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Pensions in Brooklyn

The Brooklyn Rapid Transit Company has just an-
nounced that it has established a pension system for its
aged and incapacitated employees. Certain conditions are
attached to those who are entitled to receive the pension,
but the rules for eligibility are so broad as to include prac-
tically every employee now on the system when he reaches
the required age. In adopting this policy the company has
excellent precedent in the case of several of the important
steam railroads and of several clectric roads, for without
some system of this kind the question of the aged employee
who has grown gray in the company's service is a prob-
lem. Usually, such veterans are assigned to some easy
work that is available, such as attending switches or as
night watchman, but the number of these posts is usually
limited, and a period is. finally reached when a man cannot
perform even these duties; then his case has to come up
for individual attention on the part of the company. It
is understood that the Brooklyn Rapid Transit Company
for some time has taken care of these superannuated cases
individually by pensions, but such a plan cannot be as sat-
isfactory to the employees as a general policy, even if there
is practical certainty that every case will receive favorable
According to President Winter, the cost will

not be large in proportion to the company's aggregate pay-

treatment.

roll, and the plan, of course, was adopted not entirely be-
cause of its philanthropic aspccts but because it was con-
sidered good business.

The Manufacturer and Home Production

When an clectric railway company manufactures part
of its own supplies rather than buys from a manufacturer,
especially when the parts manufacturced are repair parts for
outside manufac-

equipment originally purchased from

turers, it is pertinent to ask the reasons. In some cases a
direct saving can be made in freight charges or custom
duties, but where this is not the case it seems at first sight
as if something must be wrong either in the practice of the
manufacturer or that the railway company is deceiving it-
IFor
many rcasons the manufacturer should be able to manu-

self as to the cost of manufacturing these parts.

facture all parts of which he makes a specialty so much
more cheaply than an isolated customer as far to overbalance
all selling expenses and transportation charges, except those
for very long distances.  [le possesses elaborate means of
production, buys his raw matcrial under favorable condi-
tions, produces the cquipment in large quantities and can
determine its cost to a nicety. On tlie otlicr hand, the con-
sumcr who wishes to produce these same parts must dupli-
cate the drawings and patterns, not only of onc manufac-
turer, but usually of several to make the completed product ;
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must install a variety of tools to secure a comparatively
small output and must work under those unfavorable con-
ditions which always surround the small producer. Every-
thing seems in favor of the manufacturer, yet not a few
companies do manufacture a great many miscellaneous re-
pair parts on a small or on a large scale and some have gone
into the manufacture of larger equipment. The situation
1s one which can safely bear analysis.

Omne factor, probably the principal one in inducing com-
panies to engage in this work, is that of cost, but this is a
matter of comparative figures for individual case. They
can easily be determined in each instance, but no universal
law can be laid down. Another factor, however, which is
capable of general consideration is that of delivery. In
prosperous times the manufacturer is 30 busy turning out
complete equipment that he is often tempted to mneglect
orders for detail parts of his own apparatus and so leaves
them to be filled by smaller local manufacturers or else to
be made by the company itself. The local manufacturers
have been quick to see the possibilities presented by this
situation and have obtained the business, in many cases,
where the railway companies themselves have not taken up
the manufacture of these parts. This condition is detri-
mental to the original manufacturer in two ways. In the
first place the quality of the detail parts so constructed may
not be equal to that which he would have supplied and the
performance and consequently the reputation of his ap-
paratus will suffer. In the second place when orders for
new and complete equipments are scarce and he would like
to engage in the sale of supply parts or detail equipment,
he finds large sums invested in their production and active
competition. Necessarily he must offer very low prices if
he wishes to regain the ground lost.

Another reason why companies have been induced to take
up the home manufacture of detail equipment is the ab-
sence of standard parts in like apparatus from different
makers. A railway company which has been in operation
for some time, even if it is a small one, very rarely has
purchased all of its equipment from one set or group of
manufacturers of cars, motors, trucks and other parts.
Consequently it finds many slight and seemingly unimpor-
tant differences in the detail parts which, if it manufactures
them itself, could be made standard for its particular road.
That is, by a few modifications it is often possible to re-
duce greatly the variety of bolts, nuts, washers and screws,
and other parts needed, so the company establishes its own
standards and builds to them. Another reason which occa-
sionally is an incentive for home manufacture is that, owing
to the development of traffic, railway equipment has often
to be applied to different conditions and usually to more
severe conditions than when it is first installed or for which
it was designed. As this harder work is placed on the
apparatus, it is strengthened in the shops of the company
until finally it is stronger and better than it was originally.
After this has been done, if the company has to buy new
apparatus of the same kind it is often disappointed if the
manufacturer of the original equipment has not improved
his detail parts in the same way so that the company clings
to its own methods.

Summing up the situation, it may be stated that it is for
the interest of both the manufacturer and the consumer
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for the apparatus to be constructed under the most econo-
mical conditions possible. These, in most cases, are logi-
cally those where the original apparatus was built, but the
burden of proof that this is the case is on the manufac-
turer. He can only retain his trade in detail parts if he
treats his orders for them as carefully as he does those for
new equipment, if he introduces interchangeable parts as
far as practicable and if he pays close attention to the be-
havior of his products after their sale.

Our Semi-Annual Index
This number completes Vol. XXXIV of the ELecTriC

RA1ILWAY JoUrRNAL and contains the usual semi-annual in-
dex. Considerable attention has been directed during the
past year to different methods of filiig and classifying
technical literature, particularly electric railway data, and
we have published descriptions of several elaborate plans
and schemes followed by different persons. Such methods
of individual files and indices are very valuable for those
who have the time to keep them up, such as large companies
or firms who have frequent occasion to refer to the period-
ical literature on certain topics. Undoubtedly in most, if
not every case, the file is worth all of the time required to
maintain it. But we believe that these expensive systems
are beyond the needs of most of our subscribers, and con-
sequently that they will depend upon the indices prepared

by the publisher for finding articles on patrticular topics in

their bound volumes of the ErLecTrRic RAILWAY JOURNAL.
Hence, a short discussion of the best method of using our
indices and the princip]es‘on which they are based may be
of interest.

A reader is apt to search for an article in one or two = "~

ways; either by the subject of the article or by the place
where the event of which he is trying to find a record oc-
curred. TFor this reason each entry in the index published
in the ELectRic RAILWAY JOURNAL is given both a subject
and a geographical designation where this is possible. The
geographical plan followed is to index each road under the
name of the city in which its principal office is located, as
given in our Electric Railways -Directory. After careful
thought it was decided that this would be more convenient
than indexing them alphabetically under the name of the
company. One reason is that this plan allows of the group-
ing together of all articles in regard to events which occur

‘in any one city. Another is that the titles of companies

are apt to change and it would be confusing, especially
when using indices several years old, to search for an entry
now under one main heading and now under another. The
corporate names have been retained, however, as subhead-
ings where there are several companies in any city. To
assist in finding references to interurban companies whose
main office is often not in the principal city traversed, cross-
references under the corporate name of the company have
been introduced liberally into the index.

The second basis upon which the index has been com-
piled is that of subjects. In preparing these entries a very
careful effort has been made to include in therindex infor-
mation whether given in an article devoted exclusively to
that topic or if published as part of a longer article. Thus

the description of a new car house or of a system of cat-

enary construction would be indexed under car house or
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catenary construction, whether it originally appeared as a
separate article or was included in a general description of
some railway system. This plan has been followed even in
reports of conventions, so that the user of the index is able
to find in one place all of the references of any considerable
length to any particular topic which have been published
in the paper during the past six months, no matter what the
form was in which the articles appeared in the paper.

No index is perfect and no one perhaps rcalizes this
better than those who compile it. The reader also should
not expect to find the index a concordance of the paper, and
where it is made broader than an index of titles there is
always a difference of opinion as to the relative importance
of the entries to be included. Tinally, in such a rapidly
developing field as that of electric railroading, where the
nomenclature of different parts has not been entirely stand-
ardized, there is always further opportunity for differences
In this
latter case, however, the name most generally employed in

of opinion as to the standard code word to use.

the trade has been adopted and as large a number of cross-
references under other possible designations has been in-
serted as the commercial limits of the index permitted.
Every compilation of this kind must reflect the individuality
of one or of several persons, but we feel confident that the
more our indices are used the more familiar one will be-
come with them and the easier it will be to locate the
articles for which he is searching.

Only one change has been made in the general character
of the index in this issue as compared with previous issues.
Formerly only the longer personals were indexed; this year
all of the items which appear under the heading of “Per-
sonal Mention™ are indexed separately.

Municipal Regulation Limited
The right of a municipality to require the stoppage of

electric cars at every street crossing has recently been de-
nied in a case of more than ordinary interest (Village of
Excelsior versus Minneapolis & St. Paul Suburban Ry. Co.,
122 N. W., 480).
pany had been authorized to operate within the village

Under an ordinance the railway com-

limits under a g-cent fare proviso, every passenger to be
entitled to one continuous ride from any point in the village
to any other point along the lines of the railway. After
the railway had been built a village ordinance was passed
which required the stoppage of cars “at any and all of the
intersections and crossings of streets when any person or
rersons require to enter or alight from such cars, provided
such crossings are grade crossings.” One of these cross-
ings was at a point where the line was built on a private
right-of-way, and the court held that while the village had
the right to pass reasonable ordinances regulating, infer
alia the speed or traffic and the stoppage of cars, ordinances
incidentally conducive to the comfort and convenicnce of
the community, it did not follow that an ordinance designed
entirely for the comfort and convenience of the inhabitants
was a valid exercise of the police power. Continuing, the
court said:

An ordinance may require nnder given conditions that
a street car must stop at the end of any Dlock, or at the
middle af long blocks, or at railroad crossings, or at places
where fire engines may suddenly cmerge. But a require-
ment that a car must stop at every point at which a pas-
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senger may wish to enter or alight would be destructive
not only of the purpose for which the corporation was
authorized to transact business, but would also completely
demoralize traffic, and would be, the authorities generally
agree, without legal force.

Several considerations of public policy very properly en-
The first was that the com-
pany was not a mere street railway, but had been held to

tered into the court’s decision.
have been organized to construct and operate interurban
raitroads from place to place and to exercise the power
of eminent domain. Another consideration was that the
company had the competition of steam roads, and if the
principle for which the village contended were adopted, it
might be compelled to stop at so many street crossings as
seriously to hamper, and possibly to destroy, its competitive
power. Authority for this consideration was found in an
Ohio case, in which it was said:

If every city and village through which such a railway
passes may require its cars to be stopped at every street
intersection to take on or to discharge passengers, and to
serve the purposes of a street railway, then its usefulness
as a means of interurban transportation may be very much
limited, because so much time will be consumed in passing
through cities and villages-that it will not longer be prac-
ticable for many to travel.in that way.

The final consideration was that the ordinance did not
subserve the public convenience in the village.

Brief mention of a few recent cases on the exercise of
the police power with regard to the operation of railways
1s of interest in this connection.

In Texas it was held last year that a statute requiring
railway companies to keep their waiting rooms open before
and after the arrival and departure of trains was for the
convenience of passengers beginning or completing a jour-
ney, and did not apply to through passengers stopping at
junction points. But as far back as 1870 the Supreme
Court of Illinois, in the case of Pittsburgh, etc., Railway
Company vs. Thompson (122 N. W., 486), held that the
company could not be compelled, for the sake of making
travel upon the road absolutely free from peril, to incur a
degree of expense in the construction of its track and right-
of-way which would render operation impracticable.

In Kansas it was held in 1907 (State vs. Missouri, etc.,
Ry. Co., go Pac., 606) that where a general statute pro-
viding that every railroad in the State engaged in the trans-
portation of passengers shall furnish sufficient accommoda-
tion for their transportation, an order requiring the de-
fendant company to opcrate separate passenger trains on
a branch of its road, instead of mixed trains, was not un-
reasonable, though the receipts of revenues from passen-
ger traffic alone was sufficient, where the combined rev-
enues of freight and passenger traffic justified the expense
The held last

year, however, while a street railway is not required to

of separate passenger trains. same court
furnish separate compartments for white and colored pas-
sengers, an interurban road may be obliged to do so.

The gist of all these recent decisions is that the couvts
will often interfere to prevent the enforcement against the
interests of railway companies of ordinances which are
often cousidered to he within the “police power,” and will
do so not only for the henefit of the company, but of citi
zens who would be seriously incommoded if the reenlations
were cenforeed,
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THE ORANIENBURG EXPERIMENTAL LINE OF THE
PRUSSIAN GOVERNMENT RAILWAYS

For several years past the Prussian Government Rail-
ways have been operating an oval-shaped experimental rail-
way in a forest between Sachsenhausen and Oranienburg,
about 33 km (20.5 miles) from Berlin.

ELECTRIC RAILWAY

JOURNAL., [Vor. XXXIV. No. 25.

other, which was installed during the past year, has a third
wire to equalize the effects of expansion and contraction in
the rest of the system. Both overhead systems are in-
stalled for 6ooo-volt, single-phase current, and have proved
satisfactory in every detail. Power for the operation of’
this line is transmitted from Oranienburg, 2.5 km (1.55

The principal purposes of this line are
to serve as a proving ground for differ-
ent types of roadbeds and for electrical’
overhead construction, but it has also
been of value in showing the power con-
sumption and running characteristics of
the single-phase apparatus tested from
time to time. The test road is built in
the form of a single-track ellipse hav-
ing a perimeter of 1.75 km (1.09 miles),
made up of two tangents of 250 m
(about 770 ft.) each and two semicir-
cles of 200 m (about 617 ft.) radius
each. The whole stretch is practically
level. The direction of running is re-
versed from time to time to prevent un-
even wear of the guard rails and tires,
and plaster casts of both are made at
frequent intervals to study the character
of wear.

The roadbed consists partly of wood-
en ties and partly of steel ties, both laid
with varying spacings and in different kinds of rock bal-
last. Instead of placing two ties close together under the
joints, the steel tie sections have been fitted with a double
or siamese tie under every joint. No detailed data have
yet been given out on the results of the roadbed trials, but
in general the object is to determine how much each type

Frorm Orancenburg

Oranienburg Test Line—Single-Phase Locomotive Now in Service

miles) distant, to a small control building near the test
track.

The first experiments on the line were started early in
1906, with onc of the original Spindlersfeld single-phase
motor cars, and were continued for nearly two years. The
trials are now being conducted with a locomotive and a
train of freight cars,

D el PSS

the whole constituting

a weight of 350 to 380
metric tons. At first
the total train weight
was only 250 metric
tons, pulled by two mo-
tors, but now three 250-
hp motors are used.
v The average power
\ consumption, including
+ acceleration, is 17 watt-
hours per metric ton-
km (30 kw-hours per
ton-mile). The locomo-
tive and cars are run
for about 20 hours a
day, except for short
stops to make roadway
repairs, etc.

There is no attend-
ant on the train, as the

!
— 51¢ — — poosr Radius —
I
|

Oranienburg Test Line—Plan of Track, Showing the Variety in Joints, Ties and Ballast

of track construction has deteriorated after a certain num-
ber of train-miles has been operated.

The overhead construction consists of two catenary de-
signs installed by the Allgemeine Elektricitits Gesellschaft.
One of these is of the simple catenary suspension; the

motorman jumps off as
soon as he accelerates
the motors, and the
train is stopped simply by cutting off the current supply at
the control station. Excluding Sundays, the train runs
about 620 miles a day, and averages over 12,400 miles a
month. Every trip made around the circuit by the train is
recorded by a perforating machine.
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The locomotive consists of two short coupled units, and
weighs 59.47 metric tons. Three of its four axles are now
driven by Winter-Eichberg 25-cycle, single-phase motors,
each of which has an hourly rating of 330 hp at 450 r.p.m.,
and a continuous rating of 250 hp at 500 r.p.m. when arti-
ficially cooled. The motor gearing has the ratio of 1:y.21,
and drives wheels of 1400 mm (55 in.) diameter. When
the motors are operated at their continuous rating or total
of 750 hp the speed is 31.3 km an hour (19.4 m.p.h.), and
the tractive effort 6480 kg (14.256 1b.). The highest oper-
ating speed is usually 50 km (31 miles), but a maximum of
60 km an hour (37.2 m.p.h.) is attainable. It has been
found that after a train of §Io metric tons is once under
way, a single motor is capable of pulling it over 30 km (18.6
miles) in 30 minutes.

The two current collectors are mounted on one unit of
the locomotive, and by air pressure are kept on the overhead
wire at a tension of 4 kg (88 Ib.). The contact shoes
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filled with powdered charcoal, to make a filter for all the
air drawn in for ventilation. The same section contains
a 7-hp motor-compressor outfit, which supplies air for the
collectors, brakes, sanders and signals. Each half of the
locomotive has a front compartment, one side of which is
arranged for the motorman and the other for any one
making observations. The motorman’s corner contains the
usual apparatus, but the opposite corner has, simply for
switching purposes, an apparatus which affects only the
first control step and permits the necessary braking. This
feature, however, is not in use at Oranienburg.

The three motors now in service are operated in two
groups through a control circuit of 300 volts. An interest-
ing feature is the use of choke coils for starting. Through
the contactors the ends of a choke coil are connected to
cuccessive transformer taps, while the middle of the coil
is connected to the motor. If it is desired to operate the
motor on the next higher voltage, the contactor on the
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Oranienburg Test Line—Elevation and Plan of Single-Phase Locomotive

themselves have shown a life of over 47,000 km
(29,140 miles). As is customary in the Allgemeine com-
pany’s design, the collectors adjust themselves automatically
to changes in direction, and cannot be raised unless the
high-tension compartment is closed.  This compartment
contains the lightning arresters, oil circuit breaker and the
measuring instrument transformers.  The adjoining scc-
tion contains the single load transformer, which steps down
the trolley potential to 1000 volts. This transformer has
two secondaries, with seven taps each, for making different
running combinations through the contactors. The same
locomotive unit contains the reverser, contactors, regulat-
ing transformers, separator switches and fuses.

Both the load transformer and the motors are cooled by
a Sirocco blower which is driven by a 3o-hp motor.  This
installation is mounted in the other halfl of the locomotive,
which is built with louvres, as shown. These louvres are

Hence one end of the choke
coil is freed for connection to the contactor which corre-
sponds to the higher potential.  The employment of choke
coils in this way prevents interruptions in the motor cir-
cuit when moving the controller from step to step. The
contactors arc so interlocked through auxiliary contacts in
the control circuit that a short-circuit is impossible, even
if a contactor should stick after the coutrol current has
Leen cut out. The contactors are also interlocked with the
reverser in such a way that the latter can be turned only
when the motors are on open circuit and the reversing
movement must be completed before the niotors receive
current again.

The Prussian Government Railways is also plamning to
experinient  clsewhere with  single-pliase  loconiotives in
which the mnotors will be mounted above the floor and will
drive the axles through cranks and side rods.

lower voltage tap is opened.
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COMPARISON OF GASOLINE CAR, SINGLE-PHASE AND
STEAM LOCOMOTIVE COSTS

BY W. E. HARRINGTON, B.S.

For several years past the writer has given a great deal
of attention to the subject of gasoline railroad operation,
and during this time niore than 100 gasoline cars have been
put into regular service on branches of several steam rail-
roads and on a number of interurban lines in different parts
of the United States. The results attained with these cars
indicate that the time has arrived for the introduction of
setf-contained motor coaches, both upon the lightly patron-
ized interurban railways and on the less important steam
railroad feeders. On the latter lines the operating expenses,
now as high as 45 cents per car-mile, could be cut down
to 14 cents per car mile with gasoline cars, and these
branches thus be made self-sustaining.

Through the courtesy of W. \W. Cole, of Dodge & Day,
Philadelphia, some valuable comparisons of cost have been
obtained on steam, alternating current and gasoline car
practice. These figures were prepared by Mr. Cole in ac-
cordance with actual service conditions, and were embodied

COMPARATIVE COSTS PER CAR-MILE OF D.C., A.C., AND GASO-

LINE CAR INTERURBAN SERVICE.
D.C.* AJCH Gasoline.t
General EXPENSES. ¢ wuro e v werms s I S S S ) $.0330 $.0310
Maintenance of way and buildings......... o127 L0127 0111
Maintenance and equipment..........co.. 0249 .0459 .0265
Transpartation €XDENSEss s sipws o osmws s simmoss 0625 .0679 .058¢9
COSE OF DOWET vise: s v o iovmsi oo siciat v oo vasitet s s o wiaisl o . .038s .0458 L0145
Total sessssmmess: maesss@nes siwpETs & & % $.1717 $.2023 $.1420

*Average daily mileage, 150 miles to 210 miles. )
tAverage daily mileage, 180 miles to 1908 miles on 34-mile lines.

in a report made by him on a railroad project. Mr. Cole
found that on a certain line a steam locomotive with one

car, seating Go passengers, was operated for 45.43 cents per
car mile; a direct-current interurban motor car, scating 44
people, for 17.17 cents per car-mile; an alternating-current
interurban motor car, seating 4o people, for 20.23 cents

per car-mile; and a gasoline car, seating 23 people, for 14.2

way aund
Overhead

ellaneoy

Mis,,

Firetric Ry Jowrnal

Operation of 44-Passenger Electric Car with Alternating-
Current System

cents per car-mile. The distribution of the expenses in each
case is shown in the accompanying tables.

It should be stated, of course, that the seating capacities
of the cars mentioned vary greatly. However, this is not an
important point, for in many instances the traffic factor, or
the ratio of seats to passengers, is too low to justify the
larger cars. Unless the traffic factor, by which I mean the
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average percentage of car seats occupied per day, is at least
42 per cent, it is cheaper to operate smaller cars during the
day and use extras for the hours of heavy service.
According to the figures given in the tables, it is apparent
that gasoline cars are the most desirable from the stand-
point of lower costs for the initial investment, maintenance

OPERATING COST PER CAR-MILE OF STEAM LOCOMOTIVE AND

ONE CAR.
Fuel for 10comotives. s mmsssswassamsviss .08 5 5 hithe 8 5 5iE ehale SO TN $.1037
Repairs ‘to: 10COMOLIVEL « o sisie < « 5 ik & v 0 50 & 8 5 550060 & § 5056 £ = sl Rl RS 0270
Wiater [FOr' JOCOMOLIVEN « erarei o o imazii ois s iats sleoitns B0 5 ok o o oiots aerstedaly . .0030
Oil waste and supplies............. S DB D0 ¢ 0050 6 0 oo 0000000 .0035
Round. House eXpEnSesi su« « & 55 o5 & eitnns 85 5ite o5 5551 sheadel s I LSRR 0218
Coach mAINteNANCE . ¢ o wme o s mosmars 5 8 e & 5 o 5oe 4 & 5 (@ & 5 4 ERale Shocratate . .0071
. ) $.1661
AVapes of CHPIMECE e o &5 sue < & 8 508 45 5 555 8 655 Bs 5 5 G2 4 4 e O RS $0.370
Wages 0f AFeMIAn. e s o« wiwre o o v svm s o wwvein o 5 i 4 4 4m e el st s ol RS LS R 0220
Wagss of EOUAUIGR . . . woce o e o woms v w0 im0 iy o 8 0w et ok AR . .0245
Wiages: 0f DFAKETITAN . ¢ 6 wisi- 66 580 6 < ABlE15 2 aisias o aheisin S aione L LT 0145
. . $.0980
Genceral expense, maintenance of way and buildings............. . $.1902
Total cost per Carsmile. wuw o s w55 s s 3 s o ol P U $.4543

and operation. Besides this, another advantage of the self-
contained units is that they can be operated in any desired
combination to suit the traffic, whereas an electric railway
is obliged to carry the permanent fixed charges of power
stations and power distribution equipment, which are just
as onerous whether the traffic is light or heavy. The figures
given by Mr. Cole on gasoline service were taken from the
actual operation of six railroads which had been running
cars of this type from six months to one year.

Mr. Cole figured that if a road with a given amount of
business were equipped with alternating current transmis-
sion and motors, the overhead work would cost about $5,000
a mile and the passenger cars $18,000 each. A good steam
locomotive for freight service on such a line could be ob-
tained for $12,000. As this particular railway would not
start with a heavy passenger travel, it was considered wise
to recommend gasoline cars.

As a part of his report, Mr. Cole also prepared the two
circular diagrams reproduced to show the distribution of
costs in the operation of an electric service versus a com-

Operation of 35-Passenger Gasoline Car and Steam Loco-
motive Service Combined

bination of eight 30-passenger gasoline cars for an hourly
schedule and one steam locomotive with two passenger cars
for an express service of two daily trains each way. It
will be seen from these diagrams that the combination serv-
ice would prove much more effective than the all-electric
operation, because of the lower operating costs and the
smaller fixed charges.
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APPROXIMATE VALUE PLACED ON PHYSICAL PROPERTY
OF BROOKLYN TRANSIT SYSTEM

Testimony as to the physical value of the property of the
Brooklyn Rapid Transit Company was given on Dec. 15
before the New York Public Service Commission by Bion
J. Arnold, consulting engineer of the commission. Com-
missioner McCarroll presided at the hearing. The cases at
which this testimony was presented were those involving
the fare to Coney Island, which the commission has been
asked to reduce to 5 cents.

Grosvenor H. Backus, assistant counsel of the commis-
sion, said that it seemed desirable in presenting the case
properly to have evidence introduced as to the value of the
properties of the companies.

Mr. Arnold testified that as director of appraisals for the
commission he placed a number of assistants in the office
of the Brooklyn Rapid Transit Company and upon the
property and examined certain schedules which the com-
pany submitted. The examination of the property occupied
about three months, but did not constitute a complete ex-
amination. Certain schedules were examined and an idea
formed therefrom as to the value of the property.

When Mr. Backus asked Mr. Arnold to state the figure at
which he had arrived as a result of the examination objec-
tion was raised by Charles A. Collin, of counsel for the
company, on the ground that the Legislature had declared.
in section 38 of the railroad law, the basis for estimating
the profit which a railroad company was entitled to make.
That basis was controlling upon the commission and was
10 per cent of the capital actually expended. Therefore
evidence as to the present value of the property as it now
stands was immaterial and irrelevant, and not the proper
basis upon which the commission should make an estimate
of the amount or pcrecentage of earnings the company was
entitled to earn from that
profit therefrom.

reasonable
On the witness's own statement he had
not completed his examination of the property for the pur-
pose of determining the value, and the result must neces-
sarily be insufficient, inadequate and not form any practical
basis for the estimate to be made by the commission of the
amount the company was centitled to earn, even if that were
the true or proper basis.

Commissioner McCarroll overruled the objection, but
there was further discussion of the point raised by Mr. Col-
lin.

investment as its

Mr. Backus said the section of the railroad law to which
Mr. Collin referred had been repealed by the passage of
the Public Service Commission’s act.

Commissioner McCarroll said there was some question as
to the status of the railroad law at the present time, and it
was not regarded usually as in force.  Ile also overruled
the point as to the extent of the examination made by the
witness.

Mr. Arnold, continuing, said that perhaps he would have
been more correct if he had said he had arrived at an idea
as to the cost to reproduce the preseut physical property.
The figure which he would give was not necessarily a figure
which might not he changed on further examination.  Dut
from the best information that he had at hand, the amount
of time that was spent npon the work and his general knowl-
cdge of railroad work and railroad constriuction he was
willing to say that lie found physical property there which,
after adding certain percentages to the actual cash cost as
of to-day of the elements entering into the physical property
10 take care of contractor’s profits and incidental construce-
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tion expenses, brought the cost to reproduce the present
physical property of the entire system to approximately
$100,000,000.

The values of real estate in this estimate were the assessed
values. It was probably proper to add certain other figures
to take care of development expense, discount on securities,
and many other expenses incidental to the development and
organization of a railroad company, so that if certain
values were added to this figure of $100,000,000 it was not
improbable that the amount for these items might bring the
figure up so as to approximate the capitalization of the
company. The questions as to what items were to be added
and the values of them were for the Public Service Com-
mission to pass upon after he had had more time to go into
them and after the commissioner had had more time to
analyze them.

Mr. Backus asked whether Mr. Arnold would have an
analysis made of the estimate of $100,000,000, apportioning
it among the different roads in the Brooklyn Rapid Transit
system, and submit it at a later hearing, cither personally
or through his first assistant, George A. Damon.

Mr. Arnold said that would involve a great deal of work.
It probably could be done if necessary. It would be a diffi-
cult problem to value the property and then segregate it
properly into the constituent elements.

The hearing was adjourned subject to the call of the
commission.

INPORTANT POWER DEVELOPMENT FORESHADOWED
IN BOSTON

The Boston Elevated Railway Company has purchased
a site of 25 acres in South Boston, on the edge of the har-
bor, for the erection of a great generating station which
will largely, if not entirely, do away with the present sys-
tem of scattered plants producing direct current at 600
volts, and has for a long time operated the company’s
transportation service.

The erection of this station pre-
supposes the installation of alternating-current generating
equipment, with transmission to substations for conversion
into direct-current for trolley and third-rail service. The
company already has under construction at Egleston Square
a substation of the rotary converter type for the supplying
of power more advantageously to its recently opened IForest
Hills extension. Alternating current for this substation is
to be secured from the company’s power plant in Dorches-
ter, where a steam turbine unit of the direct-current type
is being changed over into an alternating-current machine.
During the past few years the company has purchased
small amounts of power in some of its outlying districts
beyond the economical reach of its chain of steam generat-
ing plants. Under the arrangement now indicated by the
South Boston purchase it is probable that an extensive re-
modeling of the system of distribution will take place, in-
cluding the construction of new substations and the more
or less complete dismantling of existing stations, although
it is not yvet known to what extent the larger and more
efficient stations of the company may he retained in service.
[t is probable that wide modifications in the feeder and re-
tnrn system will be necessary when the plans ontlined are
carried to completion.

The Boston system has been interesting from the power
generating point of view on acconnt of the suceess which
the company has attained in the cconomical operation of
its steam plants, scattered thouglt they have been with re-
lation to one another. By the operation of tie lines and
the transfer of loads from one station to another as they
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have shifted on the system, high load factors have been
maintained in the majority of the stations, and in the better
installations the manufacturing cost has frequently been
carried as low as 0.6 to 0.7 cent per kw-hour delivered
at the switchboard. In a single large station of the most
efficient design it is certain that substantial reductions can
be made from these figures, and the benefits of improved
distribution secured.

Within recent years the power plant work of the Boston
Elevated has been chiefly along the lines of expansion of
facilities in order to meet the growth of the system, in-
cluding the construction of a large plant at Lincoln Wharf
in connection with the opening of the elevated division and
the subsequent enlargement of this installation to a capacity
of 13,500 kw; the installation of large units at Central,
Charlestown and Harvard power plants; a trial equipment
of the Dorchester station with a 2000-kw d.c. turbine, and
the establishment of two gas engine stations in the sub-
urban communities of Somerville and Medford. Steam-
driven machinery forms the backbone of the company's
system, and it is unlikely that the new source of motive
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SNOW SWEEPING [N VIENNA

An effective method of snow sweeping is used in Vienna
by means of motor cars. Formerly, the municipal govern-
ment had horse-driven wagons to which iron-blade snow
scrapers were fastened. This system, however, did not
prove very satisfactory, because it was found difficult to
get the horses ready fast enough to cope with sudden
snowfalls. Further disadvantages of the old way were
the slowness of the horses and the high rental expenses
for so many animals. To overcome these troubles it was
decided to use motor cars on all streets provided with
tracks. A number of motor cars were therefore adapted
for this service. The new snow scrapers were attached to
them in such a way that if one is used to clean the left-
hand side of the street, the fixed point of each scraper
riust be in the right-hand front corner of the car. While
the motor car equipment only removes the snow from the
tracks, the two trailing scrapers have to clean the remain-
ing part of the street, as shown in the illustration.

Under each platform of the motor car there is carried

Vienna Snow-Fighting—Motor Car and Two Trailing Snow Scrapers

power will be anything else, although the details of the
equipment to be installed in the large station have not vet
been made public.

Recently the company appeared before the Railroad and
Transit Commissions at Boston in connection with a plan
to acquire operating control of all the important suburban
trolley lines in the vicinity of Boston, thus forming a co-
ordinated transportation system of some 1500 miles of
track. If such an organization is completed, it is probable
that the Boston Elevated generating plant in South Boston
would be capable of providing power for outlying lines ex-
tending to the most remote suburban areas, in the same
manner that the present Boston Edison station at L. Street,
South Boston, furnishes electricity to points situated many
miles distant in the interior of the State. \Vhatever the
capacity of plant required in the future, the change of the
system from a simple d.c. to an a.c.-d.c. basis will present
many problems of economic and engineering interest to the
management, and their solution will doubtless call for the
expenditure of many millions of dollars. The present cost
of electric motive power on the Boston Elevated system is
about one and three-quarter millions of dollars per year.

the first trailer.

a set of scrapers which extend about 3 in. over the sides
of the track, making the space cleared of snow by a motor
car about 5% ft. wide. The trailers follow at a distance of
about 10 ft. each. According to the depth of the snow, the
cars run at a speed of 5 m.p.h. to 10 m.p.h.

Each trailer is attended by one man whose duty it is to
direct it properly. This control is exercised through a
steering wheel geared to the front axle, as on automobiles.
Another hand wheel is used to permit the scrapers to be
raised or lowered. In the lowest position they slide over
the pavement, scraping all snow and piling it together at
the curb with the snow pushed aside by the motor car and
In case a trailer attendant notices any
obstacles which the motorman may have overlooked, he
can stop the trailer immediately simply by opening the
coupler with a hand lever.

&
@

A Swedish engineer has drawn up plans for the con-
struction of an electric railway from Malmos, Sweden, to
Copenhagen, Denmark, passing through a 1o-mile tunnel
under the intervening sound. The line as projected is 147
miles long.
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HEARING ON VALUATION OF CONEY ISLAND & BROOK-
LYN RAILROAD

At the hearing before the New York Public Service
Commission, First District, on Dec. 9, in the case involving
the valuation of the Coney Island & Brooklyn Railroad,
Frank R. Ford, of Ford, Bacon & Davis, testified that he
had made a study as to the methods that should be pur-
sued in valuing the property and franchises. Comumissioner
Bassett presided at the hearing.

Mr. Ford thought the methods of valuation which should
be considered in a rate-making case should comprise a full
consideration of the subject and should embrace the va-
rious methods which have hitherto been used, together
with such modifications as may be necessitated by local
conditions. The value of the property of the Coney Island
& Brooklyn Railroad was evidenced in two ways; first, as
a commercial or profit-earning enterprise, and, second, by
the investment required to produce these returns and give
such service to the public.

METHODS OF COMMERCIAL VALUATION

Two methods for commercial valuation were suggested
by Mr. Ford, as follows:

A. Value of the Earning Power.—This was the basis
which in the long run determined the value of a street
railway property to the investing public. The valuation
of net earnings for a period of from 5 to 10 years was
usually taken. The method which the witness had adopted
for estimating the present value of the net earning power of
the Coney Island & Brooklyn Railroad had been suggested
partly by Prof. H. C. Adams in connection with his ap-
praisals for the Michigan Board of Tax Commissioners.
Mr. Ford used the period of 10 years for the same reason
which induced Professor Adams to use a similar period,
“that under existing commercial conditions it is likely that
the corporation whose property is appraised would during
that period pass through years of both prosperity and ad-
versity.”

B. Market Value of Securities.—This was the basis
which Prof. H. C. Adams largely employed in his report for
the U. S. Census on the “Commercial Value of Railway
Operating Property in the United States: 1904.” The
market quotations on the honds and stock of the Coney Isl-
and & Brooklyn Railroad were averaged for a period of
six months ending Aug. 31, 1909, and the result shown
in a statement which Mr. Ford presented as an exhibit, to-
gether with a comparison with the market value as of
Aug. 31, 1909, and the average market value for one
year.

VALUATIONS BASED ON INVESTMENT

Three methods of valuations based on investment were
suggested by Mr. Ford, as follows:

C. Approved Capitalization Tssued.—This valuation was
based upon the total securitics the issue of which in New
York State had to be approved under the law by the proper
State commission. This was formerly the Railroad Com-
mission, and for the past two years the Public Service Com-
mission.  All of the outstanding securitics of thie Coney
Island & Brooklyn Railroad had been issued with such ap-
proval, and the statement presented as an exhibit gave a
list of such sccuritics as of Aug. 31, 1900.

D. Casli Investinent in the Property.— This was the first
cost of the property, or equivalent to its cost of produaction
through the period of development.  Tf the hooks of ac-
count of the company had heen properly kept, the cost of
property stated therein would equal the cash investiment, on
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the basis that the securities issued for service or property
were at cash value. A statement was presented as an ex-
hibit by Mr. Ford which showed the cost of property of the
Coney Island & Brooklyn Railroad as per its books on
Aug. 31, 1909. The fact that this total value was approxi-
mately the same as the amount of securities authorized by
State authority would tend to prove the correctness of this
basis of valuation. An inventory of general classes of
items for which, in the case of this company, a cash in-
vestment had been made, was also shown in a statement.
This inventory was arranged partly in chronological order,
and was in practically the same form as that appearing in
the ELecTric RATLWAY JoURNAL of June 19, 190Q.

E. Cost of Reproduction New To-day.—In the so-called
physical valuation of a street railway property the material
portions of the property, such as real estate, ties, pavement,
cars, buildings and machinery were easily inventoried and
priced. The labor and miscellaneous expenses of installation
on these materials were matters of more difficult estimate,
although usually included more or less accurately. The cash
cost of labor and expenses of the company’s own organiza-
tion and of its legal and technical advisers in this construc-
tion being less evident, were never carefully inventoried
and priced, and were usually included in one or more small
perfunctory percentages; and finally, until this case was
heard, Mr. Ford believed that no adequate attempt had
been made to inventory and price adequately the cash cost
of labor and expenses of organizing the corporation, of
obtaining its rights to construct and operate and of de-
veloping its business and technical standard. In this
method it was assumed that the present street railway sys-
tem of the company did not exist, and it was desired to
reproduce not only such present system, but to add the
necessary additions and betterments to serve the public
adequately. This was the basis which a competing company
must use, and upon which a rate of return must be esti-
mated in fixing the rate for its service. In New York
City the conditions surrounding the obtaining of rights for
the .construction of a surface street railway were more
complex and difficult than was the case usually in other
cities. In addition to this, the system was competitive with
that of the Brooklyn Rapid Transit Company, and the cost
of reproduction of its rights as a new system would thereby
be considerably increased. In the estimate presented as
an exhibit by Mr. Ford the value of the physical property
was stated at the figures which the expert of the commis-
sion presented. An endeavor was made to inventory and
price thie development expenses and overhead charges dur-
ing the promotion and construction periods.

ESTIMATES OF VALUATION

The “Istimates of valuation” submitted by Mr. FFord
may be summarized as follows:

Mecthod of valuation, Amount of
Commercial Valuations— valuation.
ANy EDTNINE DOWET s oommn s 50 50 § 5 5 00556855 %58 500 53 5 58 18 358 $8,584.245
B. Market value of sccurifies. . oo ven it veennnein.n, 7,868,162

Valuations Based on Investiment—

C. Approved capilalizalion issued......ccoeiiiieeunennannn. 8,641,962
B R N R L L h e e L e e P e e e e 8.9.41,227
E. Cost of reproduction, new (not less than)........c..... 9,299,808

Commissioner Bassett thought the value of the carning
power and the value as indicated by quotations of sccuritics
would not be very helpful in a rate case, because if it was
right that the rate should be altered, then the carning
power would be altered, and also the quotations, presum-
ably; so, in a sense, it was going about in a circle,

Mr. lFord suggested that consideration shonld he given
to the fact that average carnings for a period as long as
1o vears and the market values of securities represented to
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an extent the vested interest, which might have some effect
in fixing a rate. For instance, it would scarcely be as-
sumed that a rate would be established which would reduce
by 50 per cent the average net earnings obtained by such
property over a period of 10 years, or which would cut in
half the market value of securities, some of which were
bonds that did not fluctuate very much.

William N. Dykman, of counsel for the company, thought
that if the securities were quoted at 200 or 300 there would
be a good deal of force in the argument suggested by Com-
missioner Bassett, but where the valuation was based on
a price for the stock of less than par due to discontinuance
of dividends, as in this case, it would be rather a serious
matter to reduce it still further.

TIME OF REPRODUCTION NEW

Mr. Ford submitted a chart [see page 1260—EDs.] show-
ing the estimated time of reproduction new of the Coney
Island & Brooklyn road. The promotion period, as indicated,
would require three and one-half years, up to the time of
securing the capital. The actual construction would take
about 2 years and 1o months additional, or a total of 6 years
and 4 months. Of the three and one-half years' promotion
period Mr. Ford estimated it would take six months
for preliminary work and the organization of the promotion
syndicate, which would expend $699.700 before the con-
struction capital was obtained. The promoter would em-
ploy engineering assistants and general counsel, and after
organization of the promotion syndicate obtain a charter
from the State. Thereupon application would be made to
the board of estimate and apportionment for a franchise,
and from the history of such proceedings in other recent
cases it was estimated that approximately two years would
be required before the franchise would be granted. Simi-
larly, it was estimated that the certificate of convenience
and necessity from the Public Service Commission would
require five months additional, and the approval by this
commission of the company's proposed capitalization three
months additional. These figures were also based on ac-
tual experiences in similar proceedings before the com-
mission.

During the promotion period the construction expenditures
would be financed and the capital definitely secured imme-
diately after the approval of the proposed capitalization.
Property owners’ consents, approval of other municipal
officials, and trackage and other agreements with operating
companies would also be obtained, although these were
often deferred until after the commission’s certificate and
the municipal franchise were obtained, thus delaying the
construction still longer. It was estimated that the begin-
ning of partial operation would take place one year before
the actual completion of construction, or within five years
and four months from the inception of the project.

Mr. Ford stated that the next step was to make an in-
ventory of work and expense items of reproduction new
of intangible property in accordance with the schedule
shown on the time chart. This inventory was placed in
evidence and is reproduced on page 1266. The inventory
thus made was priced in detail in the same manner as the
inventory of physical property was priced. The summary
of the resulting appraised value was presented by Mr. Ford
as “Valuation E,” the estimated cost of reproduction new
of the property of the Coney Island & Brooklyn Railroad
Company as an adequate, modern system as of Aug. 3T,
1909. The details of this valuation are shown herewith.

The expenses of the promotion period comprised the cost
" of promoter’s organization, legal department and technical
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department and the additional cost of property owners’
consents, and aggregated $699,700. During the construc-
tion period the cost of the company's permanent organiza-
tion was estimated at $195,640. The sales values placed
upon the sites for power house, substations, etc., were
those fixed by an appraisal made by seven of the leading
real estate agents of Brooklyn. The additional sales value
and cost of acquiring the company’s right-of-way on Coney
Istand Avenue, 2o ft. in width by approximately 5 miles
long, was obtained by adding 150 per cent to the assessed
value of this strip. The witness stated that he was guided
largely in that percentage by the investigation of the value
of this “contiguity factor” made by the engineers of the
Railroad Commission of Minnesota. The cost of acquiring
land (sites only), $45,400, represented 10 per cent of the
sales value of these sites, 5 per cent of which was added
for brokerage, legal expenses and insurance, etc., while
the other 5 per cent represented the purchase price of the
buildings that had to be removed from the land which was
purchased.

The cost of the physical construction and equipment
as of Feb. 1, 1909, was assumed at the prices pre-
sented by the experts of the Public Service Commission,
although the item of incidentals, $276,460, was prepared
from detailed estimates of each department of construc-
tion and equipment. Expenses for interest and taxes dur-
ing construction, amounting to $561,345, were determined
from a detailed estimate based on the length of time taken
by cach department for the work. Working capital, esti-
mated at $250,000, was based on the estimated necessities
of the company at Aug. 31, 1909.

The first total shown represented the cost of reproduc-
tion new at Feb. 1, 1909, and to this was added the cost
of additions and betterments actually made between that
date and Aug. 31, 1909, amounting to $39.549, together
with the estimated cost of $569,606 for additions and bet-
terments necessary to produce an adequate, modern system.

ESTIMATED COST OF REPRODUCTION NEW

The resulting total cost of reproduction new at Aug. 3I.,
1909, of an adequate, modern system was $9,2909,898. Un-
der existing conditions Mr. Ford thought this total cost of
reproduction would be at least this amount, and might be
much larger. In other words, this estimate was based upon
the most favorable conditions which he could find had ob-
tained for the recent promotion and construction of street
railways in New York City.

Of the total figure $2,354,964 was represented by intan-
gible property and $6,044,934 by tangible property. Mr.
Ford then submitted a comparison between the estimates of
experts of the Public Service Commission and of his firm,
which is reproduced herewith. This showed a maximum
and minimum estimate by the experts of the commission
upon items included in their estimate and in that of the com-
pany’s experts, and also items included by one side and not
by the other, together with additional items of value or
expense for which no estimates had been made.

In Mr. Ford’s opinion land and buildings not used in
operation should be included in working capital, as some
provision must be made for a reasonable amount of excess
real estate which was always present in an operating prop-
erty.

The witness thought that the rate of return on a valua-
tion based on the cost of reproduction should be more than
the interest rate, as his estimate of value on this basis did
not include profits of promotion, discounts and commis-
sions on sale of securities, and features of the franchises
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owned by the present company which could not be repro-
duced, such as freedom from municipal tax of 5 per cent
of the gross earnings now required by statute. The latter
item alone, he stated, would amount to about $75,000 per
year, which, if capitalized at 6 per cent would equal $1,250,-
000. He had not included the cost of development of the
business, such as the deficit of early operation, and the
cost of development of technical standards representing the
obsolescence of the horse system and the early electric
system.

In view of the fact that all of these items had bcen ex-
cluded an allowance should be made of more than the in-
terest rate on this basis of valuation. If the interest rate
was taken at 6 per cent a rate of 10 per cent should be ap-
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plied, Mr. Ford thought, to his estimate of the valuation on
the reproduction basis in order to give a fair return on such
capital. If, however, the rate of return should be fixed at
6 per cent these additional items of value or expense for
which he had presented no estimates, should be capital-
ized.

The proportion of intangible to tangible property in the
estimate of Mr. Ford was 34 per cent, as compared with
36.8 per cent to 53.8 per cent as shown by the experts of the
commission, although if the rate of return was held at 6
per cent and a large additional amount of intangible prop-
erty capitalized, as suggested by the witness, the proportion
of intangible property would be increased to considerably
more than 34 per cent.

ESTIMATED COST OF REPRODUCTION NEW OF THE PROPERTY

OF THE CONEY ISLAND & BROOKLYN RAILROAD COMPANY

AS AN ADEQUATE, MODERN SYSTEM AT AUG. 31, 1909, AS SUBMITTED BY MR. FORD.

Item. ; .
ProMot1ioN pERIOD. (Obtaining rights and capital.) Method of Tangible Intangible Total
1. Promotion expense: estimate. | property. property, estimate,
a. Promoter’s organization—time and CRPENSeS. .. coww s svine oo wwwn s s v o oo it - lnventory priced $231,100
b. Legal department—timc and expenses.......... - Inventory priced 103,500
c. Technical department—time and expenses Inventory priced 86,600 $421,200
2O ErORELtY, OWIEES! COTUSEILES e .l mituvaye: sl mitessn ot ol usimel el Fskeie: & & = s gevaiol e & i} 63 8 WIS26 & & % WaGeses & 56 Estimated 278,500 278,500
Total, PLOMOUION PEritids ue o s smmms o i o s ea s 83 sme s & wws ceersesaenenae $699,700 $699,700
ConstRucTIiON PERIOD. (Expenditure of capital to completion of construction.) )
3. Permanent organization—time and eXPENSeS. ...veeviee et erenen ienneenneennn Inventory priced — ...... 195,640 195,640
4. Cost of land: .
a. Sites for power house, substations, car barns, shops, yards and terminals:
e B T e o e e e i e $187:860  swases
Additional sales value (including contract for Coney Island terminal)........ Appraisal 266,300 ...... 454,100
b. Right of way on Councy lIsland Avenue: I
Assessed value........o...... e 290,000 R
Additional sales value and cost of aCqUITING. ..o vuiuetreennrrnenrnenennenenns Add 150 per cent dIEHO0 s 725,000
5. Cost of acquiring land (sites only).............. 88 IO 8 8 N 68 ke E § o oSS 8 0 imieln e e 10 per cent of 4 a.  ...... 45,400 45,400
6. Cost of construction and egquipment (sub-contracts), as of Feb. 1, 1909: . .
a. Track (including construction on bridges and fill on Coney Island Ave. right-of-way Estimate of Public
Service Commis-
sion’s experts 829,325 = ......
b. Track, SPCCial Work. .uuou et e iiununaene i iee e et e e e e e o 219,893 A
€ Paving cees.ssaas (59050850 5AH000580000:000007 60600005 GO0 E0G DL bE 06 Lo be € IBHTEY. mmeias
d. Overhead trolley corstrucuon.. - 132,606 ......
€. Overhead feeders................ - 100,575  c.eenn
f. Underground conduits and cables.....vuouiuevnreeiinrinennennnnn. 7 e 305,750 mmess:
g. Power plants and subs t “ 73H72E  smmais
h. Buildings . . “ 527,258  ......
i. Rolling stock L 1,383,461 ......
R B R R S Detailed estimate 276,466 = iumwias 4,892,298
7. General contractor’s overhead cliafigess amd profitv. s e r a s e e ne 10 per cent of Item 6 489,230 489,230
BNENZINCETIME ;. wio s sy 5lsieis s o o & 85 e 25 S e oo oo 5 per cent of 6-7 269,076 269,076
9. Interest and taxes during construction Detailed cstimate 561,345 561,345
10. Miscellancous stock, tools and fixturcs:
Ap IVEentory o wsaas s e i B8 BiRhe ¥ 5 © iishm ol s enan v o o mstetn o SONSASIN 61615 NG ¥ E I 35 e o n o sand § Estimate of Public
Service Commis-
! sion’s experts 103,680  iseeas
DR ITCTASTIVATS 550 605 5 511 2 0 minces 200 oo o o oot o o oneiri . s ol 5.8 Sl & 3 4 GoGooTan a0 5 per cent of 10 a. SABY  searas 108,864
File MWADHSTHE il AT T o F W E B 5 % Estimated 250,000  aeen.. 250,000
Total, construction period.........ouvuiuuin e $6,430,262 $1,560,691 $7,990,933
Total cost of rcproduction new at Fcb. 1, 1909, .. vvvuuen.vn... $6.330,262 $2,260,391 $8,690,653
12. Additions and betterments from Feb, 1, 1909, to AUg. 31, 1909....cv.. ... i Actual cost 39,549  smewes 39,549
13. Additions and betterments necessary to produce an adequate, modern system....... Detailed estimate 195,123 94,573 569,696
Total cost of rcproduction ncw at Aug. 31, 1909, of an adequatc, modern system $6.941.934 $2,354,904 $9,299,898

COMPARISON BETWEEN ESTIMATES OF EXPERTS OF PUBLIC

A. Items included in estimate of both commissio
“ch, 1, 1909 0
. Items included by Ford, Bacon & Dav
commission’s experts yet agreed to in principle by them.
12. Additions and betterments from Feb. 1, 1909, to Aug. 31, 1909
13. Additions and betterments necess,
SYBECIN oy v s
. Iems included by comm
by Ford, Bacon & Davis.
14. l.cascs, trackage and power agreements.
15. chra(fing Coney Island Avenuc.........
16. Land not used in operation, assessed value.
17. Buildings not used i operation
18. Profits of promotion.,...................
19. Discounts and commissions on sale of SeCuritics. .. ...ooooo ...
. Additional items of value or expense for which no estim
zo. Features of franchise that cannot he reproduced
a. Unlimited  duration £ 00
b. Freedom from municipal tax of g per ceut of gross carnings
¢. Ireedom from other precent rictions and burdens. .
Cost of development of husiness............
Deficieney below reasonable return
operation e
zz2. Cost of development of techuical sia
a. Obsolescense of horse system. .. ... ..
b. Obsolescence of early clectrie system,

21,

ndards,

Total cost of reproduction new (withont (

. . ) sronp D). ..
Proportion intangible to t

angible property, per cent

n's and company’s cxperts as of

ary to produce an adequate modern

ates have heen made,

SERVICE COMMISSION AND THAT OF.
Experts of Public
Scrvice Commission.

FORD, BACON & DAVIS,

Ford, Bacon & Davis.

Maximum, Minimum.
~~~~~ $7,897,256  $6,777,426  $8,690,653
................. 39.549
............ 569,690
40,000 10,000 Should be included in promotion expense.
90,460 00,400 Not a part of reproduction cost.
27,400 .eeeen U Should be included
70:048  Saiiae- { in working capital.
870,000 435,000 | Should he allowed for
870,000 435.000 § inrate of return,
1

Should be allowed for
in rate of return,

%775,

$0,200,808
340

b9 R71,10
53.8
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CONEY ISLAND & BROOKLYN RAILROAD COMPANY.
INVENTORY OF WORK AND EXPENSE ITEMS OF REPRODUCTION NEW AS OF AUG. 31, 1909,
OF INTANGIBLE PROPERTY ACQUIRED DURING PROMOTION PERIOD, SUBMITTED BY MR. FORD

PROMOTER’S ORGANIZATION.

PRELIMINARY

Study of situation.
Preparation of general data.
General investigation of laws.
Interesting other parties,
Meetings and correspondence.

PROMOTER’S SYNDICATE

Formation.

Meetings.

Consultations with attorneys and engineers as
to general plans and procedure,

Conferences and correspondence with engi-
neers on report, revision of plans, supple-
mentary reports, etfc.

Conferences and correspondence with attor-
neys on legal procedure, etc.

Plans and estimates for early financing.

Outline of financial plans.

ARTICLES OTF ASSOCIATION AND CER-

TIFICATE OF INCORPORATION

Consultations with attorneys.

Consultations with engineers.

Meetings of incorporators.

Meetings of directors.

Preparation of papers for filing with Secre
tary of State.

Collection of subscriptions of not less than
$1,000 per mile and affidavits thereto.

STATE AND LOCAL AUTHORITIES
PREPARATORY

Conferences and correspondence with attor-
neys and engincers on form and procedure.

Planning campaign and organizing force.

BOARD OF ESTIMATE AND APPORTION-
MENT. (a) APPLICATION

Conferences and correspondence, formal and
informal, with members of Board and its engi-
neers, other than at regular hearings.

Preparation of data and reports on local com-
panies and comparisons in other cities relative
to franchises.

Revision and amendments of application.

Conferences and correspondence with attor-
neys and engineers relative thereto.

(b) FIRST PUBLIC HEARINGS

Publicity campaign, editing newspaper adver-
tiscments, circulars, etc.; attending meetings of
property owners, commercial bodies and others.

Attendance (reference to select cominittee).

Preparation for further hearings, additional
data, etc., to meet objections. .
Conferences and correspondence with attor-

neys and engineers relative thereto.
(The above items for each hearing.)
Securing attendance of experts for testimony.

(¢) MEETINGS OF SELECT COMMITTEE

Attendance.

Preparation of data. ¥

Examination of proposed modifications and
amendments to franchise, including:

Revision of estimates and plans and prepara-
tion of counter proposals, etc.

Conferences and correspondence with attor-
neys and engineers relative thereto.

Securing attendance of experts for testimony.

(d) FINAL HEARING

(Same items as for first hearing.)

APPROVAL OF MAYOR.

Attendance before Mayor.

CERTIFICATE OF PUBLIC SERVICE COM-
MISSION

Preparation of petition and papers required.

Preparation for hearing.

Conferences and correspondence with attor-
neys and engineers relative thereto.

(At this hearing applicant must prove neces-
sity, bona fides of enterprise and financial ability
te carry oui enterprise.)

Attendance at hearing.

Attendance at subsequent hearings
ments).

Preparation of further data and information,

Conferences and correspondence with com-
mission, formal and informal.

Conferences and correspondence
neys and engineers relative thereto.

(adjourn-

with attor-

LEGAL DEPARTMENT

Conferences and correspondence with pro-
moter_covcring generally State and local trans-
portation laws.

Conferences and correspondence with pro-
moter as to plans for syndicate, proposed agree-
ment, etc.

Draft of agreement and revision.

Attendance at meetings of syndicate.

Examination of and report on statutes, ordi-
nances, etc,, relating to street railways.

Consultations with promoter as to plans and
legal procedure.

Examination of statutes.

Consultations with promoter and engineers.

Organizing and conducting meeting of sub-
scribers to articles of association,

Preparation of papers for filing with Secretary
of State.

Preparation of minutes, by-laws, ete, and
conducting regular meetings of directors and
stockholders.

Attendance at Albany.

Conferences and correspondence with pro-

moter and engineers on form and procedure.

Preparation of application.

Conferences and correspondence, formal and
informal, with members of Board, etc., other
than at regular hearings.

Revision and amendments of application.

Conferences with promoter and engineers
relative thereto.

Preparation.

Attendance. .
Conferences and correspondence with pro-

moter on results.
Preparation for further hearings.

Appearance.

Preparation of data.

Examination of proposed modifications and
amendments, etc.

Conferences and correspondence with pro-

moter and engineers. .
. Conferences and correspondence with Corpora-
tion Counsel.

(Same items as for first hearing.)

Attendance before Mayor.

Preparation of petitions and papers reguired.

Preparation for hearings.

Conferences and correspondence
moter and engineers.

Appearances at hearings.

with pro-

TECHNICAL DEPARTMENT

Conferences and correspondence with pro-
moter,

. General examination and memorandum on
situation. N

Formal report, involving:

_Study of population, its growth, density and
direction of movement, etc.

Study of traffic; other companies, competing
and non-competing, and for this situation; possi-
bility of development, etc.

Selection of route, with alternatives,

Selection of power house and car barn sites.

Estimates of cost of construction and equip-
ment under different plans.

Estimates of gross earnings and operating ex-
penses under different plans for a period of
years.

Study of operating agreements with other com-
panies.

Maps, profiles, plans, etc.

Conferences and correspondence
moter and attorneys.

Preparation of papers for filing with Secre-
tary of State.

with pro-

Conferences and
moter and attorneys.

correspondence with pro-

Conferences with promoter and attorneys.

Preparation of data and papers.

Attendance.

Conferences and correspondence with Board’s
engineers,

Preparation of additional data.

Conferences and correspondence
moter and attorneys.

with pro-

Attendance,
Revision of plans and estimates, maps, etc.
Conferences with promoter and attormeys.

(Same items as for first hearing.)

Attendance before Mayor.

Preparation of data and estimates.

Conferences and correspondence with pro-
moter and attorneys.

Testimony and attendance at hearings.

Conferences and correspondence with commis-
sion’s engineers.
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PROMOTER’'S ORGANIZATION.

APPROVAL OF CAPITALIZATION
PUBLIC SERVICE COMMISSION

Preparation of papers and data for hearing.

Confercnces and correspondence with attor-
neys and engineers relative thereto.

Conferences and correspondence, formal and
informal, with members of commission.

Attendance at hearing.

Examination of testimony and preparation of
additional data and papers for further hearings.

Conferences and correspondence with attor-
neys and engineers relative thereto.

Attendance at subsequent hearings.

BY

PROPERTY OWNERS’'’ CONSENTS AND
§ OPTIONS

PROPERTY OWNERS' CONSENTS

Attending meetings of property owners.
Conferences and correspondence with attor-
neys. i

Conferences and correspondence with chief so-
licitor.

Personal attention to large property owners.

General supervision of work.

Preparation and inspection of tax lists.

Confcrences with attorneys relative to legal
proceedings to secure consents.

Preparation for and attendance at trials.

RIGHT-OF-WAY OPTIONS

Conferences with engineers and attorneys on
recommended private right-of-way routes.

Inspection of properties, investigation as to
availability, names and location of present prop-
erty owners, prices of real estate, etc.

Conferences and correspondence with attor-
neys and real estate brokers covering form and
securing of options, etc.

REAL ESTATE OPTIONS

Inspection of recommended car barn and
power house, etc., sites. 3
Conferences and correspondence with engi-
neers.

Conferences and correspondence with real es-
tate brokers,

Conferences and correspondence with attor-
neys on form of options.

Meetings with vendors.

(Option would probably be obtained on prop-
erty not used in final design.)

OTHER RIGHTS AND CONSENTS

COMMISSIONER OF BRIDGES

(The general right to operate over the East
River bridges would be covered by Board of
Estimate and Apportionment, but details of oper-
ation would be arranged and directed by the
Commissioner of Bridges.)

Application to commissioner, with outline of
proposed operation, type and weights of equip-
ment, track and overhead construction.

Conferences and correspondence with attor-
neys and engineers relative thereto.

Meetings with commissioner.

Conferences and correspondence with other
eompanies using bridges.

Examination of contracts.

COMMISSIONER OF PARKS

Conferences and correspondence with commis-
sioner to obtain consent to franchise, approval
of proposed type of track construction, design
and location of poles, paving, grades, etc.

Conferences and corrcspondence with
neys and engineers relative thereto.

BOROUGH PRESIDENT

Conferences and correspondence with borough
president and his engineers to obtain approval
of proposed typc of construction, location of
poles, paving, gradcs, etc., including submission
of plans and specifications,

onferences and correspondence with attor-
neys and cngineers relative thereto.

TRACKAGE AND OTHER AGREEMENTS
WITH CORPORATIONS

Meetings with officials.

Conferences and correspondence
neys and engincers,

Consent of Public Service Commission and
3oard of Estimate and Apportionmnent.

Estimatcs of costs, rentals, etc,

Preparation and examination of agrcements.,

attor-

with attor-

FINANCING
PROSPECTUS

Preparation of and cditing.

Conferences and correspondence  with attor-
neys and engineers rclative thereto.
NEGOTIATIONS WITIF BANKERS AND

INVESTORS

Detailed plans for financing. X
Conferences and correspondence with
neys and cngineers relative thereto.

attor.

ELECTRIC RAILWAY JOURNAL.

LEGAL DEPARTMENT.

Preparation for hearing.

Confercnces and correspondence
moter and engineers,

Conferences and correspondence with members
of Commission.

Appearance at hearing.

Examination of testimony and preparation of
additional data.

Conferences and
moter and engineers.

Attendance at subsequent hearings.

Attendance in payment of capital stock tax.

with pro-

correspondence with pro-

Preparation of petitions and releases.
Conferences

and correspondence with pro-

moter.

Tax lists and preparation, etc,

Attending meetings.

Preparation for legal proceedings to secure
consents.

Conferences and correspondence with pro-
moter.

Attendance at trials.

Organizing solicitors.

Conferences and correspondence with pro-
moter,

Form of options, etc.

Meetings with vendors’ attorneys.

(Same as for right-of-way.)

Conferences and correspondence with pro-

moter and engineers relative thereto.
Meetings with commissioner and his attorneys,
Conferences and correspondence with other
companies using the bridges.
Examination and approval of contracts,

Conferences and correspondence with cominis-
sioner and his attorneys.
Conferences and correspondence

with  pro-
moter and engineers.

Conferences and correspondence with borough
president and his attorneys.
Conferences and correspondence

X with  pro-
moter and enginecrs.

Attendance at meetings with officials of other
corporations,
‘onferences  and

with pro-
moter and enginccers.

correspondence

Conscnt _of Public Service Commission and
Board of Estimatc and Apportionment.

Tentative agrecments.

Final agrecients.

Attendance at exccution of agreements.

Conferences  and  correspondence  with  pro-
moter and engincers,

Prcparation of condensed opinion for nse
prospectus.

Detailed plans for financing,

Conferences and  correspondence  with  pro-

moter and bankcrs.

1267

TECHNIC AL DEPARTMENT,

Preparation for hearing.

Conferences and correspondence
moter and attorneys.

Conferences and correspondence with Comnis-
sion and its engineers.

Attendance at hearing.

Examination of testimony and preparation of
additional data.

Attendance at subsequent hearings.

with pro-

General maps showing owners and frontage.
Individual plans to aceompany transfers.

Conferences and correspondence with pro-
moter, inspection of recommended properties, etc.

Surveys to determine availability.
Estimates of comparative economy.

Study of bridge operating conditions, with
recommended plans for operation, estimates of
earnings, maps, plans, etc. j

Conferences and correspondence
moter and attorneys.

Meetings with commissioner or his engireers.

Conferences and correspondence with other
companies using bridges.

Examination and report on contracts.

with pro-

Conferences and correspondence with comnmis-
sioner and his engineers.

Conferences and correspondence
moter and attorneys. S

Plans and estimates.

with pro-

Conferences and correspondence with borough
president and his engineers regarding proposed
construction, grades, paving, etc.

Conferences with promoter and engineers.

Maps, plans and estimates.

Attendance at mcetings with officials of other
corporations.

Conferences  and
moter and attorneys.

Opinion on form of proposed agrecments,

Preparation of data for use before Public Scr-
vice Commission and Board of Estimate and
Apportionment.

ttendance at hearings,
Estimates on eqnity agrecments,

corrcspondence  with  pro

Confcrences and
moter and attorncys.
Preparation of Ictter for use in prospectus,

correspondence  with  pro-

Conferences and corresnondence  with

moter and attorneys as to plans.

pro-
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PROMOTER'S ORGANIZATION.

(a) STOCK UNDERWRITING SYNDICATE

Interesting investors.

Tentative agreement.

Meetings and conferences working toward final
agreement,

Plans for carrying out provisions of agree-
ment, collection of subscriptions, voting trusts,
interim and participation certificates, etc.

Conferences and correspondence with attor-
neys and syndicate relative thereto.
(b) BOND UNDERWRITING SYNDICATLE

Interesting bankers,

Conferences and correspondence with
engineers.

Tentative agreement,

Meetings and conferences working toward final
agreement,

Plans for carrying out provision of agree-
ment, ccllection of subscriptions, voting trust,
interim and participation certificates, etc.

Conferences and corresporndence with
neys and syndicate relative thereto.

their

attor-

FORMAL ENDING OF PROMOTION PERIOD

Transfer of papers and documents.
Execution of releases, assignments, etc.

ELECTRIC RAILWAY JOURNAL.

LEGAL DEPARTMENT.

Conferences and with
moter.

Preparation of tentative agreement,

Attendance at meetings between promoter and
syndicate.

Final agreement.

Conferences and correspondence on form of
certificate and preparation of form.

Attendance in execution of agreement.

Participation certificates, interim certificates,
ete;

correspondence pro

Conferences  and
moter and engineers,
Preparation of mortgage and trust deed.
Search of titlcs,
Preparation of tentative agrecment.
Attendance at meetings between promoter and
syndicate,
) Final agreement; interim certificates, participa-
tion certificates, agreements.
Attendance in execution of agreement.

correspondence with pro-

Transfer of papers and documents, execution
of releases, assignments, ete.

[Vor. NXNIN S NGSC

TECHNICAL DEPARTMENT.

Attendance with promoter at meetings.
Special estimates,

Attendance with promoter at meetings.

Confercnces ancF correspondence with pro-
moter and attorneys in regard to mortgage and
trust deed.

Preparation of data for use therein.

Special estimates,

Inventory of Expenses During Promotion Period.

PROMOTER’S ORGANIZATION.
PRELIMINARY

Assistants' time.

Stenographers’ time.

General office expenses:
Rent, light, etc.
Postage, telephone and telegrams.
Books—record, statistical, legal, etc,
Files and office furniture.
Misccllaneous.
Traveling.

PROMOTER’S SYNDICATE
Chief assistant to promoter.
Assistant as to engineering.
Assistant as to accounting and statistics,
Record clerks (including bookkeeping).
Stenographers (including filing).
Chief consent solicitor.
Assistants,
Allowance to other members of promoter’s syn-
dicate for time and expenses,
General office expenses:
Rent, light, etc.
Postage, telephone and telegrams,
Books—record (minutes, etc,; accounts, etc.).
Filing system.
Office furniturc (including typewriters, add-
ing machine, etc.).
Printing and stationery.
Miscellaneous.
Publicity expenses,
Traveling,
Expenses of promotion syndicate, including
their attorneys and engineers. i
Interest on money raised by promoters.
Premium on security bonds, employes and for
franchise, etc,

LEGAL DEPARTMENT.,

Typewriting,

Notary fees.

Recording fees.

Certified copies.

Traveling expenses.

Directors’ fees,

Printing.

Miscellaneous.

Fees to State.

Copies of consents, decrees, etc,
Transcripts of minutes,

Tax lists,

Trustees’ legal expenses.
Retainers in special suits,
Directors’ and executive committee fees,

Y

IFRANCHISES AND OPTIONS.

Payments to property owners for consents,
Lump sum payments for franchise.
Payments for options on real estate.
. Commission and expenses of real estate broker
in securing options.
Payments to title company for lists of property
owners and details in connection with properties.
Publication required by law.

TECHNICAL DEPARTMENT.,

Time and expenses of engineers, draftsmen
and other assistants.

Typewriting and other expenses.

Inventory of Cost of Reproduction New, of Intangible Property Acjuired Ducing Construction Perfod.

PERMANENT ORGANIZATION.

STOCKIIOLDERS' MEETINGS
Election of directors and officers; approval of
stock and bond issues, agreements, by-laws,
seal, etc.

DIRECTORS' MEETINGS

Reports of committees and officers; approval
of contracts, specifications, etc.; considering and
directing in matters affecting the company’s
plans, etc.

EXECUTIVE COMMITTEE MEETINGS

Practically same as above, but with greater
detail and more frequent meetings.

PRESIDENT

Supervision and direction of all matters iu
connection with construction, such as:

Examination and approval of plans and spccili-
cations.

Execution of contracts.

Conferences and correspondence with city offi-
cials in securing permits and removing obstruc-
tions to company’s plans.

Conferences and correspondence with officials
of other companies regarding crossings and other
matters of mutual interest (grade crossings, etc.).

Trips to other cities to examine types of con-
struction, method of operation, etc.

Department and Contractor.)

LEGAL DEPARTMENT.
GENERAL COUNSEL

Examination and approval of contracts,

Preparation of resolutions, etc., for meetings.

Advice and direction in matter of securing
permits from authorities.

Conferences and correspondence with city offi-
cials in regard to permits,

Conferences and correspondence with other
companies regarding construction, etc.

Temporary injunctions and other legal pro-
ceedings against interference with construction,
etc.; y
(‘i}ty officials and departments,

Other corporations, street railway,
railway, telephone, electric, gas.

Unions on strike.

Property owners.

Hearings and orders in the above.

Defending and instituting suits for
to property.

Conferences
thereto.

Suits and other legal proceedings against con-
tractors and others for non-fulfilment of obliga-
tions to company.

Conferences ~ and
thereto.

Suits and other legal proceedings in matters
of disputed accounts, etc.

steam

damges

and correspondence  relative

correspondence  relative

(Except Technical

TECHNICAL DEPARTMENT.

(Usual detail<.)
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PERMANENT ORGANIZATION.

Conferences and correspondence with financial
syndicates. (Unfavorable markets for sccurities
might necessitate issuance of short-term obliga-
tions with attendant expense of Public Service
Commission approval, selling, etc.)

Conferences and correspondence with attor-
neys and engineers on matters of construction.

Securing modifications of franchises, certificatc
of convenience and necessity and perm1ts, such
as extensions of time, alterations of layout and
design, etc., mc]udmg the approval of various
city officials and departments.

gigning securities, checks, etc.

Hearing and investigating complaints.

SECRETARY-TREASURER

All duties usual to the office of secretary
treasurer.

AUDITOR
All duties usual to the office of auditor.

ELECTRIC RAILWAY JOURNAL.

LEGAL DEPARTMENT.

Conferences and correspondence relative
thereto.

Preparation of certificates of expenditures for
trustee, etc.

Personal injury suits; employees; public.

Preparation for and appearances in securing
modifications of franchises and permits.

Crossing and track elevation controversies anil

litigation with steam railroads.

Inventory of Expenses During Construction

PERMANENT ORGANIZATION.

GENERAL

Fees to directors and executive comimnittee.

Salaries of general officers.

Salaries of clerks.

Rent of offices, light, etc,

Consulting  auditor  developing
system.

General books and records.

Printing and stationery.

Filing system.

Traveling expenses,

Recording fees.

Traveling and other expenses in connection
with securing appointive officers.

Traveling and other expenses of appointive
officers.

Miscellaneous,

accounting

FINANCIAL

Engraving stock certificates, including interim
certificates and all expenses of delivery and
storage.

Engraving bonds, including interim certificates
and all expenses of delivery and storage.

Services of trustec in certification.

Obtaining subscriptions.

Registiation books and records (in duplicate
in company’s and transfer agent’s offices).

Issuing certificates.

Listing on stock exchanges.

Discount on securities (to be covered by rate
of return).

Commissions to syndicates.

Cost of temporary loans.

Cost of short-term loans.

Exchange.

CITY PERMITS AND INSPECTION

Fees,

Inspectors’ salaries.

Water charges.

Payments for special privileges.

LEGAL DEPARTMENT.

Retainers and fees to special counsel.

Fees to experts for testimony.

Court costs and witness fees,

Notary services.

Expenses of special counsel and experts, in-
cluding traveling.

Payments for damages.

Period.
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TECHNICAL DEPARTMENT.
(Usual Details.)

TECHNICAL DEPARTME]

(Usual details,)
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MEETING OF THE MASSACHUSETTS STREET RAILWAY
ASSOCIATION

The regular monthly meeting of the Massachusetts Street
Railway Association was held at Young’s Hotel, Boston,
on Dec. 8, with L. S. Storrs, vice-president, in the chair.
The principal speaker was Howard F. Eaton, local man-
ager of the Brockton & Plymouth Street Railway, his sub-
ject being the “Rehabilitation of the Blue Hill Street
Railway,” one of the Stone & Webster properties in the
suburban district outside of Boston. Mr. Eaton explained
that the Blue ITill Street Railway serves the territory be-

Semi-Convertible Car for Blue Hill Street Railway

tween Mattapan and Stoughton, connecting with the lines
of the Boston Elevated Railway at Mattapan and with the
Old Colony Street Railway Company at Stoughton. The
line was built about 10 years ago at heavy expense for a
partially private right-of-way. Through cars were op-
erated over the Boston Elevated system to Dudley Street,
and to maintain this service the company was obliged to
keep two cars on the Boston lines all the time. The terri-
tory served by the company is thinly settled, and the earn-
ings were insufficient up to very recently to prevent a loss
in the operation of the property. In February, 1909, the
company suffered from a serious fire at its car house, and
all the rolling stock except six cars was destroyed. The
car house and the shops, with all tools, were a total loss.
During the year previous to the fire a 6-cent fare had been
charged on the road. This helped the earnings somewhat,
but the recent law requiring the New York, New Haven &
Hartford Railroad to issue 12-ride ticket books at 15 cents
per ride between Canton Junction and Boston reduced the
earnings of the Blue Hill Street Railway about 10 per cent.
The cost of traveling from Canton Junction to Boston via
the street railway lines is 17 cents.

Mr. Eaton said that to meet this situation it became ap-
parent that every possible means must be taken to reduce
operating expenses. It was decided first to purchase single-
truck cars, with two large motors on each, to replace those
destroyed in the fire, and the best possible construction was
insisted upon. The old car house was located on a side
track, and the entire time of one man was required in shift-
ing cars to and from the main line. The new car house,
built after the fire, was therefore located on the main line.
The company had not had much chance as yet to obtain
extensive comparisons of the power consumption of the
new single-truck cars and the double-truck cars formerly
operated, but in November single-truck cars were operated
exclusively on the line, with the result that the power con-
sumption per car-mile dropped about 1.22 kw-hours. The
old double-truck cars were equipped with four motors each.
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The new single-truck cars carry the traffic on 350 days
of the year without overloading. Seven of these cars were
purchased of the semi-convertible type, without air brakes.
They were built by the Wason Manufacturing Company, of
Springfield, Mass. Five cars are needed to maintain the
ordinary schedule. The company also purchased five single-
truck, 1o-bench open cars. The semi-convertible cars are
equipped with two GE-80 motors each, the control being
equipped with an auxiliary contactor under the floor, which
relieves the controller of arcing. These cars are mounted
on Standard trucks, and weigh about 29,000 lb. each, com-
plete. The body length is 21 ft. and the cars have a double
floor, which adds somewhat to the weight, but reduces the
amount of heating required in the winter season. The
semi-convertible cars have a 7-ft. 6-in. wheelbase and steel
wheels with 4%%-in. axles. The seating capacity is 32 pas-
sengers. A schedule speed of about 10 m.p.h. is maintained,
with a maximum speed of 30 m.p.h. The aisles are wide
and the seats comfortable, and on account of the room in-
side the cars the conductors have better success in getting
all the fares than in the old cars. The open cars are wide
enough so that six persons can be seated with reasonable
comfort on each seat. All the cars are finished inside with
mahogany, which the company found to be the best wood
for the purpose, considering both first cost and cost of
maintenance. The cars are painted the standard green of
the surface cars on the Boston Elevated system, with plain
lettering and simple finish. Little side sway is noted in the
operation of the single-truck cars, and there is no objec-
tionable amount of galloping.

Before the new cars were put in service the track was
overhauled and guard rails were installed on all curves.
Many of the joints were rebuilt. The new cars appear to

Interior of Semi-Convertible Car for Blue Hill Street
Railway

run as safely as the double-truck cars, and the company
has had fewer derailments with them than with the old
cars.

The new car house was specially designed for economical
operation. It was located on a side hill where the drain-
age was good, and all the pits were built slanting toward
one end, so that water would not accumulate in them, even
in very wet weather. The car house proper is 150 ft. long
and 100 ft. wide, with a storage house on one side, 200
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it. long and 24 ft. wide. Fifty feet beyond the car house
is located the paint shop, 50 ft. long and 23 ft. wide. There
is a number of skylights, and artificial light is required only
on very dark days. The storage house was put on the north
side of the property in order to protect the car house and
shop from the north winds and thus reduce the amount of
heat required. Three men handle thé repair and inspection
work in the winter in the shops, compared with a force of
seven men in the old shops. There are three pits, and
every car on the line can be placed over the pits at night,
necessitating no moving of rolling stock in the shop.
Among the shop tools are a car body jack, which enables
bodies to be handled with ease and speed; a pit jack for
wheel renewals, and a trolley carrier above the pits which
affords easy and rapid connection with the shop when
handling armatures and trucks. One man can handle an
armature with this carrier without assistance. The wash
room for the cars is well heated.

The office is located in the extreme southwestern part
of the building, and is equipped with a fireproof vault for
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shop had windows on one side only, so that in order to
pamt the second side of the car it was necessary while it
was still wet to run it out of the shop to a switch, 4 miles
away, turn it around and run it back into the shop for the
final work. The car house proper has a capacity of 16
cars, and the storage housc a capacity of 12 cars.

The new cars are very popular, and the riding has in-
creased, notably on the Milton end of the line. As a re-
sult of the economies instituted, the operating expenses
have been reduced from $6,000 to $4,000 for the month of
September, 1909, compared with a year ago. The company
hopes to more than meet its expenses and fixed charges
during the present year. The maximum grade on the road
is 8 per cent, and a mile long.

General Superintendent Buchanan spoke briefly of the
steam heating system installed in the car house, which has
gravity returns from the pits, and which is without traps.
An old upright boiler which was not seriously damaged at
the time of the fire was used to supply steam.

Mr. Storrs said he believed that the electric railway in-
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the storage of records. The old house did not have this
provision. A special featurc is the provision of scparate
lavatories for conductors and motormen and for shop em-
ployees. Tt was found that the operating men preferred
their own lavatory accommodations, and the establishment
of scparate facilities has resulted in mutual satisfaction.
In the new car house stock room material can be handled
by the carrier system mentioned above, which serves the
blacksmith shop as well as the machine shop.

The paint shop is a cheap building, costing only a few
hundred dollars.  The scparation of the paint shop from
the other buildings by 5o ft. enabled the company to in-
sure the rest of the property against fire without regard to
the paint shop, and thus save a good deal of money. A
track is run through to the paint shop, aud the latter is
readily accessible for the entrance and exit of cars. The
paint shop has windows on all sides, a decided contrast to
a property which Mr. Laton once visited, in which the paint

dustry has rcached the limit on large cars, and commended
the Blue Hill rolling stock as the logical development for
suburban line traffic.

Charles C. Peirce, of the General Electric Company,
Joston, emphasized the importance of ton-mileage on street
railways. He stated that the dead weight per passenger is
at present about 1175 1b. in Boston, 1830 Ib. in San Fran-
cisco and 1350 Ib. in Chicago. The clectric railway man-
ager has followed the practice of the steam roads too
closcly in this respect.  Touching upon the value of the
light car units used in Denver in the daytime, witl trailers
between 5 p. m. and 7 p. n, Mr. Peirce suggested that the
possibilitics of trailer operation were by no means reached.
The question of speed was also important.  Many motors
were not properly selected for their work, some being un
dertoaded and otliers overloaded.  The art of clectric trac-
tion is 3o years old, and yet many of the fundamental

points were frequently overlooked.  Greater speed means
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greater mileage and reduced platform expense.
periods were a source of heavy expense.

J. W. Dozier, superintendent, Lynn & Nahant Street
Railway, paid a tribute to the management of the Boston
& Northern Street Railway Company for its co-operation
in the lending of cars for Sunday travel. He suggested
that pleasure traffic must be carried in comfort if its vol-
ume is to be satisfactory. On the Lynn & Nahant Railway
every possible effort is made to seat the passengers in order
to secure safe operation and promote pleasure business.

H. S. Knowlton, Boston, reviewed the subject of street
railway and steam railroad competition in the suburban
field from the standpoint of eliminating all needless stops.
It this was done the schedule time on runs over 4 or j
miles long could be improved greatly. Aside from the in-
crease in revenue, there was a saving in current consump-
tion and physical wear and tear on the cars every time a
stop was eliminated. If the advantages of decreased stops
were made plain to the public, regular passengers would

Lay-over

in most cases co-operate and appreciate the improved
service thus made possible. The longest distance that a
passenger has to walk to take a car is only half the dis-
tance between successive stopping places. By placing
neat, pithy placards in the cars, stating the reasons for cut-
ting out stops, the public would soon come to see that the
improvement of the service was worth the reduction in
stopping places. Among over 200 stops that were cut out
on the surface lines of the Boston Elevated system, only
a few led to complaints to the public authorities, and in
practically every case the Railroad Commission sustained
the company in the interests of improved service and short-
ened time of transit.

TRANSPORTATION OF UNITED STATES MAIL

At the meeting of the Street Railway Association of
the State of New York in Albany on Dec. 8 the subject of
the transportation of United States mail in closed pouches
was discussed by C. Loomis Allen, vice-president and gen-
eral manager, and J. E. Duffy, superintendent of the Syra-
cuse Rapid Transit Railway Company. This company was
requested recently by the United States postmaster at Syra-
cuse to submit a statement showing the amount which
would be charged for carrying mails from the main post
office in Syracuse to a new substation., Under the condi-
tions named, the mail was to be delivered to and taken
from the station by employees of the company. Four round
trips were to be made on working days, with one trip on
Sundays and holidays. The trips from the main post
office were to be made at the hours of about 6 a. m., 11
a.m., I p.m. and 6 p. m. About 16 sacks and pouches were
to be carried on the 6 a. m. trip and the same number on
the 1 p. m. trip, with about four pieces on each of the other
two trips. The trips from the substation to the main office
were to be made about 7:30 a. m., 11:30 a. m., 1:45 p. M.
and 6:30 p. m., and on each of these trips about four pieces
were to be carried.

In reply to the request, Mr. Allen wrote to the post-
master at Syracuse that the service would extend over a
period of 14 hours per day. Based upon the earnings and
expenses of the company for the year ended June 30, 1909,
and furnishing a car and necessary crew, the service would
be provided for $10.220 per annum. This sum was com-
puted on the basis of car-hour earnings of $2, or at the
rate of $28 per day of 14 hours.

No action has been taken by the Post Office Department
in relation to this matter.
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PENSIONS FOR EMPLOYEES OF BROOKLYN RAPID
TRANSIT COMPANY

The board of directors of the Brooklyn Rapid Transit
Company on Dec. 14 established a pension department which
will be administered in accordance with the following rules
and regulations:

I. The administration of the pension departmeut shall
be by a board of officers to be known as the “board of pen-
sions.”  Such board, until otherwise ordered, shall consist
of:

Vice-president and general manager of the Brooklyn
Rapid Transit System, chairman; secretary and treasurer of
the Brooklyn Rapid Transit System, secretary: president
of Brooklyn Rapid Transit Employees’ Benefit Association.

II. All communications shall be addressed to the secre-
tary of the board of pensions.

IIT1. The board of pensions shall, subject to the approval
of the president of the Brooklyn Rapid Transit Company,
have power to make and enforce rules and regulations for
the efficient operation of the pension department: to deter-
mine the eligibility of employees to receive pension allow-
ances; to fix the amount of such allowances, and to pre-
scribe the conditions under which such allowances may
inure. They shall make rules for their own government, not
inconsistent with these regulations, or the general regula-
tions governing the operation of the system.

IV. No employee in the service of the system Jan. 1,
1910, and no employee who shall enter the service of the
system after Jan. 1, 1970 (except as noted below), shall he
eligible for retirement and a pension allowance, unless he
shall have become a member of the Employees’ Benefit
Association within one year after that date, or within one
vear after he shall have become eligible to such membership,
nor unless said membership shall have been continuous
thereafter. Any employee in the service of the system prior
to Jan. 1, 1910, who shall have attained the age of 50 years,
~nd who shall not then be a member of said association,
shall nevertheless he eligible to a pension allowance, when
he shall have served the company in all other respects as
herein provided.

V. The terms “service” and “in the service” will mean
employment in the service of any company forming part of
the Brooklyn Rapid Transit System, and the service of any
employee shall be considered as continuous from the date
from which he has become continuously employed in the
service of any of the said companies.

VI. In computing service, it shall be reckoned from the
date since which the person has been continuously in the
service to the date of retirement.

Teave of absence, suspension, dismissal or resignation
followed by reappointment within six months, is not to be
considered a break in the continuity of service.

VII. The following employees shall be retired and re-
ceived a pension under the following conditions:

Any employee who has reached the age of 70 years,
whether incapacitated or not, and any employee who has
reached the age of 65 to 69 years (both inclusive) and who
has become incapacitated, and who has made application or
has been recommended for retirement, and who has sub-
mitted himself to a physical examination by a physician or
physicians designated by the board of pensions, and shall
be thereafter retired by said board, shall be entitled to a
pension as follows:

(A) If in the continuous service of the system for a
period of 35 years or more, 50 per cent of the average
monthly pay received during the 10 years immediately pre-
ceding retirement.

(B) If in the continucus service of the system for a
period of 30 years, and less than 35 years, 40 per cent of the
average monthly pay received for the 10 years immediately
preceding retirement.

(C) If in the service of the system for 25 years and less
than 30 years, 30 per cent of the average monthly pay re-
ceived during the 10 years immediately preceding retire-
ment. '

Any employee who has not reached the age of 63 years,
but who has been in the continuous service of the system for
at least 30 years, and who has become incapacitated, may be
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recommended for retirement, and be retired by a vote of the
board of pensions upon such examination and conditions
as may be imposed by said board and with the amount of
pension as fixed by paragraphs A and B of this section.

VIII. When pension allowances shall be authorized by
the pension board, they shall be paid monthly during the life
of the beneficiary, providing, however, that any sueh allow-
anee may ke revoked for miseonduet on the part of the
beneficiary, of which miseconduct the pension board shall be
the sole judge, and providing further that in order that the
companies may keep in close touch with its retired em-
ployees and be assured that they are enjoying the full bene-
fit of the allowanee, no assignment of pension will be per-
mitted or recognized.

IX. Nothing herein provided, nor any action hereafter
taken by the pension board, shall be construed as giving to
any employee of any company of the system a right to be
retained in its service or any legal right or claim to a pen-
sion allowance, and the company expressly reserves its right
and privilege to discharge, at any time, any employee when
the interests of the company in its judgment may require
such diseharge, without liability for any claim for pension
or other allowance other than salary or wages due and un-
paid.

X. At the close of each month a payroll showing the
names of those to whom allowanees have been made and the
amounts of such allowanees shall be prepared by the secre-
tary of the board of pensions, who shall certify to its cor-
reetness. After this payroll has received the approval of
the vice-president and general manager, voucher checks
shall be prepared. whieh shall pass through the usual chan-
nels for payment.

XI. The secretary of the board of pensions shall keep
himself advised as to the whereabouts of those entitled to
pension allowances. \When any such employee does not re-
side within the limits of Greater New York, the seerctary
shall require satisfactory evidence onee a month showing
that said employee is entitled to such allowance.

XIIL. No employee whose maximum wages have exceeded
$1,500 per annum for a period of more than five years shall
be eligible for retirement or consideration under the above
regulations.

XIII. The above conditions may be modified from time
to time only by and with the consent of the board of
directors of the Brooklyn Rapid Transit Company.

XIV. The pension department may be discontinued at
the option of the board of directors of the Brooklyn Rapid
Transit Company, but in case the department is discon-
tinued, notice of such discontinuance shall be sent to each
member reeeiving a pension under the terms and eonditions
of the pension board, and the disecontinuance of such pay-
ment shall not become effeetive until one year from date of
such notiee.

XV. These rules and regulations shall take effect and he
in full force on and after Jan. 1, 1910.

The following notice to employees was issued by the
newly created pension hoard advising them of the plan:

The board of directors of the Brooklyn Rapid Transit
Company has approved a plan of pensioning ¢mployees who
have rendercd long and faithful service to any of the com
panies comprising the system, on a basis of an apportion-
mént of their wage according to length of service at time of
retirement.

The pension thus allowed ranges from 50 per cent of the
average monthly wage during the 1o years preceding re-
tirement of those who have served continuously for 35 or
more years, to 30 per eent of the average 10 years wage for
those who have served continuwously for less than 30 and
more than 25 years.  Under this arrangement many cm-
ployees upon retirement will reecive an income equivalent
to 4 per cent per annim upon an investment of $10,000.

The conpany has from time to time recommended o its
cuiployees to take membership in the Employees” Denefit
Assoctation, because this association scenres to its members
for & small vearly outlay a nmmber of privileges in addition
to the insirance 1 case of sickness or death. 1t is for these
reasons that the allowance of pension upon retirement is
made contingent npon membership in the Employees” Benefit
Association, after specified date, where the employee s
cligible to such membership. The enjoyment of the pension
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does not deprive one of any of the advantages, pecuniary or
otherwise, sceured by membership in the association, and
cmployees are advised to continue their connection with
this organization after being placed on the pension roll

Such of the employees of the system who are not eligible
to membership in the benefit association by reason of age or
physical condition, and who shall have been in service with
one or more of the companies in the system as in all other
respects provided in the pension regulations, will be put in
a speeial class and receive the same pension allowance as if
they had been members of the association.

We suggest that those employees who are not members
of the benefit association, or familiar with its affairs, com-
munieate with George W. Edwards, president of the benefit
association, who will be very glad to furnish them with in-
formation as to the workings and advantages of the asso-
ciation.

J. F. CALDERwWOOD,
C. D. MENEELY,

G. W. EbwARDS.
&

DECISION OF ARBITRATOR IN CLEVELAND CONTROVERSY

Judge R. \W. Tayler, of the United States Cireuit Court,
as arbitrator in the Cleveland street railway econtroversy,
rendered his decision on Dec. 18 on the various points in-
volved. The total valuation is slightly over $1,000,000
lower than that found by the Goff-Johnson appraisement,
hut the physical value is about $3,000,000 higher.

The finding of Judge Tayler is as follows:

FINDING OF THE ARBITRATOR®

First—The value of the physical property of the Cleve-
land Electric Railway Company, as of Jan. 1, 1908, was
$17,511,305.64.

Second—The franchise value of the company’s fran-
chises, as of that date, was $3,615,843.89.

Third—The total value of all of the property of the
Cleveland Eleetric Railway Company I find, therefore, to
be $21,127,149.53, being something more than $1,000,000
less than that which was found by the Goff-Johnson ap-
praisal. ;

Fourth—I allow nothing for good will. A street railway
company which has a monopoly, and especially if it has a
franchise value remaining, ean have no good will value.

Fifth—I allow nothing for going value, except in so far
as that is the result of the necessary expenditure of money
in building the road, acquiring its land, power houses and
equipment and putting them into suecessful operation. The
expenditures for these purposes are, and necessarily must
be, ineluded in the valuation of the physieal property.

Sixth—I offset the franchise value of suburban grants,
whatever they may amount to, against the burdens of sub-
urban contracts, to whatever extent they may exist, for the
reason that all the territory covered by the Cleveland Elec-
tric lines is one homogencous community, destined soon to
became onc municipality in which a zonc system will be
intolerable.

Seventh—I am of opinion that there is a moral, and, per-
haps, a legal obligation on the community in conneetion
with the guarantee by the Municipal Traction Company
of stock of the TPorest City Railway Company and of stock
of the Cleveland Railway Company sold by the Municipal
Traction Company. In view of the fact that the settlement
recommended by me, should it become operative, will malke
the stock of the Cleveland Railway Company, in my opinion,
intrinsically worth par, I recommmend that the obligation
created by the guarantee be adjusted by the payment, to the
persons who originally purchased the same on the faith of
the gnarantee, of an amommt cqual to 7Y% per ceut of the
par value of such guaranteed stock so owned, and that the
principle be applied to fraetional shares according to the
actual amounts paid thercon; such payments to be in full
satisfaction of all liability under the guarantee,

I fix the amount at 7'% per cent, because, prior to Oct.
1, 1908, all such stockholders had received interest or divi-
dends at the rate of 6 per cent per annum.

Something less than 1o per cent of the gmaranteed stock
has been sold by the original purchasers.  To what extent,
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if any, these former owners of such stock may be entitled
to any reinbursement under the guarantee I am willing to
consider hcreafter. The amount involved can in no event
be a very large sum, as less than 10 per cent of all the
guaranteed stock has changed hands.

The practical result of the reduction in the value of the
Cleveland Railway Company property will be to make the
stock of that company not having an origin in the Municipal
Traction Company’s guarantee worth, as of Jan. 1, 1910, par
and 124 per cent, being the amount accruing to such stock-
holders for the quarter ending Oct. 1, 1908, and thus equaliz-
ing for that period those stockholders with the stockholders
whose stock came under the guarantee.

As to the guaranteed stock still in the hands of the
original purchasers, it will be worth, as of Jan. 1, 1910, par
and 7% per cent.

Eighth—The initial rate of fare should be 3 cents and 1
cent for a transfer, without rebate, and the maximum rate
should be 4 cents for a single fare, seven tickets for 25
cents and 1 cent for a transfer, without rebate.

Ninth-—I approve the suggestion that, if consents of
abutting property owners are secured, the company be re-
quired to extend its line on Lorain Avenue to the city
limits, if no fair arrangement can be made with the interur-
ban company for the use of its tracks.

REASONS FOR THE CONCLUSIONS

In discussing the physical valuation, Judge Tayler stated »

that he took the Goff-Johnson value as a basis. He consid-
ered overhead charges as money spent in the necessary
production of the physical property and putting it in opera-
tion. Not much was to be allowed afterward for develop-
ment, he said. He divided overhead charges into two
classes, those that applied to specific items and those which
applied to the whole. Uunder the first class he allowed 10
per cent on track, 3 per cent on pavement and § per cent on
cars, land, buildings, power stations, miscellaneous rolling
stock and equipment. This brought the value up to $15,-
175,565.27. Under the head of a general overhead charge,
applicable to the whole investment, including financing,
engineering, supervision, insurance, interest during con-
struction, litigation with property owners and incidentals,
he allowed 15 per cent. This brought the physical value up
to $17,511,305.64.

In discussing the pavement item, Judge Tayler said that
argument for its elimination rested upon a purely technical
reason at best; that its construction represented money ex-
pended, and that the cost should go into the capital ac-
count. Incidentally, he asserted that if all the mass of
testimony before him counted for anything, the system of
the Cleveland Railway could not be reproduced as of Jan.
1, 1908, for the amount which he had allowed.

He stated that the going value was included in the physi-
cal value, and that he could allow nothing directly for that,
or for good will, as that term was generally defined. A
street railway company had a monopoly and could not prop-
erly be said to have any good will value, he thought.

A franchise value was based upon the money the com-
pany was able to earn over 534 per cent on the physical
value. The representatives of the city, he said, had in-
sisted that the value of the franchises within the city limits
was about $3,000,000, while the company estimated the
amount at over $4,000,000. He had considered the lines
separately and together, he said, and had fixed the value
as given in the foregoing.

The franchises outside the city limits, Judge Tayler said,
ought to be offset by the burdens brought upon the com-
pany by contracts which were not profitable. He did not
attempt to say which contracts were profitable or which
were not, nor did he name a value for any of the outlying
franchises. He said the system should be treated as serv-
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ing one community, because all the suburbs would some
time be a portion of the city, and under such circumstances
a zone system would be intolerable. The settlement now
should be broad enough to cover such conditions, because
the future could not be foretold.

In discussing the rate of fare, Judge Tayler said that
some arrangement should be made to use the tracks of
the Cleveland, Southwestern & Columbus Railway to the
city limits on Lorain Avenue, or, if this could not be done,
the company should build parallel tracks in order to serve
the people at one fare.

Concerning his statement that the community was under
a certain moral obligation to the holders of guaranteed
stock, Judge Tayler said that some of the features of this
arrangement did not meet with his approval, and the whole
idea was unbusiness-like. But the stockholders put their
money into the enterprise, and when the Forest City Rail-
way secured a franchise on Woodlawn Avenue and the
West Side it gave a real service, from which the public
secured certain benefits. These rights were valuable and
the lines had earned money at 3-cent fare, he continued, ac-
cording to the reports of the receivers. The success of the
lines was due to the co-operation of the Cleveland Railway
in furnishing power and track connections, tracks in free
territory, and all that, but at the same time the rights were
valuable. Under the circumstances he thought that the
guarantee should be made good to the‘extent of paying a
sum equal to the five dividends which the stockholders had
not received. '

Tn discussing the so-called gentlemen’s agreement, en-
tered into at the time the Goff-Johnson appraisal was made,
Judge Tayler said that the stockholders of the Forest City
Railway had become so closely associated with those of
the Cleveland Electric Railway when the properties were
merged that their interests could not be separated. The
agreement could not be carried out, no matter what the
will or intention of those interested might be. The inter-
ests could not be restored to their original status under
any circumstances.

Under agreement the value of the Forest City property
will remain as fixed by the Goff-Johnson appraisal, $1,805,-
500. :

NEW ORDINANCE PASSED

At a special session of the city council on Dec. 18 an
ordinance embodying the views of Judge Tayler was
passed. In addition to containing the matter presented by
him in his decision, the ordinance provides for a street
railway commissioner who shall represent the city and to
whom the books and records of the company shall be open
at all times. He is to make reports to the city council, with
such recommendations as he sees fit. The salary of $12,000
a year must be paid by the company. The ordinance was
signed by Vice-Mayor Lapp and was accepted by the Cleve-
land Railway Company on Dec. 20. It must also be ac-
cepted by the Forest City Railway Company, Low Fare
Railway Company and Neutral Traction Company.

Under the ordinance the company must have in use 450
pay-as-you-enter cars within five months after the grant
takes effect, and within 18 months all cars, with the excep-
tion of 100 trailers, must be of this type. As the ordinance
will probably not go into effect until after referendum vote
has been taken, the date for securing these cars is uncertain.
Petitions for a referendum were put into circulation as soon
as the ordinance was passed, but Mayor Johnson favors de-
laying the vote until April 15.

It is the intention of the company to spend $2,500,000 in
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the rehabilitation of the system as soon after the ordinance
goes into effect as the money can be secured. The funds
may be obtained either by selling stock at par or issuing
bonds; the latter method is preferable so far as length of
time to sell is concerned. In addition to rebuilding the
tracks, more power will be required as the plants are
operated to their full capacity now. At first additional
units will be installed in the present power houses, but later
a new power station will be constructed. When sufficient
power is provided a few extensions will be made and one
or two more cross-town lines built, but it is believed that
these improvements will not be carried out for some time.
Mayor Johnson has made no public comment upon the
decision of Judge Tayler, and some people believe he will
oppose the approval of the new franchise by the people.

V'S

THE ACCIDENT AT THE WINNIPEG WATER PLANT

A short account of the recent accident at the Lac Du
Bonnet water-power plant of the Winnipeg Electric Rail-
way was published on page 1163 of the ELECTRIC RAILWAY
JournaL for Dec. 4. The accident was interesting as show-
ing (1) the rapidity with which normal conditions were
restored in the face of the damage done, and (2) as illus-
trating the extreme dependence of wmodern cities upon
electric current, not only for mechanical and manufactur-
ing energy, but for the comforts of civilized life.

The Lac Du Bonnet plant is situated on the Winnipeg
River, about 64 miles from Winnipeg. On the evening of
Nov. 23, the bursting of No. 7 penstock just as the load
was reaching its peak for lighting and extra car service
during the rush hours, resulted in a tieup of the system
and considerable damage to the apparatus. The water
made a huge breach through the wall of the building be-
tween wheel units 7 and 8, and its rush was so great that it
was impossible for the employees to reach the governor
hand wheels to close down the turbines by way of the
floor. They were then lowered by ropes from the windows
from the wheelhouse roof and, in about 4 or 5 ft. of water,
managed to stop all wheels except units 8 and 9, which
could not be reached, owing to the great volume of water.
These two machines ran under water for a couple of days.
An attempt was then made to lower the headgates, but
the flow of water made such a pressure against the gates
that they refused to budge.

Meanwhile at Winnipeg the power went off the circuit,
and for some time Manager Wilford Phillips was as much
in the dark as any one clse as to the cause of the trouble.
The company has a private telephone to Lac Du Bonnet,
but as the entire staff there was at work trying to stop
the flow of water, there was no one left to answer the
telephone. As soon as it was realized that the interruption
of the service was more than trifling the manager issued
instructions to have the old steam plant, used to gencrate
power before the T.ac Du Bonnet was built, put into com-
mission at once. Three years previously this plant had
worked up to an overload of 8000 hp, but although the pre-
caution had been taken of keeping up steam sufficient to
turn the wheels over once a day, things there were naturally
not in condition to get back to former efficiency, and in
any case the power at full capacity was far below the pres-
ent requirements of Winnipeg. The best that could bhe
done that night was to furnish a partial lighting scrvice,
and in the early hours of the morning to take in the cars.

Two hours after the news of the serious nature of the
accident reached him, Manager Phillips, C. R. Ross and
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Donald Ross, the chief electrician and civil engineer of
the company, were on their way to the scene of the dis-
aster in a special train. The condition of affairs was found
on arrival to be most serious, the attempts to shut off the
water having entirely failed. The only means which could
be devised for stopping it was driving piles in front of
the headgates and sheeting these in front with brush and
canvas and bags of sand, by which means the water was
eventually checked sufficiently to enable the headgates to
be lowered.

On Friday evening an examination was made of the
machinery, and work was at once started to get some of
the generators again in operation. On the evening of Nov.
29, less than six days after the accident, one generator was
sufficiently dried out so that, with temporary winding which
was arranged, about 1500 kw was supplied to Winnipeg to
assist the overburdened steam plant.

The system followed in the city was to furnish as full
a car service as possible from 6 to 8:30 a. m. and light
service on as many circuits as possible. From 8:30 to 4:30
the available current was placed at the disposition of users
of commercial power. From 4:30 p. m. to 7:30 p. m. cars
and light; from 7 p. m. to midnight a full lighting service,
and from midnight to 5 a. m. commercial power. This
system was adopted at the request of the Board of Trade
and City Council, and it was represented that this would
allow the factories to run on practically full time. The
public generally took the accident most good humoredly,
and appeared to realize that the company was doing its
best under the circumstances.

At Lac Du Bonnet Manager Phillips stayed with the
work of repairs. In inspecting and testing the generators
it was found that the most serious damage was near the
point where the break occurred. One generator had to be
partially rewound on one side, where it took the full force
of the water and tore up the insulation. It was not until
a fortnight after the trouble occurred that Manager Phil-
lips thought it wise to return to Winnipeg.

Great credit is due to every one concerned for the re-
markable recovery which they effected under very adverse
conditions in an isolated district, where everything had to
be brought in by special train. Particular credit is due to
J. H. Smeaton, the superintendent of the plant, and C. R.
Ross, chief electrician, for the rapidity with which they
got the plant into operation, considering that the cables on
the floor were soaked with water and lying under water
for three or four days. Onc generator was started deliv-
ering power to Winnipeg on the sixth day after the acci-
dent, two inside of a weck, and after that the progress
was at the rate of one a day. Both from experts and busi-
ness men Wilford Phillips, the manager, also received de-
servedly high praise for the energy and perseverance he
showed in the emergency. The offictals also had the valu-
able assistance of G. W. Watts, of the Canadian General
Flectric Company, to make tests and advise as to the gen-
crators hefore they were put into operation again.

The Tac Du Bonnet plant has a somewhat unique record,
as with this single exception its previous record was that
there Itad been only a total shutdown of 25 minutes’ duration
in the three years since it commenced operations. As to the
cause of the accident, an examination of the gate rigeing
of No. 7 turbine showed that five teetls had been stripped
from the hand-wheel pinion on the governor, and, in the
opinion of experts, when these teeth stripped the turbine
gates were allowed to close very suddenly, and this caused
the bursting of the penstock.
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News of Electric Railways

Results of Detroit Investigation

The Committee of Fifty of Detroit has received reports
of sub-committees which have been investigating various
features of the railway situation.

The sub-commi*tee on the cost of service, through W. D.
Gridley, public accountant, presented figures purporting
to show that the cost of carrying a passenger in 1908 was
2.62 cents. Prof. Henry C. Adams stated the present
value of the unexpired franchises of the Detroit United
Railway as $2,810,615. The present value, assuming an an-
nual net increase of 6 per cent in future net revenue, how-
ever, was stated by Professor Adams as $4,246,207.56. The
value of the physical property was reported recently by the
committee at $11,284,500.09. Reports of the sub-commitees
on schedules, taxation and municipal ownership were also
presented. A minority report of the last-named sub-com-
mittee was presented by W. D. Mahon, favoring municipal
ownership.

J. C. Hutchins, president of the Detroit United Railway,
gave a letter to the Detroit Free Press and the Detroit
News, in which he said in relation to the reports as pub-
lished:

“Possibly the people of Detroit may find some food for
reflection in the following observations.

“According to published reports, Mr. Barcroft and Pro-
fessor Adams have submitted to the committee of apprais-
als their reports—the first claiming that the present physi-
cal value of this company’s property in Detroit, excluding
paving, subways, certain lands, etc., is $11,284,536.88, the
latter that its franchise value amount to $2,810,615.24—the
two reports combined making a total of $14,005,152.12. Ten
years ago such properties as then existed in Detroit were
appraised by Governor Pingree’s appraisers, including Pro-
fessor Cooley, Professor Bemis, Mr. Hawke and others, as
having a physical value of $7,806,737.42 and a {ranchise
value of $8,478,563.86, or a total value of $16,285,301.28.

“There has been expended for cars, power, track exten-
sions, subways, etc., on capital account, as distmguished
from operating expenses, upon these properties since the
Pingree appraisal was made, as shown by our records, $6,-
208,615.49. It is difficult to draw a perfectly straight line
between operating expenditures and capital expenditures,
but such expenditures have got to be accounted in one or
the other.

“Adding $6,208,615.49 to the Pingree appraisal, the sum
of $22,583,016.77 results. Take from that sum the amount
of the Barcroft-Adams appraisal ($14,095,152.12), and there
appears to have melted away into thin air in 10 years the
quite considerable sum of $8,488,764.65, not considering the
difference between the low values of materials 10 years ago
and their 30 per cent higher values of to-day.

“Mr. Gridley’s report as an expert accountant to the cost
of service committee and as informally published, shows
that the cost of carrying a passenger in Detroit last year,
without considering depreciation, was 2.62, as deduced
from the company’s records. Mr. Gridley’'s figures, not
having been checked by other accountants, are erroneous
in the particular—first, that he made the mistake of includ-
ing 854,238 Grosse Pointe passengers paying extra fare out-
side of the city as city passengers, and the further mistake
of deducting as operating expenses the entire gross earn-
ings of the company from freight, express, advertising and
mail. This cost for last year, as shown by F. H. Macpher-
son & Company, public accountants, who have made a
very complete study of our records, was 2.70, and not 2.62,
as shown by Mr. Gridley.

“The company has carried in Detroit since the Pingree
appraisal was made to the end of the year 1908, 773,033.000
passengers. Divide the difference of appraisals referred
to above, $8488,764.65, by the total number of passengers
carried, and the added cost is 1.007 per passenger. This
cost, added to the cost shown by the Gridley report, makes
3.717. or to the Macpherson report of 2.70, makes 3.797
as the cost of carrymg passengers. Should you add to this
cost 6 per cent interest upon the $14.005,152.12, as reported
by Messrs. Barcroft and Adams, it will be seen it is shown
to cost 4.584, or nearly 5 cents, to carry a passenger in
Detroit.

“But study the subject with all franchise values left out.
Between the Pingree appraisal of $7,806,737.42, plus the
$6,208.615.49 expended for betterments, as above stated, and
the Barcroft appraisal of $11,284,536.88, there is a differ-
ence of $2,820,816.03, not to speak of the difference between
the present and the former value of all materials and ap-
purtenances. This difference, $2,820,816.03, must be called

‘depreciation.’

Applied to each of the 773,033,009 passen-
gers carried, it would represent a cost on depreciation ac-
count of .365 per passenger, which added to the Gridley
report of cost, would show 2.085 per passenger, or to the
Macpherson report of cost 3.065 per passenger, before com-
ing to the question of capital. Add .63 per passenger to
the 2.985 in the one case and 3.065 in the other, to pay 6 per
cent upon the $11,284,536.88 of the Barcroft appraisal, and
you have 3.615 in the one case and 3.695 in the other as the
first cost of carrying a passenger, including depreciation
and including interest upon the basis of the Barcroft ap-
praisal, but without allowing anything for the millions of
dollars that have been expended for bringing the properties
up from the beginning of the art to their present standard.

“The increased wages now in effect, and the added taxes
now being borne, together with the present higher cost of
materials, considered only in connection with the above
figures, will make the cost of carrying a passenger some-
thing in excess of 4 cents for the year 1910,

“Criticisms have been expressed because the experts of
the Committee of Fifty have gotten much of their data from
the company’s books. We have turned over to the com-
mittee or its experts every book, voucher and scrap of
paper in our possession, and all of the information in our
possession, without reservation of any kind whatever. We
could do no more. But the art of electric transportation is
not local. It is shown in the annual report upon the rail-
ways in Chicago, as produced under the auspices of the
government of that city, where the fare is 5 cents, that the
first cost of carrying a passenger in Chicago, before coming
to the question of capital or profit, is 3.54 per passenger.
The difference between that first cost and our first cost—
3.54 in the one case and 2.70 in the other—is due. in part to
the fact that Chicago is a very much larger city than De-
troit. This fact proves that the cost will not decrease as
Detroit grows larger, and it further proves that if passen-
gers are carried at a loss, the loss will be greater as the
number increases.

“The foregoing is a statistical and a very dry statement,
but I trust those who have read thus far will see that the
studies of the Committee of Fifty are leading in the direc-
tion of enlightenment at least, because they deal with the
logic of cold mathematics.”

The committee on franchises of the City Council of De-
troit has decided to recommend that the Council purchase
the Barcroft appraisal reports of the Committee of Fifty for
$17,500.

Transit Affairs in New York .

The new subway system planned by E. J. Farrell and J. J.
Hopper provides for an East Side line. starting at Whitehall
and Water Streets and running under the latter street to Peck
Slip. Thence the route is to New Bowery and under that
thoroughfare to Division Street. It will continue under
Division Street to Chrystie where the up and downtown
local and express tracks will separate. The downtown
tracks will be under Chrystie Street and the uptown under
Forsythe Street. The Chrystie Street Branch will turn
into East First Street at the intersection of Second Avenue
and the Forsythe Street branch will turn easterly through
East Houston Street and meet the Chrystie Street line at
First Avenue and First Street. Then all four tracks con-
tinue north under First Avenue to 126th Street where they
will pass under the Harlem River in two or four separate
tunnels. The tracks for northbound trains will go under
Willis Avenue to East 138th Street and thence east under
138th Street to 140th Street and Southern Boulevard, where
they join again to the tracks for southbound trains. The
line for southbound trains runs from the Harlem River
under Alexander Avenue to East 139th Street, and under
that street to 140th Street and Southern Boulevard, where
they meet the northbound tracks. Continuing, the route is
through Southern Boulevard to Westchester Avenue and
thence to Cottage Grove Avenue. Through the latter the
route is to White Plains Road, thence to Gun Hill Road
and through the latter to Jerome Avenue, where the subway
takes a southerly direction to the Battery.

The West Side subway is to run under Jerome Avenue
and under the Harlem River near the Central Bridge, then
under Bradhurst Avenue to Edgecomb Avenue and under
the latter to St. Nicholas Avenue, thence to Eighth Avenue,
thence to Central Park West and under that thoroughfare
to Eighth Avenue again. Under Eighth Avenue, the subway
continues to Hudson Street and on under Hudson Street to
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West Broadway. Under the latter street the route is to
Greenwich Street, under that to Washington Street and on
to Battery Park, where it joins the East Side line.

There are five crosstown lines of two tracks each, under
Liberty, Fifty-ninth, Eighty-sixth, 125th Streets and Tre-
mont Avenue and Morris Park Avenue, each of which
forms a loop connection with the East and West Side sub-
ways except that under Eighty-sixth Street, which is a shut-
tle line. The Fifty-ninth Street line joins only the Eighth
Avenue subway line as it has to go under the First Avenue
Line to get under the East River, but will be connected
with the First Avenue line by elevators and stairways. This
line continues under the East River in two tubes following
the line of the Blackwell’s Island Bridge and passing under
Long Island City and through Jackson Avenue to Flush-
ing with stations at Long Island City, Woodside, Winfield,
Elmhurst, Corona, Flushing and Broadway, Flushing.

The building of the Brooklyn Extension from Battery
Park under the East River, then along Atlantic Avenue
where it joins the Fourth Avenue subway would give the
Fourth Avenue subway an independent subway entrance
into Manhattan Island. An extension from Battery Place
to Staten Island via the Fourth Avenue subway, Brooklyn,
and Fort Hamilton is provided for and can be built as soon
as practicable.

The Board of Estimate and Apportionment has approved
the plan of the Coney Island & Brooklyn Railroad to park
Coney Island Avenue from the Park Circle, Brooklyn, to
Coney Island, a distance of about 5 miles. The tracks of
the company are now at the side of the street. The cost
of the work is estimated at $300,000.

On Dec. 17, 1909, the Court of Appeals handed down a
Jdecision in the case of the subway built by the City of New
York under Joralemon Street, Brooklyn, embracing ap-
peals by the City of New York and the Board of Rapid
Transit Commissioners from an order of the Appellate
Division, which rcversed an order of the Special Term as
to certain awards of damages. There are also questions as
to the allowance to the abutting owners of disbursements,
costs, counsel fees and extra allowances. It is held that the
commissioners should have received and considered evidence
of all physical injuries inflicted upon the property by the
proper construction of the work so far as that could be
ascertained at the date of the trial, and that the Rapid Tran-
sit Act does not authorize the allowance to the abutters “of
their disburscmcnts, costs, counsel fees and extra allow-
ances.’

A committee of taxpayers has presented informally to the
Public Service. Commission a plan for a subway from Long
Island Sound, at a point slightly above Fort Schuyler, ex-
tending across the borough along the route of Tremont
Avenue to the Harlem River and thence to the Hudson
River.

Chicago Traction Affairs

The ordinance under which the Chicago City Railway and
the Chicago Railways are rehabilitating and operating their
properties designated that the cars should be rerouted so
that at the completion of the rehabilitation period 22
through routes would be in operation between opposite
sides of the city. Elevated railway columns, low railroad
subways, inadcquate capacity over viaducts and the work
of reconstructing the several tunnels under the Chicago
River have made it impossible to establish more than one
through route so far, and the Board of Supervising Engi-
neers of Chicago Traction has b<cn asked by the committee
on local tl‘an\[)nr(‘ltl()l] of the Chicago City Council to state
what action is neccessary to bring about the final routing as
laid down in the ordinance, including any suggestions of
dcparture from the plans as laid down by the ordinances
that would hasten the operation of the through routes. The
Chicago Railways has announced that with the sanction of
the Board of Supervising Engincers it can operate two
through routes between the West and North sides of the
city via the business district, snbstituting them for routes
specified in the ordinances.

The cost of rchabilitating the property of the Chicago

Railways up to Dec. 1, 1909, was $22,000,000. This cx-
penditure was cutailed largely for the following work:
Miles of track constructed, 177.23; new pay-as-you-enter

cars in oper .ni(m, 650; other double-truck cars which are
being remodeled into pay-as-you-cnter cars, 328; new pay-
as-you-cnier cars under ((mslru(‘tmn, 350; mllos of conduit
laid, 620; miles of cable installed in ducts, 248; miles of
polcs sct back of street curb, 2ro.

Senator Samuel A. littelson, of Chicago, has introduced
in the State lLegislature a Dbill which provides for an
amcndment of the Cities and Villages Act granting power
to incorporated municipalitics to “acquire, own, construct,
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maintain and operate subways, wharves, docks, levees, fix
rates and charges for the service rendered by means of such
utilities, and to lease the said utilities to any person or
corporations authorized under the laws of Illinois to oper-
ate the same for any period not longer than 20 years, upon
such terms and conditions as the City Council or the
president and board of trustees shall deem for the best
interests of the public.” The bill has been referred to the
legislative comumittee on municipalities for consideration
and report.

The discussion regarding obstructions which were said
to prevent the operation of through routes on the surface
lines has resulted in the announcement that the engineers
of the elevated railways in Chicago will report on the
feasibility of separating the grades at the northwest corner
of the Union Elevated Loop, where the downtown trains
of the South Side Elevated Railroad and the Metropolitan
Elevated Railway round a sharp curve from Lake Street
to Fifth Avenue, and the northbound trains of the North-
western Elevated Railroad intersect the eastbound trains
of the Chicago & Oak Park Elevated Railroad. It is neces-
sary to interlock this intersection because the westbound
trains of the Chicago & Oak Park Elevated Railroad branch
off from the northbound route of the Northwestern Ele-
vated Railroad and the southbound trains of the latter
come onto the Loop on the eastbound track jointly used
with the Chicago & Oak Park Elevated Railroad. The
separation of grades at this complicated intersection will
reduce the time required for the trains of the Northwestern
Elevated Railroad and the Chicago & Oak Park Elevated
Railroad to encircle the Loop.

The Chicago, Joliet & East St. Louis Electric Railway
has been incorporatedin Illinois by H. A. Fisher, F. E. Fisher
and L. D. Fisher, of the Joliet & Southern Traction Com-
pany; S. A. Spray, Chicago, and T. B. Steward, John A.
Raymond and John K. Newhall, Aurora, Iil., with offices
in the Woman’s Temple Building, Chicago, Ill, to build and
acquire electric railways over which cars may be oper-
ated from Chicago through Joliet to East St. Louis. H. A.
Fisher has announced that the company will take over the
operating lines of the Joliet & Southern Traction Company,
Joliet, Plainfield & Aurora Railroad, Bloomington, Pontiac
& Joliet Electric Railway and the Chicago, Joliet & Central
Illinois Railway. An article descriptive of these roads and
a map of the line of the Joliet & Southern Traction Com-
pany were published in the ErLecTRIC RAILWAY JOURNAL of
March 6, 1909, page 402. With tracks connecting Chicago
Heights, near the Illinois-Indiana State line south of Chi-
cago. Joliet and Aurora, it is planned to add a line south
from Joliet to Dwight and there connect with the Bloom-
ington, Pontiac & Joliet Eleéctric Railway in operation be-
tween Dwight and Pontiac and extend the latter south from
Pontiac to Bloomington, where connection will be made
with the Illinois Traction System, extending west to Peoria,
cast to Decatur and Danville and from Decatur to Sprmg-
field and St. Louis. Mr. Fisher is quoted as saying that the
line from Joliet into Chicago will soon be constructed and
that arrangements have been made to use the tracks of the
Metropolitan West Side Elevated Railway for entrance to
the business district of Chicago. It is also planned to con-
struct an interurban railway from Chicago Heights to Ham-
mond, Ind.. thus making possible through electric service
from Aurora and Joliet to South Bend and other cities in
Northern Indiana without passing through Chicago.

Progress of New York Central Suburban Electrification

The electric service of the Tarlem Railroad Division of
the New York Central & Hudson River Railroad, which
now extends from the Grand Central Station to Mount Ver-
non, will probably be opened to White Plains by March,
1910. Plans have been approved for new stations at Mount
Vernon and White Plains, but they will not be erccted until
the track changes under way scuth of Mount Vernon are
completed. Tater the clectric zone will he extended on the
ITudson River line north of Yonkers. In anticipation of
these extensions the shops at North White Plains and at
ITarmon and a new suburban station above Ossining have
been completed.  Two new substations for transforming
the 11,000-volt current generated at Port Morrm are being
built at Tuckahoe and White Plains, and six cirenit-hreaker
liouses are practically completed at points where the low-
tension line is tapped to feed the third rail.

Ou the lTludson (llVlsmn the work of elnmndtmg grade
crossings at Yonkers is under way and the retaining walls
on thie west side of the tracks are nearly completed. The
work of raising the tracks to the new grade and construct-
ing a new passenger station at Yonkers will bhe carricd out
during 1910. At Hastings the work of extending the four
tracks and climinating the grade crossing is well advanced,
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and the construction of a new passenger station and freight
house will soon be begun.

In the enlarged train yard at the Grand Central Station,
New York, the excavation is more than half completed.
Twenty-two terminal tracks have been finished on the main
level at the Grand Central Station out of a total of 42, and
10 tracks on the suburban level out of a total of 24. The
four tracks that remain on the old station level will prob-
ably be removed by the spring of 1910.

The Public Service Commission has ordered a hearing to
be held on Dec. 24, 1909, on the application of the New
York Central & Hudson River Railroad for an extension
of the time from Dec. 31, 1909, to June 30, 1911, for depress-
ing its tracks and building the new terminal at the Grand
Central Station. The Board of Estimate and Apportion-
ment of New York has already approved the increase in
time for completing the work.

Question of Franchise Renewals in Toledo.—It is said
that the subject of the renewal of the franchises of the
Toledo Railways & Light Company, Toledo, Ohio, will be
taken up at the annual meeting of the directors on Jan.
20, 1910.

Blanket Franchise Desired in Richmond.—The Virginia
Railway & Power Company has applied to the City Council
of Richmond, Va., to change some of its routes and consoli-
date the franchises of the Richmond Passenger & Power
Company and the Richmond Traction Company, under
which it operates, and a committee was appointed by the
City Council on Dec. 16, 1909, to open negotiations with the
company. If a new franchise is granted additional im-
provements and changes will be made, but their exact
nature cannot be defined until the new franchise is acted
upon by the Council.

Progress of Pennsylvania Commission.—The State Rail-
road Commission of Pennsylvania has adjourned until after
Christmas when the appointment of a new secretary will
be announced and railway and telephone matters will be
taken up. The commission has dismissed the complaint
in which negligence of the rolling stock of the Schuylkill
Valley Traction Company ‘was alleged. The DuBois Trac-
tion Company has been instructed not to permit passengers
to ride on the front platform of its cars. The complaint
of C. H. Lefever, Lancaster, Pa., against the Conestoga
Traction company for alleged excessive rates for hauling
household goods has been dismissed. The commission is
having prepared lists of railroads and street railways in
Pennsylvania.

Meeting of the New England Street Railway Club.—The
regular monthly meeting of the New England Street Rail-
way Club will be held at the American House, Boston,
Mass., on Dec. 30, 1009. Dinner will be served at 6:45 p. m.,
and at 8 o’clock the regular business meeting will be held.
At the conclusion of the business meeting James H. Mc-
Graw, president of the McGraw Publishing Company and
publisher of the ErLectric RAILWAY JOURNAL, will address the
club on the subject of “Educating the Public in Relation to
Electric Railways.” Those who propose to attend the din-
ner are requested to notify John J. Lane, secretary of the
club, 12 Pearl Street, Boston, Mass., as early as they can
conveniently do so.

Line Between Rochester and Syracuse Opened.—The
Rochester, Syracuse & Eastern Electric Railroad, which
was opened between Rochester and Port Byron in July,
1008, a distance of 58 miles, was placed in operation between
Port Byron and Syracuse, a distance of 23 miles, on Dec.
16, 1909. Twenty regular trains a day each way and 10
limited trains are in operation between Rochester and
Syracuse. The running time of the regular trains between
the terminals follows: Syracuse to Warner, 25 min.; to
Jordan, 35 min.; to Weedsport, 43 min.; to Port Byron, 48
min.; to Savannah, 1 hr.; to Clyde, 1 hr. 9 min.; to Lyons,
1 hr. 23 min.; to Newark, 1 hr. 38 min.; to Palmyra, 1 hr.
55 min.; to Rochester Four Corners, 2 hrs. 50 min.

Electrification of National Transcontinental Railway Dis-
cussed.—The clectrification of the National Transconti-
nental Railway in Quebec and New Brunswick, to eliminate
forest fires, was discussed at a conference on Dec. 16, 1909,
between Sydney Fisher, Minister of Agriculture for the Do-
minion; Mr. Grimmer, New Brunswick; Jule Allard and
Messrs. Tache and Hall, Quebec, and W. S. Calvert, one
of the Transcontinental Railway Commissioners. Mr.
Grimmer favored electrifying the railway, stating that New
Brunswick’s greatest asset was in the forests, which pro-
duced an annual revenue of $400,000. Sydney Fisher said
that the Dominion Government and the commissioners
realized the importance of saving the forest wealth of the
provinces, and promised that he and his colleagues would
consider the question with the National Railway Commis-
sioners. ‘
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Kansas City Franchise Extension Ordinance Defeated.—
At the referendum in Kansas City, Mo., on Dec. 16, 1009,
the proposal to extend the franchise of the Metropolitan
Street Railway in accordance with the terms of the ordi-
nance abstracted in the ELEcTRIC RAiLwAY JoURNAL of Dec.
11, 1909, page 1199, was defeated. The total number of
votes cast was 30,673, of which 18,017 were against the ordi-
nance. Bernard Corrigan, president of the company, made
the following statement after the election: “The result of
the franchise is a disappointment to the management of the
company. For the purpose of securing money to pay ma-
turing bonds, build extensions, buy new cars and improve
the service it became necessary to have an extension of its
franchise and the company frankly so stated to the people
of Kansas City. The voters did not appreciate the necessi-
ties of the company. The company can never make a more
favorable proposition than the one defeated. It will have
to meet its obligations. What effect this will have on the
service cannot be forecasted at this time. The problem of
refinancing still confronts us.”

Fender Ordinance Passed in San Francisco.—~The Board
of Supervisors of San Francisco has passed an ordinance
prescribing the use of fenders in San Francisco, which
says: “Said fender shall be placed upon and attached to the
front end of each such car and not attached to the frame
of the wheels or truck thereof, and shall be so placed and
maintained that the space between the bottom of the front
part of the fender and the roadbed or rails shall not exceed
3 in. Each such fender shall extend across the front end
of such car and shall be of a width of not less than 68 in.
The front edge of the fender shall extend ahead of and
beyond the front of the car and the farthest projection
thereof. Such fender shall be of such height that it shall
extend upward from the rails or roadbed to at least the
floor level of the car. Such fender shall form a scoop
not less than 3 ft. from {ront to back, which, upon
striking a person, will tilt back and thereby form a cradle
or receptacle capable of receiving and securely retaining
such person; and its upper portion shall form a shield
extending across the entire front of the car to protect per-
sons falling into or upon it from injuries from contact
with the rigid projecting portions of the car, such as the
bumpers, bumper-beams or drawbars, and such fender shall
be constructed of material that will afford ample strength
for the purpose for which it is intended, and of yielding
or a resilient character so as to cushion or break the impact
of a person falling into or struck by it.”

Regulation Said to Have Discouraged Construction.—In
replying to a committee of 25 business men from Northern
New York who visited him in New York to urge the con-
struction of new lines in the territory which they represent,
E. R. Thomas, president of the Lehigh Valley Railroad, is
quoted as stating that while the territory was attractive he
doubted whether it would be advisable to build the new
lines in view of the attitude of the Public Service Com-
mission, which has made profits precarious and new railroad
enterprises unattractive to capital. Mr. Thomas is re-
ported to have said: “The extension that you ask will en-
tail an outlay of at least $2,500,000. You know, of course,
that any investor who puts his money into it must be first
assured that the capital invested will earn a fair income.
The burden of the cost of this new road cannot be put
upon the shoulders of the parent company. Unfortun-
ately, as I have said, capital is not tempted into railroad
building these days. It is not that capital fears proper
regulation, for it does not. Regulation has been supplanted
by administration, and we now have the Federal and State
Governments not only regulating but managing the rail-
roads. These commissions, no doubt with the best inten-
tions, are confusing and complicating the work of railroad
management. The men who run American railroads have
built up a system which transports a ton of freight a mile
at a smaller cost than in any other country in the world.
The result is proof enough of the ability of the men who
have brought it about. There have been many mistakes
and occasional deviations from the narrow path of upright-
ness, as there are in every business; if there had not been,
the only suitable place for the railroad manager of this
country would be in a land where man’s only transportation
is by means of wings. I shall be pleased to put your
petition before our board, and will see that it is acquainted
with the advantages which you claim would follow the
extension.” Thomas H. Osborne of the commission has
declared that despite the recent disturbed financial condi-
tion of the country the commission had authorized $250,000,-
000 of stocks, bonds and other securities to be issued by
public service corporations, of which more than $195,000.000
was for steam railroads. He said that applications had been
approved for constructing 128 miles of steam railroad and
132 miles of street railway.
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Financial and Corporate
New York Sto@ Money Market

December 21, 1909.

The stock market during the past week has been irregu-
lar and comparatively dull. While the general tone of the
market has been good the trading has been confined largely
to the professionals, who are buying for quick sales at a
profit. The traction stocks continue active and fairly
strong.

The condition of the money market is unchanged at
home, although there is some evidence of stringency
abroad. Quotations to-day were: Call, 4 to 5% per cent;
9o days, 4% per cent.

Other Markets

Sales of Philadelphia Rapid Transit have been made at a

slightly lower figure than a week ago, but there seems to
be little pressure to sell. Storage Battery has been active
and has advanced 2 points.
_ In_the Chicago market there has been considerable trad-
ing in Series 1 and 2 of the Chicago Railways. Both of
these issues have advanced handsomely during the week.
There has been little trading in Subway stock and the price
remains about 45.

The chief traction feature of the Boston market has been
the activity and strength of Massachusetts Electric. The
common stock especially has been traded in. Some small
blocks of Boston Elevated and Boston Suburban preferred
have also been sold.

In addition to the regular trading in the bonds of the
United Railways Company in Baltimore, there has been
some transactions in the stock of the same company and
also in the stock of the Virginia Railway & Power Com-
pany. The latter has been selling around 224, .

In the regular auction of securities in New York last
week the following sales were made: 13 shares Sixth Ave-
nue Railroad Company at 123, and $10,000 South Shore
Traction Company 5 per cent bonds, at 9614.

Quotations of various traction securities as compared with

last week follow:
Dec. 14 Dec. 21

American_ Railways Company.........c.oeecuceeeneennnns a7} a47y
Aurora, Elgin & Chjcago Railroad (common)........... a;;A *g;/‘
Aurora, Elgin & Chicago Railroad (preferred).......... ag2 *92
Boston Elevated Railway ............ N g a131%
Boston & Suburban Electric Companies...........ouv..s a16
Boston & Suburban Electric Companies (preferred)...... 75 75
Boston & Worcester Electric Companies (common)..... oenanz a1z
Boston & Worcester Electric Companies (preferred)...... aj9 a49
Brooklyn Rapid Transit Company. : .« .ssseesssawsssssms o 8034
Brooklyn Rapid Transit Company, 1st pref., conv, 4s.... 86% 8634
Capital Traction Company, Washington................ a3zl arzs
Chicago City Railwayee::.seuecssmwssson 3 355 R F R 2185 aigo
Chicago & Oak Park Elevated Railroad (common)......... x5 *2
Chicago & Oak Park Elevated Railroad (preferred)....... *10 *10
Chicago Railways, pteptg., Ctf. 1..awiss oo sssvmasssmaas aiio
Chicagol Railways,: ptept., Cte 2. umvs v mow s s smios o s e P a4
Chicago Railways, pteptg., ctf. 3....... a16
Chicago Railways, pteptg., ctf. 45....... g *10
Cleveland) Rallways :::oewsssswisspmesss *84
Consolidated Traction of New Jersey a761s
Consolidated Traction of New Jersey, 5 per cent bonds...a106 a106
Detroit lUnited RailwaYioe o s s oue s ¢ 5o o s s s 5 9395 6 ey T03 *63
GeD et AIMEICCtric COMDPANY . ; wiis s s st < a wisi o 015 iw5e) w15 s forvnsol 5 160% 160Y5
Georgia Railway & Electric Company (common)......... 101 ailos
Georgia Railway & Electric Company (preferred)........ 87 *87
Interborough-Metropolitan Company (common)..... cosss 24 24Y5
Interborough-Metropolitan Company (prefcrred)......... 64% 6114
Interborough-Metropolitan Company (4%S)......cccuivunen 83% 83¥%
Kansas City Railway & Light gompany (common)....... agz az4
Kansas City Railway & l.ight Company (preferred)...... az9 *29
Manhattan Railway ....... el 318 bl oo e B P R e Y 5 139
Massachusetts Elcctric Companies (common).......ooon... a6 a6l
Massachusetts Electric Companies (preferred)............ a78Y%, ay6ls
Metropolitan West Side, Chicago (common)............. a18ls aigls
Metropolitan West Side, Chicago (preferred)............ as6ls  as®
Metronolitan. Street RallWaye .« ouee s sivi s oiesie o5 oo s sss *20 *20
Milwaukee Electric Railway & Light (preferred)......... Maun *110
NovthhArierican ComPany . sev v e s s s sssasnssssmesss 8554 85

Northwestern Elevated Railroad (co'mmon) % E s 3w

Northwestcrn Elevated Railroad (preferred)......ooovun.. ajo a68
Philadelphia Company, Pittsburg (common)............. as0¥; aso0l4
Philadelphia Company, Pittsburg (preferred).............. a4s a45Y%
Philadelphia Rapid Transit Company...... s et e voeo. a28Yf a2z g
Philadclphia, Traction COMDPANY . e s «wins s ommsissosmnnss . a89Y  ago
Public gsrvicc Corporation, 5 pcr cent col. notes. ..., *1004 *100%
Public Service Corporation, ctfs...... S5re ¢ SESROEvRe b W v e ai00% aiool4
Seattlc Electric Company (COMMON)..ovvunerneeennennenn an6¥ aisy
Seattle Electric Company (preferrcd)...... i3 AU B A s T 104 104
South Side Elevatcd Railroad (Chicago)...... € 65 08RG E a53 as;s
Third Avenue Railroad, New York.......coviviiiunnns. .13 1654
Toledo Railways & Light Company........ccvivenvennns . '8 954
Twin City Rapid Transit, Minneapolis (common)......... 14 114
Union Traetion Company, Philadelphia........... 00 C-0G 00 as2¥  as2l
United Rys. & Electric Company, Baltimore.............. arg argls
United Rys, Inv. Co. (common),....oeeeiueiininns 42%  "42¥
United Rys. Inv, Co. (preferred). 73 *733%
Washington Ry, & Elcctric Company (common) a44Vs 2

Washington Ry. & Elcctric Company (preferred) ¥
West lind Street Railway, Boston (common)..... . 93 a94
West End Street Railway, Boston (preferred
Westinghouse Llectric & Mig. Company......
Westinghouse Elee, & Mfg. Company (1st pref.)..

a Asked. * Last Salec.
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Decision Defining Powers of Public Service Commission
in Delaware & Hudson Case

Reference was made in the ELEcTRIC RAILWAY JOURNAL of
Dec. 11, 1909, page 1201, to the decision handed down on
Dec. 7, 1909, by the Court of Appeals of New York in which
it was held that the Legislature did not intend that the
Public Service Commission should substitute its judgment
and discretion for that of the directors and stockholders of
a company as to the wisdom of a transaction and expressing
the opinion that in the cases under review the commission
should have approved the transactions. An abstract of that
part of the decision which relates to the purchase of the
securities of the Hudson Valley Railway by the Delaware
& Hudson Company follows:

“We do not think the public service legislation was de-
signed to make the commissioners the financial managers
of the corporation or that it empowered them to substitute
their judgment for that of the board of directors or stock-
holders of the corporation as to the wisdom of a trans-
action, but that it was designed to make the commissioners
the guardians of the public by enabling them to prevent the
issue of stock and bonds for other than the statutory pur-
poses.

“In regard to the notes issued for the purpose of acquir-
ing the stock and securities of the Hudson Valley Railway
the learned commission reaches the conclusion that notwith-
standing the fact that the transaction was lawful and that
the notes were the valid obligations of the corporation, the
purchase of the securities of the Hudson Valley Railway
was an unfortunate one for the company; that it paid for
the securities more than they were worth, and that the
property so acquired has not been included in the mortgage.
It consequently withheld its consent to the issuing of the
bonds, but suggested that a mortgage might be executed
by the United Traction Company (owned by the Delaware
& Hudson Company), the present owner of the Hudson
Valley Railway, upon the property acquired from that
company for the retirement of such obligations.

“This, we think, would be substituting the judgment and
discretion of the commissioners for that of the directors
and stockholders of the corporation. If such was the pur-
pose and intent of the statute a doubt might arise with
reference to its constitutionality, for ordinarily the owner-
ship of property carries with it the right of occupancy
and maragement, and should a statute deprive the owner
of the right to manage it would, under ordinary circum-
stances, undermine his right to protect and make his prop-
erty remunerative. (Lord vs. Equitable Life Ass. Soc., 194
N. Y, 212)

“Assuming that the purchase was unfortunate and that
the company has lost heavily thereby, still the commission-
ers concede that it was made at a time when no consent of
the Railroad Commissioners or of the Public Service Com-
mission was required, and that, therefore, the purchase was
legal and one which the company had the right to make.

“The notes which the company had issued bear interest
at a high rate. They were given for the acquisition of
property, which is one of the four purposes designated by
the statute for which bonds may be authorized to issue.
Having been given for the acquiring of the property of
another railroad they are properly classified as capital and
therefore brought within the express provisions of the
statute under which the application was made. While, as
we have stated, the ownership of property ordinarily carries
with it the right of management, the duty devolves upon
the owner to so manage as not to have it become a nuis-
ance or unnecessarily infringe upon the rights of others.

“It was therefore cvidently the legislative intent in the
enactment of this provision that the Commissioners should
have supervision over the issuing of long-term bonds to the
extent of determining whether they were issued under and
in conformity with the provisions of the statute for the pur-
poses mentioned therein; whether they were issued for the
discharge of the actual and not the fictitious debts of the
company or whether they were issued for the refunding
of its actual obligations and not for the inflation of its
stock or bonds. Beyond this it appears to us that the
power of the Commissioners docs not extend, unless it may
pertain to the power to dctermine whether an obligation
should be classified as operating expenses and as to whether
such cxpenses should be paid by obligations running beyond
a year. We therefore conelude that as to the Hudson Valley
Railway sccurities, so called, the application should have
been granted.”

The decision is concluded with the opinion of the court
regarding the purchase by the Delaware & lludson Com-
pany of coal lands, which purchase the conrt also up-
holds, stating that the question in this instance was the
same as that presented with reference to the Hudson Valley
Railway.
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Suggested Segregation of Fourth Avenue Line in New
York City

The directors of the New York & Harlem Railroad have
applied to the United States Court for a cancellation of the
lease of its property known as the Fourth and Madison
Avenue line to the Metropolitan Street Railway. The man-
agers of the Metropolitan Street Railway say that the net
earnings of the line have not been more than $200,000, while
the annual rentals paid to the New York & Harlem Railroad
have been $400,000. Since the improvement of the property
and the introduction of “pay-as-you-enter” cars, however,
the receipts have steadily increased. The Fourth and Madi-
son Avenue line is a most important part of its general
scheme of transportation, and Judge Lacombe throughout
the various proceedings resultant from the passing of the
Metropolitan Street Railway into the hands of a receiver
has constantly dwelt on the necessity, so far as it might be
possible, of keeping the systemn intact.

The New York & Harlem Railroad owns no surface cars
or power stations, and the Metropolitan Street Railway
has spent large amounts of money in laying new tracks.
The terms of the 9g9-year lease of the Fourth and Madison
Avenue line to the Metropolitan Street Railway call for the
turning back of the property or its equivalent at the ex-
piration of the lease or when it is given up. A director
of the New York & Harlem Railroad has expressed him-
self as confident that if the company should take back the
property it would be able to arrange for cars and would
have no trouble about adjusting the differences over the
cost of laying the new tracks. If the Fourth and Madison
Avenue line should be operated separately it would prob-
ably mean the abolishment of the transfers now issued be-
tween this line and other lines of the Metropolitan Street
Railway at Eighth Street, Fourteenth Street, Twenty-third
Street, Thirty-fourth Street, Astor Place and Broadway.

Merger of Public Service Corporations in Quebec

An official announcement of the consolidation of the Que-
bec Railway, Light & Power Company, Quebec Gas Com-
pany, Frontenac Gas Company, Quebec Jacques Cartier
Electric Company and the Canadian Electric Light Company
as the Quebec Railway, Light, Heat & Power Company,
Ltd., Quebec, Que., chartered on Nov. 19, 19009, was made
in Montreal on Dec. 14, 1909. The company has an author-
ized capital of $10,000,000 of stock and $10,000,000 of bonds.
Of the stock itisintended to issue $9,500,000 and of the bonds
$8,654,600. The bonds to be issued will include the amount
necessary to retire $2.500,000 of 5 per cent bonds of the
Quebec Railway, Light & Power Company due in 1923;
$840,000 of 5 per cent bonds of the Quebec Jacques Cartier
Electric Company due Dec. 1, 1931, and $310,000 of bonds
of the Canadian Electric Light Company. The securities
issued will pay for all the properties taken over and provide
ample working capital. The bonds are dated Dec. 1, 1909.
The Montreal Trust Company will serve as trustee for the
bondholders. The following directors have been announced
conditionally: W. G. Ross, president; Wm. Price, vice-
president; R. Forget, J. N. Greenshields, A. H. Sims, Hon.
Dubord, Neuville, Belleau, Lorne C. Webster, L. P. Pelle-
tier, E. H. Ewing and J. W. McConnell.

American Railways, Philadelphia, Pa.—Arrangements
have been made by the American Railways to sell a new
issue of $1,425.000 of 20-year 5 per cent collateral trust bonds
to a syndicate composed of Bioren & Company and New-
burger, Henderson & Loeb, the bonds to be a direct obli-
gation of the company secured by the deposit of stock of
the Johnstown (Pa.) Passengcr Railway, the proceeds of
the sale of the bonds to provide funds for paying in cash
for such stock of the Johnstown Passenger Railway as is
not exchanged for stock of the American Railways in ac-
cordance with a plan announced elsewhere in this column.

Cedar Rapids & Iowa City Railway & Light Company,
Cedar Rapids, Ia.—The Cedar Rapids & ITowa City Railway
& Light Company has recently retired an issue of $300,000
of 5 per cent non-accumulative preferred stock on which
dividends of 5 per cent yearly were paid in 1908 and 1909,
and authorized in its stead $600,000 of 6 per cent accumu-
lative preferred stock, of which $375,000 is outstanding. A
semi-annual dividend of 3 per cent on this new preferred
stock will be distributed on Dec. 31, 1909. No dividends
have been paid on $1,700,000 of common stock.

Chambersburg, Greencastle & Waynesboro Street Rail-
way, Waynesboro, Pa.—The stockholders of the Chambers-
burg. Greencastle & Waynesboro Street Railway will be
called upon to vote on Jan. 10, 1910, to increase the bonded
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indebtedness of the company from $600,000 to $1,000,000,
for the purpose of building extensions to Shippensburg and
Blue Ridge Summit.

Chicago (Ill) City Railway.—The voting trust which
controls.more than 95 per cent of the stock of the Chicago
City Railway will expire by limitation on Dec. 31, 1909. The
trustees are John J. Mitchell, P. A. Valentine and Chauncey
Keep, and the trust was created when J. P. Morgan in 1905
organized a syndicate which took over the stock of the com-
pany at $200 a share. It is said that the trust may be con-
tinued in view of the possible merger of all the surface
railways, a deal which will be simplified considerably by
the reorganization of the Chicago Consolidated Traction
Company, plans for which were referred to in the ELEcTRIC
RAmLwAY JourNaL of Dec. 18, 1909, page 1246.

Columbus, Marion & Bucyrus Railroad, Columbus, Ohio.
—The receivers of the Columbus, Marion & Bucyrus Rail-
road have applied to the court for permission to issue cer-
tificates for $65,000, proceeds of which are to be used in
ballasting the line, to buy new equipment and complete the
road according to contract. The application was heard on
Dec. 16, 1909.

Denver (Col.)) City Tramway.—The $1,219,000 of first
mortgage 6 per cent gold bonds of the Denver Tramway,
dated Jan. 1, 1800, and due Jan. 1, 1910, will be paid princi-
pal and interest at maturity at the Mercantile Trust Com-
pany, New York, N. Y. Clark, Dodge & Company, New
York, N. Y., and the International Trust Company, Denver,
Col,, have purchased $1,219,000 of first and refunding sinking
fund mortgage bonds of the Denver City Tramway dated
Nov. 1, 1908, and issued for the purpose of refunding the 6
per cent bonds previously mentioned. Clark, Dodge & Com-
pany offer to exchange the new issue for the maturing
bonds on the basis of $1,000 first and refunding 5 per cent
bonds and $61.67 in cash for each $1,000 6 per cent maturing
bond deposited.

Farmington Street Railway, Hartford, Conn.—The stock-
holders of the Farmington Street Railway voted to sell the
property of the company to the New York, New Haven &
Hartford Railroad at a special meeting on Dec. 20, 1909.

International Traction Company, Buffalo, N. Y.—Nine
seccond mortgage bonds of the Buffalo & Niagara Falls
Electric Railway, dated July 1, 1896, have been drawn by
lot for redemption on Jan. 1, 1910, by the Mercantile Trust
Company, New York, N. Y., at 105 and interest.

Interstate Railways, Philadelphia, Pa.—The reorganiza-
tion committee of the Interstate Railways of which Ed-
ward B. Smith & Company, Philadelphia, Pa., were the
managers, has ordered the release of the bonds deposited
with it, amounting to $7,195,600 upon payment of an assess-
ment of $6 per $1,000 bond. Most of the bonds will be
redeposited with the Earle committee.

Johnstown (Pa.) Passenger Railway.—The American
Railways, Philadelphia, Pa., has exercised the option given
recently by T. C. duPont, Wilmington, Del., president of the
Johnstown Passenger Railway, on 25,000 shares of stock
of the company. owned by himself and members of the du-
Pont family, of which mention was made in the ELECTRIC
RaiLwAy JoUrNAL of Dec. 18, 1900, page 1246. It is stated
that the holders of the remaining stock will be permitted to
participate in the sale, receiving either cash or stock of
the American Railways on a basis of share for share.

Kingston (N. Y.) Consolidated Railroad—The Public
Service Commission, of the Second District of New York,
has authorized the Kingston Consolidated Railroad to issue
a second mortgage on its property and franchises to secure
an issue of $250.000 of 5 per cent, 30-year bonds and to issue
$56.000 in bonds to net the company not less than 8o per
cent of the par valuc. The company has also been author-
ized to issue its corporate notes in the sum of $17,360, the
proceeds to be realized from the sale of bonds and notes
to be used for reconstruction.

Metropolitan Street Railway, New York, N. Y.—Under -
a special order of the United States Circuit Court, Otto H.
Kahn. as a member of the firm of Kuhn, Loeb & Company,
was examined on Dec. 17, 1909, in the hearing on the suit
of the Farmers’ Loan & Trust Company to foreclose on the
property of the Central Park, North & East River Railroad
on a mortgage made in 1872 to secure the issue of $1,200,000
bonds. On June 14, 1807, the Metropolitan Street Railway
made a general mortgage to the Guarantee Trust Company
as trustee, and on March 21, 1902, made a refunding mort-
gage to the Morton Trust Company as trustee. The lease
of the Central Park, North & East River Railroad, which
had comc into the hands of the Metropolitan Street Rail-
way, was pledged by it as part of the security under these
two mortgages. The refunding mortgage provided for the
acquisition by the Morton Trust Company, as trustee there-
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under, of the $1,200,000 bonds of the Central Park, North &
East River Railroad, which became due in 1902, as well as
a number of other collateral bonds which, under the pro-
vision of the refunding mortgages, were, when deposited
with the Morton Trust Company, to remain alive as part of
the security for the refunding bonds. Shortly before the
maturity of the bonds of the Central Park, North & East
River Railroad in 1902 the Morton Trust Company, through
the issue of the requisite proportion of the refunding bonds,
was placed in funds with which to acquire the bonds of the
Central Park, North & East River Railroad in conformity
with the procedure prescribed in the refunding mortgage.
Mr. Dykman, as counsel for the Central Park, North &
East River Railroad, holds that the Morton Trust Company,
having bought up the bonds for the Metropolitan Street
Railway, really cancelled them legally, if not ‘actually, on
the theory that a person cannot hold a debt against himself.
The Farmers’ Loan & Trust Company contends that the
bonds were simply acquired in accordance with the terms
of the lease, which required the Metropolitan Street Railway
to keep them alive for the protection of the holders of the
refunding bonds

New York, West Chester & Boston Railway, New York,
N. Y.—The Public Service Commission of the Second Dis-
trict of New York has authorized the New York, West
Chester & Boston Railway and the New York & Port
Chester Railroad to consolidate as the New York, West
Chester & Boston Railway, the capital stock of the con-
solidated company not to exceed $5,000,000 and the final
agreement of consolidation to be submitted to the com-
mission for approval. The company is authorized to aban-
don such portion of the routes of the companies which are
consolidating as are not necessary to form one continuous
route from the Harlem River at New York City to Port
Chester, with a branch from about 177th Street, New York,
to Throgg’s Neck and with a branch from Mount Vernon to
White Plains or Elmwood, in case the application to aban-
don that portion of the line extending from White Plains
to Elmsford is denied.

Philadelphia (Pa.) Rapid Transit Company.—The stock-
holders of the Philadelphia City Passenger Railway have
approved the proposal to extend the $200,000 of first mort-
gage 5 per cent bonds of the company which mature on
Jan. 1, 1910, to Jan. 1, 1960, without option of prior re-
demption. These bonds were originally dated May 1, 1861,
and were extended in 1880.

Southwestern Traction Company, London, Ont.—The sale
of the property of the Southwestern Traction Company
under foreclosure to J. E. McDougall and T. H. Purdom
having been confirmed by the court, the London & Lake
Erie Railway & Transportation Company succeeded the
Southwestern Traction Company on Dec. 15, 1909. The
London & Lake Erie Railway & Transportation Company
has elected the following directors: Murray A. Verner,
Pittsburgh; W. S. Dinnick, W. K. George, George B. Woods
and S. C. Smoke, Toronto, and T. H. Purdom and John
Milne, London, Eng. Recference to the salc of the property
of the Southwestern Traction Company was made in the
ELEcTRIC RAILWAY JOoURNAL of Nov. 13, 1909, page 1038.

Spokane & Inland Empire Railroad, Spokane, Wash.—
James J. Hill, chairman of the board of directors of the
Great Northern Railroad, has announced that the Great
Northern Railroad has obtaincd a controlling interest in the
Spokane & Inland Empirc Railroad, Mention of negotia-
tion with this end in view was made in the Evectric RArL-
wAY JoUrNAL of Nov. 13, 10009, page 1038.

Third Avenue Railroad, New York, N. Y.—Thc first of
a scrics of hecarings on the modificd plan for thc reorganiza-
tion of the Third Avenue Railroad in accordance with the
terms outlined in the ErLectric RaiLway JoUrNAL of Dec. 11,
1909, page 1203, was held by the Public Scrvice Commis-
sion of the [first District of New York on Dec. 15, 1900.
John M. Bowers, of counsel for the bondholders, said that
it was proposcd to carry out the reorganization under a
section of the general railroad law, and expressed the opin-
ion that as long as the proposecd issue of new sccuritics
was not inflated as contrasted with the total of securities
now outstanding, the commission act did not affect the case
of the company. The sccond hearing was held on Dec. 2o.
Frederick W. Whitridge was the principal witness.  His
testimony concerned the carnings of the property and the
betterments alrcady carried oult.

Toledo, Urban & Interurban Railway, Toledo, Ohio.—An
order confirming the sale of the property of the Toledo,
Urban & Intcrurban Railway to the Toledo & Findlay Rail-
way has been issuced. It was purchased in Augnst, 1900,
by George W. Ilarvey for $400,000 and was turned over
by himn to the Toledo & Findlay Railway.
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Traftic and Transportation

Decision by Interstate Commission in Omaha Fare Case

In the complaint of the West End Improvement Club
against the Omaha & Council Bluffs Railway & Bridge
Company, Omaha, Neb., submitted to the Interstate Com-
merce Commlsqlon on June 5, 1008, and decided on Nov.
27, 1909, in which it was alleged that the 10-cent fare charged
by the company from Council Bluffs over the bridge to
Omaha was unreasonable and unjustly discriminative be-
cause longer rides for 5 cents are given on lines which do
not cross the bridge, and in which the defendant alleged
that as a street railway it was not amenable to the terms
of the act under which the Interstate Commerce Commis-
sion was created, the commission has held that as the de-
fendant is engaged in interstate transportation of persons
it is amenable to the terms and jurisdiction of the Inter-
state Act; that the record does not disclose justification for
ordering the reduction, but that it is unreasonable to charge
more than 10 cents for a trip between any point on the
company’s lines in Council Bluffs and its lines in Omaha,
and has entered an order in accordance with these views
effective on Feb. 1, 1910. An abstract of the conclusions of
the commission follows:

“In the debates in the Congress the paramount questions
discussed were abuses in connection with freight transpor-
tation; unjust discrimination, unreasonable rates, etc. But
this fact does not furnish an argument for excludlno from
the provisions of the law common carriers engaged solcly
in the interstate transportation of passengers. It was stated
in the debates that the law was not intended to apply to
‘street railways.” We must, however, assume that the street
railways of that day, and not the interurban lines of this day,
were in mind when that statement was made. Some of
the largest railroads bear the corporate title ‘railway com-
pany.” Other roads of identical character and kind use the
title ‘railroad’ or ‘railroad company.” The words ‘railway’
and ‘railroad’ are completely synonymous of each other and
no significance can be attached to the choice of either name
or to the use of either word in a statute, decision, or dis-
cussion. The words of the act ‘any common carrier or car-
riers engagcd in the transportation of passengers or prop-
erty wholly by railroad’ indicate that a common carrier en-
gaged in the interstate transportation of either and not
necessarily of both is subject thereto. The relative import-
ance of freight and passenger transportation necessarily in-
creased the attention given to the former and minimized
the discussion of the latter.

“With general uniformity throughout the act the use of
the words ‘passengers or property’ clearly denotes that car-
riers of either the one or the other or both are subject to
its provisions. Certainly the words of the statutc are broad
and comprehensive enough to mclude interstate interurban
railroads, and there is nothmor in the law which indicates
an intent to exclude them. No one questions the jurisdic-
tion of the act over interurban lines which enter Wash-
ington and transport persons to and from adjoining States.
The street railways which do not extend beyond the limits
of the District of Columbia are governed by other laws.
Intcrurban lines are becoming more and more an import-
ant factor in the transportation of freight as wecll as pass-
engers. It can not be said that the act controls as to the
transportation of property but does not apply to the trans-
portation of persons. If intcrurban lines were to be ex-
empted from the requircments of the act on the ground that
they are strect railways it would be impossible to so ad-
minister the law as to correct the evils and the mischief at
which it was aimed.

“It would be a narrow, strained, and illiberal construction
to hold that designating an intcrurban railroad a ‘street
railway’ was sufficicnt to excuse such railroad, when cn-
gaged in interstate transportation, from the operation of the
law. So far as the practices of common carriers of pass-
cngers are concerned, interurban railroads might as certain-
ly to the samc cxtent and in the same manner as any
other carrier or railroad, cause the abuses denounced by
the law; they might discriminate as unjustly and charge as
nnreasonable fares as the railroads denominated as com
mercial. Tt follows that they are \\1thm the “mischiel felt
and the object and remedy in view.” If interstate, they are
clearly outside th melutmn of the individual state, and
wliere they are ‘common carriers (ng'uzcd in the transpor-
tation of passcngers or property,” as specified in the act,
we entertain o deubt of their amcuability to its pro-
visions.

“Defendants argne that for Council Bluffs, a mnicipality
of Towa, to fix by ordinance or [ranchise the maximnn rate
of fare to be charged for a continuons trip from that city to
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points in Nebraska would be a regulation of interstate com-
merce and that such an ordinance could have no extraterri-
torial effect. Granted; but if the contention is correct that
defendants are not subject to the act to regulate commerce,
the reasonableness of the fares could be determined only
by the common law or by Congress. It is not conceivable
that Congress intended to leave the great number of inter-
urban railway companies engaged in the interstate trans-
portation of passengers to regulation by the inadequate
remedies of the common law.

“In this particular case, the charter granted March 3,
1887, to the bridge company provides ‘and Congress reserves
the right, at any time, to regulate, by appropriate leglslatlon,
the charges for frelght and passengers over said bridge.
Section 26 of the amended act provides ‘that all laws and
parts of laws in conflict with the provisions of this act are
hereby repealed’” The question naturally arises whether
this section operates as a repeal of the charter provision.

“Congress reserved the right to regulate the charges of
the bridge company by appropriate legislation. Instead of
specifically fixing those charges by statute the Congress
‘by appropriate legislation,” delegated that function and
authority to the commission. So that whether or not it be
held that technically the act to regulate commerce repealed
the reservation in the act which granted the charter of the
bridge company, the present Junsdlct-on of the commission
over the interstate transportation charges of the defendants
is clear.

“We now come to a consideration of the reasonableness
of the fare. The petition attacks the reasonableness of the
fare from Omaha to Council Bluffs or from Council Bluffs
to Omaha. The local fare in Omaha and in Council Bluffs
is 5 cents. IFrom the west end of the bridge the line in
Omaha passes westward on Douglas to Fourteenth Street,
south upon that street to Howard, east to Eleventh, north
to Douglas, and eastward back to the bridge. The fare from
Council Bluffs to any point on this loop is 10 cents, and the
fare from any point on the loop to any other point in Omaha
is 5 cents. The fare from any point on the loop, across the
bridge and to any point in Council Bluffs (with the excep-
tion of Courtland Beach, which, on account of the Missouri
River changing its course, is on the west side of the river,
but within Council Bluffs), is 10 cents. The reasonableness
of the 10-cent fare and the reasonablencss of confining it
to points on the loop are put in issue in these proceedings.

“The complainant contends that the unreasonableness
and discriminatory nature of the fare of 10 cents is shown
by the fact that for materially greater distances than that
from Fourteenth and Farnam Streets in Omaha to any point
in Council Bluffs, or the reverse, the fare is but 5 cents;
that it is only when the bridge is crossed that the 1o-cent
fare is charged. It is also contended that at other points
of crossing of the Missouri or Mississippi Rivers, where
conditions are similar to those involved in this case, a fare
of 10 cents entitles passengers to transfer to any point in
either city.

“Defendants argue that to reduce the fare to 5 cents
would have the effect of abolishing the bridge toll in favor
of persons riding in the cars and leave it in force as to the
man who elected to walk over the bridge; that along the
line from the east bank of the Missouri River to the city of
Council Bluffs for a distance of about 3 miles there is a
large territory which is but sparsely settled and from which
but little revenue is derived; that a reduction of the fare to
5 cents would result in a great reduction of revenue; that
notwithstanding the profit for the year 1907 of $49,844.35
on the bridge company’s property a reduction of the fare
to 5 cents would be disastrous and would result in a net loss
of $53,056.55. there being no evidence that a reduction of
the fare would be followed by increased travel; that there is
greater hazard in the operation of the lines over the bridge
than upon the surface; that the commutation tickets are sold
on a plan sufficiently liberal to answer the demands of the
community; that it is the prevailing custom to charge 10
cents single fare on street-railway lines between cities on
the opposite sides of the Mississippi and Missouri Rivers,
including bridge fare; that the right to charge a 10-cent fare,
including the brldge toll, has been recognized by Council
Bluffs in the charters rrranted to the respective street-rail-
way companies whose franchises and lines compose the
present lines operated in Council Bluffs by the defendants,
and that the fare across the river on railway bridges be-
tween Omaha and Council Bluffs is 25 cents.

“It appears that prior to leasing the bridge company’s
properties to the street railway company the bridge com-
pany was operated at a loss, and that it was operated at a
loss during the first two years under the lease. Beginning
with 1905, however, the bridge company yielded an annual
profit from operation. and that profit increased each year.
This is accounted for by economies in management, such as
maintenance of one central power house, central shops, one
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executive organization, etc., and the development of profit-
able business.

“Comparisons are introduced showing the relative con-
ditions of operation, travel, fares, and service in the instant
case and at other places where bridge lines connect cities
on opposite banks of the Missouri or Mississippi Rivers.
Statements of defendant’s capitalization, earnings, and ex-
penses have also been submitted, which show, on the whole,
liberally profitable returns.

“The capitalization of the bridge company is entirely
separate and distinct from that of the street railway com-
pany. If the properties were operated separately neither
of them would be expected to charge less than a 5-cent fare.
Such combination fare of 10 cents would doubtless, however,
entitle passenger to transportation to or from points in
Omaha other than those located upon the loop.

“A full hearing has been had in this cause; we have care-
fully considered the testimony aud the record in the case,
and we are of the opinion that a reduction of defendants’
fare of 10 cents to 5 cents would not be justified, but that
limiting the 10-cent fare to points on the loop in Omaha
is unjust and unreasonable, and that the fare from Council
Bluffs, not including Cortland Beach, to any point on de-
fendants’ lines in Omaha or from any point on defendants’
lines in Omaha to Council Bluffs, not including Cortland
Beach, should not exceed 10 cents for a continuous trip or
for a trip upon which passenger conforms to proper and
reasonable regulations governing use of transfer tickets if
transfer is required.”

Accidents on Electric Railways of Indiana for Quarter

The Railroad Commission of Indiana has issued accident
Bulletin No. 9, which contains a record of the accidents
on railroads and electric railways in Indiana during July,
August and September, 1909. Three passengers were killed
on the electric railways during this period, as compared
with none for the same period in 1908; otherwise, there was
a falling off in the number of casualties, the total being
45 as compared with 88 during the preceding three months.
The summary of casualties on the interurban railways dur-
ing July, August and September, 1909, as contained in the
report of the commission follows:

PASSENGERS.

WHERE— 1908, 1909.
O1r passSenger: LraillSi iz « o « s« o s axeis o s iemn o &« oziaellsrafebens 51 42
On sStation, STOTNASE «ze o eimmsia o o o wnsin s o sieavsdl o o ataioels shorshs 5 1

CAUSES—

ColliSions: = s s s mwe v 5 s mmw s 5 wmm o 8 b @06 5 0§ 550 0 8 8 SHE08 § & 600 12 21
Derailtents: i o« i s konsseo o encees sl eheliohezsz s o AT UUPENIY o 1
Getting on and off moving trains.................... 27 7
Getting on and off trains after stops are made........ 1 2
Miscellaneous: » s« o ym as s s ss o s s wiee & « wwme s s 8 @ueine) & » w7 16 7

RESULTS—

IDEENNS Gommicon o st omy S S BIRSEIEID 0 0 o3 600 O 6 06 0 505 6 6 6 0 o 3

Fractures or disloc 5 4 4

SPIaiS Jmmq: s semssenmas 12 10

Cuts and bruises 35 22

Miscellaneous ....ceevereocneeernoesncnnsocennnsans 5 6
TRAVELERS ON HIGHWAYS.

WHERE— . 1908 1909.
Travelers on highways in vehicles........ocivivnnen 12 11
O o] B8 50 00D 000 B 000000 0 AOBE SIGR 0 655,06 063000 0 2 2

CAUSE— .

Struele oY, CTOSSINES s s s 55 mos & £ 6 GEE & & G9res & ¢ e e 88 10 13
Teamns frightened ........... Pttt i 3 o
Miscellaneous el - e « =lelenced LR R L L 1 o

RESULTS—

Deaths w:smmans: sseasss 5698 E S & e S 8 e B 4 F SUERRA o 5 6

SPTAITE 40w i 5 seoons x ¢ mimrs o g wiobssore erevaitel ol o oheed sl ot o e oo slslels 1 1

CatsOan N DEHISES hrrereile s ST GO . L ST 8 6

Miscellaneous ............. o SR T B 13 5 SR 58 SA LA e (] o
EMPLOYEES

EMPLOYMENT— 1908. 1909-
oM AUTEONS s + + wessiot o 5 tosdel =PIt oo o = o teRened ol RN R DReS 3 6
MOLOTINIETI belatiocer o « amimi o o o ko iemel bRl ek armte, o it hen et RSP oRS 5 4
ABEY o 6l o DO 5 5 1 15316 RO 00109 0 0 & 4 6 6 2

CAUSES~—

COIISIONS  wrri o ¢ 5 s & 5 300 2 sl wRae o 5 s i o5 o eEotel o S oINS 5 2
A scell e one: - . oo R ek T R 9 10

RESULTS—

Deaths . .55 sssmues s sme o8 bie e o s asi s s emurn s soisuaten 1 2

Fractures or dislocalions .ece.eseeessvsscsonissesnoss 1 o

BISE5: 0RO 0Rp00 000000500800 500G 0a0a6003000 5000681 1 4

Cuts: and DEUISES . iowes. s msios s ommies s wam e s s s s o anasie 10 5

MiSCellAneoUs, « & s sioim s » s = o 6 s siweaa s s omn v 58 wiareie &l o immsialala 1 1
TRESPASSERS.

WHERE— 1908. 1909.
Trespassers on tracks .... 4 10
MISCEllANEOUS. - simsis s s wisi s 5 5 wuiis s s 5 venel e alieanaile ohaioiescASPOER [} 3

RESULTS—

D s B ey 0 L5 © G D G0 O Q 1075000000005 2 9
Fractions or dislocations ....seseecssnssosonassssioiss, 2 4
Collisions, 2. Damage, $750.00.

TOTAL CASUALTIES.
Deaths .. 8 20
Injured 80 63

The report also contains the following summary of the
cost of property of the railroads destroyed or injured in



DECEMBER 25, 1909.]

railway accidents for the two years ended September, 1909:

Date— Steam Interurban
July, August, September, 1907............... $42,863 $s50
October, November, December, 1007.....cve... 55,384 3,242
,Tamgary, February, March, 10084 . « s ran e ot s+ 05,073 4,650
April, May, Jure, 1008...ve i iuiinninienann. 42,074 3,000
July, August, September, 1908.......cccvun... 45,597 1,746
October, November, December, 1908........... 32,824 1,863
January, February, March, 1909......cc...uu. 34.17 3,800
April, May, June, 1000..cccveruruuneeennnnn. 40,569
July, August,” September, 1060. ... o0eeneaen.. 42,967
Total for 27 months. $400,427 $18,353
Orand B088] s owwsssenonss someisssme sy s s sansssencss 418,780

A list of 16 steam railroads and electric railways not
reporting any accidents for July, August and September,
1009, contains the names of the following electric railways:
Southern Michigan Railway; Angola Railway & Power
Company; Chicago, South Bend & Northern Indiana Rail-
way; Dayton & Xenia Transit Company; Evansville & Mt.
Vernon Electric Railway; Evansville & Southern Indiana
Traction Company; Evansville & FEastern Electric Rail-
road; Kokomo, Marion & Western Electric Railroad;
Marion, Bluffton & FEastern Electric Railway; Muncie &
Portland Traction Company, and Lima & Toledo Traction
Company.

Grade Crossings Authorized and Expenses Fixed by Wis-
consin Commission

The Railroad Commission of Wisconsin has recently
handed down decisions in two cases in which the apportion-
ment of the expense of constructing, operating and main-
taining grade crossings is fixed. The cases are known as
No. R-186, covering the petition of the Eastern Wisconsin
Railway & Light Company from an order to determine the
grade of crossing of its tracks over those of the Chicago,
Milwaukee & St. Paul Railway in Fond du Lac and appor-
tioning the expense, and No. R-187, covering the petition of
the same company for an order to determine the grade of
crossing of its tracks over those of the Chicago & North-
western Railway in Fond du Lac and apportion the expense.
In both cases the commission held that the crossing
should be constructed at grade, the cost of construction paid
by the petitioner and the cost of maintenance borne equally
by both companies. The engineer of the commission
studied both cases, and reported that the situation did not
demand or justify an attempt to avoid crossings at com-
mon grade, the crossings being in a very level section of
the city, and recommended that the commission authorize
the crossings.

The conclusions of the commission in the petition against
the Chicago, Milwaukee & St. Paul Railway, which are
substantially the same as those in the case of the Chicago
& Northwestern Railway, follow:

“It is obvious from the foregoing report that the crossing
in question must be at grade. The cost of the construction
of the crossing will be imposed upon the petitioner in ac-
cordance with the rule adopted by the commission In re
Application of the Wisconsin & Northern Minnesota Rail-
way for approval of its plans and specifications for the con-
struction of its proposed railroad in Douglas County, Wis.,
2 W. R. C. R, 362. As one-half the cost of maintaining the
crossing will not, in our judgment, impose upon the Chi-
cago, Milwaukee & St. Paul Railway any greater burden
than the maintenance of its track at the point of crossing
if the crossing had not been constructed, we see no reason
for departing in any respect from the rule laid down in the
case cited.

“Now, therefore, it is ordered that all the expense of con-
structing the crossing of the tracks of the Chicago, Mil-
-waukee & St. Paul Railway on Main Street, between Mc-
Williams Street and South Sibley Street in Fond du Lac,
Wis., by the double tracks of the Eastern Wisconsin Rail-
way & Light Company, including the necessary grading,
rails, frogs, switches and other appurtenances for ordinary
grade crossing as well as labor and all material used in
constructing the same, be supplicd and furnished by the
said liastern Wisconsin Railway & Light Company and
that after the construction of such crossing the said Eastern
Wisconsin Railway & Light Company and the said Chicago,
Mitwaukee & St. Paul Railway shall each bear one-half of
the cxpense of maintaining the same.

“It is further ordered that said crossing be constructed at
the surface and grade of Main Street, as established by the
said city of Fond du Lac, if the said city shall so desire it.”

New Express Service in Maine.—The Lewiston, Augusta
& Watcerville Strcct‘ Railway, Lewiston, Maine, has estab-
lished a freight service over its Lewiston-Waterville line.

Gray Uniforms in St. Joseph.—The St. Joscph Railway,
Light, Heat & DPower Company, St. Joseph, Mo, has
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adopted gray as the standard color of the uniforms of its
employees.

Strike in Pennsylvania.—The employees of the Schuylkill
& Dauphin Traction Company, Lykens, Pa, are on strike.
They demand 20 cents an hour regardless of the length of
service. The company has offered a sliding scale of wages.

Through Service Between Columbus and Lima.—The
Ohio Electric Railway has decided on through service be-
tween Columbus, Ohio, and Lima, Ohio. A two and one-
half hour schedule will be established, but it has not yet
been decided how many cars will be used in the service.

Baltimore Company Helps Red Cross Movement.—Wil-
liam A. House, president of the United Railways & Electric
Company, Baltimore, Md., has ordered a Red Cross placard
placed on the front of each car which bears the inscription
“Everybody Helps,” and below this is a picture of the Red
Cross stamp itself.

Commission Has All-Night Service Under Consideration
for Washington.—The District Electric Railway Commis-
sion has under consideration the question of issuing an
order to require the Washington Railway & Electric Com-
pany to maintain an all-night service on its lines in the
north east section of the city.

Accidents in Canada.—The Department of Railways and
Canals of the Dominion of Canada has made public the
foltowing summary of accidents on the electric railways in
Canada for August, September, October and November,
1909: August, 3 killed and none injured; September, 7
kilted and 32 injured; October, 2 killed and 28 injured;
November, 18 killed and 7 injured.

Complaint About Fare Between Dunkirk and Fredonia.—
The Public Service Commission of the Second District of
New York has served upon the Buffalo & Lake Erie Trac-
tion Company, Buffalo, N. Y., the complaint of residents
of Dunkirk and Fredonia, against that company, as to rate
of fare between Dunkirk and Fredonia. The complainants
ask that the present charge of 10 cents be reduced to 3
cents.

New Passenger Tariff of Columbus, Delaware & Marion
Railway.—The Columbus, Delaware & Marion Railway,
Columbus, Ohio, has filed with the Ohio Railroad Com-
mission a new passenger tariff which reduces the com-
muter’s rates from several points but does not change the
passenger rate as a whole. The tariff also provides for a
new half-hourly service between Columbus and Worthing-
ton, Ohio.

Special Holiday Rates on Interurban Lines.—A number
of interurban railways which are members of the Central
Electric Traffic Association have reduced the rates on
interline business for the Christmas and New Year holi-
days, based upon a one and one-half first-class one-way
fare as shown in Joint Passenger Tariff No. 3. Tickets
will be sold on Dec. 24, 25 and on 31, 1909, and on Jan. 1,
1910, good returning until Jan. 3, 1910.

Inquiry Into Necessity for Trolley Guards.—In reply to
a letter by the Indiana Railroad Commission inquiring
about trolley guards where interurban railways cross steam
railroads, the commission has learned that there are about
120 places in Indiana where steam railroads and electric
railways cross at grade, only six or seven of which are pro-
tected by guards. The commission will investigate the ne-
cessity of instructing the electric railways to install guards
at all such crossings.

Illuminated Display Signs on Cars.—The Tucson (Ariz.)
Rapid Transit Company is obtaining revenue from two iltu-
minated display signs, one of which is carried on each side
of the monitor deck of its cars. The lamps forming these
signs are of 16 cp and are controlled by a three-way switch,
so that they may be thrown into circuit in place of the regu-
lar headlight resistancc. The signs, thercfore, are operated
without cost for current and are rentcd for advertising pur-
poses. Customers endorse the plan as a means of obtain-
ing local publicity.

Continuous Service Rewarded in Augusta.—James R.
[.cague, general manager of the Amngusta-Aiken Railway
& Electric Company, Augusta, Ga., has announced that
clfective Jan. 1, 1910, the pay of the motormen and con-
ductors who have Dbeen in the employ of the company for
more than three consecutive years will he increased 1 cent
an hour, making the wagces 18 cents per honr. The wages
of the employees of the company under the new schedule
follow: I'our months at 13 cents an hour; after cight months,
15 cents an hour; for the sccond year, 16 cents an honr;
third year, 17 cents an honr; fourth year, 18 cents an hour.

Veteran Carmen of Quincy, IlL.—Tlhe local daily paper of
Qnincy, I, recently published a complimentary article
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in which was presented an account of the careers of several
carmen who have been in the service of the Quincy Horse
Railway & Carrying Company for more than 25 years. This
company employs 6o carmen, five of whom entered the
service of the company as drivers of mule cars on the
main street of the city. In the early days these men worked
16 hours a day six days a week and reported for relief
work on their off days. The veteran is Hobart Dinkheller,
who has been employed by the company for 34 years. Five
other men have been connected with the company for more
than 20 years.

Hearings on Side Doors and Platforms for Long Island
Railroad Trains.—The Public Servicc Commission of the
First District of New York has adopted two orders calling
for hearings, to be held before Commissioner Bassett, be-
ginning Dec. 29, 1909, to determine whether the Long
Island Railroad shall bec directed to provide station plat-
forms as long as the trains on all lines operated by elec-
tricity, or whether the company shall be directed to pro-
vide the cars of its electric trains with side doors, plat-
forms, gates, vestibule doors and trap doors, the ‘trap doors
to be used to bridge the gap between the car platform
and the station platform. At the hearing the commission
gvill determine which of the two orders it finds to be the

est.

Fare Complaint Against Westchester Street Railroad
Heard.—The complaint against the increase in fare from
5 cents to 10 cents by the Westchester Street Railroad, the
successor to the Tarrytown, White Plains & Mamaroneck
Railway, between White Plains and Mamaroneck, was
heard by Martin S. Decker of the Public Service Com-
mission of the Second District of New York on Dec. 17,
1909. The company has also increased the fare on its line
between White Plains and Tarrytown from 5 cents to 10
cents, making the through fare between Tarrytown and
Mamaroneck 20 cents instead of 10 cents as previously.
Mr. Decker refused the motion of counsel for the com-
pany to dismiss the complaint and ordered both sides to
file briefs.

Decision by Massachusetts Commission Regarding Tran-
sportation of Drunkards.—The Railroad Commission of
Massachusetts has issued the following order relative to
the transportation of drunkards on the street railways of
the State, in connection with a complaint originating in
Worcester: “In the cities the police are of sufficient num-
ber to preserve order and make arrests when occasion re-
quires; but on long interurban lines a territory is covered
where local officers are frequently beyond the call of the
employees of the companies. While local officers should
be relied upon in town centers to co- operate with the em-
ployees of the company to prevent intoxicated persons
from boarding the car, the managements of the companies
ought themselves at all times to afford protection to their
passengers. This does not appear to have been accom-
plished, and we therefore direct the attention of street rail-
way companies to the provisions of the statute and recom-
mend that reasonable and efficient measures be taken to
secure to their patrons the protection to which they are
entitled by law.”

Circular Outlining Benefits of Improvements.—The new
business department of the Albany Southern Railroad,
Hudson, N. Y., under date of Dec. 6, 1009, issued a special
circular about the improvements being made by the com-
pany, particularly the double tracking of the line between
Rensselaer and Electric Park, which will greatly increase
the efficiency of the service by eliminating delays at turn-
outs. The contents of the circular follow: “For the past
several years there has been talk of double tracking be-
tween Rensselaer and Electric Park. This talk has now
been replaced by reality. Work was actually begun on
Nov. 8 1009, and the double tracking will be completed
by May 1, 1910. No newspaper talk this time. The ad-
vantages of the double tracking are clear. Waiting at turn-
outs will be avoided, and the operation of the cars will be
rendered absolutely safe. The roadbed is being generally
overhauled, sharp curves are to be eliminated and the
facilities of the company for handling passengers are being
generally increased. Electric Park is to be improved and
will provide attractions which will merit a continuance of
the splendid reputation already established. We want your
business for the summer season of 1910. All we ask is that
you give our representative an opportunity to talk with
vou before making arrangements for your summer outing.
He will arrive early in the season. While it is somewhat
unseasonable to taik park business, our action in writing
you at this time simply indicates that we are full of good
red blood and are going to make the summer season of 1910
the best in the history of the company.”
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Personal Mention

Mr. C. F. Crane, general passenger agent of the Eastern
Pennslyvania Railways, Pottsville, Pa., has just returned
from an eight weeks’ trip to Italy.

Mr. W. F. Towne, heretofore general agent of the freight
department of the Pacific Electric Railway Company, Los
Angeles, Cal.,, now has the title of general freight agent.

Mr. D. A. Munger, heretofore general agent of the pas-
senger dcpartment of the Pacific Electric Railway Com-
pany, Los Angeles, Cal., has been given the title of general
passenger agent of the company.

Mr. G. A. Richardson, superintendent of the Houghton
County Traction Company, Houghton, Mich., has been ap-
pointed assistant superintendent of transportation of the
Seattle (Wash.) Electric Company.

Mr. H. S. Dickey, formerly superintendent of the Winona
Interurban Railway, Warsaw, Ind.,, has been appointed
traffic manager of the Chicago, South Bend & Northern
Indiana Railway, Michigan City, Ind.

Mr. S. Walter Mower will be retained as general manager
of the London & Lake Erie Railway & Transportation
Company, London, Ont., which has succeeded to the
property of the Southwestern Traction Company.

Mr. John Ralph, Jr., assistant superintendent of the
Houghton County Traction Company, Houghton, Mich.,
has been appointed superintendent of the company, to suc-
ceed Mr. G. A. Richardson, who has been appointed assist-
ant superintendent of transportation of the Seattle (Wash.)
Electric Company.

Mr. Clarence Wolf, first vice-president of the Philadel-
phia (Pa.) Rapid Transit Company, will retire on Jan. 1,
1910, as a member of Wolf Brothers & Company, Philadel-
phia, bankers, and thereafter will devote more of his time
to the duties of his office with the Philadelphia Rapid
Transit Company.

Mr. G. Louis Boissevain, of Kean, Van Cortlandt & Com-
pany, New York, N. Y., has been elected president of the
Netherlands Tramways Corporation, New York, N. Y., to
succeed Mr. Henry J. Pierce, resigned, and Mr. W. Barklie
Henry, Philadclphia, Pa., has been clected vice-president of
the company to succeed Mr., Boissevain.

Mr. Clinton E. Palmer, who has been superintendent of
railways of the Eastern Pennsylvania Railways, Pottsvilie,
Pa.,, for two years, has resigned to become general super-
intendent of the Chicago, Lake Shore & South Bend Rail-
way, Michigan City, Ind. Prior to his connection with the
Eastern Pennsylvania Railway, Mr. Palmer was associated
with the Ohio Electric Railway.

Mr. H. B. Twyford has recently resigned as purchasing
agent for the Underground Electric Railways Company of
London and the tube lines controlled by that corporation,
and is now in this country, where he expects to remain. Mr.
Twyford has been purchasing agent for the London cor-
porations for seven years and went to London from Chi-
cago. His future plans have not yet been announced.

Mr. L. C. Nichols has resigned as chief electrician of the
Lehigh Valley Transit Company, Allentown, Pa., to be-
come connected with Herrick & Stebbins, New York, N. Y.,
for whom he will devote his time to investigation and test-
ing work. Prior to his connection with the Lehigh Valley
Translt Company, Mr. Nichols was employed by the Utica
& Mohawk Valley Railway, Utica, N. Y.

Mr. Robert Robinson has been appointed to the newly
created position of chief of transportation of the Houghton
County Traction Company, Houghton, Mich., in which he
will succeed to the duties of Mr. John Ralph, Jr., as assist-
ant superintendent of the company, a position which was
abolished with the advancement of Mr. Ralph to succeed
Mr. G. A. Richardson as superintendent of the company.

Mr. A. C. Kennedy has been appointed purchasing agent
for the receivers of the Municipal Traction Company, Cleve-
land, Ohio, vice Mr. F. L. Stockberger, resigned. Mr.
Kennedy was formerly chief clerk to Mr. George A. Stanley,
purchasing agent of the Cleveland Electric Railway. He
began his connection with the purchasing department of the
Cleveland Electric Railway under Mr. Chas. W. Wason
when the property was controlled by the Everett-Moore
syndicate.

Terrance Scullin, who has been connected with the
Rochester (N. Y) Rallway for a year as master mechanic,
has been appointed master mechanic of the Cleveland
(Oth) Railway to succeed Mr. Frank R. Phillips, whose
resignation was announced in the ELECTRIC RAILWAY JOURNAL
of Dec. 18, 1009. Mr. Scullin has been connected with the
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Andrews-Stanley interests for many years. FHis success as
master mechanic of the Cleveland Electric Railway was
marked, but after the Municipal Traction Company took
over the Cleveland Electric Railway Mr. Scullin became
. connected with the Rochester Railway.

Mr. F. F. Espenchied, who has been connected with the
‘West Penn Railways, Pittsburgh, Pa., as consulting engi-
neer and assistant to Mr. W. E. I\Ioore gcneral manager of
the company, has resigned from the company to become
general manager of the Interstate Light & Power Com-
pany, which is complcting a modern steam-driven central
station and 6o-cycle, three-phase, 33,000-volt transmission
system to serve Galena, Ill., and Plattville, Wis., and the
intervening mining region. Mr. Espenchied was graduated
from Cornell with the degrees of electrical engineer and
mechanical engineer. The office which Mr. Espenchied oc-
cupied with the West Penn Railways has been abolished.

Mr. Fred H. Lincoln has resigned as assistant general
manager of the Philadelphia Rapld Transit Company, to
take effect Jan. 1, 1910. He has occupied his present office
for the last five years and has been connected with the
Phitadelphia Rapid Transit Company for the last 17 years.
During this time he has served in both the electrical and
transportation departments and has also invented a num-
ber of improvements, particularly in rolling stock, which
have been made standard by the company. Mr. Lincoln
has always taken a prominent part in the work of the
American Street & Interurban Railway Engineering Asso-
ciation, and at the Denver convention was elected presi-
dent of the association. His future plans have not yet
been announced.

Mr. J. G. Baukat has resigned as assistant superintendent
of electrical equipment with the New York Central & Hud-
son River Railroad, New York, N. Y., to accept the position
of consulting engineer of the Miami Valley Construetion
Company, New York, N. Y., and chief engineer of the
Wabash & Northern Railway. Mr. Baukat’s connection of
four years with the New York Central & Hudson River
Railroad covers the period of electric installation, and he
was in direet charge of the maintenancc of electrical equip-
ment and repair shops. Previous to entering the service
of the New York Central & Hudson River Railroad Mr.
Baukat was engineer of the Schenectady (N. Y.) Railway,
in charge of car equipment, track work, line work, con-
struction work, in which capacity he planned and super-
vised the building of the Saratoga extension to Ballston.
Before accepting the position with the Schcnectady Rail-
way Mr. Baukat was connected for three ycars with the
railway department of the General Electric Company at
Schenectady. Mr. Baukat was presented a diamond scarf
pin as a token of the estcem in which he was held by his
ass?lciates in the New York Central & Hudson River Rail-
road.

Mr. Joseph E. Wayne was appointed superintendent of
the York (Pa.) Railways on Dec. 15, 1000, to succeed Mr.
F. P. Newman, whose appointment to the position of gen-
eral manager of the Southern Cambria Electric Railway,
Johnstown, Pa., was an-
nouneed in the ELECTRIC
RaiLway JournNaL of Dee.
4, 1909. Mr. Wayne was
born in Philadelphia, Pa.
His railway expericnee
was acquired during his
connection with sevcral
of the large street rail-
ways in different parts of
the country. He served
for three years in the re-
pair shops and power
housc of the Publie Serv-
ice Corporation of New
Jersey and resigned from
that eompany to beeomec
connccted with the Unit-
ed Railroads, which con-
trols all the lines in

San I‘rancisco, and re-

mained in the scrvice J. E. Wayne

of the United Railroads

for thrce ycars. When Mr. David Young became gen-

cral manager of the York Railways, Mr. Wayne accept-
cd the position of superintendent of the company, but re-
signed after two ycars of serviee to become superintendent
of the Wayncsboro, Chambersburg & Greencastle Strect
Railway. Mr. Waynce resigned from the Waynesboro,
Chambersburg & Greencastle Street R:lilwzly to take chargce
of the eonumercial department of the dison Eleetric Light
Company, York, Pa.. from which position he retired to be-
comc connected with the York Railways.
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Construction News

_ Construction News Notes are classified under each head-
ing alphabetically by States.
An asterisk (*) indicates

reported. .
RECENT INCORPORATIONS

Chicago, Joliet & East St. Louis Electric Railway, Chi-
cago, Ill—Incorporated in Illinois to build and acquire
electric lines over which electric cars may be operated from
Chicago through Joliet to East St. Louis, with branches to
Aurora, Ill, and Hammond, Ind. H. A. Fisher has an-
nounced that the company will take over the operating lines
of the Joliet & Southern Traction Company, the Joliet,
Plainfield & Aurora Railroad, the Bloomington, Pontiac &
Joliet Electric Railway and the Chicago, Joliet & Central
Illinois Railway. With existing tracks connecting Chicago
Heights, near the Illinois-Indiana State line south of Chi-
cago, Joliet and Aurora, it is planned to add a line south
from Joliet to Dwight and there eonnect with the Blooming-
ton, Pontiac & Jolict line in operation between Dwight and
Pontiac. Also this latter line will be extended south from
Pontiac to Bloomington, where connection will be made
with the Illinois Traction System, extending west to Peoria,
east to Decatur and Danville, and from Decatur through
Springfield to St. Louis. Mr. Fisher is quoted as saying that
the line from Joliet into Chicago will soon be constructed,
and that arrangements have been made for the uise of the
tracks of the Metropolitan West Side Elevated Railway for
entrancc to the business district. Capital stock, $100,000.
Headquarters, Woman’s Temple Building, Chicago. Incor-
porators: H. A. Fisher, F. E. Fisher and L. D. Fisher; S. A.
Spray, Chicago, and T. B. Steward, John A. Raymond and
John K. Newhall, Aurora, Il

Shore Line Electric Railway, New Rochelle, N. Y.—
IuLorporated with a capital of $300,000 as a reorganization
of the 2-mile Larchmont-Mamaroneck branch of the Tarry-
town, White Plains & Mamaroneck Railway, which was
sold several weeks ago under foreclosure to Franklin L.
Babcock for $100,000. Directors: Iranklin L. Babcock,
Edward A. Maher, Reune Martin, Dudley Olcott and E.
IFrancis Hyde. all of New York.

Ephrata & Lebanon Street Railway, Ephrata, Pa.—Chart-
ered to build a 22}%-mile gasoline motor railway from Le-
banon to Ephrata, via lowa, Reistville, Schaefferstown,
Kleinfeltersville, Hopeland, Clay and Lincoln. All the
rights-of-way and franchises in Ephrata and Lebanon have
bcen secured. Final location surveys will be made during
the winter and construction will be started early in the
spring. Capital stock, $425,000. Incorporators: S. D. Erb,
Ephrata, president; M. Kinport, Henry Westerhoff, M. H.
Shirk, H. B. Hollinger and A. E. Lane. H. Shaw, Lan-
caster, chief engineer. [E. R. J., Oct. 16, '009.]

Pheenixville, Valley Forge & Stafford Street Railway,
Pheenixville, Pa.—Chartered to construct an electrie rail-
way from Dheenixville to Stafford, via Valley Forge, a
distance of 10 miles. Capital stock, $60,000. Incorporators:
Thomas E. O’Conncll, West Chester, president; O. E.
Thomson, John A. Dusmant, C. F. Boden, S. W. Deninger,
A. W. Kley, H. H. Gilkyson, E. C. Meir and S. E. Miller.
[E. R. J., Decc. 11, ’09.]

*Uvalde & Leona Valley Interurban Railway, Uvalde,
Tex.—Chartercd in Texas to build a 25-mile interurban
raitway from Uvalde to Batcsville. Capital stock, $50,000.
Officers and incorporators: Charles Pcterson, president;
A. M. Avant, vice-president, San Antonio, Tex.; M. M. Mc-
Fartand, vice-president and gcneral manager; F. J. Rhiner,
secrctary and treasurer, Uvalde, Tex.

FRANCHISES

Ashton, Ill.—The City Council has granted a 350-year
clectric railway franchise to the Chicago, Dc Kalb & West-
ern Railway, Chicago. This is part of the plan to build an
clectric railway from Chicago to Rock Istand. [LE. R. J,
Nov. 20, '09.]

Port Byron, IlIl.—The Tri-Citics & Northcastcrn Interur-
ban Railway has been granted a 2o-ycar franehise to build
an electric railway on Main Strcet, Port Byron. J. W.
Simonson, Port Byron, president. [l R. J., Oct. 2, ’00.]

Greenfield, Ind.—The City Council has granted a fran-
chisc to ]’crry Fredman, Richmond, and associates, to build
an electric railway ovcer certain strects of Greenlicld. A
company, to be known as the Greenfictd & Northern Rail-
way, will be organized to build the line which is also to

a project not previously

be extended to Pendleton, a distance of 16 miles. [L&. R, ],
Nov. 27, o9
Monticello, Ind.—A pectition has becn filed with the

County Commissioners for an clection to be lhield in Jack-
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son, Honey Creek, Princeton and Union Townships of
White County to vote on the proposition of a subsidy in aid
of the construction of the Indiana & Northwest Traction
Company’s line from the Battle Ground to Reynolds. [E.
R. J., Dec. 11, ’00.]

Hartford, Mich.—William C. Plumb and H. H. Tucker,
representing the Chicago, Benton Harbor & Grand Rapids
Railroad, Chicago, have applied to the Town Council for an
electric railway franchise. [E. R. J., Jan. 2, '00.]

Pittsfield, Mass.—The Board of Aldermen has granted to
the Pittsfield Street Railway an extension of its franchise
until May 1, 1910, in which to extend its tracks to the
Hancock town line.

Kansas City, Mo.—At the election on Dec. 16, 1909, the
proposal to extend the franchise of the Metropolitan Street
Railway in accordance with the terms of the ordinance
abstracted in the ELEctric RAILWAY JoURNAL of Dec 11, 1909,
page 1199, was defeated by 11,756 votes. ’

East Bend, N. C.—The Yadkin River Valley Railway has
been granted a franchise to build an electric railway in
East Bend. The proposed line is to be built from East
Bend to Donnaha, a distance of 5 miles. It is the ultimate
intention to extend it from Donnaha to Winston-Salem.
Among those interested are W. A. Martin, George Steelman
and J. W. Marler, East Bend. [E. R. J.,, March 27, ’09.]

Fostoria, Ohio.—The City Council has granted an electric
railway franchise to the Fostoria & Fremont Railway,
which proposes to build an electric railway from Fostoria
to Fremont, via Havens, Burgoon, Kansas and Amsden. It
will be about 21 miles long. J. D. McDonel, secretary. [E.
R. J., Nov. 13, ’00.]

Altoona, Pa.—The Johnstown & Gallitzin Railway has
formally applied to the City Council for a franchise for an
entrance into Altoona for its electric railway. Traffic ar-
rangements will be made with the Altoona & Logan Valley
Electric Railway, whereby this company’s tracks will be
used by the Johnstown & Gallitzin Railway to enter Al-
toona. U. G. U. Holman, general manager and electrical
engineer. [E. R. J., Aug. 14, ’00.]

Sherbrooke, Que.—The City Council has approved a by-
law granting to the Sherbrooke Street Railway a 4o0-year
franchise. The city will have the privilege of purchasing
the property at the end of 20 years. The railway will be
extended as soon as additional power is developed.

Montesano, Wash.—The County Commissioners have
granted a 5o0-year franchise to Eldredge Wheeler for the
construction of an electric railway from Moclips to Gate
City. [E. R. J, Nov. 27, ’09.]

La Crosse, Wis.—The Common Council has granted to
the La Crosse & Winona Traction Company a 5o-year
franchise for an electric railway in La Crosse. The com-
pany proposes to build an electric railway from Winona to

La Crosse, via Galesville. W. J. Ferris, president. [E. R.
J., Nov. 13, ’09.]
Wheeling, W. Va—The County Commissioners have

granted a franchise to the Rapid Transit Railway to con-
struct an electric railway through Ohio County. A. M.
Shenk. president. [E. R. J., July 31, ’00.]

TRACK AND ROADWAY

Los Angeles (Cal.) Railway.—This company announces
that during 1910 it will build about 8o miles of new track.
H. E. Huntington, general manager.

Bakersfield & Ventura Railroad, Oxnard, Cal.—This com-
pany will build 5 miles of new track during 1910. T. B.
Blackburn, general manager.

Grand Junction & Grand River Valley Railway, Colorado
Springs, Col.—S. M. L. McSpadden, purchasing agent, ad-
vises that this company has surveyed the route for its pro-
posed electric railway between Grand Junction and Fruita,
20 miles. Grading will begin early next spring. The track
will be practically level and laid with 6o-lb. rails. The
curves on the line will be about 15 deg. Several short
trestles will be built across irrigation canals and gulches.
The pole bracket type of overhead construction will be in-
stalled. Contracts will be awarded within the next few
days for material for the reconstruction of a power plant.
Orders will also be placed in the near future for three in-
terurban cars and possibly one electric locomotive. Head-
quarters, Mining Exchange Building, Colorado Springs.
[E: R. J; Oct: 30; “00:]

New London & East Lyme Street Railway, New London,
Conn.—It is stated that this company will build about 10
miles of new track during 1910. L. S. Rudd, superintendent.

*Tallulah Falls, Ga.—Louis Ma_gid, Tallulah Falls, is re-

ported to be interested in a project to establish a 4-mile
electric railway in the vicinity of Tallulah Falls.
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Illinois Central Electric Railway, Canton, Ill.—During
1910 this company will construct 8 miles of new track from
Norris to Fairview, I1l. L. W. Morton, purchasing agent.

Quincy Horse Railway & Carrying Company, Quincy,
Ill.—During 1910, this company will build 5 miles of new
local track. W. A. Martin, purchasing agent.

Gary & Southern Traction Company, Gary, Ind.—It is
stated that this company will construct 12 miles of new
track connecting Crown Point with Gary during the spring
of 1910.

South Bend & Logansport Traction Company, South
Bend, Ind.—This company, which proposes to build an
electric railway between South Bend and Logansport has
placed contracts for all the subgrading to three contracting
firms, viz: Southern division, Trinidad Engineering & Con-
struction Company; middle division to U. S. Leitgart;
northern division terminating in South Bend, to Redd &
Son, Mishawaka. David Pepper, Philadelphia, is the gen-
eral contractor for building the line, the work being in
charge of J. M. McCampbell. The Illinois Steel Company
has been awarded the contract for the rails. [E. R. J., Dec.
11, '09.] :

Davenport & Manchester Interurban Railway, Daven-
port, Ia.—The stockholders of this company, which pro-
poses to construct an interurban line between Davenport
and Manchester, have voted to increase the capital stock
from $15,000 to $650,000. J. W. Cross, promoter. [E. R. J.,
Oct. 23, '00.]

Des Moines, Council Bluffs & Western Railway, Des
Moines, Ta.—This company announces that preparations are
being made to start construction of its interurban railway
early next spring. It will extend from Des Moines to
Council Bluffs, via Adel and Greenfield. Headquarters, 408
Flynn Block, Des Moines. Capital stock authorized, $7,500,-
000; issued, $100,000. Bonds authorized, $3,000,000. Offi-
cers: Robert Pilmer, Norwalk, president; H. A. Smith, Des
Moines, secretary; T. F. Flynn, Des Moines, general man-
ager; F. N. Carrs, Des Moines, chief engineer. [E. R. J.,
Nov. 13, '09.] ]

Waterloo, Cedar Falls & Northern Railway, Waterloo,
Yowa.—It is officially announced that during 1910 this com-
pany will construct 25 miles of new track. T. E. Rust, pur-
chasing agent.

Atchinson Railway Light & Power Company, Atchinson,
Kan.—During 1970, this company will build 3% miles of
new track. J. W. Waggener, general manager.

Louisville, Lincoln Farm & Mammoth Cave Traction
Company, Glasgow, Ky.—It is stated that this company has
surveys partly made and has partly financed its line. The
company proposes to build from Glasgow, via Buffalo, to
Hodgenville, Ky., and from Glasgow to Mammoth Cave, a
distance of 60 miles. Charles Van-Den-Burgh, promoter.
[E. R. J., Oct. 9, '09.]

Frederick (Md.) Railway.—It is announced that this com-
pany, which is a consolidation of the Frederick & Middle-
town Railway, the Washington, Fredericksburg & Gettys-
burg Railway and the Jefferson & Braddock Heights Rail-
way, will build a number of extensions. The first extension
will probably be to Brunswick. A line from Jefferson to
Brunswick has been surveyed, and the construction of this
section, 7 miles long, may be commenced next season. The
extension of the Washington, Frederick & Gettysburg
Railway is also in view. This road is now in operation be-
tween Frederick and Thurmont, a distance of 17 miles, as a
steam railway. Its extension through Emmitsburg to Get-
tysburg, Pa., is contemplated. At Gettysburg important
connecticns with lines in southern Pennsylvania are in sight
which may eventually connect Frederick with York, Lan-
caster and Harrisburg.

St. Louis, Webster & Valley Park Railway, St. Louis,
Mo.—W. C. Riffert, Harrisburg, Pa., secretary, is quoted as
saying that construction work on this 17-mile railway has
been discontinued until spring. It will traverse the old
World’s Fair Grounds at St. Louis. Twelve miles of the
line will be double tracked.

*Kalispell, Mont.—E. F. Wheaton and George W.
Mathews, Cleveland, Ohio, are said to be promoting a sys-
tem of electric railways radiating through the Flathead
Valley. It also is proposed to run a line from Kalispell into
the Flathead Reservation.

Coney Island & Brooklyn Railroad, Brooklyn, N. Y.—
The Board of Estimate and Apportionment has approved
the plan of this company to park Coney Island Avenue from
the Park Circle, Brooklyn, to Coney Island, a distance of
about 5 miles. The tracks of the company are now at the
side of the street. The cost of the work is estimated at
$300,000.
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Albany Southern Railroad, Hudson, N. Y.—This com-
pany is receiving bids through J. G. White & Company, 43
Exchange Place, New York, for 1800 tons of heavy section
rails, deliveries to be made at Rensselaer. The company is
also receiving bids for six small bridges requiring 150 tons
of steel.

Lima & Honeoye Electric Light & Railroad Company,
Lima, N. Y.—About 49 miles of new track will be built
by this company during 1910. The new line will pass
through Richmond Mills, Honeoye and Atlanta, Rush and
Henrietta. E. D. Watkins, chief engineer.

Metropolitan Street Railway, New York, N. Y.—Judge
Lacombe of the United States Circuit Court has authorized
Receivers Joline and Robinson of this company to construct
a double-track street railway on Canal Street between
Centre Street and the Bowery. This permit gives the com-
pany access to the new Manhattan Bridge.

Toledo Urban & Interurban Railway, Toledo, Ohio.—It is
announced that during 1910 this company will construct 32
miles of new line. C. F. Smith, purchasing agent.

Arbuckle & Western Railroad, Ardmore, Okla.—The
EvLecTrIic RarLwAy JOURNAL is advised that this company
has been organized to build a railway, to be operated by
steam and electricity, from Ardmore to Chickasha and Co-
manche. Incorporation papers will be filed within the next
few weeks. It is the intention to begin the preliminary
work about Jan. 1. Oscar Ayres, Ardmore, is interested.
[E. R. J., Oct. 30, '09.]

Shawnee (Okla.) Electric Railway.—This company has
awarded a contract to J. B. Taylor & Company, New York,
N. Y., for the building of its proposed electric railway be-
tween Oklahoma City and Shawnee. The line will be about
38 miles long and will also connect Dale, McLoud, Harrah
and Choctaw City. C. T. Edwards, president. [E. R. J,
June 12, ’009.]

Altoona & Logan Valley Electric Railway, Altoona, Pa.—
It is stated that this company is about to begin the con-
struction of a new line from Mineral Point to Ebensburg.
The company is also preparing to rebuild the line between
Bellwood and Tipton.

Delaware County & Philadelphia Electric Railroad,
Clifton Heights, Pa.—This company proposes to construct
10 miles of new track during 1910. Fred Haas, pur-
chasing agent.

Irwin-Herminie Traction Company, Herminie, Pa.—This
company will construct a 350-ft. steel bridge on its line,
which will soon be built, between Hahntown and Irwin, 1
mile. At present the company is operating from Herminie
to Hahntown.

Pheenixville, Valley Forge & Stafford Street Railway,
Pheenixville, Pa.—Thomas E. O’Connell writes that this
company has been chartered for the purpose of build-
ing a 10-mile electric railway from Pheenixville to
Strafford, which is the terminus of the Philadelphia & West-
ern Railroad’s third-rail system. By the completion of this
new line direct electric connection will be possible from
Pheenixville to Philadelphia, The line will also pass
through Valley Forge, William’s Corner and King of Prus-
sia. Later it is planned to extend to Bridgeport and Norris-
town. Application has been made for a charter, and as soon
as it is granted the company proposes to start construction.
A power plant and repair shop will be built at Valley Forge.
Power will be furnished to towns along the route. Capital
stock authorized, $60.,000; issued, $20,000. Officers: Thos.
E. O’Connell, West Chester, president, general manager and
purchasing agent; I. E. Miller, Pheenixville, secretary; A.
W. Kley, Pheenixville, treasurer; Nathan R. Rambo, West
Chester, chief engineer. [E. R. J., Dec. 11, ’09.]

Scranton (Pa.) Railway.—About 5 miles of new track
will be built by this company during 1910. W. J. Mulhol-
land, purchasing agent.

Stroudsburg & Water Gap Street Railway, Stroudsburg,
Pa.—It is officially stated that this company will build 5%
miles of new track in 1gro. Frank McCoy, purchasing
agent.

Memphis (Tenn.) Street Railway.—This company will
l)l}:]rl about 2 miles of new track during 1910. T. I, Tut-
wilcr, general manager.

Richmond & Henrico Railway, Richmond, Va.—Applica-
tion was made to the Law of EEquity Conrt on Dec. 13 by
certain creditors of the Richmond & Henrico Railway for
thc appointment of a receiver for the property. [IL. R. J,,
Nov. 6, ’00.]

Richmond & Chesapeake Bay Railway, Richmond, Va.—
The State Corporation Commission has issiied an amend-
ment to the charter of this company, permitting it to cx-
tend its railway from its present terminns at Ashland to
the south hank of the Potomac River.
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Seattle-Tacoma Short Line Railway, Tacoma, Wash.—
This company announces that it is preparing to begin work
about Jan. 20 on its proposed interurban railway between
Seattle and Tacoma, 65 miles. The company intends to
install both the overhead trolley system and gasoline
motor cars on its line. Power to operate the electric cars
will be purchased. Contractors, Felt & Eastman, 6 Bowes
Building, Tacoma, which is also the headquarters of the
company. A. E. Rothermel, Tacoma, secretary. [E. R. J.,
June 12, ’09.]

Thunder Creek Transportation & Smelting Company,
Tacoma, Wash.—A. M. Richards, president, writes that
work will be started next spring on its projected 150-mile
electric railway which is to connect cities and towns of
northern central Washington and Puget Sound. Plans are
about complete for the consolidation of this company with
the North Coast Mining & Milling Company, and the ab-
sorption of certain other properties, now under active de-
velopment, into a new corporation known as the Skagit,
Cascade & Chelan Railway, with offices in the Bankers’ Trust
Building, Tacoma, and with a capitalization of $25,000.000.
Announcement of this new company and its amplified plans
vgll be]made during the next few weeks. [E. R. J., Oct.
16, ’o09.

Milwaukee Western Electric Railway, Milwaukee, Wis.—
This company is said to have awarded a contract to P. F.
Murphy to grade the right of way for its proposed railway
from Beaver Dam to Milwaukee, 76 miles.

SHOPS AND BUILDINGS

San Diego (Cal.) Electric Railway.—This company has
awarded a contract to R. P. Shields & Son for the erection
of a new car house to be located at M Street and Fifteenth
Street. The building will be 195 ft. x 270 ft. and will have
a capacity of 100 cars. It is estimated to cost $100,000.
[E. R. J., Aug. 21, ’09.]

Boise & Interurban Railroad, Boise, Idaho.—This com-
pany expects to begin work next year on a new passenger
and freight station at Seventh Street and Bannock Street.
It will cover an area of 122 ft. x 100 ft.,, will be two stories
high and will be constructed of reinforced concrete, brick
and stone. It is the intention to add two stories to the
building later.

Chicago & Joliet Electric Railway, Joliet, I1L.—This com-
pany plans to erect a fire-proof car house at the southwest
corner of Archer Avenue and Center Street, Summit. The
company has not as yet prepared any plans, but it is prob-
able that the building will be built of reinforced concrete.
The storage capacity is to be from 15 to 20 cars.

Illinois Traction System, Peoria, Ill.—The freight house
of this company, located in East St. Louis, was destroyed by
fire on Dec. 10. The structure was one story high and 100
ft. x 100 ft. in size. The damage is said to have been $4,500.

Peoria Railway Terminal Company, Peoria, IlL.—This
company is said to be considering the erection_of a new car
house and shops at South Bartonville to replace the build-
ings which were destroyed by fire in October. The new
structure is estimated to cost about $20,000.

South Bethlehem & Saucon Street Railway, Bethlehem,
Pa.—This company will build a new concrete and steel car
house at Bethlehem. Benedict Birkel, South Bethlehem.
contractor. ’

Pittsburgh (Pa.) Railways.—This company has let a cori-
tract to D. T. Riffle to erect a second-story addition to its
present office building at Frankstown Avenue and Collier
Street, near which is located the Homewood car house.
This addition will be 20 ft. x 216 ft. in size and is being
erected for the use of its employees. It will contain dress-
ing rooms, shower baths and a gymnasium. The addition
is estimated to cost about $12,000.

Port Arthur (Tex.) Traction Company.—This company
is preparing plans for thc erection of a new car house in:
Port Arthur, to be 113 ft. x 77 ft. in size.

POWER HOUSES AND SUBSTATIONS

Indianapolis, New Castle & Toledo Electric Railway,
New Castle, Ind.—This company has purchased and is in-
stalling two 1500-kw horizontal G. E. turbines in its New
Castle power station. The plant will be in operation Jan. 1.
Machinery has also been delivered for installation in three
substations along the company’s line which is to be placed
in opcration on Jan. 1.

Mount Vernon Railway & Light Company, Mount Ver-
non, Ohio.—It is statcd that this company is considering
plans for the erection of a new power station and improve-
ments to its present plant.

AMUSEMENT PARKS

A. L. Salisbury, Oriskany, N. Y., desires to purchase one
sccond-liand miniatnre railroad.
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ROLLING STOCK

Rome Railway & Lighkt Company, Rome, Ga., will order
two closed cars next year.

Longview & Junction Street Railway, Longview, Tex.,
will order two small electric cars early next spring.

Oklahoma Union Traction Company, Tulsa, Okla., ex-
pects to buy several new cars during 1910.

Lynchburg Traction & Light Company, Lynchburg, Va.,
will probably buy four double-truck cars early next year.

Oxford, Cochranville & Parkersburg Electric Railway,
Oxford, Pa., expects to buy an entire outfit of rolling stock
next year.

Mexico, Santa Fé & Perry Traction Company, Mexico,
Mo., expects to buy complete passenger and freight equip-
ment during 19I10.

Dayton & Troy Electric Railway, Dayton, Ohio, has pur-
chased four flat cars from the Hicks Locomotive & Car
Works, Chicago, Tl

Ottumwa Railway & Light Company, Ottumwa, Ia., re-
cently rebuilt in its own shops three of its single-truck
closed cars for city service.

Hocking-Sunday Creek Traction Company, Nelsonville,
Ohio, is considering the purchase next year of two 57-ft.
double-truck McKeen motor cars.

Minneapolis, St. Paul, Rochester & Dubuque Electric
Traction Company, aneapolls Minn., expects to buy
complete rolling stock equipment for a 109-mile road.

Honolulu Rapid Transit & Land Company, Honolulu,
Hawaii, is contemplating the purchase before the end of
this year of 10 open cars to have a seating capacity of 6o.

Union Street Railway, New Bedford, Mass., has ordered
12 double-truck cars from the Bradley Car Works, Worces-
ter, Mass., to be mounted on Standard Motor Truck Com-
pany’s type o-50 trucks.

Columbia Electric Street Railway, Light & Power Com-
pany, Columbia, S. C.,, reported in the Erectric Ramwway
JourNAL of Dec. 18, 1909, as having adopted the pay-as-you-
enter system, will buy two pay-as-you-enter cars in the
near future.

Indianapolis, New Castle & Toledo Electric Railway,
New Castle, Ind., mentioned in the KEvLecTRIC RAILWAY
JourNaL of Oct. 23, 1909, as having purchased a number of
cars from the Jewett Car Company will have six new pas-
senger and one motor freight car delivered to them very
soon. The passenger cars are 65 ft. long and have three
compartments for baggage, smokers and passengers.

Illinois Traction System, Peoria, Ill.,, has placed an order
with the MecGuire-Cummings Manufacturing Company.
Chicago, Ill, for four combination express and smoking
cars, four motor and 32 trail express cars, and one double-
truck standard sweeper. The contemplated purchase of the
above equipment was mentioned in the ELEcTRIC RAILwAY
JournaL of Oct. 30, 1909, and Nov. 27, 1900.

Saginaw & Flint Railway, Saginaw, Mich., mentioned in
the EvLecTric RAarLway JournNaL of Nov. 27, 1909, as being
in the market for two passenger and one express cars, has
placed an order with the Niles Car & Manufacturing Com-
pany for two 51-ft. interurban passenger cars and one 50-ft.
interurban baggage car, all to be mounted on Baldwin
Class 78-235 trucks.

TRADE NOTES

United States Electric Company, New York, N. Y., has
moved from g5 William Street to 284 Pearl Street.

Power Specialty Company, New York, N. Y., announces
the removal of its Boston office to 1031 State Mutual Build-
ing, 50 Congress Street.

Harrison Engineering Company, New York, N. Y., has
installed a unique heating system in the Claire Avenue car
house of the Toronto & York Radial Railway. It consists
of an air-tube heater which resembles a sectional water-
tube boiler and a fan for forcing the heated air through the
distributing pipes.

H. W. Johns-Manville Company, New York, has appoint-
ed H. H. Seaman. assistant manager of its New York
electrical department. For seven years, Mr. Seaman was
associated with the Electric Storage Battery Company at
Philadelphia, Detroit and Cleveland, and for the past two
years has been manager of that company’s Atlanta office.

Lord Electric Company, New York, N. Y., placed on the
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market only a few months ago a device known as Hydro-
Ground, for grounding telephone and telegraph, electric
light, power and railway circuits, One large company
which tried a few of these grounding devices last summer
has recently placed an order for several hundred more in
order to equip all of its circuits.

Cameron Electrical Manufacturing Company, Ltd., An-
sonia, Conn., has recently opened an office in Cleveland to
take care of business in that city and adjommg territory.
The office is in the Electric Building and is in charge of
H. L. Schneider, whose long experience in this line of work
and whose extensive acquaintance with electric railway
men eminently fits him for this position.

W. C. Webster has resigned as sales manager of the New
York office of the Westinghouse Electric & Manufacturing
Company, and will be succeeded by Walter S. Rugg, who
has been connected with the general engineering depart-
ment of the company in charge of the sales department of
large lighting interests. Mr. Webster has been with the
Westinghouse Electric & Manufacturing Company for about
I2 years.

Allis-Chalmers Company, Milwaukee, Wis., has moved
its San Francisco office from 599 Mission Street to the
Byron Jackson Building, 160 Second Street, corner Natoma
Street. The territory is in charge of R. B. Elder, who has
been engaged in engineering on the Pacific Coast for the
past 14 yecars. A warehouse in San Francisco contains a
complete assortment of small machinery such as brakers,
motors, transformers and repair parts.

General Railway Signal Company, Rochester, N. Y., has
appointed H. M. Sperry sales manager, with office in Roch-
ester. The change is effective Jan. 1, 1910. Mr. Sperry has
had wide experience in railway engineering and signal work.
He was for 10 years connected with the Pennsylvania Rail-
road and later was appointed general agent of the Johnson
Railroad Signal Company. From 1899 to 1905 he served
as signal engineer and New York agent of the Union
Switch & Signal Company, during which time he prepared
the plans for the signal system installed in the New York
subway. Later he acted in the capacity of consulting sig-
nal engineer for the Hudson & Manhattan Railroad and
prepared plans for the entire signal system installed in the
tunnels of that company. Since February, 1906, Mr. Sperry
has been resident manager in New York for the General
Railway Signal Company.

ADVERTISING LITERATURE

Ford & Johnson Company, Chicago, Ill.,, has issued an
attractive folder illustrating and describing in detail the
car seats which it makes.

Frank Ridlon Company, Boston, Mass., has issued its
December list of new and second-hand electric motors,
generators and miscellaneous power-house machinery.

Ohio Brass Company, Mansfield, Ohio, prints in its
December Bulletin a description of the Cascade Tunnel
electrification and a continuation of the articles on the
plant of the company.

Chicago Concrete Machinery Company, Chicago, IIL,
illustrates representative types of concrete mixing and
handling machinery which it makes, in a small pamphlet
entitled “Success Winning Machinery ”

Cincinnati Milling Machine Company, Cincinnati, Ohio,
has issued a handsome illustrated catalog of its complete
line of horizontal and vertical plain and universal type
milling machines and attachments.

General Electric Company, Schenectady, N. Y., in Bulle-
tin 4705, discusses the application of Curtis turbines of the
low and mixed pressure types to condensmg and non-con-
densing installations of reciprocating engines.

Graphlte Lubricating Company, Bound Brook, N. J., is
distributing a circular containing an apt gquotation from
Sherlock Holme: which points out the value of specialized
knowledge. Knowledge of machinery bearings as a result
of 2o years’ experience is the specialty of th:% company.

NEW PUBLICATION

Proceedings of the Master Car Builders’ Association, Con-
vention of 1909. J. W. Taylor, Secretary: Chicago,
300 Old Colony Building. Cloth, 674 pages.

This is the 43d volume of the Proceedmgs and is uniform
with those issued in previous years. The sheets showing
the standards and recommended practice of the association
have been redrawn and rearranged in a more logical order.
The complete text of the explanatory matter accompanying
the drawings of the standards is printed in the body of the
book, together with the rules of interchange as revised at
the last convention.
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