL fo r Jan. 16 erroneously 
announced that Warren Webster & Company, of Camden, 
N. J., had taken over the business of the Ame rican Supply 
Company, Chicago. The company taken over was the 
American Engineering Specialty Company. 

Dossert & Company, New York City, r eport the receipt 
of orders from the Chicago City Railway Company for 200 
solderless connectors for 1,000,000 circ. mil feeder cable, 
also cable taps for the Winona Railway & Light Company, 
Winona, Minn., and Dossert feed-in taps for overhead trol
Ier lines from the City Railway Company of Jackson, 
Miss. 

Cherry River Boom & Lumber Company, Richwood, 
W. Va., advises that it furnished 4000 Cherry River poles 
to the Pittsburg, Harmony, Butler & New Castle Railway. 
A description of this road was given in the ELECTRIC 
RAILWAY JOURNAL of Jan. 16. Some of these poles are 
shown in the illustrations published in connection with the 
article referred to. 

Mathias Klein & Sons, Chicago, Ill., have shown a t the 
Chicago Electrical Show during the past two weeks a full 
line of Klein products for electric transmission lin e and 
railway con struction and maintenance work, as well as tools 
of general utility for the use of electric light and electric 
railway men. This company claims to be the pioneer 
manufacturer of this class of tools. 

United States Brake Shoe Company, Corry, Pa., has ap
plied for a charter in Pennsylvania. The n ew company has 
a capital of $100,000 and will manufacture brake shoes for 
steam and electric railway cars. The officers are Louis 
Strueber, Erie, Pa., president; J. F. Austin, Corry, Pa., 
secretary and treasurer; J. J. Ressler, Corry, Pa., general 
manager. The company's plant will be erected either in 
Corry or Erie, Pa. 

Dearborn Drug & Chemical Company, Chicago, Ill., an
nounces that Edward C. Brown, manager of it s Hawaiian 
office, 42 Queen Street. Honolulu, is making an extensive 
Oriental trip of three or four months, during which h e w ill 
visit Japan, the important sea coast cities of China, Aus
tralia, the Philippines, Java and othe r important islands in 
the Pacific Ocean. Mr. Brown ha s successfully handled the 
Dearborn company's business in the Hawaiian Islands sin ce 
that department was opened. some IO years ago. 

Sherwin-Williams Company, Cleveland, Ohio.-At a re
cent meeting of th e directors of this company William H. 
Cottingham was elected president, succeeding H. A. Sher
win, who remains with the company in the capacity of 
chairman of the board of directors. Mr. Cottingham has 
been actively associated with the Sherwin-Williams Com
pany for 20 years. For a time he had charge of the Cana- • 
dian branch, but for the past ro years he has b een general 
manager, with headquarters at Cleveland. Mr. Cottingham 
is the author of a well-known book for the information and 
instruction of salesmen. At present he is in Europe on 
business for the company. 

Wagner Electric Manufacturing Company, St. Louis, Mo., 
has cpened a sales office in the Trust Building, Charlotte, 
N. C., to assist in caring fo r its rapidly growing South
ern business. T he Wagner Company's other office in the 
South is in Atlanta, Ga. The factory and main office, as is 

well known, are in St. Louis. E. W. Goldschmidt, New 
Y <;irk manager of the company, and formerly of Chicago, 
sailed from Antwerp on Jan. 16 for the United States, after 
a four months' vacation. Mr. Goldschmidt, after spending 
about two months in Southern Italy, toured the Continent 
by automobile. Fortunately, he left Italy before the re
cent earthquake. 

Massachusetts Chemical Company, Walpole, Mass., an
nounces that Frederick J. Gleason, vice-president and gen
eral superintendent of the company, whkh owns and oper
?-tes t~e ':Valpole Rubber Wor~s, has made an important 
mvent10n m the rubber goods !me. Patent No. 910,307, is
sued J an. 19 to Mr. Gleason, reveals this process, which is 
the forming of hollow rubber goods having a fixed mechan
ical strength over a core which fuses at the temperature at 
which rubber vulcanizes. By Mr. Gleason 's method auto
mobile tires, hot-water bottles, etc., may now be formed 
to any ?esired thickness and strength over a solid core, 
and subJected to any pressure, and aft er vulcanizing the 
core is removed in the form of liquid meta l. 

H . A. Goode, secretary, Hudson & Bowring Company, 
Ltd ., Manchester, England, who is on another visit to 
t his country, reports that notwithstanding the business 
depression, and the fact that the output of cars was quite 
small in all the car building works in England, his com
pany had the best year in its history. A large number of 
foreign orders were filled, indicating that there is a demand 
fo r the H-B wheel guard all over the world. While in this 
country, Mr. Goode will make his headquarters at the 
offices of Wonham & Magor, 29 Broadway, New York 
City, who have the Ame rican rights for the manufacture 
and sale of the H-B wheel guard. A description of the 
wheel guard appeared in the ELECTRIC RAILWAY JouRNAL of 
Dec. 26, 1908. 

ADVERTISING LITERATURE 
Railway Equipment Company, Portland, Oregon.-This 

company is sending a lar ge business calendar to the trade. 
The Deming Company, Salem, Ohio.-A new catalog of 

spray pumps and appliances made by this company is ready 
for distribution. 

Blake Signal & Manufacturing Company, 246 Summer 
Street, Boston, Mass.-This company has just issued a new 
folder devoted to soldering flu x, and quoting a new scale of 
prices which went into effect Jan. 15, 1909. 

Pacific Electric Heating Company, Ontario, Cal.-The 
January number of this company's monthly bulletin Hot 
Points, explains t he advantages of electric flatirons at home 
and in the tailoring shop. 

The Nichols-Lintern Company, Cleveland, Ohio.-The 
company ha s issued a catalog which describes its pneu
matic sanding devices and gives instructions for using them. 
An insert describ es the J ewe tt anti-telescoping cast st eel 
drawhead and bumper plate. 

National Tube Company, Pittsburg, Pa.- A new illus
trated catalog of this company de scribes the processes 
of making Shelby hot- and cold-d rawn seamles s steel tubes. 
A feature of this catalog is a li s t of ove r 700 uses to 
which the product de scribed has been put in manufactures. 

Crane Company, Chicago, Ill.-V alve World for December, 
which is issued by this company, contains a number of 
articles on modern foundry processes. T he concluding 
article by R. Crane, on "Some Fallacies of Education," is 
devoted to a discussion of agricultural colleges and experi
m ental stations. 

Keystone Lubricating Company, Philadelphia, Pa.
"Grease Versus Oil" is the title of a bo oklet by this com
pany containing instructive comparisons of the efficiency 
of two types of lubricants, with particular reference t o 
Keystone grease. An account is given of some tests mad e 
of this product by William Cramp & Sons, Philadelphia. 

The Pettingell-Andrews Company, Boston, Mass.-The 
February is sue of this company's house organ, Juice, de
sc ribes the n ew D. & W. service switches and boxes, 
boulevard and parkway lighting fixtures, Wheeler tungsten 
lamp fixtures, the tungstometer for measuring the output 
of tungsten lamps, the "O. K." ground clamp and Sprague 
steel outlet boxes. 

The J. G. Brill Company, Philadelphia, Pa.-Brill's Magazine 
for J anuary contains the first of a series of articles on con
ditions governing the type of car for city service, Philadel
phia being the first city chosen. O~her articles in this_ issue 
describe cars of the East St. Loms & Suburban Railway; 
several variations of the company's semi-convertible win
dow system as applied on cars for the New York City 
Interborough Railway Company and for the Gulfport & 
Mississippi Coast Traction Company; interurban cars for 
the Houghton County Traction Company, and steam cars 
of several types for the Eastern British Columbia Railway. 




