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Trolley Service at Summer Resorts
Surprise is sometimes expressed by electric railway pa-

trons at summer resorts that the fare limits are often much
shorter than in other parts of the system. The cars appear
well patronized, so the carcless observer overlooks the con-
ditions which justify a higher rate than can be maintained
The
value of an electric railway service to a summer colony is

to other points where the traffic is more continuous.

difficult to over-cstimate, even where many of the inhabi-
tants depend largely upon private vehicles for their trans-

5

'kpogﬁtation. The frequency of the trolley service contrasted

with the usual number of steam railroad trains, or steam-
boat’ movements, per day through a given resort shows that
electric traction is far more valuable in encouraging a gen-

) ergl circulation of travel between adjacent communities
‘than other agencies. In the winter season—for two-thirds

of the year, in fact—the traffic on lines serving summer
resorts is apt to be far below that required to pay operat-
ing expenses. Hence a rate as high as 2 or 3 cents per
mile may be perfectly admissible in a summer resort dis-
trict, so that a frequent, reliable, fast and, above all, a safe
service can be rendered to the traveling public. Mainte-
nance is more difficult in such territory; the cost of power
and operating labor is apt to be relatively high, and depre-
ciation is more rapid than on systems where the regular
traffic supports a more complete organization. Where there
are complaints against the rate per mile it will pay to em-
phasize these points publicly.

Beautifying the Grounds

The advantages of beautifying the grounds about the
shops and other buildings, while no doubt fully appreciated
by the majority of managers, have not been considered at-
tainable in the early years of most electric railway enter-
prises. Steam railroads have devoted time and money to
work of this description, and the Brooklyn Rapid Transit
Company has effected notable improvement in the ap-
pearance of its properties. That more could be done by
many roads in this direction, however, than has been ac-
complished in the past, and without the expenditure of an
excessive amount of money, is evident from careful con-
sideration of the subject. Presentation in this issue of the
attractive results secured by the Indiana Union Traction
Company affords testimony regarding the opportunities of
this cliaracter of which interurban as well as urban prop-
erties may avail themselves. H. A. Nicholl, general man-
ager of the company, decribes the benefits arising from
improvement of the property in this way as twofold: the
influence extends to the publi¢ and to the employees. Simi-
lar gains may be obtained by other lines and the possibilities
which are open are well worth investigation.

Color Scheme for New Types of Cars

The successful introduction of any innovation in strect
car service hinges largely on the canipaign of cducation
which is carried on prior to the change and as long after-
ward as is nceessary for the geueral public to become
The

prepayment system of fare collection when first begun in

thorouglly familiar with the new order of things.

any city is a distinet novelty to the local population.  DPas

sengers must become  accustomed to having their fares



422

ready when boarding the cars in order to avoid delays in
loading and congestion on the rear platform. Signs are
usually displayed prominently on the front of prepayment
type cars to give some warning to passengers that such a
car is approaching. One large street railway system in
the East, which has introduced these cars in a limited way
as an initial experiment, has painted its prepayment cars
a color different from its long-established and well-known
standard. This class of car can therefore be easily distin-
guished while still a long distance away, and the result is
said to have been most satisfactory in avoiding confusion
and facilitating prompt fare collection. The practice of
painting cars running on different lines distinctive colors is
not new, but it is open to the objection that confusion is
created when, for any reason, it is necessary to change the
cars in an emergency from one line to another. This objec-
tion does not apply to the practice of painting cars of dif-
ferent types distinctive colors, as the color signifies noth-
ing which would prevent the car from being used any-
where on the system. If an entire line is to be operated
with cars of a new type, the distinctive color scheme is
not so advantageous perhaps, except when the old style cars
of several other lines run over the same tracks for some
distance in the congested centers. After a time, when the
entire system has been equipped for prepayment fare col-
lection, it is an easy matter to return gradually to the old
standard color if desired.

Economies in Current Consumption

Viewed in a broad way, the cost of the energy required
in railway operation is a minor factor in the final re-
sult.
it is usually economy to subordinate every other factor to
it. At the ordinary rates at which the energy used on an
electric railway system is reckoned, one additional pas-

The major question is the acquisition of traffic and

senger per mile of run will more than compensate for a
large waste of energy. It has, therefore, usually proved to
be a sound policy to spend energy freely if by so doing the
traffic can be increased. Large and comfortable cars, well
lighted and well heated in winter, operated‘ on a liberal
schedule and making good time, have over and over again
been proved to pay in increased earnings for what at first
appeared lavish and even extravagant use of energy. Yet
if energy can be saved in any material degree without fore-
going any gain in traffic, the saving is worth trying for,
because the total cost of energy on a large system reaches
figures so large that even a small percentage of saving is
well worth the trouble. One of the places where such a
saving can be made by the use of current by the motorman
is in car operation. Remarkable results along these lines
are being secured in Berlin, Germany, and we shall prob-
ably refer again to this subject in an early issue. But
there are other places where a company can make a saving

in energy, which, while not large, is well worth while.

Some of these possibilities will be considered this week.

One of them is in the lighting of cars. It seems a small
item, but in fact it is a very perceptible fraction of the
energy used for operating the car. Even a quarter or half
a kilowatt amounts to something material when applied to
several hundreds, or even scores, of cars for six or eight
hours per day. Of late some effort has been directed

toward the design of metallic filament lamps for car light-
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ing. The main question here is that of renewals, depend-
ing on the strength of the lamp filaments which at pres-
ent leaves much to be desired. Nevertheless, the metallic
filament lamps made for 50 volts or so are still relatively
strong, and, if supported with proper care in deadening vi-
bration, seem to stand the strain quite well. They are also
relatively insensitive to voltage changes, which improves
the light. But at present it looks as if the best results in
energy saving by this device would be obtained in train-
lighting systems where lamps of as low as 30 volts can be
conveniently used with corresponding increase in filament
strength. A tungsten lamp at this pressure giving about
20 cp on about I amp is excellently strong and has a life
So
far as saving energy is concerned, the metallic filament
lamps do the work on about half the consumption of ordi-
nary carbon lamps, but the real net saving hinges on the

long enough to more than make up for its first cost.

replacement cost, which as yet is indeterminate.

Another very important source of saving can be the heat-
ing system, intelligent administration of which is singularly
We have referred to this subject before, but its sea-
Electric
heaters should be in full use very seldom and then for

rare.
sonableness warrants another reference to it.

brief periods only, either of very extreme cold or of prep-
eration for a run.
the heaters is startling when reduced to dollars and cents,
and is not only a loss, but is often a real discomfort to the

The waste caused by a careless use of

passengers. There is no doubt that a car which has stood in
a cold car house all night is often uncomfortably cool when
put into service on a frosty morning. But if the heaters
are applied at the full current strength for a short time
to warm up the interior as a preliminary, the car can then
be kept at a very comfortable temperature, except during
very cold days, by a mild application of current. The ques-
tion of temperature at which a car should be run is admit-
ted to be one on which there are many diverse opinions
among passengers. But, after all, it is a subject on which
passengers can be educated, and at the beginning of the
winter season it is well to try and do so. It is much better
to utilize the reserve capacity of a railway power station
to propel cars rather than to have it float out of open ven-
tilators and doors in the form of heat.

Operating Difficulties and Publicity

There is no question that if the traveling public appre-
ciated more generally the peculiar difficulties of operation
which have to be overcome on the majority of local sys-
tems of electric railways there would be a notable reduc-
tion in the number and character of service complaints.
The average seasoned operating man is used to criticism,
just or unjust, passed upon the facilities which he supplies;
but the advantages of eliminating all the unreasonable
complaints that one can are none the less very great. The
policy of' meeting complaints fairly and squarely is not open
to adverse criticism. Nevertheless, every complaint has the
effect of a grain of sand in the smooth machinery of trans-
portation, deflecting the attention of the men that it reaches
from the broader phases of their work, and while whole-
some when justified by the circumstances, it inevitably costs
the company both time and money before a permanent dis-
position can be made of it.

Recognizing the value of educating the public to a definite
appreciation of operating conditions, not a few managers
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have turned the daily press to good account lately in ex-
plaining the causes of irregularities in the service, calling
attention to changes brought about by construction con-
ditions, emphasizing the safety of travel over lines equipped
with automatic or semi-automatic signals, and in general
making clear to the layman those practical aspects of car
or train handling which are every-day matters to the com-
pany, but which are decidedly hazy to the majority of the
patrons. Some of the matters treated in local publicity
work of this kind may be utilized generally in other cities
in the effort to prevent misconceptions of a company’s
efforts and working objects.

Delays in the car service, discourtesy on the part of em-
ployees, defects in the equipment or poor handling of the
controller and braking apparatus, failures to reach the usual
stopping place, loss of memory in fare collections and
omission to notify passengers at the proper time for them
to leave are all troublesome causes of complaint on the
part of the public. Accidents, their prevention and mini-
mizing, their reasonable explanation when necessary for
the restoration of confidence and their relations to the
quality of the general service comprise a basis for not a
few complaints. Many of these factors in the quality of
the service can be controlled by an operating company;
others cannot, and the fact should be made clear in all
cases wherever the company’s most careful judgment
could not obviate the source of the trouble. Not seldom
are the causes of delay magnified. Actual records of in-
tervals between car movements and of arrival and leaving
times are worth much in cases of dispute. Intervals often
seem longer to the waiting passenger than they actually
measure by the watch. The exact statement of the elapsed
time between cars after a breakdown, combined with a
concise description in a few terse words of what the com-
pany did to restore the service, makes very useful reading
matter in the daily press of a critical community. A thor-
ough explanation of the influences of drawbridge openings,
the provision of extras and setbacks to maintaining the
regularity of the service, the precautions taken against ac-
cidents at crossings, junctions, sharp curves and on heavy
grades; emphasis laid on the great complexity of an electric
railway timetable in comparison with steam schedules; the
organization and indicating equipment available, all fur-
nish good subjects for the explanatory publicity of operat-
ing conditions which helps to make a tolerant and reason-
able patronage and an unhampered service.

Interborough Annual Report
Operations of the Interborough Rapid Transit Company,

of New York, during the year ended June 30, 1909, reflect
some of the tendencies which have marked the development
of the business of this company at other periods; the gross
carnings of the subway division showed the satisfactory
gain of 18.93 per cent as compared with the preceding
year, while on the Manhattan clevated division the results
are measured by a decline of 1.29 per cent. These per-
centages represent substantially the extent of the changes
in the number of passengers carried by the subway and
clevated divisions, respectively, although the actual de-
crease in the total of passengers hauled on the clevated
fines was 2.33 per cent. T. . Shonts, the president, states
that the improvement on the subway lines was due to de-
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velopment of new territory, which is progressing at a rapid
rate in the thinly populated districts tributary to the sub-
way’s outlying terminals. Indications on the elevated di-
vision were considerably better at the end of the year than
In the first
six months of 1909 the gross revenue of the elevated divi-
sion increased $186,441, overcoming more than one-half of
the decrease of $367,123 reported for the preceding half-
No detailed figures of traffic are contained in the

the report for the full 12 months indicates.

year.
report.

While the result of combination of the large increase in
subway earnings and the small decrease in revenue from
the elevated properties was a net gain in gross earnings of
7.13 per cent, much more than this percentage was saved for
the net earnings, owing to a material reduction in the per-
centage of gross required for operating expenses. The op-
erating expenses are not divided in the report to show the
proportions devoted to transportation and maintenance, re-
spectively, but Mr. Shonts enumerates the principal factors
to which he attributes the reduction.
economies resulting from changes in the organization; the

Among these are

correction of defective design in subway equipment, lessen-
ing maintenance costs; and saving in the amount paid for
injury and damage claims. The total accident cost during
the year was $327,505, which is equivalent to 1.3 per cent
of gross earnings from operation, and represents a de-
crease of $50,925, or 13.4 per cent, from the record of the
previous year. This percentage of accident cost would be
extremely low for a surface street railway, but no com-
parison of this character can be instituted with fairness to
a subway and elevated property. As the report says that
347 cases were tried and settled in the year, it is evident
that the aggregate expense on this account was incurred
largely on account of petty claims.

Excluding taxes, the operating ratio was 41.69 per cent,
as compared with 44.57 per cent in the previous year.
With the addition of taxes, this ratio reached 48.68 per cent
in 1909 and 51.16 per cent in the preceding year. Mr.
Shonts calls attention to the three distinct forms of taxa-
tion to which the company is subject, including the Federal
income tax imposed by a recent act of Congress, and says
that the burden of taxation is a serious obstacle in the way
of development of rapid transit facilities in New York.

The gain in net earnings from operation, which amounted
to 12.68 per cent over the preceding year, was derived from
an increase on the subway division that reached the high
figure of 31.67 per cent and from a decrease of 1.05 per
cent on the elevated division.

Among the most important features of the operation of
the company during the year which Mr. Shonts discusses are
the improvements effected in the property. Some, which
were of a permanent nature, were charged to current earn-
ings. The additions and betterments chargeable to capital
account aggregated $1,817,707, and include, among other
noteworthy improvements, the installation of automatic
speed control signals at express stations on the subway
and additions to increase the power supply of the Fifty-
ninth Street power house. Tn'the expectation of further in-
crease in traffic during the next winter, the purchase of 350
cars has been authorized, of which 250 arc for the subway
division.
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FREIGHT SERVICE OF THE TOLEDO & WESTERN
RAILROAD

=

The Toledo & Western Railroad is almost unique among
electric railways in its consistent development of freight
business by methods of management and operation that are
substantially identical with those followed by steam rail-
roads. Various articles in previous issues of the STREET
RaiLway Journar have described the development of the
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those of the interurban electric railway, is due to business
appreciation of the traffic possibilities in the territory
served. C. F. Franklin, president and general manager of
the company, secured his railway training entirely with
steam lines. At the time of his election to this office an
investigation showed him the wisdom of encouraging the
location of industries, particularly as part of the line tra-
verses a district that is without any other railroad facil-
ities. As a result of persistent work in this direction a

Toledo & Western—Grain Elevator at Metamora, Ohio

freight traffic of this company, notably the following: Nov.
29, 1902, page 862; Dec. 20, 1902, page 978, and Sept. 2,
1905, page 326. Since the publication of these articles,
the freight service has continued to increase in importance
and it is still the principal feature of the business of the
company.

While the traffic possibilities open to the usual inter-

Toledo & Western—Grain Elevator at Pioneer, Ohio

number of industries have been located on property adja-
cent to the line of the railway.

Unlike most electric railways, the Toledo & Western
Railroad has direct affiliations with connecting steam lines.
Its position in these matters 1s that it is strictly a railroad
which uses electricity instead of steam as motive power.
Tt furnishes the industries which rely upon its service ex-

Toledo & Western—Standard Freight Train with Electric Locomotive

urban electri¢ line have been utilized, the real development
of this property has followed more closely the custom of
steam railroads than the methods by which the usual elec-
tric railway is raised to a position where its traffic is suf-
ficient to make the company successful.

The adoption of steam methods in general, rather than

actly the same facilities that are offered by any steam
railroad to shippers. It has standard freight cars fitted
with M.C.B. automatic couplers and equipped for the most
part with air brakes. The company has 21 box cars, 36
gondola cars, 24 stock cars and 12 flat cars.

As indicating the preponderance of freight cars in the
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equipment of the company, the passenger equipment com-
prises 15 motor and 2 trail cars. Four express cars owned
by the company are used for handling package freight
business, the volume of which is relatively light in com-
parison with the regular freight traffic. One car is fitted
up as a United States railway post office, and is operated
in precisely the same way as similar cars are operated by
steam railroads. The equipment includes also five electric
locomotives and one steam locomotive, which are used alto-
gether in the freight service of the company. The com-
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steam property, by which they are hauled to connections
with other lines or to a terminal point, accessibly located in
the city of Toledo.

In the calendar year 1908 the Toledo & Western Rail-
road handled a total of 6759 carloads of freight. To indi-
cate the increase in business the record of 1904 may be
given. In that year 3068 carloads were handled: the busi-
ness, therefore, has been more than doubled in four years.
Of the 1908 total, 1250 cars were loaded with merchandise
and 1019 with sugar beets. The largest number of carloads

: |
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Toledo & Western—Side Track at Pioneer, Ohio

pany has 4-track Fairbanks-Morse scales for weighing
cars and a 5-ton stock wagon scale at every station. The
22 station agents serve jointly the freight and passenger
departments in each case.

In conformity with steam railroad custom, the Toledo
& Western Railroad is a member of the American Railway
Association, the Master Car Builders’ Association, the As-
sociation of American Railway Accounting Officers and
the Freight Claim Association.

Of the total freight business handled by the company a

of any one commodity handled in 1g9o4 was 591, repre-
senting the sugar beet traffic of the company for the year.
An accompanying statement, published on page 426, shows
the carload business of the company during the years 1904,
1905 and 1908.

Making allowance for the small amount of mileage oper-
ated, the diversity of the character of the commodities
handled in carloads will compare favorably with the cor-
responding statement of the average steam railroad, which,
of course, has a much greater extent of territory and popu-

Toledo & Western—Freight Siding and Standard Freight and Passenger Station

large part is in carloads. Cars are interchanged freely be-
tween the company and the various stcam lines with which
physical connection has been made.  Although the company
operates its passenger, express and mail cars directly into
the business district of Toledo, the carloads of freight are
switched to the lines of the Toledo Terminal Railroad, a

lation upon which it draws for traffic. The business re-
ceived from canning factories, a sugar refinery, cooperage
factories and grain clevators is of special importance. The
country through which the road operates afforded sufficient
facilities to make the prospects for success in these indus-
tries reasonably good, and the railroad conipany has con-
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stantly been, as indicated, an active force in soliciting and
encouraging the location and development of plants and
factories. The sugar refinery exists because of the pro-
duction of sugar beets on farms which are accessible to
the railroad. One grain elevator, having a capacity of
25,000 bushels, secures its power for operation from the
railroad.

In the territory tributary to the line of the company

Toledo & Western—Connection with Steam Railroad

there are 18 cities and towns where substantial industries
are located.
tries, the company also secures considerable business in
shipments of live stock and from creameries and cheese
factories situated in various parts of the territory which
are especially well adapted for dairy farming.

" The experience of the company with the sugar business

In addition to the more pretentious indus-

Toledo & Western—Stave Mill at Pioneer, Ohio

is interesting. Low rates are received for the sugar beets,
but the refined sugar is business of a more profitable char-
acter. The Toledo & Western Railroad secures not only
tne beet sugar business, but also carloads of refined sugar.
During the season of 1908-09 there were hauled from
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Blissfield, Mich., a total of 188 carloads of sugar, as com-
pared with 157 carloads.in.the preceding season.

Formerly the freight rates of the Toledo & Western
Railroad were on a somewhat lower average basis than
those of existing steam railroads. A change was made
recently, however, whereby the rates were increased gen-
erally, making them substantially equal to those of the
steam roads. The company uses the classification of ac-

STATEMENT OF CARLOAD FREIGHT HANDLED BY THE
TOLEDO & WESTERN RAILROAD IN 1go4, 1905 AND 1g08.

1904. 1905. 1908.

Stone 458 725 587
Logs .. 365 261 211
Stock 139 555 618
Beets 591 *720 1,019
Sugar srsves s 35 266
Hay and straw... 195 130 426
[l B S H 0080 0080 050 0000 0 A8 A EGED o 235 308 352
LUMDETr < s 5w v+ aimiss e 5 ounis ¥ 5o Loneue = 5.0 ioiosals 206 210 275
Coal and .coke. .. s smmnss:me s« ames 337 421 710
ISl 00000 20000400 oo o g o SO Ha P LA 0 53 286 S
Brick and tile..... 6 0.0 oo SRS, .. 174
Staves, heading and listings........... 149 125 323
Sewer ‘pipe and tile.. ..o omensssmane 49 25 Se
SeWer PIPE cvviievnoreianaiaaaeenaann 45
Canned g00ds +.vvvivennnnrnnnnnnannn 17 25 28
Cementi .and plasters «us s s osm s s bma s 55 99 85
PaADEE  wiei e o« s o5 a1 0 5 wiwnens & 8 e 5 2 % wgen 615 8 15 6
AT NI, (10.0.0:c 5 0 0 C.a 8000 B 60D 24 22 31
Handles: 5 iass s o RS S et eters oo : 17 7
Machinery ...... 22 96 21
Miscellaneous 108 140 156
Household goods 21 16 42
Posts mmvssmais 24 27 39
Ties wuwespmmess G 15 2
Sand and gravel. 12 200 & 37
Merchandise ...ccovovnenne 06 090 50 1,250
Beet DUlD sniinnmmos oo vadis - it 5 49
............................. 3,068 4,478 6,759

counts prescribed by the Interstate Commerce Commission
for steam roads. The method of accounting for the freight
business is that followed by steam railroads, and the stand-
ard forms of local and interline waybills are used.

Freight trains are operated as second and third-class
trains. The rules of the company provide:

Second class or freight trains will keep entirely out of
the way of first class trains and must clear the first class
trains five minutes. First class train will not wait at meet-
ing points for second class trains unless ordered to do so by
special orders.

Third class or local freight trains will keep entirely out
of the way of first and second class trains and must clear
all first and second class trains five minutes.

Two through freight trains are operated daily in each
direction between Toledo and Pioneer, Ohio, and Toledo
and Adrian, Mich.

&
4

GAPS IN THE TROLLEY LINES BETWEEN HUDSON, N. Y.,
AND CHICAGO

Much interest has been manifested in the diary of J. S.
Moulton, published in the Erectric RaiLway JourNaL of
Aug. 28, 1909, page 321, describing a trip from Hudson,
N. Y., to Chicago by electric railway. A number of in-
quiries have been made as to the exact length and location
of the gaps still existing. Between Fonda, N. Y., on the
Fonda, Johnstown & Gloversville, and Little Falls, on the
Utica & Mohawk Valley, a distance of 30 miles, no electric
railway is in operation or under construction. The next
and last gap is between Chili, Ind., 10 miles north of Peru,
and Warsaw, a distance of about 25 miles. This link is
nearly completed and will probably be opened for traffic in
a few weeks. It is possible to travel by electric railway
from Chicago north to Sheboygan, Wis., 135 miles, and
west to Freeport, 121 miles. Between Paris, Ill,, and Ridge
Farm is a break of 20 miles in a through electric railway
journey from New- York State to St. Louis, Mo.
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THE PARK TERMINAL CAR HOUSE, BALTIMORE

——————er

Recent car house construction of the United Railways &
Electric Company, of Baltimore, has been described in the
columns of this paper. The latest addition to the handsome
and modern car houses of the company will be known as
the Park Terminal Car House, for which ground was
broken July 19. Owing to its location, opposite Druid Hill

Park Terminal Car House—Exterior View

Park, careful attention was given to its architectural feat-
ures. The lot upon which it will be erected has a frontage
on Fulton Avenue of 190 ft. 9% in, and a depth of 433 ft.
I in. on Florence Street, and 472 ft. 1 in. on Druid Hill
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street car lines. This required a careful study of the oper-
ating conditions, which resulted in devoting approximately
one-fourth of the floor area in the front portion of the
house to terminal loop tracks. The track work has been
so arranged that cars on the five different lines can pull
in, be “trimmed” and have their “layover” entirely with-
in the car house. At the same time the operation of no one
line, in this respect, will interfere with the operation of any
of the other lines. :

The floor plan shows the general arrangement of the va-
rious car house features. By utilizing portions of the
ground area resulting from the special track construction
layout, three separate groups of rooms have been developed,
each devoted to a different set of needs. Thus, as the car
house is at the terminii of several lines, one room has been
set apart to be used by the public as a waiting room. It
has been arranged to cover the sidewalk in front of this
room with an attractive awning, extending to the curb.
The roof will be of corrugated metal and will be supported
by I-beams projecting from the face of the wall and chains
extending from the upper story wall to the outside of the
awning. Adjoining the public waiting room is the main
entrance and stairway leading to the second floor. Next,
on the right as one enters the building, are quarters for
five receivers, so that there can be a separate receiver for

Avenue. The exterior walls of the building will be of each line, if necessary. Directly behind the waiting room
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Park Terminal Car House—Track Plan of First Floor

handsome Dbrick set off with terra cotta trimmings. The
division walls, columns, roof and ceilings are all to be re-
inforced concrete. The building will be one story in height,
with the exception of the Fulton Avenue front, which will
contain a sccond story, extending back 203 ft. 3 in.

The car house is also the terminus of five important

is a large room for motormen and conductors, with a
smaller room in which conductors can make their returus.
Connected with the former room is the dispatcher’s office.
In the sccond group of rooms on Florence Street are,
first, the dispatcher’s office, then a small room for con-
ductors to make their returns; next a large room for mo-
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tormen and conductors. A portion of this last room will
be cut off by a partition extending from floor to ceiling, so
that it can be used as a lunch room. Next is a room for
shopmen, with the shop foreman’s office, then a room for
the car cleaners; then quarters for storage of oil and grease.
The latter are equipped with automatic measuring tanks,
which are located in the ground below the floor. Finally,
there is the vault, the size of two -rooms, for the storage
of transfers and other papers. To facilitate the handling
of heavy boxes, ett., this vault will be equipped with an
interior elevator of about 200 1b. capacity.

The third group of rooms occupies the middle of the
front section and is devoted to a number of special car
house needs. Omne room is used for the storage of sand;
next is a shop room for the mechanical department; then a
lantern room equipped with an automatic measuring tank
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Park Terminal Car House—Plan of Trainmen’s Quarters
on Second Floor

set in the ground below the floor, so that the tank can be
filled from the outside.

The car storage section is divided by fire walls into three
sections; at the end of each section will be a roller steel
door. Access between the different sections, when the
roller steel doors are down, is provided by means of double
automatic sliding doors. The car storage section is designed
to hold 103 45-ft. double-truck cars. Each track is arranged
with pits, all of which have radiators and drain pipe con-
nections fitted with check valves.

The plan of the second floor shows the arrangement of
the rooms there, one feature being the accommodation in
the way of locker rooms, lecture room and bowling alleys
for the men.

The building is equipped with sprinklers throughout, both
roof and aisle, with a 50,000-gal. tank and two 7500-gal.
pressure tanks. The company has not yet decided upon
the type of sprinkler to be used.

The architects are Baldwin & Pennington; the general
contractor is J. Henry Miller; the contractor for the roll-
ing doors was the Kinnear Manufacturing Company, of
Columbus, Ohio; the contractors for the granite work, terra
cotta and other building materials are local Baltimore
dealers.
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BRUSH TENSION

BY C. W. SQUIER, ENGINEER OF MECHANICAL DEPARTMENT,
BROOKLYN RAPID TRANSIT COMPANY

The question of brush tension and its relation to the life
of brushes and the cost of maintaining railway motors is
receiving more attention from railway engineers than ever
before. The electric roads that have established a standard
brush tension for motors, and instructed the repair men to
be sure that it is maintained, are experiencing a marked
reduction in commutator and brush troubles. The manu-
facturers of brushes are also finding that their brushes give
better satisfaction when a uniform tension is maintained,
and are advocating this wherever they find their brushes
being used without some standard pressure.

There are three things which are chiefly affected by the
amount of pressure placed on the brushes. These are:
The wear of commutators and brushes, the heating of com-
mutators and brushes, and the flashing of motors. The
wear on the commutators and brushes is of two kinds—
that due to the friction between the brushes and the com-
mutator and that caused by the burning away of the
brushes and commutator, due to sparking. Both are af-
fected to a considerable extent by the chattering of the
brushes and vibration of the motor parts. Thus, with the
same brush tension, the wear will vary considerably, due
to the condition of the roadbed, the frequency of cross-
overs, etc., the type of motor suspension and whether the
commutators are slotted or non-slotted. To obtain the
best results, the pressure must be varied to meet these con-
ditions. The wear due to friction is directly proportional
to the pressure placed on the brush; that is, the greater
the pressure, the greater will be the wear. . The burning
away of the brushes and commutator is inversely propor-
tional to the pressure per square inch of contact surface.
Heavy pressure produces better contact between the
brushes and commutator bars, and so causes less spark-
ing. Some recent tests have shown that in service the wear
due to burning is much greater than that due to friction,
and, as a result, the wear of the commutator and brushes
follow each other: that is, the brush which wears most
rapidly also produces the greatest commutator wear.
Some figures taken from these tests may be of interest.

The following are average figures for five different types
of brushes, a number of each type having been installed
for test purposes. The brush tension was from 5.2 Ib. to

6.4 1b. per square inch of brush contact surface:

Reduction in
circumference of
per motor per commutator per

1000 car-miles. 1000 car-miles.
.648 i .089 in.
i .. .0817 in.
.0745 in.
.0084 in.
« 0065 in.
To obtain the wear per brush divide the figures by six.
These figures indicate that the greatest wear of the
commutators and brushes was due to the burning caused by
sparking, as with the same pressure, smoothness and lubri-
cation properties the brush wear due to friction alone is
greater for soft brushes than for hard brushes, while the
commutator wear is less with the soft brushes. The ex-
cess wear of brushes due to sparking is further shown by
the average wear obtained by brushes when installed in an
interpole motor as compared with the same quality of
brush in a non-interpole motor under the same conditions
of pressure per square inch of contact surface and amount
of current commutated. A comparison of some figures

obtained from three tests made under these conditions

Brush wear
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shows the average brush wear for the interpole motor to
be only one-quarter that of the non-interpole motor.
Average wear per

brush in inches
per 1000 car-miles.

Interpole motor, non-slotted commutator........coevuvee.nn .01165
Non-interpole motor, non-slotted commutator.............. . .0423
Non-interpole motor, slotted commutator..........c..cuuuns 05354

The problem of securing proper brush tension to give
minimum wear consists in having sufficient pressure to
produce a proper contact and prevent excessive burning,
while at the same time the pressure should not be so
great as to cause excessive wear due to friction.

The heating of commutators and brushes is due to four
principal causes: First, the heat generated in overcoming
the electrical resistance of the brushes and commutator
bars. Second, the heat generated in overcoming the elec-
trical resistance at the point of contact between the two.
Third, the heat caused by sparking at the brushes. Fourth,
the mechanical heating due to friction of the brushes.

The first of these is not affectedsby the pressure placed
on the brushes and need not be considered here. The sec-
ond and third are closely related. Heating due to these
causes will be reduced somewhat by an increase of brush
tension, but this will also increase the heating due to fric-
tion. So, to obtain the point of minimum heating, it is
necessary to balance one against the other. It will be
found that the tension for minimum heating will correspond
with that for minimum wear of brushes and commutator.

Regarding flashing as affected by brush tension, several
cases have come to the attention of the writer in which

motors with a brush tension of 3.2 1b. per sq. in. ran sat-’

isfactorily during the shop test, but when placed in service
immediately developed flat commutators and flashing. By
increasing the tension on the brushes of these motors to
6 1b. per sq. in. of contact surface, no further trouble was
experienced, although these motors have now been in serv-
ice for over a year. It is evident that the low brush ten-
sion was not sufficient to keep the brushes in proper con-
tact when subjected to the vibration caused by the cars
running over the tracks under service conditions.

The following table shows the practice of some of the
principal electric railways in the United States regarding
brush tension per hammer:

Boston. Elevated: Railway Companyai «sx s s s mmw s 55 swiws s 5w 6tozlb
Brooklyn Rapid Transit Company.-. ... ceeessceeeeeossssin 61 to 8 1b.
Capital Traction Company, Washington, D, C. 4% to 5% 1b.
Chicago City Railway Company ......... about 6 1b

Chicago Railways Company.. no standard

Cincinnati Traction Company v no standard
Hudson & Manhattan Railroad Company ...... %% 1b.
Interborough Rapid Transit—New York Subway. 6 to 8 1b.
Interborough Rapid Transit—Manhattan Elevated.. 4to61b
International Railway Company, Buffalo:

General Electric 1000 motors 7 1b.

General Electric 64 motors 4 1b.

General Electric 74 motors 4 1b.

General Electric 57 motors.. 7 1b.

Eeneral P Electric Boo  motOrse ol iliics slaiuientaivlsls soveie o o lobeis oo s 1b.
Long Island Railroad Company ........................... no standard
Massachusetts Electric Company:

General Electric 9o motorss............ 5000 4 S BT 9 Ib.

ROt her Mmoo rs S el R R e e oo el btonaalel oot o » o isiet oo oo 7 1b.
Metropolitan West Side Elcvated Railway, Chicago........ 6 to 7 1b.
Milwankee Electric Railway & Light Company............. 71
New York Central Railroad Company:

Flectric 1oCOMOtIVES. v v vt e intit et neaneeneneenneenns 8 1b.

IO EOT CATG ia s chormieis s s eislo aheleions, 55 2 siers, 5 & & foaisies & 8956751 5 § § Wi o 8 6 1b.
Northwestern Elevated Railway Company, Chicago......... 4 1b.
Philadelphia Rapid Transit Company 8 1b

I’msbur¥h Rallwz&)s Companyicvae s e 14 1b,
United Railways mpany, St. Louis no standard
United Railways & Elcctric Company,

Jaltimore:

[Wiest inghionselslimotons IR L R RRLE L a e R 4% b,
IWiEStingholSERT2/N L MOLOESLI I et e clafetisa o oialivia a o o aaiialal s s everals 4% 1h.
WA TR VOl L) Snnn g0 o ofion o SRR RS R e 5 lb

Westinghotse 38 MOLOTE v ¢ s wiv e sz s 55 oiens 555 505 ¥ 5w s
N8 (NGRS EMS GO LOT.S: o rcviei s hutece o 5 (sbwscor y' e whszstie 34 w6ae00 5e
Westinghouse 101B motors......coevviiiviniiineennnns

6 to 6}]13

Weestinghouse 1011) (M OLOrSes o6 s ¢ 56 s s o6 s s s s e o8 5% to 6 lb
General Electric 80 motors..... aleleletite ve SREF N 4 B e 6 s q to 515 Ib.
General Flectric 00 MOtOTS. v v vt rnvn e eereennneeeennnns 5% to 6 1h.
GeneralMIICCIric 1000 INOLOTS: - e = ais st s /et o 4 o 5755 5 8 400 5% 1b

GeneralBIilectrich 800, MOLOTST «oieie s s o 4 wuasais s 4 wissies ¢ » 81655
Municipal Traction Company, Cleveland..................

7 1b. per sq. in.
South Side Elevated Railroad Company, Chicago..

4% to ; 1b. per sq. in.

ELECTRIC RAILWAY JOURNAL.

429
SIMPLE TEST BOARD AT WHEATON

A simple but complete motor testing board has just
been installed at the Wheaton shops of the Aurora, Elgin
& Chicago Railroad by E. P. Doyle, master mechanic.
With this equipment it easily is possible to give railway
motors very thorough heating and voltage tests. The good
results to be obtained from making these tests are well
known.

An accompanying engraving shows the control board.
Current for testing is available from a lighting circuit at
2300 volts. A transformer lowers this potential to 110 be-
fore the current is delivered to the board. There are three
panels on the board, as follows: No. for fusing and
switching the current supply; No. 2, for voltage tests; No.
3, for heating tests.

For the voltage tests which range up to 1500 volts the
110-volt current is stepped up by a transformer and regu-
lated through resistance grids, the controller for which is
mounted back of the middle panel of the board. In mount-
ing the resistance controller the shaft was extended through
the board and a new dial and wheel were placed in front.
This dial is graduated to indicate the voltage across the

Test Board at the Wheaton Shops of the Aurora, Elgin &
Chicago Railway

testing leads. The range of voltage is from o to 2300
volts. The voltage used in testing also is indicated by an
a.c. voltmeter mounted on this voltage test-panel. Ordi-
nary plug terminals with long cables are used to reach the
work tested. Armatures are tested at 1000 volts and fields
at 1500 volts.

For the a.c. load tests current is taken from the 2300-
volt mains and transformed by two 20-kw transformers to
220 volts, At the latter pressure it is delivered to the
terminal plugs of the hcating test panel. In series with
this circuit is a water-barrel resistance, placed on the shop
floor directly behind the board. The movable electrode of
the water barrel is regulated by a hand wheel on the front
of the control
directly from an ammeter mounted near one end of the
pancl.

When an armature is to be given a heat test it is placed
in a special stand, on which is mounted a yoke with brush-
holders. Brushes are set on the commutator and, for a
GE-66 motor armature, a current of 150 amp is passed
through the coils for 3o minutes, at which time operating
load conditions are reached. Under this test a short-cir
cuited coil will show in abont 15 seconds.

board, and the amperage flowing is read
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WORK OF THE INDIANA UNION TRACTION COMPANY
IN BEAUTIFYING GROUNDS

The Indiana Union Traction Company has effected im-
provement in the appearance of its grounds during the
present year by planting grass and setting out flower beds,
and also hedges, at various important points on the system.

Some of the results of the work which has been done on
the lines of this company in this respect are shown in the
accompanying photographs. These photographs do not rep-
resent by any means all of the work of this nature which
has been done. At various other points on the system
equally satisfactory results have been accomplished.

The photographs which are presented giveé some indica-
tion of the results attained at Anderson, Kokomo, Marion,
Muncie and Eaton. The photographs illustrating these
features of the development of the Indiana Union Traction
Company, received through the courtesy of H. A. Nicholl,
general manager, included also illustrations of satisfactory
results at Broad Ripple and at Tipton. Mr. Nicholl, in
writing of the advantages resulting from improvements of
this character, states that, in his opinion, the beautifying
of the shops, shop grounds, power houses and station prop-
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erties raises the value of the property in the estimation
of the people, and also increases the tendency of the men
to be neat and careful in handling not only the buildings
and grounds, but also the equipment that is intrusted to
their care. Mr. Nicholl adds that the work of beautifying
has been done through the heads of departments, who have
been more than delighted to accomplish the desired results.
The main work was carried on through W. C. Sparks, su-
perintendent of roadway, who has charge of the beautifying
of all the grounds of the company. R. C. Taylor, superin-
tendent of motive power, and G. H. Kelsay, superintendent
of power, have had their men give considerable help in the
work, and they are also entitled to a great deal of credit,
Mr. Nicholl states.

The Brooklyn Rapid Transit Company has done success-
ful work of this character at its shops. Illustrations of the
improvements effected in the appearance. of the grounds
about the shops of this company were published in the
Ecrectric RaiLway JourNaL of Sept. 12, 1908. In this
connection, attention is %called to communications from gen-
eral managers of various urban and interurban companies
on this subject published in the issue of Oct. 10, 1908, page

902,

Indiana Union Traction—Substation at Muncie

Indiana Union Traction—Substation at Kokomo
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Indiana Union

Indiana Union Traction—Improvement Beside Power House at Anderson
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THE NEW SPECIFICATION FOR HARD DRAWN
COPPER WIRE

BY EDWARD N. LAKE

\Vhile the result of the letter ballot of the American
Society of Testing Materials upon the proposed standard
specifications for hard drawn copper wire has not as yet
been announced, it is quite probable that it will receive
the requisite number of votes to make it the standard of
the society for one year. In the meantime, it has been pub-
lished and is, therefore, open to discussion and comment
by those who are interested. The comments given here-
with are intended to be suggestive rather than critical, and
are from the standpoint of the purchaser’s engineer, with
special reference to wire and cable for electric railway
use, and may easily be somewhat biased in favor of the
purchaser.

Since eight of the ten members of the committee were
manufacturers’ representatives, it is certain that as a result
of their wide experience the values and limits will be tech-
nically correct, but the requirements will be from the
standpoint of the manufacturer, and may easily be a little
biased on that side. Assuming that these two biases exist,
it is perhaps their resultant which is the straight line of
the standard requirements which will ultimately be found
acceptable to both purchaser and manufacturer.

As a definition it may be stated that a specification is a
part of a purchase contract, and defines that which is pur-
chased. If itis not definite it is not, according to this defini-
tion, a specification.

The progressive stand of the committee in eliminating
the twist tests, wrap tests and elastic limit tests, which' have
for years been a part of copper wire specifications, will, no
doubt, be concurred in by a large majority of engineers
interested in the purchase of hard drawn copper wire and
cable. With a given tensile strength, conductivity and
elongation, the characteristics of the wire are established,
more definitely and positively than can be done by the un
certain and widely variable results of the above-mentioned
tests. There are, however, some other features of the
proposed specification, which, while they may represent an
equally progressive stand on the part of the committee, will
not, it is believed, be agreed to so readily at this time.

Taking the points in the order of the paragraphs as they
appear, the comments and suggestions are as follows:

3. The wire, in all shapes, must be free from all surface
imperfections not consistent with the best commercial prac-
tice.

Suppose that the purchaser’s inspector is making a mill

inspection of a lot of trolley wire and finds the wire is “die
marked” to an extent which he believes will be objection-
able to the purchaser’s engineer to whom he reports. The
mill superintendent tells him the wire is all right and in
accordance with the specifications. Here is an honest dif-
ference of opinion, and if the specification requirement is
sufficiently definite these two men should be able to settle
this difference positively, on the spot and without delay.
As the paragraph now stands, it is not sufficiently definite
so that this can be done without the delay necessary to com-
municate with the higher authority to whom each man re-
ports.

6. All testing and inspection shall be made at the place
of manufacture. The manufacturer shall afford the in-
spector representing the purchaser all reasonable facilities
to enable him to satisfy himself that the material conforms
to the requirements of these specifications.

The purchaser may wish to waive mill inspection, the
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efficiency of which is often questioned. If he has the as-
surance that the tests will be made, and if he is provided
with properly signed and approved copies of the results
of the tests, it is believed that this will often be just as
satisfactory both to purchaser and manufacturer as to send
a man to the mills to see the making of the tests. A clause
providing for the making of certain specific tests by the
manufacturer’s testing experts and for written reports of
such tests would meet with the approval of a large number
of purchasers.

7 (a). Size shall be expressed as the diameter of the wire
in decimal fractions of an inch, using not more than three
places of decimals; i.e., in mils.

The three place decimals for expressing the diameter are
discussed under paragraph 8.

7 (b). Wire is expected to be accurate in diameter; per-
missible variations from nominal diameter shall be:

For wire 0.100 in. in diameter and larger, 1 per cent over
or under.

For wire less than 0.100 in. in diameter, 1 mil over or
under.

For power distribution uses it is believed that most pur-
chasers would not object and would in many cases prefer
that this be 1 per cent under and 2 per cent over.

Paragraph 8. Table. First five sizes only are given
here:

Tensile Elongation

Diameter, Area, circular strength, in 10 ins.

inches. mils. 1bs. per sq. in. per cent.
0.460 211,600 49,000 2.9
0.410 168,100 51,000 2.6
0.365 133,200 53,000 2.4
0.325 105,600 54,500 2.3
0.289 83,520 56,000 20

The standard copper wire table of the committee on units
and standards of the American Institute of Electrical En-
gineers has been in use now about 16 years, and is therefore
very generally used by electrical and other engineers, has
been printed in a large number of trade catalogs and
handbooks in this country and abroad and is the present
accepted standard in this country. The following shows
the differences in five of the sizes between the proposed and

present standards:

Diameter in Inches. Area in Circular Mils.

Proposed. A.LLE.E.Std. Proposed. A.LE.E.Std.
.460 .460 211,600 211,600
.410 .4006 168,100 167,800
.365 .3648 133,200 133,100
.325 .3249 105,600 105,500
.289 .2893 83,520 83,600

Any engineer, inspector or shop mechanic accustomed to
the use of the ordinary micrometer or slide rule will, it is
believed, find it easy to measure the fourth place decimals
of the A. I. E. E. standard with an accuracy that is suffi-
cient for all practical purposes.

It may be granted, however, for the present that the three
place diameters are the most practical for commercial uses.
Still, in view of the fact that these specifications are not
only for the use and convenience of a limited number of
factory men, but are also for the use of a large number of
purchasers and purchasers’ engineers, would it not be de-
sirable, instead of adopting abruptly a new and arbitrary
standard, to use for the present the existing standard, make
a recommendation for a change and take steps to secure
the co-operation and possibly the joint action of the
American Institute of Electrical Engineers committee and
the committee on power distribution of the American Street
& Interurban Railway Engineering Association.

For the convenience of a very large number outside of
wire manufacturers’ organizations who are not constantly
using the figures representing wire sizes, it would be highly
desirable to include in this table the B. & S. nominal gage
numbers. The term “0.365 trolley,” for example, will not
in the minds and usages of street railway men readily take
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the place of the present “No. oo trolley,” nor will the “No.
o000 grooved trolley” readily give place to the recom-
mended “211,600 circ. mil grooved trolley.”

What is the use of making such minor changes in pres-
ent practices for the convenience of a few men in the fac-
tory organizations, when the tens of thousands of men in
the purchasers’ organizations will either be obliged to revise
their usages or, what is more likely, will add the old to the
new, and out of it will come confusion instead of stand-
ardization.

It is also believed that the weights per 1000 ft. should
be added, with a clause covering permissible variations over
and under the standards for any coil or shipment.

9. Electric conductivity shall be determined upon fair
samples by resistance measurements at a temperature of
20 deg. C. (68 deg Fahr.). The wire shall not exceed the
following limits:

For diameters 0.460 in. to 0.325 in., 9oo.77 1b. per mile-
ohm at 20 deg. C.

For diameters 0.324 in. to 0.040 in., 910.15 Ib. per mile-
ohm at 20 deg. C.

The majority of the large manufacturers have in their
testing laboratories conductivity apparatus graduated in
conductivity, Matthiessen's standard. Here again is a long-
recognized standard, to which practically the only objection
which can be urged is that sometimes copper is found that
will show 101 per cent or 102 per cent conductivity. It
may be stated, however, that none of the manufacturers
will contract to furnish any large lot of wire of 100 per
cent conductivity, so that this objection is apparently based
upon the deep-seated human objection to permitting any-
thing to appear perfect or a little better than perfect. A
rational and practical thing to do would be to place the two
standards side by side for the present, and in a short time
the less desirable one will be dropped automatically.

15. The wire entering into the construction of stranded
cable shall, before stranding, meet all the requirements of
round wire, hereinbefore stated.

If a purchaser has bought some hard drawn bare copper
stranded conductors of, say, 400,000 circ. mils, and his in-
spector finds when he reaches the mill that it has been
made up of 37 strands of .10z diameter, equal to 384,948

circ. mils, what in the proposed specification will be the.

definite basis for acceptance or rejection?

Would it not be advisable to include a statement of the
relation and permissible variation between actual and nom-
mal circular mils and a standard stranding table?

16. The tensile strength of stranded cable shall be at
least go per cent of the total strength required of the wires
forming the cable.

For hard drawn cables of 7, 19 and 37 strands of stand-
ard pitch this, it is believed, should be increased to 93 per
cent.

17. Brazes, made in accordance with the best commer-
cial practice, will be permitted in wire entering into cablc;

but no two brazes in wire in the cable may be closer to-
gether than 5o ft.

The term, “in accordance with the best commercial prac-
tice,” is not a definitec requirement. If it is stated that a
given length of the brazed wire shall be cquivalent to an
equal length of the unjointed wire in electrical conductivity
and mechanical strength, this would be a definite require-
ment.

It is suggested further that for trolley wire all hrazes
shall be made in the rod or wire at least two or three
drawings larger than the finished size.

In scveral places in the specification the term “fair sam-
ples” is used, which is indefinite. Tt would, it is helicved,
he better to replace this expression by some definite state-
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ment as to the number of samples per coil or per reel and
how they shall be selected.

Since the interests of purchaser and manufacturer are
identical in the one paramount consideration, viz., that of
securing the best practicable standard commercial products
at the lowest cost and usually in the shortest possible time,
it will not be difficult to reach a basis for specification re-
quirements and inspection that will be mutually satisfactory.
In the meanwhile it is believed that more can be accom-
plished ultimately by the co-operation of the several so-
cieties than by independent and abrupt action on the part
of one society.

V'S

NEW RAIL AND JOINT AT CLEVELAND

The Cleveland traction system has recently ordered 500
tons of the new section of rail illustrated. This rail and
the joint illustrated therewith are to be standard for the
future reconstruction and new work in the heavily traveled
streets of Cleveland. The flangeway of the rail, it is
noted, is 13% in. deep with a I-in. radius near the root of
the flange. Thus it will provide space for the accommo-
dation of interurban car wheels of M.C.B. contour. The

design of the rail is said closely to follow that of the 7-in.
the American Street

standard of & Interurban Railway

Association, with
the exception that
the Cleveland rail

weighs 103 1b. per
yard, while the No.
3 half - Trilby rail
recommended by the
association weighed
122 lb. per yard.

A new method of
splicing rails of such
weight, designed by
Charles H. Clark
engineer of main-
tenance of  way,
comprising the rivet-
ing of heavy plates
at the joints and
welding the bases of
the rails with ther-
mit, will be fol-
lowed. As shown, the joint will comprise two channel-sec-
tion plates 1 in. thick, drawn tightly together on either side
of the 12-in. web by eight 1-in. rivets. The joint plates are
30 in. long and the rail ends are drilled 3-3-3-3. The rivet
holes in the plates and rails are to be round and of such
size that they can be reamed for drive-fitting the hot rivets.
A special 18-in. crab riveter, manufactured by the Chester
B. Albree Iron Works Company, Pittsburg, will be used
in placing the rivets. This riveter will be hung from a
work car, so that it may easily be swung over a joint. It
will be operated by air at 100 Ib. pressure.

After the track joints have thus been connccted with the
heavy plates and hot rivets, the rail ends will be honded
with a thermit shoe 2 in. wide extending around the hase
of the rail and close to the bottom of the joint plates. This
method of bonding, known as the Clark joint, has been cx-
tensively used, fully 15,000 such joints having been installed
within the last three years in several large citics in West-
ern New York and in Cleveland.  Mr. Clark states that up
to the present time not one of these joints has broken in
service.

Thermit Steel Shoe 2” inside
Electric Ry. Journal

Cleveland Joint with Thermit Steel
Shoe
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PAY-WITHIN CARS IN WASHINGTON, D. C.

The Capital Traction Company, ef Washington, D. C,, is
now operating 11 pay-within cars on its city and suburban
lines between the Treasury Building, at Fifteenth Street
and New York Avenue, in the center of the city, and Chevy
Chase Lake, Md. Four more cars of this type are under
construction, and will be put in service as soon as received
from the builders. These are the first new cars to be built
especially for the application of the pay-within system of
fare collection, and are also the first of this type to be put
in service outside of Philadelphia, where the pay-within
principle has been applied to a large number of rebuilt
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Lake the double-track suburban line occupies the center of
a macadamized boulevard and is operated with an overhead
trolley wire. It passes through a thickly populated suburban
district, and terminates at one of the most popular summer
resorts around Washington. Large crowds visit Chevy
Chase Lake every day and evening during the summer
months, and on Saturdays, Sundays and holidays the ca-
pacity of the line is taxed to the utmost.

During the hours of light. traffic through cars are
operated on 15-minute headway from the Lake to the
Treasury Building, and tripper cars, running in to the Rock
Creek loop, are alternated with the through cars, giving a
7%-minute headway. In the evenings and on holidays,
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Washington Pay-Within Cars—Floor Plan

double-truck cars. Hence an extended description of their
salient features will be of interest.

In remodeling the old semi-convertible cars in Philadel-
phia certain limitations as to width and length of platforms
were imposed, affecting in some slight degree the ease and
rapidity of loading and unloading. The platform dimensions
of the new Washington cars, however, were not restricted
in any way, and the design may be said to represent the
best possible arrangement and proportions for the service
to be given and the amount and character of the traffic on
the line over which the cars are operated.

As will be seen from the floor plan of the cars, the

when travel is heavy, additional trippers are put out until a
3-minute service is maintained. The new pay-within cars
are used on the through runs, and 13-bench, double-truck
open cars are used for the tripper runs during the summer
months.

Two 5-cent fares are charged for the through trip to
Chevy Chase Lake. The dividing point between fare zones
is at the Maryland-District line, about 3 miles beyond the
Rock Creek loop.

It will be seen from this general description of the traffic
to be handled that the conditions in Washington are quite
different from those in Philadelphia, where the pay-within

Washington Pay-Within Cars—Exterior View

platforms are divided transversely by a partition railing,
which provides a hand hold for passengers who may be
standing on the platform. This railing also serves to pro-
tect the motorman on the front platform from the crowd-
ing of passengers.

From the Treasury Building to the suburban loop ter-
minal at Rock Creek, in the northwestern part of the city,
the cars run over the Fourteenth and U Street line, which
carries very heavy traffic and is operated with the under-
ground conduit system. From Rock Creek to Chevy Chase

car was first developed. Comparatively long-distance sum-
mer pleasure travel and winter travel alike must be made
comfortable; a second fare must be collected while the car
is passing through the neutral zone; large numbers of pas-
sengers must be loaded and unloaded at the outlying termi-
nal, and also at the stub-end terminal down-town; and all
the usual problems of handling heavy local city travel, as
well, must be met.

The prevention of boarding and alighting accidents, while
handling large crowds of women and children, was one of
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the strongest inducements for the adoption of the pay-
within type of car. The possibility of dropping the side,
front and rear sash and thus completely opening the car
from end to end was also considered a great advantage, as
these cars are intended to take the place of cross-seat open
cars in the summer. With both the front and rear plat-
forms completely closed in when the doors are shut, it is
perfectly safe for the conductor to leave his post and pass
through the car, collecting the second fare while in the
neutral zone.

The new cars, which are of the semi-convertible type,
have the following general dimensions:

Length over corner posts................... 30 ft. 8 in.
Length over vestibule .................... 42 ft. 8 in.
Length over bumpers ..................... 43 ft. 8 in.
Length of platform ....................... 6 ft. o in.
Width over posts ..........cooviiinn..... 8 ft. 7 in,
Width over sills and side sheathing......... 8 ft. 7 in.
Height from floor to ceiling................ 8 ft. 2 in.
Height from bottom of sill to top of roof.... ¢ ft. o in.
Height from rail to bottom of sill.......... 2 ft. g5 in.
Height from rail to top of step tread........ 15 in.
Height from first step to platform floor...... 14 in.
Height from platform floor to car floor...... 8 in.
Wheelbase of trucks, 33-in. wheels.......... 4 ft. 6 in.
Tk CENERE b A S 19 ft. o in.

The cars are very substantially constructed. The side
sills are composed of long leaf yellow pine, 4 in. x 634 in.,
with a 3%-in. x 20-in. steel plate bolted on the outside. This
plate has a 4-in. x 3-in. x 34-in. angle riveted to the inside

of the bottom edge and a 2-in.x I4-in. x 5/16-in. angle
" riveted to the outside of the bottom edge. This outside
angle forms a seat for the poplar filler and vertical side
sheathing. The end sills are composed of 434-in.x 8-in.
oak plated on the outside with a 4-in.x 11-in. steel plate.
The cross framing is composed of white oak timbers 334-
in, x 636-in., plated with 6-in. x 3/16-in. steel plates.

The 6-ft. o-in. platforms at each end of the car are sup-
ported on four knees, the two outside members being com-
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Washington Pay-Within Cars—Interior View

posed of 4-in. steel plates, with 1%4-in. x 114-in. x ¥4-in.
angles riveted to the bottom edge and 2-in. x 2-in. x 34-in.
angles riveted to the top cdge. These angles form stiffencers
for the plates. The outside knces extend back to the body
bolsters under the side sills and are securcly anchored
thereto. The two eenter knees are formed of 3-in. x 5-in. x
%4-in. angles, which also extend back to the hody holsters
and are anchored there. They are also sceured to the end
sills by hook bolts.
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The bumpers are of the angle-iron type, formed by 6-in. x
4-in. x 7/16-in. angles. They are covered on top with 16-
gage sheet steel placed at an angle of about 45 deg. to
keep passengers from standing on them. )

The body truss rods are composed of steel bars 2}%-in. x
5/16-in., in section bent downward at each end of the car
at an angle of about 40 deg. They have 1}4-in. round ends
passing along the side sills and anchored to combination
malleable iron truss rod seats and corner frame brackets,

Washington Pay-Within Cars—Front Platform with Door
Open

which are securely bolted to the side and end sills. The
truss-rod struts are of malleable iron, placed so as to ob-
tain maximum stiffness. The body bolsters are of the
built-up steel truss pattern, both top and bottom members
being composed of 7%-in. x 9-in. steel plates.

The sides of the cars are sheathed below the sash rest
with 5§-in. x 2-in. vertical poplar sheathing. The roof is of
the monitor deck type, with detachable type hoods at each
end. There are 11 windows on each side, divided in two
parts. The upper part is arranged to raise in the roof and
the lower part is arranged to drop into a pocket clear of
the sash rail. The pockets are provided with dust caps
hinged to the posts so that the opening is always covered,
whether the sashes are up or down. The upper side sashes
are embossed in a neat design.

The cars are finished throughout with Honduras mahog-
any, stained dark and rubbed with an oil finish.

There are seven Hale & Kilburn No. 199-A steel seats on
each side of the car. These scats are 3474-in. wide, giving
an aisle 25-in. wide. There are also four longitudinal seats,
one at each corner of the car, occupying the space of two
side windows. All seats arc upholstered with hard enameled
canvas-lined rattan.

Each end of the car is equipped with Van Dorn No. 5
ball and socket type radial couplers. Hand brakes at cach
end of the car arc fitted on the bottom with the Sterling
brake mechanism, and on top with vertical brake wheels.
“ach end of the car is cquipped with G.
dash headlights. A TMunter
the end deck window.
on each side of the

&, luminous are
illuminated sign is placed in
There is also a four-sided box sign
car on a level with the lower deck. Two
International Type R-7 single registers are used, for
cash fares and one for tickets.

one
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These cars are arranged for pay-within double-end opera-
tion. The vestibules are equipped with single Hale & Kil-
burn steel sliding doors on each side, sliding into pockets
in the sides of the car body, and are operated by compressed
air. The engines operating the doors are located under the
longitudinal corner seats and are readily accessible by lift-
ing up the seat cushion. The register rod runs through
the center of the car and is fitted with operating handles
opposite each side window. At each end of the car the rods
are provided with two knobs, so that the conductor can op-
erate the register from his normal position in front of the
door operating stand.

The cars are mounted on Standard Motor Truck Com-
pany’s O-go-type trucks, having 4 ft. 6 in. wheel base and
33-in. steel wheels. The motor equipment consists of four
Westinghouse 101-B motors with K-29 type control. All
the power wiring under the car is in an armored-iron con-
-duit, while the car cables, which are Roebling’s solid water-
proof type, are placed in transite-lined boxes under the
seats. In addition, the underframe is thoroughly protected
above the motors by ¥4 in. of transite material. The air-
brake equipment is of the Westinghouse semi-automatic
type.

The cars were built by the Cincinnati Car Company, un-
der the pay-within patents owned by the Pay-Within Car
Company. The latter furnished the steel doors and pneu-
matic door and step-operating devices.

&
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MEETING OF THE CENTRAL ELECTRIC ACCOUNTING
CONFERENCE

The tenth meeting of the Central Electric Accounting
Conference was held in Indianapolis, Ind., on Sept. 1T,
1909. In the absence of the secretary, Walter Shroyer (In-
diana Union Traction Company) was appointed acting sec-
retary. The president, M. W. Glover (Ohio Electric Rail-
way) presided.

The minutes of the last meeting were approved. W. H.
Forse, Jr., treasurer, Indiana Union Traction Company,
submitted the report of the executive committee, announcing
the appointment of A. F. Elkins, auditor, Columbus, Dela-
ware & Marion Railway, as a member of the committee to
succeed R. J. Thompson, Indianapolis & Louisville Trac-
tion Company, resigned. He also reported that the treas-
vrer had received from 29 roads remittances covering the
assessment made at the last meeting, and a resolution was
passed reimbursing the treasurer for expenses incurred, and
authorizing the printing of the official list of members, the
constitution, by-laws, rulings and recommendations as
adopted at the first nine meetings of the conference. The
report of the committee was adopted.

The report of the secretary and treasurer showed 33
active members on the official roll.

On motion of Mr. Forse, the president was authorized to
appoint a committee to represent the Central Electric Ac-
counting Conference at the meeting of the American Street
& Interurban Railway Accountants’ Association in Denver,
Oct. 4 to 8, 1909, and to notify the secretary and president
of that association accordingly.

The first subject listed for discussion, “The Advantages
of Uniform Methods of Accounting,” was taken up, and
Mr. Forse addressed the conference on this subject and
called attention to the work of the Accountants’ Association
and the conference to this end, citing the action taken by
the conference at previous meetings and the good accom-
plished thereby. The subject was also discussed by S. C.
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Rogers (Mahoning & Shenango Railway & Light Com-
pany), J. D. Maynes (Illinois Traction System), C. E.
Thompson (Chicago & Milwaukee Electric Railroad) and
others, the universal opinion being that the adoption of uni-
form blanks and uniform methods of settlement between
lines in this conference had been of great benefit and had
placed the lines in this section in a position to assist the
Accountants’ Association materially in accomplishing the
end to which it is working—the promotion of uniformity in
accounting methods throughout the United States.

The second subject discussed was, “Methods of Comput-
ing Car-Hours and Car-Mileage, with Especial Reference to
Passenger and Freight Trailer Cars, Non-Revenue Miles,
Mileage in Terminal Cities, Blockades and Lost Running
Time.” This subject was discussed by E. D. Gault, Ma-
honing & Shenango Railway & Light Company), L. T. Hix-
son (Terre Haute, Indianapolis & Eastern Traction Com-
pany), E. J. Skehan (Muncie & Portland Traction Com-
pany), Walter Shroyer, C. E. Thompson, S. C. Rogers and
others, the discussion showing that the lack of uniformity
in the methods of computing mileage statistics rendered
them of little value for comparative purposes between lines.
Mr. Glover stated that in his opinion this was one of the
most important questions before the conference. The com-
mittee appointed to represent the conference at Denver was
instructed to report to the next meeting of the conference
the result of the discussion of this subject at the Denver
convention, with a view to the adoption of any recom-
mendations made by the American association. One feat-
ure brought out in this discussion was the diverse condi- i
tions existing on many lines regarding deadhead mileage,
non-revente service, etc., making uniformity difficult.

A. L. Neereamer, secretary of the Central Electric Rail-
way Association and chairman of the Central Electric Traf-
fic Association, was present by invitation, and addressed the
conference on the relations between the traffic and account-
ing departments, laying stress on the importance of har-
mony between the two departments, particularly as to mat-
ters in which they are jointly interested. He suggested
the appointment of a committee of the conference to meet
a similar committee of the Traffic Association to discuss
questions arising which affect both departments. His sug-
gestion was adopted, and the auditing committee of the Cen-
tral Electric Railway Association, consisting of Messrs.
Shroyer, Elkins and Glover, was appointed to represent
the conference.

Mr. Neereamer spoke of the good accomplished by the
conference in adopting uniform blanks, and stated that he
had received numerous calls for samples, which he was
able to fill.

Messrs. Forse, Rogers and Glover urged all members who
could possibly do so to attend the Denver convention in
order that the lines in the central section should be well
represented.

It was decided to hold the next meeting at Dayton, Ohio,
on Dec. 11, 1909, when the annual election of officers will
take place. . The meeting then adjourned.

&
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A Boston financial paper estimates that in the proposed
new subway system for New York City a total of more
than 100,000 tons of structural steel and steel rails will be
required. This will involve an expenditure of upward of
$2,000,000 for the steel alone. The new subway will prob-
ably require 1200 cars, which will consume 18,000 tons of
steel of various shapes, estimated to cost at the mills

$550,000.
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HEARING ON VALUATION OF CONEY ISLAND &
BROOKLYN RAILROAD

George A. Damon was the only witness at the hearing
on Sept. 8 before the New York Public Service Commis-
sion, First District, in the case involving the valuation of
the Coney Island & Brooklyn Railroad. Commissioner
Bassett presided.

Mr. Damon testified that he was first assistant to Bion
J. Arnold, consulting engineer for the commission, and
was in charge of the work of the appraisal department. He
represented Mr. Arnold in the absence of the latter, and
was employed directly by him and not directly by the com-
mission. He had been Mr. Arnold’s assistant for 14 years,
and for the last 10 years had been managing engineer of
The Arnold Company. He was familiar with and had been
connected with the work of reporting upon and appraising
the street railway properties in Chicago.

Mr. Damon named the properties with the construction
of which he had been identified, and said that in his ca-
pacity as managing engineer he had charge not only of the
estimates but also of carrying out a large amount of con-
struction work and checking the actual cost with the first
estimates. He had had wide experience in that connection.

Testifying as to the report of the appraisal, an abstract
of which was published in last week’s issue of the ELECTRIC
RaiLway JournaL, page 398, Mr. Damon said that the de-
tails of the reproduction values of the buildings of the
company were included in a record, part of which had been
introduced in evidence. The figures showing the detailed
estimates were not included in full in the exhibit that had
been placed in evidence. These estimates were made by
a corps of building experts, who went personally to each
building and made up a complete bill of materials from
the buildings themselves, with sketches to show each kind
of material used in the construction. To these estimates of
material or actual measurements of material unit prices
had been applied on the basis of the prices for which it
would be possible to get the material put in place by a sub-
contractor. The totals were shown in recapitulation upon
a sheet, showing in each case the cost of reproducing each
part of each building by means of a sub-contract.

Mr. Damon then gave the details of the items comprising
the total reproduction value of each building. Regarding
one building he said that the structure was out of use and
of course it had a scrap value, but whether or not it had
any larger value would depend on whcther or not it could
be sold to advantage. It was not now used in the operation
of the road. Behind the estimated values in detail as
enumerated were the field notes of the men, but Mr. Damon
had not introduced those as evidence because they would be
too voluminous.

In response to a question from Commissioncr Bassett, Mr.
Damon said that he had thus placed figures of the estimated
reproduction value on the tangible property of the company
so far as he had been able to identify it. There were a
number of other values that should be undcrstood in con-
sidering the total. In the first place, there were added to
all of the items of construction naturc—snuch as track, track
special work and bonding, overhcad trolley construction,
overhcad feeders, underground conduit cables, power plants,
substations and buildings and structures—a profit of 10
per cent, and this 10 per cent allowance was intended to
include all of the general contractor’s overhead charges,
such as insurance, his office expenscs and regular charges of
a genceral contractor. In addition to that percentage to all

ELECTRIC RAILWAY JOURNAL.

-been prepared in figures.

437

of the items that had been placed in the book, with the ex-
ception of the real estate and the miscellaneous items, there
was added a percentage totaling 15 per cent.

This may be considered to be divided into three parts.
One part covers incidentals, including contingencies, incom-
plete inventories and the loss and wastage of material dur-
ing construction. Another part of the 15 per cent may be
considered to cover the cost of the administrative expenses
of the company shown in the book under the title “organiza-
tion,” which Mr. Damon thought might be better known as
administrative cost, as it had nothing to do with the
organization of the company. This part included the ex-
penses of the company for rent, officers’ salaries, State and
city permits and fees, property owners’ and local consents
and the legal expenses in connection only with construction,
superintendence and inspection, accounting department,
printing and storeroom expenses. Another part of the 15
per cent was to cover engineering, including cost of de-
signing and testing of all construction and equipment items.

These items had been included in the figures shown in
cvidence, but there were still some other items which Mr.
Damon thought should be included, but which had not yet
Those items would be of the na-
ture of development expenses, though Mr. Damon hardly
thought that term was broad enough to cover them all; but
they would be such items as interest during construction,
taxes during construction, etc. He could list a great num-
ber that would come under that general phrase, but thought
those would serve to typify what he meant by development
expenses.

The hearing was adjourned until Sept. 15, in order to
permit the presentation of testimony by both Mr. Arnold
and Mr. Damon.

et B 21
BERLIN CAR AND OMNIBUS ACCIDENT STATISTICS

The Grosse Berliner Strassenbahn, Berlin, Germany,
has published some accident records which cover the years
1908 and 1907. They are of particular interest owing to
the comparison made with the accidents due to omnibuses.
During 1908, the street railway system carried 490,007,872
passengers, and had 1967 accidents, of which 258 were
fatal. The omnibus lines carried 121,557,699 passengers
in 1908. For every 1,000,000 passengers carried, the
fatal and serious accidents compare as follows: On the
surface cars, 0.526 in 1908 and 0.570 in 1907; on the omni-
buses, 0.470 in 1908 and o0.610 in 1907. If all platform
accidents due to the passengers’ negligence are eliminated
from the comparison, it appears that the cars are safer
than the omnibuses, as per the following figures on serious
accidents per 1,000,000 passengers transported: On the
surface cars, 0.336 in 1908 and 0.350 in 1907; on the omni-
buses, 0.410 in 1908 and 0.450 in 1907. As might be ex-
pected, the trackless omnibuses run over more pedestrians
than the street cars. This is shown in the following figures
giving the serious accidents of this kind per 1,000,000 pas-
sengers: On the surface cars 0.24 in 1908 aud 1907; on the
omnibuses, 0.34 in 1908 and o0.47 in 1907. The total num-
ber of car accidents showed a decrease from 2151 in 1907
to 1967 in 1908 despite a § per cent growth in travel and

a slight increasc in schedule speeds.  Tlic {otal nuniber of

car miles was 72,760,772 in 1908, and 68,006,709 in 1907.
o @-o. —
The citizens of Freemantle, West Australia, have voted
in favor of raising a loan of approximately $100,000 for
the construction of a municipal tramway systen.
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COMMUNICATIONS
RAIL CORRUGATION

PricapeLpiia Rapip Transit CoMPANY
Purraverepuia, Pa., Sept. 8, 1909.
To the Editors: .

I have read with interest the abstract of Mr. Peterson’s
paper on causes of rail corrugation printed in the ELEcTRIC
RarLway JournNaL for Aug. 28, and also the comments
by George L. Fowler in the issue of Sept.4. My own opin-
ion of the cause of rail corrugation has not changed since
the publication of my views on this subject in the issue of
the StTreeT RaiLway JournaL for May 18, 1907, page 865.
I still believe that corrugation is caused by vibrations of
the rail or movements of the whole track structure. The
wheels of motor or other power-driven cars have a tendency
to slip or skid because of the rapid vibration of the rails.
The inertia of the car prevents the wheels from instan-
taneously following these vibrations, and the friction thus
produced Tresults in wear, varying with the wave length of
the vibrations. The movement or vibration of the rails
may result from one of four causes, namely, the vibration
or lateral bending of the web of the rail; rails loose on
their supports; ties loose on their foundations; the vibra-
tion or movement of the foundation immediately under
the track structure. For several years we have been act-
ing on the supposition that this theory of vibration is cor-
rect and have taken suitable precautions to prevent vibra-
tion wherever corrugation has appeared. At the present
time there is very little rail corrugation on the tracks of
the Philadelphia Rapid Transit Company that would be
apparent to the casual observer. The worst examples of
this trouble are on cast manganese rail at the entering
ends of long radius curves, and this we attribute to our
having had the web of the 9-in. girder rail, of which the
curves are built, made too thin for the speed and service
H. B. Nicriors.

Engineer of Way.

at those points.

&

HIGH-TENSION STRAIN INSULATORS

The accompanying engraving illustrates the construction
of a new form of strain insulator for high-tension trans-
mission and trolley lines which is made by the Westing-
house Electric & Manufacturing Company, Pittsburgh, Pa.,
and is designated as type C. Its dielectric strength is 40,000
volts and its ultimate tensile strength is above 30,000 Ib.
For service voltages up to 12,000 and for mechanical
stresses up to 10,000 lb., or even 15,000 lb. in special cases,
this type of insulator has been successfully used. As will

High-Tension Strain Insulator

be seen from the sectional illustration, a pull on the eye-
bolt produces a compression of the insulating cone. This
cone is constructed of sheet mica compressed under heavy
pressure, and it will withstand very large stresses. The
outside tube is of porcelain and is 2o in. long, to afford
ample protection against leakage in any weather. No
fragile petticoats are used, and owing to its small size the
insulator is quite inconspicuous. The porcelain tube acts
only as a weather seal for the interior and is not subjected
to any mechanical stress.
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The Westinghouse Electric & Manufacturing Company
also makes a full line of wood strain insulators capable of
standing up under a tension of 4000 lb. and a voltage of
from 150 to 11,000. The end caps are furnished with eyes,
clevises or tapped lugs to adapt the insulators for dead-end
anchor guy or steady strain service.

V'S

CONVENTION NOTES

Robert N. Wallis, president of the Accountants’ Asso-
ciation, has sent out a letter to all members of that associa-
tion inviting them to be present at a “get-together” lunch-
eon which will be held at the Savoy Hotel, Denver, Wed-
nesday, Oct. 6. The cost will be $3 per plate. All those
who expect to attend this gathering are earnestly requested
to write at once to Mr. Wallis, Fitchburg, Mass.

A. L. Whipple, chairman of the entertainment committee,
has just returned from Denver, where he has been perfect-
ing arrangements for the entertainments to be conducted by
the Manufacturers’ Association during the convention week
for the benefit of the delegates. A complete program of
the entertainment will be published at an early date. It is
not the intention of the entertainment committee ordinarily
to provide entertainment during the days while there are
sessions, but there are so many side trips to be taken in
and about Denver that the committee thought many of the
delegates would be apt to absent themselves during the
week., On this account it has been deemed advisable, and
with the approval of President Shaw arrangements have
been made to provide for an official excursion over the
Moffat Route on Friday, Oct. 8. This is a new steam rail-
road now being built from Denver to Salt Lake City,
and 214 miles have been completed. It is expected to take
the delegates over the first 65 miles of the road, in-
cluding the section to the top of the Continental Divide
—11,660 ft.-above the sea. The party will leave Denver
at 8:30 a. m., and by noon the delegates will stand upon
the divide, surrounded by banks of perpetual snow. This
is far above the timber line, and is said to be higher than
any standard-gage railroad has ever before been con-
structed. The first 47 miles of the trip lie over the won-
derful scenic route between Denver and Boulder Park, and
have an average grade of 2 per cent. From Boulder Park
to the summit of the divide an average grade of 4 per cent
is maintained, and the train rises to the crest of the moun-
tains by intricate windings, ascending higher up on the
slope of the divide by a series of loops and curves that is
amazing. * On the way to the crest it passes through 54
tunnels, most of them being but a few car-lengths long,
which have been cut through the shoulders of the mam-
moth mountains to provide a pathway for the trains. The
trip will be one long to be remembered by those who par-
ticipate in it.

In addition to the manufacturers mentioned in the lists
of intending exhibitors, published in the ELEcTRIC RAILWAY
JournAL for Aug. 14, Sept. 4 and Sept. 11, the following
companies have applied for exhibit space at the Denver
convention:

Electric Railway Equipment Company, Cincinnati, Ohio.

Standard Steel Works Company, Philadelphia, Pa.

Standard Motor Truck Company, Pittsburgh, Pa.

The Planet Company, Chicago, Ill.

American Mason Safety Tread Company, Boston, Mass.

-
\ 4

The electric tramway system in Tucuman, Argentine Re-
public, will be opened for traffic in October.
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NOTES ON TRANSPORTATION TO DENVER CONVENTION

After careful consideration, the committee in charge of
the New York-Denver special over the Pennsylvania Rail-
road has decided to adhere to the original leaving time of
the train, namely, 3:55 p. m. on Friday, Oct. 1, instead of
9:55 a. m. on Oct. 1, as announced in the ErLecTrIiC RAIL-
wAY JourNAL for Aug. 28. The return to the original
hour was made to allow those who wish to see the naval
parade in New York on Oct. I to do so.

W. L. Conwell, chairman of the committee in charge of
this train, has just issued a circular letter giving more in
detail the arrangements made for the return trip, an-
nounced briefly last week. As stated at that time, the
route of the eastbound special will be via the Santa Fé
Railway, Denver to Kansas City; the Chicago & Alton
Railway, Kansas City to St. Louis, and the Pennsylvania
Railroad, St. Louis to New York. The trip from Colorado
Springs to New York will be on fast schedule, without
further stop-overs, with the view to reaching home as soon
as possible after the sightseeing in Colorado has been con-
cluded. The return itinerary provides for departure from
Denver about midnight on Friday, Oct. 8, reaching Colo-
rado Springs before daylight Saturday, Oct. 9, leaving
there after supper same evening and arriving in New York
early Tuesday morning, Oct. 12. The sleepers will be parked
for occupancy in Denver early Friday evening and in Colo-
rado Springs for convenient access and occupancy when-
ever desired from the time of the arrival on Saturday
morning until departure that evening. Passage on the
special return train is not limited to those who travel
westbound on it, but to any who are in attendance at the
convention. It must be understood, however, that as the
diverse route privilege east of Chicago and St. Louis is
granted in connection with round-trip tickets sold at the
low rate authorized for the convention, it will be possible
only for those holding tickets of Pennsylvania Railroad
issue to return from St. Louis to New York on the spe-
cial train, although all whose tickets read returning via
the Santa Fé and the Chicago & Alton may accompany the
special train party from Denver to St. Louis. Any per-
son, therefore, wishing to join the party returning from
Denver must be sure when purchasing his round-trip tick-
ets to see that they read for return via the Santa Fé to
Kansas City, the Chicago & Alton to St. Louis, and via the
Pennsylvania Railroad from St. Louis to his starting point
if he expects to return via the Pennsylvania Railroad on
his eastbound trip; otherwise his route ecast of St. Louis
will have to conform to the requirements of the line issu-
ing ticket at his starting point. As the arrangements for
this return special train movement on fast schedule indi-
cated above are contingent upon there being a sufficient
number in the party to warrant the railroad companies in
providing such special service, those desiring accommoda-
tions should advise the committec promptly.

Secretary Swenson, of the American Street & Interurban
Railway Association, is issuing this weck Convention Bul-
letin No. 4, which is devoted principally to a statement of
the railroad and Pullman rates to Denver and the special
trains to be run at the time of the convention. The prin-
cipal citics of the country are tabulated, and the exact
round-trip railroad fares and Pullman fares for berth, com-
partment or drawing room are given. An official statement
is also made of the privileges of choice in the return trip
permitted by the railroad companies,

A list of the committees appointed by President Shaw to
arrange for all of the special trains or special car accom-
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modations to Denver at the time of the convention is also
given. Briefly, they are as follows:

New England States—Special train to Denver and Pa-
cific Coast and return, in charge of Charles S. Clark, of
Boston.

New York City—Special train over the New York Cen-
tral lines, in charge of a committee of which C. Loomis Al-
len is chairman; also a special train over the Pennsylvania
Railroad, in charge of another committee, of which W. L.
Conwell is chairman. !

Chicago—Special train over the Chicago, Burlington &
Quincy Railroad, of which J. M. Roach is in charge.

The Southeastern States—W. H. Glenn, Atlanta,
ganizing a special party.

Central States—Special train, in charge of a committee,
of which R. I. Todd, Indianapolis, is chairman. The route
will probably be through St. Louis on the trip to Denver,
and via Chicago on its return trip.

St. Louis, Kansas City and Surrounding Territory—Ar-
thur S. Partridge is chairman of the committee for this
territory, and will reserve Pullman accommodations for
those who desire to attend the convention.

Central Northwestern States—A special car will be run
from Davenport (Ia.) to Denver over the Chicago, Rock
Island & Pacific, leaving Davenport at 2:0z p. m., Oct. 2,
and arriving at Denver at 2 p. m., Oct. 3. The committee
in charge consists of A. W. Warnock, Minneapolis, and P.
P. Crafts, Clinton.

Southwestern States—D. A. Hegarty, Little Rock, Ark.,
is arranging for a car to take delegates from the West-
ern States, including Texas, Arkansas and Oklahoma.

California—Two or more special cars will leave on the
night of Friday, Oct. 1, and arrive at Denver 7 a. m., Oct.
4. Charles N. Black, San Francisco, is chairman of the
committee in charge of these cars.

Seattle and the Far Northwest—It is expected by E. E.
Potter and E. F. Seixas, of Tacoma, to have two or more
special cars for the use of those in the Far Northwest who
desire to go to Denver at the time of the convention.

Mr. Swenson also announces that the return limit of
railroad tickets is until Oct. 31, so that it will be possible
for those who wish to do so after the convention to visit
Pike’s Peak, Cripple Creek, Colorado Springs and other
places reached by side trips from Denver.

The committees in charge of the two special trains from
New York have made reservations for the following per-
sons, who expect to attend the convention:

RESERVATIONS ON PENNSYLVANIA SPECIAL TRAIN.

Azel Ames, Kerite Ins, Wire & Cable Co., New York.
Victor Angerer, Wm. Wharton, Jr., & Co., Philadelphia, Pa.
Mrs. Victor Angerer,

R. D. Apperson, Lynchburg Trac. & Lt. Co., Lynchburg, Va.
F. B. Archibald, National Lock Washer Co., Newark, N. J.
E. H. Baker, (‘alena Signal Oil Co., New York.

W. P. Barba, Midvale Steel Co., Midvale, Pa.

W. K. Beard, Elcctric Railway Journal, Philadelphia, Pa.
H. W. Blake Electric Railway Journal, New York.

S. T. Bole, The J. G. Briil Co., New York.

N. W. DBolen, Public Service Ry., Newark, N. J.

L; L Bnnsmade West., Llec, & Mfg Co., New York.

Mrs. L. L. Brinsmade.

D, Brixey, Kerite Ins. Wire & Cable Co., New York.

H. De H. Broch, Standard Steel Works Co., Philadelphia, Pa.
C

is or-

R.
J. W. Brown, West Penn. Rys. Co., Connellsville, Pa.
J. G. Buchler, Columbia Mach, Wks. & Mallcable Iron Co., B’klyn, N, Y.
T. W. Casey, Pay-As-You-Enter Car Conp, New York
C. Castle, Ilildreth Varnish Co., New York.

. T. Clarke, United Rys. & Elcc. Co., Baltimore, Md.
T M. Cluley, Union Electric Co., Pittsburgh, Pa.
W. L. Conwell,, West. Elcc. & Mfg. Co., New York.
T. Coo Cr; West, Elec. & Mfg. Co, Phlhdclphm Pa.
C. . Crabbs, Brooklyn Rapid Transit Co., Brooklyn,
. A. Craig, West, Trac. Brake Co., Pittsburgh, Pa.
w. C. Cuntz, Penna. Stcel Co., Suc]mn, Pa.
’Vlrs W. C. Cuntz.

. S. Dailey, Meikclham & Dinsmore, New York.
R E. Danforth, Public Scrvice Ry., I\fcwark N. J.
Mrs. R. E. Danforth.
Misses Danforth,

N. Y.

{. S. Doyle, Interborough R. T. Co., New York.
J. Drake, Lorain Stcel Co., Philadelphia, Pa.
II. V. Drown, PPublic Service Ry., Newark, N. J.
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E. J. Dunne, Pub. Service Ry., Newark, N. J.
C. R. Ellicott, West. Trac. Brake Co. ., New York.
S. P. S. Ellis, Lorain Stecl Co., Pittsburgh, Pa.
H. C. Evans, Lorain Steel Co., New York,
Mrs H. C. Evans.

. H. Evans, Buffalo, N. Y.
Thomas Farmer, Jr., Cons, Car Ieating Co., New York.

M. Garland, Ohio Brass Co., New York.
\Vllllam Gable, Natl. Brake & Elec. Co., New York.

Goshorn Philadelphia R. T. Co, Philadelphia, Pa.
Mrs H. R. Goshorn.
W. G. Gove, Brooklyn Rapid Transit Co., Brooklyn, N. Y.
Alfred Green, Galena Signal Oil Co., Brooklyn, N. Y.
E. M. Grove, McConway & Torley Co., Pittsburgh, Pa.
Henry Gulick, Gulick-Henderson Co., Pittsburgh, Pa.
W. F. Ham, 'Wash. Ry. & Elec. Co., V\ashmzton D. C.
Mrs. W..F. Ham
J. W. IHancock, Roanoke Ry. & Lt. Co., Roanoke, Va
A N Hargrove, The J. G. Brill Co., Phlladelphla, Pa,
H. Harries, Wash. Ry. & Elec. Co., Washington, D. C.

G. I\I Haskell, The J. G. Brill Co., Phllade]phla, Pa,
C. S. Hawley, "Cons. Car Htg. Co., New York.
Ross F. Hayes, Curtain Supply Co., New York.
C. T. Herrick, Williamsport Pass. Ry., Williamsport, Pa.
Hugh Hazelton, Hudson & Manhattan R. R., New York.
Charles Hewitt, Phila. Rap. Transit Co., Phlladelphla, Pa.
Mrs. Charles Hewitt.
James Heywood, Philadelphia R. T. Co., Philadelphia, Pa.
Mrs. James Heywood.
J. M. High, The Pantasote Co., New York.
L. F. Hoffman, Public Service Ry., Newark, N. J.
R. C. Hoffman, Jr., R. C. Hoffman Co. ey Baltlmore, Md.
W J. _Teandron, New York.
P. N. Jones, Pittsburgh Rys. Co, Pittsburgh, Pa.
George Keegan, Interborough R. T. Co., New York.

. R. Kerschner, Allentown, Pa

A. 1\cyes Am. Steel & Wire Co., New York.
Mrs F. A. Keyes.
C. B. Keys, General Electric Co., New York,
C. S. Kimball, Wash. Ry. & Elec. Co., Washington, D. C.
Mrs. C. S. Kimball.
A. S. King, Sterling Varnish Co., Pittsburgh, Pa.
R. W, King, Wash., Alex. & Mt. Vernon Ry., Washington, D. C.
Mrs. R. W, King.
T. J. King, Gt. Falls & Old Dom. R. R., Washington, D. C.
C. O. Kruger, Phila. Rapid Transit Co, Philadelphia, Pa.
J. C. Kyle, West. Elec. & Mfg. Co., Baltimore, Md.
II. N. Latey, Latey & Slater, New York.
W. H. Lawton, Wash., Alex. & Mt. Vernon Ry., Philadelphia, Pa.
Mrs. W, H. Lawton.
I. H. Lincoln, Philadelphia R. T. Co., Philadelphia, Pa.
Mrs. F. H. Lincoln.
W. C. Ludwig, United Rys. & Elec. Co., Baltimore, Md.
T. N. McCarter, Public Service Ry., Newark, N. J.
Mrs. T. N. McCarter.
H. G. McConnaughy, Dearborn Drug & Chem, Co., New York.

W. S. McFarland, Westinghouse Elec. & Mfg. Co., Pittsburgh, Pa.

W. S. McGowan, Am. Brake Shoe & Fdy. Co., New York.
W. McLain, Cambria Steel Co., Pittsburgh, Pa.
Mrs. W. McLain
J. B. \IacAfgc, Norfolk & Portsmouth Trac. Co. ., Philadelphia, Pa.
Mrs. J. B. MacAfee.
E. R. Mason, Elec. Serv. Supplies Co., Philadelphia, Pa.
Stephen C. Mason, McConway & Torley Co., Pittsburgh, Pa.
T. J. Mayer, Elec. Service Supplies Co., Philadelphia, Pa.
W. Meeteer, Wallace Supply Co., New York.
P. W. Millar, Kerite Ins., Wire & Cable Co., New York.
C. S. Mitchell, Pitts. Rys. Co., Pittsburgh, Pa.
H. B. Nichols, Philadelphia, R. T. Co., Philadelphia, Pa.
J. W. Perry, H. W. Johns-Manville Co., New York.
J. R. Pratt, United Rys. & Elec. Co. Baltxmore, Md.
G. W. Provost, Union Electric Co, Pittsburgh, Pa.
Robert Radford, Standard Steel Works Co., Phi]adelphia, Pa.
J W. Rawle, The J. G. Brill Co., Philadelphia, Pa.
W. Reinochl, Penna. Stecl Co., Steelton, Pa.
C L. Richards, Galena Signal Oil Co., New York.
C. E. Roehl, Brooklyn Rapid Transit Co., Brooklyn, N. Y.
Martin Schreiber, Public Service Ry., Newark, N. J.
W S. Sisson, D & W Fuse Co., New York.

H. Sniffin, West. Machine Co., Pittsburgh, Pa.
ers E. H. Sniffin.

C. Snow, Globe Ticket Co., New York.

R P. Stevcn< Lehigh Valley Tran. Co., Allentown, Pa.
Mrs P. Stevens.
Stevenson Standard Steel Works Co., Ph:ladelphla, Pa.
A E Stone, Badger Fire Extinguisher Co., New York
Mrs A. E. Stone.

E Stubbs United Rys. & Elec. Co., Baltimore, Md.
Symington, The T. II. Symmgton Co., Baltimore, Md.
] E. Titus, Elec. Service Supplies Co., Phlladelphla, Pa.
W. 'S, Twining, Phila. R. T. Co., Philadelphia, Pa.

Mrs. W. S. Twining.

S. 1. Wailes, Natl. Brake & Elec. Co., New York.

William Wampler, American Locomotive Co., New York.

F. J. Whitehead, Wash. Ry. & Elec. Co., Washington, D. C.
Clifford Wiley, New York.

<-_.

RESERVATIONS ON NEW YORK CENTRAL SPECIAL TRAIN,

G. S. Ackley, National Brake Co., Buffalo, N. Y.
C. Loomis Allen, Utica & Mohawk Valley Ry., Utica, N. Y.
Mrs. C. Loomis Allen,
Alfred Allen, Utica, N.
W. K. Archbold, Axchbold Brady Co., Syracuse, N. Y.
A HE Armstronf,z. General Electric Co., Schenectady, N. Y.
C. A. Babtiste, Electric Railway Journal, New York.
Geo. A. Barnes, Galena Signal Oil Co., Cleveland Ohio.
C. E. ‘Barry; General Electric Ca.; Schemctady N. Y.
T. Beran, General Electric Co., New York.
Bertram Berry, Heywood Bros., & Wakefield Co., New York.
C. M. Bliven, General Electric Co.. Schenectady, N Vi
H. S, Bradﬁeld New York Car Wheel Co. ., New York.
Mrs. H. S. Bradfield.
M. C. Brush, Buffalo & Lake Erie Trac. Co., Buffalo, N, Y.
F. Buch'man Crouse-Hinds Co., Syracuse, N,
J. C. Calisch, Buffalo & Lake Erie Trac. Co., Buﬂ'alo N. Y.
W. Gibson Carey, General Electric Co., Schenectady. N. Y.
F. E. Case, General Electric Co., Schenectady W, S

F. Chaffee, O. M. Edwards Co., Syracuse, N. Y,
T C. Cherry, Utica & Mohawk Valley Ry., Ulica, N. Y.
William J. Clark. General Electric Co., New York.
J. H. Coleman, Coleman Fare Box Co., Buffalo, N, Y.

C. Collins, New York State Rys., Rochester, N. Y.
J. C. Collins.
W H Collins, Fonda, Johnstown & Gloversville R. R. Gloversville, N, Y,
Mrs. W. H. Collins.
&, F Conn, J. G. White & Co., New York.
E. J. Cook, New York State Rys., Rochester, N. Y.
Mrs. E. J. Cook.
Miss Cook.
J. P. Dcvine, J. Devine Co., Buffalo, N. Y,
Geo. 1. Dreybus, Lo]eman Fare Box Co., Buffalo, N. Y.
J. E. Duffy, Syracuse, Rap. Tran. Ry. Co., Syracuse, N. Y.
E. I. Edgecomb, Syracuse, N. Y.
Mrs. E. 1. Edgecomb.
J. R, Ellicott, West. Trac. Brake Co., New York.
W. Caryl Ely, Buffalo, N. Y.
George H. Ford, Automatic Ventilator Co. , Ncew York.
Mrs. George H. Ford.
G. M. Gest, New York.
H: A. Goode, Wonham, Magor & Sanger, New York.
. W, anﬁn Rochester, Ry. Co., Rochester, N, Y.
W J Harvie, Utica & Mohawk Valley Ry., Syracuse, Ny
T. A. H. Hay, Northampton Trac. Co., Easton Pa.
W. O. Hay, Montgomery Trac. Co., Easton, Pa.
Frank Hedley, Interborough Rap. Tran. Co., New York .
E. M. Hedley, Galena Signal Qil Co., New York.
Q. W, Hershey, Westinghouse Elec. & Mfg. Co., Syracuse, N. Y.
A, F. Hills, Crouse-Hinds Co., Syracuse, N
Rodney Hitt, Electric Railway Journal, New York.
Walter Jackson, Electric Railway ]ouma] New York.
L. Janes, Am. Brake Shoe & Fdy. Co., Springfield, Mass .
Mrs. . L. Janes.
John C. Jay, Pennsylvania Steel Co., New York.
Mrs. John C. Jay.
F. D. Kathe, National Carbon Co., Cleveland, Olno
E. A. Kendrick, Matthews-Northrup Co., Buﬁalo, . Y
W. H. Kidder, New York.
W. A. Lake, Pantasote Co., New York.
Edward L. Lecds, Niles- Bément-Pond Co., New York,
Ray D. Lllhbrzdge, New York.
Mrs. Ray D. Lillibridge.
A. L. Linn, Jr.,, New York State Rys., New York.
Mrs. A. L. Linn, Jr.
H. B. Logan, Dossert & Co., New York.
Mrs. H. B. Logan.
Bruce E. Loomis, Fire Underwriters Electrical Bureau, New York.
J. McCullough, Coleman Fare Box Co., Buffalo,
James H. Mc(,raw Elcctric Railway Journal, New York.
Mrs James H. McGraw.
MacGoveln MacGovern, Archer & Co.; New York.
\«Vl]llam Marshall, Anglo-American Varnish Co., Newark, N. J.
Mrs, William Marshall.
F. D. Miller, National Brake Co., Buffalo, N. Y,
E. P. Morris, Elmer P. Morris Co., New York.
Mrs, E. P. Morris.
Frederic Nicholas, Electnc Railway Journal, New York.
Miss Helen Paddock, New Yoik.
J. . Pardee, J. G. White & Co., New York.
Mrs. J. H. Pardee.
E. F. Peck, Schenectady Ry. Co., Schenectady, N. Y.
Mrs. E, F. Peck.
Mrs. G. F. Perine, New York. .
H. N. Ransom, General Electric Co., Schenectady, N, Y.
Alexander Reed, U. S. Wood Preserving Co., New York.
J. A. Renton, Kerite Ins. Wire & Cable Co., New York.
W. B. Rockwell, Syracuse & Suburban Railroad, Syracuse, N. Y.
Mrs. W. B. Rockwell.
E. A. Rooney, Coleman Fare Box Co., Buffalo, N. Y.
W. G. Ross, Montreal St. Ry. Co., Montreal, Que
Ralph Sangcr, ‘Wonham, Magor & Sanger, New York.
C N. Ryan, East. Penna. Rys. Co., Pottsville, Pa.
W Sheldon, Standard Stcel Works Co., New York.
C Smith, New York.
Mrs. "C. E. Smith. | .
ames V. Smith, Galena Signal Oil Co., Cleveland, Ohio.
. Speer, Soeer Carbon Co., St. Marys, Pa.
. M. Standish, Electric Traction Weekly, New York.
. H. Stannard, G. M. Gest, New York.
H Stedman, Rochester Printing Co., Rochester, N. Y.
. S. Taylor, W. J. Jcandron, New York.
W. Trawick, General Electric Co., New York.
M. \Vakexnan, Electric Railway Journal, New York.
4L, V\/alkcl, Electric Railway Journal, Cleveland, Ohio.
Jolm Wallace, Electric Properties Co., New York.
Mrs. ]ohn . Wallace,
Mr. White, Montreal St. R. Co., Montreal, Que.
Ernst \Noltman, A. & J. M. Anderson Mfg. Co., New York.
Mrs. Ernst Woltman.

f"'-"!’"ﬂ‘—‘m';v.
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PAY-AS-YOU-ENTER CARS IN WASHINGTON

The Capital Traction Company, of Washington, D. C,, as
announced previously in these columns, is making an ex-
tensive experiment with pay-as-you-enter cars built under
the license of the Pay-As-You-Enter Car Corporation.
Last fall 39 cars of the pay-as-you-enter type were ordered
from the Cincinnati Car Company. Twenty of these cars
were received early in the spring of this year and were
immediately placed in service. The remaining 19 cars on
this order are now building, and will be delivered shortly.
In addition, the railway company altered last spring two
semi-convertible cars with 6-ft. platforms at each end for
pay-as-you-enter operation, and is now converting in its
own shops 1o more cars of the same type. The platform
and door arrangements of these converted cars are the
same as on the new pay-as-you-enter cars put in service this
year.
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News of Electric Railways

Cleveland Traction Situation

Although the Cleveland Railway made important con-
cessions to the city on Sept. 7, the administration has ob-
jected to the settlement proposed on the ground that the
rate of fare must not be agreed upon until after a valuation
of the property is fixed. The company desires to know
what the maximum fare is to be before appraising the
property again. The rates set forth in its communication
are the best that can be made, the officers believe, if the
company is to secure funds for putting the system in con-
dition to take care of the business properly. The following
suggestions for settlement were made by the company:

“License provision.—We concede the right of the city to
nominate a purchaser for the company’s property any time
after eight years from the date at which the ordinance
becomes operative, provided that the company be permitted
to retain its property in the event it is willing to accept as
small a return as the proposed purchaser, substantially as
provided in the Tayler ordinance.

“Arbitration under ordinance..—~We concede your proposi-
tion relating to the selection of arbitrators under the oper-
ation of the ordinance, and withdraw our request that no
arbitrator be an employee of the city or the company.

“Invalidity clause.~The drafting of an invalidity clause
to be referred to Judge Tayler, Judge Lawrence, Mr. Tolles
and Mr. Baker, by the form set forth in our letter of Aug.
25. The foregoing concessions are on the condition that
the Council agree to the following:

“Valuation.—The question of valuation to be submitted
to Judge Tayler at once, and that he be unhampered in
determining the true, just value of the property.

“Maximum rate of fare.—The maximum rate of fare to be
5 cents cash, including a transfer, or seven tickets for 23
cents, with one cent for a transfer; the initial rate of fare
to be 3 cents cash, with one cent for a transfer; the ordin-
ance to be so drawn as to rcquire double transfers on cross-
town lines, without additional charge.

“East Cleveland and interurban controversies—We sug-
gest that these matters be held in abeyance pending our
efforts to obtain new contracts.”

The reply of the administration, dated Sept. 9, first re-
hearses the items upon which the company made conces-
sions, and then states that the Council 1s willing to submit
the valuation of the property to Judge Tayler if the com-
pany means that he is to consider the physical and fran-
chise value only, excluding everything for good will and
going value. The administration claims that an agreement
between the city and the company already exists to the
effect that the valuation shall be made by items so far as the
parties at interest shall desire and that good will and
going value shall not be taken into consideration.

As to maximum fare, the administration also argues that
the company assented on Aug. 19 to the proposition that
the adjustment of this matter should be delaved until after
the valuation of the property has been made. The com-
munication states that this is a vital matter to the City
Council and that the city’s understanding of it should pre-
vail. The following form of submission to Judge Tayler is
suggested in the letter:

“The Council of Cleveland and the Cleveland Railway
unite in a request that you will, at your earlicst convenience,
and as sole arbiter, undertake the valuation of the physical
property and the uncxpired franchises of the Cleveland
Railway.

“The agreements reached between the company and the

Council are that the valuation is to be by items, to the
extent that either side requcsts, and that the 'subject of
valuation shall be the physical property and the unexpired
fralnchiscs of the company, excluding good will and going
value.
_ “The company and the Council will meet your wishcs
in the matter of time and place of hearings, and both.
through their representatives, will produce all available data
and evidence for your considcration.”

The administration agrees to the suggestion of the com-
pany rclative to the controversics with East Cleveland and
the interurban railways. The rcsult is almost sure to be
against the ideas of Mayor Johnson in securing a new con-
tract in East Cleveland. John R. McQuigg, Mayor of Fast
Cleveland was renominated on a platform that includes
standing for the contract that now cxists with the Cleve-
land Railway. A nomination is equivalent to election in
the village, as thcre was no opposition ticket nominated.
I'he members of the Council who were nominated all up-
hold Mr. McQuigg.

The question of who will be the opposing candidates for
Mayor in the coming municipal election was settled at the
primary election in Cleveland on Sept. 7. Mayor Johnson
is the choice of the Democrats and Herman C. Baehr the
choice of the Republicans. Mr. Johnson is now serving
his fourth term as Mayor. He was opposed this time by
F. W. Waltz, a Democratic Councilman, but easily de-
feated Mr. Waltz. Mr. Baehr was opposed by Frank M.
Chandler and also by Robert E. McKisson, who was Mayor
of the city 10 years ago. He did not win at the election
with the ease with which Mr. Johnson did. It is said to be
unlikely at this time that an independent candidate will be
nominated.

The report of the Municipal Traction Company for Au-
gust, issued by Receiver Warren Bicknell, follows: °

Gross CarniNgS s s« s iws i 55 G 5 55500 & § 5 G55 58 SH 88 5066 4 7 $575,923.19

MAINEENANIGE | « <gie o555« caov o 5 o okeres o s ommni 18 here 68 $112,228.67

Transportation «....ueeereeeesneneenenennanens 178,770.65

Generall EXPensSes e s« s mwm s s 56 EE ¢ 55 EREE § 6 EE 36,823.72 327,823.04
Net  €arnings . ..cuueeuneeeneerenenstnereenesanesearass $248,100.15

Deductions:

Rental Neutral Street Railway... $936.68

TEE898Y ©o00250000203200005000 24,778.08

Interest rental 38,589.22

Dividend rental :svossesenss s ims s s emms s o 73,378.00 137,681.98
S TUEDITISI 2. 50016 5o o a1 oo o6 5 s 815, 6 oo o 8 B oo ¥ § ey 01 = $110,418.17

The People’s Street Railway Company has been incor-
porated with a capital stock of $10,000 by Thomas J. Dolan,
Hugh McConnaughy, Robert Johnson, Francis Cottier and
Miles Dodd, all carpenters living in Cleveland. These
men are said to be of the opinion that a city system
can be operated by a company which will sell its stock at
$1 per share, each shareholder to have only one vote, re-
gardless of the number of shares he holds. They also
express the opinion that the present system in Cleveland
can be duplicated for $10,000,000, but have said nothing
about the amount of money that would be required to
rehabilitate the present system. )

Judge Tayler has granted an order allowing $600,000 of
street railway funds to the Cleveland Railway, to be applied
on its floating debt and has authorized the receiver to ex-
pend $125,000 for new cars and also to pay $75,000 to hold-.
ers of preferred claims against the Municipal Traction
Company.

Annual Meeting of the Massachusetts Street Railway
Association

The annual meeting of the Massachusetts Street Railway
Association was held on Sept. 8 and the following officers
were elected: Robert S. Goff, president; W. W. Sargent, first
vice-president; H. H. Crapo, second vice-president; Fred
H. Smith, treasurer; Charles S. Clark, secretary; Robert
S. Goff, W. W. Sargent, H, H. Crapo, Francis H. Dewey,
P. F. Sullivan, William S. Loomis, Edward P. Shaw, L. S.
Storrs, executive committee; E. S. Wilde, George A. But-
man, [enry E. Reynolds, auditors.

A committee consisting of James IF. Shaw, Elton S. Wilde
and Charles S. Clark was appointed to assign to each mem-
ber company one monthly meeting. The company thus
sclected 1s to be responsible for the meeting assigned to it,
is to bring before the meetling any subject relating to the
business that the company considers it advisable for the
association to consider, and is to provide speakers and
present papers for discussion. This plan was tried last year
with considerable success.

The itinerary for the tour of the members of the associa-
tion who propose to attend the convention of the American
Street & Interurban Railway Association at Denver was
adopted. It will include a trip to the Alaska-Yukon-Pacific
Exposition at Seattle, returning by the way of San Fran-
cisco, Los Angeles, and New Orleans.

Letters inviting the association to accept hospitality while
on its Western trip were read from G. W. Wattles, presi-
dent, Omaha & Council Bluffs Street Railway, Omaha, Neb.;
R. E. Hunt, assistant gencral manager, Utah Light &
Railway Company, Salt Lake City, Utah; Stone & Webster,
general managers, Secattle (Wash.) Electric Company, and
the Tacoma Railway & Power Company, Tacoma, Wash.;
R. H. Sperling, general manager, British Columbia Electric
Railway, Vancouver, B, C.; A. T. Goward, manager, British
Columbia Electric Railway, Victoria, B. C.; B. S. Josseclyn,
president, Portland Railway Light & P’ower Company,
Portland, Ore.; Charles N, Black, vice-president and general
manager, United Railroads, San [Ifrancisco, Cal.; G. W.
Wilder, manager, Santa Barbara (Cal.) Consolidated Rail-
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road; W. B. Tuttle, vice-president and general manager,
San Antonio (Tex.) Traction Company; Stone & Webster,
general managers, El Paso (Tex.) Electric Company, the
Houston (Tex.) Electric Company, Galveston (Tex.) Elec-
tric Company, and Baton Rouge (La.) Electric Company;
E. C. Foster, vice-president, New Orleans Railway & Light
Company, New Orleans, La.; Stone & Webster, general
managers, Paducah (Ky) Traction Company; T. Fitzgerald,
Jr., assistant general manager, Cincinnati (Ohio) Traction
Company.

Transit Affairs in New York

The Third Avenue Bridge Company, which was organ-
ized in the interest of the Third Avenue Railroad, New
York, to operate cars over the Queensboro Bridge from
Fifty-ninth street and Third avenue, New York, to Long
Island City, has filed with the Public Service Commission
estimates of the probable business that will result from
the operation of cars across the structure. The estimates
show that 1,000,000 passengers a year could be carried over
the line, 1.88 miles long, at a total cost with operating ex-
penses and fixed charges (including 6 per cent on the cap-
italization of $20000) of $123 per day. Three cars only
would be required to maintain this service on a 5-minute
headway, and to carry the necessary 2740 passengers a
day. Daily gross receipts, it is estimated, would be $137.
Estimates of a carriage of 2,000,000 passengers a year, or
5,480 passengers a day, show that but four cars would be
needed to handle the traffic on a 5-minute headway. At a
s-cent fare, including 2.6 cents to the Third Avenue Bridge
Company, and the remainder to the Third Avenue Rail-
road, gross receipts would amount to $52,000 a year, and
operating expenses, and including 5 per cent of gross re-

ceipts to the city, would leave a balance at the end of the-

year of $198.

Theodore P. Shonts, president of the Interborough Rapid
Transit Company, held the second of a series of confer-
ences on Sept. To with the members of the Public Service
Commission of the First District of New York on the
subject of proposed subway construction. On Sept. 14 the
Public Service Commission announced that it has made
plans for a new subway route to provide rapld transit for
the west side of Manhattan and to extend into Queens by
way of the Queensboro Bridge. The proposal will be pre-
sented to the Board of Estimate for approval immediately
and probably will be advertised for bids at about the same
time the Broadway-Lexington Avenue route is advertised.
Providing a connection with the new Pennsylvania Rail-
road station, the route is said to be favored by the Inter-
borough Rapid Transit Company, and is believed to have
been decided upon as the result of the conferences between
the commission and President Shonts, of the Interborough
Rapid Transit Company.

Bridge Commissioner Stevenson, of New York, has writ-
ten to the Board of Estimate asking for a special appro-
priation of $17,000 to install service with electric cars across
the Queensboro Bridge between TFifty-ninth street and
Third Avenue, New York, and Astoria, Long Island, until
such time as franchise arrangements have been made with
a railroad company to operate cars over the bridge. Com-
missioner Stevenson proposes at the outset an equipment
of 10 cars, maintaining a headway during the rush hours
of a 2-minute interval, and during the remainder of the
day as the traffic requires. The fares charged would be
similar to those on both the Brooklyn and Williamsburg
bridges—that is, 5 cents per round trip, or 3 cents per
single fare. Tt is estimated that at least 10,000 passengers
will use this line daily and that the receipts will pay for
the maintenance and operation of the line. Mr. Stevenson
would secure power from the New York Edison Company,
and rent cars at a fixed charge per day, including the cost
of maintenance, the cars to be returned to the company
leasing them when the operation of the road is discontinued
by the city.

The Chicago Wage Controversy

The referendum taken on Sept. 7 by the employees of
the Chicago City Railway resulted in the defeat of the
proposal of Walter L. Fisher, the city’s traction expert,
noted in the ELEcTric RAILWAY JOURNAL of Sept. 11, 1909,
page 411, by a vote of 1588 to 351. Representatives of the
employees announced that the proposed scale of wages was
defeated because of the length of time the contract would
be effective and because the contract provided for grading
the men into several classes.

When T. E. Mitten, president of the Chicago City Rail-
way, agreed to adopt the proposed wage scale providing it
was acceptable to the employees, he had an understanding
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with the committee representing the employees that if the
scale was rejected the men would agree to present the en-
tire controversy for arbitration. After the result of the
vote was made known Mr. Fisher issued the following
statement:

“I am afraid we have exhausted the possibilities of nego-
tiations. When one of the companies refuses to join in a
proposition because the wages are too high, and the men
employed on the other line reject the same proposition
because the wages are too low, there seems to be nothing
to do but to leave the entire matter to a board of arbitration
whose decision will be binding on both parties.”

John M. Roach, president of the Chicago Railways, was
in conference with the committee representing his em-
ployees on Sept. 10 and 11, when the matter of readjusting
the wage scale was again considered. During the confer-
ence an effort was made to decide upon an equitable plan
for arbitration. As soon as President Mitten of the Chi-
cago City Railway returned to Chicago on Sept. 12, after
an absence of several days, it was announced that joint
conferences would be held between the presidents of the
two railways and the representatives of the employees in a
further effort to refer the pending controversy to a beard
of arbitration.

At a recent conference it was pointed out that the Con-
solidated Traction Company may preclude the possibility
of settling the controversy by arbitration. This company,
which is a subsidiary of the Chicago Railways, is in the
hands of a receiver and is subject to the jurisdiction of
Judge Grosscup of the Federal Court. It is stated that the
judge will not agree in advance to be bound by any decision
regarding wages that might be reached by a board of arbi-
tration. The representatives of the employees of the
Chicago Railways have announced that they will not agree
to arbitration unless the decision reached by the board of
arbitration is made to apply to the employees of all the
surface lines of the city.

New Secretary for the National Electric Light Association

At a meeting of the New England section of the Na-
tional Electric Light Association, held at Newcastle, N. H.,
on Friday, Sept. 10, the election of Mr. T. Commerford
Martin as general secretary of the National Electric Light
Association was announced.

Mr. Martin is well known at present as the co-editor of
the Electrical World, of New York, and has been prominent-
ly identified with electrical journalism for the past 25 years
as editor of the Electrical World and of the Electrical Engi-
neer, which latter was incorporated with the Electrical
IVorld. He has also served as electrical special agent of
the United States Census Bureau for the past nine years,
and in this capacity had charge with Prof. E. Dana Durand,
now Director of the Census, of the street railway section
of the 1002 census. He has also attended many street rail-
way meetings, and owing to the close association between
the Electrical World and the ELEcTRIC RAILWAY JOURNAL has
been a frequent contributor to these columns.

Mr. Martin, who is past president of the American In-
stitute of Electrical Engineers and of the Engineers’ Club
of New York, was one of the founders of the Na-
tional Electric Light Association, and has been closely
associated with the activities of that body, which some
years ago, in recognition of his valuable services, conferred
upon him the distinction of an honorary membership.
The field of technical journalism will feel the loss of Mr.
Martin, as he has been an active member of it, and for
many years he has been considered its dean. But all techni-
cal journalists will congratulate the National Electric Light
Association upon securing Mr. Martin’s services. Under
his direction and leadership the association should widely
extend its sphere of usefulness, and be of much greater value
than even at present not only to its membership, but to the
field at large.

Annual Meeting of the Kansas Association

The annual meeting of the Kansas Gas, Water, Electric
Light & Street Railway Association will be held at Wich-
ita, Kan., on Sept. 23 and 24. A partial list of the papers
to be presented at the meeting follows:

“Correct Street and Interurban Railway Equipment,” by
E. T. Bronnenkamp, of the American Car Company.

“Scientific Illumination,” by F. B. Galloway, of the B-R
Electric Company.

“Sizes of Single-Phase Motors,” by Mr. Briscoe, of the
Wagner Electric Company

“Notes on Transformers,” by B. F. Eyer, Manhattan, Kan.

“Duties and Liabilities of Electric Companies,” by John
C, Nicholson, Newton, Kan.
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“Series—Tungsten Lamps for Street Lighting,” by W. E.
Sweezey, Junction City, Kan.

“Transformers,” by JI. L. Buchanan, General Electric
Company. .

“Tungsten Lamps,” by Mr. Benson, General Electric
Company.

The official program follows:

September 23—10 a. m.: Roll call; address of welcome by
Hon. C. L. Davidson, Mayor; reply by association presi-
dent; president’s address; papers. 12:30 p. m.: Adjournment
for lunch. 1:30 p. m.: Papers; discussion. 5:30 p. m.:
Adjournment. 6 to 8 p. m.: Banquet by United Electric
Company. 8:15 p. m.: Electrical display and parade by
“Peerless Prophets.”

September 24—9 a. m.: Roll call; papers; discussions; new
business; election of officers; query box. 11:30 a. m.: Ad-
journment. Automobile and street railway ride to power
plants, water works, telephone plants, parks and other points
of interest. Afternoon: Races at the Fair Grounds. Eve-
ning: Humbug circus; free street parade, followed by reg-
ular performance at the Fair Grounds. '

Dinner of Railway Business Association.—The executive
committee of the Railway Business Association announces
that the association will begin its second year with a sub-
scription dinner on the evening of Oct. 20, 1909, the com-
mittee having postponed the annual meeting in New York
to that date. The keynote of the occasion will be “The
Public Be Pleased,” a pronouncement which is expected to
have a beneficial effect on the public mind and to assist
materially in lessening permanently the agitation against the
railroads. Tickets for the dinner, which will be held at the
Waldorf-Astoria, will be $10 a cover, and can be subscribed
for only by members of the association. Frank W. Noxon,
2 Rector Street, New York, is secretary of the association,

Relief Association of Interborough Rapid Transit Com-
pany.—The annual report of the Interborough Rapid Tran-
sit Company contains a statement regarding the operations
of the voluntary relief association of that corporation, from
the time of its organization on Feb. 1, 1907, to June 30,
1909, inclusive. During this period, the receipts were
$164,677, of which $100,033 was received in contributions
from the Manhattan Railway division, $41,878 from the sub-
way division and $11,174 from the general office. The re-
ceipts include also $10 ‘“conscience money.” The dis-
bursements during this period aggregated $113,514, divided
as follows: Manhattan Railway division, $84,536; subway
division, $27,378; general office, $1,600. The balance of
$51,163 remaining on June 30, 1909, was divided between
$17,732 cash and $35000 par value Manhattan Railway
consolidated mortgage 4 per cent bonds valued at $33,431.
The operating expenses paid by the company up to June
30, 1909, were $38,520. There had been admitted to mem-
bership on June 30, 1909, a total of 8226 employees, of
which 3087 had withdrawn, due to resignation, dismissal,
death or other causes, leaving a balance of 5139, com-
prising 5414 per cent of the total number of employees of
the company.

Hearing on Proposed Elevated Changes in Boston.—The
Massachusetts Railroad Commission gave a public hearing
on Sept. 8 at its offices in Boston on the petitions of the
Boston (Mass.) Elevated Railway for approval of changes
in the elevated stations at Dudley Street, Sullivan Square,
Dover Street and the South Station. Geo. A. Kimball, chief
engineer of the bureau of elevated and subway construction,
explained the proposed alterations. At Sullivan Square
provision is to be made for bringing the traffic from the
Malden extension into the city, with platform enlargements
and the erection of a new westerly platform outside the
station for loading in-bound trains.” A surface car loop is
to be constructed in the westerly half of the station, in
place of the present stub-track arrangement. At Dudley
Street additional platform and waiting-room accommoda-
tions are to be provided in the center of the present surface
car loop. At Dover Strcet the principal changces are the
adaptation of the station for 8-car train service and the re-
location of stairway. A middle siding’is to be installed at
the South Station to facilitate shuttle scrvice between that
point and the North Station. There was no opposition to
the proposed changes and the board took the matter under
advisement.

Formal Subway Proposal in Chicago.—Thc enginecring
and contracting firm of George W. Jackson, Inc., formally
presented its proposal to build a subway systcm in *Chi-
cago, cstimated to cost $80,000,000, to the city on Sept. 7,
when it addressced the following Ictter to Ifrancis 1. Con-
nery, City Clerk, with the rcquest that the matter be pre-
sented to the Council: “George W. Jackson, Inc., most
respectfully request your kind consideration relative to be-
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ing allowed to ‘submit to a committee of the City Council
as to our financial ability to construct a comprehensive
subway for the City of Chicago. We are in a position to
proceed at once with the construction of 12 miles of sub-
way in the territory bounded by Chicago Avenue on the
north, Twenty-sccond Street on the south, Halsted Street
on the west and Michigan Avenue on the east; also for the
construction of 8o miles, as follows: North to Buena Park,
northwest to Logan Square, west to Fifty-second Avenue,
southwest to Kedzie Avenue and Thirty-fifth Street and two
branches south to Scventy-fifth Street. In requesting your
consideration of the above, we do so after mature delibera-
tion as to our ability, both financially and otherwise, to
construct a system without cost to the city, and at the same
time to give the city the right to take over the system when
in a position to do so.”

Valuing Franchises in Detroit.—Prof. Henry C. Adams,
of the University of Michigan, who has been re-
tained by the Committee of Fifty, at Detroit, to
appraise the franchises of the Detroit United Railways,
said recently that he proposed to submit to the commit-
tee shortly for approval a general plan for the work
which he is to do and an outline of the principles that
govern the local situation in Detroit. Prof. Adams was
quoted in the Detroit Journal as stating that the esti-
mate of the present value of a franchise is a problem in
exact mathematics. He is reported to have said: “If the
physical valuation is accurate, and if the figures from the
books of the Detroit United Railways on traffic are cor-
rect, the estimate of the franchise value can be made with
precision. The actual calculation could be done by ac-
countants. The problem is a rental one, so to speak. A
franchise is like a rent. It is the right to do a certain thing
for another’s property at a given time. If a firm puts a cer-
tain amount of money into a street car system, pays its
operating expenses, and takes in only enough to cover the
cost, there is no franchise value. If there is a surplus there
is a franchise value. The franchise value is its value to
the man who has it.”

Exhibit of New York Commission at State Fair.—Invited
by the State Commissioner of Agriculture of New York
to make an exhibit at the State Fair at Syracuse, which
opened on Sept. 13, the Public Service Commission of the
First District of New York sent to the fair a set of charts
and statistics to show the magnitude of the regulation prob-
lem which is before it in the fields of transportation, gas
and electricity in New York City, as well as the phenomenal
growth of travel and tremendous increase in consumption of
gas and electric current. A representative of the commission
was present during the week to explain the various details
to those interested. Among the exhibits were a profile chart
showing hourly ticket sales on subway and elevated lines,
the ferries and bridges over the East River; a large map
of New York City showing all the street railways within the
city limits; two large frames containing several photographs
illustrating methods of construction used for the present
subway; two large frames containing photographs showing
the fender tests held at Schenectady and Pittsburgh last
fall, and other maps and charts all bearing cn the work of
the commission. In addition, the commission distributed
a pamphlet of 16 pages explaining the jurisdiction and work
of the body and covering some of the principal matters
disposed of during the last two years.

Sale of The Iron Age.—Announcement is made of the sale
by the David Williams Company of The Iron Age and the
business of the David Williams Company, including The
Metal Worker and Carpentry and Building, to Charles T.
Root, I. A, Mekeel, C. G. Phillips, and William H. Taylor.
All of these gentlemen have a high reputation as successful
publishers of technical papers. Messrs. Root, Mekeel and
Phillips havce long been associated together in the Root
Newspaper Association, which publishes thc Dry Goods
Economist, the leading paper in the dry goods trade. Mr.
Taylor was recently the owner of The Engineer, now con-
solidated with Powver, and was formerly the publisher of The
Hub, a carriage paper. For a long timc he was Western
manager of the STREET RAILWAY JOURNAL. The Iron Age
is the leading publication of the iron and steel industry. It
was foundcd at Middletown, N. Y., in 18509, by John Wil-
liams, as the FHardware Man's Newspaper. Subsequently
the name of the paper was changed to The Iron Age. In
1868 David Williams, a son of the founder, took possession
of the property, but in the meantime the headquarters of
the journal had been transferred to New York. Charles T.
Root, of the Root Newspaper Association, has announced
that there will be no change in the staff, policy or method
of publication of the paper. Charles Kirchhoff, who has
been editor of The Ivon Age for many years, is to remain
with the paper as are also Gcorge W. Cope and A. L.
Findley, associate editors.
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Financial and Corporate

New York Stock and Money Market

September 14, 1909.

The stock market has finally settled down after the ex-
citement and uncertainty attendant upon Mr. Harriman’s
illness and death, and is now fairly active in trading and
undeniably strong in tone. There is ample evidence that
the powerful leaders of finance realized that demoralization
was possible and took charge of the situation. The market
at present seems safely within their grasp, and evidently
no bear attacks will be tolerated. To-day there was a re-
newal of rumors that the hard coal roads were on the verge
of distributing extra dividends, and this caused strength in
the entire list. Traction stocks have been very dull and
prices have been practically unchanged.

The bond demand is less insistent and the money market
has shown an increase in loans with a slight advance in
rates. Quotations to-day were: Call, 214 to 3 per cent;
9o days, 334 to 4 per cent.

Other Markets

The feature of the week in the Chicago market was the
sudden and unexplained drop in Subway stock. After hav-
ing been under selling pressure for several days the price
declined Sept. 13 to 1o, and there was evidence of heavy
liquidation by insiders. To-day the market was a trifle
stronger, but the close was at I154.

In the Philadelphia market there has been less intcrest
in traction securities than heretofore. There has been but
little offering of Rapid Transit and Union Traction stocks.
Prices, however, have remained unchanged.

Massachusctts Electric issues have been somewhat active
in the Boston market and the tone has been distinctly
stronger. DPrices havc advanced a little, but a good de-
mand exists for the stock.

In Baltimore, practically nothing has been done in trac-
tion stocks. Even the United Railways bonds have been
dull. Prices have remained about the same.

Quotations of various traction securities as compared
with last week follow:

Sept. 2 Sept. 14.

American_ Railways Company...........oeeuuurnennn... ve gl a6y
Aurora, Elgin & Chicago Railroad (common)............. *47% aso
Aurora, Elgin & Chicago Railroad (preferred)............. *925 ags
Boston Elevated Railway.....oevuveeerreeeeennnnnnnennn, 1204 127%
Boston & Suburban Electric Companies................... *18 *r8
Boston & Suburban Electric Companies (preferred) .. oo *72Y5 %94
Boston & Worcester Electric Companies (common) . arg arg
Boston & Worcester Electric Companies (preferred) as4 as4
Brooklyn Rapid Transit Company.................. 78% 767%%
Brooklyn Rapid Transit Company, 1st pref., conv. 4S5 easn . 867% 861,
Capital Traction Company, Washington................... ar36ls aiz6
Clicaga City RailwaYica s ainre s oioe o5 B0 e s o s e o ot ai180 aigo
Chicago & Oak Park Elevated Railroad (common)......... *3 *3
Chicago & Oak Park Elevatcd Railroad (preferred)........ *12 *12
Chicago Railways, pteptg, ctf. T....e.eeueernenennnnn. 5

Chicago Railways, pteptg, ctf. 2............

Chicago Railways, pteptg, ctf. 3...uveeeeeeeeennnnnnnnnn.n,

Chicago Railways, ptcptg, ctf. 4s

Cleveland Railway . ...vuuvniivnen o ernnnnnnnnnn. vase Ay *78
Consolidated Traction Company of New Jersey............ az7¥s arz¥
Consolidated Traction of N. J., 5 per cent bonds........... a1o6% aro6ls
Detroit United Railway ..... S5 5 5 8 SR B RSk B % 6B pmal = ol ez et azs
General Electric Company ..........o.oeeeerrnnronnnnnon. 16615
Georgia Railway & Electric Company. (common). 9114
Georgia Railway & Electric Company (preferred) agy
Interborough-Metropolitan Company (common). .. 14Y
Interborough-Metropolitan Company (preferred). . s ¥ 4613
Interborough-Metropolitan Company (4%s)........... o 5 83
Kansas City Railway & Light Company (common)......... a48 46
Kansas City Railway & Light Company (preferred)....... a8z a82
Manhattan Railway ..... SR 45 5 25k mgarn, e e el o oo et o1 6 a143% arsq4
Massachusetts Electric Companies (common).............. 1614 17
Massachusetts Electric Companies (preferred)..... SUSIE § W 78 77%
Metropolitan West Side, Chicago (common).............. a8 a16
Metropolitan West Side, Chicago (preferred).............. aso a49
Metropolitan Strcet Ratlway ......oeeeeveeeeenerennnennn. azq az2q
Milwaukee Electric Railway & Light (preferred)........ e *110
North American COMPANY wevc s oot s o sanmes Q2 ZOT 0D v 83% 83%
Northwestern Elevated Railroad (common)................ azo az20
Northwestern Elevated Railroad (preferred)............... ay1 ayo
Philadelphia Company, Pittsburg (common).............. 48 2487
Philadelphia Company, Pittsburg (preferred).... o

Philadelphia Rapid Transit Company 55 %

Philadelphia Traction Company .......

Public Service Corporation, 5 per cent col.

Public Service Corporation, ctfs .....eoveveeen...

Seattle Electric Company (common)............

Seattle Electric Company (preferred)...........

South Side Elevated Railroad, Chicago.........e.........

Toledo Railways & Light Company.........c.ouoveeeunnnn..

Third Avenue Railroad, New York.......c.e0vuriveenn... 22 221
Twin City Rapid Transit, Minneapolis (common)......... 109 108%4
Union Traction Company, Philadelphia.................... 54 as4
United Railways & Electric Company, Baltimore.......... a3l a3y
United Railways Inv. Co., San Francisco (common)........ aq 47
United Railways Inv. Co., San Francisco (preferred)....... 62 7634

Washington Railway & Electric Company (preferred)...... agz a93
Washington Railway & Electric Company ,preferred)....... ag2 a93

West End Street Railway, Boston (common)....... § 98

West End Street Railway, Boston (preferred).......... 108%4

Westinghouse Electric & Manufacturing Company 0 85

Westinghouse Elec. & Mfg. Co. (1st pref.)........ a133%
aAsked. *Last sale.
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Annual Report of the Interborough Rapid Transit Company

A statement of the earnings and expenses of the Inter-
borough Rapid Transit Company of New York for the last
two years, contained in the annual report to sharecholders
for the 12 months ended June 30, 1909, is as follows:

Year ended June 30— 1909 1908 Increase
Earnings from operation.... $25.775,392.44 $24,059,299.40 $1,716,003.04
Operating expenses ........ 10,747,443.20  10,722,604.66 24,748.54
Net earnings ......... $15,027,949.24 $13,336,604.74 $1,601,344.50
Other income ..... P $1,384,643.73 $1,220,170.55 $164,473.18

Gross income ..... voos $16,412,592.97 $14,556,775.29 $1,855,817.68

Interest on bonds and 3-year

gold notes, rentals and .
amortization charges..... $5.822,062.54  $5,069,649.62 $753,312.92
TAKES = ¢ ¢ 6 wmn s o5 o i e i 1,799,807.31 1,586,466.31 213,341.00
Total interest, rentals
atid, TAKES) 24 o0 einanee $7,622,769.85  $6,656,115.93 $966,653.92
Balance ..... ceeveeees $8,789,823.12  $7,900,659.36 $889,163.76
Manhattan guarantee (7 per
cent. per annum)........ 4,200,000.00 4,200,000.00 +iiieeiinann
Net income ......... .. $1,589,823.12  $3,700,659.36 $889,163.76
Dividend (9 per cent. for one
VEAT) treroerneonooannans $3,150,000.00  $3,150,000.00 .¢.vreernann
Total veseosmasssmmuss $7,350,000.00  $7,350,000.00 +steerennann
SHIPHIS  siies 60 wisiom oo .o $1,439,823.12 $550,659.36 $889,163.76
Per cent. expcnses to earnings: b
Excluding taxes 41.69 44.57 *2.88
Including taxes .. . 48.68 51.16 2.48
Passengers carried......... 514,680,342 483,285,640 31,394,702
Daily average passengers
CARTLEA, iwzos e o o wiosel alatomeleta s 1,410,083 1,320,452 89,631
*Decrease.

The total number of miles of single track operated at
the end of the fiscal year was 199.99. T. P. Shonts, the
president, says in his statement to shareholders: .

“While gross earnings increased 7.13 per cent, operating
expenses increased only 0.23 per cent. This favorable result
was due to economies brought about by changes in the
organization; the correction in 1908 of defective design in
the subway equipment, reducing the cost of maintenance;
the manufacture in our own shops of a large number of
repair parts heretofore bought in the open market; the
inauguration of an improved method of inspection and
general overhauling on a car mileage basis; the change
during the year 1908 from hand to automatic fire stoking
in the Fifty-ninth Street power house and the introduction
of a new and less expensive system of handling the coal
and ashes, and to a material reduction in the amount paid
out for injury and damage claims during the year.

“It is perhaps timely to explain here the new conditions
surrounding the issue of securities since the enactment of
the Public Service Commission’s law in 1907. The Public
Service Commission has jurisdiction over the issue of all
railroad securities of every description and can prescribe the
manner in which the proceeds are to be expended, and for
thc purpose of arriving at a determination with respect
thereto has full authority to examine the books, papers, con-
tracts, etc., of the company and to call any witnesses neces-
sary to a complete understanding of the company’s financial
condition and responsibility. In making this examination in
connection with the above issue of 45-year bonds, by reason
of its being the first for which application had been made
since the inauguration of the commission, an unusual de-
gree of care was exercised not only with respect to the
necessity of the issue and the adequacy of the collateral,
but a thorough examination of the physical condition of the
property and the earning power of the road was made, by
the commission’s experts, with a view to ascertaining the
sufficiency of the company’s assets for securing the pay-
ment of its obligations for such refunding purposes and its
ability to meet its engagements in connection therewith.
These bonds, therefore, have the benefit of the Public Serv-
ice Commission’s approval. )

“Fire insurance is carried on all rolling stock, materials
and supplies, shops, storehouses and on miscellaneous build-
ings. Inspections are continuously made as a means 9f
reducing risks to a minimum, and regular and systematic
fire drills of employees are held bi-monthly in every yard
and storehouse. In a recent bulletin the Fire Underwriters’
Bureau reported: ‘The properties of the company are in
good condition, and equipment is as good as any in this
country.” As a consequence your insurance is secured at
the lowest rates.

“Your company owns and controls between $4,000,000
and $5,000,000 worth of real estate not required tor oper-
ating purposes. A considerable part of this real estate is
owned by the Manhattan Railway Company, and under
the terms of the lease the proceeds can only be expended
for the payment of its obligations and in making improve-
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ments on its lines. All of this property will be sold from
time to time, as favorable opportunity offers, and the pro-
ceeds applied for the corporate purposes of the respective
companies. Several pieces of property not required for
purposes of operation have been rented or sold on advan-
tageous terms during the past year, and other sales and
leases are in process of negotiation.

“The structures, equipment and other property of your
company have been maintained throughout the year at the
highest standard of efficiency.

“For the purpose of securing a more efficient and cconom-
ical administration of the company’s affairs practically a
new organization was created, effective in part with the
present fiscal year. Some of the departments were con-
solidated, others eliminated and in still others radical
changes were made. A new department was created to in-
clude the purchase of materials and supplies, insurance,
rentals and real estate, and placed in charge oﬂ a vice-
president, and the law department was reorganized apd
placed in charge of a counsel and a general attorney, with
a view to reducing outside legal expenses. The wisdom of
this course is reflected in the reduced cost-of operation dur-
ing the past fiscal year and in greater efficiency and co-
operation between all departments in the transaction of the
company’s business.

“A short time after the opening of the subway for opera-
tion and the inauguration of regular train service it became
apparent that the junction at Ninety-sixth Street and Broad-
way was the controlling factor in our efforts to obtain the
full maximum track capacity, the number of trains which
could be operated through the entire length of the subway
being regulated by the number of trains which could be
operated through this junction.

“After considering and experimenting with a number of
plans and devices, all more or less expensive and unsatis-
factory, the difficulty was finally overcome, at small ex-
pense, through the installation of automatic speed control
signals invented by the signal engineer of your company,
permitting the operation of trains under closer headway in
and out of the Ninety-sixth Street station. The capacity
of that particular section was thus brought to a parity with
the balance of the line and the company enabled to ma-
terially increase the train service of the subway. Since the
installation of these signals at Ninety-sixth Street arrange-
ments have been made for their installation at all points in
the subway where it is possible to provide additional train
capacity.

“With a view to increasing the power supply of the Fifty-
ninth Street power house there was installed during the
past year a low-pressure steam turbine, planned to operate
in connection with the present reciprocating engines. The
tests made on this combination unit of low-pressure turbine
and reciprocating engine were eminently successful, greatly
surpassing our expectations of a saving of 15 per cent over
the best steam turbines and 20 per cent over the best
reciprocating engines. As a result of this economy in
power production the installation of low-pressure turbines
can be extended to include all of the units in our power
houses. When installed the capacity of power houses will
have been increased 8o per cent at a cost of $35.50 per kilo-
watt installed, as against $87 per kilowatt installed with
steam turbines only. This increased capacity can be se-
cured without any additions to the present buildirigs of the
company.”

Injuries and damages during the year were as follows:

Ber

. . ) 1909 1908 Decrease  cent.
Claims, suits and judgments..$222,088.34 $261,514.30 $39,425.96 15.
IEXDENSEE ae ¢4 a5ie 55 4 5000 2 45 o0 105,417.19 116.916.56 11,499.37 9.8
Total accident eost...... $327,505.33 $378,430.86 $30,025.33 13.4

Mr. Shonts adds: “With an incrcase of 31,304,702 in the
number of passengers carricd, there was a decrease of one
in thc number of persons injured and a decrease of over
$50,000 in the amount cxpended. In the courts with 347
cascs tried and settled this ycar as against 345 last ycar,
there was a decreasc in the aggregate verdicts of 35.4 per
cent. The policy of quick scttlements rcduced the number
of actions brought in the courts of record 6 per cent, al-
though there was an increase of 12 per cent in all of the
courts, due to a larger amount of petty aetions brought in
thc municipal courts. But the volume of active litigation
pending was ncvertheless reduced 25 per cent during the
ycar by trials and compromises.”

“An independent firc-sprinkler system has been installed
in the 150th Street and Eighth Avenue clevated yard, at a
cost of approximately $90,000. This system provides for a
line of sprinklers in the aisles between tracks, operated by
clectrical motors controlled from a eentral tower, as well
as independently from any point in the yard, the locating of
two 50,000-gallon storage tanks on towcrs and the installa-
tion of two 1500-gallon clectrically driven centrifugal pumps
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for drawing water from a crib in the Harlem River. As an
additional protection a concrecte wall will be constructed to
replace the present east wall of the inspection shed in this
yard and a concrete floor on the structure covering an area
150 ft. x 400 ft. An independent automatic sprinkler system
bhas been installed in the subway car storage yard under
Broadway, between 137th and 145th Streets, at a cost of
approximately $15,000. This system provides for a line of
aisle sprinklers in the center between all tracks and be-
tween the outside tracks and the wall of the subway, con-
taining 1600 sprinkler heads and having four direct con-
nections with the city mains, the pipes to which will at all
times be at city main pressure.”

The work of the Voluntary Relief Association is de-
scribed at length and Mr. Shonts adds:

“In addition to this your board of directors re-
cently appropriated the sum of $50,000 for the construction
of terminal buildings for the-better accommodation of em-
ployees. These buildings, which will be located at the prin-
cipal terminal points, will contain reading and smoking
rooms, kitchens, shower baths and toilets, and will be de-
signed to make the surroundings and influences as comfort-
able and wholesome as possible. August Belmont has do-
nated $10,000 for the purpose of fitting up the reading
rooms and providing them with a full equipment for club
purposes.

“The subject of taxation as affecting the transportation
corporations of this city is one calling for constant con-
sideration. Under the existing State and Federal laws this
company is now subject to three distinct forms of taxa-
tion:

“1, A State tax of 1 per cent upon the gross earnings of
the corporation from every source; and in addition, if the
corporation has declared dividénds in excess of 4 per cent,
a tax of 3 per cent upon the excess dividends so declared.

“2, City taxation, divided into

“(a) Tax upon real estate, which is the ordinary land tax;

“(b) Tax of 5 per cent upon the net income of the Ninth
Avenue line of the Manhattan Railway; and

“(c) The special franchise tax upon the intangible right
of the company to operate in the public streets of the city,
to which is added the tangible value of the property actually
located in the streets. No fixed rule has ever been laid
down by the State Board of Tax Commissioners from which
the value of the special franchise may be determined. A
case, however, is now pending in the Court of Appeals
which may be expected to throw some light upon this ques-
tion. In the case of the Interborough company the burden
of taxation is considerably lightened by the fact of the city
ownership of the property and the statutory exemption from
taxation conferred by section 35 of the rapid transit act.
In the case of the Manhattan Railway, however, where no
exemption is given by law, the assessment of the special
franchise has increased out of all proportion to the increased
earnings of the property—that is to say, from a valuation of
approximately $42,000,000 in 1903 to $78,500,000 in 1908-
1909. The franchise taxes against the Manhattan company
to date have been paid, under protest, for economical reas-
ons. They are, however, being contested in the courts, and
to the extent that they may be held to have been unjusti-
fiably levied must be refunded by the city, with interest at
6 per cent.

“3. In addition, there is now imposed by recent act of
Congress a spccial excise tax of 1 per cent upon the net
income of all corporations in excess of $5,000.

“The disproportion between the burden of taxation borne
by the public service corporations of this and those of other,
States and between such corporations here and individual
taxpayers is manifest. It is a serious obstaclc in the way
of the development of the rapid transit facilitics in this city.
Indeed no prudent plans for the development of these
facilities can disrcgard thc excessive taxes now imposed on
traction properties in this city or, in connecction with the
heavily increased cost of new eonstruction, safcly assume
its burden.”

Regarding the subway and clevated extensions which the
company desires to make, Mr. Shonts says:

“These plans were prepared for the purposc of developing
a unified and comprehensive rapid transit subway system,
to be owned by and come into the posscssion of the city
at the termination of present operating leases, and with the
further purpose of affording the best possible basis for future
extensions into the undeveloped scetions of Greater New
York. It has scemed to your dircetors that such a system,
with a corresponding clevated system, operated under one
experienced management, with one s-cent fare over all of
the ncw and old subways, transferring passengers at con-
venient points, and one 5-cent fare over all of the new and
old eclevated lines, transferring passengers at convenicent
points, would rcpresent the highest form of rapid transit
development.”
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Investigation of Bridge Operating Company

The investigation of the Bridge Operating Company by
the Public Service Commission of the First District of
New York was continued on Sept. 9. As stated in the
ELectRIc RAILWAY JOURNAL of Sept. 11, 1909, page 413,
Edwin W. Winter, president of the Brooklyn Rapid Transit
Company; C. D. Meneely, secretary and treasurer of that
company, and G. I. Hunt, auditor of the Bridge Operating
Company, were sworn by the commission as witnesses on
Aug. 31. On Sept. 9, Marvyn Scudder, special accountant
for the commission, and Howard Abel, auditor of the Brook-
lyn Rapid Transit Company, were the principal witnesses.
Mr. Scudder gave a list of the Bridge Operating Company’s
financial transactions since its incorporation in 1904. He
said:

“The books of the company show that the total receipts
from the day of the beginning of operation, June 12, 1904,
to Dec. 31, 1905, were $149,008.45 and that the total receipts
from every source, excluding stock subscriptions, from the
date of operation to June 30, 1909, were $822,609.33. De-
ducting the taxes and operating expenses from that amount
the remainder, $301,363.53, represents the net receipts, or
$78,000 a year approximately. The capital stock of the com-
pany is $100,000, so that the profit is about 78 per cent
annually, since there is no fund for depreciation.”

George D. Yeomans, counsel for the Brooklyn Rapid
Transit Company, admitted the truthfulness of the state-
ment made by Mr. Scudder regarding the earnings of the
Bridge Operating Company, but both he and Williain Mas-
ten, representing the Metropolitan Street Railway, said that
to permit the figures to be presented before the public in
the form in which Mr. Scudder had arranged them would
convey a wrong impression, and Mr. Yeomans asked to be
allowed to offer a.statement in explanation. Cominissioner
Maltbie acceded to the requests, though he made it clear
to the attorneys that whatever testimony they introduced
would not affect the attitude of the commission in the
present investigation of the Bridge Operating Company.
Mr. Yeomans replied that he did not believe it just to
consider the operating company distinct from the Brooklyn
Heights Railroad and the New York City Railway. Through
Howard Abel, Mr. Yeomans submitted a statement showing
the cost of operating across the bridge and the losses sus-
tained in the past five years. Mr. Yeomans said:

“The Bridge Operating Company is merely the agent of
the two controlling corporations, and if each of the com-
panies was running the local cars directly, the profit on
this line would not be considered great because it would be
offset by the loss which each of the companies sustains in
the through service across the bridge. This loss is far
greater than the profit on the operating line and we should
be given a chance to get that evidence on the record, and
also the fact that since the ferries at the foot of Broadway,
Brooklyn, shut down the loss to the Brooklyn Rapid Transit
Company in the through service is greater than ever.”

Albany & Hudson Railroad, Hudson, N. Y.—The property
of the Albany & Hudson Railroad was sold under fore-
closure on Sept. 8 at Hudson to I. W. Day, secretary of the
reorganization committee. The plan of reorganization re-
cently approved by the Public Service Commission of the
Second District of New York was declared operative some
time ago. This plan was outlined in the ELEcTRIC RAILWAY
JournaL of July 31, 1909, page 191. The Albany Southern
Railroad was incorporated on Sept. 14 with the Secretary
of State at Albany, as a reorganization of the Albany &
Hudson Railroad. The new company has a capital of
$3,475,000, of which $2,100,000 is preferred stock and $1,375,-
000 common stock. The company’s principal office is in
Rensselaer. The directors are: W. R. Gross, H. A. C.
Smith, Charles H. Werner, A. M. Young, Irvin W. Day, L.
B. Grant, C. M. Congdon, New York; C. L. Rossiter, Brook-
lyn, and Myron T. Herrick, Cleveland, Ohio.

Boston (Mass.) Elevated Railway.—It is stated that a
Boston financier who is a director in a number of street
railways in New York and Massachusetts has quietly ac-
cumulated by purchase in the open market 10,000 shares of
the stock of the Boston Elevated Railway and has become
the largest holder of the stock of the company. James J.
Bright, Cambridge, Mass., is understood to be the second
largest holder with 2400 shares. There are only nine stock-
holders of the company who own more than 1000 shares
of the stock of the ccmpany.

Burlington County Railway, Mt. Holly, N. J.—On appli-
cation of the Bougher Estate of Philadelphia, which owns
the controlling interest in the Burlington County Railway,
Judge Rellstab in the Federal Court at Trenton, N. J., has
appointed John G. Horner, Mt. Holly, receiver of the com-
pany.
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Centerville Light & Traction Company, Centerville, Ia.—
Frank S. Payne, president and general manager of the
Centerville Light & Traction Company, and D. C. Bradley
have purchased the interest of T. P. Shonts, New York,
vice-president of the Centerville Light & Traction Com-
pany, and of C. P. Campbell, Chicago, secretary and treas-
urer of the company, in the company, and new officers have
been elected as follows: Frank S. Payne, president; Mrs.
C. M. Bradley, vice-president; Mrs. Grace Payne, secretary;
D. C. Bradley, treasurer.

Columbus Railway & Light Company, Columbus, Ohio.—
The Columbus Railway & Light Company has declared a
quarterly dividend of 34 of 1 per cent, payable on Oct. I to
holders of common stock of record Sept. 15, thus in-
creasing the dividend rate to 3 per cent per annum. Since
Jan. 15, 1906, the Columbus Railway & Light Company has
paid regular dividends at the rate of 2 per cent per annum
on its common stock.

Columbus, Marion & Bucyrus Railroad, Marion, Ohio.—
On the petition of the Cincinnati Trust Company, Judge
Babst, on Sept. 8, appointed George Whysall, general man-
ager of the Columbus, Marion & Bucyrus Railroad and
the Columbus, Delaware & Marion Railway, and Eli West,
Columbus, Ohio, receivers of the Columbus, Marion &
Bucyrus Railroad. The petition of the Cincinnati Trust
Company states that the Columbus, Marion & Bucyrus
Railroad is indebted to it in the amount of $7,500 for money
borrowed and that $12,500 is due on the bonds. The bonds
and interest are guaranteed by the Columbus, Delaware &
Marion Railway, which is also in the hands of Mr. Whysall
and Mr. West as receivers, so the systems will be operated
as in the past, with some possible betterments between
Marion and Bucyrus.

Duluth-Superior Traction Company, Duluth, Minn.—An
initial dividend of 1 per cent has been declared on the
$3,500,000 common stock of the Duluth-Superior Traction
Company, payable on Oct 1, to holders of record Sept I5.

Houghton County Traction Company, Houghton, Mich.—
An initial dividend of 2 per cent has been declared on the
$750,000 of common stock of the Houghton County Traction
gomparéy, payable on Oct. 1, to stockholders of record

ept. I1o.

Norwich & Westerly Railway, Norwich, Conn.—On Sept.
1, the Norwich & Westerly Railway defaulted in the pay-
ment of the interest on its issue of $750,000 of first mort-
gage 5 per cent bonds. It is stated that a tentative plan
of reorganization, to which more than two-thirds of the
bondholders and three-fourths of the general creditors have
informally assented, has been framed. This plan, so it is
said, calls for a considerable reduction in the volume of
fixed charges, and if the plan is accepted foreclosure pro-
ceedings will not be instituted.

Second Avenue Railroad, New York, N. Y.—Judge La-
combe, in the United States Circuit Court, in the suit of
the Guaranty Trust Company for the foreclosure and sale
of the Second Avenue Railroad, has handed down an order
extending the time for the complainant to take its chief
testimony in the case until 30 days after the service of no-
tice by the solicitors for any of the defendants. The de-
fendants are the Second Avenue Railroad, the Metropolitan
Street Railway, the Norton Trust Company, the Pennsyl-
vania Steel Company and the Degnon Construction Com-
pany.

Springfield (Mass.) Street Railway.—The proposed con-
solidation of the Springfield Street Railway and the Western
Massachusetts Street Railway was not opposed at the hear-
ing before the Railroad Commission on Sept. 8. Bentley
W. Warren, Boston, represented the companies at the hear-
ing before the commission.

Westchester Traction Company, Ossining, N. Y.—Judge
Holt, of the United States District Court, signed an order
on Sept. 15 authorizing the sale of the Westchester Trac-
tion Company at Ossining, N. Y., on a date to be fixed by
the special master appointed by the court for that purpose.
Judge Holt directs that no bid for the property under
$1,200 be accepted. Each bidder will be required to de-
posit $600 or a note on any trust company in New York.
A mortgage on the property to be sold was given by the
Westchester Traction Company to the New York Trust
Company on April 12, 1902. The property of this company
consists principally of 3 miles of track in Ossining, which
is not now being operated. H. Benedict, 79 Wall Street,
New York, N. Y., is receiver.

West Jersey & Sea Shore Railroad, Camden, N. J.—The
West Jersey & Sea Shore Railroad has declared a semi-
annual dividend of 2% per cent, payable Oct. 1, 1909, to
holders of record Sept. 15. The previous disbursement
was 2 per cent on April 1, 1900.



SEPTEMBER 18, 1909.]

Traffic and Transportation

Hearing by Massachusetts Commission on New Bedford
Fares

The Massachusetts Railroad Commission gave a hear-
ing on Sept. 8 in Boston upon the petition of citizens of
New Bedford for a reduction in fares from 10 cents to 5
eents between Lund’s Corner and the city line. The Union
Street Railway operates ears between the center of New
Bedford and Lund’s Corner, and the Old Colony Street
Railway operates the same ears from Lund’s Corner to the
eity limit. A 5-cent fare is charged by eaeh company. The
petitioners’ ease was introduced by Representative Lewin
of New Bedford. The Old Colony Street Railway was
represented by Bentley W. Warren of Boston, general
counsel, and by H. E. Reynolds, assistant general manager.
The Union Street Railway was represented by H. H. Crapo,
president, and G. W. Wilde, general superintendent.

For the Old Colony Street Railway Mr. Warren stated
that the petitioners desire that the company shall earry
passengers for 5 miles for less than 5 cents. The line is
a part of the former New Bedford, Brockton and Middle-
boro system. It has never paid and the best part of the
route has always been that nearer Broekton on the north-
ern portion of the Old Colony Street Railway. Between
Lund’s Corner and the eity line, 5 miles, there are only
93 houses, and counts of the traffic show an average patron-
age per trip of 11 passengers for July, with a winter patron-
age of 4 or 5. The finances of the Old Colony Street
Railway are familiar to the eommission. The eompany
paid a 4 per cent dividend last year and less the year be-
fore. The demands for improved and increased service
keep increasing, but they eannot be met from the earnings.
Regarding eomplaints about the serviee, Mr. Warren eited
the difficulties of handling without delays sudden rushes of
travel on single-track lines where the normal traffic is
light. He brought out the point that certain ecomplaints
of delays had never been called to the attention of the
company’s officials. The Old Colony Street Railway is
single track from the city line to Lund’s Corner, while
the Union Street Railway operates a double-track line
from Lund’s Corner to the center of the city. The cars
operated on the through route are of the semi-convertible
type, seating 40 passengers each. Figures prepared for the
week of July 18 to 24 for the 5:45 p. m. ear showed very
little crowding:

PASSENGERS COUNTED.

July 18 July 19 July 2o July 21 July 22 July 23 July 24
Regular Car......... 34 39 27 25 30 47 64
ExtraliCars . me. oo 5 30 46 51 35 e

The extra car followed the regular as a double header.
This car was selected as the complaints of the service
centered on it.

H. H. Crapo, president of the Union Street Railway, New
Bedford, said that the city is about 12 miles long by 3
miles wide, and that the Union Street Railway would
have to charge a 10-cent fare from the center of the city to
the city line if it owned the present line of the Old Colony
Street Railway from Lund’s Corner to the boundary. The
distance from the center of the city to Lund’s Corner is
3.5 miles, making the total distance 8.5 miles, with two
5-cent fares. The company is charging a 10-cent fare for
a ride of the same distance in every other direction. No-
where does a 5-cent charge exist on the system for such a
long distance. The petitioners have assumed that the city
line is naturally the fare limit, which is pcculiarly not the
case in a long and narrow city like New Bedford.

Chariman Hall, of the commission, endeavored to ob-
tain an explanation from the petitioners of how thcy would
divide the proposed s-cent fare between the two com-
panies, and brought out thc point that there is no obligation
on the part of the Old Colony Street Railway to carry
patrons at less than 5 eents each. The Union Street Rail-
way holds no franchise between Lund’s Corner and the
eity line, and no statute is known which would compel the
Old Colony Street Railway to scll its line. The case was
taken under advisement.

Near-Crossing Stops in Buffalo

On Sunday, Aug. 22, the International Traction Company
began stopping its cars in Buffalo at the ncar side of the
street. The notiee by the company to its employces regard-
ing the changc was dated Aug. 19, and follows:

“On and after Sunday, Aug. 22, 1900, trainmen operating
cars in the city of Buffalo will stop to receive and dis-
charge passengers at the first crossing, only, of streets, and
where signs rcading, ‘Cars Stop Ilerc’ arc located, and it
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must be remembered that where these signs are located
cars will stop in both directions. Inspectors will give this
order attention, and see that it is properly carried out.”

The daily press made mention of the change several days
before the new rule went into effeet and the public seemed
to understand and follow the order very quiekly. For
several days the eompany had a number of special em-
ployees and inspectors stationed at the points of heavy
traffic to direet passengers, and this helped materially to
expedite travel.

Employees of Municipal Line Ask Increase in Wages.—
The employees of the Calgary Street Railway, owned and
operated by the City of Calgary, Alberta, Can., have asked
for an inerease in wages from 21%% cents an hour to 25 cents
an hour, the inerease to date from Oct. 1, 1909. The City
Couneil has replied that the conditions of serviee on the
line do not warrant the increase.

Hearing on Application for a Reduction in Fare on New
York State Line.—The applieation of the citizens of Che-
mung for a reduetion in the passenger rate on the Elmira,
Corning & Waverly Railroad, Waverly, N. Y., between
Holbert’s Crossing and Chemung from 10 eents to 5 cents
was heard by Martin S. Decker, of the Publie Serviee Com-
mission of the Seeond District of New York, on Sept. &
Decision was reserved.

Additional Freight Stations in Philadelphia.—The Phila-
delphia (Pa.) Rapid Transit Company is ereeting four small
freight stations along its Willow Grove and Doylestown
line to accommodate shippers of garden produece. The
company has a small milk traffic on this line whieh amounts
to $800 or $000 a month. As there seems to be a demand
for electric railway transportation for farm products, the
eompany is taking steps to accommodate this traffic. The
eompany has not yet made rates for this line.

Frauds in Connection With Accidents in Louisville.—
James O’Brien, a former employee of the Louisville (Ky.)
Railway, who was indicted in June, 1909, on a charge of
perjury in eonneetion with testimony given in. a suit grow-
ing out of a street railway collision in Louisville, has been
apprehended by the company in Boston, and will be
arraigned at the fall term of the Circuit Court at Louisville,
O’Brien was the motorman of a car of the Preston Street
line in Louisville which collided with a car of the Market
Street line. A number of suits were filed for damages, and
O’Brien is accused of having made an affidavit to the
effect that a Mr. Sutton was a passenger on the car which
he operated, when in reality Mr. Sutton was a passenger
on the Market Street car and was uninjured. James Hub-
bard and Luke Hubbard have been held in $1,000 bail each
for the October grand jury at Louisville for complicity to
defraud the Louisville Railway through a “fake” aeccident.
Maggie Tabler, who was associated with the men, turned
State’s evidence.

Finding of Investigating Committee in Spokane & In-
land Empire System Wreck.—Several persons were killed
and a number were injured on July 31, 1009, in a head-on
collision between two trains of the Spokane & Inland Em-
pire System near La Crosse, Idaho. Following the acci-
dent a committee consisting of three members of the Coeur
d’Alene Chamber of Commerce, three members of the
Spokane Chamber of Commerce, Mayor Boyd Hamilton of
Coeur d’Alene, Fred C. Pugh, proseeuting attorney of Spo-
kane County, and E. O. Connor, corporation counsel of
Spokane, at the invitation of the Spokane & Inland Em-
pire System, investigated the accident and has filed its re-
port with Graves, Kizer & Graves, attorneys for the Inland
Empire System. At the request of the committee it was
provided with a train which was a duplicate of the special
train in the accident. This train was run past the station at
Gibbs at a rate of 25 miles an hour, the brakes were applied
as the motor car passed the depot and the train was stopped
within 200 ft. and at a point 6o f{t. east of the place
where the wreek occurred. The trains that collided were
No. 5 and No. zo. Train No. 5 was in charge of Conductor
Whittlesey and Motorman Campbell. Regular Train No.
20 was in eharge of Motorman Declaney. Train No. 20 had
been brought practieally to a full stop by the motorman
when the collision occurred. In placing the responsibility
for the accident the commitice eoncludes: “We find that
the wreek was due, first, to the fact that Motorman Camp-

bell violated the rules of the company and his orders in
running past the ‘Y’ onto the main track on the time of
regular passenger train No. 20; sccond, to the fact that

Conductor Whittlesey commenced to take up tickets with-
out watching to sce that the train did not pass the ‘Y, and
he violated his orders and the rules of the eompany; and
third, to the fact that Motorman Campbell did not see No.
20 until within 250 ft., whereas the condition of the track
permitted him to have secen No. 20 when oo ft, away.”
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Personal Mention

Mr. L. S. Storrs has been elected president of the Marl-
boro & Westboro Street Railway, Westboro, Mass.,, to
succeed Mr. F. H. Dewey.

Mr. F. H. Dewey has been elected vice-president of the
Marlboro & Westboro Street Railway, Westboro, Mass.,
to succeed Mr. L. S. Storrs.

Mr. J. F. Beyer has resigned as vice-president of thc
Winona Intcrurban Railway, Winona Lake, Ind., and is
succeeded by Mr. C. O. Johnson.

Mr. H. C. Anderson has been elected secretary of the
Winona Interurban Railway, Winona Lake, Ind., to suc-
ceed Mr. S. C. Dickey, resigned.

Mrs. G. Bedell Moore has been elected president and a
director of the Laredo (Tex.) Electric & Railway Company,
to take the place of her husband, who died in October of
last year.

Mr. Alexander Renick was elected second vice-president
of the Philadelphia (Pa.) Rapid Transit Company on Sept.
15, to succeed Mr. C. O. Kruger, who has been elected
president of the company. .

Mr. C. O. Johnson has been elected vice-president and
general manager of the Winona Interurban Railway, Winona
Lake, Ind,, to succeed Mr. J. F. Beyer as vice-president and
Mr. S. C. Dickey as general manager.

Mr. S. C. Dickey has resigned as secretary and general
manager of the Winona Interurban Railway, Winona Lake,
Ind., and is succeeded as secretary by Mr. H. C. Anderson
and as general manager by Mr. C. O. Johnson.

Mr. Hugh J. McGowan, president of the Indianapolis
Traction & 7Terminal Company, Indianapolis, Ind., and
precsident of the Indianapolis & Eastern Railway, has re-
turncd to the United States greatly improved in health
after spending 14 months in LEurope.

Mr. W. R. Leonard has been appointed assistant treasurer
of the Everett Railway, Light & Water Company, Everett,
Wash,, to succeed Mr. R. E. Maxfield, resigned, who has
accepted the position of auditor of the Seattle Post-In-
telligencer. Mr. Leonard was formerly connected with the
Northern Texas Traction Company, F't. Worth, Tex.

Mr. A. A. Lightfoot has been appointed general superin-
tendent of the People’s Traction Company, Galesburg, IlL
Mr. Lightfoot was auditor of the Hartford & Springfield
Street Railway, Hartford, Conn., for several years. Later
he was assistant manager of the Lowell & Fitchburg Street
Railway, Ayer, Mass.; general manager of the Mankato
(Minn.) Traction Company, and general superintendent of
the Elgin & Belvidere Electric Company, Chicago.

Mr. H. C. Page, who retired as general manager of the
Springfield (Mass.) Street Railway to become general man-
ager of the Worcester (Mass.) Consolidated Street Railway
and affiliated companies, was tendered a banquet by the
officers and employees of the Springfield Street Railway at
the Highland Hotel, Springficld, recently. During the
dinner Mr. William F. Haley, representing the Springfield
Street Railway Employees’ Association, presented Mr. Page
with a diamond pin as a mark of esteem.

Mr. H. E. Farrington has been appointed superintendent
of the Lowell division of the Boston & Northern Street
Railway, Boston, Mass.,, to succeed Mr. W. A. Maloney,
resigned. Mr. Farrington’s experience covers many years
of service with the Lynn & Boston Street Railway and the
Boston & Northern Street Railway. Mr. Farrington was
also connected with thc United Railroads of San Francisco
as superintendent of car repairs. Since returning from San
Francisco to the East about two years ago, he has been
superintendent of car equipment of the Boston & Northern
.Street Railway at Chelsea. In 1903 Mr. Farrington was
president of the New England Street Railway Club.

Mr. L. C. Oswold was recently appointed superintendent
of the Columbus, Marion & DBucyrus Railroad, Marion,
Ohio. On Sept. 8 this company was placed in the hands
of Mr. George Whysall, the general manager of the com-
pany, and Mr. Eli M. West as receivers. The Columbus,
Marion & Bucyrus Railroad was built by Mr. John G. Webb,
president of the Columbus, Delaware & Marion Railway,
which is also in the hands of Mr. George Whysall and
Mr. Eli M. West as receivers, they having been appointed
on Aug. 7, 1909. Mr. Oswold has been connected with the
Columbus, Delaware & Marion Railway for the last seven
years in various capacities. During the construction of the
road he was employed in the office of the chief engineer.
Later he was agent, clerk in the office of the master me-
chanic and clerk in the office of the superintendent, and for
the last five years has been chief clerk to Mr. Whysall, who
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has been gcneral manager of the Columbus, Delaware &
Marion Railway and Columbus, Marion & Bucyrus Railroad.

Mr. W. A. Maloney has resigned as superintendent of the
Lowell division of the Boston & Northern Street Railway,
Boston, Mass., and Mr. H. E. Farrington has been appoint-
ed to succeed him. Mr. Maloney was born in Rutland,
Mass., in 1869. At an early age he moved to Worcester,
Mass., and in 1888 entered the employ of the Worcester
Consolidated Street Railway. At that time the system
consisted of only 28 miles of track, and Mr. Maloney oc-
cupied various positions until 1898, when he was given
charge of transportation. Early in 1901 the street railway
companies at Worcester were consolidated, forming a sys-
tem with about 125 miles of track. Mr. Maloney remained
at Worcester for a short time after the consolidation, re-
signing from the consolidated company to become superin-
tendent of the Manchester (N. [.) Street Railway. Subse-
quently he became superintendent of the Lowell division
of the Boston & Northern Street Railway.

Mr. Arthur N. Dutton, formerly superintendent of trans-
portation of the Brooklyn (N. Y.) Rapid Transit Company,
was tendered a banquet bv the Brooklyn Rapid Transit
Employcees’ Benefit Association, of which he was formerly
president, at the main building of the association in East
New York on the evening of Sept. 2. Officers and em-
ployees of the company to the number of 2000 are estimated
to have becn present. Music was furnished by the band
composed of employees of the company, which is under the
direction of Mr. Emil Reichardt. During the evening Mr.
J. Stoll, one of the trustees of the association, presented
Mr. Dutton with a silver loving cup as a present from the
men. Mr. Dutton now is vice-president and general man-
ager of the Peerless Motor Car Company, New York.

Mr. John B. Crawford, reccntly general superintendent
of the Fort Wayne & Wabash Valley Traction Company,
Fort Wayne, Ind., has been appointed superintendent of the
Winona Interurban Railway, Warsaw, Ind. Mr. Crawford
has been connected with railway work for about 15 years.
He began his career with the Hartford (Conn.) Street Rail-
way and subsequently has been connected with the Groton
& Stonington Street Railway, New London, Conn., as super-
intendent; with the Fort Wayne & Wabash Valley Traction
Company as superintendent of transportation and with the
Lexington Railway & Lighting Company as general man-
ager. Resigning from the Lexington Railway & Lighting
Company, Mr. Crawford re-entered the employ of the Fort
Wayne & Wabash Valley Traction Company as general
superintendent.

Mr. Thomas McCaffery, formerly division superintendent
of the Los Angeles division of the Southern Pacific Railway,
has recently been appointed general superintendent of the
Pacific Electric Railway and the Los Angeles Interurban
Railway. Mr. McCaffery
began service with the
Southern Pacific Railway
system 30 years ago as a
telegraph operator. He
successively occupied the
positions of operator, dis-
patcher, chief dispatcher,
trainmaster and division
superintendent of the Los
Angeles division of the
company. About  two
years ago Mr. McCaffery
was appointed master of
transportation of the Pa-
cific  Electric Railway;
later he was made super-

R

intendent of transporta-
tion and within a few
months has been made

T. McCaffery general superintendent of
the Pacific Electric Rail-
way and the Los Angeles Interurban Railway. The entire
responsibility for the freight and passenger department of
600 mil.s of interurban railway is Mr. McCaffery’s as gen-
eral superintendent of the Pacific Electric Railway and the
Los Angeles Interurban Railway.

Mr. John B. Parsons, president of the Philadelphia (Pa.)
Rapid Transit Company, tendered his resignation at a
meeting of the board of directors of the company on Sept.
0. Mr. Parsons said that he had reached an age when he
felt that he should be relieved of the arduous duties of
president and expressed a desire not to be considered a
candidate for re-election. At a meeting of the directors, on
Sept. 15, a new office, chairman of the board of directors
of the company, was created, and Mr. Parsons was elected
to that position and Mr. C. O. Kruger, second vice-president
and general manager of the company, was elected presi-
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dent. Mr. Parsons was born on May 17, 1850, at Whites-
ville, Del. When he was only six years old the family
moved to Salisbury, Md., where Mr. Parsons’ father en-
gaged in mercantile business, at which he continued for
more than 20 years. Mr. Parsons attended Salisbury
Academy until he was 16 years old. He intended to go to
Princeton, but abandoned this plan and became assistant
station agent at Salisbury on the Delaware Railroad. The
prospects for advancement with the Delaware Railroad
were meager and Mr. Parsons decided to live in Philadel-
phia. Shortly after going to Philadelphia he became con-
nected with the Chestnut & Walnut Streets Passenger Rail-
way, known as the Philadelphia City Passenger Railway,
as a conductor. After serving two years in this capacity,
Mr. Parsons was made manager of a branch line of the
Chestnut & Walnut Streets Passenger Railway which in-
tersected the main stem at Forty-fourth Street and Darby
Road and extended into the suburbs about five miles, end-
ing at the village of Darby. In 1881 thc late Robert N.
Carson and Mr. William H. Shelmerdine, Mr. William
Wharton, Jr., and others, purchased the Lombard & South
Streets Railway, extensively used by the market people.
Mr. Parsons was placed in charge of thc property, and
soon reduced the fare on this line to 5 cents and made it
a profitable undertaking. In January, 1886, Messrs. Car-
son and Shelmerdine secured the control of the People’s
Railway and leased the Germantown Passenger Railway
and the Green & Coates line, and Mr. Parsons was called
to take charge of the system. He was then at the head of
a street railway combination representing 65 miles of road
and property valued at $12,000,000. In the latter part of
1887 Messrs. Elkins, Widener and Kemble made Mr. Par-
sons an offer to take charge of the West Chicago Street
Railway in Chicago, and he accepted. Mr. Parsons re-
mained in Chicago 10 years. On Dec. 13, 1896, he was
elected vice-president and general manager of the Union
Traction Company, Philadelphia, to succeed Mr. J. R.
Beetem. At the same time Mr. John Lowber Welsh was
elected president of the company. Mr. Parsons assumed
his new position with the Union Traction Company on
Jan. 1, 1897. In September, 1897, he was elected a director
of the company, and on Sept. 26, 1898, he was elected presi-
dent of the company. Upon the organization of the Phila-
delphia Rapid Transit Company he was elected president.
It is understood that for some years Mr. Parsons has been
anxious to be relieved of the arduous work inseparably con-
nected with the duties of president, but has remained in
that position at the instance of his associates in the Phila-
delphia Rapid Transit Company.

Mr. Charles O. Kruger, second vice-president and gen-
eral manager of the Philadelphia (Pa.) Rapid Transit Com-
pany, was elected president of the company at a meeting
of the board of directors on Sept. 15 to succeed Mr. John
B. Parsons, who was
elected chairman of the
board of directors of the

company. Mr, Kruger
was born on Dec. 14,
1864, in Germantown,

Pa., and was educated in
the public schools of
Philadelphia and at the
Germantown Grammar
School, from which he
was graduated in 1882.
In February of the same
year he entered thc em-
ploy of the banking firm
of S. & W. Welsh, where
his aptness led to rapid
promotion in positions
of responsibility con-
nected with the enter-
prises in which the firm
was interestcd. In 1892
Mr. Kruger was eclected secretary and treasurcr of the Penn
Traffic Company, and the year following was elccted to the
same offices with the People’s Traction Company. When
the Union Traction Company was formed in 1895, Mr.
Kruger was elccted sccretary and treasurer of that com-
pany, and held these positions until he was appointed gen-
eral manager and clected vice-president of the company in
1808. He was clected sccond vice-president and appointed
general manager of the Philadelphia Rapid Transit Com-
pany in 1902. In cach position his work brought him in
close contact with every department of railroading, so
that his clection as president of the Philadelphia Rapid

C. O. Kruger

Transit *Company follows 17 years’ practical experience
covering the financial, mechanical and operating depart-
ments. Mr. Kruger will continue to act as general manager

of the company.
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Construction News

Construction News Notes are classified under each head-
ing alphabetically by States.

An asterisk (*) indicates a
reported.

project mnot previously

RECENT INCORPORATIONS.

*Adel City Railway, Des Moines, Ia.—Incorporated to
construct an interurban railway from Des Moines to Adel.
Capital stock, $10.000. Incorporators: Dan A. Blanchard,
L. M. Macy, W. B. Kinnick, Robert Pilmer, F. F. Flynn,
B. J. Flynn, R. L. Parrish and H. A. Smith.

*Kentucky Rapid Transit Company, Louisville, Ky.—
Incorporated under the laws of Delaware for the purpose
of taking over various traction companies and interurban
lines in Kentucky. Its principal operations will, at first, be
Louisville, Lexington and Frankfort, Ky. The company 1s
also authorized to operate electric light and gas plants.
Capital stock, $10,000,000, $2,500,000 of which is preferred
stock and $7,500,000 is common stock. Samuel M. Clement,
Jr., West End Trust Building, Philadelphia, Pa., is said to
be interested.

*People’s Street Railway, Cleveland, Ohio.—Incorporated
in Ohio to construct an electric street railway in Cleveland.
Capital stock, $10,000. Incorporators: Thomas J. Dolan,
Miles Dodd, Hugh McConnaughy, Robert Johnstone and
Francis E. Cottier.

Fort Worth, Mineral Wells & Northwestern Interurban
Railroad, Fort Worth, Tex.—Application for a charter has
been made by this company, which proposes to build an
electric railway from Fort Worth to Mineral Wells via
Weatherford, a distance of 54 miles, and later on to Roswell,
N. M. Capital stock. $100,000. Incorporators: L. C. Cole
and Paul S. Hurley, Fort Worth; J. S. Hanford, Beaumont,
and James A. Watkins, Little Rock, Ark. [E. R. J,.
Jan. 9, ’09.]

*Newport News & Yorktown Railway, Newport News,
Va.—Incorporated to build a railway from Newport News
to Yorktown. a distance of 20 miles. Capital stock, $25,000.
Officers: W. T. Chapin, Newport News, president; Alvah H.
Martin, Norfolk County, vice-president, and C. P. Jones,
secretary and treasurer.

#*Tum Tum Mountain Railway, Vancouver, Wash.—In-
corporated to build an electric railway to connect Chelat-
chic, Prairie, Amboy, View, La Center and Ridgefield, a dis-
tance of about 40 miles. Headquarters, Vancouver. In-
corporators: A. Aronston, H. J. Hener and others.

FRANCHISES

Watertown, IlL—The Tri-City & Northeastern Interur-
ban Railway, Port Byron, has applied to the Board of
Trustees for a franchise to operatc its proposed electric
railway in Watertown. The railway will extend from
Watertown to Albany. [E. R. J., July 24, ’09.]

Fort Wayne, Ind.—The Fort Wayne-Bryan Electric Rail-
way has applied to the County Commissioners for a fran-
chise to build an electric railway from the State linc to
Reed’s Corner. The railway is to extend from Fort Wayne
to Bryan, Ohjo, a distance of about 41 miles. Edgar A.
Tennis, Fort Wayne, promoter. [E. R. J., July 3, '00.]

South Bend, Ind.—The Commissioners of St. Joseph
County and Marshall County have granted franchises to
the South Bend & Logansport Traction Company, rccently
incorporated, to build an interurban railway to connect
South Bend, Plymouth, Rochester and Logansport, about
70 miles distant, to operate its line through these countics
from South Bend to Logansport via Plymouth. If this
railway is built there will be a continuous clectric interur-
ban line from Chicago to Louisville via Indianapolis. Thos.
P. Moredock is said to be interested. [E. R. J., Sept. 4, '09.]

South Amboy, N. J.—The City Council has granted to the
Jerscy Central Traction Company, Keyport, a franchise to

build ™ its proposed extension through South Amboy to
Perth Amboy.
*Lawton, Okla.—Applications have been made to the

City Council by J. S. Danneck and D. L. Slceper for a fran-
chise to operate a street railway in Lawton.

Woodburn, Ore.—The City Council has granted a fran-
chise to the Oregon [Electric Railway, Portland, to oper-
ate a street railway in Woodburn, The franchise provides
that the company must commence work within two months
The railway is a branch of the main ronte from West
Woodburn to Woodburn, 3 miles.

Gettysburg, Pa.—The Town Council has granted the Han-
over & MeSherrystown Street Railway, Ilanover, a frau
chise to enter Gettysburg at its castern boundary and run
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a sing}e—track railway on Hanover and York Streets and
60 ft. into Center Square. [E. R. J., Sept. 11, ’09.]

*Beaver Falls, Pa—W. C. Cunningham and George W.
Reynolds, representing Philadelphia capitalists, it is stated,
will soon petition the City Council for a franchise to build
an electric railway over certain streets of Beaver Falls to
connect with New Castle. The route of the proposed line
is along the west bank of the Beaver River, by way of
Wampum, Koppel and Homewood.

West Newton, Pa.—The Pittsburgh, McKeesport &
Westmoreland Railway has been granted a franchise by the
City Council to build an electric railway in West Newton.
The company has given a $5,000 bond to complete the line
within a year.

Longueuil, Que.—The Montreal & Southern Counties
Railway, Montreal, has been granted a 24-year franchise to
build a street railway in Longueuil. The railway will con-

nect Montreal, St. Lambert, Iongueuil, Chambly, La
Prairic and St. Johns, about 15 miles distant. Marcus S.
Hill, 112 St. James Street, Montreal, secretary. [E. R. J.,

May 29, ’09.]

*Haskell, Tex.—M. R. Hemphill has applied to the City
Council for a franchise to build a street railway in Haskell.
The railway will be 374 miles in length.

Bellingham, Wash.—The Whatcom Railway & Light
Company has accepted the franchise for the Happy Valley
extension of the Harris Avenue line. The extension will
be about 1 mile in length.

Charleston, W. Va.—The Kanawha Valley Traction Com-
pany has applied to the City Council for a franchise to ex-
tend its street railway system on Russell Street, so as to
connect its present lines on the West Side with the bridge
of the Kanawha Bridge & Terminal Company at Seventh
Street. J. C. Rockwell, Charleston, superintendent.

Milwaukee, Wis.—The City Council has granted a fran-
chise to the Milwaukee Electric Railway & Light Company
to operate its electric railway on Sycamore Street, on
Second Street and on Cass Street.

TRACK AND ROADWAY

Birmingham & Edgewood Electric Railway, Birmingham,
Ala.—It is reported that grading has been started by this
company on its electric railway from the end of the South
Highlands line to Red Mountain, a distance of 3% miles.
G. T. Brazelton, secretary and treasurer., Headquarters,
103 North Twentieth Street, Birmingham. [E. R
Aug. 7, '09.]

Northern Electric Railway, Chico, Cal.—It is stated that
this company will, as soon as the necessary capital is ob-
tained, construct a branch line to Colusa. The franchise
has already been secured.

Pacific Electric Railway, Los Angeles, Cal.—It is stated

that this company will extend its railway 12 miles from La
Habra Valley eastward through the valley to a point on
Santa Ava River.

*Mill Valley, Cal.—A company has been organized to
build an electric railway from Locust Avenue station in
Mill Valley through the Muir Woods to Lagoon, with
John Dias as president; James V. Chase, secretary, and
Judge Conlon and D. C. Braid, directors.

West Chester & Wilmington Electric Railway, Wilming-
ton, Del.—This company, which is to construct an electric
railway 17 miles in length between the two named cities,
will shortly begin operations. Surveys have been made
and all right of way has been secured. The road is through
a fertile and rapidly developing farming and dairying dis-
trict, and will serve a population of 125,000. St. George H.
Cooke, Real Estate Trust Building, Philadelphia, engineer,
and Sydney Kenney, Land Title Building, Philadelphia,
is interested. [E. R. J., March 6, ’09.]

Rock Island Southern Railroad, Monmouth, I1l.—Officials
of the Rock Island Southern Railroad are reported to have
announced that cars will be running over its new extension
from Monmouth to Rock Island by Dec. 1, 1909. The
work of erading is progressing satisfactorily and the con-
struction of the necessary bridges is well under way. At
Monmouth a large gang of men is at work laying track.

Chicago, Kankakee & Urbana Railroad, Paxton, Ill.—
The Chicago, Kankakee & Urbana Railroad has been or-
ganized to succeed the Chicago, Kankakee & Champaign
Electric Railway, which had been dissolved and its board
of directors ordered to sell all the property. The new com-
pany will buy all rights of the old company. The directors
elected are: Ira Palmer, R. F. Cummings, Upton Schaub,
C. E. Thrasher, Frank J. Hennessey, William J. Brock,
George W. Bennett, W, J. West and W. D. Moore, Jr. The
directors organized by electing William J. Brock, Kankakee,
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president; Ira I°. Palmer, Onarga, first vice-president;
George N. Bennett, Urbana, second vice-president; Frank
J. Hennessey, Chebanse, treasurer; William M. Hickey,
Kankakee, secretary; Ira F. Palmer, Onarga; R. F. Cum-
mings, Clifton, and W. J. West, Gilman, executive commit-
tee. [E. R. J., July 24, ’09.]

Indiana North-Western Traction Company, Monticello,
Ind—W. F. Brucker, Monticello, secretary, confirms the
report that this company has been incorporated to build an
electric railway from Lafayette to Hammond via Logans-
port. Officers: Eugene Puntelle, 222 La Salle Street, Chi-
cago, Ill., president, and Geo. A. Haskell, Chicago, treas-
urer. [E. R. J., Sept. 11, ’00.]

Indianapolis, New Castle & Toledo Electric Railway, New
Castle, Ind.—The Union Trust Company, 116 East Market
Street, Indianapolis, receiver for this company, has let the
first contract for the completion of this electric railway to
W. C. Miller, Indianapolis, having authority to issue $460,-
000 in receiver’s certificates by the order of the Superior
Court of Indianapolis.

Iowa Light & Traction Company, Eldora, Ia.—It is an-
nounced that this company, through its local representative,
J. H. McBride, has made a proposition to the Marshall-
town, la., Council to build an interurban railway from
Marshalltown to Grundy Center and from Marshalltown to
Ames, la., within three years, and guaranteed by a forfeiture
bond of $50,000, providing the company be granted a fran-
chise. The company also proposes to buy the property of
the Marshalltown Light, Power & Railway Company, and
to extend this company’s line to the city park and fair
grounds. Andrew Stevenson, 153 La Salle Street, Chicago,
I1l., president and general manager. [E. R. J., Sept. 4, '09.]

Red Oak & Northeastern Railway, Red Oak, Ia.—It is
announced that this company is preparing plans to begin
construction nn this electric railway from Red Oak through
Greenfield to Des Moines, a distance of 110 miles. W. L.
Battin, Greenfield, president, and W. L. Sonntag, general
manager. [E. R. J., Aug. 29, ’08.]

*West Union, Ia.—It is stated that B. W. Newberry and
J. C. Flenniken, Strawberry Point, are interested in a
proposition to build next season a 2o-mile electric railway
from Oelwein to Strawberry Point.

Waldo Street Railway, Rockland, Maine.—Maynard S.
Bird, who is interested in this electric railway to connect
Camden, Northport and Belfast, a distance of 19 miles,
states that only the surveys and right of way have been
secured. An organization will be effected this winter and
construction will be started next spring. The power house,
repair shops and amusement park will be located at Rock-
land. The company also expects to furnish power for
lighting. [E. R. J., Aug. 14, ’00.]

Missoula (Mont.) Street Railway.—It is stated that this
company has awarded the contract to construct the grade
of this electric railway from Pine Street to East Missoula,
24 miles distant, to Clinton & Rumelhart, Missoula. The
company also awarded the contract for the construction of
two trestles, one at East Missoula, and the other to span
the Rattlesnake River, to Milberry & Weaver, Missoula. It
is understood that the company will lay its own rails when
the grading is finished. W. A. Clark and others are in-
terested. [E. R. J., Sept. 4, '09.]

Omaha, Lincoln & Beatrice Railway, Lincoln, Neb.—It is
reported that this company will resume work on its electric
railway, which is to connect Lincoln, Bethany Heights,
University Place, Omaha, Papillion, Springfield and Waver-
ley, a distance of 56 miles. It has been completed between
Lincoln, University Place and Bethany Heights, 5 miles.
E. C. Hurd, secretary.

Hudson & Manhattan Railroad, New York, N. Y.—This
company has obtained permission of the Street and Water
Board of Jersey City, N. J., to extend its Cortlandt Street
tunnel under Railroad Avenue to Summit Avenue.

Sandusky, Norwalk & Mansfield Electric Railway, Nor-
walk, Ohio.—This company is said to be planning to build
an extension from Mansfield to Bucyrus, 3o miles dis-
tant. It is expected that the company will issue about $750,~
000 in bonds for the construction of this new branch. The
company also proposes to build a new line from Mansfield
to Shelby, 10 miles, to connect with the Mansfield and
Bucyrus branch.

Toledo, Columbus, Springfield & Cincinnati Railway, To-
ledo, Ohio.—At a meeting held in the Spitzer Building,
Toledo, Ohio, recently, the following Toledo men were
named for members of the board of directors of this com-
pany: M. Seyfang, S. C. Heston; A. Beesch, Dr. S. S. Thorn
and William P. Heston. The company was incorporated
several years ago, and at present 85 per cent of the right-of-
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way between Lima and Bellefontaine, as well as go per
cent of the rights between Lima and Toledo, has been se-
cured. Some grading has also been done. The company
plans to build a railway between Toledo and Cincinnati
through Lima, Belefontaine, Columbus and Springfield.

Southwestern Interurban Railroad, Mangum, Okla.—It is
reported that engineers have completcd the field work and
will soon be ready with a report for the electric railway
which is to connect Mangum, Granite, Altus, Blair, Hollis,
Vinson, Reed and Cordell, 22 miles distant. J. W. Solomon,
Reed, president; H. M. Ferguson, Mangum, vice-president,
and J. C. McCollister, secretary. [E. R. J., Oct. 31, '08.]

Oklahoma Union Traetion Company, Tulsa, Okla.—It
is stated that this company has begun grading in Tulsa for
its first proposed railway which will extend to Orcutt’s
Lake, a resort 3 miles distant. The railway will be built
to Sapulpa, a distance of 20 miles. Albert A. Small and
G. C. Stebbins, Tulsa, are said to be interested. [E. R
June 26, ’09.]

West Tulsa Belt Line Railway, Tulsa, Okla.—It is re-
ported that construction work on this railway has been
started. The line will extend through Tulsa, and will be
5 miles in length. -W. E. Hawley and Gray Erick are in-
terested. [E. R. J., July 10, ’09.]

Niagara, St. Catharines & Toronto Railway, St. Cath-
arines, Ont.—This company is in the market for material
for 8 miles of single track for its extension from Welland to
Port Colborne. E. F. Seixas, general manager.

*Hartland, Ont.—John E. Stewart and Hon. A. B. Don-
worth are said to be interested in a plan to build an electric
railway from Hartland to Foreston, N. B.

*Port Arthur, Ont.—The City Council is said to be en-
deavoring to organize a company to operate street railways
in several adjoining townships in conjunction with the
municipal system in Port Arthur. Address J. J. Carrick,
Port Arthur, Ont.

Pittsburgh, MeKeesport & Westmoreland Railway, Mc-
Keesport, Pa.—It is announced that this company has re-
ceived bids for the excavation work on the proposed ex-
tension from McKeesport to Westmoreland, a distance of
19 miles. It is the intention to have this new line in opera-
tion within a year.

McKeesport & Portvue Street Railway, McKeesport, Pa.
—It is reported by the Realty Company, McKeesport, that
work on the proposed street railway between McKecesport
and Portvue Heights will be started this month. Gilbert F.
Myer, manager. [E. R. J., July 31, ’09.]

Allen Street Railway, Nazareth, Pa.—This company ex-
pects to place contracts during the next two weeks for the
construction of about 1200 ft. of pile trestle with a 3o-ft.
span Bethlehem girder bridge. The bridge will have con-
crete abutments and retaining walls. The average length
of piles will be 25 ft.

Philadelphia & Suburban Elevated Railroad, Philadelphia,
Pa.—S. S. Neff, president, advises that this company has
not yet incorporated, but expects to in October. Construc-
tion will be started on the railroad as soon as franchise
is granted. The railroad will be wholly in Philadelphia
and will be standard gage. It will consist of 20 miles of
single track, operated by 650-volt direct currcnt and will
be equipped with the third-rail system. Headquarters, 416
Franklin Bank Building, Philadelphia. F. T. Finch, secre-
tary. [E. R. J, Scpt. 11, ’09.]

*Amarillo, Tex.—Will O. Miller, Jr., Amarillo, is said to
be interested in a projected electric railway between Am-
arillo and Canyon City.

*Walnut Spring, Tex.—An interurban railway from Wal-
nut Springs to Glenn Rose is being projected by Judge
Sadler and J. H. Farr, Glecnn Rose. The right of way and
neeessary franchises will be sccured immediatcly. The sur-
vey has been completcd and grading will be started soon.

Richmond & Henrieco Railway, Richmond, Va.—This
company, which was recently granted an extcnsion of time
by the City Council for the construction of its proposed
railway and a viaduct, has deposited $10,000 with the city
clerk to hold the franchise and as evidence that construc-
tion would be begun within 30 days after the deposit had
been made. John C. Hagan, sccretary and treasurer. [LE.
R. J., June 19, ’00.]

*Charleston, Montgomery & Eastern Railway, Charles-
ton, W. Va.—It is reported that this company is making a
prcllmmary survey for the electric railway which is to con-
neet Charleston with Gauley Bridge, 38 miles, by the way
of Montgomery, Camelton and Kanawha Falls. Charles K.
McDermott is engincer in charge at Charleston, W. Va.
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Fairmont & Northern Traction Company, Fairmont, W.
Va —This company has completed its organization by elect-
ing the following officers: S. L. V‘Vatson president; C. E.
V\/atson, vice-president; Walton Miller, secretary and treas-
urer, and S. B. Miller, chief engineer. The company will
start the construction of an electric railway from I[‘airmont
to Fairview within a short time. [E. R. J,, Aug. 28, ’09.]

Milwaukee Eleetric Railway & Light Company, Mil-
waukee, Wis.—This company has arranged with the au-
thorities of Racine to build a viaduct on TEast State Street
across the tracks of the Chicago, Milwaukee & St. Paul
Railroad. The company will pay $12,000 of the cost and the
city the remainder.

SHOPS AND BUILDINGS .

Chicago, South Bend & Northern Indiana Railway, South
Bend, Ind.—This company expects to place a contract during
the next two weeks for the construction of a car house,
repair shops, etc.

Mason City & Clear Lake Railway, Mason City, Ia.—It
is announced that this company will immediately start
construction of the car house which it proposes to build
at Emery. The building will be 210 ft. x 55 ft. with 4
tracks and a storage capacity of 16 cars. Cement blocks
will be used in the construction.

Rochester (N. Y.) Railway.—This company is erecting
a concrete storehouse on Blossom Road, 100 ft. x 40 ft., two
stories high in front, and but one story high in the rear. Track
connections will be made with the company’s own line and
the New York Central & FHudson River Railroad, so as to-
facilitate the handling of shipments. The second floor of
the two-story portion of the building will contain offices for
the storekeeper, the yardmaster and other employees.

Hudson & Manhattan Railroad, New York, N. Y.—This
company has leased for a period of 15 years three plots of
ground required for a storage yard, station entrances and
exits at Henderson Street and Grove Street, Jersey City,
N. J.

Fargo & Moorehead Street Railway, Fargo, N. D.—This
company is said to have let the contract to Bower Brothers,
Fargo, for the construction of a brick and stone extension
to its car house. The addition will be 236 ft. x 118 ft., and
will cost $4,000.

Ohio Electric Railway, Cincinnati, Ohio.—It is announced
that bids have been received for the construction of the
interurban depot to be erected in Lima by this company.
The station' is to be of concretc and brick, 2 stories 1n
height and will cost about $50,000. The second floor will
be occupied by the traffic department. There will be 6
tracks on the main floor of the building. The Western
Ohio Railway will also use the depot for its division be-
tween Toledo and Dayton.

Port Arthur & Fort William Electric Railway, Port
Arthur, Ont.—The Municipal Commission on street rail-
ways has decided to erect a car house at Port Arthur for its
street railway which it operates in Port Arthur and Fort
William.

Texas Traction Company, Dallas, Tex.—This company
has in course of erection in Richardson, Tex., a brick and
steel depot, which will cost about $2,500 when completed.

POWER HOUSES AND SUBSTATIONS

Washington, Baltimore & Annapolis Railway, Washing-
ton, D. C.—This company has awarded a contract to Ed-
ward Watters & Company for thc erection of a substation
at Ardmore, Md., at a cost of $8,000.

Illinois Traction System, Champaign, Ill.—It is stated
that this company will prcsently erect a power station at
Venice, Ill., which will have a capacity of 10,000 hp. The
plant, whlch is estimated to cost $500,000, will be uscd on
the southern division of the system.

Indianapolis, New Castle & Toledo Electric Railway, New
Castle, Ind.—It is statcd that arrangcments have been
made for the installation of the clectric machinery and
equipment in the powcer house of this company at New
Castle at oncc. This cquipment was partially installed
previous to the appointment of the Union Trust Company,
as receiver, and was subscquently removed.

Port Arthur & Fort William Railway, Port Arthur, Ont.—
This company has recently purchased a 500 hp motor gener-
ator set from the Allis-Chalmers-Bullock Company.

Spokane, Walla Walla & Western Railway, Walla Walla,
Wash.—It is rcported that the survey is completed for the
power plant of this company. L. C. Goodwin, engincer, has
obtaincd a proposed power site which will dcvdol) ahout
4500 lip, suflicient to operate the proposed railway. M.
Symonds and M. S. Parker are interested. [E. R. J, \ug
28, ’00.]
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Manutactures & Supplies

ROLLING STOCK

Walkill Transit Company, Middletown, N. Y., is in the
market for three double-truck closed cars.

Municipal Tramways, Calgary, Alt., it is reported, will
purchase six more cars of the pay-as-you-enter type.

Shore Line Electric Railway, New Haven, Conn., is
ready now to purchase six cars, as mentioned in the
Evectric RaiLwAy JournaL of Feb. 2o, 1909.

Vandalia Railroad, Pittsburgh, Pa., is reported to be
planning the purchase of two gasoline motor cars for use
on the Butler (Ind.) branch of that railroad.

_ Spokane & Inland Empire Railroad, Spokane, Wash,, it
is reported, has ordered 16 cars from The J. G. Brill Com-
pany.

Mahoning & Shenango Railway & Light Company,

Youngstown, Ohio, has ordered 12 city and six interurban
cars from the Niles Car & Manufacturing Company, it is
Jreported.
) Northwestern Elevated Railroad, Chicago, Ill., mentioned
in the ErecTrRIC RAILWAY JOURNAL of Aug. 28, 1909, as plan-
ning the purchase of 20 cars, denies that it is in the market
for any new cars.

Fort Dodge, Des Moines & Southern Railroad, Boone,
Ia., has ordered two cars of the pay-as-you-enter type
from the American Car Company. This company also ex-
pects to remodel a number of its cars for this service.

Chicago (Ill) City Railway is rebuilding in its shops 45
double-truck cars which will be used on the Calumet &
South Chicago Railway. The company will also remodel
about 100 of its cars, it is reported, for pay-as-you-enter
service.

ngrmont & Mannington Railroad, Fairmont, W. Va, is
having an express car 44 ft. long over all built by the G. C.
Kuhlman Car Company. Taylor trucks have been pur-
chased for use under this car and a set of trucks of the
same manufacture has been purchased for replacement.

Ft. Wayne & Wabash Valley Traction Company, Ft.
Wayne, Ind., is building an interurban passenger car in its
shops at Ft. Wayne. 1t is reported that this company will
rebuild a large number of its old type of cars during the
coming winter. The company is also making plans to build
an electric locomotive in its shops.

Detroit (Mich.) United Railways, reported in the ELECTRIC
RAILwAY JourNAL of Aug. 7, 1909, as having ordered 25 pay-
as-you-enter cars from the G. C. Kuhlman Car Company,
has drawn the following specifications:
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Length of body...31 ft. 3 in. Hand brakes........ Peacock
Length over bumpers, Headlights e smnsses Dayton
42 ft. 3 in. Sanders...... Detroit United
Width over posts at belt, Seats, style, H. & K. No. 11-A
8 ft. 314 in. Trolley retrievers.... Wilson
Sill to trolley base, Trucks......Brill No, 27-F1
o ft. 334 in. Varnish.........Berry DBros.
Curtain fix...Curtain S. Co. Wheels ............. Griffin

Curtain material, Pantasote

Parsons Railway & Light Company, Parsons, Kan., men-
tioned in the ErLecTrRiC RAILWAY JOURNAL of July 10, 1909, as
having ordered seven =2i1-ft., single-truck, semi-convertible
cars from the St. Louis Car Company, has only ordered
five cars of this type, the details of which follow:

Seating capacitye.e: ss suis 32 Curtain fixtures,
Length of body....... 21 ft. Curtain Supply Company
Length over vestibule, 31 ft. Curtain material...... Crown
Width over sills, 8 ft. 114 in. Fenders ........... Eclipse
Width over posts at belt, Heaters ...... Consolidated
s 8 ft. 2 in. Headlights ......... Dayton
Height top rail to sills, Motors..two Bullock, yoke
2 ft. 7% in. suspension
Body eiviiinn... wood Seats ... St. Louis
Interior trim...... mahogany Seating material..Pantasote
Underframe .......... wood Step treads........... Mason
Bumpers .. .s:4.:5 St. Louis Trolley base........St. Louis
Couplers ....... Tomlinson Trilcksha i o: s aa Brill 21-E
TRADE NOTES

Pay-As-You-Enter Car Corporation, New York, N. Y.,
has licensed the Ft. Dodge, Des Moines & Southern Rail-
way, Boone, la., to build several pay-as-you-enter cars.

T. H. Symington Company, Baltimore, Md., has opened
a permanent office at 1912 Hudson Terminal Building, 30
Church Street, New York, N. Y., in charge of T. C. de
Rosset.

American Brake Shoe & Foundry Company, Mahwah,
N. J., has moved its branch office at Room 310 National

[VoL. XXXIV. No. 12.

German-American Bank, St. Paul, Minn., to 425 Ncw York
Life Building, Minneapolis, Minn.

Western Electric Company, New York, N. Y. reports
a gain in gross sales for August, 1909, over August, 1908, of
about 60 per cent. Estimates based on the earnings for
the first nine months indicate gross sales for the year in
excess of $47,000,000. There has been a specially good
demand for cables and generating machinery.

Allis-Chalmers Company, Milwaukee, Wis., denies that
any further additions to the West Allis works are contem-
plated. An extension to the Cincinnati works of the com-
pany is being made, however, which will give employment
to about 1000 additional men. Construction work and the
installation of new equipment were commenced there some
weeks ago.

Alexander Milburn Company, Baltimore, Md., has en-
larged its factory and increased its staff for the pur-
poses of manufacturing the Milburn acetylene contractor’s
light. Among the recent purchasers of 5ooo-cp lights are
Grant Smith & Company, and Locher, Gross Isle, Mich.;
Smith-McCormick Company, Portland, Pa.; F. J. Romer
Construction Company, St. Paul, Minn.; American Pipe &
Construction Company, Rochester, N. Y.; Erie Railroad, -
Johnson-Dauchy & Carey Company, Mandan, N. D.; Mead-
ows Company, Johnson City, Tenn.; United States Reclama-
tion Service, and the United Enginecering & Contracting
Company, Lockport, N. Y.

A. Y. Evins, Atlanta, Ga., who has been connected with
street railways in Atlanta, Mobile and Birmingham for
many years, has associated himself with the More-Jones
Brass & Metal Company, St. Louis. For the past few
years Mr. Evins has been master mechanic of the Birming-
ham Railway & Light Company, a position which he re-
signed recently to become assistant manager of the railway
department of the More-Jones Brass & Metal Company,
which has been in the brass and metal business since 1874,
specializing in railway bearings and castings. With the de-
velopment of electric railways the company entered that
field with its bearings, and has since put in a complete line
of electric railway materials. Mr. Evins has a wide ac-
quaintance among electric railway operatives, and his many
friends will be glad to hear of his connection with the
More-Jones Brass & Metal Company.

ADVERTISING LITERATURE

Arthur D. Little, Inc., Boston, Mass., has issued a booklet
entitled “The Purchase of Coal.”

Coates Clipper Manufacturing Company, Worcester, Mass.,
has issued Bulletin No. 22. Coates unit link, flexible shaft
and drills, including the rail drill, are illustrated and de-
scribed, together with other products of the company.

Frank Ridlon Company, Boston, Mass., has issued its list
of second-hand electrical machinery for September, 1909.
Accompanying the list is a four-page folder, in which the
American no-slip pulley cement and its uses are described.

H. W. Johns-Manville Company, New York, N. Y., has
issued a circular which has for its subject Morris metallic
packing, made of a specially treated, soft, gray cast-iron,
and intended for use with stationary and marine engines,
gas engines, locomotives, steam pumps and air and gas
COmMpressors. -

Valentine-Clark Company, Chicago, Ill, has reprinted
from the New York Americah, as a placard, its cartoon
entitled “Well, Look Who’s Back!” the subject of which is
the return of prosperity, pictured in the person of a much-
be-jewelled man oozing money from every pocket and from
a hand bag and with the so-called smile that won’t come
off. With the placard is a post card addressed to the Valen-
tine-Clark Company on which inquiry may be readily made
regarding prices on Michigan or Western cedar poles.

NEW PUBLICATIONS

Electric Power Conductors. By William A. Del Mar, New
York, 1909: D. Van Nostrand Company. Cloth, 324
pages and index. Price, $2. )

The author, who is assistant engineer of the electrical
transmission department of the New York Central & Hud-
son River Railroad, has expanded his own working formulas,
notes and data into a book of considerable size, w_hich
takes up in a practical way all of the engineering consider-
ations involved in the design and installation of electrical
power conductors for both alternating and direct current.

The introductory chapters deal with the properties of

conductors and are followed by an analysis of methods for

determining the sizes of conductors, outline specifications,
descriptions of various methods of testing and a few notes
on installation of cables both overhead and underground.

Chapters 10 and 11 deal with third-rail working conductors

and rail bonding.





