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Midwinter Meeting of the American Association 
A radical change in the policy of the American Street 

& Interurban Railway Association was adopted at the con
vention at Denver last year, and will be put into force nex t 

month. This consists in holding during the winter a gen

eral conference, at which the president or other accredited 
representative of member companies will be present. The 

date this year is set for Friday, Jan. 28, the day following 

the meetings of the executive and other committees of the 

American Street & Interurban Railway Association, and 
the place is New York City. Midwinter meetings of the 

committees of the American Street & Interurban Railway 

Association have been held for several years past, and last 
year when all the committees were call ed together the 

number of those present was larger than ever before. 

Opinions were so unanimous ci n the part of those in a t

tendance a t this meeting of its value that it was decided 
at Denver to extend its character and give up one day of 
the midwinter meeting to a conference intended specially 
fo r the ex ecutive and financi al heads of electric ra ilway 
compa nies. Of course, the program fo r the meeting will 

be arranged so as to include di scussions upon subject s of 

most timely interest to these officers . 
Many of those most interested in the welfare of the asso

ciat ion have believed for some time that an interval of one 
year was too long between the meetings of the main asso

ciation, and no time seemed so desi rable for a second 
meeting as the la tter pa rt of January, soon after the meet
ings of the var ious committ ees of the associa t ion. The se
lection of thi s time permits t°hese committ ees to report the 

scope of the work which they proposed to take up during 

the year and rece ive any addit ional suggestions which may 

then seem desirable. T he report s of the elect ric ra ilway 
compa nies fo r the calendar year j ust closed are also avail

able, so that the co n fe rence affo rds a fine opportunity for 
the exchange of views a mong those in attendance. The 

advantage of the midwinte r meeting will also appeal with 

par ticul ar emph asis to those companies in whi ch it has 

been fo un d impossible for both the execut ive head of the 

company and the heads of depa rtments to be absent at the 
same t ime. On propert ies so situa ted the executive offi
cia ls will probably fi nd it most conveni ent to at tend the 

J anua ry meet ing, and in the fa ll , if necessary, can remain 
wit h the property while the heads of the ,lcpartments at

te nd the la ter meeti ng. 
ff present expecta t io ns in rega rd to the matter of at

k ll(lance arc rea li zed, the 111 i< lwi 11ter llll'ding of the 
,\ 111er ican Street & Interurba n Ra il way ,\ ssociation will 
he co11 ti 1111 ed in th e fu ture a !- a n eve nt of importance co111 -

para tiye to that of the g<·rn·ral r 11 11v<·11 t io11 hl'ld in the fall. 
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Remuneration for Transportation of Mail 
The appointment a t the last meeting of the Street Rail

way Association of the State of New York of a committee 
to take up the subj ect of adequate remuneration for the 
transpor tation of United States mail appears to insure a 
defin ite inquiry into the cost of this service on electric rail
ways. Mr. Allen's suggestion of an a rbi trary rate applic
a ble to closed pouch service of I.5 cents per mile for 100 lb. 
a ppears large in view of various existing arrangements for 
remuneration, but it seems to be approximately the revenue 

per mile which most properties calculate on receiving from 
their passenger traffic. With a 5-cent limit of fare on an 

urban system and an assumed average haul of say three 
miles, the ra te per mile would be a little greater than that 
suggested by Mr. Allen for closed pouch service. The 
ave rage weight per passenger, however, would be larger 
than the IOO lb. suggested as the unit of weight for the 
postal service. The ayerage length of passenger haul is 

· greater in some cities, but in such places the heavier density 

of t raffic might overcome the lower revenue per passenger 
per mile. Transportation of mail by electric railways ought 
to be a business proposition. It involves the use of the 
facilities which the company was organized to market at a 
profit. The service rendered by many electric lines in the 
transportation of United States mail is of more value than 
any other transportation agency available can furnish and 

this fact .should be recognized by adequate remuneration. 
While the rate suggested by Mr. Allen is advenced purely 
as an arbitrary one, such an attitude wi ll be much more 
likely to result in definite action toward improvement than 
mere complaint of existing conditions without precise rec
ommendation of an adequate figure. 

Recording Instruments and Accident Cases 
Recent observation of the conduct of electric railway 

accident cases in the court room leads to the conclusion 
that automatic recording instruments of various kinds may 
become an invaluable aid to a company in the establishment 
of operating conditions in connection wi th speci fic suits. 
Not seldom does it become necessary in damage case~ to 
prove to the jury that at the time of an accident the voltage 
at the power plant was normal; that the current demand 
upon the system was not excessive, or some other point of 
technical importance depending upon the physical plant of 
the company and its general operative efficiency at a defin 
ite time . Thus, in a recent case of this kind the company 
was sued for $15,000 by a passenger who fell off a station 
JJlatform in the early evening, and who claimed that the 

accident was caused by inadequate lighting. The company 
found it most helpful to be able to produce recording volt
meter records from its nearby station covering the day 
and hour four years before the trial, when the accident 
happened. T hese records showed no abnormalities in the 
power station voltage, and as the railway station lighting 
was accomplished by a number of separate circuits supplied 
off the general trolley feeding system, the presumption was 
establi shed that the lighting conditions we re normal; other
wise, any disturbance of sufficient importance to affect the 
subdivided rai lway station lighting wou ld have been indi
cated at the power house. \Vith a large network of trolley 
lines and feede rs hetween the powe r house and the station 

where the accident occurred, the lighting taps at the latter 
point would be sensitive only to conditions likely to disturb 
the voltage regulations for at least a few seconds at the 
power house, such as a block in the cars on a street or a · 
partial short-circuit. The records from the power house 
mdicated steady service condit

0

ions, and were thus automati
cally corroborative of the testimony of the station master, 
that the lights were burning at their usual brilliancy and 

steadiness a t the hour when the accident happened. 
T he cost of maintaining records of this kind is small in 

relation to their possible future value. Obviously, a com
pany cannot usually afford to establi sh automatic recording 
mstruments at many different points, but it certainly may 

be well worth while to maintain them at the power house, 
and possibly at one or two other central locations, provided 
the records are filed with scrupulous care. Such records 
may not win a case in themselves, but they always go far 
to show that the road is being operated scientifically; that 
the service is kept up to certain desirable standards, and 
that the memories of employees covering several years can 
be rein fo rced by concrete data having a time-value as ad
missible evidence. 

Terminal Electrification in Chicago 
An interesting communication from Slason Thompson, 

manager of the Bureau of Railway News and Statistics, 
with reference to terminal electrification in Chicago, ap
pears in a recent issue of the Commercial and Financial 
Chronicle of New York. Mr. Thompson takes the view 
that reform in motive power in Chicago is impracticable. 
He summarizes the total trackage within the corporate 
limits of Chicago, which amounts in all to some 2500 miles, 
and from its size and intricacy and the mass of traffic to be 
handled, jumps to the conclusion that the thing is economi
cally impossible, stating that the terminal facilities of 
Chicago cannot be operated with half steam and half 
electricity. 

Mr. Thompson is a close student of steam railroad condi
tions, and we have had occasion in the past to compliment 
him on his research work. In this case we agree with him 
entirely that the electrification of 2500 miles of urban 
trackage, including a large amount of track installed for 
industrial purposes, is a very large problem, perhaps the 
greatest which has yet been suggested for solution to the 
electrical engineer. But it is equally true that very few 
suburban services could be so easily and usefully electrified 
as those of the Illinois Central Railroad quite independently 
of other trackage. Granting that there may be in Chicago 

some situations of particular difficulty, this is no reason 
why all hope of improvements should be abandoned. We 
do not consider the abolition of smoke possible with elec
tric operation the chief argument in its favor. But if 
Chicago could get rid of a portion of its smoke nuisance, 
even admitting that the rest could not immediately be 
eliminated, it would be an exceedingly good thing for the 
welfare of the city. An inability to electrify all of the 
trackage is no excuse for failing to make any improvement 

whatever. 
The chief difficulty which the average steam railroad 

engineer experiences in analyzing this and other similar 
problems is that he has difficulty in divorcing in his mind 
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the underlying principles of steam railroad movement from 
the broader aspects of the transportation problem. Elec

trification is not a mere change of motive power-it in
volves a revolution in transportation methods. From the 

standpoint merely of operating expenses and fixed charges 
a plan of electrical equipment such as that proposed for 

the lines in Chicago or eve n for those of the Illinois Cen
tral passenger equipment may not look particularly at
tractive . But if the service is cleaner and much more 

rapid, if the trains, as is the case with electric power, can 
be run at such frequent intervals during the day that the 
suburban travelers do not have to think of a time table 
when they plan a trip to the city, the gross receipts should 

increase rapidly. If to these advantages are added those of 
greatly increased capacity of the track and terminals and 

equipment, the additional fixed charges required for the 
electrical equipment do not seem such a large obstacle in the 
problem. 

· It is not proper to assume, however, that the adverse 
decision in regard to electrical equipment was reached from 
a study only of the engineering phases of the question. 

The other railroad companies in Chicago might see in 
the suggestion to convert the passenger service of the 
·Illinois Central Railroad a long step toward complete aboli

tion of the steam locomotive within city limits and so have 
brought pressure to secure a negative vote. There may be 
other valid reasons in the minds of those responsible for 

the decision sufficient to outweigh the direct arguments 

from an engineering and transportation point of view in 
favor of the adoption of electricity, but the change is bound 

to come eventually, and this is a fact which cannot safely 
be ignored. 

Permanent Track Construction 
The aim of most engineers is to design and build a track 

foundation which will last at least as long as the rails laid 

in it. In the recently issued first annual report of the 

Board of Supervising Engineers, Chicago Traction, a de
scription of the track now being laid in Chicago under the 
supervision of the board is prefaced with the statement that 
the structure was designed to "permit the renewal of the 

rail with the least possible disturbance of the track founda
tion." 

The development of a type of track construction which 
consists of a foundation hca vy enough and • indestructible 
enough to outlast two or more sets 6f rails and permits the 
rails to be renewed with little trouble and expense passed 

through three stages of evoluti on. At first the engi neers 

of the board were favorab ly inclined towa rd the use of steel 
ties completely cmhcdded in concrete extending 7 in. below 

the hottom flange. Severa l miles of track were huilt of this 

type during the first year of n:hahilitation, but later the 
board turned its attention to wooden ti c construction and in 
most of the perman ent track built in 1908 and during the 

past summer wooden tics ltavc been ust·cl. The fir st wooden 

tie specifi cations ca llecl for untreated ye llow pine ti cs of 
90 per cent hl"art , spaced 4 ft. or 5 ft. ce nter to center , 
which was th e same spacing as usccl for steel ties. The 

latest specifi cation s call for wooden tics spaced 3 ft. center 
to center anlll thoroughly impn·gnatcfl with chlori rle of 
zinc or rreosotc. 

There are three ways in which a permanent track foun
dation may deteriorate. The concrete, if too thin or lean, 

may crack and crumble under excessive loads or the action 

of moisture, and the ties, if of wood, may rot or the fiber 

may be disintegrated under the movement of the rail. The 
latest type of construction used in Chicago attempts to 
provide against all three of these sources of failure. In 
the earlier track construction a saving in volume of con

crete was made by banking up a mound of dirt 9 in. high 
between ad jacent ties and putting 7 in. of concrete only 

under the rail s and the ties. This practice has been 
abandoned in favor of a level bottom in the trench which is 
thoroughly rolled an~ compacted before the concrete mixed 

in the proportions r: 3: 6 is laid to a uniform depth of 15 
in. This thick mattress of concrete is a monolith reinforced 

by the ties embedded in it and has ample strength to sup

port the load and resist heaving due to the expansive action 
of frost. 

The board in its report says that all of the data it could 

collect seem to show that sound wood, when completely 
encased in concrete, was practically indestructible from de

cay. As a precaution, however, and to insure that any 

fungus growth in the wood was destroyed before the ties 
were placed in the track, creoso!e treatment was decided 

u14on. Later, this was largely supplanted by the chloride of 

zinc treatment which is effective so long as the fungicidal 
salts remain in the wood cells. The zinc chloride treitment 
is much cheaper than the creosote treatment, costing less 
than half as much, but its principal fault is that the fungi
cidal solution leaches out of the wood in time if the wood 

is exposed to moisture and sunlight. This objection does 

not hold against ties which are completely embedded in 
concrete. 

In discussing the report of the committee on way matters 

at the Denver convention George \i\Teston, a member of the 
Board of Supervising Engineers, referred to the use of tie 

plates on wooden ties . The investigation made by the 

board into failures of track laid on a concrete foundation 
showed that in almost every instance the fibers of the 

wooden ties had been destroyed by the action of the rail 
resting directly on the ties. \,Vhen the ties gave out the 
movement of the rail finally disintegrated the concrete. 

To prevent this a form of tie plate has been adopted for 
both steel and wooden ties which has a flat bottom and is 

fastened to wooden ties by lag screws. If any vertical 

movement or creeping of the rail takes place, its damaging 
effect is expended on the tie plate. Finally, the board 

adopted screw spi kes for fastening the rails to the ties in 

order to facilitate th e renewal of the rails and prevent 

clamage to the tics when this becomes necessary. 
;\Jone of the rehabilitated track in Chicago has been in use 

long enough to require renewal of the rail and the theoreti
ca l advantages of the permanent foundation have still to be 
demonstrated in practice. Some difficulties probably will 
lie encountered in surfacing and aligni{1g the track when 

new rail is put down. V cry slight side kinks will not per-· 

mit moving the tie plates on the ties and boring new holes 
for the screw spikes. Shimming may have to be resorted to 
in order to get good surface. These troubles, however, will 
lil' of small moment if it is shown that a track foundation 
l·a 11 he lmilt which will outlast the rails first laicl on it. 
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RECENT EXTENSIONS OF THE BOSTON ELEVATED 
SYSTEM 

Rapid transit fac ilities in Boston a re undergoing note
worthy expansion at the present time in the construction 
by the Boston Elevated Railway Company of important ele
vated and subway extensions to the north, south and west 
of the city. With the establi shment of elevated train serv
ice in Boston in 1901 a far-reaching plan of urban trans
portation development was inaugurated, and through the 
construction of new lines, permitting the operation of fast 
trains and cars from the heart of the city to the four car
dinal points of the compass, a most effective radial service 
between the business and suburban districts is being realized 
in combination with the local surface lines. 

The fundamenta I plan of ope rating multiple-unit trains 

t1l00L£ .5£X FEL L.5 
S urp;,ce lt..ne 

~ LO£N .5G 

Ele vated Line5 -
,5vbwa_ys or Tt.mneb --
5vrface Lines - -

Boston Elevated Extensions-Map Showing Elevated and 
Subway Lines 

at relatively high speed between the business center of Bos
ton and important surface car transfer stations in the nearer 
suburbs, with local transfers to and from street cars serv
ing the intermediate territory, has never been departed 
from since the establishment of the initial service between 
Dudley Street terminal, Roxbury, and the Sullivan Square 
terminal in Charlestown, in the summer of 1901. The open
ing of the Atlantic Avenue elevated lines in the fall of 1901 
continued the flexible service started a few months before 
through the Tremont Street subway between the terminals 
above named. In December, 1904, the East Boston tunnel 
was opened for t ravel, and while this service is maintained 
by single cars of the semi-convertible type, it exemplifies 
high-speed operation with few stops between the business 
district and the residential section lying on the east side of 
Boston harbor. In November, 1908, the Washington Street 
tunnel was opened for traffic, and the elevated train service 
was withdrawn from the Tremont Street subway in accord-

ance with the legislati ve requirements. In general, the sur
face car lines were re stored to their former routing through 
the subway, and the train ser vice was then operated be
tween Dudley Street and Sullivan Square, via the Washing
ton Street tunnel and the Atlantic Avenue elevated lines. 
This arrangement has since been continued, with a decided 
improvement in the north and south trunk line facilities of 
the city, since there are now six tracks available for rapid 
transit off the surface of the streets through the heart of 
Boston, apart from the existing trolley facilities on Wash
ington Street, Charles Street and Atlantic Avenue. 

In connection with the establishment of service through 
the Washington Street tunnel, plans have been made for ex
tending the platforms of all the elevated stations in the city, 
to permit the operation of eight-car trains on the rapid 
tra nsit system, and this work is now rapidly approaching 
completion. The initial elevated system was designed for 
the operation of five-car trains, but when the Washington 
Street tunnel was designed the necessity for a large in
crease in capacity became evident, and the tunnel was built 
with 350-ft. platforms to permit a 60 per cent increase in the 
train service without alteration of the interval between 
train units. Important modifications of the terminal sta
tions on the elevated system have been necessitated by the 
provision of these new facilities, including plans for the 
separation of inbound and outbound traffic, enlargement of 
platform areas, utilization of former dead spaces between 
loop boundaries, and the construction of foot bridges and 
passageways to facilitate the free movement of loading and 
unloading passengers. 

The company now has nearly completed the construction 
of a 2¼ -mile extension of its elevated structure southward 
from Guild Street, near the Dudley Street station, to Forest 
Hi lls Square. This line was fully described in the ELECTRIC 
RAILWAY JouRNAL of Aug. 8, 1908, and only brief mention 
need be made of its physical features here. This line wfll 
provide a double-track route from the Forest Hills district 
to Dudley Street , and thence into the center of Boston, with 
an approximate saving in time of nine minutes per pas
senger on every trip to and from the city from the West 
Roxbury secti on of Boston when patronized in connection 
with surface lines terminating at the Forest Hills station. 
The same saving wi ll apply from Forest Hills inward and 
outward. 

The company is now building a subway in the City of 
Cambridge, between First Street, near the Charles River, 
and the Harvard Square district, to provide rapid transit 
between the western suburban area and the center of Bos
ton. The Boston end of this subway is to be built by the 
Boston Transit Commission, and the work has been begun 
on the line within the past few weeks. The Cambridge sub
way wi ll terminate, according to present plans, at the Park 
Street station of the Tremont Street subway, and it will 
shorten the time of transit between points near or beyond 
Harvard Square and Boston by about 15 minutes per trip. 
T he present running time between Harvard Square and 
Park Street, via surface lines and the Public Garden loop 
of the Tremont Street subway, is about 23 minutes. The 
subway under construction will be double tracked, with but 
two stops between Park Street and Harvard Square. It is 
probable that the next Legislature will be asked to consider 
the extension of the Cambridge subway from Park Street 
to the South Station. 

In the near future the company will begin the construc
tion of an extension of the elevated structure for double
track train service between Sullivan Square and the subur-
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ban cities of Everett and Malden, the terminus being at 
Malden Square, 3 miles north of Sullivan Square station. 
Detailed estimates of the running time between Malden and 
the center of Boston via the elevated extension are not yet 
in hand, but it is anticipated that a passenger will save at 
least Io minutes per trip, being able to travel by through 
train from Malden to the heart of Boston's financial district 
in about 20 minutes. The present running time, via surface 
lines to Sullivan Square, including a transfer to an elevated 
train at the latter point, is about 30 minutes. 

In connection with the withdrawal of the elevated trains 
from the Tremont Street subway and the restoration of the 
surface cars, the company has begun the construction of 
about I mile of elevated structure to connect the Lechmere 
Square district of Cambridge with the subway system at the 
North Station. . T his section, called the East Cambridge 
extension, will be used exclusively by surface cars, which 
at present are seriously handicapped in their entrance into 
Boston by the congestion and irregularities of the narrow 

C::mal St. 

Ultimately, it is planned to operate th rough cars from Sulli
van Square to Stoneham via the Fells route, thus bringing 
this suburb into closer touch with Boston than the present 
facilities a fford. · 

In the follow ing paragraphs a re given certain detail s 
which illustrate the character of the designs which are 
being applied to the terminals and stations under construc
tion, the specia l architectural features of the elevated struc
ture, general arrangements for handling the traffic at trans
fer points, work in progress in the fi eld, and the former 
and present track installations in relation to the inaugura
tion of enlarged service. A general map of the Boston 
system is shown on page 1214. 

CHANGES AT THE N ORT H STATION 

With the opening of the Washington Street tunnel sev
eral important changes in the track layout and arrangements 
for handling traffic were ·made at the N orth Station, as indi

. cated in the accompanying drawing. Prior to the opening 
of this tunnel the elevated train service was handled 

E le vnted Trncks in Ope ratio n 
shown thus===== 
Surface Trnck s in Ope ration 
st.own thus----------

- ~-- -:-- -c--~-____ ·___ ==----=------=--=-.---:.---

St. N . 

F:10,. f r ic R y. J ou r na l 

Boston Elevated Extensions-North Approach of Washington Street Tunnel and North Station East 

streets between the North S ta tion and East Cambridge. T he 
elevated structure will be ca rried across the new Charles 
River dam on the downstream face of the latter, and it is 
probafile that there will he a saving of a t least 50 per cent 
in the running time betwee n Lechmere Square a nd the 
North S tation by the elevated structure compa red with the 
present surface schedule. 

A n important extension of the surface lines has rece ntly 
been made from Sull ivan Square in to Middlesex F ells, a 
noted woodland rese rva tion under the Metropolitan P ark 
Commission's administration. T his t ract of forest has never 
before been easy of access to the population of Boston, al
though it was des igned for the fulles t enjoyment of the 
public. T he opening of the new line in th e summer of 1909 
provided a double-track surface route between Sull ivan 
Square a nd S pot Pond, the running time being 23 minutes 
and the distance uc ing 4¼ miles. T he opening o f the route 
to the F ells brings the entire arc~ with in the limits of a s
cent fa re from any part of the Boston E leva ted system. 

through the Tremont Street subway, and the tracks were 
brought out o f the subway by an incline between Haymar
ket Square and the North Station and carried to the level 
of the elevated structure a t the la tter point. T he sur face 
car lines operating in the subway as far as the Scoll ay 
Square loop were likewise brought out of the ground on 
the incline, and carried a long a t the st reet level when the 
proper grade was reached. \Vhen the Washington Stree t 
tunnel was opened it became necessary to connect the north 
and southbound tunnel t racks wi th the two elevated train 
t racks on the inc line, a nd thi s was done without interfering 
with t ra ffi c except for a few hours on the S unday before the 
tunnel trains we re started in service. The through tracks in 
the old subway former ly used by ele vated trains were agai n 
ut ilized fo r surface car t ra vel ; the platform fo r ha ndl ing 
elevated trai n t ra ffi c at th e North S tation was ex tend ed 
southward to receive eigh t-car trains when necessary , and 
ce rta in short sections of steel st rnctnre a nd tra cks were 
temporari ly abandoned. 
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In the final arrangement the two t racks for the elevated 
trains entering and leaving the tunnel are located side by 
side on the east of the incline, giving a direct run between 
the porta l of the tunnel and the North Station, and afford-

Boston E levated Extensions-Remodeled Station at City 
Square 

ing unimpeded faci lities for surface car movements at the 
wes t of the train tracks. At the North Station the two 
elevated train tracks we re spread to make the island plat 
form between them, and a new and commodious transfer 
station was established under H aymarket Square, between 
the W ashington Street tunnel t rains at the so-called Union
F ri end Station and sur face car s in the subway in each di
re ction. T hi s change has eliminated much of the conges
tion whi ch hampered the company at the North Station, and 
has fa cilitated interconnection of the tunnel and subway 
systems fo r all classes of passengers. The work of build
ing the U nion-Fri end Station and the alter ation of tracks 
at H aymarket Square was carried on by the Boston Transit 
Commission and the Boston E levated organization in the 
face of extreme difficulties of space limitation, necessity of 
supporting overhead st ructures, including part of a hospital , 
and the mai ntenance of a heavy traffic. Under the new ar
rangement a spur track was also built at the North Station, 
with a covered plat fo rm for the use of shuttle trains run
r..ing between the North a nd South stations, and several im
portant changes were made in the layout of passageways 
and ticket offices to facilita te the movement of traffic under 
the new conditions. 

CHANGES AT CITY SQUARE, CHARLESTOW N 

In order to adapt the elevated station at City Square, 
Charlestown, for the oper ation of eight-car trains it became 
necessary to change over this important transfer point from 
the island type of station to the outside platform type. A 
half-tone view of the modi fied station is shown above. 
T his work was carried on wi thout stopping the tra in serv
ice, and the new arrangement of the station affords maxi
mum facilities for handling the inward and outward busi-

ness with thorough separation of opposing streams of 
travel beyond the confines of the station plat forms. The 
approach to and leaving of trains at this station is much 
improved by the modified design. 

POWER STATION DESIGN 

Expansion of the company's power supply system in con
nection with the opening of the W ashington Street tunnel 
has already been fully described in the ELECTRIC RAILWAY 
Jou RNAL. However, an exterior view is shown of the 
enlarged Lincoln power station, on Atlantic Avenue, to il
lustrate the architectural attracti veness of the company's 
later work. The original sta tion building is shown at the 
left of the picture. T he ex tension is close to the elevated 
structure, and is seen by passengers in all trains passing 
the station. Special attention was given in the design to 
the end windows, the cornice and the facade of the build
ing, the central panel and trimmings being particularly at
tractive. The sta tion capacity has been increased from 
8100 kw to 13,500 kw. 

FOREST HILLS EXTENSION AND EGLESTO N SQUARE 

The Forest Hills extension has been built with but one 
local station, in order to accommodate the through traffic 
from the center of Boston to the terminus of the elevated 
structure on the edge of the West Roxbury district. A spe
cial feature of the structure is the use of re in fo rced con
crete posts and sheathing where it crosses the Boston park 
system near Forest Hills Square. A view is shown of the 
construction at the Arborway, where the double-track line 
is carri ed on a single row of massive posts encased in con
crete and supported on foundations I I ft. 6 in. square and 
12 ft. deep. T he structure proper here is of deck con
struction with steel plate cross and longitudinal girders as 

Boston Elevated Extensions-The New Wing of the 
Lincoln Power Station 

elsewhere on the extension; but the sides and under por
tion are sheathed with concrete reinforced in the manner 
shown in the half-tone view on the opposite page. 

A view is also shown of the Egleston Square station, 
which is of the side platform type and is unique in being 
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the first Boston station to use reinforced concrete for plat
forms, galleries and stai r landings. The reinforcement 
extends both longitudinally and transversely. The Forest 
Hills station is also to be of the two-platform type, and 
will be equipped with escalators and stairways connecting 
the surface and elevated lines. Outward-bound trains will 
stop at a platform 20 ft. wide, and after the cars have been 
emptied the train will proceed to a cross-over just beyond 
the station and return to receive inward passengers at the 
second platform of the station. The latter has been made 
30 ft. wide to facilitate rapid loading of trains. Surface 
platforms and tra ck loops below provide for expeditious 

Boston Elevated Extensions-Egleston Square Station 
Built Largely of Reinforced Concrete 

movement of traffic received from and delivered to the ele
vated trains. 

ALTERATION S AT DUDLEY STREET STATION 

Important alterations in the Dudley Street station have 

,., 
' ' '--~;. 

~~ , 

I 
• I 
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in the plans has been made by the company th rough the 
utilization of the space inside the surface car loops at the 
elevated level for waiting room accommodations, as shown 
in the plan on page 1219. The principal changes at Dud-

Boston Elevated Extensions-Concrete Reinforcement on 
the Forest H~lls Structure 

ley Street are the construction of a new unloading platform 
on the Washington Street side of the property, the building 
of foot passages and bridges to enable tr:ansfers to be made 
without crowding between the trains and outward-bound 

Boston Elevated Extensions-Forest Hills Structure Nearing Completion 

cars, and the filling in of the surface 
car loops at the elevated level, so that 
by using both sides of the surface car 
platforms loading and unloading may 
take place simulta;neously and with 
far less massing of passengers than 
the present operation of the station 
entails. In the central portion. of the 
terminal the equivalent of six plat
forms will be provided. Entire sepa
ration of inward from outward traffic 
will be facilitated to a remarkable de
gree by the establishment o f the un
loading platform over vVashington 
S treet and the uti li zation of the pas
sageways indicated. Th e use of a por
tion o f the surface loops for waiting
room space will tend to relieve the 
present waiting room from overcrowd
ing, reduce the number of passengers 
standing or crossing the inbound ele
va ted platform and shorten the t ime 
required for a passenge r from Boston 
to the suburbs to reach his pa rticular 
surface car at th e elevated level 
wh en it approa ches its her th. T he ac

been made in connection with the Forest Hill s extension. 
These were briefl y desc rib~d in the E LECTR I C R AILW AY 

Jo uRNAL of Aug. 8, 1908. S ince the general pl an o f 
changes at Dudley Strec-t was app roved in 1908 by th e Ma s
sachuse tt s l{ai lroa d Cnnmission a still furth er improvcmcnt 

companying rece nt vi ew o f the changes a t Dudley Street 
shows th e ge neral type o f construction which lit e co111pa11y 
is pushing to co111pktio11 here. Tltc bridges are covered, a11d 
a rc o f ample width lo enable rapid transfers of passengers 
to he made across th em. They arc provided with short stair-
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way connections to the diffe rent pla t forms. A special fea
ture of th e design which has received ve ry little attention 
from the publi c, but which wi ll add greatly to its comfort, is 
the absence of the stair climbing usually necessary to make 
trans fer s between sur face cars and trains. The bulk of 
stair travel in the station will be downwa rd, regardless of 
whet her the passenger is inward or outward bound. The 
remodeled station can be used either as a terminal or a way 
station, tra ins being switched back to Boston through Dud
ley Street when desired and thence returned to Boston, or 
run through to Forest H ill s with a single stop on the west 
side of the property. T he capa~ity of the station will be 
g reatly increased by the above changes, which also include 
the lengthening of the origina l elevated pla tforms to handle 
eigh t-car t rain service. 

.,\; I M P ROVE MENTS AT SULLIVAN SQUARE AND SOUTH STATIO N 

A t the Sullivan Square terminal a radical change in the 
stat ion design has just been approved by the Railroad Com-

der the new plan , as shown on page 1219, there will be 
built a platform about 350 ft. long on the west side of the 
station over Main Street, Charlestown, for use by passen
gers destined for Boston via the elevated trains. This 
platform will be at a slightly higher level than the present 
interior platform of the terminal, and will be connected 
with the latter by one 5 per cent and one 6 per cent ramp, 
with a combined width of 30 ft., besides having a bridge 
connection 10 ft . wide with the easterly r_platform of the 
te rminal. In place o f the present stub tracks on the west 
side of the station a loop for surface car traffic will be 
built , with an unloading platform having short connections 
with the inward elevated platform. Cars will ascend the 
inclines to the elevated level as at present, on the west side 
o f the station ; they will discharge their passengers upon 
th e unloading platform at an average distance of 60 ft. 
from the tra ins, traver se the loop and make a second stop 
a t th e sur face loading platform, which is in immediate 

Boston Elevated Extensions-Changes under Way at the Dudley Street Station 

mission 111 connection with the inauguration of service on 
the future Malden extension. The original design of this 
station provided a single track through it for use by ele
vated tra ins a rrivi ng from Boston, and on each side, at the 
same plat fo rm level, para llel sur face ca r tracks with stub 
terminals which received a nd delive red traffic transferred 
between the t rains and suburban ca rs. Little separation 
was possible between inwa rd and outward travel except 
by encouraging passengers to enter the elevated trains by 
the end doors and leave by the center doors, and by try
ing to empty the surface ca rs at the forward end and load 
them at the rear end. With the growth of travel conse
quent upon the full utilization of the elevated system and 
its connecting surface lines, together with the admission to 
the terminal of new lines of interurban cars from distant 
points, the capacity of the station became closely limited. 

, Hence a rearrangement was necessary in preparing the 
plans fo r the new line of elevated service to Malden. Un-

touch with the outward-bound elevated trains. An extra 
track for occasional use in times of heavy traffic or other 
emergencies will be available in the center 'of the surface 
ca r loading platfprm. All outward-bound trains from Bos
ton will enter the station as at present, and after discharg
ing their passengers at the unloading platforms in the center 
of the station, trains will proceed either to Malden or to 
Boston as desired., Malden trains entering the station will 
pass around the north elevated loop and make a stop at the 
loading platform on the west side of the building, receiv
ing inward passengers in the same manner as the trains 
looped through the station direct from Boston. 

The tracks and incline on the east side of the station 
will remain unchanged, because a large part of this traffic 
will be handled by the Malden extension, and the necessity 
for separating inward and outward passengers at the sur
face car platforms will be less urgent. The rearrange
ment of the station, however, provides for a general separa-
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Sullivan Square 

Elecrric R !t , J ournal 

Boston Elevated Extensions-Plan of the New Sullivan Square Station 
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the platform areas, together with a freer movement of 
surface cars. These changes should result in a considerable 
increase in the capacity of this station. 

A representative way-station improvement is illustrated 
by the accompanying plan of the South Station with ex
tended platform. The company has widened the physical 
connection here between the elevated station and the steam 
railroad terminal building of the same name; it has ex
tended the platform at each end to accommodate longer 
trains, and has installed a middle siding and switches to 
facilitate the turning back of the inter-terminal trains op
erating on a shuttle schedule between the North and South 
Stations. Formerly these trains were necessarily operated 
through Atlantic Avenue to Beach Street, making a rela
tively unprofitable run of about I mile per round trip. T,his 
will be eliminated by the track improvements at the South 
Station. 

CAMBRIDGE SUBWAY STATIONS 
The work now under way in connection with the build

ing of the Cambridge subway by the company is still in 
the excavation stage. The general features of the route . 
and the station designs have been briefly reviewed in the 
ELECTRIC RAILWAY JOURNAL in connection with the hear
ings held before the Railroad Commission in which the 
designs of the company were in the main approved as pre
sented. The terminal station at Harvard Square will pre
sent the most complicated problem in construction, and is 
the most interesting feature of the subway. The subway 

desirable through service may be given between Newton 
and Arlington Heights or between intermediate points. 
The shape of Harvard Square approximates an equilateral 
triangle of very limited area, and this, with the number 
of surface car lines passing through the district and the 
valuable property of Harvard University abutting, made 
necessary the adoption of different levels and grades for 
the tracks and platforms to be utilized by the different serv
ices. Ample accommodations have been provided, how
ever, by the use of platforms of considerable length, and 
while these are of necessity connected by passageways of 
corresponding length, the accessibility of the different con
nections is straightforward and the opportunities for con
gestion gre~tly reduced. Besides the usual sidewalk en
trances and exits, there will be an entrance to the station 
from the waiting room of the company now located on the 
south side of the square and a main entrance and exit 
housed in a tasteful structure in the center of the square 
on an area of about 1800 sq. ft. A large part of the traffic 
will pass through the station without any necessity of com
ing to the surface until it does so on the suburban surface 
cars passing out of the terminal, via the inclines. 

There are also to be stations at Central and Kendall 
Squares, on the Cambridge subway. These are to be of sim
ple design, consisting of a platform for westbound trains 
on the north side of Massachusetts Avenue, below the 
street level, and a similar one on the south side for east
bound service. At Central Square no special surface car 

( 
/;ll'cfric Ry. Jounu:il. 

Boston Elevated Extensions-Plan of South Station as Modified for Eight-Car Trains 

will be built for double-track service, with arrangements 
for free transfers between surface cars and trains in the 
same general direction. By thi s plan the intermediate ter
ritory between subway stations will share in the fast serv
ice afforded by the subway trains to and from the business 
district of Boston. 

The Harvard Square station will be arranged for the 
separation of inward and outward traffic by the construc
tion of separate platforms for each service, and the physical 
division of the station into sections and passageways for 
special movements of trains, cars and passengers on foot. 
In general, the surface cars connecting with this station 
will be carried under ground by inclined approaches begin
ning at considerabl e distances from the center of Harvard 
Square. These cars will deliver their passengers at plat
form s connecting by ramps of moderate grade to the load
ing platform for the Hoston-bound subway train s. Outward 
trains wi ll s top at a special unloading platform, also con
nected with the different surface car lines hy passageways 
leading to separate loading areas for use by surface car 
passengers bound for points beyond Harvard Square. At 
Harvard Square there are two general directions for con
necting surface ca rs. One group of lines is operated in the 
direction of North Cambridge and Arlington, and the other 
to Mount Auburn, Wa.tertown and Newton. The surf ace 
car tracks at the subway station wi ll he arrange<! so that if 

facilities are planned outside the present double-track lines 
through Massachusetts A venue and their branching con
nections to . Somerville, Brighton and the Cottage Farm 
district. The entrance and exit stairways will be located 
at the sidewalk edges and above the ends of the subway 
platforms. Below the surface the two subway tracks will 
be carried through the station without special features, the 
platforms being on the outside of the tracks. At Central 
Square a similar arrangement will be installed, with the 
addition of a surface car loop to permit lines serving the 
north center of Cambridge via Broadway, to terminate 
above the subway station if desired. By this arrangement 
passengers from the heart of Cambridge can be transferred 
to the subway, and surface car operation into Boston 
avoided to any extent required by the traffic conditions, or, 
if desired, cars can be operated on the surface as far as 
Kendall Square, and then turned back into Boston to handle 
any special traffic. The stations at Kendall and Central 
Squares are specially planned to serve the manufacturing 
and merca ntile districts of Cambridge, while th at at H ar
vard Square is planned to handle the residential and uni
versity traffic, and will furnish quick access to the subway 
trains to and from Boston in connection with athletic events 
at the Harvard Stadium. 

0TIIER CONSTRUCTION 
The elevated structure for rnrface cars running lwtwee n 
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East Cambridge and the North Station is to be carried 
ove r the Charles River dam on a stone arched bridge with 
Chelmsford granite piers. A bascule lift bridge will be 
provided in the span ove r the main channel lock of the dam. 
T he archi tectural features of the bridge have been designed 
to harmoni ze with the improvement work which is being ef
fected by the Charles River Basin Commission. 

T he Middlesex Fells extension is a double-track line 
with span const ruction, following the parkway from Mystic 
Avenue, Somerville, into the F ell s on a rese rved right-of
way in the middle of the highway. T he line is carried on 
a semi-private right-of-way, with rock ballast within the 
F ells, and opposite Spot Pond it crosses Brooks Road on a 
new reinforced concrete bridge to avoid the highway. 
T his bridge was designed and buil t by the Metropolitan 
Park Commission, and is illustrated herewith . I t empha
sizes the character of the construction work on the entire 
Fells extension. This bridge is 170 ft. long, 20.5 ft. wide, 
and is reinforced in the deck, arches and piers. T he bridge 
is built in three spans, and was especially designed to meet 
the requi rements of transportation without injur ing in any 
way the beauties of the re servation. 

Boston Elevated Extensions-Brooks Road Bridge at 
Middlesex Fells 

T he elevated and subway extensions reviewed above are 
being bui lt under the general di rection of George A. Kim
ball, chief engineer of elevated and subway construction, 
to whom this paper is indebted fo r courtesies extended in 
the preparation of this article. T he surface line work 
mentioned has been car ried out under the di rection of H . 
A. P limpton , civi l engineer of sur face lines, Boston Ele
vated Railway Company. 

----·♦----

! t is the practice of the Cincin nati T raction Company to 
soak the car motor brushes in sperm oil , which is sai d to 
keep them from chipping and to greatly improve the sur
face of the commutators. Two sets of brushes are pro
vided for each motor. The lead brush of the No. I motor 
on a car ca r ries the number of the car and the motor num
bers fo r the other brushes are indicated by scratches. One 
of the two sets of brushes is kept in oil while the other is 
in use, and a shi ft is made about eve ry third night. A 
high-grade Columbia brush is used, from which excellent 
results ar e obtained, even though the steep hills in Cincin
nati require the motors to work under seyere loads. 

ANNUAL MEETING OF PENNSYLVANIA STREET 
RAILWAY ASSOCIATION 

The annual meeting of the Pennsylvania Street Railway 
Association was held in Harri sburg on Wednesday, Dec. r , 
and was attended by the following representatives from 
different sections of the State: R. P. Stevens, of Allen
town, president of the association and president Lehigh 
Valley Transit Company; E. H. Davis, manager, Williams
port Passenger Railway Company; Charles 0. Kruger, 
president, Philadelphia Rapid Transit Company; F. B. 
Musser , president, Central Pennsylvania Traction Company,' 
Harrisburg ; H . R. Fehr, president, Easton Transit Com
pany; L. C. Bradley, Pottsville, general manager, Easton 
Pennsylvania Railways Company ; F. D. Shaffer, Oil City, 
general manager, Ci tizens T raction Company; C. H. Bishop, 
Lemoyne, superintendent , Valley Traction Company; J. I. 
Quigley, president , Lewistown & Reedsville Electric Rail
way Company; C. Edgar T itze!, Lancaster, manager, Cones
toga T rac tion Company ; W. H . Lanius, York, president, 
Hanover & McSherrystown Street . Railway Company ; Dr. 
H. M. Stine, Harri sburg, secretary of the association. 

Prior to the opening of the convention at r 1 a. m. in the 
offices of the Central P ennsylvania Traction Company, the 
executive committee held a brief session for the purpose of 
considering its r eport, then met in the office of the secretary. 
T he conve ntion approved the minutes of the last annual 
conven tion, and President Stevens appointed a committee to 
place candidates in nomination for the ensuing year. 

T reasurer Lanius read his paper showing a balance in 
the treasury of $2,055.10. The report was approved and 
ordered to be fil ed. 

P resident Stevens called upon Secretary Stine for ari 
address, and the latter gave a brief report of the work of the 
association during the year, and expressed great confidence 
in the future growth in numbers and influence of the asso
ciation during the coming year. 

P resident Stevens then followed in an address full of sug
gestions for improved methods of work that would prove of 
much benefit to the members of the association, and that 
would stimulate interest in the organization. He urged 
stronger cohesion, loyalty and zeal on the part of all the 
members and referred to the suggestion that he had made at 
the Denver convention about the organization of the execu
tives of State associations. This body, he said, could meet 
at stated intervals and co-operate with the efforts of the 
national association of street railway interests. He stated 
that he had been invited to represent the State association 
at a meeting of the executive committee of the American 
Street & Interurban Railway Association , to be held in 
New York City in January next, at which time the matter 
of an organization of State executives will be brought up. 

A ft er some discussion it was decided that the association 
should hold quarterly meetings in the future, to be called by 
the president, at which times papers of interest to the mem
bership would be r ead by various officials and members. 

T he nominating committee then submitted the following 
slate, and upon motion the secretary was instructed to cast 
the ballot, with this result: President, R. P. Stevens, Allen
town ; vice-president, E. H. Davis, Williamsport; treasurer, 
W . H. Lanius, York; secretary, H. M. Stine, Harrisburg; 
executive committee, R. P. Stevens, E. H. Davis, Chas. 0. 
Kruger, Dr. Walter A. Rigg, Reading. 

The convention then adjourned to the Harrisburg Club, 
where dinner was served at r o'clock The delegates were 
then taken over the lines of the Central Pennsylvania Trac-
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tion Company in two special cars a nd shown through the 
concrete car houses which have recently been bui lt on 
North Cameron Street. 

Fourteen new members were added to th e association in 
1909, making the present membership 44 companies. The 
outlook for 1910 is most favorable. 

---◄·♦----

SAND DRYING PLANT OF THE CINCINNATI TRACTION 
COMPANY 

The Cincinnati Traction Company has a very complete 
mechanical system for drying and distributing sand. The 
great number of hills in Cincinnati and th e numerous 
steep grades ranging up to 13 per cent require the use of 
about 10,000 ton s of sand each year. Sand is dried in a 
central plant at the Brighton car house and di stributed to 
other car houses in a tank car, which handles the sand en
ti rely by air pressure. This car also deliver s sand to line 
car s, which place it on the tracks. 

DRYING PLANT 

- The Brighton car house is built on a side hill, and the 
sand-drying plant is installed in the basement. Sand is 

Pneumatic Sand-Dist ributing Car 

delivered in wagons which drive onto the car house floor 
and dump their loads through traps into the basement. A 
leather conveyor belt carries the sand from the clumping 
piles to the drier. This belt is about 40 ft. long and tra vels 
at a speed of approxima tely 3 ft. per second. At the pres
ent time the sa nd is screened and thrown on the belt by 
hand, but the company proposes shortly to install a n I -
beam runway with a traveling grab bucket which it 1s 
thought will considerably reduce the labor required in 
handling wet sand. 

From the upper end of the belt the wet sa nd fall s into 
the feeding hopper of the drying drum. T hi s drum is 3 ft. 
6 in. in diameter and 20 ft. long. It is made of boiler 
plates heavily riveted. Within th e drum arc baffles, which 
serve to di stribute the sand and pass it through from encl 
to end. The drum revolves continuously on ro ller hea rings 
and is driven by a 12-hp electri c motor, which a lso operates 
th e two conveyor helts. T he upper encl of th e dryi ng dn1111 
is enclosed in a hrick furna ce se tting, in whi ch coa l and 
barn re fu se arc burned. Ga ses from the furna ce pa ss 
through the drum and the11 up a stack built in the wall 
of the ca r honsc>. The sand as it fa ll s from the conveyor 

belt into the hopper automatically feeds through the drum, 
and with the turning of the drum is thoroughly exposed 
to the hot gases. As the drum revolves the sand is carried 
through• to the end farthest from the furnace, where it 
falls into the hopper of an elevating belt conveyor. This 
conveyor lifts the dry sand into a steel storage tank above 
the car house floor. 

The tank has a capacity of 30 yd., which is not sufficient 
to store sand dried during the dry days, when it is not 
needed on the tracks. New storage tanks will shortly be 
provided in the same car house, so that the drier may be 
run for longer periods and enough sand accumulated to 
last through a long period of bad weather. Three outlets 
from the steel storage tank serve to load the sand onto 
flat cars or into an air-operated sand distribution ca r which 
is used to fill the bins at the car houses. 

SAND CAR 

The sand car illustrated was designed and built in the 
shops of the Cincinnati Traction Company. It consists of 
a steel-plated underframe mounted on a special two-axle 
truck. carrying a steel tank which holds the sand. The 
tank is loaded by gravity at the drying station. This tank 
has a capacity of 9 yd. an~ the sand is forced out of it by 
air pressure. A National Brake & E lectric Company D-4 
air compressor mounted on the platform of the car fur
ni shes the air for handling the sand. The air is fed in 
nea r the top of the tank, and the discharge outlet for 
sand has its opening near the bottom of the tank. 

vVith the tank loaded, the crew, comprising a motorman 
and conductor, runs the car, which is fully equipped elec
trically to a car house and spots it on the track nearest to 
the bin from which sand is drawn to fi ll the sand boxes in 
th e street cars. The air pump is then started, and a 4-in. 
hose connected to the sand discharge. One of th e car crew 
stays on the car to operate the air valves and the other sits 
on th e edge of the sand bin and moves the discharge end 
of the hose so that the sand is evenly distributed over all 
parts of the bin. 

An air pressure in the tank of about 25 lb. forces the 
sand through the hose sufficiently fast to unload the 9-yd. 
tank in about 25 minutes, discharging th e sand at an ele
vation of about IO ft., at a labor cost of 2 cents per yard. 
When thi s work was done by hand about an hour was re
quired by four men to unload 9 y<l. of sand and place it in 
a bin. The sand car crew is made up of a motorman an<l 
conductor receiving 20 and 16 cents per hour, respectively. 
\\!hen these men are not operating the sand car they work 
at one of th e ca r houses. O n an average this crew with 
the air-operated sa nd car will deliver 30 yd. of sand a day 
to outlyi ng ca r houses or to sand boxes located at grades 
along the stre et. 

Formerly the sand bi ns had doors in t he sides to fac ili 
ta te filling an<l fo r getting out sa nd fo r use 011 the cars. 
Since the air-opera ted sand car was put into use these doors 
have been bri cked in and sand va lves placecl along the 
siclcs of the bins. 

Thi s sys tem of handling sancl hy air pressure ha s been 
install ed in some of the car houses. T he sa nd is stored in 
a stee l tank in the baseme nt, whi ch can he filled th rn11gh a 
trap in the ca r house floor. \Vh cn it is cle sircd to \\'ith 
clraw sancl, air pressure from the shop piping sys tem is let 
int o th e tank and th e sancl Ii fll'd Ii!· this pressure to tli e 
ca r house floor. 

,\ckn owlcclgme nt is made to T. Fitzgerald, assis t:1111 ~c11-
eral manag-er of the Cinci1111ati Traction C01npany, f,n in
formation 11 sed in prepari ng- thi s arti cle. 
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RAILWAY DEPRECIATION ACCOUNTS * 

BY C. I. STURGIS, GENERAL AUDITOR, CHICAGO, BU RL I NGTON 

& QUI N CY RAIL ROAD 

In a committee meeting held r ecently, H enry C. Adams, 
chairman of your committee on ra ilroad statistics, lifting 
from the table the recently adopted balance sheet rules, 
said: 

"I consider this a beautiful piece of work ; every para
graph represents a harmonizing of the interests of the 
public, of the investor , and of the railroad manager ." 

He was asked who represented these interests while 
they were being harmonized, and, in hi s honest , outspoken 
way, he admitted that he represented the public. "And 
who the investor?" "Well, I did," said Mr. Adams. " And 
who th e r ai lroad manager?" "Why, the auditors ; but of 
course I was the umpi re," said Mr. Adams. 

Now, gentlemen, I am going to be in somewhat the 
position of Mr. Adams for the next few minutes, fo r I am 
going to try to represent and present all sides of this 
depreciation question-the side of the public, of the in
vestor and of the rai lroad manager. 

Broadly speaking, depreciation is a lessening in value. 
To illustrate: A manufacturer buys a lathe and puts it into 
use; later he sells it. T he difference between the value 
new and the value worn out represents the depreciation. 
This depreciation is measured by wha t the manufac turer 
has to pay fo r a new lathe, which he must buy to take 
the place of the old one, but from the pr ice paid fo r the 
new lathe there must be deducted the amount reali zed from 
the sale of the old one, and what is left measures the 
depreciation. 

When we ta lk about setting aside a depreciation fund, 
we mean setting aside, out of income, per iodically during 
the life of the lathe, various sums which, in the aggregate, 
should equal the amount of depreciation by the t ime a new 
la the must be purchased. 

CA USES OF DEPRECIATION 

T his depreciation, or lessening in value, may be ,due to 
two causes, which we may classify: First, depreciation due 
to wear; second, depreciation due to prematu re abandon
ment, necessitated by changed conditions; this is generally 
known as obsolescence. 

T he fi r st of these-that is, "depreciation from wea r"
is the simpler, and in its deter mi nation by month or by 
yea r , in advance, we can apply cer tain general principles 
for all properties of any given class, but beyond these 
generalizations are thousands of questions of detail so 
complex as to require separate study for each independent 
plant or rai lroad, and when all is said and done th e result 
is but an estimate. On a rai lroad, the life of t ies varies 
with soil and climate, the life of bri dges depends on the 
weight of locomotives running over them, the life of loco
motives depends on the quality of water and coal with 
which they are £ea, and there is hardly a railroad tool or 
machine the li fe of which does not depend on local con
ditions, and, even if, in dete rmining depreciation, we 
could approximately estimate such va r iable factors as 
those, we would still have to consider what in the end will 
be the cost of the new a rticles to replace ·the old, and 
with markets ever fluctuating that is impossible definitely 
to determine. F urthermore, prosperous roads, in main
taining high standards, consider equipment is worn out 
when, on poorer roads, it would be considered still good 
for many years of service. . 

The second class-that is, "depreciation due to this obso
lescence"-is far more diffi cult to anticipate and to meas
ure, and commissioner s may well shrink from assuming a 
railroad director's responsibili ty along this side of the 
financial policy of his road. 

No doubt some of you are manufacturers, or are in
terested in manufacturing plants, and know how often 
newer makes of machines in the hands of your competitors 
fo rce you to dispose of yours, when only partly worn out, 
that you may meet the competition. T o take care of this 
depreciation , the successful manufacturer must put aside 
sums equal to IO or even 20 per cent of the value of his 

--;;:;stract of a paper read before the National Association of Railway 
Commissioners, Washington, D. C., Nov. 16, 1909. 

plant in those years when he can a fford to--that is, when 
satisfactory prices and large business warrant his doing 
so. Good business policy dictates that the railroad director 
should do likewise, for a similar condition holds in the 
manufacturing side of railroading-that is, the building of 
locomotives and cars. With up-to-date machinery, the rail
road can afford to do its own building, because the main
tenance of the plant, salaries of officers and general ex
penses, as well as the cost of running boilers and dynamos, 
are sha red with the repairing and other branches of rail
road work. This advantage to the railroad lasts only so 
long as its planers, lathes and other machines are as up 
to date as those of th e outside builder. 

As furth er illustration of depreciation due to premature 
abandonment, necessitated by changed conditions, let me 
cite one or two furth er cases: A railroad has 40 miles of 
road in a city, and the city authorities require that the 
tracks be elevated. The old roadbed must be abandoned, 
a new and more ex pensive one built, and this without 
br inging I cent more earnings-this is clearly a case of 
depreciation due to premature abandonment of the old 
roadbed. Some will claim that while track elevation brings 
no more gross earnings, it does result in larger net earn
ings, because it saves payments for gates and gatemen and 
for personal injuries. Without disputing the propriety of 
track elevation, under certain conditions, I contend that the 
expense of those gates and gatemen and the personal in
jury payments became necessary after the road was orig
inally built, and their growth r epresented loss of efficiency 
and hence increased expense, and th erefore were in the 
nature of depreciation charges. 

On anoth er road th e director sees that a city, to free itself 
from smoke, is likely to insist on electrification of the rail
roads, or perhaps he sees the approaching necessity of 
steel fre ight and passenger cars. Either of these require
ments means premature abandonment of a still good con
ditioned plant and equipment and the rapid accrual of de
preciation due to prospective and sudden ending of effi
ciency. T hese changes will bring no increase of earnings, 
and the expenditure may come in a year when his earn
ings are not large; th erefore th e director should begin 
at once to set aside each year, out of income, as much as 
he can spare, in order to meet th ese expenses. 

It is interesting to study th e effect of the increase in the 
pr ice of fuel on th e necessity of premature renewals and, 
consequentlyt on deprec!ation.. This increas~ neces_sitated 
g reater ear~mgs per tram, which meant heavier engmes to 
pull more cars, larger cars to•'reduce- dead weight as com
pared with paying load~ then 1th e heavier engines required 
heavier rails and roadbed and stronger bridges---'and all 
without any increase in net earning efficiency. 

In England, th ere has been consideration of this ques
tion of depreciation in its relation to railroads. I want to 
impress upon your attention the fact that the English agree
ment covered only depreciation deducted in the determina
tion of the taxable income, and that while a similar agree
ment (or an arbitrary or a court ruling) may be necessary 
in th is country in determination of the net income to 
which th e recently passed corporation tax law shall apply, 
such depreciation figure will not properly be the one which 
the directors of any railroad will wish shown on the books 
of th eir company. In other words, the necessity under the 
law of determining the net income seems to force upon 
the department, of internal revenue the necessity of deciding 
how much it is willing to allow the railroads to deduct for 
depreciation; even as the Interstate Commerce Commission 
must decide, in any hearing on rates (where net earnings 
are to be considered), how much the railroad at bar may 
deduct for depreciation. 

POSITION OF INTERSTATE COMMERCE COMMISSION 

In our country the diversity of practice on different 
roads resulted in an attempt by the authorities charged 
with the formation of a uniform system of accounts to 
arrive at a basis for determining amounts which, charged 
monthly on the books of different roads, would distribute, 
by months, the depreciation claimed by some to be uni
formly going on on railroad property. The present rules 
of the Interstate Commerce Commission permit of a de
preciation charge and in any amount desired by e'ach car
rier, but it is understood that the commission contemplates 

"' 
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determining upon an arbitrarily determined basis for the 
charge, to be as nearly correct as may be, and requiring all 
the roads to use that basis. 

This intention to require the roads to make, upon their 
books, a monthly charge for depreciation is, it is claimed, 
justified by the twentieth section of the amended inter
state commerce law. 

Now when the law authorized the Interstate Commerce 
Commission to formulate a system of accounts, did it not 
authorize it to go ahead and draw up a plan of recording 
actual facts and transactions? All through the section there 
is reference to the recording of facts and transactions, and 
there is not one word about prescribing what those facts 
and transactions shall be. 

This section of the law does not appear to authorize the 
commission to arbitrarily determine what amounts, if any, 
any railroad shall set aside to cover depreciation. The act 
of setting aside an amount is a transaction wholly within 
the right and power of the directors of the railroad com
pany, and the commission can properly order the recording 
of such act upon the books and state how and in what man
ner it shall be recorded, how it shall be shown in the ac
counts and statements, but it cannot arbitrarily determine 
the transaction itself. 

It is a fact that, incidentally, section 20 does control 
management, but only in the indirect way in which all 
publicity of accounts tends to prevent questionable and dis
honest acts of management. 

To sum up, there does not appear to be anything in this 
twentieth section which authorizes the requirement that the 
accounts be made to contain anything but a record of trans
actions, nor does this section 20 authorize excluding from 
the accounts the record of any transaction which has been 
had. If this is so, then it would seem that an arbitrary de
preciation charge cannot be ordered by the commission to 
be placed upon the books of a railroad company until such 
time as the commission has right to order the transaction 
itself-that is, the right to order the directors of a rail
road to set aside such amount from the annual income as 
the commission may deem proper. I propose to show later 
why the commission should not desire this right, which 
now belongs strictly to the board of directors of a rail
road, who alone are held responsible for the successful 
conduct of the property, including its financial policy, upon 
which, perhaps more than on anything else, depends the 
success or the failure of every legitimate business enter
prise. 

There is another reason for questioning the commission's 
power, under authority to prescribe a uniform system of 
accounts, to order an arbitrary charge for depreciation or 
any charge at all. This depends on the necessary nature 
of such a charge. It is an estimate. No definite or satis
factory rule can or eve r has been found for determining 
the exact amount of depreciation in any manufacturing 
institution, and still less on a railroad. There are so many 
factors which enter into such a determination, and each 
iactor varies so greatly with each branch of industry, and 
with each department of each branch of industry, and 
with each variety of condition surrounding each such de
partment, and with eve ry busy day as against every dull 
day, and with each rainy, dry, hot and cold day, each 
separate condition having an unequal bearing on the amount 
of depreciation accruing. 

All of the difficulties make the problem one of great com
plexity-so much so that the theoretical advocate of a 
correct basis for depreciation seeks refuge in the claim that 
the law of averages must gove rn . Thi s is really begging 
the question , for th e bases for the averages exist only in 
men's minds and arc not determinable fact s. This shows 
that any annual depreciation charge can only be esti 
mated- must lie an estima te. 

The idea of exercising superviso ry control over railway 
operations, through the agency of accounts, did , I have 
been informed, originate in the statistical department of 
the commission, a nd it is not unnatural. Many of us rail
road auditors have had the same dream. It is natural for 
one who fee ls that his ambition in th e railroacl world is 
limited to the formu lating ancl the kee ping of acco unt s. 
This auditor's drea m of the control of operation through 
the account s has invariably had a rude awakening when it 
bumped up against the practi cal question, With whom 

does operating responsibility lie? The railroad di recto r, 
looking far into the future and realizing his responsibility 
to the investing public which he represents, is continually 
confronted with new problems, to meet which ordinary 
prudence requires the setting aside of depreciation funds. 
Where these future problems take the shape of exception
ally large renewal charges, he should set aside out of the 
current year's income as much as can be spared to meet the 
future expenditures. If at this stage he finds that the 
Government has limited the amount which he may set aside, 
as result of which the misinformed stockholder clamors 
for and gets further dividends, who is responsible for this 
failure to provide for the future expenditure? In that 
case does the responsibility rest with the director or with 
the Government? Gentlemen, I do not believe that any
one of you is willing to relieve the director of that respon
sibility. 

When the directors have decided that an amount shall be 
set aside to meet depreciation incident to future renewals 
the commission may properly, under the twentieth section 
of the interstate commerce law, insist on it being shown in 
the accounts and reports-that is publicity and is reason
able-and if there is a hearing before a commission or 
before a court, the railroad should be called on to explain 
its justification of the amount it has set aside, that the 
commission or the court may decide, on the evidence, 
whether the amount is too high or not high enough as 
affecting the question before it. 

STANDARD BASIS FOR DEPRECIATION 

After all, what would be gained by requiring roads to 
make monthly charges to depreciation on a fixed standard 
percentage basis? 

The railroad manager would not be benefited, because in 
studying the monthly returns, he would have to discard 
this arbitrary figure before he could determine the actual 
results accomplished by his efforts to obtain business and 
by the exercise of his judgment in making renewals and in 
operating the property. 

The investor would not be benefite'd, because including 
a charge for depreciation in the monthly accounts and pub
lished statements of a railroad is but a "penny wise, pound 
foolish" attempt to show the investor, by a present 30-day 
measure, how valuable or otherwise his investment is. As 
a matter of fact, the true investor bases his idea of value 
on past history and future prospects, and the immediate 
present snap-shot view given by a monthly statement mis
leads more than it helps him. 

The public would not be benefited, for if railroads are to 
be regulated it must be on the basis of facts and not of 
estimates. The use of an arbitrarily based depreciation 
figure for all roads or for a group of roads is similar to a 
doctor giving the same pills for all ailments. 

It is sacrificing broad policy in railroad financing to an 
attempt to get theoretical accounting. 

The attempt to apportion depreciation by months may 
have been based on the common practice of including in 
the monthly accounts, on an estimate, certain regular 
monthly bills which are not received before the closing 
of the month's accounts, but this latter practice, like the 
monthly apportionment of bond interest, is the including of 
a part payment of an actual expense, and hence there is no 
parallel between that practice and the including of a 
monthly depreciation estimate .. It has been contended that 
if an estimated depreciation rate is used and at the end 
is found to be too high or two low, an adjustment can then 
be made. This is an admission that the arbitrary monthly 
figure may be and probably will he wrong, and, further
more, th ere is no cutting-off place; there is no time in the 
future when we may say, "Now WC may take the meas
ure of the correctness of all these past monthly deprecia
tion charges." 

To gain the imaginary advantage of having arbitrarily 
fixed depreciation, the railroad director would be deprived 
of the right to do that for which he is responsible to his 
stockholders and to the public ; that is, to intelligently 
carry out that financial policy which will maintai n the 
property for its owners and which will build np a success
ful and prosperous railroad, alik to give high standard 
se rvice to the communities through which it run s, and to 
give employment to thousa nd s located along its line. 
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ELECTRIC RAIL WELDING IN BERLIN, GERMANY 

The Grosse Berliner Strassenbahn, Berlin, Germany, is 
now welding a large number of new and old rail joints by 
an electric arc welding process developed by its chief engi
neer of way and construction, A rthur Busse, and the Ac-

hand a large shield provided wi th a pane of dark-colored 
glass as a protection from sparks and the blinding light 
of the electric arc. The welded joints are completed in 
the open with the emery grinder illustrated in Fig. 2, 

which g'rinds both the head and groove of the rail. 
Aside from a transporting wagon, this grinder consists 

Fig. 1-Berlin Rail Welding-Motor-Generator and Tent Outfit 

of a fram e mounted on wheels, 
the side of the frame being 
provided with slides on which 
the grinding apparatus moves 
to and fro. The latter con
sists of a vertical slide carried 
on a traverse, the slide hav
ing a 12-in. adjustable emery 
grinding wheel at its lower end 
and a small guide wheel run
ning on a guide bar at its up
per end. The face of the 
emery wheel has a profile to 
suit the shape of the rail, so 
that in grinding any alteration 
of the rail shape is excluded. 
The working range is 39.37 in. 
With a 6-hp motor and two 
men, this machine can grind 
down in one hour the rail ends 
for 8 to IO joints, or an equiv
alent length of corrugated 

cumulatoren-Fabrik, Berlin. Ove r 12,000 joints were in
stalled in 19o8 by this method in a dozen Continental cities. 
T he current for the electric arc is furnished by a gen
erator which is operated at 60 volts to give a normal cur
rent of about 400 amp, and is driven by a shunt-wound 
motor which is co nnected to the trolley wire. This ap
paratus and control board are mounted in a car as shown 
in Fig. I. In addition, there are two welding tents, with 
cable connections to the switchboard. The gang in one 
tent prepares a joint for welding while that in the second 
is carrying out a weld. The rail to be welded is con
nected to one pole of the circuit and the carbon rod is 
connected to the other pole. One workman then manipu
lates the arc over the portion to be welded. He is aided 

Fig. 2-Berlin Rail Welding-Emery Grinder 

by another, who supplies extra material in the form of 
small pieces of steel or of a bar, which is pushed forward 
to be melted off like solder. Under the intense heat pro
duced by the arc both new and old materials are combined 
into a homogeneous mass. Each workman carries in one 

ra il. The machine was furnished by Ernst Schiess, Diissel
dorf, Germany. 

The welding description given covers this electric arc sys
tem only in a general way. The applications of the prin-

Fig. 3-Berlin Rail Welding-Three-Point Weld at the 
Base and Under the Head 

ciple are numerous, but in the following paragraphs data 
will be given on the special welding designs used by the 
Berlin street railway company. Figs. 3 and 4 show how 
old fishplates are welded to the base and upper portion 
of the rail without touching the rail tread. On account 
of this concurrent use of plates and half a dozen welds, 
the vertical moment of resistance is very high. Even if 
several welds should break, the rail ends would still be 
held together firmly by the fi.shplates. 

In some cases where the rails are · not totally embedded 
a welded expansion joint is installed about every 120 me
ters (370 ft.). One of the plates is welded to one rail end 
and the opposite plate to the other rail end, while the 
bolts are tightened up throughout. This construction is 
not as good, of course, as the multiple weld, but the mo
ment of vertical resistance is still far greater than a simple 
bolted joint. 

The electric arc process is also used for repairing worn
out joints. A fter such joints have been raised to their 
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original level, the worn-off material is replaced by the 
direct welding on of new metal. To prevent the molten 
matter from running over the side of the rail, two cast
steel molds are fitted to the head of the rail and held in 
place by two pivoted and weighted levers, as shown in 
Fig. 5. The added material is always of the same com
position as the rail and the weld is uniform throughout, 
since the dross naturally goes to the top, from which it 
is g round off afterward. In general, this form of welding 
is carried out on rails whose worn parts do not exceed 
2 0 cm (8 in.) in length. Fig 5 also shows the U-shaped 
base plate which is laid under and welded to the base of 
the rail to increase the strength of the joint. 

In some cases worn pieces of rail up to 6 ft. in length 
have been taken out and new sections have been welded 

Fig. 4-Berlin Rail Welding-Top and Bottom Three-Point 
Weld Completed 

into place. After the angle plates were attached, fou r 
welds were made at the junctions, two of the base plates 
to the base of the rail, and two of the angle plates to the 
head of the rail. The old pieces of rail were cut out by 
a machine carrying two circular saws driven by one motor 
One of the saws is fixed, and the other is adjustable fo r 
lengths up to 6 ft. 6 in. To obtain a perfectly uniform cut, 
the saws are sharpened and adjusted by an emery wheel 

Fig. 5-Berlin Rail Welding-Welding an Old Butt Joint 

which is switched off automatically as soon as the teeth 
have reached a ce rta in degree o f sharpness. 

In repair ing worn mitered joints o f the type shown in 
Fig. 6, it is usual to weld only the tread o f the ra il, as the 
contact surfaces o f the inve rted joi nt or spl ice a rc la rge 
enough to g ive ampl e strength. However , new materi al up 

to 60 cm (23 in. ) length may be welded on if necessary, 
and the base plate and other welds added as illustrated in 
the same drawing. 

During 1908 and up to August, 1909, about 2000 new 
and old joints were welded electrically on the lines of the 

ll 

Fig. 6-Berlin Rail Welding-A Repaired Mitered Joint 

Grosse Berl iner St rassenbahn. The welds we re guaran
teed by the contractor for four years. The new joints coi;t 
$4.25 each and the old joints $6.75 each. 

---◄♦..----

SIGNS IN GERMAN STREET CARS 

One of the transportation practices of the Grosse Ber~ 
liner Strassenbahn is to give every route a distinctive 
Arabic number if it is a city line and a Roman number or 
letter if it is a suburban line. These symbols are not picked 
at random, but as nearly as possible ne ighboring number~ 
or letters are chosen for lines operating in the same terri
tory. Thus lines "G" and "H" overlap one another for a 
considerable distance, so that most travelers can choose 
either route. The number assigned to each line is marked 

Berlin-Charlottenbg. Street R ail way 
(Office: Leipziger Platz 14). 

HALEN SEE T 
(Station of Belt Railway.} 

Schedule and Fares in Force 
from July 20, 1909. 
KUPFE RGRAB EN 

over Holtzendorff St.-Charlottenburg (City Court) - L eonhardt St.- Stutt
gart Square-Kant St.-Leibniz St.-Bismarck St.-Knie-Zoological Gar
den Station- Great Star-Brandenburg Arch- Dorotheen St. 

Cars leave Halensee every 15 minutes from *6:25 to 10:55 to Charlotten
burg Car Depot; and every 15 minutes from 11:10 to 12:25. Cars leave 
Kupfergraben every 15 minutes from 7 :10 to 11 :40. 

Sundays and Holidays: Leave Halensee every 20 minutes from *6 :24 to 
11:24; every 15 minutes from 11:40 to 10:55 to Charlottenburg Car Depot; 
and every 15 minutes from II: 10 to 12:25. Leave Kupfergraben every 20 
minutes from *7 :09 to 12 :09, and every 15 minutes from 12 :25 to 11 :40. 

• During the winter months, from Nov. 1 to l\Iarch 31, the week-day 
service from Halensee begins at 7 :25 , at the Charlottenburg Court 
House at 6:31; Sundays and holidays car s leave Halensee at 7 :24 and 
Kupfergraben at 8 :09. 

The cars of lines T and U run over the same tracks between Halensee 
and the Charlottenburg Court House and between Bismarck-, E . Leibniz 
St. and Kupfergraben to give a 10-minute and 7 ½ -minute service respect
ively. 

Fare 10 Pf. Running Time: 38 Minutes 
Lap dogs, 10 pf. , and the same for hunting dogs when accompanied by 

men in hunting costume. 

Translation of Sign Placed in All Cars on Line "T " 

in black on the whitened gla ss disk of the end lantern along
;,ide the de stination sign (If th e cars. The 11t1111crals or 
letter s arc very large, and therefore vi sible at a consider
able di stance. 

Besides the encl s igns . each car carries two long non
illuminated side signs, whi ch bear a li st o f all important 
places on the route. It is, there for e, a s imple matter for 
th e stranger to pick the ri ght car to his des tina tion . O nce 
inside th e car , moreover, th e pa ssenger will noti ce a sign 
whi ch gives still furth er detail s co nce rning th e route, to
gether with th e schedule , far e, riding regul a tions and run-
11ing t ime hetwcen th e tC' rminal s. These sig ns arc placed 
on cardboard and rc11e\\"ed with every change in the time 
ca rd . They are o f spec ial i111pnrt anr e 011 th e lkrlin sys
tem l,era us1· 111a11y linc-s r1111 no r,wl cars. 
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THE COST OF HEATING CARS ·ELECTRICALLY 
BY AN INSPECTION ENGINEER 

In a r ecent issue of the ELECTRIC RAILWAY JouRNAL an 
operating official is quoted as estimating the power con
sumption fo r car heating at approximately half the total 
used for car operation during such times as the heaters are 
turned on at their maximum capacity. To a great many, 
including a considerable number of experienced railway 
men, this statement will appear to be an exaggeration, inas
much as the amperes taken by the heater circuit are but a 
small fraction of that passing through the motor circuit. 
This view, moreover, is that naturally taken by the public, 
and by the municipal or State authorities, who, without 
technical knowledge of the facts in the case, attempt to com
pel the heating of cars to a point that would necessitate not 
only the install_ation of heater equipments of far greater 
capacity than are now commonly used, but would divert so 
large a proportion of current to their use, in the case of 
electric heaters, as t0 cripple seriously the efficiency of the 
power plants. 

The demonstration of the truth of the foregoing state
ment is not difficult. Admitting that the current input to 
the motive circuits is large, it must be remembered that in 
city service such use of current is intermittent; in elevated 
and subway service, for instance, the trains are either coast
ing or stationary for approximately 60 per cent to 70 per 
cent of their runs, and the motors, therefore, are taking 
power only 30 per cent to 40 per cent of the time. In sur
face operation, particularly in the downtown sections of 
large cities, the proportion of time when motors are idle 
is even greater, in many cases reaching as high as 80 per 
cent of the run. On the other hand, the heaters are con
tinually in circuit in severe weather from the time the car 
leaves the barn till it returns. In many cases heat will be 
turned on some time before the first trip is started and left 
on, through carelessness, for a considerable time after the 
car is in for inspection or lay-overs. However, considering 
only the time a car is in service, the following figures 
should give a fairly accurate idea of the actual proportion 
of power consumed by the two circuits, motive and heating. 
They are summarized from data obtained on cars in actual 
passenger service in one of the largest cities in the coun
try. 

Two elevated runs may first be considered, over two dif
fe rent lines of this company; the first , a round trip of 
17.92 miles, the second of 18.30 miles. On both three-car 
service, consisting of two motor cars and a trailer, is main
tained during the greater part of the day; but during the 
rush hours these are replaced by six-car trains of four mo
tors and two trailers. The running time for both runs is 
practically the same, 80 and 82 minutes, respectively, for 
the round trip, with from 8 to Io-minute lay-overs at their 
respective terminals. The three-car train may be consid
ered as the basis unit, inasmuch as the figures for six-car 
operation would be simply double those for the three cars. 
The constants used, it must be understood, are averages of 
many runs at different hours of the day and under varying 
loads, and may be accepted as substantially correct. A 
train makes in 12 hours eight round trips on the first route 
for a total of 143.36 miles, and 146.4 miles on the second 
route; in even figures, an average of 145 miles. The weight 
of a three-car train is approximately 90 tons, and the aver
age power consumption of such equipment per ton-mile is 
0.075 kw-hour. This gives a total consumption of 979 
kw-hours for the 145-mile run, which includes the power 

taken by the motors and air compressors, but not that for 
the heaters or lights. 

The heater equipment on these trains is of several types. 
The greater number of the cars, however, are equipped 
with two-coil panel heaters, connected in series, and giv
ing three points of heat as power is put through the large 
or small coils singly or through both in parallel. Tests of 
the current consumption of all the types of heaters used, 
with line potential at 550 volts, showed wide variations up
on the third heating point; in some cases 15 amp was the 
maximum input, in others as high as 35 amp. All readings 
were taken after the coils had become thoroughly heated, 
to obviate their increase in resistance. The average of all 
cars in service upon the third point was found to be 24 
amp. The total power consumption, therefore, was 13.2 
kw-hours per car-hour, or 475.2 kw-hours for the three-car 
train on its 12-hour run. 

In this c~se the heaters consumed 48.5 per cent of the 
power required for operation. This proportion of power 
taken by the two circuits, while it would vary somewhat on 
different roads, owing to differences in equipment, voltage, 
frequency of stops and number of passengers carried is a 
fa ir average for multiple-unit trains in city service. 

On singly operated surface cars the results obtained are 
even more striking. Owing to the greater frequency of 
stops and the increased number of accelerating periods, the 
watt-hours per ton-mile are con~iderably higher for opera
tion than on the elevated, and also vary to a far greater 
extent because of the greater variety of equipment used 
and to the personal efficiency of the motorman. The latter 
variant is an element largely eliminated by the automatic 
multitple control systems on the elevated and subway lines. 
On the other hand, the lower speeds and the more frequent 
stops on the surface cause a much slower schedule, which, 
in turn, increases the relative size of the heat consumption 
time factor as compared with the motors. 

The performance of four cars, which may be considered 
representative of all classes of surface equipment in city 
service, will next be presented. These cars are of different 
weights, and include both four-motor and two-motor equip
ments. One was equipped with air brakes, the power con
sumption of which is included in the operating figures; the 
other three had hand brakes only. The average weight, 
light, of each car was 16 tons, and when loaded 18 tons. 
Their heater equipments were identical, being two-coil panel 
heaters in series, with a current at 550 volts of 6 amp, 12 
amp and 18 amp on the three positions of the heater switch. 
Two runs were chosen, each starting in the suburbs and 
running to the center of the city. The mileage of the first 
was 8.6 miles for the round trip, and for the second 13.4 
miles. The average running time for the first (including an 
eight-minute lay-over per trip) was I hour 22 minutes, and 
for the second I hour 54 minutes (including a IO-minute 
lay-over at the terminal). Hence the average speed of 
both cars, including stops, was but 6.74 m.p.h. 

The power consumption varied widely, both between the 
different cars and between individual trips of the same car, 
running from 2177 watt-hours per car-mile to 3245 watt
hours per car-mile, and from 134.7 watt-hours per ton-mile 
to 173.5 watt-hours per ton-mile. The average, however, 
for six round trips of all four cars was 2731 watt-hours 
per car-mile and 147.4 watt-hours per ton-mile. The aver
age loaded car, then, at 18 tons on a 12-hour run, traveled 
approximately 81 miles and consumed 215 kw-hours for 
operation, while its heaters consumed II8 kw-hours, or 
54.9 per cent of the former amount. 
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It may be added, as a commentary upon the foregoing 
figures, that they were compiled from data obtained some 
time ago, when there was no idea of making use of them 
in this connection. It is not contended that they are by any 
means absolute, but they are, nevertheless, the results of 
tests made in actual service, and as such afford a basis for 
estimating the additional load placed upon the power station 
equipment of any Northern road during the winter months. 

It is apparent that an increase of approximately 50 per 
cent above their normal load thrust upon the feeder stations, 
especially upon days when snow and sleet already are put
ting an extra burden upon them, calls for very heavy over
load capacity or for reserve units that will add a large item 
of cost to the substation equipment. Thus, both directly 
and indirectly, the question of adding to the amount of heat 
furnished the cars assumes a most serious aspect, and it 
cannot be wondered at that the managements of electric 
railway properties are more than anxious to avoid the 
additional expense involved in such an increase. 

----♦··----

WINTER PUBLICITY CAMPAIGN IN LONDON 
The London Underground Electric Railways has just pre

pared some new advertising pamphlets and posters for at
tracting winter travel. Pocket cards have been issued call
ing attention to the increased theater train service and in 
contrast thereto a handy time-table folder gives the loca
tions and study periods of the night schools of London. 
Renewed attention is given to the encouragement of subur
ban traffic through the non-stop trains, bus connections at 
terminals, etc. The company is now getting out a card giv
ing a diary o·f all the special events in London during the• 
month such as concerts, fairs, art exhibitions and football 
matches with full data on fares and running time. The 
new posters are fully up to the standard set by those re
produced in the Dec. 4 issue of the ELECTRIC RAILWAY 
JouRNAL. A very simple yet most interesting poster shows 
several tints of what may be a London fog and bears the 
legend "Avoid the Weather-Waste No Time-Travel Un
derground." The last word is printed in the company's 
standard boxed letters, but has been ingeniously used on the 
upper side elevation of a. car, the first and last letters cover
ing the vestibules and the remainder covering the windows. 
The poster for the museums and picture galleries shows a 
brilliantly colored group of nine persons, dressed in the 
costumes of different historical periods, who are standing 
in a hallway flanked by Assyrian human-headed lions. The 
lettering beneath the picture informs the r eader that the 
station agent is ready to supply particulars concerning every 
museum and a rt gallery in town. Two posters have been 
prepared to, lure shoppers, one showing the snow-bedecked 
streets of London and the other the dry, cheerful interior 
of a subway car at the same time. 

-----·♦·----

The monthly report of delays to passenger trains on the 
steam railroads in the State of New York, just issued by 
the Public Service Commission, Second District, shows that 
for the monti1 of October 56,230 trains were run, of which 
84 per cent were on time at division terminals. The av
erage delay for each late train was 24 minutes, and th e av
erage de lay for each train run was 3.9 minutes. T he prin
cipal causes of delay were wai ting for trains on other di
visions, 30 per cent ; train work at stations, 16.5 per cent ; 
wai ting for train connections with other railroads, r4.7 per 
cent ; meeting and passi ng trains, 7.5 per cent; wrecks, 5.2 
prr cent. 

DISCUSSIONS AT QUARTERLY MEETING OF NEW YORK 
STREET RAILWAY ASSOCIATION 

The discussions on a number of topics at the quarterly 
meeting of the Street Railway Association of the State of 
New York, held last week in Albany, brought out many 
interesting points of view. The report of the meeting 
published in the ELECTRIC RAILWAY JouRNAL of Dec. II 

summarized very briefly the remarks of the speakers. A 
more complete abstract of the discussions is given below. 

REMUNERATION FOR HANDLING UNITED STATES MAIL 

In response to a question by Edgar S. Fassett, United 
Traction Company of Albany, Joseph K. Choate, Otsego & 
Herkimer Railroad, and Frederick H. Beach, Eastern New 
York Railroad, said their companies had direct contracts 
with the Government for the transportation of United 
States mail. In relation to his notice to the Government 
that the United Traction Company was losing money on its 
mail service and would discontinue it unless the remunera
tion was increased, Mr. Fassett said that on part of the 
system the rate was raised from 3 to 14 cents per ·car-mile. 

Mr. Choate said that the existing rates on the electric 
lines for carrying mail overlooked entirely the fact that an 
electric car was equivalent to a steam locomotive hauling 
a train. The steam roads could run from 8 to I I cars in 
a train, while the electric railway was limited to one car. 

Mr. Fassett referred to some of the conditions affecting 
the transportation of mail. While it was frequently an 
accommodation to the communities reached by electric 
lines to · have the service, the question should not be one 
of sentiment, but one of adequate remuneration. He had 
found that conductors and motormen, who were required 
by the rules to keep their clothes clean, had been obliged 
to handle mail bags which were dirty, and he had insisted 
that the Post Office Department place the mail bags on 
the cars, and also remove them. 

Raymond H. Smith, Albany & Southern Railroad, said 
the compensation for that line had been reduced since the 
reweighing to 2.45 cents per car-mile. 

W. H. Collins, Fonda, Johnstown & Gloversville Rail 
road, said that property was classed by the Post Office De
partment as a steam road, and the arrangement was very 
unsatisfactory. At the time the mail was reweighed the 
compensation was reduced 16 per cent, notwithstanding 
that the general mail had increased, a star route included 
without extra compensation and one post office on the line 
raised to the first class. The explanation made by the 
Post Office Department was that instead of taking 90 work
ing days as a factor in securing the average weight, the 
Government included Sundays during that period. The 
company had asked the Postmaster-General's department 
for a rehearing. 

John H. Pardee, J. G. White & Company, Inc., cited an 
experience in P ennsylvania where mail had been carried 
at an unprofitable rate, and notice was given that if the 
Government did not increase the compensation the service 
would be stopped in 30 days. The company discontinued 
the service and the Government then increased the com
pensation. 

Mr. Choate stated that it was generally admitted that the 
compensation was unfair, but the authorities were unable 
to remedy the si tuation, as the appropriation was limited. 
T he· Post O ffi ce authorities attributed th e situation to the 
extension of th e rural free delivery system, which involved 
enormous expenses that had to be overcome in other 
branches of the department. 
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Mr. Beach said apparently the Post Office Department 
did not have sufficient money to carry on all its work satis
factorily. 

Mr. Fassett said the actual tendency of Congress and 
the Post Office Department was to decrease the units of 
revenue and to increase the facilities constantly. 

J. W . Hinkley, Jr., of Poughkeepsie, told an incident of 
one company which had r eceived 3 cents a mile, or at the 
rate of 1¼ cents a trip, and after complaint to the Govern
ment was g iven an increase to 4 cents a mile, or 2 cents a 
trip. 

C. Loomis Allen, N ew York State Railways, referred to 
the provisions of the Public Service Commission's law re
quiring schedules to be filed, and prohibiting discrimination. 
Officials of companies seemed to be of one mind, that the 
transportation of United States mail did not pay. Were 
they not weak, however, in arraigning that fact before the 
Government if they did not suggest at the same time what 
they did consider would be a fair r a te ? What would be the 
effect if electric railways carried United States mail at the 
lowest rates for which they transported other property of 
the same value and importance ? No other property was a s· 
valuable unless it might be perishable material. If railway 
official s who had considered the subject carefully should 
urge a conclusion as to rates that would be fair and equita
ble, the companies would be in a much stronger position in 
presenting their case. 

J. E. Duffy, Syracuse Rapid Transit Company, had been 
carrying mail in closed pouches for some years. The 
Government establi shed substations and asked the company 
for what compensation it would carry mail to these substa
tions, intimating that the rate for star route service would 
amount to about $450 a year. In presenting an estimate to 
the Government for this service, the average earnings of $2 
per car-hour were taken as a basis. It was figured that 
it would take a car 14 hours a day to give the service de-
1{ianded, and a price of $10,500 per annum was fixed in the 
tender to the Government. The offer had not been ac
cepted. 

Mr. Hinkley thought the discussion showed how neces
sary it was that the committee should be prepared to sug
gest to the Government rates that the lines should r eceive. 

Frank Rhea, General Electric Company, had had ex
perience in steam railroad service, and referred to an inci
dent where an exchange office was built in accordance 
with the requirements of the department at the crossing of 
nine roads. This location was much more convenient for 
most of the merchants in the town than the main post office, 
and they used it at the expense of the railroads until, after 
a long time, thi s unsatisfactory condition was finally rem
edied. 

Mr. Allen thought that if a company was carrying 
perishable goods 365 days in the year, it would endeavor 
to find out something about the cost of the service. The 
compensation should be figured at the same rate as for a 
standard passenger car. It seemed to him that the com
mittee could be furnished with statistics giving an idea of 
what would be just compensation for the service. 

J. T. Smith, F ishkill Electric Railway, had received an 
increase from 3 to 4 cents per car-mile for the service. 
The facilitie s were a convenience to the people, who had 
five or six deliveries a day, whereas if they depended upon 
the steam roads they would have but two deliveries daily. 

Mr. Allen thought the railways and the Government were 
placed in the position of giving one class of service dis
criminatory rates , with little equity and justice. Governor 
H ughes had vetoed a law providing for free or reduced 

rates to postal employees. Under existing laws electric 
lines were in a position to demand just and proper com
pensation. 

Mr. Allen stated in answer to a question that he would 
suggest for closed pouch service an arbitrary rate of 1 ¼ 
cents for 100 lb. per mile. 

Mr. Fassett thought that there should be a definite state
ment of the situation. The Post Office Department sent 
on his lines heavy boxes of postal cards and iron posts 
with mail boxes attached. 

'vV. R. \V. Griffin, Rochester Railway, referred to the 
Government report on mail rates in Great Britain, indi
cating that English railroads were allowed rates high 
enough to make the earnings of mail trains equal to those 
of passenger earnings. 

The committee appointed by President Peck to take up 
this subject, as stated in last week's issue, has not yet an
nounced its plan of action. 

REPAIR SHOP A N D CAR HOUSE TESTS OF ELECTRIC EQUIP

MENT OF CARS 

H. A. Benedict , chief engineer, United Traction Com
pany, of Albany, opened the discussion on this subject with 
the following outline of tests commonly made: 

The constituent parts of the electric equipment of cars 
which require testing are the motors, controllers, circuit 
breakers, fuse boxes, resistances, wiring, air compressor 
motor and governor. The repair shop is in one sense 
the factory where all parts of the electric equipment are 
remade after having failed in service. It may be well, 
therefore, to consider first what tests are made upon the 
various parts of the electric equipment before they are 
delivered to the railway company by the manufacturer. 
The following is an outline of the factory tests usually 
made on railway motors: 

The tests applied to motors are divided into two classes, 
special tests and commercial tests. Special tests are made 
to determine the electric characteristics of a given type of 
motor, such as core loss,· saturation, thermal characteris
tics, commutation, input-output efficiency test and speed 
curves. Commercial tests include a series of high potential 
tests of commutator, armature coils, field coils and com
plete motor; heat run and speed test. 

The detail insulation tests are as follows: 
The completed commutator, after all the bars are as

sembled with insulation and bolts pulled up, is given an 
insulation test of 4800 volts to ground and 300 volts be
tween consecutive bars. After the commutator is pressed 
on the armature shaft it is given a test of 4400 volts to 
ground. After armature coils are in position on the core 
with the bottom leads connected to the commutator and 
before the top leads are connected, the armature 'is given 
an insulation test of 4400 volts to ground and 300 volts 
between adjacent leads. After the top leads are connected 
to the commutator and before banding, the armature is 
given an insulation test of 4000 volts to ground, and a 
transformer test for short-circuits. After banding, the 
completed armature is tested with 3600 volts to ground. 
Completed field coils before being installed in the· motors 
are tested for short-circuits, and after being placed in the 
motor and connected in series are tested with 3600 volts 
to ground. 

In the heat run and speed test two motors are mounted 
upon the same shaft with the pinion of each meshing in 
the same gear. One motor runs as a driver qnd the other 
as a generator at three-fourths of its full ·1oad for one 
hour. The following readings are taken: 

Speed in both directions of rotation at the beginning 
and end of the test. 

Voltage across the field coils at the beginning and end 
of the test. 

Insulation resistance before and after test. 
Upon completion of the heat run the complete motor, 

while hot, is given an insulation test of 2800 volts to 
ground for one minute. 

When motors pass through the repair shop it is neces
sary that repairs be made so that the motor is in as good 
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operating _condi'.ion as when it left the factory. In order 
to dete~mme this fact the commercial factory tests should 
be appl~ed: Insulation and conductivity tests should also 
be applied to controllers, circuit breakers fuse boxes re
sista_nces, cable~ and air compressor moto'r, and load tests 
applied to the circuit breaker ·and air governor. 

The tests applied to the electric equipment of cars in 
the car house may be divided into two classes: 

r. Those tests applied to locate defects which have not 
as yet reached that stage where they cause trouble in the 
operation of the equipment. 

2. Those tests applied to locate defects which have 
caused trouble in operation. 

The test of the electric equipment of cars which have 
not _shown ~efects in operation may be made by a test car 
eqmpped with motor generator set, resistance coils and 
galvanometer. In making these tests the resistance is 
taken from trolley to ground at each step of the controller, 
and for each motor separately. Circuit breakers and air 
governors are given current tests at 10 volts. The tests 
applied to locate defects which have caused trouble in op
eration are insulation tests, short-circuit test and conduc-
tivity test. ' 

E. H. Anderson, General Electric Com12any, described 
the manufacturer's method of developing a new type of 
motor. After the general characteristics of the motor are 
decided upon the necessa ry calculations of windings are 
made and the details of the mechanical construction are 
worked out in the drafting room. Two or more sample 
motors are then built and submitted to the special tests to 
determine their speed and current ·consumption under dif
ferent conditions of, load, tractive effort, input-output effi
ciency and commutation. One sample motor is geared to 
the shaft with a gear and pinion of normal ratio, and an
other is geared to the same shaft to act as a load when 
driven as a generator. The gears and pinions used are mod
erately worn and repre sent average service conditions. 
Tests of input-output efficiency made in this way include 
gear and bearing losses. If the motors pass these tests 
they are put under cars of different weights and operated 
for long periods under different conditions of speed, stops 
per mile, grades, etc. Test runs of 12 to 14 hours' duration 
are made to determine the temperature rise in the motors 
under normal operating conditions. On the temperature 
rise depends to a great extent the 1 i fe of the motors. The 
weight and speed of the te st car are usually sufficient to 
produce a temperature rise in the motors of not less than 
65 deg. Cent. 

Wire-wound armatures are insulated with cambric and 
varnish. When the varnish is heated above 80 deg. Cent. 
it will begin to deteriorate, and the higher the temperature 
rise in the motor the shorter will be the lift of the insula
tion. 

The speaker had made a study of th e practice of over
loading motors on a number of roads a few years ago and 
found that when motor s were loaded to give a temperature 
rise of from 45 deg. to 50 deg. Cent. the life of the insula
tion was limited only by the mechanical wear and tear. 
\Vi th a rise of 65 deg. Cent. the life of the va rni sh was 
about six years; with a 70-dcg. rise the li fe was from 
two to three years, and with a 90-deg. ri se, corresponding 
to a heat much higher than the boiling point of water, the 
li fe was less than one year. One company used very small 
motors and operated them wit h a tcmperat11re ri se of 85 
to 90 deg., whi ch require<! the armatures to he rewound as 
often as once eve ry three months. Thi s company made 
it s ,1,,·n , nil s and considered it to be more economical to 
nve rloacl light motors and rcwiml them frequ ently than to 
pay mnrc for heavier motors and also · to pay for hauling 
around the extra weight. A 40-hp motor we ighs about 

2700 lb. and a 75-hp motor weighs 4000 lb. T he difference 
in first cost is nearly proportional to the weight. 

In larie motors using ribbon or bar windings sheet mica 
can be wrapped around the separate conductors of the 
main or polycoils, and this type of insulation is unaffected 
by high temperatures. Some motors for one of the Chicago 
elevated railways were operated for three years with a 
temperature rise of 125 deg. Cent. without developing 
trouble. The problem in small motor construction is to get 
a flexibl e in sulation which will withstand excessive tem
pera tu res. Asbestos had been tried, but it absorbed moist
ure readily and thus introduced danger from grounds and 
short-circuits. Another solution of the problem of keeping 
down the weight and cost of railway motors would be to 
use high-speed armatures, but this would involve innumer
able commutator, brush and bea ring troubles. 

Commercial te sts of motors, the speaker explained, were 
intended to insure simply that all motors manufactured of 
one type correspond in their characteristics with those of 
the first sample motors. The high potential tests used were 
necessary to detect faulty workmanship or material dur
ing construction of the motors. The potential used should 
be reduced as the motor progressed toward completion 
since high-potential current if continually applied would 
ultimately break down perfect insulation. The tests pre
scribed by the American Institute of Electrical Engineers 
require a high potential test of 2800 volts for one minute 
while the motor is still hot after a run under load. Great 
care should be used in applying a high potential test to an 
armature taken from service in order to repair only a few 
coils. The insulation of the remaining coils while good for 
further se rvice might be punctured easily by the high poten
tial current and the whole armature would have to be re
wound. A test of rooo volts was usually sufficient for the 
purpose. The speaker did not believe a resistance test of 
insulation was of any real value. 

T. Scullin, master mechanic, New York State Railways, 
used a break-down test on commutators of 3000 volts for 
two minutes and a bar-to-bar test of 200 volts. He made 
weekly tests of the carrying capacity of circuit-breakers, 
which required about one minute for each instrument. His 
experience had been that complete reliance could not be 
placed on the manufacturer 's commercial tests of motors 
before delivery. New motors which may have tested satis
factorily in the factory sometimes failed after 20 minutes 
of service when put under a car. 

C. Remelius, superintendent of rolling equipment, Public 
Service Railway, described a testing car used by his com
pany for inspecting the condition of the electrical apparatus 
on cars at isolated car houses. An old single-truck car 
had been equipped with a high-current low-voltage motor 
generator se t for testing circuit-breakers and a H errick 
galvanometer with the necessa ry appurtenances had been 
installed for testing the resistance of motor fi elds and 
armatures and ca r wiring. The motor-generator set sup
pli ed current at 7 volts. This car was mann ed hy two ex
perts and was nm from car hou se to car house making 
te sts. It could only get over about half the system each 
year and the company was considering h11ilding one or two 
more simil a r ca rs. Referring to Mr. Scullin 's experience 
with 11cw motors failing in se r vice, Mr. Reml'liu s · bclicvccl 
that most fa ilures were du e to th e motors having absorbed 
moi sture in th e windings and insulation whi le being stored 
a ft er delivery. 

1 J. S. \ Vi lli ams, elec tri cal e11g11HTr, Utica & Mok1wk 
Va lky Rai lway, sairl that his rn111pany gave a rmatures 
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which had been completely r ewound a break-down test of 
2000 volts and IO00 volts to armatures which had only been 
repaired. All cars were sent to the shop after completing 
20,000 miles and the circuit-breakers and car wiring were 
thoroughly tested for defects. A potential of IOoo volts 
was used in testing car wiring. 

BEST TYPE OF ROADBED CONSTRUCTION IN PAVED STREETS 

Mr. Benedict, in opening the discussion on this topic, de
scribed the standard track construction of the United Trac
tion Company, of Albany. The subgrade, which is firm 
clay, is first thoroughly rolled and the trench is then filled 
in with 6 in. of crushed stone, which is also rolled. On 
top of this 6-in. x 8-in. yellow pine ties, untreated, are 
placed on 2-ft. centers. The rails are spiked down and the 
track surfaced by tamping, after which broken stone is put 
in between the ties up to the level of the base of the rail. 
A thin concrete foundation for the paving is then placed 
on top of the ties. In order to drain the roadbed a row of 
agricultural tile is laid down each side with cross drains at 
intervals leading to the curb line of the street. ·with this 
construction the ties last as long as the rails. In a piece of 
track laid with girder rail 14 years ago the ties were re
cently found to be in almost as good condition as when laid. 
The speaker believed that steel ties laid in concrete at the 
same cost as wood ties would corrode in time and would 
have little if any longer life, certainly no longer than the 
life of the rails laid on them. 

E. P. Roundey, engineer maintenance of way, Syracuse 
Rapid Transit Railway, thought the weak point of steel 
tie construction was the fastening between the ties and the 
rail which had a tendency to work loose and allow the rail 
to pulverize the surrounding concrete. For track carrying 
light city cars he thought a crushed stone foundation, such 
as was used in Albany, was quite satisfactory, but for track 
carrying heavy interurban cars rigid concrete construction 
was preferable. 

M. J. French, engineer maintenance of way, Utica & 
Mohawk Valley, thought that heavy vehicular traffic did 
more damage to the pavement and track foundation than 
the passage of cars. The life of the pavement was the 
real criterion, and he believed that a rigid concrete founda 
tion would prolong the life of the pavement. 

E. J. Cook, vice-president, New York State Railways. 
said that the most important point in laying concrete track 
foundations was to keep the cars off the track for at least 
seven days, and preferably IO to 14 days, after the concrete 
was laid in order to permit the cement to take a permanent 
set. In laying track on a crushed stone foundation, how
ever, it was advisable to tamp the track to surface while 
the cars were running over it as in no other way could 
perfect and lasting surface be obtained. 

Mr. Benedict did not think rails laid on a rigid con
crete foundation would have as long a life as if laid on 
crushed stone. He also called attention to the marked 
deterioration of concrete pavement foundation near street 
car tracks in Albany, which he believed could be ascribed 
to the effects of electrolytic action from stray return cur
rent. 

Martin Schreiber, engineer maintenance of way, Public 
Service Railway, Newark, N. J., thought that engineers 
had gone too far in advocating rigid concrete foundations 
for all track in paved streets. If the soil in the subgrade 
was such that the track could be held to surface and align
ment on a crushed stone foundation it was not worth 
while to put in the more expensive concrete construction, 
which would be ruined if the street was opened for sewer, 

water or gas pipe excavation. Steel ties could not be used 
to advantage on a crushed stone foundation because so 
many ties were required per mile of track that the expense 
was almost prohibitive. If steel ties are used in a concrete 
foundation they should be rigidly fastened to the rails to 
prevent vibration and disintegration of the concrete. 
Wooden ties when embedded in concrete gave some flexi
bility to the track structure which the speaker believed was 
desirable. Mr. Schreiber thought that some form of pre
servative treatment would eventually be used with all 
wooden ties. The cost of this treatment was constantly 
decreasing. 

Referring to the relative merits of Bessemer and open
hearth steel rail the speaker said that open-hearth rails 
had not yet been in service long enough to determine 
their increased life, if any. They were harder than Bes
semer rails. Manganese steel rails for curves and points 
'Of heavy wear were coming into general use. Two curves 
on the Public Service Railway, on which Bessemer rails 
formerly wore out and had to be renewed every nine 
months, were I.aid with manganese rail two years ago and 
to-day show little appreciable wear. 

The life of rail joints should equal the life of the rails, 
but not mechanical joint with which the speaker was fa
miliar had a long life under heavy traffic. The ordinary 
bolted fish-plate joints gave out in about three years. Some 
form of welded or rigidly riveted joint should be used. It 
was most important, however, to finish perfectly by grind~ 
ing the surface of the rails at welded joints so as to prevent 
any pounding. A difference of as little as o.oI in. would 
cause trouble in time. 

Mr. Schreiber called attention to the desirability of adopt
ing a few standard rail sections. At the present time more 
than 200 sections, many of them differing only slightly 
from others, were being rolled. He believed that IO stand
ard sections would cover all requirements and the general 
use of these standards would result in lowering the cost of 
rails and promote prompt deliveries from the mills. 

HAS SLOTTING COMMUTATORS ELIMINATED MOST OF THE 

COMMUTATOR AND BRUSH TROUBLES? 

W. J. Harvie, chief engineer, Utica & Mohawk Valley, 
opened the discussion on this topic. He had been told by an 
engineer whose opinion he valued highly that slotting com
mutators was unnecessary and that good commutation was 
dependent entirely on the kind of mica used for insulation 
between the segments. His own experience had been that 
slotting the commutators of any type of motor reduced 
trouble from sparking and flat spots and reduced the wear 
on the brushes." 

E. H. Anderson, General Electric Company, said that if 
the softest grade of amber mica was used it might not be 
necessary to slot commutators, but very soft mica caused 
trouble by having insufficient resistance against compres
sion. It tended to squeeze out and distort the shape of the 
commutator. A carbon brush sliding on a commutator is in 
effect an arc lamp of high temperature which burns away 
the copper and disintegrates the mica. The problem is 
to cut down the mica as fast as the copper wears away. 
There had been great improvements made in carbon brushes 
recently and less commutator trouble might be expected. 
He cited some motors used in extraordinarily hard service 
in Kansas City, Mo., in which brushes containing I¼ per 
cent of carborundum had solved the difficulty of cutting 
down the mica as fast as the copper wore off. He did not 
believe, however, that this w~s the proper solution. The 
best method was to use mica hard enough to prevent the 
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commutator losing its shape and then slot out the mica to a 
moderate depth at regular and frequent intervals. 

Slotting commutators too deep may cause as much trouble 
as not slotting at all. The Boston Elevated Railway at
tempted to overcome commutator trouble on a large number 
of WP-50 motors by slotting ¾ in. deep. The commutators 
still gave trouble and the company is now slotting only 
1/32 in. deep, but doing the work frequently. A possible 
method of overcoming most if not all commutator trouble 
would be to use the very hardest mica of double the thick
ness now employed and keep the mica constantly cut out to 
a moderate depth. 

D. E. Blair, superintendent rolling stock, Montreal Street 
Railway, said he had had no trouble with commutators 
which were not slotted, but he was planning to experiment 
with slotting and had designed a machine to do the work. 
In repairing commutators he always used the softest grade 
of Canadian amber mica and commutators made or re
paired in the company's shop had a life nearly three times 
that of the commutators on the motors when received from 
the manufacturer. 

~fr. Benedict said he did not slot the commutators of 
small motors, but did slot large motor commutators. He 
did not believe the results on small motors warranted the 
expense. 

Mr. Williams said that the Utica & Mohawk Valley began 
to slot all commutators about a year ago and that the re
sults on small motors were as satisfactory as on large 
motors. In 1908 before slotting was tried, an average of 
82 commutators were repaired each month, but in 1909 this 
had been reduced to 32 a month. There had also been an 
equally large reduction in brush consumption. In 1908 an 
average of 789 brushes were used per month, while in 1908 
this had been reduced to 471 brushes per month. The 
value of slotting lay not so much in the better commutation 
obtained and freedom from break-downs as in the marked 
rnving in general motor maintenance. 

INTERURBAN CODE 

C. Loomis Allen, in discussing the interurban rules 
adopted at the Denver convention of the American Street 
& Interurban Railway Transportation & Traffic Association, 
stated that there was a long time when it was a question of 
doubt in the minds of many whether the American Associa
tion as reorganized in St. Louis in 1904 would survive. 
There was a period of considerable trial in the early years 
of the association, and great credit was due to a few of the 
first officers and supporters of the movement to make the 
associa tion a representative one in the industry. Those who 
attended the last Denver convention realized that the fu
ture of the association was now assured. 

Mr. Allen said that the work in which electric railways 
were engaged was live work. It changed as the day 
changed, and what was good practice a yea r ago was not 
good pract ice now. For a number of years the committee 
of th e American Association had considered rules govern
ing the operation of trains, and was most act ive last year, 
giving time and experience freely in the consideration of 
the subject. The fir st report submitted at the convention 
of 1908 was not adopted, but was referred back to the 
commi ttee for further consideration. Anoth er report was 
made at the last co nvention, after consultation between 
the rai lroads and public service commi ssions. It was with
out doubt the unanimous sentiment of the offi cers a ncl the 
executive committee of the Transportation & Traffic Asso
ciation ancl the American Association that the interurban 
and ci ty rules as presented a nd amendc(l represented the 

best thought and practice of the industry. While there 
were some radical amendments at the convention, the clear
ing house of votes reconciled all the differences. 

Mr. Allen then referred to the movement for the adop
tion of rules in Ohio involving differences from the Amer
ican code. He said, as announced in last week's issue, 
that at the next annual meeting of the New York State 
.t\ssociation, he would move the adoption of the American 
code with such amendments as might be needed to fit it 
for local conditions in New York. 

----·♦·----

HEARING ON LIGHTING OF SUBWAY TRAINS 

The hearing before the Public Service Commission of 
the First District of New York regarding the lighting of 
trains in t~e subway was continued before Commissioner 
Eustis on Dec. IO, 1909, with Chairman Willcox also in at
tendance and H. H. Whitman as counsel for the commis
sion. Frank Hedley, vice-president and general manager, 
and Theodore Waugh, attorney, represented the Inter
borough Rapid Transit Company. 

The first witness was an expert for the commission who 
had conducted photometric tests to ascertain the relative 
efficiency of 16-cp frosted lamps with prismatic reflectors 
and 16-cp lamps without the reflectors. The efficiency of 
the 16-cp frosted bulbs with prismatic shades as light dif
fusers was IO per cent to 15 per cent greater than the un
shaded, unfrosted lamps. To equip the trains of the com
pany with the frosted lamps and shades would involve an 
.initial expenditure of $7,500. He cited the auxiliary storage 
battery installation on the cars of the Hudson & Manhattan 
Railroad, which was automatically cut into circuit when the 
power current failed. This equipment added 180 lb. to the 
weight of each car and cost $70. 

Mr. Hedley said that the 16-cp plain lamps were so far 
superior to the IO-cp lamps now in use that he felt they 
would meet all the requirements. He was certain that the 
slightly increased efficiency with the frosted lamps and re
flectors did not justify the additional expense which they 
would entail. Moreover, they would be costly to maintain, 
and would detract from the appearance of the car if the 
reflectors were damaged and not replaced at once. 

E. G. Connette, transportation engineer of the commis
sion, had inspected the train being operated by the company 
which is equipped with the 16-cp plain lamps and from a 
layman's viewpoint felt that these lamps were better suited 
to the requirements than the frosted lamps with reflectors. 
It was true that the distribution of light was better with 
the r eflectors and frosted globes, but the difference did not 
seem to justify the additional expense involved a nd the 
ca r equipped with th e unfrosted, unshaded lamps certainly 
appeared to be better lighted than the other. Mr. Eustis 
and Mr. Whitman both agreed with Mr. Connette about the 
relative attractiveness of th e two methods of lighting and 
th eir probable effect upon the passengers. 

Mr. H edley had 50,000 IO-cp lamps on hand at the time 
of the hearing and thought it would take about 30 days to 
secure enough 16-cp plain railway lamps to replace those 
now in use. He agreed to change fro m the IO-cp lamps to 
the 16-cp unf rosted lamps on both the elevated and the sub
way rolling stock, th e one case before the commission being 
made to cover both the subway and th e elevated lines, pend
ing a n order from the commission to thi s e ffect. T he sub
jects of sta ti on lighting and storage battery equipment to 
supplement th e lighting cii:cuits on cars were to be- heard on 
Dec. 17. 
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MEETING OF THE CENTRAL ELECTRIC ACCOUNTING 
CONFERENCE 

The eleventh regular meeting of the Central Electric Ac
counting Confe rence was held at the Algonquin Hotel, 
Dayton, Oh io, on Dec. II , 1909. 

There were present, representing the accounting depart
ments of electri c railways within the States of Ohio, 
Indiana, Illinois, Kentucky and W estern P ennsylvania, W. 
H . Forse, Jr. , A. F. Elkins, C. B. Baker, W. B. Wright. S. 
C. Rogers, E . D. Gault , H erbert M. Burington, C. E. Thomp
son, Kinney Sprague, W alter Schroyer , E. J. Skehan, F. K. 
Young, A. Katterheinrich, Gus A . Kohler, William H. Nei
kirk, L. T. H ixson, A . J. Lamb, E. L. Ka semeier, 0. Bur
gett, 0. J. Davis, J . E. Hirshey and W . D. Mertins. C. C. 
Collins was present as a representatiye of the Central Elec
tric Traffic Association. \V. H. F orse , Jr. , acting president, 
was chairman. Following is an abstract of the report of th e 
executive committee: 

RE P ORT OF EX ECUTIVE COMl\IITTEE 

The confe rence during the past yea r has again had its 
influence recognized in a national way. The rules fo r 
settlement of interline transactions, whi ch we re adopted by 
the conference in Mar ch , 1907, and the set of uniform 
blanks adopted in Mar ch of this year were used as a basis 
for the report submitted by the committee on interline ac
counts of th e American Street & Interurban Railway Ac
countants' Association. A fter a full discussion of that 
report at the Denve r convention, in October, it was adopted, 
and the National Association is now on record as r ecom
mending the methods which were formulated by the Central 
Electric Accounting Conference. 

The question of affilia tion with the Central E lectric Rail
way Association has not yet been discussed in a formal 
manner with the members of that association, because it has 
been impossible on account of sickness or absence of mem
bers of our executive committee , to meet the appointments 
requested by the Central Electric Railway Association. 
When the meeting is held your committee will present 
whatever proposal is made, to be voted upon by the con
ference as a whole. 

The report of the committee on "Uniform Practice in the 
Treatment of Car-Miles and Car-Hours" included an ab
stract of the proceedings of the Denver conve ntion of the 
American Street & Interurban Railway Accountants' A sso
ciation, and was presented by S. C. Rogers, the chairman. 

The plan outlined by the committee as a uniform practice 
in the treatment of car-miles and car-hours, as publi shed 
elsewhere in thi s issue, was on motion adopted as the stand
ard of the Central Electric A ccounting Conference. 

The abstract of the proceedings of the Denver meeting of 
the Accountants' A ssociation, presented by the same com
mittee, said in part : 

REVIE W OF DEN VER MEETI NG 

The convention held at Denver was attended by a fair 
representation of the members. 

Denver is an ideal city in which to hold a conyention. 
About the fir st thing a person observes upon arriving in 
the city is the narrow-gage railway track and its very light 
and well-kept car s. The mountain scenery about Denver is 
very beautiful. The hospitality shown and the entertain
ment furni shed by the local company have never been ex
celled by any company. 

While ther e were fewe r meetings, the prompt and r egular 
attendance of every delegate showed the deep interest in 
the convention. T he meeting was called to order by Presi
dent R. N . \ i\Tallis and he deliver ed a very able and interest
ing address. 

The paper on " Interurban Statistics," by S. C. Rogers, 
t reasurer, Mahoning & Shenango Railway & Light Com
pany, was read in hi s absence by W m. H. Forse , Jr., treas
urer , Indiana U nion Traction Company. There was con
side rable di scussion which brought forth the fact that 

almost all companies represented were using revenue miles. 
A number thought that dead miles should also be included 
as it cost almost as much to operate cars to and from 
starting point as for regular service, which consumes a cer
tain amom~t of power, including maintenance of equipment, 
platform time, etc. After some further discussion as to 
whether or not the "ton-mile" was not the most accurate 
the subject was referred to the committee on standard 
classification of accounts for a report. 

The paper on the "Electric Railway Auditor and His 
Duties and Relation to the Organization," by W. B. Brock
way was a very able paper, and in his absence was read 
by W. F. Ham, of Washington. 

The paper on "Pay Rolls and Time-Keeping," by N. E. 
Stubbs, auditor, United Railways & Electric Company, of 
Baltimore, was also a very able paper. Almost all com
panies pay twice a month. The Denver company trainmen 
receive their pay each day. Mr. Ham, of Washington, 
stated his company used the same method. Both companies 
think this is a very good practice and lessens the desire 
n:f the trainmen to hold out fares, as they always have 
money of their own by being paid each day. Mr. Ham 
stated it did not entail a great deal of additional labor to 
keep thi s record. From the discussions brought forth it 
seemed that most companies present paid by cash and tool.: 
r ~ceipts, while a number paid by check and gave very good 
reasons for that system, which is far in advance of the cash 
envelope system, where companies operate interurban lines 
or other properties that are pretty well scattered, as it re
duces the labor in making up a pay roll. It also is a better 
protection to the company. There is less chance for leak
age, as a check is made payable to the order of the em
ployee and this can be sent out to the different foremen 
through registered mail, while in the case of paying cash it 
would be taking quite a risk, unless a company runs a pay 
car, which is quite expensive. 

The paper on "Stores Accounting and Inventory," by E. 
S. Pattee, was a very interesting paper. 

The report of the standing committee on standard classi
fication of accounts and forms of reports urged the mem
bers of the association to use the new classification as 
adopted by the Interstate Commerce Commission whether 
or not they were subject to Federal or State supervision. 
It seems the majority of roads present were not using the , 
new classification. Everybody that was using the standard 
classification as adopted by the Interstate Commerce Com
mission was very much in favor of it and found it more 
satisfactory than the old classification formerly used, es
pecially those operating interurban lines. 

The report of the committee on interline accounting rec
ommended the unit type of way-bill for each shipment, in
stead of the blanket way-bill such as is used by steam lines 
:rnd a few electric lines, as the unit way-bill answers the 
purpose of the interurban lines better than the blanket way
bill. This is the same form that has been adopted by the 
Central Electric Accounting Conference. The committee 
also recommended the same use of forms and manner in 
reporting interline tic!.:et sales as adopted by the Central 
Electric Accounting Conference. 

PAPERS PRESENTED 

The paper on "Conductors' Fare Collections," by C. E. 
Thompson, auditor, Chicago & Milwaukee Electric RaiJroad, 
which is published elsewhere in this issue, resulted in a dis
cussion that brought out a number of important points in 
connection with the collection of fares. This paper will no 
doubt be followed in the near future by another taking up 
other features in connection with the same subject. 

A paper was read by E. D. Gault, auditor, Mahoning & 
Shenango Railway & Light Company, on the "Accounting 
Features of the Corporation Tax Law." This paper and the 
subsequent discussion served to give a very much better 
understanding as to the requirements of this law. Mr. 
Gault said there were possibilities of changes in the law by 
Congress as business men expecte<l to make objections to 
some of its provisions. Companies were not, however. 
justified in assuming that any changes would be made, but 
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should prepare to observe the law and render reports within 
the specified time. 

The committee on resolutions, composed of S. C. Rogers, 
L. T. Hixson and Kinney Sprague, prepared suitable resolu
tions expressing the appreciation of the work done in the 
interests of the conference by the former president, M. W. 
Glover. The resolutions were adopted and ordered spread 
upon the minutes of the meeting and a copy forwarded to 
Mr. Glover. 

OFFICERS ELECTED 

The nominating committee consisted of C. E. Thompson, 
F. K. Young and E. D. Gault. The election was by ballot 
and resulted as follows: President, W . H. Forse, Jr. , treas
urer, Indiana Union Traction Company; vice-president, S. 
C. Rogers, treasurer, Mahoning & Shenango Railway & 
Light Company; secretary and treasu rer, L. T. Hixson, 
auditor, Terre Haute, Indianapolis & Eastern Traction Com
pany; to fill places on the executive committee, C. B. 
Baker, assistant auditor, W estern Ohio Railway; C. E. 
Thompson, auditor, Chicago & Milwaukee Electric Rail
road. 

The next meeting of the conference will be held at Fort 
Wayne, Ind., on March 12, 1910. 

----♦----

UNIFORM PRACTiCE IN THE TREATMENT OF CAR
MILES AND CAR-HOURS* 

BYS. C. ROGERS, W. H. FORSE, JR., AND H. E. VORDERMARK 

Your committee, after careful consideration, would re
spectfully submit the following plan of uniform practice in 
the treatment of car-miles and car-hours: 

REVENUE CAR-MILES 

The miles run by all cars when in use for revenue earning 
purposes only. 

Revenue car-miles to be divided into two classes: 
a. Cars used in passenger service ( including chartered 

and special cars). 
b. Cars used in freight, express and mail service. 

NON-REVENUE CAR-MILES 

The miles run by all cars for other than revenue earning 
purposes. 

Subdivisions of No n-Revenue Car-Miles 
First. Non-revenue car-miles of revenue earning ca rs. 
The miles run by all cars between the car house and 

initial route terminal prior to their use for revenue earning 
purposes, divided into two classes: 

a. Cars used in passenger service (including chartered 
and special cars). 

b. Cars used in freight, express and mail service. 
Second. Non-revenue car-miles of cars for repair and 

transfer. 
The miles run by all cars while being transferred from 

one point to another for the purpose of repair or to be 
placed in service (not including movemen t of cars within 
car houses or car yards). 

Third. Non-revenue car-miks of company se rvice cars. 
The miles run by all cars used in the service of the com

pany, the expense of which is chargeable to the company it
self, including work cars, sand cars, sprinklers, sweepers, 
snow plows, wrecking cars, etc . 

TRACTION MILES 

The miles run by locomotives or other fo rm s of motor 
vehicles used for traction purposes on ly. 

TRAIN CA R- MILES 

When cars are operated en-train, ei ther in passe nger or 
freight service , the mile s run by the train as a unit should 
be computed, but should not he used in the division of 
revenue or operating expenses except as it may apply to th e 
revenue or expense incident to the operation of the train 

• Report prcst,nlr<I at th (' mcet in K of 1hc Crntrnl Elec tri c /\c•c·ountinK 
Conf~rcncc, llayton, Ohio, Dec. 11 , 1909, 

itself. The miles run by the motor car and each trailer 
car individually to be used in applying to divi sio n of reve
nue and operating expenses. 

REVENUE CAR-HOURS 

The hours of all cars when in use for i:evenue earning 
purposes only. 

Revenue car-hours to be divided into two classes: 
a. Cars used in passenger service ( including chartered 

and special cars). 
b. Cars used in freight, express and mail service. 

N ON-REVENUE CAR-HOURS 

The hours of all cars for other than revenue earning 
purposes. 

Subdivisions of Non-Revenue Car-Hours 
First. Kon-revenue car-hours of revenue earning cars. 
The hours of all cars between the car house and initial 

route terminal prior to their use for rev enue earning pur
poses, divided into two classes: 

a. Cars used in passenger service ( including chartered 
and special cars). 

b. Cars used in freight, express and mail service. 
Second. Non-revenue car-hours of cars for repair or 

transfer. 
The hours of all cars while being transferred from one 

point to another for the purpose of repair or to be placed 
in service ( not including hours of cars within car houses 
or car yards). 

Third. Non-revenue car-hours ot company service cars. 
The hours of all cars in the service of the company, the 

expense of which is chargeable to the company itself, in
cluding work cars, sand cars, sprinklers, sweepers, snow 
plows, working cars, etc. 

TRACTION HOURS 

The hours of locomotives or other forms of motor ve
hicles used for t raction purposes only. 

TRAIN CAR-HOURS 

vVhen cars are operated en-train. either in passenger or 
freight service, the hours of the train as a unit should be 
computed, but should not be used in the division of revenue 
or operating expenses except as it may apply to the revenue 
or expense incident to the operation of the train itself. 
The hours of the motor car and each trailer car individ
ually to be used in applying to division of revenue and 
operating expenses. 
METHOD OF OBTAI N ING DATA N ECESSARY FOR COMPUTATION 

OF CAR-MILES AND CAR-HOURS 

The data for the computation of the car-miles and car
hours should be obtained from the daily report of con
ductors , which report should be so arranged in form as to 
indicate the exact movement of the car or cars under the 
conductor's direction and the hours such car or cars are 
operated, supplemented by a daily report from the mechan
ical department as to the movement and car-hours of cars 
under their di rection. In other words, the accounting de
partment should have, each day, a report as to the exact 
move ment of each and every car of the company or sys tem 
and th e car-hours in operation, and all computation should 
be made directly from such daily reports. 

Your committee recommends the foregoing plan, with the 
belief that it will furnish data of g reat value to the man
agement engaged in operation of r ailway property. It also 
fo rms a better basis of compari son between companies, 
particularly as it serve!- to define many of the questi ons 
that arise when an analysis of car-miles and car-hours is 
made for comparati ve purposes, namely: 

First. Car-mile s and car-hours that apply lo revenue 
earning purposes excl usively. 

Second. T hat apply as a n ex peu~c in the move ment of 
cars between th e ca r house a nd the initial route terminal, 
as to whi ch point they enter upon their rl'vcnuc ea rning. 

T hird. That apply as an expense in the 1110,·cnwnt of 
cars over the sys tem for the pttrposC' o f repair or trans fer 
to other points for service. 

Fourth . That apply as an expense in 'the 11 10,·e111ent of 
cars nsed exclusively in the company's sc rvicl' . 

Fifth . T hat a pply to locomoti ve ~ or other forms of 
111olor vehi cles used exclt1!-ively for traction purposes. 

We lwlicvc that many economics c:i n ht• effected by the 
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m~nagement having a n accurate knowledge of the car
miles and car-hours under the above plan, as the lines are 
drawn very clearly between the miles run and the hours 
in service of cars when in use for revenue earning pur
poses only and the miles run and hours of all cars when 
operated for non-revenue purposes, segregated in a man
ner that wi ll a llow of the cost per car-mile and per car
hour being determined under each of the subdivi sions. 

Your committee has in the for egoing plan simply laid 
down fundamenta l principles that will be practical in uni
form practice operative on all companies, and under which 
furth er segregation of car-miles and car-hours can be 
made as may be desired by individual companies. 

---◄♦·----

CONDUCTORS' FARE COLLECTIONS * 

BY CHARLES E. THOJ\IPSON, AUDITOR, CHICAGO & MILWAUKEE 

ELECTRIC RA ILROAD 

The proper accounting for all fares collected by con
ductors is one of the most difficult problems which confronts 
the accountants of electric railroads and it is also one of 
vital importance to the companies because of the fact that 
the conductors ' collections represent, in almost eve ry case, 
at least 90 per cent of the r evenue of the company. 

Every one who has studied the question of checking em
ployees who handle cash in any business, must realize that 
there is a limit to every system beyond whi ch he must rely 
upon the honesty of the men. 'Ne will probably all agree 
that honest men are greatly in the ma jority and that most 
men who become di shonest become so because proper 
methods are not used to prevent their fir st step in wrong 
doing. The accountant, th erefore, has a responsibility to 
the men as well as to the company he represents, when de
vis ing and conducting a system for accounting for money 
handled by them; and he finds it hi s duty to throw as many 
safeguards around the men as possible. 

The aim of every system of accounting for fare collec
tions is to insure that all fa res collected wi ll be turned in 
cind to provide traffic sta ti stics. No one method may be re
lied upon entirely to insure that all fa res will be turned in, 
but all methods must be comb.ined to obtain the best re
sults. The principal methods include the 

0

fidelity bond, the 
fa re r egister , cash fare receipts, reports of over and short
ages a nd secret inspection. Requiring trainmen to give a 
fidelity bond insures the company that no men will get into 
their employ who have not clean reco rds, and the fac t that 
they are under bond has a splendid moral effect upon the 
men. The fare register and the cash fare receipt give each 
passenger the opportunity of discovering and repo rting the 
conductor who does not register the fare promptly and 
co rrectly. The report of ove r s and shortages, if properly 
followed up by the superintendent, keeps him informed as 
to the conduct of hi s men and makes them feel that they are 
being checked closely and are subj ect to discipline. 

Much may be accomplished by inspiring the spirit of 
rivalry among the men. This can be done by a system of 
grading the men and furnishing each man a r epo rt at stated 
intervals which shows hi s standing. Secret inspection, 
while seldom productive of direct results, has a good moral 
effect upon the men and is of value when combined with 
the general scheme of preventing men from wrongdoing. 

In pr eparing traffic statistics, the accountant must know 
the total number of fares collected, the amount of each fare , 
whether ticket, cash fa re or transfer, and if he provides the 
transportation department with the required information he 
must know between what points the passenger rides. The 
cash-fare receipt is superior in many ways to the fare 
register. We find it equally as good a check upon the con
ductors and it gives information as to points between which 
passengers ride as well as the amount of fare collected. The 
cash-fare receipt, however, requires more time than the 
register, and for this reason cannot be used to advantage by 
companies having a large volume of short-ride patrons. 
The re are many kinds of r egisters in use, all of which are 
good under certain conditions, but none of which is entirely 
satisfactory to companies having fares of more than $r in 

* Abstract of paper read before the Central Electric Accounting Con• 
ference, Dbyton, Ohio, Dec. rr, 1909. 

amount. By registering the amounts of fares most fre
quently received and issuing cash-fare receipts for all other 
cash fares, we are enabled to get from the register the total 
passengers carried, and from the register reports and the 
cash-fare receipts, the number of transfer passengers, ticket 
passengers and cash passengers of the different denomina
tion of fares. We are not able to determine, however, the 
points between which the passenger paying cash fare rode. 

Great care must be taken in establishing a system of fare 
collections in order that the conductors shall not be so 
burdened with red tape that they cannot properly operate 
the car and collect the fares from all passengers in the 
running time allowed between stations. 

The collection of fares on our city lines has been greatly 
simplified by the introduction of the pay-as-you-enter cars. 
These cars place the conductor in a position where he can 
collect fares easily and rapidly and at the same time be 
where he can look after the safety of passengers boarding 
and alighting from his car; and the companies using these 
cars are enjoying largely increased revenue as the result. 
Interurban roads are coming to realize . the advantages 
gained by inducing their patrons to purchase tickets before 
boarding cars . . The conductor can collect ticket fares much 
more rapidly than cash fares, is r elieved from handling 
large amounts of money and of making change, and the 
money is handled by a few agents whose accounts are much 
more easily audited. Patrons of electric railroads have 
been accustomed so long to paying a cash fare on the elec
tric cars that it is now largely a matter of education to get 
them to purchase tickets, but liberal advertising will bring 
results even where there is no saving and business can be 
greatly stimulated by inducing patrons to purchase return 
t ickets at a rate slightly lower than double the one-way rate. 
Companies that have established cash-fare rates, which are 
as low or lower than consistent with the service rendered, 
are g reatly handicapped in inducing patrons to purchase 
tickets. Companies not so handicapped can reduce their 
cash fares to a very small percentage of the total by selling 
tickets at a lower rate than the cash-fare rates. 

The solution of the question of proper methods of ac
counting for conductors' fare collections is to reduce to a 
minimum the number of passengers paying cash fares and 
by so doing relieve the conductors of much labor, furnish 
the accounting department a source of information from 
which any statistics desired may be compiled and to a much 
greater degree insure the company against loss. 

---◄♦•----

COLLECTION OF CORPORATION TAX 

The rules which will govern the United States Treas
ury Department in the collection of the corporation tax 
have been made public by Secretary Franklin MacVeagh. 
The definitions of net and gross income are as follows: 

"Net income" means not only net profits arising from the 
ope ration of the principal business of the corporation, but 
all items of income received from other sources, such as 
investments, holdings in other companies and businesses, 
etc. The expression "net income" is used because there can 
be no question as to its embracing amounts of income re
ceived from these outside sources, whereas there might be 
some question as to whether or not such items would be in
cluded in the expressions "net profits" or "net earnings." 

In the same manner the term "gross income" includes 
o-ross profits, the expression being used because there can 
be no question but that it embraces all items of income re
ceived by any corporation from any source, while there 
might be some question as to whether "gross profits" or 
"gross earnings" would embrace such items. 

Corporations are divided into six classes, and the follow
ing definitions apply to transportation companies: 

Gross income consists of the gross revenue derived from 
the operation and management of the business and prop
erty of the corporation making the return, together with all 
amounts of income (including dividends received on stock 
of other corporations, joint stock companies, and associa
tions subject to this tax) derived from all other sources, as 
shown by the entries on its books from Jan. I to Dec. 31 
of the year for which return is made. 
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PROGRAM FOR MID-YEAR MEETING OF THE AMERICAN 
STREET & INTERURBAN RAILWAY ASSOCIATION 

The American Street & Interurban Rai lway Associa
tion is planning to hold its mid-year meeting in January at 
which time there will be a meeting of the executive com
mittee and a number of concurrent meetings of other com
mittees of the association. The dates set for the mid-year 
meeting are Jan. 27 and 28, the last Thursday and Friday 
of the month, and it will be held at the headquarters of the 
association, 29 West Thirty-ninth Street, New York. On 
T hursday morning the committees which will meet will be 
those on public relations, Interstate Commerce Commission 
affairs, compensation for carrying United States mail and 
revision of associate membership. The chairmen of the 
committees on active and associate membership will also be 
present. 

On Thursday afternoon the executive committee of the 
association wiH hold a session and will receive the reports 
of the committees which have met during the morning so as 
to act on their conclusions and draw up a tentative program 
for the work during the ensuing year and for the convention 
of 1910. 

In accordance with the resolution passed at the recent 
Denver convention, a general conference will be held on 
Friday, Jan. 28, which will be open only to the officials or 
representatives of member companies who fix the policies 
of the member companies they represent. This conference 
has been arranged with the idea of bringing together the 
representative men of the street railway field to discuss the 
important subj ects which bear directly on the question of 
return upon capital invested, and it is expected that, with 
a large attendance and a general interchange of ideas, re
sults beneficial to street r ailways will be derived. 

On Friday evening the Manufacturers' Association will 
tender a banquet to the executive committee and other visit
ing officials. Arrangements have been made for addresses 
at this banquet by several gentlemen prominent in national 
affairs who have an intimate knowledge of the electric rail
way industry. 

----·♦·----

ANNUAL MEETING OF THE AMERiCAN STREET & INTER
URBAN RAILWAY MANUFACTURERS' ASSOCIATION 

A mee ting of the executive committee of the American 
S treet & Interurban Railway Manufacturers' Association 
was held in New York on Dec. IO. The members 1of the 
outgoing executive committee who were present were the 
following: Jos. R. E lli cott, Eastern manager , Westinghouse 
Traction Brake Company, New York, N. Y.; Charles C. 
Pei rce, manage r r a il way department, General Electric 
Compa ny, Boston office, Boston, Mass. ; Charles C. Castle, 
vice-president, H ildreth Va rni sh Company, New York, N. 
Y.; C. S. Hawley, vice-president and general manager , 
Consolidated Ca r Heating Compa ny, New York, N. Y.; K. 
D. llcquembourg-, ge neral sale s agent, W alker & Dennett 
Manu factur ing Company, New York , N. Y.; J ames H . 
McCraw, president , McG raw Publi shing Company, New 
Y<J rk, N. Y.; llenry C. Evans, Lorain S teel -Company, New 
Yo rk, N. Y.; IIoward F. Martin , general manage r o f sales, 
Pl" nnsylvania S teel Company, P hiladelphia, l'a .; Arthur 
S. Partridge, president, Arthur S. P artridge & Company, 
St. Louis, Mo.; J. W. Porter, fi r st vice-presid(" nt , Electric 
Service Supplies Company, Chicago, 111. ; J\. TT. S isson, 
general manager, Forsyth Bro th ers Company, Chi cago, [II. ; 
W . L. Conwell , W estin g-house Electri c & Ma nufacturing 

Company, New York. Oti s H. Cutler, president A merica n 
Brake Shoe & Foundry Company, New York, N . Y ., was 
represented by William McGowan. 

The outgoing committee approved the secretary-treas
urer's report, which showed that on Dec. 8, 1908, the bal
ance on hand was $6,851.88; that receipts for the year since 
were $24,007.17, the disbursements $25,989.76, and the bal
ance on hand $4,869.29. The secretary-treasurer's report 
also showed that the association had 274 members, of whom 
60 had been initiated during the past year. 

The election of officers followed, and Joseph R. Ellicott 
was re-elected president. The four vice-presidents were 
also r e-elected, as follows: Mr. Peirce, in charge of en
tertainment; Mr. Hawley, in charge of finances; Mr. 
H equembourg, in charge of exhibits, and Mr. McGraw, in 
charge of relations with the American Street & Interurban 
Railway Association. Mr. Conwell was appointed chair
man of the committee on hotels; l'vir. Castle , chairman of 
the committee to report on changes in the method of issu
ing badges; Mr. McGraw, chairman of the press commit
te e, and Mr. Partridge, .chairman of the membership com
mittee. 

----♦·----

ASSISTANCE TO PASSENGERS IN ALIGHTING 

BY HOWARD C. LAKE 

In the discussion of the report of the city rules com
mittee at the Denver convention a written communication 
was contributed by James L. Quackenbush, general attorney 
for the Metropolitan Street Railway Company in N ew York 
City, and was printed on page 753 of the ELECTRIC RAIL
WAY JouRNAL for Oct. 7, 1909. This communication called 
particular attention to Rule II0, which refers to con
ductors assisting elderly and feeble persons, etc. , from the 
cars, and stated that the highest court in N ew York State 
had decided that such action on the part of the conductor 
imposes a duty upon the company that it shall be done 
carefully and that if a passenger falls by reason of an 
employee's negligence, the company is liable. In other 
words, liabi lity may be imposed for the negligent doing 
of a gratuitous act. The letter has suggested the inquiry 
as to whether the law on this point was the same in other 
States. 

A reading of the case cited by Mr. Quackenbush (Han
lon vs. Central Rai lroad Company, 187 N. Y. 73) shows 
that plaintiff was a passenger on a train which had arrived 
in Jersey City and that, while she was in the act of descend
ing the car steps, the conductor reached out hi s hand to 
help her, took her arm by the elbow, but before she stepped 
down withdraw his support and she fell. The plaintiff re
ceived a judgment which was unanimously affirmed in the 
Appellate Division of the Supreme Court, though no 
opinion was rendered. It was then taken to the Court o f 
Appeals, the highest tribunal, where it was again unani
mously affirm ed, so that que stion may now be said to be 
definitely determined. 

The neglige nce a llegell was that the se rvant , wi thout 
warning-, removed his hand. Ther e wa s no claim of de
fective steps or platform. Thi s the jury was di stinctly told 
and furth er : "That the defendant was 11 nckr 110 duty, 
through its employees or otherwi se , to ass ist this plaintiff 
in alighting- from the train." The counse l for the com
pany was re fused the rC' ques ted instruction : "That the 
defendant wa s not li ahk for the ca reless11 ('ss , i f any, of the 
conductor in performing a g ratuitous cou rt(" sy to the plain-
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tiff. " The only questi on was said to be whether the com
pany's contractual relation extended to a responsibility for 
the act of its servant in charge of the train. The reasons 
for the deci sion are quoted below: 

A conductor is placed in a position of r esponsible control 
by th_e co1~pany and he is bound to exercise the greatest 
care tn seemg to the safety of passengers. He is invested 
~ ith such _apparent authority over them as, reasonably, to 
1:1duce their confidence in and compliance with his direc
tions and, as well, their reliance upon his acts. The situa
tior:i, in this case, it is true, was not such as to suggest any 
serious danger to the plaintiff in leaving the car; but, when 
the conductor assumed to extend his aid in doinrr so she 
had the right to accept it and to rely upon his act being a 
careful one. 

The action was apparently decided de nova, and at the 
t ime did not attract the attention which its novelty and im
portance deserved. 

This New York decision, twice unanimously made by two 
different courts, would doubtless be followed should the 
question arise in other States, but so far as the writer 
of this article has bee n able to find, it has never been ad
judicated elsewhere in exactly this . form, but there will be 
general assent to Mr. Quackenbush , who has had consider
able experience in de fending the suits of the largest street 
railway litigant in this country, as to the practicability as 
a business proposition of continuing the rule and assisting 
certain classes of passengers in alighting. The reasons ad
vanced in his letter seem convincing. 

A somewhat similar case was decided by the Supreme 
Court of Wisconsin in 1900, in the case of \Verner vs. 
Chicago & Northwestern Railway Company (81 N. W. Rep., 
416) . It appeared that a railway employee invited a lady 
passenger weighing over 200 lb. to alight on the side of the 
car where the lowest step was over 2 ft. above the frozen 
ground. She was the la st to leave the car, and her little 
boy got off just ahead of her. When she reached the plat
form and came down the steps the employee, who "had a 
uniform on," took hold of her left hand, gave her a little 
pull and caused her to lose her balance. The uniformed 
employee of the railway, whose duty it was to stand by the 
steps as passengers entered or left the car, testified that 
preceding passengers had alighted on the west side, that 
when plaintiff and her son approached she was not looking 
toward him and he said: "Step off on this side, please." 
As she neither looked nor made answer, he crossed to the 
opposite side, helped the boy off, turned around to put down 
her shawl-strap, which she had handed him, did not get 
hold of her until she was getting off the step and that after 
she got upon the ground her legs gave way. H e had asked 
her to wait until he could put down the bundle. 

The Appellate Court said that it would have to accept 
plaintiff's version as correct, but observed that both agreed 
in testifying that tendering his services to .assist her off the 
east side of the car must be regarded as an invitation for 
her to get off on that side of the car. Plaintiff's verdict of 
$3,000 was affirmed on the authority of other \Visconsin 
cases, the court saying: 

The defendant, as a common carrier of passengers, was 
certainly bound to provide a safe place for the plaintiff to 
alight on reaching her destination, and, in view of her age 
and condition, to r ender her such reasonable assistance as 
to enable her, if in the exercise of ordinary care on her part, 
to alight in safety. 

Cases in Texas and New Hampshire, where the facts 
varied somewhat, also consider this question of assisting 
passengers to alight, but the two cases mentioned above are 
those which possess particular interest to operating depart
ments in formulating rules. 

COMMUNICATIONS 

RULES FOR OHIO INTERURBAN RAILWAYS 

\V AS HINGTON, BALTIMORE & ANNAPOLIS ELECTRIC RAILWAY 
COMPANY 

BALTIMORE, Mn., Dec. 13, 1909. 
To the Editors: 

The writer has read very carefully the letter published 
in the ELECTRIC RAILWAY JOURNAL of Dec. II, page 1192, 
bearing date of Nov. 29, and signed by John C. Sullivan for 
the Railroad Commission of Ohio, and Frank A. Davis, for 
the committee of electric railway operating officials of Ohio, 
dealing with the subject of operating rules for Ohio inter
urban railways. 

Referring particularly to the last paragraph in their 
letter, it is stated that "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 is fair to assume, how
ever, that the rules changed by these gentlemen must not 
be incorporated in the form they were adopted at Denver. 
In other words, they brand as unwise or dangerous these 
rules as shown in the Denver code. The interurban lines 
of'Ohio do not differ in any essential particular from those 
of Indiana, or of New York, yet rules which are believed by 
the operators of those States to represent the best practice, 
and to be entirely safe, entirely change their character when 
they are intended for use in Ohio. The American Associa
tion has no feeling that the Denver code should not be 
modified, but undoubtedly does hope that in the form 
adopted, or some modified form, the code can be made 
standard throughout this country. If the rules as adopted 
at Denver are unwise, or dangerous, surely this can be 
clearly shown, and in that event the American Association 
would not only consent to a modification, but would insist 
that such change be made. 

In suggesting a code for operation in their State, it was 
hoped that the Ohio operators would feel that they could 
nse as a basis the Denver code, with such modifications as 
were made necessary by local conditions. If on the other 
hand they found there were certain broad rules of general 
application that they could not consistently incorporate 
without change, then a conference with the rules committee 
of the American Association might have brought about an 
agreement on disputed points. 

The efforts of the American Association for several 
years past have been directed toward harmonizing the rules 
of the various State and sectional associations in the belief 
that eventually a code could be formulated capable of 
general adoption. This was precisely the case with the 
steam railroads a number of years ago, and it was eventually 
found that the operating conditions of. railroads in widely 
~{'parated parts of this country did not differ to the extent 
that had generally been supposed. The standard code of 
the American Railway Association, I believe, has been 
almost universally adopted by the steam railroads in the 
United States. 

I am at present of the opinion that most of the changes 
suggested and recommended by the Ohio Commission are 
unwise and ill advised, but I am perfectly willing to be 
shown my error. 

J. N. SHANNAHAN, 

Chairman Committee on Interurban Rules of the American 
Street & Interurban Transportation & Traffic Associa- ' 
tion. 
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THE CONNECTION BETWEEN VENTILAT 10N AND 
HEATING 

McKEEN MoTOR CAR CoMPANY 
OMAHA, NEB., Dec. 7, 1909. 

To the Editors: 
There is an enormous amount of misunderstanding on 

the subject of the connection between the ventilation and 
the heating of passenger cars. Unless the air is perfectly 
fresh, passengers will often not be satisfied with a tem
perature of even 75 deg. in a car, and many of them will 
not even be comfortably warm. On the other hand, it is 
equally impossible to expect them to be satisfied even with 
perfect ventilation, if the temperature is from 40 to 50 deg. 
and if they are obliged to occupy uncomfortable seats. 
T his is par ticularly true in the ordinary passenger car 
where the floor is many degrees colder than the roof. 

An almost perfect system of ventilation can be obtained 
if a continuous supply of fresh air is taken in near the 
floor of the car and then evenly distributed, and if suction 
ventilators in the deck exhaust the foul air. This plan 
assumes that the windows are kept closed and are air tight 
so that there are no drafts. Under these conditions the 
temperature of a passenger car can be lowered to 60 deg. 
without any discomfort to the passengers. In other words, 
the proper blood circulation is kept up by means of the 
fresh-air supply and the passengers are comfortable even 
though the temperature is i2 deg. below that often con
sidered necessary. The truth of this principle is exem
plified in an ill-ventilated sleeping car where us~ally some 
of the occupants feel too cold and others feel too warm, 
while an insignificant per cent is comfortable. · 

The fundameutal law of heating and ventilation is that 
foul air affects different people differently, and tempera
ture conditions cannot make up for a lack of ventilation. 
With a proper ventilating system and with the temperature 
between 65 and 70 deg., conditions most attractive to the 
general public will be obtained. 

W. R. McKEEN, JR. 
President and General Manager. 

---... ♦----

A MODERN BOILER FACTORY 

Under the title of "A Modern Boiler Shop," a paper 
was presented on Nov. 13 before a joint meeting of the 
Engineers Club of St. Louis and the St. Louis branch of the 
American Association of Mechanical Engineers on the new 
works of the Heine Safety Boiler Company. The area of 
th e ground occupied is 6.½ acres. The buildings are of 
s teel frame construction with brick walls and reinforced 
concrete slab roofs, and the structures consist of a main 
shop and fl ange shop wing, power house, toilet and wash 
house, oil house and general offices, totaling about 2.½ 
acres o f floor space. The whole a rea of both the main and 
flange shops is ser ved by cranes, whil e a 24-in. Koppel in
dustrial railway encircles the buildings with connections to 
the interi or. T he po wn c- riuipment is steam-electric, hy
draulic and pneumatic. Most of the tools arc electric
dri ve n by indi vidual Wagnn motors. The lighting of th e 
shop is very good, abou~ 75 per ce nt of th e wa ll s being made 
up o f windows. Artifi cial lighting is mainly hy flaming
a rc lamps and incandescent lamp cl11stC'rs. The main shop 
is furnished with an indirec t heating system. 

- -~ -•·♦··----

O n Sept. 30, 1909, there we re I 55 rniks of electri c tram
ways in operation in New South W ak s. 

BLOCK SIGNAL SYSTEM ON TEST IN NEWARK. 
NEW JERSEY 

Among the block signal systems which the Public Service 
Railway of New Jersey is now using is an equipment on 
Ogden Street, Newark, N. J., furnished by the Kinsman 
Block System Company, New York. This apparatus differs 
from other types of electric railway block signals in using 

Lamp Signal 

insulated sections of one of 
the running rails instead of 
overhead contacts to close the 
signal circuits. Power for op
eration may be obtained either 
from the trolley wire or from 
storage batteries, as used in 
the Newark installation. 

When the system is in nor
mal condition the orange 
lamps at both ends of the block 
indicate safety. As a car en
ters one end it passes over an 
insulated rail section, thereby 
shunting the setting track 
magnet at the entering end 
without operating the restor
ing track magnet, until the car 
has passed beyond the adjoin
ing insulated section. The 
shunting of the setting mag

net causes the dropping of its several armatures, there
by closing a circuit through the setting magnet of the 
controller which operates a step-by-step mechanism. 
The latter moves one tooth forward for every car 
entering the block in the same direction. At the entning 
end of the block this change of contacts extinguishes 

Car Entering a Signal Block 

th e orange safety lamp and lights the gree n ca11ti1111 la mp , 
while the line circuit magnet at the exit c- 11<1 is dc-c11ngi zc-cl. 
The distant lin(· circ11it magnet , thcrdo rc-, d ro ps a n arma 
tnre which at th(' ex it end of the block cxti11gt1ishcs th e 
safrty l:t111p and light .~ the red clanger lamp. l n other 
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words, when a car enters a clear block it sets a cautionary 
signal for following cars and a danger signal for opposing 
cars. Without entering into a lengthy explanation, it may 
be added that following cars cannot change the signals set 
by the first car. A s the car leaves the block it passes over 
two adjoining insulated rail sections, thereby de-energizing 
the r estoring track magnet at the exit end, causing it to drop 
several armatures. One of these armatures closes the cir-

Boxes Containing the Magnets, Storage Batteries and 
Step-by-Step Mechanism 

cuit through the releasing magnet of the controller at the 
entering end of the block, thereby causing the step-by-step 
mechanism to move back one tooth. This backward move
ment is repeated by every car as it leaves' the block until the 
last car has restored the controlling mechanism to its 
original position, whereupon the danger and caution lamps 
are extinguished and the safety lamps are again lighted. 
The step-by-step mechanism in Newark is made for a maxi
mum of 17 cars in the block at one time. 

Where this signal system is installed in the open country, 
it is practicable to install contact rails which close a trolley 
to ground circuit in the car to actuate a valve for the 
emergency application of the air brake. 

---◄·♦----

MAGNETIC TRACTION WHEEL 

Experiments with a method of increasing traction by 
magnetic wheels have been conducted for some time by 
John 0. Heinze, of Lowell, Mass., whose final wheel con
tains four magnet coils. Outside of the coils are four 
segments which themselves comprise part of the tread of 
the wheel, and a ring of 12 per cent manganese steel is 
clamped between them and the wheel proper to send the 
magnetic circuit into the rail. The energizing of the mag
nets is so timed that each succeeding section of the wheel 
is attracted to the rail just in advance of making contact 
with it, so that the device besides giving increased trac
tion also assists acceleration. The ·current is cut off from 
each given segment as soon as it is no longer in contact 
with the rail. Experiments show that coils wound with 
50 lb. of No. 6 B. & S. wire produce the best results. Such 

a coil has a resistance of but one-quarter ohm, so that the 
current consumption is practically a negligible factor. The 
truck employed in the Lowell tests and shown in the ac
companying view is equipped with two G-67 GE 35-hp, 550-
volt standard railway motors. Repeated tests under widely 
varying load conditions show that the voltage at the axle 
commutators does not exceed 50 volts in start ing, while the 
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Truck Equipped with Magnetic Car Wheels on Heavy 
Grade 

normal average under running conditions is about 25 
volts. The absence of sparking at the brushes and the 
small number of segments make these commutators very 
simple and reliable. 

The weight of the truck illustrated is 13,000 lb. and 
with the traction due to weight alone, the motors develop 
a drawbar pull of 2500 lb. With the wheels magnetized, 
the tractive effort is increased to 8500 lb. or more than 

Elut'f'u: Ry. Jou1-nal 

Wiring Diagram for Magnetic Car Wheel 

300 per cent. However, the inventor does not claim to 
increase the traction by such a liberal percentage on .an 
ordinary car, but states that a car equipped with his 
device should be able to mount grades that are otherwise 
impossible. The truck illustrated is on an incline slightly 
greater than 50 per cent. 

---◄♦----
An electric funeral car has recently been put in oper:i-

tion in Stahnsdorf, near Berlin, Germany. 
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ELECTRIC RAILWAY LEGAL DECISIONS 

CHARTERS, ORDINANCES AND FRANCHISES 
lndiana.-Street Railroads-Ordinances-Nature-Accept

a_nce-;-Repair of Street-Charter from City-Construc
t10n. 

A city ordinance accepted by a street railroad for whose 
benefit it was made becomes a contract bet ween the city 
and the railroad. 

If a street railway ordinance merely requires those oper
ating the railway to keep the street between and near its 
tracks in repair they are not required to pave. 

A city ordinance empowering the construction and opera
tion of a street railway in the city streets is to be strictly 
construed against the railway company; and, if there are 
doubtful provisions therein, they are to be taken in favor of 
the city. 

Under an ordinance granting the right to construct and 
operate a street railway, which provided that the portion 
of the street between and adjacent to the tracks should be 
kept in as good repair, considering the nature of the use, 
as other parts of the street are kept by the city, those 
operating the railway must pave that portion when it be
comes necessary to keep it in as good condition as the rest 
of the street is kept by the city. (Columbus Street Ry. & 
Light Co. v. Ci ty of Columbus, 86 N. E. Rep., 83.) 
Michigan.-Corporations-Invalidity of Organization-De-

fense-Street Railroads-Contracts-Ultra Vires Acts 
-Defense of Ultra Vires-Availability-Franchises
Construction-Acceptance of Franchise. 

A street railway company, formed by the consolida tion 
of two street railway companies, cannot, when sued on an 
obligation incurred by one of the two, assert the invalidity 
of its own organization. 

A contract between a city and a street railway company, 
authorized by its charter to construct a street railway from 
the State line to B., and to make connections into the 
county in which the city lies and other enumerated coun
ties, which permits the company to construct and operate 
a street railway in the city, and binds the company to pay 
a part of the cost of paving a street, is not ultra vires, on 
the ground that the charter of the company does not au
thorize it to extend its ,line into the city. 

In an action against a street railway comp,any, formed 
by the consolidation of two companies, on a contract made 
by one of them, the defense that the contract is ultra vires 
is not available in the absence of notice of it l.lnder Circuit 
Court rule 7. 

A street railway company agreed in its contract with a 
city to pay a part of the cost of paving a street, as a con
sideration for the granting of a franchise. The s.treet was 
paved, the amount to be paid by the company was agreed 
on, and a part of it was paid. An agreement by the city 
to release the company from further payment, and by the 
comp,any to surrender its franchise in the street, and the 
grant by the city of a franchise to another company in the 
the street, and the assumption by th e latter company of a 
part o f the cost of the pavement, were a part of the same 
transaction. Held, that there was a nova ti on, and the Ia tter 
company wa s unconditionally bound to pay its part of the 
cost of the paving, though the franchise to it bound it to 
prose cute its application t o secure a grade crossing over 
railroad tracks on the s tre et, and stipulated that if the right 
to make the crossing was not granted its rights should 
cease at the election of the City Counci,l, etc. 

A city granted to a street railway company the right to 
co nstruct and operate a stre et railroad on a street, and the 
company agreed to pay a part of the cost of paving the 
street, a nd to diligently prosecute its application to secure 
a g rade crossing ove r railroad tracks on the street. It was 
agreed that if the right to make the crossing was not pro
cured, and the s treet railway tracks were not constructed 
within a year, a ll rights granted should cease on the city so 
direc ting. H eld that, assuming that the payment of a part 
of the cost o f paving th e s tree t wa s conditional on the com
pany obtaining permission to ·cross the railroad tracks, the 
stree t railway company or its successor must, to relieve 
it se lf from li aui,lity to pay, show dilige nt prosecuti on of its 
application for permission for a g rade crossing, and a mere 
showing that permiss ion wa s not obtai ned was insuffi cient. 

A franchi se g iving- a stree t railway company the ri g ht to 
construct a nd opera te a stree t railroad in a st ree t, and re 
quiring it to pay a part o f th e cost o f pav in g t he s treet, ancl 
to prosecute its application to secure a grade cross in g over 
railroad tracks o n the s treet, and st ipulating that if the 
right t o make the c rossing is not g ra nt ed, and the tracks 
.,11 th e s treet arc not co nstru cted within one year , th e ri !-i ht s 
und er the franchi se s ha ll cease, if the city so direct, g ives 
rn the city the option to terminate the rights o f the com
pan y on it s failure to procure th e gra de c rossing; a nd, 

where the city has not exercised its option th e company is 
bound to pay its part of the cost ·of paving the street, 
though it has not obtained the right to construct a grade 
crossing. 

A written acceptance of an ordinance g rantin g a fran
chise to a street railway company, which is signed in the 
name of the company by its president and secretary, ac
companied by the seal of the company is prima facie an 
acceptance by the company. ( City of N iles v. Benton 
Harbor-St. Joe Ry. & Light Co., 117 N. W. Rep., 937.) 
New York.-lnjunctions-Prcliminary Injunction-D_enial 

Grot1nds-Statutory Provisions-"General and Ordinary 
Business of a Corporation"-Street Railroads-Rights 
to Use Streets-Temporary Injunction Against Cor
poration-Affecting Public Generally. 

Code Civ. Proc., sec. 18o9, providing that an injunction 
shall not be granted ex parte which operates to suspend 
"the general and ordinary business of a corporation," con
templates only injunctions extending to a total suspension 
of corporate business, and has no application t o an in
junction restraining a single act or duty. A rai,lroad com
pany occupying a public street may run its cars back 
and forth through the street, stop on switches for the 
passing of other cars, and take on passenge rs and freight 
upon the street to a reasonable extent; but if its freight 
becomes so extensive that to place a car in the highway 
and receive freight there amounts to a practical obstruc
tion of the highway or unreasonable interfe rence with its 
use by the public, the company must receive its freight at 
a private station. What amounts to an unreasonable ob
struction of the highway is a ques tion of fact for the trial 
court, and not only the actual obst ruction, but any litter
ing of the highway by r eason of receivin g freight thereon 
so as to frighten horses, would be chargeable to the rail
road both as cause and occasion thereof. An injunction 
interfering with the loading of freight in the street by a 
railroad company operating over the streets, on the ground 
that the company was obstructing the highway, should 
not be granted except upon a foll investigat ion by trial, 
since not only the company, but the public offering its 
freight for carriage, is affected. (Town of Ft. Edward vs. 
Hudson Valley Ry. Co., 111 N. Y. Sup., 753.) 
New York.-Street' Railroads Paving Between Tracks

Repaving-N otice by City. 
Under Railroad Law (Laws 1890, p. 1112, c. 565) § 98, 

a city railroad company is required to keep in permanent 
repair all portions of the street bet.ween its tracks_ and 2 
ft. outside, and to make such repairs when the city de-
termines to repave the street. . 

A notice given under Rai lroad Law (Laws 1890, p. 1112, 
c. 565) § 98, to a street railroad company to repave be
tween its tracks, and that on its default the city would pave, 
with a definite statement as to the extent of the repave
ment required, did not conclude the municipality as to the 
amount of repaving required, because it erroneously stated 
that th e a rea was about 140 yd., when it was in fact 1200 
yd.-(City of New York v. New York City Ry. Co. , 113 
N. Y. Sup., 86o.) 
New York.-Street Railroads-Injuries from Construction 

and l\1aintenance-Presumption-Corporations-Ac
ti ons - Pleading- Corporate Existence - " Duly"-Ad
mission. 

Under Laws 1890, p. 1108, c. 565, as am ended by Laws 
1901, p. 1520, c. 638, providing that whenever a railroad 
shall be in operation for one year, or the m otive power 
thereon has been or shall be changed and put in operation 
for one year, such fact shall be presumptive evidence that 
the construction and operation of such railroad, or change 
of power, has be en duly obtained, where it was conceded 
that defendant had constructed and equipped its r oa d with 
an overhead trolley system more than one year prior to the 
accident complained of, and there was no claim that de
fendant was neglige nt, it was not li able because of a nui s
ance in maintaining such system. 

A complaint, all eging that defendant is a dome stic cor
poration "duly" orga ni ze d and existing, and engaged in 
operating street railroads, means that defendant ha s been 
legally organized and existing for th e purpose alleged. 

In an act ion agai nst a street railroad for injuries from an 
all eged nui san ce in maintainin g a n overhead troll ey sys
tem, an all egation of th e complaint that defend ant was 
duly o rgani zed and enga ged in operating- stree t railroads 
was not controvert ed by th e further allega ti on that de
fendant " knowin gly and wro ngfu lly jeopardi zed th e lives," 
etc ., o f persons on the hig hway, no r by th e furth er a ll ega
tion th a t the injury was caused " solely hy the wrongful 
acts of th e defendant ," so that it s too d admitt l' d, by fai lure 
of the an swe r to deny, that cl efenclant was lawfull y or
g-anizecl and existing and cngag-ed in operating- a st reet rail 
road.- (IJ o lli s v. Brookly n Jl eig-ht s R. Co., 11 3 N. Y. Sup., 
4.) 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 24. 

LIABILITY FOR NEGLIGENCE 

Indiana-Carriers - Inj uries to Passengers - Care - Wit
nesses-"Privileged Communications"-Physician and 
Patient. 

A street car passenger exercising due care may assume 
that the street car company will do its duty und er the cir
cumstances. 

Statements by passenger, injured in alighting from a 
street car, on the day of the injury, to her phys ician, as to 
how the injuries occurred, in the presence of her daughter 
and another, we re in the nature of "p rivileged communica
tions," within Burns' Ann. St. 1908, sec. 520, cl. 4, declaring 
that physicians, as to matter communicated to them as such, 
by patients in the course of their professional business, sha,ll 
not be competent witnesses, and plaintiff was not obliged 
to testify thereto on cross-examination. (Indiana Union 
Traction Co. vs. Thomas-No. 6468-88 N. E. Rep., 356.) 
Massachusetts.-Damages-Personal Injuries-Impairment 

of Earning Capacity-Married Women-Pleading and 
Proof. 

In an action by a married woman to recover damages 
for a personal injury, an impairment of her capacity to 
perform labor may be considered as an element of damages, 
whether she ever worked or not. 

A declaration, in an action for injuries to a married 
woman, alleging that "the pla intiff was thrown to the ground 
and caused to suffer great and severe bodi ly injury and 
anguish of mind," is sufficient to admit proof of the impair
ment of the p laintiff's capacity to perform labor as an ele
ment of damage.-(Millmore v. Boston Elevated Ry. Co., 
84 N. E. Rep., 468.) 
Massachusetts.- Carriers-Injury to Passenger Thrown 

from Car-Instruction. 
In an action for injury to a street car passenger, who 

was thrown to the street whi le the car was rounding a 
curve, a r equest for a ruling that passengers are not re
quired to expect that on turning a curve the car will be 
driven at a rapid rate, etc., was properly refused for ignor
ing the charac ter of the curve in question. 

In an ac ti on for injury to a street car passenger, who 
was thrown to the str ee t while the car was rounding a 
curve, a request for a ruling that passengers may assume 
that a car will be operated in view of the fact that some 
of the passengers may be standing in the car or on the 
platform was properly refused, where th e car was almost 
empty, making it unn ecessary for plaintiff to stand, and 
where there was n o showing that the motorman knew plain
t iff was on the platform with the conductor's consent.
(Zamore v.• Boston Elevated Ry. Co., 84 N. E. Rep., 858.) 
Massachusetts.-Carriers-Street Railroads-Protection of 

Passengers-Care Required-Master a nd Servant-Con
tract of Employment-Conditions-Ignorance of Rules 
of Employment-Excuse. 

A street rai lway company is, as to its passengers, bound 
to exercise through its emp loyees the highest degree of care 
reasonably consistent with the transaction of its business; 
and tha t a motorman did not have time to read the rules 
of the company, where he had been in its service n early two 
weeks after havin g been instructed for 12 days, is no excuse. 

The contract of employment of a street railway motor
man is subject to the implied condition that he will study 
and apply rules prescribed by the company and furnished 
to him. 

The expe ri ence of one as a motorman consisted of 12 
days while receiving instructions from employees and 
nearly two weeks of employment, during which time he was 
employed as spare motorman. The company gave him two 
rule books of 56 pages. The notice on the first page of the 
books express ly enjoined on him the duty of reading the 
rules. All the rules in the books pe rtaining to motormen 
could be read in less than half an hour. Held that, in the 
absence of any excuse for his ignoranc e -of the rules pertain
ing to motormen, he was subjected to the same responsi
bility as if he ac tually knew them.-(Foley v. Boston & N. 
St. Ry. Co., 84 N. E. Rep., 846.) 
Massachusetts.-Carriers-I njuries t o Passengers-Personal 

Injuries-Taking Up Passengers-Due Care of Person 
Injured-Question for Jury-Due Care of Person In
jured-Standard for Determining-Carriage of Passen
gers-Negligence of Defendant-Duty of Carrier-pe
te rmination of-Appeal-Harmless Error-Examma
tion of Witnesses-Error in Question Cured by An swer 
-Negligence of Carrier-Instructions-Construction
Taking Up Passengers-Comment on Evidence-Con
formity to Issues-Province of Court and Jury-In
structions Invading. 

Whether the plaintiff, in an action for injuries r eceived 
by her while attempting to board a car, exercised due can 
in attempting to pass over a sliding platform into the car, 
held, under the evidence, a question for the jury. 

The standard for determining whether a person injured 
by falling into a hole in attempting to board a car used 
due care is not whether she could by looking have seen the 
hole, and did not look, but whether it was reasonable con
duct for ordinarily prudent people under the circumstances 
surrounding the accident to so look as to discover the 
danger. 

In an action aga in st an elevated railroad company for 
injuries to a person attempting to board a train, whether 
or not the defendant was guilty of negligence in opening a 
side door of its train for the r ecep tion of passengers before 
the train was properly adjusted t o a movable platform pro
vided by the defendant, without having some one at th~ 
place to warn persons attempting to board the car of the 
open space, held, under the evidence, a question for the 
jury. 

The liability of a railroad company for injuries to a 
person attempting to board a train, caused by the inade
quacy of a movable platfo rm to cover the entire space be
tween the permanent platform and the entrance to its train, 
was to be determin ed upon the footing of what might rea
sonably be r equired of it in the light of knowledge existing 
a t the time of th e accident, and not that acquired after
ward. 

Asking an expert witness, on cross-examination, in an 
act ion against a railroad company for injuries caused by 
the inadequacy of a movable platform to cover the eqtire 
space between the permanent platform and the entrance 
to a train, to state, "with a ll the information he has now," 
wh ether it wou ld not have been proper to put in more than 
one platform, or wide r platforms, was harmless, where the 
witness stated that his answer was based upon knowledge 
possessed at the tim e of the accident. 

Though a movable platform constructed by a railroad to 
enable passengers to board a train without danger of step
ping into an open space was the most perfect device known 
and was perfectly con structed, the railroad would still be 
negligent as to the means provided passengers for entering 
cars, where the operation of the platform in connection 
with the train was wanting in the degree of care required 
in a carrier of passengers. 

Though ordinarily th e bald statement of an employee of 
a railroad telling passenge rs to "Step lively" is not negli
gence, still, where a dangerous place, not existing with 
trains and platforms in their normal condition, existed be
tween the station platform and the car entrance by reason 
of t he act of th e employee who called to passengers to step 
live ly, it cannot b e said as a matter of law that the request 
was not n egligenc e. 

In an action for injuries t o a passenger attempting to 
board a train, in which action plaintiff claimed that the 
negligence by the defendant r especting the management 
of a movable platform in relati on to the train which he at
tempted to board had created a particular danger apart 
from those naturally to be apprehended, an instruction was 
given that the act of an employee of the defendant in call
ing to passengers to " Step lively" would not be negligence, 
assuming that everything was in proper condition for the 
people to step lively. He ld, that the qualifying assumption 
mu st not be taken abstractly, but in conn ection with the. 
claim that negligence of defendant had created a particular 
danger, and must be confined to acts of the d~f~ndant, and 
not construed as applying to permanent cond1ttons. 

Whether or no t a motorman was negligent in failing to 
stop his train , so that the door of a car in its whole width 
wou ld be opposit e to a platform furnished by a railroad 
company, held, under the evidence, a question of fact for 
the jury. 

In an action fo r injuries to a passenger attempting to 
board a car. an instruction, standing alone, that plaintiff 
was not obliged to assume that there were dangerous places 
where -s he was invited to go into the car, would be er
roneous. 

Where, in an acti on against a railroad company for in
juries to a passenger received while attempting to board a 
car the defendant's eviden ce showed that it was the cus
to~ for trains so to stop that a movable platform furnished 
by defendant would_ cover the entire door spac~ o_f the car, 
the court, in chargmg on the due care of plamt1ff, stated 
that if she had b een in the habit of taking cars at the place 
where she was injured and had observed that it was the 
practice to have a spac~ of the kind that caused her injury, 
then that would be notic e to her. Held, that it was not 
inaccurate for the court to summarize the evidence by add
ing to the instructi on that the court did not under~tand that 
it was claimed on the part of the defendant that 1t was the 
custom to have such a space uncovered by the movable 
platform so that perhaps it was unnecessary to say she 
was call~d upon to notice if there was such a space there, 
wh en it was not claimed that it was the custom. 
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In an action for injuries· to a passenger, received while 
attempting to enter the middle door of a ear, caused by 
falling into a space between the door and the station plat
form, an instruction charging that if defendant could have 
opened the end doors of the car and taken the passengers 
in there with safety, but failed to do so, because it was 
not paying attention to the safety of the passengers, its 
failure to do so would be negligence, was erroneous, as not 
justified by the issues, where neither the pleadings nor the 
evidence raised any issue as to the company's duty to open 
the end doors. 

Michigan.-Carriers-Injuries to Passengers-Actions
Proof-Variance-Damages-Assessment-Physieal Ex
amination of Plaintiff-Discretion of Court-Instruc
tions-Items of Damage. 

In an action by a passenger against a street car com
pany, where the declaration alleged that plaintiff was a 
machinist when he was injured, the fact that the evidence 
showed that he was a tool maker did not prevent him 
from recovering damages for decreased earning capacity 
as a skilled workman, the proof showing that tool makers 
were machini sts, as the word "machinist" was broad 
enough to cover skilled machinists. 

In an injury action by a passenger against a street car 
company, where defendant's physician had examined plain
tiff and testified to his injuries, the court did not abuse its 
discretion in refusing to permit another examination of 
plaintiff by a physician who testified for defendant that he 
had treated plaintiff for injuries some years before in 
another place, and in offering to order an examination by 
a physician appointed by the court, if the parties desired. 

In a personal injury action by a passenger, a statement 
by plaintiff's counsel in argument that plaintiff had offered 
to submit to an examination by a physician in the jury's 
presence was not reversible error, where the court suggest
ed that it would be better not to refer to it, and there was 
no request to caution the jury further as to counsel's re
marks. 

In a personal injury action by a passenger, a requested 
charge that if plaintiff's injuries resulted in part from phy
sical defects caused by previous injuries, so that his present 
injury was greater than it would otherwise have been, 
plaintiff cann ot recover for those injuries resulting partly 
from the previous injuries, was sufficiently covered by a 
charge that, if plaintiff was suffering from a nervous disease 
when injured, that alone would not prevent recovery for 
that part of his condition caused by defendant, and the 
jury should determine what pain and suffering resulted from 
his injury, and only allow for such suffering, and not for 
disease existing when he was injured.-(Fillingham v. 
Michigan United Rys. Co., 117 N. W. Rep., 635.) 

Missouri.-Evidence-Carriers-Injuries to Passengers-
Premature Starting of Car-Physical Facts-Damage~ 
-Personal Injuries-Evidence-Instructions. 

Where plaintiff was injured by the premature starting 
of a street car as she was endeavoring to alight, while fac 
ing outwardly at right angles to the c.ar, her evidence that 
when the car started she fell so the back of her head struck 
the step of the car was not necessari ly contrary to natural 
law. 

In an ac tion for injuri es to a fema le pa sse nge r wh o earned 
a livin g by washing and sewing for famili es, evid ence that 
she was of unchaste character, whil e irrelevant on the dam
ages sustained from pain of mind and body in consequence 
of the injury, was admissible, as bearing on the damage s 
recoverable for future lo ss of earnings. 

An instruction that if the jury found that plaintiff prior 
to receiving her injuries was of unchaste character , such 
faet could only be considered as a ffectin g her credibility 
as a witness, and did not affect her right to r ecover, and 
should not be considered in determining defendant's al
leged negligence a nd plaintiff's right to recover, wa s er rone
ous in limiting the evidence of unchastity to plaintiff's 
credibility.-(Carlton v. St. L ouis & Suburban Ry. Co., ro6 
S. W. Rep., 1100.) 

Missouri.-Car ri ers - Injury to P assenger - Complaint -
Negl igence-A llegations-Pl<'ading-Varianee. 

A pet ition alleging that defe ndant a ll owed the car, con
troller, motor and elec tri ca l appliances "to becom e out of 
order, and a llowed th e controller * * * to burn out , 
causing an explosio n, setting said car on fire and causin g a 
panic among the passe ngers, a nd plaintifI wa s thrown, 
pushed and knocked from the car by the persons frightened 
* * * strik in g upon hi s head," etc., specifically charges 
neg1igence. 

A petition in an action against a street rai lroad company 
for injuri es to a passenger charged that defe ndant negli
gently a ll owed the car an d appliances to become out of 
order, so ac; to cause such an exp losion as ca use d a panic 

among the pa ssengers, whereby they threw, pushed, or 
knocked plaintiff off th e car. Plaintiff testified: "This 
flash struck me in the face, and I don't know, the current or 
something must have carried me off the car. I don 't know 
how I got off, whether I jumped off or that knocked me 
off; didn't know anything," etc. Held, that plaintiff's evi
dence failed to show that the exp losion caused the panic, 
and the knocking him off the car by the other passengers, 
and amounted to a failure to sustain the petition.-(Ken
nedy v. Metropolitan St. Ry. Co., 107 S. W. Rep., 16.) 

New York.-Carriers-Injuries to Passengers-Evidence. 
In an action for injuries to a passenger by the alleged 

premature starti"ng o1 a car as she was attempting to alight, 
evidence held to require a finding that she attempted to 
alight before the car stopped.-(McN eece v. Brooklyn 
Heights R. Co., 108 N. Y. Sup., 317.) 

New York.-Street Railroads-Operation-Actions for In
juries-Questions for Jury-Persons Crossing Track. 

Whether plaintiff, a pedestrian who was struck by de
fendant's stree t ca r while she wa s crossing the street, was 
guilty of contributory negligence in failing to look and lis
ten. held, under the evidence, to be a question for the jury. 
(Thornton vs. Interurban St. Ry. Co., 113 N. Y. Sup., 127.) 
New York.-Street Railroads-Actions for Injuries to 

P edestrians-Contributory Negligence-Duty to Warn 
-One Knowing Conditions. 

Plaintiff was struck at a crossing by a trolley car, which 
he saw 50 or 60 ft. distant when he stepped from the side
walk, about 15 ft. from the track. He saw that the car 
was coming rapidly, and thought he could get across in 
time, but failed to do so. Held, that plaintiff was negligent 
and could not recover. 

Where a pedestrian is aware of the approach of a car, and 
the peril is apparent, the motorman owes no duty to give 
him warning and slow down the car. (Mullen v. Joline et 
al., 111 N. Y. Sup., 776.) 
New York.-Carriers-Street Railways-Subways-Injuries 

t o Passengers at Stations-Actions-Instructions. 
In an action by a passenger against a subway carrier for 

injuries from stepping into an opening in the station plat
form while boarding a car, a charge that, if certain cir
cumstances were found to exist, the carrier was negligent 
in not providing sufficient light in and about the platform 
and guards around the opening to avoid injury, "as testi
fied t o by the plaintiff," wa.s erroneous, as requiring a higher 
degre e of care than the law requires; since the carrier was 
not an insurer of the safety of passengers, but was only 
required to exercise reasonable care in that respect. (Dink
e.Jspiel vs. Interborough Rapid Transit Co., 113 N. Y . Sup., 
187.) 
New York.-Death-Contributory Negligence-Burden of 

Proof-Street Railroads-Collision with Person on 
Track-Evidence-Questions for Jury. 

Where, in an action for death, the evidence as to negli
gence of defendant was not such as to excuse contributory 
negligence, the burden of proving that decedent was in the 
exercise of due care was on the plaintiff. 

In an action for death of a person by collision with a 
street ear, evidence as to decedent's freedom from contrib
utory negligence held to require a nonsuit at the close of 
plaintiff's evidence. 

Where, in an action for death, the eireumstances point 
as much to th e negligence of the deceased as to its absence, 
or point in neither direction, a nonsuit should be granted. 
(Lamb vs. Union Ry. Co. of New York City, 88 N. E. Rep., 
371.) 
New York-Stree t Railroads-Crossing Accident-Injuries 

to Traveler-Contributory N egligence-N egligenee-
1 mputed Negligence-Driver o f V ehicl e. 

Plaintiff, while riding on th e seat of a furniture truck be
side the driver, was injured in a collision between the truck 
and a street car. The driv er testified that he s topp ed hi s 
horses 6 ft. from the track, at which time the car was 
a t a crossing two blocks away, and that without m aking 
any other observatio ns he drove on the track and stopped 
his team before the tmck clea red the last track, and that 
the collision occurred immediate ly a ft er. Plaintiff testified 
that he paid no a ttention to the car, did not look to see 
if a car was coming, a nd us<'i no care to avoid the accident. 
IIeld, that pl a intiff was neglige n t as a matter of law, he 
being bound to sho w that he exe r cised the care which the 
circum stance s required. 

Where plaintiff was r idin g with th e dr iver of a furniture 
t ruck at the time plaintifI was injured in a collision between 
the trnek and o ne of defendant's st r eet ca rs, plaintiff was not 
clrnrg<'ahl e with the negli ge nce of th e driver, but was bound 
to show th at ·he exercise d the care the situation d<'manded. 
(CamillC'Z vs. n ronklyn, Q. C. & S. R. Co., I I I N. Y. Sup., 
.18~.) 
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News of Electric Railways 
Cleveland Traction Situation 

At noon on D ec. 13, 1909, it was t hought t h a t the q~es
tion s to be se t t led r ela t ive to the Cleve land Street Railway 
by J udge Tay ler a s a rb itra tor would be submitted to him 
within a short time. At tha t t im e Mayor J ohn son was still 
t o make a fin a l a rgum ent in fav or of consider ing the guar
a ntee of the F ores t City Rai lway stQck as a debt of the 
Cl eveland R ailway , and Horace E. Andr ews, p r esident of 
the Cl eveland Rai lway, was expected t o oppose t his plan 
on the ground tha t th e g ua rant ee was a personal matter. 

On Dec. 9 Mr. Andr ews introduced a schedule in w hich 
the physic al proper ty of th e Cleve land Railway was va lued 
at $21,470,806, exclus ive of franchises and g ood will. Thi s 
is $6,436,1 9 1 more than a llowed by the Goff-J ohn son set tle
m ent . S om e of the item s of in crease w ere r epr ese nted by 
an a llowance of IO p er cent fo r contrac tors' profits on t h e 
idea that th e sys tem is to be r ebuilt; IO p er cent fo r fina n
cing, int er est cha rges a t 9 per cent durin g the per iod of 
constructi on, and ge nera l overh ead char ges. 

During th e di scu ssion of the va luat ion of the property of 
the F o res t City R ailway, Judge T ay ler said tha t the Mayor 
had at tacked th e valua tion m ade by E ng in eer Clark af ter 
th e valuat ion had bee n ac cept ed, by proposing to va lue the 
property at $1 93,000 in stead of $289,904, as given by M r. 
Clark, and $440,555 by th e Goff-J ohn son se t t lem ent. An 
a ttempt was m a de t o show that the E ast Cleveland c ontract 
is a burden upon the sys tem and shou ld be con sider ed so in 
th e va lua t ion. Mr. Andrews r eplied t hat E ast Cleveland is 
virtu a lly Cleve land, and th a t h e beli ev ed in five year s m ore 
on e-ha lf the earnin gs of the E uclid Avenue line would 
come from beyond the city limit s. 

The h earin g on Dec. IO was adjourn ed at noon to permit 
t he officers of the Cl eve land Railway to prepare some fig
ures that we re n ee ded. l\fayor J ohnson thought t ha t April 
15, 19 IO, would be a good date for the referendu m vote. 
J udge T ay ler sa id t hat Feb. 15, 19 IO, w ou ld do a s well. The 
judge r efu se d to separat e t he fr anchi ses fo r va lua tion. 

On D ec. 11 L. W . Blyth , of Ern st & Ernst, presen t ed a 
rep or t showin g a comparison of va lues as di sclosed by his 
investiga tion of t he reco rds of th e F orest City Railway 
con tra sted w ith the va lues cla im ed by En gin eer R. H. Bun
ning. Mr. Blyth had been commis sioned by Judge Tayler 
to do th is work. Mr. Blyth's report sh ow ed that more 
t han $50,000 had been charged in duplicate and had b een 
a llowed und er th e Goff-J ohn son sett lem ent. Judge Tayler 
made n o comment on the report , but Mayor J ohn son made 
an effort to discredit it. 

T he Cleveland Underground R apid Tran sit Company has 
asked the Common Pleas Court to di ssolve t he injunct ion 
secured by Atto rn ey George B. H arri s to p revent t he com
pany from acceptin g the new franchise. The Cleveland 
R ecorder has a lso been r estra in ed from publishin g th e or
dinance. The idea is to delay the ordinance in order t hat 
n ew proposition s in the hands of Mr. H idy can be pre
se n ted to t he Ci ty Council, w hich ig no red t he reques t that 
t he vote on th e o rdinanc e b e delayed so that t h e proposal 
from M r. H idy mig ht be prese nted. 

Transit Affairs in New York 

E. J. Farrell, J ohn J. Hopper and their a ssociates have 
p resented to William R. Willcox, chai r man of t he P ublic 
S ervice Commission, a plan for a system of subways to sur
r ound the Boroughs of Manhattan and t he Bronx, w ith fiv e 
crosstown loops connect in g th e eas t and wes t side an d ex
t endin g u nder the East Rive r t o Brooklyn , ther e to con nect 
with the Fourth Ave nue subway now buildin g, and later, 
when pract icable, by way to F ort Hamilton and th e Nar
row s t o Staten Islan d, and a lso by a Fifty-n inth Street 
crosst own under the East Rive r into Q ueens, r eachin g sev
eral L ong Island point s. The proposal involves an ex
penditure of $130,000,000. Just w ho are as sociated with 
M essr s. F arrell and Hopper has not b ee n an n ounced. M r. 
Farrell 's first work of this sort was in conn ection with the 
building of the Hoosac T unn el. H e t ook cha rge of the com
pletion of th at tunnel work aft er the disagr eement of Shan
ley Brother s and th e State. Mr. F arrell was conn ected 
with t he building of sections A and B of t he Canadian 
Pacific Rai lway by the D ominion Government, the heavy 
rock sect ion, a t Lake of th e Woods, between P rince Ar
thur's Landin g and Winnipeg, Manitoba. He was also con
nected with la ter Government contracts on the Lachine 
Canal an d St. Gabriel Basin at Montreal between th e years 
1879 and 1883. Since that time he ha s been eng aged in 

con struct ion work in New York, Maryland, and Pennsyl
va nia, m ost of w hich has hee n tunn el wo"rk, w hich included 
the Baltimore Belt Lin e tunn el. 

Re ference was m ade in t he ELECTRIC RAILWAY JouRNAL 
of D ec. 4, 1909, page r 161, to th e unoffic ia l r eports of the 
vote on t he four p ropose d amendments t o the Co nstitution 
of the Stat e of N ew York a t the election on Nov. 2, 1909. 
Secre tary of S ta te Koe nig ann oun ced on D ec. 12, 1909, that 
all the am endm en ts we re passed. One amendment, known 
as t he "debt-lim it am endmen t," is de sig ned chiefly to ex
t end the b orrowin g powers o f th e City of New York by per
mit ting the city, under con trol to be p rescribed by the 
Legislature, t o exclude from the computa tion of the debt
limit bonds issued exclu sive ly fo r rapid tran sit and dock 
improvem ents so long as such bonds a r e se lf-su stainin g and 
self-ex tin guishing. 

J ustice McL ean in t he Suprem e Court ha s granted an in
junction rest rainin g Coll ect or of Assessm ents and Arrears 
Moynahan of New York from sellin g t he city's tax lien on 
th e Metropoli tan S t ree t Railway. The court held that 
because of oversig ht, neglect or o th er o fficial fault exorbi
tant sums a re st a ted t o be due for the taxes on the road 
between 1901 and 1907. Ju st ic e McLean has a lso g ranted 
an injun cti on restrainin g t he city fro m sellin g its tax lien 
against t he Second Avenu e Railroad. 

On N ov. r6, 17 and r8 t he P ublic Service Commission, 
working w ith t he Bridge Depar tme nt, made a count cover
ing one 24-hour p eriod of th e p eople crossin g the Brooklyn 
Bridge w h ich sh owed that apparently 3311 more p ersons 
traveled in to Manhat tan t han went back t o Brooklyn. The 
to tal count showed that in th e 24 hours 882,51 r p er sons 
passe d back and fort h between New York and Bro oklyn. 

The present Board of Estimate and A pportionment cannot 
pass upon proposed m odi fica tions of the franchise of the 
S outh Shore Traction Com pany, w hich operates surface 
ca rs over the Q ueensboro b ridge and th roug h certain streets 
in Queens Boroug h, according to a decision handed down 
by Justice Seabury, in the Suprem e Court , in which he holds 
t hat t h e act ion t aken by t he b oa rd is illegal. William Jay 
Sch ieffe lin, a taxpaye r , asked for an injunction to restrain 
t he board fro m g r ant i-ng exten sion of the franchise of the 
South Shore Traction Com pany on the g round that to do so , 
w ould work to t he d etriment of the city. 

Philadelphia Transit Talks 

Tran sit Talk No. 36 of the P hiladelphia (Pa.) Rapid 
Transit Compan y was dated D ec. r, 1909. It was en
tit led " Cut tin g Down th e Accident Roll. " The ta lk follows: 

After a year 's trial of the payl-within car we are able to show the 
actual results achieved by its adoption. W e believed that the car would 
lessen accidents; n ow we know it. 

For example, in October, 1909 , accidents on the Twelfth and Sixteenth 
Streets division decreased 74 per cen t , as compared to the same month 
of 1908. T his can only be credited to the effectiveness of the closed 
doors and steps in eliminating boarding and alight ing accidents. 

In the five heaviest months of the year-April, May, June, July and 
August-accidents on the Fifty-second Stree t d ivision decreased 79 per 
cent, as compared to the five months' accident record of 1908, when no 
pay-within cars were in use. 

Similar r esults are shown on all lines where the pay-within car is 
operated, and this is true notwithstanding the fact tflat , as a result of 
especial effort, car crews are reporting all accidents, however trifling, 
while a year ago th is was not t he case. 

It happen s t hat while th is decrease of accidents is being brought about 
here other cities report increases in the accident roll. In New York in 
October there were 12 02 boarding and alighting accidents. The latest 
Chicago report for the m onth of September shows an increase of 7 per• 
sons kill ed and 32 inju red, as compared to Au gust , and an increase of 
142 injured over the month of July. 

The greatest n umber of injuries in Chicago were caused by boarding 
and alighting acciden ts (128 out of a total of 350) , a class of accident• 
that has been almost entirely avoided here by the pay-within car. , 

Transit Talk N o. 37 was dated Dec. 8, 1909. It w as en
tit led "Safe ty Comes F ir st," and contain ed an illustration 
from one of th e bullet in s issued semi-monthly to the em
p loyees of t he compan y by the b ur eau for the prevention of 
accident s, showing h ow a hor se and wagon left in the street 
ca r eless ly by th e driver me naces passengers on the cars. 

Tran sit Talk No. 38 was da ted D ec . . rr , 1909. It was en
tit led "How You Can Help," and contain ed a subject for a 
New Y ear 's resolution by passenge rs which would materi
ally expedit e th e movem ent of cars. 

Reports of Earnings Not Compulsory in California 

U . S. W ebb, Attorney-General of California, has recently 
expressed the opinion to C. F. Curry, Secretary of State 
of Califo rnia, that the provisions of Section 480 of the Civil 
Code w hich stipulate that " every railroad corporation must 
m ake an annual r eport to the Secretary of State or other 
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offic er desig n a ted by law, of its opera tions for each y ear 
ending D ec. 31 , ve ri fie d by oath s of the pr esident," e tc., 
do n o t apply to str eet r a ilways. The opinion of Mr. 
Webb reviews a number o f decisi ons in Ca lifornia in which 
the court s were ca ll ed up on to d et ermin e the question of 
wh eth er o r n o t th e t erm railr oad includes s tre et railroads 
and str ee t r a ilways. M r. Webb concludes his opinion as 
follows: 

"Considering the obj ect that w as t o be accomplished by 
compelling a r eport from commercial railroads, under the 
provi sion s o f S ec tion 480, w e are led to th e conclusion th a t 
commercial r ailr oads b eing under th e control o f the State 
in the r egula ti on o f se rvice and charges, w h ereas the con
trol over street ra il road corporations is exerci sed by th e 
pmnicipality in w hich such road is operated, th e r eason for 
requiring such a r ep ort from commercial r ailr oad corp ora
tion s is appa rent, it b ein g incid ental t o th e proper exercise 
of the Sta t e's power s; w h er eas, for any purpose of Sta te 
government, a rep ort of such cha ract er is _n o t n ece ssary 
from stree t rai lroad corp o r ati ons. 

"Having con sider ed t h ese t w o sections of th e Civil Code 
from th e s t andpoint of t he early legi slati on tha t led to 
their enactment, their re lative location in the codes, th e 
con struction placed upon the w ord ' railr oad' by our Su
preme Cour t, th e words use d in a nd the context , a nd pur
pose of t he secti ons, I am of the opinion that Secti on 480 
of the Civil Code does n ot apply to street railr oad corp o ra
tions, a nd n o obligation is p laced upon them under the pro
vi sion s of th e sam e." 

Office of Auditor of Ohio Electric Railway Moved.-The 
O hio El ectric Railway has m ov ed the office of E. L. Kase
mei er, a udito r of th e compan y, fr om Cincinna ti, Ohio, t o 
Springfie ld, O hio, w h er e t em porary quarters have b een 
t aken p ending th e com p leti on of the company's new build
ing in Springfi eld. 

Rapid Transit Legislation Urged in Illinois.-The call of 
Governor D eneen for a special session of the L egislatur e of 
Illinois outlines 24 subjects on w hich action is requested as 
early as is co n sistent with th orough consideration of the 
problems involved. He especially advocates legislation to 
authorize cities t o construct , main tain and operate subways 
and to control and regulate th em. 

Another Gyroscope.-The experiments conducted by 
Louis Brennan in Englanrl in th e application o f the gyro
scop e t o r a ilw ay tran sp orta tion have resulted in the study of 
the subj ect by other s and it is ann ounced from Berlin that 
August Scher! , p ropri et or of th e L okal A nzeiger, Berlin, has 
arranged t o exhibit a m odel of th e system invented by him 
in th e U nited S tat es und er th e direction of Hart 0. Berg, 
w ho has lately bee n a ssociated w ith the Wright brothers. 

Meetings of Central Electric Traffic and Central Electric 
Railway Associations.-The Ce ntral Electric Traffic Asso
ciation will h old it s annua l m eeting at th e Great Southern 
H otel, Columbus, Ohio, o n J an . 26, 1910, a t 9 a. m. The 
m orning sess ion will be dev ot ed t o the routin e busin ess, and 
in t h e afte rn oon th e annual electi on w ill t ake place, at which 
a ch airma n w ill be se lected fo r t h e en suing yec1 r . The ex
ecutive committee wi ll m eet on the evening of Jan. 26. On 
Jan. 27, 1910, th e Ce ntra l E lectr ic Railway Association will 
hold its annua l m ee tin g a t t h e same p lace at IO a. m. The 
morning session w ill b e d evoted t o th e r eading of several 
paper s. In the afte rnoon officers wi ll be elect ed fo r the en
suing year. 

Subway Legislation in Massachusetts.-A pe titi o n has 
been fi led with th e Secretary of Stat e by Edmund D. Cod
man and others asking for legisla t ion under w hich t h e 
Boston Transit Commission may co n struct a subway loop 
from Park Street to t he Cambridge B ri dge in Boston, in 
connection with the Cambridge su~bway. It is p la nn ed to 
provide a loop terminus for the Cambridge subway in t hi s 
way, from Park Street under the o ld Tremont Stree t sub
way to Scoll ay and Bowdoin Squares, and th ence t o t he 
Charles River, a di s tance of n ea rly a m il e. T he est imated 
cost is $1,750,000. T h e Boston & Eas t ern Elect ric Ra ilroad 
has fi led a petition with t h e Secretary of State aski ng fo r 
legislation to permit it to bui ld a t11n ne l a nd sub way unde r 
Boston Harbor and th e city proper, from Eas t Boston to 
J>os t Office Square. 

Draft of Maryland Publi'c Utilities Bill.-At t he request 
of Governor Crowthers of Maryla nd , Attorney-Ge n era l 
S traus of that State has comp let ed th e draft of a bill 
crea ting- a public uti litie s commiss ion in Maryland. Ac
cording to t h e terms of t h is h ill th e commission wi ll con 
s ist of three members, to be ap pointed hy the Governor fo r 
terms of two years, t h e lim it fixed by t he cons titut ion. 
Their aut h ority wi ll exten d over t h e entire State. Th e 
sa lary of each comm iss ioner is to h e $3 ,000, pa id by th e 
S tate, and supp lemented hy an amou nt not yet determin ed 

upon, t o b e paid by Baltimo r e. The commission is given 
auth ority t o regulat e railroads and stre et r a ilways, gas, 
electric, r efrigerating, heating, telegraph, t elepho n e and 
w ater coqipa ni es and other public servic e corporat ions. If 
it is approved by the Governor the measure may go before 
the L egislature. 

Hearing by Massachusetts Commission on Boston & 
Providence Electric Railroad Plans.-The Ma ssachusett s 
Railr oad Commissi o n gave a h earing on D ec. 14, 1909, on 
t he pla ns of th e Boston & P rovidence E lectri c Railroad, 
which have b ee n h eld in abeyanc e for th e last t wo years on 
a cc ount of gen eral business conditions. R. M. Saltonstall, 
o f the fi rm of Gast o n, Snow & Salton st a ll , B ost on, M ass., 
counsel for th e company, announced th e int enti on of the 
company t o procee d as soon as vario u s legal obstacle s w ere 
ove rcome. During the h earin g Chairma n Hall of th e com
mi ssio n sta t ed tha t th e commission was awa re o f the con
diti ons which pr ev ented th e company from proc ee ding. 
R evise d surveys now in process will sh ortly b e completed. 
Mr. Saltonstall said that the company desires t o change the 
rout e by about 12 mil es, passin g throug h Nor th A ttl eboro 
in st ead o f crossing the Rhode I s land Sta t e line a t Seekonk. 
Within a month the company would b e prepared t o submit 
its detailed location s to th e t own auth orities. The route 
n ow des ir ed extends fr om th e F o r es t Hills s ta ti o n of the 
Bos t on El evated Railway, throu gh Hyde Park, Dedham, 
W estwood, Norwo od, Canton, Shar o n, F oxb or o, l\fan s field 
and No rth A ttleb oro t o Rh ode I s land, w h ere co nn ec tion 
could be made with th e line s o f th e Rhode I sland Company. 

Railroads Oppose Electrification in Chicago.-Thirteen 
st eam railroad trunk lin es w ere repr ese nt ed at a m ee ting 
of the loc a l transportati on committ ee of the Chicago City 
Council on D ec. 8, 1909, a t which th e electrification o f the 
lin es was con sider ed. Th e offic ers of th e r ailroads con
t ended tha t "e lectrificati on is impracticable; fir st , b ecause 
of cost ; s econd, b ecause of danger to employees ; third , be
cau se th e science o f electrification is not sufficiently matured 
t o make it a pplicable to freight t erminals." It w as s tated 
that th e Illinois Central Railroad was the only steam rail
road entering Chicago which had seriously considered elec
trificatio n, but that the company had abandoned the idea of 
changin g th e motive p ower o f its lin es as th e r esult of the 
s tudy which it had mad e o f the probl em. It w a s suggested 
that a commission composed of representatives of th e city 
and experts from the railroads be appointed t o investig ate 
the subject of smoke, because it was principally t o abate 
the smoke nuisance that the city had ordered electrification. 
L. C. Fritch, chief engineer of the Chica go Great W estern 
Railroad, who was formerly employed by the Illinois Cen
tra l Railroad to study th e advisability o f chan ging th e m o
tive power on that company's lin es int o the city, suggested 
th at the commission procee d on the a ssumptio n that 
electrifica tion is not practical and that the m emb er s of th e 
committee consider such matters as fu el, a centra l passen
ger terminal and th e a rrangement o f a syst em for h andling 
fr eig ht wher eby m ost of th e trains would b e k ept outside 
of the city limits. Befor e announcing wh eth er o r n o t t his 
committee will b e appointed th e local tra n sp orta tion com
mittee w ill send letter s t o the en g in ee rin g dep a rtm ent s o f 
all th e ra il roads operatin g int o Chicago, askin g fo r operat
ing da t a . 

Advanced Instruction in Electrical Engineering at the 
Massachusetts Institute of Technology.-During th e las t 
y ea r the r equirem ents for the degr ee of Doct o r o f E n gi
n ee ring a t th e l\I assachuse t ts In s titute of Techn ology h ave 
been m ade substanti ally equiva lent t o t h ose of th e degree of 
D oct o r of P hilosop hy, so fa r a s th e pe ri od of s tudy a nd th e 
candida te's a tt ainmen ts a re concern ed. T h e numbe r of 
candid ates fo r th e doct o r 's degr ees in en g ineer ing a nd phi
losophy h as t hi s yea r in creased la r ge ly ove r t h e number of 
candidates last year. Th e number o f s tu de n ts ente red as 
candi dat es for th e Maste r 's degree is a lso la rger th a n last 
year. Advanced in st ru ct ion in th e th eory of alternatin g 
cu r rent s a nd elec trica l tr;1 n s111i ss ion of powe r, acco mpa nied 
by advan ced resea rc h, is be in g con t inu ed ·thi s yea r u nder 
t h e direc t ion of D r. H aro ld P end er, w h ose in vest igations 
in th ese b ra nc h es arc well kn ow n. Ot her wo rk ca r ried on 
by th e d epa rtm ent for th e b en efit o f s tuden ts des iri ng to do 
or ig in a l research , or w h o a re studyin g w ith a v iew to ob
ta inin g ad va nce d deg rees, in cl udes lec tu res a nd in ves t igations 
under P rofe ssor J ac kson on th e o rga niza ti o n an d admini s
t ra t io n o f public se r vice corpo rati on s, a nd ins t rnc t ion in the 
des ig ning o f elec t ric pla n ts by Pro fessor W ickenden. rorty 
per cen t of th e m en w ho wnc g radu ate d frn111 the l ll'iti 
tu te a s e lec tri ca l e ng in eers a t th e last co111111 e ncc111 ent 
had p revious ly rece ive d coll ege degrees, a ud had thereafter 
spen t fro m o ne to th ree years in th e elec t rical engineering 
s t11die s a t th e In s titut e o f Tec hn o logy. The m1111ber of 
s t11d ent h our s o f in struc ti on in th e l'ketrical e11,.d 11 ecring 
labor a tory is aho 11 t t w ic e as great a s it was th ree years ago. 
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Financial and Corporate 
New York Stock and Money Market 

December 14, 1909. 
Trading in Wall Street during the last week has been 

modera te in volume but fi rm in tone, w ith few distinct ad
vances recorded. Traction shares continu e to be more or 
les s ac tive. Interborough-Metropolitan issues and Brook
lyn Rapid Transit are strong and higher, w hil e Third Ave
nue is weak at about the lowest record in it s hi st ory. 

The money market is practically unchanged. There is 
very little pressure upon the domestic banks and foreign 
financial institutions have shown no disposi tion to increase 
the prevailing rates of discount. Quotations to-day were: 
Call, 4½ to 5 per cent; 90 days, 4½ to 4¾ per cent. 

Other Markets 

In the Philadelphia market, Rapid Transit stock contin
ues to be fairly active. There have been a few sales of 
Cons_olidated Traction of New J ersey at about 77. Other 
tract10ns have been dull. 

Massachusetts E lectric shares have been the traction fea
ture in Boston. The preferred has been especially active 
but both issues have recorded slight gains. There have als~ 
been some sa les of Boston E levated at about 130. 

In the Chicago market some trading deve loped last week 
in Series 1, 2 and 3 of the Chicago Railways Company. All 
of t_hese issues have been a trifle stronger than at any period 
duni:ig recent months. Some sales of Kansas City Railway 
& Light stocks were made a t better prices. 

In Baltimore the trading in the bonds of the United Rail
ways Company continues to be active. Prices are prac
tica lly unchanged. 

At the weekly auction of securiti es in New York the fol
lowing were sold: $10,000, S per cent bonds Second Avenue 
Railroad Company, at 69¼; S shares Brooklyn Union E le
vated Rai lroad, at 75. 

Quotations of various traction securities as compared with 
last week fo llow: 

A
. . ~7 

mencan Railways Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . a45 ½ 
Aurora, Elgin & Chicago Railroad (common) ............ a6o 
Aurora, Elgin & Chicago Railroad (preferred) ........... a921/, 
Boston Elevated Rail way ....•....... .... ............. a 130 
Boston & Suburban Electric Companies .... : ............ a16 
Boston & Suburban Electric Companies (preferred) .. :... 75 ½ 
Boston & Worcester Electric Companie s (common ) ....... a12 
Boston & W orcester Electric Companies (preferred) ....... a50 
Brooklyn Rapid Transit Company. . . . . . . . . . . . . . . . . . . . . . . 82 ½ 
Bro!)klyn Ra~id Transit Company, 1st pref., conv. 4s .... 88 
Capital Traction Company, Washington ................. a1331/, 
Chfcago City Railway ................................... a19o 
Chicago & Oak Park Elevated Railroad (common)........ * 2 
C:_h\cago & (?ak Park Elevated Railroad (preferred) ........ *10 
Chicago Railways, ptcptg., ct£. 1 ....................•... a 100 
Chicago Railways, ptcpt g., ct£. 2 ........................ a31 
Ch!cago Ra!Jways, ptcptg., ct£. 3 ........................ a21 
Chicago Ra1l':'ays, ptcptg., ct£. 4s ....................... *10 
Cleveland Railways . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . *84 
Consolidated Traction of New Jersey .................... a76½ 
Consolidated Traction of New Jersev, 5 per cent bonds .. a1o6 
Detroit United Railway ............ : ......... ... .. . ..... *65 
General Electric Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 160 
Georgia Railway & Electric Company (common) ........... a101 
Georgia Railway & E lectric Company (preferred).......... 87 
Interborough-Metropolitan Company (common)........... 25¾ 
Interborough-Metropolitan Company (preferred).......... 61 ¼ 
Interborough-Metropolitan Company (4½s)............... 84¼ 
Kansas City Railway & Light Company (common) ...•... a38½ 
Kansas City ~ailway & Light Company (preferred). . . . . . *82 
Manhattan Railway ....•..•..••........................ *140 
Massachusetts Electric Companies (common) ............ a16 
Massachusetts Electric Companies (preferred) ........... a76 
Metropolitan \Vest Side, Chicago (common) ............. a17 
Metropolitan West Side, Chicago (preferred) ............ a52 
Metropolitan Street Railway •.•......................... a23 
Milwaukee Electric R ailway & Light (preferred) ........ *1 10 
North American Company . . • . . . . . . . . • . . . . . . . . . . . . . . . . . 82 ¾ 
Northwestern Elevated Railroad (common) .•........... a18 
Northwestern Elevated Railroad (preferred) ............ a68 
Philadelphia Company, Pittsburg (common) ............. a49¾ 
Philadelphia Company, Pittsburg (preferred) . . . . . . . . . . . . 44 
Philadelphia Rapid Transit Company. . . . . . . . . . . . . . • . . . . . 25 ¼ 
Philc:del_phia Traction Company ....•..................... a90 
Pubhc Service Corporation, 5 per cent. col. notes ........ *100½ 
Public Service Corporation, ctfs ....................... a100¼ 
Seattle Electric Company (common) ..................... a11 7 
Seattle Electric Company (preferred) .................... a 104 
So1;1th Side Elevated Railroad (Chicago) ............ . ..... a52 
Third Avenue Railroad, New York...................... 16 
Toledo Railways & Light Company. . . . . . . . . . . . . . . . . . . . . . . *8 
Twin City Rapid Transit, Minneapolis (common) ......... 113 
Union Traction Company, Philadelphia ... ....•.•.....•.. a54 
United Rys. & Electric Company, Baltimore .......•...•.. a14¼ 
Untted Rys. Inv. Co. (common)....................... 41 
Umted Rys. Inv. Co. (preferred)........................ 72¾ 
Washington Ry. & Electric Company (common) ...•...•• a42¼ 
Washington Ry. & Electric Company (preferred) ...•...• a91 Ys 
West End Street Ra!lway, Boston (common) ........... a931/g 
West End Street Railway, Boston (preferred) .......... a1o6 
Westinghouse Electric & Mfg. Company.................. 1:1 4 
Westinghouse Elec. & Mfg. Company ( 1st pref.) .......... 135 

a Asked. * Last Sale. 
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a47¼ 
a57 
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80 
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a10 
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a76 ½ 
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87 
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*1401/, 
a 16 
a78½ 
a18½ 
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851/s 
a17½ 
a70 
a50¼ 
a45 
a28¼ 
a89½ 

*100¼ 
a100¼ 
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104 
a53 

13 
*8 

I I I 7'8 
a52¾ 
a14 
42¾ 
73¼ 

~4½ 
a91¾ 

93 
106 
83¾ 
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Jamestown Central-Station Property Sold 

Following the r ecent special taxpayers' election in James
town, N. , Y., at which the voters rejected the proposal to 
purchase the property of the J amestown Lighting & Power 
Company by a small majority, comes the announcement that 
the property of the company ha s b een sold to A. N. Broad
head and associates, w ho control the Chautauqua Traction 
Company and the Jamestown Street Railway for $90 ooo 
the sum for which th e plant was offered to the board of 
lighting commissioners of Jamestown, to be incorporated 
wi!h the municipal plant. The company ha s a 50-year fran
chise,. ~ranted about _23 :year s ago. It is possible that by 
combmmg the electric light and power service with the 
st reet ra ilway, a su ffici en t demand for electricity may be 
c reated_ in Jamesto'Yn t o make it ~rofitable to use power 
tran sm~tted from N1~gara Fal!s. N iagara power is already 
tr:insm1tted_ to Dunkirk, and 1f brought into Jamestown it 
will be de!1vered to t~e Chautauqua Traction Company's 
P?W~r s~at10n at Mayville and there reduced in voltage for 
d1stnbut10n throug h out Jamestown. Ultimately the two 
local plants will be combin ed at the street railway power 
hou se near the boat landing in Jamestown. The Jamestown 
Light~ng &_ Power Company _is the successor of a company 
orgamzed m 1887. The busmess progressed satisfactorily 
for a number of years, but declined after the establishment 
?f a municipal plant. However, the company was reorgan
ized and of late years the business has increased. A major
ity of the stock and bonds of the company was held by the 
United Electric Securities Company, Boston, Mass. 

. Anderson (S. _C.) Traction Company.-The court has 
directed the receivers of the Anderson Traction Company 
to turn the property of the company over to Ellison A. 
Smith as th e representative of the new owners. The prop
erty was sold for $154,750 at receiver's sale on Oct. 12, 1909. 

Chica~o Con~olidated Traction Company, Chicago, Ill.
T he Umted Railway Company has been incorporat ed with 
a nominal capi ta l stock of $100,000 by Charles G. Dawes 
Emile K. Boisot, George P. Hoover and Andrew Cook of 
t he reorganization committee of the Chicago Consolid~ted 
Traction Company, as the successor to that company. The 
city will probably be asked very soon to grant the company 
a franchise similar to that under which the Chicago Rail~ 
ways operates. 

Columbus, Delaware & Marion Railway, Columbus, Ohio. 
- The protective committee, representing holders of the 
first mortgage consolidated bonds of the Columbus, Dela
ware & Marion Railway, consist ing of Guy M. Walker, New 
York; N. S. Keith , Cincinnati, Ohio, and W. H. Netherland, 
Louisville, Ky., has been enlarged by the addition of Judge 
0. M. Gottschall, Dayton, Ohio, representing Dayton and 
other bondholders , and L. L. Stanton, vice-president of the 
Standard Trust Company, New York, representing the Gen
eral E lect ric Company. 

Eastern Ohio Traction Company, Cleveland, Ohio.-In 
the ELECTRIC R AILWAY JOURNAL of Dec. II, 1909, page 1203, 
m ention was made of the order of sale of the property of 
the Eastern Ohio Traction Company at foreclosure, entered 
by Judge Phillips of the Common Pleas Court at Cleveland. 
The holders of the $200,000 of first mortgage bonds of the 
company now plan to bid in the property and form a new 
company with $300,000 of stock and $300,000 of bonds, the 
bondhold ers to get par in new bonds for their holdings plus 
12 per cent for accrued interest. 

Frederick (Md.) Railway.-At a recent meeting of the 
stockholders the consolidation of the Frederick & Middle
town Railway, the Washington, Frederi~k & Gettysburg 
Railway and the Jefferson & Braddock Heights Railway 
was ratifie d, the consolidated company to be known as the 
Frederick Railway. The capital stock will be $r,500,ooo, of 
which $1,250,000 is common stock and $250,000 preferred 
stock. All the bonds of the old companies were retired and 
a new bond issue to the amount of $480,000, covering the 
entire property, was made. 

Indianapolis & Louisville Traction Company, Louisville, 
Ky.-The Indianapolis & Louisville Traction Company has 
executed a mortgage of $600,000 to the Colonial Trust Com
pany, Pittsburgh, Pa. There is a first mortgage of $1,250,-
000 outstanding against the property. 

Johnstown (Pa.) Passenger Railway.-T. C. du Pont, 
Wilmington, Del., president of the Johnstown Passenger 
Railway, is reported to have given the American Railways 
Company, Philadelphia, Pa., an option on 25,000 shares of 
the total of 40,000 shares of the stock of the company owned 
by himself and members of the du Pont family. 

New York, West Chester & Boston Railway, New York, 
N. Y.-A special hearing was held at the office of the Public 
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Serviee Commission of t h e First D ist r ict of New York on 
Dec. 8, 1909, on th e applica ti o n of the New York & P o rt 
Ches t er R ailway and t h e New Y o rk, W est Ch ester & Bos
t on R ailway to eonsolidate unde r t h e n a m e of t h e la tt er , at 
w hi eh F rank W. Stevens, e h ai rman o f th e eommission of 
t he Seeond D istriet, pres ided. Both companies are eon
tro ll ed by t h e Millbrook Compan y, t h e stoek of w hi ch is in 
t urn owned by the New York, New Haven & Hartfor d Rai l
road . The commission for the fir s t d istriet object ed to t h e 
plan o f t h e eompany to aban don about h a lf of its b r an eh 
from West Farms to T h rogg's Neck. F r aneis Lynde Stet
son, coun sel for the eompanies, s t ated th at t h e manage m en t 
was p r epared to eoneede t h is point a n d would ultimat ely 
b uild th e line as originall y proposed if the eommiss ion in
sis t ed upon the construc tion of t he West Farms-Throgg's 
Neek b r aneh. The h ea r ing was adj ourned. 

Ocean Shore Railway, San Francisco, Cal.-T h e Cireuit 
Court of th e Uni t ed S t ates at San Franeiseo h as appoin ted 
F r ed S. Stratton, colleetor of the port of San Franeiseo, 
receiver of the Oeean Shore Rai lway on t h e application of 
t h e Baldwin Loeomotive Works, P h iladelp h ia, Pa. Mr. 
Strat t on h as announced the continuati on of J. Downey 
Har vey as general manager of t h e eompany. 

Pittsburgh & Allegheny Valley Railway, Leechburg, Pa.
\V. D. Patton , judge of the Court of Commo n Pleas of 
A rm st rong County, on Nov. 30, 1909, fi led h is findings in 
t h e proceedings by t h e Safe Deposit & Trust Com pany, 
Pi t t sburgh, trustee , against the Pittsburgh & Allegheny 
Vall ey Railway to foreclose t h e mortgage of $1,100,000 
again st the property and franchise of t h e eompany. In 
the decree the court finds that the mortgage is a first lien 
a n d that t h e trustee is vested with the power to sell the 
capital stock of the Leeehburg Eleetric Ligh t, Heat & 
Power Company, Apollo Light, Heat & Power Company 
a n d t h e Leeehburg Bridge Company at nublic sa le. The 
court also finds t h at there are $533,500 of bonds outstandin g 
and th at George M. Hosack h olds $295,500 of these. In 
ad dition to the bonds held by l\Ir. Hosaek in his own right, 
he holds, under certain agreements relating to reorganiza
t ion, $166,000 of bonds, thus giving him $461,000 of the total 
of $533,500 of bonds to be turned in to the trustees if he 
should purchase the property. 

P ittsburgh & W estm oreland R ailway, Pittsburgh, P a.
T h e petition of Manning Stires, receiver of t h e Pi t tsburgh 
& Westmoreland Railway, t o sell the property of the com
p a ny to the Pittsburgh, McKeesport & Westmoreland Rail
way, organized t o take over the Pittsburgh & Westmor e
land Railway, was argued in the Court of Common Pleas 
of Allegheny County on Nov. 27, 1909. The Pittsburgh & 
Westmoreland Railway operates 8 miles of line betwt.:en 
Irwin and McKeesport and ha s an outstanding bond issue 
of $330,000. The petitioners filed with the eourt a sworn 
summary of the company's business from Nov. 16, 1908, to 
Aug. JI, 1909, which showed total reeeipts of $16,657 and 
operating e~penses of $20,720, making the net loss from 
operation $4,063 . The di sburseme nt for betterments 
amounted to $2,514, and the unpaid contract for betterments 
to $.5,083. Objections were made to the sa le by attorneys 
representing the bondholders and un seeured creditors. T h e 
eourt asked for more complete information r ega rding t h e 
new company, stating that, if all the bondholders and credit
ors could agree, perhaps it mig ht consent to make the 
order, but not on the information n ow before it . 

Southwestern Street Railway, Philadelpl-,:a, Pa.-When 
the property of the Southwestern Street Railway was 
offered for sale under foreclosure o n Dec. 9, I<)O(), n o bid s 
were received. The United States Circuit Court orderer! 
that no offer of less than $300,000 should he aceepted. 

Toledo & Indiana Railway, Toledo, Ohio.-Th e bid of 
$1,006,000 made by J. M. Longneeker, Delta, Ohio, and his 
associates, representing th e minority stoekh oldcr s nf the 
Toledo & Indiana Railway at the fnrcclo!=>ure sale m en 
tioned in the ELECTRIC R AILWAY Jo uRNAL of Dee. r 1, r909, 
was set as ide by Judge Manton in the Court of Common 
Pleas at Toledo, Ohio, on Dee. 4, 1900. on the app li ea tion 
of the majority bondholders. The court rnlcd tha t th e ap
praisement was not filed until afte . the sa le had taken 
place, and announced th at a new appra isement would he 
made and the prnperty re-sold. At th e s:d c 011 Nov. 27, 
1909, D. J. Cable maclc a bid c,f $r,004,500 in tlw interest of 
the Ohio Electric Railway, and after the sale notifi ed C. F. 
M. Niles, receiver, r,f th e willingness of the interests which 
he represents to pay :i=,, ,500,000 for the prr,perty. 

W ilkes-Barre (Pa.) Railway.-Th e Wilkes -Barre Railway 
has been incorporated with a nominal eapital of $10,000, 
with Charles W. Laycook, Kingston, Pa., as treasurer, with 
the end in view, it is sa id, of Irasing the property of the 
Wilkes-Barre & Wyoming V:illcy Traction Co mpany for a 
long period of yea r s. 

Trallic and Transportation 
Cases Before Interstate Commission Involving Through 

Routes and Joint Rates with Steam Roads 

T he ease befor e the I n terstate Commerce Commi ssion in 
w h ieh t h e Southern California Su gar Company is t h e com
~lainant, a n d w hi eh involves t h rough rates between eleetric 
rai lways a nd steam railroads in South ern California, was 
h ea r d in San Franeiseo on Nov. 29, 1909. As stated in the 
ELECTRIC RAILWAY JouRNAL of Sept. 4, 1909, page 379, com
plai n t was made agai nst the San Pedro, Los Angeles & 
Salt Lake Railroad, the Ate h ison, Topeka & Santa Fe Rail
way, t h e Southern Paeific Company and the Paeifie Electrie 
Rai lway for d ise r iminating against the Southern California 
Sugar Company in the matter of freight rates to the Mis
souri River and other Eastern points, and asking that the 
defendants publish joint through rates on Eastern business 
t hat wi ll enable the company to compete with sugar faeto
ries at Chino, Los A lamitos an d Oxnard. 

The district whieh lies southeast of Los Angeles is served 
by the Paeific E leetric Rai lway, whieh has a spur direct to 
the faetory of t h e Southern California Sugar Company at 
New Delh i, and coll ects the beets from t h e various raneh es 
by means of a braneh line t h rough the valley. On Eastern 
rates from Los Angeles, hmvever, a local rate of 2½ cents 
per JOO lb. is ch arged by t h e Pacific Eleetric Rai lway for 
the haul from New Delh i to t h e transfer point, Los Angeles, 
and this handieaps the company in competing with sugar 
faetories loeated on t h e lines of the railroads which enjoy 
through rates. 

The testimo ny was taken before Speeial Examiner Ed
ward Brown and its presentation occupied two days, in
clu ding an evening session. T h e first witness for the com
plainant was F. B. Case, manager of the Southern Cali
fornia Sugar Company. He testifi ed at length regarding 
practically all the points covered by the complainant. J. 
McMillan, general manager of the Pacific Electric Railway, 
a nd Vv. F. Towne, general agent of the freight departm ent 
of that eompany, a lso testified. Other witnesses were Thos. 
A. Graham, a Los Angeles freight offieial, and Harvey B. 
Titeomb, engineer for the South ern Pacific Company; W. 
B. Barnwell, general fre ight agent for the Santa Fe Rail
way, and Messrs. Ward and F lavan , two celery growers 
who reside in the vieinity of the sugar plant. 

Evidence was introduced to show that the eompany 
aetually produced and shipped sugar from it s plant at New 
Delhi; that it had asked for through joint rates over the 
Pacific Electrie Railway and the railroads; that although 
the e lectric railway had been wi ll ing to enter into an agree
ment for such a rate, it had been impossibl e to obtain con
eessions from the railroads , and fu r thermore, that beeause 
of t h e additional Ioea l rate w h ieh t h e sugar company had 
to pay, nnt only for shipments of sugar East, but a lso for 
shipments r eee ived from the East, sueh as raw produets, 
coke, e tc., and beeause these rates were n ot fixed it could 
not aceurately esti m a t e it s business, profit s, ete. 

It was shown that the Paeifie Electric Railway had an 
extensive railway system eovering a large seetion of the 
country in th e vieinity of Los Angeles; th at it had a spur 
track t o the c-ugar company's plant; that it reeeived freight 
from t he comp;rny and shipp ed same; that it had transfer 
point s with the st eam railroads at Los Angeles and several 
point s n ear the eity, and that it transferred transeontinental 
freight shipments to and from th e railroads; that it had 
som e 600 fr e ig ht cars a nd about 40 e leetric loeomotives; 
that it eompli ed fully with the requirements of the Inter
!=> lat e Commerce Commission regulations as to standard 
couplers, air brakes, t rucks, etc.; that it had published its 
own freight tariff, and in gen eral that it was thoroughly 
eq uipp ed to handle through freight business. . 

It was also sh own that not only was the Southern Cali
fornia Sugar Company interested in the que stion of rates, 
!mt that th('r l' were eelcry growers and other prot!ueers 
who wnuld profit by through rate s. .!\long the line of the 
elc-cl rie railway were 2r originating points for Eastern 
frei g ht. A lth ough the Pacific E lect ri c Railway was nam ed 
as a d efendant, th e com pany announeed that it was ready at 
any time to enter into a joint throu g h Eastern rate with 
any or all of the steam railroads. One signifieant point was 
a Idl e r i11tr,,d11cet! as evidence showing that some time ago 
Fred Warrl'll, gen era l freight agent of the San Pedro, T.ns 
. \11 g l'l<' s & Sa lt Lak e Railroad, in connection with 
th e Tra11~conti11ental Traffic Association had ordncd a 
joint rate with the Paeific E lectric Rai lway from all ship
ping point s on it s lin es. The· Pacifi e Electric Railway had 
written a letter in which it hacl eoneurred in the rate, agree 
ing to take JO per cent of the Missouri River rate for its 
portion of th e haul (the eu stomary per cen tage for loeal 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 24. 

steam lines transferring to other steam lin es being 20 per 
cent). Testimony was introduced to show that this rate 
was withdrawn before it went into effect, on telegraphic 
orders. 

The officials of the steam railroad claimed that the terri
tory in question was well served by their lin es; that they 
had offer ed to build a connection from the Southern Pacific 
Rai lroad to the factory for $5,000 to cover the ¾ mile of 
t rack necessary, and also that a t ransfer point with the 
Southern Pacific Railroad and Santa Fe System at Santa 
Ana wa s practical. Mr. McMillan said a transfer at Santa 
Ana would be very expensive, whereupon the representa
tives of the Southern Pacific Rai lroad said they would build 
a branch line to the factory if right-of-way was given, but 
that th e branch would have to cross a main line of the 
Pacific El ectric Railway. Mr. Barnwell sa id that the Santa 
Fe System did not deem it advisable t o make a joint traffic 
arrangement with th e Pacific El ectric Rai lway, because a 
precedent would be established which might result in the 
loss of business for his company. 

Seth Mann, San Francisco, wa s the attorney for the 
Southern California Sugar Company. The Southern Pacific 
Company was represented by C. W . Durbrow, who also 
looked after the interests of the L os An geles & Salt Lake 
Railroad. E. W. Camp represented the Santa F e System, 
and Judge Gibson app eared for the Pacific Electric Rail
way. The complainant has until Jan . IO, 1910, to file its 
brief, the reply by the defendants must be filed before Jan. 
25, 1910, and the concluding brief, if one is deemed ad
visable by the complainant, must be filed before Feb. 
IS, 1910. 

On e of the cases pending before the Interstate Com
merc e Commission in which the question of through routes 
and joint rates between electric railways and steam rail
roads is involved is that of the Cincinnati & Columbus 
Traction Company, Norwood, Ohio, versus the Ba ltimore 
& Ohio Southwestern Railroad and others. The evidence 
offered on behalf of the traction company in this case was 
composed principally of testimony by merchants, farmers 
and manufacturers loca ted on it s lin e as to the public ad
vantage that would be offered by the interchange of facili
ties. It was also testified on behalf of the traction com
pany that its physical conditions were safe for interchange 
of cars. The defense of the steam railroad included expert 
testimony tending t o show that the business that would be 
offered by the Cincinnati & Columbus Traction Company 
was not sufficient in volume to justify interchange and that 
through routes and j oint rates in this case wou ld interfere 
with the service furnished to shippers reached directly by 
the steam railroads and its regular connections. 

Near Stop and New Transfers Introduced in Rochester 

The New York State Railways recent ly began to stop 
its cars in the downtown district of Rochester, N. Y., on 
the near side of th e street. For the convenience of patrons 
signs with arrows have been suspended from the span wires 
to indicate the location of the stops. The plan of entering 
cars at the rear and leaving them at the front is continued. 
Heretofore cars have been stopped at both the near and the 
far sides of the street in downtown Rochester, a plan 
which frequently delayed cars at streets where the wagon 
traffic is heavy. In explanation of the new crossing stop 
and a new transfer arrangement, E. J. Cook, general man
ager, issued the following statement on Dec. 9, 1909: 

"This company fully realizes and appreciates that the 
good will of the public is essential in the successful con
duct of its business, and that its success financially and 
otherwise as a transportation company is dependent upon 
this same good wi ll. 

"The present transfer system was not conceived, de
,veloped or put in service hurriedly, but with careful consid
eration. We undoubtedly have made some mistakes. These 
will be rectified as rapidly as possible. On the other hand, 
we request the public not to pass hasty judgment upon the 
present transfer system. This city is no longer a village
it can no longer have one transfer point. The present sys
tem has been devised and planned for an increasing popu
lation, so that a revision of the transfer system will not 
be necessary every two or· three years, with its attendant 
inconveniences and discomfort to the traveling public. 

"We also requ est the public not to confuse the Main 
Street congestion, which is the principal cause of late cars 
and consequent crowding, with the recent change in the 
transfer system. The congested condition existed before 
the new transfer system was placed in operation and would 
continue to a less or greater extent with the new or old 
transfer system, until there was a re-routing of some of the 
car lines now operating through Main Street. We believe 
the general public is well informed regarding this fact. 

"It is the intention of this company to re-route some lines 
at the time the 25 new pay-as-you-enter cars which the 
company has recently purchased are placed in operation. 
The order for these cars was placed with the understand
ing that the last car would be received in Rochester on 
Dec. 7, 1909. This would have _ enabled us to place these 
lines in operation in time to take care of the heavy holiday 
shopping traffic. The builders of the equipment now inform 
us that it will be impossible for them to make the delivery 
as promised, and we will not be able to -put this line in 
operation until after the first of the coming year. 

"The inability to place these new cars in service before 
the holidays ha s been a keen disappointment to us. With 
the re-routing of some of the Main Street lines and the 
placing of 25 additional cars on the system, the majority 
of the complaints now based on the transfer system will be 
removed. 

"For this reason we respectfully ask the public to give 
the new transfer system a fair trial for at least 30 days, 
until the above can be done, and after that, if it is generally 
complained of, we will cheerfully assist in placing the trans
fer system before the P ublic Service Commission, Second 
District, for its decision." 

New Freight Service Over Illinois Traction System 

On Nov. 18, 1909, the Illinois Traction System, Peoria, 
Ill., had the traffic offic ial s of the Chicago & Eastern Illinois 
Railroad as its guests on a tour of the lines of the Illinois 
Traction System which was made in the private car of H. 
E . Chubbuck, general manager. The car left Danville at 
7 :oo a. m. for East St. Louis, running via Champaign, De
catur, Bloomington, Mackinaw, Springfield, and stopping 
a t stations en route. Lunch and dinner were served on 
th e car and the members of the party thoroughly enjoyed 
the trip, one of them remarking in the evening that the 
slogan of the company, "No dust, No dirt, No smoke, No 
cinders," certainly was a fact. As a result of the trip, it 
was decided to establish a through merchandise service 
from Chicago, and on D ec. I, 1909, a car was put on run
ning from Chicago to Glover via the Chicago & Eastern 
I llin ois Railroad. This car arrives at Glover at 12 :50 a. m. 
and leaves at 2:00 a. m., unloading the Urbana and Cham
paign freight and proceeding to Decatur, delivery being 
made at most poin ts on the company's line the next morn
ing and not later than noon to every point on the system. 

The fo llowing officials of the Chicago & Eastern Illinois 
Railroad made the trip over the lines of the Illinois Trac
tion System: F. C. Reilly, general freight agent, Chicago; 
R. M. Stannage, chief clerk to the general freight agent, 
Chicago; T. 0. Jennings, general agent, Chicago; G. E. 
White, commercia l agent, Chicago; G. H. Hume, chief clerk 
to the commercial agent, Chicago; J. J. Hazzard, W. F. 
Rothwell, C. E. Pierce, T. J. McDermott, F. L. Hasten, J. A. 
Wallace, A. W. Sheerer, contracting freight agents; J. W. 
Kelly, district freight agent, Danville; C. B. Anderson, 
agent at Chicago; M. Thomas, chief clerk to the agent at 
Chicago. 

The officials of the Chicago & Eastern Illinois Railroad 
were accompanied by the following traffic representatives 
of the Illinois Traction System: H. H. Roseman, traffic 
manager, Springfield; J. A. Glover, district freight and pas
senge r agent, Urbana; T. P. Gallagher, traveling freight 
agent, Urbana; C. C. Hurin, district traffic agent, Decatur; 
E. E. Kester, general agent, Peoria; T. T. Thompson, dis
t rict traffic agent, Springfield; H. E. Morris, district freight 
and passenger agent, East St. Louis; C. F. Handshy, gen
eral superintendent; M. Connor, superintendent, Danville; 
H. J. Vance, assistant general superintendent, Peoria, and 
F. G. Buffe, publicity agent, Peoria. 

Proposed Increase of Fares on Oneida Railway 

The Oneida (N. Y.) Railway has filed with the Public 
Service Commission of the Second District of New York 
for approval a new schedule of rates between Utica and 
Syracuse, to go into effect Jan. I, 1910, based upon the fol
lowing rates, namely: From Genesee Street, Utica, to 
Sherrill, and from Wampsville to the city line of Syracuse, 
2 cents per mile for cash fare to the nearest cent; 1.8 cents 
per mile for single trip ticket fare to the nearest cent; 1.6 
cents per mile for round trip ticket fare to the nearest cent. 
The fares between Sherrill and Wampsville are franchise 
conditions fixed with Oneida and are 5 cents. The present 
rates of fare on the West Shore Railroad were based upon 
the following: 1.75 cents per mile for cash fare; 1.55 cents 
per mile for single trip ticket fare; 1.45 cents per mile for 
round trip ticket fare. No fare accepted to be less than S 
cents. C. Loomis Allen, general manager and vice-presi-



. DECEMBER 18, 1909.] ELECTRIC RAILWAY JOURNAL . 1249 

dent of the company, bases his application to increase _the 
fa res on the ground that the line does not pay a sufficient 
profit on the investment. A ·comparison of fares at present 
and those which will prevail after Jan. r, 1910, follows: 

,---At Present.-, 
Round 

Cash. Ticket. trip. 
Glatt's H'y ............. $0.10 
Clark Mills .. .. . • .. .. .. .15 $0.13 $0.25 
Westmoreland . . . . . . . . . • .20 
Cheese F. R 'd . . . . . . . . . .20 
Hecla .. .. • .. .. .. . . .. . .. .25 .18 .35 
Bronson's . . . . . . • . . . . . . . ,30 
Vernon . • . . . . . . . . . . . . . . . .35 .25 .50 
Sherrill • • • . . . . . . . . • • • • . . .40 
Oneida .. .. .. .. .. .. .. .. ,45 .38 ,75 
Wampsville . . . . . . . . . . . . . ,45 ,38 ,75 
Canastota . . . . . • . . • . • • . . .50 .43 .85 
Sull ivan ..... ......... , . .55 
Chittenango • . . . • . . . . . . . .60 .53 1.00 
Kirkville .. .. .. .. .. . .. .. .65 .58 1.10 
Manlius C'r . . . . . . . • . . . . .70 .62 1.20 
E. Syracuse . . . • . . . . . . . . ,75 
Syra. C. Line • . . . • . • . . . .So 
Syracuse . . . . . . . . . . . . . . . .85 .75 1.40 

,--After Jan. 1, 191 o.---, 
Round 

Cash. Ticket. trip. 
$0.1 I . 

. 17 $0.; 6 $0.30 
,20 
.21 
.25 
.30 
.35 
.40 
.45 
.45 
.50 
.57 
.62 
.70 
.75 
.So 
. 85 
.90 

.23 .43 

.32 .58 

.42 .So 
. 42 .So 
.46 .88 

,58 I.IO 

.65 1.23 

.70 1.31• 

Short age of Labor in Bridgeport.-The 
Company, New Haven, Conn., has advertised 
for motormen and conductors for service on 
Bridgeport. 

Connecticut 
in that city 
its lines in 

Increase in F are on Westchester Street Railroad.-The 
Westchester Street Railroad, which on Dec. 8, 1909, suc
ceeded the Tarrytown, White Plains & Mamaroneck Rail
way, sold recently under foreclosure, has increased the fare 
be tween Tarrytown and Mamaroneck from ro cents to 20 
cents. 

Complaint Against Fonda, Johnstown & Gloversville 
Railroad.-The Public Service Commission of the Second 
D istrict of New York has received a complaint from H. E. 
Heidenrich against the Fonda, Johnstown & Gloversville 
Rai lroad, Gloversville, N. Y., regarding the operation of 
passenger cars between Schenectady and Hoffmans, par
ticularly cars between the hours of 5:30 p. m. and 6:30 p. m. 

Heating Order Must be P osted.-The Public Service Com
mission of the First District of New York has refused to 
modify the order regarding the heating of street cars re
cently promulgated by eliminating the provision stipulating 
that the order shall be posted in the cars. A brief account 
of the hearing at which the arguments were presented to 
induce the commission to modify the order was published 
in the ELECTRIC RAILWAY JOURNAL of Dec. II, 1909, page 
1190. 

Hearing on Air Brakes Before Railway Commissioners of 
Canada.-The hearing which was to have been held before 
th e Board of Railway Commissioners of Canada on Dec. 7, 
1909 in accordance with a lett er addressed on Nov. 25, 1909, 
to tbe electric railways subject to the jurisdiction of the 
commissioners that they would consider an order requiring 
the railways to equip their cars with automatic air brakes as 
well as hand brakes as an additional safeguard in case of 
damage to the air-brake equipment was postponed in
definitely. 

Injunction Restraining Electric Railw_ay From Comply
ing with 2-Cent Fare :I:aw.-Judge Smith McPherso;1, of 
the United States Circuit Court of Appeals for the Eighth 
Circuit, has granted a temporary injunction forbidding the 
Cedar Rapids & Iowa City Railway & Light Company from 
complying with the Iowa 2-cent fare law. The action was 
based on a petition by Elizabeth D. McClintock, Haverford, 
Penn. a stockholder of the company, who declares the com
pany ls no longer paying dividends because of the hardship 
worked by the 2-cent fare law. 

Through Service Between Allentown and Bethlehem.-R. 
P. Stevens, president and general manager of the Lehigh 
Valley Transit Company, Allentown, Pa., and H. R. Feh~, 
president and general manager of the Easton (Pa.) Transit 
Company have effected an agreement under which cars of 
the East~n Transit Company will after Jan. r, 1910, run 
through to Allentown from Easton instead of to Bethle
hem as at present. Crews will be changed at Bethlehem as 
usual. With through ca rs, the trip of r8 miles between 
Easton and Allentown wil l be made 15 minutes quicker than 
at present. 

Pay-As-You-Enter Cars in Jacksonville.-The Jackson
ville (Fla.) Electric Company placed pay-as-you-e nter ~ars 
in service on it s !\fain Street line on Dec. 8, 1909. Previous 
to commencing the service the company carri ed a ha lf-page 
adverti sement in the daily paper s showing a pla n of the cars 
and in s tructing passenge rs how to use them properly. 
Hardy Croom, manager of the company, al so addressed a 
letter to the editors of the newspapers, in which he se t 
forth the reasons of the company for adopting th e cars, 

paying particular attention to the advantages that will ac
crue to the public by their use. 

Continuous Service Rewarded in Brooklyn.-The Brook
lyn (N. Y.) Rapid 'I_'ransit Company has ann?unced a new 
wage schedule effective on Jan. r, 1910, by which all motor
men and conductors on its surface lines who have been 
in the employ of the company six ye'!-rs or more and have 
no demerits will receive an increase in wages of one cent 
an hour. The present pay of motormen and conductors, 
regardless of length of service, is 23 cents an ~our. T~e 
company has also announced that a general pens10n plan ts 
under consideration. At present a number of emp_loy~es 
receive pensions, but their cases have been dealt with in
dividually . 

Sunday Cars in London, Ont.-The official declaration of 
Sir James Whitney that he :would n?t declare the popula
tion of London to be 50,000 in comphance with the request 
of the City Council was received in 1:,ondon on Dec. 3, 1909, 
and will be presented to the Council at the next meeting . 
In his letter the Premier says that on the figures sub
mitted he would not be justified in declaring the. population 
to be that required by law. As the Council had not 
asked for a census, he would not order it, though he de
clared himself willing to order one if the Council wished 
it and would pay for it. The Council will not ask for a 
census, and the subject goes over for another year. 

San Francisco's Car Fare Bill.-The ordinance which has 
been pending for six months before the B?ard of S~per
visors of San Francisco to compel street railways to issue 
checks to passengers when traffic_ i~ suspended has b_een 
voted down. The ordinance, as onginally framed, required 
street railways to refund the fare in cash, but this ':'as 
modified as it was demonstrated that such a regulation 
would l~ad to abuse by the conductors and perhaps e~tail 
financial loss. William M. Cannon, counsel for the United 
Railroads, contended that t he bill was in violation of the 
Constitution and made a disbursing agent of the conductors. 
He thought the use of emergency transfers was sufficient 
to meet all requirements. 

Louisville Accident Fakirs Sentenced.- Luke Hubbard 
and James Hubbard in the criminal court at Louisville, Ky., 
on Dec. 8, 1909, pleaded guilty to charges of obtaining 
money from the Louisville Railway under false pretense 
and were sentenced to serve one year each in the peniten
tiary. James Hubbard posing as John Thompso~, pretended 
to suffer injuries when he fell from a car at Fifteenth and 
Jefferson Streets, Louisville. Luke giving_ the name of C. T. 
Martin became the witness of the accident. An unsus
pecting lawyer was employed to prepare a suit, put the 
claim for damage was settled by the company paying $30, 
which the prisoners divided between them. The alleged 
accident occurred in June, 1909, and the indictment was 
returned by the October jury. Luke Hubbard will also 
face another indictment in which he is accused of further 
attempting to defraud the company through a similar con
spiracy. Named jointly with him in this indictment is 
E. W. Stokes. 

Traffic Circulars of Texas Companies.-James P. Griffin, 
general passenger agent of the Texas Traction Company 
and the Dennison & Sherman Railway, Dallas, Tex., has 
issued printed matter regarding these companies which in
cludes a booklet descriptive of the properties, a time card and 
a placard giving the time-table of trains between Dallas 
and Dennison and the local service between Sherman and 
Dennison. This placard also contains at the left-hand side 
a map of the routes of both the. Texas Tr~ctiory Compa!ly 
and the D ennison & Sherman Railway, 3½ in. wide by 7 in. 
high. The pamphlet describing the properties is entitled 
"The Convenient Way.'' It contains 30 pages and 
includes time cards of through service between 
Dallas and Dennison and Dennison and Dallas and 
time cards of se rvice between Sherman and D ennison 
in both directions. There is a brief history and de
sc ription of the properties followed by a short a rticle en
titled "Imperial Texas." The counties t hrough which the 
com panies operate are then taken up in turn and their 
natural resources and fac ilities ou tlined. Following this 
there is a similar ou tline of the resources of the cities an d 
towns through whi ch the companies operate. Full informa
tion is given regarding the sale of tickets, th e arrangement 
made for specia l cars, theater service and handlin g express 
and packages. T he publication is conc luded with an article 
entitled "Parks and Resort s," in which Ki rkland Park, 
Wood lake Park and Coursi ng Park, all of which are reac hed 
by ra il ways, arc briefly de scribed. Mr. Griffi n has a lso 
issued a desk blotter and a series of picture post cards, some 
in black and white and some in colors, showi ng sce nes a long 
railways. 
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Personal Mention 
Mr. George M. Kirchmer has b een appointed claim agent 

of the Coney Island & Brooklyn Railroad, Brooklyn, N. Y., 
to succeed Mr. J ohn C. Hamilton. 

Mr. H. M. Beardsley, secret a ry a nd t r easurer o f the E l
m ira \Va t er, L ig h t & R a il road Company, E lmira, N. Y. , has 
a lso been app o int ed acting g en eral m a nager of th e compa ny . 
. Mr. W. C. Gray has r es ign ed a s v ice-p r es ident and super 
tn tendent of t he Geneva & A uburn R a ilway S en eca Fa lls 
N. Y., w hich has su cceeded t h e Gen eva, W~t erl oo S en ec~ 
F a lls & Cayuga Lak e T ra ction Comp any, a nd M'r. S. H. 
Dailer h as be en app o i~ted t o suc ceed him as superi n t enden t, 
but his success o r as v ice-president has n ot been ele cted. 

Mr. C. F. Handshy, genera l superin ten den t o f interurba n 
t ransp o r tat ion _of th e I llinois T r action Syst em , Champa ign , 
Ill., has been g iven t h e t it le of genera l sup er intenden t o f th e 
company. Mr. Han ds hy b ecam e con nect ed w ith t he I llinois 
:rraction System about two y ears ago. Befo r e t hat h e was 
!n the employ of the Wabash Rai lroad for 15 years, se r ving 
m turn as telegraph op erat or, train di spat ch er, chi ef dis
p atcher a nd trainm aster. 

Mr. Emil Swenson h as been appointed by t h e S tate Ra il-
1·oa cl Commission of P enn sylva nia t o s tudy s treet ra ilway 
-conditi o ns in P ittsburg h, and h as t a ken up t h e wo rk in t hat 
,city fo ll ow in g a conferen ce w ith t h e commissio n. :.\I r. 
S w enson is a r es id ent o f Pitt sburg h a n d ha s h ad previou ,; 
exp eri ence as an en g in ee rin g exp ert o n st ree t r a il way a nd 
o t her en gin eering matt er s. H e was employed on th e con 
s truc t ion o f the New Y ork subway. 

Mr. P. V. See h as b een appointed superi n t endent of car 
equipment for the Hudson & Manha ttan Ra il road, N ew 
Y ork, N. Y . Mr. S ee is a gra duate of Armou r Instit u t e, 
Chica go, Ill. Since t h e spring of 1909 h e h as be en general 
sh op for eman of t h e Ill ino is Traction Sys t em , w it h h ead
q ua rt er s a t D ecatu r, I ll. PreYi ou s to b eco mi ng con 
nected w ith t he Il linoi s Tra ction Sys t em I\ir. S ee se rved 
for m or e t han two y ears as shop for em a n of t h e M etropoli
tan West Side Elevat ed R ailroad, Chicago, Il l. ; a s superi n t en
dent o f t h e D orn er Truck Company, and as gen era l sh op 
fo r eman of th e T w in City Rapid Transit Company, Minn e
apoli s, ::\Iinn., fo r t w o year s. 

Mr. M. H . Hovey ha s b een appointed as exp ert in sign a l
ing and interl ocking o n t h e en gineering staff w hic h j oir.t ly 
serves th e R a il road Commission of Wisco n sin and t h e Wis
con sin Tax Commis sion , r ep orting t o Prof. W . D. Pen ce. 
w ho is eng in eer for th e two Sta te commissio n s. Mr. Hovey 
has se rYed a s s ig nal en g in eer in the s ig na l staff of several 
ra ilroads and sig n a l compa nies. and has recent ly ser ved as 
sig nal exp ert fo r the Fede ral B lock Signa li ng & Tra in 
Safety Board, ha ving w ithdrawn fr om that serv ice to be
com e superintendent of constructi on of th e A m er ican Rail
w ay Signal Compan y, Cleveland, O h io. In r esig ning from 
t h e American Railway Si gna l Company h e wi ll resume h is 
form er servic e with th e Federa l b oard in con n ec t ion with 
hi s duties for t h e Wisconsin commissions. After J an. 1 , 
19IO, Mr. H ovey's headquarters w ill be at Madison . 

Mr. S. H. Dailey was appointed g eneral sup erintendent 
and purchasing agent of th e Gen eva & Auburn R a ilway, 
Sen eca F all s, N. Y., w hich has suc cee ded t h e Gen eva. Water 
loo, Se n eca Falls & Cayuga Lake Traction Com pa ny, on 
D ec. 1, 1909; to succee d Mr. W . C. Gray, r es ign ed. M r. 
D a iley ent er ed electric ra ilway work in his h om e city, Yo rk , 
Pa., about 1894, In t h e r epair shops of the Y ork Street Rail
way. Since that time h e ha s been connected with the en g i
neering d epartment of several large railway systems an d 
manufa cturer s 9 f "r a ilway appliances . For s ix yea rs h e w as 
w ith Ford , Bacdh & Davis, New York, N . Y ., a s ca r a n d 
equipment en g inee r, but resi gn ed from this firm to accept 
a s imilar p os iti qn w ith E. W . Clark & Com pany, P hiladel
p hia, Pa., a t th eir engineerin g headquarter s in Columbus, 
Ohio. W hile i11 'the emp loy of E. W. Clark & Compan y 
M r. Dai ley direc t ed the construction and equipment o f elec
t ri c cars fo r· t h e properties controlled by t h e Cla r k in t erests 
in the Central West and on t h e Pacific Coas t . Early in 
1909 M r. D ailey b ecame connected with th e en g ineering de
partment of M eikleh am & Dinsm or e, New Yo rk, N. Y ., 
supervising manager s of the Geneva & A uburn Railw ay. 

Mr. Frank R. l'billips has resign ed as m aster m echanic 
of t h e Cleveland (Ohio) Railway to b ecom e superintendent 
o f equipment ' of t h e ' P ittsburgh (Pa.) Railways, effective on 
J a n. 1, 19 10. After leaving the h igh schoo l in Cleveland 
M r. P hill ips, de\:id,ic;l upon a railway career a n d enter ed the 
empl oy of the Cleve1a n d City Railway in 1894. He advanced 
g radually un til h e becam e a foreman and th en_ mast~r 
m echanic of the compa ny. W h en the Cleveland City Rail
w ay and th e Cleveland E lect ric Railway w ere consolidated 

in 1903 as the _C_leveland E lectric Railway Mr. P hillips ac 
cepted t h e position of master mechanic of the Cincinnati 
N~wp ort _& Co_vin g t on Railway. Subsequently he becam: 
chi ef en g tn eer 111 cha rge of all but the transportation de
pa rtm ent of th~ ~ichigan United Railway, Lansing, Mich. 
1n 1906 Mr. P htl!tp s ent ered the employ of the Ohio Brass 
Company, Ma n s fi eld, Ohio, as designing engineer in charge 
of_ r a ilway o~~rhead work, and made a study of the street 
railway cond1t10ns of mo st of th e la r ge cities of the Unit ed 
St a t es eas t o f the Mi ss iss ippi Rive r for that company. In 
July, 1908, he became ma ster mec hanic o f the Cleveland 
T ract ion Comp_a~y, i_n ch a r~e of buildings, shops and equip
m e~t . l\fr. P h1lltps 1s th e 111ventor of a number of railway 
devices and has app ea r ed b efor e several railway commis
s ion s a s a n exp ert. He is an associate member o f the 
A m eri ca n In s titute o f E lec trical Engineers. 

Mr. S. J. Dill, who has been r esident general manager of 
th e E ln'.ira W a t er , L ight & R ailroad Company, Elmira, 
N . Y., sm ce July 20, 1908, ha s b een appointed a ssis tant to 
}I_r. Geo rge B ull ock, president o f the Susqueh a nn a R ailway, 
L ig ht & r ower Compa ny, New Y ork, N. Y ., a .holding com
p any w hi ch cont ro ls 15 public se r vic e corporations, includ
ing t h e e lectric r a ilway s in E lmira, N. Y., and Lancaster, 
P a. I\l r. D ill has a ls o b een elected vice-president of the 
R a il way Equipment Company, New Y ork, N. Y., through 
w hi ch p urchase s a r e m a de fo r t h e Susquehanna Railway, 
Ligh t & P owe r Company. He succeeds to th e duties with 
t h ese compa nies p revi o u sly pe r fo rmed by Mr. Edwin With
e rby, w h o se r esign a ti on was ann ounced in th e ELECTRIC 
RAILWAY J OURNAL of D ec. 11 , 1909. A lthou g h Mr. Dill will 
h aye hi s h eadqua rter s in New Y ork, he will ret ain the title 
of ge ne ra I m a n ager of th e E lmira Water, Li ght & Railroad 
Company, of w hich h e h as b een elect ed v ice-pres ident.. i\Ir. 
D ill bega n hi s r a ilw ay career w ith the Met rop o lita n Street 
R a ilway, New York, N. Y. H e was promoted by the com
p any t o div is io n fo rem an a nd was in charge o f the Forty
second Street a nd Cro sstown and the B oul evar d line s when 
they w er e equipped w ith elec tricity. I n 1901 h e b ecame 
s up eri n t endent of the D etroit, Y p silanti , A nn A rbor & Jack
son Railway, and la t er was app ointed general sup erinten
d en t of t h e M ichig an Tracti on Company, K alamazo o, Mich., 
in c harge of th e op era ti on s of th e city lin es in K a lamazoo 
a nd Battle Creek and th e interurba n railway c onnecting the 
t w o cit ies. I n 1904 M r. Dill w as app ointed general mana
ger of the You ngstown & S outhe rn Railway, then under 
const ruct io n, an d continued in th at ca pacity until appointed 
t o th e E lmira Wa ter, L ight & Rail road Compa ny. 

Mr. Lloyd Lyon, w hose appointment a s treasurer o f the 
Mex ico Tramways and th e Mexica n Lig ht & Pow er Com
p any, L t d ., wa s n o t ed in the ELECTRIC RAILWAY JouRNAL of 
D ec. I 1, 1909, was b o rn on June 20, 1877. A ft er attending 
Be lo it College h e entered the accounting department of the 
A ug u s ta Rai lway & E lectric Company, August a, Ga., in 
1897. At t h e ou t break of the war w ith Spain in 1898, Mr. 
Lyon r eceived a n ind efinite leave of ab sence fr om the com
pany a ll owin g him t o enli s t and serve until discharged in 
th e fa ll. H e r eturn ed t o hi s dut ies w ith the A ugusta Rail
w ay & E lect ri c Company a nd rem ained in Augu st a until 
1902, w h en he r es ign ed to ent er the accounting department 
of t h e Birming ham Ra ilway , L ight & · Pow er Company, 
B irmin gha m. A la . I n Ma rch, 1903, M r . Lyon w as ap
p oint ed au dito r o f t h e Montgom er y (Ala. ) Traction Com
pa ny, t hen own ed a nd op era t ed by J . G. White & Company, 
New York, N. Y. On Feb . 28, 1905, h e resigned from the 
Montgom ery T raction Company to accept a position in the 
ligh t ing depa r tm ent of th e L ittl e Rock Railway & Electric 
Company. but in A pril, 1905, h e was sent to Porto Rico 
by J. G. W hite & Company as auditor and assistant treas
urer o f the Sa n Juan Lig ht & Transit Company and in 
M a y, 1905, was made assis t ant m anager of the property. 
In Apri l, 1906, J. G. White & Company began to rehabili
tate t h e r ailway a nd lighting sys t em s at San Juan, construct 
a ra ilway ext en sion of 20 mil es and complete the develop
me nt of a wat er -power, including substations and a trans
mi ss ion lin e o f 20 miles. F o r a ll of this w ork Mr. Lyon 
was appointed audit or by J. G. White & Company, in charge 
of t he finances. Mr. Lyon resig n ed his position in Porto 
Rico in N ovember, 1907, to become secretary and auditor 
of the M obile Light & Railroad Company, Mobile, Ala., and 
assumed his duties in Mobile on Dec. 1, 1907. Mr. Lyon 
w ill assum e the duties of treasurer of the Mexico Tram
w ays and the Mexican Light & Power Company, Ltd., on 
Jan. 15, 1910. At th e first a nnual convention of the Ala
bama Li ght & Traction Association, held in Mobile in 1908, 
Mr. Lyon was elected secretary-treasurer of the association 
a nd w as re-elected to this position at the second annual 
convention, held in Birmingham in November, 1909.. Mr. 
L yon is a n associate member of the American Institute of 
E lectrical Engineer s. 
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Construction News 
Construction News Notes are classified under each head

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

reported. 
RECENT INCORPORATIONS 

*Birmingham & Gulf Railroad, Birmingham, Ala.-Incor
porated in Alabama with a capital stock of $3,000 for the 
purpose of estab li shing of street and interurban railways. 
Officers and incorp orators: J. M. Dewberry, acting presi
dent; R. D. Johnston, Jr., secretary; Lewis Minor, treas
urer. The incorporators are also connected with the Bir
mingham & Gulf Railway & Navigation Company, which 
operates an e lectric railway between Tuscaloosa and Holt. 
Office, Birmingham. 

*Gadsden (Ala.) Railway.-Incorporated to build an elec 
tric street railway in Gadsden. T he company is also given 
the right to conduct a light and power business. Head
quarters, Gadsden. Capital stock, $2,000. Incorporator s: 
J. B. Carrington, Anniston; W . N. Malone and A. B. l\1it
chell, Birmingham. 

Chicago United Railway, Chicago, Ill.-Incorporated in 
Illinois to take over the properties of Con solidated Trac
tion Company, Chicago. Capital stock, $100,000. Incor
porators : Charles G. Dawes, Emile K. Boisot, George P. 
Hoover and Andrew Cook. 

*Thayer Junction Railway, Chicago, Ill.-I ncorporated to 
construct a railway, t o be opera ted by steam or electricity 
from Thayer to Thayer Junction. Capital s tock, $65,000. 
Incorporators: A. L. Sweet, Walter Farner and E. E. Jones. 

*Inter-City Viaduct Freight Railway, Kansas City, Mo.
Incorporated to build a 7-mile freight-connecting belt rail
way on the viaduct between Kansas City, Mo., and Kansas 
City, Kan. Several st eam roads are interested. It is re
ported that electricity will be the motive power. Capital 
stock, $70,000. Incorporators: J . W. Reinhardt, A. R. Ash, 
Howard Ross , H. J . Curran and William J. K nepp. 

*Ottawa, Rideau Valley & Brockville Railway, Ottawa, 
Ont.-Applicat ion has be en made t o the Dominion Parli a
ment by D. H. McLean, Ottawa, for the incorporation of 
the Ottawa, Rideau V alley & Brockville Rai lway. Permis
sion is asked to construct a railway to be operated by elec
tricity or other motive power, from Ottawa to Brockville ; 
to operate a ferry service across the St. Lawrence River to 
Morristown, N . Y., and t o build an ex tension from th e 
mai n line, from Ottawa to High Falls. 

*Titusville Central Railroad, Titusville, Pa.- Incorpora ted 
to construct a ga sol in e mot or railway in th e vicinity of 
Titusville. Capita l st ock, $ 120,000. W. J. Smith, T itusvill e, 
president. 

*Greenville, Spartanburg & Anderson Railway, Greenville , 
S. C.-App lication will be m ade on Dec. 20 by this com
pany for a charter to build an electric railway from Green
ville to Spartanburg, JI miles. The organizers are Charles 
W. Ellis, H. H . Prince and 0 . K. Mauldin. 

*Nashville & Adairville Railway, Nashville, Tenn.-Chart
ered in T ennessee t o build an electric railway from Nash
ville throug h Goo dlett sville to Whitehou se and thence to 
Adairvill e. Capit a l s tock, $25,000. Incorp orato rs : W. A. 
Buntin, B. P . Gilb ert, H. M. Hayes, S. C. Robb and R . A. 
Wilson, a ll of Nash ville. 

*Pe Ell & Columbia River Railway, Pe Ell, Wash.
I ncorporated to build an electric railway from Pe E ll to a 
point on the Columbia R ive r, at Ca thlem et. H eadquarters, 
P e Ell. Capita l s toc k, $50,000. Incorporator s: W . C. 
Yeoman s, Charl es Yeo mans, C. A. Doty, Seattl e, and F . B. 
Hubba rd . 

FRANCHISES 
Santa Barbara, Cal.-Thc City Council has g rant ed to th e 

Santa Barbara Co nso lida ted R ailway a fr anchi se 0 11 Stat e 
S tree t, be t ween V ictoria Street and So la Stree t, and on 
Sola Stree t , be tw een State S t reet a nd Chap ala Street. 

Oakland, Cal.-Thc Southern Pacifi c Co mpany, San Fran
cisco, has applied to t he P, oard of Sup ervisor s in the name 
of t he Ce ntra l Paci fic Rail way for a 50-ycar franchi se to 
opera te a doubl e-t rack , standard -gage, elec t r ic railway from 
Mel rose to S ta nley R oad, a di st ance of 4 mil es. Similar 
a pplications will be made in both San Lca mlro and Hay
ward fo r the same privil eges. 

*Pensacola, Fla.- An o rdina nce has bee n o ffered in th e 
Ci ty Coun cil to g ra nt a stree t rail way fra nchise to the 
P ensacola D evelopment & Construction Company. 

Dublin, Ga.-The City Counci l has g ranted to th e Dublin 
S tree t Railway a franchi se fo r t he construction o f a ga so-

line motor railway in Dublin. P. L. Wade, Dublin, is inter 
ested. 

Delphi, Ind.-The Logansport, Frankfort & Indianapolis 
Traction Company, Logansport, has applied to th e County 
Commissioners for a franchise for its proposed railway 
over Michigan Road in Washington, Burlington and Car
rollton Townships. A. A. Newer, Logansport, is interested. 
[E. R. J., April 17, '09.] 

Martinsville, Ind.-J. N. Crabb, president of the Capital 
Circuit Traction Company, Indianapolis, has applied to the 
City Council for an extension of its franchise unt il 1913. 
T he company proposes to build an electric railway to en
c ircle Indianapolis and connect several cities within a 
radius of 25 miles from Indianapolis. [E. R. J., Oct. 23, '09.] 

*Meridian, Miss.-Application has been made to the City 
Counc~l by M. R. Grant for a franchise to build and operate 
a street railway and power plant in Meridian. 

Oswego, N. Y.-The Common Council has granted to the 
Syracuse, Lake Shore & No rth ern Railroad a franch ise to 
enter Oswego ?.s the terminus for its projected Fulton ex
tension. 

Marshfield, Ore.-At a special election recently held in 
Marsh fi eld a franchise was voted to J. M. Blake for the 
construction of an electric railway within th e city limits. 
The line wi ll b e about s miles long. [E. R. J ., Oct. 16, '09.] 

Delaware Water Gap, Pa.-The Borough Council has 
granted a franchise to the Stroudsburg & Water Gap Street 
Railway, Stroudsburg, to extend its line through the Gap 
;rnd co nnect with Portland. 

Seattle, Wash.-The City Council has granted two fran
chi ses to the Seat tle E lectric Company for new lines on 
Sixth A venue No rthwest and on Fourteenth A venue. 

TRACK AND ROADWAY 
Calgary (Alta.) Street Railway.-This company will build 

an extens ion of about 12 miles during 1910. Thos H. Mc
Cauley, general manager. 

Pow!r, Transit & Light Company, Bakersfield, Cal.-This 
company advi ses tha t it expects to re lay 7 mi les of track 
during the coming year. It is the intention to replace the 
59-lb. rai ls with 87-lb . ra il s. J am es E. Baker, superinten
dent . 

Humboldt & Eastern Railroad, Eureka, Cal.-E. E. Skin
ner, secretary of the Humbo ldt & Eastern Rai lway commit
tee, 318 Fifth Street, Eureka, advises that the pre liminary 
surveys for the proposed railway between Eureka and Red
ding have been completed and the line located. It is not 
probable that work will be started until next year. [E. R. 
J., Sept. 23, '09.] 

*Redwood City, Cal.-It is stated th a t A. H. Lohman, 
San Francisco, has begun making the preliminary sur
veys for a n electric railway to ex tend from R edwood City 
to W oo dside, L a H onda and the Big Basin. 

Oakland & Antioch Railway, San Francisco, Cal.-S. L. 
Nap h ta ly, San Francisco, advises that this company is pre
parin g to begin work the fi r st of the year on its proj ected 
electric ra ilway which is to extend from O a kl and to Berke
ley W alnut Creek, Concord and Bay Point, 34 miles. Sur
veys and fi nal locat ions have been made. Power to opera te 
the line wi ll be purchased. T.he company exp ects to pur
cha se four cars and one electric locomotive. Capital stock, 
authorized, $3,500,000. Issued, $500,000. Bonds, authorize d, 
$2,000,000. H eadquarters, 347 Grant Avenue, San Francisco. 
H . A. l\Iit chell, pres ident ; F. E . Brooks, secretary. [ E. R. 
J., Sept. 11 , '09.] 

Washington, D . C.- A bill has been int ro duced in the 
House which provides for th e extension of th e Brookland 
t racks of th e Washin g ton Railway & E lec tric Company 
throug h th a t suburb and to the Distric t line, without cross
ing at g rade the tr acks of t he Baltimore & Ohio Railroad. 

*Fort Dodge, Ia.-L. S. Cass, president of th e Waterloo, 
Cedar F a lls & No rth ern Railway, W a terloo, is said to be 
at t he head of a pla n to build an elec t ric railway to con
nec t Ma son City, Waterloo a nd Fo rt D odge. 

Iowa City, Ottumwa & Southwestern Electric Railway, 
Iowa City, Ia.-This company announ ces th a t it will be 
prepared to begin work 011 it s lin e betwee n I owa City and 
Ottumwa by May r, 19 10. It w ill be broad gage, 70 
mil es lon g, a nd will pass throug h W eitman and Keota. The 
line will c ross se vera l trun k line s running cast and west. 
The company's plans inc lude th e erec tion of a power plant 
near K eot a ancl t he repair shops in that c ity. No contracts 
ha ve been awa rded as ye t. Capita l stock au thorized, $2,500,-
000 ; bonds auth o ri ze d, $2,000,000. Officers: Frank Tanner, 
Iowa City, vice-pres id ent and genera l manager; Otto Hill, 
Davenport, sec retary and treasurer ; D. T. Davis, Iowa City, 
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s uperin tendent; Irwin Kett lewell, Iowa City, chief enginee r. 
[E. R. J ., D ec. 4, '09.] 

Kansas Union Traction Company, Altamont, Kan.-This 
company advises that it has not yet placed any contracts 
for t he construction of its proposed railway. I t will extend 
from Parson s to Coffeyville, Columbus, Oswego, A lta mont, 
Mound Valley an d Cherryvale, 90 miles. Work is sched
uled to begin the first of the year. Repairs shops and th e 
power station wi ll be located at Altamont. T he company 
plans to furnis h current for light, heat and power pur
poses. Capital stock auth orized, $1,000,000; issued, $500,500. 
Officers: William J. Jones, Altamont, pres_ident; P hillip 
Strack, 23 Postal Telegraph Building, Indianapolis, I nd.; 
Barney McDaniel, Altamont, secretary; C. N. Petty, Alta
mont, treasurer; Archer, Rollins & Company, Kansas City, 
Mo., electrical engineers. [E. R . J., Aug. 21, '09.] 

Kansas City-Western Railway, L eavenw or th, Kan.-This 
company plans to gradually take up a ll the 60-lb. rails on 
its line between Kansas City and Leavenworth a nd relay 
the track with 70-lb, rails. About I mi le of this work has 
already been done. Work has been started by the company 
on a new bridge on the Fort Leavenworth Reservation. 
It is to be 450 ft . long and will be of steel construction with 
concrete abutments and pedestals. 

Wichita Railroad & Light Company, Wichita, Kan.-This 
company expects to construct IO miles of new track during 
1910. W. A. Martin, purchasing agent. 

Lake Charles Railway, Light & Water 
Charles, La.-This company will build_ 6½ 
track from Edna to Kinder, La., in 1910. 
general manager. 

W orks, Lake 
miles of new 
J. A. Landry, 

Maryland E lectric Railways, Annapolis, Md.-This com
pany has nearly completed track and overhead line for a 
distance of about 8000 ft ., this addit ional trackage being 
practically an extension of two of its main sidings, one 
siding being extended about 6500 ft. and the other about 
1500 ft. An So-lb. A. S. C. E. T-rail is u sed in connection 
with this work. The overhead typ e of construction is West
inghouse ca tenary using ¾-in. messenger and ooo grooved 
copper wire. 

Detroit, Lansing & Grand Rapids Railway, Detroit, Mich. 
-This company has awa rded a contract to F. C. Wales, 8 
Beacon Street, Boston, Mass., for making the location sur
veys for its proj ected railway between D etroit, Lansing and 
Grand Rapids. Work was started on Dec. 6. [E. R. J., 
Dec. r r, '09. ] 

*Traverse City, Mich.-L. K. Gibb s is sa id to have an
nounced that he has financed his proposition to build a 
street railway in Traverse City, and that he will be ready 
to begin work as soon as a franchise is obtained. It is 
stated th at the preliminary surveys have been made and 
the right-of-way has been secured. 

Eastern Montana El~ctric Railway, Billings, Mont.
Daniel D. Gi le advises that this company was incorporated 
for the purpose of building an 85-mile passenger and freight 
line to connect Billings, Laurel, Selesia, Joli et, Fromberg, 
Bridger, Belfrey, Bear Creek, Washoe and Red Lodge. The 
company is considering the extension of the line westerly 
from Red Lodge, through Carbon County to the valley of 
the Stillwater, following the river to its junction with the 
Yellowstone at Columbus, then easterly through Park City 
to Laurel. This extension would mean at least So miles of 
additional track. It is the intention to start const ruction 
during next spring. Capital stock authorized, $500,000. 
Headquarters, Billings. Officers: A. C. Logan, Billings, 
president; Daniel D. Gile, 27 William Street, New York, 
N. Y., vice-president; G. H. Kesse lhuth, Bill ings, secretary; 
George F. Bennighhoff, Bi llings, t reasurer; F. A. Kessel
huth, Billings, engineer in charge; Herbert F. Pierce, Bos
ton, Mass., chief engineer. [ E. R. J., Nov. 27, '09.] 

Lincoln (Neb.) Traction Company.-This company con
templates building 3 miles of track during the coming year. 

Brooklyn (N. Y.) Rapid T ransit Company.-This com
pany is constructing a double-track line on Nostrand Avenue 
running south from Flatbush Avenue to Avenue U, rep re
senting about 12,025 ft. of single track measurement. The 
company states that it is quite likely that a small portion of 
this work will be deferred until next year. 

Long Island Railroad, Long I sland City, N. Y.-This 
company will build 28 miles of new track during 1910. 

New York, N. Y.-John J. Hoppe r and E. J. Farrell, con
tractors, have submitted plans t o the Public Service Com
mission of the First District for a comprehensive subway, 
making a complete lo op around Manhattan and the Bronx. 
The estimated cost is about $130,000,000. The proposed 
line starts at the Battery and is to run up First Avenue, 
through the East Side, to Harlem, loop around the eastern 

edge of t he Bronx and return t o th e Battery by way of 
' J erome Avenue, Elmhu rs t an d Edgecombe Avenues, St. 

Nich olas and E ighth Avenues, Hudson Street a nd West 
Broadway. There a re to be five crosstown links connect
ing the East and West Side lines. It is proposed to build 
th e tunnel in twenty-four sections, of about I mile each, and 
with four tracks. 

Pennsylvania & Ohio Railway, Ashtabula, Ohio.-This 
company has placed a contract with the Cleveland Frog & 
Crossing Company fo r the necessary Y's and sp ecial work 
to be used in conn ection with contemplated improvements 
to its line. 

Hamilton , Waterloo & Guelph Railway, .Hamilton, Ont.
During 1910 this company will construct 60 miles of new 
track. New lin es wi ll be built between Hamilton and Ber
lin, and Hamil ton and Guelph. John P atterson, manager. 

Oregon City, Beaver Creek & Mollala Railway, Oregon 
City, Ore.-1 t is stated that F . M. Smith, who is promoting 
a plan to build an elect ric rail way from Oregon City to 
Silverton, has secured stock subscriptions from different 
sources amounting to $100,000. Work is to begin at once. 
[E. R. J., Oct. 2, '09.] 

West Side Electric Street Railway, Charleroi, Pa.-This 
company announces that it will build a IO-mile interurban 
line between Charleroi and Ellsworth next year. D. G. 
Call ihan, Belle Vernon, general sup erintendent. 

Schuylkill & Dauphin Traction Co., Harrisburg, Pa.
During 1910 this company will build 2 miles of new track. 
W. E. Harrington, general manager. 

*Pittsburgh & Allegheny Valley Street Railway, New 
Kensington, Pa.- This company has been organized to 
build an electric rai lway from t he northern t erminus of the 
Pittsburgh Rai lways at Oakmont, through N ew Kensing
ton, Arnold and Valley Camp, to Apollo, Leechburg, Ford 
City and Kittanning. George B. Campb ell, Jr., New Ken
sington, has begun making the surveys for the route be
tween Ford City and Leechbu rg. Most of the rights-of-way 
have been secured. 

Quebec Railway, Light & Power Company, Quebec, Que. 
-Edward A. Evans, chief engineer of this company, has 
been instructed to revise the plans already made for the 
building of the Quebec & Saguenay Railway from St. 
Joachim to Murray Bay. The charter of this company is 
h eld by interests identified wi th the Quebec Railway, Light, 
Heat & Power Company, and it is expect ed that work will 
be commenced early next spring. T he route of the proposed 
line for the greater part of its cou rs e is along the St. Law
rance River. The company will construct 2 additional miles 
of track to its lin e during 1910. 

Rhode Island Company, Providence, R. !.-This com-
. pany has just completed the ext ension of its Greystone line 

from its present terminus to E n field, a distan ce of 5500 ft. ; 
a lso the extension of its Douglas Avenue lin e from its 
present terminus, for a distance of 1800 ft. 

Johnson City, Tenn.-J. B. Cox, Johnson City, Tenn., 
who is interested in a proposed electric interurban railway 
betwee n that point and Bristo l, Te nn., is said to have an
nounced that the company h as not yet been o rganized, but 
that the projected route is from J ohnson Ci ty via Austin 
Springs, a summer resort, thence n ear P in ey Flats, Bluff 
City and Thomas Bridge, and up the Beaver Creek Valley to 
Bristol, about 24 miles. [E. R. J ., March 20, '09.] 

E ast Texas Traction Company, Dallas, Tex.-C. L. Wake
fie ld advises that surveys a re now being made for this pro
jected railway betwee n D aflas, Mesquite, Forney and Ter
rell, 34 mil es. A pre liminary association, known as the 
East Texas Traction Company, has been formed to promote 
the bui lding of t he line. Inc orporation papers have not yet 
been fi led. I t is p robable that work will be started on 
March r next . Officers: Schuyler B. Marshall, Gaston 
Building, pres ident; E.W. Morton, Jr., vice-president; C. L. 
Wakenfi eld, 262 Live Oak Street; W . H . Gaston, treasurer, 
a ll of Dallas. [ E. R. J., D ec. 4, '09.] 

Northern Texas Traction Company, Fort Worth, Tex.
T his company has arrang ed for the double tracking of 7200 
ft. of the Polyte chnic Colleg e lin e in Fort Worth. The work 
will be carried out by the Stone & Webster Engineering 
Corporation, Boston, M ass. 

Marshall (Tex.) Traction Company.-This company an
noun ces that it has completed I mile of its street railway in 
Marshal l. T he total length of the line will be 4 miles. Two 
cars wi ll be operated. Power w ill be rented from the 
Arkansas-Texas Consolidated E lectric Company. M. Tur
ney, president and gene ral manager. [E. R. J ., July 4, '09.] 

*Bristol, Wash.-It is sta te d an eastern syndicate has 
agreed to build an elect r ic railway from Whit_e Salmon or 
Bingen, on the Columbia River, north to Snowden, a dis-
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tance of abou t 16 m il es. W hite Salm on business men, in 
co-operation wi th W. W . Swan of th e Swan Lumber Com
pany, Bristol, have subscribed $350 for the purJ.?OSe of a pre
liminary survey to be made. H . S. Hall, W hite Salmon. 

Milwaukee Western Electric Railway, Milwaukee, Wis.
The Rail road Commission has g ranted a cer tificate of 
public convenience and n ecessity t o th e Milwaukee W estern 
El ectric Railway, coverin g a rou te ex tendin g fro m Mil
waukee to Beaver Dam, W is. , a di stance of 56 mil es w ith a 
division from Sussex, th rough P ewaukee to Waukesha. 

SHOPS AND BUILDINGS 
Central California Traction Company, Sacramento, Cal.

It is stated that th is company, in conjunction with th e 
Northern E lectric Company, Chico, plans to erect a IO
story steel and concrete building at th e northeast corner 
of Eighth and L Streets. T h e ground floor, it is said, will 
be used a s a terminal, and the fi rst fl oor for headquarters 
for both companies. 

Augusta-Aiken Railway & Electric Company, Augusta, 
Ga.-1 t is stated that th is company is conside rin g the erec
tion of m achine and car shops in Augusta. 

Virginia Railway & Power Company, Richmond, Va.
This company proposes to build a n ew t erminal passenger 
sta tion , with car house and repair shops, at t he corner of 
Seventh and P erry St re ets, in Manch ester. T he car hous e 
will cover a block on Seventh St reet fr om Perry Street 
to Porter Street, 300 ft. , w ith a dep th of abou t 120 ft. It 
will be erect ed of either brick or concrete . O n a lot owned 
by th e com pany near the new r eservoir twin car houses 
will be erected, each 120 ft. x 288 ft. T h ey will be built of 
either concrete or b r ick. Other build in gs to be erected 
a re a paint shop 75 ft x 90 f t ., a storehouse 80 f t. x 90 ft ., 
a b lac ksmi th shop 40 ft . x 60 ft. , besides so me sm aller 
buildings for oil and sandhouses, and also for providing 
locke rs and room s for the employees. The com pany w ill 
also er ec t at th e corn er of T wenty-ninth and Per ry Street s 
a new station and waiting room, besides a car hou se and 
sh ops for sm all r epairs. 

POWER HOUSES AND SUBSTATIONS 
Pensacola (Fla.) Electri c Company.-This company has 

purchased and expects to in stall , within the n ext few weeks, 
a 500-kw turbin e and a 300-kw m oto r-gen era t or set . 

Bangor Railway & E lectr ic Company, Bangor, Maine.
It is stated tha t t hi s company has acquired th e en t ire 
property of V eaz ie mills wa ter p ower a nd dam, t he p resent 
power sta ti on. The p r op er ty, up to th e present time, w as 
leased to the company f0r a term of 999 years by its owners, 
J. W. Palmer, C. D. Stanfo r d, and F. W . Hill. The company 
is said to have paid $ 150,000 for the p roperty. 

Menominee & Marinette Light & Traction Company, 
Menominee, Mich.-This company has in course of con
st ruc tion a hydro-elec tric power plant on the Menomine e 
River, 20 miles no rth of M enomin ee. A storage of approxi
mately 500 ac res will be ob tained. A canal 3400 ft . long 
and I 18 ft. wide at the bottom connects the p ond with the 
power station, w hich is 96 ft . x 124 ft. T he prese nt in stall a
tion consists of two I 100-kva, 2300-volt a. c. W es t in ghouse 
generators; two 100-kw d. c. exciters; four 750-kw 2300-33,000-
volt W est ing house transform ers with Westin g house switch
board ; two quadrupl ex 1900-hp and two 225-hp dupl ex 
D ayton Globe turbin es, contro lled by Lombard gove rn ors. 
The peak load capacity of the p lant a t lowest stage of water 
when completed will be in excess of 6000 hp. A three-phase 
t ransmission lin e, built to fo llow the hig hway on priva te 
r ig h t of way, con nec ts th e plant with Menomin ee and Mar
inet te. The substa tion·, als o in course of construction , 28 ft . 
x 70 ft., is loca ted in M enominee, is fireproof, and will con
tain, besides th e st ep-down transformers and switchboards, 
2500-volt m otor-genera tor sets for st ree t ra ilway service and • 
apparatus fo r operating luminous st reet a rcs. Most of the 
construction work was done by the company. 

Twin City Rapid Transit Company, Minneapolis, Minn.
Plans have bee n m ade by this company for t he improvem ent 
of its power house a t Six th Avenue south eas t a nd the river 
bank. Four n ew stee l stacks, each 265 ft . h igh, are to be 
erected, to take the p lace of the two brick s tacks now in 
use, w hich arc 30 ft. shorter. 

Portland Ra ilway, Ligh t & Power Company, Portland, 
Ore.-T his co mpany is sta ted to have purc hased the p ro p
erty of th e P o rt land W ater Po wer & E lec tric Tran smiss ion 
Co mp any, the price bcin l-{ estimat ed a t $200,000. T he prop 
er ty co nsists o f 1642 ac res of land a long the Clackama s 
Rive r a nd a b r idge across the ri ve r. It is s ta ted that 15,000 
hp ca n be clcvclo pcd by the purchase of th is property. 

Virginia Railway & Power Company, R ichmond, Va.
This compa ny is con sid ering the purchase o f a new stea m 
turbo-genera tor. 

Manufactures & Supplies 
ROLLING STOCK 

Cincinnati (Ohio) Traction Company contempla tes order
ing 75 s in g le-truck open ca rs next spring. 

Washington Railway & Electric Company, Washington, 
D. C., will purchase 50 cars for c ity service sho rtly. 

Utica & Mohawk Valley Railway, Utica, N . Y., w ill order 
between 12 and 15 city cars in th e near fut ure for use in 
Utica. 

Whatcom County Railway & Light Company, Belling
ham, Wash., is receiving bids on th ree 47-ft., double-truck, 
closed city cars. 

Los Angeles & Redondo Railway, Redondo Beach, Cal., 
proposes to r e-equip 27 car s with W estinghouse 306 inter
pole 4-motor equ ipments. 

Porto Rico Railways, San Juan, P . R. , has order ed IO fl at 
and five cane car s fro m th e W onham-Magor Car & Manu
fa cturing Company, New York. 

Houston (Tex.) Electric Company has p lace61 an order 
with t he Cin cin nati Car Com pany fo r five double-truck 
cars to be mounted on Standard Motor Truck Company's 
type 0-50 trucks. 

Columbia Electric Street Railway, L ight & Power Com
pany, Columbia, S. C., has closed a contract with t he Pay
As-You-Enter Car Corpora t ion, New Y ork, to ope rate pay
as-you-enter cars over its lines. 

Seattle-Everett Interurban Railway, Seattle , Wash., has 
placed an orde r with th e Niles Car & Manu factu rin g Com
pany for six 51 -ft. interurban motor cars to be moun ted on 
Baldwin Locomotive Works cla ss 78-25 trucks. 

Grand J unction & Grand River Valley Railway, Colorado 
Springs, Col., in addition t o the three combination car s men
tioned in the ELECTRIC RAILWAY JouRNAL of Oct. 30, 1909, will 
buy one -elec tri c loc om otive within t he next six months. 

Fort Dodge, Des Moines & Southern Rai lway, Boone, 
Ohio, ha s just placed an order with the H askell -Barker Car 
Company, Michigan City, Ind., for 150 fr eight cars, some 
of which will be 80,000-lb. capacity, gondolas, and the re
mainder 60,000-lb. capacity, box cars . 

British Columbia Electric Railway, Vancouver, B. C., 
m enti oned in the ELECTRIC RAILWAY J OURNAL of D ec. · 11, 1909, 
as hav in g fi ve cars under c onstruction in th e p lant of the 
John Stephen son Company, will have th ese cars built 28 ft. 
long and of th e semi-convertible type. They will be con
structed fo r pay-a s-you-enter service and will be mounted 
on Brill 27-G-1 truck s. 

North Jersey Rapid T ransit Company, Paterson, N . J., 
ment ioned in the ELECTRIC RAILWAY JO URNAL of Nov. 20, 
1909, as havin g p laced an order with th e J ewett Car Com 
pany for s ix cars, has decided on th e foll owin g de tai ls: 
Seating capacity ... . .... 44 Underfram e. W ood and Steel 
Weight . . . . . . . . . . 14,000 lb. Car trimmings . .. ... Bronze 
W heel base . . . . . . . . . . . 6 ft . Curtain fix .... Cur ta in S. Co. 
L ength of body . 30 ft . 4¾ in Curtain m aterial. .. Pan tasote 
L eng th ov er ves tibul e .41 ft. Gon gs . .......... 12 in. Foot 
L eng th over a ll .... .. . 42 ft . H and brakes, Ratchet Handle 
Width inside . . . . .. 7ft . II in. H eat ers, 
Widt h over a ll . . 8ft. 10½ in. P eter Smith H ot Wat er 
H eight in side . . .... Sft. 6 in. Roofs . . . . . . . . . . . . Monitor 
H eig ht, sill t o t ro ll ey base Sanders .............. Ham 

9 ft . 3 in. Sea ts ............ W alkover 
H eig ht, rail t o sills.3 ft . 3 in. Varnish .......... Hildreth 
Body ....... .. ...... Wood 

Shore L in e E lectric Railway, New H aven, Conn., r eported 
in th e ELECTRIC RAILWAY J OURNAL of Nov. 20, 1909, a s having 
ordered 12 cars from th e J ewett Car Com pany, has drawn 
up the fo llowing specifica tions fo r thes e ca rs, which will 
be o f t he center ves tibul e type. 
Seat in g capacity ... .. . . ... 46 Fe nd ers .. Loco. T ype P ilot 
W eig h t .. . ... .. .... 20,000 lb. Gongs ... ...... . 12 in. Foot 
Wh ee l ba se .... . ... 6 ft . 6 in. H an<l brakes . . . . . . V ertical 
L eng th over ves tibule 43 ft. H eadlig hts ......... Climax 
L eng th over a ll .. 44 ft . 6 in. Motors .... four G. E. 217-B 
W idth in side .. . . 7 ft. 7½ in. Registers .... .. Ne w Haven 
W idth over a ll .... 8 ft . 4 in. Sa nders .... N icho ls Li ntcrn 
H eig h t, rail to roof .... 12 ft. Scat s ...... I-I. & K. 100 A. E. 
n ody ....... . ....... W ood T ro lley r etrievers 
Undcrfranw .......... S teel W il son No. 2 

Ca r t rimmin gs . . . . . Bro nze Tr ucks, typ e a nd make 
Co n trol syste m .... Type M Ba ld win M. C. B. 
Curtain fix . . . . Cnrt a i11 S. Co. Va rn ish ........... 1 I ildrcth 
Curt a in m ate r ia l. .. f' an tasn te V cs ti lm lc .......... Center 
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TRADE NOTES 

H . S. Bradfield has r es igned as general sa les agent of the 
New York Car Whee l Company, New York, N. Y. 

Holland Trolley Supply Company, Cleveland, Ohio, has 
opened a sales office in that city at Room 415, Schofield 
Bu ilding. 

Thomas F. Carey Company, 141 Milk Street, Boston, 
Mass., desires to consider agenc ies for the Eastern States 
for gears, pinions, car and truck equipment and track sup-

• plies on an exclusive basis. 
Ohmer Fare Register Company, Dayton, Ohio, r eports 

among many n ew contracts r eceived, on e for equipping the 
enti re system of the Syracuse (N. Y.) Rapid Transit Com
pany with O hmer registers and another for equippin g the 
lines of the Lincoln (Neb.) Traction Company with Ohmer 
registers. 

Cleveland Tool & Supply Company, Cleveland, Ohio, an
nounces that Charles C. Wright has been connected with 
the company since Dec. 1, 1909. Mr. Wright, who has an 
interest in th e concern, was a sa lesman in the Cleve land 
office of t he Carnegie Steel Company, Pittsburgh, Pa., for 
severa l years past. 

Parker Clark Electric Company, New York, N. Y., 
announc es the retireme nt of W. G. Clark and the election 
of Dr. George N. Mi ller to t he of-fice of president and 
director. The offices of th e company have been moved from 
the Singer Building to the Lincoln Square Build ing, 1966 
Broadway, New York. 

C. A. Wood Preserver Company, Austin, Tex., recently 
received an o rder from one of the la rge telegrap h companies 
for furni shin g about 3000 ga l. of C. A. wood preserver per 
month for u se in treating the butt s of poles. A number 
of e lectric railway compa nies are now using t hi s pre
se rva tive on their poles. 

Wonham, Magor & Sanger, New York, N. Y. , ann ounc e 
that t he fire which dest royed the Athenia, N. J. , works of 
t he Wonham-1\fagor Car & Manufacturing Company on 
Dec. 11 , 1909, has interfered in no way with their fac ilities 
for making and shipping H-B w heel guards, as the p lant 
for that work was unaffected. 

Edward B. Smith & Company, Philadelphia, Pa., an
nounc e that Herbert H. Dean and Thomas Newhall have 
been admitted to m embership in t he firm. Francis E. Bond 
has retired from active part nership and has become special 
partner. Osborn W. Bright and Charles F. Bloomer have 
retired from membership in the fi rm. 

Morgan Fare Register Company, Indianapolis, Ind., about 
Marc h 1, 1910. wi ll have in operation on various interurban 
railways in t he Ce ntral States 100 or more of its n ew in ter
urban fare registers. The new model registers and records 
the fare and stations from an d to w hich passengers are 
traveling on any system of less than 500 mil es. 

Western Electric Company, New York, N. Y., announces 
tha t the Louisville & Nashville Railroad is in stalling its 
telephone train dispatching equipment between New Or
leans and Mobile. The Chicago & N orthwesterri Railroad 
is also installing Western Electric te lephone apparatus for 
dispatching on the 198 miles of track between Chadron and 
Long Pine, Neb. 

Root Spring Scraper Company, Kalamazoo, Mich., ha s 
shipped 192 sets of its No. 2 and No. 5 scrapers to t he 
Portland Railway & Light Company, Port land, O r e.; also 
100 sets of sc rapers to the Boston & Northern Street Rail 
way, Boston, Mass. The company has also recently ship 
ped on order from 6 to 40 sets of scrapers to about 100 
other electr ic rail ways t h roug hout th e United States. 

Climax Manufacturing Company, Corry, Pa., has ap
point ed the Railway Equip m ent Company, 72 and 74 First • 
Street, Portland, Ore., se lling agents for the new imp roved 
Climax geared locomotive in Oregon, Northern California 
and that section in Washington tributary to the Columbia 
River. The Ra ilway Equipment Company is opening a 
number of Eastern accounts an d des ir es to h ear from manu
facturers who wish to extend their trade on the Pacific 
Coast. 

Simmen Automatic Railway Signal Company, Toronto, 
Can., will have its head office at 1753 Queen Stree t West, 
Toronto, Ont., hereafter. havin g closed its San F ranci sco 
office. The company was notified by the Toronto & York 
Radial Railway on Nov. 25, 1909, that the installation of 
Simmen automatic block signals which have bee n in tria l 
se rvice on that road for eig ht months has proved entirely 
sa tisfactory and has been taken ove r by the railway com
pany in accordance with the term s of the const ruction con
tract. 

Paul M. Chamberlain, Chicago, Ill. , has opened an engi
neering office at 1522 Marquet te Building, Chicago. Mr. 

Chamberlain w'a~ graduated fro m the Michigan Agricul
tural Coll ege in 1888, and fr0m Cornell University in 1890. 
For several !years he was connected with the Brown Hoist 
Company, Cleveland, Ohio; Frick Company, Waynesboro, 
Pa.; Hercules Iron Works, Aurora, 111. Then he accepted 
the assistant professor ship of mechanical engineering at the 
Michigan Agricultural College. .f,,r the last two years and 
a half Mr. Chamberlain has bt'f'll connected with the Under 
Feed Stoker Company of Ameriu as chief engine er, and has 
made a special study of boiler-room equipment, economy in 
fuel burning and smoke abatement. As an independent 
consultant he will devote !Ji s time to improving existing 
installations and designing n ew ones. 

British Thomson-Houston Company, Rugby, England, 
has brought out a leakage indicator fo r use with trolley 
standards of double-decked ca rs. Where passengers ride 
on the roof of the cars and there is a possibility of their 
coming in contact with the trolley pole, it is necessary to 
ca rry the current from th e troll ey wheel on a seperate 
condu ctor , w hich is usually inside the pole and insulated 
from it. However, if t his installation should become defec
tive, t h e pole and standard would become alive. The leak
age ind icator is so arranged that if this should be the case 
a bc: ll will ring and simultan eously two red lamps fixed 
aoove the car platform will lig ht. This provision of two 
definite, independent and automatic signals, one audible 
and the other visible, m ee t s the r ecommendations of the 
Board of Trade. The indicator has been in successful use 
for the la st five yea r s on seve ral Briti sh roads. 

ADVERTISING LITERATURE 
JaMes Beggs & Company, New York, N. Y., have printed 

a new and g reatly enla rged editi on of their publication on 
feed-water fi ltrat ion . 

Power Specialty Company, New York, N. Y., is distrib
uti-1g a catalog illu stra ting and describing the construction 
and app licat ion of Foster sup erheaters to a ll classes of 
boi lers. 

Goheen Manufacturing Company, Canton, Ohio, has pre
par ed two fo ld er s stating the advant ages of using "Carbon
izing Coatin g" for protectin g steel structures and "Gal
vanum, " a protective paint for ga lvaniz ed iron. 

Electric Storage Battery Company, Philadelphia, Pa., is 
distributing bulletins Nos. 116 and 117, the first dealing 
with ,·Exid e" vehicle batteries and the second with the in
stallation, ca re ? nd operation of storage batteries for signal 
and car lighting se rvice. 

Sprague Electric Company, New York, N. Y., has de-
1!!: ribed and illu strate d its multilets in a publication known 
as No. 434, dated November, 1909. In Bulletin No. uo, 
which supersedes Bulletin No. 107, the company has de
scrib ed and illu strated its Type S continuous-current direct
driven generator s for lig htin g and power. 

Crocker-Wheeler Company, Ampere, N. J., has issued 
bulletins Nos. 116, II7 and 118. The func t ions of the motor
generator se t and t he methods of choosing the motor
generator best adapted fo r eac h condition a r e outlined in 
Bulletin No. 116. How motor drive has gained results for 
the laundries is outlined in Bulletin No. 117. The applica
tion of the small dir ect-current motors to laundry appara
tus, printing presses and other machinery with similar re
quirem ents is brou g ht out in Bulletin No. 118. 

General Electric Company, Schenectady, N. Y., has issued 
Bu lletin No . 4702 showing the advantages to be gained by 
the u se of the horizonta l Curti s st eam turbine in connection 
with the pumping equipment of fi re boat s, and Bulletin No. 
4708, in w hi ch is desc ribed an instrument_ recently placed 
up on the market by the company for us e m the testmg of 
wattmeters. The company ha s a lso recently issued pamph
lets 3878 and 3874. The first illustrates and describes the 
m ethod of chargin g e lect ric automobiles from alternating
current circuits by means of the General Electric rectifiers; 
the o ther shows the advantage of the use of tungsten 
lamw, in -::onnection with gasoline cars. 

Josepl: T. Ryerson & Son, Chicago, Ill., have issued a 
reference book for 1910 which they have given the title 
"Everything in Iron and Stee!." In _rec ent y e_a rs ~yers.on 
& Son, in order to serve sat1sfactonly the d1vers1fied 1~
terests to whirh they cater, have been forced to add to their 
line nunerous speciz~ties which through lack of space they 
have been unable t o illustrate in Ryerson's Monthly Journal 
& Stock List. F o r some time, therefore, they have felt the 
necessity of supplementing the monthly with a publication 
which would compreh".!nsively illustrate their complete line, 
with the result that the reference book has been issued. 
Ryerson's Monthly Journal & Stock List will be continued 
as heretofore, and the "Reference Book" will be issued only 
from time to time as occasion demands. 




