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Changes in Mountain Divisions Possible Through Electricity
One of the points brought out by Dr. Hutchinson in his

Institute paper last menth was that the limiting length
of railroad tunnels, so far as operating conditions are con-
cerned, is greatly increased by the use of electricity, and
that it is about as easy to operate a tunnel 12 miles in
length as one of 1 mile. The conditions in the Great
Northern tunnel under steam traction were graphically
described by the speaker, and as every one knows who
has traveled through long tunnels behind a steam locomo-
tive, when the tunnel is more than, say, 3 miles in length,
and often when the distance is less, the atmospheric con-
ditions in the train are uncomfortable, to say the least.
Besides increasing the possible length of tunnel, electric
locomotives and the multiple-unit system change for the
better the limiting grade and possible length of train, so
that for a mountain road built for the use of electric loco-
motives the cost of track location should be greatly reduced
over that of a line designed for steam operation. No one
can cross any of the long mountain passes in the Alle-
ghanies or Rockies without being impressed with the in-
evitable deficiencies of the steam locomotive for such
service, and the pronounced advantages of the electric
locomotive, especially in localities where water-power for
generating electricity is available.

A Novel Employees’ Committee

" In dealing with a large but widely separated body of men,
such as is employed in the service of an urban transporta-
tion company, it is seldom possible for the management to
learn directly of all the little individual grievances, or, on
the other hand, to get the benefit of suggestions from the
men for improvements in the service which might promote
the comfort and convenience of travel. The general officers
cannot spare the time to listen to every man with an idea
or a kick, and the men themselves hesitate a long time before
going to the office voluntarily; yet it is of great value to
receive suggestions from the men and to smooth out their
petty troubles before they are magnified into a spirit of
general discontent. The channel through which both com-
plaints and suggestions are heard by the general superin-
tendent of the Hudson & Manhattan Railroad is a com-
mittee of cmployees from cach branch of the service, who
arc sclected not by the men themsclves but by the train-
master, It is an honor to serve on this committee, the ap-

pointments being made cach month from among the men

llaving the best records. When the committee mects each
week with the general superintendent and his assistants,
grievances are as carcfully considered as are suggestions

for hetterments in the service. The informal nature of the
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meetings induces the employees to state their complaints
without reserve, and if there are good reasons why the con-
ditions objected to cannot be modified they are fully ex-
plained. The suggestions for improvements received at
these meetings are frequently very valuable. The members
of the committee are in close daily contact with the traveling
public, and they hear many comments of dissatisfied passen-
gers which would reach the management in no other way.
It is an interesting fact concerning these conferences with
the committee of employees that the suggestions for im-
provements has far outnumbered the grievances presented.
The method used on the Hudson & Manhattan Railroad is
not unlike the practice on the street railway system of
Berlin, Germany. In the latter case the men themselves
select a committee, appropriately called “trusted men” (Ver-
trauensmaenner), which is also the company’s medium for
the voluntary explanation of changes in operation.

Retiring OId Cars from Service

Worn and obsolete cars must inevitably be replaced by
new and modern equipments, and the plan followed by a
large Eastern street railway system of retiring old cars ac-
cording to a fixed program covering a number of years has
many advantages. This company, like many other large
city systems, was formed by the consolidation of a number
of smaller properties, each of which contributed its share
of more or less antiquated rolling stock. Shortly after the
new company took charge, a survey was made of all the
cars then owned and their general condition, suitability for
the present and future service and probable life was deter-
mined. From these data a program of retirements was
drawn up which will extend through 1914. At the end of
the period all the old cars will have been replaced by new
cars, and then it is planned to prepare a new program of
The old cars
were divided into classes, and plans were made to withdraw

the same kind to cover succeeding years.

a certain number of cars from each class during each year.
The selection of the specific cars to be retired is left to the
discretion of the master mechanic, who bases his decision
on the condition of the cars as they come into the shop for
repairs. Those cars in each class which are in the worst
condition are the first to go, but the total number to be re-
tired is made up at the end of the year, regardless of their
condition, good or bad. Along with this program of re-
newals the company has adhered closely to a uniform yearly
increase in its total equipment to meet the needs of a steady
growth in traffic. This systematic planning has enabled the
company to meet the expense for new cars largely out of
its earnings from year to year without carrying an undue
It has saved in expenditures for
maintenance of old cars by serving as an accurate guide

burden in any one year.

as to how much could be profitably spent in painting or re-
pairing cars destined to be withdrawn from service within
a year or two. The company has been able to foresee its
requirements for car storage far into the future, to buy
property and design new car houses just sufficient to meet
its present needs and capable of being enlarged as the num-
ber of cars is increased. A new shop is now being planned,
based on an accurate knowledge of the future rolling stock
to be cared for. These advantages should commend the
idea to other managements facing a similar problem.
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The Proposed Ohio Interurban Rules

The Ohio Railroad Commission, on the recommendation
of a committee of electric railway managers, has expressed
its approval of a code of operating rules for the interurban
roads of that State which departs from the standard code
of the American Street & Interurban Railway Association
in a number of important details of practice. As stated
editorially in this paper last week in discussing this sub-
ject, radical changes in the standard code should not be
made by the authorities of any State except for overpow-
ering reasons, and the changes recommended by the Ohio
Railroad Commission must be backed up by very strong
arguments in their favor in order to justify what is prac-
tically repudiation of the association’s long-continued ef-
fort to bring about uniformity in this regard. Elsewhere
in this issue will be found a signed statement by John C.
Sullivan for the railroad commission and Frank A. Davis
for the committee of railway managers, outlining the rea-
sons which influenced the commission to make the changes
which it has approved. The reasons given were not urged
upon the committee on interurban rules prior to the con-
vention in Denver, when the standard code was adopted by
the American Association, nor were they voiced by any
of the Ohio delegates in the meeting at which the code was
discussed and voted upon. They do not prove convincingly
that the procedure given in the standard code is funda-
mentally wrong in theory or impossible to carry out in
practice. For each reason advanced in favor of the changes
there are one or more equally good, or better, reasons for
retaining the wording of the rules as they appear in the
standard code.

The change in Rule 103 is defended on the ground that
the signal of three bells to back a car when standing con-
forms to a long-established steam railroad practice. It may
be interesting to point out that in the code of rules pre-
sented at the 1908 convention, rule 103 was precisely the
same as that which the Ohio Railroad Commission has now
adopted. The attention of the rules committee of the
American Association, shortly after the 19o8 convention,
was called to at least one fatal accident due primarily to
the practice of using three bells as a signal to back. The
committee, therefore, changed the signal to four bells in
order to eliminate the possibility of a similar accident oc-
curring. Furthermore, by this change the committee made
the signals between a conductor and motorman correspond
to those in the standard code of city rules, and also made
Rules 103 and 104 harmonious. In Rule 104 the signal of
four bells from the motorman to the conductor is the sig-
nal to back, and must be answered by the conductor before
the train is started. Inasmuch as the interurban cars op-
erate generally over city tracks, it is better practice to har-
monize the interurban rules with the city rules than with
steam railroad practice.

The change in Rule 110, to quote the words of one man-
ager in commenting on these rules, consists in “the substitu-
tion of a practice in marker signals which was discarded
years ago by most interurban roads, and for which was
substituted the standard practice of the steam roads.” No
provision is made in the revised rule for extinguishing the
red lights on the rear of the train when it has cleared the
main track. When approaching a passing siding, the mo-
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torman of a superior train must either be prepared to
stop or else take the chance of finding the inferior train
on the main track. He has no means of knowing from
the marker lamps displayed whether or not the train is
clear of the main track. This practice, we believe, will be
condemned by many raiiway managers. It is defended on
the ground that there is not sufficient clearance at the
sides of interurban cars to permit the use of lamps which
will display lights to the front, side and rear. This ig-
nores the fundamental principle involved of displaying con-
fusing signals on a car which is clear of the main track.
The commission does not approve of Rule 128 as it ap-
pears in the standard code, the objection being that it re-
quires too much work on the part of the conductor. This
rule has been in use on a number of interurban roads for
No better safeguard could be provided
against that common cause of serious accidents, “running

a long time.

past a meeting point.” Rule 323 makes motormen and con-
ductors jointly responsible for the safe operation of their
trains. It is, therefore, the conductor’s duty, as much as
the motorman’s, to see that no meeting or reporting point
is passed, and it is more important to make sure that he
does this than that he collects every fare.

- The commission has eliminated Rule 203-a and Rules 203
and 230 have been modified accordingly. N¢ railway man-
ager will deny that there are times when it is absolutely
necessary to get cars over the road in emergencies when
every means of communication between the crew of one
car and the dispatcher or the crews of other cars has failed.
Rule 203-a outlines a method which, if rigidly adhered to,
should be safe to use.
two things must occur; either the road must be tied up
indefinitely or the men will follow a procedure of their
The second course is vicious, and yet it is
encouraged by the railway company which thus evades
responsibility. It is argued that it would be unwise to
send one of the crew ahead with a flag, and thus leave to
the other member of the crew the entire responsibility for
protecting the passengers and also the rear of the car.
The protection of a train by torpedoes in such a case is
provided for in Rule 101, and it rarely would be necessary
for both members of the train crew to leave their car for
We believe that Rule 203-a, or a sim-
ilar rule definitely stating a safe procedure, is both desirable

If no such rule is provided, one of

own creation.

any length of time.

and essential.

The change in Rule 210 is a reversion to the principle,
but not to the practice, of the American Railway Associa-
tion’s standard code of rules, which requires a time inter-
val of five minutes instead of two minutes. The principal
objection to the use of a time intcrval on an electric road
is the fact that agents and opcrators who can note the
passing time of trains are on duty only at a few stations.
The crews of following trains must depend for the most
part on the exact observance of schedule times by the
trains ahcad, while the space interval is frequently esti-
mated by combining distance and specd into terms of time.
Still a rule fixing a minimum distance between trains is
based on the only. correct thing, that trains cannot collide
if they arc scparated by space.

Changes in Rules 212 and 213 are not discussed by

Messrs. Sullivan and Davis. They have been omitted en-
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tirely, and the commission thus places the responsibility on
each company operating in the State of formulating its
own rules covering the operation of trains in case of fail-
ure of the telephone lines. If the committee on interurban
rules was not able to draft a rule which would be satisfac-
tory, it is reasonable to suppose that individual managers,
if left to their own resources, will make rules which cer-
tainly will be no better than those in the standard code, and
The action taken on these
two rules is destructive, and not constructive in any sense..
It is to be hoped that these changes in the standard code
will not be issued by the commission as final without a re-
hearing. The promulgation of the Ohio rules in their
present form would be detrimental to the interests of the
interurban roads in that State and of the industry as a

may be positively dangerous.

whole. Finally, we have no doubt that the committee on
interurban rules of the American Association, if requested,
would be willing and glad to take up the entire subject of
the wording and procedure in the standard code with the
commission, if this testimony was necessary, in order to

show the inadvisability of adopting the proposed code.

Training Motormen in the Hudson Tunnels ,
The selection and training of motormen to operate a fast

and frequent service such as that given by the Hudson &

Manhattan Railroad in the North River tubes requires
special precautions. An interesting feature of the employ-
ment methods of this company, which are described else-
where in this issue, is the establishment of an intermediate
grade in which all candidates for the position of motorman
must serve for a considerable period of time before being
placed in charge of regular trains. This grade, which is
that of switchman, corresponds in some respects to that of
fireman on the steam roads. It provides a means of train-

ing the men in every phase of their future duties much more

thoroughly than would be possible by a short course of in-
struction in the shops or schoolroom and no danger to pas-
sengers is incurred through trusting an inexperienced man
with the operation of a regular train even under the guid-
ance of an instructor. While serving as a switchman the
new man has an opportunity of learning first hand the
operation and construction of the equipment, how to locate
and find trouble, the meaning of signal indications and the
actual “feeling” of a car or train in motion. In the mean-
while he is earning a living wage and doing necessary work
incident to the operation of the regular trains. Only the
best men are willing to undertake a switchman’s work as a
step toward promotion to the coveted position of motorman.
Another meritorious feature of the plan is that the list of
extra motormen is kept down to a minimum since there are
always available switchmen who are qualified to operate
trains when required in cmergencics. A significant feature'
of this company’s employment practice is the fact that it
prefers to engage as motormen men who have held similar
positions on high-speed clectric railways or who have Dheen
employed on stcamn railroads. Many railways pursue the
opposite policy, on the supposition that it is easicr to .train
men who enter the service without preconceived operating
notions; but the tunncl company evidently Dbelicves that
the veteran railroad man’s sense of responsibility outweighs
the disadvantages of working under new rules.
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TRACK AND LINE IMPROVEMENTS OF THE CONEY
ISLAND & BROOKLYN RAILROAD COMPANY

As a part of its general rehabilitation work during the
past year, the Coney Island & Brooklyn Railroad has made
extensive improvements in the track and line departments.
The new work and the broader reconstruction have been
done by Ford, Bacon & Davis, as consulting and contracting
engineers, while the general overhauling has been in the
hands of E. L. Matthews, the company’s superintendent of
roadways, and P. J. Murphy, lately superintendent of power
stations. All work was subject to the approval of S. W.
Huff, president and manager of the Coney Island & Brook-
lyn Railroad. The roadway contract of the engineering
firm mentioned covered a double-track section 1100 ft.
long on Smith Street from Fulton Street to Atlantic Avenue
and a sectioi: 5500 ft. long on DeKalb Avenue from Reid to
Wyckoff Avenues. The Smith Street work called for the
wuse of the original rails with additional joints and tie-rods,
'faid on new foundation, prepared before the repaving of
ithis thoroughfare by the city. Most of the DeKalb Avenue
'work (3300 ft.), however, was for entirely new construc-
ition and so gave the engineers an opportunity to apply im-
proved methods which could serve as standards in the
future.

The most striking feature of the DeKalb Avenue installa-
tion was the design of the new 102-1b. girder rail shown in
one of the accompanying drawings. This rail was designed
after conference with R. W. Creuzbaur, consulting en-
gineer to the president of the Borough of Brooklyn. It will
be observed that the height of this rail is only 7 in.; the
width of the head, 2% in., and the depth of the groove,
1% in. The short lip is designed to give the same bearing
for paving blocks as rails with longer lips and yet expose
a smaller steel surface to street wear. Some long-lipped

Coney Island & Brooklyn Track Improvements—Roller in
Use on Sub-Grade

rails, for instance, expose 5 in. to 53 in. of steel in the
street. This new rail section is rolled both by the Lorain
Steel Company and the Pennsylvania Steel Company.

The new track is fitted with eight-hole Continuous joints
and double-bonded with a combination No. 0000 plug and
soldered bond specially designed by the engineers and made

ELECTRIC RAILWAY JOURNAL.
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by the Lord Electric Company. The joints were drilled 4
in. small, the holes being reamed in position for the driving
in of 1l4-in. diameter turned bolts. The ties, which are
spaced 2 ft. 3 in. centers, are 6 in. x 8 in. face and 7 ft. 6 in.
long. They are of long-leaf yellow pine and were creosoted
with 12 lb. of oil per cubic foot. It is expected that the
treated ties will last from 20 to 25 years, especially in view
of the employment of screw spikes and 34-in. tie plates.

Coney Island & Brooklyn Track Improvements—Tie-Plate
Construction at DeKalb and Evergreen Avenues

The spike holes were bored before the ties were creosoted,
and for convenience in installation, the tie-plates and four
of the six spikes were put in at the track yard.

The cross-section on page 1177 illustrates the details of
the track foundations, while the appearance of the work at
various stages is shown in several half-tones. One of the
latter is of particular interest as it shows the track com-
pleted on one side, different foundation layers on the other
side and the 1o-ton steam roller, which was used to roll
the subgrade as well as the b —a :
ballast. Considerable econ- “:_2—,;4: 5_{'*1:—_1]71“__@:' y
omy was effected in the B
repaving of the DeKalb
Avenue work by splitting
and dressing the old gran-
ite blocks which had been
worn down on the top sur-
face. The joints between
the blocks were filled with
cement grout. All of the
special work is of the hard
steel center type made by
the Wharton and Lorain
companies. I . . “

The general overhauling
carried out directly by the
railway company during the fiscal year 19o8-1909 may. be
summarized as follows: 2752 rail joints were repaired and
resurfaced, which if contiguous would reptresent 7.82 miles
of track overhauled; track was resurfaced and'tie rods in-
stalled for a distance equal to 5.45 miles; 2527 joints were
bonded, which if contiguous would represent 7.18 miles;

Blectric Ry. Journal

Standard 1o02-lb. Section
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jumper cables were installed around 33 pieces of special
work; 230 pieces of rail were cut in where joints were so
bad as to make it necessary to cut out the joint entirely
and substitute a piece of new rail. All special work of the
system as a whole was gone over thoroughly, renewed
where necessary and put in good operating condition.
LINE IMPROVEMENTS
Coincident with the track improvements, the company

Coney Island & Brooklyn Track Improvements—
Construction at DeKalb and Hamburg Avenues

began the thorough overhauling of its overhead lines, in-
cluding the placing of feeders underground in certain dis-
tricts. In all 15.16 miles of trolley wire or about 32%5 per
cent of the entire system werc renewed with phono-electric
wire, which is expected to wear from five to six years and
have less breaks than hard-drawn copper. The sections re-
newed were made up of the following lengths and wire
gages: 2.44 miles with No. o; 11.62 miles of No. oo, re-
placing No. o; 1.10 miles of No. oooo, replacing No. o.
A large portion of the span wires was found badly rusted,
thus requiring the installation of 15.23 miles of 5/16-in. gal-
vanized iron wire. Practically all of the overhead special

«—»1—'91—41<—~— 4'3‘:#1—‘—’!"

i Tie Rod
Cement Grout Joints

Tle Plates every Tie

IIIIIIIIIIIIIIIIIIIIIIIII

ELECTRIC RAILWAY JOURNAL.

Brooklyn Type - 1009,
102 Lb., 7"Girder Rail

1177

THE WIESENTAL SINGLE-PHASE RAILWAY IN BADEN,
GERMANY

The Wiesental Railway, owned by the Grand Duchy of
Baden, Germany, has recently been electrified for 10,000-
volt, 15-cycle, single-phase opcration. The main line ex-
tends from Basel to Schopfheim, 13.4 miles, with branches
at Sickingen and Zell, which are respectively 25.6 miles
and 17.8 miles from Basel. A significant feature in con-
nection with the choice of the voltage and frequency is
the fact that the current is purchased from a hydroelectric
plant at 6800 volts, 50 cycles. The overhead work is of the
Siemens-Schuckert multiple catenary type, with 240-ft. span.

Twelve through trains, 51 local passenger trains and 15
to 21 freight trains are operated daily. As all cars are
of the standard steam design, only electric locomotives are
used. The 1o machines which the Siemens-Schuckert Com-
pany is building are intended to haul both passenger and
freight trains. The maximum weight of a standard pas-
senger train (exclusive of the locomotive) is 230 metric
tons, and of freight trains 500 metric tons. The average
grade on the line is 0.57 per cent and the highest 1 per
cent. TRe locomotives will have five axles, of which two
are free and the other three are driven from two series
motors mounted in the upper part of the locomotive. Each
motor will have a continuous rating of 390 hp, an hour
rating of 525 hp and a maximum output of 8oo hp at 300
volts. -

At first, the converter station in Basel will have two con-
verter sets, each consisting of a 2100-kva (continuous rat-
ing), single-phase generator coupled to a polyphase asyn-
chronous motor and a d.c. machine. The latter is in circuit
with a storage battery. When the load on the line is heavy,
the d.c. machine will act as a motor and deliver the neces-
sary additional power to run the single-phase generator;
on light loads it will become a d.c. generator and charge the
battery, thus securing the same desirable equalization of
loads as on a purely direct-current line.

o-@-
A

The narrow-gage electric railway between Glion and
Montreux, in Switzerland, has rccently been extended and
equipped with electric locomotives of a novel type, as they
are of 220 hp on a road with a gage of only 31%% in. The
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Coney Island & Brooklyn Track Improvements—Longitudinal and Cross Sections of Standard Track

work and about 75 per cent of the wood strain and other in-
sulators were renewed, largely with General Electric equip-
ment.  Other improvements during the fiscal year were the
installation of 45 new iron and 37 new wooden poles and
the renewal of over 10 per cent of the underground lead-
covered cables.

motors, of which there are two to eacli locomiotive, have
necessartly to be mounted on the locomotive frame, and
are connccted by double reduction gearing and then by
crank rods to the driving wheels. Electrically, the motors
arc always in series. ‘The line is operated by Goo-volt direct

current.,
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COMPARISON OF OPERATION OF THE NEW YORK AND
PARIS SUBWAY SYSTEMS

BY ROBERT H. WHITTEN, LIBRARIAN-STATISTICIAN, NEW YORK
PUBLIC SERVICE COMMISSION, FIRST DISTRICT

While the Paris and New York subway systems have a
sufficient similarity to make comparison of their operations
practicable they have enough points of divergence to make
the results of the comparison especially instructive. The
statistics used are for the year ending June 30, 1908, in the
case of the New York subway, and for the year ending Dec.
31, 1908, for the Paris subway.

Both the Paris and the New York subways have been
built and are owned by the city and leased for a term of
years to an operating company. Both subways are mainly
of the “shallow” rather than the tunnel type, running as
near the surface as the topography of the district and other
difficulties render practicable. The length of the two sys-
tems in miles of single track operated was in 1908 very
nearly equal. The Paris system, however, forms a network
of lines covering a district having a radius of three or four
miles from the business or traffic center. The New York
system has a single main stem terminating in two long forks
at the upper end and extending 14 miles from the Brooklyn
Bridge or chief traffic center. The New York subway has
four tracks permitting of both express and local service for
6%% miles through the most congested district. The Paris
subway is two-track throughout and has no express service.
The number of passengers carried is greater in Paris than
in New York, both as to total and as to number per mile
of track and per car-mile. The congestion of traffic is,
however, much less in Paris than in New York, owing to
the more advantageous distribution of traffic, both as to time
and as to direction and the shorter average length of ride.

AREA AND POPULATION

The Paris metropolitan district had in 1908 an estimated
population of 3,960,000 as compared with 4,340,000 for New
York City. The district served by the Paris subway, how-
ever, is that of the municipality proper or the portion of the
city within the walls. The district served by the New York
subway is assumed to be the boroughs of Manhattan and the
Bronx. The local traffic on the subway in the borough of

Hudsorn1 River
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that coincides with the center of the business district. The
area of the city proper is 31 square miles. Qutside of the
city boundary wall there is a large population that should
be considered a part of the Paris metropolitan district.
Greater Paris may be said to cover the entire department of
the Seine, which has an area of 185 square miles. The
area of New York City is 327 square miles, and that of
Manhattan and the Bronx, the district served by the subway,
62 square miles. The population of the district served by
the Paris subway is more than twice as dense as that of the
district served by the New York subway. Manhattan and

o
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Scale ¢ Miles
Paris and New York Subways—Map of Paris System

the Bronx have a population of 41,400 per square mile,
while the city of Paris has a population of 90,000 per square
mile.
COMPETING LINES

In New York the subway must compete for public favor
with an extensive system of surface and elevated lines. In
Paris there are no elevated lines and the surface lines are
undeveloped. X

Most of the surface franchises in Paris expire in 1910
and the reorganization and development of the system have
been long delayed through failure to reach an agreement
as to the extension of the franchises. The omnibuses and
cabs, however, carry a large trafficc. The subway system
when completed will be in the hands of a single company
(Chemin de fer Metropolitain de Paris), with the exception.
of a line across the city from north to south, which is

Scale trr Meles

\
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)

Novermber; 1909.

Paris and New York Subways—Map of New York System

Brooklyn was so slight for the year under consideration
that it may be disregarded.

The population of the district served by the subway sys-
tem was 2,570,000 for New York subway and 2,790,000 for
Paris. Paris is roughly circular in shape, its boundary wall
forms roughly a circle having a 3-mile radius and a center

being constructed by an independent company. The two,
companies are, however, required to grant free transfers at
intersecting points.
LINES AND ROUTES
At the end of 1908 31 miles of double-track line of the
Paris subway system were in operation. The system is
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divided into five separate operating lines, the longest of
which is a semi-circular line 9 1/3 miles in length and the
shortest 3% miles. Another line, semi-circular in form, is
7% miles in length, and another, running straight across the
city, 674 miles.

Each line is independent and self-contained. The trains
run back and forth from one end of the line to the other,
usually turning at each end by means of a short loop.
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of the line called for a train headway of two minutes and
under during rush hours and for a four-minute headway in
the late evening hours.

The Paris subway station platforms are 246 ft. long and
the maximum length of trains as prescribed by the Govern-
ment is 236 ft. In New York the station platforms are 350
ft. in length, except at exclusively local stations where they
are 200 ft. Kight-car trains 411 ft. in length are operated
on the express tracks and five-

car trains 257 ft. in length on
the local tracks.

SPEED
The average schedule speed
on the Paris subway is about

et e e 3,05 oofe— - 623 ——oie0bk- 201!
i

12 m.p.h. The maximum speed
allowed under the police ordi-

Paris and New York Subways—Plan of New Type Paris Motor Car Seating 25

and Having 45 Standing Places

The New York subway had a total length in June, 1908,
of 24.6 miles. For the transportation of passengers two
tracks are used from the Atlantic Avenue station in Brook-
lyn to the Brooklyn Bridge; four tracks from the Brooklyn
Bridge to Ninety-sixth Street; two tracks from Ninety-
sixth Street to 18oth Street on the Lenox Avenue line and
two tracks from Ninety-sixth Street to 242d Street on the
Broadway line. In addition, a third track is operated on the
Broadway line between 103d Street and 137th Street.

This makes a total of 64.6 miles of
single track in New York used for trans-
porting passengers. This total does not
include sidings, turnouts or tracks used
for car storage only. The total length

of track operated for the Paris subway

Eestrio Ry Jokrnat :
nance is 21.7 m.p.h. The aver-

age schedule spced on the New
York subway for both express
and local trains was a little more than 18 m.p.h. The aver-
age schedule speed of express trains between Brooklyn
Bridge and Ninety-sixth Street was about 24 m.p.h., and
for the entire route traveled by the express train about 20
m.p.h. The average speed of local trains for the entire
route was a little more than 15 m.p.h. The maximum speed
was about 40 m.p.h.

It is thus seen that the average schedule speed on the
Paris subway was about half that of the express trains on
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was 62.2 miles. In both cases, however,
‘a portion of this track was completed and
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put in operation within the year. A bet-
ter basis of comparison is therefore
found in the average miles of single .
track operated during the year, which is 61.4 miles for
New York and 60.3 miles for Paris.

The accompanying cuts show on the same scale the two
systems as operated in 19o8. In Paris, in addition to the
lines shown, the lines now under construction and those
definitely agreed on form a complete network within a very
small area as compared with the New York system.

TRAINS
On the Paris subway the trains do not run between I a. m.
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Paris and New York Subways—Plan of New Type Paris Trailer Car
Seating 37 and Having 45 Standing Places

the New York subway between Brooklyn Bridge and
Ninety-sixth Street, and about two-thirds of that of the
average schedule speed of all trains operated on the New
York subway. The value of the greater speed attained by
the New York system can scarcely be overestimated.
From the public viewpoint, fare and speed are the two
prime considerations with regard to any transit system.
The relative importance to the public of speed and rate of
fare has never been studied statistically. It secms probable
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oor of 50 per cent in time re-

= - however, that a decrease
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quired for transportation
is at least as important as
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a 50 per cent decrease in
rate of fare.
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Paris and New York Subways—Plan of New York Motor Car Seating 52 and Carrying at
Seating Arrangement and Dimensions the Same

Times a Total of 170 Passengers.
for Trailer Cars

and 5:30 a. m. During 1908 the least headway during rush
heurs was 2 minutes and 33 seconds on line No. 3. The
greatest hcadway on any of the five lines in operation was
714 minutes during the period of least traffic from 8 p. m.
to 1 a. m. As shown by the comparative chart the New
York schedule for express trains on the four-track portion
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From the public view-
point the greatest benefit
of rapid and cheap trans-
portation comes from the
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spreading out of popula-
tion and the consequent
relief of congested scctions.  Land values and rents in out-
lying districts can be, and often are, fixed at such a rate
as to induce people to scttle, regardless of a ligher fare
charged for transportation. Tt is not necarly so feasible,
however, to so reduce land values and rents in an outlying
district as to make it attractive for residence if the time



1180

required for transportation exceeds 40 to 50 minutes. Peo-
ple cannot afford the time, regardless of whatever induce-
ments may be offered in the way of rent. The spread of
the population of the various cities over a wider and wider
area has been produced chiefly by the greater and greater
speed attained by their transit systems. By doubling the
radius of a circle its area is quadrupled, and by doubling
the speed of city transit the area available for settlement
is increased fourfold.

In attaining a high rate of speed the distance between
stations or the number of stops is of prime importance. On
the Paris subway the average distance between stations is
1640 ft. and all the trains stop at all the stations. On the
New York subway the average distance between stations
is 2280 ft., while on the express tracks between Brooklyn
Bridge and Ninety-sixth Street the average distance be-
tween the stations is about 124 miles.

FARES

The concession granted the Paris company fixes the
following rates of fare: TFirst-class, 25 centimes (4.8
cents) ; second-class, 15 centimes (2.9 cents); round-trip
tickets, second-class, good for return at any time on day
of purchase are sold up to ¢ o’clock in the morning for
20 centimes (3.8 cents). Pupils of the communal schools
of the city of Paris are transported for 5 centimes when
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contemplate that each passenger, whether standing or sit-
ting, shall have a minimum floor area about 1% ft. x 2 ft.,
or 3 sq. ft. This allowance, together with necessary allow-
ance for exits and fixtures, gives in practice one passenger
place for approximately each 3% sq. ft. of floor area. Va-
rious types of cars are in use in Paris, from the small, old
type motor car, with 20 seats and 15 standing places, to the
modern second-class trailer car, with 37 seats and 45
standing places. A large proportion of the cars have 26
seats and 3o standing places. For all cars in use in 1908
the average number of seats was 28 and the average num-
ber of passenger places (seats and standing room) was 64.
The Government regulations limiting the standing load are
not always enforced.

Of the New York cars in use in 1908, 800 had 52 seats
each and 37 had 48 seats each. The New York cars are
longer and broader than even the largest of the Paris cars.
Allowing the same floor area per passenger as is allowed
by Government regulation in Paris, the New York car
would have a total passenger capacity of 103. Often 150
and sometimes 170 passengers crowd into a New York car.
This discussion has reference to the New York car in use
in 1908. The recent adoption of the center side door has
materially changed the seating arrangement.

TRAFFIC DENSITY

traveling in groups accompanied by a teacher. For a The number of, passenger car-miles operated on the
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Solid Line Shows New York Headway; Dotted Line Shows Paris Headway.

Paris and New York Subways—Comparison of Train Headway

single fare the passenger has a right to travel from any
one point on the entire system to any other point. Free
transfers are allowed at all crossings and junctions. The
average fare received was 2.7 cents.

On the New York subway there is a uniform fare of g
cents with the exception of a comparatively small number
of joint fares of 8 cents from which the subway’s portion
is 4 cents. The average receipts from fares per pas-
senger for the year ending June 30, 1908, was 4.99 cents.
Cost of subway construction and equipment was one-half
greater in New York than in Paris, as explained later.
We would therefore look for a similar difference in the
charge for transportation. On this basis a fare of 2.7 cents
in Paris would be the equivalent of a 4-cent fare in New
York. \Vhile the fare in New York is 5 cents the average
length of ride per passenger is from 2 to 214 times that in
Paris. Allowing for difference in purchasing power of
money as indicated by cost of construction and equipment
and for difference in length of average ride for a single
fare, the charge per mile for subway transportation is 114
to 2 times as great in Paris as in New York.

CARS

In Paris the maximum capacity of each type of car is

determined by the Government. Government regulations

New York subway was 44,000,000 or 710,000 per mile of
single track. On the Paris subway 34,600,000 passenger
car miles were operated, an average of 570,000 per mile
of single track. (See Table I.) A comparison on the
basis of car-miles is, however, rather misleading. The
New York subway car has an average of a little less than
52 seats while the cars used in the Paris subway have
from 20 to 37 seats; the average for all cars in use being
28. A better basis on which to compare the service ren-
dered by the two systems is therefore the number of seat-
miles instead of car-miles. But the seating arrangements
of the New York and Paris cars differ materially and,
moreover, in neither city is the capacity of a car measured
in practice by the number of seats provided.

In Paris the number of “standing places” in each car is
fixed by the Government and the number of seats plus
“standing places” is the capacity of the car. The average
number of places per car is 64. There is no limit to the
standing load in New York, but allowing the same amount
of floor space per passenger as in Paris the capacity of a
New York subway car would be 103. In comparing the
service rendered by the two systems the number of “pas-
senger place miles” is preferable to either car-miles or seat-
miles. While 103 passengers may or may not be a reason-
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able load for a New York car, for comparison with Paris
103 places per car should be used in figuring the number
of “passenger place miles” operated. The New York sub-
way operated 4.5 billion passenger place miles while the
Paris subway operated but 2.2 billion passenger place
miles. The number of passenger place miles per mile of
track was 73,000,000 for the New York system and 36,000,-
o000 for the Paris system. Nevertheless, the New York
subway carried only 200,000,000 passengers as against
282,000,000 carried by the Paris subway. The Paris sub-
way carried 4,600,000 passengers per mile of single track
as against 3,200,000 on the New York subway. The
Paris subway carried .127 passenger per passenger plaee
mile operated while the New York subway carried only
044. Every passenger place mile operated on the Paris
subway served 2.9 times as many persons as on the New
York subway.

Millions ol Ticket Sales

NEW YORK 0 5 10
Brooklyn Bridge [xs z
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Paris and New York Subways—Comparison of Yearly
Ticket Sales on 6 1-2-Mile Stretch of Greatest Density

This result is doubtless due to a number of causes in-
cluding better distribution of traffic throughout the hours
of the day, currents of traffic moving in both directions
during rush hours and a shorter average ride per passenger.

1. DBetter distribution of traffic in Paris throughout the
hours of the day. As will be secen from the comparative
chart showing a car schedule on the New York and Paris
subways, the peak of the load is not so marked in the
case of the Paris subway. The rush hours extend over a
somewhat longer period and the difference between the
rush hour schedule and that for other hours of the day is
not quite so great as in New York.

2. Currents of traffic in Paris moving in both dircc-
tions during the rush lhours. Most of the Paris subway
lines are planned so as to run from one residence district
through the commercial or traffic center and out into an-
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other residence district on the other side of the city. In
this way the mileage of empty cars is reduced. During
the morning rush hour the trains have a load not only to
but into and through the congested district. Returning
from the other end of the route they again have a load into
and through the congested district. Instead of running
empty for one-half of their round trip mileage the trains
have a load for perhaps two-thirds of their round trip
mileage.

Through operation:

Loaded. Empty.
Congested district.
Empty Loaded.
Lines terminating at center:
Loaded. Empty
Congested district.
Empty Loaded.

The New York subway, with the opening of the Brooklyn
extension, also runs into and through the congested dis-
trict, though it does not secure the maximum advantage
of such operation by extending into the residence district
on the other side.

3. Shorter average ride per passenger in Paris. On
the New York subway the longest possible ride is from
Atlantic Avenue in Brooklyn to 242d Street, a distance of
17%% miles. On the Paris subway the longest continuous
ride without change of route is about 9 1/3 miles and this
is upon a semi-circular route upon which no one would
probably desire to travel the full distance. The longest
direct route is 6% miles. Even when the entire Paris
system is complete the passenger in traveling from any one
part of the system to any other part will not go more than
7 or 8 miles. The terminus of no line is more than 3 or 4
miles from the business or traffic center. FEven for the
comparatively long homeward and workward rides, there-
fore, the average length of ride must be under 214 miles.
In New York the average length of ride on northbound
trains during the homeward rush hour is estimated at 5
miles to 524 miles. In addition, the Paris system is so
planned as to secure a very large local or short haul traffic
throughout the day. It furnishes a convenient means of
transportation from one part of the congested district to
another, thus serving the demand for rapid transit to satisfy
business and commercial needs. The New York subway
also secures a large short haul traffic, especially between
Brooklyn Bridge and Forty-seeond Street. An important
factor in increasing the average ride in New York is the
greater speed of the trains. The length of ride tends to
increase with the speed attained. People will not travel far
on a horse-car line, they will go much further on an elee-
tric surface line, still further on a 12-m.p.h. rapid transit
line and further still on a 20 to 24-m.p.h. express service
such as is maintained on the New York subway.

It has been noted that every passenger place mile
operated on the Paris subway served 2.9 times as many
persons as on the New York subway. This is equivalent
to an increase of 190 per cent in transportation facilities
per passenger in New York as compared with Paris. It
is clear that this great difference cannot be due solely to
the first two causes above mentioned, 1. ¢., better distribu-
tion of traffic throughout the hours of the day and currents
of trafic moving in both directions during rush hours.
While it is conccivable that these causcs might be suffi-
cient under certain circumstances to produce a difference
of 100 per cent in transportation facilities required, it
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seems that under the known conditions 50 per cent would
be a liberal allowance for increase in facilities due to these
two causes. This would leave 140 per cent to be accounted
for by shorter average ride per passenger, which would
mean that the average ride in New York was 2.4 times a$
long as the average ride in Paris. We have seen above

TapLe I.—Trarric DENsITY,

Paris subway.
Year ending

New York subway.
Year ending

June 30, 1908. Dec. 31, 1908.
Passenger CarS.........coceeeenonn 837 951
Average seats per car......... 52 28
Total number of seats.....cco00.- 43,524 27,579
Average-passenger places per car.. 103 64
Total number of passenger places. 82,211 60,751
Passenger car-miles....eccveeeescss 44,005,213 34,629,014
Per mile of line (aver. operated).. 1,910,777 1,147,986
Per mile of single track (av. oper.) 716,697 573,993
Per fare passenger............... .2195 .1226
Seat miles....cocveevciinceeass...2,288,271,000 959,612,000
Per mile of line (aver. operated). 99,360,000 31,812,000
Per mile of single track (av.oper.) 37,268,000 15,906,000
Per fare passenger............... 11.41 3.397
Passenger place miles....ooouvn.... 4,532,536,000 2,216,256,000
Per mile of line (aver. operated).. 196,810,000 72,471,000
Per mile of single track (av. oper.) 73,819,000 36,735,000
Per: fare passenger......eeeeesses 22.61 7.84
Fare passengers......ceeeeeece.. 1.. 200,439,776 282,427,235
er mile of line (aver. operated).. 8,703,420 9,362,752
Per mile of single track (av. oper.) 3,264,491 4,681,376
Per car-mile... I . 4.555 8.15
Per seat-mile.. .0875 .293
Per passenger-place-m 127

.044

.

some reason for thinking that the average ride in New York
was at least two times that of the average ride in Paris.

TICKET SALES

A comparison of ticket sales on the most congested por-
tions of the New York and Paris subways shows a greater
average per mile of line in New York than in Paris
(17,053,000 and 13,587,000). However, the New York
line is four-track while the Paris line is two-track and the
ticket sales in Paris per mile of single track (7,793,000) ex-
ceed those of new York (4,263,000) by more than 50 per
cent. This result seems strange to anyone who has seen the
two systems and noted the longer and more frequent trains
and greater crowding on the New York system. Com-
parative ticket sales show the comparative amount of
traffic originating in the districts compared, but taken alone
give little indication of actual density of cars or passengers.
On two lines with the same average of ticket sales the com-
parative traffic density will depend on the distribution of
sales as to time and direction of travel and even more
markedly on the average length of ride. A line with the
same average of ticket sales per mile, but with double the
average length of ride will have double the traffic density.
For the portions of route in question, the comparative
density of traffic in New York is also increased by the fact
* that this four-track portion forms a funnel through which
flows not only the traffic entering at its own stations but a
large proportion of all traffic entering at all other stations
on the entire system. In December, 1908, the schedule of
line No. 1 on the Paris subway called for 607 trains daily in
each direction, thus placing at the disposition of the public
228,500 places. At the same time the schedule on the four-
track portion of the New York subway called for 5281 cars
daily in each direction. Counting 103 passenger places to
the car this gives 1,087,000 passenger places per day.

In the comparison of yearly ticket sales on the two sys-
tems, shown in an accompanying illustration, the actual
number of ticket sales on line No. 1 of the Paris subway has
been increased by the estimated number of round-trip tickets
sold, based on the percentage of round-trip tickets for the
entire system. This increasé has been apportioned among
the middle stations of the line, Saint-Paul to Champs-Ely-
sees. As the round-trip tickets are only sold before g a. m., it
is assumed that they are used to go to the central business
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district and that stations in that district should be credited
with the return half of the ticket. The number of tickets
sold at Etoile, Chatelet, Bastile and Nation includes the
tickets sold for the intersecting lines of the system as well as
those sold for use on line No. 1. This error is offset by the
fact that the figures for the Brooklyn Bridge and Ninety-
sixth Street stations on the New York subway include sales
in both directions, and by the further fact that on the Paris
subway many round-trip tickets are purchased on other
lines to reach stations on line No. 1 and that, therefore,
the return half of the ticket is not properly credited to line
No. 1.
REVENUE FROM TRANSPORTATION

The New York subway’s revenue from transportation
amounted to $10,000,000 while that of the Paris subway
was but $7,700,000. The earnings per mile of single track
were $163,000 for the New York subway and $127,000 for
the Paris subway. In spite of the great difference in
average fare on the two systems, the earnings per car-mile
were substantially the same and the earnings per passenger
place mile were 0.34 cent in the case of the Paris subway
as against 0.22 cent in the case of the New York sub-
way. The much lower fare charged on the Paris subway
was much more than made up by a more advantageous
distribution of traffic and by shorter average rides per
passenger. (See Table II.)

APPORTIONMENT OF GROSS REVENUE

The gross revenue received from operation in New
York amounted to $166,000 per mile of single track op-
erated as against $130,000 for Paris. (See Table IIL.)
Of the gross revenue of the New York subway 43 per cent
was used for operating expenses while in the case of the
Paris subway but 3874 per cent was required for operating
expenses. Operating expenses amounted to $72,000 per
mile of single track in the case of the New York subway as
against $50,000 fo1 the Paris subway. Operating expenses
per passenger place mile were 0.13 cent for Paris as against
only 0.09 cent for New York. That operating expenses per
passenger place mile should be 40 per cent greater in
Paris than in New York is rather surprising. Cost of both
subway construction and equipment was almost one-half
greater in New York than in Paris. A somewhat similar
result would be expected in operating expense per pas-
senger place mile. The actual result is doubtless partially
explained by the larger car and train units used in New
York, thus requiring a smaller expenditure for wages of
motormen, conductors and guards. Labor expense in New
York is also reduced by the greater average speed of the
trains. Two trains running at an average speed of 18 m.p.h.

TaBLE II.—REVENUE FROM TRANSPORTATION.

New York, Paris,
Year ending Year ending
June 30, 1908. Dee. 31, 1908.
Earnings from transportation............ $10,020,538 $7,708,390
Per mile of line (average operated)..... 435,108 255,583
Per mile of single track (aver. operated) 163,200 127,770
Per passenger, cents. 4.996 2.729
Per car-mile, cents. 22,77 22.26
Per seat-mile, cents........ .437 767
Per passenger-place-mile, c¢ .221 .347

will do the work of three trains running at an average speed
of 12 m.p.h. Under these conditions two cars and two train
crews do the work of three cars and three train crews. The
Paris company’s labor expense was also greatly increased
by franchise requirements for the insurance and pensioning
of employees. Moreover, operating expenses per passenger
place mile decrease somewhat with the number of passenger
place miles operated (See B. J. Arnold’s report on the
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Return on the Investment in the Subway) and, as the num-
ber of passenger place miles operated was very much
greater in New York than in Paris the relative cost per
passenger place mile would be less for New York. Dif-
ference in cost of power, however, accounts for the larger
share of the difference in total cost of operating a pas-
senger place mile. Cost of power per passenger place
mile amounts to 0.022 cent in New York and 0.043 cent in
Paris, a difference of .021 cent. The difference in total
operating cost of a passenger place mile is 0.039 cent, so
that difference in cost of power alone accounts for 54 per
cent of this difference. The fewer train stops in New York
would account for a portion of the lower power cost. In
Paris, moreover, the company purchases a portien of its
power, and thus pays a profit to the producer.

But although the operating expense per passenger place
mile was 0.13 cent for Paris as compared with 0.09 cent for
New York the operating expense per fare passenger was
twice as great in New York as in Paris, being 2.2 cents for
New York and 1.07 cents for Paris. As this difference
cannot be due to increased cost of operating a passenger
place mile it must be due to the greater number of pas-
senger place miles that must be operated to secure one
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system that as the subway mileage increased the profits
from operation would decrease. Thus far this prediction
has not been verified. The net profits per mile of line oper-
ated show an almost continuous upward trend. There was
a decline in 1906 and 1907, but the net profits per mile of
line in 1908 are greater than for any previous year.
COST OF SUBWAY CONSTRUCTION AND EQUIPMENT

The total cost of the New York subway and its equipment
has been estimated at $87,938,000. This amount is made
up of $51,290,000 actually paid by the city for the con-
struction of the subway and of $36,648,000 that the company
reports that it has expended for both equipment and con-
struction. The cost to the company includes an item of
$10,048000 that the company claims to have spent on the
construction of the subway from Brooklyn Bridge to At-
lantic Avenue, Brooklyn, in excess of the amount paid
by the city for this work. The cost of construction paid
by the city, $51,290,000, does not include an item of $6,-
225,000 claimed by the construction company and now
the subject of arbitration proceedings. (See Table IV.)

The total cost of the construction and equipment of the
Paris subway is estimated at $62,252,000. This amount is
made up of $25,552,000 which the company states that it

TasLe T11.—Gross REVENUE FROM OPERATION AND ITS APPORTIONMENT.

Gross revenue from operation: Amount.
New York subway $10,253,337
Paris subway 7,847,954

Operating expenses (taxes excepted):

New York subway....vevruuirrini i ininnaeroaranennnans 4,423,313
PAtiS EUDWEHY ¢ » wisre s 5 5 5308 8 65 555 45§ FH06 § § 5 IR 8§ 5 BE0E 5 5 R § § 3,035,797

Taxes:

New York subway. ...veieuunnerreunnneionennnnnneeannns 59,540
Paris sSuUbWay..oovi vttt riniriiiriiiiisiiiiaanaraaa 262,141

Rental to city for use of subway:

N E WY OTIcH SUD WY ielete b ok gtel  oheevirel o v o ruzusis o1 twris RIS Regar = 3 s ook § 1,091,984
Paris SUDWaY . vueun i iiiiet st 2,560,854

Net earnings, less taxes and rental:

New York subwayic.. e s s s 3,778,498
Paris subway............o.... 1,089,161

fare passenger. There were 22.6 passenger place miles per
fare passenger in New York and but 7.8 in Paris.

As to taxes the New York subway fared much better
than the Paris subway. The New York company paid but
$900 per mile of single track as against $4,300 per mile for
the Paris subway. The taxes of the New York subway
were but 0.58 per cent of its gross revenue, while in the
case of the Paris subway taxes were 3.34 per cent. The
New York company paid 19 per cent of its gross receipts
to the city in the form of a rental for the use of the sub-
way while the Paris company paid 32 per cent of its gross
receipts to the city for this purpose. Although the cost of
the subway to the city was $830,000 per mile of single
track in New York and only $590,000 in Paris, the New
York company pays but $32,000 per mile as rental while
the Paris company pays $42,000 per mile. After deducting
operating expenses, taxes and rental, the New York com-
pany has available for interest, dividends and reserves
36.8 per cent of its gross revenue, or $61,000 per mile
of single track while the Paris company has but 25.3 per
cent of its gross revenue and $33,000 per mile of single
track. Owing to lower tax and rental payments the New
York company, with an operating expense ratio exceeding
that of the Paris subway by 44 points, has a ratio of net
earnings available for interest, dividends and reserves
1Y% points in exeess of that of the Paris company. The
net carnings per passenger place mile operated were nearly
the same for hoth systems, but the net carnings per fare
passenger were 2.7 times as great in New York as in Paris.

It has Deen predieted by some erities of the Paris

Per cent of gross Per mile of

revenue from single track  Per passenger Per passenger Per fare
operation. operated. car-mile, place-mile. passenger.
Per cent. Dollars. Cents. Cents. Cents.
100 166,992 23.3 .226 5.11
100 130,083 22.66 .354 2.77
43.14 72,040 10.05 .097 2.20
38.68 50,319 8.76 136 1.07
.58 969 413 .001 .02
3.34 4,345 .75 .o11 .09
19.42 32,442 4.52 043 .99
32.63 42,447 7,39 116 -90
36.85 61,539 8.58 .083 1.88
5:74

25.34 32,971 .089 .70

has expended for equipment and construction and of the
estimated cost of construction paid by the city of $36,700,-
00o. This latter estimate is based on the estimated cost of
the completed subway system including portions as yet
unconstructed as made by the city authorities in 1907. In
New York the total estimated cost of construction and
cquipment per mile of single track used in operation is
$1,432,000, while for Paris it is $1,000,000. The cost of
construction paid by the city is $835,000 per mile of single
track in New York and $590,000 in Paris. The reported
cost of equipment and of construction paid by the com-
pany is $596,000 per mile of single track in New York
and $410,000 in Paris,

The relative proportion of the total cost paid by the city
and the company, respectively, is almost identical for both
cities. Construetion paid by the city and equipment or con-
struction paid by the company do not, however, rcpresent
the same things in hoth cities. In New York the cost of
equipment or construction paid by the company includes,
as stated, an item of $10,048,000 for the work of subway
construction proper. Deducting this amount from the cost
of cquipment and adding it to the cost of construction, we
have for the New York subway a cost of construetion of
$61,338,000 and a cost of cquipment amounting to $26,600,-
000 or $999,000 per mile for construction and $433.000 for
cquipment.  While in New York tle cost of subway tracks
was included in the original contract and paid for by the
city, in Paris the tracks were considered a part of the
cquipment and were paid for by the company. In Paris
also, the station entrances, ticket hooths and, in faet, the



1184

entire station with the exception of the platform was con-
structed at the expense of the company. For purposes of
comparison, therefore, the cost of tracks and stations has
been deducted from the cost of equipment as reported by
the Paris Company and added to cost of construction. This
gives for the Paris subway a total cost of construction of
$42,100,000, or $676,000 per mile of single track and a cost
of equipment of $20,152,000 or $324,000 per mile of single
track.

The relative cost of construction and equipment estimated
on this basis remains nearly equal for the two systems. In
New York the estimated cost of construction is about 69
per cent of the total cost of construction and equipment,
while in Paris it is about 67 per cent. The average cost
per mile in New York is reduced by the fact that some g
miles of elevated line are included. There are also in the
Paris system numerous short stretches of elevated road or
viaduct, but these are built on such an expensive plan as to
increase rather than reduce the average cost per mile.
The cost of equipment in Paris is somewhat reduced by
the fact that the operating company buys a portion of the
electric power used. The cost of power plant and sub-
stations is reported as $11,600,000 for New York and $s5,-
200,271 for Paris. Information is not available as to the
amount of power purchased by the Paris company.

RATE OF RETURN ON INVESTMENT
For the year ending June 30, 1908, the net earnings-of
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are called “actions de jouissance,” and apparently partici-
pate until the end of the lease in all dividends declared in
excess of 3 peér cent. The company paid $80,582 into its
legal reserve fund as required by law, or 5 per cent on its
net profits. The company used $200,720 of its profits to
amortize shares. It also devoted $57,900 to the amortiza-
tion of its bonds. It paid a bonus of $72,385 to the man-
aging officers and directors, equivalent to 8 per cent on
certain excess net profits. The company also devoted $193,-
ooo to a fund for the benefit of the employees of the com-
pany.

The Interborough Rapid Transit Company had a capital
of $70,000,000; $35,000,000 in shares on which g per cent
dividends were paid and $35,000,000 in short-time bonds
on which 5 and 6 per cent interest was paid. As this
capital represents property and numerous interests in ad-
dition to property used in the operation of the subway, it
is impossible to compare it with the capitalization of the
Paris company.

ADVANTAGES OF THE PARIS SUBWAY SYSTEM

(1) The average fare is 2.7 cents as compared with 5
cents on the New York system. A minimum fare of 1.9
cents is charged for certain hours during the day.

(2) The Paris system offers universal transfers over a
complicated net-work of lines.

(3) The net-work of subways will form when completed
a comprehensive system of rapid transit for the entire

TaBLE 1V.—ToTAL COST OF SUBWAY AND APPORTIONMENT BETWEEN CITY AND COMPANY, AND BETWEEN CONSTRUCTION AND EQUIPMENT, 1908

Amount.
Total cost of subway and equipment.........ocvvuevn s $87,938,000
Cost of construction paid by city..c.oo.vvevennn.. . 51,290,000
Cost of equipment and construction paid by company. 36,648,000
Tlotal cost of constructiontwies s s o« ¢ sxese o sisie 10 s 5w 61,338,000

Total cost of equipment

26,600,000

—————New York subway————

Paris subway———————=—

—

Per mile of Per cent Per mile o Per cent

single track.  of total cost. Amount. single track.  of total cost.

$1,432,000 100 $62,252,000 $1,000,000 100

835,000 8.3 36,700,000 590,000 59
596,u00 41.7 25,552,000 410,000 41
999,000 69.8 42,100,000 676,000 67.6
433,000 30.2 20,152,000 324,000 32.4

the New York subway after deducting taxes, amounted
to 6.9 per cent on the total estimated investment of both
the city and the operating company. The net earnings, after
deducting taxes and the rental paid by the operating com-
pany to the city amounted to 10.8 per cent on the com-
pany’s reported investment for equipment and for con-
struction. The subway considered as an economic under-
taking earned about 7 per cent on the capital invested.
The operating company earned about II per cent upon its
reported investment. This result was obtained in spite of
the fact that the year ending June 30, 1908, was one of
general economic depression. In this estimate no allowance
has been made for depreciation. For the year ending
Dec. 31, 1908, the Paris subway earned 7} per cent
on the total estimated cost of construction and equipment,
and the operating company earned 8 per cent on its re-
ported investment for equipment and construction. A por-
tion of the total mileage of both the New York and Paris
systems was not operated for the entire year. In estimating
return on investment, therefore, such proportion of the en-
tire cost of construction and equipment was taken as the
average length of track operated during the year bore to
the total length of track at the end of the year.

The Paris Company has issued $14,475.000 shares and
$9,167,000 bonds, making a total capitalization of $23,642,000.
One-half of the bonds paid 315 per cent interest and the
other half paid 4 per cent. A first dividend of 3 per cent
was paid on the entire capital with the exception of 6030
shares that have been amortized. A second dividend of
5 per cent was paid on the entire capital, including the
shares that have been amortized. These amortized shares

municipality. A passenger jnay travel by it from any quar-
ter of the city proper to any other quarter. A person may
enter any subway station with the assurance that for a
single fare he can be transported to within walking dis-
tance of whatever place he may wish to go within the walls
of the city. This is a great convenience to the public and
greatly increases subway travel.

ADVANTAGES OF NEW YORK SUBWAY SYSTEM

(1) While the fare charged is much higher the average
and possible ride is much longer in New York than in
Paris. Allowing for difference in purchasing power of
money as indicated by cost of construction and equipment
and for diffcrence in length of average ride the charge per
mile for subway transportation is 1% to 2 times as great
in Paris as in New York.

(2) The lines extend far into the undeveloped areas.
They extend 14 miles from the traffic center as compared
with 3 or 4 miles in the case of the Paris subways. They
liave aided immensely in securing a better distribution of
the population.

(3) The combination of express and local service is of
gi1ecat convenience and value. The average speed including
stops, on the Paris subway is about 12 miles per hour,
while on the express tracks of the New York subway be-
tween Brooklyn Bridge and Ninety-sixth Street the
schedule speed, including stops, is about 24 miles per
hour, and the average speed for both express and local
trains for the entire system is about 18 miles per hour. A
saving in time of urban transportation is at least as im-
portant as a decrease in the amount of fare charged.
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EMPLOYMENT METHODS OF THE HUDSON & MAN-
HATTAN RAILROAD

When the Jersey City and Cortlandt Street river tunnels
of the Hudson & Manhattan Railroad were put in operation
it was necessary within a short period nearly to quadruple
the force of men originally employed in the train service of
the uptown tunnels. As the traffic of the entire system has
increased rapidly since through operation was begun, it
has becn necessary to continue to employ and break in
large numbers of new men each month. At the present time
about 20 applicants for positions in the train service are
accepted each week. The selection and training of such a
large body of men for employment in a service requiring
trains carrying very heavy traffic to be run close together
at high speed must be conducted with great care and thor-
oughness. The methods of this company, therefore, pre-
sent a number of interesting features.

APPLICATION FOR EMPLOYMENT

Applications for employment in train, station or platform
service are received in person at the trainmaster’s office
on Christopher Street, New York, Thursday of each week
at 11 a. m. After filling out an application blank in dupli-
cate, a new man is interrogated by the trainmaster, who
makes a point of ascertaining fully the applicant’s past
record, his experience in railway work, his mental qualifica-
tions and his apparent physical fitness. The trainmaster
sizes up each man and makes a notation on the application
blank in cipher, indicating his decision, as unfit, doubtful
or acceptable. Those who are considered by the trainmas-
ter as unfit are rejected at once, but doubtful or acceptable
candidates are ordered to report to the office of the gen-
eral superintendent, in the Hudson Terminal Buildings, on
the following morning at 11 o’clock. One copy of the ap-
plication blank is retained in the trainmaster’s office, and
the second copy, with the trainmaster’s notation of accep-
table or doubtful, is sent to the general superintendent’s
office early Friday morning.

Applicants who have wholly or partially satisfied the
trainmaster are examined singly by the general superin-
tendent, who goes over their record of previous employ-
ment carefully and pays particular attention to the man’s
appearance, manner and attitude toward his prospective
position. The general superintendent reserves the right to
reject summarily any applicant for any cause without stat-
ing his reasons. If he is satisfied he indorses the applica-
tion blank and orders the new man to report to the com-
pany surgeon for physical examination, and later to the
trainmaster for assignment to practice work. Ticket agents
are referred to a surety company for examination and
preparation of a suitable indemnity bond.

REQUIREMENTS OF EMPLOYEES

Employees in all branches of the service must be over
21 years and under 45 years of age, able to read and write
the English language. They must be in full possession of
every faculty, sound in every member, in good health, and
able to pass a scarching physical examination. It is held
to be essential for the good of the service that they be
familiar with the streets, transit facilities and points of
interest in New York City, and with the steam railroad
terminals, ferries and surface car lines in Jersey City and
Hoboken. The physical examination, which is made by the
company’s surgeon without charge to the new ecmiployces,
includes tests for acuteness of vision and hearing and color
sense. The standard of acuteness of vision is 20:20 in
both eyes, and the surgeon will not pass any candidate with
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a vision of 20:30 or worse in one or both eyes. Applicants
who have only slight defects in hearing or vision are re-
ferred back to the general superintendent for a final de-
cision based on their other qualifications.

APPLICATION BLANK

The application blank contains 19 questions which must
be answered, spaces for the names of three references to
whom the applicant refers for information regarding his
character, habits and associations, and space for entering
a complete detailed record of previous employment for 10
years previously. Among the questions to be answered are
the following: “Are there any unsatisfied judgments against
you?” “Have you ever been arrested or accused in a civil
or criminal court of any infraction of the law?” “Are you
engaged in any outside business producing income other
than your salary?”

In one corner of the blank are spaces for entering a rec-
ord of identification, including age, height, weight, color
of eyes and hair, moustache, complexion and other char-
acteristics. On the back of the blank is printed an agree-
ment of employment binding the applicant to familiarize
himself with and to obey the rules of the company and any
future amendments thereto. This agreement, which is brief,
concludes with two following clauses which are in effect
a release of liability to the company for failure to observe
due caution while at work:

T hereby acknowledge that I have been informed of the
character of the employment I am about to undertake, and
the duties connected therewith; that I have been notified
that it is of a hazardous nature; that there are structures
and obstructions now located, and others may be con-
structed from time to time which will endanger my life and
limb; that there is not sufficient clearance between cars
and the sides of tunnels, platforms and benches for a man
to stand in safety, and that there are safety ladders along
the sides of tunnels which are provided for persons to use
while trains are passing.

I hereby accept notice from said railroad company that
there is a third-rail along its tracks which is charged with
electric current, and that it is dangerous to life and limb to
come in contact therewith in any manner whatsoever.

INVESTIGATING REFERENCES

The Hudson & Manhattan Railroad prefers for its train
service, and especially for the position of motorman, men
who have had previous experience, either on steam railroads
or high-speed electric railroads. A large proportion of its
men have been recruited from the steam railroad service,
as the character of the work, the hours of labor, rate of
pay and liberal treatment by the company attract good men
from this source. Numerous applications are also received
from men formerly employed on the elevated and subway
lines, both in New York and Brooklyn. The employment
office of the company is in closc touch with the employment
offices of all the steam railroads entering Jersey City, and
also those of the Interborough Rapid Transit Company and
the Brooklyn Rapid Transit Company. If a new man states
on his application blank that he has ever been employed
by any of these companies the telephone is used to get an
immediate verbal report on his previous record. Letters
are also sent to all previous employers and character refer-
ences living out of the city. Personal investigations arc
seldom made, as unless a man has a good and well-authen-
ticated previous record he is rejected without further delay.

PRELIMINARY TRAINING
After passing the physical examination all train service
recruits report to the trainmaster for instructions as to tlhieir
duties and responsibilities. They then receive a copy of
the rules and a badge, and are assigned for duty under the
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direction of an experienced guard. All new men must be-
gin work as guards, and after a few days of breaking in,
followed by an examination on the rules by the trainmas-
ter, are given places on the middle cars of the morning and
evening rush-hour trains. The conductor in charge of the
train rides on the front car and an experienced guard is
always placed on the rear car. Guards are urged to qualify
for promotion as quickly as possible after entering the
service. A guard may qualify for advancement to the
grade of conductor or to the position of switchman, leading
to the position of motorman. After qualifying as a con-
ductor a guard is given one of the regular conductor’s runs
on Sundays and at other times when regular conductors are
off duty. As the men having regular runs are all off one
day each week, the qualified conductors have frequent op-
portunities of serving in the higher grade for short pe-
riods, thus becoming familiar wih tthe duties of conductors
before being promoted to the position. When a vacancy
occurs in the grade of conductor the senior qualified con-
ductor is eligible for promotion.

TRAINING OF MOTORMEN

Men who enter the service with the intention of becom-
ing motormen must begin as guards, no matter what their
previous experience has been. When they have demon-
strated their knowledge of the duties of this grade and have
had time to learn the road thoroughly, they are transferred
to the grade of switchman. A number of men are required
in this grade to make up and switch trains in the yards
and to cut out or add cars during the rush hours. These
men must be able to operate single cars or trains, make
couplings, disconnect brake hose and train line jumpers, do
light emergency repair work, such as replacing brake shoes
and tightening brakes, and in general know the construc-
tion and operation of all the details of the car equipment.
On entering this grade the new man is given a thorough
instruction in the operation of all the electrical and brake
apparatus on the cars by the motor inspector who has
charge of the instruction room which has been fitted up
in the basement of the Terminal Buildings. This car is
fitted with complete air brake and electrical equipments and
is mounted so high above the floor that the prospective
motorman can see the apparatus from below. The man is
then sent out as a helper to an experienced switchman, who
teaches him the actual operation of cars about the yards.

When the first switchman is satisfied that his helper is
competent to work alone the new man is turned over as a
helper to a second experienced switchman, and finally to a
third switchman. These three men are held responsible
for the efficiency of the student, and until they are satis-
fied as to his ability to run a car and do any other work
likely to be required of him he must continue to work as a
helper.

All motormen are promoted fromn the switchmen in the
order of their seniority. As in the case of promotion from
guard, all switchmen are urged by the company to qualify
as motormen by taking the necessary examination as
quickly as possible. Switchmen who have qualified as mo-
tormen, but have not been advanced to that grade, are called
on to operate trains in the absence of regular motormen,
who are all given one day off each week. The extra list of
regular motormen is thus kept down to a very small num-
ber of men. In promoting from switchman to motorman
the candidate is required to pass a very thorough oral ex-
amination on the rules and his knowledge of the equipment
by the trainmaster, motor inspector and superintendent of
car equipment. It is the intention in the future to require
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all motormen to have served at least one year as a switch-
man. This rule, of course, has been waived during the past
few months while it was necessary to train a large number
of men to operate the increased train service required by
the opening of the downtown tunnels. Conductors may be-
come motormen by starting as switchmen in the same man-
ner as guards who have risen to the grade of conductor.

COURTESY OF TRAINMEN

Courteous treatment of the patrons of the road is insisted
upon. The ability to smile and keep smiling when answer-
ing questions or attending to any other duty is considered
a requisite in every employee who comes in contact with
the public. This point is driven home on all occasions by
the general officers. The general superintendent makes fre-
quent use of the bulletin board to impress the men with
the importance of courtesy. One of the letters to em-
ployees is reprinted here:

HupsoNn & MANHATTAN RaiLroap CoMPANY
New York, Nov. g, ’09.
To ALL EMPLOYEES:

Every day I have patrons of our road tell me what 4
splendid lot of men you are, and I can assure you that 1
believe it, and am proud of it.

I regret that I also have some complaints, which are prop-
erly made, that some of our men are not as courteous as
they might be.

Did you ever stop to think that a guard is constantly ob-
served by the people in two cars? If this guard is happy.
courteous and pleasant, they go away with a good impres-
sion of the road; if he is surly, they are generally surly to
him, he is constantly in trouble and the day seems very
long. " .

A railroad must be run, not to suit the employees-or the
management, but its patrons. You have the opportunity of
building an asset that will be worth a great deal to the road
in time to come.

The interests of the road and men are identical. If the
road is a paying one and makes money, it can afford to
pay you good wages, but if it is not making money, where
1s the money for you coming from?

Remember that a single discourteous act may drive away
patrons and make enemies for a corporation which needs
all the friends it can get.

Strive at all times to make friends for yourself and the
road, and you can rest assured you will find the days shorter
and your troubles less. E. T. MUNGER,

General Superintendent.

COMPLAINTS AND SUGGESTIONS

The company has inaugurated a unique plan of receiving
complaints and suggestions from its employees. At the
beginning of each month the trainmaster selects one motor-
man, one conductor and one station agent to act as a com-
mittee of the men to receive complaints and suggestions for
the betterment of the service. The names of these men are
posted on the bulletin board and all employees are requested
to present to some member of the committee any grievances
or ideas which he may have. These men serve for one
month, and are not eligible to serve again on the committee
for another year. On Thursday of each week this com-
mittee meets with the general superintendent, the train-
master and the motor inspector in the general offices, and
the members present any matters which have been brought
to their notice by other employees or any points which they
have themselves noted. The conference is informal, and a
full discussion is allowed on each point raised. Just griev-
ances are remedied at once, and explanations are given for
refusing any unreasonable demands. The members of the
committee draw full pay for the time spent at these con-
ferences, and they consider it an honor to serve their fel-
low-employees in this manner.
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INSTALLATION OF WATER BACKS AT ANDERSON PLANT
OF INDIANA UNION TRACTION COMPANY

The Indiana Union Traction Company is installing water
backs in the furnaces of the Anderson (Ind.) power station,
which supplies power for a large part of its interurban rail-
way system. The new water backs will serve to raise the
. efficiency of the furnaces by stopping the leakage of air
around the ends of the chain grates and by retarding the
dumping of the coal and ashes until the maximum amount
of heat has been obtained from them.

Chain grates are used under each boiler, and these are
set in the usual manner, which provides for an air space
about 8 in. wide at the rear end of the grates. This space
is necessary for the discharge of the ashes into the pits
below. In those boiler settings without water backs there
has been a considerable leakage of air from the ash pit up
between the end of the grate and the back wall of the fire-
box. After a study of fuel-burning conditions by G. H.
Kelsay, superintendent of power, it was decided to put a
water back in each boiler so that the economy of the fur-
naces might be increased. The work of installing these
backs is now under way, and Mr. Kelsay says that consid-
erable improvement in firing is noted on those boilers now
equipped.

The water backs as installed consist of a section of 4-in.
extra heavy pipe extending across the width of the grates
and about 8 in. from their rear ends. The pipe is supported
so that its lower side is 34 in. above the tops of the grates
and the center of the pipe is about 10 in. from the rear fire-
box wall. A row of fire bricks is placed, one end of the
bricks resting on the water back and the other end set in
the firewall. This row of bricks prevents the passage of
any air from the ashpit up behind the water back to the
flues. The narrow space below the water back permits the
ashes to fall over the ends of the grates in the usual way,
but retards the movement of the unconsumed fuel, so that
coking takes place in front of the water back, and the body
of the fire tends to pile up on the brick shelf above the
water back, rather than fall through. This body of ashes
and coke, in connection with the narrow discharge space
for the grates, effectually serves to prevent the leakage of
air, and thus assists in raising the temperature of the fur-
naces.

The 4-in. extra heavy pipe which forms the shell of the
water back carries within it a 1-in. wrought-iron pipe,
through which the cold water is introduced. This intake
pipe extends the full length of the water back, so that the
cold water emptics into the shell at the opposite end from
the discharge point. A steady flow of water is maintained
at such a rate that the temperature of the discharge is just
below the boiling point. The discharge is open to the air
to permit casy inspection of the flow. A header under the
boiler-house floor collects the hot water discharged from
the water backs in the several boilers and carries it to the
hot well, from whence it is fed to a fced-water heater, or
to the supply tank outside the buiiding. A new- hot well
has recently heen built and a new motor-operated feed pump
installed. This pump, taking its suction direct from the
well, is piped to discharge normally to the heater, but
there is a check valve in the connection between the pump
and the heater, so that the excess water automatically is
turned to the large supply tank.

Two McDonough automatic regulators have recently been
installed for controlling the speed of the stoker cngines
and the stack draft according to the steam pressure. There
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are two stacks and two subdivisions in the regulator gov-
erning each half of the plant. Electric lamps placed in the
engine and boiler rooms operate in connection with the
regulator and indicate whether the stack dampers are open

or closed.
'S

PRELIMINARIES IN THE ORGANIZATION OF AN ELECTRIC
RAILWAY COMPANY

J. W. Billingsley, manager of the Fred A. Jones Com-
pany, of New Orleans, recently presentéd a paper before
the Louisiana Engineering Society on interurban railway
development in the South, and, among other points, gave
some interesting suggestions on the preliminary organiza-
tion of electric railway companies. The speaker said that
the poor financial condition of many interurban electric
railways was due in some cases to poor judgment in loca-
tion or construction, or to unfortunate management, but in
most instances to lack of sufficient traffic to justify their
construction. It is owing to these failures that bond
houses require a report on a new proposition of this kind
to be prepared in a thoroughly business-like manner. The
following is an abstract of Mr. Billingsley’s remarks upon
the preliminaries requisite in the organization of an electric
railway company:

The usual method of procedure in building an interurban
railway is for the local people who are interested in its
construction to form an association and put up sufficient
money, first, to make a preliminary report, and, second, if
that is available, to make surveys, financial and engineer-
ing reports, properly to present the proposition to the out-
side investor. As a rule, this association provides sufficient
money for securing rights-of-way and of defraying the
general expenses attendant upon the underwriting of the
bonds. The bond underwriters usually require that at least
20 per cent to 25 per cent of the money required for con-
struction be secured from stock subscription, usually placed
locally, and that all or part of the money so obtained shall
be spent on construction work before any is advanced by
the bond underwriters. After the latter have been called for,
say, about 20 per cent of their underwriting, it is generally
possible to secure a loan on the bond underwriting to carry
on the work to completion. Of course, in some instances
the money for construction is furnished directly by private
interests, and the line is built without stock subscription or
underwriting. In this case the financing is much simpli-
fied.

As the outside investor, usually a bondholder, must be
assured of a safe return on his investment within a period

of, say, at least one vear after commencement of operation.
The vital point to determine in considering an interurban
railway is, first: How much will the property carn and how
soon? The reports nccessary for properly considering this
question are:

(1) The preliminary report.

(2) The engincering, financial and statistical reports.

ngineers, in making preliminary reports on interurban
railways, often make the mistake of giving undue impor-
tance to the item of cost of construction and to the physical
feature of the line. The object of the preliminary report
is to satisfy the promoters and other partics interested that
the interurban will be a paying proposition. ITence only
those matters should be considered that will affect to a con-
siderable degree the question of net carnings. The object
of the preliminary report should be to gather sufficient data
as regards existing and probable traffic conditions between
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the termini of the road and to prepare construction and
operating estimates, in sufficient detail only, to ascertain
whether or not the net earnings will be enough to justify
the making of surveys and of the financial and engineering
reports proper. It is interesting to note that a difference
in estimates of cost of construction of $100,000 would make
a difference in the net earnings of approximately, say,
$5,000, whereas a difference of only about $8,000 in an esti-
mate of gross earnings would change the net earnings by
practically the same amount. Hence it is evident that a
report of this character should deal more particularly with
the estimate of revenue than with the detail cost of con-
struction.

It is of value in a report of this character to check up
estimates by comparing the proposed line with other lines
operating under as nearly similar conditions as possible,
but too much reliance should not be placed on such a check
unless the lines are located in the same section of the coun-
try and serve similar traffic conditions. For instance, the
travel in a somewhat undeveloped country which is rapidly
growing is in some cases 40 per cent to 50 per cent greater
per capita than in old and more settled communities. This
is true, for instance, in Texas and Oklahoma. Erroneous
conclusions may also be reached by estimating earnings on
a basis of so much tributary population per mile of track.
Examination of 10 interurban lines at random in the Middle
West shows earnings ranging from $2.30 per capita up to
$11 per capita, so it is evident that an erroneous result
might be reached by using such a method alone in estimat-
ing gross receipts. As this question of estimating gross
earnings is by far the most difficult and important part of
a report of this character, it is necessary to study very
carefully the local conditions, such as tiie habits and occu-
pations of the people. This can be done by counting pas-
sengers handled by parallel steam lines, wagon and pedes-
trian traffic, and estimating the express business. Each
local condition must be studied.

If the preliminary report should be favorable, the next
step is to make surveys of the right-of-way that will be
required and detail estimates showing the cost of construc-
tion and cost of operation. A statistical report should then
be prepared, showing in detail the business conditions in
the tributary territory, the data and information being
supplemented by photographs.

*In discussing location Mr. Billingsley said that the in-
terurban railway should be built as far as possible on
private right-of-way and should have a short entrance into
the termini of the line. Although it is generally desirable
to reach the heart of the terminal cities, it is not always
necessary to do so in the small intermediate towns. If the
center of some of the smaller intermediate towns can be
_reached only by a slow trip through the main street, it is
usually better to build through the edge of the town in-
stead. People in a small town are willing to go to more
inconvenience to get to an interurban waiting station than
they would be in a larger city, especially where the main
station of the competing steam line is located close to the
heart of the city. It is more easy in the Middle West and
Southwest to secure private rights-of-way than in the hilly
and built-up sections in the Eastern States, where, as a con-
sequence, many of the interurban lines follow the high-
ways to avoid heavy cuts and fills and the expense of ob-
taining private right-of-way. The result is a line with a
crooked alignment, slower speed, and more risk of acci-
dents. An interurban road should be located on private
right-of-way as much as possible.
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HEARING ON VALUATION OF THE CONEY ISLAND &
BROOKLYN RAILROAD

Frank R. Ford, of Ford, Bacon & Davis, was the sole
witness at the hearing before the New York Public Service
Commission, First District, on Dec. 2 in the case involving
the valuation of the Coney Island & Brooklyn Railroad.

In response to a question from William N. Dykman, of
counsel for the company, it was stated by Mr. Ford that the
cost of operation as measured in percentage of gross earn-
ings had increased from 1900 to 1908. An exhibit presented
by Mr. Ford gave the figures submitted by him on this sub-
ject in the case concerning through routes and joint rates
between the Metropolitan Street Railway and the Central
Park, North & East River Railroad of New York, as pub-
lished in the ELEcTRIC RAILWAY JoUrRNAL of Oct. 24, 1908,
page 1252, with the addition, however, of the data for 19o8.

Mr. Dykman asked Mr. Ford to give his opinion as to
the manner in which the tendency of net earnings to de-
crease should be considered in a rate-making case like that
involved in the hearing. Mr. Ford thought that in a rate-
making case any tendency of a business to become less
profitable should be considered if the rate was to last any
appreciable length of time. The gross earnings of the com-
pany were decreasing in this case and the properties were
subject to the same tendency toward increasing operating
expenses as the companies indicated in the statement,
namely, the roads in Chicago, Philadelphia, St. Louis, Bos-
ton and Brooklyn; consequently the tendency of the net
earnings would be to decrease. The statement and an
accompanying illustrated diagram showed that the tendency
toward decreasing net earnings was apparently slightly in-
terrupted in 1908. It was of interest to show that this was
the effect of the panic in business conditions, as all of
the companies economized wherever possible, especially in
maintenance expenditures, and a slightly larger showing
was thus made possible.

The tendency of street railway rides was to increase in
distance, Mr. Ford declared. It was a matter of common
knowledge that as the city increased in size and area, the
length of ride increased. An increase in the length of ride
per passenger meant more car service for the same fare;
that is, it increased the proportion of gross earnings re-
quired for operating expenses.

It was testified by the witness that in order to determine
what was called the reproduction value of real estate there
should be added to the cost of acquiring the property over-
head charges for brokerage, title insurance, legal expenses
and other charges of that character. Five per cent should
be added to cover these charges for real estate used for car
house, power house, etc., but the right of way should have
added to it a contiguity factor, which Mr. Ford thought
should be one and one-half times the sales value.

Testifying in relation to the exclusion by Bion J. Arnold
of an allowance of 10 per cent for contractor’s profit on
rolling stock, Mr. Ford expressed the opinion that this
should have been included for the following reasons:

1. While the company would usually buy the rolling
stock direct from a number of manufacturers, it is some-
times included in the general contract.

2. If the completely equipped car is bought from the
car builder he would charge the company a contractor’s
profit on all articles not manufactured by him.

3. If the company buys direct there are always various
charges of handling and assembling and risk which would
otherwise be borne by a general contractor which should
be allowed for.

4. In the case of the cost of the Chicago street railways
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reconstruction, as agreed to by the city in accordance with
the terms of the traction settlement ordinances, under
which Mr. Arnold is chief engineer, 10 per cent con-
tractor’s profit is allowed on actual cost of rolling stock,
such actual cost including all of the company's overhead
charges of engineering, incidentals and administration.

Mr. Dykman asked whether, in Mr. Ford's opinion, a
charge for depreciation should be made against the repro-
duction value in a rate case. The witness thought that the
present value, meaning the depreciated value of the physical
property, had no place in a rate case. The original cash
investment. upon which a reasonable returh should be al-
lowed was never fully represented in the value of physical
property after the first car began to operate. The physical
properties of the average street railway would represent
from about 60 per cent of first cost to 100 per cent for a
new road. It had Leen stated that a reserve fund should
represent the amount of depreciation, but with a newly
constructed property it was usually impossible to provide
this even at high rates of fare.

The Coney Island company paid no dividends during the
first 18 years as a horse system and in some years it did not
earn bond interest. Although the rate of fare from New
York to Coney Island was from 20 to 26 cents, the ability
to provide a fund for physical depreciation did not exist.
From the standpoint of service to the public the authority
of the commission could compel proper maintenance and
renewals in the more prosperous later period, even when no
physical depreciation fund had been accumulated. This
was one of the responsibilities of stockholders and bond-
holders which had been exhibited strikingly in the last two
years in the case of this company and those in Manhattan.

In 1907 the stockholders of the Coney Island & Brooklyn
company had to raise $1,000,000 cash for additions and im-
provements by increasing the stock 50 per cent and since
Feb. 1, 1907, they had had to forego dividends on the
$3,000,000 of outstanding stock for the purpose of returning
all the net earnings to the property. If the stockholders
must now be penalized for the depreciation which was
present in every operating property and their right to a
return limited by the principal value of the property less
physical depreciation, the power to give proper service and
provide for the upkeep was taken away together with a
large part of the original cash investment.

Mr. Ford testified that in his opinion the items of obsoles-
cence, inadequacy and age could not be separated from nor-
mal wear. He would not care to testify on the subject of
depreciation without having it recorded that this question
should not be concerned in a rate case. The witness thought
the cost of reproduction new was the proper basis if a
physical valuation was used for figuring the return. It was
the valuation upon which a newly constructed line would
have to earn a return, and if the rate was based on the
depreciated value of the property it would tend to prevent
competition or new construction, because no new property
could have as low a rate as an existing road.

No expert, Mr. Ford thought, could divide depreciation
according to (1) obsolescence, inadequacy and age, and (2)
normal wear. Therc was no dcfinite and accepted standard
of ohsolescence or inadequacy. As Mr. Ford understood
the testimony on this subject by the engincers of the com-
mission, they said that thcy had never bhefore endeavored
to separate depreciation into these constituents.

Agc of coursc was merely a kind of normal wear due to
dcterioration from the action of the elements. Normal
wcar consisted of mechanical action and also the action of
the clements.
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Obsolescence was not a proportional or comparative term.
An article was either obsolete or a proper standard;
it could not be 50 per cent obsolete. The fact of
whether or not an article was obsolete must be determined
from a business standard as to whether or not it was
economical to operate. This was the determining factor in
the change from the horse car to the cable and then to
electricity. The horse-car system reached a point where it
was entirely obsolete, but until that point was reached it
could not have been considered a certain percentage ob-
solete. To an extent the term adequacy was of the
same nature as obsolescence.

While normal wear could be measured and estimated with
accuracy an estimate of the life of any given item dependent
on the approach of obsolescence or inadequacy was in the
nature of a prophecy and whether a given power gener-
ator of electric car would be of economical value two or
20 years from date could not be foretold accurately. The
prescribed charge against net earnings for renewal of an
obsolete article or system while not yet worn out, as pro-
posed by the New York and the Interstate commissions,
would tend to render any change uneconomical, thus re-
ducing the liability of obsolescence and lengthening the busi-
ness life of the article.

Mr. Ford discussed various items which had been classi-
fied by Mr. Arnold in the appraisal as obsolete. Out of a
total of $1,031,000 stated by the experts of the commission
as depreciation due to obsolescence, inadequacy and age
only one item of $150,000 in power machinery was obsolete
from a technical standpoint, and this not from a business
standpoint, as it was in operating condition and capable of
good service as reserve capacity in the case of breakdown
of a new plant. Its retention had obviated the necessity of
a reserve turbine unit.

Of the remaining $881,000 of so-called obsolescence, Mr.
Ford testified that $353,000 should be transferred to the
heading of normal wear and $528,000 should be eliminated
entirely for reasons stated by him. In the item of cars,
semi-convertible cars used all the year had in the Chicago
valuation been depreciated at 3 per cent per year, while
the Coney Island cars forming a complete duplicate equip-
ment of summer and winter cars, one part used five months
and the other seven months in the year, had both been de-
preciated 5 per cent per year, although these cars were of
the two standard types that would still be purchased new
by the company to-day.

With regard to the theory which the commission’s ex-
perts had applied for the first time in ascertaining the de-
preciation of the Coney Island company's track, spccial
work, paving, overhead trolley construction, feeders, under-
ground cable, ctc., by which the normal wear was estimated
at one-half the total cost of one complete renewal on the
assumption that the average condition of all the parts is
midway between the point of complete repair and entire
disrepair, Mr. Ford stated that, while this might be a quick
method of estimating physical condition, it would give the
correct result only in accidental cases, except possibly for
large systems in the cases of horses and special work.
Track, paving and overhead line were usually built, worn
out and renewed by entire lines or as a complete system.
There were never cnough scparately built units to give
this 50 per cent average, and an accurate estimate of con-
dition must be based upon careful inspection of the separate
parts, as had always been done in similar investigations.

At the close of this testimony an adjournment of the
liearing until Dec. 9 was annonnced,
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MEETING OF ENGINEERING EXECUTIVE COMMITTEE

A meeting of the executive committee of the American
Street & Interurban Railway Engineering Association was
held in New York on Dec. 5 and 6. Those present were
President F. H. Lincoln, of Philadelphia; First Vice-Presi-
dent W. J. Harvie, of Syracuse; Second Vice-President
E. O. Ackerman, of Columbus; Third Vice-President J. S.
Doyle, of New York; Secretary and Treasurer John W.
Corning, of Boston; Martin Schreiber and John Lindall.
Past Presidents H. H. Adams, of New York, and Paul
Winsor, of Boston, were also present.

The object of the meeting was to plan the work of the
committees for the coming year and assign the subjects
which these committees will consider. At present the asso-
ciation has six committees as follows: Power generating
committee, power distribution committee, equipment com-
mittee, way matters committee, standardization committee
and co-committee on a uniform form of station, way and
shop accounts to work in conjunction with the Accountants’
Association. It was decided to continue these committees
and also to establish a special committee, of which J. S.
Doyle will be chairman, to be known as the heavy electric
traction committee. This committee will take up the prob-
lems connected with the heaviest class of electric trans-
portation, including those of the electrified steam lines. There
was some discussion about establishing another new com-
mittee, to be entitled committee on buildings and structures,
to take up questions relating to the design of car houses,
stations and structures of all kinds, including bridges. These
subjects are now a part of the work assigned to the way
committee, whose scope, if the plan should be adopted,
would be confined to track. It was decided, however, not to
appoint this committee at present, but to hold the matter
over until the next meeting.

The subjects tentatively assigned to the different com-
mittees were as follows:

Power generation committee, to continue the subject of
steam meters and low-pressure turbines and also to take up
the subject of forced draft and condensers.

Power distribution committee, economical maintenance
and standardization of overhead equipment, bonds and
bonding methods, and the joint use of poles.

Equipment committee, standard gears and pinions, stand-
ard taper for pinions, gage for mounting wheels and the
economical reduction of the weights of cars. The subject
of specifications for heat treated-steel axles, which Mr.
Doyle as a subcommittee of this committee initiated last
year, has been transferred to the committee on heavy elec-
tric traction.

Way matters committee, economical maintenance of
track, specifications for open hearth and manganese steel
rails, rail joints, rail grooves and track gages for curved
tracks and clearance between street surfaces and car equip-
ment.

Standardization committee, rolled-steel wheels, flanges
and treads and rails, the consideration of rail standards to
be based upon the recommendations contained in the report
of the way committee last year.

Co-committee on a standard form of station, way and
shop accounts; the committee appointed last year was con-
tinued. It consists of W. G. Gove, co-chairman, Charles
Hewitt and John Lindall.

Another point considered by the executive committee was
that of issuing special instructions as a guide to the com-
mittees in preparing its reports. The following set of
rules, suggested by Mr. Schreiber, was adopted:
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INSTRUCTIONS TO COMMITTEES

(1) The executive committee has assigned subjects to
the various committees only as a guide. It is not the
purpose that all these subjects be reported upon this year or
completed now. The number to be acted upon and com-
pleted should be determined after a thorough estimate of
the importance of each subject, the length of the report and
the time necessary by the convention for its careful con-
sideration.

(2) Each report should refer briefly to all specifications
or standards recommended by the committee on the same
subject for the previous year and to the action taken by
the association’ upon these recommendations. Where no
final action has been taken, the subject should be submitted
to the association again either in the same or a revised
form and the committee should point out exactly what
action is desired. It will not be necessary to repeat the
text of a previous report; a reference to it will be enough
unless extensive changes in the former publication have to
be made.

(3) Committees are at liberty to obtain data or infor-
mation in any proper way, and if they desire, the secretary
of the association will issue inquiry circulars, but the ques-
tions in these circulars should be specific, pertinent to the
subject being discussed, and of such character as to sim-
plify the work of replying to them. The compilation of
data and their subsequent analysis in the form of criticism
and arguments form a valuable preliminary part of the
committee work. All reasonable criticisms that have or
may be offered to recommendations made by the committee
should also be considered.

(4) All committees should make an earnest endeavor to
secure written discussions of their reports for considera-
tion at the convention. It is very important that all con-
clusions and recommendations of standards or practice
should be expressed in clear, comprehensive and concise
language and be grouped in regular order and that all plans,
definitions, specifications, tables and formulas, embodied in
the recommendations should be definitely indicated. Only
that portion of the text of the report which is absolutely
essential to a clear interpretation of the conclusions and
recommendations made should be included in the body of
the report; the remainder of the data should appear as an
appendix or appendices.

(5) Committee reports should be submitted to the secre-
tary not later than Aug. I of each year.

The names of the gentlemen appointed on the different
committees will be announced in an early issue.

&

HEARING ON MODIFICATION OF CAR HEATING ORDER
IN NEW YORK

The application of the street railways within the jurisdic-
tion of the Public Service Commission of the First District
of New York for a modification of the car-heating order
published in the ELEcTRIC RAILWAY JourRNAL of Dec. 4,
1909, page 1165, by the elimination of the clause requiring
the posting of the order in the cars was held on Dec. 2,
1909. J. L. Quackenbush, for the Interborough, Metropoli-
tan, New York & Queens County and other companies,
made a strong argument against the posting of the order.
He stated that the present inspectors of the commission
were amply equipped and qualified to determine whether
the order was being obeyed, but if the notice was posted
many passengers would consider they had authority to inter-
pret and enforce immediate compliance with the regula-
tions, and there would be serious altercations between them
and the conductors. Moreover, while the commission had
power to make reasonable rules, he doubted its authority
to invade the property of the company for the purpose of
promulgating its rules. Moreover, if this order was posted,
the companies might eventually be required to placard their
cars with orders of all kinds. Mr. Menden, from the
Brooklyn Rapid Transit Company, also protested against
the posting of the order. Decision was reserved.
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COMMUN:CATIONS
CALCULATION OF LOCOMOTIVE CAPACITY

Cuicaco, Dec. 1, 1909.
To the Editors:

Will you kindly answer the following questions:

1. Theoretically, how many tons should an electric loco-
motive of the following description pull by direct current
(A) on a 134 per cent grade 1 mile long? (B) On a1
per cent grade? (C) On level track?

2. How heavy should an electric locomotive be to pull
the maximum tonnage with 8oo hp?

3. If an 8oo-hp electric locomotive had its proper weight,
how many tons could it pull on a 1 per cent and a 134
per cent grade? And on level track?

4. How do you determine the pulling power of an elec-
tric locomotive ?

LOCOMOTIVE DATA

Weight (all on drivers) ................... 57 tons
Diameter of driving wheels ................ 37 in.
IVDENOF MIOLOT - oyisis s s s smios s omsl e sy el shate s West. 50-B
Gear ratio ...l 15:54
Number of motors................ ot a0 O 4
Rated horse-power, total.................... 600
Rated amperes, total ........c.coviinnninnns 1080
Voltage ... .oooiiiiiiii e 550

A SUBSCRIBER.

[The determination of the weight of train which an elec-
tric locomotive should, under given conditions, be expected
to haul, resolves itself into two parts, namely, the pull or
tractive effort the locomotive can exert, and the weight of
train which a tractive effort of this magnitude will haul.

If, as is usually the case in electric locomotives, the
motors are sufficiently powerful to slip the wheels, the
tractive effort for short periods is limited only by the ad-
hesion of the locomotive to the rails. For pulls of longer
duration, the heating of the motors must be taken into ac-
count and the duty of the locomotive limited so as to keep
the temperature of the motors within a safe limit. The
maximum tractive effort is the product of the weight on
drivers, multiplied by the coefficient of adhesion. The
Standard Handbook for Electrical Engineers, page 8og,
gives the following values for this coefficient: On clean
dry rail, 30 per cent; on wet rail, without sand, 18 per cent;
wet rail sanded, 22 per cent. A safe value is 20 per cent.

The tractive effort of a locomotive is used to overcome
three principal opposing forces, of which two are capable
of exact determination. (1) The grade resistance of a
train is equal to its weight multiplied by the decimal rep-
resenting the grade. Thus the grade resistance per ton on
a 134 per cent grade is 2000 X .0175 == 35 Ib. per ton. (2)
The tractive effort required for acceleration, per ton of
train, is equal to the rate of accecleration exprcssed in
miles per hour per second, multiplied by the constant 91.3.
Thus the tractive cffort required for acceleration at the
rate of one-eighth of 1 m.p.h. per second is 14 X 91.3=11.4
Ib. per ton. (3) Train resistance is made up of the various
frictions, wind resistance, etc. There are many formulas
in use, giving widely diverse results. We may without
serious error take a value of 5 lb. per ton for low speeds.
For starting cars from a state of rest, three times this value
may be required. The weight of train which can be hauled
is obviously the quotient obtained by dividing the tractive
effort of the locomotive by the amount of tractive effort
required per ton of train, the sum of the three values
found as just described.

We can now apply the principles outlined above to our
correspondent’s first case, a 57-ton locomotive on a 134-
per cent grade. The tractive cffort at the slipping point
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of the drivers is 57 X 2000 X .20 = 22,800 lbs. Assum-
ing that the train is required to accelerate at the rate of
4 of 1 m.p.h. per second, the tractive effort required per
ton is 35-11.4-} 5=51.4 Ib. per ton, and the weight
of train, including locomotive, is 22,800 —- 51.4 = 444 tons
Similarly, on the 1 per cent grade the tractive effort re-
quired per ton is 20 11.4 4+ 5=236.4 1b. per ton, and the
weight of train 22,800 - 36.4 =626 tons. On level track
the grade resistance becomes zero, the tractive effort 16.4
Ib. per ton and the train weight 1390 tons.

Up to this point we have not considered the capacity of
the motors. By reference to the characteristic curves sup-
plied by the manufacturers of the motors, we may ascer-
tain the amount of current taken when the motor is exert-
ing any given tractive effort. The curves as issued apply
to only one particular wheel diameter and gear ratio, and
care must be taken to make the necessary changes in the
curves before applying them to other wheel and gear con-
ditions. These current values for the three trains, whose
weights were calculated in the preceding paragraph, are
tabulated below (lettered A, B and C, to correspond with
the three parts of question 1). Trains A and B, the maxi-
mum trains which the locomotive can haul on the given
grades, require much less current after passing off of the
grades onto the level track, and these values are also given

Lbs. per

Ton. Tons. T. E. Amps.

Train A (Maximum train on 13 per cent
grade)  i.cmeen s wme s s wEE £ 8 s ¥ 5 EE £ 6 8 R 5I.4 444 22,800 1,560
Train A on level. . cwm s npe s pwes oo wneeeos 16.4 444 7,280 650
Train B (Maximum train on 1 per cent grade) 36.4 626 22,800 1,560
Train B on leveli::vac: sommsecomeissgmsias 16.4 626 10,280 850
Train C (Maximum train on level).......... 16.4 1,390 22,800 1,560

Considering, now, the values in the ampere column, and
comparing them with the one-hour rated current as given
by our correspondent, it will be seen that train A, when
accelerating on the grade, takes a current 45 per cent in
excess of the rated current. If already heated to a nor-
mal service temperatifre, the motors will take a current of
this magnitude for only a very few minutes without in-
jurious overheating. The ascent of the 1-mile grade, start-
ing from rest at the bottom and accelerating at the rate
specified, will take about five minutes. Unless the ascent
is to be followed very shortly by a long stop or by a period
of coasting, affording the motors an opportunity to cool,
a train of this weight should not be hauled on the 134 per
cent grade. Train B takes the same current on the grade
as train A, and the rcduction in current when it runs onto
level track is less than in the case of A. It will require
either a reduction in weight or a period of rest after
ascending the grade. If the locomotive in either of these
cases starts with its motors cool, their temperature after
the ascent will be such as to allow a long period of level-
track running without overheating; but this condition of
starting cool is one which can occur only a very few times
in a day, and cannot in most cases be counted upon. In
the case of train C, the only reduction in current will be
due to increase of speed and the cnding of acceleration,
after about three minutes. If the train resistance at the
maximum speed be taken as 8 1b. per ton, the total tractive
effort will then bec 8 X 1300 ==11,120 1b., and the current
will be about goo amp, 83 pcr cent of rated current. This
is too high for continuous running, though even when the
motor has become heated from previous service it may be
continucd for probably half an hour before reaching the
maximum permissible temperature.

It will be apparent from the foregoing that the schedule
~—the degree of continuity of service and the frequency and
duration of opportunitics for cooling—arc of the greatest
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importance in determining the loads a locomotive can
handle, or the adequacy of a given motor equipment for
any given service. ' Our correspondent has furnished us
no data in this direction, and, accordingly, no more definite
answer can be made to his questions.

The remaining questions can be answered very briefly:

(2) It has been shown that the 6o0o-hp locomotive has
sufficient weight to develop a tractive effort which taxes
its motors (assuming a schedule of only average severity)
to their capacity. A proportionate weight for the 8oo-hp
locomotive would accordingly be very ample.

(3) If the weight is proportionate to that of the 6o0o-hp
locomotive and the motors have similar characteristics,
the train weights also will be proportionate.

(4) “Pulling power” or tractive effort is found as al-
ready explained, by multiplying the weight on drivers by
the coefficient of adhesion. It should be noted that “trac-
tive effort” and “drawbar pull” are not synonymous terms.
Tractive effort includes the effort used in propelling the
locomotive itself, and train weights obtained by the use of
the value of tractive effort include the weight of the loco-
motive, whereas drawbar pull is the force applied to the
cars alone.—Eps.]
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OPERATING RULES FOR OHIO INTERURBAN RAILWAYS

RaiLroap CommMmissioNn oF Omuio,
CorLumsus, OHIo, Nov. 29, 1909.

To the Editors:

The following statement gives the reasons which in-
fluenced the Railroad Commission of Ohio to make certain
changes in the standard code of rules of the American
Street & Interurban Railway Association in order to
adapt these rules for use as a standard by the interurban
railways in the State of Ohio. We are signing this state-
ment jointly as the opinion of the»committee of electric
railway officials and of the commission as finally agreed
upon and issued by these organizations in one statement to
the public and interurban operatives.

The change in Rule 103 for the signal to back from a
standing position is made that the signal (three bells) may
conform to a long-established steam railroad practice which
has been almost universally followed by the interurban rail-
ways of this State because of the fact that a large propor-
tion of their trainmen had received previous training on
the steam lines.

Rule 110 was modified because it is impossible to display
a light on a traction car that will show green to the front
and side and red to the rear for the reason that in city
operation there is not sufficient space for cars to pass with-
out disturbing such lamps. Nearly every interurban line
in the State of Ohio operates through some city with more
or less double track. .

The objection to Rule 128 is that it puts too much work
on the conductor; it would keep him answering bells all the
time and would give no opportunity for the collection of
fares. The committee thought it entirely safe for the ex-
change of signals to be required only when the siding was
to be used as a meeting point.

The commission was actuated by the following reasons
when it modified Rule 203: The members feel very strongly
that it would not be safe for a train to leave a junction,
initial point, etc., until it had been ascertained that all
trains which might have rights against them had arrived,
but teft the method of ascertaining such information to
the different companies. Some roads use registers and some
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depend upon the train dispatchers. The committee felt
satisfied that if it had a positive rule which would prohibit
a train from leaving until it had been ascertained that all
trains which might have running rights against them had
arrived, it would afford a safe basis of operation, but the
detail as to whether there should be train registers or in-
formation obtained from dispatchers was left with each
company to determine for itself.

The committee could not see how a train could have
“time-table rights” under circumstances which would re-
quire any flagging, but assuming that the words “time-
table rights” in Rule 203 meant only that the train had a
right to proceed on its time-table schedule, protecting it-
self against opposing trains, it was thought to be imprac-
tical considering the fact that interurban trains usually have
but two in the crew. If one man was ahead flagging,
there would be but one remaining on the car, and if cir-
cumstances should arise requiring a flag to be sent to the
rear, the car and its passengers would be left without any
protection whatever from the train employees.

The modification of Rule 203 made Rule 203-a non-
essential. This rule was only an explanation of protection
by flagging and the provision for protecting by a flag under
such circumstances has been stricken out. Further, we
did not consider Rule 203-a a proper rule for the reason
that if the conductor was ahead flagging, say around a
curve, and anything should happen which would require
protection to be sent out to the rear, the car would be left
entirely unattended with none of the crew to operate it or
look after the passengers.

With regard to our modification of Rule 210, we felt that
two minutes would require a greater interval between cars
than 3000 ft., in that the distance between cars would in-
crease as the speed increased, thereby affording better pro-
tection for trains scheduled at a high rate of speed. The
committee also felt that an interval of two minutes could
be definitely ascertained by trains leaving an initial point
and could be definitely determined if the leading train
was running on its scheduled time, whereas the matter of
distance could not be ascertained except on straight track
and then only approximated. -

The matter touched upon by Rule 226 is covered by Sec-
tion 3443-6, Sec. 2 of the Revised Statues of Ohio, which
reads as follows:

(3443-6) Sec. 2. (Street cars must come to full stop
when approaching intersecting steam railway, etc.) That
whenever the tracks of any street railroads in this State
cross the tracks of any steam railway at grade, the street’
railway company operating said line of cars shall cause
their street cars to come to a full stop not nearer than 1o
ft. nor further than 5o ft. from the crossing, and before
proceeding to cross said steam railway tracks, shall cause
some person in their employ to go ahead of said car or cars
and ascertain if the way is clear and free from danger for
the passage of said street cars, and said street railroad cars
shall not proceed to cross until signaled so to do by such
person so employed as aforesaid, or said way is clear for
their passage over said tracks.

Regarding the objection of the committee to the forms
of orders shown in the standard code, the committee did not
have any specific objection to the forms used, but did
believe it was better to use the steam railroad practice of
having the orders written out in full than to use a form and
have certain blank spaces in the printed form filled in with
the necessary data. We feel that the practice of having the
orders written out in full is less liable to cause mistakes
and more apt to fix the order in the minds of the train
crew,



DECEMBER 11, 1909.]

It will be understood that the book of rules which has
been prepared by us is not a standard code of rules in the
sense that it will have to be adopted by the interurban
roads of Ohio; it was a suggestion for a code of rules. It
is not the idea of the commission that each interurban
road in Ohio shall take these rules and file them with it in
this form. They must submit a satisfactory set of rules in
some form to the commission, and this is to be sent to them
as a basis to be used in the preparation of their codes.

Joun C. Surrivan, Commissioner,
For the Railroad Commission of Ohio.
Frank A. Davis, Chairman,
Committee of Electric Railway Operating Officials.

&
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MEETING OF NATIONAL ASSOCIATION OF RAILWAY
COMMISSIONERS

- At the twenty-first annual meeting of the National Asso-
ciation of Railway Commissioners held in Washington, D.
C., Nov. 16 to 19, 2 number of committee reports were pre-
sented. A few of the reports of interest to electric railway
managers are briefly abstracted below.

The report of the committee on railroad taxes and plans
for ascertaining the fair valuation of railroad property con-
tained a communication from B. H. Meyer, chairman of
the Wisconsin Railroad Commission, discussing the rela-
tion of the tax and rate value of public service corpora-
tions.

The report of the committee on powers, duties and work
of the State railway commissions contains an appendix in
relation to the affairs of the various commissions.

The report of the committee on grade crossings and
trespassing on railroads, signed by William J. Wood, of
Indiana, reiterates the conclusions of the same committee
in 1907 and 1908, that highway grade crossings should be
abolished where practical and that these crossings should
be put under the control of the railroad commissions. The
association is urged to continue its efforts to secure ade-
auate legislation and to cultivate public opinion against
grade crossings and trespassing on the tracks of railroads.
Appended to the report is the full text of the Wisconsin
law empowering the railroad commission to order gates or
alarm bells to be installed at road crossings and to order
the separation of grades when required for the public
safety, the cost of the separation to be borne jointly by the
railroads, the municipality and the State. Two bills intro-
duced at the last session of the Indiana Legislature, but
which failed of passage, are also appended. One was
intended to give the railroad commission of that State
powers similar to those conferred by the Wisconsin act
in the matter of ordering separation of grades at highway
crossings. The other bill would make it a misdemeanor,
punishable by fine or imprisonment, to trespass on a rail-
road right-of-way. The provisions of both bills included
all the stcam and electric railways within the State.

The report of the committee on safety appliances calls
attention to the very large number of casualties to tres-
passers on railroad rights-of-way, and recommends that
measures should be taken in all the States to reduce the
number of such casualtiecs. Any practicable means of ac-
complishing this would rcceive the hearty support and co-
operation of the railroads. The number of persons killed
at highway crossings is small compared with the number
of persons killed along the track, being less than one-fourth,
Referring to the use of telephones for train dispatching
and for communicating between manual block signal sta-
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tions, the report states that the telephone is rapidly dis-
placing the telegraph, and that “the question of safety seems
to hinge almost entirely upon the personnel and meth-
ods in the operation of the apparatus.”

The committee recommends an amendment to the safety
appliance law, making it compulsory for the railroads to
adopt all of the various appliances intended for the pro-
tection of trainmen which are included in the standards
and recommended practice of the Master Car Builders’ As-
sociation. It also recommends the passage of uniform State
laws supplementing the Federal laws covering safety appli-
ances, hours of service and employers’ liability. The fol-
lowing resolution was presented to the convention for adop-
tion:

Be it Resolved, That this convention express its approval
of the Esch bill (H. R. 17979) of the Sixtieth Congress,
providing for government investigation of railroad acci-
dents, passed by the House of Representatives on May 27,
1908; also the Watson bill (H. R. 26725) of the Sixtieth
Congress, providing that the safety-appliance law be ex-
tended to include the various appliances enumerated in the
Master Car Builders’ standard for the protection of train-
men and giving the Interstate Commerce Commission power
to designate proper methods of location and application for
such appliances, which bill passed the House of Representa-
tives on February 15, 1909; and it is recommended to Con-
gress that the measures expressed in these bills be speedily
enacted into law.

The report was signed by Edward A. Moseley, James E.

Sague and Joseph E. Willard.
The next meeting will be held in Washington on Nov.
15, 1910..
HEARING ON FENDERS AND WHEEL GUARDS IN
NEW YORK

A hearing was held before Commissioner Maltbie of the
Public Service Commission of the First District of New
York on Dec. 1, 1909, on the question of fenders and wheel
guards and safety devices in use on the cars operated in the
Boroughs of Brooklyn and Queens. The hearing reopened
case No. 1048 in so far as the Coney TIsland & Brooklyn
Railroad and the Brooklyn Rapid Transit Company were
concerned.

W. S. Menden, assistant geneial manager of the Brook-
lyn Rapid Transit Company, testified that wheel guards
attached to the car body suffered less damage from acei-
dental tripping due to bad track or pavement than wheel
guards attached to the trucks. It would cost from $50 to
$100 per car to reconstruct 250 of the company’s 500 open
cars in order to make it possible to apply wheel guards
satisfactorily. During the nine months ended Oct. 31, 1909,
573 persons had been struck by cars and in only 32 cases
would a wheel guard have been a factor in preventing
serious injuries. The witness did not think it fair to com-
pel the Brooklyn Rapid Transit Company to equip its cars
with wheel guards of doubtful efficiency after it had only
recently equipped all of its cars with projecting fenders.
He did not know what it had cost to maintain the wheel
guards now in use, but offered to cquip 50 cars with wheel
guards only and about 120 cars on two trunk lines with
both fenders and wheel guards for the purpose of experi-
menting further and ascertaining the comparative main-
tenance cost and efficiency.

S. W. Huff, president of the Coney Island & Brooklyn
Railroad, said his company, which operated 190 cars, had
also had trouble with accidental tripping of wheel guards
due to bad track or street pavement.

Decision was reserved.
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A ONE-MAN PAY-AS-YOU-ENTER CAR

The J. G. Brill Company recently has completed for
the Chatham Construction Company, Brunswick, Ga., four
double-end, single-truck cars, the unusual feature of which
is that they are to be operated as pay-as-you-enter cars
without a conductor. The passengers will be permitted to
enter the car only by way of the front platform where
they will deposit the fare in a cash box under the eye
of the motorman. The platform and entrance-exit de-
signs, with sliding end-body doors, provided for this purpose

Entrance and Exit Platform of the One-Man Pay-as-You-
Enter Car for Brunswick, Ga.

are shown on the accompanying car plan. It will be ob-
served that the cash box is placed on the far side of the
platform, this position having been sclected to increase
the freedom of movement. If the fare box had been set
on the other side of the platform near the step, the first
person to enter the vestibule would have had to stop to
deposit his fare and thus prevent others from boarding the
car immediately.

The Brunswick car has two similar platforms, each 6 ft.
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pit” sand boxes, “Dedenda” gongs and ‘“Walkover” seat-
ing. The truck is of the Brill No. 21 type and carries two
Westinghouse No. 12-A motors.

Not the least interesting feature of these cars is the new
No. 4-A portable fare box shown in one of the illustrations.
The over-all dimensions are 6 in. x 94 in. x 20% in. The
cash till is 3 in. x 6 in. x 7 in. The weight of the box com-
plete is 35 lb. The main case is of steel and the cash
1eceiver of bronze, including the portion above the rect-
angular case. The box has two projections which engage
lugs on the platform rail or support. This arrangement is
such that the handle must be pulled, thereby dropping the
coin or tickets from the tilting plate into the locked cash
box, before the box can be removed from its support.
Should the box be turned upside down a device for dis-
connecting the handle from the tilting plate by gravity
completely secures the contents during the change from one
end of the car to the other. The tilting plate at the base
of the glass cash re-
ceiver covers an
opening and permits
coins and tickets to
be inspected before
they are dropped into
the till by operating
the handle located be-
side the receiver. The
handle can also be ar-
ranged to operate a
fare - counting ma-
chine or totalizer.
The tilting plate has
a curved follower
plate which prevents
fares that have been
placed in the receiver after the handle has been pulled.
trom passing uninspected through the opening. The fol-
lower plate provides an additional bar to attempts at gain-
ing access with wire or string to the contents of the till
through the receiver. The drawer containing the cash till
can only be drawn out, after it is unlocked, by pulling back
the handle which operates the tilting plate, thereby pre-
venting fares from being left in the cash receiver. The
act of drawing out the cash drawer closes and securely
locks the lid of the cash till. The drawer cannot be

Cash Box for Brunswick Car
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Seating and Platform Plan of One-Man Pay-as-You-Enter Car for Brunswick, Ga.

7 in. long with opening and step at both sides for double-
end operation. The car body, which has longitudinal seat-
ing at the ends, is 20 ft. 8 in. over the end panels at the
sills and 33 ft. 10 in. over the platform crown pieces. The
car has an interior finish of three-ply bird's-eye maple
veneer and is supplied with bronze car trimmings, wired
ventilator sash and Forsyth curtain fixtures. Among the
car builder’s specialties installed are the draw-bars, “Dum-

closed again except when another cash till with the lid
wide open for receiving fares is placed in position.

-
v

Five accumulator cars have been in operation on the
Belgium State Railways since 1899, between Antwerp and
Lierre, distant apart about 1o miles.” Each car weighs
about 40 tons and carries 66 people. The Government- will
buy more cars to operate between Antwerp and Malines
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QUARTERLY MEETING OF THE STREET RAILWAY
ASSOCIATION OF THE STATE OF NEW YORK

A quarterly meeting of the Street Railway Association
of the State of New York was held in Albany, Dec. 7 and
8. An informal dinner at the Hotel Hampton on Tues-
day evening was attended by about 75 members and guests.
E. F. Peck, president of the association, presided at the
dinner. Over the coffee and cigars the subject “Relation
of State Highways and Interurban Railways” was dis-
cussed by J. W. Hinkley, Jr., president and general man-
ager, Poughkeepsie City & Wappingers Falls Electric Rail-
way; S. Percy Hooker, chairman, State Highway Commis-
sion, and Joseph K. Choate, general manager, Otsego &
Herkimer Railroad.

Mr. Hinkley said that he had made a close study of the
new State highway law, the Public Service Commission law
and the general railroad law of New York, and had found
in the highway act a number of sections which affected,
directly or indirectly, the status of electric railways occu-
pying the highways within the State. Section 52 gave the
Highway Commission the right to order the removal of
poles and other structures from the highway when they
obstructed the roadway. There was no provision in the
highway act requiring the railway company to remove
weeds growing in its roadbed, but this duty devolved upon
the abutting property owners. His company, however, cut
down the weeds to protect its track and ties.

Sections 135 and 136 provided for the construction of
new roads and included a provision for payment of dam-
ages by the towns to abutting property owners for changes
in grade or location of the highway after an appraisal.
Mr. Hinkley thought that a railway occupying a highway
was also entitled to damages when the construction of a
new State road involved a change of location or consider-
able grading to bring the track on a level with the road-
way surface. ’

Sections 333 and 334 gave the town superintendent of
highways control over trimming shade trees along a State
road, and the speaker thought this control should be exer-
cised in causing to be removed shade trees which obstructed
the view of an intersecting road by the motorman of a
trolley car running on or along a State road. Trees could
not be trimmed, however, without the consent of the owner.

Section 77 of the highway law gives the district engi-
neer the right to close a highway to traffic while construct-
ing or repairing a State road. In one case a contractor
had attempted to close a road near Poughkeepsie along
which a trolley line operated. The contractor tried to stop
the cars as well as other vehicles, and was only prevented
by an injunction. The law did not contemplate any such
action, which was unwarranted. Another point in this
connection was that a railway company was not relieved
from liability for accidents to vehicles or pedestrians tres-
passing on its track during the construction or rcpairing
of the roadway, nor could it recover any damages fromn
the road contractor or the Statc for incidental damages
to its ties, bonds, joints or switches.

Section 137 covered the construction of a State highway
through a village. The State Highway Commission had
adopted a policy of continuing the macadam roads through
villages, and a railway occupying the center of the high-
way through a village must conform to the provisions of
general railroad law covering paving between and for 2 ft.
outside of its rails. The Highway Commission is paving
with macadam a strip 8 ft. wide outside of the brick pave-
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ment between tracks, leaving to the village the pavement of
a gutter strip 34 ft. wide on each side and the setting of
the curb. The railway company must either pave its track
with brick, if it is to remain in the center of the roadway,
or consent to its removal to the side of the road. This
policy is entailing a great hardship on some companies.

The point has been raised that there is no provision in
the highway act compelling a railway already in operation
and holding a franchise to move its tracks to accommodate
the plans for road improvement of the State Highway
Commission. The Attorney-General of the State has ren-
dered such an opinion, but has pointed out that Section 50
of the Public Service Commission law gives the Public
Service Commission power to order a change in the loca-
tion of tracks if demanded by public necessity or conve-
nience. Messrs. Stephens and Sague, of the Public Service
Commission, Second District, have informally stated that
they interpret this provision to apply only to the use by the
public of the railway, and that it cannot be made to apply
to a change in highway location.

Mr. Hooker stated the views of the State Highway Com-
mission on some of the points raised by Mr. Hinkley. A
railway company’s 1ight to the use of any highway or
street is subsidiary to the rights of those who use the high-
way for vehicles or foot traffic. A franchise to operate a
railway on a highway does not carry with it any fee or
ownership in the ground on which the highway is built.
When necessary for highway improvement a railway should
move its tracks to the side of the roadway, or even to pri-
vate right-of-way, and it could not expect to recover dam-
ages. There had been no decision on such a question by
the courts, but the speaker believed it would be wise to
bring a friendly suit and settle the points of law involved
at once. As to closing highways against the operation of
cars during construction or repairs, the commission had no-
authority or desire to make such an order under any condi-
tions. The commission’s attitude toward the railways in
the matter of removing poles or tracks was entirely friendly,,
and it did not intend to inflict any hardship or inconve-
nience if it could be avoided. No more powers than it al-
ready has were asked by the State Highway Commission,
but it would be very desirable to have an interpretation by
the courts of the commission’s rights and jurisdiction un-
der the present law. The speaker assured those present
that he would do all in his power, personally, to expedite
the settlement of any questions or complaints raised by
electric railway companies in the State which werc called
to his attention.

Mr. Choate thought that when improvement of the high-
ways in any district was contemplated the Highway Com-
mission should confer with the electric railways which
might be affected before final plans werc drawn.

WEDNESDAY MORNING SESSION

The tenth quarterly mceting of the Street Railway Asso-
ciation of the State of New York was called to order at
1o:15 a. m. by President Peck, at the Fort Orange Club.

The first order of busincss was the presentation of a
paper by J. K. Choate, of the Otsego & Hecrkimer Railroad
on the subjcct of the remuneration for mail service. This
paper is published on page 1197 of this issue.

TRANSPORTATION OF MAIL

President Fassett opened the discussion by saying that
he was a member of the committee of the American Strect
& Intcrurban Railway Association on the transportation of
mail. Tt was impossible for him to be present at the
Denver convention, but he repeated for the benefit of the
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delegates present a synopsis of the report on this subject
presented at Denver with the accompanying figures. He
then asked whether any companies represented at the meet-
ing had direct contracts with the Government for handling
mail matter. Two delegates stated that their companies
had. Mr. Fassett, continuing, said that some time ago he
found that his company was losing money under his con-
tracts for handling the mail and had notified the Govern-
ment that it would discontinue this service. The compen-
sation for carrying the mail was then raised. It was the
general experience that the purchasing power of the unit
passenger fare was growing less and practically the same
conditions found in the passenger business existed in the
mail business. Instances were also brought out of electric
mail service supplanting wagon service which cost from 25
to 30 cents a mile.

Others who discussed Mr. Choate’s paper were R. H.
Smith, of the Albany & Hudson Railroad; W. H. Collins,
of Gloversville; J. H. Pardee, of New York; Frederic H.
Beach, of Ballston Spa; Captain J. W. Hinkley, Jr., of
Poughkeepsie; C. Loomis Allen, of Utica; J. E. Duffy, of
Syracuse; J. T. Smith, of Fishkill; W. R. W. Griffin, of
Rochester, and Frank Rhea, of the General Electric Com-
pany.

Mr. Allen urged that, in taking the matter up with the
Government, the argument for an increase of rates be not
based simply upon the complaint that the present revenue
was too low, but that emphasis be laid upon the value of
the service. He suggested that for closed pouch service a
rate be made based on weight, and suggested that 1%5 cents
per 100 1b. might prove satisfactory.

On motion by Mr. Fassett, the president was empowcred
to appoint a committee of three to act with the correspond-
ing committee of the American Street & Interurban Rail-
way Association and place the matter before Congress
at the same time that .he subject of remuneration for mail
service of the steam railroads was taken up.

DISCUSSION ON ENGINEERING SUBJECTS

H. A. Benedict, mechanical and electrical engineer of the
United Traction Company, Albany, presented a paper on
“Tests of Electrical Equipment.”

The discussion was opened by E. H. Anderson, of the
General Electric Company, who gave information in regard
to special and commercial factory tests and described the
methods used by the General Electric Company. Mr. An-
derson was followed by Charles Remelius, superintendent
of rolling equipment, Public Service Railway Company,
Newark, N. J., who described the portable testing car used
on that line.

Owing to the inability of Charles R. Barnes, railway ex-
pert of the Public Service Commission, to present the paper
scheduled for him on “Block Signaling on Electric Rail-
ways,” this paper was laid over until the following meeting.

WEDNESDAY AFTERNOON SESSION

H. A. Benedict, chief engineer of the United Traction
Company, Albany, opened the afternoon session with a
discussion on electrolysis. W. J. Harvie, chief engincer of
the Oneida Railway Company, and E. J. Dunne, superin-
tendent distribution of the Public Service Railway, N. J,,
also discussed this matter.

Mr. Benedict then described the crushed stone track con-
struction used in Albany, which he believed would last as
long as the rails. After a general discussion on rigid con-
crete track work, Martin Schreiber, engineer maintenance
of way, Public Service Railway of New Jersey, gave a long
talk on many features of track construction and concluded
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with a strong plea for the adoption and general use of a
few standard rail sections.

Mr. Harvie opened the discussion on fire insurance. He
called attention to the differences in the recommendations
of the National Board of Fire Underwriters and the State
Board of Fire Underwriters. E. J. Cook, general manager
of the Rochester Railway Company, said that the rules of
the National Board of Fire Underwriters should be followed.
Mr. Cook also referred to the possibility of the formation
of a central rating bureau for electrical risks during the
coming year.

Mr. Harvie introduced the subjett of grooving commuta-
tors. His experience had been that slotting was an excellent
means of reducing the maintenance costs on any type of
motor. He had been told, however, that slotting was entirely
uncalled for if the proper grade of mica were used. E.
H. Anderson of the General Electric Company thought that
slotting was the only means of overcoming motor trouble
and he believed that in the future it would have to be re-
sorted to in all cases. H. S. Williams, electrical engineer,
Utica & Mohawk Valley Railway Company, gave the follow-
ing figures on the maintenance of commutators and brushes
before and after slotting commutators: In 1908, 82 commu-
tators repaired a month and in 1909 only 32 commutators
repaired a month; in 1908, 789 brushes required a month
and in 1909 only 471 brushes required a month.

The subject of high-tension crossings was then intro-
duced by Mr. Harvie. He called attention to the tendency
to eliminate cradles cver telephone and telegraph wires be-
cause they involved more material in the air. He thought
that the greater the cost of maintaining the crossing, the
greater the danger. Mr. Benedict quoted from the specifi-
cations of the American Telephone & Telegraph Company,
covering the construction of high-tension lines which cross
their wires. The specifications do not require cradles, but
some type of grounding device on the cross-arm of the
high-tension line to prevent the high-tension wire from
falling on the arm and burning it off before the power goes
off the line. Mr. Benedict advocated the use of an angle
iron bolted to the cross-arm and projccting slightly above
the top surface of the cross-arm. This angle iron should
be grounded. Following these remarks there was a long
discussion on the subject of crossing foreign wires above
high-tension lines.

A. L. Linn, Jr., who had been announced to report as a
member of the committee on classification of accounts, was
suddenly called back to New York. Mr. Linn, however,
did not have any special report to make at this time, but
will report at the next meeting.

RULES FOR INTERURBAN RAILWAYS

C. Loomis Allen, vice-president of the New York State
Railways, spoke at length in support of the rules for inter-
urban railways adopted at Denver by the American Street &
Interurban Railway Transportation and Traffic Associa-
tion and referred to the action of the Ohio lines and the
Ohio Railroad Commission in adopting a tentative system
of rules which is radically different in some respects from
the rules adopted at the Denver convention. He understood
that the American Association’s committee had asked for a
rehearing on these rules in order to present its side of the
question and have the Denver code adopted. He said that
the old New York Street Railway Association code was
closer to the American Association’s code than any other.
He wanted to give uotice that at the next annual meeting
of ‘the New York Association he would move the adoption
of the American code with such amendments as might be
needed for local conditions in New York. E. S. Fassett,
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general manager of the United Traction Company, Albany,

moved that the State secretary request the secretary of the

American Association to send a copy of the interurban

rules as adopted at Denver to every member of the New

York State Railway Association. The motion was carried.
MISCELLANEOUS

James F. Shaw, president of the American Strect & Inter-
urban Railway Association, and General G. H. Harries,
second vice-president of the Washington Railway & Elec-
tric Company, had been invited to address the meeting.
Both of these gentlemen had fully intended to do so, but
were unavoidably prevented from going to Albany at this
time. The association expressed its regrets that they were
unable to be present.

Mr. Allen moved a vote of thanks to the IFort Orange
Club for its hospitality in offering its quarters for the use
of the association. After this resolution was adopted, Presi-
dent Peck appcinted the following committee of three on
“Compensation for Carrying United States Mail™: J. K.
Choate, general manager, Otsego & Herkimer Railroad;
Edgar S. Fassett, gencral manager of the United Traction
Company of Albany, and C. Loomis Allen, vice-president
of the New York State Railways, Syracuse, N. Y.

The next meeting of the association will be held in
Rochester, N. Y., on March 1 and 2.

e

REMUNERATION FOR HANDLING UNITED STATES MAIL *

BY J. K. CHOATE, GENERAL MANAGER, OTSECO & HERKIMER
RAILROAD

The remuneration for handling United States mail is
probably one of the most perplexing questions that the elec-
tric railway manager has to consider, for the reason that
he finds his most difficult customer in the Post Office De-
partment of the United States Government.

The mail service by electric lines is practically a new
business and yet in its infancy, and it has not been fully
appreciated either by the railroad companies or by Con-
gress or the Post Office Department. The possibility of a
service by electric lines was little thought of until within
the last few years, and the first carrying of mails by the
electric lines was simply as an accommodation to localities
that had in the past received their mails only by star routes
or no mails at all. - These first efforts have steadily grown,
until it has become a very important branch of the Post
Office Department service and made it possible not only
for isolated localities but for comparatively large cities to
receive and dispatch mails in connection with the fast mail
service of the great trunk lines by the receipt and delivery
of mail at the stopping points of the fast mail trains on
these great arteries.

The first service by clectric lines was the gathering of
mails in the larger cities from substations for delivery at
the general post office or railroad stations. This service,
apparently, was so satisfactory that the service next ex-
tended to outlying districts and little towns for delivery at
some general post office.

The cfficiency of this service so quickly demonstrated
to the Post Office Department not only the efficiency with
which mail could be carried, but the saving in cost to the
Post Office Department (as against the star route service)
that it was fast extended to the interurban lines, not only
with a closed pouch service, but finally up to a complete
railway post office scrvice, with the conscquent result that
tremendous saving in time in the dispatch of mails was
accomplished, as well as a great saving in cost ty the Gov-
ernment. | know of no point where this has heen demon-
strated more strongly than on the lines of the company |
have the honor to represent. Not only has the raihway post
office car on our lines shortencd the time between towns
of such importance as Cooperstown, Richfield Springs and

_ " Abstract of paper read before the Street Railway Association of the
State of New York, Albany, Dec. 8, 1909.
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Oneonto from one to six hours in the time of the dispatch
and delivery of letters between these points and New York
City and Boston, but it has made as much as a day in the
saving of time on letters to the Far West.

I am quite sure that the experience of other lines is sim-
ilar to this in the carrying of United States mail. While
I think that the Otsego & Herkimer Railroad is the only
purely electric line in the State over which the Government
operates a railway post office, I feel certain that it is only
a question of time before this character of service will be
extended to practically all of the interurban electric lines,
with great benefit to the Post Office Department, provided
the electric lines are to receive proper consideration and
proper remuneration for the service performed.

It is very difficult to understand just how the original
pay for the carrying of closed pouches on electric lines
was determined, but it is presumed that the rate of 3 cents
per mile (which seems to be the prevailing rate on nearly
all of the electric lines) was fixed as a consideration for
carrying a few pouches to outlying and isolated places, and
was nover interded #s a fair or just remunerati-n for the
service the clectric lines are now asked to perform.

The Post Othe Departnient is a most difficult customer
to deal witn. It is aificult to understand or appreciate its
arhitrary methods, ways and rules, for certainly no private

_business could be, or would be, accepted from any patron

of a railroad und-r like conditions. Nevertheless, it is but
fair to say that the Post Office Department in many cases
is hampered by the laws as they exist. When these laws
were passed by Congress it was without proper information,
and it was not expected at that time that the service would
grow to its present proportions.

The railroad companies themselves lhiave been in a very
awkward position up to the present time, for the reason
that, acting by themselves, they have been able to exert
little or no influence beyond the Congressman represent-
ing the district or districts through which they operate,
while the postal laws must apply to the entire country.

It would seem to me that the most plausible way to bring
about satisfactory results would be by a united effort
throngh the American Street & Interurban Railway Asso-
ciation or a combined effort through the various State
railway associations a committee that would present the
entire matter to the Congress of the United States: or,
better still, by an understanding with the steam railroads
and acting with them; for the steam railroads themselves
are dissatisfied with the rate of pay as now fixed by the
Government, and are making a determined effort to have
a fair readjustment of the compensation for such service.
To this end they are acting in conjunction with a com-
mittee composed of some of the most distinguished officers
of steam railroads, with headquarters at Chicago, who are
collecting and tabulating detailed statstics of the mail serv-
ice, both as to the character of the service performed and
as to the cost of doing the service, as compared with the
remuneration, with a view to presenting claims to Con-
gress.

In addition to this, there is to be a meeting in Wash-
ington early in January of representatives of all of the
short line railroads with a view to presenting to Congress
their claims as to the cost of performing the service as
comparced with the remuneration reccived, and also with
the further view of showing the unfairness of the rate
that applies to a short linc of from 25 to 100 miles as being
on an cquality with the fast mail service over thousands
of miles of rails, and as to the application of the rate for
single car service as against train load service. As the
Otsego & Herlimer Railroad does a general railroad busi-
ness, and is not purely a passenger railread, it has been
considered among the short line railroads, and it is my
intention tn be present at that meeting and take part in
its deliberations.

These two committees will certainly have a very great
influence with Congress by the presentation of the facts as
gathered, and T believe it is of the greatest importance that
the clectric Tines should be represented directly in some
manner.

[t might he possible that this could Dhe brought abont
throngh the short line association, and with the approvai
of onr association | should he very glad to sugeest at the
meeting in Washington the desire on the part of the clece-
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tric lines to join in any way that would seem proper and
agreeable.

These suggestions seem to offer a practical way for us
to get the remuneration to which we are entitled, and it is
hoped that in this connection some radical change can be
brought about, not only for proper payment, but fair treat-
ment at the hands of the Post Office Department.

At the present time the appropriations for the Post Office
Department (as I understand it) have been insufficient,
and the department has shown a very large deficit. While
I think the causes of this deficit have been entirely out-
side of the transportation of mails either by steam or
electric lines, and are almost entirely due to the rural
free delivery this deficit has without doubt been the cause
of many of the very unfair and unjust propositions of the
department itself. For certainly the department in its
dealings with railway lines has made propositions so un-
businesslike and so unfair that it is almost inconceivable
that they should ever have been made.

The weighing period of 9o days on all lines where the
rate of pay is adjusted to the average weight of mails car-
ried has always been fixed for the mounths of the year
most unsatisfactory to the lines outside of the large cities.
This, however, is probably not unfair when all sections of
the country are considered. After the rate of pay has been

fixed for railroads (at the end of the weighing period).

for a term of years the department does not hesitate, the
day after the weighing is completed, or as many times as
it sees fit, to authorize increases in the service, for which
it pays nothing. In fact, it issues an order for carrying
mails after the weighing period, wherein it specifically
states that the order is issued without increase of pay.
This is so absurd, so unjust and so unfair on its face that
it is inconceivable that any officer of the Government, let
alone the Government itself, should issue such an order.

It means nothing more nor less than fining or taxing
the railroad company for improved and additional service.
No railroad in dealing with any private individual or cor-
‘poration or any private individual dealing with another
would for one moment consider so unfair and unjust a
proposition, nor would the proposition receive the slightest
consideration from any one making it.

In the matter of fines imposed by the Government, it is
entirely unfair. It never gives you the information upon
which the fines are based, that you may investigate the
matter. You never know that the fine has been justly ap-
plied, or, what is of more importance, a chance to improve
your service and avoid other delays or protect yourself
against being fined in the future for the very same thing.
The appearance of the fine slip or notice received from
the second assistant postimaster general’s office always
has the appearance of no investigation, and is simply based
upon the report of some postmaster, and that this report,
in turn,.has been read sumply by a clerk, who says the fine
should be so much, and accordingly the road is so fined.

We all know the necessity in railroad operation for the
most thorough and careful investigation of all complaints
and failures. We know that investigations made in'any-
thing but the most thorough manner bear no result, and that
no good is accomplished.

From my experience in dealing with the Post Office De-
partment I am convinced that in the great volume of busi-
ness of the department most of these matters of which I
complain are not considered of muc¢h importance, and never
reach the ears of the honorable postmaster general or
his principal assistants. I do not mean for one moment to
infer by these remarks anything personal to any officer of
the Post Office Department; for the officers with whom
I have personally come in contact I have a very high re-
gard. The conditions are much as I have presented them,
and were it not for the accommodation and convenience
that the service gives to our patrons I would throw the
mail service off our lines, for it costs us more to do the
service than we receive, until such time as we were treated
more fairly. The remuneration for handling the United
States mail is a troublesome question, but is susceptible of
solution. By continuous and efficient “knocking” at the
door of Congress, with the facts and conditions fairly pre-
sented, I feel certain in the end we will receive the re-
muneration to which we are entitled, based upon cost and
efficiency of the service given.
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MEETING OF NEW ENGLAND STREET RAILWAY CLUB

The regular monthly meeting of the New England Street
Railway Club was held at the American House, Boston, on
Dec. 2, with President W. D. Wright in the chair. The
evening was devoted to a discussion of the electric railway
conditions of the Far West, as observed by the Pacific
Coast party in connection with the Denver convention.

Hon. James F. Shaw, president of the American Street &
Interurban Railway Association, was the first speaker. He
spoke of the gratifying attendance at Denver, and empha-
sized the excellent physical condition of the properties in
Denver, Salt Lake City, Seattle, Los Angeles, El Paso,
San Antonio, New Orleans and other cities. He suggested
that the Western properties have built well and without
many of the mistakes which came earlier in the East.

B. V. Swenson, secretary of the American Street & In-
terurban Railway Association, reviewed the growth of that
organization and spoke of the value of the recent Denver
convention in bringing the East and West into closer touch.
He praised the manufacturers’ exhibits and emphasized the
cordial welcome received everywhere on the trip.

Henry C. Page, general manager of the Worcester Con-
solidated Street Railway Company, spoke on the operating
conditions observed on the trip. He reviewed favorably
the combination car design used in Denver, pointing out the
advantages of its lightness without sacrifice of strength.
He considered the track construction the best he had ever
seen, all the rails being of T-section. The width of the
streets in Salt Lake City was impressive. He spoke of the
enormously rapid growth of Seattle; praised the enterprise
of the people and the handling of the properties there and
in Tacoma by the Stone & Webster organization, and em-
phasized the steadier riding of the Western communities
at different hours of the day. Mr. Page said that the San

Jrancisco revival in growth has been wonderful.

Paul Winsor, chief engineer of motive power and roll-
ing stock, Boston Elevated Railway Company, spoke of
the equipment and power of the Western systems. He em-
phasized the use of sewer water in the condensers of the
South Side elevated plant in Chicago; reviewed the advan-
tages of the Denver track in the life of the light cars used,
described the reduction of hills by hydraulic power in
Seattle, and touched upon his visits to power plants on the
Coast. At Portland the power plant burns sawdust. The
cost of power from the sawmill, including fixed charges,
was said to be about the same as the cost from a water-
power plant, including all charges. Water-power developed
with very long trafismission lines is expensive. The Re-
dondo oil-burning plant is producing current at the equiva-
lent of about 1.8 Ib. of Pocahontas coal per kw-hour.

M. H. Bronsdon, electrical and chief engineer of the
Rhode Island Company, discussed the track conditions of
the Western properties. The use of T-rail and concrete
paving in Denver was described. The narrow gage of 42
in. keeps the vehicles away from the tracks; less paving is
required, and accidents are reduced by the increase in side
overhang of the cars. The speaker also spoke favorably
of the T-rail construction in Seattle and Bellingham, and
of the track work of San Francisco. Time was saved by
the use of electric track switches in Denver. Concluding,
Mr. Bronsdon described the pin map used by the San Fran-
cisco claim department to show the location of accidents
graphically each month, colored pins showing the character
of the accident. These maps have been very helpful in
reducing accidents by calling the attention of the operating
department to bad conditions at particular locations.

°
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Cleveland Traction Situation

At noon on Dec. 3, 1909, the evidence in the street railway
arbitration at Cleveland was completed, unless it should be
decided by either side to discuss the schedules which were
agreed upon in the beginning. Judge Tayler stated that as
some of the expert evidence related to a few of the items
in those schedules, he would take them into consideration.
Both sides were to prepare briefs and make such oral argu-
ments as they felt necessary on Dec. 8. It is possible that
Judge Tayler will be ready to announce his findings shortly
after the arguments are completed, as he has kept up with
the evidence and has formulated rules as the hearing pro-
gressed regarding many of the points with which he has
to deal. The Judge has indicated that he will treat several
doubtful points from a legal standpoint. Franchises will
present a difficult problem because two court decisions
must be taken into consideration.

While all the sessions were short, the greater part of the
week ended Dec. 4, 1909, was taken up in discussing the life
and value of the franchises of the different lines. Judge
Tayler stated that he would consider the life of each fran-
chise instead of the average of all as suggested by Mayor
Johnson. He-also said that he would value the franchises
of both the Cleveland Electric Railway and the Forest City
Railway on the basis of net earnings during 1908 and 1909.
It was also stated that 534 per cent on the physical valuation
would be considered as the cost of financing the rebuilding
of the lines.

Horace E. Andrews, president of the Cleveland Railway,
introduced figures to show that the operating expenses and
taxes represent 6334 per cent of the gross earnings during
the period from February to the present time. Mayor
Johnson stated that he would introduce a table which
would show different results.

Judge Tayler said that in making up the franchise value he
would consider the system as a whole. Mayor Johnson
estimated that the franchises of the Forest City Railway
are worth about $400,000 and said that this amount should
be added to the franchise value of the Cleveland Railway
as a credit. Judge Tayler refused to accede to the demand
of the Mayor.

On Nov. 30, 1909, President Andrews introduced the re-
port of Superintendent Clark of the Municipal Traction
Company which showed the value of the property of the
Forest City Railway to be $1,220,450, with no allowance for
overhead charges, in comparison with $1,805,000 allowed in
the Goff-Johnson settlement. The physical valuation of the
property of the Forest City Railway was made on the
léasis adopted in the former settlement by Superintendent

lark.

The franchise ordinance will be completed as soon as
Judge Tayler decides the value of the property and the other

matters which have been submitted to him, and will be taken"’

up by the Council at once, but it is very doubtful if the
ordinance will be passed before the end of the year. The
referendum vote can not be taken until after the adminis-
tration changes, however. It is a question what stand will
be taken by the presentﬁoﬂ?cials after they have retired from
office.

Warren Bicknell, receiver of the Municipal Traction Com-
pany, has been notified that none of the new cars ordered
will be received until after Jan. 1, 1910, although some of
them were to be completed for use during the holiday rush.

Terms of Ordinance to Be Submitted to Voters of
Kansas City

Negotiations for a new franchise to impose terms and
conditions under which the Metropolitan Street Railway,
Kansas City, Mo., shall opcrate hereafter were begun early
in 1909. An ordinance was drawn and submitted to the
West traffic way committee of Kansas City in June,
1009, as a basis for negotiations, and was subscquently
modified by the sub-committce of the West traffic way
committce and submitted to tlie whole traffic way com-
mittee, as noted in an article in the ErLgctric RAamway
JournaL of July 17, 1909, page 120, in which a digest of
the terms of the unamended grant was given. Since then
the matter has been before the Council for consideration
and, as noted in the Erectric RaiLway JourNaL of Oct. 23,
1909, page 918, the franchise as amended when it was pre-
scnted to that body is to be submitted to the voters of
Kansas City on Dec. 16, 1909, for approval. ‘T'he [ranchise

as finally passed by the Council and approved by the Mayor
imposes briefly the following conditions:

The several companies comprising the system operated
by the Metropolitan Street Railway shall be merged into
one company organized under the laws of Missouri within
a year after the grant goes into effect. The penalty for
failure to consolidate within that time is the forfeiture of
$500,000 to the city. After such consolidation there is to
be no transfer of the rights of the consolidated company
without the consent of the city. It is intended that the or-
dinance shall cover all the lines in Kansas City, Mo., and
Independence, Mo., for purchasing purposes, and Kansas
City, Kan., Argentine, Kan., and Rosedale, Kan. All the
rights under the new grant shall cease on June 1, 1951. The
city reserves to itself all rights which it may now have by
contract or law to regulate fares within the city limits, and
after June 1, 1925, the city is given the right to fix the rates
of fare by ordinance from time to time. Such rate, how-
ever, shall be reasonable and shall not be changed oftener
than once every two years.

The company shall charge not more than 5 cents for a
single fare for passengers 12 years of age or over for a
continuous trip in one direction, and one-half fare for pas-
sengers under 12 years of age. Children under 7 years of
age, accompanied by a person paying fare, shall be per-
mitted to ride free. After Jan. 1, 1913, the company shall
furnish all conductors with tickets which shall be sold at the
rate of six for 25 cents and shall establish at least 25 con-
venient agencies where 25 tickets can be purchased for $1,
five of such places to be located in Kansas City, Kan.
Commencing with the acceptance of the ordinance half-fare
tickets shall be sold at the rate of two for 5 cents. All
transfer privileges now in force shall be continued, and uni-
versal transfers shall be given in Kansas City, Mo., and on
the system in Kansas; such transfer privileges, however,
not to be construed to enable a passenger to return sub-
stantially to the initial point for a single fare. A time limit
of not less than 30 minutes in which a passenger can use
a transfer shall govern. If the company cannot agree with
any of the other cities mentioned regarding the extension
of its franchise, then it shall not be obliged to extend such
transfer privileges to such city or cities.

The company shall not be required to build more than
5 miles of single track nor more than 214 miles of double
track in a year, the provisions of the ordinance to govern
such ncw lines. All paving, repairing and reconstruction
shall be done to the satisfaction and approval of the city.
The company shall pave its tracks between the rails and
for 18 in. outside of the outside rails and keep such paving
in repair. !

At all points where the tracks of the company cross a
steam railroad watchmen shall be constantly employed at
the joint expense of the company and the railroads. The
company is to provide arc lights at all crossings of its line
with steam railroads, the railroads to share thc expense.
The company shall also maintain arc lights at the intersec-
tions of its own lines.

All cars of suburban lines other than those of the new
company operated into the city shall be manned by em-
ployees of the city company at the point of intersection.
Passengers on such cars shall be subject to the conditions
governing passengers on the company’s own cars and enjoy
the same privileges as such passengers. The suburban com-
panies shall be paid 1 cent for each passenger turned over
to the Kansas City company, and the Kansas City company
shall pay the suburban companies 1 cent for each passenger
turnced over to them.

Except between the hours of 6:30 a. m. and 9 a. m., and
4:30 p. m. and 7 p. m., the company shall receive and trans-
port all cars of suburban lines carrying freight, charging
for this service the actual cost of such transportation, plus
1o per cent. The right is also rescrved to the company to
carry light freight and parcels over its own lines, such serv-
ice, howcver, not (o interfere with the regular passenger
traffic.

The company - shall contribute to the cost of the Twelftlr
Street ‘viaduct, assuming the responsibility for certain
costs, such costs, however, not to excced $1,315,000. The
right is rescrved to the city to make and enforce such
police regulations as shall be reasonably necessary to secure
adeqnate and sufficient accommodations to the pnblic.

All cars herealter placed in operation shall have center
aisles, are to be without running boards, and shall have
cross scats facing forward, except two longitudinal seats
with a capacily for four passengers cach, which may be
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used at the ends of the cars. At least 50 cars shall be ac-
quired and placed in service within one year from the
passage of the grant. The speed of cars within limits
clearly defined shall not be more than 15 m.p.h. Outside
the city limits the speed shall not be more than 20 m.p.h.
Cars shall be operatcd according to a schedule given in de-
tail in the ordinance.

The terms of the ordinance giving the city the right to
purchase the property of the company and governing the
price to be paid by the city follow:

“Section 28. ‘The companies’ by the acceptance of this
ordinance, shall and do grant to the said city, and the said
city hereby reserves to itself the right upon the first day of
June or upcn the first day of December of each and every
year after Jan. 1, 1943, upon giving at least six months’
notice in writing of its intention so to do, to purchase and
take over the entire street railway system and properties of
‘the companies’ then existing.

“In case the city shall purchase and take over the street
railway system of ‘the companies’ as in this ordinance pro-
vided, then it shall pay for the same the actual value thereof
as the same may be agrced upon by the city and ‘the com-
panies’ at the time of the purchase, and in the event of
disagreemcnt, then for such price as the Circuit Court of
Jackson County may adjudge to be the just and fair valua-
tion thereof (excluding franchise value) after a fair judicial
examinaticn of the question as in ordinary and usual pro-
cedure in said court, saving to both parties hereto the right
of appeal from such finding and vesting said Circuit Court
and Appellate Courts with full authority to hear and de-
termine the same, and authorizing and empowering said
court to enter such judgment as will effectuate the purpose
of this agrcement.

“In the event that it shall be determined that the city is
at the time this ordinance is passed or at the time this ordi-
nance takes effect without lawful power or authority to
acquire, own or operate street railways under the provisions
of this ordinance or otherwise in any one or more of the
cities in this ordinance referred to, and the city of Kansas
City, Mo., shall thereafter acquire such power or authority,
thereupon and after such acquirement the city shall have
the right to purchase, acquire and operate said street raii-
ways, rights and property under the provisions of this ordi-
nance to the same extent and in the same measure as if
said city had full right and lawful authority so to purchasz,
acquire and operate said street railways, rights and property
at the date of the passage of this ordinance and on the date
when this ordinance takes effect.

“The city shall have the right to elect whether it will take
the entire street railway system, including the property
located in Missouri, as well as the property located in Kan-
sas, or in lieu thereof, it may elect to purchase only the
lines and property located in the State of Missouri. Any
appraisement shall only include the lines and properties
which the city so elects that it shall purchase, but it is stipu-
lated and agreed that the Missouri lines and properties if
purchased must be taken as a whole, if at all, and that the
Kansas lines and properties, if included, must be taken as
a whole, if at all.” -

Transit Affairs in New York

The Brooklyn Rapid Transit Company has discussed in-
formally with the Public Service Commission a plan for
improvements to the lines of the company which involves
the expenditure of $50,000,000. Briefly summarized, this
plan proposes the following:

To equip and operate the Fourth Avenue subway.

To extcnd its Fifth Avenue elevated line, as an elevated
road, to Fert Hamilton.

To elevate its West End line from Coney Island to
LEightecnth Avenue, and to depress the tracks from that
point north to Forty-third Street, where they will run into
the Fourth Avenue subway.

To elevate its Sea Beach road from Coney Island to the
pcint where it joins the West End line.

To elevate its Culver line for its entire length.

To extend its Brighton Beach division by subway to
Flathush Avenue and Fulton Street, and thence via the
Fcurth Avenue subway, the Manhattan DBridge and the
Canal Street subway in Manhattan, to a loop at the North
River.

To third-track its Fulton Street elevated line.

To third-track its Lexington Avenue elevated line.

To third-track its Brecadway eclevated line.

To make various extensions to its elevated system in the
Eastern District with a view to {urnishing the 1last New
York and Riudgewocd sections with a much better trans-
portation service than now exists.

The Poard of Fstimate has sent a reccommendation to the
Public Service Commission for an experimental moving
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sidewalk line under Thirty-fourth Street between Second
Avenue and Ninth Avenue. The commission subsequently
announced that it did not favor trying the plan on north
and south thoroughfares for fear that it might interfere with
contemplated subway extensions.

To carry on its work next year and perform the duties
prescribed under the law of 1907, the Public Service Com-
mission has laid before the Board of Estimate and Appor-
tionment a requisition for $1,093,274. For special purposes
the sum of $358,300 is asked, and $25,000 for contingencies,
but apart from the regular maintenance charges the bulk
of the total, amounting to $931,004, is to be apportioned to
the head which includes executive, engineering, statistics,
franchises, gas and electricity, legal and transportation
burcaus, salaries and disbursements, including stationery,
library supplies, printing, maps, plans and e¢ngineering sup-
plies. The total to be provided by the Beoard of Estimate
does not, however, cover the entire cost of the commission,
as the salaries of the members of the co.rmission, their
counsel and secretary are paid by the State.

The Public Service Commission has issued to the Inter-
borough Rapid Transit Company a permit to begin the work
of lengthening the platforms in the subway, for which the
Board of Lstimate recently authorized an fssue of bonds to
the extent of $1,500,000.

Philadelphia Transit Talks

Transit Talk No. 30, of the Philadelphia (Pa.) Rapid
Transit Company was published on Nov. 9, 1909. 1t was
entitled “Connections With Outside Lines.” and was intro-
duced with a brief statement about Philadelphia being the
terminal of 12 interurban lines, all of which connect with
the lines of the Philadelphia Rapid Transit Company. A
list of junction points followed with instructions about
reaching them. As an addition to the talk proper, a state-
ment containing less than 100 words was published about
the company’s new freight service.

Talk No. 31 was published on Nov. 11, 1900. It was en-
titled “Street Railway Fare Increases,” and contained ex-
tracts from the announcements of the Hartford & Spring-
field Street Railway and the Tacoma Railway & Power
Company regarding increases in fare on their lines, the
original statements of which companies have been pub-
lished in full in the Erectric RAILWAY JournaL. This talk
was also supplemented with a reference to the company’s
freight service.

Talk No. 32 was dated Nov. 16, 1909. It was entitled
“Our Schedule System,” and was written to convey an idea
of the schedule system and to show the effort that is made
to distribute cars equitably. )

Talk No. 33 was dated Nov. 18, 1909. It was entitled “The
Most Transportation for the Least Money.” The talk”fol-
lows:

Twenty-four per cent of Philadelphia’s population—360,000 people—
must ride three miles to reach the center of the city. i

Thirty-ive per cent—j525,000 people—must ride four miles or more.

Twenty per cent—300,000 people—must ride five miles or more. )

Fifty-nine per cent—88s5,000 people, or nearly three-fifths of the city’s
population—are so distributed that they must ride from three to ten
miles to arrive at Market Street east of Droad. .

This distribution of population is based upon a careful analysis of
ward population by the city statistician. e .

These figures explain why we must maintain so many long-distance
routes—a greater number, in fact, than any other traction company in
the world. .

The figures also prove that s cents buys more transportation here than
in any other city. I .

Some wards having the largest population are on the outskirts of the
cilty. The Twenty-cecond, for example, with 70,000 residents—the largest
ward in point of population—is located five miles nortn of Market Street
and extends to a point 10 miles north. The Twenty-third Ward, with
35,000 population, is equally remote. And travel from these wards to
the central section is consistently heavy. .

It is true that all passengers on our cars are not traveling to the
central district all of the time. Some ride further, many travel a
shorter distance. oy )

But all of the people must have facilities for reaching the center of
the city at all times. And in_a given period practically the entire popu-
lation does visit the central district. . X

These facts indicate a high average ‘length of ride—hicher here than
elcewhere, just as our averace length of route (11} miles) is greater
than the averare in other cities. i

And, of course, the hicher the average length of, ride the more trans-
portation there is given for 1he rider’s 5 cents.

Talk No. 34 was dated Nov. 22, 1909. Tt was entitled “No
Passengers on Front Platforms.” and referred to the ne-
cessity for enforcing the rule of the State Railroad Com-
mission prohibiting passengers from riding on front plat-
forms. The talk follows:

e have been ordered by the State Railroad Commission to enforce
its mandate that passengers shall be excluded from the front platforms
of our cars. ]

We helieve that the ruie is a good one and we have been endeavoring
to enforce it so far as consideraticn for the wishes of the traveling
public permitted.

The Railroad Commi-sinn now orders that the rule he enforced at all
times, under all circumstances, and whcther the public likes it or not.
In justification of this position, Commissioner Ewing says:
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“The safety of the public demands that this rule shall be rigidly en-
forced. 1 want to make it plain that the rule is to benefit the publie,
and not the _company. Where it mlght result in some inconvenience and
disorder, it is better to have the inconvenience and disorder at the start
than danger of accident.”

In accordance with the commission’s instructions, beginning Wednes-
day, Nov. 24, both front gates of our cars will be closed, and passengers
will not be allowed to stand on or to enter ar leave the cars by the front
platform. 7T1his rule does not, of course, apply to pay-within cars, which
will be operated as heretofore.

Talk No. 35 was dated Nov. 23, 1900.
“Keeping Our LEquipment Up to the Mark.”
follows:

Eternal vigilance is the price of safety.
specticn 1orce of 530 men eternally vigilant.

These men must make sure that each of our 2000 cars is in_perfect
working order every time it goes out on a run, To insure rigid in-
spection, the work is supervised by four deputy inspectors, two visiting
deputy inspectors and one chief inspector.

All cars receive thorough inspection at the barns each day when they
gordnplete their runs. This applies to all mechanism, and also to the car

odies

Motors and trucks are lubncated daily. For this purpose we use
about 2600 gal. of oil and sooc 1h. of gear lubricant per month.

‘hen cars are in service the mspectwn is all the more exacting. OQur
motorinen constitute an auxiliary inspection force. If a motorman says
his car is not running the way he thinks it ought to run, it is taken off
the line immediately for barn inspection, even if no dcfects are apparent.

Motormen are required to .nake daily reports at their barns about the
condition of all cars. The bare superintendents and district inspectors in
turn forward reports each day to the chief inspector, thus keeping the
operatmg departinent fully informed.

And we carry precaution to a further point. Qur inspection system
requires that each car pass through the shop once in eight weeks for a
complete overhauling, even though it may appear to be in satisfactory
running orde T

It is this ‘“eternal vigilance” that keeps our cars up to the standard
of efficivncy shown last month, when two of our barns made perfect
reports. - This means that they had not a single car withdrawn from
service because of nechanical defects. And the least favorable showing
was that of a barn which reported trouble with the mechanism of only
one car out of every zso operated.

It was entitled
The talk

That is why we keep an in-

Program of Meeting of Central Electric Acccunting
Conference

The Central Electric Accounting Conference announced
the following »nrogram for the meeting of the conference at
the Algonquin Hotel, Dayton, Ohio, on Dec. 11, 1909:

Business session, 1 p. m.

Report of committee on uniform practice in the treatment
of car miles and car hours, with abstract of proceedings of
the Denver convention, by S. C. Rogers, chairman.

Paper: “Conductors’ Fare Collections,” by Chas. E.
Thompson, auditor of the Chicago & Milwaukee Flectrlc
Railroad.

Paper: “Accounting Features of Corporation Tax Law,”
by C. D. Gault, auditor of the Mahoning & Shenango Rail-
way & Light Company.

Election of officers.

Adjournment.

Decision Defining Powers of Public Service Commission

In a decision handed down on Dec. 7, 1609, the Court ot
Appeals of New York holds that the Legislature did nor
intend that the Public Service Commissions should substi-
tute its judgment and discretion for that of the directors
and stockholders of a corporation as to the wisdom of a
transaction; that a statute that should make such substitu-
tion would probably be unconstitutional, for the ownership
of preperty carrics with it the right of occupancy and man-
agement, and a statute that would deprive an owner of that
right would undermine his right to protect and make his
property remunerative.

The Public Service Commission of the Sccond District
of New York on Dec. 7, 19¢8, refused assent to the issue by
the Delaware & Hudsen Company of bonds to pay indebt-
edness incurred by the purchase of the sceurities of the
Hudson Valley Railway amounting to $4,605,205.85, and «
part of the indebtedness incurred in the purchase of un-
developed coal lands in Pennsylvania amounting to $2,500,-
000. The propertics in question were not included in the
mortgage upon the property of the Delaware & Iudson
Company under which it was proposcd to issuc these bonds.
The property was acquired prior to the commission coming
into existence. An appeal was taken by the Delaware &
Hudson Company and on Sept. 30, 1900, the Appellate Divi-
sion of the Third Department annulled and sct aside on
certiorari the order of the commission which refused assent
to the bonds in questicn,

The Court of Appeals in its opinion holds that the para-
mount purpose of the Public Serviee Law creating the com-
mission was the protection and enforcement of the rights
of the public in that the commission must simply sce to it
that the railreads maintain their equipment, tracks and
roadbed in good order and operate with safety to the pub-
lic and give proper service, and that they should also super-
vise the issuance of securities so as to protect the public
against ovcr-capitalization.
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Plans for Elevated Extension Filed in Boston.—The Bos-
ton (Mass.) Elevated Railway has filed detailed plans of its
elevated extension from Sullivan Square to Malden and

" LIvercett, with the Railroad Cemmission.

Reduced Fare Ordinance for Passengers Who Stand
Passed in Hcuston.—The City Council of Houston, Tex.,
has passed an ordinance which provides that a fare of only
3 cents shall be collected from passengers in street cars
operated in Houston who are not provided with seats.

New Franchise Drawn in Des Moines.—The City Council
of Des Mcines, Ia., passed a resolution c¢n Nov. 15, 1909,
instructing the legal department of the city to prepare a
draft of an ordinance to conform to a tentative agreement
entered into bctween the City Council and the Des Moines
City Railway. Such a draft has since been completed, and
is being printed for distribution.

Franchise Tax Suits Before New York Supreme Court.—
The Appellate Division of the Supreme Court of New York
has granted a motion by Attorney-General O’Malley for the
designation of a special term of the Supreme Court to hear
suits brought by the Attorney-General to collect special
franchise taxes from a number of corporations. The cases
will begin in the January term.

Wisconsin Electrical Asscciation to Meet in Milwaukee
in January.—The next meeting of the Wisconsin Electrical
Association, which is a consolidation of the Northwestern
Electrical Association and thc Wisconsin Electric & In-
terurban Railway Association, will be held at the Hotel
Pfister, Milwaukee, Wis., on Jan. 19 and 20, 1910. The
program for the meeting is now being arranged.

Suit to Annul Contract Between City and Company in
Philadelphia Appealed.—An appeal has been filed in the
Supreme Court from the recent decision of Common Pleas
Court No. 1 in dismissing the taxpayer’s suit brought by
Elmer E. Brode attacking the validity of the contract be-
tween the City of Philadelphia and the Philadelphia Rapid
Transit Company. The appeal will probably be argued in
January.

Suit to Annul Franchise in Beaumont.—The city attor-
ney of Beaumont, Tex., has filed suit in the District Court
to forfeit the several franchises under which the Beaumont
Traction Company operates in Beaumont, alleging failure
on the part of the company to comply with conditions of the.

franchise by properly constructing the track on concrete'
foundation and failure to operate cars in accordance with

~ the schedule defined in the franchise.

Submissiocn of San Francisco Plan to Voters.—The Coun-
cil of San Francisco has decided that the vote on the ques-
tion of the reconstruction of the Geary Street, Park &
Ocean Railroad bv the city and the building of an extension
in Market Street from Geary Street to the Market Street
ferry shall be taken on Dec. 30, 1909, and that the amount
of bonds to be authorized to cover the cost of the work
shall be $2,100.c00.

Canadian Paving Decisicn.—The Ontario Railway & Mu-
nicipal Board has decided that the Dommlon Power &
Transmission Company, Ltd., Hamilton, Ont., is required to
pave and kecp in repair the streets over which it operates
strect railways for 2 ft. outside of the rails. The de-
cision invclves about $2,500, and the settlement of the dis-
puted question. The company contended that the city
should make the repairs and collect the cost from the com-
pany. The case will be appealed.

Council of Torontc Favers Subway Proposal.—The City
Council of Toronto has decided to adopt the rcport and
recommendation of the special Cl\/lc committee dealing with
the proposed subway, mentioned in the Evectric RALwAY
JournaL of Dec. 4, 1900, page 1163, and at the municipal
clection in January the clectors will be asked if they favor
the city obtaining the necessary legislative authority to
construct and cpcrate a municipal subway and surface rail-
way subject to the approval of the qualified ratepayers.

Consideration of Providence Tunnel Indefinitely Post-
poned.—C. S. Mcllen, president of the New York, New
Haven & ITartford 1\41110:1(] in a letter dated Nov. 23, 1909,
addressed to Charles R. Makcpe'lcc, Providence, R. 1., has
declined to enter into any further conferences \vitl] the
members of the city committee on the East Side approach
in Providence and declared that as far as hic is concerned
the proposition of an Fast Side tunnel is indefinitely post-
poncd. He charges that the committee has broken faith
with him, and that it has declined for a sccond time to
abide by a dchinite understanding made between that body
and the railroad. Tt was originally agreed that the city
should secure the necessary legislation, furnish the L'l[)]t'll
obtain the right-of-way and own the tunnel, but that the
constrnetion work should 1)(‘ done by thc Rhade Island
Company under the supervision of one of its own engineers
and an engineer to be appointed by the city.
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Financial and Corporate

New York Stock and Money Market

December 7, 1909.

The activity and strength of the Wall Street maket to-
day were centered largely in the Interborough-Metropolitan
issues, the perststent buying of which indicates confidence
in the reorganization plans and in the earning capacity of
the properties. Both the preferred and the common
reached new records to-day, the former selling at 6134 and
the latter at 2534. Brooklyn Rapid Transit has also been
moderately active and has recorded small gains. Third
Avenue has been weak and lower, selling to-day for 15%4.
This is as low as it has sold this year.

The money market continues easy. Quotations to-day
were: Call, 4% to 5 per cent; 9o days, 434 per cent.

Other Markets

In the Philadelphia market transactions have been fairly
numerous and the price has improved more than 2 points.
Other tractions with limited activity have been unchanged.

There has been little trading in traction shares on the
Chicago market. Subway reached new low records, but
the appointment of receivers has checked activity.

In Boston, Massachusetts Electric has been less active
than during ‘the past few weeks, although the tendency is
still downward. The preferred has lost 2 points during the
week. Other traction issues have been out of the market.

In Baltimore, the bonds of the United Railways con-
tinue to be active at prices practically unchanged.

In last week’s auction of securities in New York the fol-
lowing were sold: 30 shares Christopher & Tenth Streect
Railroad, at 88V%; 45 shares Forty-second Street & Grand
Street Ferry Railroad, at 220; 51 shares Twenty-third
Street Railway, at 201%; $3,000 Second Avenue Rail-
road first consolidated 5 per cent bonds, at 70%, and 250
shares St. Louis Car Company, $50 for the lot.

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

Nov. 30 Dec. 7
American Railways Company....coveeenceneens v s s e B4 a4s/z
Aurora, Elgin & Chicago Railroad (common) ............ a49% a6o
Aurora, Elgm & Chicago Railroad (preferred) .......... *92 agz2ls
Boston Elevated I\a1lway ................. aliie ¥ e G E e ar31 ai3o
Boston & Suburban Electric Companies........ siew A18 aié
Boston & Suburban Electric Companies (preferred) ay76% 75Ys
Boston & Worcester Electric Companies (common)........ aiz arz
Boston & Worcester Elcctric Conipanies (preferred) ...... aso aso
Brooklyn Rapid Transit Company....voeeeeeneinrennsnnsas 77Y 82V
Brooklyn Rapid Transit Company, Ist pref., conv A wiw o 857% 88
Capital Traction Company, Washington.................. a133% arzz¥%
Chicago City . RailWava: i see oo we e o 0ess s ks o855 i E argo argo
Chicago & Oak DPark l-levated Railroad (common)........ *3 *2
Chicago & Oak Park Elevated Railroad (preferred)....... *10 *10
Chicago Railways, pteptg., clf. I.veuiiieiiiineininennnennn aroo a100
Chicago Railways, ptepte., ctf. 2.000veniinnnns § A6 s R e azz¥  a3:
Chicago Railways, ptepte.; i€t 3e: s wemie s smoe s s anmassmmas s azo azr
Chicago Railways, pteptg., ctf. 4. .0vviviiiiiiiiniiinnne. *10 *10
Cleveland Railways ......veeenneeennnneeennnnerenns L. *84 *84
Consolidated Traction of New JEESEY - s mwni s s wimw o o5 aimi v s az7¥  ay6y
Consolidated Traction of New Jerscy, 5 per cent bonds....ax1o7 aro6
Detroit United Railway............ . *60% *65
General Electric Company......voeeeuvnnnnn.. wie o0 sufie & o BEGYA 160
Georgia Railway & Electric Company (common) ......... 100 aiox
Georgla Railway & Electric Company (preferrad).. sses  BY 87
Interborough-Metropolitan Company (common).......... 223 25%
Interborough-Metropolitan Company (preferred)......... $4% 6134
Interborough-Metropolitan Company (428).......c.cvuuen 827 8434
Kansas City Railway & Light Company (common) ........ az8ls a38y;
Kansas City Railway & Light Company (preferred). e, 82 *82
Manhattan Railway ..... T o e 139%5  *140
Massachusetts Electric (,ompames (common) a16 ai6
Massachusetts Electric Companies (preferred) ay8% ay6
Metropolitan West Side, Chicago (common). ary ary
Metropolitan West S:de Chicago (preferred asz2ls as2
Metropolitan Street Rallway .................. az4 az3
Milwaukee Electric Railway & Light (preferred) *110 *110
North American Company.....oeeeeeenrenns 78 8234
Northwestern Elcvated Railroad (common). . a18 a18
Northwestern Elevated Railroad (preferred) ............. a68 a68
Philadelphia Company, Pittsburg (common)............ 2483, a40¥4
Philadelphia Company, Pittsburg, (preferred)........... aga % 44
Philadelphia Rapid Transit Company......cceeuveeeeuenes 25% 25%
Philadelphia Traction Company . - .« s« wore o s« wimi g a0 s o mra s 89 ago
Public Service Corporation, 5 per cent. col. notes........ Ioo/fs *100%
Public Service Corporation; ©tfS:::xwwssssmesssamasssnis aios a100%
Seattle Electric Company (common).......c..c.oeeveuenn. a1y arry
Seattle Electric Company (preferred).........ovuuuvnn.. aro4 aroq
South Side Elevated Railroad (Chicago)........oceveuunns as3 asz
Third Avenue Railroad, Ncw York......eoevnn.n. 558 o8 . 18¥% 16
Toledo Railways & Light Company......ecuevueeeeuennnn 8 *8
Twin City Rapid Transit, Minneapolis (common)........ 109% 113
Union Traction (ompany. Phaladelpbiaie « v s s s www o v st 52Y% as4
United Rys. & Electric Company, Baltimore. sies s wne AT ai4¥
United Rys. Inv. Co. (COMMON) ¢ vvruerrnrenennnn 5000000 G 1
United Rys: Inv. ‘Co. (preferved)a smssissmevssonesshos *92Y4 723
Washington Ry. & Electric Company (common).......... aqq aq234
Washington Ry. & Electric Company (preferred). et A0 agrlg
West End Street Railway, Boston (common).......... 93 ag3k
West End Street Railway, Boston (preferred)......... 1044 a1o06
Westinghouse Electric & Manufacturing Company........ 83 84
\\’estmghouse Elec. & Mfg. Company (1st pref.).......... *140 135

a Asked. * Last Sale.
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Decision of Public Service Commission Regarding Issue of
Bonds by the Coney Island & Brooklyn Railroad

Mention has been made of the decision of the New York
Public Service Commission, First District, approving in
part the application of the Coney Island & Brooklyn Rail-
road for authority to issue $372,000 additional consolidated
mortgage bonds. The opinion was written by Commis-
sioner Bassett and says in part:

“This is an application for an order authorizing the issu-
ance of $372,000 of 4 per cent bonds, to be sold at 8o in
order to realize $297,000 which the company submits is the
estimated cost of reconstruction of its railroad in Franklin
Avenue and DeKalb Avenue, Brooklyn, the relaying of its
present rail in Smith Street and the paving of all three
streets.

“The mortgage to an authorized amount of $10,000,000
was consented to by the former Board of Railroad Com-
missioners by an order entered Dec. 14, 1904, and by that
order the company was directed before issuing any bonds
under such mortgage beyond $5,500,000 to make application
to the Board of Railroad Commissioners for its approval.
Bonds to the amount of $5,500,000 have been issued as
follows:

$2,000,000 to be held by the trustee to retire in 1948
a like amount of bonds of the Coney Island & Brooklyn
Railroad.

“2. $2,000,000 to be held by the trustee to retire in 1939
a like amount of bonds of the Brooklyn City & Newtown
Railroad.

“3. $1,500,000 issued and sold. :

“The company shows upon the application that the direc-
tors have by resolution declared that in their judgment
the betterment proposed under this application ought not to
be charged as expense of operation.

“The figures and estimates submitted by the company as
to the cost of this work have been carefully examined by
the engineers of the commlsston and a report made, and it
is apparent that the company’s estimate is probably not
much, if any, in excess of the probable necessary cost. It
is, however, shown that the larger portion of the work pro-
posed to be done is replacement of structure and material,
and that only a portion thereof, estimated to be about
$85,000 in cost, can be regarded as an improvement or bet-
terment. If new track of the same weight as the old were
laid, and in the same manner substantially as the old, then
the whole would be a replacement, but to such extent as the
present track is heavier and laid in a better and more ex-
pensive manner, such excess over mere replacement should
be treated as a betterment. The commission is of the opin-
ion that replacements should not, except possibly in extraor-
dinary cases, be made with the authority of the commission
from the proceeds of bond issues, but that depreciation in
perishable structures and property should be provided for
and made good out of the earnings of the venture. The
result of providing for the replacement of worn out and
perishable property by constant issues of new stock or
new bonds of pubhc servtce corporations has been shown
to be a constantly increasing capitalization representing a
constantly decreasing property and equipment, resulting
in false statements by public service corporations as to
their assets in public reports and in reports to stockholders,
which have been misleading and damaging. This subject
has been carefully considered in an opinion of the Public
Service Commission of the Second District entitled: ‘Matter
of Application of Niagara Light, Heat & Power Company,
decided June 29, 1909, and the practice of capitalizing re-
placements of property or equipment of public service cor-
porations has been disapproved.

“The commission is therefore of the opinion that bonds
should be authorized to be issued by the company upon this
application only so far as may be necessary to pay for the
$85,000 of betterments and improvements which are in-
cluded in this work proposed to be done. The 4 per cent
bonds, however, proposed to be issued are not first mort-
gage bonds, but consolidated bonds, and testimony has
been introduced which tends to show that at this time they
cannot be sold at a price in excess of .80

“It is accordingly recommended that an order be made
authorizing the issue of not exceeding $107,000 of such
bonds which shall be sold at not less than .80 and net the
company $85,000, the proceeds to be applied only to pay
for the said betterments and improvements in carrying out
this work, and the discount and expenses in connection with
the sale to be distributed over the term of the bonds and
charged against the income of the company. The order
should also contain a proper provision for audit by the
commission.”

The commission adopted an order in accordance with the
recommendations of Commissioner Bassett.
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Modified Reorganization Plan Filed for Third Avenue
Railroad

The committee of bondholders of the Third Avenue Rail-
road, New York, N. Y., has filed a modified plan of reor-
ganization with the Public Service Commission of the First
District of New York, the commission having disapproved
the original plan for reorganizing the company. It is pro-
posed to assess stockholders 45 per cent on the $16,000,000
stock, and they in exchange will receive $45 in new stock
and $40 in first refunding mortgage so-year 4 per cent gold
bonds. Securities of the old company, stocks, bonds and
notes are stated at $65,088,737 and new securities at $79,-
125,000, of which only $54,016,000 would be immediately
issued, the balance being in reserve until receiving ap-
proval of the commission. The new securities to be issued
sum up as follows:

First refunding mortgage 50-year 4 per cent gold bonds,
dated Jan. 1, 1910, as follows: To present bondholders, being
15 per cent of principal and 10 per cent in payment of un-
paid interest, $09,300,000; to stockholders, on payment of $45
per share, $6,400,000, making immediate issue, $15,790,000;
to be reserved for underlying bonds and future extensions,
betterments, etc., $24,210,000, making total authorized issue
$40,000,000.

Adjustment mortgage 50-year 5 per cent income gold
bonds, dated Jan. 1, 1910, to present bondholders 60 per cent
of principal, $22,536,000. Holders of the adjustment mort-
gage bonds are to have full voting powers upon all ques-
tions upon which stockholders may vote until full interest,
including accumulations, is paid for five consecutive years,
and the bonds shall be redeemable at par and interest in
whole, but not in part, at any time on three months’ notice.

The securities thus proposed compare with present securi-
ties as follows:

Obligations of old company, exclusive of first mortgage,
$5,000,000; prior claims, $7,200,000; bonds, $41,888,737; stock,
$16,000,000; total, $65,088,737.

Obligations of the new company, exclusive of first mort-
gage, will be: Refunding bonds, $15,790,000; adjustment
bonds, $22,536,000; stock, $16,500,000; total, $54,016,000; re-
duction, $10,172,737.

It is proposed by the bondholders that a new railroad be
formed under provisions of sections 9 and 10 of the stock
corporation law, and to vest in it ownership or control of
all properties as acquired by the committee at foreclosure
sale or otherwise, except so far as the stocks may be dealt
with in effecting the plan.

The Public Service Commission has ordered a hearing on
Dec. 15, 1909, on a plan of the bondholders’ committee for
the reorganization of the company. Wm. R. Willcox, chair-
man, and Milo R. Maltbie, of the commission, will preside.

Hearing on Increase of Capital of Boston & Worcester
Street Railway

The Massachusetts Railroad Commission gave a public
hearing on Dec. 1, 1909, on the petitions of the Boston &
Worcester Street Railway for authority to issue new stock
to the amount of $500,000 and additional bonds to the
amount of $500,000. William M. Butler, president of the
company, stated that the company’s total assets on Nov. 1,
1909, were $4,060,728. The principal items were track and
roadway, $2,484,648; overhead line construction, $333,706;
power and substation equipment, $634,338; rolling stock and
miscellaneous equipment, $391,125; electrical equipment of
latter, $272,720; engineering, interest, ctc.,, about $600,000.
George A. Butman, treasurer of the company, submitted a
statement showing that the working capital required for
the last two years amounted to $191,256. Mr. Butler stated
that the company desired to undertake an express business
in the territory which it served. The line from Boston to
Worcester was nearly all double-tracked. It was estimated
that six freight cars would handle the business at the start
between the terminus of the lines of the Worcester Consoli-
dated Street Railway and the Boston Elcvated Railway. At
present the company was handicapped by the difficulty of
sccuring the right to carry freight at thc Boston and the
Worcester cnds of its line. The company was considering
the plan of handling the express matter by automobile
trucks after it left its own system, six trucks being esti-
mated as nccessary for the work., In order to handle the
business properly Mr. Butler said that the company would
have to build the following freight stations: Chestnut Hill,
cost, $10,000; Natick, $2,500; South Framingham, $5,000;
Whitc’s Corner, Westhoro and Shrewsbury, $500 cach; Lake
Junction, $2,500; [Hudson, $3,000, and Marlboro, $5,000. At
Chestnut Hill about $6,000 would have to be expended in
grading, and tracks and overlicad work would cost at that
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point $5,000 additional. The company does not desire to
begin the new service until the business is in_good condi-
tion, and would probably not do any construction work be-
fore the spring of 1910. The board took the matter under
advisement.

Boston & Northern Street Railway, Boston, Mass.—The
Boston & Northern Street Railway and the Old Colony
Street Railway have petitioned the Railroad Commission of
Massachusetts for authority to issue bonds to the amount
of $300,000 for each company to refund floating indebted-
ness. A hearing on the matter will be held on Dec. 14, 1909.

Brockton & Plymouth Street Railway, Plymouth, Mass.—
The Brockton & Plymouth Street Railway has petitioned
the Railroad Commission of Massachusetts for authority to
issue new bonds to the amount of $35,000 to refund floating
debt.

Cape Electric Tramways, Ltd., Cape Town, S. A.—The
report of the directors of the Cape Electric Tramways, Ltd.,,
presented at the thirteenth annual meeting in London on
Nov. 16, covers the year ended June 30, 19009. The number
of passengers carried in Cape Town was 11,888,180, as com-
pared with 14,742,155 in the preceding year; the number of
car-miles run was 1,874,802 in the last year, as compared
with 2,185,103 in the previous year; the total receipts from
trafic amounted to $588,570, as compared with $604,545 in
the previous year. In Port Elizabeth the gross receipts
were $157,275 last year, as compared with $187,235 in the
preceding year; the number of passengers carried was
2,078,217 and 3,561,211 in the last year and preceding year,
respectively. The total dividends declared by the subsidiary
companies aggregated $235,145, as compared with $230,405
in the previous year.

Eastern Ohio Traction Company, Cleveland, Ohio.—The
Cleveland & Chagrin Falls division of the Eastern Ohio
Traction Company has been ordered sold by Judge Phillips,
of the Common Pleas Court at Cleveland. The court was
informed that the first mortgage bondholders purpose to bid
in the property, and if that is accomplished they will form
a new company to operate the line.

Forty-second Street, Manhattanville & St. Nicholas Ave-
nue Railway, New York, N. Y.—The sale of the property
of the Forty-second Street, Manhattanville & St. Nicholas
Avenue Railway under foreclosure of the $1,600,000 second
mortgage has been set for Feb. 1, 1910. The amount found
to bc due for principal and interest is $1,676,033.

Illinois Tunnel Company, Chicago, Ill.—Judge C. C. Kohl-
saat in the United States Circuit Court has appointed re-
ceivers for the Illinois Tunnel Company and the Chicago
Warchouse & Terminal Company, controlled by the Chi-
cago Subway Company. David R. Forgan, president of the
National City Bank, and Charles G. Dawes, president of the
Central Trust Company of Illinois, were named receivers
for the Illinois Tunnel Company. Edwin A. Potter, presi-
dent of the American Trust & Savings Bank, was made re-
ceiver for the Chicago Warehouse & Terminal Company.

Irwin-Herminie Traction Company, Irwin, Pa.—The Ir-
win-Herminie Traction Company has incrcased its capital
stock from $100,000 to $125,000.

Massachusetts Electric Companies, Boston, Mass.—Thc
Massachusetts Electric Companies has made public its re-
port for the year ended Sept. 30, 1900. The operating state-
ment for the year compared with the previous year, follows:
Gross earnings for 1900, $8,052,355, as compared with §7,-
809,010 for 1908; operating expenses for 1909, $5,148,306, as
compared with $s5,001,517 for 1908; net earnings for 1909,
$2,003,058, as compared with $2,807,492 for 1008; fixed
charges for 1909, $1,778,128, as compared with $1,784,437
for 1008; balance for 1909, $1,125,820, as compared with $1,-
023,054 for 1908; dividends for 1909, $1,000,464, as compared
with $880,773 for 1908; surplus for 1909, $125,365, as com-
pared with $142,281 for 1908.

Metropolitan Street Railway, New York, N. Y.—G. I
Tripp has been elected chairman of the joint committee on
reorganization of the Metropolitan Strect Railway con-
stituted by represcntatives of the bondholders’ committee
of the general 5 per cent bonds and the refunding 4 per cent
bonds, to succeed the late John W. Castles. In a memor-
andum filed in the United States Circuit Court, Judge La-
combe says that the special master in charge of the New
York City Railway has up to the present time passed on
claims aggregating $3,000,000, which arc presumably sub-
stantial, but there arc still a number of claims which were
filed long ago which have not yet been approved or passed
upon. Judge Lacombe also says that thc samec special mas-
ter has before him other claims against the receivers of
the Metropolitan Street Railway presented by the Third
Avenne Railroad, Fifty-ninth Strect Crosstown Railway,



1204

and Second Avenue Railroad, which over a year ago took
back their property. Concludum the memorandum, Judge
Lacombe says: "It is suggested to all parties in interest and
claimants and their respective counsel, that the court does
not regard the receivership of this group of roads as per-
ennial. The Supreme Court has indicatced that the judicial
admnnstratlon should cease at the carliest possible mo-
ment.

Ocean Shore Railway, San Francisco, Cal.—]J. Downey
Harvey, president of the Ocean Shore Railway, is quoted
as follows regarding the reorganization of thc company:
“We have overcome every obstacle; 8o per cent of the bond-
holders has already turned in their ho]din(rs and as soon as
the ncw company is incorporated will reccive thc bonds of
that company in licu of the previous issue. We fixed Nov.
10, 1909, as a final date for the receipt of the old bonds in
ordcr that the rcorganization committce might determine
dehnitely whether the plan was feasible. That has now
been demonstrated and no restrictions are placed on those
who still desire to turn in their bonds.”

Ohio Electric Railway, Cincinnati, Ohio.—The Ohio Elec-
tric Railway rcports earnings for the year ended June 30,
1909, as follows: Railway, $2,555,321; light and power, $198,-
397; miscellancous, $21,888; total, $~,7/;,,607 The earnings
of the Indiana, Columbus & Eastern Traction Company
for the year follow: Railway, $967,063; miscellaneous, $0,-
274; total, $973.338. The earnings of the Columbus, Newark
& Zanesville Electric Railway for the year follow: Rail-
way, $622.704; light and power, $76,760; miscellaneous, $9,-
320, total, $708,805. The carnings of the Lima Electric
Railway & Light Company for the year follow: Railway,
$135.048; light and power, $121,637; miscellaneous, $896;
total, $257,581. The earnings of the Cincinnati, Dayton &
Toledo Traction Company for the year follow: Railway,
$501,036; miscellancous, $3,047; total, $504,084. The earn-
ings of the Ft. Wayne, Van Wert & Lima Traction Com-
pany for the year follow: Railway, $211,174; miscellaneous,
$1,434; total, $212,608.

Springfield (Mass.) Street Railway.—The Railroad Com-
mission has approved the petition of the Springfield Street
Railway and the Western Massachusetts Street Railway
for permissicn to consolidate and has authorized the Spring-
field Street Railway to increase its stock by the issue of not
more than 5500 shares, to be exchanged share for share for
the outstanding stock of the Western Massachusetts Strect
Rzailway.

Toledo & Indiana Railway, Toledo, Ohio.—The property
of the Toledo & Indiana Railway was sold under forcclosure
on Nov. 27, 1909, by C. F. M. Niles, receiver, to J. M. Long-
necker, Delta, Ohio, and associates, minority stockholders,
for $1,006,000. A bid of $1.004.500 was made at the sale in
the intcrest of the Ohio Electric Railway. and after the
sale D. J. Cablec notified Mr. Niles of thc willingness of the
Ohio Elcctric Railway intcrests to pay $1,036. ooo for the
propcrty, accompanying the offer with a check for $350,000
as a guaranty of good faith. The offcer was filed with the
court with the m:istcr’s report and will be considered when
the sale comes up for confirmation.

United Railways, Portland, Ore.—The f{ollowing new
board of directcrs has been elected by the United Railways:
P. L.. Greenough, A. E. Emmon, L. B. Wickersham, F. It
Bowman, Portland; J. H. Hilbert, Ohio; Chas. D. Pullen,
Seattle.
Greenough was re-elccted president; Chas. D. Pullen was
elected vice-president to succeed Jos. E. Healy: A. C. Em-
mons was clected secretary, and I.. B. Wickersham was rc-
tained as general manager.

Westchester Street Railroad, White Plains, N. Y.—The
Westchester Street Railroad was incorporated at Albany on
Dec. 1, 1909, with a capital stock of $1.000.0c0 in the interest
of the New York, New Haven & Hartford Railroad as the
successor of the Tarrytown, White Plains & Mamaroneck
Railway, sold under foreclosure as noted in the Erectric
RaiLway JournaL of Nov. 13, 1009, page 1038. The directors
of the company are: Richard Sutro, William Greenough,
Charles M. Sheafe, Jr.,, William L. Barnett, John L. Ander-
son, Frank F. Hall and Edward O. Brown, New York, N. Y.;
John G. Parker and August S. May, New Haven, Conn.

Worcester & Blackstone Valley Street Railway, Wor-
cester, Mass.—The Railroad Commission of Massachusetts
has approved the terms of consolidation of the Worcester
& Blackstone Valley Street Railway with the Uxbridge &
Blaekstone Street Railway, and also an increase of the
capital stock of the Worcester & Blackstone Valley Street
Railway by an issue of shares not exceeding 1200, amount-
ing at par to $120,000, to be issued for the purpose of carry-
ing out the terms of contract. The stock of the Wor-
cester & Blackstone Street Railway are to be issued share
for share for the outstanding stock of the Uxbridge &
Blackstone Street Railway.
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Service in Pittsburgh

As a result of the study which it made recently of
strcet railway operating conditions in Pittsburgh the Rail-
road Commission of Pennsylvania, through Nathaniel
Ewing, its chairman, has made public the following state-
ment regarding the effort made by the Pittsburgh Rallways
to meet the recommendations made by the commission in
the spring of 1909 and abstracted in the ELECTrRIC RAILWAY
Jourxar of March 20, 1909, page 528:

“Since the former recommendation of this commission
the evidence that we have had leads us to the conclusion
that there has been a considerable increase of travel on the
street car lines c¢f Pittsburgh, and in consequence it would
follow that recommendations that were adequate at that
time would hardly prove so to-day. At that time the com-
mission’s experts thonght there was crowding of the cars
on at least certain of the lines in the city to such a degree
as demanded relief, and our own observation and experlcuec
since we have heen here on this occasion, as well as the in-
formation which we have recmved from various reliable
sources, convince the commission that there is such
crowding of the street cars during the rush hours as
naturally arouses the antagonism of the public and calls for
immediate relief. In consequence of that the compmission
has been advising with the Pittsburgh Rallways and the
Mayor, informing them of the commission’s opinion in this
respect, and we have concluded that as a result of that con-
ference no further testimony in this case is needed, and all
that is required at present is for the commission to make a
recommendation, which we are prepared to do now. That
recommendation in brief is this:

“That the company put into immediate servnce all its
available closed cars, suitable for the season, assigning the
extra cars to those of their routes which seem the most
crowded. That assignment to be subject to superwsmn and
direction of an expert to be appointed by the commlssxon,
and in connection with that assignment the commission’s
expert shall also take up the question of a change in the
routing of the different lines to ascertain what relief can be
obtained in that way, and this work to be done as speedily
as possible.

“Furthermore, if after the employment of all the cars
now in control of the company it is found that the service
is still inadequate the commission recommends that the
company forthwith proceed to supply additional cars. It is
understood that other cars have already been ordered, but
have not yet been delivered. Some of them are expected in
a short time. They are to be put into service as soon as
they are received. .

“When the expert to be appointed by the commission
makes his repcrt as to the adequacy of the service, what
additional cars are yet needed and what changes, if any, can
be made advantageously in the routes of the (llffereut lines,
the commission will make a further recommendation em-
bracing those points.”

Suhsequentlv the company lssued a statement about gen-
eral betterments to its system, in which it said in part:

“The company will put into operation at once 50 trail
cars on the lines which are most crowded during the rush
hours. To do this it will be necessary to pull two trailers
with some motor cars to make up for others of the cars
that have not sufficient motor capacity to pull one trailer.
Grades on some lines prevent the operation of trailers.

“The company placed orders on June 10, 1909, with The
J. G. Brill Company, Philadelphia, for 30 ears for city serv-
ice, and later transferrcd to The Brill Company an order for
50 cars of the same type originally placed with another com-
pany On June & 1009, the company placed an order with

3. C. Kuhlman Car Company, Cleveland, Ohio, for 20 inter-
urban palace cars for use on the suburban lines, the inten-
tion being thoroughly to remodel the present interurban
cars for city service.

“The report of our inspectors at the car bulldmg shops
shows that 18 of the interurban cars are in the paint shop
and that the entire 20 will be ready for shipment to Pitts-
burgh within two weeks. The Westinghouse Electric &
Manufacturing Company, which has the order for the elec-
trical equipment for these cars, is also behind in shipment,
so that all of the material for these cars will not be received
in Pittsburgh before Jan. 1, 1910. The city ears will cost
about $750,000.

“During the year drawing to a close the Pittsburgh Rail-
ways has expended about $2,000,000 for these new cars, the
erection of subpower stations, additions to existing power
plants, improvements and additions to ear barns, laying and
renewing roadbed, track and street paving throughout the
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system. The power plant at Brunot’s Island has been en-
larged by the erection of a new building in which an addi-
tional 5000-kw turbo-generator and 6000 hp of boilers have
been installed, and a large substation has been about com-
pleted at the south end of the Monnt Washington tunnel to
care for the traffic of the South Hills district. Two units
of 1000 kw each have been installed in this substation,
greatly reinforcing the power through the tunnel and on the
hills beyond. This will insure greater speed, greater regu-
larity of service, fewer delays and annoyances and greater
comfort to the public.

“The action of the police department in securing authority
from Councils to inaugurate a traffic squad to compel better
observance of street traffic rules will aid materially in re-
lieving cengestion in downtown streets and will afford the
company a better opportunity to operate its cars on schedule
and take better care of the public. Regular automobile and
carriage ’'bus stands are maintained on the most crowded
downtown streets, and many business men allow their auto-
mobiles to stand in front of their office buildings the entire
day. This aggravates downtown congestion.”

Report of Fort Wayne & Wabash Valley Traction
Company’s Employees’ Association

The second annual report of the Employces’ Mutual
Benefit Association of the Fort Wayne & Wabash Valley
Traction Company, Fort Wayne, Ind., was submitted at a
recent meeting of the trustees of the association. The
association organized with 332 members out of a total of
758 employees of the company, making 46 per cent of the
employees members of the association. The membership
of the association now numbers 627 out of a total of 8o4
employees, or 79 per cent. The report, which is for the
year ended Oct. 1, 1909, shows that 160 members were dis-
abled during the year. The amount paid during the year
for sick benefits was $832; for accident benefits $350, and
for death benefits $300. This makes the total paid for sick,
accident and death benefits since the organization of the
association $3,1902. The statement of the receipts and ex-
penditures for the year follows:

Receipts:
Carried over from last report: . cq.ss:nwe s omsssssmnss $2,150
DTS FTONT MEMDELS cvie e o« oo r o wiies o o o it o 6 bt o oo o o 3,57
Interest on bank depositS.ve::sswssssmsisiismassrmias 8o
$5.806
Expenditures:
ontributions returned.........oiiiiiiiii i, $s
Accident Denefits, cuicoinem s someis ses 63 5WiiFsmE 455 832
Sick benefits ...veieitiiii i i i e 850
Death benefits ....oovnirviiiin e cunn 300
$1,087
Leaving balance on hand in treasury........oeeeeuuevon. $3.318

In addition to the above relief expenditures, tne following amounts
have been expended by the company:

ek BIFP cpovroooges T L B o bt oc B b ot s $420
Expences on E. M. B. A. FOOMS. wovms o o msenocn n omsmioia o oocaie o o s esaie o o 0w 618
Books, printing, stationery, magazines, €tC.....cicvvueuuvanrennn 83
Wages paid employees while attending meetings................. 67

$1,190

The members of the association have elected the follow-
ing as trustces: Noble Gragham, Fort Wayne, shop depart-
ment; M. B. Gouty, Fort Wayne, power house department;
Arthur Johnston, Fort Wayne, maintenance of way depart-
ment: Charles A. Beamer, Fort Wayne, transportation
department; F. G. Hill, Logansport, transportation dcpart-
ment; W. H. Stephens, Lafayctte, transportation depart-
ment, and Fred H. Schmidt, IFort Wayne, accounting
department.

Record Traffic in Boston.—On Nov. 20, 1909, the day of
the Yale-Harvard football game, the Boston (Mass.) Ele-
vated Railway carricd 1,400,000 people without an accident.

Massachusetts Company Seeks Freight Rights.—The Old
Colony Street Railway, Boston, Mass., has pctitioned the
Railroad Commission of Massachusctts for authority to act
as a common carrier of baggage and freight in the city of
Quincy and the town of Weymouth.

Accidents in Fog in Chicago.—Lleven persons were in-
jured in thrce collisions between cars in Chicago on the
morning of Dcc. 3, 1909, during a dense fog. Trains over
the suburban stcam roads opcrating into the city were
from 10 minutes to 30 minutes late.

Portable Waiting Stations on Interurban Railway.—The
Indianapolis, New Castle & Tolcdo Electric Railway, New
Castle, Ind., has purchased more than 20 portable waiting
stations from the Foster Lumber Company, Indianapolis,
Ind., and will install them at various points along its line
for the convenience of its patrons.

Extra Car Out of Dayton in the Evening.—As the cars
of the Dayton & Troy Electric Railway leaving Dayton at
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4:30 p. m. and 5:30 p. m. have been very heavily patronized
recently, the company has put cn an extra car, for 30 days,
which lcaves Dayton at 5 p. m. If patronage warrants the
5 p. m. car will be cstablished permanently.

Express Service on Colorado Road.—The Denver & In-
terurban Railway, operating between Denver and Bouldeg,
30 miles distant, will soon cstablish an express service be-
tween the two cities with a stop only at Louisville Junc-
tion. The run will be made in 50 minutes, at an average of
40 m.p.h. This service will be in addition to the present
hourly service.

Service Stripes in York.—Conductors and motormen in
the employ of the York (Pa.) Railways have been wearing
stars. and stripes on their sleeves since Nov. 15, 1909, to
designate the number of ycars they have been in continuous
service. Conductors wear gold stars and stripes and the
motormen silver ones. LEach star indicates five years of
service and cach stripe indicates onc year.

Pay-as-You-Enter Service in Columbus, Ohio.—Forty of
the 70 cars in regular use on the main lines of the Co-
lumbus Railway & Light Company, Columbus, Ohio, are
of the pay-as-you-cnter type. A red board sign which is
illuminated from behind by a red light at night has been
adopted as a special marker to distinguish these cars, in ad-
dition to the sign on the side of the car.

Swastika Selected as Emblem by an Indiana Company.—
The Ft. Waync & Wabash Valley Traction Company, Ft.
Wayne, Ind., has adopted the Swastika, the Indian sign of
good luck, as its official emblem, and has formed the points
of the Swastika to represent the eight county scats reached
by the lines of the company, namcly, Ft. Wayne, Hunting-
ton, Wabash, Bluffton, Peru, Declphi, Logansport and La-
fayette.

Tickets on a New Hampshire Line.—The Claremont Rail-
way & Lighting Company, Claremont, N. H., which some
time ago increased the unit of fare on its lines from 5 cents
to 6 cents and subsequently made a special rate to work-
men of 6 tickets for 25 cents, good in the morning and
evening rush hours, has placed on sale ticket books which
contain 20 tickets for $1, good for transportation at any time
during the day. The cash fare, however, is still 6 cents.

Fare Readjustment Asked in Massachusetts.—A petition
has been presented to the Railroad Commission of Massa-
chusetts by residents of Hamilton for a rc-adjustment of
fares as follows on the Gloucester division of the Boston &
Northern Strect Railway: Hamilton to Essex, 5 cents;
Hamilton to Ipswich, 5 cents; Hamilton to transfer station
on Cabot Street, Beverly, § cents, and within the limits,
Hamilton, 5 cents. A public hearing will be given on the
matter.

Meeting of Central Electric Traffic Association.—At the
meeting of the Central Electric Traffic Association held in
Fort Wayne, Ind., on Nov. 29 and 30 and Dec. 1, the work
of compiling divisions of through rates published in Joint
Passenger Tariff No. 3 was completed. The next mecting
of the association will be the regular annual session and will
be held in Columbus, Ohio, on Jan. 27, 1910, the day pre-
vious to the annual mecting of the Central Electric Railway
Association.

Freight Over Indianapolis-Louisville Linz.—The Indian-
apolis & Louisville Traction Company has established a
freight service between points on its line and Louisville,
Ky. For the last two years the company has been unable
to handle hecavy shipments into Louisville on account of
bridge conditions. Cards were used to announce the service,
and on the backs of them the rates in effect between Louis-
ville and points south of Seymour, Ind., were printed. The
phrase for the service is, “Ship your goods via ‘The Gate-
way Route.””

Increase in Wages in Lincoln.—The Lincoln (Neb.) Trac-
tion Company has announced an increase in the wages of
its employces of 1 cent an hour for first-year men, 1%
cents for sccond, third, fourth, fifth and sixth-ycar men,
and 2 cents for all employces who have been in the service
of the company more than six yecars. All of the men who
have been in the ecmploy of the companv for 10 or more
years will reccive a nniform each ycar and will be permitted
to \vc:}r one service stripe for cach five years’ service. The
schedule of wages paid at present follows: First year, 19
cents per hour; second year, 20 cents per hour; third
year, 22)4 cents per hour; fourth year, 224 cents per lour;
fifth ycar, 23 cents per hour; sixth year, 24 cents per
hour; scven and one-half years and thereafter, 26 cents.

Hearing on Fenders and Wheel Guards in Washington.—
The District Electric Railway Commission, Washington,
D. C., granted the Washington, Alexandria & Mt. Vernon
Railway and the Great Falls & Old Dominion Railway a
hearing on the question of fenders and wheel guards on
Nov. 24, 1909. On June 21, 1909, the Interstate Commerce
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Commission, on recommendation of the District Electric
Railway Commission, adopted a new regulation relative to
fenders and wheel guards as used in the District of Colum-
bia, the regulation to become effective on Nov. 1, 1909. The
Washington, Alexandria & Mt. Vernon Railway and the
Great Falls & Old Dominion Railway operate almost en-
tirely outside of Washington, and claim that the new regu-
lation should not apply to them, especially as they operate
at high speed outside of Washington and a fender of wheel
guard of the platform-operated or automatic type would be
a source of danger in the suburbs. No decision has been
rendered in regard to the matter.

Elevated Traffic in New York.—The Interborough Rapid
Transit Company made public on Dec. 6, 1909, figures
which show that for the first time since the subway was
opened the elevated lines of the company are carrying more
passengers than at any time before in the history of the
company. The year previous to the opening of the subway,
1904, the elevated lines carried 286,634,105 passengers, of
which number 139,315,267 were transported the first six
months and 148,318,028 the last six months. During the
first six months of the present fiscal year, with the re-
mainder of the present month estimated, the number of
passengers carried on the elevated lines will reach 144,372,
€2, an increase over the corresponding period of 1904 of
5,057,285 passengers. Assuming that the same ratio of in-
crease in the number of passengers carried the first six
months of the present fiscal year obtains throughout the
remaining six months of the year, notwithstanding the
large growth of travel on the subway, the company esti-
mates that the elevated lines will carry not less than 202,-
000,000 of people, an increase of 5,365,805 passengers over
1904.

Circular to Employees in St. Louis.—The following is the
first of a series of notices to the employees of the United
Railways, St. Louis, Mo., over the signature of Robert
McCulloch, president and general manager of the com-
pany, to impress the men with the fact that any course of
action taken by them in the interest of the company
necessarily is to their best interest individually: “A word
of beseechment is sent to every person in the service of the
United Railways and intended for all, from the president to
the most remote employee, warning all and every one as
to the danger and folly of internal dissension or disagree-
ment. “The world, the flesh and the devil’ are all com-
bined against us and loyalty and honesty and prudence
warrant and suggest the same compactness of organization
on our part. Personal contention between ourselves is un-
worthy; reserve all your strength, mental and physical, for
defense against the combination always against us. The
motto of our good State is ‘United We Stand, Divided We
Frall'—so let us not waste strength or energy in even trivial
disagreement, but harmonize and forgive and forget, and
hold always to the strength and correctness of our own
affairs as against everybody outside.”

Illinois Traction System Advertising Card.—The first
advertising matter of the Illinois Traction System to cail
attention to the magnificent terminal which is being con-
structed by that company in St. Louis, Mo., has just been
issued in the form of a wall or rack card. The entrance
into St. Louis of the Illinois Traction System is being
made at a cost of about $6,500,000. This work includes
the construction of double tracks on a private right of way
leading from the present southern terminus of the interur-
ban system at Venice, Ill, 214 miles to the bank of the
Mississippi River; the erection of a great steel bridge cross-
ing the river, the total length of which, including ap-
proaches, is 2 miles; the construction of 5 miles of heavy
city trackwork leading from the western end of the bridge,
on the Missouri side, up to a terminal in the business center
of St. Louis near the Jefferson Hotel, and the erection of
passenger and express stations at that terminus. The com-
pany has also purchased 23 acres of river front property,
part of which is under the Missouri side approach to the
bridge and all of which will be used for freight yards, team
tracks and freight handling purposes. In addition to this
work, a large modern electric generating station is being
built close to the eastern approach to the bridge and near
the river’s edge on the Illinois side. The present advertis-
ing card displays an artist’s drawing showing a portion of
the wholesale district of St. Louis, the freight yards, the
bridge and its approaches and the new power station on the
Illinois side. At the right-hand end of the advertising card
an outline map of the State of Illinois, with the routes of
the Illinois Traction System and the Chicago, Ottawa &
Peoria Railway, is presented. These interurban railways
have more than 500 miles of track in addition to the many
local railway and lighting plants. All of these properties
are under the management of superintendents reporting to
H. E. Chubbuck, general manager.
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Mr. Douglas Robinson, receiver with Mr. Adrian H. Joline
of the Metropolitan Street Railway, New York, N. Y., sailed
on Dec. 2, 1909, on an extended tour of Europe and Asia.

Mr. Lloyd Lyon has resigned as auditor of the Mobile
Light & Railroad Company, Mobile, Ala., effective Jan. 15,
1010, to become treasurer of the Mexico Tramways and the
Mexican Light & Power Company, Ltd., Mexico City, Mex.

Mr. William Stewart has been elected secretary of the
Evansville & Southern Indiana Traction Company, Evans-
ville, Ind., to succeed Mr. Charles M. Murdock, who has
been elected president of the company to succeed Harry B.
Smith, deceased.

Mr. James Campbell has been elected president of the
North American Company, New York, N. Y., to succeed
Mr. C. W. Wetmore. Mr. Campbell is a prominent banker
of St. Louis, and is one of the leading members of the
syndicate which recently secured control of the ’Frisco Road.

Mr. G. P. Chapman has resigned as superintendent of
the Pascagoula Street Railway & Power Company, Scran-
ton, Miss., to accept the position of general manager of the
Pascagoula Northern Railroad, a steam railroad which ex-
tends from Scranton (Pascagoula) to Evanston, Miss., a
distance of about 45 miles.

Mr. C. W. Wetmore has resigned as president of the
North American Company, New York, N. Y., and Mr.
James Campbell has been elected to succeed him. Mr.
Wetmore’s resignation was caused by continued ill health.
He will remain as a member of the board of directors, and
has been appointed its special adviser.

Mr. George D. O’Connor has been appointed superintend-
ent and local manager of the Northwestern Gas & Electric
Company, Walla Walla, Wash. Mr. O’Connor was formerly
traffic manager of the company. He was born in 1879 and
became connected with the Northern Pacific Railway in
1801 as a messenger. Ile was promoted from time to time
and finally became traveling freight and passenger agent of
the company. He resigned from the Northern Pacific Rail-
way in 1908 to become traffic manager of the Northwestern
Gas & Electric Company.

Mr. Charles M. Murdock has been elected president of
the Evansville & Southern Indiana Traction Company,
Evansville, Ind., to succeed Harry B. Smith, deceased. Mr.
Murdock being a director of the company, Mr. John Smith
was elected a director to succeed Harry B. Smith. Mr. Mur-
dock was born in Lafayette in 1867 and was educated at
Purdue University. His father, James Murdock, was a suc-
cessful railroad promoter and invested later in interurban
railways, and Mr. Charles M. Murdock succeeded to the
interest of his father at the death of the latter.

Mr. S. Tompkins, who has been in charge of the shops
and engineering department of the Miller School in Vir-
ginia, has succeeded Mr. P. J. Murphy as superintendent
of power stations of the Coney Island & Brooklyn Railroad,
Brooklyn, N. Y. Although Mr. Tompkins has spent a con-
siderable portion of his time in the mechanical and electri-

‘cal departments of several universities, he has also had

extended commercial engineering experience in power gen-
eration, distribution and shop work. Besides taking over
the work heretofore in charge of Mr. Murphy, Mr. Tomp-
kins will be chief engineer of shops and track.

Mr. Edwin E. Witherby has resigned as vice-president of
the Susquehanna Railway, Light & Power Company,
Parkersburg, Pa., and the Railways Equipment Company,
Ltd., New York, N. Y. When the Union Gas & Electric
Company was merged with the United Gas & Electric
Company the title of the latter company was taken and held
until 1906, when the Susquehanna Railway, Light & Power
Company succeeded the United Gas & Electric Company.
Mr. Witherby has been chief engineer and assistant to the
president of the Susquehanna Railway, Light & Power
Company for more than a year, or since the office of gen-
eral manager of the company was discontinued. He has
been vice-president of the Railways Equipment Company
since its formation.

Mr. J. P. Tingle has been appointed secretary to Mr. Wil-
liam A. House, president of the United Railways & Electric
Company, Baltimore, Md. Mr. Tingle entered the service
of the Western Maryland Railroad in 1893 as a clerk in the
freight department and was transferred a year later to the
office of General J. M. Hood, president of the company. In
1902, General Hood was elected president of the United
Railways & Electric Company, and Mr. Tingle was con-
tinued by General Hood as his confidential secretary. When
Mr. House succeeded General Hood as president of the
United Railways & Electric Company in 1906, he appointed
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Mr. Tingle chief clerk and has recently advanced him from
this office to that of private secretary. The appointment
was made in accordance with the practice of Mr. House of
filling all positions by promotions whenever practicable.

Mr. P. J. Murphy has resigned as superintendent of
power stations of the Coney Island & Brooklyn Railroad,
Brooklyn, N. Y., to take charge of construction work in
San Francisco for Ford, Bacon & Davis, New York, N. Y,
in connection with a contract which that firm has with the
United Railroads of San Francisco. More than two years
ago Mr. Murphy undertook to superintend the rehabilita-
tion and reconstruction of the power distribution system of
the Coney Island & Brooklyn Railroad for Ford, Bacon &
Davis, and in June, 1908, he accepted the position of super-
intendent of power stations of the company. Mr. Murphy’s
conduct of the power, transmission and line departments of
the company has been marked by very economical results,
as noted in the article on the power station improvements
published in the ELEcTrRIc RAILWAY JoURNAL of Aug. 14, 1900.

Mr. F. E. Pritchard, who recently resigned as superin-
tendent of the Rochester & Manitou Railroad, Charlotte,
N. Y, to become general manager of the Indiana County
Street Railway, Indiana, Pa., was born in Illinois. Most
of his early childhood, however, was spent in Iowa. In
1889 he came East to introduce an electric water wheel
governor, of which he was patentee; but in 18go he sold his
interest in the governor and accepted the position of super-
intendent of the People’s Electric Light & Power Company,
Oswego, N. Y. In 1891 the People’s Electric Light &
Power Company purchased the Oswego Street Railway and
began the work of equipping the street railway with elec-
tricity. Mr. Pritchard had the duties of superintendent of
the railway added to those of superintendent of the light
and power company. In 1899 he resigned from the com-
panies at Oswego and removed to Rochester, N. Y., where
he engaged in electrical work of various kinds until April,
1900. He then built and operated a municipal lighting plant
at Fairport, N. Y. in connection with the water works
plant in Fairport, continuing in charge of both until Au-
gust, 1908, when he was appointed superintendent of the
Rochester & Manitou Railroad. The original governor
made in accordance with Mr. Pritchard’s design and in-
stalled in Oswego is still in service there.

OBITUARY

Charles Stewart Smith, a member of the Rapid Transit
Commission of New York City, which was succeeded by
the Public Service Commission of the First District, is dead.
This is the third member of the old Rapid Transit Commis-
sion to die within the year. The surviving members are
Mr. Alexander E. Orr, Mr. John Claflin and Mr. Woodbury
Langdon. g

S. W. Cantril, superintendent of transportation of the
Denver (Col.) City Tramway, is dead. Mr. Cantril sub-
mitted to an operation for appendicitis in June, 1909, and it
became necessary to operate on him again recently. He
gradually lost strength after the second operation and died
on Dec. 2. Mr. Cantril was born in Iowa on Aug. 8, 1854,
and was educated in the public schools in that State. When
20 years of age he went to Colorado and started as a mer-
chant at Castle Rock. Subsequently he was made Deputy
United States Marshal. After remaining in the Govern-
ment service for eight years he resigned to accept the posi-
tion of coal agent for the Denver & New Orleans Railroad.
Public service again claimed Mr. Cantril’s attention, and

from 1891 to 1895 he served as deputy county treasurer.

Subsequently he became connected with the Denver Con-
solidated Gas Company, with which he remained until 1898,
when he resigned to enter the employ of the Denver City
Tramway. Shortly after entering the employ of the Denver
City Tramway he was appointed assistant to the superin-
tendent of the cable division and was later given the titlc
of superintendent of transportation. Mr. Cantril is sur-
vived by a widow, a daughter and two sons.

NEW PUBLICATION

Electric Waves. By William S. Franklin. Ncw York, 1000:
The Maemillan Company Cloth, 320 pagcs (illustrated)
with 93 Problems. Price, $3 net.

It is unfortunate that the title of this book could not be
made to express the author’s simple treatment of wave
phenomena. Wave motion is a most intercsting and impor-
tant study to elcctrical men, but hitherto writcrs have laid
too much strcss on the thcoretical side. Professor Frank-
lin’s book shows how the subject of electric waves is directly
applicable to the study of transmission lines and commer-
cial types of alternating-current machinery. The mathe-
matical treatment is confined to essentials and can be com-
prchended by those who have had only a brief course in the
differential and integral calculus.
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Construction News

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

An asterisk (*) indicates
reported.

a project not previously

RECENT INCORPORATIONS

Westchester Street Railway, White Plains, N. Y.—In-
corporated, with a capital stock of $1,000,000, as a reorganiz-
ation of the former Tarrytown, White Plains & Mamaro-
neck Railway. The New York, New Haven & Hartford
Railroad recently bought the property and franchises of the
Tarrytown, White Plains & Mamaroneck Railway in fore-
closure proceedings brought by the Knickerbocker Trust
Company, as trustees of the electric railway. The route of
the new lines will be the same. Directors: Richard Sutro,
William Greenough, Charles M. Sheafe, Jr., William L.
Barnett, John L. Anderson, Frank E. Hall, and Edward O.
Brown, New York; John G. Parker and Augustus S. May,
New Haven, Conn.

*Port Hope-Toronto Railway, Toronto, Ont.—Applica-
tion has been made at Ottawa for the incorporation of this
company for the purpose of building an electric railway
from Port Hope to Toronto, passing through Newcastle,
Bowmansville, Oshawa and Whitby, with branches to Peter-
borough and Lindsay, and also stub lines to Lake On-
tario. Capital stock, $1,000,000. Applicants for charter
are: Dr. T. E. Kaiser, W. F. Cowan and Robert McLaugh-
lin, Oshawa; Frank Robson and J. H. Downey, Whitby, and
Ralph R. Mobray, Kinsale.

Cle Elum (Wash.) Traction Company.—Incorporated to
build an electric railway from Roslyn to Cle Elum, via
Jonesville, a distance of 17 miles. Capital stock, $300,000.
Incorporators: Frank S. Farquhar and M. E. Farquhar.
[E. R. J,, July 31, ’09.]

FRANCHISES

Bridgeport, Conn.—C. H. Chapman, superintendent of the
Connecticut Company, has asked the City Council for per-
mission to extend the line on Barnum Avenue, from the
present terminus to the boundary line between Bridgeport
and Stratford, a distance of nearly 1 mile. A duplicate of
the petition has been presented to the Selectmen of Strat-
ford, asking for permission to extend the tracks in Barnum
Avenue from the boundary line easterly to Main Street,
Stratford. Both the petitions provide for double tracks.

*Des Moines, Ia.—Morton E. Weldy, dean of the High-
land Park College of Law, has asked the City Council for
a chance to submit a proposition for a franchise for an
electric railway in Des Moines. Pending the arrival of his
clients, Mr. Weldy will not disclose the interests which
will finance the proposition.

*Cumberland, Md.—]. P. J. O’Bricn, Wheeling, is said to
be negotiating to secure the franchise to build an electric
railway from Piedmont to Bloomington, Md. The fran-
chise, which had been granted Wheeling parties, cxpires
Dec. 15. No effort toward building the line, which would
pass through Luke, Md., and Beryl, W. Va., has been made.
Mr. O’Brien agrees for his clients to give $5,000 bond to
complete the line within one year and to pay $200 a year for
the franchise. g '

Cleveland, Ohio.—The City Council has granted to the
Cleveland Underground Rapid Transit Company a 75-year
franchise for the usc of certain strcets for subway pur-
poses. [E. R. J., April 24, '09.]

Lawton, Okla.—At a special election recently held in
Lawton, a street railway franchise was voted to the Law-
ton & Fort Sill Electric Railway, which proposes to build a
street railway in Lawton, and an interurban railway through
the Fort Sill Military Reservation, connecting Lawton with
Fort Sill and Medicine Park, northwest of the reserve, a
distance of 20 miles. The right-of-way through the military
reservation has just been granted to the company by the
War Department. D. L. Slceper, vice-president. {E. R. J,,
Nov. 6, '09.]

Monaca, Pa.—An extension of a year has been granted
the Monaca & Ambridge Street Railway, whose franchise

%rough Monaca, Moon and Hopewell Townships expired
ce. T,

Salt Lake City, Utah.—The City Council has granted a
so-ycar franchise to the Salt TLake & T.os Angecles Railway
for the purpose of double-tracking and clectrifying its lines
from the city limits of Salt T.ake City to Saltair. [IE. R. J,
Nov. 20, '09.]

Walla Walla, Wash.—The City Council has granted the
Northwestern Gas & Electric Company a 25-ycar exten-
si<_m of its franchisc covering its threc activitics, strcet
railway, gas and cleetric power and lighting.
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Kenosha, Wis.—Robert D. Wynn, vice-president of the
Waukegan, Rockford & Elgin Traction Company, Wau-
kegan, 111, has askcd the City Council to consider a plan
to build an electric railway into Kenosha. The proposed
line will carry both passengers and freight. If the proposi-
tion is favored by the people of Kenosha, it is the purpose
of the company to appcal to the Wisconsin Railroad Com-
mission at once for a certificate of nccessity and conveni-
ence for the building of the line. [E. R. J., Oct. 23, '09.]

TRACK AND ROADWAY

Kansas-Colorado Railroad, Caficn City, Colo.—This com-
pany will construct about 40 miles of new track during
1910. R. B. Ketcham, chief enginecr.

Meriden, Middletown & Guilford Railway, Meriden,
Conn.—This company, which proposes to build an electric
railway to connect the cities named in the title, has placed
an order with the Pcnnsylvania Stcel Company for 1800
tons of steel rails. [E. R. J., Nov. 20, '09.]

Delaware Interurban Railway, Wilmington, Del.—At a
meeting of the stockholders of this compuny recently hcld
at the offices of David J. Reinhardt, Wilmington, it was de-
cided to dissolve on recommendation of the board of direct-
ors. This company was organized several years ago, with
the intention of building an electric railway from Wilming-
ton to Elkton.

Alton, Jacksonville & Peoria Railway, Jerseyville, Ill.—
This company has decided to build 17 miles of track during
1910, to extend from Godfrey to Jerseyville, [ll. W. R.
Heager, general manager.

Dixon, Rock Falls & Southwestern Electric Railway,
Tampico, Ill.—This company will build 30 miles of new line
during 1910 extending from Tampico to Genesco, via Rock
Falls and Hooppole. The company has just placed through
Burns & Company, Chicago, an order with the Illinois Steel
Company for 25c0 tons of 6o-1b. steel rails with fastenings
for delivery early next spring.

Indiana Northwestern Traction Company, Monticello,
Ind.—This company has secured terminal facilities in Chi-
cago by contracting for the purchase of the Chicago
Heights & Eastern Electric Railroad, which will give it an
entrance into the city. The company has arranged for an
immediate survey of the route. The La Salle Supply &
Construction Company, Trust Building, Monticello, has been
awarded the contract to build the line. [E. R. J.,, Nov.
20, ’09.]

South Bend & Logansport Traction Company, South
Bend, Ind.—The board of public works has signcd a con-
tract with this company in which it is given permission to
operate within the city limits over and upon the tracks of
the Chicago, South Bend & Northern Indiana Railway. [E.
R. J., Nov. 20, '09.]

Wabash & Northern Indiana Traction Company, War-
saw, Ind.—This company has filed for record at Wabash a
mortgage to the Carnegie Trust Company, New York,
N. Y., as trustee, to secure an issue of $1,200,000 in bonds.
The company is constructing an interurban railway from
Warsaw to Wabash. [E. R. J., Oct. 23, ’09.]

Winona Interurban Railway, Winona Lake, Ind.—This
company has nearly completcd a 4o-mile connection be-
tween Warsaw and Peru, Ind. Cars are now operating over
sections at cach end about 10 miles long and rails are being
laid on the remaining 20 miles of grade. It is expected that
this connection will be put into scrvice shortly after the
beginning of the year. This will make possible through
electric travel bctween Chicago and Indianapolis.

*Mississippi Shore Line Railway, Davenport, Ia—\Valter
D. Olney, Lock Box 430, Davenport, advises that this com-
pany proposes to build an interurban railway bctwecn
Davenport and Muscatine. Articles of incorporation will
be filed next February.

Rockland, South Thomaston & Owl's Head Railway,
Rockland, Maine.—This company will construct during 1910
a 3-mile line connecting Martin with South Thomaston
Village. John T. Berry, superintendent.

Boston (Mass.) Elevated Railway.—This company has
filed with the Railroad Commissioners a petition for the
approval of its plans for connecting the new East Cam-
bridge elevatcd extension with the Washington Street tun-
nel and the Sullivan Square and Atlantic Avenue elevated
lines. The plans provide for a new elevated station on
Causeway Street in front of the North station, capable of
accommodating 8-car trains, and for four tracks on Cause-
way Street between the new station and the Sullivan Square
junction. Two tracks are to be used by the Sullivan Square
trains and two by those to Cambridge. The commission
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has approved the plans of the company for a double-track
connection between the Park Street station of the Tremont
Street subway and the Cambridge Bridge, where the line
will join the tracks of the Main Street subway now being
built in the City of Cambridge by the company. West of
Park Street the line will be carricd under Beacon Hill by a
tunitel, coming to the surface near Grove Street, in the

West End.

Detroit, Lansing & Grand Rapids Railway, Detroit, Mich.
—This company has awarded a contract to Irederick C.
Wales, Boston, Mass., for surveying the right-of-way of its
proposed railway. It was erroneously stated in a recent issue
that the contract for this work had been let to P. C. Jchn-
son, Chicago, Ill. F. A. Bean, 706 Union Trust Building,
Detroit, chief engineer. [LE. R. J.,, Nov. 20, ’09.]

Mexico, Santa Fe & Perry Traction Company, Mexico,
Mo.—C. W. Gaither, secrctary, advises that this company
expects to place contracts during the next few weeks for
material and apparatus for the construction of about 100
miles of track. The company expects to build eight or ten
bridges. The proposed railway is to extend south from
Mexico to Columbia and Fulton, and north to Santa Fe,
Perry and Hannibal. All material will be purchased through
Burns & Company, Isabella Building, Chicago, 11l

Kansas City, Lawrence & Topeka.Electric Railroad, Kan-
sas City, Mo.—It is officially announced that during 1910
this company expects to build 32 miles of electric railway
from Monrovia to Lawrence, Kan., passing through De Soto
and Eudora, Kan. Willard E. Winner, purchasing agent.

North Missouri Central Railway, St. Louis, Mo.—This
company has awarded a contract to the M. A. Talbott
Company, Baltimore, Md., for the construction of its 6o-mile
interurban railway from Jefferson City to Mexico, via Co-
lumbia. Contracts for the material and supplies are now
being let, and work will begin as soon as the weather per-
mits. Headquarters, National Bank of Commerce Build-
ing, St. Louis. O. F. Spaete. [E. R. J.,, Sept. 11, '09.]

St. Louis, Lakewood & Grant Park Railway, St. Louis,
Mo.—It is planned by this company to construct during the
coming year a G6-mile extension to the Meramac River.
LE. G. Hughes, general manager.

Brooklyn (N. Y.) Rapid Transit Company.—This com-
pany has discussed informally with the Public Service Com-
mission ef the First District tentative plans for improve-
ments which will provide for an expenditure of $30,000,000.
The plans of the company include the equipping and oper-
ating of the Fourth Avenue subway, construction of more
elevated lines and laying of more tracks on its present ele-
vated structures.

Ashville & East Tennessee Railroad, Ashville, N. C.—
This cecmpany will build during the coming year 7 miles of
track extcnding from Weaverville to Grantville, Ohio.

North Carolina Traction Company, Danbury, N. C.—Dr.
H. P. MacKnight, Southern Pines, N. C., chief cngincer,
writes that this company has not yct been fully organized.
The original incorporators will have charge of the work
until Jan. 1, 1910. when officers and directors will be elected,
The line, as projccted, will be & miles in length, and will
extend from Winston Salem to Rural Hall, Capell Gap,
Vade Mccum, Piedmont, Danbury, Hartman, Campbell,
N. C., and Stuwart. Va. Work has alrcady been begun on
the line and it is the intention to award all contracts within
the next 6o days. The company proposes to erect a power
station on the Dan River and will locate its repair shops at
Danbury. Three popular resorts will be reached by the
line. Connections will be made with the Danville & South-
ern Railroad at Stuart, Va.; with the Southern Railway at
Rural Hall and Walnut Cove, and with the Norfolk & West-
ern Railway at \Walnut Cove and Madison, N. C. Capital
stock authorized, $2,000,000; bonds authorized, $1,500,000.
[E. R. J., Dec. 4, '09.]

Chio Electric Railway, Cincinnati, Ohio.—Negotiations
are being cenducted in the interest of this company for the
purchase of the Toledo, Wabash & St. Louts Electric Rail-
way, which was planned originally to extend from Toledo
to St. Louis. The compauy formally opened on Nov. 5 its
new line between Lima and Defiance.

Cincinnati, Harrison & Indianapolis Traction Company,
Cincinnati, Ohic.—Will L. Finch, of the Cincinnati Indus-
trial Bureau. Uri-n Trust Building, Cincinnati, who is in-
terested in thic proposed railway, writes that the company
has taken cut its preliminary incorporation papers, has
completed a survey from Cincinnati to Harrison and is now
at work securing the right of way. The line will be built
from Cincinnati to Harrison. [E. R. J., Nov. 20, '09.]

People’s Gas & Electric Company, Defiance, Ohio.—This
company proposes to add 3 miles of new track to its line
during the next year.
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Toledo, Urban & Interurban Railway, Toledo, Ohio.—It
is announced that this company will build 32 miles of new
line during the coming year, to extend from Findlay to
Kenton, Ohio. C. F. Smith, purchasing agent.

El Reno (Okla.) Interurban Railway.—Henry Schafer,
president, advises that this company has 2 miles of track in
operation in El Reno. A gasoline motor car is operated
over this section temporartly. The company expects to
place the line now under construction between Oklahoma
City and Youkon, 12 miles, in operation next February.
The plan is to connect El Reno and Oklahoma City.

Enid & Central Oklahoma Traction Company, Eaid,
Okla.—Contracts will be let in about two months for the
construction of this 63-mile intcrurban railway betwcen
El Reno and Enid. One bridge 9oo ft. long will be re-
quired, besides two bridges of 100 ft. each. Office, Chamber
of Commerce Building, Enid. W. S. Whittinghill, president.
[E. R. J., Sent. 11, ’09.]

Southwestern Traction Company, London, Ont.—This
company expects to build from 20 to 40 miles of new line
during 1910. One line will extend from London to Ingersoll
and the other from St. Thomas to Aylmer, Ont. S. W.
Mower, general manager.

St. Thomas (Ont.) Street Railway.—The Municipal Street
Railway Commissioners and a ccmmittee of the City Council
have agreed to ask the ratepayers to vote $25,c00 to improve
the roadbed and equipment and make extensions to the
city’s street railway. $15.c00 to be spent for new rolling
stock, $5,000 on roadbed and $5,000 on extensions.

*Toronto, Ont.—Messrs. Watson, Smoke, Chisholm &
Smith, a local legal firm representing capitalists, it ts said,
have made an offer to Mayor Oliver to construct and oper-
ate a subway and radial railway lines for a term of years not
to exceed the life of the Toronto Railway’s franchise.

Oregon Electric Railway, Portland, Ore.—This company
proposes to build about 50 miles of new track during 1910.
One branch will extend between Tigard and McMinnville,
Ore.; the other will connect Salem with Albany, a distance
of 25 miles. George F. Nevins, purchasing agent.

Port Vue Street Railway, McKeesport, Pa.—G. F. Myer
advises that construction is under way on this local street
railway. It will be about 1 mile in length, broad gage, and
will extend from McKeesport to the Port Vue Borough
line. It is being built by the Realty Company, McKees-
port, of which G. F. Myer is president. One car will be
operated. [E. R. J., Sept. 18, ’00.]

*Phcenixville, Valley Forge, Stratford & Philadelphia
Electric Railway, Philadelphia, Pa.—This company has been
organized to build an electric railway from Phenixville
southeast to Philadelphia. A. W. Klay, Pheenixville, presi-
dent.

Pennsylvania Railroad, Philadelphia, Pa.—This company
has decided on a plan for a new branch line to extend from
Park Place, Newark, to Harrison, N. J. The tracks from
Harrison to Jersey City will also be electrified and direct
track connection made with the Hudson & Manhattan Rail-
road east of Marion station, Jersey City. The construc-
tion and electrification of this new line will provide a new
electric train service from Newark into Jersey City, and a
direct route into the Church and Cortlandt Streets terminal
of the Hudson & Manhattan Railroad.

Pittsburgh, Chester & East Liverpool Street Railway,
Pittsburgh, Pa.—This company announces that construc-
tion will be started on its projected railway in or before
the early spring. The route is from Pittsburgh to East
Liverpool, Ohio, passing through Imperial, Clinton, Mur-
docksville, Frankfort Springs and Chester, a distance of 35
miles. The motive power has not yet been definitely de-
cided upon. Officers: J. M. Reed, Box 1146 Frick Build-
ing, Pittshurgh, trcasurer; A. M. Buchanan, Montgomery,
W. Va,, secretary; J. H. McLaren, Murdocksville, treasurer.
[E. R. J.,, June 26, '09.]

Tioga Traction Company, Wellsboro, Pa.—This com-
pany, which proposecs to build a 15-mile railway to connect
Wellsboro, Whitneyville, Cherry [Ilats, Covington and
Mansfield, has secured the neccssary nghts of way and ex-
pects to I)cgm work early next spring. The plans of the
company include the building of a power plant and repair
shop at Wellshoro, where its headquarters arc also located.
[t is the intention to furnish power for lighting to towns
along the route. Capital stock authorized, $150,000. Offi-
cers: B. F. Edwards, Wellshoro, prcsulent Thomas L.
Young, Wellshoro, vice-presldcnt; H. C. Kerwin, Wells-
boro, sccretary; S. O. Putnam, Covington, treasurcr; Geo.
F. Kecagle, Avis, general manager and purchasing agent;
H. C. Young, Wellsboro, superintendent and chief engineer.
[E. R. J., March 27, '09.]
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Metropolitan Steam & Electric Railway, San Antonio,
Tex.—Announcement is made that this company, which was
incorporated last May in Delaware for the purpose of con-
structing railways in Texas, will build a line from San An-
tonio to New Braunfels, Seguin, Lockhart, Gonzales and
Austin. Branches are proposed from Seguin to Gonzales
and Sutherland Springs. It is expected that the total length
of the system will be 500 miles. Charles H. Russell is in
charge of the preliminary work. Officers: John G. Marmion,
San Antomo, president; E. L. Squire, Wilmington, Del,
vice-president; M. Kaufman, Yorktown, secretary and treas-
urcr. [E. R. ] May 29, ’09]

Morgantown & Dunkard Valley Railroad, Morgantown,
W. Va.—This company announces that it w1]1 have the first
3 miles line from Morgantown to Randall, in operation by
Jan. 1. I. P. Weaver, secretary.

SHOPS AND BUILDINGS

Connecticut Company, Bridgeport, Conn.—This company
has awarded a contract to Charles W. Murdock, New lla-
ven, for the construction of its new brick and concrete car
houses in Bridgeport, foundations for which have been
completed. The building is to cost about $150,000. The
new building is to cover 241 ft. x 331 ft. partly two stories
high and p’\rtly one.

Northern Indiana Railway, South Bend, Ind.—This com-
pany has taken an option on a site located at Jefferson and
Main Streets, Goshen, on which to build a new interurban
depot. Pl'ms are now bemo prepared for a passenger and
freight station with offices in the second story.

Wichita Railroad & Light Company, Wichita, Kan.—This |
company is preparing plans for a new car house to be
erected on Waco Avenue north of Second Street, Wichita.
The structure will be 100 ft. x 300 ft., two stortes high and
will be of concrete and steel construction. It will contain
six tracks and will have a storage capacity of 36 cars. The
waiting room will be 40 ft. x 52 ft. The second floor will be
used for quarters for the company’s employees. The esti-
mated cost of the building is $30000.

Mexico, Santa Fe & Perry Traction Company, Mexico,
Mo.—This company advises that it plans to award contracts
during the next few weeks for the construction of car shops
C. W. Gaither, secretary.

Virginia Railway & Power Company, Richmond, Va.—
Announcement is made that this company is planning tc
expend $600,000 in improvements which will include the
erection of a new terminal passenger station, car house and
repair shops at Manchcster.

POWER HOUSES AND SUBSTATIONS

Lexington (Ky.) Railway.—This company is installing in
its power plaut a 1000-kw General Electric turbo-generator
and one 500-kw turbo-generator.

Fitchburg & Leominster Street Railway, Fitchburg, Mass.
—Plans are being prepared by this company for increasing
the capacity of its power plant at South Fitchburg. An
extension, 5o ft. x 82 ft. and two stories high will be built
to the present station. The company will install a 500-kw
generator, 1000-hp, cross-compound Cooper Corliss engine
and additional boilers.

Mexico, Santa Fe & Perry Traction Co., Mexico, Mo.—
This company, which proposes to build a 100-mile interurban
railway to connect the cities mentioned in the title, advises
that contracts will soon be awarded for the construction of
three power plants. C. W. Gaither, secretary.

Pt. Pleasant (N. J.) Traction Company.—This company
advises that it expects to place orders during the next six
weeks for two 150-hp water-tube boilers. F. B. Musser,
Harrisburg, Pa., purchasing agent.

Binghamton (N. Y.) Railway.—This company is installing
in its power plant a 750-hp turbine and a General Electric
generator. The company has already purchased all the ap-
pliances in connection with this apparatus.

Metropolitan Street Railway, New York, N. Y.—This com-
pany has filed plans for a one-story substation to be built
on Madison Avenuc, south of Eighty-sixth Street, on the
site of the old car house that was destroyed by fire last

year. The station is to be 4o ft. x 36% ft., of brick and
stone. It will cost $3,500 and will give place later to a larger

building.

Charleston Consolidated Railway, Gas & Electric Com-
pany, Charleston, S. C.—This company expects to contract

during the next few weeks for a 1000-kw turbine. P. H.
Gadsden, president.
Union Utilities Company, Morgantown, W. Va.—This

company will shortly be in the market for a 200-kw 6o-cycle
generator and a low-pressure turbine.  H. R Warheld,
general manager.
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Manufactures & Supplies

ROLLING STOCK

San José & Santa Clara Railroad, San José, Cal., is making
inquiries as to various types of city cars.

Albany Southern Railroad, Hudson, N. Y., may purchase
two new motor cars early next year.

Niagara Gorge Railroad, Niagara Falls, N. Y., is con-
structing six additional trallers in its own shops

Long Island Railroad, Long Island City, N. Y., will buy
10 62-ft. double-truck steel baggage cars during 19I0.

Grand Rapids (Wis.) Street Railroad will purchase
enough cars during 1910 to equip an 8o-mile interurban
road.

Third Avenue Railroad, New York, N. Y., is drawing new
specifications for about 100 cars to be ordered in the near
future.

Mineral Wells & Lakewood Park Street Railway, Mineral
Wells, Tex., is considering the purchase of a few open cars
during 19710.

United Railroads, San Francisco, Cal., will buy 50 city
cars next year, although the type and equipment have not
yet been decided upon.

Hudson & Manhattan Railroad, New York, N. Y., expects
to close an order for 30 all-steef passenger cars for tunnel
service before Jan 1.

Washington Water Power Company, Spokane, Wash,,
has ordered 10 30-ft. 8-in. closed motor car bodies to be
mounted on Brill 27-E-1 trucks from The J. G. Brill Com-
pany for April 1 delivery.

North Carolina Traction Company, Danbury, N. C., ex-
pects to buy four McKeen 200-hp, 71-ft. all-steel gasoline-
motor cars and six all-steel freight cars next year. The
company is also considering the purchase of 20 all-steel
freight cars.

Charleston Consohdated Railway, Gas & Electric Com-
pany, Charleston, S. C., reported in the ELECTRIC RAILWAY
JourNAL of Dec. 4, 1909, as expecting to buy four single-
truck and six double-truck passenger cars, has placed an
order for four 20-ft. 8-in. Brill semi-convertible motor cars
with The J. G. Brill Company.

Virginia Railway & Power Company, Richmond, Va,, it is
reported, is in the market for 20 semi- -convertible double-
truck pay-as-you-enter cars and 40 sets of new motor equip-
ment to be used for replacement. New high-speed motors
and motor equipments will also be ordered for the cars
operating between Manchester and Petersburg.

British Columbia Electric Railway, Vancouver, B. C., has
one 43-ft. 4-in. passenger, baggage and smoking car; one
43-ft. 4-in. passenger and smoking car and two 53-ft. 8-in.
baggage and express cars, all to be mounted on Brill 27-E-3
trucks, under construction, and practically completed at the
plant of the American Car Company. The company also
has five cars under construction at the plant of the John
Stephenson Company.

Oklahoma Railway, Oklahoma City, Okla., mentioned in
the ErrcTric RarLway JourNaL of Nov. 27, 1909, as con-
templating the purchase of 10 city cars and six interurban
cars, it is learned, has ordered six 2o0-ft. closed city cars to
be mounted on Brill 21-E trucks from the American Car
Company and also six 45-ft. interurban double-truck motor
cars with center vestibules and enclosed ends from the
Niles Car & Manufacturing Company.

TRADE NOTES

American Goetze-Gasket & Packing Company New York,
N. Y., has changed its address to P. O. Box 44, New Bruns-
wick, N. J

Allis-Chalmers Company, Milwaukee, Wis., has removed
its Cleveland office from the New England Building to 1411
Schofield Building.

Dearborn Drug & Chemical Works, Chicago, Ill.,, have
removed their St. Paul otice from 1237 l.incoln Avenue Lo
1238 Grand Avenue.

Lackawanna Bridge Company, Buffalo, N. Y., has added
H. C. Sharpe, formerly connected with Joseph il Ryerson
& Son, Chicago, to its staff.

Robert McF. Doble, Denver, Col,, announces that he has
removed his engineering offices from the Majestic Building
to 417 Century Building, Denver.

Coin Counting Machine Company, New York, N. Y., has
received an order from the Third Avenue Railroad, New
York, N. Y., for 300 Johnson fare boxes.
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Burdett-Rowntree Manufacturing Company, Chicago, Ill.,
has moved its factory and offices to the new factory build-
ing at 515 Laflin Street, Chicago, the telephone number of
which is 2237 Monroe.

Hayes Track Appliance Company, Geneva, N. Y., an-
nounces the election of G. E. Ellis as vice-president of the
company. Mr. Ellis was formerly signal engineer of the
Rock Island System and more recently has been manager
of installation for the Federal Signal Company.

Electric Railway Equipment Company, Cincinnati, Ohio,
which manufactures catenary and standard overhead line
material and metal tubular poles, is located at Cormany
Avenue and Township Street, Cincinnati, Ohio, where it has
larger quarters and increased facilities for attending prompt-
ly to orders.

American Specialty Company, Chicago, Ill., has been ap-
pointed sole export agent for the line of portable electric
drilling machines made by the Van Dorn Electric & Manu-
facturing Company, Cleveland, Ohio. The American Spe-
cialty Company also has the agency for these tools in Chi-
cago and several Western districts.

Watson Insulated Wire Company, Chicago, Ill.,, Western
agent for the Kerite Insulated Wire & Cable Company,
New York, has elected Robert A. Patterson, formerly man-
ager of the railway department at New York of Fairbanks,
Morse & Company, Chicago, vice-president, with offices in
the Railway Exchange Building.

Pennsylvania Inspection Bureau, Johnstown Trust Build-
ing, Johnstown, Pa., has been organized with a capital of

~ $5,000, and is eqmpped to handle all chemical and physical

testing, and to inspect cars, car wheels, rails, structural
steel, building material and locomotives. Its officers are
J. C. Wickersham, chief inspector for the United States
Government for the last eight years, and S. Arch Replogle,
both of Johnstown, Pa., and Jas. Plummer, Pittsburgh, Pa.
F. A. Richards has been appointed manager of the car
department of Pierson, Roeding & Company, Pacific Coast
agents for The J. G. Brill Company. Mr. Richards entered
the railway field in 1898, forming a connection at that time
with the Peckham Manufacturing Company. He held vari-
ous positions with that company at its Kingston, N. Y., fac-
tory and in the New York sales office until 1901, when he
became associated with J. A. Hanna, Cleveland, Ohio.
Messrs. Hanna and Richards handled Peckham trucks and
Stephenson cars until The John Stephenson Company was
purchased by The J. G. Brill Company. They then formed
the J. A. Hanna Company, and since 1904 have represented
the Niles Car & Manufacturing Company and the Baldwin
Locomotive Works in the Central West. Mr. Richards
withdrew from the J. A. Hanna Company on Nov. 1, 1909,
to accept the position of manager of the car department of
Pierson, Roeding & Company. He will represent The J. G.
Brill Company in Washington, Oregon, California, Arizona,
Nevada, Idaho and Southwestern British Columbia.

ADVERTISING LITERATURE

Ohio Filler & Shield Company, Columbus, Ohio, has
issued a publication entitled “A Word About Lubrication
of Ropes and Gears.”

The J. G. Brill Company, Philadelphia, Pa., has issued
catalog No. 186, in which its single-motor trucks are de-
scribed and illustrated.

Union Steam Pump Company, Battle Creek, Mich., has
issued a very complete work in which its air compressors
are described and illustrated.

Warren Webster & Company, Camden, N. J.,, have lSSUCd
a publication entitled “The Selection of a Heatmg System,”
in which the Webster modulation system is briefly de-
scribed and illustrated.

Chicago Pneumatic Tool Company, Chicago, Ill, and
New York, N. Y., has printed a pamphlet describing the
Franklin high-speed air compressor, which is particularly
suitable for locations where space is limited.

Ohmer Fare Reglster Company, Dayton, Ohio, has
prmted an interesting pamphlet entitled “Patent Protec-
tion,” in which are summarized the history, scope and
strong features of the Ohmer fare register patents.

Pettingell-Andrews Company, Boston, Mass., hlas devoted
the greater part of the issue of Juice for December to the

supplies which it handles for making an electrical Christ--

mas, including tree lighting outfits, pocket lamps and elec-
tric toys.

Ingersoll Engineering & Constructing Company, Pitts-

. burgh, Pa., has described. and illustrated its racing coaster

in a publication entitled “$648 an Hour.” A number of let-
ters from those who have installed the coasters are repro-
duced,
Company and one from the Ohio Valley Electric Railway.

including one from the Indiana Union Traction’
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