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Take One Fare at a Time 
The practice of collecting more than one fa re at a time 

when change has to be made should not be encouraged. 
Where the pay-as-you-enter system for collection of fares 

has not been introduced it is found that conductors, in their 
rounds of open cars, frequently accept fares from several 

passengers wi thout stopping to make change when de
nominations larger than 5 ce nts arc tendered. Bank tellers 
and cashie rs in store s deal separately with persons in 
transactions invol vi ng the passage of mon ey. Whi le the 
act of making change for a street rai lway fare, because 

change, to state the amount of money received from the 

passenger and the amount returned to him, a nd also to 
collect all fares separately, and not in bunches. In fact , 

thi s practice has proved so sati sfactory th at rules to 

do this have tentatively been embodied by the committee 

on city rules in the proposed code of standard ruies to be 

considered at D enver next October. 

Painters and Paint Making 
The art of the master painte r, like that of many another 

skilled workman, has undergone many changes in the past 

decade. Just as the introduction of automatic machines 

has revolutionized nearly all manufacturing methods, so 
has th e development of scientific paint making completely 

a ltered the character o f the painter's trade. In the old 

clays the master painter manufactured largely his own paint 

from the raw_ material. His head was full of secret formu
las picked up here and ther e in the course of his long ex

perience. The more secretive he was and th e more he 

changed and man ipulated his ingredients to suit imaginary 
differences in conditions, the more valuable employee he 

was considered. The preparation of hi s mate ria ls was of 

more importance than their application. If a certain secret 
mixture of oils and driers and pigments did not give satis

factory service, there was a lways some vague but sufficient 
excuse. Some of these old-time painters were ski lful and 

efficient, considering the means at their disposal for mixing 

paints, but others worked by rule of thumb and trusted to 
luck and the ignorance of their superior officers. 

Mode rn paint making methods have relegated the shop 

paint grinder and th e mixing barrel to the backg round , 

and have brought about the passing- of th e old-time master 

painter. T he efficient painter of to-day takes the paints 
issued to him , ready to apply, and puts them on the wood 

strictly according to instructions issued by the manufac
turer of the paints. He is skilled with hi s hands, a nd need 

have no knowledge of what the paint co nt ains· or how it is 
mixed. The old prejudice against ready mi xed paints is 
rapidly di sa ppearing. <-;nod paints are necessarily sold 
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largely on reputation, and there is nothing for the paint 
maker to gain in selling loaded or watered paint. The 

large manufacturer can buy oils and pigments cheaper and 
of better quality than can the small consumer. Pr'ecise 
factory methods insure uniformity of color and quality, and 
a new formula is not tried out on a car as a first experi
ment. The tendency in the paint business is to supply ma
terials as nearly ready to apply as packing and shipping 
will permit, leaving to the painter the single responsibility 
of putting them on the cars. 

Enforcing Permanent Instructions 
System is the foundation of the success ful organization 

of shop and office forces. The heads of departments have 
too many other important duties to permit them to fo llow 
up, day by day, the routine work of every subordinate. It 
is necessary to outline the individual duties of each em
ployee, a nd it is also essenti al ~hat all employees be guided 

by general instructions promulgated for permanent use. 
In every office there are numerous standard methods and 
practices which are supposed to be followed, but it fre
quently happens that they are disregarded, through ig
norance or neglect. The importance of having every em
ployee follow the general instructions covering these stan
dards, as well as special individual instructions, is apparent. 
It should be the duty, therefore, of heads of departments to 
define as clearly the general duties of a ll of the employees 
under them as they define their special duties. In the 
transportation department the bulletin board serves the 
purpose of calling the attention of the trainmen to stand
ing orders. The men are supposed to consult the bulletin 
board each day before taking out their cars. Neglect to 
do thi s is not considered an excuse for failure to obey 
these standing orders as long as they are posted on the 
board. The same plan lends itself to the promulgation of 
general and permanent instructions in the shops and in the 
office. Each subordinate who is given any responsibility 
should receive and receipt for a copy of each sheet of 
standing instructions issued from time to time, and at regu
lar J:>eriods should be required to sign a statement that he 
has read within a week all of the instructions and rule5 
then in force. In this way the responsibility for violation 
of any of the rules or regulations can be placed directly. 
Of perhaps more importance is the incentive created for 
the men to actually study the instructions at frequent 111-

tervals, so that they will be refreshed in their minds. 

Open Cars and Pleasure Riding 
· In many sections of the country the open car has always 

possessed a popularity for pleasure riding with the public 

which has not been attained by any other type of equip
ment. The objections of the open car from a traffic stand
point are serious. It takes longer to load an open car than 
it does for a closed car or semi-convertible car. The use 
of the open car demands a double equipment of rolling 
stock, and the presence of a running board introduces an 
undeniable source of danger. Nevertheless, there is a 
fascination, more pronounced in some sections of the coun
try than in others, but still quite general, about riding in 
an open car, and as long as there is such a demand the 

ca r will have a money value. 

Undoubtedly, the popularity of the open car is due 
largely to the fact that it affords the least possible ob
struction to the movement of fresh air through the car. 
T his gives a sense of freedom to the pass e_nger be
.cause the car is not closed in front or on the sides. The 
sensation in riding is much more like that experienced in 
an automobile than in traveling in a car which is closed. 
From an operating standpoint, also, the open car has cer
tain undeniable advantages, and these, with the demand 
for the car on the part of the public, have led to its reten
tion, in spite of the competition of the modern semi-con
vertibl e car. If the latter , with it s desirable features of 
minimizing accidents and investment in climates where 
there is changeable weather, is to supplant the open car, 
the good points of its rival should be studied, and as many 
of them as possible should be incorporated. Finally, if 
there are any meritorious features which can be introduced 
in the semi-convertible and not in the open car they should 

be adopted. 
In considering this matter one should bear in mind that 

the greater part of the passenger traffic of the open car 
comes from pleasure travel, a very large factor in which 
is easy riding. Special attention should therefore be given 
to the trucks and their under attachments in the semi
convertibl e ca r. It is possible, too, that the use of screen 
doors instead of glass would improve the distribution of 
fresh air in circulation. It may even in time be necessary 
to use a grating construction of the side panels, although 
the principal difficulty in the semi-convertible appears to 

. f .7 k be due to the tendency of the vestibules to orm air poc ets. 
In some semi-convertible cars the doors of which are op
erated by compressed air a considerable portion of the car 
length is necessarily solid when the doors are of glass and 
slide toward the center of the car body in opening. Where 

possible, it would be well to open this portion of the car, 
and, presumably, some way might be found, in the season 
of pleasure travel, to attach temporary curtains to such 
openings for u se in cases of storm. The problem is ad
mittedly difficult, but it seems clear that if the semi-con
vertible car is to obtain its /ull share of pleasure riding, 
it will have to be brought closer to the standards of at
mospheric circulation which have always made the open 

bench car so popular. 

Some Reasons for Going to Denver 
Discussion of the merits of Denver as a city for the 

t.:o'nvention of the A merican Street & Interurban Railway 
Association occupies so prominent a place in the current 
affairs of the companies that it may be well to epitomize 
some of the reasons why it is of measurable advantage 
for an official to attend a meeting of this character once 
a year. It will be assumed that the company which has 
under consideration as a proper business question the sub
ject of the expense of a trip to Denver for its officials is 
well managed and progressive. Its officials in all depart
ments are assumed to be those of a character that will 
seek improvement in methods and criticism of existing 
practice if anything better can be learned from the prac
tice of other roads. 

A man of systematic business habits, 'if attending a con

vention, will get well acquainted with a few people, meet 
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a number of others, go to all the sessions of the various 
associations which the arrangement of their times of meet
ing will permit, and will inspect the exhibits thoroughly. 
By so doing he brings a new point of view into his own 
work. He gets away from the routine of his office or 
shop, and from that fact alone is able to consider problems 
in a way which is not always possible during close applica
tion to official duties. 

The advantage of personal acquaintance between two live 
men, occupying similar positions in different companies that 
are not competitive, is so plain that mere reference to it may 
be sufficient. From his own experience every man who 
thinks about the problems he has to solve will testify to the 
value of the ideas which he has received at some time in hi5 
life by discussion with others. Now, these ideas may result 
eventually as much to the benefit of the man himself as to 
the company that employs him, but the company is likely, 

in any event, to get its fair share of all that is learned. If 
the man is made a better railway operator, engineer, ac
countant, executive, or is equipped to fill the duties per
taining to any other department better, which will be the 
fact if full advantage is taken of all the opportunities pre
sented at an important convention of this nature, the in
dustry as a whole is benefited. If the officials do not make 
progress in their methods the system will not progress, 
and if it does not it will fail to keep up with the increas
ing traffic needs of every developing community in this 
country. These facts are incontrovertible, whether the 
convention is held in a city near or remote. 

Denver, it is true, is somewhat farther distant from the 
cities on the Atlantic seaboard than any other place which 
has been previously selected for a meeting of the Amer
ican Street & Interurban Railway Association. It is not, 
however, very much farther in point of time, as it can be 

reached from New York in from 48 to 60 hours, depending 
upon the trains taken and the connections made. This is 
only about 30 hours longer than if the convention was held 
in Chicago. In other words, if a person left New York at 

3 :30 p. m. on Friday he could be in Denver at 3 p. m. on 
Sunday. The railroad fare will, of course, be somewhat 
more than if the convention was to be held in the Middle 
West, but the railroads are making special rates to Denver 

this year and the fare, in excess of that which would have 
to be paid to attend a convention in, say, Columbus or St. 
Louis, will not be a very large percentage of the total 
convention expenses of a delegate in one of these nearer 
cities. 

On the other hand, all of the advantages which have 
been cited for attendance at a National railway con
vention are presented at Denver, and many others in 
addition. The farther away one goes from hi s own city 
the greater the difference in operating conditions are apt 
to be, and the more one will be able to learn by inspecting 
them. Especial attention has been given in Den vcr to 
certain features of operation, such as the general design of 
rolling stock and protection against lightning, ancl a week. 
or even three or four days, spent in that city should be 
extremely profitable to the operating superintendent , the en
gineer or any person connected with any of the various 
departments of a railway company, independent of the gain 
derived from attending the convention itself. 

The Coney Island & Brooklyn Dtcision 
One of the long-expected decisions m regard to the 

proper fare to be charged between Brooklyn and Coney 
Island, that relating to the Coney Island & Brooklyn Rail
road Company, has just been handed down by the Public 
Service Commission, First District. That relating to the 
Brooklyn Rapid Transit Company has not yet been an
nounced. The position of the Coney Island & Brooklyn 
Railroad was peculiar, because it formerly had two rates 

of fare between Coney Island and Brooklyn, charging IO 
cents on Saturdays, Sundays and holidays and 5 cents on 
other days of the week. This fare was in fo rce from 1902 
until Aug. 31, 1908, when the company, after 30 days' 
notice, advanced its fares on all days to IO cents. 

The legal status of the situation can be briefly summed 
up by saying that some time before this advance in fare 
two complaints were lodged wi th the Public Service Com
mission, claiming that the IO-cent charge on Saturdays, 
Sundays and holidays was "unjust, unreason.able and un

lawful." The commission has been engaged during the past 
18 months in hearing testimony on and considering these 
claims. In the meantime the Legislature passed an act re
quiring. both companies to reduce their fare to 5 cents, but 
this act was vetoed by Governor Hughes, because the sub
ject was under consideration by the commission. 

The decision delivered by Commissioner Bassett is pub
lished elsewhere in this issue, and is probably the most 
important relating to electric railway companies which has 
thus far been delivered by the commission. We shall not at
tempt to analyze the argument, because the position of th,e 
commission is fully outlined in the decision itself, but it 
might be well to call attention to a few of the salient points. 

In the first place, the commission holds that an electric 
railway company is responsible for the maintenance of its 

property in good condition, not only now, but in past years , 
and declares that if a part of the funds which should have 
been used for such maintenance of the property has been 
paid out to the stockholders in dividends they should suffer, 
and not the public. The second point is that the commis
sion will not order a reduction of fares if the earnings of 
the company after maintaining the property in good con
dition will not also provide a proper return to the stock

holders. Commissioner Bassett does not state what he 
considers a proper return, but he does say that the com
mission will decline to reduce fares when the net earnings, 
after depreciation charges have been met, are not more 
than 6 to 6¼ per cent of the physical value of the prop
erty, not including any allowance for franchises, good will, 
going concern or development charges. The third point 

indicated in the decision is that the commission will decide 
questions of this kind largely upon evidence obtained after 
the public hea rings are closed, without giving the company 
an opportunity to cross-examine the witnesses. 

The question of fares on week days was not in volved in 
the complaint received by the commission, and it declined 
to pass upon it, a lthough Commissioner Basse tt expresses 
an opinion that such an increase is unreasonable ancl un
justifiable and of slight profit to the company, but that the 
company has a legal right to make such a charge. On the 
question of the 10-cent fare on Saturdays, Sundays and 
holidays th e commission clecicle<l in favor of th e company. 
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ROLLING STOCK STANDARDIZATION IN BROOKLYN
TRUCK AND CAR ALTERATIONS 

The standardization of the trucks and car bodies operated 
on the Brooklyn Rapid Transit Company's surface lines has 
been accompanied by the introduction of various miscellane
ous improvements tending to increase the reliability of the 
service and to decrease the maintenance. The following 
paragraphs will discuss such alterations as may be of inter
est to other companies. 

TRU CK STANDARDS 

\Vhen standardization of the surface equipment com
menced in July, 1906, there were about 15 truck designs 
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Fig. 1-Truck and Car Alterations-21-in. Rolled Steel Pony 
Wheel for Maximum Traction Trucks 

m use. Since then the Peckham No. 6, Peckham No. 9, 
Brill No. 21 -E and half a dozen other trucks have been 
eliminated, leaving the present distribution as follows: 
P eckham No. 25 and Baldwin No. 185 (of like construc
tion) on conver tible cars; P eckham No. 14-D-5 on 200 
semi-convertible cars; Brill No. 22-E maximum traction on 
250 semi-conver tible cars, 513 double-truck closed cars, and 
750 double-truck open cars; DuPont trucks fo r 77 single
truck closed cars and 163 single-truck open car s. Detailed 
descriptions of the latest surface and elevated trucks 
adopted by the company will be presented in another arti 
cle, which will contain the specifications under which these 
trucks we re built. 

In the actual truck framing very few changes have been 

even gone so far as to draw up a design for a rolled-steel 
pony wheel, as shown in the accompanying drawing, Fig. I. 

The first rolled-steel wheels were tried as early as 1905. 
The company's experience has proved the solid wheel to be 
cheaper on a mileage basis and decidedly safer through 
the elimination of broken flanges. The costs of rolled
steel and cast-iron driver and pony wheels compare as 
follows: 

Material ..... . 
Diam., inches .. 
Cost per 10,000 

Rolled 
steel 

34 

Rolled Cast 
steel iron 

33 33 

Rolled Cast 
steel iron 

21 20 

miles ....... $1.1508 $1.04 $1.1628 $0.62 $0.6914 
Mileage . . . . . . 120,000 120,000 35,000 90,000 35,000 

The cost of the 21-in. rolled-steel pony wheel and of 
the 34-in. wheel is based on experience with 33-in. rolled
steel wheels. The 34-in. wheels are used as drivers on 
maximum traction trucks and the 33-in. wheels for the 
four-motor cars. Fig. 2 shows the profile record used 
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Fig. 4-Truck and Car Alterations-Journal Box for Brill 
Maximum Traction Truck 

when rolled-steel wheels are checked upon delivery. This 
wheel profile is lettered in accordance with columns on the 
record blank, Fig. 3, thus serving as a convenient guide 
for the inspector. 

Only two axle diameters a re now used on the surface 
cars. The latest type of semi-convertible car represented 
by class 2500 and the double-truck four-motor equipments 
have 4¾ -in. axles, but all other cars have 4-in. axles. The 
axles of most elevated motor cars except 36 cars with 
Baldwin trucks are 6 in. at the motor bearing, 6 7 /16 in. 

I NSPECTION"' OF ROLLED STEEL -w··:a:EELS 
A C D E 

BORE RIM 
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1 

2 

::i 

l 
Figs. 2 and 3-Truck and Car Alterations-Profile and Record Blank for Wheel Inspection 

required. Perhaps the only one which need be mentioned at the wheel seat and 6,½ in. at the gear seat. The motor 
is the use of the tie-bars on the Brill maximum traction axles of the Baldwin trucks are 5,½ in. at the motor axle 
trucks and a new design of compression pin casting. bearing, 6,½ in. at the wheel seat and 7 in. at the gear seat. 

WHEELS AND A X LES The axles of the 100 new class 1400 cars at 6,½ in. at 
The Brooklyn Rapid T ransi t Company has been using the motor bearing, 7¾ in. at the wheel seat and 7 13/16 in. 

Schoen-Carnegie rolled-steel wheels for its elevated and at the gear seat. The axles of trail trucks of motor cars 
surface M.C. B. trucks. It has now decided to use the same are 5 in. in the center, 6 in. at the wheel seat and 6,¼ in. 
wheels for the drivers of maxi mum traction trucks and has inside the wheel hub. The axles on trail cars are 5¾ in. 
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at the wheel seat and taper from s¼ in. to 4½ in. at the 
center. 

JOURNAL BOXES 

For surface cars the company has decided to use the 
journal box standards of the American Street & Interurban 
Railway Engineering Association except on maximum trac-

RRAKE lEVER GUIDE HAN GER 
TW O PER CAR 

to waste lubrication . T hi s box is made dustproof by a 
I/ I6-in. lead gasket between the cover and box. The cover 
is secured to the box by two tapered bolts and lock nuts. 

The journal box standards in elevated service arc as 
follows: Elevated trailers, 3½ x 6¼ -in. plain boxes with 
end-thrust stop wedges; trailer and motor trucks of motor 
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Fig. 5-Truck and Car Alterations-Standard Brake Rigging of Double Truck (Open) Surface Passenger Cars 

tion trucks where the axles are not suitable. The original 
Brill boxes furnished with the maximum traction trucks 
are being replaced by boxes designed by the railway com
pany which are similar to those used on its Peckham 
I4-D-5 trucks. The Brill box had a large space reserved 
in the bottom for wick lubrication and was provided with 

14" I Lb. 

· cars with 4¼-in. x 8-in. M.C.B. journal boxes except the 
motor trucks of Class ~400, which have 5-in. x 9-in. jour
nals. 

BRAKI N G IMPROVEMENTS ON SURFACE CARS 

Double car-body brake levers have replaced the old 
brake rigging which consisted of a single lever and chain. 

Table of Stress es . !l. t 59.1 # 

l\ods & Levers 

Mark Tcusile Stress 
Lbfl~_o-"r S_q, lo. 

A 

B 

C 
D 

( ~ui__U_s,1._w \ 

F 
G 

,;• H 
l;1unJ 

Cnr Noe. 

~17!/0 

17200 

17000 
14510 

15800 

20035 

13830 

4014 

0054 

Weliib t 

J<:q u\pped 

Pins 

N"o, Shearing Straes 
Lbe, per S1 . In. 

I 450~ 

2 13740 

3 11170 

4 3110 

5 3758 

u 15180 

7 838 

B 4190 

9 :J352 

Lb. rcqulred on Bra.ke 
Hllndle to give Shoo 
Prceeuro of DO% of 
Total Weight of Car 

Leverage ilatlo 

Forward Truck = !, 287.5 

Total L1: verage lintlo = 1 to 5:.15.4 

Leverage Ratio 

Rear Truck = ! : ~47 .9 
60.l 

.A'foctric Ilv, Juurnal 

Fig. 6-Truck and Car Alterations-Brake Leverage Diagram of Type 0-45 Maximum Traction Truck for Cars 
Weighing 35,200 lb. 

a steel ring dust guard. The wick did not prove an effi
cient lubricator and has been replaced by the company's 
standard oily waste. The stee l ring dust guard was objec
tionable as it cut into the axle and has there fore been 
superseded by a wooden guard. T he journal boxes on the 
four-motor equipments have al so been changed from wick 

Of course, if the single-truck rod broke, the ca r was crip
pled for all braking purposes. Under the prese nt condi
ti ons the destruction of one truck rod still perm its the 
braking of the other truck. 

Brake leverage diagrams and tables of st resses 111 rods, 
levers and pins have been ca lcnlated and rccor<led in blue-
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print form for all classes of cars. Fig. 6 . shows one of 
these records as prepared for the cars numbered 2500-2599, 
which are mounted on Standard 0-45 maximum traction 
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CHANGES I N PECKHAM NO . 25 TRUCKS 

Two of the principal alterations in the brake rigging of 
the Peckham No. 25 truck shown in F ig. 7 are an increase 
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Fig. 7-Truck and Ca/ Alterations-Brake Rigging Assembly of the Peckham No. 25 Passenger Truck 

trucks. The average weight of these cars is 35,200 lb. 
(empty ) . It will be noted from the table that with a brake 
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Fig. g-Truck and Car Alterations-Brake Shoe Costs .. Per 
1000 Ton-Miles 

handle pressure of 59 lb. the pressure on the brake shoes 
equals 90 per cent of the weight of the car. The highest 
tensile stress in the brake rigging is 21,790 lb. per sq. in. 

in the size and a change in the design of the brake hanger 
T-bolt. These alterations were made because of break-

Li 
Dest' 

" 

\ 

I ,.__ 

' 

USED ON I 
300 I 

51.-'0 

S ECT~ 

WI 
I 

f l· 
0 - - ----- - I-• o-

1 

_t._ 

r -G,{' , =~"\I · u ,1 
If 

Fig. 10.-Truck and Car Alterations-Vestibule for Double 
Truck Surface Cars 

ages of the old T-bolts, which caused the brake rigging to 
drop in the street. The T-bolt was increased from I in. to 
I¾ in. It was strengthened by enlarging the bolt at the 
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point where it was fa stened to the head and eliminating 
the square corners at the intersection of the head and bolt. 
The head is also made oblong in shape, 1 ¼ in. x 1 ¼ in., 
instead of I in. round as before, thus allowing additional 
wear. Changes similar to the for egoing are being made 
on the Taylor hangers, also used on the elevated line. , 

The brake beams originally furnished with the Peckham 
No. 25 trucks were too weak and first gave trouble by 
breaking in the center. This was remedied by the addi
tion of a ¾ -in. x 8-in. steel plate which was riveted to 
the horizontal leg of the original 4-in. x 6-in. x ½ -in. 

· angle. There has since been some trouble from the beams 
breaking near the ends where the leg of the angle is cut 
away for the brake shoes. This is now taken care of when 
installing new brake-shoe heads by substituting a brake 
beam which is I in. wider and gives ample strength at that 
point. The Taylor brake hangers were so located that they 
fouled the gear cases when the brake shoes were worn and 
the wheels low. The location is 
now being shifted toward the 

JOURNAL .of Oct., 24, 1908, a resume only wi ll be given here 
for the, .sake of completern;ss. The figures on Ii fe and cost, 
however, cover periods later than those given in the earlier 
article. 

Standardization of brake shoes was fir st considered in 
1903 when there were . 27 types on the surface and 13 on 
the eleva~fd lines. By changes in the brake rigging, par
ti cularly on utility cars, the surface patterns have been 
reduced to 22 and the elevated patterns to 4. Eventually 
there will be but two patterns, one for 33-in. and 34-in. 
wheels and one for 20-in. ponies These two standards 
are in accordance with the recommendations of the Ameri
can Street & Interurban Railway Engineering Association 
for I wheels with narrow treads. They a re made by the 
American Brake Shoe & Foundry Company as patterns 
M-512 and M-582, respectively. New heads to take these 
shoes have been designed throughout. 

As a considerable number of the old patterns are still 

side of the truck. Incidentally, 
this change admits using an in
terchangeable brake beam with 
the Peckham No. roo freight 
truck. At the present time all 
motors on Peckham No. 25 and 
No. Ioo trucks are rigidly sus
pended to the angle iron of the 
truck frame , but they will even
tually be arranged for spring 
suspension. 
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All this truck change-over 
work is being done on a main
tenance basis. When one brake 
beam breaks the other three are 
also removed, but are used on 
other cars instead of being 
scrapped. In this way the 
change-over is made without ex- STOP - ON PONV Et,,i D OF T RUCK 

cessive expense. 

BRAKE-BEAM STOP OR ANTI-CHAT
TERING DEVICE 

J t, 

Fig. 8 shows the details of 
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the brake-beam stop or anti
chattering device as made for 
the pony and driving ends of 
Brill max imum traction trucks. 
The old stop casting, which had 
a smooth back and a long cen
ter hole, through which it was 
bolted to the truck bar, used to 
g ive trouble by sliding up and 

Fig. 8-Truck and Car Alterations-Details of Brake Beam Stop for Maximum Traction 
Trucks 

away from the brake beam. T hi s has been ove rcome in 
the new casting by cutting oblique grooves in the back 
to permit height adjustment. A wrought-iron shim at the 
bottom provides fo r wear. Fig. 8 is accom pani ed by a 
bill of mater ial, from which it wi ll be noted that new bolts 
and wa shers were not required in mak ing the change. 

SA NO BO XES 
The sand box being an important facto r has also been 

~iven atte nti on. T he sur face car s are equipped with some 
" Ham" sand boxes. bu t the majority a re of the "Reli able" 
type. 

fll< A KJ,: SII 0ES 
As the brnke-shoe standa rdization practi ce of the com

pany was quite fully descr ihed in th e ELECTR I C RAI i.WAY 

In service every endeavor is made to get the maximum 
wear from the di ffe rent brake shoes. Each fo reman is fur 
ni shed with a blue prin t showing the atta inable wea r of 
each type of shoe as proved by exper ience and it is his 
duty to see tha t these standa rds are at least mainta ined if 
not bettered. T hi s surface railway was the fir st to 

1
keep 

brake-shoe costs on a ton-mi le basis, believ ing that this 
unit · offers fa irer comparisons than the t rai n-mi le. The 
ton-stop qnit would be even better if such a compari son 
were practi cabk under the wide va riety o f r unni ng con
ditions ilvolved in city se rvice. T he accompanying cur ve 
sheet, F ig. 9, shows th e ton -mi le brake-shoe cost records 
for the period from J anuary, i 907,. to April , 1909. T hese 
costs do not include credits for scrap. 
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CAR-BODY STANDARDS 

It is rather difficult to present any detailed description 
of the rehabilitation of the surface car bodies because so 
much of the work was simply a thorough overhauling of 
0eglected rolling stock. Sagging platforms in particular 
were noticeably frequent. On steel-supported platforms 
this defect was eliminated by reinforcing the channel iron 
knees by riveting an additional plate inside the channel. 
During 1906 the company began to install on all cars 

WHERE USED 
-_ S E!!!K__ _-

Roo 2soo 

:,.Jl .. · .. R~ 
:;:,' . . ,a -- -r~i:::.;.~;;;;.~ 

eco 2100 

190 0 a 3oo 

2100 3500 

11i=t======":':i:' -;:__-'':::r-':'::"s· ~--~~~/~~·:'J 
~-;r.lF•------+--~ ~ 

I 

10 0 
Locate S u:p 
Tread at 

kDolt 

lleginir.g of Hook Dolt 
\."urve on S te 
l ''.:.1 --... ;( U.S.Std. 
¾ ~--f_ 11,_, _ j-=--S~eet ~tee\ 

Fig. II-Truck and Car Alterations-Standard Step for 
Surface Cars 

semi-inclosed Sjoberg vestibules of the three-light design 
shown in the accompanying illustration, Fig. IO. The vesti
bule sash is made with both upper and lower tracks. On 
the later four-motor cars the vestibules are of practically 
the same type, but they a re built in the posts extending from 
the crown piece to the bonnet, whereas old car vestibules 
are built up from the dash to the top. 

0 
0 

D 

these details for the convertible car of the 2500 series 
introduced in 1907. This car is 38 ft. 3¾ in. overall, 28 ft. 

. over the body and is 7 ft. wide overall. The body under
framing is of wood and the platforms are carried on 6-in. 
x 3,½-in. x .½-in. outside angles, reinforced at the end 
sill by 5-in. x 3-in. x ¾-in. angles. Interesting features 
of the floor framing are the sub-end sills placed 9¼ in. 
from the end sill; the connection of the cross-sills ,to the 
side sills by standard angles instead of ordinary bent an
gles, and the reinforcement of the side sills by a ¾-in. x 
8-in. steel plate. 

The seats in the four-motor convertible cars from the 
3700 type upward were originally rattan-covered. The 
maintenance of these seats is so high, owing to their rapid 
deterioration and even wanton destruction, that it has 
been decided to substitute wooden seats. The slats are 
made of cherry ¾ in. thick x 1 11/ 16 in. wide. It is figured 
that the cost of a wooden seat and back will be less than 
that for recovering the present seat with rattan. This 
work is being done coincident with truck changes. 

BU FFER REINFORCING CASTING 

Cast-steel buffer reinforcing castings have been built for 
both the open and closed cars to strengthen the buffers in 
the center. This improvement was made to prevent the 
bending usually caused by striking other vehicles or by 
the binding of draw-bars in the buffer angle iron on curves 
As the buffer height of the open cars is about 12 in. more 
than that of the closed cars the reinforcing casting of the 
former is provided with an apron which prevents it from 
riding over the bumper of a closed car ahead. 

HEATER ARRANGEMENT 

T o prevent scorching from electric heaters it was deter-
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Fig. 12-Truck and Car Alterations-Underframe of Surface Convertible Passenger Cars, 1907 Type 

The Universal safety tr ead is the standard for all surface 
cars except the four-motor equipments, which have Stan
wood steps. Tthe length of the step is 2 ft. 9 in. and the 
width is I I in., including the curve on the step. The tread 
is placed on No. 7 sheet steel and is 23,½ in. long and s.½ 
in. wide overall. The latest surface car underframing and 
platform practice is shown in Fig. 12, which presents 

mined to allow 5 in. between the front of the seat and the 
seat riser panel to which the heater is attached. This has 
been done in both elevated and surface cars. The old cars 
standardized have heat deflectors made of a wooden board 
lined with transite. The new cars have a galvanized-iron 
deflector which it is believed will give better satisfaction 
at a lower cost. This arrangement is illustrated in Fig. 14, 
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which shows in section a side post and seat o f the con
vertible surface cars fir st built in 1907. 

SASH, CURTA I N S AND FI XTURES 

Over 550 of the semi-convertible cars have removable 
sash which are held in place by a metal capping extending 
its entire length. This capping is held by screws passing 
through the post with the head on the inside of the post in 
a cup washer. In the older car s a stee l bolt was used with 
a plain instead of a flanged washer, but it was found that 
the rusting of the steel gave a bad appearance. In the 
later cars a bronze screw is used and the washer is fl anged 
to prevent the screwdrivers from slippingg and scra tching 
the wood. This also give a neater appearance as it covers 
up the joint between the washer and the woodwork. The 
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Fig. 13-Truck and Car Alterations-Buffer Reinforcing 
Casting for Surface Cars 

space between the post is 1/ 32 in. less than the thickness of 
the sash so when the sash capping is installed it will be 
t ight against it and prevent ratt ling. T he sash numbers 
are stamped on the post cor responding to numbers on the 
sash. 

T he standard curtain materi a l for the closed semi-con
vertible cars is P antasote pattern J, color 74, with Har ts 
horn ti n ro llers and Acme open-ca r cable fi x tures. T he 
material for closed cars is the same, but the company has 
adopted the No. 88 r ing fi x ture of the Curtain Supply Com
pany. T his is interchangeable with the F orsyth 86 used 
on most cars and di splaces the Burrowes type. T he mate
rial for single- truck open cars is clnck with Acme open-

car cable fixtur e, but for double-truck open car s a nd the 
u8 convertible elevated car s there has been adopted a 
double-coated P antasote, the inside face color 82 and the 
outside color 74. This double color was adopted because 
on the open cars the shade gets discolored on the inside. 
Pantasote is readily cleaned and recolored. 

CAR SI GN S 

F ig. 15 shows the standa rd arrangement of transfer , 
spitt ing and similar signs on the bulkhead of open surface 
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if 

Fig. 14-Truck and Car Alterations-Side Post and Seat of 
1907 Type Convertible Surface Car 

cars. The locati ons of the same signs on closed ca rs are 
the same except that the "Noti ce to Passengers" is placed 
in the side molding. T hese general arrangement s were 
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Fig. 15-Truck and Car Alterations-Diagram o f Signs on 
Bulkhead on Open Surface Passenger Cars 

fi xed after con fe rence betwee n the superintendents of the 
mechanical a nd transpo rtation departments and t he car ad
verti sing cont ra ctor. 

J\ sheet stee l side destina tion sign is installed in the 
diagona l corners of every elevated 111otor car. The por
t ion underneath this sign has the ca r number painted 111 

whi te le tters on a bl ack background o f sanded g la ss. 
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THE WISCONSIN CONVENTION 

The Wisconsin Electric & Interurban Railway Associa
tion and the Northwestern Electrical Association held a 
joint meeting at the Grand View Hotel, Chain O' Lakes, 
near Waupaca, June 28 and 29, 1909. This summer meet
ing was called by the officers of the two associations to fur
nish a means of discussing operating topics of interest to 
electric railway and light companies and incidentally to 
give members a chance for a brief outing along with the 
convention. Sixteen electric railway and lighting com
panies of Wisconsin were represented. The sessions were 
presided over partly by Clement C. Smith, of Milwaukee, 
president of the Wisconsin Electric & Interurban Railway 
Association, and Ernest Gonzenbach, of Sheboygan, presi
dent of the Northwestern Electrical Association. 

One of the important results of the meeting was the 
consolidation of the two associations, which has been 
talked about for some 18 months as being desirable and 
prohably inevitable. The sentiment was unanimous in 
favor of thi s consolidation, inasmuch as both associations 
a re now practically limited to the State of Wisconsin. 
Years ago the Northwestern Electrical Association was 
formed to cover a number of States, but by the organizing 
of various State associations in the States surrounding 
Wisconsin the territory has gradually been limited to the 
State of Wisconsin. The Wisconsin Electric & Interur
ban Railway Association, consisting of electric railway 
and lighting companies in Wisconsin, was organized re
cently with the double object of having occasional meetings 
for the discussion of operating topics and for taking up 
various matters in connection with the Wisconsin com
mission and \i\Tisconsin legislation. The consolidation of 
the two associations has been hindered somewhat by the 
fact that the Northwestern Electrical Association has not 
technically been limited to the State of Wisconsin. Under 
the new arrangement individual membership in the associ
ation without vo te, but with all other privileges of the as
sociation, is given to all former individual members. In
dividual memberships will cost $5 per year. The company 
or Class A members with voting power pay dues at the 
rate of one-tenth of I per cent of their gross receipts. 

The question of consolidation of the associations was 
first brought up in an executive committee meeting of the 
Northwestern Electrical Association the afternoon of June 
28. After considerable discussion it was decided to recom
mend to the two associations a consolidation to be carried 
out as follows: The name of the association is to be the 
Wisconsin Electrical Association. The membership is to 
consist of companies and individuals as before outlined. 
Various company members of the Wisconsin association 
agreed to subscribe enough to wipe out the debt of the 
Northwestern association, amounting to about $300, thus 
allowing the consolidated association to start with a clean 
slate. Dues are to be paid beginning with Jan. I , 1910. 
Owing to the incompleteness of records, no attempt will 
be made to collect delinquent dues. All present and former 
members wishing to continue membership shall pay alike, 
beginning with Jan. I, 1910. 

This plan of the executive committee was presented t? 
the association at the morning session June 29 and was 
unanimously adopted by both associations. The executive 
committees of the two associations were then directed to 
draft a constitution and by-laws and nominate officers to 
serve until the annual meeting in January, 1910. At ·a 
special session held at 2 p. m., June 29, C. C. Smith, speak
ing for the joint committee, reported in favor of a con-

stitution the same as that of the Wisconsin Electric & In
terurban Railway Association, with the additional pro
visions for 1nembership recommended by the executive 
committee already outlined. The committee placed in 
nomination two tickets, one consisting of the former officers 
of the Wisconsin association and the other of the former 
officers of the Northwestern association. The election re
s.ulted in a mixed ticket from the officers of the two asso
ciations. as follows: Ernest Gonzenbach, of Sheboygan, 
was elected president, being formerly president of the 
Northwestern association; Clement C. Smith, of Milwau
kee, former president of the Wisconsin association, was 
elected first vice-president; Irving P. Lord, of Waupaca, 
was made second vice-president, and George B. \\!heeler, 
of Eau Claire, was made third vice-president. The secre
tary and treasurer is John S. Allen, of Lake Geneva, for
merly secretary of the Northwestern association. 

This consolidation will result in one good, strong asso
ciation for Wisconsin, and will relieve the uncertainty as 
to the future of the Northwestern Electrical Association 
which has been hanging over it for some · eight years past. 
Every one was agreed as to the impohance of keeping up 
the work of the Wisconsin Electric & Interurban Railway 
Association as regards legislative mattert Lest there be 
some misunderstanding as to just what this· work consists 
of a few words about the association's method of handling 
le~islative matters will be in order. It is well known that 
whenever a State legislature convenes numerous bills are 
proposed which are ill advised and likely to do damage 
to the industries which they affect. It is necessary that 
the bad points of these bills be pointed out and brought 
forcibly to the attention of legislative committees or other 
members of the Legislature if the passage of such legisla
tion is to be avoided. Under the old methods of handling 
these matters the smaller companies of a State were obliged 
either to ignore such injurious proposed legislation and 
trust to luck that it be not passed or go to considerable 
expense and trouble to present their cases individually. 
The plan now in use in Wisconsin and rather imperfectly 
carried out in some other States also is for the association 
to employ some competent attorney to keep track of pro
posed legislation affecting electric railway and lighting 
companies and to present to the committees or to the 
individual legislators reasons why such legislation should 
not pass. The expense of maintaining this service by a 
competent attorney is borne by the various members of 
the association and the cost is much less than if dependence 
were placed in the individual efforts of various companies. 
In many cases the managers of individual companies would 
take chances on the passage of a bill rather than go to the 
expense of a trip to Madison. Under the present arrange
ment no such chances need be taken as to obscure meas~ 
ures, as the association's attorney watches all legislation 
affecting its members. 

REPORT ON LEGISLATION 

At the first session, which was held Monday morning, 
June 28, E. W. Fairchild, of Milwaukee, the attorney who 
has handled the association's legislative matters for the 
past year, made a report on recent legislation in Wiscon
sin affecting public utilities. He said that but little legis
lation affecting such utilities had been passed the last ses
sion. The reason for this is that the public utility law 
providing for the commission has solved so many of the 
problems which come u'p in connection with public utili
ties. Matters are now left to the commission which for
merly would have been the subject of bills before the 
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Legislature. He called attention to the large amount of 
work involved in keeping track of proposed legislation. 
Every bill must be read carefully sentence by sentence, 
because some overlooked paragraphs or joker in a bill may 
be of great importance and may be passed by the Legisl a
ture without full knowledge of its intent. 

Amendments to the Wisconsin public utility law were 
made last session to cover the following points of interest 
to electric railway companies. The time before which 
companies may voluntarily give up their franchises and 
avail themselves of an indeterminate franchise under the 
power <'.lf the commission was extended from July 1, 1908, 
to Jan. 1, 1911. On the latter date the question may be 
reopened as to whether all compani es shall be forced to 
give up their franchises and take indeterminate permits. 
Mr. Fairchild said that it looked very much as if such 
action would be taken in 191 I. The Wisconsin commis
sion is very much in favor of the indeterminate permit 
idea on the grounds that a definite period of expiration of 
the franchise involves uncertainty as to the future of the. 
property and necessitates higher rates than would be 
necessary if the company could continue to do business 
indefinitely on its good behavior. Another change in th e 
utility law makes it necessary to have a vote of the people 
in a city or town before any public utility can be pur
chased by the municipality. The temperature in cars was 
before required to be kept at 70 deg. under all conditions. 
This has been modified to read 60 to 70 deg. whenever 
reasonably profitable. Waiting rooms are now required on 
interurban roads in towns of 150 population and over. 
In case of injury of a person at a railroad crossing the 
burden of proof of the carelessness of the person injured 
is upon the company. The law now makes prosecution of 
those caught stealing electricity easier than before, be
cause it removes the value limitation previously imposed. 
The matter of industrial insurance will doubtless come up 
at the next special session of the Legislature. 

In the discussion which followed Mr. Fairchild was asked 
as to whether there seemed to he any likelihood that the 
present commission law of the State would be repealed, as 
there had been some agitation on that subject. Mr. Fair
child replied that he thought such a move extremely im
probable. The movement against the commission orig
inated in one point which failed to get reduced rates in a 
certain hearing and had made but little progress. The 
Legislature and commission are working in very close 
touch and harmony and the ideas of the commission on 
any subject are taken almost as law by the Legislature. 

PURCHASE OF COAL ON B.T.U. BASIS 

R. T. Gunn, general manager of the Eastern \Visconsin 
Railway & Light Company, Fond du Lac, read a paper on 
"Purch ase of Coal on Straight Contract or B.t.u. Basis." 

He stated that in generating power by steam the cost 
of coal is about 75 per cent of the entire expense. In 
most properties the one item of fuel is almost as much as 
the combined labor payrolls of the entire property. Mr. 
Gunn afte r a· year of investigation feels that it is demon
strated beyond a doubt that the only proper method of 
making coal purchases is on a heat unit or D.t.u. rating. 
All the larger coal companies, and especially those who 
handle the hest grades of fu el, are only too anxious to sell 
on a guarantee of so many heat units per pound of coal 
and are willing to contract and make settlements on 
analyses at the end of each month, th e purchaser paying 
the bonus where coal exceeds the guarantee and withhold
ing where th e coal docs not come up to the guarantee. 1 To 

go more into detail, he gives an example of how this may 
be worked out in practice. In this locality Youghiogheny 
screenings may be bought on a guarantee of 13,000 B.t.u. 
per pound of coal. To determine what the coal will aver
age and obtain a fair test, a small sample is saved from 
each day's delivery. These samples are mixed thoroughly 
and at the end of the month analyzed. Care must be taken 
to keep samples in airtight jars. The coal may be wet and 
the analysis should tell the condition of the coal as actually 
received and not after it has been air dried. Local con
ditions figure more in buying coal than in any other de
partment of the business. Some may find it economy to 
buy cheap and low grades of fuel, while others may find 
economy in the best fuel containing the highest number of 
heat units per pound, although comparatively much higher 
in price per ton. Two examples illustrate this. In one 
power plant which is equipped with B. & W. water-tube 
boilers one boiler is sufficient to carry the load 18 hour~ 
out of the 24, a second being added over the peak load. 
With low-grade coal containing a large amount of ash 
this would be impossible, as furnaces would have to be 
cleaned during the 18-hour period. This plant, therefore, 
uses the best coal obtainable. When low-grade coals were 
used three boilers were required to carry the peak load and 
two boilers at all times. A saving of $10,000 per annum 
is now being made in this plant by using the higher grade 
fuel. These results have been obtained by making B.t.u. 
tests over a period of several months with different kinds 
of coal. The same company has another plant equipped 
with Jones underfeed stokers which when operating on 
high-grade coal shows only a slight saving over th" cheaper 
grades of coal. The human element is one which must 
have more consideration if the best results are to be 
obtained. Firemen can lose or save more money for a 
public utility than any other laborer connected with the 
organization. This accounts in a great many instances for 
the fact that the management does not obtain much better 
results from high-grade than from inferior coals. Pur
chasing fuel on a B.t.u. basis stops the practice of deliv
ering coal from mines other than that called for in the 
contract, so that the coal is not uniform. The time will 
soon arrive when all fuel will be purchased on its real 
value like any other commodity. 

In presenting his paper Mr. Gunn also emphasized the 
economy to be obtained by forcing boilers to their maxi
mum capacity. Part of the saving in the plants he re
ferred to is du e to thi s forcing and not allowing boilers 
to run underloaded. 

C. N. Duffy, Milwaukee, said that June I the Milwaukee 
Electric Railway & Light Company entered into a con
tract for the purchase of coal on a B.t.u. basis as a result 
of investigations. The company is now obtaining coal of 
a better average heat value than before and at a lower 
price. 

Some questions were raised by members as to the value 
of continuous CO2 flue gas recorders or indicators as a 
guide for firemen. One member thought them too expen
sive for an ordinary plant. Another thought that recording 
steam-pressure gages did almost as well, because they re
quired uni form handling of fire s. Ernest Gonzenbach, 
however, exploded the idea that a uni form steam pressure 
meant proper handling of fire s. He told of hi s experience 
in the management of a North Carolina plant which pre
sented a beautiful steam chart, but where th e coal economy 
was poor. The firemen were in the hahit of loading- the 
fur{iaces as foll of coal as they could he piled and then 
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sitting down to play the banjo. By a reform in firing 
methods the monthly coal bill was cut down from $5,000 

to $2,200. In regard to methods of estimating output for 
figuring coal consumption per kw-hour he called attention 
to the fact that some companies take the total kw-hours 
generated rather than the total kw-hours sent out of the 
sta tion. Deducting the current used in the station to 
assist in the production of energy sometimes made con
siderable difference. In the Sheboygan plant the consump
tion averages about 5 lb. of coal per kw-hour actually 
sent out. 

J. R. Cravath, Chicago, in answer to a question as to 
the use of the Venturi meter for measuring the water fed 
to boilers, told of the practice of the Rockford (Ill .) Elec
tr ic Company, which keeps a Venturi meter wi th a re
co rding cha rt in the feed line of the boilers. T hi s records 
continuously the rate of boiler feed and the man in charge 

.,.>f the fireroom is not allowed to start an additional boiler 
in operation until the meter indicates that the rate of 
water consumption is considerably in excess of the rated 
load of the boilers in service. This keeps the boilers well 
loaded at all times. T here is more in heavy loading of 
boilers than at fir st appea rs. W hen a boiler is being fo rced 
a fireman must of necessity handle his fire so as to get 
a fa ir degree of economy from the coal in order to keep 
up steam. T here is no leeway for the formation of air 
holes in the fire. 

R. T. Gunn spoke very favorably of the use of a W ill
iams regul a tor to keep a constant height of water in the 
boiler. T hi s prevents water being allowed to get low and 
other conditions not conducive to economy or safety. 

W. D. Voth, chief engineer, Sheboygan Light, P ower 
& Railway Company, gave an outline of the premium plan 
whi ch has been in use fo r fou r year s in the Sheboygan 
plant with great success. T he company inaugurated this 
plan at a time when it was found that fuel oil and mis
cellaneous power-house supplies were costing I.I cents 
per kw-hour. The power-house fo rce is given a premium 
amounting to Io per cent of the savi ng below I.I cents per 
kw-hour. T he premium is divided among the men in pro
portion to their respective salar ies. It is really in the 
nature of a g radual increase of salary, beca use the larger 
the output and the better the load fa ctor the larger the 
amount available fo r premium. Mr. Gonzenbach said that 
he thought it better to pay an increase in this way than 
by raising salar ies. 

W. E. Haseltine, Ripon, reported having used a simi
lar premium plan in the powe r house successfully . H e has 
a combined water and light plant. The output of the plant 
in horse-power-hours is figured both in electricity and in 
water pumped. This was determined for each month of 
the year before the premium plan was begun because the 
relative amounts of electricity and water put out vary 
from month to month. T he plan is to give the fireman 
20 per cent of the saving in coal per hp-hour by compari
son with the same month of the year befor e the premium 
plan went into effect. 

PARKS AND PLEASURE RESORTS 

R. M. Howard, Green Bay T raction Company, read a 
paper on "Summer Park s," which applied to parks in and 
near cities wi th a population in the neighborhood of 30,000. 

H e said that an amusement park fitted up with good at
tractions in the neighborhood of such a city would usually 
attract big crowds for one or two years until the novelty 
wore off, after which there is likely to be a decline. He 
took up a case of such a park and figured out the cost of 

maintenance of the park and the inter est and depreciation 
on the extra rolling stock required to handle its peak 
traffic. H is figures were very discouraging to any com
pany attempting to maintain such a park. 

Mr. Gonzenbach, of Sheboygan, spoke along the same 
lines. He figured that his company is making money by 
keeping its park closed. The park traffic looked good to 
the uninitia ted, but really there was a deficit. The fixed 
expenses of maintenance, the extra cars required and the 
accidents which occur in connection with handling such 
crowds were against profits. His experience with baseball 
parks was also discouraging. The traffic was of' such a 
short peak-load nature that it yielded little revenue com
mensurate with the cost of contributing to the park and 
the extra rolling stock. In the lighting business peak 
loads are avoided because of the small returns that they 
gave on the necessary investment. In the railway business 
the companies seem to have been exerting themselves to 
secure thi s very peak-load business. 

Irving P. Lord, of Waupaca, told of his experience with 
a baseball park. The baseball enthusiasts of Waupaca 
came to him asking for support for baseball games. His 
company furni shed the land for the park and transported 
the players as a contribution to the baseball movement. 
A fter running in that way a year the baseball people 
wanted further financial help. The venture had not been 
profitable to the company. More people wanted to ride 
home at once at the close of a game than this small road 
had cars to handle, and this caused dissatisfaction and 
critici sm of the service. Ball games had been held on 
Sunday. He had found that the weather being equal, 
Sundays without ball games give street railway receipts 
about the same as those on which there are ball games. 
T hi s meant that people were traveling in other directions 
and, furth ermore, the crowd which goes out into the coun
try or elsewhere on Sunday is a much better one to handle, 
as it is distributed through the day. Electric Park, which 
hi s company owns, has been concessioned so that the com
pany has no expense of maintenance. He thinks that much 
the best way. 

George B. Wheeler, of Eau Claire, expressed himself 
as somewhat concerned with the adverse reports on pleas
ure-resort traffic profits given by Messrs. Howard, Gonzen
bach and Lord. His company had just started a resort 
under conditions which seemed to him favorable for mak
ing it a profitable venture. The ground has been ob
tained at a nominal rent. It is situated on an existing 
line of track so that no new track investment is required 
and is between a town of 20,000 on one end of the line and 
10,000 on the other end. About $5,000 has been appro
priated to pay the expenses of this traffic for the coming 
season. H e did not favor once-a-week amateur baseball, 
but rather a professional ball club with frequent week
day games. His company had appropriated $500 per month 
toward baseball. · 

Mr. Gonzenbach called attention to the fact that con
certs, theaters and baseball games are productive of peak
load traffic because of the large number of people which 
must be moved at once. He therefore favored a park with 
continuous attractions of some kind which are not ex
pensive to maintain. 

Clement C. Smith stated his experience with the Sterling 
& Dixon (Ill.) line, where a large amount of money had 
been spent in a park midway between the towns. The 
result was a most dismal failure. The leading attraction 
in that park now is a cage of monkeys. 
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Mr. Howard said that on his company's interurban park 
open-air dances were held twice a week and found to be 
profitable, as the crowd going to these dances could be 
handled on the regula r cars. 

REPORT ON EDUCATION 

Thursday morning Prof. Cyril M. Jansky gave a paper 
and talk on the work which the University of Wisconsin 
is doing to spread scientific information of everyday use 
among those engaged in various industries. The old idea, 
he said, was to cultivate culture simply for culture's sake, 
and that culture was only for gentlemen. The idea of 
making culture serve any useful end would have been 
scorned. The professor then brought out the idea that to 
advance the welfare of a people scientific principles must 
be applied to all things industrial. Scientific knowledge 
must be made to permeate down among the masses. He 
then told of the Wisconsin University extension work 
which is being conducted to help men in various indus
tries to learn more about the processes which they handle 
and to become educated in the principles and so become 
more effective and useful members of society and better 
employees of the companies for which they work. These 
courses are carried on by correspondence and by occa
sional visits of instructors to places where classes may be 
formed. The general plan is to fit the work to the in
dividual in each case, which, of course, involves much 
work by the instructors. The work is carried on by means 
of a State appropriation for the purpose, but a nominal fee 
is charged for tuition because people in general do not 
appreciate things which are free. The work differs from 
ordinary commercial correspondence school work in that 
it is not a commercial or money-making scheme, being sup
ported by the State. 

Professor Jansky's remarks were received with much 
interest and appreciation by the manager s present, and it 
appeared from the discussion that all prized the oppor
tunities which this university extension work offers to 
men in the employ of various companies who wish to be
come better posted along various lines of value to them
selves and their companies. 

John S. Allen, Lake Geneva, spoke specifically of hav
ing a boiler-room man who is looking for just this kind 
of instruction. 

Clement C. Smith suggested that where there is a group 
of properties or network of interurban lines classes might 
be formed to meet at some central point. The question 
was then asked as to the effect on the men of such edu
cation and whether it did not soon result in their employ
ment by other companies in better positions. The con
se nsus of opinion and experi ence seemed to be that men 
who work diligently at correspondence or other courses are 
likely to become too valuable to remain in the same posi
tion long, but this was not considered an objection to the 
plan, but rather as a proof of its success. As one member 
put it, " \Ve want the kind of men that are going ahead. 
We do not want men that no other company wants." 

R. T. Gunn said that the employees of this company had 
derived much benefit from a kind of educational meeting 
which is held every two weeks. 

Ernest Gonzcnbach emphasized the point that there is 
really no place on an electric railway system for a purely 
unskilled laborer. Even the least skilled man of the lot 
who is working along the track needs a certain amount of 
special knowledge and the scale of wages shoulJ be such 
as to hold these specially good men. Considerable was 
said during the discussion about better education of men 

in the boiler-room. Mr. Gonzenbach thought that better 
educated men were needed in the car shop even more than 
in the boiler-room. 

C. N. Duffy, Milwaukee, expressed much appreciation 
of the address of Professor Jansky of the university work 
of which he is the director. He thought the point should 
be strongly emphasized that the greatest work that the 
university can do is in the education of the unskilled 
laborer. The more men there are who leave operating 
companies because they are too good for the companies 
the better it will be for all of the companies. All that 
had been said about need for better knowledge in the boiler
room applied with equal force to the common worker in 
the accounting department. 

In closing Professor Jansky called special attention to 
the university 's six weeks' summer school for artisans, in 
which those taking correspondence work can come to the 
university and have the advantages of the regular labora
tories and learn laboratory metl~ods. Nearly everything 
can be learned by correspondence except knowledge of 
laboratory methods and apparatus, and this can be obtained 
in the six weeks' summer course. 

DESIRABLE AND UNDESIRABLE BUSINESS 

Mr. Gonzenbach then gave a talk on the undesirability 
of certain classes of business in both the electric railway 
and electric lighting fi elds. In connection with electric 
lighting this unprofitable business is, of course, that which 
is on for a short time during the company's heaviest peak 
load, which yields a small yearly revenue, but calls for 
large investment in apparatus and consequently large in
terest and depreciation charges. 

The electric light man, he said, had by this time come 
to recognize that purely peak-load business is not desirable. 
In the railway business, however, we have apparently done 
all we can to pile business into peaks. By means of base
ball and amusement parks immense crowds were gotten 
together, all of which had to be handled within a short time 
each day or each week and for a few weeks each year, 
and as if that were not enough fares had been reduced to 
get a crowd. Apparently the railway man liked excite
ment and he usually got it. The amusement park doubt
less amused the natives, but did not amuse the railway man 
at the end of the season. As to park attractions, let them 
be th e natural attractions of an a ttractive piece of land, 
if possible, without expensive maintenance charges. In
terurban lines having natural parks obtained from them 
a net gain of traffic without any added cost of operation. 

Something which had set him to thinking some time 
ago was the discovery that 10 to 15 per cent of his interur
ban revenue came from a single small community a short 
distance out of town. He is now devising means for 
ultimately securing a continuous settleme nt of suburbanites 
along the interurban line, getting people who work in the 
city to live in the country. In order to work up this 
suburban-home idea he began to look up available litera
ture on suburban topics. He found that none of it was 
suited for the possible suburbanite of small means. He 
therefore had a paper prepared called the "Suburban Out
look." which he also arranged to supply to other neighbor
ing interurban roads. 

After the conclusion of Mr. Gonzcnbach's addre ss the 
meeting adjourned. 

---~♦-----

Separate cars for women, which were tried in the Tlu<l
son Tunnel s, were withdrawn on July r, as the experiment 
proved a failure. 
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REINFORCED CONCRETE CULVERTS OF THE SCHENEC
TADY RAILWAY 

The high-speed double-track interurban line of the Sche
nectady Railway Company connecting Albany and Schenec
tady parallels the State highway for about 12 miles. Last 
year the New York Good Roads Commission rebuilt the 
highway and laid a macadam road. In the course of this 
work it was necessary to build seven culverts under the 
roadway to dra in the land on each side. The Schenectady 
Railway Company was r equired to build an equal number 
of connecting culverts under its right of way. The type of 
construction used by the railway company is shown in the 
accompanying engraving. 

The tracks we re first shored up by the section gangs, two 
5-in. T - r-ails, 30 f t. long, being placed under each r ail. The 
excavati on, consisting mostly of sand and some back fill, 
was then started by the constr~ction gang. The fo undation 
concrete was a 1-3-6 mix ture with 2-in. stone and was 
placed without fo rms. Small rubble ston es, spaced about 
2 ft. apart, were set in concrete to act as binder s for the 
side walls. W hen the foundation had set, the side walls 

~ --6:o~-~ 
; E l. 100.so' I 

Excava~ion, 62 cu. yd. , a t 40 cents ; 1-3-6 concrete, 26.5 
cu. yd., at $6.50; 1-2-4 concrete, 7.5 cu. yd., at $8; 7-in. 
girder rail, 17 pieces, weighing 2275 lb., at $15 scrap value; 
Clinton wire mesh, 175 sq. ft. , at IO cents. The prices given 
are average prices and include cost of transporting and in
stalling in place. The average actual cost of each of the 
culverts was about $290, to which should be added $40 for 
shoring up and replacing tracks and $15 for engineering 
and superintendence, making the total cost approximately 
$345. 

----·♦·•·----

ANNUAL REPORT OF RHODE ISLAND RAILROAD 
COMMISSIONER 

The report of Joseph P. Burlingame, Railroad Commis
sioner of Rhode Island for the year ended Dec. 31, 1908, 
states that the receipts of some of the street railway com
pani es showed a decline during the year, while other? ex
peri<mced an increase. The financial statistics in the re
port relate to the year ended June 30, 1908. 

The IO corporations reporting had 399 miles of single 
track. T he paid-up capital stock was $25,763,485. The 
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Reinforced Concrete Culvert, Schenectady Railway Company 

and roof were started, usi ng collapsible form s. The roof 
form was placed in sections and supported in the center on 
posts so that it fitted inside of the side wall forms and also 
acted as a spreader. The concrete in the side walls was a 
1-3-6 mixture, the same as the foundation , and was placed 
with a spaded face. The roof concrete was a 1-2-4 mixture 
with 1-in. stone and was reinforced by short lengths of 7-in. 
girder rail spaced as shown on the plan. The roof was fur
ther reinforced by Clinton wire mesh which was inter
woven between the rail s. The small cl earance between the 
top of the culvert and the base of the ties made it necessary 
to put in extra heavy reinforcement in the roof and to 
use a rich concrete mixture in order to prevent breakage 
under the shock of 40-ton interurban cars running over the 
structure at high speed. When the concrete was sufficiently 
hard, the forms were removed by knocking out the legs 
from under the roof forms which dropped into the open
ing and were then hauled out. By removing the roof 
forms, the spreader for the side wall forms was taken out, 
making it a simple matter to loosen and remove them. The 
exposed parts and as much of the opening as could be 
r eached were then finished with neat cement. When the 
back fill was completed, the shoring was removed and the 
tracks resurfaced and aligned by the section gangs. 

The following quantities were used for each culvert: 

results of operations in 1908 compare with those of 1907 
as follows: Total receipts, $5,666,203; increase, $224,135. 
Total expenditures, $4,503,958; increase, $141,820. Net 
earnings, $1 ,162,245; increase, $82,315. The gross earnings 
were derived from the following sources: Passenger de
partment, $4,317,465; increase, $51,412. Freight depart
ment, $182,442; increase, $25,090. Rent of roads, express 
privileges, transportation of mails, etc., $1,166,296; in
crease, $146,663. The Rhode Island Company, operating 
284 miles of road in the State, contributed $4,217,023. 

Discussing the subject of accidents, the report says: 

How accidents can be prevented is the question that is 
interesting all Railroad Commissions, as well as all the cor-
porations operating the roads. , 

I believe it would be better if every accident that hap
pened was reported, as the publicity thus given would, I 
think, have a tendency to make the public more careful. 
Many accidents happen that are caused by the negligence 
of the traveling public-people rushing across tracks with
out looking, attempting to get on or off moving cars-this 
carelessness in many cases leads to accidents that many 
times result seriously, and in some cases fatally. I believe 
that if the public would to-operate with the railroad cor
porations and exercise due care, many accidents could be 
prevented. 

The report recommends that more power be given to the 
Railroad Commissioner. 
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CONEY ISLAND & BROOKLYN FARE DECISION 
Commissioner Bassett, of the Public Service Commission 

of New York, First District, handed down this week a 
decision in the cases of J. Monheimer and Scott MacRey
nolds against the Coney Island & Brooklyn Railroad for 
charging a IO-cent fare on Saturdays, Sundays and holi 
days between, Coney Island and Brooklyn. An abstract of 
the decision follows: 

This proceeding arose upon two separate complaints, 
each of which asserts that the ro-cent fare charged by the 
defendant company on Saturdays, Sundays and holidays 
on each of its Coney Island lines is unjust, unreasonable 
and unlawful. The two complaints were without obj ection 
consolidated for the purpose of the hearing and progressed 
as one proceeding. At the time of the filing of the com
plaints and for some time after the close of the hearings 
in this proceeding the defendant charged a single fare of 
5 cents on each of its Coney Island lines on all week clays 
excepting Saturdays and holidays. Thi s 5-cent fare on 
ordinary business days, with the extra fare for other days, 
had prevailed since 1902 and continued in force until Aug. 
31, 1908, when the fare was increased to ro cents on all 
days of the week. 

The commission has not only recei ved and considered in 
this proceeding all of the facts that the parties cared to 
present, but it has deemed that this case shall embody the 
entire question of Coney Island fares so far as that ques
tion pertains to this railroad. To thi s end the investigations 
of the commission have been carried on for many months, 
and the conclusions reached in this opinion are based upon 
all of the data obtained, the larger part of which were not 
adduced by any of the parties, but were either presented 
by the commission or _have been ascertained and analyzed 
by it since the public hearings were closed. 

FARE CONDITIOXS 

We shall first consider this case according to the fare 
conditions that existed at the time of the hearings, and 
prior to Aug. 31, 1908. The reason why the difference in 
fare was made on holidays appears to be that on ordinary 
week days this railroad would carry few Coney Island 
passengers in competition with the elevated roads of the 
Brooklyn Rapid Transit system if ro cents fare were 
charged. On Saturdays, Sundays and holidays, however, 
especially in summer, the movement of travel was so great 
that all lines of travel were well patronized. The result 
was that the defendant company obtained a large patronage 
on the crowded days, even at IO cents fare. 

ROUTES A N D EARN I NGS 

The defendant company operates six different routes to 
Coney Island either by through car or on transfer, as fol 
lows: 

(I) From Covert Avenue in the Borough of Queens to 
Coney Island, a distance of r r.53 miles. 

(2) From Delancey Street, Manhattan, 12.38 miles. 
(3) From Grand Street Ferry, Brooklyn, r r.r8 miles . 
(4) From Park Row, Manhattan, rr.278 miles. · 
( 5) From Fulton Ferry, Brooklyn, I0.51 miles. 
(6) From Hamilton F erry, Brooklyn, 9.3 miles. 
In the fi scal year ending June 30, 1907, the extra fares 

amounted to $94,724.88, out of a total of $1 ,612,924.02. The 
net income of the company in 1907, a fter payment of oper
ating expenses, rentals, taxes and fi xed charges, was 
$81,044.75. It is apparent that if the extra fares had not 
been collected and the riding had continued the same, the 
company would hav e been unable to meet the fi xed charges. 
No dividends have been paid on the stock of the company 
since F eb. I, 1907. The total passenge r receipts from 
June 30, 1906, to April 8, T907, were $1,229,303.92, while 
from June 30, 1907, to A pril 8, 1908, they were 
$1,156,155.36, a falling off of $73 ,148.56 as compared with 
the prev ious yea r. 

T he Coney Island & Brooklyn Rail road Company has 
during recent years had capital stock of $2,000,000 out
standing ( a t present writing $2,980,725) and mortgage 
bonds o f $3,500,000 bearing interest a t 4 per cent. Its 
route mileage is 13.75 miles. It leases the Brooklyn City 
& Newtown Railroad Company and pays therefor $ IOo,ooo 

per annum, being 5 per cent on the mortgage bonds of the 
Brooklyn City & Newtown Railroad Company of $2,000,000. 
The route mileage of the Brooklyn Ci ty & Newtown 
Railroad Company is 9.854 ; that of its propri etary com
pany, the DeKalb Ave nue & North Beach Rail road Com
pany, is 0.532, all construction having been done by the 
proprietor. Jhe combined route mileage is thus 24.136. 
The entire system is double-tracked. S ince the Coney 
Island & Brooklyn Railroad Company's consolidated mort 
gage is a li en on the entire system, and its proceeds are 
appli ed to any part, the funded debt may best be compared 
with the combined route mileage. The per mil e funded 
debt of the system is thus $228,000. 

DI VIDENDS 

Notwithsta_nding payment of interest on the above funded 
debt averaging over $225 ,000 per mile of route, the com
pany for the period between 1902, when the IO-cent fa re 
went into effect, and 1907 paid as dividends an average of 
r r.43 per cent per annum on its capital stock of $2,000,000. 
If during this period one-third to one-half of the net in
come were put aside for proper reserves ( as recommended 
by Mr. Ford, th e expert of the company) , 5.71 per cent to 
7.62 per cent average di vidends could have been paid. If 
5 cents fare to Coney I sland had been charged instead of 
ro cents, the company could have still paid 3.3 per cent to 
4-4 per cent per annum on its capital stock after prov iding 
for rentals, interest and depreciation, assuming that no 
profitable increafe of traffic had taken place as a result of 
the lower fare. 

Since 1899, when it began to pay substantial dividends, 
it has paid practically its entire surplus earnings to its 
stockholders. The following is a schedule showing divi 
dends paid and net income. 

Year N et 
ending Dividend in com e fo r 

June 30. Rate p,er cent. A mount . the year . 
1899 .. .. ..... .. ... 9. 50 $189,19 0.00 $213, 794. 52 
1900 ······ ········ 10.00 199, 800.00 173,067.40 
1901 .............. 12.00 239,900 .00 360,57 1.78 
1902 .............. 16.00 320,000.00 334,069.54 
1903 .............. 16.00 320, 000.00 325 ,9 72.8 1 
1904 ·············· 16.00 320,000.00 308, 004.65 
1905 .............. 14.00 280,000.00 160 ,908.36 
1906 ·············· 8.oo 160,000.00 16 1,494.24 
1907 .............. 6.oo 1 2 0,000.00 8 1,044 .7 5 

107.50 $2,148,890.00 $ 2,118, 928.05 

The foregoing facts clearly show that the failure of the 
company to put aside a reserve for depreciation and its 
policy of paying the largest possible dividends, regardless 
of the upkeep of the equipment of the railroad, ar e re
sponsible for the condition of the company at the time of 
the hearings. The stockholders having obtained in th e 
form of dividends the earnings that should have gone for 
maintenance, should not now obj ect because renewals and 
increased maintenance and interest charges make di vidends 
temporarily impossible, nor should thi s presumably tem
porary situation stand in the way of a reduction of fare if 
other considerations would justify such a reduction. 

CLA IMS OF THE C0 1\1PAN Y 

Several claims were set up by th e company to show that 
the ro cents fare to Coney Island is justified, regardless of 
the conclusions that may be drawn from the large past earn
ings of the company. W e will take th ese up in order. 

r. It is claimed that the cost of labor has increased. 
Tables compiled from the sworn reports of the defendant 
show no substantial increase of the cost of labor per unit 
of se rvice. Table X VIII (Commission 's E xhibit 25) shows 
the average number of cash passengers per employee ( re
gardless of nature of employment ) from year to year. 
Substituting for the year 1907 the number of cash passen
ger s, as corrected by the elimination of second fares, we 
find that the av erage number of passenger s per employee 
increased from 27,905 in 1899 to 35,55 1 in 1907, which 
shows a saving of labor equal ,to 22 per cent in pro
portion to th e number of passengers. T he highest increase 
of wages, howeve r , mentionr d by the defendant's expert 
was from 2 0 to 23 cents per hour, i.e., 15 per cent. 

2. It is claimed that the Coney I sland business must 
cam thrice th e fi xed charges of ordinary business because 
it is purely a summer business. T he bulk of the Coney 
Tsland traffic, as incli cate<l by the monthly flu ctuatio11 s o f 
the return s from second far es for 1907, was clone dur i11 g
five summer months, as show n in the accompanying tahl l' . 
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$8,962.20 
14,421.33 
22,996.45 
l 7,460.76 
l l ,525 .78 
13,174.72 

Total, 1907 .....•............... , .......................... $88,541.24 

During the months of November, December, J anuary 
and February no second fares were collected on the DeKalb 
and F ranklin Avenue lines; on the Hamilton Avenue line 
the collections aggregated $79.49, and on the Smith Street 
line they were likewise very small. It may therefore be 
assumed that the opera tions of those four months are not 
affected by the Coney I sland traffic. The winter traffic 
required the defendant to be r eady to furni sh 497,901 car
miles in December : the maximum Coney I sland traffic in 
the month of July brought the car-mileage tip to 756,031 
miles, which is an increase of 52 per cent. How much 
of thi s increase is du e to the normal increase in summer 
ove r winter is not shown by the evidence, but part would 
be necessitated in any case . Neither does the evidence 
show how many more cars must be supplied in the rush 
hours than at other times of day. It would seem likely 
that the extra ca rs needed by any city railroad fo r summer 
and ru sh hour uses would go fa r to cover the special needs 
of the Coney Island traffic of this railroad. 

3. It is claimed that the entire Coney I sland business 
1s conducted at a loss. T he monthly income account of the 

eve r, that summer business is not synonymous with Coney 
Island business. There is a la rge Prospect Park traffic in 
summer also. 

EARNINGS AND EXPENSES 

The foregoing considerations throw light on what the 
position of the company would have been if its business 
had bee n more correctly conducted. They demonstrate that 
the Coney Island business is a profitable business handled 
a t a rate of 5-cent fare for five days in the week and a 
ro-cent fare on Saturdays, Sundays and holidays. Whether 
a regular 5-cent fare would be remunerative to the company 
or would depress its income to a po-int where a reasonable · 
return could no longer be secured upon the investment is 
a question that requires a close analysis of the company's 
operations. The basis for such a n analysis is furnished in 
the accompanying table of revenue and expenses, wherein 
the quantities or amounts have been reduced to a car-mile 
basis. 

The service rendered by a street railway company and 
the amount of its expenses may be measured by the number 
and frequency of the cars that it runs. In other words, 
the total distance traveled by revenue cars in a given pe
riod represents the amount of service given, and the unit 
of service is one car-mile. Ce rtain other units of service, 
such as the car-hour, a lso have their value, but on the 
whole the car-mile affords the most satisfactory basis of 
comparing costs of street railway operation that is now 

CONDENSED INCOME STAT E l\IEN T OF THE CONEY ISLAND & BROOKLYN RAILROAD COM P ANY FOR 1907, WITH COMPARATIVE 
CA R-:i\IILE EARNINGS AND EXPENSES FOR EACH OF THE YEARS 1902 TO 1907. 

Amount in 
year ended 

Jim e 30, 1907. 
,, . ,, Revenues: 

City fares . ................. ... ............ . $ 1,518,199 .1 4 
Second (Coney I sland) iares.. .. . . . . . . . . . . . . . . . . 94,7 24.88 
Revenue from carrying mai l, etc... . . . . . . . . . . . . . 8 00.00 

T otal car earnings. . . . . . . . . . . . . . . . . . . . . . . . . . . . . $ 1,6 13.7 24.02 
Misce!iancous earnings.. .. .. . . . . . . . . . . . . . . . . . . . 7,850.24 

Total revenue from operation .................. . $ 1,621,574.26 

Expenses: 
Maintenance ................................. . 
Operation of power plant ......... . ............ . 
Operation of cars ............................. . 
General expense .............................. . 

$246,927 .32 
314,332.12 
-l 5S ,646.08 
2 11,942.55 

Total expenses of operation .................... $1,228 8 48 .07 
Taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 58 ,272.63 

Total expenses and taxes .......... , ........... $ 1,287,120. 70 

~et income: 
Surplus revenue over ex!)e nses and taxes.. ...... $33 4,453.56 
Non-operating income..... ... .. ....... .. ....... 41. 00 

Total clear income........... . . . . . . . . . . . . . . . . . . $334,494.56 
Deduct rental ............. . . . . . . . . . . . . . . . . . . . . 100,000.00 
Deduct interest.... ............................ 153,,149 .81 

r 
1907, 
cents. 

22. 387 
r.397 
.01 2 

23. 79 5 
. 11 6 

23 ,9 1 l 

3.64 1 
4. 6 35 
6.719 
3.125 

18.120 
.859 

18.979 

4 .932 
,000 

4,932 
1. 475 
2,263 

1906, 
ce nts. 

22. 94 0 
r.397 

. 0 1 2 

24.350 
.076 

24.426 

3.429 
4,31 3 
6 .667 
3.1 32 

17.542 
.866 

18. 408 

6.0 18 
.O I.j 

6 .032 
1.469 
2 . 190 

Ir,come and expenses 
1905, 1904, 
cents. cents. 

2 3 .002 2,~.319 
r.406 r. 709 

. 0 1 2 ,0 13 

2 4.4 20 26,04 I 
.07 2 .075 

2 4 .49 2 26.11 6 

3,247 2.828 
4 . 222 3,983 
7.148 6 ,8 14 
3 .1 31 3.3 00 

17.748 16.9 24 
.790 1.055 

18,538 17.979 

5.954 8, 137 
.024 .008 

5. 978 8, 145 
1.527 1.584 
r.99 5 1. 682 

per car-mil 
1903, 
cents. 

23,918 
r.809 
.014 

25,740 
.085 

25. 825 

2, 783 
3.882 
6,493 
3,078 

I 6.236 
I. 1 2 / 

17.363 

8.462 
.006 

8 .467 
1,609 
r.613 

1902, 
cents. 

23 ,326 
1.242 

.004 

24.57 2 
, l 25 

24.697 

2.71 5 
2 .764 
6.451 
2 .981 

14,911 
r.071 

15 ,982 

8.71 5 
.019 

8.734 
1.639 
r.6 18 

1902-7, 
cents. 

23 .296 
1.492 
,Oll 

24, 798 
.091 

24.889 

3,121 
3 ,987 
6.719 
3.126 

16,953 
.960 

17.913 

6. 988 
r.5 51 
r.894 

Balance available for dividends... .............. $8 1,044.75 1.194 2.373 2.456 4 .879 5.245 5. 477 , 3.5 43 
Dividends . .. ... , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 120,000.00 r.769 2. 351 4, 275 5,070 5. 149 5.246 3.976 

~~~m ~\ ~~~t~s1i~}t!i? c!~~.0 ?~~~~rs~f~~~~::::::::: :: :::::::: :::::::: :::::::: ::::::: ::::: ::: :::::: :::::::: :::::::::::::::::::::::::: 
3tntm 

company fo r the year 1907 shows the high est net earnings 
reported for the five summer months from May to Sep
tember, both inclusive, during which the net earnings ag
gregated $220,443.93 out of a total of $264,476.77; i.e., 83.5 
pe r cent of the tota l ne t earnings fo r the year. Operating 
expenses and taxes during these months ave raged $118,-
362.12 per month, whi le during the winter months they 
ave raged $101,408.50 per month. Thus th e increase in the 
cost of operation during the summer was only $16,943.38 
pe r month, while the gross earnings increased from a 
monthly ave rage of $107,698.91 for the winter season to 
$162,450.91 fo r the summer season : i.e. , by $54,752. There 
was a net gain of $37,808.62 per month over the ave rage 
winter net earnings. The ratio of operating expenses and 
taxes to gross earnings for the five summer months was 
72.8 per cent, whereas t he ratio of operating expenses and 
taxes to gross earnings during the remainder of the year 
1907 was 94.1 per cent. These figures clearly show that 
the summer business is not conducted at a loss, and that 
the increase of that business means an increased profit. 
On the contrary, it is clear that the operating cost of the 
summer traffic is less than that of the winter business. 
The addition to the monthly operating expenses caused by 
the summer business is but 30.5 per cent of the addition 
to the monthly gross earnings. It should be noted, how-

avai lable, especially when the comparisons are confined 
to a particular road. In hi s testimony before the commis
sion the company's expert obj ected to the use of the car
mile unit on the ground that the company had replaced 
small cars with large cars, and thereby changed the sig
nificance of the car-mile as a unit of service. The com
pany's reports to the commission, however, show that few 
changes of the kind mentioned have been made in the 
company's rolling stock in the last few years, and there is 
no reason to beli eve that those changes invalidate com
pari sons of car-mile costs between 1902 and 1907. 

The stati stics on which these car-mi le ratios are based 
are derived from the annual reports of the company to 
the Rai lroad Commission, such reports being made and 
sworn to by the officers of the company. So far as the 
revenues are concerned there is no reason to question their 
substantial accuracy, as they are almost entirely composed 
of cash fares collected from passengers carried. The mis
cellaneous earnings, consisting of r evenue derived from the 
sale of advertising privileges, rent of buildings, tracks and 
other street railway property, constitute a relatively small 
item. 

Taking the figure s of operating expenses ,as given in the 
foregoing table under the four headings of Maintenance, 
Operation of Power Plant, Operation of Cars and General 
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E x penses, it is possible to a rri ve at a fa irly definite figure 
d S to the average eost of operating a car I mile on the lines 
of the Coney I sland & Brooklyn Railroad. In the six years 
embraced in the table, covering the period 1902 to 1907, 
during which a second fare was charged to Coney Island 
on Saturdays, Sundays and holidays, the gener al expenses 
( including the cost of management and the almost equally 
large item of dam ages and attendant legal expenses) aver
aged 3.126 cents per ca r-mile. I n 1907 the general ex
pe:1ses amounted to a lmost preci sely the same figure, and 
this may therefore be taken as the normal expense on this 
road. The operation of ca rs in 1907 cost 6.719 cents per 
car-mile, which is · also the average fo r the whol e period 
and may therefore be considered as not less than the normal 
cost. The operation of the power plant in 1907 eost 4.635 
cents per car-mile as contrasted with 2.764 eents per car 
mile in 1902. F rom the foregoing fi gures it is apparent 
that omi ssion o f proper maintenance and the g reat increase 
of power cost were the main causes of the defici encies 
shown at the hea rings. Losses on Coney I sland business 
were not perceptibly responsible. 

\Ye will now proceed to consider also the operations of 
1908. In the year ending June 30, 1908, there was a fur 
ther rise in the cost of o peration of power plant to 5.868 
cents per car-mile, making a difference between 1902 and 
1908 of 3 cents per car-mile, or $200,000 a yea r . Inas
much as $200,000 would afford a dividend of IO per cent 
upon the stock of the Coney I sland & Brooklyn Railroad 
Company, the signifieanee of thi s increase in the eost of 
power is suffici ently obvious without fur ther analysis. 
While there has a lso been some increase in the eost of 
maintenance of the company's road and equipment, it is 
clear that the r eal seat of the company's financial diffi
culties is the enormously enhanced cost of its power 
supply. The company's increased expense in thi s direction 
eould not well escape its notiee, and it some ti me since 
planned to replace its antiquated powe r plant , which dates 
baek to the early days of the el ectric ra ilway business, with 
a modern system of power supply. The new power plant 
has now been in oper ation for several mon ths, and the r e
sult appear s in the following fi gures showing the cost of 
power supply ( exclusive of maintenance) per ear-mile run : 
July .. .. .... . ........ . ............. .. ....... .. . .. . . .. . ... 4 .32 cen ts 
Au gu st .................. . ...... ... . ... ....... .. .......... .,. 50 cen ts 

5~~~b~~be ~ . : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : g~ ~: :~ ~~ 
November ... .. ... .. . ... . .. . .. . .... ..... . ...... . .......... 4.1 2 cen ts 
December . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2 .82 cen ts 
J anuary ..... .... ... ............... ..... . ................ 2.63 cents 
F ebruary ...... . .... .... . ... . .. .. ... ...................... 2.42 cents 
l\1:a rch .. ........... ...... .... . .. .... .......... . ........ . . 2.2 7 cents 
April ................. . . . ........ . .. . .......... ... ....... r.92 cents 
l\I ay ......... . ................................. ... ....... 1. 88 cen ts 

In the ordinary eourse of business the eost of power per 
ca r-mile inereases in winter , owing to the additional elec
t ric energy that is consumed in heat ing the car s or wasted 
by r eason of the snow. ice or other impediments on the 
t racks. In the place of such an increase during the pres
ent wi nter the working expenses of the power plant have 
been reduced more than 2 cents per car-mile. If, therefore, 
it be assumed that the normal cost of power to the Coney 
I sland & Brooklyn Railroad Company be 2.25 cent s per 
ea r-mile fo r the entire 12 months of the fi scal year , the 
figures will be approximately correct. 

T he remaini ng item of operat ing expenses to be consid
ered is the cost of maintaining the road and equipment. As 
to thi s cost the fi gure s at hand afford little assistance, fo r 
the reason that they cover only such repairs as were ob
viously necessary. N o allowance seems to ha ve been made 
for the wear and tear that is not repar able, or fo r the 
g-rowing inadequacy of equipment that has to be replaced 
lJe forc it is wo rn out. Assuming, fo r example, that the 
average li fe o f a street ea r is 2 0 year s, it is evident that 
one- twentieth of the capital inves te(l in the ca r is con
sumed upon an ave rage eve ry year tha t it is in nse. irrc
specti YC of th e amoun t of money that may be expe nd ed in 
keeping the ear in thoroughly goo(l repair. No calculat io11 
nf costs is at a ll sati sfactory whi ch omi ts the proper charges 
ffJ r stteh deterioration o f phys ical property. T he commis
sion ha s recognized tha t fa ct in prescribin g a uni fo rm sys
tem o f accounts for street rai lways whi ch requires depre
ci ati on charges as a part o f th e operat ing expenses. U nder 
thi s system of account s, whi ch will lie in force July 1 , I<Jo9, 
the Coney I sland & Brooklyn l{ail road Compa ny will he 

required to include proper depreciation in its oper ating 
expense accounts, and it would therefore be unjust fo r the 
commi ssion to issue a n order whi ch fail ed to recognize the 
element of depreciation as an item of general cost . How 
much should be allowed fo r depreciation in the case of the 
Coney I sland & Brooklyn Company is a matter that re
mains still to be investiga ted. T he accounting order does 
not a ttempt to fi x the rate of depreciation, but r equires 
the individual compani es to make an investiga tion as to 
the probable life in service of their operated properti es, and 
on the basis of their experience fo rmulate a rule as to the 
amount needed for preserving the cap ital a ssets unimpaired. 
S uch rule as to the r ate of depreeiation has not yet been 
fo rmulated by the Coney" I sland & Brooklyn Railroad, but 
is est imated to be 5 cents per car-mile, and thi s amount 
should either be spent or be put into a fu nd for use when • 
needed. 

T he estimated car -mil e costs of the Coney I sland & 
Brooklyn Railroad may be reeapitula ted as shown in the 
fo llowing table: 
l\Iainten an ce ( incl uding depreci~tion ) . ... ....... .. . . . . . . . . . 5 .00 cents 
Operation of power pla nt. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2.25 cents 
Opera tion of cars ... . . . ... : . . . ............. -............... 6.72 cen t s 
Gen eral expen ses. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3. 1 3 cents 

T otal operating expen ses ............ . ..................... 17. 10 cents 
-~dd t a xes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . .90 cents 

Opera t ing expen ses and t axes .............................. 18.00 cents 

T urning now to the income side of the ledger, it is found 
that for the year ended June 30, 1908, there were the fo l
lowing revenues from operation : 
"City" fa res (5 cents) . ........ .. ... . .. .. ... . .. ......... . 
~econ d ( Con ey I sla~d) fa1:es .. .. ............ .. ......... . 

evenu es fro m carrying mail , etc ............. ... ........ . 
.:\I iscellan eou s earn ings ... .. .. . . ............... . ........ . 

$ I ,-,55 ,65 5. 33 
89,769.78 

800.00 
I 1,2 32.06 

To tal .... ... .. ... ... .. . . ... ... ............... . ......... $1,55 7,.,57.1 7 

If the fa re were reduced to 5 ce nts fo r every day in 
the year it is evident tha t the reeeipts from "second" fares 
in the above items would be eliminated, and the questio n 
a ri ses whether the ineome from single fa res would be cor 
respondingly increased. It is also quest ionable w hether , 
even i f no ehange were made in the ra te o f fare whatever , 
the gross r evenues would be maintained. T here was a 
di ffe rence between the two years 1907 and 1908 o f over 
$60,000, and fo r some time there has been a steady de
erease. If thi s we re eonti nued th roughout the year j ust 
closing the ineome would be very materia lly r educed. 

RED UCTION I N TRA FFIC 

It is t rue tha t other lines in Brooklyn have shown a 
fa lling 0;ff in the last two years whi ch is doubtless due to 
gener a l business depression and to the readjustment of 
traffic . incident to the ex tension of the s~1bway a nd the 
extens10n of Manhattan Borough eom panies in Brooklyn 
aeross the \ Villi amsburg Bridge. W hile the fa ll ing off 
on other lines would seem to have been ehecked reeently, 
there are special feat ures affeeting the Coney I sland & 
Brooklyn Railroad lines which would seem to indicate tha t 
those lines will continue to feel the loss of traffie unti l the 
density of popula tion sha ll have considerably inerea sed in 
the te rri to ry adj aee nt to the outlyi ng portions of t he de
fendant' s routes . T he defendant' s Coney I sland line is 
paralleled on either side by the Brighton Beach line and 
the Cul ver line of the Brooklyn U nion E levated R ailroad 
Co mpany, upon which road s express se rvice is mainta ined 
from Coney I sland to Park Row. \Vithin the last fe w 
years on eaeh o f these eleva ted lines obso lete steam engi nes 
have been super seded by third-rail equipment, the fre
queney of service has bee n g reatly inereased and the se rv
iee oth erwi se improved. T he defendant's DeKalb Avenue 
line also feels the eompeti tion of the Lexi ngton Ave nu e 
!t ne and the l\fyrtk Avenue line of th e Brooklyn Un ion 
Elevate,! H. ai lroa cl Company. On both of these la st-named 
lines there has bee n a marked increase in freq uency of 
t rains and in the nu ni'ber of ca rs ope rated withi n the· pas t 
fe w years, and the improvement s at t he l\Ia nha ttan end of 
the l~rooklyn Tiridge permitting th rough elevated se rvice 
to P ark Row have made these lines more attractive to 
la rge numbers o f passenge rs. \Vi th these rn11 ditio11s added 
to the inereas in g- competitio n from the surface lines of the 
Brooklyn Hapid Transit system, th e eompany seems liable 
to show a slow recove ry fro m th e fa lling off in earnings 
that ha s been evident for th e pa st th ree years. 
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However, if we assume that this decrease would, be 
stayed, that the decrease due to the elimination of the sec
ond fare would be off set by gains in other directions, and 
that the total income from operation would be, with a 
5-cent fa re, $1,550,000, we have certainly been generous to 
the public , and possibly too severe upon the company. In 
other words, it would seem likely that the total earnings 
would be less than $1,550,000 rather than more with a 
5-cent fare for every day. Assuming that the company 
was able to ea rn this amount without any increase in car
mileage, we would have the fo llowing approximate results: 
Total revenue from operation .................... ....... ... $1,550,000 
Tota l operation expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 ,220,000 

Net revenue . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $330,000 

This amount, which is available fo r rental, interest and 
dividends, would r epresent a return _at 6 per cent upon 
$5,500,000, at 6,½ per cent upon a little over $5,000,000, and 
of 7 per cent upon a little ov~r $4,700,000. 

RETURN ON THE INVESTMENT 

There remains to be considered whether this is a fair 
return upon the capital invested in the street railway prop
erty. Neither the evidence produced at the bearings nor 
the reports of the company gave any trustworthy state
ment of the actual investment. Without information on 
this subject, however, no real progress could be made in 
determining the reasonableness of a IO-cent fare. It is 
plain that the rate that might result in loss on a large in
vestment would be reasonable on a smaller investment. 
Total outstanding stock and bonds might or might not be a 
proper criterion. 

Bion J. Arnold, who has been employed to appraise the 
properties, has reported to the commission that the present 
va lue of the physical property of the road, without includ
ing anything for franchi se, good wi ll , going concern, or 
development charges, plus such amounts as would be neces
sa ry to put the road in first-c lass operating condition, due 
to the fact that the road has been allowed to deteriorate, 
would be at least $5,000,000. 

In the opinion of the commission, therefore, a 5-cent 
fare every day in the week would not produce a proper 
return upon the value of the road, plus a sufficient amount 
to bring it up to date, which amount must be expended by 
the company. 

It is possible that a reduction of the rate to S cents 
would mean a considerable increase in the number of pas
senge rs carried, and consequently in the gross income; but 
it would also mean, probably, an increase in the ope rating 
expenses. \1Vhether there would be an increase in the net 
income is problematical ; and in view of the narrow margin 
allowed the company upon the bas is of a 5-cent fare during 
the week and IO cents on Saturdays, Sundays and holidays. 
the commission does not feel that it would be warranted 
in ordering a reduction merely upon an expectation so 
uncertain. 

ALLOWANCE FOR REHABILITATION 

It should be noted that the commission has considered, 
in the amount upon which a fair return should be allowed, 
a considerable sum for rehabilitation. The policy of the 
company for several yea rs past has been to distribute sub
stantially all of its surplus revenue to stockholders in the 
form of dividends. As has been pointed out, no provision 
was made for depreciation and the appropriations fo r 
maintenance were very inadequate up to two years ago. 
As a result the property of the defendant is still in inferior 
condition notwithstanding the recent improvements that 
have been made. \,Vhile this condition should not be urged 
by stockholders as a valid reason against a reduction of fare 
if such reduction were found to be justifiable, still the com
mission is bound to give consideration to the necessity for 
improvements, as a part of its duty of protecting the public; 
and the commission is unwilling to take any action that 
would make it more difficult for the people of Brooklyn to 
obtain the service to which they are entitled. The present 
depreciated value of the property is very much below what 
·would be the value of such a system in first-class operating 
condition. As the commission has considered that it is 
prurlf·nt to allow a sufficient amount to restore the road to 
standard condition, it will be its duty to compel the company 
to continue the rehabilitation of the property and it wi ll 
see that replacements are ultimately paid for out of earn-

ings before earnings are used for dividends. If a rate were 
fixed upon the present depreciated value it might be so low 
as to prevent rehabilitation. However, it should be frankly 
stated that if the company should not put its property in 
first-class operating condition the reasonableness of the 
fare could then properly be reconsidered. 

IN CREASEI', FARE ON WEEK DAYS 

We now pass to a consideration of the operations of the 
company since on Aug. 31, 1908, it increased the fare on 
ordinary business days from 5 cents to 10 cents. The re
ceipts from extra fares show an increase, but the total busi
ness done shows a decrease as compared with the previous 
yea r. \Ve have ca refully reviewed the operating figures so 
far as ascertainable since the new method went into effect, 
and a lthough it is claimed by the company that the new 
operation has resu lted in a substantial gain in the receipts 
for the company as a whole and also an improvement in the 
class of traffic, yet the figures obtained equally tend to 
show that the advance in the rate means a loss of business 
which just about balances the additional coll ections directly 
resulting. The company by giving a 5-cent fare on five 
days of the week invited many people to buy property and 
build homes near Coney Island. W hile this fact does not 
in any way amount to a contract between the company and 
the residents, it would appear that the practice of charging 
IO cents on all days of the week sho uld only be continued 
afte r a showing that the former prac tice of charging 5 
cents on five days of the week was the main cause of the 
loss of net earnings. Even if there has been some increase 
in net earnings since Aug. 31, 1908, and even if it could 
be proved that a part of this is due to the increase in fare, 
the fact remains that the main causes of insufficient profits 
have been omission of maintenance and uneconomical power 
production. It is a matter of grave doubt, however, whether 
the old rate was not really more profitable for the company 
than the new rate, fo r the reason that the former single 
fare to Coney Island induced traffic that was carried in 
more or less empty cars and could therefore be handled at 
a very low cost; that is to say, the cars which in the morn
ing brought peop le to their work in Brooklyn and Man
hattan carried back on their r eturn trip as passengers to 
Coney Island fami ly parties that chose the relatively slow 
surface cars of the Coney Island & Brooklyn Railroad in 
order to save the extra fare charged by the elevated roads. 
It is significant that the proport ion of children among 
passengers was apparently nearly twice as g reat on the 
single-fare days as on the double-fare days. When these 
people returned late in the afternoon this special traffic 
was in a direction opposite to the tide of travel away from 
work and was again handled at a low cost because carried 
in large part in cars that would other wise have been run 
with small loads. It is a well- recognized fact among rail
road managers, both passenger and freight, that an unusu
ally low rate may be a profitable rate if it induces traffic to 
fill cars that would otherwise have to be hauled empty. In 
fact,· the accepted theory of railroad freight rates is based 
on the idea of encouraging traffic to move at a low rate, 
provided that rate covers prime costs and makes some 
contribution toward meeting the fixed charges. 

The action of the company in increasing the fare appears 
to us to have been unjustifiable. The increase appea rs also 
to have been unreasonable because it places an additional 
burden on the traffic with slight profit to the company or 
none at all. It appears to have been based upon a mis
taken theory that recent loss of profits was due to Coney 
I sland fare conditions rather than to the substantial causes 
that the analysis by the commission has revealed. The 
complaints, howeve r, in the present proceeding relate only 
to the holiday fare. As a matter of proper procedure the 
scope of the present hearing is not broad enough to lay 
the foundation for an order dealing with the company's re
cent increase of fa re on business days. The company 
should remedy the matter now that the impropriety of its 
action is call ed to its attention. It is alleged that the IO

cent fare is u nlawful. The Coney Island & Brooklyn Rail
road Company was organized on Dec. 6, 1860, under the 
General Railroad Act of 1850, and in the permission and 
consent granted to it by the Common Council of the City 
of Brooklyn on Jan. 21, 1861, it was provided that the fare 
wi thin the City of Brooklyn should not exceed 5 cents. 
Under the law last cited the company was permitted to 
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charge a rate of fare not exceeding 5 cents per mile. There
fore the company was privileged to charge 5 cents within the 
City of Brooklyn and at the rate of 3 cents per mile for the 
distance outside of the City of Brooklyn. The distance out
side the former city would be from Prospect Park to Coney 
Island 6 miles. All of the laws and franchises affecting 
this corporation have been placed before the commission 
and examined and we do not find that the legal right of the 
company to charge 5 cents within the former City of 
Brooklyn and 3 cents per mile outside has ever been 
abridged. It is, of course, understood that this statement 
is without derogation of the right and duty of the commis
sion to prescribe a lower rate of fare whenever the rates 
charged may be found to be unjust or unreasonable. 

We are therefore of the opinion that the fare of IO cents 
on Saturdays, Sundays and holidays was not unjust, unrea
sonable or unlawful and that the complaints should be dis
missed. 

Respectfully submitted, 
(Signed) E. M. BASSETT, Commissioner. 

July r, 1909. 
-----♦·----

WlDER TRACK CENTERS IN CHICAGO 

The agitation in Chicago for wider spacing between cars 
on adjoining tracks culminated last week in a resolution 
adopted by the Board of Supervising Engineers, fixing the 
spacing of track centers for all future work at IO ft. 2 in. 
and the width of all new cars to be built hereafter at 8 ft. 
6 in. Brief mention of the adoption of this resolution was 
made in the ELECTRIC RAILWAY JOURNAL of July 3, 1909, 
at the conclusion of an abstract of a communication by 
George Weston, member of the board, to the committee 
on local transportation of the City Council. The resolu
tions adopted by the Board of Supervising Engineers on 
June 29 are as follows : 

Resolvedl That the previous action of the board in fix
ing the standard distance between track centers at 9 ft. 
8¾ in. be and hereby is modified, so that the minimum 
distance between track centers. shall be IO ft. 2 in. for all 
track special work and track, the manufacture or construc
tion of which has not actually progressed so far that it is 
impracticable to change it at the present time. 

WHEREAS, The improvements which have been made in 
the art of car construction, and the demonstrated success of 
the pay-as-you-enter type of car, permit the construction 
of a narrower car than heretofore, with substantially 
equivalent accommodations to the traveling public; and 

WHEREAS, The board has recently authorized the con
struction of new cars having a maximum width of 8 ft . 6 
in., be it 

Resolved, That it is the judgment of this board that all 
future cars to be herea fter constructed under the direction 
of this board for operation upon the surface lines in the 
city of Chicago shall not exceed 8 ft. 6 in. in width over all. 

B. J. Arnold, chairman of the board, issued a statement 
explaining the action taken, in which he said: 

In reaching this decision the board recognizes the fact 
that the maximum space obtained still makes it extremely 
dangerous fo r any person to be caught between passing 
street cars. T he possibilities of seriou s injury, if not death, 
to any person who permits himself to get into this situa
tion are such that the public should avoid it in every pos
sible way. Even the distance of 20 in. cannot be obtained 
upon the tracks already reconstructed, nor so long as the 
present wider cars are operated. In the nature of the case 
this must continue to be done for a considerable period of 
time. The two companies concur now in th e policy of wide 
spacing in order to obtain the benefit of comparative ex
perience. 

-----♦·----

The Chemin de F er du Midi has just gi ven out th e fir st 
contracts for the electrification of a section nf its m_ain 
line 400 km in length, between Toulouse and Bor, lcaux. The 
installation will use single-pha se, I 5-cycle ct1rrc11t, and the 
initial section is expected to be ready for operation in 
about a year. 

COMMITTEE ON TRANSPORTATION TO DENVER 

President James F. Shaw, of the American Street & 
Interurban Railway Association, has announced a partial 
list of appointments on the general committee on trans
portation. The committee will be divided into small groups, 
each of which will be headed by a chairman, and each 
group will have general charge of conducting the special 
trains or cars from various cities or seotions of the coun
try. The following gentlemen have accepted the invi
tation to act as members of this committee: 

Charles S. Clark and any gentlemen whom h~ wishes to 
have act with him will have charge of a special train from 
Boston, Mass., carrying all delegates from the New Eng
land States. 

C. Loomis Allen, chairman; J. H. Pardee, James H. Mc
Graw and any other gentlemen whom the chairman wishes 
to have act with him '07ill conduct a special train from 

·New York City via the New York Central Lines, which will 
carry delegates from New York City and points in New 
York State. 

W. L. Conwell, chairman ; Gen. George H. Harries, C. 0. 
Kruger, William A. House, Thomas N. McCarter, George 
Keegan and any other gentlemen whom the chairman 
wishes to have act with him will have charge of another 
through train leaving New York City by way of the 
Pennsylvania Railroad and carrying special cars from 
Philadelphia, Baltimore and Washington which will take 
delegates from Pennsylvania and the Middle Atlantic 
States. 

C. F. Holmes and W. W. Wheatley have accepted as 
members of the committee which will have charge of a 
special train from St. Louis through Kansas City. The 
chairman of this committee has not yet been selected. This 
train will carry delegates from points east of St. Louis as 
far as Indianapolis, Columbus, Cincinnati, Memphis and 
Louisville. · 

D. A. Hegarty has accepted as a member of the com
mittee in chage of a special car or party from the South
western States, including Texas, Arkansas and Oklahoma. 
The chairman and other members of this committee have 
not been appointed. 

W. A. Warnock and P. P. Crafts will act as a committee 
in charge of a car or party from the Central Northwestern 
States. 

C. N. Black, chairman, S. K. Colby, John A. Britton and 
F. F. Bodler will constitute the committee in charge of a 
special car or party of delegates from cities in California. 

E. E. Potter and F. G. Seixas will act together as a com
mittee in charge of a party or car starting from Seattle, 
Wash., and carrying delegates from all of the North
western States. 

CommiHees will also be appointed to take charge of a 
party from Canada and a special train from Chicago. The 
personnel of these committees has not yet been determined. 
The Chicago train will carry delegates from Chicago and 
vicinity and from points east of Chicago as far as D etroit , 
Cleveland and Toledo. 

These sub-committees will have entire charge of all of 
the arrangements for the com fort and enterta inment of 
those traveling on the special trains or cars and they will 
carry out a campaign this summ er whi ch it is hoped will 
result in good patronage of th e special fac iliti es to be 
provided. 

In the matter of the railroad fares the association has 
received fonral no-lice from th e W estern P assenger Asso
ciation, which has jurisdiction over rates of fare from 
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Chicago to Denve r, that the privilege has been extended w 
members of the association traveling to the convention to 
purchase summer tourist tickets good leaving between Oct. 
I and 5 from Chicago and good for the r eturn trip up to 
and including Oct. 31. The rate on these tourist tickets 
is $30 from Chi cago to Denver a nd return . 

---◄♦·-----

HOTEL RA TES FOR DENVER CONVENTION 

B. V. Swenson, secretary of the A merican Street & In
teru rban Railway A ssociation, has issued convention bulle
tin No. 3, under date of July r, which g ive s complete in
formation about hotel rates in Denver during the week of 
the convention and other inteersti ng facts about the city 
a nd its surroundings. The text of the circular fo llows : 

PLACE OF MEETI N G 

Many of our members are, of course, fa miliar ,vith Den
Yer and its magnificent environmeryt , but to those who are 
not doubtless some general information will prove interest
ing and instructive. 

T he city was founded in 1859 by prospectors who had 
gone to that section in the search for gold, and in the 50 
yea rs of its ex istence has ri sen with great strides, until to
day it ranks twenty-fifth among the citi es of the United 
States in point of population, which aggregates 225,000 
people within an area of 60 square miles. I t is not only the 
capital of Colorado, !mt the commer cial metropolis for the 
entire Rocky Mountain region, with 15 steam railroad lines 
<e ntering the Union Station. T he city has 14 parks, conta in
ing in the neighborhood of r 500 acres, and all connected 
by boulevards. A cl ean. well -built , up-to-date city, with 
the customary W estern hustl e., its prosperity is best shown 
in the fact that it has nearly 2500 facto ries, with annual 
payroll s of over $ 12 ,000,000, and producing annually prod
ucts to t he value o f nearly $100,000,000, as well as by its 
seven national banks, seven State banks and three trust 
companies , the resources of its financial institutions 
amounting to $ 65,000,000. Much of Denver's development 
is due to the genera l custom among those who make their 
fortun es in Colorado o f spending their money at home. 
which accounts in a great measure for the city's beautiful 
r es idences and w ell -paved, well-kept and well-ligh ted 
stree ts. 

P erhaps no city in the country has been so favored by 
nature in beauty of climate, location and perspective. 
\ Veather Bureau report s for a period of 20 years show an 
a verage of over 350 sun shiny days, with a brisk, invigorat
ing atmosphere and a minimum humidity. The periods of 
extreme cold ra rely occur in Denver until after the Chri st
ma s holidays, and· thi s \\·ca ther seldom continues for more 
than three or four weeks during January and F ebruary. 
T he city is peculiarly free from snowstorms, probably more 
so than anv of th e cities of the N orthern States. Sleighing 
is almost unknown. as the snows which do vi sit the city 
occur during th e ni ght and soon disappear in the morning 
sun. The altitude o f D enver is about I mile, and the out
look of the city covers zt territo ry extending for 200 miles 
a long the Rocki es, from Long' s Peak on the north to Pike's 
Peak on the south. 

T he side t rips from D enver , both in number and scenic 
beauty, a re perhaps equaled nowhere in the \i\,.orld , cer 
tainl y not in Ameri ca. and for the benefit of our members 
a lat~r bulletin will give a resume of the more famous and 
interesting of these excursions. 

T he tr:m sporta tion fa cilities of the convention city, it is 
h ardly necessary to tell yon, are most comprehensive _ and 
up to elate. T he splendid syst em of the Denver City Tram
w av Company operates about 175 miles of track, and, as is 
w eil known to our members , for excellence of equipment , 
faciliti es and methods of operation Denver's street railway 
system r anks among the leading rai lways of the country. 

To those unfamiliar with D enver 's hotel fac iliti es and 
t he abi li ty of the city to accommodate la rge gatherings, 
the number of leading hotels shown in this bulletin may 
prove a surprise. The city is becoming more and more fa
yorablv known as an ideal convention place, and has enter
t ained· conventions of the leading societ ies, lodges and as
sociations within the past few years, among these being 

the reunion o f the Grand Army of the Republic with 125,-

000 visitors, the Order of Elks with 60,000 and the Knights 
Templar with over 40,000 delegates. Our members should 
rest content, therefore , that there will be ample room for 
eve rybody during th e convention week, and al so be as
sured of fair treatment in the matte r of hotel rates. 

The exhibits will be displayed in the new Auditorium, 
completed in 1908 and used for the first time by the Na
tional Democratic Convention. This building is unique in 
the fac t that it is the fir st of it s kind erected by any of our 
American municipalities. It is loca ted within two blocks 
of the business district of Denver, and is, there fore, most 
convenient to all the leading hotels. The building covers 
an area of 260 ft. long by 168 ft. wide, with walls meas
uring between 90 a nd roo ft. in height. It is of steel, with 
concrete floors and roof, and splendidly equipped in the 
matter of ventilation and illumination. The Auditorium 
itself and ad j acent areas available for convention purposes 
provide an exhibit space of about 45,000 sq. ft., and from 
the info rmation now avai lable this space will be fully util
ized by ou r Manufacturers' Associat ion. 

HEADQUARTERS HOTELS 

In recent year s it has been the opinion of the official 
representat ives of the various affiliated bodies that each 
assoc iation should have its own headquarters hotel, and 
thi s plan has seemed to be most sa ti sfactory to our mem
bers. In view of thi s, no departure has been made from 
thi s arrangement for the 1909 convention, and the hotels 
listed below have been selected as headquarters, it being 
under stood that those in charge of the convention do not 

The Auditorium, Denver 

desire that these particular hotels be patronized to the ex
clusion of others, but, rather, used as general meeting 
places for those interested in specific lines of work. 

The Brown Palace has been decided upon as the head
quarters hotel of the Ameri can Association, and similarly 
of the Manufacturers' Association. T he Savoy Hotel will 
be the headquarters of the Accountant s' Association, and 
the A dams will be the headquarters hotel of the Engineers. 
T he Claim Agents' Association will utili ze the Metropole 
as headquarters, and the T ran sportation & Traffic Asso
ciat ion wi ll estab li sh its headquarter s at the A lbany Hotel. 

HOTEL RESERVATIONS 

T he hotels li sted in this bulletin are those which have 
worked in sympathy with the Denver Convention League 
in the matter of our convention, and ,ve respectfully suggest 
to our members the desirability of patronizing the hotels 
here shown. 

The matter of making a proper distribution of the ac
commodations provided by the principal hotels ha s been 
given a great deal of thought and consideration, with a 
view of a rriving a t an absolutely en uitable division as be
tween the delegates of our own and affiliated associations. 
In line with thi s. we h ave requested the D enver Conven
tion League to arrange that no specific assignment of 
rooms be made in these hotels before July 15, that the 
hotels on that date act on applications then in hand and 
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make tentati ve assignments, which are at once to be sub
mitted to the office of the secretary of the American Asso
ciation for approval. On receipt of thi s proposed distribu
tion the secretary will take the matter up in detail with 
the secretary of the T\Ianu facturers' Association, and if 
the assignments seem sati sfactory, approval will be given 
and they will be returned to Denver with the request that 
notice be sent to each guest, giving full information of 
reservation made. 

On Aug. I and 15 and Sept. I additi onal tentative assign
ments of rooms will be forwarded by the Denver hotels to 
the secretary's office, and action similar to the above taken. 
By this plan, it is beli eved, it will be possible to scttie upon a 
distribution of hotel accommodations that will be entirely 
satisfactory to all concerned, and t ake care equally well of 
the representatives of the electric railway a nd the manu
facturing interests. 

Applications for hotel reservations should be made di
rectly to the hotel at which you desire to stop. It will a id 
greatly in avoiding mistakes if the members , when writing, 
will indicate that their reservations ar c made in connection 
with the convention. In making applications explicit state
ments should be made concerning the kind of room desired 
-whether with or without bath-and the dates of arrival 
and departure from the hotel. The special rates are made 
with the understanding that th e charges of the hotel will 
be for the full time of reservation, and that they are all to 
be made upon the European plan ; in other words, for the 
room only, without meals. 

In view of the plans above outlined, we respectfully urge 
our members to at once communicate to the Denver hotels 
their applications for reservations, in order that such re
quests may be considered in the ass ignments which it is 
proposed to make under date of July I 5. 

HOTEL LOCATION AND CA PAC ITY. 

~fame of H otel. Location . 
X o. of 
Gn ests. 

Abbott .. ......... ...... 19th and Curti s ... ................. ..... . 
Adams • . . .. .......... 18th and W elton .. ................ ...... . 
Alamo ....•..••. '· ..... 1 .+ 1 1 17th Street ... . . ....... . . . .. ....... . 
Albany .••............ 17th and Stout ...... ...... .. .... ....... . 
A ldine ............... 10 13 17th avenue ..... . : ... .. • . . ......... 
A merican ............ ,1 6th and Blake .. . .... .... ... . .......... . 
A nthony .............. 1276 Logan street. .... .... ... . .......... . 
A rno ................. 18 11 Grant s treet. ..... .... ... . ......... . 

!1ti~i> ::::ilf ~:~git/\' > \ 
Congress •............ 1 520 Glen arm place ......... . ... . ....... . 

l~I;~:./ • •::: •::: :\!i ~f t\t\C /. •·•: • • •: • • •::::: •: Holland ............... 1760 Penn sylvani a st reet .. ...... . . .. .... . 
Horton ...............• 183 0 Grant s treet. ........ .. .. . ... ...... . 
Inte r Ocean ........... 16th and Blake ........... .. ..•.... ...... 

~f !;~~?{. : : : : : : : : : : : : : : : H~ Ei ~ilf ~~ : : : : : : : : : : : : : : : : : : : : : : : : : 
}r:~lri~ ·. : .-.. : : : : : : : : :~;:h 1

: ~~ e;~c/;~~e·:::::::::::::::: ::::::: 
M elrose ... . ... . .... . .. 1742 Sherm an street. .........•...... ..•. . 
M etropole . .. . . ....... 18th an d n roa<lway ................... .. . . 

[~~?:.::::•••:::: :;!~ ~t:~;I~f /it::::::::::::: 
Plym outh ............ 16th and Tl road way ...................... . 

IW[:. ·_. :· :·::::::::::: ::fa l ~ ~~ s ~
1:;i~~~~lf.~.y.:·:·:·:·:·:·::::: ::: :::::::: 

Shirley Ann<"x ......... B roadway ll<"ar 17th ...... . .............. . 

l~l~M!! ii! ii ti! !ilii;ii illl!i!!:i: : : i!:f i ! iii i ti! i 
T l<A N:; l'IJlff,\T IO N 

I 50 
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45 
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400 
l I 2 
200 

75 
160 

70 
:::!OO 

60 
100 

75 
80 
50 
10 

J OO 
250 

60 
1 so 
100 
250 

40 
300 
100 
I 50 

75 
160 
600 
'40 
200 
1 50 

1 so 
250 
35<.l 
350 
250 

Ro 
120 
2.10 

40 
120 
Jon 

75 
180 

-~00 

The matter of transpor.tation is being vigorously pushed, 
but at thi s date it is not poss ibl e to g ive definite informa
tion on thi s point. T he associat ion has been ahk to posi
ti ve ly secure for its delegates an extension of the summer 

tourist rates from Chicago to Denver , but th e matter of a 
similar extension from the E as tern ter ri tory has not yet 
bee n decided, and positive announcement on thi s roint c.an
not, therefore, be made in the bulleti n. It is the 1ntcnt1011 , 
however , to issue immediately a fter thi s questjon is set.tl~d 
a bulletin devoted to the matter of transportation. and 1t 1s 
hoped to distribute this information on or before July 10. 

SC H ED U LE OF MI NIMUM RATES BY THE DAY, EUROPEAN PLA N. 

R ooms \Vithout R oom s \\ ' ith 
Private Ba th. P rivate Bath. 

1 P erson . 2 P er son s. I P erson. 2 P ersons . 
. \ Llams . . . . . . . . . . . . . . . . . . . . . . $1.~o $2.50 $3.00 $5.00 
A lam o . . . . . . . . . . . . . . . . . . . . . . . 1 .50 2.00 2 .00 4.00 

t~!~fca~ .. :::::::::::::::::: : ~:;~ ::~~ r~~ t~~ 
Astor . . . . . . . . . . . . . . . . . . . . . . . . 1.00 1.50 I . 50 2.50 
Auditorium . . . . . . . . . . . . . . . . . . 1.00 2.00 2.00 4.00 
Belvede re ............. ·.. . . . . . 1.00 2.00 2.00 3.50 
Brown . . . . . . . . . . . .. . . . . . . . . . . 2.00 4.00 3.50 5.oo 
Carlton . . . . . . . . . . . . . . . . . . . . . . 1.00 2.00 
Congress .................... . 
Dre)ce! . .. .............. ..... . 
Elk .. . .......... · · · · · · · · · · · · 
Grand Central .............. . 
Graymont ................... . 
H olland . ............ .. ..... . 
K aiserhof ................... . 
L a fayette ................... . 
Law ..... · ....... • • • • • • • • • · ·· · 
1fadison .................... . 
:.\Ietropole ... · ................ . 
Midland .......... ....... ... . 
N ew Broadway .............. . 
Orient ..... .. ..... ....... ... . 
Oxford ..... . ....... ..... ... . 
Pier ce ............... ... .... . 
Plaza . ...................... . 
Savoy .............. ..... ... . 
Shirley ..................... . 
Standish .................... . 

~~: f ~i;:iici; · : : : : : : ·. ·. ·. ·.:: : : : : : : : 
St. James ................... . 
T ours . .. ........... ........ . 
\Ye8 t .................. · · · · · · 
\\'indso r ............ ..... • • • • 

I.00 
1.00 

-75 
I.00 

I.DO 
LOO 

1.50 
I.00 
1.00 
1.00 

1.50 
I.00 
J.00 
I.00 

1.50 
I.00 
I.00 

1. 50 
1. 50 
1.50 
J.00 

I.00 
1.50 
I.00 
I. OD 
1.00 

2.00 
2.00 
1. 50 
2.00 
2.00 
2. 00 
3.00 
2,00 
2 . 00 
2.00 
2.00 
1.50 
2.0 0 
2.00 
2 . 00 
2.00 
2.00 
2.5 0 
2 .00 

3.00 
2 .0 0 
2 . 0 0 
2.00 
2.00 

2.00 
2 . 00 

1.50 
2.00 

1.5 0 
2.00 
2.00 
2.00 

1.50 
2.50 
2.00 

2 . 00 
2.00 
1.50 
1. 50 
3.00 
2.50 
2 .00 

2 .00 

2.50 
2 . 00 

1.50 
2 . 00 

3.00 
3.50 

3.00 
3.50 
4.00 
3.00 

J.00 

3.50 
3.00 

3.00 
3.50 
3.00 
3.00 
5.00 
3.50 
3.50 

3.50 
3.00 
3.50 
.J . 00 
J . 00 I 

This proposed bulletin wi ll contain as much deta iled in
formation as possible on railroad fares from various citi es 
of the country, w ith equivalent Pullman rates. T he bnl
letin will a lso contain information concerning transporta
tion committees, which are now well under way, giving the 
names of committeemen and territory assigned. Program , 
meeting halls and other convention matters will be covered 
in later bulletins, as definite conclusions are reached. 

----♦·----
SHOP FIRE PROTECTION AT MOBILE 

The Mobile Light & Railroad Company has j ust com
pleted the installation of a piping system and storage tank 
for protecting the shop buildings in case of fire. The 
sto rage tank has a capacity of 50,000 gal. , and is mounted 
on a 100-ft. steel tower. From this tank an 8-in. main 
leads to an underground piping system surrounding the 
several shop buildings. The supply tank is fed with water 
from the city mai ns, and a 6-in. water connection also is 
available for directly feeding the underground p1p111g in 
the shop yards whenever water is not available from the 
storage tank. 

Eight la rge fire hydrants a re located in the shop yards 
and are fed by a line of 6-in. piping. The hydrants are 
not nearer than 50 ft. to the buildings, so that they may be 
approachable at all times. Over each hydrant a special 
hose house with two large double doors is insta lled. and in 
each house is a 100-ft. length of hose connected to the 
hydrant. Additional hose is carried on a portable reel. In 
each of the shops and ca r houses arc fo ur standpi pes, each 
with 5 0 ft. of hose connccte<l w ith a 1¼-in. nozzle. T he 
hose at the se standpipes is hung on a "j iff/' automatic 
hose rack, so that it is immedi ately avai lable for II S(' 111 
case of fire . 

The shop forces include a man who former ly ~crvcd 111 

the city fire depa rtment , and S. M. Co ffi n, master 111ccha11i,, 
has appoi11te<I thi s empl oyee as assi stant fire chief. Fire 
drill s are co11<111 cted frequ ently, so that the 111c 11 may deal 
sys!l'matically with any emergency call. 
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METHOD OF PLOTTING SPEED CURVES 
NEw YORK CENTRAL & HUDSON RIVER RAILROAD COMPANY, 

NEW YoRK, July I, 1909. 
To the E ditors : 

In Mr. Farmer 's article, "New Method of Plotting Speed 
Curves," on page 1131 of your issue of June 19, a descrip
tion appears of a new method of finding the speed at any 
point of a distance-time curve. I beg to call to your atten
tion the fact that this method is not entirely correct or 
of universal appli cation. This is to be regretted, for such 
a simple and easy method as this appears at first sight to 
be would be a g reat labor saver. 

In· the accompanying diagram A B C is a distance-time 
curve with distance represented by ordinator and time by 
abciss;:e. T he scales of time and distance are omitted as 

Distance-Time and Velocity Curves 

not esse ntial to this discussion and the shape of curves 
chose n, while unusual, is such as to emphasize the inac
curacy. T he curve becomes a straight line at B, and lines 
C B f and h A a re drawn parallel, according to the direc
tions in the article referred to. T he speed at the time 
co rresponding to any point on the curve is then said to be 
proportional to the distance of that point from line h A. 
Take at random any point on the curve, as JJ1, and call the 
speed at that point S. D raw line ni M parallel to h A. 
At a distance from h A twice as great draw another parallel 
line n N cutting the curve at N. The speed at N is 
then 2 S. 

Now suppose a second distance time curve A D E to be 
precisely the same as the fir st curve up to the point D, 
where it becomes a straight line. It is obvious that the 
differences beyond D leave unaltered the speed and other 
characteri stics in that portion of the curve to the left of 
D . As befo re, draw Eq, r A, s M and t N parallel. Fol
lowing the rule that speeds a re proportional to distances, 
from r A, and remembering that the speed at M is S, it is 
apparent upon inspection of the figure that the speed at 
N is about 1.7 S. But the speed at N is already known to 
be 2 S. 

Taking as the nJOSt typical form encountered in practice, 
a curve of uniform acceleration , the errors by Mr. Farm
er's method are found to be about 50 per cent at half
speed, decreasing at higher speeds, and at lower speeds 
running up to nearly double that value. R. 

·• 
The first electrified section of the London, Brighton & 

South Coast Railway Company was opened for operation 
in May, and it is expected that electric service will be ex
tended into Victoria Station by Aug. I. 

A NEW FARE BOX 

The accompanying engraving shows a new fare box, 
which collects and registers nickels and at the same time 
allows the conductor access to the cash drawer for making 
change. The device was invented and is being sold by 
H. T . W erden, I Madison Avenue, New York City. It is 
known as the "Payee" fare box. 

The nickels a re dropped into the hopper on top of the 
box, and slide through the slot down a long slanting chute 
to the registering stop. This chute is provided with a glass 
top, so that both the passenger and conductor can see the 
coin as it drops. If a mutilated or counterfeit coin is 

Registering Fare Box 

dropped in the box and is detected by the conductor, he 
registers the fa re and removes the coin from the cash 
drawer, returning it to the passenger. The slot in the 
hopper is just large enough to pass a nickel, and will not 
allow a coin of larger diameter to enter the chute. If a 
dime or penny drops into the hopper it falls through the slot 
into another passageway and drops out of the box in the 
cup shown at the left. 

A detachable key operates the registering mechanism. 
The conductor grasps the box with his fingers and his 
thumb rests on the knob of the key. A slight push on the 
knob actuates the register and allows the nickels to .fall 
into the cash drawer below. By means of two small pegs 
only one coin at a time is permitted to pass through the 
opening into the cash drawer. In the normal position one 
of these pegs projects out in the chute and stops the pas
sage of a coin dropping down from the hopper. When the 
register knob is pushed this peg is withdrawn, but simul
taneously the second peg is forced out above the lowest 
coin and prevents the second coin from dropping further. 
When the register knob is released the upper peg is with
drawn and the lower peg again forced out to the normal 
position. 

The box weighs only IO lb. and is but II¼ in. x 7¼ in. 
x 4 in. in size; hence it is readily portable. It is made of 
punched metal, is neat, secure and, it is claimed, will not 
get out of order. Each conductor may be given a "Payee" 
fare box and be held responsible for its registration and 
cash delivered, thus providing a simple method of check
ing up each conductor's receipts. Conductors are furnished 



JULY IO, 1909.] ELECTRIC RAILWAY JOURNAL. 

with a key which will open the cash box, so that they have 
available at all times an ample supply of change. 

The box is held in place on the platform by a simple 
catch forming part of a base plate permanently bolted to 
the platform railing. The base plate is formed with shoul
ders at the sides, from which project at one end two fixed 
metal pins. A spring bolt is provided at the other end of 
the shoulders. Small holes are drilled in the box to engage 
with these pins. To fasten the box it is slipped into en
gagement with the two fixed pins and then the spring bolt 
is snapped into place. This attaches the box securely to 
the base plate. 

----♦,----

COMMUTATOR GROOVING MACHINE 
The special commutator grooving machine shown in 

the accompanying engraving has recently been designed 
and placed on the market by the General Electric Com
pany. It will accommodate all sizes of General Electric 
railway motor armatures built to date. It consists of sup-

Commutator Grooving Machine for G.E. Armatures 

ports for the armature, the commutator of which is to be 
grooved, and a moving carriage, which carries the groov
ing motor. The armature supports are pillow blocks with 
V-shaped bearings, one of them being movable horizon
tally on the base. The carriage stand has a rough hori
zontal adjustment at its base, a vertical screw adjustment 
for the motor carriage slide arm, and an angular adjust-

Armature in Position in Machine 

ment in the slide arm to be used in case the commutator 
bars a re not exactly parallel to the shaft. T he rota ting 
saw is on the extended shaft o f a CQ ¼-¼ hp, 1200-
r.p.m. , 550-volt , direct-current motor. The sha ft is long 
enough to permit of the use of two saws, a llowing the 
grooving of two slots a t the same time. Owing to the size 
o f the motor, no starting resistance is required. The 
weight o f th e complete a pparatus is 750 lb. 

IMPROVED DESIGN OF SHEET STEEL GEAR CASE 
The first design of Lyon sheet-steel gear case was pa

tented in 1905. The experience gained during four years 
of manufacture has led to a number of changes in detai ls 
which have increased the strength of the cases and reduced 
the maintenance costs. These changes consi st principally 
in adding reinforcement at points of greatest strain. 
Cases requiring side brackets are now r einforced by a 
special steel plate placed on the inside of the case, this 
plate being larger in size than the base of the bracket. 
The end brackets on the case are also reinforced by sheet
steel plates on the inside. These reinforcements are made 
to lap, giving the case rgidity and preventing its coming 
out of alignment. The latest types of Lyon reinforceed 
cases are furnished with grease doors having compressed 
centers, which not only prevent the grease from flying out 
of the case, but also prevent dirt from working into the 
gears. In the design of recent cases, special attention has 
been given t0ward avoiding right ~ngles in the metal. as 
it has been conclusively proved that metal bent at right 
angles is more liable to fracture than metal formed with 
rounded corners. 

This improved type of case is now known as the Lyon 
reinforced sheet-steel gear case, and 1s being marketed by 
the Electric Service Supplies Company, Philadelphia, Pa. 

----♦··----

GRAPHITE SHEET LUBRICATION 
A new type of sheet lubrication for journal bearings 

has been put on the market by the Strong, Carli sle & Ham
mond Company, Cleveland, Ohio. It consi sts of solidified 
graphite cones or tablets which are molded on a copper 
wire cloth. In babbitting a box, a piece of this sheet is 
cut wide enough to fit not quite one-half way around the 
journal. It is then shaped to the journal and the babbitt 
metal is poured in in the usual way. A fterward the sides 
of the bearings are scraped, so that the journal will turn 
freely. 

When oil is used, from 75 to 90 per cent of the quantity 
of the graphite sheet which would otherwise be employed 
is cut out, to avoid any tendency of the oil to wash loose 
particles of graphite out of the bearings. This method of 
babbitting boxes has been employed on one of the cars of 
the Northern Ohio Traction & Light Company and has 
given very satisfactory re sults. After a mileage of 23,375, 
the bearings were in such good condition that they were 
replaced for further wear. 

----♦----
Many letters have been written by residents of Phila-

delphia to the newspapers of that city regarding the recent 
traction situation . A signed letter publi shed in a recent 
issue of the Public L edger said in part : " If your paper 
would print a modest suggestion from a plain, blunt man, 
an humble citizen, anent the increase in fare on our street
car lines I believe it would end the horrible business, and 
not only that, but that it would prevent a repetition of it. 
My suggestion is simply that we build the suburbs in the 
center of the city, thus doing away with the necessity of 
street-car lines. It should be plain to the min d of even a 
police court judge that if the lines were taken away our 
fellow-citizens could save all their car fa re. To show th at 
my actions are in acco rd with my written sent iments, I have 
resolved to walk the longest way home instead of the short 
es t as heretofore. I claim that thi s is an act of wisdom, 
fo r hy so doing I depri ve the company of two fare s instead 
<l f one." 
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ELECTRIC RAIL WAY LEGAL DECISIONS 
LIABILITY FOR NEGLIGE NCE 

Alabama.--;-Carr ier s - Injuries to Passen ge rs -Action s -
Pleadmg and Proof-Relation of Carrier and Passen
ger-Evidence-Negligence-Prima Fade Case-Mas
ter and Servant-Injury t o Servant-Stree t Railroads
Care as to Licensees-Care as to Passengers-R ailroa d 
Company-Care as to Employees-Who A r e Passen
gers-Employees of Carrier. 

In an ac! ion aga in st. a carrier for injuries to a passenger, 
the a llegat1? n that pl amtiff was a passenger on defendant's 
car at the time he was injured is a m at erial a llegation, and 
must be proved. 
. On m ere proof of injury to a passenger, his prima fade 

:ight of _r ecovery, under count s charging simple n egligence, 
1s estabh shed. 

An employee of a street railroad company, riding on a 
ca r at the tune of his injury by a collisio n in addition to 
sho":ing the colli sion and injury, must adduc~ s0me evidence 
tendmg to show negligenc e in order to recover. 

The o nly duty owed by a stree t railroad comp any to a 
l(censee .0 ~1 one . of it s cars is not t0 wantonly or int en
t10nally 111Jure hnn, or to exercise due care t o avert injury 
after hi s danger becomes apparent . 

A carrier owes t o a passenge r the highest degree of care. 
A street com pany owes to one of it s empl 0yees, riding 

on a car , the duty of exercising r easonable care not t o 
injure him. 

A sec tion hand, injured while riding back and forth to 
work on a car, with out charge, pursuant to a rul e 0f the 
company, is not a pa~se nger, but is in the exercise of a mere 
privilege connec ted with hi s emp loyment.- (Birmingham 
Ry. , Light & Power Co. v. Sawyer, 47 S. R ep., 67.) 
Florida.-Railroads-Pe rsonal Injuries-Pr esumption of 

Negligence-Burden of Proof. 
. The s tatute provides that a railroad company shall be 

liable fo r any damage done t o person s by th e running 
of cars o r 0ther machinery, unl ess t he company sha ll make 
it appea r t hat it s agent s have exe rcised a ll ordinary and 
r easonable care and diligenc e; th e presumption in all cases 
being aga in st t he company, but this provision does not 
crea te such a pre sumption as wi ll ou twe ig h proofs, or that 
will r equire any greater or stronger 0r more convincing 
proofs t han in an y ot her is sue. The statute casts up on the 
company the burden of affi rmative ly showing that it s agents 
exercised a ll ordinary and reasonable ca r e and diligence to 
preve nt the injury complained of.-(J ones v. J ackso nville 
E lec tric Co., 47 S. R ep., r.) . 
Illinois.-Carriers-Stre et Railways-Pa sse ngers-Action 

for Injuries-Quest ion fo r J ury-Evid ence-Admissibil
ity-Subj ects of Exper t Testimony-Appeal and E rror
Exclusion of Evidence-Harmless Error. 

Under th e evidence in an act ion aga inst a street railway 
compan y for injury to a passenger caused by a j erking of 
ca rs on t he g rip-iron on a grip ca r becoming caug ht, hetc1 
prop er t o refus e to direct a verdict for th e company. 

In an act ion aga ins t a stre et raihvay co mpany fo r injury 
t o a passe nge r caused by cars j erking o n th e grip-iron on a 
grip ca r becoming caught , t he company could not show that 
it had employees who had particular duties to perform, it 
being permitted to prove everything that was in fact done 
by any employee in the way of inspection, superintendence 
and care of the track and app liances, as n o m atter how many 
employees the company had, or what th eir duties were, the 
com pa ny would be liable to the passenger for their neglect 
of such duties, and since duti es unp erformed would con
st itut e n o defense. 

In an act ion aga inst a st ree t railway company for in
jury t o a passe nger caused by a j erkin g of ca rs on the g rip
iron on a grip car becoming caught , th e company could not 
ask a witness as to t he p ossibility of a car running into 
the t ong ue of a switch, since t ha t was not a proper subject 
of expert t est imony, and since th er e was no evidence for 
pla intiff t ending to show tha t the grip caught on the tongue 
of a switch. 

In an actio n aga in st a stree t railway company fo r injury 
to a passe nger caused by a j erking of cars on the g rip-iron 
0 11 a grip car becoming caug ht , it was not r eversible error 
to exclude a question asked a witness fo r the company as 
to wh eth er h e had ever known o f an acc ident occurring 
through anything getting in to t he cable slot, since there 
was no evidence t ending to prove that a nything got into 
the slot on the occasion of the accident, and since, if the 
purpose was to show that no such accident had happened 
before, the testimony would tend to show that something 
was wrong with the slot or appliance, raising an inference 
of negligenc e of the company.-(Wyckoff v. Chicago City 
Ry. Co., 85 N. E. R ep., 238.) 

Iowa.-Carrie r s-Carriage of Passengers-Set ting Down 
Passe ngers-Contributory Negligence. 

Where an interurban railway conductor was advised by a 
passenger tha t he wished to alight, and sa w the passenger 
m oving toward the r ea r end of the ca r , and knew, or should 
have known, that th e car had slackened it s speed as if about 
to s top a t the passenger's requ es t, and th e motorman had 
bee n given the usual signal to st op to discharge passen
gers, the conducto r and motorman were bound to see that 
the passenge r was not in the act of alighting before start
ing the ca r, w hich had not co m e to a full stop, ,vith unusual 
force and v iolence. 

An int erurban ra il way passenger, who had signified his 
des ire t0 a lig ht, was n ot negli~nt as a matter of law in 
t aking a position on the car step aft er the car had com
m ence d t o slow down.-(H einze v. Interurban Ry. Co., II7 
N. W . R ep. , 385.) 

Louisiana.-Stree t R ail roads-Operation-Care Required
Colli sion with Fire A pparatus-Negligence of Motor
neer. 

It being important that the apparatus for its extinguish
rnent should reach a fi r e promptly, and, the men and horses 
of the fi r e department being expected and trained to use 
the utm ost expediti0n fo r th e accomplishment of that pur
pose, the requirem ent that individuals and vehicles engaged 
upon less pressing miss ions shall not only accord them the 
right of way, but shall hold themselves in readiness to do 
so when they have reason t o anticipate that fire apparatus 
may appear, is not .unreasonabl e, and that c0ndition may 
be said to exist when a vehicle, and more particularly a 
street car, which is confined to its track, approaches a fire 
engin e house situat ed in close proximity to such track. 

The motorneer of an elec tric car w hich passes imme
diately in fro nt of a fi re engine house is guilty 0f double 
negligenc e when he drives the car at foll speed in approach
ing such hou se, and fails to see, in time to enable him 
to stop the car and avo id collision with an outcoming hose 
wagon, a sign al given w hile his car is 144 feet distant from 
the engine house.-(Dole v. New Orleans Ry. & Light Co., 
46 S. R ep., 929.) 
Massachusetts.-Street Ra il roads-Injuries to Pedestrians 

-Contributory Negligence-Lighting-Mode. 
As plaintiff was approac hing a street on which defend 

ant 's street r ailroad was operated, h er view of a car ap
proac hing from the n orth, by w hich she was subsequently 
stru ck, was and continued to be un obstruct ed from the time 
such car was 850 ft. n orth of the point wh ere the accident 
took place until it reached such p oint. The car was lighted 
by incandescent lig ht s in side and one on the dashboard. 
The accident happ ened on a dark, misty morning; but the 
fog was not such as t o obscure objects like the car in ques
ti on. Held, that plaintiff was n egligent, as a matter of law, 
either in not looking carefully t o see the car or in not look
in g from the proper position. 

Where, in a n ac tion fo r injuries to a p edestrian in a col
li sion w ith a st ree t car, it was not shown that plaintiff knew 
or r elied on the use of searc hlights by the street car com
pany on it s cars, it was no excuse for plaintiff's failure to 
discover the car in time to avoid b eing struck by it that 
it was only equipped with an incandescent light on the 
dashboard, instead of a searchlight in use on some of de
fendant's cars for a year prior to the accident.-(Beirne v. 
Lawrenc e & M. St. Ry. Co., 83 N. E. Rep. 359.) 
Michigan.-M~ster and Servant-Injuries to Servant-As-

sumption of Risk-Knowledge of Practice as to In
spection-Evidence-Admissibility. 

A ma ster m ay conduct hi s business in his own way, and, 
unless a servant wishes to assume the risk of the method 
adop ted by the ma st er , he should refuse to enter upon 
the employment, or leave it on discovering such method, 
and a servant, knowing the hazards 0f his employment 
as it is condt1ct ed, cannot recover for injuries received on 
t he ground that th er e was a safer method which would 
have prevented the acc ident- had it been adopted. Hence, 
where an expe rienced lin eman employed by defendant street 
railway company knew that it was the practice of the com
pany to m ake no separate in spection 0f trolley poles, but 
to rely on such as the lin emen might make in connection 
with work required of th em, and that all changes and re
pairs upon poles were mad e by his crew, he continued, it 
he did not accept, his employment with full knowledge of 
the facts, and he' assumed the attendant risks. 

In an action by a lineman against a street railway c0m
pany for injuries from the falling of a decayed trolley pole, 
evidence that it was the universal custom of such com
panies to omit inspection other than that made by the 
repair crew is admissible on the issue of assumption of 
ri sk.-(Lynch v. Saginaw Valley Tracti0n Co., II6 N. W. 
Rep., 983.) 
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Minnesota.-Street Railroads-Injuri es to Persons on 
Track-Actions-Evidence - Suffici ency - Damages -
Measure of Damages-Injuries to Person-Excessive 
Damages. 

In a personal injury action, the evidence considered, and 
held sufficient to sustain the finding of the jury that the 
defendant was n egligent and that the plaintiff was n ot guilty 
of contributory negligence. 

When an injury to a woman r esult s in a miscarriage, sh e 
is entitled to recover such damc1.ges as ,viii fa irly compen
sate her for the pain and suffering occasioned by th e mis
carriage, but not for the pain and suffering occasio ned by 
the loss of the child. , 

The pain and suffering which the mother would h ave ~ , f~-f 
fered when the child was born in the n atural course c > 
events cannot be deducted from th e pain a nd sufferin g oc -
casioned by the miscarriage, which resulted from th e de - , ~ 
fendant's negligence. 

sum e that plaintiff was 111 a position of clanger at the time 
of the a ll eged start. 
. In a n action by A passenger for injuries, whe r e the pet i

tion asks n o spec1tic amount under any head or item of 
damages, but the e lement s of damage are set forth with 
particu larity, a nd a genera l verdict is prayed co,·e ring them 
a ll , an in st ruct ion putting t he question of damao·es to the 
jury, as the p et iti on d id, is not bad, in the ab;'ence of a 
request for a more specific in struction.-(Flah erty v. St. 
Loui s Transit Co., 106 S. W. Rep., 15.) 

New York-Street Railroads-Co lli sion with V ehicle
Right of Way. 

\ drive r o n a street occ upied by street-car tracks does 
n,~ h ave an equa_l right of way with the street-car company, 
ex,ep! at street 111terse<.t1ons, on that portion of the s tree t 
0cc1p1ed by the tracks.-(Gilman et a l. v. New York City 
Ry. Co., 107 N. Y. Sup., 770.) 

The damages awarded held not so great as to show pas
sion and prejudice on the part of th e jury.-(Morris v. St. New Y01:k.-Carriers-~njuries to Passenger- Evidencc-
Paul City Ry Co., 117 N. W. Rep., 500.) Sufficiency. 

Missouri.-Damages-Excessive Damages-Carrier-: -
jury to Passenger-Ins tructi ons-Conflicting Theories 
-Presentation-Gen eral In struction s - Carriers-Ac
tion for Injury to Passengers-Instructions-Con struc
tion-Trial-Instructions-Sudden J erks-Danger of 
Position-Nursing-Limitation as t o A mount. 

In an action for person a l injuries, it appea r ed that plain
tiff was an unmarried woman 33 years of age, in good 
health, earning $5 per week as a dome s tic; that blood 
poisoning se t in soon after the injury, and plaintiff's physi
cal condition made amputation imp ossible fo r ove r two 
months; that b oth fl esh and bon e of h er foo t sloughed 
away, finally n ecessitating amputation; that the injured 
limb would b e 2 in . shorter than th e oth er, necessitating 
a halting walk; that h er doctor bill was $500; that she was 
bedridden for several m onths and was bound for expenses 
for medicine and nursing. Held, that a Judgment for 
$7,500 was not so excessive as to warrant sett ing it aside. 

In an action against a railway company for injuri es to 
a passenger, where plaintiff' s t estimony t ended to show t hat 
the car had stopped at the proper place to receive passen
gers, that there was an impli ed invitation to en t e r, that 
while she, in th e u sual way and with proper car e, was en 
tering th e car, there was a sudden movement forward 
throwing her down with o n e foot under the wh eels, and 
defendant's te st imony t ended t o show eith er that plaintiff 
was forced against and under the car by a c rowd pushing 
to get on, or that she n egligently under took t o mount a 
moving car before it r eac h ed th e stopping place, a nd was 
injured by her own inadverte nc e, each party was entitled 
to instructions on their respective theories of th e case. 

An instruction which puts certain facts to the jury, and 
tells them that if they find that way plaintiff is entitl ed t o 
recover, is a general in struction. 

A general instruction for plaintiff, which, amon g other 
things, charged that, if defendant's servants in ch a r ge of 
the car received plaintiff as a passenger thereon, a nd if 
while she was on the run-b oard th er eof, etc., th ey caused 
or suffered the car to start and move forward, etc., in the 
absence of contributory negligenc e, plaintiff could recover, 
in effect requires the jury to find that plaintiff was invi t ed 
to enter the car, a nd had accepted th e invitati on, and is 
not open to the objection that it permits plaintiff to re
cover with out a finding that the car h ad stopped w h en 
p laintiff sought to en t er. 

If the instruction was vague as to requiri n g the jury t o 
find that the car h ad s topped w h en plaintiff a tt empted t o 
board it, in order to recover, the jury could not b e misled, 
where other in structions plainly required th em t o fi nd that 
the car had stopped at a point where defendant u sually 
received passengers, to entit le plaintiff to recover, and fur
ther charged that plaintiff mu st establish by the greater 
weight of evidence that she r eceived the injuri es in the 
manner she a lleged, and that oth erwise the verdict must 
be for defendant, and that, b efore they found for plaintiff, 
they must find she got on the run-board w h en the car wa s 
s topped, a nd that h er injury must b e foun d to b e t h e r e
sult of a sub se qu ent forward movem ent, and that if plain 
tiff was i11 a crowd, w hic h was trying to b oa rd th e car 
hcfon· it s topped, ancl plaintiff, notwithstanding wa rnin gs, 
attempt<: <! to hoard the ca r before it s topp ed, etc., or if th e 
pre ssure of the crowd , c ombinccl with he r attempt, threw 
he r und e r the whee ls, or if it was a mere accide nt wit hout 
fault on eith er s ide, sh e could not recove r. 

Where plaintiff' s t es timony pla ce,! her wit h one foot on 
the run -hoard of a n electr ic ca r an,! one on th e floor of 
the car rai sing hc·rse lf lo pa ss into it at thc time the car 
s tart ed up, it is not error i11 prese ntin g her ,,theory to a s-

In a n action against a street railroad for th e death of 
a passenger, evidence h e ld insuffici ent to show that the 
driver of defendant's car ,intenti onally pushed decedent 
from th e platform. 

Where d ecedent boarded the crowded front platform of 
a hor_se car, and the driv,(;' w:th a n involuntary motion, 
resultmg from the n ecessity of properly m anaging his 
l~or~~s, pushed d eceder)t from the platform, there was no 
hab1hty on the part of the carrier.-(Dubnow v. New York 
City Ry. Co., 107 N. ~'(. Sup., 729.) 

New ~ork.-Carriers_-'\ction s for Injuries-Sufficiency of 
Ev1dence-Contnbt1tory Negli gence. 

vVher e a stre~t railr.ay passenger, w ithout waitin g for 
the car t o stop, Jumpe,J off and immediate ly started in the 
rea'. of the car to cross the other tracks, and a moment's 
n ot ice would h ave ap r,ri sed him, e ither by the corner lig hts 
of the car w hich strv.:k him or by the sound that the car 
was approac hin g, a fin din g that h e was fr~e from con~ 
trib!,]tory negligence is against the weight of evidcn ce.
( vVt!son v. Rocheste & E. R. Ry. Co., 108 N. Y. Sup., r 17.) 

Washington.-Elec' ; icity-Actions for Injuries-Evid ence 
-Sufficiency-J 'x istence of Current-Sourc e of Current 
Causing Shock- -I njuries-Negligence-Main tenance and 
Repair of Syst, m. 

. I_n an act i~n agai, ;t an e lectric ra il way company for in
Jun es to a city e lec t ic light trimmer from a shock caused 
b}'. contact o~ the t_rc ley w ire through variou s other wires 
with the flexible w ire by which the li o- ht was lowered the 
evidence of the con tac .: of wir es, the sh~ck and the fact' that 
a ca r had jus_t passed held suffic ient to s'how the presence 
of a current 111 the trolley wire at the time of the shock. 

Proof of contact w ith defendant's trolley wire h eld suf
fic ient to sustain a finding that it was the source of a cur
rent causing a sh ock, notwithstanding testim ony that it 
might h ave come from som e other source w here there was 
no direct proof of any other source. " ' 

Where a ci ty o p erating an electri c ligh tin g plant remo ved 
a g uy w ire supporting a trolley wire from the railroad com
pany's pole to it s own pole, and the railroad company sub
sequ ently took down a nd r eplaced the troll ey wire and re
fastened the g uy wire to th e e lectric lig ht pole, but either 
fa il ed to put in a n in su lato r or failed to r ep lace one that 
was mi ss in g, t he railroad company was liab le for injuries 
from an e lectric sh ock to an e lectric light trimmer received 
from the tro lley w ire throu g h the g uy w ire and the flexible 
wire for lowe rin g th e light from the pole to which the guy 
w ire was attached; it being t he duty of t he railroad com
pany to k eep it s wires in reasonable r epair and to co rrect 
fau lts which were dan gerous to others. 

Eviden ce he ld to su stain a judgm ent for an e lec tric lig ht 
trimmer for a shock from e lectr icity esca pin g through a 
g uy wire from a trolley wire to the cable for lowe ring 
the li g ht.-(Garrctson v. Tacoma Ry. & Power Co., 96 Pa
cific Rep., 51 r.) 

West Virginia.-Carri c rs-Injury t o Passe 11 gcrs-N cgli
gencc-Dirccting Verdict. 

vVh e rc a pa ssenger, w hil e riding 0 11 an ck ct ric ca r sea t ed 
011 the fl on r b e twec 11 the scats with hi s feet restin g o n the 
rnnning boa rd , fal ls off w hile t he ca r is roult(ling a curve, 
the m ere fact t hat th e car was crowde d and runnin g at t h e 
rate of speed u sual under ordinary circ11111stanccs doc ~ no t 
of itse lf s ho w n eglige nc e 011 the part of lit e co mpa ny . 

Undei- s uch ci rc11111 s tancc s, the lowcr court is ju st ifi ed in 
cxcl11di11 g plaintiff' s evid ence and dir ec tin g a ve rdict for the 
dcfendant.- (Wenzel v. Cit y & 1,: 1111 Crov e R. Co., Cir S. 1,:. 
R ep ., 1001 .) 
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CHARTERS, FRANCHI SES AND O RD INANCES 
Colorado.-St r eet R ailroads-Grant of Franchise by Mu

nicip ality-Term- Rig ht of Appeal- Effect of U ser. 
A grant by a city to a stree t r ailroad company of the 

right to con struct and opera te trac ks in its st reet s, without 
any limita tion a s to time, is one at least fo r the t erm of 
t he corp orat e life of the grantee. 

Wher e a city g ranted t o a stree t rail road company the 
rig ht to construct and m aintain tracks "a long and across 
t he streets of t h e c ity," and the company has construc!ed 
and put in operation lin es in confo rmity to a system which 
contem plates t heir ex ten sion, and the building of branch 
lines as public needs may r equi re o. r justify , the city earn t 
a rbitrarily, and without cause, r epeal t he g rant exc ept 
to t racks at the tim e constru cted and in operati on, and 
ordinance attem pting such r ep~~tl is v oid.-(Mercan 
Trust Co. of New York v. City of D enver et_ a l. , r6r Fe 
Rep., 769.) ( , • 

Connecticut. - E minent Domain - - Proceedings to T a. 
Prop erty- Appeal-Effect as Super sedeas-Street Rai1 

r oads- Locati on- What Con stitutes. 
Gen. S t. 1902, § 3834, provides t hat any party to any pro

ceeding r ela ting t o stree t r ailways, brought b efore the 
railroad commi ssion ers on either original application or by 
appeal, aggri eved by th e decision of t he commissioners, 
m ay app eal t o t he Superi o. rour t in the same manner as 
in appeals take n under secti u.1 3747, an d with like effect. 
Section 3747 makes any appeal taken th ereunde r a super
se deas of th e order appealed from un til t h e fin a l action of 
t he cou r t t hereon. Held, that sec t i ;:m 3834 is n ot limit ed 
to such p r oceedings as may be b /ought by every st r ee t 
railway un der t he genera l laws, bu t app li es t o proceedin gs 
broug ht in furtherance of t he ex,e rcise of t he power of 
eminent domain, w hich has n ot been granted to a ll of them, 
and that approva l by th e ra il roac: commissioners of t h e 
loca t ion on, and the taking of, la1\d for a street railway, 
became, u nder sect ion 3747, of n o bipding force on appeals 
therefrom. 

The location of a street railway, 1 the charter itself n ot 
fu lly prescribing the precise loca t io, ,, is the defin ite and 
fi na l se lection and demarcation of its route by its board of 
directors_ 

T hough the location of t he rou te of 
I 

street rai lway must 
be m ade within t he limits fixed by its Hanchise, suc h limits 
w ill be liberally construed to uph old the location made, 
an d it is enoug h if t he limits are sub ~,,antia lly observed.
(N ew York, N. H. & H. R. Co. v. S• evens, 69 At!. Rep., 
ro52.) ... 

Georgia.- Eminent Domain-Injunc ion-Street Rai lroads 
- Location of Route-Estopp I-Evidence-Adm issi
bi li ty-Amount of Property tl i'at May Be Taken
Grounds of Re li ef-Inadequacy of Remedy at Law
Powe r to Take-Street and Suburban Rai lways
Wo rds and P hrases-"Street Cars." 

Under t he facts of t h is case the p laintiff was not estopped 
from seeking to enjoin t he defendan t as prayed in its peti
tion . 

W here a rai lroad company has t he right to condemn 
private property for public uses in the construction and 
operation of it s road, it has a la r ge di scr etion in the se lec
tion of a location fo r it s route ove r such property, and, 
un less such discretion has been abused, it wi!I not be con
tro lled or interfer ed w it h by the cour ts. 

(a) Upon the t r ial of a case wher ei n t he owner of 
the property th rough w hich it is proposed to run such 
road complain s that such disc r eti on of the company ha s 
been abused by it , it is er ror to exclude t estimony re levant 
and material upon the issue as to wh ether or no t th e com
pany has ac ted in bad fait h in t he selec tion of such location . 

(b) Where the rou te selec ted and soug ht t o be co n
demned by such company fo r the location of its road r an 
near the cotton mi ll of t he owner of the land, w ho intro
duced testimony to show that an other route over such land 
was equally as practicab le, f easible, and a dvantageous to 
the company and the public as the one selected, and that it 
contemplated in a sho r t tim e makin g an enlargement of its 
mill, the plant of which was origin ally designed and con
structed with the inten tion of subsequently making such 
enlargement, and which would have b ee n designed and 
constructed at less cost if such intention had not existed, 
it was error to exclude testimony, offered for the purpose 
of showing that such compan y acted in bad faith in select
ing the route it did select, to the effect that the portion of 
the land over which such route was selected was the only 
location on such land on w hich its mill could be scientifi
cally and economically enlarged, and that to enlarge their 
plant at any othe r location on said land w ould necessitate 
the bui ldin g of a n ew an d indep endent mill which could not 
be operated in con nection with t he exi sting plant. 

A par~y having the right o f condemning private property 
for public purposes can only c ondemn such amount th ereof 
as is useful, n ee dful and necessary for public purposes. 

(a) If such party, in condemnation proceedings, makes 
an effort t o condemn more land than is necessary for pub
lic purposes, as the assessors in such proceedings can only 
determin e the amount of compensati on to b e paid, the 
owner of such land has the right to have a court of equity 
interven e and enjoin th e c ondemnati on of such of his land 
as is not nece ssary fo r public purposes. 

(b) Where a party has a right to condemn land for pub
lic purposes, it is n ot confined t o such quantity as may be 
absolutely n ecessary or indispensable for public purposes; 
l , · such quantity as may be reasonably necessary may be 
: ,ndemned. 

Upon the trial of a c ase wherein the owner of land seeks 
to have a party having th e ri ght d condemnation enjoined 
fr om condemning hi s land, it is not e r ro r t o c1d:nit t esti
mony of such c ondemner that he made an effort befor e 
in stituting such condemnation proceeding to acquire by 
contract the property sou ght t o be condemn ed and failed 
in such effort. 

Suburban and street r ail road companies incorporated 
-i _.1de1 the general law pursuant to Civ. Code 1895, § 2180, 
have power to co ndemn p riva te property outside of the 
limi ts o f in cor pora t ed t0wns and citi es. 

"Stree t cars," accurately sp eaking, are cars which trav
erse the stree ts of a t own or city and carry passengers 
w ho get off and on at va rious points along the line. They 
have b een consider ed as vehicles of street travel.-(Pied
m ont Cotton Mills v. Georgia Ry. & Electric Co., 62 S. E. 
R ep., 52.) 

New York. - Easem ents - Prescription -Acquisition of 
Rig hts of W ay- Evidence- A dmissibility-Adverse 
P ossession- Title by Prescripti on-Evidence to Over
come-Sufficiency-Right of Way-Abandonment. 

In an action by an abutter t o r estrain the ope'ration of 
an eleva t ed rail road and fo r dam ages, evidence that more 
than 20 years p r ior to the action the railroad entered on 
the stree t under a charter fro m the rapid transit commis
sion and the ac ts of the Legislature and of the municipality 
raised a p r esumption of lawful entry under a deed which 
had b een los t. 

In an ac tion by an abutter to restrain the operation of 
an elevated ra il roa d and for damage s, a !is pendens and 
petition in condemnati on p roceedings, w her eby a predeces
sor of the ra il roa d sought to acquire titl e to a right of way 
in front of the p remises in question , and also a judgment 
of condemnation and an order appointing commissioners, 
such proce edings having been instituted about five years 
aft er the er ecti on of the elevat ed structure and the com
mencement of t he operation of the trains, and the judg
m ent of condemn ation and ord er appointing commission
er s havin g been enter ed several m onth s thereafter, and it 
being ther eby decla r ed that the rail road 's predecessor had 
n ot been able to acquire title to the ea sement required for 
t h e er ection of its eleva ted structure, and J:hat its offer to 
the owner of the premises had been r ejected, were com
pet ent and material t o r ebut the presumption raised by 
evide nce intro duced by the ra il road that there had been a 
lawful entry under a deed which had been lost. 

But slight evidenc e to overcome title by prescription is 
re quired. 

A n increase in the length of elevat ed r ailroad trains, their 
number , change in the m ethod of opera tion from steam to 
electricity, a nd as an incident theret o the laying of a third 
ra il and building of a walk by the sid e of the elevated 
structure, do not constitute such an increas e in the user 
o r change of its character as t o be deem ed a n abandon
m ent of any right acquired under the original entry.
(Betj emann v. Brooklyn Uni on Elevated R. Co. et al., r II 
N. Y. Sup., 567.) 

New · York.-Carriers-Regulation-Carriage of Passengers 
- Excessive Fares-Penalty. 

A c orporati on , organized as a steam railroad under the 
general steam railroad act, operating as an electric street 
ra ilway a r oad 5 or 6 miles long, and continuing to claim 
its right under the steam railroad act, instead of conform
ing to the law of street surface railroads, must conform to 
that act; and charging fares in excess of rates· fixed by 
Railroad Law, Laws 1890, p. 1096, c. 565, § 37, renders it 
liable to the penalty imposed by section 39, provided the 
overcharge is not made through inadvertence or mistake. 

A railroad company, charging excessive fares pursuant 
to plan and intention, rather than under legal advice, is 
subject to the penalty imposed by Railroad Law, Laws 
1890, p. 1096, c. 565, § 39, for charging excessive fares, un
less the overcharge was made through inadvertence or 
mistake.-(Pe,.tze v. Coney Island & B. R. Co., III N. Y. 
Sup., 532.) / 
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News of Electric Railways 
New Rapid Transit Proposal in New York 

The Interborough Rapid Transit Company presented to 
the Public Service Commission, of the First District of 
New York, on June 30, a proposition for the additi on of 
68½ miles of new track to its lines, 44 of which w ould 
be subway extensions and 24½ w ould include third tracks 
and extensions of present el evated lines. 

It is suggested that the most favorable way for the com
pany to build the subways would be a s an extensi on of 
contract No. I, under which th e present subway was built, 
the only change being that th e company would furnish 
the money for construction instead of th e city. Th e com
pany, however, wants the Public Servic e Commi ssion to 
grant it indeterminate franchises fo r the third tracking of 
the Third Avenue, Second Avenue and N inth Avenue ele
vated lines, and conditions its building of subways on the 
granting of the elevated franchis es and the a doption by 
the commission of the plan for the Steinw ay tunnel. 

In detail the subway extensions propos ed by the Inter
borough Rapid Transit Company, acc ording t o a s tate
ment issued by T. P. Shonts, president of the company, 
is as follows: 

I. A four-track subway ext ension conn ectin g with th e 
existing subway at about Thirty-sixth Street and Fourth 
Avenue and running from that p oint under L exington 
Avenue to about Forty-sixth Street . 

2. A two-track subway , ex tension conn ecting w ith the 
four tracks above propos ed from a point nea r F orty-sixth 
Street, running north under L exington Avenue t o East 
129th Street and the Harlem River; sa m e to be used for 
purely local service and connecting with a ll of th e existing 
subways and the subways that w e now propose. 

3. A two-track subway connecting w it h the proposed 
four-track subway in L exing ton Avenue at about Forty
sixth Street and then under Third A venue n orthe rly, pass
ing under the Harlem River to E as t 149th Stree t , th e Mel
rose district of The Bronx, th er e again conn ectin g with the 
existing subway to West Farms and devo t ed solely to 
express service of the most rapid kind. 

4. A four-track subway extension on th e W est Side con
necting at Times Square with the present subway and run
ning under Seventh Avenue and Varick Street t o Canal 
Street. 

5. From Varick Street or W es t Broadway, a two-track 
subway exten sion, southerly by way of W es t Broadway, 
to Greenwich Street, southerly by way of Gree nwich Street 
t o the Battery, and th ere loop ed into th e present subway. 

6. A tw o-track subway , b eginning at V arick Str eet or 
West Broadway, running easterly under Can al Street to 
and over th e Manhattan Bridge to Nevin s S t r eet, in 
Brooklyn, and th ere connecting with the exis ting city's 
subway to Flatbush Av enue. 

7. A two-track subway ext ension fr om P a rk Ave nue and 
Forty-second Stree t through the Steinway tunnel into L ong 
I sland City, Queens County, at Van A ls t Ave nu e. 

These plans involve about 18 miles of n ew tunn el con
struct ion, with 44 miles of new trac k, an d, if completed, 
t he city w ould own a subway route w hich , b eginning on th e 
wes t side of The Bronx at 242d Street, t h e parade g round 
of V an Cortlandt Park, w ould run sou th a lon g th e west 
s ide of Manha ttan t o the Battery, an d from t here north on 
t he East S ide t o E ast 180th Stree t, a t th e Zoologica l Ga rden 
in Bronx P ark, w ith tran sve r se conn ections fro m East 
149th S tree t , th e M elros e di s trict of T h e Bron x, down 
Le nox Avenue to W es t 103d Street, t h rough Forty-second 
Street from Fou r th Avenue t o T im es Square, and at Canal 
Street, from Varick Street, o r W es t Broadway, to and across 
t he Manhattan Bridge, connec ting with t h e city's subway 
a t Nevins S treet and running to F lat bush Avenue, Brook
lyn, toge th er wit h a passage th rough t he Steinway t unnel 
into t he Borough of Quee ns, t he w h ole opera tin g unde r a 
s-ce nt fare. 

T he elevated extensions propos ed arc as fo ll ows: 
I. A two-track elevated exte nsion from E ig h th Ave nu e 

and 149th Stree t on th e West Si(lc over the Macomb's Dam 
Br idge, with a third t rac k begi nn ing at about 162d Street, 
out J crom e Avenu e to t he reservoir, t h ree b locks beyond 
t he Ford ham Road. 

2. A two-track Second Avenue extension from Cha tham 
Squa r e to th e City Hall , thus enabling Sccon <l Avenue 
passengers to go direc t ly to t he Brook lyn Bridge, and 

- providing th ere a fo ur -track termi nal. 
3. O ne new track for express se rvice on the Second 

Avenue elevated to the H arlem River. 
4. One new track on t he T h ird Ave nue road from Chat -

ham Square to F orty-second Stree t , whi ch, w hen connected 
with its prese nt faciliti es, will provide an addi t ional track 
for express service through to 149th Street. 

5. A center track on th e N inth Avenue elevated, running 
from Cortlandt Stree t to Fourt eenth Street, w hich , with 
certain s t ation changes at II6th Street and 125th Street, 
will permit an express se rvic e on a third t rack fr om Rector 
Street to 155th Street, a di stance of 9½ mil es and th ence 
along the proposed J erom e Avenue extension, a distance 
of 3 miles m o re. 

6. Connec t t wo of th e existin g tracks on t h e Queens
boro Bridge to th e Second Avenue eleva ted line at or nea r 
Fifty-ninth Stree t. Bet ween F ifty-fif th an d F ifty-n in t h 
Streets the S econd Ave nue elevated line w ill conta in fo ur 
tracks. This will g ive an eleva ted ra ilroa d conn ect ion fro m 
the plaza of the Queensboro Bridge in L on g I sland City 
direct to th e City H all o r S outh Ferry s ta ti on of th e Man
hattan elevated roads via Sec ond Avenu e, together w it h a 
connection w ith th e existing eleva t ed roads in Manha ttan 
Island and The Bronx, with a s ing le 5-cent fa re. 

The company al so p roposes to leng th en th e p r esent sub
way .stations with th e use of t he city's money. I n closing 
it says it is willin g t o separat e this p ro positi on and t he 
propositions for th e elevat ed line work, and th e prop osi
ti on for th e subway extensions, and is willing t o go ahead 
with the third tracking of elevated lin es, r ega rdless of favo r
able acti on on the subway p r oposition , b ut th e sta t em ent 
continues: 

"As at present advised, we a re hardly prepared to g o on 
with the expensive subway exten sion s herein p r opose d 
with out th e additiona l support we woul d derive fro m th e 
third tracking of th e eleva te d roads. W e fee l, mor eover , 
that w e must mak e our propositi ons with r esp ec t t o th e 
Steinway tunn el, th e exten sions ove r t he Manhattan and 
Queen sbor o bridges and the J er om e Avenue extension of 
th e Sixth Avenue eleva t ed line, which b ecom e pract icable 
only if th e Interboroug h R apid Transit Co mpany can con
serve its c r edit by c onstructing the subways un de r t he 
m ost economica l plan possibl e, co ntingent upon th e ac
ceptance of our present proposition to build four -track sub
way ext en sions and to third track the elevated ra ilroads." 

President Shont s, of the comp any, in his letter to the 
commission, sa ys : 

"I think it must be co nceded that n o p riva t e company 
can safely und ertake to build n ew subways with the in
crease d cos t of con st ruct ion now p r eva iling, unl ess re lieved 
of the burden o f dea ling with property o wn er s for t he right
of-way and of th e heavy fr anchi se t axes w hich m ight b e 
imp osed upon the p rop erty if priva tely owned. T he favor
able construction privileges contained in th e o rig inal lease 
mus t also be ext ended t o th e new con struction ." 

The subway plan of t he company departs from th e fo rm er 
plans of th e c ommi ssion by a di ve r sion of tw o of the four 
tracks propose d fo r L exing t on Avenu e to Third Ave nu e. 
Thi s is done, it is said, because of th e na rrowness of Lex
ington Avenue, w hich would enta il heav.y judgm ents against 
the city fo r property dam ages if four trac ks shoul d be 
built beneath tha t th oroug hfa re. 

Th e Boa rd of Est imate of New York approved on July 
2 the report of it s special subway committee to grant the 
r equ est of the P ublic Service Commission for permission to 
adverti se fo r bids on all th e subway plans now before it. 

The people of the State of New York, renresented by the 
Public Serv ice Commiss ion , has recover ed a judgment of 
$1 against F rederick W. Whitridge, receiver of t he Third 
Avenue R ail road, as a pe na lty for building a loop at the 
Fort George termin a l of t he ra il road without fir s t obtaining 
permission of th e commission . The suit was to recover a 
penalty of $5,000 a day fo r 15 days. For Mr. Whitridge 
J oseph I-I. Choate, Jr., sa id that pe rmissio n had been asked 
fr om th e commiss ion, but t hat it was so s low in coming 
th a t , s ince the loo p was a necess ity, t he receiver went ahead 
with t he const ruct ion, n ot expecti ng a ny opposition from 
the commiss ion. 

Cleveland Traction Situa t ion 

The reta il and w holesale boards of t he Cleveland Chamber 
of Commerce have adopted re solu tion s condemning the 
course p11r s11 ccl by Mayor J ohnson in prolongi n g the trac
t io n s truggle t hro ug h th e passage of t he Sc h midt grant s. 
T he w hole sa le board has p ledged it s support to the com
m ittee of roo, and especia lly the reta il m ember s of that 
board. w ho have been attacked by the Mayor in hi s circu la r. 

T he execut ive committee of the c0111mittce of 100 ha s 
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been at work for several days on p lans for the campaign 
aga inst t h e Schmidt grants, but no detail s h ave been an
nounced. It is expected that th e real work w ill be begun 
about July 15 a nd t hat a whirlwind speaking ca1npaign will 
be conducted until Aug. 3, t h e date of the refe ren dum elec
tion. Business m en, lawyers a nd o thers wh o are accustom ed 
to talking in public w ill be enli sted in this work. A ll of 
~Iayor Johnson's arguments will be a nswered. T h e loca l 
o rgan ization of st re et railway men w ill a lso take part in 
the campaign. They have n o de sire aga in to come under 
the superintendenc e of a company managed by l\lr. John son. 

Mayor J ohn son ha s asse rted seve ral tim es that he would 
prove from the reports furn ished by the rece ivers of th e 
Mun icipz,l Traction Company recently that the 3-cent lines 
are paying expenses a nd making suffi cien t profit to pay 
ci ivid ends upon the investment. He has n ot gone into t hi s 
matter, but says t h at 85 per cent of the lin es in Cleve land 
will be operated at 3 cents if t h e Sc hmidt fr a nchise is up
held. Every time h e speaks in public the l\Iayor reiterate s 
t he statement that the Tayler ordina nce m eans a 5-cent fare 
and that the committee of 100 favors the 5-cent rate. As a 
matter of fact, th e Tayl er ordinance provides for an initial 
fa r e of 3 cents w hich may be r aised if the returns are not 
sufficient t o furni sh good se rvic e and pay dividends of 5 
pe r cent on t h e stock of the company. The cost of trans
portation, h owever, is never to exceed the fare represented 
by seven tickets for 25 cents, exce pt w h en paid in cash, apd 
th en th e fa r e is to be five cents. 

The Forest City Railway owes taxes amountin g to 
$18,000, while the Low Fare Railway is indebt ed $400 for 
the same purpose for the year 1908. No provision h as been 
made on the books of the ::.\Iu nicipal Tract ion Company for 
the payment of th e taxes and it is not known whether they 
wil! be classed as ge neral or preferred claim s. Some di s
cussion has arisen as to the possibility of paying th e general 
claims against the M unicipal Traction Company, and t h e 
opinion of somf· attorneys is that th ose wh o h ave ge ner al 
claim s will get only a very small dividend. 

New Line Opened Bet.ween St. Paul and Minneapolis.
The new Fort Snelling Bridge across the Miss issippi River 
at Minneapolis has been accepted~-ind the Twin City Rapid 
Transit Company h as established a service of through cars 
on the n ew Snel!ing-Minnehaha interurban line from Henne
pin Avenue a nd Fifth Street, Minneapolis, to East Seventh 
Street, St. Paul. 

New Nebraska Line Opened.-T h e Nebraska Traction & 
Power Company, wh ich is build in g an electric rai lway from 
Omaha to South Omaha, Ra lst on and Pap illi on, has p laced 
the lin e in ope ration between Forty-fourth Street and Q 
Street, Omaha, a nd Seymour Lake. It is expected that 
se rvice wi ll soo n be extended to Ralsto n and that in t h e 
fa ll the lin e wi ll b e in ope rati on to Papi llion. 

New Mail Contract in Brooklyn.- A n ew agreement h as 
been mad e between the Brookly n Rapid Transit Compan y 
and th e Post Office Department for the tran sporta tion of 
mai l in Brooklyn between the general post office and th e 
sub stations. It is understood that the company wi ll h ere
after receive about $42,000 a year for thi s service, as com
pared with a comp ensation of about $39,000 a year paid 
former ly. 

Texas Occupation Tax Decision Upheld.-The Supreme 
Court of Texas on Jun e 24, in the case of the Dallas (Tex.) 
Con so lidated E lectric Street Railway again st the State, 
affirmed the decision of the lowe r courts holding that the 
Act of May 16, 1907, levying an occupation tax consisting of 
a perc entage of the g ross earnin gs of street railway com
panies does not r epeal that part of the Act of 1897 which 
imposes an occupation tax on s treet rai lways of $2 per mile 
of road. 

Large Steam Railroad Electrification Proposed in France. 
-Th e Chemin s de Fer du M idi , one of the large steam rail
roads in France, has awarded th e firs t of its contracts for 
the electrification of its main line from Bordeaux to Tou
louse. The line to be equipped is more than 250 miles long. 
The single-phase system at 15 cycles wi ll be used. The 
order for e lectrical equipment for t he first sect ion of the 
line, which shou ld be in operation in about a year, was 
divided among a number of electrica l manufacturing com
panies. 

Franchise Must Go to Highest Bidder.-The Court of 
Appeals of New Yor k h as decided that a municipa li ty must 
sell a railroad fra n chi se to t h e high est bidder, w h eth er suc h 
bidder is a corporat ion or an individua l. The case in which 
t his opinion was h anded down involved the sa le of a fran
chise for the construction of an elec tric railway on .Eighth 
Street, Sixth Avenue and other highways in Troy. Two 
bids were submitted for the franchise, on e by Joseph A. 
Powers, representing the Trojan Railway, and the other 

by th e Un ited Traction Company, A lbany. The former 
bid was the hi ghest by $1. Mayor l\Iann rej ected the Pow
e rs bid and accepted that of the U nited Traction Company. 

Franchise Valuations in New York.-The New York 
State Board of Tax Commission ers ann ounc ed on June 30 
t hat the aggregat e specia l franchi se va luation in the State 
this year, exclusive of four cit ies, i s $578,458,837. The 
assessments fo r A lb any, Binghamton, Mount Ve rnon and 
New Roche lie h ave not yet been fixed. Last year the total 
o f these cities was $9,055,3751 T h e total assessment for 
t he entire State last year was $607,069,557. T he decrea se 
t hi s yea r is due to the rev ision made in the assessments on 
the properties of th e Consolidated Gas Company, New 
York, in compli ance with t h e dec ision of th e United States 
Supr eme Court in the So cent gas litigation. The total 
assessment in Greater New York last year was $492,492,970, 
as aga in st $474,501,900 for this year, a decrease of nearly 
$18,000,000. 

Conductor Sentenced in Brooklyn.-Frede rick L ehefeld, 
a conductor in the employ of the Brooklyn Rapid Transit 
Company, w ho was recently convicted of forgery, was 
sentenced by Judge Dike on June 28 t o se rve not more than 
s years and not less than 2½ years at Sing Sing. Before 
h e sentenced Leh efe ld, Judge Dike stated that h e had in
vestigated t he case thoroughly and had learn ed that the 
prisoner had worked for 13 railway companies, and to each 
of t h em h ad given a fictitious n a m e. H is sc h em e was to 
write lette r s to the differ ent companies endor sin g himself 
for appoin tment and signin g t h e n ame of an offici a l of the 
company. By present ing a lette.r of this sort to the em
ployment bureau, h e generally secured work. In investi
gat ing the man's career it was d iscovered that h e kept a 
diary in which h e recorded hi s receipts for each day and 
t he amount wh ich he retain ed fo r him self. 

Short T unnel Advocated for San Francisco.-The board 
of directors of the Merchants' Association of San Fran
cisco, which has b ee n con siderin g the transit situation in 
San F ranci sco, advocates that Twin Peaks be tunneled to 
provide a thoroughfare f_or stree t cars, wagon and auto
m o bil e traffic and pedestrians as the readiest way in which 
to deve lop the south ern district s of the city. The idea is 
to start the tunnel at about t he junction of Market Street 
and Cast r o Street a n d to h ave it emerge n ear the almshouse 
tract and continu e thence down the peninsula. The board 
a lso favo rs a st re et railway express se rvic e. In its r eport 
it says: "It is absolu te ly n ecessary that not only should the 
present car lin es be ex t ended but a lso that there should 
be som e sys tem of r ap id trans it p r ovid ed with express 
train s that would travel w ith hi g h speed a nd n o t stop ex
cept at in terva ls of four or five b locks, so that p eople could 
trave l from the central port ion of the city to the outlying 
districts in 15 or 20 minutes." 

Meeting of General Managers' Association.-Th e general 
m anagers of th e Fort Wayne & Wabash V alley Traction 
Company, the Norfolk & Portsmouth Traction Company, 
the Newport News & Old Point R a ilway & E lectric Com
pany, th e Lexington & Interurban Railway a nd th e Ohio 
River E lectr ic Railway & Light Company, a ll of which are 
controll ed by the sa m e intere sts, met at Fort Wayne, Ind., 
on June 28 and 29 to di scuss subjects of genera l interest and 
consider problems a ffecting the different properties. The 
program which was o rig inal!y int ended to take up a large 
part of the second day of the meeting h ad to be postponed 
unti l the association m ee ts in Nor fo lk, Va., in A ugust . 
\Vhile at Fort vVayne those in attenda nce at the m eeting 
were the guests of C. D. Emmons, general manager of the 
Fort vVayne & Wabash Traction Company, w h o took them 
over the lin es of the Fort Wayn e & Wabash Valley Trac
tion Company and to Lafayette. Anderson, Muncie and 
Bluffton on a tour of in spec.tion of interurban railways. 

Terms Proposed for Camden-Philadelphia Tunnel.-Mem
bers of the specia l committee of the City Council of Cam
den, N. J., city officials a nd a repre se nt ative of Stern & 
Silverman, who are promoting t he Camden T unnel Railway. 
which proposes to build a· tunn el betwee n Camden and 
P hilade lphia, conferred recently w ith E. G. C. Bleakley, 
coun sel of Camden, on the proposed ordinan ce granting a 
fra nchise to the Camden Tunnel Railway. These terms 
h ave been proposed fo r the right to ope rate in Camden, but 
a r e sub j ect to approval: At the end of three years the com
pany w ill begin to pay the ci ty an annual r ental o f $2,500 
w hi ch is to be increased progressive ly each year until at the 
end of s ix years it w ill amou nt to $16,000 annually. These 
amoun ts are as f oll ows: F ir st year, $2,.500; second year, 
$5,000; third year, $6,000 ; fourth year, $7,500; fifth year, 
$ ro,ooo; sixth year, $12,000; seventh year, $1-6,000 and there- -
after annually the same amount. U nle ss work on the tun
nel is commenced within one y ear and th e entire system 
is completed within five years, the franchise is to lapse. 
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Financial and Corporate 
New York Stock and Money Market 

J uly 6, 1909. 
Af ter t h e t h ree days '. h o liday th e s t ock m arket t o-day 

was s lu ggish with p rices rath er fir mly m aintain ed. T h e 
Harrima n shares, esp ecia lly S outh ern P ac ific , led in th e 
t r adin g , du e t o th e fact th at fo r eign r ep o r ts indica t ed heavy 
buying abroad. U nited States S t ee l comm on r em ain ed 
st ea dy, in spite of the defini te ann oun cem ent that th e p la n 
fo r P a ris li sting had fa iled. T hird Avenu e stoc k was heavy 
during th e ea r lier p a rt of th e day, recedin g t o 16, but a t 
th e. close r ecover ed t o t h e h ig hes t point of th e day . I n t er
boroug h sh a res w e re fa ir ly act ive and prices we re m am
t a in ed. The bond m arket continu es stron g. 

T h e m on ey market is s till easy, sup plies pl entiful a nd 
r ate s low . Qu ota t ion s to-day were : Call, r¾ t o r¼ per 
cent ; 90 days, 2½ p er cent . 

Other Markets 
There h as b ee n less act ivity in th e traction issues in th e 

P hiladelp hia market durin g th e pas t wee k. Th er e has b ee n 
n o pressure t o se ll R ap id Tra n sit a nd p ric es h ave r em ain ed 
s ta tion a r y on ligh t trading. Quo tation s fo r P hiladelphi a 
Traction and U ni on Tract ion a rc pract ica ll y un cha nged. 

The most active traction issu e in th e Ch icago m arket h as 
been Kan sas City R ailw ay & Li gh t. A lth ough th e trading 
has b een with in n arrow li m it s. pri ces w ith in th e w eek hav e 
adva nc ed a lm ost tw o p o int s. Ther e h ave a lso b een lim ited 
sa les of a ll th e Chi cago R ailways issues. 

In Bo st on there ha s b ee n li ttle tra din g in trac ti on s. A 
fe w shares of Bos t on E leva t ed a nd Massach usett s E lectri c 
prefer r ed h av e been in t h e m arket, bu t th er e h ave b een n o 
pric e ch anges w orth m ention in g. 

U nited R ailway s bonds have b ee n t h e only t r ac tion 
securities in ev iden ce in th e Ba ltimor e m arket. The clos in g 
p ric es fo r t h ese to-day w ere: inc omes 57 ¼, 4s 87 and r e
fundin g 5s 821/2 . 

Quotations o f vari ou s t r ac tion securi t ies as comp a red 
w it h las t we ek fo ll ow: 

June 29. Jul y 6. 
Ame r ican Railways Compan y .... . ......... .... .......... a45 ¾ a45 ½ 
A u ro r a. E lgin & Chi cago Railroad (corn m on).. .......... 39½ a40 ½ 
Auror a , E lgin & Chicago R a il road ( p r eforred) .. ........... a88 a87 
Bost on Elevat ed Rail way ... . ... . ......... ..... .... . ..... 120 129 ½ 
Bost on & Subu rban Electri c Com panies ................ .. * 16 * 16 
Doston & S c bu rban Elect r ic Com panies (pre f e rr ed) ..... . *71 * 71 
Boston & \ Vorcester E lectric Com pan ies ( comn,o n ).. .. . . . • 10 10 
Bost on & \ Vo rcest er E lect ri c Com pani es ( pre f e rred) .... . . a56 52 ½ 
Brooklyn R apid Tran sit Company. . . . . . . . . . . . . . . . . . . . . . . 79 ½ 79 ¼ 
Brookl yn R a pid Tran sit Compan y, 1st r ef. conv. 4, ....... 87 ½ 86¾ 
Capital T raction Compan y, \Vashingt on .................. a13 5 a139 
Chicago Ci t y R ailway ...... . .... . , ...................... a190 a190 
Chicago & Oak Park Eleva ted R ail road (common). ....... •· 4 * 3 
Chicago & Oak P ark E levated R ai lroad (preferru\) ....... * q * 12 
Chicago R a ilways, ptcptg. ct f. 1 .......... ...... . ... . . .... a109 a 113 
C h icago R a ilways, ptcptg, ctf. 2. • • • • • . • • . • • • • . . • • . . . • • . • a 38 a40 ½ 
Chicago R ai lways, ptcptg, ctf. 3 . .. . ............ .... ..... a28 a28 
Chicago R a il ways. ptcptg. ct f. 4s .•............. ..... .... a10 a10 
Clevelan d Electric Rail way ........ . ............ ...... ... * 78 *78 
Consolidated Tract ion Company of N ew J ersey ...... .. ... a78 ½ a76 ½ 
Consolidated Trac . Co. of N. J . 5 per cent bond s ......... arn6½ a106}2 
Detroi t United Railway .............. ........... ....... a62 a62 _ 
Gene ral Electric Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16 1 ¾ 164;J;4 
Georgia R ai lway & Elec tri c Company (comm on) ... ... .. .. a93 92¾ 
Geo rgia Rai lway & E lect ric Co mpany (preferred)......... 87 87 
Interborough-Metropolitan Company (common) .. ......... 16§/s 16¼ 
Inte rborough-Mctropol ita n Compan y (p,· e fer red) .......... 50§/s 49 ¾ 
Inte rborough-M et ropolitan Company (4 ½s)...... ......... 79¾ 80 
Kansas City Railway & L ight Company (comm on) ........ a49 51 
Kan sas City Ra ilway & Light Compa n y /prefer red ) ... ... .. a84 ¾ 83 
l\ Ianhattan Rail way ..... ... ... ... ............. .. .•...•. a147 a 147 
M assachme tt s E lec tric Comp.in ies (comm on ) . . . . . . . . . . . . . a 1 3 ½ a , 3 ¾ 
:\[assachn se tts El ect ric Companies (preferred)...... ...... 71 70 
Metropolitan Vv" est S ide, Ch icago (co111111 on ) . ............. a 17 a 17 
~f e t ropo lita 11 \Ves t Side . Chicago (p refer red) .....•..... . a50 a48½ 
Metropolitan Street R a il way ... . ........... .... .......... 26 18 
?IIil waukcc Elect ri c Ra ilway & L ight (preferred) .......... ' 1 ID * 11 o 
No rt h J\mcr icar. Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 82¾ 83H 
K o rtli westcrn Elevatc rl R ailroa rl (comm on) .............. a23 a23 
Nor th we:~tc·rn Elevat ed Rai l road (preferred) ............. ali9 ½ a70 
Philad elphia Comp:i.n y, Pittshurg (common) ... . ........ .. ,142½ 42 
Philndel phi a Compan v. Pittshurg (prderrcrl) ............. :143 43 
Phi] a,]el phia R npi<l T ra nsit Company ....... ............. a28 ½ 28§/s 
P hilnrl e lnhia Tracti on Company .•... ....... .........•... n9r ½ 91 
Pnhli c Service Corpora t io n. 5 per Cl'llt c-o l. notes ......... a 1 oo \/2 a I oo ½ 
Puhlic Sc·rvic-e Corporat ion. ct f , . .. .. ... ... .... .. ........ a88 ½ a89 
Seattle l•:J ec t1·ic'. Company (common) ..................... *112 * 11 2 
Senti le El ectric Compr, n v (preferrl'rl) .................... * 102 103 
South Si<I<> l~l< ·val<"rl l<ail roarl, Chica go ................... as, Vi a55 
Toledo Hn ilways & Lig ht Co mpany............... . . . . . . . n8 ½ a9 
Thin] J\ven m · Railrnarl. New York...................... 2 1 r8 
T w in City l{ rq:i ,] T ran sit. Tl linnea poli s (co111111on) ......... rn3 ¾ a IO. \ 
l Tnion Trac tir,n ( ·omr,:1ny. l'hil ncklphia ... ............... :15 2½ a53 1/, 
liniterl Hail ways & El<•c- l ric Co1 n nan.v. Hnlt i111or c .......... n 1 1 .}:J r r 
TTnit<·d Ha il ways Tnv. <.o., San F r:ine isc-o (co111mo11) ...... :139 a39 
( 'nitc>rl Hai lw"V' Tn v. Co .. S,11 1 f'r:rn eisco ( pre frrred) ...... a 56 1/, 56 
WnsliinJZlon l<ailwny & J•:le<"tri<" Company (eo1111110n) ...... :q2½ a p¾ 
\V:1~hi1wton Hailwav & 1•: lectri<" Co111p:111y (1,rde rrccl) ..... a90 ~ :191 
\Vc~t End S trc·t t R~i lway, Boston (t·o111111() t1 ) .... ......... 9 2½ :-tQJ 
\\'e, t End Strc••· l Rnil w~y. Boston (pn·fr·rrccl) ............ 101 * 106 
\Ve,tin 11hmJSr• Ele<"tr ie & ll lan ufacturinu: Com pnny ...... ,. 85 a8_,; 
\\'estinahotJSc El cc. & ~ff JI'. Co111p;111y ( I , t prd.) .. . . . . . . . 1 2 1 1,(i a 1 :q 11, 

Report of Hudson & Manhattan Railroad 

The rep or t o f the H udson & Man hat t an Railroad for the 
y ea r end ed Jun e 30, 1908, as made public by· the Public 
Se rvic e Comm ission, F irs t D ist rict, shows the fo ll owing 
in com e account fr om Fe b. 26, 1908, to June 30, 1908, for tli.e 
porti on of li n e comp leted a nd in operat ion fro m Nineteenth 
S t ree t a nd Six th Ave nu e, New York, to Hoboken, N. J. : 

R EVENUES. 
P assen ge r revenue . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . $2 18,186.1 o 
Incom e from sta tion privi leges ...... .. . . . . . . . . . . 3,492 .64 
O th er m iscellan eou s. . . . . . . . . . . . . . . . . . . . . . . . . . . . 736.87 

T otal operating reven ue ......................... ...... ·. . . . $222,4 15.61 

O P E RATI NG E XP ENSES . 

Mainten a n ce of way and s trucmres .. .... . .. . _ .. . 
Maintenance of equi pm ent. . . .................. . 
Oper ation of power plan t. . . . . . . . . . . . . . . . . . . . .. 
Operati on of car s . . .. .. .. . .. . ................. . 
D am ages (includ in g legal expen ses ) ............ . 
Gene ra l expen ses • •............................ 

$37,2 67.16 
18,973.50 
77,771.20 
65,527.06 

30, 14 1,69 

To ta l . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . 229,680.61 

Opera ting loss . .................................. ......... $7,265.00 

R EVENUE FRO M -OU TS I DE OPERATIO NS. 

F r om Hudson T ermina l build ings .... $ 11 0,048.57 
L ess ope ratin g expen ses... ... . . .. ... 38,467.90 

From other real est a te ........•...........•.•.. 
$71,580.67 

2,046.1 0 

Ope ra t in g incom e (revenue less expenses) ............. .. ... . 
Inte rest on bank bala nces, e tc .. ....... .. ..........•........ 

Gro ss incom e . . ...... . . .. .•• •• .•....•.....•..... _ ........ . 

DEDUCTIONS FROM IN CO M E. 

Preliminary expen ses prio r to opening to publi c ... 
Prelimina ry expen ses H,udson T erminal buil d in gs. 

Less adj us tm ent in stock m a ter ial values ........ . 

$7,148.55 
12, 721.53 

3 19 .00 

73,6 26.77 

$66 ,361.77 
647.96 

$67,009.73 

JQ,551.08 

Surplu~ for pe ri od ..................... . ........ ............. $47 .458.65 

The downtown sys t em which w ill ex t end fro m th e Hud
son T erminal a t Church, Cortl andt, Fulton and D ey Stree ts , 
N ew York, t o J er sey City, N. J ., i s s till in cours e o f con
s tructio n. The entire len g th of the proj ected lin e is about 
8.8 m iles of d ouble track a nd 8.1 s ing le track. A ll t axes 
during th e p e ri od of con struction a re paya bl e by t h e con
st ru cti on company. 

T h e cost of r oad a nd equipment stood o n the balanc e 
sheet as of Jun e 30, 1908, a t $ ror ,5 q ,348. 

The fo ll owin g additi onal in fo rm ation is furni shed : 
Miles of fir st track ( in operation June 30, 1908) . .• •. ••••• . • 
M iles of second track (in operati on J u ne 30, 1908) ....•.•... 
Total track mileage (elect ri cally operat ed subway and tunnels) 
T he r eof , mileage in S t ate of New Yo r k ............... . ... . 
Average number of cars operated ..... . ...•...•.•......... . 
Total number of tri ps made ( es t im a ted) ................... . 
Total passen ger car-m iles run .. . . •........................ 
P assen gers-numbe r of 5-cent fares ....................... . 

3.3 1 
3.30 
6.80 
4.22 

40 to 45 
27.840 

618,742 
4, 363,722 

Hearings on Third Avenue Railroad Reorganization 

T he h ea rin g b efore t h e Publi c Serv ic e Com m iss ion of 
t h e F ir st Di s tri ct of New Yo rk set for Jun e 29. on t h e p ro
pose d pla n fo r t h e reorga nizat ion of t h e T hi rd Avenue 
Ra il road. m en t ion of w hi ch wa s m ade on page 50 of t h e 
ELECTRIC RAILWAY J OURNAL for Jnly 3, 1909, w as p os tponed 
until July 7. F r eder ick W. vVhitridge. r eceiver of t h e 
T hird Avenu e R a il road. was t1n ab le to b e at t h e h ea ri n g 
on Jun e 29. a nd a number of st ockh olders r equ este d addi
t iona l tim e in w hic h to con .sider t h e p lan. 

The a rgum ent of t h e b ondh older s' com mittee w hich drew 
up t h e r eorgani za t ion p lan wa s h ea rd fi r st at t h e h ea ring 
on July 7. J ohn .M. Bowers, coun sel for t h e comm ittee. 
pointed on t t h e merits of t h e p lan . H e concerned him self 
la r gely w ith t he legal sid e. Accordin g t o l\Ir. Rowe rs, th e 
p lan fo llows t he principles laid clown in t h e r eor ganiza tion 
of th e E ri e Ra il road. in r edu cing th e fixed c harge s aga in st 
t h e company by h avin g t he ho lder s of o ld m or tgage bonds 
accept an income bon d in stea d of a scc nrity inv o lvin g a 
fi xe d ch a rge o n th e prop e1·ty. l\Ir. Bower s presen ted in his 
argnm cn t t h e b asis of t h e exc hang e o f th e new sec uriti c-; 
for th e o ld by m ean s of t h is table: 
Olrl lionds, prin ci pal and intn,·sl ......... ....... • ......... $40.(,40,000 
:,tock ..... .... ........................................... I G.000.000 

T nt;il ................................... . • .. • ..... . .... $5h.(,4n.ono 

To li e issnccl : 
Rcfunrl in J[ n H>rtJ(:l~ t' 111,nds ................................. $1 5.51 li.800 
.\<ljn st111 C"nt lionrl s .. ..................... . . ............... Jr .n-1.<;.onn 
S tock . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ~o.00 1J.oo,l 

T otal ................................ .................. $6r,. ,; 61.R,1n 
] liffl'rt' IH"e , . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . (),1121 .~ on 
To lw 11:--e d to rni '-i(' c:i. . ..; h of.............. .................. j. ~o o.o n n 

T li c r d11nrlin g mort gage a 11d :ulju -,t 111t•11( l> o11d~ in I he 
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tabulation are those which it is proposed to issue for the 
old consolidated bonds, plus $6,000,000 of the refunding 
bonds, and $-1,000,000 of th e adjustment bonds, which are t o 
be sold by the syndicate. lVIr. Bowers said th e plan ap
peared to be the only one under which the cash required 
could be rai se d, and that any other plan would involve 
wiping out th e stock. 

Mr. Whitridge followed Mr. Bowers. He said that he 
based the estimates submitted by him to the bondholders' 
committee as to the ea rnin gs of the property on the income 
of th e T hird Avenue system in the December and M arch 
quarters-the two worst of t he year. T h e net ea rnings fo r 
December , after paying the int eres t on the existing $5,000,-
000 fi r st m ort gage bonds, a small amount of taxes, the in
te r est on the receiver's ce r t i ficates, and on about $6,000,000 
addit iona l of under lying li en s, were $406,000 in roun d fig
ures, and they were $r;; 7,000 for the Ma rch quart er. The net 
ea rnings fo r April we re $106,000; the net ea rnin gs for l\fay 
were $197,000, and for Jun e would be less t han for May. 
He fe lt just i fie d in est imating, t herefor e, that the Third 
Avenue Rai lroad would begin its r eorgani zed career with 
net ea rnings, after payment of interest on the prior liens, 
of about $r,500,ooo. and after deducting an a ll o_;ance of 
$300,000 a year for deprecia tion, h e felt that $r,200,ooo would 
remain app licab le to return on t he securities to be reckon ed 
with in t he r eorgan ization. lVIr. W hitridge said t hat after 
th e r eorganization there would be some in creases in op
erat ing cost, but that these would be offset by saving in 
other directi on s, such, for instance, as an item of $140,000 
w hich h e ha s paid out this year for lawyers. The develop
ment of traffic in the Borough of the Bronx, which has been 
neglected somewhat, would help the earnings of th e com
pany materially, as that borough is in creasin g steadily in 
population and many of the r es idents are largely dep endent 
upon the lin es of t he company fo r transportation to and 
from the business section of New York. 

It was pointed out that $1,552,000 would be required fo r 
t he full interest on the 5 per cent in come bonds proposed, 
and that th ere would be a deficit on this interest of $900,000, 
an amount which is due b efore there is any return on the 
stock. Mr. Whitridge was then asked upon w hat he pre
dicated any est im ate of va lu e for the st ock, on which the 
stockholder s are asked to pay $25 a shar e. According to 
him, the matter of an est imate for the value of the stock is 
a subject for eac h hold er to decide fo r himse lf. He said 
th at he personally m ight think the stock to be wort h next 
to nothing, but that the stockhold ers might think it to be 
worth $25 a s hare. 

Camden & Trenton Railway, Camden, N. J.-U nder the 
plan of r eo rgan izat ion of the Camden & Trenton Railway, 
approved by committees represen tin g the first general m ort
gage bondholder s, it is provided tha t a n ew corporation 
be formed t o take over the property at foreclosure sa le, 
which will t ake place shortly, to be known as the River
side Traction Company, and that $124,500 of the preferred 
s t ock of the new company shall be sold at par for cash to 
1•rovide working capital. The committees report that a ll 
of this stock has been sold for cash and that t he full pur
chase price thereof has been paid to the West End Trust 
Company as depository. The remaining funds necessary 
for the rehabilitation of the road wi ll be derived from the 
sale of first m ortgage bonds. It is probable that between 
$300,000 and $400,000 will in th is way be provided for capital 
expenditures. 

Chicago (Ill.) Consolidated Traction Company.-The 
receivership of the Chicago Consolidat ed Traction Com
pany and its underlying leaseholds has been formally ex
tended by Judge Grosscup to the North Shore Street Rail
way. David R. Forgan and J ohn M. Roach, receivers of the 
Consolidated Traction Company, were appoint ed receivers 
for the North Shore Street Rai lway and the receiverships 
were consolidated. · 

Cleveland (Ohio) Electric Railway.-Horace E. Andr ews, 
president of the Cleveland E lect ric Railway, an nounced 
on June 29 that the $2,026,000 of Cleveland City Railway 
first mortgage 5 per cent gold bonds, dated July r, r889, 
which matured July r, r909, and the accompanying coupons, 
July r, would. on and after July r, 1909, be taken up by 
N. W. Harris & Company, New York, N. Y. T he Cleveland 
Electric Railway has sold to N. W. Harris & Company, 
$2, r28,ooo of an authorized issue of $3,179,000 of 5 per cent 
gold bonds dated July I , 1909, and due Jan. I, 1912, but sub
ject to call at par and accrued interest on and aft er March 
1, 1910, on 60 days' notice. The i:iew bonds will be 
secured by d eposit of the bonds retired and also by a 
general lien on the entire property of the Cleveland Railway, 
subject to the ou tstanding bonds, and on payment of the 
$1,000,000 East Cleveland Railroad bonds (fo r which the 
escrow bonds of th e under th e new 2½-year mortgage 
are reserved) in March, 19IO. They will be further secured 

by a collateral lien on the portion of the property now 
covered by that mortgage. 

Conneaut & Erie Traction Company, Erie, Pa.-A plan 
has been proposed and assented to for th e r eor ganization of 
the Conn eaut & E rie Traction Company, n ow in the hands 
of R obert W. Watson. Harrisburg, as receiver. It is pro
posed to organiz e the Cleveland & Erie Traction Company 
as th e successo r to t he Conn eaut & Erie Traction Com
pany. The Con neaut & E rie Traction Company had a capi
tal stock of $800,000, $800,000 fi r st m ortgage 5 per cent 
bonds and about $400,000 second m ortgage 5 per cent bonds. 
In the plan of r eorganization th e o ld first mortgage bond
holders wi ll receive $500,000 in n ew first m ortgage S per 
cent bonds and $500,000 in S per cent income b onds. Hold
e rs of th e o ld second m ortgage will receive $500,000 in the 
n ew incomes and the capital stock of the n ew company. 
The capital s tock will be placed in control of five voting 
trustees. One hundred thousand dollars of the new first 
m ortgage 5 p er cent bonds w ill be used to ra ise new money, 
as w ill a lso a like amount of th e n ew incom es. The new 
mon ey will meet a ll expen ses of reorganization and leave 
$50,000 in the company's treasury as working capital. Re
ceive r Watson w ill be president of the n ew company. 
P resen t plans of the new management are sa id to include a 
working agreement with the Cleveland, Painesville & Ash
tabula Railroad, w hich is now controll ed by the Cleveland, 
Pain esville & Eastern Railroad, which will give th e Cleve
land & Erie Traction Company a through line from Erie to 
Cl eveland. 

Consolidated Railway & Power Company, Fayetteville, 
N. C.-Wm. D. McNeill, president of the Consolidated 
Railway & Power Company, has b een appointed receiver of 
the company. 

Interborough Rapid Transit Company, New York, N. Y. 
-Following th e d ec ision of the Public S ervice Commission 
c,f the F irst District of New York that it was unnecessary 
formally to grant authority to the Interborough Rapid 
Transit Company for the issuance of $rn,ooo,ooo of S per 
cent bonds for the retirement of an equal amount of three
year 5 per cent not es which fa ll due on March 1, 19IO, but 
which ar e subject to call at 101, it was announced that the 
company had closed negotiations with J. P. Morgan & 
Company for the purch ase of the bonds. This $10,000,000 
b ond s is the first lot of t he $55,000,000 authorized in April, 
1c,,09, t o be sold publicly. At the present time $30,000,000 
of th e bonds are issued but deposited as collateral under the 
$25,000,000 three-year 6 per cent notes, which were pur
chased las t year at 97 by a syndicate manag ed by Morgan 
& Company. 

Interstate Railways Company, Philadelphia, Pa.-The di
rectors of th e Inte r state Railways Company have approved 
the plan of Geo. H. Earle, Jr., for the rehabilitation of the 
company. It is proposed that the 4 per cent bonds be de
posited in trust for five years and the income of the com
pany b e used for necessary betterments. If any surplus 
is available after the expenditure of $500,000 or more per 
year for betterm ents, it shall go toward paying the in
terest. The amount needed to pay the 4 per cent interest 
on the $rn,776,600 bonds, or $431,064 per annum, is to be 
obtained by the issue of 6 per cent script. Bondholders 
w ho prefer cash m ay so elect and the script they refuse 
will be sold to provide funds for the cash payments. The 
plan further provides that certificates of the Philadelphia 
Trust Company issued to the bondholders w ho recently 
deposit ed their bon.ds under agreement with E. B. Smith 
& Company w ill be accepted by the trustees in lieu of the 
bonds. The plan is to be declared operative when the 
committee decides that a sufficient number of the bond
hold ers has assented by the deposit of their shares with 
the Real Estate Trust Company. 

Long Island Electric Railway, Long Island City, N. Y.
The Long Island Electric Railway has asked the Public 
Service Commission of the First District of New York to 
approve a proposed reduction in its capital stock from 
$2,IOo,000 to $600,000. Some time ago the New York & 
North Shore Railway, with a capital of $1,500,000, was 
consolidated with the Long Island Electric Railway. This 
stock did not represent actual value, as the property had 
been m ortgaged for $1,261,000, and most of it sold out later 
under foreclosure. Stockholders of the New York & North 
Shore Railway have turned over to the Long Island Elec
tric Railway by voluntary surrender the $1,500,000 capital 
stock. It was decided to reduce the capital stock to an 
amount which actually represented the value of the 
property. The directors of the Long Island Electric Rail
way approved the measure last year, and holders of out
standing certificates have since acquiesced. 

New Orleans Railway & Light Company, New Orleans, 
La.-On June 28, 1909, a general meeting of the stockhold
ers of the New Orleans Railway & Light Company was 
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held at the offices of the company in New Orleans, L a., for 
the purpose of considering a plan submitted by the directors 
of authorizin g the issuance of $50,000,000 of 5 per cent 
40-year firs t and refunding m ortgage bonds. Out of a total 
of 300,000 shares of preferred and common stock ent itled 
to vote 200,524 shares were cast, 182,490 shares voting in 
favor of th e proposal and 18,034 shar es against it. The pur
pose of the issue of bonds was fu lly explain ed in th e ab
stract of the let ter of Hugh McCloskey, president of th e 
company, to the stockholder s, published in t h e ELECTRIC 
RAILWAY JouRNAL of Jun e 5, 1909, page rn58. 

Northampton (Mass.) Street Railway.-The director s of 
th e No rthampton Street Railway have dec ided not to pay a 
dividend in July on the $400,000 stock. In January, 1909, 
2½ p er ce nt was paid; in 1908, 3 per cent semi-annually, and 
3 per cent in July and 4 per cent in January, 1907. 

Peoria (111.) Railway.-N. W. Halsey & Company, New 
York, N. Y., a re offe rin g at 98 and interest the unso ld 
portion (l ess than $500,000) of a block of $1,500,000 "first 
and refunding" 5 per cent gold bond of the Peoria Rail
way, dated Jun e 20, 1906, and du e serially Feb. 1, 19rn-1920, 
and subject to call at I05 on any interest d ate. The b onds 
are unc onditiona lly guaranteed by endor sem ent, both as to 
principal and inter est, b y th e Illinois Traction Syst em. 

Quebec Railway, Light & Power Company, Quebec, Que. 
-On Jun e 25, George H. Thompson, president, and John 
Sharples, Wm. Shaw and Wm. Hanson, directo r s of the 
Quebec Railway, Light & Power Company, re sign ed. Ne w 
office rs hav e been elected as fo ll ows: W. G. Ross, of the 
Montreal Street Railway, president ; F rank R oss, Quebec, 
vice-president; L. C. Marcoux, N. Beall eau, Wm. Price, 
M.P., and F rank Ross, Jr., Quebec; Robert Mackay, J . N. 
Greenshields and Rudolph e Forget, M.P., Montreal, di
rectors. 

San Diego (Cal.) Electric Railway.-The San D iego Elec
tric Rail way has purchased the South Park & East Side 
Railway, San Diego, which operates 3½ miles of lin e in 
San Diego. 

Toledo, Bowling Green & Southern Traction Company, 
Toledo, Ohio.-At a m ee ting of th e directors of the Toledo, 
Bowling Green & Southern Traction Company, on June 30, 
the officials of the company expressed themselves as being 
in favor of increasing the capital stock of t he company 
by $750,000, issuing new bonds through t h e transfer of the 
bonds now held by the stockholders and lifting the r eceiver
ship of and taking over the Toledo, Urbana & Interurban 
Railway. A plan for carrying this proposal into effect will 
be submitted to the stockholders of the Toledo, Bowling 
Green & Southern Traction Company at a m eeting to be 
held at Findlay on Aug. 6, 1909. 

Toledo Railways & Light Company, Toledo, Ohio.-The 
bondholders' committee of Toledo Railways & Light Com
pan y r ecently sent a letter to holders of the first mortgage 
4 per cent consolidated bonds in which t h ey said that the 
company would n ot be able to pay th e principal or in
t er est on the $4,866,000 bonds maturing July I, and asking 
that no summary or drastic action be t aken against th e 
company because of the defaults. Practically a ll of th ese 
bonds are deposit ed with th e committee, w hich has agreed 
n ot t o institute foreclosure proceedings. This is the third 
default on the inter est paymen ts. 

Virginia Railway & Power Company, Richmond, Va.
Un der a decree directing th e delivery of property and 
approving the deed of conveyanc e, Judge Edmund Waddill, 
Jr., of the United States Circuit Court, at Richmond, Va., 
on June 30 fo rmally ended the receivership of th e Virginia 
Passenger & Power Company, and at midnight the Vir
gin ia Rai lway & Power Company assumed control of the 
street railways of Richmond, P eter sburg and M anchester , 
w ith the interurban connection s. The company has or
ganized as fo ll ows : Frank J ay Gould, N ew York City, 
chairman of board of direc tors; William Northrop, Ric h
mond, pres ident; Fritz Sitt erdin g, Richmond, vice-presi
dent; H enry W. Ander son, Ric h mond, vice-pres iden t and 
general couns el; Guy P hilli ps, N cw York, secretary and 
treasurer; George B. William s, Richmond, ass istant sec re
tary and assistant treasu rer; R. H. K eim, Richmond, gen
eral auditor; A. B. Guigon, Richmond, assistant counse l ; 
G. H . Whitfi eld, Richmond, genera l superintendent of li ght 
and power department; C. n. Buchanan, Richmond, ge nera l 
sup erintendent of rai lways. 

West End Street Railway, Boston, Mass.-The share
ho lders' prot ect ive committee ha s sent out a circu lar letter 
statin g that. at the request of the Boston E levated Rai l
way, the matter of consolidati on ha s bee n r eferred hy the 
L cgisl;1ttire to a commi ssion compo sed of the Ra il road 
Commissioners and the Boston Tran s it Commission, which 
wi ll hear th e parties interested and r t'port to t he n ex t 
Legislature wh eth e r or not changes advoca ted hy t he com
mittee are judicious and consistent with the pub lic interes t. 

Traffic and Transportation 
Regulations of Washington Commission Amended 

At a general session of the Interstat e Commerce Com
mission h eld at Washington, D. C., on Jun e 21, 1909, a nu m
ber of amendments and additions to the rules and regula
tions for the operation and equipment of street railway cars 
within the District of Columbia were adopted. Section 5 
was modified so as to read as fo llows: 

"No street car shall move a t a greater rate of speed than 
15 miles an hour in Washington, nor at a greater rate of 
speed than 20 miles an hour in the suburbs of said city. 
Street cars shall not exceed a rate of speed greater than 6 
miles an hour at street crossings. W hen it is necessary 
for street cars to stop at street crossings they shall stop 
on the near side thereof; the front end of the car or train 
to rest on a lin e with the curb on the near side of th e in
tersect ing street, except where the mechanical appliances 
make it impracticable to do so: Provided, t h at in cases 
where stops are now a llowed on both sides of a crossing, 
such stops may be continued if the railroad companies so 
des ire : Provided, that cars moving south on Seventh Street, 
northwest, shall be allowed to stop on th e far s ide of Rhode 
Island Avenue in li eu of the near s id e thereof, that cars 
moving east on New York Avenue, northwest, shall stop on 
both sides of Thirteenth Str eet when r equested to do so, 
and that cars of th e Capital Traction Company moving 
south on the Fourteenth Street line shall stop after rounding 
the curve at New York Avenue, northwest, in li eu of stop
ping before rounding said curve. No motorman or con
ductor shall refus e to stop to take up a passenger at any 
st reet crossing or other regular stopping place unless a ll 
the sea ts in the car or train are occupied. No motorman 
or conductor shall refuse to stop to let off a passenger at 
any street crossing or o th er r egular stopping place." 

It was ordered that th e following be substituted for 
Section I: 

"Every stre et ra il way car oth er than trailers operated in 
the District of Columbia shall b e equipped with front auto
matic or platform-operated projecting pick-up fenders and 
with automatic whee l guards. The front end of projecting 
fenders shall not have an elevation of more than six inches 
above th e rail when in their normal position, and the front 
end of wheel guards sha ll not have an elevation of more 
than foUl· inches above the rail w hen in their normal posi
tion. Whe el-guard gate s shall not be more than five inch es 
above the rail when in th eir normal position. Whee l-guard 
gates shall n ot travel m or e than six inches from their 
normal position before trippin g th e guard." 

This section is to become effective on Sept. 1, 1909. 
It wa s a lso ordered that Sec tion 3, which says that plat

forms of street cars shall be guarded by ga tes of a con
struc ti on and operation approved by th e Interstat e Com
m er ce Commiss ion, be am ended so as to read as follows: 

"Platforms of str eet car s sha ll be guarded by gates. T hat 
side of open or summer cars adjacent to the track opposite 
t hat upon _wJ1i ch the car is running sha ll b e provided with 
a guard rail. 

T hi s s ection is to become effective on Sept. I, 1909. 
It was furth er ordered that Section 4, regarding that 

fenders must b e kept in thorough working orde r and in 
good repair w h en in use, be amen ded to read as fo ll ows: 

"The fend ers and w hee l gua rds must be kept in t horough 
workin g order and in good repair w hen in use." 

This section is to becom e effective on Aug. I, 1909. 
It was further ordered that Section IO, requirin g that all 

new double-truck suburban or interurban electric cars placed 
in se rvice in the District ' of Columbia on or after J an. I, 
1909, sha ll be equipped with an app roved type of air brake 
in addition to the usua l hand brake, be ame nd ed so as to 
r ead as fo ll ows: 

"All car s provided with four m ot or equipments which 
sha ll be operated in the District of Columbia on or after 
July 1, 1909, shall b e equipp ed with air brakes in addition 
to the ordinary hand brake." 

T he fo ll owing regulation s were added: 
" 13. A ll m o t or cars mu st be provided w ith fo ur sand 

b oxes. A tube, not less t han two inches in sid e diam eter, 
sha ll lea d from eac h box to the fro nt wh ee l of eac h truck, 
termin at in g in front of and as clo se as practicable to th e 
wheel, direct ly ove r the rail and n o t m ore than six inches 
above t he rai l. 

Thi s section is to become effective on No v. I , 1900. 
" q. A ll sand boxes sha ll be kept in working order at 

a ll times and sha ll li e kept well s upp lied with dry s;ind 
w hi clJ, s hall be best s11it cd to a~sure th e proper fl ow nf 
sand. 

Thi s section is to become effective on Oct. 1 , 190<). 

" r 5. Gears s hall b e provided with complete cases which 
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shall be kept in good r epair. Gears shall be kept well 
g r eased and in such proper condition as t o r educe to a 
minimum th e noi se occasioned by th e operati on of the 
sam e. Truck bo lt s and other parts mu st be kept ti ght to 
avo id undue n oise." · 

This section is to become effective on Sept. I, 1909. 
"16. Brake beams and sh oe ha n gers must b e kept tig ht 

and no more lost m oti on in these parts than is absolutely 
nece~sary will be a llowed." 

This sect ion is to become effective on Sept. I, 1909. 
"17. Bra ke cha in s must be tested proof and mu st be kept 

in good repair." 
T hi s section is to become effective on Aug. I, 1909. 
"r8. L ink-han ge r an d s lide-brake beams must have a 

safety hanger bolted t o the truck." 
This section is to become effective on Dec. I, 1909. 
"19. Car floors, p latform s and steps mu st be kept in 

good repair." 
This section is to become effect ive on A ug. I, 1909. 
"20. A ll cars must be equipp ed w ith g rab-handles properly 

located and secured." 
This secti on is to b ecome effect ive on A ug. I, 1909. 
"21. Fuse boxe s and circuit breakers on al! ca r s must be 

provided wi th covers." 
This section is to become effective on Sept. I, 1909. 
"22. No li ve contacts w hic h are in reach of passengers o r 

pede strians w ill be permitted." 
Thi s section is to become effect ive on Sept. r, 1909. 
"23 . A ll ca rs in operation in the Di strict of Columbia 

whic h a r e equipped w ith air b rakes shall a lso be· equipped 
with a hand brake, both of w hich shall be kept in ope rative 
conditi on a t a ll times. The h and brake shall be t es t ed at 
least once on every round trip at a fixed point to be se lected 
by the r a ilway company and indicated to the Inter stat e 
Commerce Commission." 

This sect ion is to become effect ive on A ug. I, 1909. 

New York Commission Disapproves Wheel Guard 

) \ s mentioned briefly on page 47 of th e ELECTRIC R AILWAY 
J nl'R'I \L of July 3, 1909. the Pub lic Servi ce Commission of 
th e First District of Ne w York has disapproved the type 
of w h eelguard in u se upon th e lin es of the Second Avenu e 
Railroad and the Central Park, North & East River Rail
road, N ew York, the action of the commission being taken 
upon t h e recommen dation of Mi lo R. Maltbie of th e com
miss ion, w ho conducted th e h earings. In r eporting again st 
t h e w h ee lguard, l\I r. Maltb ie submitted an opini on in w hi ch 
he say s: 

"In vi ew of the many cases in w hich this pi lot whe elguard 
has n ot prev ent ed p er son s from being sever ely injured or 
kill ed, in view of th e large sums paid out fo r dan:iages and 
claims. and in view of th e fact that all other Im es h ave 
sub stituted other types for the type in quest ion, it would 
seem th at there w as a prima facie case ag a inst its con 
tinuan ce. 

"Mr. J\IcLimont, form er ly th e electrical engin eer of t h e 
commiss ion, testifi ed that non-automatic, sh earin g wheel
o-uarcl s (the on e under consideration belongs to this class) 
~111 st b e carri ed at a h eight above th e track of n ot more 
than on e inch in o rder to b e effective. 

"The r eceiver of t h e Second A venue Rai lroad maintained 
that th e con dition of the paving and track made it im
practicable to operat e wit h less than 2½ inch es a s a stand
ard. and it is g en era lly admitt ed that I-inch clear ance is 
out of th e ques ti on. 

"The facts ahd evid ence s eem to prove, in conclusion, that 
it is imp ossib le t o maintain th e pilot w h ee lguard now bein g 
con sider ed at a h eight of I inch fr om t h e rai ls under exist 
ing conditions in New Y ork. that such conditions render 
nec essary a clearanc e of at lea st 2½ inch~s on the_ lin ~s 
under con sideration, that even when special attention 1s 
given t o m aintenance ther e will be fr equent cases w h ere the 
guard will not b e in a condition to save li fe or to pi:event 
seriou s injury, and that persons and part icu la r ly children 
have passe d unde r the gua rd and were ki lled. Out of 23 
accident s since A ug. 5, 1907, in which pi lot w h eelguard s 
w ere i1wolved , 15 we r e fata l. In 41 other cases wh ere it is 
b elieved t his wh eelgu a rd w as involve d, th er e w ere IO fatal 
ities. 

"The automatic-trip wh ee lgu ard, upon the oth er hand-a 
type m anufactured by many c ompani es and of which_ there 
are m any v a riet ies-can b e carried norm~lly 4 or 5 mc_hes 
above the rails. out of the way of a ll ordinary obstruct10n, 
t hus r equiring litt le attention o r expense for maintenance. 
W h en th e. trip is struck by t h e person upon the track, _the 
apron is re lea sed and forced to t h e pavement by a sprmg. 
The edge of the apron pa~ses under !he body, pickin_g it up 
and carrying it a lon g unt1~ _the car _is st?ppe_d. This type 
is in use in hundreds of cities and 1s being mtroduced by 

several companies in t hi s city. Experience has proved its 
efficiency and practicability as a type. 

"The co mmi ssion is of the opinion that nothing is more 
important than the saving of human life, and that no street 
railway company can just ify its action in equipping its 
ca r s with a ny but the most efficient designs. It may be 
added that the total expense to the two companies under 
consideration, made n ecessa ry by the installation of im
proved w h eelg ua rds throug h out, would b e about $4,000 im
m ediat ely and less than $10,000 ultimately. Even from a 
financial point of v iew, the saving of one life would mor e 
than offset the cost of the entire in stallati on." 

C. E. R. A. List of Members 

The Central E lectric Railwav Associati on issu ed under 
date of June 29, 1909, the fo llo{vin g r evised li st of member 
compa ni es " ·ith the number of miles of line they operate: 

Number 
MemiJPrs. of miles. 

Angola Railway & P ower Company ............ ,.. .... ......... . . 4 
Chicago, Lake Shore & South Bend Railway.................. . . . 77 
Chicago, South Bend & Northern Indiana Railway............... 67 
Cincinnati, Lawrenceburg & Aurora Electric Street R ailway...... 32 
Cleveland, Painesville & Eastern Railroad......... . . . . . . . . . . . . . . 60 
Cl eveland, Southweste rn & Columbus Railway................... 169 
Columbus, Delaware & Marion Railway...... ... . . . . . . . . . . . . . . . . 50 
Columbus, Marion & Bucyrus R ailroad.......................... r8 
Columbus, l\lagnetic Springs & Norther n R ailway..... ........... r8 
Dayton & Troy Electric Railway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 34 
Dayton & X enia Transit Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 27 
Detroit, i\lonroe &' Tol edo S hort Line Railway.. . . . . . . . . . . . . . . . . . 56 
Evan svi lle & Southern Indiana Tracti on Company. . . . . . . . . . . . . . . . 33 
Evansvi ll e Railways .............. . .. .. ....... . .. ....... •-..... 49 
Fort Wayne & Springfield Rai lway................ ............. 22 
F ort \Vayne & Wabash Valley Traction Company. . . . . . . . . . . . . . . . r 39 
Grand Rapids, H olland & Chicago Railway......... . . . . . . . . . . . . . 40 
Indiana Union Traction Company . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 31 s 
Indianapoli s, Columbus & Southern Traction Company. .......... 59 
Indianapolis, Crawfordsville & W estern Traction Compan y ..... . . . 45 
Indianapolis & Cincinnati Traction Company. . . . . . . . . . . . . . . . . . . . 103 
Lndian apolis & L ouisvill e Traction Company. . . . . . . . . . . . . . . . . • . . 41 
Kokomo, Marion & Western Traction Company. . . . . . . . . . . . . . . . . . 28 
Lake Erie, Howlin1;s Green & Napoleon Railway.................. 20 
Lake Shore Electric Railway.......................... . . . . . . . . . r6o 
Lebanon & Franklin Traction Company. . . . . . . . . . . . . . . . . . . . . . . . . 1 r 
L ebanon-Thorntown Tract10n Con,pan\Y........... . . . . . . . . . . . . . . . 9 
Loui sville Railway & Lighting Company......................... 21 
Marion, Bluffton & Eastern Traction Company. . . . . . . . . . . . . . . . . . . 32 
Michigan United Railways... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . r 17 
Muncie & P ortland Traction Company. . . . . . . . . . . . . . . . . . . . . . . . . . 32 
North ern O hio Traction & Light Company..... . . . . . . . . . . . . . . . . . 140 
Ohio & Southern Traction Company . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
Ohio Electric Railway.......... . ............................ . . . 545 
S andusky, Norwalk & Mamfi eld Electric Ra ilway.......... ...... 33 
Southeastern Ohio R a ilway, Light & P ower Company......... . . . . rs 
Spingfield, Troy & P iqua R ailway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 30 
Terre Haute, Indi anapolis & Eastern Traction Company.......... 376 
Toledo & Chicago Interurban R ailway ............. . .... ..... . . . 41 
Toledo & Indiana Railway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 2 
Toledo Fostoria & Findlay Railway..... . . . . . . . . . . . . . . . . . . . . . . . 49 
Toledo'. Port Clinton & Lakeside _Railway........ . . . . . . . . . . . . . . . . s r 
~~~i~·n uoi1~ ta~]:~~~~~~~ -~~-11

.~~~::::::::::::::::::: :::::::: r~! 
\Vinona Internrt an R ailway ................................... 35 

Total mileage ... .. ....... ... .................................. 3,423 

C. E. T. A. List of Members 

The Cen tra l E lectric Traffic Associa ti on issued und er date 
of Jun e 29, 1909, the following revised li st of m ember com
pani es whi ch are u sin g t h e 1000-mile in terchan geab le mil e
age ticket, w ith t h e n umb er of miles of lin e they ope rate: 

Numb er 
N o. Nam e of compan y. of miles. 
2+. Cannelton, Rockport & Owensboro Rap! d Transit Company .. 

3 . Chicago, Lake Shore & South Bend Ratlway: . . . . . . . . . . . . . . . 77 
'3 . Chicago, South Bend & Nor.them ~ndtana Ra1hrny ..... . . . . . . 67 
2. Columbus Delaware & Manon Railway........ .. ........ . . . 50 

19. Columbus' Marion & Bucyrus Railroad..................... r8 
14. Evansvill~ & Southern Indiana Traction Company ........ . . 33 
2 r. Dayton & Troy Electric R ail way.. .. .. .. .. . . .. . . . .. .. .. . . .. 34 
17. Evansville Railways....................................... 49 

9. Fort vVayne & Wabash V alley Traction Company ............ 139 
ro. Fort vVayne & Springfield Railway......................... 22 
6. Indianapolis & Louisville Tract ion Comp<!ny. . . . . . . . . . . . . . . . 4 r 

Indianapolis, Columbus ~ Southern Tract10n ~ompany. ...... 59 
Indianapoli s, Crawfordsville & Western Tracti on Company.. 45 
Indiana Union Traction Company ..... .. ............. •• ... , 31 5 

7. 
26. 
r 8. 
13. 
23. 
25 . 
1 2 . 

2 0. 
27. 

Kokomo, Marion & W estern Traction Co':llpany. . . . . . . . . . . . . 28 
Lake Erie Bowlin a- Green & Napoleon Railway.............. 20 
Loui sville ' & Nortl~ern R ailway & Lighting Company......... 21 
Marion. Bluffton & Eastern Traction Company..... . . . . . . . . . 32 
Ohio E lectric R ailway ........... . . ... • • .. . • • ........ • • • • • • 545 
Southeastern Ohio Railway, Light & Power Company........ r 5 
Spring-fi eld, Troy & Piqua Railway ... ; ... _.... . . . . . . . . . . . . . . 30 

22. Terre H aute, Indianapolis & East!'rn 1 ractton Company...... 376 
r r. T oledo & Chicago Interurban Railway ...... , ....... ,,•••••• 4 r 

4. 

r 5. Toledo, Fostoria & Findlay R ail_way .......... • . • ..... • • , • • . 49 
5. Toledo, Urban & Interurban Ratlway....................... sr 
r. \ Vestern Ohio R ailway........ .. .. .. .. .. .. .. .. .. .. .. .. . . . . rr2 

r6. vVinona Interurban Railway ........ • .......... • ........ •.. 35 

Total mileage . ........ ....... ..... • • • • • • • • • • • • • • • • • • · • • • · · · · · · 2,3°4 
The r evised li s t wil! appear on all mileage tickets orderer!. 

afte r Aug. J , 1909. 
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Memphis Street Railway Rewards Employees.-The 
Memphi s l Tenn.) Street Railway r ecently distributed 
$3,000 among its employees as a reward for the fa ithful 
a nd conseientious performance of their dutie s during th e 
Confederate reunion in Memphis in Jun e. 

Chicago Elevated Railway to Patrol Track.-T h e North
western .Elevated Railroad, Chicago, Ill. , has decided to 
install crossing gates at nin e p o in ts in Rogers Park and to 
place two men on guard at eac h of these crossings. The 
eompany a lso proposes to secure police powers for thre e 
of its employees and h ave them patrol t he right of way of 
the company and arrest trespassers. 

Physieal Conneetion Ordered Between Indiana Eleetrie 
Railways.-The Indiana Railroad Commiss ion having eon
sidered a p et ition and heard the evidence h as issued an 
order that o n or before Aug. 15, 1909, the Evansville , Sub
urban & Newburg Railway and the Evansvi ll e Terminal 
Railway shall establi sh a physical connect ion at the point 
o f intersecti on of the r oads in Newburg, Ind., .and inter
change freight after that date. 

Coney Island & Brooklyn Railroad Changes Fare Zone.
The Coney Island & Brooklyn Railroad. Brooklyn , N. Y., 
has extended the 5-cent fare limit s on it s Coney Island lines 
so that visitors t o P r ospect Park may ride between any 
entrance to the park and Coney I sland fo r a single fare. 
Heretofore the s -cent zon e fo r passen ge rs is land bound 
began at the Park Circle, which wa s also the second-fare 
point on the return trip from Con ey I s land. A special 
transfer ticket and identi fication check is issu ed to permit 
passengers on Franklin Avenu e ea r s t o tran sfer t o Smith 
Street cars, Manhattan bound, and Yic e Ye rsa , at t h e Pa rk 
Circle. It is about 6 miles from Prosp ect P a rk to Coney 
Island. 

Folder of the Chicago, Lake Shore & South Bend Rail
way.-The Chicago, Lake Shore & South Bend Railway, 
South Bend, Ind., has publish ed a fo lder and t ime-table of 
its line between South Bend and Chicago, printed in black 
on green paper. The company has r ecently inaugurated 
a fast 3-hour service between Chicago and South Bend, 
called the "Bu sin ess Men's Special," which leaves South 
Bend at 7 a. m . and a rrives at Chicago at IO a. m. and r e
turnin g leaves Chicago at 6:20 p. m. a nd arrives at South 
Bend at 9:35 p. rn. The folder also contains a map o f the 
"South Shore R out e" and a map of th e loop district of 
Chicago showing th e principal busin ess houses and the 
route of the road. 

Trespassers at Roehester Warned.-The Ne w York State 
Railways, R och ester, N. Y., is warning trespasse rs on its 
interurban lin es running over priva t e right of way indi
vidually of t h e ri sk they run in using th e right o f way as a 
thoroughfare. W hen a person is seen by th e motorman of 
an approac hin g ca r on the company's right of way the 
motorman throws out of the window of the cab a sealed 
red envelope with the wo rd "warning" printed in large, 
blaek letters to attract the trespas se r 's a tt ention. In the 
envelope is t he fo ll owing notie e : "All persons are forb id
den to us e th e tracks or any portion of thi s company's 
right of way for footways or thoroughfares. T he p ract ice 
is dangerous and unlawful. A ll persons so doing are tres
passers and wi ll be subject to prosecuti on . The company 
is not liable for accid ents or injury t o trespasse rs." 

Niagara Gorge Railroad Time Table.-The N ia gara 
Gorge Railroad h as issu ed an illu strat ed fold er and tim e 
tabl e. The cover is in duplicate and sh ow s a vie w of the 
whirlpool rapids and the lin e of th e eornpa ny skirtin g t h e 
whirlpool. The route of th e road is desc rib ed a nd th ere is 
a large panoramic vi ew of th e t erri tory in t he v icinity o f 
the Fall s, N ia gara F a ll s, N . Y .. N iagara Falls, Ont. , Whirl
pool Ra pids, Whirlp ool. L ewis ton, Youngs to wn-on-the
L a ke, a nd Port Niagara Beach a ll be ing sh own. T h ere is 
a lso a bri ef d esc rip t ion of a ll t h e p laces m enti on ed. A 
page entitl ed "Item s of Inter es t to T ourist s," co nt ains info r
m at ion ab out th e Whirl poo l R apid s, vVhi r lpool, th e age and 
volume of b o th fa ll s, the power h ouses, etc. T he publica
tion is a work th at is a lmost indi .<;pe n sabl e to t rave ler s 
vis itin g t he Fa ll s wh o des ire in tel ligent ly to und er stand 
t h e sur r oundin g t errito r y. 

Trolley Trips in Two States.-This is t he t itl e o f a fo lder 
which the Western New York & Pen nsylva nia T rac tion 
Company, O lea n, N. Y., h as issued, in whi ch th e a t trac tion s 
a ff o rd ed a lo ng th e lin e a re descr ibed a nd illu s t rated. The 
road is a n inter s ta t e lin e, a nd th e territory th rough w hich 
it passes ab ound s in b eaut iful sce nes. R ock C ity is a ll th a t 
it s n ame im pli e~, a nd is sa id t o ra nk next to N iagara in its 
wealth of n a tu ra l scen ery. The prin cipal office of the com
pa ny is co nve ni entl y loca t ed at O lea n, thou g h a seco nd 
office is m a int ain ed at Brad fo rd . T hese two cities ar e th e 
terminal s o f the moun ta in or Rock City route. Th e com 
pany ow n s ancl r1p erat es the city sys tem s in Bradfo rd, 

O lean and Salamanca. T r ea ting O lean as t h e ce nter, three 
chi ef routes radi ate from it: A, over t h e m ountain from 
O lean to Bradford; B, from O lean to Shingle House, and 
C, fr om Olean to Little Valley. A pl a n of Rock City shows 
the locations of the rocks, th e Min eral Springs and the 
r ecrea t ion park at that p lace. A map in colo r s sh ows the 
eompleted lin es and th e prop osed lin es o f the company. 

Folder of the Grape Belt.-The Buffalo & L ak e E rie 
Traction Company, Buffa lo, N. Y .. h as issu ed an a ttra ctive 
folder deseribing its lin es, w hich ext end through the " Gra pe 
Belt," between Buffalo, N. Y. , and E ri e, P a., a pic ture sque 
sect ion of conntry lying a long L ak e E rie, which body of 
water the railroad skirts. Scenes in the cities and villages 
sh ow the commercial activity so common t o the t erritory 
t raversed, whil e scenes at the lake resorts sh ow t hat the 
residents are equally in earnest when they set a bout to 
amuse themselves. The most pretentious picture is a 
panoramic view of Buffalo Harbor. A map in colors 24 in. 
lon g and 8 in. wide shows the route of the Buffalo & Lake 
Erie Traction Company's line, the route of the Jamestown, 
Chautauqua & Lake E rie Railway's line, t he lines of the 
steamboat companies o peratin g on Lake Eric and the te r ri
tory as far south in New York State as Jamestown. The 
cover is in colors and eontains a reproduction of a scene in 
the business section of Buffalo. The folder is concluded 
with a list of th e tiekc t o ffi ces o f th e company a nd th eir 
addresses. 

Pittsburgh Railways Company Has Right t o Conneet 
with Railroads.-In an opin ion handed down rec ently the 
Common Pleas Court No. I, A ll egheny County, Pa., dis
solved the r estra inin g order granted in May in t h e suit of 
A. H. vVillis et a l. and the Township Commissioners of 
Ba ld win Township again st the P itt sburgh Railways asking 
an injunct ion to restra in the Pittsburgh & Castle Shannon 
Railroad a nd the P it t sburgh & Charleroi Street Railway 
from connecting their tracks. The plaintiffs alleged that 
the consent o f the Township Commissioners had not been 
g iven, as r equired by the Murphy bill passed at the last 
session of the Pennsylvania Legislature; that such a con
nection was forbidden by section 8 of the Street Railway 
Act of 1901, and that municipal consent was necessary, as 
was held in the recent decision of the Supreme Court of 
Pennsylvania in the case of E rie vs. E ri e Traction Com
pany. The case was argued before the full bench in Com
mon Pleas Cou rt No. 1, consisting of Judges Brown, Mac
far lane and Ford. In its opinion the court held that the 
Pittsburgh R ail ways derives its powers from its special 
charter, granted in 1871, and does not need to look to the 
general railroad laws, such as the Murphy bill, for power 
to make this connection, and that the constitutional re
quirement of municipal consent for the construction of a 
street railway within any city, b o ro or township did not 
apply to this case, for the reason that the Cast le Shannon 
Railroad was being connected with street railway s which 
were a lready constructed with municipal consent and the 
cars were being operated by the company w hich own ed or 
leased the tracks, for the co nstructio n o f which municipal 
con se nt h ad been given. 

Speeial Cars for Women Withdrawn.-The Hudson & 
M anhattan Railroad, op erating und er th e H1,1dson River 
betwee n N ew York a nd Ne w J er sey , withdrew on July I 
the specia i cars fo r wom en which it h as b ee n o p erating 
s ince March 31, 1909, dttrin g the rush h ottrs. The follow
ing notice t elling ab out the di sco ntinua nc e of th e se rvie e 
was posted by the comp any in it s ca r s a nd st a tio ns: "On 
and after July I, 1909, th e exclu sive car fo r wome n opera t ed 
from H oboken t o Ne w York b etween 7:30 a. m . a nd 8 :30 
a. m. and from New York t o Hoboken be t ween S :30 an d 
6:30 p. 111. w ill b e di scon t inued, as th e patronage does ,n ot 
wa rran t furth er m ain te na nce of t hi s :-.e r vice." Sub sequ entl y 
William G. McAdoo, p r es ident of th e compa ny, iss ued thi s 
statem ent: "Whe n th e cars fo r th e exclu sive u se of wom en 
wer e estab li shed on our lin e o n M a r ch 3 1 last, we stated 
th a t it w as a n exp eriment, a nd tha t th e com pany reserved 
the right to di scont inue t h em if th ey s houl d n ot be su f
fi ci ently patroni zed. We have m ad e a lo ng a nd thorough 
t es t , and r egr et t o fi nd th a t t her e is n ot a su ffic ient demand 
on th e part of wom en fo r a n exc lu sive car. T he patron age 
ha s con s t antly diminish ed. \ Ve wonl d have made these 
cars a perm an en t feature o f our ope ration if the wom en 
had ~ho w11 hy t h eir use of t hem t h at t hey were wanted or 
nccde cl." Sh o r t ly a f ter the I ludso n & l\fanhattan Ra il road 
place d specia l ca r s in service for women t he P ub lic Service 
Commi s~io n of th e First Dis t riet of New York asked t he 
I ntcrho r ough R a pid Tra nsit Co m pany to show cause at a 
public h ea ring w·hy it s hould not o perate specia l cars for 
wom en in the New Yo rk subway, an d a report of the hear
in g was p ubli sh ed in th e ELECTR IC RAILWAY JOURNAL o f 
M ay r, r909, page 853. l' he comm i.~ ~ion ha s not yet an-
11 01111 ccd it s fi ndi11 g in th e m atter. 
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Personal Mention 
~r. Willic1;m F. McDermott, Chicago, Ill., has been ap

pointed auditor of the Inter-Mountain Railroad, Denver, 
CC?!. . Mr. McDermott was formerly a ssociat ed with Le e 
Higginson & Company, bankers, Chicago, Ill. 

Mr. H. H. Roseman has been appoint ed general traffic 
manager of the Illinois Traction System, Peoria, Ill., to 
succeed Mr. B. R. Stephens, whose resign ation from th e 
company was noted in the ELECTRIC RAILWAY JOURNAL of 
June 19, 1909. 

Mr. H. C. Patterson has been appointed mechanical and 
electrical engine er of the Illinois Traction System Peoria 
Ill., to succeed Mr. H .. C. Hoagland, resigned, 'who 01; 
July I assumed the dutie s of vice-president and general 
manager of the Missouri Central Railway, Columbia, l\fo., 
as previously announced in the ELECTRIC RAILWAY JouRNAL. 

Mr. J. W. Wolfe, master mechanic of the Ohio River 
E lectric Railway & Power Company Pomeroy Ohio has 
bee n appointed superintendent of th~ company' to su~ceed 
Mr. I_. L. Oppenheimer, wh_o has recently become general 
superintendent of the L exmgton & Interurban Railway 
L exington, Ky. ' 

Mr. N. M. Argabrite, who for the past five years ha s been 
connected with the Winona Railway & Light Company 
Winona, Minn., in th e capacity of superintendent and late; 
a_s general manager. has resign ed from the company, effec
t ive on Aug. I, 1909. t o becom e general m anager of th e 
Public Service Opera tin g Company, Belvidere, Ill. , successor 
to the Belvidere Gas & E lectric Company. 

Mr. George _F. Hosbury has be en appointed district pass
enger and freight agent for the Lima-Toledo division of 
t he Ohio Electric Railway, Cincinnati. Ohio, with head
quart ers in Toledo. Mr. J. F. Sadler ha s been appointed 
district passenger and freight agent. with jurisdiction over 
the Columbus-Zanesville division, the Columbus-Morgan 
division and the branches east of Springfield, and Mr. Harry 
P. Blum will have charge of the branches west of Spring
fie ld, together with the Dayton-Richmond and Dayton
Union City division, with headquarters at Dayton. Mr. 
Sadler will have offices at Columbus. Mr. F. E. Burkhardt 
rem ains as district fr eight and passenger agent of the 
company at Lima. 

Mr. Edward Folger Peck, general manager of the 
Sc henectady (N. Y.) Railway, who was elected president 
of the Street Railway Association of the State of New York 
;;. t the meeting at Bluff Point, N. Y., on Jun e 29 and 30 wa~ 
born in New B r i t a i n , ' 
Conn., in 1861. He entered 
the electrical field in 1880 
with the American Elec
t rical Company, New Brit
ain, which subsequently 
b e c a m e th e Thomson
Houston Company. Mr. 
Peck was one of the first 
electrical experts to be en
t ru sted by this company 
to install it s apparatus, 
and was in charge of the 
Thomson-Houston Com
pany's e x hi bit at the 
Franklin Institute Fair in 
1884, the first exhibit de
voted solely to electrical 
a pp a rat u s h eld in th e 
U nit ed States. He after-
ward had charge of the E. F. Peck 
exhibit of the same com-
pany at the World's Fair in New Orlean s in 1884-1885. Mr. 
Peck resigned from the Thomson-H ouston Company in 
1885 to become general manager of the Citizens' Electric 
I lluminating Company, Brooklyn, N. Y., and continued in 
t his capacity until 1897, when h e ente red the engineering
and supply business in New York City under the name of 
the P eck E lectrical Company. In 1899 Mr. Peck was ap
pointed general manager of the Kings County Electric 
Light & Power Company. Brooklyn, a position he held 
unti l 1902, when h e was appointed general manager of the 
Schenectady Railway. Mr. P eck has always taken a very 
active interest in the affairs of th e Street Railway Asso
ciation of the State of New York and has been a member of 
a number of its most important committees. During the 
pas t year he has been vice-president of the association. 
Besides b eing general manager of the Schenectady Railway 
Comp 4ny Mr. Peck is president of th e Electric Express 
Company, Schenectady, and is a. m ember of the Americ an 
Institute of Electrical Engineers. 

Mr. I. L. Oppenheimer, w ho se appointment as general 
superintendent of the Lexington & Interurban Railway, 
Lexington, Ky., was noted in the ELECTRIC RAILWAY JOUR
NAL of July 3, 1909, page 54, entered the electric railway 

fie ld in 1899, when he pro
m oted the Ohio River 
E lectric Railway & Power 
Company. Mr. Oppen
heimer succeeded in finan
cing this company and 
constructing the line as 
originally proposed in 1900, 
in which year he became 
identified with Mr. John 
Blair MacAfee and Chand
ler Brothers & Company 
interest s, and he has been 
connected with them since 
that time. During this 
period and up to the time 
of accepting the position 
of general superinten<lent 
of the Lexington & Inter-

1. L. Oppenheimer urban Railway Mr. Oppen
heimer was the head of 

. the Ohio River Electric 
Railway & Power Company, and still remains a director of 
the con:pany. This wa~ one of the first electric railways in 
the Umt~d States to ~nterchange carload freight with a 
st eam_ railroad, a physical connection between it and the 
Hockm& Valley ~ailway being made immediately after its 
completion. During the last two years Mr. Oppenheimer 
has aiso been identified with the Norfolk & Portsmouth 
Tract~on Company, the Fort Wayne & Wabash Valley 
Tract10n Company, the Newport News & Old Point Rail
way & Electric Company and the Lexington & Interurban 
Railw~y, being secretar:y of the board of general managers 
operatm~ these properties. The company with which Mr. 
Qppe nhem,1er has become connected controls 81 miles of 
city and interurban electric railway and does a ,O'eneral 
lighting bu siness. 

0 

OBITUARY 
Jo~m H._ Miller, general manager of the Springfield 

(Oh10 ) R~1hv:ay, died at his home in Springfield on June 
29 as the_ 111d1rect result of a. stroke of paralysis which he 
suffered m January. Mr. Miller was connected with the 
Sprin~field Railway for n~ne years, an d previously was 
superint endent of the Springfield (O hio) Electric Light 
Company. 

The Public Service Commission of the Second District 
of New York recently issued th e follow ing review of its 
work: 

"The Public Service Commissions have entered upon the 
thir1 year o~ their work, being enacted by an Act of the 
Legislature in effect July I, 1907. The Second District 
Commission had upon the close of business on June 30, 
1909, handled 2990 cases. Two thousand and three of these 
were treated informally, and 1721 of them disposed of and 
closed on the records during the two years' existence of 
the commission. In this period 987 cases were made formal 
and orders served in each case. Eight hundred and fifty
nine hearings were given at which formal cases were heard. 

"The number of applications received for capitalization 
w~s 145 and the total amount authorized $155,708,925. Of 
thi s amount $1 I 1,200,500 were bonds, $19,454,600 capital stock 
and the remainder various kinds of evidences of indebted
n ess . Of the complaints taken up informally with the differ
ent corporations under the jurisdiction of the commission 
and se ttled without the necessity of formal orders there 
were 1414 in relation to railroads, IIo in relation to ex
press companies and 197 in relation to gas and electric 
companies. The building of nine railroads and street rail
ways has been authorized and permission to extend lines 
has been granted in 15 cases. The elimination of 25 grade 
crossings has b een ordered, but work can proceed no further 
because the Legislature made no appropriation this year for 
continuing this work. Thirty-seven gas and electric cor
porations and two municipalities have been authorized to 
exercise franchises, and 15 companies have been given per
mission to assign, transfer or lease their properties to new 
corporations. The complaints handled by the commission 
cover a wide range of subjects, including practically every 
phase of operation, service and rates of railroad, street rail
way, gas and electric companies. The commission contin
ues to receive large numbers of applications and complaints, 
but with its thorough organization is able to expeditiously 
dispose of matters which do not call for unusual examina
tion and investigation." 
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Construction News 
Construction News Notes are classifie d under each head

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

reported. 
RECENT INCORPORATIONS 

*Attawaugan Street Railway, Hartford, Conn.-Incorpor
ated to build an electric railway from Dayville through 
Attawaugan, Ballouville and Pineville to Killingly and also 
from Attawaugan to Alexander's Lake. Capital stock, 
$50,000, preliminary. 

Iowa & Omaha Short Line Railway, Walnut, Ia.-lncor
porated to build an electric railway between Des Moines, 
Council Bluffs and Omaha, a distance of 140 miles. Head
quarters, Pierre, S. D. Local office, Walnut. Capital 
s tock, $1,000,000. lncorporator s: G. W. Adams, Walnut, 
president; C. L. Kirkwood, N orth Branch, v ice-president; 
A . L. Ingram, treasurer, and P. Kathma nn, secretary, 
Treynor, and John A. Holmes, Pierre, S. D. [E. R. J., 
Feb. 20, '09.] 

*Belleville & Mascoutah Traction Company, Mascoutah, 
Ill.-Incorporated to construct an electric railway from 
Mascoutah to Belleville. Capital stock, $rso,ooo. lncor
porators: Emil J. Kohl, Adolp'h Knobeloch, Belleville; 
Gust. J. Scheve, E. R. Hagist and Peter W. Lill, Mascoutah. 

*Carrollton, Missouri River & Northwestern Railroad, 
Carrollton, Mo.-lncorporated to build an electric railway 
from Carrollton to the boat line on the Missouri River 
and to Northwest Carroll. Capital stock, $rso,ooo. Direct
ors: Herndon Ely, Lewis Ely, P. L. Trotter, S . J . Jones and 
W. R. Painter. 

Hannibal & Northern Missouri Railroad, Jefferson City, 
Mo.-Chartered to build an interurban electric railway 
from Hannibal on the Mississippi River through Marion, 
Shelby, Macon and Adair counties to K irksville, connecting 
Palmyra, Philadelphia, New York, Bethel, Sue City, La 
Plata or Biggs, a distance of roo miles. Capital stock, 
$2,000,000. In corpora tors: F. W. Latimer, Galesburg, Ill., 
president; Henry Funk, Clarence. Surveying has been done 
and it is stated that construction work will be begun 
during the summer. [E. R. J., March 27, '09.] 

*Union Railway Gas & Electric Company, Camden, N. J. 
-Incorporated under the laws of New J ersey in the inter
est of E. W. Clark & Company, Philadelphia, and Hoden
pyl, Walbridge & Company, New York, to take over the 
Springfield (Ill.) Railway & Light Company, Peoria (Ill.) 
Light Company, Evansville (Ind.) Light Company and the 
Rockford & Interurban Railway, Rockford, Ill., under 
terms given on page II39 of the ELECTRIC RAILWAY JOURNAL 
of June 19, 1909. The authorized capital stock is $18,000,000. 
Of this $12,000,000 is to be preferred stock bearing 6 per 
cent cumulative dividends and $6,000,000 is to be common 
stock. J ncorporator s: F. H. Hansell, J o·hn A. MacPeak and 
Joseph F. Cotter. 

*West Tulsa Belt Railway, Guthrie, Okla.-Incorporated 
to build an electric railway, S miles in length, in Guthrie, at 
an estimated cost of $20,000. Capital st ock, $2s,ooo. In
corporators: W. E. Hawley, C. L. Hoonker, Jr., H. C. Hall, 
John Haver and Gray Erick. 

*Coos Bay & Inland Railroad, Portland, Ore.-Incorpor
a ted to build an electric ra ilway from Coos Bay to Rose
burg, which later will extend to oth er points. H ead
quarters, Portland. Capital stock, $1,000,000. Incorpor
a tors : Jacob H aas, Geo. S. T aylor and Chas. ,Ringler. 

Virginia Railway & Power Company, Richmond, Va.
Incorporated under the laws of Virginia as the successor 
to the Virginia Passenger & Power Company, Richmond 
Passenger and Power Company & th e Richmond Traction 
Company, the properties of w hi ch it took over on Jun e 30 
in accordance with a plan mentioned on page r 140 of t he 
issue of the ELECTRIC RAILWAY JOUR NAL of Jun e r9, 1909, and 
page r 177 of the issue of June 26, 1909. 

FRANCHISES 
San Francisco, Cal.-The Stockton stree t railway fran 

chise has been sold by the Board of Supervisors to Frank 
D. Stringham and associates, who propose to organize a 
company and proceed with th e con stru cti on of a ra ilway 
involving a tunn el in S tockton Stree t betwee n Sutter and 
Sac ram ento Stree ts and exten sion s t o th e wat er front ancl 
to the l'res idio. IE. R. J., .A pril 17, '09.] 

De Kalb , Ill.-The City Council has g ranted to th e De 
Kalb Midl and Railway a so-ye ar fran chi se to bui ld a stree t 
rai lway o ver ce rtain stree t s of D e Ka lb. Th e fr anc hi se 
gives the ra ilway th e rig ht to ca rry fr eigh t. Thi s com
pany is al,out to c on struct an elec tri c rail way between De 
Ka lli , l•: lva, Wa t<: rman, So111 011 auk a nd Sand wich, a di stan ce 

of 28 miles. John F. P ear ce, Chicago, p resident. [ E. R. 
J., July 3, '09.] 

Kankakee, Ill.-The Chicago, Kankakee & Champaign 
El ectric Railway has been granted a so-y ear fr anchise by 
the City Council to construct an electric railway on Schuy
ler Avenue and River Street, Kankakee. [E. R. J ., June 
I2, '09. ] 

Moline, Ill.-The Tri-City Rai lway, Davenport, la., has 
applied to the City Council for three 20-year franchises to 
build single or double-track street rail ways over certain 
streets in Moline. 

Bluffton, Ind.-The City Council has granted a so-year 
franchise to the Bluffton, Geneva & Celina Traction Com
pany to build an electric railway eastward over Washington 
Street. The official~ have agreed to have the railway b e
tween Bluffton and Geneva in operation within a year. [ E. 
R. J., July 3, '09.] 

Gladstone, Mich.-The Delta County Board of Super
visors has granted to the Escanaba Electric Street Rail
way a franchise to build an electric railway connecting the 
cities of Escanaba and Gladstone. [E. R. J., June 19, '09.] 

New Brunswick, N. J.-The Jersey Central Traction 
Company has applied to the Middlesex County Board of 
Freeholders for an ext ension of its franchise to build its 
tracks across the Amboy Bridge. The company will put 
up a $s,ooo bond to guarantee to start construction within 
60 days after the extension is granted. 

New York, N. Y.-The South Flatbush Railroad has 
withdrawn its application as filed on June II last for per
mission to construct a r ectangular street railway from Ave
nue Q station of the Brighton Beach Elevated line of the 
Brooklyn Rapid Transit Company to Flatbush Avenue. The 
reason given for such a proceeding was that the company 
is to be reorganized, and later an amended application will 
be filed with the Public Service Commission. [E. R . J., 
June 19, ~09.] 

Southport, N. Y.-A franchise has been granted to t h e 
Elmira, Corning & W averly Railroad to use I mile of the 
highway south of Southport for it s proposed railway. [E. 
R. J., June 26, '09.] 

Utica, N. Y.-The City Council has granted to the Utica 
& Mohawk Valley Railway franchises to build street rail
ways on Whitesboro Street from Saratoga Street west to 
the city line and on Mohawk Street from Bleeker to Pleas
ant Street. • Neither one of the franchises becomes oper
ative until_approved by th e Public Service Commission and 
the franchise on Mohawk Stree t must by the terms of law 
be sold at public sale on July 30. 

Concord, N. C.-The Board of Aldermen has granted to 
the Piedmont-Carolina Railway, Salisbury, a franchi se to 
build a street railway in Concord. The company was re
quired to put up $r.ooo fo rfeit to begin work within 60 days. 
[E. R. J ., Feb. 20, '09.] 

Gahanna, Ohio.-The Columbus, New A lbany & J ohns
town Traction Company has applied to the City Council 
for a franchise to build a street railway over Mill, No r th 
and High Streets and Carpenter Road in Gahanna. [E. 
H. J., June 12, '09.] 

Wilmington, Ohio.-Th e City Council h as granted to the 
Cincinnati, Milford & B lanchester E lectric Railway a fran
chise to build an electric railway over certain streets of 
Wilmington. The franchise provides that the company 
must commence work within six months and have t he 
railway completed within a year. 

Marshfield, Ore.-J ohn R. Smith, secretary of the Coos 
Bay, Oregon & Idaho Railway, has applied to th e Cit y 
Council for a franchise to build a s team or electric rai lway 
and terminals in Marshfield. This company, which was 
fo rmed to secure rights-of-way, is now making surveys 
fro m Coos Bay to Roseburg. [ E. R. J., May r, '09.] 

*Marshfield, Ore.-App lication for a street rai lway fran
chi se has been m ade by John R. Smith to the City Council. 
ft is stated that a simil ar request will be made to North 
Ben<l Coun cil. 

Mifflin, Pa.-App li cat ion has be en made to the To wnship 
Cnmmis sioners by th e West Penn Railways for a fr anchi se 
to build a stre et railway from Dravosburg to Coal V alley. 

Aberdeen, S. D.-A. L. War<l , Aberdeen, a<lvi ses tha t he 
has bee n grante<l a franchise to build a s tree t railway in 
.\h erdeen. App lication has a lso b een made fo r a c hart er. 
I E. R. J., Jun e 2, '09.] 

*Corpus Christi, Tex.-Application ha s be en mad e to t h f 
Cit y Counci l by J . M. K ing, W . B. Tuttle, Sa n An tonio, 
an d I. A. Coh en, St. Loui s, M o., for a fr anchi se t o build a 
" trcct rai lway in Corpu s Chri sti . It is st a ted th a t the rail 
way, whic h wi ll lH· ➔ 111ill' ~ in leng th , wi ll co st a p prnx i
matdy $75,000. 
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TRACK AND ROADWAY 
Northern Electric Railway, Chico, Cal.-T hi s com pany, 

which has franc hises fo r a s tree t r ailway in Yuba City, t o 
be operated in conjunction with its Marysville line an d its 
interurban system, has begun t he construction of t he lines, 
w hich will extend over Second, E and Bridge Streets and 
Cooper A venue. 

*Colfax, Cal.-It is stated t hat W. S. Fletcher, Fo rest 
Hi ll , is int ere sted in a p lan to buil d an electric rai lway be
hveen Colfax and Forest Hi ll. It is t he intention to carry 
both passenger s and freight. Application wi ll be m ade to 
t he Board of Supervisor s at once for t he necessary fran
chise. 

Ontario & San Antonio Heights Railroad, Ontario, Cal.
It is stated that th is company is about r eady to le t a c on
tract for the ex tension of its elec tric railway from Up land 
through Claremont to North Po m ona, a d istance of 6 miles. 
The exte nsion will cost about $200,000. [ E. R. J., May 8, 
'09.l 

Sa cramento & Sierra Railway, Sacramento, Cal.-T hi s 
company, w hi ch proposes to con st ruct an electric r ailway 
from Sacramento to Lake Tahoe via O r angevale Bluffs, 
has filed deeds for its right-of-way. It wi ll cross t he 
American River and extend to Seventh Street, w here t he 
terminal will be located. The company has purchased So 
ac res of land adjoining th e termi na l site. Construct ion 
o n the rai lway at Orangevale Bluffs has already com 
m enced. [E. R. J. , May 8, '09.] 

Central California Traction Company, San Francisco, 
Cal.-H. J . Gray, Sacramento, has been awarde d a con
t ract by t his company to build its proposed 3½ -mile line to 
Agricultura l Park. Wark on t h is lin e wi ll begin within 
JO days, starting from the termin al at Eighth Street and 
J Stree t. Following this construct ion, bid s wi ll be asked 
within two months fo r construction work connect ing t he 
lin e at Agricultural Park with the present terminus of the 
company's line at L odi, thus connecting Sacramento and 
Stockton. 

*Meriden, M iddle t own & Guilford Railway, Meriden, 
Conn.-At a recent meet ing of the d irectors of t his com 
pany it was voted to proceed with the construction of t he 
proposed electric railway from Meriden to G11i lford. Among 
those present were: Charl es E. Jackson, J osep}: M erriam 
Middletown; A. H. Augur, Middlefie ld, and James H. W hi te, 
E ngen e L. Hall, C. F. Rockwell and Francis Atwater, Meri
den. The director s voted to m ee t again at an early date 
to perfect a n o rga nizat ion for the con st ruction of t he pro
posed railway. 

Oil Belt T raction Com pany, Oblong, 111.- It is stated 
t hat this company has completed p lans and wi ll be ready to 
p lace contracts for material for its proposed electric rai l
way w hich is to connect Cha rleston and Bridgeport. U. L. 
Upson, Buffalo, N. Y., will have charge of the construction 
work. G. E. Groves, Oblong, is the promoter of th e ent er
pris e. [ E. R. J., Jun e 12, '09.] 

Evansville & Mt. Vernon E lectr ic Railway, E vansville , 
Ind.-Engineers have complete d the survey of the proposed 
extension of thi s company's line to New H armony, a dis
tance of 18 mil es. Bu ilding will, it is r epo rted, be com
menced during th e fal l. 

Covington & Southwestern R ailway, Kingman, I nd.
T hi s company, w hich is building an electric ra ilway from 
K in gman to Cr awfordsvill e, has completed th e grading t o 
a point abou t 2 mil es eas t of K in gm an. The ties have bee n 
laid for a di stance of about 3 miles. The company wi ll lay 
60- lb. Illin ois steel rails. Fred l\follenkoph, Fort Wayn e, 
eng ineer. [ E. R. J., Jun e 19, '09.] 

*Portland, Ind.-\V. H . Ogan, Tipton, is said to be in
terested in a proposition to build an electric railway from 
Portland to Celin a. 

Centerville Light & Traction Company, Centerville, Ia.
It is announced that this company will build the p r o
posed extensi on to Mystic, 7 miles, provided that t h e 
people wi ll subscribe for $75,000 in bond s, at 6 per cent, 
secured by first mortgage on th e property of the entire 
p lant, lighting, heating and street railway. This was ac
cepted by a committee representing the people. 

Cli mbing Hill, Ia.- Robert H. Baldwin, locatin~ e1:igineer, 
has made hi s final r ep ort on the proposed electric mte ru r
ban railway fr om Sioux City to Ida Grove, Ia. It 
will run southeasterly from Sioux City through Climb
ing Hill and Oto, to Ida Grove. Within a few days articles 
of incorporation will be fi led an9 the r ight-of-way se~ured. 
Mr. Baldwin's report on the fre ight and passen ger lm e as 
proposed which has Sioux City for its western terminus, 
states th~t from an engineering and oper ating standpoin t 
it is entirely feasibl e and would tap a section of t er rito ry 
now unserved by adequate transpor tation faci lit ies. T he 

lin e wi ll be l>-5s than 55 mi les between Sioux Cit y and th e 
proj ected te rmi na ls. A sentiment is expr esse d for a further 
extension in a sout heasterly direction to Denis on, Ia. , and 
an inves tigation of such a route may be mad e afte r the 
per manent o r ganization is comp leted. A~cord~n g to th_e 
repo r t t h e lin e can be buil t for $22,000 a m ile w it~ a m axi
m um grade of 2 per cen t in bu t few p laces, and w ill p racti
ca lly serve 342 square m iles of r ich fa rn:ing lan d. The 
population w ill be more t han JOOO to a mile o f road. As 
so on as certain detail s a re attended to t he p reliminary and 
fi nal sur veys w ill be m ade th rough Woodbury and Ida 
Counties. [ E. R. J., June 12, '09. ] 

Kansas City Lawrence & Topeka Electric Railway, Rose
dale Kan.-T he Board of Ra il road Co mmissi on ers has 
g ra~ted permiss i_on ~o t his. c ompany t o_ issu~ $2,000,000 in 
securit ies to build its p r oJected electnc ra il way between 
Topeka and Kansas City, 67 miles. R. W . H ocker and 
J. A. Stewar t, Kansas City, M o., are interest ed in this 
proposed railway. [E. R. J., June 19, '09.] 

North Missouri Central Railway, Mexico, Mo.-This 
company has awar~ed a co!1ti:act to th e F r_anklin Construc
t ion Company, Frisco Butldmg, . St. L out s, M o., f_or the , 
con st ruct ion of a rai lway runmn g through Mex ico, t o 
Columbia from J efferson City, M o., a distance of about 63 
miles. The contract involves about $ 1,800,000. The F rank
lin Con struction Company is in t he m arket for about 160,-
000 oak or pine standar d ties, a lso about 6300 tons of 60-lb. 
re laying ra ils, spikes, bolts, etc. 

Morris County Traction Company, Morristown, N. J.
T his company p laced in operation on June 19 its new line 
between E lizabe th and Springfield. 

Rockland Railroad, Nyack, N. Y.-It is stated that this 
compa ny has com pleted plans for the building of its pro
posed 30-mile electric rail way to co_nn ect Tappan, Suffern, 
Stony Point and Nyack. At a meetmg of the stockholders 
at t h e office of the company, 165 Broadway, New York, 
t he following officers and d irector s we re ele_cted: :8· A. 
Hegeman, Jr., president; W. 0. J acquette, v1ce-pres1dent; 
A. C. Mi ller, second vice-president and general ma_nager; 
Staffo rd S. Delano, treasurer; W. H. Cove rdale, chief en
o-ineer and Charles J. Hardy, secretary and counsel. 
Direct'ors: H. A. Taylor, Edwin S. Bayer, F . V . Sm_ith, 
H. H. Hewitt. K. B. Smith, Francis Dickson, M . S. Fame, 
Henry O ' Neill and Theodore Hofstatter . [E. R. J ., June 
19, '09.] 

Cincinnati , Dayton & F ort Wayne_ Railway, Dayton, Ohio. 
-Thi s company has star ted surveym_g fo r its proposed D~
fiance-Hicksvi ll e-Fort Wayne extens1011. The surveys will 
be completed early in the summer and it is expect ed to be
a in wo rk on th e lin e in t he fa ll. The route fro m Defiance to 
H icksv ille parallels t he Baltimore & O hio Railroa d, pass
in g t h rough th e Bend, Sherwood and Mark Center to 
Hicksvill e. At Hicksvi lle it is proposed to branch off t o 
Fort Wayn e. 

Cleveland, Barberton, Coshocton & Zanesville Railway, 
Cleveland Ohio.-Th is company has fi led for r ecord at 
Clevelana' a $6,000,000 mortgage in favor of t h e Windsor 
Trust Company. New York, N. Y . The proceeds a r e to 
be used in bu il ding an electric railway from Cleveland t o 
Zanesvi lle via E lyria, Barberton, O r rville, M illersburg and 
Cosh octo~. J. J. Breitin ge r, president. [E. R. J ., J une 
26, '09.] 

*Muskingum & Morgan Railway, Light & ~ower Com
pany, Zanesville , Ohio.-The ~romoter s. of _this n ~w com
pany have perfected th e fo llowmg orgamzahon. ~ irector ~: 
Andrew McDona ld, president; John J . !tdams, v1ce-pres1-
dent; R. C. Burton, treasurer ; W. H. P ierpon t, secretary; 
James McDonald and W. H. Atha, all of Zane svi lle. The 
company contemplates buildi n g an elec tric rail way b etween 
Zanesvi lle and McConne lsvi ll e and also expects to fu rnish 
power and light to towns a long t he route. 

Zanesville & Meigs Valley Traction Company, Zanesville, 
Ohio.-It is ann ounced th at thi s com pan y will have the 
surveys fo r its proposed rail way completed w ithin 30 days. 
Fi nancial arrangements are said to _have been complet~d. 
T he railway w ill extend fro m Zanesvill e t hrough th e Meigs 
va ll ey to Beverly. E. R. Meyer, Zan esville, preside n t. [ E . 
R. J ., April 24, '09.] 

*Medford Ore.-It is stated t hat W. S. Dewing and Ed
war d W oodbury Kalamazoo, Mich., a r e int er est ed in a 
proposition t o establish an elect ric ra il way from the Pacific 
Coas t through Medford to Bu tte Falls . 

Waynesburg & Monongahela Street Railway, vyaynes
burg, Pa.-This company has fil ed a $5,000 bond with the 
\Vayn esburg Coun cil and has b egu!1 construction work on 
t he lin e in W as hin g ton Street . It will ex t end from Waynes
bur o- to Monongahela River. W. J . Sheldon, W aynesburg, 
ge n~ral manager. [E. R. J. , June 19, '09.] 
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Cumberland Railway, Carlisle, Pa.-This company has 
awarded to the Unit ed Ice & Coal Company, Harrisburg, 
th e contract for the r emoval of about 10,000 cu. yd. of earth 
on its proposed railway on Cemetery Hill, Newville, and 
4000 cu. yd. near Plainfield. A contract was also awarded 
by the company for the furnishin g of 13,000 tons of 7o~lb. 
rails to the Pennsylvania Steel Company. The Carlisle 
Construction Company has the contract for the general 
work. [E. R. J., May 22, '09.) 

Nashville Railway & Light Company, Nashville, Tenn.
The Secretary of State has granted an amendment to the 
charter of this company, whereby permission is given to 
build extensions from its present system over practically 
:a ll the roads leading out of Nashvill e. [E. R. J ., June 12, '09.) 

Red Springs Street Railway, Mount Pleasant, Tex.-I t is 
stated that this company has completed the layin g of tracks 
between Mount Pleasant and Red Springs, a distance of 
1 ¼ miles. Cars 'have been rec eived and the line will be 
placed in operation within a few days . It is the intention 
to extend the line to Pittsburg, 12 miles south, by next 
summer. [E. R. J., June 19, '09.) 

Northern Texas Traction Company, Fort Worth, Tex.
T t is said that this company is considering plans t o extend 
its railway to Riverside at an early date. 

*San Angelo, Tex.-At a mass meeting recent ly held in 
San Angelo the proposition of J. J . Lan\n and others. to 
build an electric railroad from San A ngelo to Sterling 
City was accepted. San Angelo is to donate $40,000 and 
right-of-way through Tom Green County, and t he pro
motors state that in return the repair shops and head
•quarters will be located at San Angelo. 

Uvalde (Tex.) Street Railway.-This company, which re
•Cently began operating a 3-mile street railway in U:valde, is 
sa id to be considering a plan to extend the railway to 
Batesville, a di stance of 20 miles. The company operates 
gasoline motor cars. 

Whatcom County Railway & Light Company, Belling
ham, Wash.-It is announced that this company will spend, 
during the summer, approximately $100,000 for improving 
its system in Bellingham. Track will be relaid with 73-lb. 
rai ls . 

Grand Rapids (Wis.) Street Railway.-G. M. Hill, secre
tary of this company, has issued a call for a IO per cent 
:assessment on the stockholders of the company to raise 
funds for immediate use in constructing the interurban 
e lectric railway between Grand Rapids and Nekoosa. 
Graders and the construction mat erial have been received 
an d work will be started at once. The plan of the com
pany is to extend the line to Steven.s P oint, Wausau and 
Merrill. [E. R. J., Jun e 5, '09.) 

Milwaukee Electric Railway & Light Company, Milwau
kee, Wis.-This company has just placed in operation a 
new line, 8 miles in length, extendin g from the pavilion in 
Lake Park down Folsom Street, and thence west on Center 
Street until it forms a junction with the F o nd du Lac Ave
n ue line. 

SHOPS AND BUILDINGS 
Pacific Electric Railway, Long Beach, Cal.-This com

pany contemplates building a comfort s t ation, sout'h of the 
Salt Lake depot in Long Beach. 

POWER HOUSES AND SUB ST A TIO NS 
Fort Smith Light & Traction Company, Fort Smith, Ark. 

-Thi s company is enlarging its p ow er house by the ad
dition of a 500-kw generator. The work is b eing don e 
under the supervision of H. M. Byllesby & Company, Chi
c ago, Ill. 

Twin City Rapid Transit Company, Minneapolis, Minn.
T hi s company is erecting a one-s to ry sub station on East 
Seventh Street in Minn eapoli s. T he cos t w ill be $10,000. 

Morris County Traction Company, Morristown, N. J.
T hi s company has complet ed the fo unda tions for a new 
p owe r house on E ast Blackwe ll Str eet, D over. T he bui ld
ing w ill be 150 ft. x 100 ft. and w ill be buil t of co ncret e a nd 
brick. 

Portland, Eugene & Eastern Railway, Portland, Ore.-Tt 
i !, !, ta t ed that thi s company w ill build a p owe r plant thi s 
y~· a r a t M artin's R apids, about 30 mil es east of E uge ne, fur 
ni shin g powe r fo r a ll its rail ways as far north a ~ A lbany . 
J . 0. S tory. Po rtland, pres ident. 

Chattanooga (Tenn.) Railways.-This co m pany has pur
c hased and is in s ta llin g in it s main power s tati on a 2500-hp 
cross-comp onnd engin e and d.c. genera to rs. Thi s com
pany has a lso in sta ll ed in it s Rid gedale s11bs ta tio11 a 500-kw 
ro ta ry co n ver ter. 

Texarkana Gas & Electric Company, Texarkana, Tex.
T his company has jus t ins ta lled in it s powe r s t ati o n a 300-
kw Gen er a l E lectric ro ta ry con ve r t er. 

Manufactures & Supplies 
ROLLING STOCK 

Detroit (Mich.) United Railway is askin g fo r bi ds on five 
interurban exp r ess cars. 

Capital Traction Company, Washington, D . C., is reported 
to have ordered four city cars fr om the Cincinn a ti Car 
Company. · 

Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind., has purchased tw o se ts of trucks from the Bald
win Locomotive Works. 

Chicago (Ill.) Railways Company is planning to purchase 
20 motor and 60 trail garbage dump cars. Plans and specifi
cations for these cars have not yet been prepared. 

Buffalo & Lake Erie Traction Company, Buffalo, N. Y., 
has placed an order with th e Cincinnati Car Company for 
IO cars to be buil t under licen se of the Pay-A s-You- Enter 
Car Corpor ation. 

Fairmont & Clarksburg Traction Company, Fairmont, 
W. Va., repor t ed under date of July 3 that it is negotiating 
for the purchase of new car s, but t hat no definite action 
had been taken up to that time. 

Columbus (Miss.) Railway, Light & Power Company, 
w hich was contemplating the purchas e of several new city 
car s mounted on maximum traction trucks, has decid ed to 
purchase four secorid-hand cars. 

Parsons Railway & Light Company, Parsons, Kan., has 
,placed an order through the Dwyer Construction Company, 
Dayton, Ohio, with the St. Louis Car Company fo_r seven 
21-ft. single-truck semi-convertib le city cars. Alli s-Chal
mers m otors a re sp ecified. 

Lawrence Railway & Light Company, Lawrence, Kan., 
has ordered from the St. Louis Car Company five 21-ft. 
sin gle-truck semi-convertible city cars, equipped with Allis
Cha lmers motors. The order was placed through the 
Dwyer Construction Comp any, Dayton, O hio. 

Fort Wayne & Wabash Valley Traction Company, Fort 
Wayne, Ind., announces that it will pu_rchase a !otal of_ 26 
city, 4 interurban passenger,. 2 motor freight , 4 fre ight ~ra! ler 
and IO o-on dola cars. The mterurban cars are to be s11n1la r 
to the 300 type now in use. The freight cars will be the 
company's standard type. 

Salt Lake & Ogden Railroad, Salt Lake City, Utah., has 
made no de fin ite plans for rebuilding its 40 st eam railway 
passenger cars for operation on its electrified line. It 1s 
expected that recommendations for r ebuilding the cars will 
be made at an ea rly meeting of the dir ecto r s of the 
company. 

Rogue River Valley ~ailway, Jac~sonville, Ore.~ h~s 
changed its plans regardmg the gaso l)ne car f? r which. 1t 
was reported to be in the m arket, and 1s a rrangm g t o bmld 
for it self at San Francisc o, Cal., a small 25-pas senge r gaso
lin e motor car to run on four wheels, the car to be made 
of an omnibus-truck b ody r emod eled to suit railroad w ork. 
It is expected that th e car will be complet ed in about three 
months. 

Interborough Rapid Transit Company, New York, N. y., 
has awarded contracts for 600 trucks for the 350 cars which 
it order ed recently, app ortion ed as follows: A m erican Car 
Company, 170 trailer trucks and _190 motor truck s ; Stand
a rd Car Truck Company, 40 trailer trucks and 60 mot or 
truck s; St. L oui s Ca r Co mpany 40 trail er trucks ; W aso n 
Manufacturing Company, mo trail er trucks . Orders fo r 
roo trucks r emain to be placed. 

Long Island Railroad, .Long Island City, N. Y ., has p re
pared specificati ons fo r the mo a ll -s t ee l motor car s or1ered 
from the Ameri ca n Ca r & F oundry Company, as m ent10ned 
in t he ELECTRIC R.\I L\VAY J oURNA L of Jnly 3, 1909. T he cars 
will seat 70 per so ns, will be 63 ft . 4¾ in . long over ves ti
bules, 54 ft. 4 ;/2 in . body len gth; w idth over a ll , 9 ft. l I i~.; 
heig ht from t c p of ra il t o sill s, 41 :),,s in. T he b_odi es will 
\\' eigh :i pp roximately 53,000 lb. ea ch . O ther deta il s fo ll ow: 
\ir brakes . .. .. W est in g house R oo fs . ... ...... vVelded st eel 
Control sys t em.Westing house Seat s ..... I-I. 8!- K. walkover 
Coupl ers ......... K iesel typ e Sea tin g mate ri al. ..... Rattan 
Curtain fix tur es .. Na t '! L. W . Spring s .... U ni on S. & Mfg. 
Curtain mat eri a l .. . P antaso t e S tep t r eads .. . . ....... Mason 
H eadlig ht s .... . ..... Dressel Trucks . ... Steel P. R. R. Std. 
Journ a l l, oxes .... Symingt on vVhee ls ....... . ....... Stee l 
Mo tors . ......... 2 W es t-308 

TRADE NOTES 
Crocker-Wheeler Company, Ampere, N. J., has recently 

rece ive d a11 o rder frum t he Mar shall (Tex.) Traction Com 
pan y for a 125-kw 550-volt d ire ct-cu rre n t ge nerator for use 
in vll-ctric ra il way se rvice. 
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George E . Austin, president of t he A m erican General 
E ngin eering Company, New York, sailed fo r Europe July I. 
M r. Austin is to m ake a n extended trip through E ngland 
and the continent in the in terest of his company's fo reign 
business. · 

Stone & Webster, Boston , Mass., a nn ounce t hat E liot 
Wadsworth was admitted on Jun e 30 as a partn er in the 
fi rm. The m embers of t he fi rm no w are: Cha rles A. Stone, 
Edwin S. Webster, Russe ll Robb, Henry G. Bradlee and 
E li ot Wadswor t h. 

Baldwin Locomotive Works, Philadelphia, Pa., a st ock 
company organized under th e laws of P ennsylvania, have 
purchased the entire prope rty, busin ess and good will of 
t he long-establ ished par tnership of Burnham , W illiam s & 
Company, Philade lphia, and have assumed a ll t heir assets 
and liabili ties. There ·wi ll be no change in t h e managem ent 
of t he company. 

Mead-Morrison Manufacturing Company, New York, has 
taken ove r t he busin ess of George W. Mc Caslin and John 
A. Mead & Company and now o wns the sole r ight s t o 
manufacture and sell t he McCaslin overlapping gravity 
bucket conveyor for carrying coal, ashes, cem ent and other 
similar m at erials. T he company has opened offices at I 1 
Broadway, New York. 

Westinghouse Electric Manufacturing Company, Pitts
burgh, Pa., has furni shed equipment for li ghting the 
tunn els an d termin als of the Pennsy lvania T un nel & 
T erminal Company, operating t he P ennsylvania Railroad 
tunn els under New York City and t he r iver s. This equip
ment is be in g insta lled in the Long I sland City power 

1 h ouse a nd consists of 2 turbine-a lte rn ator sets of 2500-kw 
capacity. T he a lternators will supply 3-phasc, 60-cycle 
current at 440 volts. 

Lindsley Brothers Company, Spokane, Wash., dea ler s in 
cedar poles and cross-arms, ann ounce tha t C. P. L in dsley, 
fo rmerly p r es ident of t he com pany, has becom e inter es ted 
in the Craig Mountain Lumber Comp any, L ewist on, Idah o, 
and will h ereafter act as gen eral manager of t hat com
pany. E. A Lindsley has assumed active m anage m en t of 
t he Lin ds ley Brothers Company a t Spokane. G. L. Linds
ley will rem ain as manager of Eas t er n sales w ith offi ces a t 
1261 Mona dn ock Block, Chicago. T he company r eports 
that its c r oss-arm facto ry w hich was open ed at Portland, 
O re., in 1908 is meeting with exce llent patronage. 

A. Bradshaw Holmes, secretary and treasu rer of t he In 
dependen t P neumatic Tool Company and t he Aurora Auto
matic Mac h inery Company, Chicago, Ill., d ied on Jun e 30. 
1909, from injuries sustain ed by accidenta lly fa llin g from 
the p iazza of t he hote l a t w hich he was li ving. He wa s 
31 year s of age and unmarried. M r. Holmes was well 
kn own in t he pneum atic tool busin ess, having bee n con 
nected wit h the Standard Pneumatic Tool Company and 
the Rand Drill Company for a number of years prior to his 
connection with t he I ndependent Pneumatic Tool Com 
pany, of which corporation he had b een secreta ry and 
treasurer since its organization. 

Western E lectric Company, New York, N . Y., r eports 
that fo r the first half of its fisca l yea r ended May 31, th e 
gross business was at t h e rate of appr oximate ly $46,000,000. 
This is an increase of 40 per cent over 1908 and at t h e r ate 
of 87 per cent of the 1907 record, which was $53,000,000. 
T he business for l\Iay, 1909, showed an increase of 60 pe r 
ce nt over May, 1908, a nd April, 1909, showed 50 per ce n t 
over Apri l, 1908. For the past six mon ths t he inc rease of 
t he company's orders was 30 per cent over t h e same period 
in 1908. The European business of the company gain ed 
30 per cent over a year ago and was 12 per cent greater t han 
in 1907, which previously held the high record. 

Keyst one Lubricat ing Company, Philadelphia, m anufac
tu r er of Keystone g rease, repor ts t he r esults of some re
ce nt tests under heavy pressure of t his lubr ican t, w hich is 
composed of h ig h-grade petroleum oil s r edu ced to suitable 
consistency or "density." "In t hese test s, w hi ch w ere m ade 
on t he O lsen testing machine, the lub ricant was supplied 
to a journal 3¼ in. in diameter, runn ing in a babbitted bear
ing, and the pressure was increased by steps of 86.2 lb. p er 
square inch up to the high maximum pressure of 431 lb., 
a fu ll 60-minute run being made at each p res sure. During 
the entir e run at each pressure the lub ric ant m aintained true 
fl uid friction between journal and b earing, and withstood 
the t emp er ature ri se without " sign of any disintegration, 
such as oils and greases of animal or vegetable orig in a re 
liable to on account of t h eir readin ess to decompose. A c
cording to t he manufacturers, thi s was due t o t he permanent 
consistency of the grease. 

H. M. Byllesby & Company, Chicago, Ill., announce that 
C. E . Groe sbeck, of San Diego, Cal. , has been elected v ice
pr esident of th e comp any and will h er eafter have charge 
of the company's inter ests on the P acific Coast. Mr. 

Groesbeck's headquarters will be at Tacom a, W ash., where 
the company ha s purchase d and is operatin g th e T acoma 
Ga s L ig ht Comp any's property. The company is supervising 
the rebuilding by Am erican District Steam Company, Lock
port, N. Y., of a ll the un de rground steam-heating system of 
the Ottumwa R ailway & L ight Com pany, O t tumwa, Ia., in 
which work $wo,ooo is being expended. The Ottumwa 
Railway & Lig h t Company has m ainta ined an exhaust 
steam-heatin g plant for the last 20 years and it has proved 
so successful tha t the comp any rec ently decided to r ebuild 
and extend the service. The syst em w hich is being installed 
is founded on the m eter bas is and it is t o be provided with 
new underg r ound drains. The back pressure will not ex
ceed 3 or 4 lb. The rebuildin g of th e system will include 
th e r elaying of about 4 miles of s t eam m ain s. 

ADVERTISING LITERATURE 
Grip Nut Company, Chicago, Ill., has issued illustrated 

cata log N o. 17, containing descriptions, illustrations of, and 
tabulated in fo rmation regarding, its universal window fix
tures and accessories. 

Stone & Webster, Boston, Mass., h ave issued . a circular 
dated July I, describing a number of issues of inve_stment 
securities of electric railway, gas and electric light com-
panies contro lled by them. · 

Scofield & Company, New York, N. Y., are sending out 
a pamphlet describing their " Equipoise" t elephone arm for 
desk use and Pet erson's desk companion for keeping ink
wells and pencils on roll- top desks. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., has prepared an attractive folder, "Electric 
Power for Domestic Purposes," w hich offers many valu
able suggestion s for the use of small motors in the home. 

Glacier Metal Company, New York, N. Y., and Richmond, 
Va., has issued a four-page circular ab out its "Copper
Tin," a bearin g m etal for linin g armature and motor bear
ings. The circular is addressed particularly to purchasing 
agents an d m aster mechanic s. 

J. G. Brill Company, Philadelphia, Pa., publishes in the 
Jun e number of its magazin e an interesting article on the 
conditions which gove rn the typ e of car for city service in 
London, E ng . A n other a rticle describes some additions 
to the Brill plant a t Philadelphia. 

Joyce-Cridland Company, Dayton, Ohio, has just pub
lished a new catalogue de scribing various jacks of the lever 
type manufactured by thi s company, and also the mechan
isms by which many of the automatic features are accom
plished. R ecent improvements in automatic geared jacks 
a r e also described. 

Allgemeine Elektricitats-Gesellschaft, Berlin, Germany, 
has issued a descriptive pamphlet on d.c., turbines from 
45 k w upward, and another publi ca tion describing the 
power hou se of this company's turbine works in Berlin. 
T he company has r eceived order s for 18,782 kw in d.c. 
turbines, of which machin ery tota ling 9658 kw is in service. 

Duff Manufacturing . Company, Pittsburgh, Pa., has 
p rinted a new 16-page catalog describing the Duff-Bethle
h em forged steel hydraulic jacks. The company is pre
pared to furnish jacks in all styles and capacities for a 
ve rtical or horizontal lift. Many of the different types a re 
illu strated. T ables givin g complet e information for 
p ro spective purc haser s a ccompany the t ext . 

MacGovern, Archer & Company, New York, N. Y., show 
in their July li st of electrical and steam machinery consid
erable apparatu s directly applicable to railway work. 
Among these ar c G. E. Nos. 57, woo and 800 street railway 
motors, W estinghouse Nos. 56, 49 and 68 railway motors, 
and d.c. 500-volt gen erators up t o 500 kw. The company 
also shows several types of cars w hich it has on sale. 

Root Spring Scraper Company, Kalamazoo, Mich., shows 
it s lates t railway spring scrapers in a pamphlet which has 
just been is sued. The scrapers are of several types to meet 
all city and interurban conditions. The spring attachment 
is one of the strong feature s of thi s device, as it will hold 
the scraper fr ee from the track wh en not in use and is said 
to r educe the maintenance cost of scrapers fully 50 per c ent. 
T he company has also issued a circular giving a list of the 
re pair parts of its five typ es of scrap ers. 

NEW PUBLICATION 
Westinghouse ET Air Brake Instruction Book. New York: 

The Norman W. Henley Publishing Company, 1909; 
242 pages, with index. Price, $2. 

This is a manual on the No. S and No. 6 Westinghouse 
locomotive air brake equipment. It is printed in large, 
clear type and contains many excellent color plates which 
do much to make the subject matter clearer for the student 
who is unfamiliar with the details of the apparatus. 




