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Reviewing National Convention Reports at a State Meeting 

A commendable feature of the quarterly meeting of the 

Street Railway Association of the State of New York held this 

week in Syracuse was the review of several reports made by 

committees at the last convention of the American Electri c R ail

way Association. Thus Mr. French contributed an excellent 

synopsis of the report of the committee on way matters, 

Mr. Schreiber presented some interesting comments on cer

tain points brought up in the same report, while Mr. Harvie 

discussed the work of the Engineering Association's com

mittee on car equipment. The talks on the training of trans

portation employees also had a close bearing on the work cione 

along this line of endeavor at A tlantic City in 19IO. Those 

who a re familiar with the hurly-bu rly inseparable from a big 

convention will app reciate how much more can be got out 

of the papers and report s there presented if they can be re

viewed in the more informal surroundings of a local association 

meeting. This practice has the further merit of bringing out 

the sentiments of many important operators who could not at

tend the national convention, so that the different committee 

members are made better acquainted with the general trend 

of opinion on the subject which has been assigned to them. 

Through R.ates and Joint Routes in New York City 

The accep tance by the receivers of the Metropolitan Street 

Railway of the terms of the order requiring the company to ex

change transfers with the Fifty-ninth Street crosstown line in

dicates their desire to meet a public need in a liberal spirit. 

The concession is mainly one of principle. No one can seriously 

claim that the 8-cent and the IO-cent fare to be charged for a 

ride, with one or two transfers respectively , over the lines of the 

:Metropolitan Street Railway and of the Central Park, North 

& East River Railroad is not an adequate charge compared 

with the rate paid on other parts of the Metropolitan system. 

At the same time we can easily realize that the number of 

the ab uses practised with the present transfer system and the 

loss to the company which has followed its extension and 

illegitimate use have made the management dread th e estab

lishment of new transfer points. Another serious prob.lem is 

the proper division of the fare. Should it be shared equally, or 

should it be divided according to the average distance traveled 

per passenger on the joint transfer? These question s have an 

important bearing on future arrangements of the same kind. 

But it is equally true that the order sets the precedent of a 

charge for transfers, and of a still higher charge fo r a double 

transfe r. If the public becomes used to payi ng fo r the privi

lege of changing ca rs at Fifty -ninth Street it will not seem so 

strange to make the same payment for th e ext ra se rvi ce ren

dered when one changes cars at Twenty-third Street. or at 

Fourteenth Street, or at any other junction point. 
I 
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The Result of a Track Improvement 

A good track may justly be considered as the fo undation upon 

which the entire physica l well-being of a r a ilway is built. 

Everything in important betterments in the track structure is 

sure to make it3 influen'ce fe lt to advantage in m or e than one 

d irection. A striking proof o f this fact was offer ed rece ritly 

LESSONS FROM RECENT BATTERY CAR. DESIGN 

It is yet too early to prophesy whether the modern storage

battery ca r will fulfil all the promises made for it, but it will 

undoubtedly have at least a good effect on the general question 

of the design and power consumption of the standard trolley 

on a system where a branch of about 21 miles was overhauled car. This condition arises from the fact that the designers of 

by stra ightening out some bad curves, reballasting low spots, 

replacing batte red joints and otherwise improving the roadway. 

The immediate consequences wer e the r eduction o f the run

ning time from 90 minutes to 60 minutes, a nd o f the number 

o f ca r s r equired to oper ate t he schedul e fro m three to two. 

A nother and even m or e welcome r esult was an incr ease of 

33 1/3 per cent in the gross r eceipts. The annual saving in train

men 's wages a lone, conservatively estimated at say $2,500, would 

have paid 4 per cent inter est on an improvem ent loan of 

$62,500; but to this saving should be added that due to furni sh

ing power for and maintaining two car s on a good track in

stead of three on a bad one, not to speak o f the decr eased 

accident li ability. T he increase in r eceipts proves· how quickl y 

the public will take advantage of fas ter and better service, even 

on a road which seems to be getting all the business possible. 

T hus the wise expenditure made in this case to improve the 

t rac k not only produced a large r eduction in the ope r ating ex

penses, but by swelling the gross ea rnings with new busines3 

proved that the traffic on thi s particular line had not r eached 

its saturation point under the old conditions. 

A Greater Subway System 

Negotiations between the [nte rLorough Rapid Transit Com

pany and the New York P ublic Service Commission fo r the 

F irst District have crystalli zed into a proposal for sane, work

a ble ex tensions of the present subway system. The new plan 

over shadows in practi cal va lue the m odi fica tion of the pro

posed tri-borough subway offe red by P r esident McAdoo, of the 

Hudson & Manh attan Rail roa d. It wi ll affo rd, with the exist

ing subway, a system linking the fo ur borough s of Manh attan, 

Brooklyn, Q ueens and the Bron x and operated by the present 

company at a straight fare of five cents to a ny point. It prom

ises the long-needed re lief to the lower West Side and the 

upper East Side of lVIa nh attan I sland. T he capi tal. r equire

ments of the plan a re even mor e r eassu ring. Of the $128,-

000,000 estimated cost the company will furnish $75,000,000,. 

leaving $53,000,000 fo r the city to advance. That sum the city 

now has available fo r subw ay const ruction . The proposal a lso 

provides for the ex tension of the T hird Avenue elevated lin e 

a nd its equipment with a third track. T he details of the plan 

a r e now unde rgoing analysis by the r epresentatives of the 

publi c regulating bodies , and if they r eceive the same com

mendation which is being acco rded to the general features it 

a ppears as if th e city and the company, after years o f vexa

tious delay, will make a deal. The statement of M r . McAdoo 

that his o ff er would be withdrawn on Dec. 15 may have hastened 

the completion of the Interborough proposition, and if that bP 

t he case he is entitled to the thanks of the community, fo r ac

t ion, and not delay, is the prime necessity in the solution of the 

t ransit problem in New York. If fai r terms to each interest are 

assured by the new plan and the extensions will be capable of 

operation as an independent system in the future , should the 

city so desi r e, we do not see that the argument in favor of 

competition at any pri ce is worth consideration. 

the accumulator car must give far m ore thought to problems of 

minimum weight and maximum power efficiency than those who 

deal with vehicles which r eceive power from a central station. 

If the two classes o f cars are compared with regard to weight 

it is evident that the self-contained car is handicapped by being 

obliged to carry a storage battery plus all the usual electrical 

equipment except the trolley base and pole. · Just what this 

means may be judged from the fact that in the very latest form 

of traction battery I lb. o f cell must be carried for every 19 

watt-hours output. To wipe out the difference in weight the 

designer has to depart radically from conventional standards. 

Thus, in a r ecent example the bold expedient has been adopted 

o f welding the entire car frame as a unit structure. By this 

means th e amount of steel is minimized because the different 

members co -operate most effectively in taking up all strains. 

The net result in this case is a completely equipped car weigh

ing about 725 lb. per passenger. This figure is a very reason

able one, indeed, in view of the fact that the battery alone 

weighs about 3250 lb., or Sr lb. per passenger. This weight 

per passenger compares very favorably with such light designs 

as the convertible prepayment cars of the Third Avenue Rail

road in New York, and it is 300 lb. to 500 lb. lighter per passen

ger than many cars operat ed ·in city service. 

These figures show that there is apparently no question that 

with a full welded frame the weight of cars can be appreciably 

reduced without a sacrifice in strength. It is doubtful, however, 

whether such a construction would not present some serious 

difficulties from a maintenance standpoint. It is not likely, for 

instance, that broken parts could be re-welded without a great 

deal o f costly stripping. Nevertheless, something might be 

gained by welding the floor framing and by substituting the 

lighter flat arch for the m onito r roof. The platforms also might 

be welded but still be attached to the end sills as usual. 

The possibilities of saving weight economically outside of the 

ca r bodies are m ore r emote. It is likely that for given stresse!I 

some alfoy steels could save a few pounds in trucks and axles. 

In axles, at least , the gain would not be g r eat enough to justify, 

in most cases, the abandonment of the standard diameters and 

the j ournal and gear dim ensions with which they are so inti

mately connected. The application of chrome-steel axles on the 

storage-battery car is no criterion, because this car is special in 

almost every respect. 

A nother field in which the storage-battery car has attained 

commendable results is that of maximum power efficiency per 

ton propelled. The splendid possibilities of anti-friction arma

ture and journal bearings have already been demonstrated in 

ordina ry trolley service by the recent work of the Philadelphia 

Rapid Transit Company; but the designers of the storage-bat

tery car have effected a still greater power saving by using 

roller-bearing wheels on non-revolving axles. So far this 

roller-bearing wheel has been applied only to the chain-drive 

transmission of one _particular car, but it can also be adapted to 

the standard forms of motor gearing. The application of anti

friction bearings and incidentally the use of high-efficiency tung-



DECEMBER IO, 1910.] ELECTRIC RAILWAY JOURNAL. 1137 

s ten lamps has kept the power consumption o f the storage

battery car down to approximately 45 watt hours per ton mil e. 

The significance of this figure may be appreciated from the fact 

t hat in A. B. Stitzer's article on "Car Tests in Philadelphia with 

Anti-Friction Bearings," published in th e ELECTRIC RAILWAY 

JouRNAL of Aug. 27, 1910, the ave rage ton-mil e power consump

tion with plain-bearing cars was r 38.2 watt hours fo r two-motor 

equipments a~d 151 watt hours for fo ur-motor equi pments. As 

both the storage-battery car and the Philadelphia cars were oper 

ated under city speed conditions, the higher power consumption 

o f the latter cannot be laid altogether to harder track and serv

ice requirements. In this conn ect ion it is interesting to consider 

that if all the power-saving features of the storage-battery 

-ca r could be duplicated in a t roll ey ca r, the net power consump

tion as measured a t the generatin g stat ion would be less for 

the trolley car, because the usual distributing losses a re far be

low the 30 per cent which is usually assum ed as a minimum of 

the energy lost in charging and discharging the battery. 

All in all, the storage battery advocates are r endering a 

valuable service to the electri c rai lway art in trying out such 

radical innovations in ca r design and power equipment as those 

described in the foregoing paragraphs. l t is quite probable that 

t he self-contained car will prove a boon on many lines where 

traffic is so light or irregular as not to warrant the in sta ll ation 

.o f a system of direct sup ply. 

THE INDUCEMENTS TO CAPITAL F.IFTY YEARS AGO 

An editorial reviewing the decision in which the New York 

P ubli c Service Commi ssion for th e Fi rs t District rejected the 

second plan fo r reorganization of the Third Avenue Rail

road was published in the issue of th e ELECTRIC RAILWAY 

JouRNAL for Oct. 1, 1910. Vv e commented then incidentally 

upon the statement of the commission that dividends of 6 per 

cent, 7 per cent or 8 per cent probably could have b~en cle.-!ared 

from the beginning and yet enough accumulated to write off the 

old horse-car and cable roads that have di sappeared. It is clear, 

.as we stated, that such dividend s were below the going r ates 

fo r money in the early days. For the sake of histor ical ac

•c uracy, we have searched the r ecords of the yea r s nearest to 

those in w hi ch the company was incorporated and its initial 

opening took place. 

According to the decision of the commission, the Third Ave-

11ue Rai lroad Company was incorporated on Oct. 8, 1853. How 

soon after that the operation of the road was started we do 

not know, but it is probable that no g reat period of delay oc

curred. W e found a statement of ea rnings for 1857. The 

facts which follow respecting money rates and the terms of 

sale of rai lroad, municipal and State bonds and of discount 

of commercial paper during the period 1853-59 are taken from 

the fi les of Hunt's Merchant Maga:::i11e a11d Commercial Review, 

later absorbed hy the Co 111111crcial a11d Fi1ia11cial Chro11icle. 

fn J anuary, 1854, the money market in Boston, New York 

and P hil adelphia was reviewed as fo llows: "The va lue of 

•Capital as shown hy the street rates for prime busin ess pape r 

is about 9 per cent or 10 per cent per annum, and at thi s rate 

large amounts can he readily obtained. Confide nce, however, is 

not fully establi shed, and second or third class securities are al -

phia and Baltimore at 9@ 12 per cent per annum. In March 

of the same year part of th e time borrowers in Cincinnati 

were charged ·at th e rate of I¼ per cent to 2¼ per cent a 

month. In April the r at es for prime paper in leading cities 

we re IO per cent to 12 per cent. On May TO, 1854, the New 

Yo rk & Harlem Railroad Company so ld $1,700,000 of 7 per cent 

first mortgage bonds at an ave rage price of 93¾. 

In 1855 the tendency o f commercial paper rates appears to 

have been a little easier. Savings banks of st rength and good 

standing, wh ich are doing business still, paid 4 per cent, 5 pe r 

cen t and 6 per cent interest on deposits. About the middle of 

the year 1855 the Central Railroad of New Jersey "bo rrowed" to 

expend on the road $1,500,000 upon 7 per cent bonds at 85. ln 

May, 1856, the sale was reported o f $1,600,000 of New York City 

6 per cent stock maturing in three years at par and a fraction. 

Several months later th e Burlington & Missouri River Rail

road, now a part of the Chicago, Burlington & Quincy Rail

road system. sold $250,000 of 8 per cent bonds a.t 85. The 

range on two railroad bonds in the Boston market during 1856 

was as fo llows: Illinois Cent ral 7s, cl ue in 1875, from 83 to 97; 

Michigan Central 8s, due in 1869, from 99 to 102. In 1858 United 

States Government notes were sold on about a 4¼ per cent in

terest basis. New Yo rk City sold in March , 1859, $374,000 of 6 

per cent bonds redeemable in 1887 at IOI to 102. 

O th er instances without number might be given, but these 

are enough to support our statement. Capital was scarce and 

in clemancl for enterpri ses of every character, investment and 

speculative. T he unavai labili ty of capital fo r new enter

prises was more disturbing than the prices exacted by the 

owners of funds. The gist of the real point which the com

mission assumes is at issue in this part of it s opinion is not , 

however, what the company paid for its first capital, but "what 

might have been." It may be observed that the commission, 

although suggesting, commits itself very guardedly in exp res

sing an opinion. Thus it says: " I f from the beginning a r eason

ab le amount as depreciation had been set aside out of ea rnings to 

take care of the various changes which have taken place, if 
the company had been conservatively financed and expendi

tures carefully watched, it is probably true that dividends of 

6 per cent, 7 per cent or 8 per cent could have been declared 

and yet a sufficient amount have been accum ul ated to write off 

the old horse-car and cable roads that have disappeared.'' 

A lthough it is not a sli ght thing, we may ignore the dis

crepancy between 6 per cent and 8 per cent. Two per cent 

annually for 50 years, without compou11cliug the interest. is roo 

pe r cent ; or for 25 years it is 50 per cent. 

U nl ess the commission had facts with which to justify it

self beyond peradventure, it might better, instead of hes itating 

in it s conclusions, have withhe ld them altogether. T he treat

ment of this sub j ect tends to show that if fo resigH had only 

been equa l to hindsight all would ha\' e been well with the 

Third Avenue Rail road system, its security holders and the 

publi c. \Ne agree that it wou ld have been easier for every

body conce rned in this late clay if those who first cnntrolled 

the property had not only foreseen that the horse wo uld pass 

and the cable would pass and electricity would cnme, hut had 

also regulated th eir acco unts and profits accnrdingly. But if 

most unsalalil e. Even rail road bond s of th e better class, if the early in ves tors or speculato rs had foreseen the destruction 

not strictly ratabl e as prime, are negotiated with difficulty." and substitution of motiv e power, who can say whether they 

One month later it was sta ted that loan s had been negotiated would have been willing to advance fm1ds for any hut a bra11d 

read ily outside of the hanks in 11osto11, :'\ cw York, Phi lad el- new electric rail way system ? 
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NEW SHOPS OF UTAH LIGHT & RAILWAY COMPANY 

Since the control of the Utah Light & Railway Company 
passed to the Harriman interests abou t fo ur yea rs ago, some 
extensive construction and rehabilitation work has been carried 
en in connection with the company's railway property as well 
as it s light and power departments. In the convention issue of 
the ELECTRIC RAILWAY JouRNAL for Oct. 2, 1909, an extensive 
account was given of the improvements completed and under 

D 
D 
D 
D 

The new shops that are now nearing completion are located 
oti the northwest quarter o f the block, track connections being 
furnished by means of the ladder tracks leading from the west 
end of the car house to Fifth South Street, while the ladder on 
the east side of the grounds is connected by a spur leading to 
the east end of the transfer fable pit. There are two principal 
shop buildings, the northerly one containing the storehouse, 
paint shop and carpenter shop. The southerly building contains 
the blacksmith shop and foundry and the machine shop. Between 

l 
-l T r-----1 

I 

Heiulorc ed 
Concrete Lintel 

Rollin g 
Steel Door 

"Salt Lake Shops-Transverse Section-Machine Shop and Blacksmith Shop 

way at that time. The company's new car house under con
struction was then described, and this article has fo r its object 
some furth er reference to the car house and an account of the 
shops now being erected. 

The site on which the car house and shop buildings stand 
consists of an entire city block loca_ted between Fifth South 
and Sixth South Streets and Sixth East and Seventh East 
Streets, a little over a mi le southeast from th e comme rcial cen
te r of the city. The block is 680 ft. square and has a general 
slope of r per cent toward the ,vest, thus providing excell ent 
dr ainage. The new car house, 430 ft. long x 229 ft. wide, is 
placed on the south half of the property, and, as previously 
described, is connected at both ends by tracks leading to the 
ra il way lines on Fifth South and Seventh East Streets. The 
architectural treatment is of the California Spanish Mission 
type, pr-:!senting a very pleasing appearance for so utilitarian 
a building. 

th e two buildings is the transfer table pit, 50 ft. wide and 288 ft. 
in length, extending beyond the buildings at either end. The 
table operates on four 40-lb. rail s, placed r8 in. below the yard 
trackage on 12-in. concrete walls spaced 16 ft. 1 in. center to 
center. A 6-in. gravel fill covers the entire pit. 

CARPENTER SHOP 

The carpenter shop building is 200 ft. 9 in. long x 120 ft. 
wide. The storehouse occupi es 51 ft . 3 in. of the w<;st end of 
the building, the paint shop 67 ft. 7½ in. o f the east end and the 
carpenter shop the central portion, Sr ft. ro½ in., the length of 
each shop being the width of the building, 120 ft. The con
struction consists of 17-in. brick walls resting on 27-in. con
crete fo undation walls, with 21-in. brick pilasters carrying the 
steel trusses of the roof. The two divi sion walls are of solid 
brick 17 in. thick, with no openings except one 3 ft. wide be
tween the paint and carpenter shops, protected by means of a 
ro lling steel door. 

Salt Lake Shops-Transverse Section-Carpenter Shop, Paint Shop and Storehouse 

A feature of this car house is the elaborate system of fire 
1rotection installed. For general protection purposes four 

b;:,rinkler mains are run under the roof in each of the four 
bays, one directly over each track. There are al so six lines of 
aisle sprinklers in each four-track bay, all supplied from a 
50,000-gal. tank. The tracks at the west end of the car house 
are on grade, so that the cars can be run· out by gravity if 
necessary. A low insurance rate has been obtained. 

The storehouse has a gallery 16 ft. wide extending around all 
four sides, having a central court rs ft. II in. high in the clear 
between floor and bottom of the roof trusses. In the south
west corner of the main floor, under the gallery, is partitioned 
off the storekeeper's office, 16 ft. square. In the northwest 
corner is the lineman's room, 16 ft. x 20 ft. The partition in 
each case is of metal lath with cement plaster. A basement 
9 ft. 6 in. high under the floor shop is provided under the 
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entire storehouse. A ll floors are of -concr ete and steel frame 
construction. Along the entire west side of the storehouse is 
an 8-ft. p latfo rm with concrete floor 3 ft. 9 in. above grade and 
level with the storehouse main floor. A track a longside the 
platform and also a wagon roadway permit ready unloading of 

the shop, the remaining half of the room v, ith a 28-ft. ga llery 
over the northern end be ing left for woodworkina machines 
workbenches, etc. The fo ur paint shop tracks arc c:rried bacl: 
90 ft., each track hav ing a wash rack g rating installed in four 
removable sections 12 ft. 6 in. long. At the south end of each 

l~------~=-==--~ -::~_-___ l,., -=--=--=-"====: ____ ...___'i", =--=--=---=--=---..:::.. , _ ____ -~ J. ~ -J I l 
- - - - - - ~-------- 1. __ __ -2 \ --t_-_-:_=:. --------L-:_·:::::::.=_~ 

2- 35 Lb. Rails for Rei nforce men~. Electric Ry. Journal 

Salt Lake Shops-East Elevation-Carpenter Shop, Paint Shop and Storehouse 

supplies. while a runway to grade 5 ft. wide at the sou thwest 
corner of the building permits trucking of heavy stores from 
the storehouse. E ntralice fr om the platform is afforded by 
two rolling steel doors 6 ft. l l in. high and IO ft. 6 in. wide. 

track is an 18-in. sand trap with dra in to sewer. Across the 
northern end o f the paint shop extend s an 18-ft. ga ll ery. Each 
track opening is 12 ft. ..i½ in. wide x 19 ft. high and is pro
tected by a Kinnear steel ro lling door. Both carpenter and 

Concrete Coping 

Salt Lake Shops-East Elevation-Machine Shop and Blacksmith Shop 

An awning covered with metal Spanish ti le covers the entire 
platform. As a protection from teams and trucking, the plat
form has a 4-in. x 4-in. angle-iron edge, and on the face of 
the platform wall, 22 in. above grade, is bolted an 8-in. x IO

in. fender. A freight elevator with plat form 6 ft. x 8 ft. 6 in. 
serves the storehouse from basement to gallery. At the south-

paint shops have concrete fl oors, their elevation being at grade 
or 3 ft. 9 in. below that of the storehouse. 

MA CHINE ANll BLA CKSMITH• SHOP 

The machine and blacksmith shop building is 217 ft. 1¼ in. 
long x 140 ft. wide. The western end, 51 ft. 3 in. x 140 ft., 
1s given up to the blacksmith shop and fo undry and has one 
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Salt Lake Shops-West Elevation-Carpenter Shop, Paint Shop and Storehouse 

east corner of the sto rehouse ar e a counter and employees' en
trc'.nce for dispensing stores and supplies. 

The carpenter and paint shops are each provided with tracks 
connecting at the south end with the transfer pit. The five 
tracks of the carpenter shop a re carried only to the center of 

track extending back from the entrance a distance of 85 ft. 
Dividing this shop from the machine shop is a 17-in. brick fire 
wall, which has two IO-ft. openings, one being equipped with a 
rolling steel door. The machine shop is a single room 140 ft. 
x 165 ft. IO¼ in. It has IO tracks for !he transfer pit, extend-
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ing back a di stance of 85 ft. from the entrances, with the excep• 
tion of th e one on the west end, which run s wit hin 15 ft. o f the 
rear wall. N ine of these tracks are provided with pits 75 ft. 
in length, eight of which have, midway between their ends, a 
32-ft. car hoist. The hoisting members of the latter consist of 

In the southeast co rner of the mac hine shop is partitioned 
off a tool room 32 ft. long x 15 ft. 6 in. wide, an office for 
th e ma ster m echanic being located dir ectly over. The entire 
southern side of the m ac hine shop will be utili zed for m ac hine 
loo ls and mac hining operat ion s. 

Chute from Bucko t Elerator 

~"/ ,:o, 
Section on L ine _\ - 1\. 

Salt Lake Sho:ps-Plan of Sand House 

12-111. I-beams, Jr ½ lb . per foot, spaced 9 ft. 6 in. center to 
center. F or the length of the hoists the space between pit s is 
open, -supports for the hoists being providt:d by 12- in . x rS-in. 

S<"ction 'through Sumn 

A RCHITECTURE 

As in th e case of the car house, the shop buildings are de
signed in th e Cali fornia Spanish M ission style. Red pressed 

:"~::~;2; • .,~f ~lr 
l'ipe hllers --'1 

Elevation of Sump Cover Section through Gutter 
Electric R y. J ournal 

Salt Lake Shops-Details of Pits in Machine Shops 

rein forced concrete posts and 30-in. x 12-in. cross beams, also 
of concrete. At the ends of the pits solid wall s carry the track, 
the pits being 4 ft. 6 in. deep x 3 ft. 9 · in. wide. Outside of 
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brick is used for the exterior with concrete lintels, si lls and 
copings. The roofs are of 3-in. concrete slab covered with 
magnesia roofing, and are supported on steel trusses, which 
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Salt Lake Shops-Details of Pits in Machine Shop 
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the tracks the pits are 21 in. wide x 15 in. deep. The floors 
of the pits drain to 6-in. gutters, which lead into a sump and 
sewer. A 6-in. concrete floor covers the en tire machine shop. 

di vicle th e buildin gs into longitudinal bays, two in the case of 
the ca rpenter shop and thr ee in the machine shop. In each 
u~1ilcli11g a clear height under the roof trnsses of 19 ft. 8 in. is 
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provided. Special attention has been given in the case of the 
shops, as in the car house, to keeping the insurance risk down by 
providing fire walls, iron stairs, concrete floors and roofs, Kin
near steel rolling doors for all openings, metal lockers for the 
workmen, etc. The buildings are all heated from a central 
boiler house by means of a hot-water system built according to 
designs of J esse C. Coogan, Milwaukee. 

The company's monogram, cast in concrete, 6 ft. x 6 ft. in 
size, is set in the end walls of the buildings, adding to the gen
eral decorative t reatment. 

SAND HOUSE 

Since the original plans for the car shops were drawn a very 
important addition has been made, consisting of a sand house, 
that is now nearing completion. This is located in a building 
by itself 55 ft. 6 in. long x 38 ft. 9 in. wide, located east of' the 
machine shop and convenient to the car house. Fresh sand will 
be received at one end of the building in a 9-ft. x 20-ft. bin, 
from which it will be carried by means of a bucket elevator to 
two 8-in. half-round iron 'pipes th at discharge into two 5-ft. 
diameter sand dryers located in the drying room. From the 
dryers the sand is fed by hand into a hopper and is taken by 
means of another bucket elevator to a chutt! which di scharges 
into a revolving screen in the top of a 14-ft. x 18-ft. closed 
screened sand bin. 

The revolving screen discharges the screenings onto a chute. 
from which they drop into a separate bin whence they 
can be removed outside the buildings by means of another chute 
A maximum height of 12 ft. is provided for the screened sand, 
so that a capacity of over 3000 cu. ft. is thus obtained. Sand is 
drawn from the bin by means of four chutes and is sack ed and 
stored until needed. The storage fo.- s; eked sand will take 
care of over 6000 cu. ft. 

---➔••·•·---

EMERGENCY LIGHTING FOR INTERURBAN RAILWAY 
ROLLING STOCK 

A point in the lighting of interurban railway cars which has 
rece ived little attention is that of providing an emergency car
lighting service. It is decidedly annoying to have the entire 
car in darkness every time a gap in the third rail or overhead 
conductor is passed, when going over crossings and switches or 
through short tunnels in the daytime. A storage battery 
offer s a very simple means of ove rcoming this trouble. The 

CENTER-VESTIBULE STEEL CARS FOR THE OKLAHOMA 
RAILWAY COMPANY 

No better evidence could be presented of the rapid yet sub
stantial growth of Oklahoma and the progressiveness of its 
electric traction companies than the decision of the Oklahoma 
Railway Company to use steel ca rs fo r its long-haul city and 
suburban service. The cars operated are of the prepay-

Center-Vestibule Car-End-On View of Car in Operation 

ment center ent rance and exit type and therefore no plat
forms are used. Ten of these cars have been constructed by 
the Niles Car Company in accordance with the design made by 
the engineering department of the Oklahoma Railway Com
pany under the direction of W. A. Haller, former general 
manager. The first car of this type was placed in operation 
on Nov. 18 and proved an unqualified success as a prepayment 
car. The traveling public willingly co-operated in the intro
duction of the prepayment feature. 

Center-Vestibule Car-Side View of One of the Ten Steel Passenger Cars Recently Placed in Service by the Okla
homa Railway 

practice of one of the best high-speed lines in the East is to 
have one lamp in each of the five car clusters always in circuit 
with a storage battery. Even when the main-line current is 
cut off for an appreciable period, these battery lamps continue 
to burn, so that a car is never plunged into darkness. An emer
gency car-lighting system of this kind undoubtedly avoids many 
occas ions for alarm on the part of nervous passengers. It can 
also prove Ye ry effective in minimizing the danger of an acci
dent when, for one rea3on or another, the regular power sup
ply has suffered interruption. 

The principal purpose in adopting a steel car of this type 
was to attain the minimum dead weight per passenger con
sistent with strength. The latest gasoline-electric car built by 
the General Electric Company was considered so excellent an 
example of a light-weight design that it was used as a model 
with such modification s as were necessary to adapt it for use 
as a steel center-vestibule car for street railway service. The 
result is a car which, while seating 54 people, weighs only 
53,000 lb., or 981 lb. per passenger. J:he value of this light 
weight is apparent from the designer's estimate that the sav-
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ing in power consumption over a standard wooden car will 
be · nearly $500 a year. Thus, while the cars have . cost ap
proximately $7,000 each, or about $1,000 more than a wooden 
car, the power economy will s·oon offset the extra cost. 
Furthermore, as the car is stronger than one built of wood 
it should have a longer life, especially as the principal main-

I 
I 

I I 

: 6~8 lb.cl! 

provided at one end for the use of the motorman . The 
plan shows that both transverse and longitudinal seats are 
used. The former seats are of mahogany with verti cal 
square-spindle hacks, and the latter seats are also of the 
slat type . The seat arrangements in both compartlr, ents give 
wide aisles and ample space opposite the doors. 
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Center-Vestibule Car-Side and Bottom Framing 

'tenance required will Le merely the occasional painting of the 
framing and other parts subject to corrosion. It is believed that 
the use of th e steel car is specially favorable for dry inland 
-places like Oklahoma City. 

The general features of the car are shown in the accompany
ing floor plan and elevation. It will he observed that there are 

\1/hen the car is in operati on, passengers en ter the 36-in. 
middle opening by ascending two 13¼-in. steps and pass 
to the right or left after paying fare to th e conductor. 
The latter 1s located m the middle of the vestibule as 
indicated. One duplex register is placed above the conductor, 
hut th ere ar e no r egister rods or cords through the car proper. 

Electric Uu. Juurna f 

Center-Vestibule Car-Elevation and Plan, Showing Dimensions of All Exits and Entrances, Compartments, Etc. 

no plat fo rm s and that the car is di vided by a railed ce ntral 
area, 7 ft. 6 in. wide, with swinging door exits and entrances 
lead ing to a general passenger compartm ent on one end and a 
smoking compartment on the othet end. The general com
partment usually is the forward end o f the car, although oper
ation in either direction is possible. A n emergency door is 

The 27-in. exit doors· located on each sid e of the entrance rail 
ings permit passengers to lea ve the car from the separate corn 
partn~ents without any confu sio11 . Thi s arrangement prac
ti cally isolates the general and smoking co mpartments from 
each other and so insnres the ma ximum comfort to both classe~ 
o f pa ssengers. T he side entrance and ex it doors are pneu-
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mati cally opened and cont ro lled separately by the conductor, 
who is in a position to see all that transpires while people a1e 
entering or leaving. The compartment sliding doo rs are oper
a ted by hand by the passengers. Dividing r ailings are also 
provided to isolate th e mot orman. 

President A. H. Classen, Vice-president J.· \V. Shartel and 
A. J. Bemi s, o f J. G. White & Company, who is now manager 
of the company, ar e all fayorably impressed with the design 
of this car. T hey believe that there is no question that this type 
will in su re th e coll ection of even a greater percentage of the 
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Center-Vestibule Car-Half-Section of Roof and Other 
Details 

fa res than a standard prepayment car with platfo rm s, as it 
i~ simply impossibl e for passengers to ride anywhere except 
inside the car. One particular advantage over the platform 
prepayment cars is that the motorman can devote all his time 
to running the car, because he has 11 0 exit doors to operate. So 
far as the crew is concerned , the center-vestibule car is better 
than any full -vestibuled car, as it gives protecti on from the ele
ments a t all tim es. The only serious obj ection advanced is the 
problem of looking a ft er the trolley. In this respec t, however, 
the ca r 1s not at a much greater disadvantage than any plat
fo rm ca r with closed ve<;tibules. 

A ll of the stee l used in the construction of these cars is corn 
posed of standar d sectio ns. T he bottom framing compri ses 
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the spacing is fully 3 ft. on account o f the 27-in. entrance 
door. The sides of the car are sheathed with 1/16-in. steel 
and the end s with ½-in. steel. As shown on one of the 
detai l drawings, the window fram es and sash are of wood. 
T he doors and bulkheads are also of wood. The roof, as 
illustrated in the sectional drawing, is designed to provide 
for a long itudinal air space, 6 in. high, between the composite 
board headlining and the roof. This chamber is in com
munication with louvers at each end of the car and has outlets 
a t intervals throughout the car to secure the necessary air 
movement fo r Yentil ation in the regular passenger compart
ment, but the smoking room has Globe ventilators. The il
luminated 11umberii1g"· and routing signs of the Hunter type are 
incorpo rated in the ca r construction. Edwards trap-doors 
cover the openings 0Yer the steps when the latter are not in use. 

The principal dimensions of the cars are: Length over the 
buffers, 48 ft. 7% in.; face to face of sills, 47 ft. 7¾ in.; 
height over all, 8 ft. 9 in.; height from top of 6~in. continuou, 
drop sill to top of side posts, 6 ft. 2¼ in.; height from floor to 
center line of roof headlining, 7 ft. 8½ in. The body is 
mounted on two Standard C-50 trucks equipped with four 
Westinghouse No. 101-B 40-hp motors. Both air and hand 
brakes a re installed. 

---•♦·----

RAILWAY POWER SUPPLY BY A MASSACHUSETTS 
CENTRAL STATION 

Operating result s f? r the past year at Greenfield, Mass., fur
ni sh ev id ence that an electric railway load is a desirable addi
tion to the power business of a well-conducted central station. 
In this case the total power supply of the Connecticut Valley 
Street Railway Company is purchased from the local system 
of central -stati on se rvice. The connected railway load is 98o 
kw; the connected industrial · power load is 1313 kw, and the 
total connected load, including lighting services, 3406 kw. The 
total income of the Greenfield company for the year was $111,

S94, o f which the railway company contributed $39,385 and in
du strial electric moto r users $23,994. The railway company 
ope rated 47 miles of track and purchased 2,811,630 kw-hours 
fo r its se rvice at a cost of 1.4 ·cents per kw-hour. Other 
power use rs paid 2.5 cents per kw-hour, and the average in-

Center-Vestibule Car-Steel Cars in Various Stages of Construction 

a continuous drop sill passing all the way around the car 
and built up of 6 in. 8 lb. channels; two continuous longitudinal 
sills consisting of 8-in. 18-lb. I~beams; floor beams made up 
o f pairs of 2-in. x 2-in. x ¼-in. L 's and 1 3/16-in. plate; short 
4-in. 7.5-lb. I -beams from the longitudinal sills to the end sills. 
and two bolsters made up of L's and plates. The side framing 
is composed of 3-in. 5 5-lb. I-beams, which are spaced in 
most cases 2 ft. 3 in. or 2 ft. 41/s in. apart, but at the center 

come of the central station per kw-hour sold was 2.72 cents. 
The railway lo~d thus accounted for 62 per cent of the 

central-station power income, and 35 per cent of the total 
earnings. Although the connected railway load was 29 per 
cent of the total, the demand for its service was spread through 
the day sufficiently> to exert a powerful effect upon the load 
factor of the central station, which was 42.8 per cent for the 
year. The total generating capacity was 2850 kw. 
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DAYTON MEETING OF CENTRAL ELECTRIC RAILWAY 
ASSOCIATION 

The Central Electri c Railway Association held an interesting 
meeting at Dayton, Ohio, on Dec. I. Abont 75 railway and 
supply men took part in the discussions of several papers, which 
were read according to the program presented in an earli er issue 
of this paper. During the noon recess John F. Ohmer, president 
o f the Ohmer Fare Register Company, Dayton, Ohio, entertained 
at a luncheon all the railway and supply men attending the 
convention. Several prominent business men of Dayton wel
comed the railway men. 

NEW CONSTITUTION A N D BY-LAWS 

At the beginning of the morning session George H. \Vhysall, 
president of the association, announced the reading of the new 
constitution and by-laws of the Central E lect ric Railway Asso
ciation and the Central E lectric Traffic Associati on. These were 
read by A. L. Neereamer, secretary, and afte r a short discus
sion were adopted unanim ously. In general the notable changes 
in the new articles were made so th at the articles would con
form to the improved methods of doing business which have 
been found desirable since the fo rm ation of the association in 
1906. T hese new constitutions and by-laws combine more 
closely the work of the two associations and make the Traffic 
Association more dependent on the parent body. The t~rritory 
of the Central E lectric Railway Associati on was extended to 
include the Illinoi s roads and the new by-laws make it a simple 
procedure fo r the association at any meeting, by a two- third s 
vote, to extend the ''scope of the association so as to include 
any State or States, or parts thereof, in the Mississippi Valley." 
The consthution includes the foll owing sections regarding mem
bership: 

"The membership in thi s associati on shall be divided into two 
classes, active and associate. T he active membership shall con
sist, first, of interurban roads or city lines wholly or in part 
within the territory embraced by the organi zation, to be known . 
as railroad members; second, persons engaged in or connected 
with railway supply business in all its branches; to be known 
as supply members. Associate members shall consist of officials 
of electric lines outside of the territory and officers of other 
like associations. 

"Railroad member s will be admitted upon executing and 
signing the articles of agreement fo r the maintenance of the 
associati on. 

"To become a member, supply or associate, a candidate' s 
name shall be proposed in writing to the executive committee 
by at least two members in good standing, at least two weeks 
previous to a regular meeting. All appli cations must be ac
compani ed by the dues fo r the first calendar year. T he fitness 
of the candidate for membership shall be considered by the 
executive committee and, if .approved, shall ·be reported to the 
association at the next regular meeting. The name of the 
candidate shall be acted upon, unless withdrawn at said regular 
meeting, and election be by ballot, hand, or yea and nay vote, a 
majority electing as the meeting may determine." 

The by-laws of the Central Electric R ailway . \ ssociation 
include the following regarding voting and dues: 

"On matters pertaining strictly to rai lroad methods, or 
standards or rules, each- rai lroad member is entitled to one vote, 
to be cast by the highest ranking officer present, supply, asso
ciate and honorary members not voting on these subjects. On 
all subj ects except those mentioned in the preceding section 
all representatives of member companies, supply members and 
associati on members may exercise the right of franchise. 

"The annual dues of railroad members shall be, for inter
urban railways, a sum equal to $I per interurban mile oper
ated, per annum, to cover their proportion of the expense of 
the said association. Further, that thi s agreement may be 
made to include city lines owned or operated by the line sign
ing upon the basis of $I per mile o f city (single) track. For 
city lines depending upon gross receipts for railway operation 
the dues shall be upon the basis in the accompanying table. 

"The annual dues for supply members shall be $8 for each 
calendar year and shall be payable at or before the annual 
meeting. 

"The annual dues for associate members shall be $3 for each 
calendar year and shall be payable at or before the annual 
meeting." 

The fi r st section of the by-laws of the Traffic Association m 
part is as fo llows: 

"The Central E lectric Traffic Association is organized to 
compri se interurban roads, members of the Central Electric 
Railway Association, who have furnished the chairman of this 
association with the necessary power of attorney or authority 
for the fi li ng of tariffs for or on behalf of their company. 

MEMBERSHIP DUES OF CITY COMPANIES 
Gross Receipts Annual Dues 

R~1t:en $Ji:,~ii -~~~( · 0$01°0°0°,~~~:::::::::::::::::::::::::::::: $~~:~~ 
:00,000 and 250,000.............................. 25.00 
250,000 and 500,000.............................. 37.50 
500,000 and I ,000,000. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 50.00 

1,000,000 and 2.000,000 . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . 7 5.00 
Over 2,000,000 ........ ...... .............................. 100.00 

"Connecting railways and transportation companies not in the 
above-described t erritories may become members by a majority 
vote by all member s of the association and by signing articles 
for the maintenance of the Central Electric Railway Associa
tion." 

The new constitution and by- laws wi ll be printed and dis
. tributed to member companies. 

RAILWAY GUIDE AND MAP INSURANCE 

The president reported that the executive committee, after a 
full discussion of the advisability of publishing an electric rail
way guide for th e Central States, had appointed a committee to 
ascertain the best means for carrying out this work. He also 
stated that the executive committee had reconsidered the ad
visability of authorizing the secretary to publish a map of the · 
Central Electric territory. As a result the executive committee 
had referred the matter to the Traffic Assoc iation committee 
with power to act. 

The committee on insurance, it was stated, had met and re
solved that the associa tion should sanction the appo intment of 
a consulting insurance engineer and expert, but definite ac
tion had been suspended pending the completion of a report 
on the same subj ect by the insurance committee of the Ameri
ran E lectric Railway Association. 

REMARKS OF MR. BRADY 

A rthur vV. Brady, president of the American Electri c Rail
way Association, was invited to address the meeting. M ,. 
Brady, in acknowledging the compliment paid him in President 
\Vhysall 's introduction, said that he regarded his election as 
president of the American E lectric Railway Association as the 
result of an effort on the part of that association to give every 
section of the country equal representation in the executive 
affairs of the American Association. Mr. Brady then told of 
the successful convention at Atlantic City and spoke a few 
words in praise of the exhibit made by the Manufacturers' 
Association. He said the Central States were well represented 
at the meetings and that the sessions of the American Asso
ciation had been parti cularly valuable. Mr. Brady then called 
special attention to the address of Patrick Calhoun, character
izing it as one of the strongest that had ever been presented 
before the association. He also called attention to the valuable 
papers read in executive session by Charles 0. Kruger, presi
dent of the Philadelphia Rapid Transit Company, and Charles 
V. Weston, president of the South Side Elevated Railroad 
Company, Chicago. One of the most notable indications of 
the broadening scope and the advancement of the association 
was the recent accession of the Pennsylvania Railroad to the 
membership. 

Mr. Brady pointed out that the work of the Central Electric 
Railway Association did not conflict with that of the American 
Electri c Railway Association and its affi liated bodies. There 
was neither ri va lry nor competition, except that which ought to 
exist in order to get the best results. The larger association 
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could do some things better than the smaller. There were 
likewise many problems which the small as sociation should 
properly handle first. Such questions as that o f insurance 
could best be handled by the larger association. Mr. Brady 
called attention to the excellent work which H. J. Davies, o f the 
Cleveland E lectri c Railway, had done in furth ering electric 
railway insu ran~e matters and stated that Mr. Davi es had 
aga in accepted th e chairmanship o f the in surance committee, 
for which the ex ecutives of the association were thankful. 
The insurance situation had been a difficult one to work out, 
but Mr. Brady hoped that the committee would find a good 
and satisfactory so lution. 

Another line o f work which the American Association, or 
committees o f the affi liated associations, would shortly take up 
would be that of attempting to obtain a reduction in the differ
ential in price between "T" and girder rails. Some of the 
railway men thought that thi s differential was too high and it 
was hoped that the prices could be made more equitable. Mr. 
Brady concluded his r emarks by urging non-member companies 
to j oin the American Assoc iation and individuals to take out 
associate memberships. He repea ted that there was no rivalry 
between the two associations and said that during hi s presi
dency it would be his aim to do everything possible to further 
the good of the industry and also to assure co-operation and 
continued harmony between th e A merican Association and th e 
secti onal associations . 

Pre sident \Vhysall ann ounced that the executive committee 
had decided that the next meeting, which would be th e annual 
meeting, would be held at Indianapolis on Jan. 19. 

RECENT DEVELOPME NTS I N CAR HEATI NG 

l'he fi r st paper o f the meeting, by H. S. Williams, o f the 
Peter Smith Ca r Heater Company, Detroit, entitled "Recent 
De ve lopments in Car Heating," was then r ead. This paper was 
publi~hed in last week's issue on page nos . 

Mr. Whysall called attenti on to th e extr eme lightness of th e 
hot-air heating equi pment as compared with hot-water heaters 
and piping, an d asked what provision had been made fo r heat
ing a c.1r ii power were not available fo r operating the fan 
mo to r whirh 1w rmally di stributed fr esh warm air. 

In reply Mr. William s sa id that a clamper had been provided 
at the top of the front side of the heater casing so that in the 
situation pointed out by l\Ir. \Vhysall the natural mm·ement 
o f the hot air past the fi r e box would give sufficient circul ation 
to warm the car. A No. 2 heater, as desc ribed in the paper, 
we ighed about 230 lb. complete. T he heating compa ny r ecorn
mend <: d the r emoval of the heater s in the summer in orde r (,, 
save the cos t of power . \Vith arched-roof ca r s, Mr. \Villi ams 
stated, some vents in the roof were practically necessary. 
These outlets permitted the incoming fr esh warm air to dri\'e 
the fo ul air out of the t op of the car. It had been shown th at 
the best method of ventilating was to deli ver tlie warm air at 
the fl obr and allow it to ri se and the fo ul air to pass out at the 
upper level. If the ventil ators in the monitor or arch roof 
were closed then the fo ul air would have to be fo rced out 
through the leakage openings. Thus additional work would be 
put on th e circulating fa n. 

R. M. Hemming, general manage r, Ohio & Southern Trac tion 
C~mpany, stated that he had in stalled a hot-water system in 
his car hou,ses so that the piping system on a car w hi ch was 
heated by hot water could be quickl y filled with hot water and 
the car warmed early on it s run. Mr. Hemming asked if the 
hot-air heating equipment included any device fo r automatica lly 
controlling the temperature of the car. Mr. Williams replied 
that it would be an easy matter to arrange such control, but 
experience so far had not proved it necessary and on account 
of the delicacy of thermos tatic control it hardly would be 
practical for installati on on a street car. 

W . H. Evans, superintendent of motive power, Indiana Union 
T raction Company, inquired how hot-air distributing ducts were 
arranged to furnish heat to long, three-compartment interurban 
cars. Mr. Williams replied that it was customary to place the 
heater in the forward compartment and distribute the warm 
air to the other two compartments through a steel duct carried 

under the seats. The openings in thi s duct were graded in 
size so that a uniform amount o f hot air could be distributed 
in each part o f the car. Also, an opening in the side of the 
heater casing might be used to distribute warm air in the 
compartment in which the heater was installed. With the 
single duct extending the full length o f the car and the graded 
openings it was possible to adjust the flow of air so that an 
equal number o f heat ui1it s would be delivered through each 
duct opening in a given space o f time. On the roads which 
had installed thi s type o f heater no automatic regulation of the 
speed of the motor had been fo und necessary because of low 
voltage conditions. The dry air delivered int:J the car did not 
permit the window glass to become so frosty as when hot
water heat was used. 

T he efficiency o f the hot-air heater, as stated by Mr. Williams, 
was from 25 per cent to 30 per cent higher than the hot-water 
heater in so far as the consumption of coal was concerned. 
The heater manufacturers recommended burning chestnut size 
anthracite coal. Coke would be fo und cheaper, but the ex
perience had been that the crews did not give the heaters suffi
cient attention to assure as uni fo rm firing results with coke as 
with hard coal. Hot-air heaters were much easier to regulate 
in mild weather than hot-water heaters, because the blower 
could be shut down and the fire be allowed to burn low, while 
with th e hot-water heaters the heat-carrying medium must 
always be in circulation and the only way to lower the tempera
ture of the car was by reducing the fire. 

WOOD PRESERVATION 

A paper on "Wood Preservation" was read by A. L. Kuehn, 
general superintendent o f the American Cre_osoting Company, 
Chicago. This paper was published in last week's issue on 
page 1107. 

Mr. Kuehn stated that the brush treatment of timber was not 
satisfactory unless it was known that the wood was thoroughly 
dry and free from spo res. If improperly seasoned timber were 
giv en a brush treatment the moisture and wood-destroying fungi 
within the timber would be inclosed by th e applied material, 
and thi s condition was the best for the rapid growth and 
propagation o f the w ·Jod-clestroyin g bodies. \Vhen questi oned 
as to the most accurate method fo r determining the amount of 
prese rvative applied to timber, Mr. Kuehn said that for sea
s011ed wood the method o f weighing before and a fter treatment 
was the most accurate. H owever, th e measurement o f the 
prese r vati ve in tanks be fo re ancl after the treating process, as 
perfo rmed at a plant under hi s obsen ·ation. checkeJ within one
fo urth o f r per cent. 

I 11 reply to a question asked by E. F. Schneider, general man
ager, Cleveland, Southwestern & Columbus Railway, Mr .. Kuehn 
stated that chestnut wood did not decay as rapidly as many 
others, but that thi s wood was being treated. One of his plants 
had just treated 50,000 chestnut ties. Considerable care was 
required in treating chestnut wood under the vacuum process, 
because the wood burst very easily. Mr. Kuehn did not believe 
it positively economical t o treat chestnut track ties unless tie 
plates were used to protect the wood against rail wear. In 
other words, it was not a question of timber, so far as preser
vation was ~oncerned. Beech ti es, Mr. Kuehn said, admitted 
of most successful results under treatment . In France treated 
beech ti es last from 40 to 50 years. In this country, without 
treating, beech ties had a life of only four or five years, while 
some ti es that had been treated were now as good as new after 
eight years of service and should last 25 years. 

H. A. N icholl, general manager, Indiana Union Traction 
Company, inquired regarding the balance in economy between 
purchasing white oak ties and purchasing treated red oak ties. 
Mr. Kuehn said that the steam railroads credited white oak ties 
with a life of from seven to eight years. The Big Four had 
begun creosoting track ties extensively about seven years ago. 
A t that time white oak ties cost 65 cents to 70 cents apiece and 
the red oak cost enough less to admit of being treated and still 
cost not more than white oak. Thus, if the creosoted red oak 
ti e should last no longer than the white oak tie the same 
economy was obtained. The life of a red oak tie depended on 
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the amount of preservative material applied and such ties 
should last fro111 15 to 20 years, provided they were not injured 
by rail wear. 5ince the general application of ti e preservative 
methods the life of the white and red oak ties had increased, 
while the cost of prese rvati on was practically the same. Rough
ly, the· cost of creosoting a red oak tie was 20 cent s. Mr. 
Kuehn said that if enough additional life could be obtained 
from a red oak tie to save the cost of renewal then treatment 
would be worth while as contrasted with the first purchase cost 

• of white oak. If the life of red oak ties were doubled then 
the first cost would be twice as much as white oak and still the 
railroad company would save th e cost of one ti e renewal, which 
would more than balan ce the interest cost 011 the aclcled first 
inYestment. 

TRAFFI C 

\V. 0. vVoodard, traffic manager, ·Chicago, Lake Shore & 
South Bend Railway, presented a paper on "Traffic," which will 
be found in last week's issue of this paper, page 1109. In open
ing the discuss ion on this paper F. D. No r viel, general pas
senger and freight agent, Indian a Un ion Tract icn Co mpany, 
stated that one of the elemental principles in br.ilcling up tra f
fic was to take good care of all parti es, especially the first time 
they were handled; then the work of traffic solicitation would 
be greatly reduced. Mr. Norviel mentioned the Indiana U nion 
Traction magazine, which was clescribecl in the convention 
souvenir issue of this paper. He stated that corrected time
tables of the local road and connecting roads were published 
in this magazine. All excursi on business was personally 
solicited and it was the practice to have some member of the 
traffic department accompany all special parties so that their 
wants might be fully satisfied. Recently the Indiana Union 
Traction Company had distributed 3000 maps of the City of 
Indianapolis to all the teachers in the railroad company's 
territory. These maps announced a teachers' convention . and 
the service which the railroad company offered to and from 
Indianapolis. Mr. Norviel closed his remarks by saying that 
advertising was the life of the railroad business just as it was 
necessary for the success of any commercial undertaking. 

A. D. B. Van Zandt, publicity agent, Detroit United Rail
way, said that 'it would be difficult for a road to spend too 
much money in . advertising. He agreed with the previous 
speaker and others that extensive advertisement of changes in 
schedules was yery necessa ry. The Detroit lines advertised in 
about 100 newspapers located in the immediate territory of 
the different divi sions and the advertising space in the cars 
was used extensively. If a change of schedule was to be 
made it was fully advertised for a considerable length of time 
previous to its inauguration. Changes in schedules were niacle 
on Tuesday so that the r c> aders of the country papers pub
lished at the last of the week would have ample time to se'e 
the announcements. Regarding theater service, Mr. Van Zandt 
said that as the result of continued adve rti sing it was quite 
generally known th roughout the territory that the last outgoing 
car on each division wo uld wait until the theater had closed. 
These cars ran about 40 miles out of Detroit in each of fou r 
directions. The theaters usually displayed advertising matter 
in the towns to which this se r vice was given. Mr. Van 
Zandt said that he had cons idered the installation of big bulle
tin boards in all stati ons on which the theater advertisements 
could be posted. 

W. S. Whitney, genera l freight and passenger agent, Ohio 
E lectric Railway, had been interested in that part of Mr. Wood
a rd' s paper describing the handling of excursi on parties in 
trains up to II cars in length. Mr. vVhitney said that he had 
Leen handicapped when c"mpeting with steam· roads because 
the Ohio Electric Railway operated largely with single car s and 
the steam roads' traffic so licitors would offe r to handle a 
large excursion party on one train. 

0. JI. M urlin, general freight agent, Dayton & Troy Elec
tric Railway, said that hi s company had erected r acks in each 
station in which standard sized th eater advertisements could 
easily he in serted. This road took particular ca re to fully ad
vertise all changes in schedules. During the past summ er the 

Dayton & Troy had begun operating it s cars in trains and ~his 
brought probably the greates t improvement in traffic conditions. 
All special business could be handled without ex tra cars and 
with out deranging schedules. During the fall on the occasion 
of a celebration this 30-mile road ave rage d ea rnings of $100 
per mile of track for one day. 

E. F. Schneider, general manager, Cleveland, Southwestern & 
Columbus Railway, said that the best theater advertising which 
his company did was to run a "theater limited," which always 
left Cleveland at 11 :15 p. 111. and r an through to Elyria without 
otop. This tra in was very well patronized. 

JVlr. Murlin sa id that hi s company did not carry any adver
tisements except it s own in its passenger cars. \Vhenever th e 
promotors of a celebration desired a donation the railway 
company, instead of giving cash, offe red to print from 10.000 
to 12,000 dodgers and distribute th em along th e route, thus 
giYing assistance to the celeb ration and encouraging traffic. 

RAILWAY MOTOR GEAR AND PINION TEETH 

A paper by T. \V. Williams, Gene ral Electric Company, on 
the "Wear of Railway Motor Gear and Pinion Teeth" ,was next 
read by the auth or. T his paper was published last week on 
page uo3. T he mechanical office rs of several roads at the be
ginning of the di scussion called attention to the great improve
ment which had been made in gea r material during the last 
few years. One engineer pointed out that the width of the 
gea r face had increased less th an I in. while the gears now 
transmit four or five times as much load as in the earlier 
clays. The marked progress in gear construction, one man 
thought, had been forced upon the manu facturer s by the re
peated demands of the railways. W. H. Evans believed that 
one reason why such good success had been obtained with hard 
gears as compared with soft gears was because the wear of 
the hard gear did not inc rease so rapidly afte r the teeth had 
begun to lose their original shape. Lubrication of gears in 
track service, Mr. Evans said, should be carried on in the same 
way as the lubrication of any other machine. A little lubricant 
at the proper time and in the proper place was sufficient. He 
did not believe it was good policy to carry around a large 
amount of lubricant in th e gea r cases. 

C. E. Sawtelle, T ool Stee l Gear & Pinion Company, men
tioned the experimental work which his company had clone 
before it had placed hard gears on the marke1;. He stated 
that the use o f a hard pinion with a soft gear added from 25 
per cent to 50 per cent to th e life of the gear with not much 
adcle(l wear to the pinion, although the abrasion of the softer 
gea r metal fo rmed a grit which increased the wear markedly 
over that when both gear and pinion were hardened. 

1-I. H. Buckman, Louisville & Southern Indiana Traction 
Company, stated that it was his practice to use I lb. of lubri
cant per month for each gear. This was a sti ff grease and the 
small amount had been found ample. J. V. Smith, Indian Re
fi nin g Company, stated that on investigation of the lubricating 
practice of a great many roads he had fou nd during the last 
yea r a wide variation in the methods of lubricating gears and 
in th e stiffness of the lubricant thought best. He would 
recomm end a mixture of grease and sawdust . 

vVhen questioned regarding the reduction in costs to be ob
tain ed by using hard gears Mr. Sawtelle replied that no gen
eral average could be given, but the pinions manufactured by 
hi s company shou ld have five times the life of untreated pin
ions. The price of treated pinions wa s a little more than 
double that for untreated pinions, the figures being $5 as 
compared with $2.10. A s yet none of th e treated gears had 
been worn out, so that their life could not definitely be stat ed . 
T he point to be remembered was that witb treated gears and 
pmi"n s th e cost for renewals was g reatly reduced. 
Mr. Buckman called attention to the additional feature 
in fav"r of hardened 'ge:1 ~s. which wore s lowly, namely, 
that the chattering and jarring of the mot"r parts was greatly 
reduced and th us the life of the motor was in creased. 

1;1,NEHAL B USINE SS 

Mr. lluckman, also, speaking as chairman of the ~tand ardiza
tion committee, stated that the co111 111ittee bad in mind st udying 
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the merits of devices which would prevent the overriding of 
cars and also looking into the possibilities of standardizing air
brake rigging. The commttee would like to have the ideas of 
the mechanical departments of the different roads on these 
two subjects. 

Before adjournment President Whysall appointed the fol
lowing committee on nominations to report at the annual elec
tion of the Central E lectric ,Railway Association, which will be 
held at the Indianapolis meeting on Jan. 19: F. D. Carpenter, 
general manager, Western Ohio Railroad ; J. H. Crall, general 
passenger and freight agent, Terre Haute, Indianapolis & East
ern Traction Company; W. S. \ i\Thitney, general freight and 
passenger agent , Ohio Elec tric Railway; F. W. Brown, general 
freight and passenger agent, Michigan United Railways; M. J. 
Insull, general manager, Louisville & Northern Railway & 
Lighting Company. 

---•♦----

IMPROVED TRUCK BRAKE RIGGING 
T he shop forces of the Chicago, South Bend & Northern 

Indiana Railway, South Bend, Ind., have rebuilt the brake 
rigging on eight double-truck cars equipped with St. Louis 
No. 23-A, M.C.B. type trucks and have introduced several 
features which are said to improve the braking ac tion and 
simplify maintenance and adjustment of the parts. T he im
proved rigging does away with radius bars, offset brake levers 
and heads and is so designed that the slack can be taken up on 
the road without the use of any tools. 

Improved Brake Rigging for M. C. B. Type Trucks 

The truck brake rod extends under the center of the car 
body and is attached by a clevis and pin to the center of a 
brake beam connecting the top ends of the two live levers. 
This brake beam is a r- in. x 4-in. flat bar reduced at the ends 
to r¼ in. in diameter. A release spring· with one end fastened 
to the truck transom is clamped to the brake rod. The live 
levers a re made of ¼ -in. x 3-in. bars 28 in. long and the 
bottom truck connections are made of two bars 2 in. x ¾ in., 
bolted together with washers r5/r6 in. thick inserted between 
the bars. Special cast-iron brackets which are bolted to the 
t ruck transoms support the brake hangers and serve as guides 
for the live and dead levers to prevent the side displacement of 

the levers when the truck is on a curve. A single pin extends 
through the brake head to connect the links, levers and heads. 
A slack fork is bolted to the top of each bracket which guides 
the dead lever. The slack forks are made of forged metal 
and are provided with r6 pairs of staggered holes. A pin is 
placed through one pair of these holes to support the upper 
end of the dead lever, and by moving this pin it is possible to 
adjust the brakes. This is done by shoving the dead lever 
away from the transom until the shoes are close to the wheels 
and then placing the pin through the nearest holes. These 
slack forks are placed only on the dead-lever side of the truck. 
The cast-iron brackets which carry the brake hangers and serve 
as guides for the top ends of the live levers are interchange
able. 

Some of the advantages which have been realized since this 
form of brake rigging has been used in South Bend during the 
past year are: Ease of adjustment, it being possible to take 
up the wear on the brake shoes on the street without the use 
of tools; simplicity of construction, all parts being duplicates 
fo r opposite sides of trucks and practically all parts being 
standard for all four corners of trucks; elimination of radius 
bars, offset shoe heads and levers; simple and direct release 
mechani sm. A rigging similar in principle has been applied 
to Brill No. 27-E and the same adjustments to McGuire No. 39 
trucks. 

---·•·♦-----

CITY ELECTRIC RAILWAYS AND THEIR RELATIONS TO 
THE PUBLIC 

In a luncheon talk before the Chicago Engineers' Club, Nov. 
30, Charles V. Weston, president of the South Side Ele
va ted Railroad Company, of Chicago, di scussed the relations 
of the public with surface and elevated electric railways in 
c1t1es. For compari son he described intramural transportation 
25 years ago when slow, dirty horse cars were in use, and con
trasted these with the p resent high-speed, sanitary, well-lighted 
electric cars in which the same 5-cent piece purchases a ride. 
Meanwhile the costs of labor, materials, supplies, etc., have risen 
more than one-third, the lines have been extended for miles into 
suburban areas, involving longer hauls, and the equipment has 
grown heavier, necess itating more expensive apparatus through
out the system. In all of this the citi zen has been the gainer, 
being enabled to live at a greater distance from the center of 
employment amid more pleas ing and healthful surroundings, 
while his time of travel to and fro has been greatly diminished. 
Indeed, said Mr. We ston, if each of the ro,000,000,000 people 
who rode on the street car systems of the country during the 
period 1907 to 1909 has saved ro minutes each ride at an 
equivalent wage of rs cents per hour, the economic saving 
would be $238,000,000; more than 2½ times the entire incomt 
of the companies carrying this traffic. The average haul in 
Chicago is 6 miles per passenger for the elevated roads, and 
slightly less for the surface lines. Mr. \i\T eston said that there 
was nothing that his audience could buy which would return 
to them so large a value as that which they received for the 
S-cent piece spent for city transportation. The city street 
car ride brought the place of employment of tens of thousands 
of people close to their homes in the suburbs and outlying 
sections of the city. Mr. Weston recited the results of the 
Boston investigation of the division of a 5-cent fare, and de
clared that approximately the same proportion would hold in 
any other large city in America. 

As proof of the extending influence of· electric railways on 
the distribution of Chicago's population, Mr. Weston cited 
the assessor's figures for the valuation of property in the 
Hyde Park South Side section of Chicago during certain years. 
In the year of the cable car system, 1882, this figure was $7,58o,
ooo; in 1890, $16,000,000; in 1900, $26.000,000, and in 1909, $78,-
6rr,ooo. This particular region has always had steam suburban 
railway service, but it was the coming of the electric lines 
which contributed to its growth so enormously, as the dates 
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show. The electric railways are cutting into the steam roa ds' 
t raffic for the form er both surface and elevated lines, offer 
more' frequent service ' at relatively high speeds for short di :
tances, and deliver passengers virtt1ally at the doors o f their 
places o f employment. 

The elevated railways of Chicago represent an investm ent 
o f $rno,ooo,ooo and the surface lines $107,000,000. Thus the 
industry locally means a physical property o f more t~an_ $2~:::i,-
000 ooo with its accompanying enormous r ecl1stnbutmg 
po;er 'in the salaries of thousands o f employees, and in 
the large amounts spent for maintenance and renewal~. 
This beneficent aspect of electric railways in promoting busi 
ness prosperity is in addition to their important services in 
opening t1p vast suburban areas fo r hab itation by city people, 
who are served with r apid, comfortable rides at minimum cost. 
An important fact to be r emembered was that the Chicago 
electric transportation systems paid taxes on $200,000,000 worth 
of property, which were o f direct benefit to the citizens. . 

Mr. Weston spoke of the sometimes unpleasant attitude m 
which the public views corporation affairs. Although the ri sk 
to investors is hazardous in Yiew of the diminishing r eturn s on 
capital, caused by the rise of the prices of labor and material, 
yet it was plain th at the public had gained vastly more from 
modern transportation systems than have the owners o f these 
systems. The solution o f this acute situation, he said, li es with 
the people in the granting of franchises which shall be fair to 
both themselYes and the companies. Modern economists admit 
the natural monopolistic nature of street railway service, mo3t 
of them agreeing that such service can be more economically 
rendered on ·a non -competing basis, but under legal ized con
trol and regulation. Mr. Weston, . th erefore, advocated the 
granting of franchise s in which the passenger rate should not 
be stipulated as in th e past , but instead the capital invested 
should be limited to the legitimate costs o f th e property and 
should be assured a fair return thereon, the fare being adjusted 
as the varying conditions o f length o f haul and density of 
population require. Th e return on the investment should be 
made proportional also to the haza rd involved and should be 
sufficient to attract capita l. ·where service is demanded in 
sparsely populated distri cts , part o f the cost of building the 
lines should be assessed aga in st the r egion benefi ted, as is al
ready being done in New York State. 

Such a franchise. assuring to investor s a reasonable return 
o n their capital, would react not only to render electric rail
way and public service corporation securities more stable and 
secure but would benefit the employees, providing them with 
more 'adequate remuneration and working conditions, and, in 
the end, the general public, through maintaining and operating 
the property at its highest efficiency, keeping its equipment 
apace with the a~t. By placing before the public the exact 
truth about the -cost of operation, its co-operation cot1ld be se
cured in the granting of fair fr anchi ses. Mr. \Veston does not 
believe in the municipality sharing the profits of operation, de
claring that adequate se r vice ~or patrons is all that should be 
expected or asked from public service companies. In closing 
Mr. Weston said: 

"Some clay in the not di stant fu(ure the people of this com
munity will be brought face to face with thi s question-and 
you, as citizens, will be asked to ass ist in solving the problem 
in a right manner. The rehabilitation ordinances r ecently passed 
in this city do not sol Ye the whole problem; they mark only a 
small step in advance in that they provide for the integrity o f 
the investment, but in all other re spec ts they are much the same 
as ordinances found elsewhere." 

---•·♦·----

A n A merican consul in Latin-America r eports that an English 
company is about to obtain a concession for th e establishment 
of electri c light , power and tramway sys tems 111 and about hi s 
city. Thi s company also contemplates ekcfri fying a r a"ilway 
which extends about 225 miles. The name of the o ffi cial to 
whom co rrespondence should lie sent can be secured under File 
No. 5799, Bureau of Manufactures, Wa shington, D. C. 

REPORT OF COMMITTEE ON TRAFFIC AND TARIFFS * 

BY J. M. CAMPBELL, CHAIRMAN; B. E. WILSON, SECRETARY; C. H. 

ARMATAGE, H. C. ALLEN, J. W. NUGENT, R. M. COLT, C. R. GOWEN 

T o date three meetings have been held by this committee, one 
at Cooperstown, June 29, immediately after the appointm ent of 
the committee, one in the hearing room of the Public Service 
Commission a t Albany, Sept. 28, and the last at th e Onondaga 
Hotel, Syracuse, Nov. 26. 

A t the Cooperstown meeting it was arranged to have a ci rcular 
sent to all companies operating in that part of New York State 
which is subj ec t to the jurisdiction of the Public Ser vice Com
miss ion, Second District, to ascertain from the different com
panies their views of the committee. This circular also solicited 
the co-operation of these companies in the work to be taken 
up by the committee, the first object of which was to draft pl ans 
whereby all companies could attain more uni fo rmity in the 
tariffs filed by them with the Public Service Commission. 
Favorable rep lies were received from a majority of the com
panies , heartily o ffering their support in the work outlined by 
the committee. 

At the meeting held in Albany Commi ss ioner M. S. Decker, of 
th e Public Ser vic e Commission, was introduced by W . E. 
Griggs, chief o f th e tariff bureau, Public Service Commission. 
l\Ir. Decker gave many verbal sugges tions to the committee on 
its wo~k. He believed that the only correct or ideal fare tariff 
was one that would allow the passenger the same ba sis of 
fa r e fr om crossroads or intermediate stops as is given to pas
sengers f~o m loc al ti cket-selling points. He stated that he did 
not consider it an injustice to the public to charge an excess 
fa re at th e crossroads or interrne,d iate stops provided that the 
excess fare was sho\vn by a r eceipt ticket which would be re
deemable at any ti cket agency. Mr. Decker said there was 
some feeling against the excess fare arrangement, but he real
ized its importance in the auditing end of the transportation 
business. He recommended that a redemption limit o f three 
month s or 90 days be placed on the excess fare receipt s. Mr. 
Decker concluded with an assurance to the committee that it 
would have his assistance in any specific matters which it might 
wish to take up with him. 

The following subjects were then taken up inform ally by the 
committee , the idea being to discuss them individually at future 
meetings : 

Interchange with steam roads. 
Tariff rulings regarding transportation of corpses, dogs, 

ba;ggage, children. 
School transportation, chartered car s, exc ursions. 

At this second meeting th e committee met with considerable 
difficulty in its work in not being ab le to determine properly th e 
relation of Chapter 49 of the consolidated laws, an act relating 
to railways, Section 57, and the compani es which they were 
representing. It was th ereupon decided th at this section o f the 
law should be r e ferr ed to the lega l committee o f the association 
for interp retation and instruction. 

At the meeting held in Syracuse uniform rulings covering 
the transportation of the following subj ec ts were taken up: 

Chartered car s, commutation tickets, school commutat ion, 
newspapers, together with several other important subj ects in 
volved in building tar iffs. 

The committee feels that sufficient progress has been made in 
the work t o permit it to prepare and present tentati ve sample 
tariffs to the association. It respectfull y requests an appropria
tion of at least $200, to cover the printing o'f the tariffs and 
other incidental expenses that arc likely to be incurred in the 
work. T t is the intention of the committee to send copies of 
the tentative tariffs to the va rious interested companies, the 
purpose being to solicit critici sm and recommendations in per
fecting what it has in mind, namely, a so-ca ll ed sample un i
form tariff. 

• A re port presen tc,I a t th e qua rterly meet ing of the Street Railway 
.\,·.sociation o f the State of New York he ld :it Syr;icu,e, N. Y., Dec. 7, 1910. 
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SYNOPSIS OF REPORT OF THE COMMITTEE ON WAY 
MA TIERS OF THE AMERICAN ELECTRIC RAILWAY 

ENGINEERING ASSOCIATION FOR THE 
YEAR 1909-1910 * 

BY 111. J. FRENCH, ENGINEER MAINTENANCE OF WAY, UTICA & MO

HAWK VALLEY RAILWAY 

T he executive committee of the American E lectric Railway 
Association having recommended certain subj ects fo r considera
tion by the committee on way matters, each member was as
signed a subj ect on which to prepare a report. T hese report s 
were presented, discussed and amended at meetings of the com
mittee to which were invi ted engineers and speciali sts in the 
employ of manufacturers whose products were concerned in the 
repor ts. 

T he preparation of "Specifications for Open-Hearth Steel 
Rails," assigned to J. M. Larned, engineer of maintenance of 
way of the Pittsburgh Railways, was the r esult of 
exhaustive discussion between the members of the committee, 
representatives of the steel companies supplying open-hearth 
rai ls and representatives of firms making a business of in spect
ing, analyzing and r eporting upon st ructural materials. That 
part of the specifications relating to chemical compositi on was 
the subj ect of considerable discussion, the manufacturers wish 
ing to keep the carbon content as low as possible to avoid brittle 
rails, while committee member s wished a higher percentage in 
order to give harder rails and better wearing qualities. After 
discussion in the convention it was decided to adopt the per
centages given in the table that follows: 

Lower Limit. Desired Composition. 
Carbon .. . .... . .... . ... 0.60 per cent o.68 per cent 
Man ganese ........... . . 0.60 per cent a.So per cent 
Silicon (not to exceed) ..... .......... .................. . 
P hosphorus (not to exceed) ............................. . 

Upper Limit. 
0.75 per cent 
0.90 per cent 
0.20 per cent 
0.04 per cent 

The following note was appended: A n increase of 0.035 per 
cent carbon above the upper limit of this specification will be 
permitted for a decrease of each o.or per cent of phosphorus 
be low 0.04 per cent. Under thi s note the consumer can require 
not more than 0.02 per cen t phosphorus and thus raise the de
sired composition of carbon to 0.75 per cent and the upper limit 
to 0.82 per cent. It was deemed adv isable by the convention 
to practice moderation and give rai ls of the above composition 
a thorough test r ather than go to extremes. 

A nother important feature of the specifications is the adop
tion of the standard drop-testing· machine as recommended by 
the American Railway Engin eering & Maintenance of Way As
sociation, thus joining with that society in standardiz ing thi s 
piece of apparatus. These specifications were referred to the 
committee on standards with the recommendation that they be 
adopted as standard practice. 

The report on the "Standardization of Girder Rails," submitted 
by E. 0. Ackerman, chairman of the committee, called attention 
to the unwarranted expense to manufacturers and thus to con
sumers resulting from the great and ever-increasing number 
of girder rail sect ions required to be k ept on hand and from the 
capital invested in the ro ll s. T he r eport ca lled attention to the 
cor rect principl es embodied in th e design of the sections r ec
ommended by the way committees o f 1907 and 1909. These rails 
consist of 137-lb. and 122-lb. 9-in. half-Trilby rails and 122-lb. 
and 98-lb. 7-in. half-Trilby r ail s. The report states that: "In 
these sections a minimum amount of r ail movement is secured by 
placing the web well under the head of the rail, and the groove, 
which is deep and wide, will permit a large amount of wear 
from the head of the rail before the wheel flange will come in 
contact with the lip of the rail and thereby cause an increase 
of power consumption and rail wear. The rail section being 
made co-axial with the wheel loading, an equal amount of strain 
is thrown on each of the two splice bars and thus the life of 
the mechanical joint is increased." 

The discussion of the use o f these sections brought out the 

* A paper presented at the quarterly meeting of the Street Railway 
Association of the State of :'sew York held at Syr acuse, N. Y., Dec. 7, 1910. 

fact that some of the larger system s were using modified types 
of these rails designed to reduce the weight where it could best 
be spared; that is in width of the base and size of the projection 
fo rming the half g roove. Cuts of these modified rails consist-

. ing of 7-in. and 9-in. half-groove girder rails and 7-in. and 9-in. 
girder guard r ails were submitted with the report. The com
mittee on standards, in its report to the 1910 convention, recom
mended the adoption of the heavy girder rails submitted in 
the 1909 report as "recommended practice," but at a meeting 
of the executive committee o f the Engineering Association 
held in New York on Nov. 15, 19ro, that commi ttee passed a 
motion to omit from the letter ballot under which standards 
and recommended practice are finally determined all reference 
to girder rails. T hi s leaves open for the new committee on 
way matte r s the entire field of girder rail design. 

The discussion of th e convention brought out the point that 
there should be a 7-in. girder guard r ail and a 7-in. girder tram 
rail that will fish with the 7-in. half Trilby rails, and also that 
there should be a 9-in. gi rder guard rail and a 9-in. gi rder tram 
rail that will fish with the 9-in. half-Trilby rails. The guard 
rail s were considered necessary for special work adjoining the 
new straight rails already recommended, and the tram rail s are 
required to fulfil franchise conditions. If it is possible to 
design these new rails so that one design of joint plates will fit 
all of the 7-in. r ails and one pair wi ll fit a ll o f the 9-in. rails 
without requiring combination joints a g reat expense will be 
saved in future track construct ion. T he design of these new 
rails will be undertaken by the new committee on way matters. 

A motion was carried requesting the committee on standards 
to recommend fo r adoption as standard practice the various T
rails recommended to the 1909 convention. These are the 
Series A and Series B T-rails of So lb., 90 lb. and roo lb. weight 
per yard, adopted by the American R ailway Association; the 7-
in. T-rail designated as Section A in the 1909 report, having 
6- in. base, r 7-32-in. web, head 2¾ in. wide and I rr-r6 in. deep 
and weighing about 108 lb. per yard; also the 7-in. T-rail desig
nat ed as Sect ion B in the 1909 r eport, having 6-in. base, 7-16-in. 
web, head 2½ in . wide and r 9-32 in. deep, weighing 80 lb. 
per yard and bei ng identica l with Lorain Steel Company section 
No. 335 and Pennsylvania Steel Company section No. 277. 
These recommendations relating_ to T-rails were later approved 
by the convention in considering the r ecommendations of the 
committee on sta1\dards, and the executive committee voted on 
Nov. 15 to incorporate in the letter ballot the recommendations 
that these T-rails be adopted as " r e

0

commended practice." 
A set of rules for determining gage of track and widths of 

flangeways on curves was presented and recommended for 
adoption by the committee on standards as standard practice. 
By these rules the proper gage and flangeway widths may be 
found to suit all conditions of wheels, wheel bases, truck centers 
and curve radii. 

T he perplexing problem of the rail joint was presented in a 
comprehensive paper written by George vVeston, assistant chief 
engineer, Board of Supervising Engineers, Chicago Traction. Mr. 
Weston covered the field of experience with regular bolted 
joints, special riveted and machine-fitted or driven bolts, and 
cast-welded, thermit-welded and electrically-welded joints. Con
siderable discussion resulted from this paper, and explanations 
in greater detail were given by the engineer s who have been 
applying the special forms of joints and · welds recently de
veloped. It was deemed inadvisable to r ecommend any particu
lar type of joint at the present time, as the later types have not 
been sufficiently t ested. The consensus of opinion was that the 
rail head should be carefully planed at a ll joints to a per
fect ly even surface to prevent cupping of the receiving rail. 
Several engineers explained the machine used for planing the 
rails. 

"Economical Maintenance" was the subject of a paper read 
by Martin Schreiber, engineer of maintenance of way of the 
Public Service R ailway of Newark, N. J. Mr. Schreiber recom
mended ample headquarters with proper yard and trackage 
facilities for handling the materials economically. He also 
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recommended a series of standard switch pieces and frogs that 
were refer red to the committee on standards with recommenda
tion for adopt ion as standard practice. Undoubtedly all com
panies should fo llow these recommendations in designing special 
wor k, as renewals can be made immediately from a few stock 
pieces kept on hand. As the cost of manufacture would be 
greatly reduced, the resulting economy to the consumer would 
be considerable in the cost of specia l work, minimum sto rage 
investment, quicker de livery and easier installation. Standard 
specifications should be used in purchasing materials. preferab ly 
the specifications recommended by the association. ·Among the 
other recommendations were the following: 

Grind rail joints to obtain a tru e running surface. Avoid 
compromise joints where possible. Maintain g ravel beds and 
stone crushing plants for economy and to insure prompt de
livery. Treat ties and st ructural timbers by preservative proc
ess. Companies should ap ply piece-work system to paving and 
any other work where practicable. Adopt a proper accounting 
and job order system. Compile accurate engin eering records, 
including physical survey of properties, standard drawings prop
erly indexed and fi led. A dopt a standard system of symbols 
for notebooks. 

Recommendation was made that next year's committee con
sider the compilation of a set o f rule s fo r the maintenance of 
way department. The r eport ·was profusely illustrated with draw
ings and cuts showing equipment fo r use in economical main 
tenance. 

----·•·•·---

DISCUSSION ON REPORT OF THE COMMITTEE ON WAY 
MATTERS OF THE ELECTRIC RAILWAY ENGINEER

ING ASSOCIATION FOR THE YEAR 1909-1910 * 

BY MARTIN SCHREIBER , E;s;GINEER MAINTENANCE OF WAY, PUBLI C 

SER\'ICE RAILWAY, NEWARK, N. J. 

A r ecent editorial in the Light, Railway & Tramway J ourna/, 
London,, Eng., stated that "One of the most interesting report s 
at the convention o f the A merican R ailway E ngineering Asso
ciation, held at Atlantic City, October ro, r9ro, was that of the 
committee on way matters; " and, furth er, "Our American cou
sins have not always paid as much attention to track problems 
as we have in thi s country, but the proceedings of the A tlantic 
City convention show a very considerable awakening on the sub
ject." If you will pardon me as a committee member, I do not 
hesitate to agree that the repor t did contain valuable data. It 
also was unique inasmuch as five distinct standards were recom
mended: 

I-Standard T-rail. 
2-Standard specification fo r open-hearth high T and girder 

rails. 
3-Standanl rules for gage of tracks and curves. 
4-Standard switches. 
5-Standard suney signs and symbols. 

STANDARDI ZATION OF RAILS 

For T -rail , the "recom mende<l practice" was simply changed 
to recommend a "standard," hu t the committee fa iled to decide 
on a standard girder r ail. Thi s, howe\'er , was not due to ques
tions of underlying principles but rather to detail s of design, as 
explained by Mr. Ackerman, chairman. O ne point was that the 
depths of groove heretofo re favored were r ¼ in. and r¼ in. 
In the light of experience and the advantage of longe r life of 
the deeper grooves, it is now questionable if r½ in. depth is 
not to be preferred. In the past engineers were of the opinion 
that the deep groove would not be adaptable to light vehicular 
traffic, as there was a possibility that the wheel fi llers would 
become fast in the rai l. However, the ex perience of those 
operating grooved rai l, even of I¼ in. depth, docs not seem to 
ve rify thi s conten tion. T he P ublic Service Railway fo und that 
no more complaints were cine to g· .:>oves of , ½ in.depth than to 

* An abstract of a paper present ed · t the quarterly meeting of the Street 
Railway Associat ion o f th e State o' New York at Syracuse, N. Y., Dec. 
7, 1910. 

the r¼ in. dep th, which was the fo rmer sta ndard. I unders tand 
the same experience is true of the r½ in. groove now on trial 
in P ittsburgh. Others also verify this experience. It appears that 
with users of the welded joint especially the tendency is toward 
rail s 7 in. high r;ither than 9 in . high. A 7 in. rail, o f course, 
saves weight , is more suitable and requires less excavation. 'vVe 
,ire just arri ving at a time when it is proper genera lly to adopt 
a standard girder r ail, excepting, of course,· for special condi
tions. Heretofore the change from old tram and other eccentric 
sections to the new and much heavier grooved section was too 
great a step to expect general approval. Now it will be easier 
to introduce a reasonable section because it is almost universally 
realized th at the heavy rai l ultimately results in economy, partic
ularly in view of the increased wheel loading. It is noticeable 
th at the tram section is being abandoned, ve ry few, if any, new 
sections being rolled. 1 believe that the tram rail will go. A 
proper grooved rail should be . used wherever the T-rail is not 
suit able on account o f paving conditions. A T -rail is generally 
adeq uate wherever a tram rail is good enough. In a way, the 
eliminati on of the tram is to be commended, as it is an indirect 
but substantial step toward minimizing the number of live sec
t:ons th at a re in use. 

T he specifica ti ons orig inally drawn np for the committee by 
l\ lr. Larned provided fo r two classes o f r ail s with chemical con
stituents, designated as "A" and "B." In "B," which is substan
ti ally the manufacturers' standard specification, the carbon was 
.60 per cent to .75 per cent, while "A" called fo r carbon varying 
from .72 per cent to .85 per cent. The chemical composition of 
"A" is seriously objected to by the manufacture r s. It was pointed 
out that the phospho ru s content was not proportionately r e
duced, which was very essential. to stand any reasonable drop 
test. Then there was the probable increase in cost if the manu
facturers' specification was changed. ' Besides it was a question 
just how much carbon over .6o to .75 per cent should be speci
fied. It is now generally conceded by engineers who have given 
special attention to the subj ect that a carbon content of .60 per 
cent to .75 per cent is about right for the heavy wheel loads and 
fast trains now required on steam railroads . High carbon 
tends too g reatly toward brittleness. Dr. P. H. Dudley, a lead
ing authority on rail matters, substantially verified these state
ments in a discussion before the New York Railroad Club, in 
September, r9ro. Possibly the carbon content may be advantage
ously increased for the lighter wheel loads of electri c railways. 
Bence the committee recommended a basic specificat ion with a 
carbon content o f .60 per cent. to .75 per cent. At the ~ me time 
it was also stipulated fo r those who desired to increase the car
bon above the manufacturer s' st andard and at possibly a modi
fied price that an increase of .35 per cent ca rbon above the up 
per limit of the specification would be permitted for a decrease 
of one point (.or) per cent of phosphorus be low .0-1- per cent 
phosphorus. 

T he proper drop tes t was also a point of considerable de
I iberation. O n fi rst thought the inexperienced engineer would 
in sist on a more severe drop test for the high carbon rail than 
would be required for the low carbon rail. This is a mistake, 
as increasing the ca rbon, especially in some of the eccentri c 
and unreasonable gi rder rail sections, makes the rail more 
susceptibl e to breaking under the drop. For that reason the 
drop was specified as 13 ft. to rs ft. T he drop test is more 
se rious wi th th e g irder rail than the T -rail or a balanced sec
ti on, even when shim s are used to in sure a vertical blow. In 
unbalanced sections the tendency to bow s ideways often pro
duces fracture. One of the difficulties in deciding on a stan
da rd specification is to ge t one that wi ll be suitable for the 
varying weights and secti ons whi ch must be met with at pres
ent. So ano ther point in standardization of girder mil is the 
possibility of a bette r general specification. 

S PECIAL WOR K 

l\'I uch has been said recently in support of so lid 111anga11csc 
special work. After all , however, solid work seems rather ex
travagant in view of the present high cost of the manganese, 
th e low sa lvage return ;incl the fact that only approximately 
50 per cent of the pieces receive any wear. Admitting that 
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solid special work wi ll haye its fie ld where heavy traffic is 
h andled on short headways, it is, nevertheless, true that if 
a r eliable hardened insert in cheaper cast metal could be 
deYised it would meet ,vith g reat fa vor. Iron-bound work 
with rolled rail and manganese for the principal wearing parts 
and cast steel with manganese centers often give excellent 
satisfaction, but their reliability cannot always be guaranteed. 
They will break when least expected and at the most inoppor 
tune t im es. It is hoped that the future will bring an im
provement (possibly with the assistance of vanadium, titanium 
or some other metal) in a reliable wearing steel casting so 
that specials could be cast "en bloc" and have a manganese in
sert ; the whole would be obtained at a low cost and be ab
solutely r eliab le and sati sfactory fo r ordinary elect ri c r ailway 
traffic conditions. 

Standa rd switches, mates and frogs should be adopted. The 
standards r ecommended by the way · committee and as pro
posed by the special work manu facturers are good, although 
improvement could be ob tained for the cheaper hardened cen
ter work by more liberal dimensions in some case s. \ Vhi le on 
this subj ect it may be of interes t to state that a few days ago 
I was particularly anxious to get some ti e rod holes in a solid 
manganese guard rail. After asking several local machine 
shops, the idea had to be abandoned, as it was not practicable 
to take the rail to the shop. Then it was suggested that an 
oxy-acetylene flame ·might be usecl. It took about an hour 
to hire the apparatus and in less than two hours 36 holes were 
burned th ro ugh the guard rail. One of the holes was made 
in I½ minutes. (Mr. Sch reiber showed the delegates one of 
the co res that was cut out of the rail in making the hole by 
the oxy-ace tylene fl ame.) 

JOI-"/T!', 

The committee on way matters was fo rtunate to have re
ceived the able progress report on rail joints by Mr. W eston. 
T he discussion of Mr. Lange on the same subject also brought 
out the g reat importance of variations in rail temperatures and 
their effect at th e joint. It is true that defini te recommenda
tions were not reached in the papers, but the work cannot but 
appeal to the care ful reader, because it is an -e ffort to get at 
the basic and scientific principles of the performance of the 
rail joint. These principles must be thoroughly understood 
before any decided recommendations may be expected. 

Just a year ago I brought to the attention o f your A ssoci
ation the demand fo r a joint that would give approximately 
the life of rail in paved streets , also one that would minimize 
res istance to the elect ri c current . I sa id then we must look to 
improvement in the va rious weld processes. The last year ha s 
seen work along these lines. T he Lorain Steel Company has 
provided an o ffset at the centre of its ba r to give support to the 
head, especially fo r weak secti ons. Likewise the Goldschmidt 
Thermit Company is using a method whereby the rail ends are 
held ¾ in. apart to get a better we ld for the entire section. 
Likewise, in Detroit, the cast weld has been used with a water 
jacket to prevent heating the meta l in the rail head. Experi 
ence alone will demonstrate just how success ful these experi
ments will be. It suffices to say that it is to the welds and the 
high-class combination joints that we must look for advance
ment . 

Stress should also be laid on the importance of g rinding 
Jomts. Libera l grinding is a paying in vestment. A joint 
should not be left without having the abutting rail end sur
faces at precisely the same elevation. In case of appreciable 
va ri ation of rail end the top surfaces should be ground well 
back of the joints. Even with new rail it is almost impossible 
to k eep the rolls in shape so that the rail ends will fish exactly. 
If you do not want cupped and pounding joints, do not allow 
them to get sta rted. 

In conclusion, I wish to state tl!at the foregoing remarks 
a re not intended to cover the extensive subject at issue. The 
idea of this paper simply was to mention a few of the points 
that may not have occurred to others who have r ead the text 
of the report of the committee on way matters. 

HEARING ON SERVICE IN SUBWAY IN NEW YORK 

A hearing was held before Commi ssioner E ustis of the 
P ublic Service Commission o f the F irst District of New 
Yo rk on Nov. 30, 1910, "on the motion of the commission, on 
the question. -o f improvements in and additions to the regula
tions, practices and se rvice of the Interborough Rapid Transit 
Company, in respect to it s subway lines." H. A. Butler, as
sistant counsel, conducted the case fo r the commission, and 
James L. Quackenbush, general attorney, and T. L. Waugh, 
counsel, r epresented the company. 

l\Ir. Eustis said that the hearing was set on account of re
newed complaints about the se rvice on the Broadway branch 
of the subway. Only a f ew months ago a hearing was held 
as a result of which a change in schedules was made and "it 
was supposed that partial r elief would be given by the opera
tion of ce rtain local trains to Dyckman Street. That was in 
the spring. He presumed that during the summer the service 
was sati sfactory, as there were not many travelers then. He 
asked to hear from complainants regarding the present service 
on the subway division of the company north of 137th Street. 

One o f the complainants suggest ed that the local trains 
which are operated north only as far as 137th Street should 
be run to Dyckman Street and switched there fo r the return 
trip. Data were then offe red as evidence by the complainants 
to show that the service about which complaint had been entered 
was inadequate. 

One of the complainants said that the extension of the local 
service to Dyckman Street was so simple a matter that it 
seemed to him ther·e· 'was no possible argument on the other 
side. Commissioner Eustis said that at the last hearing the 
statement was made ◊n behalf of the railroad that if the 
company ran all o f the tra ins through it could not get them 
back without upsetting the schedule of the express trains. 
T he commission was going to do all that was possible to im
prove the se rvice, but it could not go so far as to do anything 
that would disrupt the present service. 

Frank Hedley, vice-president and general manager of the 
Interborough Rapid T ransit Company, said that the total num
ber of passengers on the Broadway line between the Dyckman 
Street station and 137th, Street, both included, for July, Au
gust and September, 1909, was 3,411,332 and that for the same 
period of 19ro the total was 3,444,385, an increase of less than 
o.r per cent. In order to treat people on both sides of the city 
alike trains should be withdrawn from the Broadway division 
and ~ut on the Lenox division. He suggested that the com
pany take every other local t rain in th e morning between 7 :30 
a. m. and 9 a. m. and start it from Dyckman Street south
bound, and in the afternoon take every other local train at 
the Brooklyn Bridge between 4 :45 p. m. and 6 :15 p. m. and 
run it through to Dyckman Street. 

M r. Hedley explained that the company was renewing the 
brake equipment on all of it s subway cars, and was providing 
all of the subway equipment with new draft gear. These 
changes took many cars out of service. During the non-rush 
hours the company intend_ed to provide a seat for every pas
senger. The inspectors of the commission took records of the 
t raffic in the subway every day. Whenever the attention of 
the company was called to the fact that there was a period in 
the non-ru sh hours when every passenger was not provided 
with a seat the company increased its service and would con
tinue to do so whenever· the physical condition of the property 
would permit. 

M r. E ustis said in conclusion that the present orciers of the 
commission required a · seat for every passenger outside of the 
rush hours during periods ~xtending 30 minutes. Every time 
the commi ssion had checked the records it had been found that 
the company was not violating the order. It might, however, 
be necessary for the c.ommission to shorten the half-hour 

. d \. per10 . \ 
The hearing was then adjou ·ned until 2 :30 p. m., Wednesday, 

Dec. 7, 1910. 
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TRAINING OF TRANSPORTATION EMPLOYEES * 
BY E. E. STRONG, CH IEF IN STRUCTOR, SYRACUSE RAPID TRANSIT 

RA ILWAY. 

T he increasing interest of r ailway companies in the training 
of transportation employees is indicati ve of the success with 
which that branch of work has met. Ours is the only bu.,iness 
in which success depends upon the efforts o f men who have had 
little or no experience and whose worth in positions of re
sponsibility is unknown to the employer. Steam r ail roads be
fore appointing a man to a position of trust r equire him to 
acquaint himself thoroughly with the duties and responsibilities 
of that position by serving fo r a long time in subordinate capaci
ties where advancement depends upon the loyalty and ab ility 
which he demonstrates. E lect ri c r ailways, on the other hand, 
usually employ unknown men and after a few days' t raining 
place them in positions of trust and respon., ibility identical 
with those occupied by experienced men who have proved them
selves reliable and competent. Indeed, the most remarkable 
feature of r ailway work lies in the fac t that so la rge a part of 
the property is placed in the hands of unknown men upon 
whose judgment we hestitate t o rely, but upon whose work 
depends the success of operation. 

Since we must continue to employ men who are un fami liar 
with trainmen's duties improvement over present conditions 
must come through the channels o f care ful and efficient instruc
tion. Little is to be gained by increasing the fo rce o f inspecto rs, 
as this suggests the idea o f compelling crews to per form their 
duties through fear of detection and consequent di scipline. That 
unwilling or forced service is unsati sfactory · i s nowher e more 
clearly demonstrated than in railway work, since trainmen a re 
so little under the eyes of offici als who feel a live interest in 
the affairs of the company. In other industries workmen re
ceive orders from their foreman and perfo rm their duti es under 
his direct supervision, while trainmen receive their orders from 
their superior officers and are soon out of their sight. ·whether 
or not his orders are obeyed may not be known, unless special 
attention is given to certain men; while thi s is being do ne gen
eral supervision of the remaining force of men may be tem
porarily laid aside. 

From the nature of the work to be per fo rmed it is evident that 
good results can be effected only by causing each man to feel a 
personal respomibility for hi s own work- to fee l that he is an 
agent, so designated by his badge, authorized to do business fo r 
a corporation and that he is called upon to exercise such care 
and judgment as will yield the best result to his company. 

The obj ect of instruction is not only to teach employees how 
to perfo rm duties mechanically, but to teach them the under
lying principles, so that slight va riations from the ordinary 
routine will not confuse them. Some time ago a new conductor 
remarked to me: '' I have received a large amount of in fo rma
t ion and have kept it all in mind, but it is in chaotic condition ; 
when I get it straightened out I'll get along all right." He had 
been shown detail a ft er detail until hi s mind could no longer 
digest what it r eceived. He had attempted to remember all he 
was told like one who learns a rule, word fo r word, without 
compreh~nding its meaning. Had each point eovered been 
assimilated through the power of r easoning there would have 
been no "straightening" to do. 

These men should be t aught method and system, ·not mere 
detail. In teaching method it is necessary to convince them of 
the superiori ty of that method over any others they may have 
observed. Once they are convinced they will accept your meth
ods and you are assured of as good operation when they are out 
of your sight as when under your observation. 

Some operating men objec t to the use of an instruct ion car 
fo r motormen on the groun d that when a break oceurs the 
motorman's duty is to get his car clear and not to make repairs. 
T o teach men how to repair defect ive equipment is the least 
important use of an instruction car ; it s chief object is to demon
strate the effects of proper and improper operation. Occasion-

• A pa per f resented at the <J ua r terly mee ti ng of t he Street Railway 
Association o the S tate of New York held at Syracuse, N. Y., D ec. 7, 19 10. 

ally men who have been employed by other companies enter our 
service and we find that they have been taught to use a certain 
period of time fo r "notching up" the contro ller. This method is 
en tirely insuffi cient, especially on a system where grades are 
variable. vVe may teach a moto rman not to run on resistance 
points or he will overheat the resistance. Any man may be 
able to recite these words, but the all-important question is: 
"How much does it mean to him?" Under old methods we 
foun d that men who would te ll us that slow feed ing would heat 
resistance did not know what r e.3istance was nor where it was 
located. W ith an instruction car, on which a ll equipment is 
exposed to view, we now run for a short distance on resistance 
and allow the men to observe for themselves how quickly cur
rent produces heat, thus fixing an important fact permanently 
in thei r minds. In similar manner all pa rts of the brake and 
electrica l equipment may be shown to motormen and the use 
of each part demonstrated. 

We believe that a moto rman should underst and what takes 
place as he advanees the controller ; why a circuit-b reaker re
leases; why a fuse melts; why moving the brake handle to one 
side sets and to the other side releases the brakes. Possibly he 
may never have occasion to tell what he knows, but his knowl
edge cannot but make him more car eful of equipment , since he 
knows the effec t of each operation. It m ay seem ext remely 
optimistic to state that men will refrain from misus ing equi p
ment because they know that misuse results in damage, but, on 
the other han d, it would be er roneous to believe t hat men de
st roy property intention ally or maliciously. 

In training student motormen we have fo und it advisable to 
call them together twice each week fo r a three-hour session, 
rather than to devote a whole day at a time to thi s pa rt of 
their instruction. In this way we cover all parts of the elec
trical and brake equipment in the different sessions which a 
student attends during the "breaking-in" period, and still do not 
crowd so much upon him at any one time as to confuse him. 
T his plan also affords him the opportunity of asking questions 
regarding observations he makes while on the various lines. 
I t is gratifying to note how much interest students t ake in this 
fea ture of their training and we believe we are fully paid for 
the effort expended in this way. While a motorman may never 
make direct use of all this knowledge it fo rms fo r him a sort 
of mental reserve that makes him more competent. Each piece 
of equipment before being put into service is subj ected to test 
and in thi s test must stand up under conditions more severe 
than those met in ordinary se rvice. Is it consistent, then , to put 
this equipmen t in charge of a man who is taxed to the ! imit of 
his mental strength merely in applying brakes or pow._r? A 
ca r may be equipped with modern safety devices and with the 
hest of appliances with which to control it, yet , i f thi s car is 
operated by a motorman whose mental m ake-up or whose train
ing is insuffic ient , the most important element is still wanting. 

Recently we have made use of our classroom for conductors 
also. I t had been our custom fo rmerly to place a student on 
each of the lines under cert ain conductors who were designated 
as inst ructors. After learning all the lines the student pre
sen ted himself to the chief instructor for fi nal inst ructions and 
examination, after which he received his badge. T his method 
proved unsati sfactory fo r the reason that the instruetor s va.ri ed 
more or less in methods o f per fo rming their duties. T he effect 
was to confuse the student , who, from inexperience, was unable 
to seleet or adhere to any one way. T he chief instructor went 
over each point and gave careful attention to register operation, 
trip sheets, transfers, mileage, accident r eports, etc., but the 
instructions of a few hours were not sufficient to counteract 
any faulty method that had been prac ti sed for severa l <lays. 
Though the student could give evidence of understanding each 
point at t he time, he went back to the methods he had learned 
first as soon as he took charge of a car. 

As the fi rst impression is the most lasting we determined to 
have that impression correct. /\t present all student conductors 
are ca lled together th ree times during thei r first week with tht' 
company. At the fir st mee ting they are taught the use of 
sc hedules, the proper method of making trip re port s and the 
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operation o f the register. A t the second session careful con 
sideration is given to issuing and accepting transfers and to 
the use of the different form s upon which conductor s are re
quired to make r eports. A t thi s time they are al so given a talk 
on the methods o f doing their work effecti ve ly and quickly, 
special care being taken to impress upon th em the fa ct that 
courtesy on the part of employees is one of the most valuable 
asset s o f a company. A t the third meeting attention is given to 
the prevention o f acc idents, to methods o f procedure in case 
o f accident, the necessity of securing witnesses and to accident 
reports. 

T he student, whether motorman or conductor, a ft er attend
ing sufficient classes to receive the required training, lea rn s the 
remaining lines and then r eturns to the instruction department 
fo r fi nal in structions, trial trips and an oral examination on 
the book o f rules. If fo und sa ti s facto ry he is given a ce rtifi 
cate with which he presents himself to the superintendent or 
other duly authori zed r epresentati ve o f the transportation de
partment and is given a badge and other necessary tools. The 
written examination on the book o f rules is given at the end o f 
30 days, at which time the men have gained the knowledge from 
experi ence to assist them in g ivin g fi nal a nd intelligent answers 
to the questi ons. 

It will be noticed that the student is not recJt;ired to go here. 
and there fo r in st ructions, but rece ives all from the instruc
tion department. Thi s has been deemed advisable, since at the 
best the "breaking-in " peri od invo lves considerable hardship, 
and if a student is required to go from department to depart
ment a fter he believes hi s work is completed he becomes di s
couraged and gains little fro m what he hea r s. :Moreover, many 
o f these men, fee ling a sense o f str angeness in fi r st meeting an 
officia l, ar e not in the proper condition o f mind to receive or to 
assimilate in struction. 

Vvith our methods students become suffici ently acqua inted 
with the in structur s to ove rcome their timidity and may be led 
to engage in di scussion s and to ask questions pertaining to their 
duties. Thi s opens the way to the most e ff ective method o f 
teaching; namely, that o f leading the- student from the kn own 
to the unknown by asking such questions as will compel him to 
think with you and to use hi s own power of reasoning. 

The work of the in struction department does not end when a 
man receives hi s badge. On the contrary, each new man is fo l
lowed up daily by traveling instructor s until he gives evidence 
that he ha s fo rmed the habit o f doing hi s work properly, where
upon inspection becomes less fr equent. In thi s way, any wrong 
tendencies may be curbed before they become a part o f the 
man's regular method. The instructor s endeavor to make the 
moto rmen an<l conductor s fee l that they are desirous o f givin g 
assistance and it is interesting to note the in creasing tendency 
to call upon the instructor s fo r help and advice. 

T he work as outlined above covers only the line o f procedure 
followed out in the training of new men. In ad dition to thi s, 
we also call all train men togeth er two or three times each year 
fo r instruction on points o f general guidance, such as courteous 
tr eatment o f the publi c, pr evention of accidents and any spe
cial fea tures that may require attenti on at the time. With a 
view of urging the employees to the necessity of extreme care 
in order to avoid accidents, we make use of a chart showing 
the number o f accidents o f each class occurring on each of the 
variou s lin es, the total number of each class, the total number 
on each line and the grand total of all accidents occurring with
in the period under consideration. 

In order that the motormen and conductor s may not ·neglect 
to keep themselves famili ar with the rules o f the company we 
re-examine them on the book o f rules every three years , mak
ing use o f the same printed fo rm s as ar e used at the first ex
amination. On the whole, we may say that the result s o f in
struction have been wholesome and gratifying, and that what 
we need at present t o insure a greater measure o f success is 
not a means of compelling trainmen to submit t o arbitrary 
rul es, but a means t o instil into them the spirit o f generous 
and conscientious co-oper ation. 

ALLOWANCE FOR OBSOLESCENCEUPHELD IN FRANCHISE 
TAX CASE 

A decision was rendered by Justice Randall J. Le Bceuf, 
o f the New York Supreme Court, on Nov. 25, upholding the 
contention o f the Brooklyn Rapid Transit Company that the 
fr anchi se tax valuation on certain surface subsidiary railways 
as fi xed by the State Tax Commission should be reduced from 
$1 ,365,842 to $334,538. The court upholds the reasonableness 
o f an a llowance fo r obsolescence and inadequacy of equipment. 
The decision says in part: 

"If the State T ax Coni~ission's decision is to be construed 
as laying down the rule that no allowance shall be made for 
obsolescence or inadequacy o f equipment, not yet sustained, 
but capable o f reasonable ascertainment for the future, it does 
not appear to me to be consistent with the expressed policy of 
thi s Sta te. A s surely a s humanity travels from the cradle to 
the g rave the machinery and equipment of a public service cor
poration travel toward the scrap pile. The plant and struc
tures depreciate in less degree, but as certainly. This is ordi
nary depreciation. 

''But another form of depreciation in the case of properties · 
herein being valued takes place. The machinery or equipment, 
whil e still capable o f years o f service, becomes inadequate to 
do th e work demanded-not only by the corporation but by the 
law itself. In the case particularly o f electrical machinery the 
type becomes obsolete by reason o f invention, as increasing pub
lic demands frequently require in aid of safe and adequate 
service that the obsolete appliance or equipment give way to 
renewal. 

''Some of these cha nges are capable o f definite ascertainment. 
Many o f them may be provided against for the future by set
ting aside fr om gross earnings a reasonable sum to create a 
reserve against the day when they shall come. This reserve, 
with the am ounts set apart for ordinary depreciation, goes to 
amortize the capital o f the company. Amortization of capital 
is something o f a novelty in the case of public se~vice corpora
ti ons. A morti zation o f securities of trustees and money cor
porations has been kn own for many years and the principle 
has been applied by manufacturing corporations. Public serv
ice corporations alone were slow to recognize this necessity. 

" The wrecks of many o f such corporations scattered through
out the S tate would not to-day be seen if early this principle 
had been appli ed to their accounting. 

"In the old days, after original paid-in capital and original 
bond issues had regularly paid their dividends and interest out 
o f ea rnings and the plant had depreciated or become in whole 
or in part inadequate or · obsolete, it was necessary to issue a 
new batch of bonds to cover a new plant, while the old plant 
was actually on the books at practically its original value. Capi
tal r emained apparently unimpaired and clamoring for divi
dend s. If the money were actually obtained the bondholders 
sooner or later owned the road, and upon reorganization were 
obliged in the interest o f th € property to eliminate in whole 
or in part the original stockholders. 

"The P ubli c Service Commission law recognizes this amorti
zati on principle, and yet the State Tax Commission is insistent 
that no reasonable basis exists for the creation of an amor
tizati on fund. 

"If a public-service corporation comes into court and re
ouests that it be permitted to set aside a reasonable amount of 
its gross ea rnings fo r such an amortization fund it is difficult 
to understand why the court should refuse to consider that 
request." 

---·•·•·•·----
·consul William Coffin , o f Jerusalem, has transmitted to the 

Bureau o f Manufactures, Washington, D. C. , translated copies 
o f the contract and specifications for the tramway concession 
in J erusalem and a copy of the original French text of the con
cessioq. All these papers are on file in the Bureau of Manu
factures and can be obtained by interested American contrac
tor s by referring to file N o. 5863. 
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CENTER-VESTIBULE STEEL TRAILERS FOR PITTSBURGH 
T he P ittsburgh R ailways Company is now placing in ser vice 

a new pay-at-ent rance trai l ca r o f the novel center-entrance 
and exit design showll in the accompanying illustra tions . F ifty 
o f these ca r s were ordered of th e Standard St eel Car Com
pany some months ago, but, owing to various delays in manu
factu r e, a re on ly now begin ning to a rrive. T he car is of steel 

,'I> up to the letter board with th e exception of the fl oor s an d seats 
# The entrance and exit ar e at the center o f the car , so that th e 
' ' seats extend clear ar ound the car, except ac ro.3s the door. 

T he car seats 62 people an d complete with trucks, Pete r 

Pittsburgh Trailer Operation- Center-Vestibule Trail Car 

Pittsburgh Trailer Operation-Car Interior, Showing the 
Position of the Conductor 

use of only one step up into the car and fac ilit ates the loading 
and un loadin g. The accomp anying view of the interior shows 
the position of the conductor and cash box near the entrance. 

Some of the most importa nt dimension :; of these t railers are 
as fo llows: Length over all , 45 ft .; width over all , 8 ft. 2 in.; 
step height s, 16 in . and 14-in.; height from the r ail to the top 
of th e roof, IO f t . 6 in.; truck center s, 22 ft. 6 in ., and wheel 
base of truck, 4 ft. 4 in. 

---•·•·•---
HEARING BEFORE INTERSTATE COMMISSION ON STEAM

ELECTRIC INTERCHANGE 
T he lnterstate Commer ce Commi ss ion on Dec. 1, 1910, gave a 

hearin g at vVashington on the petit ion of the Cincinnati & 
Columbus T r action Company, which operates an electric rail
way between Cincinnati and H ill sboro, directed again st t he 
J\'o r fo lk & Weste rn R ailway and the Baltimor e & Oh io South-
western Rail road. 

T he complainant desired to connect its line with those of the 
defendan t at H ill sboro. wi th a view to participate with them in 
th e inter state commerce of that section of the State. The steam 
roads re fu sed to permit the connections to be made on the 
ground tha t un der the law satisfact ory through routes and 
joint r ates already were in operation , and that , in asmuch as 
the elec tric ra ilway prac tica lly pa ra lleled the lin es of the steam 
r ailways, to g rant it such connections as demanded wo uld 
mer ely subdi vide an already insigni ficant interstate business. 
T he Cin cinn ati & Columbus Traction Company held that the at
titude of th e steam r ailr oads was untenable and was assumed 
because the complain ant' s li ne was oper ated by elect r icity. 

---◄·+-----

HEARING ON SERVICE IN QUEENS COUNTY 

A hearing was held before Commiss ioner Bassett of the 
P ublic S er vice Commi ss ion of the F irst D istri ct of New York 
on Dec. 1, 1910, to inquire into the service furn ished by the 
~ew York & Q ueens County R ailway. O ne of the prin cipal 
causes of com plaint is th e question of diverting car s fro m the 
fe rry at th e foot of Bord en Avenue, i;ong Island Ci ty, over the 
Queens borough Bridge to New York, and operating a shutt le 
se rvice from, th e plaza of the bridge in Long Island City to the 
fe rry. It was expla ined th at it woul d be physically impossible 
with the pr esent fac ilities of the company to estab li sh the r e
duction in the headway of ca r s whi ch the compl ainants had 
suggested. The company had awa-derl contract s fo r 23 cars. 

Pittsburg Trailer Operation-View of Motor and Trail Car Illustrating the Respective Places for Boarding and Alight
ing, Except T hat the Front Exit of the Motor Car Is Not Shown in Use 

Smith hot-air heat er and all , detail s r eady to oper ate weighs 
onl y 22 ,300 lh. , or 360 Iii , Jl "' r passenger . vVhen coup led to one nf 
the rai lway company's semi -steel pay-at-entrance ca rs the t wo
car train furni shes 11 8· seats. T he car i ,-; nrnunted on t ruck s 
having wheels on ly 22 in . in di ameter. T lrn s thv fl oor can be 
placed 20 in. abo ve the rail and he on a leve l with th e back 
plat fo rm q f th e ordinary car. Thi !> arrangement allows the 

but th e ca r huil de 1-s we re behind wi th their work. Six of 
th e ca rs had been delive red, six were in transit , and the re
main ing 13 cars wo uld he sh ipped hy the end of Dece111lier. 
M r. Dasse tt inst ructed 1-.:. G. Conn ett e, transportation engin eer 
of the com mi ssion, to st udy traffic condition s 0 11 the lin es of 
the co111pany and confe r with the officers of th e company ;rnd 
th (' ti

11

r cpor't to th e co 1111ni r-;~ i nn. 
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ANOTHER SUBWAY PROPOSAL IN NEW YORK 

On Dec. s, r9ro, the Interborough Rapid Transit Company 
submitted a proposition to the Public Service Commission to 
bui ld and operate extensions to the subway system, Briefly the 
proposal of the company provides for that portion of the tri
borough subway from Forty-second Street north with a subway 
in Lexington Avenue and elevated extensions to Pelham Bay 
Park and to Woodlawn Cemetery in the Bronx; a subway down 
Seventh A venue from Forty-second Street south, continuing 
under Varick Street and West Broadway; a tunnel to Brooklyn 
in the neighborhood of \Vall Street connecting with the Lafay
ette Avenue subway which the company proposes to build and 
also with the Fourth Avenue subway now under construction 
by the city. The company also proposes to operate the 
Fourth Avenue subway and to bui ld an elevated extension to 
Coney Island and a subway extension to Fort Hamilton. 

The proposal of the company was addressed to William R. 
Willcox, chairman of the Public Service Commission of the 
F irst District of New York, by Theodore P. Shonts, president 
of the Interborough Rapid Transit Company. After reviewing 
the lines which the company proposes to include in it s offer 
the letter from the Interborough Rapid Transit Company con
tinues in part as follows: 

'"The cost of constructing and equipping the forego ing lines 
is estimated at $r28,ooo,ooo. The Interborough Rapid Transit 

"(a) Maintenance of" equipment, including an allowance for 
depreciation; 

"(b) Maintenance of way and structures, including an allow-
ance for depreciation; · 

" ( c) Traffic expense and cost of conducting transportation; 
" ( d) General and administration expenses; 
" (e) Taxes, if any; 
"(f) The actual annual charges of the company for carrying 

the cost of equipment and providing a partial sinking fund of 
¼ of r per cent per annum to meet obsolescence and for carry
ing that portion of the cost of construction not met by the 
funds contributed by the city and providing a sinking fund of 
r per cent thereon; 

"(g) Interest on bonds issued by the city to defray the cost 
of construction, plus r per centum per annum as a sinking 
fund. 

"3. The gross operating revenue of the new extensions shall 
be ascertained from the number of tickets sold at the stations 
along th e new extensions, or from the number of tickets de
positecl __ in the chopping boxes on the new extensions. 

"4. If the gross income in any year, after providing for the 
charges above mentioned, shall be insufficient to meet the in
terest and sinking fund upon the construction and equipment 
bonds issued by the company, the deficit fo r such period shall 
b~ borne by the company, and shall not be a cumulative charge 
against future earnings. 
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Present and Proposed Underground Lines in New York Referred to in the Proposition of the Interborough Rapid 
Transit Company, Submitted on Dec. 5, 1910 

Company hereby offe rs to build and equip the same for $53,-
000,000, to be furnished by the city, the city to provide in addi
tion the necessary easements and right-of-way, and the company 
to supply the funds necessary to defray the additional cost of 
construction and equipment, which, upon the basis of the above 
estimate, would amount to $75,000,000. The work will be done 
as 'extras' under the terms of the rapid transit contract of 
Feb. 21, 1900, under which the original subway was constructed 
and is operated, except so far as the terms thereof may be 
modified by the provisiom, except this offer; and the lines when 
constructed and equipped will be operated by the Interborough 
Rapid Transit Company as parts of the existing subway system, 
with a single 5-cent fare and free transfers, upon the following 
terms: 

"r. The net profits from operation, to be arrived at as herein
after provided, shall be disposed of as follows: 

"(a) The city to take all net profits for the first five years 
from the time of beginning operations on any portion of the 
new subway extensions; 

"(b) The net profits after five years to be equally divided 
between the city and the Interborough company. 

"2. The net profits shall be determined by deducting from 
the gross revenue of the extensions charges for the following 
items, in the order named: 

"5. If the gross income for any year, after providing for all 
charges above mentioned, including interest and sinking fund 
upon bonds issued by the company to defray the additional 
cost of construction and equipment, shall be insufficient to meet 
the interest and sinking fund upon the city's bonds, the deficit 
sustained by the city for such period shall accumulate and be a 
charge against the future profits before any division thereof 
shall be effected between the city and the company. 

"The city will retain the right, now provided for by law, 
to take over the extensions at .any time after ro years fr.om 
the time that any portion thereof may be put into operation, 
upon paying to the company (a) the amount of its investment 
in construction over and beyond the $53,000,000 supplied by the 
city, plus rs per cent, which sum shall decrease as the term 
continues, so that at the end of the full term of the contract 
under which the said extensions may be built as extras no 
amount will be required to be paid by the city, and (b) the then 
reasonable value of the equipment. 

LETTING OF CONTRACTS 

"If this proposition be accepted we are prepared to enter 
immediately into contracts to carry the same into effect. Each 
part of the road as completed will be immediately opened for 
operation. 

"We have considered your suggestion that the present sub-
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way leases should be so altered that the terms thereof and of 
all extensions thereto operated by the Interborough Rapid 
Transit Company should end at the same time. Contract No. 1, 
under which the Manhattan portion of the subway was built, 
provides for an original term of 50 years, with the right to 
renewal for an additional term of 25 years. Contract No. 2, 
under which the line from the City Hall Park to Flatbush 
Avenue in Brooklyn was built, provides for an original term 
of 35 years, with the right to renewal for an additional term 
of 25 years. 'vV e are willing, if it can be legally arranged, that 
these contracts should be so modified that the original terms 
thereof and of all extensions built as extras under Contract 
No. 1 should be fixed at 49 years from the date of the comple
tion of the extensions, and that the privilege of the renewal 
terms of 25 years should be canceled. 

"The company also offers to equip and operate, under a lease 
for a term equal to the unexpired term of Contract No. 1, 
under which the original subway was built, the Fourth Avenue 
subway in Brooklyn, including extensions to Fort Hamilton 
and Coney Island, when completed, as part of the present sub
way system, for a 5-cent fare, upon the following terms: 

"The gross earnings of the Fourth Avenue division, of which 
a separate account shall be kept between the city and the com
pany, shall be ascertained from the tickets deposited at the 
stations upon the division. From the gross earnings thus ascer
tained shall be deducted: I. (a) All station expenses; (b) 
Maintenance of way and structures; ( c) Damages for accidents 
happening on the division. 

"2. Other operating costs to be determined according to unit 
costs on the Interborough system, upon a car mileage basis: 
(a) Conducting transportation; (b) Maintenance of equipment 
and depreciation; (c) Cost of power; (d) General and adminis
tration expenses; (e) Taxes, if any. 

. "3. After the payment of the foregoing charges the actual 
annual charges of the company for carrying the cost of equip
ment and providing a partial sinking fund of three-fourths of 
I per cent per annum to meet obsolescence. 

"4. From the balance of the income then remaining shall be 
paid interest and sinking fund upon bonds issued by the city 
to defray the cost of construction upon that part of the road 
equipped and operated by the Interborough company. 

"If the income shall be insufficient to meet the foregoing 
charges, or any part thereof, the deficit shall be paid annually 
by the city, but that portion thereof which represents payments 
made by the city upon bonds issued by the city as hereinbefore 
provided for shall accumulate and be a charge against future 
profits before any division thereof shall be effected between 
the city and the Interborough company. 

"5. The net profits remaining after providing for the fore
going charges shall be equally divided between the city and 
the company. 

"The proposition herewith submitted is believed to embrace 
the following advantages over any other now before the city: 

"1. Citizens of Brooklyn, Manhattan, Queens and the Bronx 
may be transported to any point upon the enlarged subway 
system for a 5-cent fare. 

"2. The extensions proposed can all be completed within a 
period of five years from the time when the right to begin 
construction is given. . 

"3. The plan set forth leaves free for additional extensions, 
or for such other purposes as the city may determine upon, 
the funds which will be available in each succeeding year. 

"4. The city under the plan proposed would have in operation 
a harmonious subway system, with a through four-track line 
upon the east side and a through four-track line upon the west 
side of Manhattan, with suitable extensions to the Bronx and 
Brooklyn. 

"5. If competition with the Interborough Rapid Transit Com
pany be the prime consideration, it is believed that by the con
struction of the proposed extensions the city will be in a posi
tion to establish an independent competitive line at an earlier 
date than would otherwise be possible. The west side down 
town extension and the east side uptown extension in Man hat-

tan, together with the Bronx and Brooklyn extensions, could be 
taken over after 10 years from the time when the lines or any 
part thereof were put into operation. 

"The Belmont tunnel, when completed, will represent a total 
investment of approximately $ro,ooo,ooo. It will therefore be 
perceived that the contribution which the Interborough Rapid 
Transit Company proposes to make from its funds toward the 
establishment of a well-rounded rapid transit system in this 
city approximates a total of $ro7,ooo,ooo, against a contribution 
of $53,000,000 on the part of the city." 

William G. McAdoo, president of the Hudson & Manhattan 
Railroad, in a r ecent letter to William R. Willcox, chairman of 
the Public Service Commission, says that if the commission 
does not make a decision on the offer to operate the proposed 
tri-borough route on or before Dec. 15, 1910, the offer will be 
withdrawn. Mr. McAdoo said in part in his letter: 

"Our proposal is for the operation, not construction, of the 
system. If the commission should determine to award contracts 
immediately, we would respectfully suggest that action be 
postponed on those sections affected by the changes which will 
be necessary if our proposition be accepted. These changes 
will not, on the whole, delay progress of the work. 

''We do not want to appear as attempting in any manner to 
influence the action of your commission in regard to these mat
ters, as we realize that they are the subject of your own dis
cretion and judgment. Our purpose is merely to suggest the 
wisdom of withholding contracts for these sections until a 
decision on our proposition can be reached, since the changes 
in question can probably be effected more economically and 
with greater advantage in advance of the letting of such con
tracts than afterward. 

"We trust that the commission may find it possible to render 
a decision on or before Dec. 15. 1910, at which time we shall 
be obliged to withdraw the offer if nothing shall have been done . 
We do this because we feel that it is to the interest of the 
public and of all concerned that prompt action shall be taken." 

In a speech which he made at the luncheon of the City Club 
on Dec. 3, 1910, Mr. McAdoo commended the plans for the 
tri-borough subway as projected by the Public Service Commis
sion. In the course of his remarks he said: 

"I 'think the plan can be bettered in some re.,pects, but I am 
frank to say also that you can appoint a hundred bodies or 
committees of engineers or of citizens and ask them to study 
the subway problem and submit a plan, submit suggestions and 
submit specifications and I will guarantee that no two of them 
will be in accord either as to the route or as to the specifications, 
or as to anything, but I think that the duly constituted authori
ties under the law are the people to make that plan. 

"Now, I am perfectly frank to say that any intelligent studv 
of the question of competition will convince any i;1tellige1;t 
mind that any competition which is cle~tructive of r easonable 
rates among carriers is unwise, is uneconomic and is something 
that ought not to be had; but competition, on the other hand. 
which does not mean destructive rates, but does mean improve
ment in the service, a competition in quality and quantity and 
general treatment of the public, is Yery desirable. 

"The construction of the larger dimensioned tunnel meam 
not only better and more economical operation, but it a lso 
means better ventilation, it means lower temperature in those 
tunnels , and it means to every man, woman and child who rides 
in the cars greater comfort because of the better temperature 
and better ventilation. 

"I believe absolutely that if the City of New York to-day 
would give to private capital a franchise for 75 yea r s, under 
which there may be th e necessary guarantees for continued use 
and operation of this property, and you would give to private 
capital all of the surplus earnings after paying 4 per cent to 
the. city and the sinking fund, then you could get the money 
with a guarantee to the city, but when you say that after ro 
years, if it is a profitable investment, the city reserves the right 
to take the property, I say you can't do it, and I say no gentle
man in this room. would put money into a proposition of su,h 
a character unless he had such a long term." 



ELECTRIC RAILWAY JOURNAL. [ VoL. XXXVI. ~o. 24. 

On Dec. 5, 1910, Frank J. Sprague gave an interview in 
which he said that he realized that Mr. McAdoo had him in 
mind when he referred to certain matters in his City Club 
speech, particularly in the statement that ce rtain critics of the 
tri-borough system had said that it would be impossible to find 
a railroad man to operate the new system under any conditions. 
.:VIr. Sprague declared that what he did say was that it would 
be most unlikely that an operato r could be found to assume 
the task under what has hitherto been se t forth as essential, 
that is, a guarantee o f fi r st li en in favor of city interest and 
sinking fund and the operation o f the Brooklyn loop and the 
Canal Street extension. 

According to Mr. Sprague, Mr. lvI cAdoo's proposal for a 
route as it r elates to the three boroughs is so changed that his 
plan is a se lected one, made up o f the Manhattan heart o f the 
section s recently bid upon and other new ancl more valuable 
routes not fo rming any part o f the o riginal tri -borough system 
for which bids a re now demanded. l\I r. Sprague said he 
was willing to make a bid, under certain conditions, for the 
operation of the same system which l\1 r . McAdoo is willing to 
bid for, or fo r a n alternative route, and to guarantee, under 
heavy forfeiture, that his proposal will be a much better one, 
so far as the city is concerned, than Mr. McAdoo's. The con
ditions which Mr. Sprague lays down are that the city shall 
abandon its demands, which have hitherto ruled with regard 
to the Interborough Rapid Transit Company, of a guarantee 
o f the interest and sinking fund against the cost of construc
tion, and permit private capital to have prior lien on the net 
earnings and sta te that competitive proposals will be accepted 
under seal at a specified date. 

Commi s:,ioner Eusti s said to r epresentatives of the Tri-bor
ough League who ca lled on the commi ssioner recen tly to urge 
that contracts be awarded for the con struction o f the tri-
borough system : . 

"We certainly must consider whether an operator can be 
secured under fair term s, before deciding upon a route. It 
may be necessary to readvertise for new bids, as those received 
on some of the sections were fa r from satisfactory. On the 
Canal Street crosstown line, fo r instance, the bids were so 
much above the estimate that our enginee r s a re making revised 
plans." 

----·♦·----

DISCUSSION OF THE REPORT OF THE COMMITTEE ON 
EQUIPMENT * 

BY W. J. HARVIE, CHIEF ENGINEER, SYRA CUSE RAPID TRANSIT COM 

PANY AND UTICA & l\lOHA\VK VALLEY RAILWAY 

T here are two items among th ose which were ~onsidered by 
the committee on equipment at· Atlantic City last October to 
which I wish especially to ca ll your attention. 

T he fi r st was the matter of satisfying the demand for a rea
sonabl e system of units of comparison of car weights. T he 
need for a suitable unit of this kind is generally acknowledged 
and the comm ittee made considerable progress when it carried 
the matter far enough to report and make a suggestion. The 
followi ng are paragraphs from the report : 

''The r ecent growth of interest in the question of car weight s 
has developed a demand fo r a r ational system of units of com
pari son. The unit most used in discussing car weights is 
'pounds per passenger sea t.' This is a very convenient and 
instructive unit of comparison fo r ca rs of th e same general 
type, in similar se rvi ce, and undoubtedly will continue to be 
used. 

"It should always be r emembered, however, that this unit may 
be quite meaningless in comparing cars of dissimilar types. 
For instance, the statement that a car weighs 2000 lb. per 
passenger seat conveys an impression of excessively heavy con
struction; but the further information that half the car is de
voted to a baggage compartment calls for quite a different 
opinion. Again, the statement that a car weighs 550 lb. per 

* Abstract of paper presented at the quarterly meeting of the Street Rail
way Association of the State of New York held at Syracuse, N. Y., Dec. 
7, 1910. 

passenger seat might lead to expectations of extraordinarily 
light construction which would be at once dissipated on learning
that the car is a 15-bench open one. 

"There seems to be a need o f a unit of comparison applicable 
to car bodies of different types, and it is suggested that this 
unit should be 'pounds per square foot of area.' The area 
considered should be calculated by multiplying the extreme 
length of the car, over platform end framing, by the greatest 
width, excluding steps or running boards. 

"It is suggested that weight of trucks should be compared on 
the basis of 'pounds per ton on center plate,' as it is obvious 
that trucks must be designed to carry the maximum load. 
Th e weight of car plus maximum load is the proper center 
plate load basis." 

The idea here expressed is an excellent one and it is to be 
hoped that this committee will continue its im·estigation along 
this line until it is assured that it has found the right unit. 

The second matter might be called the "rational method of 
r educing car weights." Three general methods are suggested 
for the reduction in car weights : 

( 1) By r educing body weights. 
(2) By reducing truck weights. 
(3) By reducing electrical equipment weights. 

A g reat deal o f attenti on has been given o f late to the reduc
tion o f body weights, and some progress has been made. But 
human nature is very apt to go to extremes and we must 
watch out that we do not get to; light a car body. This may 
sa fely be left to the committee. 

Into the second item, truck weights, railway men have not 
gone so thoroughly until lately, but it would seem that there 
is considerable opportunity for development in the manu
facture o f light trucks. The truck builder cari do much to 
facilitate this improvement and the committee is to be com
mended for its work in getting the truck builders interested in 
this matter. The committee states that truck manufacturers 
fi nd a good deal of their trouble in lightening the design of 
trucks due to the individuality, if it may be so called, of 
operating engineers in specifying sizes and types o f wheels and 
ax les. It would seem that this matter will r egulate itself 
shortly by the introduction into actual practice o f the various 
standard axles and wheel sections which haw been adppted by 
the American E lectric Railway Engineering Association. This 
r esult, however, must of necessity be a matter of gradual 
growth. We, as railway men, as far as is possible on our 
sys tems, should g radually adopt these standards. 

Regarding the third item, the matter of light electrical equip
ment, we can, of course, get more horse-power out of present 
types of motors by providing for higher motor temperatures. 
It would seem, however, that a very considerable and imme
diate saving might be made in the use of single end instead of 
double end equipment. This is, of course, a subject which is· 
~omewhat threadbare, but the immediateness and ease of ap
plication of this partial remedy is the reason for its mention 
here. I am glad to note .that there is a growing tendency of 
those who are most vitally interested in continuity of operation 
toward single end equipment. It is granted, of course, that 
the double end equipment will be more flexible in operation, 
and as stated in the r eport: "The first and foremost neces
sity in any equipment must be it ;; reliability o f perform
ance; second, the cost o f operation ; and, third, the cost of 
maintenance." 

It appears that the first of these is fulfilled by the single end 
equipment except in the case of extraordinary interruption of 
traffic, such as fires and the like; the second condition is ful
filled completely by the single end equipment, as is also the. third. 
Against the emergency cases cited in the first instance must be 
balanced the cost of carrying around continually an extra ton 
or more o f weight at $IIo to $125 per year per car. 

Several other methods of reducing the ~eights of electrical 
equipment are suggested, but it would seem that the most avail
able one just now is the one to which I have called attention 
above. The advisability of u~ing two-motor equipment further 
to reduce weight is, I believe, open to further investigation. 
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TRAINING OF TRANSPORTATION EMPLOYEtS * 

BY W. H. COLLINS, GE.!ERAL MANAGER, FO N DA, JOHNSTOW N & 

GLOVERSVILLE RAILROAD. 

The topic fo r this paper was left to my own se lection, but 
there was a provision that it must be the question or subj ect 
discussed at the A tlanti c City c011\"ention which most interested 
me, and I have, therefore, selected the report of the committee 
on the training of transportation employees. J t would be diffi
cu lt to find a more important sub ject for di scussion among op
erating railroad men. T his is a question in which we all are 
vitally interested, and one that comes home to every one of us, 
no matter to what departm ent we belong or what positi on we 
may hold, as each of us kn ows that the success or fa ilure of 
the property must ultimately depe nd upon the transportation 
department. 

The r eport states that the committee deyoted it s work prin
cipa lly, du:-ing the last yea r , to the consideration of two sub
jects, which seemed to it to be especially important at this time. 
T hese subjects are: 

1. The most effective method of educating new men "during 
the breaking-in period" to render them sufficiently fa mili ar with 
the duties they will be called upon to perform to warrant their 
being intru sted with the operating of ca rs. 

2 . Ways and means from an operating standpoint to render 
employment on electri c railways more inviting to a higher class 
of men, and to induce effici ent men to remain . 

The report o f the committee is based upon the assnmption 
that the appli cants have been properly sele·cted in accordance 
with the recommendati on as outlined in th e reports of previous 
committees. 

I agree with the committee that more time · and attenti on 
should be given to the instruction of the student in th e mech
anism of the car which wi ll be placed in his hands for opera
tion. On the large systems, especially the large city systems, 
where schools of instructi on are in vogue, thi s matter is un 
doubtedly given the att ention which it dese ryes, but on the 
medium size or smaller properties t00 littl e attention is the 
rule rather than th e exception. \ i\There there is no school of 
instruction, or where no skeleton ca r is used, it is the usual 
custom to have the student motorman work in the ~]~op or 
pit to obtain th e necessary in format ion regarding the mei:han
ism of the car. Have you ever noticed how much attention is 
paid by the ,;hop or car-house men to see that the student is 
properly in st ructed? It has been my obser vation that, as a 
rule, the shop men and depot men are not much interested in 
educating motormen, but are more interested in trying to get 
the student to do as much of their own work as possible. I 
have often found a student lea rning the detail operati on of 
motors, controllers ancl brakes while bus ily engaged in clean
ing bearings, or perhaps tracing th e flow o f current in the 
work of removing g rease from gears and pinions, with a little 
diversion now and then in the way of cleaning out the pit . 
Ust1.ally a week or IO cl ays is the time a llotted the student in 
the shop or barn, in which he is supposed to learn all about 
the operation of mechani sm of the car, and for which he is 
either a llowed no pay at all or about one-half pay. · 

I think most of us can imagine in what a confused condition 
the mind of the student mu st be after passing through this ex
perience and how ill fitted he is to cope ·wi th some minor 
diffi culty wh ich may arise in the operation of his ca r, whi ch 
may he the cause of a se rious tie -up in traffic that could easily 
have been avoided if the motorman had been properly trained. 
I believe that where there is nn school nf in st ruction, o r 
where no instructor is provided, the student should be placed 
in the shop or depot in direct charge o f th e foreman and 
should he lef t there a suffi cient length o f time to become per
fectly familiar with the mechanism of the ca r . I also believe 
that he should he paid regu lar wages while he is se r ving thi s 
time, and the responsibility for hi s proper instruction should 

• Abstrac \ o_f paper read before the quarterly meelinJ( o f the Strcet Rail 
way Association of the State of New York ht·ld at Syracuse', N. Y., 
Dec. 7, 1910. 

be placed upon the fo reman in charge, and he should not be 
permitted to take charge of a car until 0. K.'d by the fo reman 
or master mechanic. 

The r epor t of the committee with respect to the conductors' 
course would seem to cover the situation quite full y. 

The recommendati on o f the committee with respect to fur
ther in structi on after complet ion of the student's course is 
good, but it appears to me that right here is the crucial point 
of the process through which the student is passing. He is 
now t o be instructed by the superintendent or oth er responsible 
official on points covering his genera l work. Up to this time 
it appears to him to have been very much of a one-sided affair; 
the company fi rst demanding proper references, the filing of 
an app li ccrtion blank, assurance of willingness on his part t o 
obey all rul es, agreement to ass ume all ri sks by reason of his 
employment, breaking in fo r a period of two weeks or more 
without pay, ser ving time in the depot or shop with little or 
no pay before he can qualify fo r the position. :-J ow, I bel ieve, 
the tim e has arri ved when the superintendent or examining 
official should begin his r eal missionary work. After properly 
instructing the student with reference to hi s duti es toward the 
publi c, the importance of promptness in r eporting for work, 
the necessity for cheerful obedience in carrying out all order s 
from superior office rs, he should outline the poli cy of the com
pany with respect to the treatment_ of its employees. He should 
make the student understand that the pol icy of the company 
is to give every man a square deal. i\fake him feel that 
loya lty is the fi r st requisit e and that, in ret urn, the company 
will be interested in him and will desire to have him become 
a permanent part of it s organizati on. Such a declara ti on on 
the part o f the company, through the medium of its super
intendent or examining official, cannot but hav e its effect on the 
appli cant, provided he has been properly selected. He begins 
to look at things in a di:ferent light, as he has now obtained 
hi s in formation regarding the policy of the company at first 
hand, and he begin s to feel that the company is interested in 
hi s welfare. 

After a certain pe riod o f probation the student should be 
subj ected to a written examinati on based on the book of rules , 
and should be required to pass it sa tisfactorily. These ex
aminations should be taken in the proper manner under the 
eye of the superintendent o r examiner appointed for that pur
pose, and the examination papers should be properly signed 
by the examiner and fil ed. T o my mind they constitute a 
record of exceeding importance and may be of g reat value to 
the company in a case of a serious acc ident, besides having 
been of great benefit to the employee. 

I believe great strides have been made during the past few 
yea r s in the selection and training of transportation employees. 
I do not be lieve, however, th at we have kept pace in this 
respect with the rapid changes which have taken place dur
ing the evolu tion of the electric railway business, but we are 
gain ing ground. · \Ve are now conscious of the fact that we are 
engaged in rea l railroading and that it requires men of di f
fe rcnt caliber, and that something more is required in the 
train ing of them than under former conditions. \Ve realize, 
more than ever before, that the positions occupied by trans
portation employees a re important, and that there is a dignity 
and responsil,ility attached to th em: and this thought we must 
impress upon the mind of the employee. He shou ld be made 
to feel and understand that we consider hi s position a r espon
sible and digni fied one, and that that very fact is the r eason 
why so much time and thought are expended in hi s selection and 
t ra ining. l\ [ ake him feel that th e pos ition and wages re
ceived compare favorably with those o f the machinist and 
other craftsmen: that the work is clean; that the co nditions 
under which he labors are favorable compared with many other 
vocations, and that he should enter this busines~ with the idea 
of making it hi s li fe work. 

I am a g reat beli ever in "follow-np" work, and think that it 
should conti nue fo r some time; in fact, it should never he en
tirely relaxed. Tt can be taken up along ed ucational lines, 
which, I beli eve, is one of the best means of reaching and 
maintaining high efficiency among employees. 
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REPORT OF THE COMMITTEE ON THE MEANING · OF 
THE WORD "CENTER-BEARING H IN THE 

NEW YORK STATE RAILROAD LAW * 
BY W. H. COLLINS (CHAIRMAN), 111. J. FRENC H AND B. E. TILTO N. 

Your committee appointed at the annual meeting of the asso
ciation held at Cooperstown on June 27 and 28, 1910, for the 
purpose of conferri ng with the Public Service Commission as 
to the proper interp retation of Section 192, form erly Section 
109, of the Railroad Law o f thi s State r elating to the use of 
center-bearing rail s, begs leave tO report as follows: 

After due consideration by the committee and informal re
port to the executive committee of the association on Aug. 9, 
19IO, at the City of A lbany, N. Y., your committee was furth er 
authorized and directed by the executive committee to petition 
the Public Service Commi ssion of this State for it s aid in pro
curing the repeal or substantial modification of said Sec
tion 192. 

Under date of Sept. 3, 1910, your committee presented to the 
Public Service Commission, Second District, th e fo llowing 
petition : 
"T o the Public Service Commi ss ion, Second District, State of 

New York, Albany, N. Y. 
"The petition of the undersigned respectfully show.s that they 

a re members of and co mpose a committee duly appointed by the 
Street R ailway Association of the State of New York, in regu
lar convention, assembl ed at Cooperstown, N. Y., on June 27 
and 28, 1910, and that said committee was then and there duly 
authorized and directed to confer with members of this commis
sion as to the proper interp~etation of Section 192, formerly 
Section I09, of the Rai lroad Law of thi s State, r elating to the 
use of center -bearing rails. 

"That your petitioners were, after due consideration of the 
matters involved, on A ug. 9, 1910, at the City of Albany, N. Y., 
further authorized and directed, by the executive committee of 
said association and on behalf of said association, to petition 
the said Public Service Commiss ions of this State for their 
aid in procuring the repeal or substantial modification of said 
Section 192. 

"In compliance therewith we beg to suggest as reasons for 
asking the repeal of said section or its substantial modification 
the fact that under said section, as it now reads, no choice or 
discretion as to th e kind of r ail to be used in streets of any 
incorporated city or village of this State is veste d either in 
t he local authority in said cities or villages or in the P ublic 
Service Commi ssions of thi s State, but it is, by said section, 
made mandatory upon all street surface rail road corporations 
to lay therein 'such grooved or other rai l of such shape and so 
laid as to permit the paving stones to come in close contact 
with the projection which serves to guide the flange of the 
car wheel. ' · 

"Your petitioners believe that a fa ir construction of said 
section absolutely eliminates the use in such streets of, among 
others the T-rail, which is now conceded by rai lroad authorities 
to be the best design for rail sections, as well as one of the 
safest and most practicabl e rails that can be laid, and compels 
the use of a grooved rail; a rail which it is difficult to keep 
in line under heavy loads, thus lessening the safety and con
venience of passenger s, and the use of which rail imposes upon 
the companies a serious and heavy burden in the matter of keep
ing such rails free and clear from ice and snow. 

"Your petitioners therefore pray the aid of this commission, 
by suggestion or otherwise, toward the repeal or substantial 
modification of said section, to the end that either the local 
authorities of such cities or incorporated villages or the Public 
Service Commission of the proper district, or both, may have 
proper and sufficient power, authority and discretion in the 
premises. 

"Respectfully submitted this 3d day of September, 19IO. 
[Signed] 

"W. H. COLLINS, Chairnian; l\'.I. J. FRENCH, B. E. TILTON." 

*Report presented at the quarterly meeting of the Street Railway Asso
ciation of the State of New York held at Syracuse, Dec. i, 1910. 

As a fe siiTf'o f ' this petition a conference was held at A lbany 
on Dec. 5, 1910, with Chairman Stevens, of the Public Service 
Commissio11,' · Second District, at which time the whole subject 
was thoroughly discussed. The commission appreciates that 
Section 192, as it now stands, is ambiguous and suggests that the 
association draft a bill repealing Section 192, and enacting in 
its place a section · substantially as fo llows: 

"No rails for the use of any railroad shall hereafter be laid 
in any street; highway or other public place used for vehicular 
traffic except they a re of a type which has been approved by the 
Public Service Commission of the district in which said rails 
are to be laid as proper for use under the conditions prevailing 
at such place. The Public Service Commissions shall make 
and publish from time to time orders in which they shall ap
prove of types o f rail for use in such places." 

The commission suggests, if such a bill is drafted, that it be 
submitted to the P ublic Service Commissions of both districts 
before being presented to the Legislature. Your committee 
recommends, therefore, that the association appoint a committee 
to draft such a bill. , 

- --... ·•·----
QUARTERLY MEETING OF THE STREET RAILWAY 

ASSOCIATION OF THE STATE OF NEW YORK 
The fi rst quarterly meeting of the year of the Street Railway 

Association of the State of New York was held Dec. 6 and •7 
at the Hotel Onondaga, Syracuse. It began with an informal 
banquet at the hotel on the evening of Dec. 6. 

THE BANQUET 

A bout 75 persons were present at the banquet. A fter the 
coffee President Pardee read a letter from C. Loomis Allen 
expressing regret at being unable to be present at the meeting. 
President Pardee also stated that two other prominent mem
bers of the association would not be able to be in attendance: 
W. H. Collins, Fonda, who had just sailed for Europe on a 
short vacation trip, and Capt. J. W. Hinkley, Jr., Poughkeepsie, 
who was detained by illness. · At the suggestion of Pre.,ident 
Pardee a silent toast was drunk to Messrs. Allen, Collins and 
H inkl ey. 

Mr. Pardee then referred to the history of the assoc1atlon, 
which was founded in 1883, and expressed his high apprecia
tion of the honor accorded him at the June meeting in his 
election as president of the association. He also referred to 
the recent legislative inquiry in which the affairs of the associa
tion had been subjected to the closest scrutiny and to the fact 
that at the close of this inquiry the association was shown fairly 
and squarely to the people of the State as standing, and as 
having stood for many years, for all that was right. 

President Pardee then introduced the first speaker, who was 
Walter W. Magee, Corporation Counsel of Syracuse. Mr. 
Magee said that he spoke in behalf of the Mayor of the city, 
who was detained from the banquet by illness. He welcomed 
the delegates to the city and hoped that they would hold their 
meetings often in Syracuse. 

The next speaker was J. Stanley Moore, publicity agent of 
the Beebe Syndicate lines. Mr. Moore mentioned the advan
taaes which interurban electric railways bring both to the city 
an°d country. He said that the introduction of these railways 
is often opposed by the merchants in the villages under the im
pression that an interurban railway will make shopping more 
easy in the cities and thus decrease their own business. Mr. 
Moore said that this was not the case. While the business of 
the country merchant might change somewhat in character its 
volume was larger, not smaller, after the interurban railway 
was built. 

Mr. Moore was followed by W. J. Harvie, chief engineer, 
Syracuse Rapid Transit Company, who spoke for the Engineer
ing Association, and then by Allen C. Fobes, ex-Mayor of 
Syracuse. Mr. Fobes referred to the cordial relations which 
had always existed between the public and municipal govern
ments of Syracuse on the one hand and the railways of the 
city on the other. . 

John E. Duffy, superintendent, Syracuse Rapid Trartsit Com-
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pany, the next speaker, expressed the hope that all the delegates 
would find the meeting profitable and instructive. Mr. Duffy 
was followed by Harold C. Clark, who spoke for the Chamber 
of Commerce of Syracuse. The final speaker was J. Harry 
Stedman, who was recalled several times to tell more good 
stories. 

WEDNESDAY MORNING SESSION 

President Pardee called the meeting to order at IO :30 a. m. 
Secretary Reel announced that he had received letters of regret 
from J. C. Caliseh, L. S. Storrs, W. C. Wood and others. 

President Pardee then called for the report of the committee 
appointed to confer with the Public Service Commission relative 
to the meaning of the word "eenterbearing" as it appears in the 
railroad law. The report was read by M. J. Freneh, Utica & 
Mohawk Valley Railway. It is published elsewhere in this issue. 

MEANING OF THE WORD CENTERBEARING 

E. S. Fassett, United Traction Company, Albany, thought 
there were advantages in having the question of type of rail to 
be used deeided by the loeal authorities and engineers in con
ference with the company. The object sought when the com
mittee was appointed was to remove the ambiguity as to the 
term "centerbearing" as used in the law, not to initiate legisla
tion. He doubted the advisability of the association present
ing a bill to the Legislature. This was· not its purpose, whieh 
was primarily the discussion of technieal subjects. 

Mr. Freneh said that the idea of the eommittee was to work 
toward standardization in rails. At present T-rails were in use 
in some places and girder rails in others. The Public Service 
Commission had ,admitted that the present law was ambiguous 
and that it eon-tradicted itself in several places. It might in the 
future be eonstrued as requiring girder rails, although this had 
not been the interpretation placed upon it in the past. He 
thought that the section should be put in intelligible form. 

Mr. Fassett said that it was clear what the section meant, 
both from its history and its terminology. It meant the eenter
bearing rail used in the old horse-car days, consisting of a 
central tread and a flange on each side. Such a rail was now 
obsolete 'and no longer rolled. • It had proved a great obstrue
tion to vehieular travel. 

E F. Peck, Seheneetady Railway, said that there had been 
some controversy in Schenectady in regard to the meaning of 
the word, and he moved that the report should be referred to 
the executive committee for approval and aetion. The motion 
was carried unanimously. 

REPORT OF THE COMMITTEE ON TRAFFIC AND TARIFF 

The report of the committee on traffic and tariff was then 
read by B. E. Wilson, New York State Railways. This report 
is published elsewhere in this issue. 

Joseph K. Choate, Otsego & Herkimer Railroad, moved that 
the report be adopted, that the committee be given the thanks of 
the association and be continued, and that the appropriation re
quested be made. 

]. M. Campbell, Buffalo, Lockport & Rochester Railway, 
chairman of the committee, said there was a question whether 
interurban railways were railroads under the railroad law. He 
had a case involving exeess fare and the Public Service Com
mission did not make a definite ruling as to the responsibility of 
an interurban line, if any, under the elause in the railroad law 
in regard to this subject. He had made a rearrangement, how
ever, so that the fares charged now were in accordanee with the 
law, although the company might not be subjeet to the statute. 
Under the rearranged rates not more than 3 eents a mile, in
cluding exeess fare, was eharged. Under seetion 66 of the 
railroad law a penalty was provided if a steam railroad refused 
to check baggage. It was a ques tion whether interurban rail
ways were subjeet to this law. 

Mr. Fassett said that the only authority that could deeide 
those questions was the Public Serviee Commission. If the acts 
as now in force applied to interurban roads some changes should 
be made so that the law would conform more nearly to the 
methods of interurban roads. 

C. R. Barnes, eleetric railroad inspector of the l'nblic Serviee 

Commission, Seeond District, said that whi le he was not a 
lawyer, he thought that the classification was between steam 
railroads and street railroads, and that interurban lines were 
elassified as street railroads. 

Mr. Choate said that the committee had done good work and 
should go into the subject further. The American Railway 
Association drew a distinction between lines operated by steam 
and those operated by eleetricity. Many electric lines did the 
same character of business as steam railroads. The trunk line 
assoeiation had adopted a different eourse and was now willing 
to admit electrie railways which interchanged business with 
steam railroads. When the eommittee eontinued its work fur
ther and prepared sample tariffs the various questions would be 
made elearer. 

Mr. Wilson said that the committee had various difficulties 
in its way. The committee did not like to prepare regulations 
on points that might be covered by the law. 

Mr. Choate thought that the question would be settled by the 
eonditions prevailing on eaeh road; that is to say, whether or 
not th e road was prepared to earry baggage. 

It was then decided by vote to make the appropriation re
quested and continue the committee. 

REPORT OF THE COMMITTEE ON STANDARD FRANCHISES 

In the absence of C. Loomis Allen a report of the committee 
on standard franehises was presented by Mr. Fassett. The 
eommittee, Mr. Fassett said, had held one meeting. As the im
portance of a standard fo rm of franchise had been suggested 
by Commissioner John N. Carlisle, o f the Public Service Com
mission, Second District, in his talk at the last annual meeting 
of the association, the eommittee thought it would be well to 
discuss the subject with him and learn his ideas. The commit
tee, therefore, had a meeting with Mr. Carlisle and it was 
agreed that Ledyard P. Hale, counsel for the eommission, 
should prepare a tentative franchise. This, when prepared, is 
to be submitted to the committee and the subjeet will then be 
eonsidered further. If possible an acceptable standard form 
will be worked out. 

REPORT OF COMMITTEE ON NEW SCHEDULE OF AN NUAL DUES 

The next subject was the report of the eommittee on a new 
schedule of annual dues. H. M. Beardsley, Elmira, read the 
report, which reeornmended the following dues for member 
companies: 

Roads with income up to $50,000 per annum .......•.....••......•. $ I O 
Roads with income between $50,000 and $100,000 per annum......... 25 
R oads with income- between $ rno,ooo and $300,000 per annnm ........ 100 
Roads with income between $300,000 and $500,000 per annum..... . . . I 5<> 
Roads with income between $500,000 and $ 1,000,000 per annum ....... 200 

Roads with income over $ I ,000,000 •••••••.•••• • -:- • • . • • • • . . . • • • • . • • • • 300 

President Pardee stated that these rates were a reduetion 
from those at present in force in the case of all except the 
smalles t companies. The assoeiation now has about $7,200 sur
plus in its treasury. There was no reason why it should have 
so much. It had been aceumulating this surplus at the rate 
of about $I,ooo a year. With the present membership it is 
es timated that the new schedule will bring in about $-1-,000 a 
year. The expenses of the assoeiation a re about $5,000 a year , 
so that with the present membership there should be no neces
sity ·for changing the dues fo r from five to six years. 1\fter 
that a ehange could be made if necessary. Upon motion the 
new sehedule of dues was adopted. 

SHOP ACCOUNTING AND A SYSTEM FOR HA N DLI NG SCRAP MATERIALS 

The next subject discussed was shop accounting and a system 
for handling scrap material s. 

W. 0. Ingle, New York State Railways, said that the report 
of the joint eommittee on shop aecounting should proYe of 
value in calling attention to the importance of keeping detail 
records. The various subdivisions would be useful when eom
parisons of costs were wanted. The subdivision of main
tenanee of equipment by elasses was good, but it would seem 
more valuable when it was possible, as on a small system, to 
go into further detail and keep the eosts o f eaeh individual ear. 
On the larger systems he feared the subdivision would prove 
too cumbersome. F lowev er, it was something which should be 
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con sidered and he was su re that it would prove very inter
esting if accurately kept. If the subdivi sions as suggested 
were to be adopted Mr. Ingle asked if it would not be better 
to go into further detail in the electrical equipment other than 
types o f motors, showing, for instance, the various individual 
costs o f armature repairs, controller repairs, armature and fi eld 
coils, pinions, gears and commutato rs. The same suggestion 
applied to trucks. Under the subdivision of cars no sub
division was made of the different trucks, nor did any a,ttention 
seem to be called thereto. In one of the divisions of various 
types of cars there might be two or three styles or makes o f 
trucks, and it would seem just as important to keep thi s detail 
inform at ion in o rder that comparisons of costs o f the various 
types could be furnished to the master mechanic. 

It was difficult to keep a true r ecord by various types of 
ca r s o f brake shoes, which are interchangeabl e in some cases, 
and of some of the minor fittings. It was difficult in a 
good many cases to get the employee to note all these 111i·i1or 
items. Mr. Ingle thought that, on this account, where there\¥ere 
a good many types o f cars the comparative costs would be 
more or less inaccurate. 

Mr. Ingle also suggested that detail costs of the various 
fenders were as important' as some of the other i"tems. , On a 
road where there was not a very large amount of rolling stock, 
and it was possible to keep the individual cost of ·maintain
ing each car, this would be a very good record. In his com
pany job orders were issued to show the individual cost s of 
painting, and also of overhauling cars 

The subdivisions of maintenance o f buildings and structure8 
as recommended give enough detail as to the kind of build
ing. Mr. Ingle suggested, however, that under each sub
division the detail cost of each individual building be shown. 
This could be kept easily and it was very important to have on 
record. This suggestion also applied to maintenance o f power 
plant equipm ent, which could be subdivided by types. 

Regarding the subdivisions of maintenance of way expense 
accounting, Mr. Ingle added that the committee _had no sug
gestions to make on standard class ification. He thought, how
ever, that the j ob order system of dividing a city road accord
ing to the various streets, allotting to each individual street a 
job number, designating the track and line on that street was 
very valuable, especially as the years passed. In the case of au 
interurban road the division could be made into sections. This 
gave the engineers of mainten ance of way a detail record of 
the maintenance of the property by accounts and st reets, en
abling them to make comparisons of the various constructi on 
and operating costs. Mr. Ingle's company had · fo llowed this 
system for some years, and he believed that other companies 
represented were _ using the same system wiih just as good 
results. If a job order was issued at the beginning o f each 
year fo r each street, it was easy to fo llow the individual costs 
and a permanent r ecord was made. In all the accounts it had 
been fo und valuable to divide also the labor and material. A 
monthly r eport was issued showing the amounts expem:f'd · on 
the various jobs for the month and the cumul ati ve peri od. 

O ne of the most interesting parts of the committee's report 
was that pertaining t o the system for handling scrap ma
terial. This and th e fo rm s were very good, :Mr. Ingle th ought. 
Too often accurate records were not kept of the scrap col~ 
lected from the variou s jobs. This should be done daily, -
weekly or monthly as it was possible in the various depart
ments, instead of being allowed to accumulate until convenient 
or there was a large enough amount to dispose o f. If the scrap 
was collected regularly and sent to the storeroom or yard, 
proper credits could be made to the various jobs. To watch the 
scrap pile was very important on a large road, and it would 
seem that a systematic . record and adoption of some forms 
like the samples submitted by the committee would do a good 
deal to eliminate this arbitrary distribution and make a per
manent r ecord all the way through. 

J. M. J oel, Oneida Railway, said that the method for shop 
accounting as described in the paper presented at the joint 
session of the Engineering and Accountants' Associations at 

Atlantic City in October, was a model for .,implicity. The 
adoption of that or a system similar thereto (depending upon 
the requirements o f those in charge) would permit detailed 
information which would r esult in considerable economy to be 
furnished. The same principles as those embodied in the 
method described by the committee underlay the job order sys
tem installed on the Syracuse Rapid Transit, Utica & Mohawk 
Valley and Oneida Railway properti es on Jan. I, 1910. This 
system was an elaboration of that outlined by the joint com
mittee. Fo r its essential elements indebtedness was acknowl
edged to the New York State Railways at Rochester. 

Under the shop accounting system in effect on these proper
ti es job numbers were given to all cars shopped, with the 
exce-ption of those on which the cost of repairs would not ex
ceed $5.00. Items o f this character were char.ged to a so
calleci standing job number covering a mainte11ance account, 
which was carried throughout the year. 

Mr. J oe l described the system. The chief engineer for
warded to the assistant engineer an authorization for the per
formance of a certain job prepared in the form of a memoran
dum in triplicate. Thi s read, "Please do the following work; 
charge labor and material to job No.----" A description 
was given of the work ordered. This memorandum was re
tained by th e assistant engineer, a copy was forwarded to the 
foreman under whose charge the work was to be done, and 
the remaining copy was sent to the job order clerk in the 
auditor's office. Upon the return of the memorandum by the 
fo reman, together with a detail ed description of the work 
done, which was retained as a department record, the as
sistant engineer's copy was forwarded to the auditor's office, 
accompanied by a certificate of completion for filing purposes. 
The job was then considered closed and no further charges 
\\'ere made against this job number. 

Mr. J oel said that a car sent to the shop for repairs to cost 
in excess of $5.00 was represented by what was known as a 
special j ob number, and in the event o f a general overhaul the 
letter s A, B, C, D, E, F, G and H were affixed to the num
ber. These letters denoted, in the order named, repairs to 
body, trucks, air equipment, electrical equipment, strip and trim, 
preparatory work, paint and varnish and cleaning brass.. The 
job number and account charged were shown on the requisi
tion under which the material was drawri from the storeroom. 
After notation of the number of the bin from which the re
quired material had been drawn, the requisition was passed to' 
the job order clerk, by whom the job number and account 
charged was verified. He, in turn, forwarded the requisition 
to the storeroom clerk, who entered the price and extension, 
making th e proper credit upon the stock sheet. He then as
sembled all the requisitions received that day and posted the 
total by accounts on his distribution sheet. Requisitions were 
then forwarded to the auditor's office, where the clerk in charge 
of these· r ecords ve rified the total as noted by the storeroom 
record clerk, so rted the requisitions according to· job numbers 
and posted daily in his record under the various job headings. 

As ide from th e name and date, employees were required to 
show upon their daily time slip, Mr. J oel sa id, simply the job 
number or numbers and amount of time they were engaged 
upon each job. These were verified by the job order clerk and 
the number of the account to be charged was posted by him. 

A monthly report was prepared and copies were forwarded to 
those interested. This showed, Mr. Joel stated, the cost of 
labor performed and the material used on the various shop 
job orders during the month and cumulative period, together 
with a detail of expenditures by accounts in accordance with 
the classification and information as to the cost of maintenance 
fo r each o f th e various types of cars, as described in the method 
presented by the committee. 

With -the exception of pieces of special work and railroad 
crossings, all track was divided into as many sections as were 
found necessary by the engineers. To each section a number 
was given. E:ach piece of special work or crossing with steam 
and street railroads was furnished with a separate job number 
regardless of the section in which it was located. 
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Mr. Joel sa id that upon advice from the department which 
did the work it was the duty of the job order clerk to give 
the job a number, enter with a brief description, note the ac
count or accounts to be charged, and notify the heads o f those 
departments that might be called upon to share in this work, 
who would also refer to thi s job number in r equisitions for 
material and slips covering labor performed. 

Each track fo reman prepared a sheet covering the work 
of the men in his gang. These sheets were sent daily to the 
timekeeper, who posted the time and forwarded the sheets to 
the engineer's office fo r approval. From there the sheets were 
sent to the job order clerk at the shop, by whom the postings 
were verifi ed and fo rward ed to the auditor's office. The same 
system was used with 1 cgard to overhead work. 

A monthly report covering maintenanc e of track and over 
head structures, as well as additiom and betterments thereto 
(for the month and cumulative period), was prepared. Copies 
were furnished to the official s under whose jurisdiction the 
work was done,· who were fhmiliar with the jobs represented 
by the numbers shown. 

Mr. Joel concluded that this information had proved to be 
extremely valuable in the determination of costs, 1!ot only of 
the jobs performed but also of those proposed. It should be 
of value for comparative purposes and tended to effec t eco
nomical operation in the mechanical and electri ca l departments 
as well as the department of ways and structures. 

F. E. Belleviile, Schenectady Railway, said that the question 
as to the form of the subdivision of accounts would not admit 
of much general discussion. This matter was one that was 
goYerned largely by loca l conditions, inasmuch as th e amount 
of information necessary to be furnished a·s a guide to eco
nomical maintenance and operation depended largely upon th e 
desires of the heads of the various departments interested. A 
subdivision which would entirely sat is fy one engineer wo11ld 
not answer the requirements of another. A system, to be 
useful, should be simple but comprehensive, and• all unneces
sary compilation of figures should be avoided. A too elaborate 
system would be con fusing and, by it s own complexity, would 
destroy the object for which it was intended. A uniform sys 0 

tern of subdivision of shop accounts would be very desirabl e, as 
it would permit the various roads to make comparisons of 
costs and maintenance of different types of equipm ent 

Mr. Belleville added that the primary accounts covering main 
tenance of way and structures apparently furnished sufficient 
information in them seh·es, and no subdivision was recom
mended by the committee. 

The classification of accounts promulgated by the P ublic Se r
vice Commission in the State o f New York covered, to a 
large extent, the subdivision of accounts recommended fo r 
operation o f elec tric rail way power plants. For example Mr. 
Belleville referred to the classification adopted as standard by 
the American Electric Rai lway Accountants' Association, which 
has the account "maintenance o f power plant equipment." In 
the Public Ser vice Commission classificat ion thi s expense is 
covered by the following accounts: 

Repairs of furnaces, boi ler s and accessories. 
Repairs o f steam engines. 
Repairs of hydraulic power plant. 
Repairs of gas power equipment. 
Repairs of power plant electrical equipment. 
Repairs of mi scellaneous power pla nt equipment. 
Under the account "power plant employees" the P ublic Ser

vice Commission classificati on provided fo r a subdivision of 
labor similar to that embodied in the committee report as fo l
lows: 

(a) Power plant su11erintende11ce and ca re. 
(b) P,oi ler-ronm labor. 
(c) Producer labor. 
(d) Engine labor. 
( e) E lectri cal labor. 
Therefore the question, l\T r. Bell eville said, was s imply what 

additional information was clesirahle in com1t·ction \\'ith the 
maintenance of equipment. 

1 t was stated by l\lr. Belleville that the shop practice of the 
Schenectady Railway resembled in many respects the system 
outlined in the report of the joint committee, the forms in 
use being sli ghtly different and not so numerous. All em
ployees in the shop were required to fill out a daily time ticket 
showing ca r number, description of work, and time on each 
particular item. These time tickets we re approved by the fo re
man or assistant, and forwarded to the timekeeper, who en
tered them on the payroll sheets and prepared a statement of 
distribution. Material was drawn from the storeroom only 
upon a- regul ar order signed by the foreman or ass istant. 

Fo r ordinary repairs of a general nature no shop order sys
tem was in use at present on the Schenec tady Railway. When 
a car was r eceived in the shop for painting, annual overhauling, 
or any special work, an estimate of the cost of such work was 
prepared and forwa rded to the general manager for hi s ap
proYal. Upon approva l the work order was issued by the ac
countin g department. The shop order showed a description 
of work to be done, toge ther with the estimated cost and proper 
distribution. \ Vhen the work was completed the work ord er 
was elated and signed by the master mechanic or oth er person 
in cha rge and retu rned to the accounting department. \Vork 
performed fo r any other department or fo reign company was 
also covered by these work orders. 

l\fr. Bell ev ille said that heavy sc rap material, such as rail s, 
special work, plates, etc ., was sent, when coll ected, to the stor
age ya rd. Copper and brass were kept in bins under lock and 
key, under the super vision of the head of the depa rtment. Sales 
were made when, in the judgment of the purchasing agent, 
the best prices could be obt ained. Ca re was taken to separate 
the various classes of scrap so as to avo id low return s on mixed 
scrap. Upon the sale of any sc rap material the storekeeper 
furnished the accounting department, through the purchasing 
agent, with a statement of scrap sent out and all other neces
sa ry in fo rmation. T he proper accounts were then credited with 
the proceeds of the sales ' 

\V. C. A ustin , auditor , Otsego & Herkimer Rail road , consid
ered th at detail records of the kind described might be very 
desirable on a la rge roa d but that they were hardly practicable 
on small roads. 

\ V. J . Harvie, chief engineer, Syracuse Rapid Transit Com
pany, sa id that there were two principal reasons for the use of 
the job orde r system. The first was to enable the management 
to know the amount of money whi ch had been spent and where 
it had been spent, so as to be able to determine whether similar 
expenditure nex t yea r would be advisable. The second reason 
was to learn whether the results being secured were economical. 
Any job-order system was desirable in so far as it accom
plished these r esults. A ny system also should be so ar,anged 
that a pa rt of it could be omitted if necesary; that is to say, 

· so that only as much of it need be used as was desirab le. 
Mr. F rench, Utica, said that properly to credit scrap material 

required, among other things, a closed yard, with one man in 
complete charge of th e yard and scales. It was impossible in any 
other way to know exactly the material taken in and taken 
out. T hus a "90-lb." rail might by wear be reduced to weigh 
on ly 8-+ lb. per ya rd and should lie charge d in and out only at 
tl1at weight. Again, material taken from sc rap was often used 
uve1· again , and the sc rap ·account shoulll be properly credited 
with thi s material. 

J. M. Campbell , Buffalo. Lockport & Rochester Railway, ;1 skcd 
:\Ir. French whether he waited until a carload of scrap accumu
lated before crediting it or whether he credited it at the time 
it was passed to sc rap. JV! r. F rcn ch repli ed that he followed 
th e latter course. 

JI. M. Beardsley, E lmira, said that he had used the job
order system for seven years and found it very usefu l. 

H. M. Butler, purchasing agent, New York State Railways, 
Rochester, said that on that road all scrap was weighed in and 
\veighecl out and these two records were compared. 

E. F. Peck, Schrnectady, said that a number of years agn 
the Schenectady Railway engaged an expert to prepare for 
it s use a system of shop nrders. .\11 elaborat e system, with 
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cards arid orders of a g reat va riety of colors, was introduced, 
but the system was so complicated and burdensome that it had 
been discontinued. 

1Iartin Schreiber, engineer maintenance of way, Public Serv
ice Railway, Newark, N . J., said that the job order system was 
ve ry good if the reports were made promptly, but it could 
easily be carried too far and into too great detail. Then it 
became burdensome. It was far more important to know the 
total cost than Jhe detail cost. Thus, unless one was acquainted 
with the local conditions under which street paving was laid 
the detailed cost of pavement construction was not very use
ful ; but the total cost was very necessary. 

Mr. French thought that the way engineer ought not to have 
to be concerned with the accounting details of the way accounts, 
but that they should be handled entirely by the accounting de
partment. 

P. J . Honold, purchasing agent, Syrac..:se Rapid Transit Com
pany, said that the best way to give an account or job order 
proper accounting credit for scrap was to do so at the time the 
material was taken off the car. H is company had a contract 
fo r the sale of its scrap iron, on a sliding scale, based upon the 
weekly quotations in the Iron Age fo r bessemer pig. It has a 
similar scale for the sale of its sc rap copper and brass, based on 
the quotations for lake copper. Owing to fluctuations in price, 
there is some difference between the prices of the same mate
rial when charged in and when charged out, but the aggregate 
amount of credit or debit from th ese changes in price has not 
been large. 

President Pardee referred to the recent hearings before the 
Interstate Commerce Co~mission on the proposed change in 
freight rates and to the testimony offered by one witness for 
the shippers that the steam railroads could save a large sum of 
money every year by th e application in r ailroad work of meth
ods used by manufacturing companies. Mr. Pardee understood 
that the saving claimed to be possible was principally in shop 
accounting and methods of handling scrap material, and while 
the testimony at \Vashington related only to the steam rail
roads, it emphasized the importance o f the subject they had 
been considering. 

\V. J. Harvie, Syracuse, thought that the distribution of the 
charges could best be made · by the department making the 
expenditure and not by the auditing department. The clerical 
work for carrying out the accounting fo r the job-order system 
on the three roads with which he was connected, namely, the 
Syracuse Rapid Transit Company, the Utica & Mohawk Valley 
Railway, and the Oneida Railway, cost in the aggregate about 
$150 a month. He th ought this money well spent. 

TRAINI N G OF TRANSPORTATIO N EMPLOYEES 

A paper by \ V. H. Collins, Fonda, Johnstown & Gloversville 
Railroad, was read, in the absence of Mr. Collins on account 
of sickness, by C. Gordon Reel, secretary of the association. 
This paper is published elsewhere. 

E. E. Strong, chief instructor, Syracuse Rapid Transit Rail 
way, opened the di scussion. Mr. Strong's paper is published 
elsewhere in this issue. 

T. C. Cherry, Utica & Mohawk Valley Railway, suggested 
that applicants should be sent to the claim agent fo r inst ruction 
in r eference to claims and acciden.ts before beginning work. 
He said that it was pitiable to see a new conductor on a car 
trying to understand and meet the requests of passengers for 
transfers. The follow-up systems were weak. During the 
period of two weeks an attempt was made to crowd in all the 
information that a new employee needed to have. A great 
many roads would do well to employ regularly "follow-up'' 
conductors and motormen for new employees. 
, Mr. Cherry said that upon the introduction recently of a 
new system of 'transfers it was decided that the best explana
t ion of the changes could be made to the employees by the use 
of a stereopticon. The men were gathered in a dark room and 
instructo rs pointed out the changes as the photographs of the 
new transfers were reproduced. This method had been found 
to be a great success. 

W . C. Callaghan, New York State Railways, Rochester, 
thought that the best foundation methods of instruction had 
not yet been evolved. It would help to keep men if they learned 
that their positions were as honorable as those of a bank clerk 
or a -salesman in a store. W ork should be done with the old 
men in order to prevent them from spreading adverse reports 
about the service. 

J . E. Duffy, Syracuse Rapid Transit Railway, said that the 
papers of Mr. Collins and Mr. Strong brought out the import
ance of teaching the men that the employment was honorable. 
Many new men left the service because some old employees 
expressed dissatisfaction with the conditions of employment. 
The problem of keeping good men \\9as very serious in a city 
with diversified industries. The probationary period was the 
discouraging feature. Though the employment was a healthful 
one, steady work and wages could not be promised at first. It 
was discouraging to a new employee with a family to wait from 
a year to a year and a ha! f fo r a steady nm. He did not 
know how to settle the problem ullless some provision was made 
fo r the man and his family during the period of probation. 
Men in a regular instruction department were the best to im
press the tl.uties of the work upon new employees. It was 
essential to hav e employees trained carefully and properly, but 
it was difficult for the smaller roads to provide courses of in
struction that would accomplish this end. 

Charles H. Smith, United Traction Company of Albany, said 
that about 25 per cent of the transportation employees left the 
se rvice each year. He thought that the companies asked too 
much of the new men. The men were obliged to spend three 
weeks without pay in learning their duties, providing uniforms 
at a cost of about $30 apiece, and were then placed on the extra 
li st and reported three times a day without any certainty of 
getting work. Dissatisfied men in the service were not doing 
good for themselves or for the companies. 

Mr. Callaghan asked whether the questions used in Syracuse 
were in printed form and were used in all cases or whether 
they were varied for different men. 

Mr. Strong said that all the questions were in printed form 
and that some of them were so worded that they could be an
swered by "yes" or "no," while for others the rules had to be 
repeated. 

Mr. Duffy said that a booklet of instructions had been pre
pared recently for th e Syracuse motormen. Copies are given 
to the student motormen with copies of the rule book. 

J ohn H. Cain, Buffalo, Lockport & Rochester Railway, said 
that he had not had the same difficulty on the interurban line 
as on a street railway. He made it an invariable rule to em
ploy experienced men and in this way secured much better re
sults. The applicant was accepted on his record with other 
lines and was sent out with an experienced motorman to learn 
the road. He thought that very few interurban lines paid ap
plicants for employment for that work. Better results would 
be secured, he believed, if all student trainmen were paid a 
fixed wage. 

C. H. Armatage, Schenectady Railway, said that about two 
years ago the company started the plan of paying students $15 
for 21 days' work and it has led to good results. The effi
ciency of motormen had been increased at least JOO per cent. 

John H. Pardee, the president, asked that copies of the book
let of instructions and written examination blanks of the Syra
cuse company be mailed to each company in the association. 

Adjournment was then taken for lunch, which was served in 
the Hotel Onondaga. 

AFTERNOON SESSION 

When the afternoon session was called to order E. F. Peck, 
Schenectady Railway, said that the New York telephone com
panies had been making propositions for the joint use of poles 
in every city. Under the forms of contracts offered, the tele
phone companies would become automatically in time joint 
owners with railways of the poles involved. He suggested that 
a committee be appointed to prepare a standard form of con
tract for use in these cases. 
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M r. Barnes, Public Service Commission, Second District, 
said that the commission would call a conference of representa
tives of electric light, telephone and railway companies to con
sid.er this subject. 

Mr. Choate said that there were a good many cases in which 
it would not be wise to arrange for a j oint use of poles. He 
suggested that a maj ority o f the committee be electrical engi
neers and that the committee report to the executive commit
tee of the association. The executive committee could then 
appoint a committee to attend the proposed conference to be 
q.lled by the commissi on. · 

A resolution embodying these suggestions was passed. 

ACTION ON INSURANCE 

E. J. Cook, New York State Railways, Rochester, said that 
he desired to offer a resolution on the subj ect of insurance and 
moved its passage. The resolution was as follows: 

"Resolved, That the Street Railway Association of the State 
of New York appoint Henry N. Staats its insurance expert, 
with authority to employ such assistants as may be necessary 
to advise the members of the association or such of them as 
may desire to avail themselves of his ser vices on all matters 
relating to fire insurance, including fo rms of policies, app raisals 
of property, schedule of r ates, the construction and improve
ment of property, with a view to the lessening o f haza rd by 
fire and the adjustment of losses consequent upon fire, and to 
represent member companies upon request before inspection and 
rating bureaus or other bodies having to do with fire insurance. 
And: 

"The expense of the insurance expert to be paid by such mem
ber companies of this association as may erect to employ him , 
and this item of expense be based on the gross receipts as 
shown in the last annual statement of each of said companies. 

"BASIS FOR PAYMENT 

"The companies having gross receipts of $500,000 or less 
will pay $50 per year, payable quarterly, plus railway fare. 

"The companies having more than $500,000 gross receipts will 
pay $IO on each $100,000 of gross receipts , payable quarterly, 
plus railway fare." 

Mr. Cook, in speaking of the r esolution, said th at he thought 
all of the companies, particularly some of the smaller com
panies, would be interested in participating in the arrangement. 
His experience had led him to value highly the expert services 
of Mr. Staats and the passage of the resolution would enable 
the companies generally to avail themselves of the same oppor
tunity. 

Mr. Choate said that the subj ect of insurance was one with 
which the smaller companies particularly had had the greatest 
difficulty. The smaller companies did not know how to proceed 
systematically so as to obt ain a reduction in rates. 

Mr. Fassett said that the passage · of the resolution en tailed 
no expense or obligation upon the association. It was the duty 
of the association to do anything that it could to give the 
smaller companies the benefit of experience of this kind. With 
a full understanding of the plan, he seconded the motion for 
the passage of the r esolution. 

Mr. Pardee called M r. Choate t o the chair, and, speaking 
from the floor, said that he considered the subj e~t of insur
ance last year. It was possible to employ an expert in almost 
all lines of business who was not employed by anyone else; but, 
excepting Mr. Staats, he did not know of a single insurance 
expert in the country that was not paid by the other side. 

M. Badgero, Syracuse & Suburban Railroad, asked a question 
about the expense, and Mr. Cook sa id that it was the idea that 
the total work to be done could be carried out upon the basis 
of payment provided in the resolution. The plan would enable 
Mr. Staat s to get on the ground and give advice. Inspection or 
sprinkling plans could be preparecl in hi s offi ce. 

T he resolution offered by Mr. Cook was then passed. 
Mr. Staat s expressed his app reciation of the action of the 

assoc1at1on. He said that with the permission of P resident 
Arthur W. Brady, of the A merican E lectric Railway Associa
tion, and o f H enry J. Davies, secretary o f the Cleve land Rail-

way, he would read the remarks made by Mr. Davies on his re
port as chairman of th() committee on insurance, presented at 
the A tlantic City conventi on in October. Mr. Davies spoke as 
fo llows: 

"As I presum e most of you know, the old-line or stock in
surance companies have been, for two years at least, planning 
or suggesting the appoin tment, from among their own repre
sentatives, of a central r ating and inspection bureau, as they 
call it, in the interest, they say, of the traction companies. Your 
insurance committee has welcomed the appointment of such 
a committee or bureau, has endeavored to get in touch and in 
conference with committees that have been appointed by the 
insurance companies, upon that subject, with what success the 
correspondence I have r ead indicates. There is not yet an in
spection bureau to which we can go with questions as to con
.struction or as to r ates of insurance, except the local bureau 
in each city or community. 

"If such a bureau were appointed or established by the stock 
companies, it would act fo r the stock companies. They say they 
are our friends, and they are; just as the dealers in cars are 
our friends; just as the dealers in rails and supplies are our 
fr iends. A nd we are their friends; in the same way that we 
are friends of the car builders, the rail makers and the supply 
dealers. They cannot afford not to be our friends. We can
not afford not to be thei r friends. But we do n ot want them 
to conduct both sides of the negotiation. We ought to have 
our own representatives, to meet their representatives, on any 
question that may come up between any member of the associa
tion and the in surance companies. We ought to have a repre
sentative to raise questions, without waitiw- for them to come 
up. 'vVe can meet the~ to better advantage if we have our own 
expert. 

"That expert ought to be a man of experience and of high 
character, of course. He ought to have no fi nancial interests 
in any insurance company organized fo r profit. He ought not 
to receive commissions, directly or indirectly, nor any compen
sation , in any way, from any insurance company. His com
pensation ought to come from the traction comp anies, every 
cent of it. A nd his work ought to be fo r them, and for them 
only. 

"The establishment of such a bureau or committee as the 
stock companies have proposed for the past two year s would 
be of advantage to the traction companies, I admit. It should 
be of advantage to them if only because it will teach the stock 
companies the desirability of traction risks. Street railway 
companies had a bad r ep utation among insurance companies 
for many years. They had many losses by fire. A street rail
way fire was apt to be a very disastrous fire. But our reputa
ti on with the insurance companies was worse than we deserved. 
Bad as our experi ence had been, it did not justify the rates 
that were charged. Rates have been vastly reduced since that 
time; but even then, five years ago, statistics gathered from 
more than 400 companies indicated that the cost to the in
surance companies of fires in traction properties was about 30 
per cent only of the premium paid; it comes nearer to being 
100 per cen t n ow, not because losses have been greater but 
because rates have been reduced, by reason of the work of this 
committee and this association. 

"Such a bureau would be helpful to the traction compan ies, 
but it will be more helpful to us if we may have representation 
upon it, so that we may have the knowledge that the insurance 
compani es will gather by way of statistics and otherwise, as to 
the traction companies' properties, as to fire losses on traction 
properties and as to rates fo r the insurance of street railway 
properties. 

"If we cannot have a rep resentative as a member of that 
central bureau, then we ought to have an expert as well qua li
fied as the members of that bureau, to represent us before it, 
and to educate th e insurance compani es upon the subject of our 
risks. 

" Rates have been r educed, as I said before, greatly redu ced, 
but they are still too high on many properties. They have 
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been reduced partly because the properties have been improved. 
Street railway properti es a r e better protected than th ey wer e 
fi ve years ago; they a r e better ri sk s; they are less haza rdou s, 
but there is still room for improvement. There ought to be 
fewe r fi res than ther e a r e. O ur properti es ought to be so well 
protected that a $5,000 fi r e in a car house would be a disgrace 
to any manager-a scandal; and, after a few year s more o f 
educati on in construction and protection of buildings, I should 
be willing to see it made a crime. T here should be no $5,000 
fires. If ther e were n o such fi res as that rates would be very 
low. I hope you wi ll so improve a nd protect your ri sks that 
some day the chairman of your insurance committee may appear 
before you at one of your coi1V entions and say to you. 'there 
has not been a single fi r e in a traction property in the past 
year. keep up the good work'; and , at the same time, say to our 
fri ends. the able and affable agents and other r epresentatives 
o f the insurance companies, ' there has not been a sing le fir e 
in a tracti on property within a year. But bring down your 
high ra tes.' 

"I want you to put yourselves in such a position that you can 
substantially di cta te your r ates. I want yo u to know what 
insu rance costs. You can do that through your own in spection 
bureau, o r your own insurance expert, better than through any 
bl' r eau established by the insurance companies. 

"I do not know what the tota l value of the burnable proper
ties of the traction comoanies reoresented in thi s association 
is, but surely it is many millions. 

"Our committee estimated in on e of it s r eport s that the 
capitalization o f the traction companies was $4,000,000,000, and 
that from 15 per cent to 25 per cent of that capitali zation 
represented physica l property that should be insured. Twenty
five th ousand dolla rs is a very small fracti on o f I per cent not 
o f the \"alue o f the burnable property, but of the premiums that 
a r e paid upon the properti es in sured. This amount would in
cr ease your dues. I don 't car e if it doubles them; the service 
and the r esult s wi ll be cheap at the price. You have all profited 
by the work o f this committee, and by the work of the indi
v idua l companies that have been active in thi s insurance agita
ti on, and that have borne the expense o f it. You will profit 
in the future by the work o f the committee, and by the work 
of thi s expert, should he be appointed or employed; and you 
should each pay a part of its cost. And you should not be 
niggardly in your appropriation. The expense of such a bureau 
o f engineers and trained in spector s as should be established 
might well be mor e than $25,000. You wi ll save a great many 
times that amount." 

RE PORT OF \VAY COM lvlITTEE 

.:--.Iartin Schreiber, Public Service R ail way, discussed the 
report o f th e way committee o f the A merican E lectric Rail 
way E ng ineering Assoc ia tion, presen ted at the Atlantic City 
convention. A n abstract of the discussion of Mr. Schreiber 
is pub li shed elsewhere. 

Supplementing bis w ritten remarks, l\fr. Schreiber sa id that 
analys is o f th e ingot o ften did not show a correct analysis of 
the rail. A m odification of the drop test had been suggested. 
Another test was a test fo r carbon. A scleroscope had been 
invented to determin e the hardness of the rail. vVhen dropped 
thi s would r ebound a little on a soft piece or more on a hard 
piece. By comparison of the heights of the rebound the de
gree of hardness could be determined. Rail w ould often fa il 
by segregati on of the carbon. There might be a var iat;on 
of as much as IO points between the head and flange on anal
ysis." In the future still further tests would probably be de
veloped. 

M. J. F rench, Utica & Mohawk Valley · Railway, discussed 
the maintenance of way report. The synopsis of Mr. French 
is published elsewhere. Mr. French, supplementing his written 
d iscussion, said tha t the American Railway Association roo-lb. 
T-rails, types A and B, did not exactly fit all conditions en
countered by electric railways. H e was there fore going to 

speak a few \\"ords in farnr of the A. S. C. E. sect ion. He 
had failed to find that any of the steel companies had rolled 
American Railway Association standard sections for electric 
lines, unless such sections had been bought for steam roads 
with electrified mileage. Some electric roads had been built 
entirely with A. S. C. E. type o f rail. He thought that the 
association should recommend that the American Electric 
Railway Association include the A. S. C. E. sections among 
its T-rails. 

Mr. F rench sugges ted that the only way in which the steel 
companies could be induced to roll the heavy 7-in. T-rail was 
to g ive order s for 3,000 tons. The ra ils could be rolled if 
the companies would pool their order s. It was the duty of 
the associati on to start a m ovement in this direction. 

W. J. Harvie, Ut ica & l\Iohawk Valley Railway, discussed 
tJ1 e r eport of the equipment committee at the Atlantic City 
convention. His r emarks appear elsewhere in this issue. Re
ferring then to the report of the way committee he said 
that when the subj ect of "economical maintenance" had beeri 
originally suggested it had been referred to several commit
tees. T he association hoped that each year a few definite sug
gestions would be secured to reduce the cost o f operation. 
Sever al o f the committees had had to eliminate this subject 
because of inability to get satisfactory r esults. The way com
mittee had made a number o f valuable suggestions a long these 
lines , however, last year, and this coming year even better 
r esult s were expected because it as yet had received only two 
ass ignments. One was to draw up a set of rule_s for the gov
ernmen t o f the way department. The other was the neces sa ry 
shop facilities for the way department. Mr. Harvie added 
that he was glad that Mr. F rench had brought up the St1bject 
o f the A. S. C. E. standard. He suggested that Mr. French 
write to the comm ittee •on standards of the American Electric 
Ra il way E ngineering Association. He said that if any execu
tive official whose signature was asked on a letter ballot ap- · 
proved any proposition without satisfying himself, by investiga
ti on, ei ther personally or through his enginee ring representative, 
that the proposition was sound, the value o f the method was 

absolutely destroyed. 
Mr. Schreiber thought that the suggestion that the standardi

zati on committee consider the A. S. C. E. r ail section was a 

very tim ely one. 

CCL\I MITTEE ON EQUIPMENT REPORT 

]. P. Ba rnes, Oneida Railway, discussed the report of the 
committee on equipment presented at the Atlantic City con

vent ion. He said : 
"In r eading the report o f the committee on equipment the 

strongest impression ga ined is, perhaps, o f the remarkable 
compl eteness and clarity of that portion of the report which 
deals with ca r-body des ign. The importance of securing the 
maximum degree of lightness, compatible with strength and 
stiffness o f the car-body, can scarcely be overestimated. This 
fea ture has a direct and important bearing on the economy 
of operation of the car which, however, will be balanced to 
some extent by the probable higher first cost and possible in
creased maintenance cost of the lighter car-body. 

"The committee favors the comparison of car weights on a 
bas is of pounds per square foot ra ther than pounds per pas
senge r seat. In the comparison cited by the committee between 
cars o f simil a r type, viz.: a 44-passenger and a 60-passenger 
semi-convertible, the compari sons by the two methods differ 
by only 3.6 per cent. Here, then, the comparison on the basis 
o f pounds per passenger seat gives nearly the same results as 
does that by pounds per square foot, while the earning ca
pacity and ab ility to care fo r traffic will depend much more 
nearly on the seating capacity than on the number of square 
feet of car fl oor. In comparing open cars with box cars the 
pounds per square foo t would, undoubtedly, give a better idea 
of the r elative massiveness of the two cars than would th,t 
pounds per passenger seat, but the choice of a car as between· 
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open and closed type would be goYe rn ed far more by serviee 
eonditions than by eonsideration o f power eonsumption or cost 
to operat_e . It would seem, then, that the passenger sea t, which 
is the basis of so mueh operating data as seat-miles, etc., would 
give quite as fair res.ults in comparison o f cars o f the same 
or nearly the same general type and would at the same time 
avoid the introduction of two units of comparison with the 
resulting tendency to con fusion. 

"The committee's report develops a strong case for the two
motor as op.posed to the four-motor equipment with out, how
ever, touehing on the decreased maintenance cost of th e two
motor equipm ent, resulting from the number o f bearings, com
mutators, elearances, · etc., to be insp ected and ca red fo r. 

"Passing to the matter of a gage fo r mounting both steel 
and chilled wheels, it would seem that a gage designed to bear 
on the wheel contour at the gage lin e onl y would be better 
adapted for all -around work than is the gage proposed whieh 
follows the entire contour of the fi r e section. A gage des igned 
to bear on the gage line only m ay be used with equal facility 
on old and new wheels, even those with thick flanges and, 
moreover, may be used as a check gage by the car in spector, 
thus doing away with the necessity fo r two styles o f gages. 

''Under gears and pinions the committee emphas izes the de
sirability of high-grade or special treated steel for gears and 
pm1ons. As an instance of the superior life of such gear s and 
pinions, it is interesting to note th e performance of two pairs 
of specially treated gears and pinions on 40 horsepower motor s 
in suburban serviee, doubl e end equipment . After running 
nearly 8o,oco miles (79,750 exaetly ) the gears showed an aver
age wear at the pitch line of .020 in. , while the pinions showed 
.070 in wear. This is tota l wear on both sides of the teeth 
and is taken from measurements on four teeth of each gear 
and pinion. The life of ordinary untreated gears in this ser
viee is about 165,000 mil es, and of pinion about 25,000 miles. 
These pinions have then made about three times the usual life 
in this serviee and a re only about one-third worn out, whil e 
the gears have made nea rly one-half the usual life and a re 
about one-tenth worn out. 

"In considering the wear of gears and pinions too much im
portanee ean hardly be a ttached to the matter of bearing wear 
and eonsequent recession from proper meshing of the gear and 
pinion teeth. This affect s not only the life of the gears and 
pinions, but also the noise attending their operation. It is a 
P.ractical impossibility to r e-mesh gears and pinions that hav e 
worn- very .far under conditions of too much play because of 
the resultant noi sy operation. Thus the relieving of badly worn 
bearings often· practically necessitates the sc rapping o f gears 
and pinions that are not, strictly speaking, worn out. Again, if 
a pinion is worn out under conditions of extreme bearing play,· 
the gear tooth is likely to be so far deformed that a new pinion 
will not mesh with it without producing extremely noisy opera
tion. From the se considerations, it appears that the choice of 
bearing metal s and lubrication for motor bearings is o f the 
utmost importance in order that the best results may be ob
tained with gears and pinions o f whatever type. It is interest
ing to note the marked superiority of the modern types of mo
tors in this respect . With id enti cal m aterial s, both bea ring and 
lubrieating, with iclentieal methods of installation and in spection 
and in the same se rvice the average life of gea rs with m odern 
types o f m otor is 440 per cent that with the o lder types." 

The Atlantie City reports were also di scussed briefly by E. P. 
Roundey, Syrae11se Rapid Transit Railway ; R. P. Leavitt, 
A lbany & Southern R ailroad, and F. A. Bagg, Fonda, J ohns 
town & Gloversville Railroad. 

President Pardee_ announced the appointment of the fo llow
ing committee to consider the subj ect of the joint use of poles, 
in accordance with the resolution o ff er ed by Mr. Peek : W . J . 
1 farvi e, Utiea & Mohawk Valley Railway; n. Penoyer, Schenec
tady Railway ; C. S. S tanton, Otsego & Herkimer Railroad; C. 
L. Cadle, New York State R ailways, Rochester ; R. P. Leavitt, 
A lbany & Southern Railroad. 

The meeting adjourned at 3 :30 p. 111. 

GEORGE WESTINGHOUSE ON STANDARDS FOR RAILWAY 
ELECTRIFICATION 

1 n hi s presideritial address read at the annual meeting of the 
A merican Society of Mechanica l E ngineers in New York City 
on Dec. 6 Geo rge W e-stinghouse referred again to the necessity 
of adopting some standards for the essenti al requirement,:; of 
future electrifieation of railways. He prefaced hi s r emarks 
by saying that hi s address before the joint meeting of the 
American Society of Meehanical E ngineers and the Briti sh In
stitute of Mechanical Engineers, held in London last July, had 
been mi sinterpreted in some quarter s as speeifically recom
mending the adop tion of one particular system. He had recom
menclecl mere ly a uni form supply of eleetricity, uniform loca
ti on for the working conductor s and uniform contro l apparatus. 
Continuing he said : "The se lection of a system embodying 
these fundamental requirements wou ld leave to manufacturers 

· and inventor s th e sam e latitude for development and improve
ment in th e construction of railway electri cal m achinery as has 
a lways existed wit h r efer ence to steam-operated railways, where 
the fundamental requirements were: A st andard gage of track, 
standard couplings of car s and standard braking and signaling 
apparatus. To appreciate this obser vation one has only to con
trast the locomoti Ye of 20 year s ago with the mammoth Mallet 
compound locomoti ves which ar e now being int roclucecl, or the 
freight car of IO tons capacity with the modern steel ears of 
50 tons capacity. I cannot impress too strongly the great im
portance of bringing about such an early cleeision in regard to 
the standards to be a dopted in the eleetrification of railways 
as will insure to the traveling publie the benefit of this method 
of transportation at the earliest possible moment and on an 
advantageous basis to the railways, which will be r equired, even 
under the mos t favorable circumstances, to expend vast sums 
of money in ehanging from steam to electric operation. 

----·♦·-----

ANNUAL MEETING OF PENNSYLVANIA ASSOCIATION 
The annual m ee ting of th e Pennsyh-ania Street Railway As

sociation was held in Harrisburg, P a., on Dec. I, 19 IO. Fifteen 
o f 44 companies which are member s o f the association were 
rep resented. Two new companies joined th e assoc iation in 
19rn. The establishment of an employment bureau and the 
introduetion of a card index system fo r technica l men seek
ing employm ent at the headqu arters of the association were 
considered. The executive committee o f the assoc iation has 
been authori zed to fo llow legislation affecting electric rail 
ways at the coming session of the Pennsylvania Legislature. 
Following th e meeting, the delegates we re ente rtained at lun
cheon at the Harrisbu rg Club 

The fo llowing officers wer e elected at the m eeting: Presi
dent, Charl es 0. Kruger, pres ident of the Philadelphia Rapid 
Transit Company: vice-president, E. H. Davis, general man
ager of the Williamsport Passenger R ai lway: treasurer , 'vV. H. 
Lanius, president of the Hanover & l\TcSherrystown Street Rail
way; secr eta ry, H. M. Stine, Harri sburg, re-elected. The fol
lowing executive committee was appoi ntee! by President Kruger: 
F rank B. Musser, pres ident of the Cent ral Pem!sylvania Trae
tion Company; H. R. Fehr, president of th e North ampton 
Traction Company ; Walter A. Rigg, general manager of the 
United Traction Company, Reading, a nd R. P. Stevens, presi
dent of the Lehi gh Vall ey Transit Company, of Allentown. 

---•·•·----
Aceorcling to a con sula r r eport, Zahleh, which has a popu-

lation of 35,000 and is 30 miles distant from lleirut, Syria , is 
negotiating with several individua ls who desire tn establish an 
electric rail way, lighting and telephone system in that city. 
U nder the term s of the concession, I?i mi les of track mu st be 
built at once but auth ority is given to huil d SY~ miles in all. 
The concess ion will se rve fo r 60 years. It is proposed tn take 
power from a new hyclroelectrie plant. American manufacturer s 
who a re inter ested should apply to the Bureau of l\fanufac
tures, Washington, D. C., regarding the concessionaires . 
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News o, Electric Railways 
Program of Annual Meeting of Central Electric Accounting 

Conference 

T h e fo ll owing program has bee n ann ounced fo r the a nnual 
meet ing of the Centra l E lect ri c Accountin g Confer ence, 
w hich is t o be held at the office of the Ma honin g & She
na ngo Rai lway & Light Company, Youngstown, O hio, on 
Dec. ro, r9ro: 

MORNING SESSION, IO :30 A. M. 

President 's annual address. 
Report of executive committee. 
Report of secretary-treasur er. 
Rep ort of committee on uniform comp arative sta t ements. 

S. C. Rogers, chairman. 
Paper, "Shop Accounts." by A. J. Lamb, Toledo Railways 

& L ig ht Company. 
Ad journ fo r lunch . The members of the conference will be 

t h e gues t s at lunche on of t he Mahonin g & Shenan go Rai l
way & Light Company. 

AFTERNOON SESSION, 2 :30 P. M. 

Illu st ra t ed paper, "Stores Accounts," by A. F. E lkin s, 
audit or, Co lumbus, De laware & l\Ia rion Ra ilwav. 

New busine ss. · 
E lection of office r s. 
Adjournm ent. 

Cleveland Traction Situation 

The trial period of eig ht m onths provided by th e Tayler 
gra nt for t he operation of the Cleveland (Ohio) Ra il way 
at a 3-ce nt fare plus I ce nt for a transfer was comp leted 
o n Nov. 30, I()IO. As the interest fund is approximate ly 
$550,000, o r about $50,000 m ore than t he amount provided 
in t he beginning, the pre sent rate of fare will be continued 
for at least three mont hs. 

J. J. Stanley, president of the Cleveland Railway, stated 
o n D ec. 2, 1910, that the company had accomp lished largely 
w hat was expected of it in the way of returns w hen the 
Tayler grant was accep t ed, considering the faci liti es. T hi s. 
however, has not induced people to purc hase the stock, 
w hich ha s b een on the market for m on th s. Mr. Sta nl ey is 
of the opin ion t hat bonds would not se ll much more r eadi ly, 
nor do es h e believe that an increase in t he rate of fare would 
improve the demand for the securities. People want a 
larger r eturn on their m oney than 6 per cent when they 
invest in stock of this kind. Only 40 o r 50 shares of stock 
of the compa ny changed hand s a day on t h e exc hange, 
w h ereas w it h a corporation like t h e Cleveland Railway the 
transact ions should be between 400 and 500 shares a day 
u nder n ormal conditions. The stock declined to 951/s on 
Dec. I, 1910, fo ll owin g th e exp iration of t he trial period. 

Mr. Stanley has been working to devise means to purchase 
addition a l cars and Mayor Baehr and Street Railway Com
mi ss ioner Dahl have a lso been considerin g the matter, but 
t hey hav e as yet been un able to suggest any mean s to se
cure t he necessa ry funds. The Mayor has instructed Mr. 
Dahl to inform the compa ny that som e way must be found 
to fi n ance the purchase of cars. T h e maintenance and re
newal fund and th e in terest fund show a surplus, but neither 
can be used for th e purchase of equipm ent . The operating 
fund ha s shown deficits for September, r9ro, and October . 
r9ro, or s ince t h e wag-es of the m otormen and conductors 
were adva nced. Each fund must care for th e obligations 
of its own department. As matters stand all surpluses in 
t he maintenance account will hav e to be applied to redeem 
funds borrowed for t hat account. 

It is sa id that an effort will be m ade at the coming session 
o f t h e Legislature to g ive cities the rig ht t o own street rail
ways and subways. 

A movement has been sta rte d in Cleveland to erect a 
monument to th e m em ory of the late Judge R. W. Tayler, 
t he fund t o be secured by popular subscription. 

O n the even ing of D ec. 5, 1910, a resolution was adopted 
by th e City Council instructing th e s tree t railway commit
tee to investigate the st r eet ra ilway situation with a view 
to securin g better se rvice. Several councilmen intimat i> d 

tha t pre;,;,ure has been broug ht to bear on the public to 
cr eate sent im ent for a new grant . Councilmen wanted it 
under stoo d that it was not the purpose of the in ves tiga tion 
to overth row th e Tayler grant. 

P r evious to the meetin g of the Coun cil the directors of 
the Cleveland Railway discussed plans for financing im
provements and purchasing additiona l cars. Nothing re
gard ing the conference was made public. The director s 
declared a quarterly dividend of r ¼ per cent, payable Jan. 3, 
r9II. 

Indictment Returned Against Offenders During Columbus 
Strike 

In it s r eport , filed on D ec. 2, 1910, the grand jury at 
Columbus, Ohio, r eturn ed indictments agains t A lfred N. 
Strader, David Davis and Thomas Cranmer, on the charge 
of dynamiting street cars during the r ecent strike of the 
emp loyees of th e Columbus Railway & Light Company. 
Strade r is charged w ith placing dynamite on the tracks of 
the com pany for pay. Davis is accused of having dynamite 
in hi s possession fo r illegal purposes. Morris Cranmer, 
who wa s the fi nanc ia l secreta ry of the local street railway 
men's union, is accused of paying Strader to place the 
dynamite on the tracks. Cranme r was held to the grand 
jury o n bond of $5,000. Davis a nd Cranmer are also 
charged in th e indi ctment s w ith aid in g Strader to escape. 

The t ri a l of Gera ld O'Leary, alias George W. Brady, was 
continued la st week. He is accused of firing shots which 
wounded two women and a g irl. On Nov. 29, r9ro, O'Leary 
took the s tand and denied that he fired a shot during the 
s trike. The defense r ested its case on Nov. 30, 1910, but 
Mayor Ma r sh a ll was call ed in r ebuttal on Dec. r, 1910. 

In it s fina l report on the st rike the g rand jury criticised 
the policemen who r efused to obey th e orders of the Chief 
of Police and the Mayor to ride on the cars and protect 
passengers and crews, and ce nsured th e officials of th e com
pany for not using vigorous measures at the outset to sup
pres s lawlessness. 

New York Railroad Club Reunion.-The fourth annual 
Christmas entertainment and social reunion of the New 
York Railroad Club will be held at 29 West Thirty-ninth 
Street, New York, N. Y ., on Friday evening, Dec. 16, 19ro, 
after a brief business sess ion. The program will include a 
vaudeville ent ertainment and supper. 

Meeting of Executive Committee of Manufacturers' Asso
ciation.-A meeting of the executive committee of the 
A m erican E lect ric Rai lway l\Ia nufacturers' Association to 
elect officers for the comin g yea r was announced for ro:30 
a. m. on Friday, Dec. 9, r9ro, at th e headquarters of the 
A merican E lectric Railway Associati on, 29 West Thirty
ninth Street, New York, N. Y. 

Settlement Proposal in Toledo.-Mayor \iVhitlock, of 
Toledo, proposes to prepare a proposition to be presented 
to the. Toledo Railways & Light Company which will em
body a basis of se ttl em ent of franchise renewals. The 
draft will, however , be approved by th e City Council be
fore it is transmitted to the company. It is stated that a 
plan will be suggested for fixing the value of the property 
under the schedule r epo rted by the company's engineers 
som e time ago. The administrati on will se lect a spokes
man and th e company will be asked to appoint some one to 
represent it in the negotiations. 

Franchise Ordinances to Relieve Congestion in Pittsburgh. 
-Five ordinances granting exclusive franchises for 50 
years to subsidiary companies of the Pittsburgh (Pa.) Rail
ways for rr s treets in the business district of Pittsburgh 
have been introduced in the Select Council of that city. 
By using the streets specified in the ordinances the rerout
ing prop ~sed by Edward M. Bigelow, former Director of 
Public Works of Pittsburgh, in his report to the Mayor on 
street railway congestion and the changes advised by Emil 
Swenson in his report to the Railroad Commission of Penn
sylvania could in general be carried into effect. The grants 
are asked in the names of the Second Avenue Passenger 
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Railway, Central Passenger Railway, •Pitt sburgh & West 
End Railway and the Ft. Pitt Street Passenger Railway. 

Unfair Criticism.-In an interview with Thomas N. Mc
-Carter, president of the Public Service Railway, Newark, 
N. J., published in the Newark News recently, Mr. Mc Carter 
was quoted as follows in regard to the unfair criticism of 
public service corporations by the public: "The more I think 
of it the more I am convinced that criticism of public utility 
<:orporation s is prompted not so much by poor service, malice 
or a lack of appreciation as it is by a failure to understand 
the complexities and difficulties of their work. Perfection 
itself would have its critics. But I hold fast to the belief 
that the public as a whole is fair. I am satisfied that when 
the public hears both sides of a question its decisions are 
usually just, and that whether it is dealing with a man or a 
<: orporation it will a lways stand firmly for 'a squar e 
deal.'" 

New Jersey Liability Act Does Not Apply to Street Rail
ways.-Justice Minturn, of the Supreme Court of New Jer
sey, has decided that street railways of New Jersey are not 
included in the provisions of the act of 1909 extending the 
liability of railroads for injuries or death resulting from the 
negligence of any person having charge or control of any 
s ignal, switch, locomotive en gine or train on a railroad. 
His decision was based upon a demurrer interposed by the 
Public Service Railway in an action for damages. The 
opinion of the_ court deals solely with the construction t o b e 
placed upon the act of 1909, with r espect to its application 
to street railways. In the syllabus of his opinion Justice 
Minturn says: "The popular and generally accepted meaning 
will be applied to the construction of an act of the Legisla
ture in the absenc e of legislative intent to the contrary. 
The public policy of th e State, as evidenced by a consistent 
course of legislation on a given subject matter, m ay be in
voked to assist in ascertaining the legi slative intent." 

Railway Affairs in Detroit.-When the ordinance by Chair
man Ellis of the committee on public utilities came before 
the Detroit Council for conside ration on Nov. 29, 1910, Al
derman Koenig offered an amendment which provided that 
the Detroit United Railway should furnish 2-minute serv
ice on Jefferson Avenue eas t of the Fairview car house to 
the city limit s, inst ea d of a 6-mi nute schedule, as fixed in the 
original ordinance. Mr. Ellis object ed to taking up such an 
amendment just before voting on the measure. He said 
that he would m ove that the whole matter be referred back 
to the committee r ather than have the ordinance changed 
without careful col'lsideration. The Council acted on hi s 
suggestion and the measure is again in the hands of the com
mittee. A n ordinance to prohibit passengers from standing 
in the front vestibule of street cars was referred to the com
mittee on ordinances. A numb er of officials of the Detroit 
United Railway and oth ers visi t ed T oledo, Ohio, on D ec. 1, 
1910, but they m ade no sta tement regarding the significance 
of the confer ence which was held a t the Boody House, 
Toledo. 

Power Station Improvements in Worcester.-Prof. Harold 
B. Smith, of the Mas sachusetts Institute of Technology, 
Boston, Ma ss., has submitted to the Mayor of Won-ester a 
report on th e power system of the Worcester (Mass.) Con
solidated Street Railway based on a study made b} him 
at the instance of the committee on street railways of the 
City Council of Worcester. In his report Professor Smith 
referred as follows t o the work n ow bein g carri ed out by 
the company to mee t it s power requirem ent s: "The W orces
ter Con solidat ed Street Railway has apparently found it 
advisable to delay the development of a suitable power plant 
until recently. Such a plant is now being built , and in my 
opinion the improvement of the service which is needed 
will come w.ith the placing in commission of the first 
5500-kw' generator at Millbury and the substation at Madi
son Square. The present condition of work at Millbury 
justifies the expression of deci ded doubt if the company will 
have this fir s t large unit of that plant in regular service by 
Jan. 1, 1911. With thi s unit in se rvice , the reliability of the 
power supply will be greatly increased, as the pre sent loads 
can ordinarily be carried on this new unit, leaving the Fre
mont Street plant for r ese rve for emergency." The plan s 
of the company for increasing its power supply were de
scribed in the ELECTRIC RAILWAY JOUR NAL of Sept. 10, 1910, 
page 406. 

Financial and Corporate 
New York Stock and Money Market 

Dec. 6, 1910. 
It has been a week of liquidation and declining prices in 

the Wall Street market. T he effort to uph old the market 
artificia lly has fa iled on account of th e heavy se llin g pr es
sure or has been abandoned. Ther e certai nly is a disposi
tion to let prices sag and wi llin gness to sell rathe r than 
to buy. The volume of tran sactions has increased, a feat ure 
that has m arked all the declining markets r ecen tly. 

There has been practically no improvement in t he bond 
market, a lthough the money market . co_ntinues r emarkably 
easy. Quota ti ons t o-day were: Call , 21/s@3~~ pe r cent; 
90 days, 4 pe r cent. 

Other Markets 

U ntil this morning tractions have been very du ll in th e 
P hilade lphi a market durin g th e pa st week. To-day a fairly 
good buying demand fo r both Rapid Transit and Union 
Tract ion was developed, du e, no doubt , to repo r ts that were 
current that refinancing agreements had bee n reached. 

In the Chic ago market there continu es to be fair activity 
for the various issue s of Chi cago Rai lways certificates. 
Se ri es 2 has been par ti cularl y active, but se llers have been 
more in sistent than buyers and prices have declined two 
point s within the week. 

In the Bos ton m arket there has been only li ght trading 
in tracti on securities during the week. Massachuse tt s Elec
tric shares have been the mos t act ive and both the prefer red 
and commo n have r eco rd ed moderate declines. 

The Baltimore m arket as usual has shown no movement 
in traction sec urities exce pt in the bonds of t he United 
Railways. These have continu ed t o se ll at former prices. 

Quotations of va ri ous t rac tion securiti es as com pared with 
last week fo ll ow: 

Nov. 29. 
A merican R a ilways Company ........................ a43 
Aurora, Elgin & Chicago Railroad (common) ........ a45 
Aurora, Elgin & Chicago Railroad (preferred) ....... ago 
Roston Elevated Railway .... . ...................... 127 ½ 
Boston & Suburban E lectric Compan ies . ....... ...... * 16 ½ 
Eoston & Suburb an E lect r ic Co mpa·nies (p r eferred) ... a72 
Boston & Worcester E!ectrie Compan ies (common) ... am 
Boston & Worcester Electric Companies (preferred) .. a40 
Brooklyn Rapid Transit Company......... . . . . . . . . . . 76 ¾ 
Brooklyn Rapid Transit Company, rst r ef. conv. 4s.. 82 ¾ 
Capita l Traction Company, vVashington .............. a 128 
Chicago City Railway ...... . ....................... a180 
Chicago & Oak Park Elevated Railroad (common).... *3 ¼ 
Chicago & Oak P ark Elevated R ai lroad (preferred).... •·7 ¼ 
Chicago R ailways, ptcptg., ctf. 1 .......•............ a92 
Chicag-o R ailways, ptcptg., ctf. 2 .................... a25 ½ 
Chicago R ai lways. ptcptg., ct f. 3 .................... a11 
Chi cago R ail ways, ptcptg., ctf. 4.. .................. a6 ½ 
Cleveland Railway ......•........................... *91!/, 
Com:ol idated Traction of New J ersev ................ a73 
Consolidated Traction of N. J., 5 per cent bonds .... a104 
Detroit United Railway .............................. a 54 1/, 

General E lectric Company .......•.................. a 1 ss ¼ 
Georgia R ailway & Electric Company (comm on) ...... *118 
Geoq!ia Railway & Electric Company (preferred) ..... *88 
Interborough-Metropolitan Company (common)...... 19 ¾ 
In t erb orou gh-Met ropolitan Company (preferred)...... 53¼ 
Jnterborough -Metropolitan Company (4!/, s).......... So 
Kansas City Railway & Lig-ht Company (common) .... a2I ¼ 
Kansas City Railway & L ight Company (preferred) .. a75 
Manh\attan Railway .... ; .. .•..... ..••....•.•.•.... 140, 
Massachusetts E lectrie Company (common) .•....... a19 ½ 
Massachusetts E lectrie Companies (preferred)........ 86 
·l\'letropolitan vVest Side, Chicago (common)......... 21 
Metropolitan West S ide, Ch icago (preferred) ........ *68 
~1etropolitan S.treet Railway. New York ..... ... '..... 19 ½ 
Milwaukee E lectric Railway & Li ght (preferred) ..... •· 110 
No rth American Company. . . . . . . . . . . . . . . . . . . . . . . . . . 6 1 ½ 
Northwes tern E levated Railroad (common) ......... a2~ 
North western E levated Railroad (preferred) ........ a6o 
Philadelphia Company, Pittshurg (common) .......... a4 5 
Philadelphia Companv, I'ittsburg (preferr ed) .......• a4 2 
Philadelph ia Rap id Transit Company ..... . ......... a 18 ½ 
Phi lad cl nh ia Tracti on Company. . • • . . . . . . . . . . . . . . . . . *82 
Pub lie S ervice Corporation, 5 per cent col. notes ..... a9 5 
Public Service Corporation, ctfs ....... . .... . . . . · .... a 101 
Seattl e E lectric Company (common) ................ arn7)~ 
Sea tt le Electric Companv (preferred) ........... ." ... •· 103 
Sonth S ide E levated Railroad (Chicago) ............. *65 
Th ird Avenue R ail road, New York.. . ............... 10 ¼ 
T olerlo Rail ways & Light Company.. . .. . . . . . . . . . . . . a8 
Twin City Rapid Transit, l\'finneano lis (common) .... a109 ½ 
Union Traction Company. Philad elnh ia .... .. ........ a-13 ½ 
United R ys . & Elec tric Com pany, J;-altimore ...... , ... a14r/, 
U ni ted R ys. Inv. Co. (common) ...•................. * r4 ¼ 
United Rys. Inv. Co. (preferred) .•................ ·•57 
Washington Ry. & Flectric Company (common) ...... a,u ½ 
Washin 11:ton Ry. & Electric Company (prefe r red) ...... a87 ½ 
West End Street Ra il way, Hoston (common) ........ a•w ½ 
W est E nd Street Ra il wav, Hoston (prefe rred) ...... • rno ½ 
Westinp-housc Elec. & Mfg. Co ............. . . ,..... Go· 
Westinghouse Elec. & Mfg. Company (1st pref.) ..... ' 12-1 

a Asker!. • Last sale. 

Dec. 6. 
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Atlantic Shore Line Railway, Sanford, Maine.-The prop
erty of the Atlantic Shore Line Railway was sold under fore
closure on Dec. I, 1910, for $1 I 5,000 to the reorganization 
committ ee which is acting in behalf of the holders of th e 
4 p er cent refundin g bonds of th e company dated 1906. the 
second mortgage 6 per cent bonds dated 1909, and the first 
preferred stock of th e company. 

Charlotte Electric Railway, Light & Power Company, 
Charlotte, N. C.-Th e prop erty of th e Charlotte Electric 
Railway, Light & Pow er Company, which w a s purchased 
recently by the South ern P ow er Com pany, will be trans
ferred by tha t company to the Piedmont Trac ti on Company, 
w hi ch is own ed by the sam e interes t s, and will b e u se d as 
the k eyst on e fo r a n etw ork of el ec tric r ailways betw een 
the cities and town s of the Pi edmont sec ti on of th e Caro
lin as , extendin g from A nderson, S. C. , on th e southwes t, t o 
Durham, N . C. , on the n orth ea s t , pa ss ing th roug h Gre en
vill e, Spa rtanburg and o th e r South Carolina cities and 
town s and Charl ott e, Gas tonia, Concord, Sali sbury, Greens
boro, Hig h P oint and Durham and intermedi a t e pl aces . 

Chicago (Ill.) Consolidated Traction Company.-Thc 
property of the Chicago Consolidated Traction Company 
was so ld under forecl osure on Nov. 30, 1910, to Andrew 
Cooke, representing the re o rganization committee of the 
bondh olders, for $1,425,000. The underlying m ortgages of 
the company are to be r eplaced by blanket securiti es of the 
Chicago Railways, and the entire system of the Consolidated 
Traction Company is t o b e reh abilitated. Of the original 
$6,750,000 of the bond s of the Chicago Consolidated Trac
tion Company approx imately 95 per cent h ave be en acquired 
by the Chicago Railways. Purchase m oney bonds to the 
amount of $6,000,000 have be en authorized. They are dated 
Jan. I, r9r r, and mature Feb. I, 1927, but are redeemable 
at par and interes t at any int ere st date. From r9II to r9r5, 
inclusive, the issue will bear interest at 4 per cent, there
after at 5 p er cent, payable semi-annually. Of this au
thorized issue $4,073,000 are to be depo sited with the de
positary and th e r emaining $1,927,000 are to be issuable 
from time to time in payment of any claims originating 
or connected in any way with th e taking over of the Con
solidated Tracti on Syst em or for any oth er purpose except 
the payment of operating expenses, dividends or interest 
charges of the Chi ca go Railways. A dju stment income 
bonds to the amount of $2,500,000 hav e be en authorized. 
They are dated Jan. I , I9 II, and mature Feb. I, 1927, and 
bear int eres t a t 4 per ce nt , payable annually o r semi-an 
nually, but only out of n et earnings o f the Chicag o Rail 
ways. Interest is non -cumulative on this issue. 

Frederick (Md.) Railway.-Th e Frederick Railway has 
applied to the Public Utilities Commission of Maryland for 
authority t o issue a n additi onal $40,000 of preferred stock 
to pay for a m ajority of the shares of the st ock of th e Fred
erick Gas & Electric Company. 

Hoosick Falls (N. Y.) Railroad.-The Public Service 
Commission of the Second Di strict of New York ha s au
thorized the H oosick Fall s Railroad t o issue its common 
capital s tock to the am ount of $100,000 to acquire all of the 
property, rights and franchi ses form erly belong ing t o the 
Bennington & N orth Adam s Stree t R ail w ay in N ew York 
State. The N ew York, N ew Haven & Hartford Railroad, 
w hich controls the property, has been autho ri zed to ac
quire and h old the capital stock of the H oosick Falls Rail 
road. 

Indianapolis, Crawfordsville & Western Traction Com
pany, Indianapolis, Ind.-Harry J. Milli gan, receiver for 
the Indianapolis, Crawfordsville & Wes tern Traction Com
pany, r eports the earnings of the company for October as 
follows: Gross rec eipt s, $16,268; operating expenses, $I I,-
550; net earnings, "$4,717. The balance on hand on Oct. I , 
1910, was $13,557, and the balance on hand N ov. I, 1910, was 
$16,554. 

Newport News & Old Point Railway & Electric Company, 
Newport News, Va.-The Newport News & Old Point Rail
way & El ectric Company has purchased $6o6,ooo of its gen
eral mortg age b onds through the Maryland Trust Company, 
t rus t ee. The total authorized issue of these bonds is $4,-
000,000, and of this amount $2,300,000 has been issued. Of 
th e t ot a l amount issued $698,000, includ_ing the $6o6,ooo re
cen tly purchased, has been retired, leaving outstanding 

$r,602,ooo. The remainder o f the issue is held by the trustee 
to retire underlying bonds and bonds of constituent com
panies. 

Philadelphia (Pa.) Rapid Transit Company.-A meeting 
of the directors of the Philadelphia Rapid Transit Com
pany w a s call ed for Dec. 7, 19ro, to consider the suggestion 
of E. T. Stotesbury, of Drexel & Company, that the com
pany surrender it s equity in it s Market Street elevated 
line in return for the guarantee by the Union Traction 
Company of a loan for $10,000,000. 

Portland Railway, Light & Power Company, Portland, 
Ore.-The s tockhold ers of the Portland Railway, Lig ht & 
P ower Company have approved the plan to retire the pre
ferr ed st ock by r edempti on at ro5 , and to g ive the common 
s tockholder s the privil ege of exchan ging th eir present hold
ings fo r n ew sto ck. The re sult will be that, instead of the 
comp any havin g $r5,ooo,ooo of capital s tock divided into 
$5,000,000 of prefe rred and $ro,ooo,ooo of common, th e capi
tal s tock will be $25,000,000, of which $r6,250,ooo will be 
paid in. As a further r esult the company will receive 
$1,000,ocio in cash. 

Public Service Corporation of New Jersey, Newark, N. }.
Horatio G. Lloyd, of Drexel & Company, Philadelphia, Pa., 
and J. Horace Harding, of Charles D. Barney & Company, 
New York, N. Y., have been elected directors of the Public 
Service Corporation of New Jersey to fill vacancies in the 
board. 

Scranton (Pa.) Railway.-The Scranton Railway has filed 
fo r record a mortgage covering its property given in favor 
of the Equitable Trust Company as trustee to secure an issue 
of $r,ooo,ooo of 5 per cent bonds dated Nov. I, r9ro, and due 
N ov. I, 1920, but subject to call at any interest period at 
I02 and accrued interest. The bonds were authorized by 
the directors of the company on Oct. 26, r9ro, and a block 
of them has already been offered for subscription by Bioren 
& Company, Philadelphia, Pa. 

Third Avenue Railroad, New York, N. Y.-The Public 
Se rvice Commission of the First District of New York has. 
denied the formal request of Herbert J. Bickford, of coun• 
sel for the Third A venue Rail road, to the • commission to 
r econsid er all the facts and conclusions in connection with 
th e application to the commiss"ion to reorganize the com
pany and t o abrogate, modify or change its order so as 
to grant the relief requ ested by the petition of the com
mitte e of bondh olders and the Third Avenue Railway. An 
abstract of the ground s on which the application for a 
rehearin g was based was published in the ELECTRIC RAILWAY 
JOURNAL of Oct . 29, 1910, page 909. 

West End Street Railway, Boston, Mass.-The Railroad 
Commis sion of Massachusetts has ordered that the ro49 
shar es of c omm on stock of th e West End Street Railway 
auth orized by the commi ssion on Sept. IS, 1910, and remain
ing unsub scribed by stockh olders of th e W est End Street 
Railway entitl ed to take them sha11 be offered for sale at 
public auction in Boston to the highest bidder at not less 
than par, t o be paid in cash. 

Dividends Declared 

Chipp ewa Valley Railway, Light & Power Company, Eau 
Claire, Wi s., quarterly, r¾ per cent, preferred. 

Continental Passenger Railway, Philadelphia, Pa., $3 per 
share. 

Duluth-Superior Traction Company, quarterly, I per cent, 
preferred; quarterly, 1¼ per cent, common. 

Indianapolis (Ind.) Street Railway, 3 per cent. 
Massachusett s El ectric Companies, Boston, Mass., $2 per 

share, preferred. 
N orfolk Railway & Light Company, Norfolk, Va., 2½ 

per cent. 
Northern Ohio Traction & Light Company, quarterly, ¾ 

of I per cent. 
South Side Elevated Railroad, Chicago, Ill., quarterly, ¼ 

of I per cent. 
Twin City Rapid Tr.ansit Company, Minneapolis, Minn., 

quarterly, r¾ per cent, preferred; quarterly, r½ per cent, 
common. 

Washington Railway & Electric Company, Washington, 
D. C., 2½ per cent, preferred; I per cent, common. 
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Tralfieand Transportation 
Final Order for Joint Rates on New York Street Railways 

At a meeting of the Public Service Commission 
of the First District of New York held on Dec. 1, 1910, the 
following order was adopted denying the application of 
the receivers of the Metropolitan Street Railway for an 
extension of time from Dec. 5, 19m, to Jan. 1, 1911, to 
establish a joint rate with th e Ce ntral Park, North & East 
River Railroad for the transportation of passe ngers as 
provided in th e order of the commission dated Aug. 2, 1910: 

"Adrian H. J o line and D o ug las R obin son. a s rece iv ers o f 
the Metropolitan Street Railway, having made application 
in writing, dated Nov. 29, 19m, for a furth er ex tensi o n of 
time in respect to the matter s h ereinafter m ent ioned, and, in 
the judgment of the commission, sufficient reason therefor 
not having been made to appear, it is 

"Ordered: That the app licati on of said Adrian H. Joline 
and Douglas Robinson as receiv ers of the Metropolitan 
Street Railway for an ex tension of time to estab li sh and 
thereafter maintain in operatio n through routes for the 
transportation of pa ssengers and to establish and put in 
force a joint rate of fare, in accordance with the o r.der duly 
made in the above en titled matter on Aug. 2. 19m, which 
time was extended by o rders duly made in the above en
titled matter on Sept. 1, 19m, and Nov. 7, 1910, be, and the 
same hereby is, in all r espects denied." 

In the opini on ann oun cing the decision the co mmi ssion 
says: 

"The commission o ri gi nally on Aug. I I, 1908, directed the 
receivers of th e Metropolitan Street Railway and the Cen
tral Park, North & East River Railroad to establish through 
routes and j oint fare s, which they failed to do. The com
mission thereup on instituted a case to ascertain proper j o int 
rates and on Oct. 30, 1908, o rdered that the two compani es 
should establish throu gh routes and joint rate s by N ov. 22, 

1908. Thereafter the receivers of the Metropolitan Street 
Railway secured a writ of certiorari and the matter has 
since been in the courts. 

"Following certain am endments to the Public Service 
Commissions law by th e L egislature of 1910, the commis 
sion on Aug. 2, 19m, ordered the rec eivers o f the Metropoli 
tan Street Railway and the Central Park, North & East 
River Railroad to establi sh through routes and j oi nt fares 
on or before Sept. I , 1910. Thereafter the time by which 
the companies were t o es tablish joint r a t es and the time 
by which the commissi on was to be notified were extended 
to Nov. 1, 19m. 

"The commission was adv ise d by the r ece iv er s o f the 
Metropolitan Stree t Railway o n Oct. 21, I<)IO, that it would 
arrange for the establi shment n o t on Nov. 1, 19m, but on 
Dec. 15, 19m, of a certain system of through routes and 
joint rates with the Central Park, North & East River 
Railroad and later th e la tt er company notifi ed th e commis
sion to the same effect. The commission after c on sidera
tion of the matter m odifi ed it s order which r equired that 
the joint rates estab li shed by the company shou ld go int o 
effect by Nov. I, 19 IO, by ex t endin g the time t o D ec . 5. 

"The receiver s of the Metropolitan Street Railway n ow 
ask that this time be ex tended to Jan . I , 1911, giving as 
the rea son therefor that suffi cient time is n ecessary to 
instruct conductors prop erly in rega rd t o th e j oint rate 
ticket procedure as w ell as t o facilitate the proposition from 
an accountin g standpoint . It would appear that the re
ceiv er s o f th e Metropolitan St reet Railway hav e had all the 
time r easonably nece ssary t o in struct conducto rs properly 
or to fa cilitat e accounting and that th ere has th erefore b ee n 
prese nt ed t o th e commi ssio n n o adequate reason requiring 
postponement of the effective elat e of the joint rates. Any 
temporary inc onveni en ce that m ay be ca used to the re 
ceivers of the Metropolitan Street R ailway is much more 
than counterbalanced by the inconv eniences that have been 
endured by the traveling public and it is unfair that th e 
commi ssion sho uld h e a sk ed to allow any further ex t ension 
of tim e. 

"The commission acco rdin g ly deni es the a pplicatio n for 
an ex t en sio n o f time and ca ll s th e attention of the r eceivers 
of th e Metropolitan Street Railway and the Central Park 
North & East River Railroad to th e fact that the commis~ 
sion ha s fi x ed D ec. 5 a s the dat e when such joint rates shall 

go into effect and will avail itself o f the remedie s provided 
for by the Public Service Commissions law t o see that thi s 
is comp li ed with." 

The offer of Adrian H. Joline and Douglas Robinson, 
receivers o f the Metropolitan Street Railway, made with 
the consent of th e bondholders' reorganization committ ee, 
to establish a modified transfer sy stem between the Fifty
ninth Street line of the Central Park, North & East River 
Railroad and the north and· south line s of the M etropolitan 
Street Railway was referred to in the ELECTRIC RAILWAY 
JOURNAL of Nov. 5, l9IO, page 971. 

The Metropolita n Street Railway did n o t comply with the 
fi nal order o f th e commi ssion on Dec. 5, 19m. On D ec. 3, 
19m, the company wrote t o the commis sio n statin g that 
it wou ld b e physica lly impossible to comply with the o rder 
o n th e da t e mentio n ed. No tran sfer s had be en printed and 
many other r eason s were cited as to why th e company 
cou ld not m eet the r equirem ent s of the order. It was ex
pect ed that a m ee ting o f the commission w ould be called 
within a few days to co nsider the situation. 

Reduction in Fare to Revere Beach 

The Railroad Commission of Ma ssachusetts ha s di smi sse d 
the petition of th e Sel ec tmen of R eve re in regard to fares 
and service on the Boston Elevated Railway and the Bos
t on & Northern Street Railway to the Revere Beach reser
vation, which w ould in eff ec t have a ffo rded th e petiti on er s 
a 5-cent fare from all part s of th e Boston Elevated Railway 
to Revere Beach. In dismi ss ing the petition the commis
sion said: 

"The petition recite s that certain changes in th e rates of 
fare are reasonable and expedient in order to promote the 
conve nience a nd accommodatio n of the public, and requests 
the board to require the Boston Elevated Railway and the 
Boston & Northe rn Street Railway to make an arrangement 
so that pas se ngers upon their cars may be transported be
tween Orient Heights and the Revere Beach reservation 
for a fare uniform with that charg ed by the said companies 
for transportation t o the same point over other lines of 
track; or that the Boston & Northern Street Railway be 
required t o operate cars on tho se tracks , and that transfers 
be given by each company wh er eby passen ge rs upon th e 
cars of either of said companies may be transp orted from 
the various parts o f Boston, Chelsea and Reve re at a rate 
o f far e uniform with that charged for transp o rta ti on to said 
reservation over o ther lines of track. 

"In discu ss in g a sim_i lar situation in Malden in a n o rder 
issued on March 7, 1907, th e board use d thi s lan g uage : 

"'The same conditions exist at nearly all ot her points 
where int erurba n railways connect with the system of the 
Boston Elevated Railway. The peculiar privil eges granted 
t? that company under special laws include the right to in
sist up?n a 5-cent fare from every passenger, a righ t that 
stands 111 the way of any arrangement for a joint fare to be 
shared with oth er co mpani es. The b oard has n o authority 
to sugges t that the Boston Elevated Railway relinquish a 
p_art of the fare to which it is entitled by law, and it cannot 
ngh!fully a~k th~ Boston & Northern Street Railway to 
f~rn_, sh se rvice w,t~out compensation; nor has it any juris
d1ct10n ove r ex tens ion s o f ra ilway lin es o r changes in the 
contro l o r owne rship of lin es.' 

"The board fi nd s that no ac tion is open upon this com
plai_nt which will_ ~ffor_d th e petitioners the facilitie s they 
de s ire and th e pet1t1on ts th ere fo re dismissed." 

New Wage Agreement on the Illinois Traction System 

The Illin ois Trac ti on System, Peoria, Ill.. and t he 
~ roth erhood of Int erurban Trainmen, on Nov. 2 1, 19rn, 
sig ned a new wage agree m ent which indicates th e friendly 
relations betwee n th e employees and the company. T he 
essenti a ls of th e new ag reem ent fo llow: 

" Both partie s agree to confer on a ll cases. Th e co mpa ny 
reserves th e ri g ht t o hire and discharge m en for cau se wit h
out interference from th e brot h erhood. A merit and de 
m erit m a rk sy s tem will immediately be in s tall ed a nd th e 
marks sha ll b e used as a ba s is for di sc harge. A hoard of 
inquiry consisting o f two superi n tend ent s, th ree trai nma s
ter s a nd the chairman of each of th e fiv e lodges sha ll hear 
a ll charges against trainm en and th e trainmen shal l haVt'· 
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the right to appear before this board in th eir own behalf. 
Appeal from a decision of this board can be had to th e 
general superin ten dent and from him to the vice-president 
executive. Any trainman who has been dismissed and later 
h eld innocent of the charges which caused dismissal shall 
have his record corr ec ted and shall be paid for lost time. 
Trains consisting of two cars handlin g passengers will be 
mann ed with a crew of three trainmen. Tra in s of two 
ca r s carrying passengers n ot d oing s t a ti on work shall have 
such crews as the sup erint endent may decide to be n eces
sa ry. Us"trnl provisions as to se niority, run s, etc., will ob
tain. 

"Wages shall be based on a 1iine-hour day, and a run of 
225 miles comp leted in less tha n this time wi ll be counted 
as one day. Extra runs are to be paid fo r on a nine-hour
day basis. Beginning Dec. r th e men o n th e hourly basis 
will receive a ro per cent increase and a t the expiration of 
six months from Dec. r, 1910, a furth er IO pe r cent increase. 
Men on the mileage basis will receive an increase of 15 per 
cent on Dec. r, 1910, and 5 per cent addit ional increase after 
six months. After six months from Dec. 1, 1910, when the 
contract goes into effect, a ll motorm en and conductors w ill 
receive a flat rate of 30 cents per hour. A new cla ss is to 
be a dded to the tra inm en, t o be known as brakemen, through 
w hi ch g rade all men must pass before b eing promoted to 
mot orman or conductor. Standard examinations must be 
passed before a man is promoted from this class. The 
compensation will be 23 cents per hour. Usual provision s 
for u nifo rm s, passes, association business, et c., form a pa rt 
of th e contract. It is agreed that the brotherhood shall 
no t cause a sympathetic strike for any outside cause or 
g rievance. A board of arbitration consisting of three mem
bers w ill se ttle all differences and if an agreement ca nnot 
be r each ed a new board is to b e appointed within ro days 
and arb itra ti on is to cont inue until the differences are set
t led. No st rikes ar e to · be ca ll ed for an y cause." 

T he new contract wi ll run until Dec. r, 1913. 

Compulsory Interchange of Street Railway Traffic Con
sidered 

The Ra il road Commission of Massachusetts, as noted 
in the ELECTRIC RAILWAY J OURNAL of Nov. 26, 1910, 
page 1068, is considering the subject of making it obligatory 
for st r eet railways to receive and convey over their lines 
traffic offered by connecting street rail ways and wi ll report 
its findings to th e Legislature in 1911. G. C. Travis, counsel 
for the Boston E levated Railway, has fi led with the commis
sion a brief in opposition to t h e suggestion The Boston 
E levated Rai lway submi ts that it is not advisable or in th e 
publi c interest to enact any legislation making it compul
so ry fo r str ee t railways to receive and convey over t heir 
tracks traffic or ca rs tendered by connecting street railways. 
T he company maintains that there is no public demand for 
it; tha t th e legislation is unnecessary; that there are practi
ca l equipment difficulities; that there are difficulties of opera
tio n, and that it would force an entrance into the field of 
freig ht traffic. Counsel for t h e c,ompany says that legis
la tion to compel such conveya nce of traffic is unnecessary 
because if the traffic is feas ible and remunerative no street 
rai lway wi ll refuse it, and if it is not no company sh ould 
be compe ll ed to take it. It is against the public interest 
that any public service corporation sh ou ld be compelled to 
tran sact business at a loss. T h e company sa.ys: 

"Compulsory interchange of cars should not be con
sidered with reference to the Boston E levated Rai lway 
a lone. Conditions which may by great painstaking make 
such interchang ea ble possible in the city might under some 
conditions a.ri sing in the country be extremely burdensome 
and perhaps ruinous to a small company, for large expendi
tu re s had to be made upon th e Boston E levated Railway 
for strengthening bridges, clearing curves, etc., for one line 
alone. Had some company desired to run upon the lines of 
a small rural ele ctric railway la rge, heavy, high-speed cars, 
w hich m ight be suited to the interurban railway, but very 
little suited to the conditions of the small railway, it might 
be that with a compulsory law the small railway would be 
called upon to . make investments in money for this pur
pose a.lone far beyond it s mean s or reasonable power to 
g rant ." 

Counsel argues that street railways in general in Massa-

chusetts have been chartered to do a passenger business. 
Investors have not contempla ted a possible compulsory re
quirement that they should go into the freight business. 
Attempts have been made to draw an ana logy between 
steam railroads and stree t railways. T he conditions are in 
no sense alike. The r equirem ent that steam railroads should 
interc hange cars to avoid brea king bulk fo r through frei ght 
and the further requirement that they should do so in con
nection with certain interurban railroads operated by trolley 
have no bearing upon the Massachusetts situation. 

Changes in Routes in Washington.-T he Capital Traction 
Company, W ashin gton, D. C., r ecently posted placards in 
its cars giving in detail changes in the routes of several line s 
operated by the company which were made on Dec. 5, 1910. 

Rates on Illinois Traction System.-A very slight incrcas~ 
has been made recently in the passenger rates on the Illinois 
Traction System . The one-way rate s are now based on 
about 2 cents per mile and the r ound trips are approximately 
180 per cent of the one-way ra tes. 

Freight Rights Approved in Massachusetts.-The Rail
road Commission of Massachusetts has approved the grant 
which the Berkshire Street Railway, Pittsfield, Mass., se
cured on Aug. 22, 1910, from the Selectmen of Egremont to 
act as a common carrier of newspapers, baggage, express 
and freight in Egr emont. 

Safety Gates in Leavenworth.-The Kansas City-Western 
Railway ha s equipped one of its cars which is operated regu
larly in L eavenworth with safety gates, and has announced 
that if the car equipped with the ga tes proves satisfactory 
in service a ll of the company's cars which are operated in 
Leavenworth will be equipped with gates. 

Enforcing Car Rules in Toronto.-On Dec. r, 1910, the 
Toronto (Ont.) Railway commenced to enforce the rules 
against smoking and sp ittin g on its cars and the rule against 
passe ngers riding on the rear platform.s of cars. The regu
lations of the company were authorized and approved by 
the Ontario Railway & Municipal Board and provide a 
penalty of $ro fo r each infraction of the rules. 

Service in Rochester.-The Council of Rochester, N. Y.,. 
has r efe rred to it s railroad committee the resolution of 
A lderman Small to instruct th e Corporation Couns el of the 
city to fi le a forma l complaint in behalf of the city with the· 
Publ ic Se rvice Commission of the Second Di strict of New 
York about th e se rvice furnished by the New York State 
Rai lways, Rocheste r L in es, on its Gen esee Street, Jefferson 
Avenue and Plymouth Avenu e line s. 

Hearing on Joint Rates in New York.-The Public Serv
ic e Commiss ion of the First District of New York ordered 
a hearing on Dec. 8, 1910, to determine whether the Central' 
Park, Nort h & East River Railroad, which operates the Fif
ty-nint h Street crosstown line and the South Shore Trac
tion Company should be required to establish joint rates 
be tween the Fifty-ninth Street lin e and the shuttle service 
maintained by the South Shore Traction Company over the 
Queensborough Bridge. 

Rules of the Road in New Haven.-A code of rules gov-· 
erning the use of the streets in New Haven, Conn., by 
ve hicles and cars was adopted by the Board of Aldermen 
on Nov. 14, 1910, and went into effect Nov. 29, 1910. Under
it the police have charge of the movement of traffic at all 
congested corners. Vehicles are prohibited from passing 
any "s tanding street railway car from which passengers are 
being received or discharged so as to interfere unreasonably 
in any way with such passengers." 

Assignment of Runs in Philadelphia.-On Nov. 30, 1910, 
the P hiladelphia (Pa.) Rapid Transit Company posted in all 
its car houses notices announcing the assignment of runs 
for conductors and motormen in fulfilment of the ruling
made on Nov. 8, 1910, by the board of arbitration which 
was appointed to consider this matter. The decision of the· 
a rbitrators was included as part of the article "Arbitration 
in Philadelphia on Loyal Men," which was published in the· 
ELECTRIC RAILWAY JOURNAL of Nov. 12, 1910, page 992. 

Five-Cent Fare on Nine-Mile Road Opposed.-Speaking 
before the Hyde Park Business Men's Association recently,. 
Representative Roger Wolcott, of Milton, said that if the 
mat~er _comes.up in the Legislature of Massachusetts he wilF 
oppose a s-.cent fare o.n the Old Colony _Street Railway. from 
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Hyde Park to Boston. He sa id that hi s r eason for op p os
ing it is that he wants to be fair to th e company as well 
as t o the public and it would be unfair to comp el the com 
pany t o carry passenger s nine mile s fo r 5 cent s. 

School Fares on the Boston & Northern Street Rail
way.-Robert Goff, v ice-p resid ent and gen era l m a nager of 
the Boston & North ern Stree t Railway, Bost on, M ass., h as 
proposed t o Mayor J ame s E. Rich, o f Lynn , that an agre e
ment be entered into w ith t he company under w hich pupi ls 
a t th e evening high school in Lynn sha ll pay full fare pend
ing a decree by th e Supreme Court in rega rd t o th e con
t enti on by th e Boston & Northe rn Railway that Chapter 
520 of th e Acts of 1908, w hi ch provides for h alf fares for 
pupil s o f high sc hools, is n ot con stitution al. A ll mon ey 
paid by pupil s in excess o f th e on e-ha lf rate would b e r e
funded to them. 

All-Night Service in Boston Subway.-T h e Boston 
(Mass.) Elevated Railway has decided t o open th e Tremont 
Street subway for all-night service, effec tive Dec . IO, 1910. 
William A. Bancroft, pres ident of th e compa ny. sa id in a 
letter t o Mayor F itzgera ld , of Boston: "Our ex ecutive com 
mittee, after careful consid erati on a nd s tudy of the qu estion, 
has voted, notwithstandin g the very large expen se involved , 
to open the subway fo r nigh t cars, beginning on the night 
of D ec. 10. We have concluded for th e p r ese nt , at lea st , n o t 
only to open th e subway, but to maintain the existing 
service on the surface, so as prac tically to double the exist
ing service during the night." 

Conference in Indiana Between Commission and Inter
urban Representatives.-After inves ti ga tin g th e causes of 
recent acc idents on electric r ail ways in Indiana th e Rail
road Commission of Indiana confer red on Nov. 29, 1910, 
with th e representative s o f variou s interurb an r a il ways in 
that State. The co nference wa s n o t a public on e, and wa s 
in a way prel imin a r y t o th e m ee tin g of th e r epresentatives 
of th e electric railways w ith th e Governor whic h ha s been 
called for Dec. 13, 191 0. The Railroad Commi ssion h as 
made recomm enda tion s to cer tain elec tri c r a ilways in th e 
Stat e r ega rding opera ti on a nd has ask ed the companies t o 
rep ly by Dec. 10, 19 10. These r epli es w ill, perhaps, c over 
much of the ground of the confe re nce on Dec. 13, 1910. 

Signs on Cleanliness in Interurban Cars.-Geor ge H . 
Whysall, gen eral manager of th e Columbu s, Marion & 
Bucyrus Railway, De lawa re, O hi o, has had posted "sanitary" 
sign s at eac h end o f both compartm ent s of it s interurban ca r s. 
T he posted sign s a r e 21 in . w ide by II in . high an d a r e 
prin ted in black a nd whit e. A copy of the an ti -spitting 
o rd er o f the State Boa rd of Health is introduced with th e 
fo ll owing a nn ouncem ent rega rding cleanlin ess: "Cleanlin ess 
is n ecessary t o h ealth in ca r s as w ell as in h om es. T his 
car is chemically disinfec t ed a nd clea n ed every nig ht and 
the m anagement r espectfu lly invites your co-operation in 
keep in g th e sea t s and th e flo o r cl ea n . Spittin g on th e floor 
is contrary to th e laws of health a nd of the State. Cuspi
do r s a r e provided in th e sm okin g compartment." 

Key Route to Fill Its Oakland Pier.-One of th e larg est 
m unicipal harb or proj ec t s under taken on th e Pacific Coast 
is that of Oakland, Cal., w hic h h as jus t r ece ived th e sanction 
of th e War D epartment. It consists of t h e development of 
w hat is kn own as th e Key Route Basin on th e east sh o re o f 
San Franci sco Bay, ex ten di n g between th e Oakla nd route 
of th e Southern Pacific Company and the pier of t he Key 
Route on t he San Franc isco, Oa kland & San Jo se Ra il road. 
T h e p lans, w hi ch were made by F. C. Turne r, c ity eng in eer 
of Oakland, provide for th e construct ion of a seawall a long 
t he new bulkhead lin e, th e dredging o f a c ha nn e l, the fi llin g 
o f the space landward fro m the seawa ll a nd t he bui ldin g of 
piers. Under the t erms of the agreement, the San F ra nci sco, 
Oakland & San J ose Rai lroad w ill have t o fi ll in about 500 
ac r es. in addi tio n to' filling in it s e lec tri c r a ilway pi er, about 
15,000 feet long. The work is to b e sta rt ed immediately. 

Chicago & Milwaukee Electric Railroad Issues New 
Timetable.-The Chi cag-o & Mi lwaukee E lec tric R a il road, 
Chicago, Ill., " the sceni c rout e of the beau tifu l north sho re," 
ha s issued a 16-page tim etabl e of standard s ize, illu st ra t ed 
with half-to ne view s of th e roadway, equipm ent a nd offices, 
a nd with full-pag e map sh owin g the interurban lin es 
between Chi cago, W aukega n. M ilwaukee. S heboygan , Ocon
omowoc and other p o int s tributa ry to Mi lwaukee. Th e n ew 
fo lder includes a statement of the op eratin g ()rganization o f 

th e roa d, a description a nd timetable of th e fast limited 
tra in s opera t ed b et ween Mi lwaukee and Ch icago, comp lete 
timetable o f a ll passenger trains, info rmation regardi ng c om
mutat ion r a t es, cha rtered-ca r r a t es, cafe and parlor-car 
accommodation s a nd rates, an an no un cem ent of the United 
States express se rv ice ope rated over th e li ne, a directory of 
the ticket offices a nd waiti ng rooms in t he cities reached, a 
direc t or y o f th e univers it ies and colleges loc ated o n the 
lin e, a nd gen era l mi sce lla n eous fact s on point s of inter
est, st ca m ,, hip a nd r ai lrcad con n ectio ns, etc. This time
table has been prepa red un der .th e supervision of E. H. 
Vivian, traffic m a na ge r a nd clai m age nt of the compa ny. 
E. E. Down s is genera l man ager nf t he Chicago & Mi l
waukee E lectr ic R a il road. 

Application for Rehearing of Rensselaer Fare Case.- The 
U nit ed T rac tion Company, A lbany, N. Y., has app li ed to the 
Pub lic Ser vice Com mi ss io n of the Second District of New 
York fo r a rehearing of the case in which the commi ssion 
rul ed that t he company is entit led to charge on ly 5 cents 
fa r e between A lbany a nd R ensse laer , as not ed in th e ELEC
TRIC RAILW AY J OURNAL of D ec. 3, 1910, page 1127. The com
pany h as a lso r eques t ed the commission t o suspend the en
forcem ent of the d ec is ion until a r ehearin g ha s been held. 
T he company maintain s that it is authorized by co ntract to 
charge 6 cen ts · fa r e between Albany a nd R ensse laer; that 
neith er the Legislature nor the commission h as auth o ri ty 
to deprive it of this contract ri g h t, and that th e decision and 
ord er of t he commission ar e confiscatory a nd will reduce t he 
receipts b elow th e operating expenses. In regard to th e 
effec t of the r educti on in far es o n it s earnings th e company 
say s in the petition fo r a r eh earin g: "Upw ard of $120,000 
is in vested in the rail road property ope ra t ed by th e re spon
dent in Rensselaer, exclus ive of th e respondent' s equipment, 
a nd its capital stock is $120,000, on which no dividend ha s 
been paid except in 1909 a nd 1910, when a 4 p er cent divi
dend was paid thereon, a nd whic h could not have been paid 
except by t h e coll ec t ion of 6 cent s per pa ssenger trans
ported by it b etween Rensselae r a nd Albany, and if said act 
o f the Legislature is enforced a nd the respondent prohibited 
from charg in g or collecting more than 5 cents p er passen ger 
carried by it between sa id ci ti es and has to pay the bridge 
to ll th er efrom it will no t b e ab le to make its op eratin g ex
penses." 

Service Between Newark and New York.-From 1895 to 
1898 th e Consolida t ed Traction Company, which is now con
t ro ll ed by th e Pub lic Service Rai lway, ca rri ed passengers 
from Newark, N. J ., t o New York and return for a 25-cent 
far e. Th is cha rge included ferriage over th e H u dson River. 
In 1898 the fare was changed t o ro cent s on e way without 
t r a nsfe r s a nd 12 cent s wit h tran sfe r p ri vil eges in Newark. 
This rate r em a ined in fo rce until 1909. Between 1898 and 
1909, however , th e number o f through passengers between 
Newark and New York became very small and most of the 
ridin g on th e line between the two ci tie s was from points 
in N e,va rk t o p o int s in Hud son County or vice versa. On 
account of thi s con diti o n and th e fact that the Pennsylvania 
Railroad a t the in sta nce of the Interstate Commerce Com
mi ssion di scontinu ed selling ferry tickets good between 
J ersey City a nd New York at a specia l rate, th e Public 
Service Railway put into effect a IO-cent fa r e between Essex 
County a nd Hudson County with tra nsfer privilege at either 
end. As there was n o p ubli c demand for a through ticket 
to New York at th e o ld r a t e, none was offe r ed for sale. A 
memb er of t he Boa rd of \ ;\Tor ks of Newark forward ed a let
ter of comp la in t about t he se rvi ce between N ewark a nd N ew 
York t o the Public Utility Commission before communicat 
in g hi s des ires o r inten ti on s to the company. Wh en t he 
subj ect was brou g ht to th e a ttention of Thomas N . McCar
ter, pres id ent of the Publi c Service Railway, he ord ered the 
25-c ent rate restored. In stead of se lling .t hr ou g h tickets, 
however, the com pa ny wi ll continue its IO-cent rate between 
Newa rk and Jersey City a nd through passengers upon pre
senting id entifica ti on s lips at the Exchange Place terminal 
in J er sey City wi ll be sold t wo ferry tickets for 5 cents, 
the rate at w hich the Pennsylvania Rai lroad sells tickets in 
lots of IO or more. So far as the traveling public is con
ce rn ed the change wi ll m ake ve ry littl e difference, as the 
numbe r of passen ge rs who rid e fr om Newa rk throu gh to 
New York is very small compared with t h e total number of 
pa sse nge r s who patroni ze the lin e for only part of the dis. 
tance between Newark and J ersey City. 
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Personal Mention 
Mr. L. Cox has re signed as superintendent of the Okla

homa Union Traction Company, Tulsa, Okla. 
Mr. H. A. Benedict, e lec trical and m echanical eng inee r of 

the U nited Traction Company of Albany, has re sign ed, as of 
J a n. 1, 19 11 , to become as sistant ge neral m anage r o f th e 
Public Service Railway. Newa rk, N. J. 

Mr. A. R. Myers, who ha s been electrical engineer of the 
Buffalo & Lake Erie Traction Company, Buffalo, N. Y., will 
hereafter have charge of the maintenance of the rolling 
stock of the company in ad dition to the duties which he has 
performed heretofore. 

Mr. Samuel S. Watkins has re signed from th e te sting bu
re au of the Brooklyn (N. Y .) Rapid Transit Company to 
become connected with Mr. Lewis B. Stillwell in th e work 
of equipping th e H oosac Tunnel of the Boston & Maine 
Railroad with el ec tricity. 

Mr. Roy Edinger has b ee n appointed superintendent of 
power and equipment of the Warren & J amestown Stree t 
Railway and the W arre n Street Railway, W arren, Pa. l\'Ir. 
Edinger wa s formerly m aste r mechanic of th e Ft. Wayne & 
Springfield Railway, Decatur, Ind. 

Mr. R. M. Hemming, fo rm erly assistant sup erint endent 
and electrical engine er of the Ohio & Southern Traction 
Company, Columbus, Ohio, has been appointed ge n eral 
manager of the company. Mr. Hemming becam e con
nected with th e Ohio & Southern Trac tion Comp any in 1906 
when construction work was und ertak en. In 1899 h e had 
charge of th e municipal power plant at Columbus, Ohio. 
In 1900 he entered the contracting bu sine ss and carried 
thi s work on fo r two o r three yea rs. Lat er h e became 
electric a l eng in eer of the Buckeye Steel Castings Company. 

Mr. J. H. Harvey, sec ret a ry to l\fr. J . 1\1. Egan, pres ident 
of the Me t ropolit an Street Railway, Kan sas City, Mo., has 
bee n appo int ed sup erint end en t of empl oym ent of th e com 
pany. Mr. Harvey was born at .i\Iarsha ll , l\Io. , o n Aug. 23, 
1884. He was educ ate d in th e Woodlawn and Bryant 
sc hools, Kan sas City, Mo .. and was g radua ted from the 
Centra l Hig h School, Kansas City, with the cl ass of 1902. 
M r. Ha rvey fir st entered th e employ of the K an sas City 
ll'orld, but in April, 1903, he became conn ected with the 
Me t ro politan Stree t R ailway as a timekeepe r. He was soo n 
prom ot ed to genera l timekeeper and later was made chief 
timekeeper fo r the ent ire system under M r. J . A. Harder, 
t h en audito r of th e company, but n ow the comp tro ller. 
Sub sequently he wa s appointed secretary t o Mr. Egan. Mr. 
Harvey is studying law a t th e Kansas City Sc hool of Law, 
a nd will g raduate wit h th e class of 191 r. 

Mr. H. J. Horne, ass istant gene ra l manager o f t h e Chi 
cago, Burlin gton & Q uin cy Rai lroad's lin es west of the 
Missouri River, ha s been appointed assistan t t o Mr. Charles 
S. Mellen, pres ident of t he New York, New Have n & Hart
fo rd Railroad. Mr. Horne wi ll have charge of the operat ion 
of th e s team lin es of t h e New York, New Haven & Hart fo rd 
Rai lroad and wi ll do p rac ti ca ll y the sam e work that was done 
by Mr. J ohn F. Steven s, fo rm erly vice-president of the com 
pany. The last o ffici a l of the New York. New Haven & 
Ha rt ford Railroad to have the title of assistant to th e presi
dent was Mr. H. A. Fabian, w h o later becam e manage r of 
purchases and supplies. Upon Mr. Fabian's app ointment to 
the latter position Mr. E. G. Buckland, vice-president of the 
co mpany, a ssumed some of the duties performed by Mr. 
Fabian. Mr. Horn e will , it is under stood, assum e som e of 
M r. Buckland's present duti es so far as they con ce rn th e 
operation of the st eam lin es. 

Mr. John C. Thompson took formal charge of t h e Tren
to n (N. J. ) Street Railway on Dec. 1 , 1910, as ge n eral sup er 
intendent. l\I r. P et er E. Hurley, the r etirin g ge n eral mana
ger , will remain with th e comp an y until J an. I, 19II, so that 
M r. Thompson may become better acquaint ed w ith th e city 
and t he railway property. Mr. Thompson ent ered the 
employ of the United Traction Company, Troy, N. Y., a s 
a conductor in 1892, and after a few year s was made an 
inspec to r. In 1900 he wa s appointed as sistant superin
tendent of the Troy Divi sion of th e United Traction Com
pany under Mr. Charles H. Smith, superintendent, and con-

tinued in thi s capacity until the property was taken over 
by the Delaware & Hudson Company. Mr. Thompso n 
then beca me superintendent of the Troy divi sion, succeeding 
Mr. Smith, who was made general superintendent of the 
company. M-r. Thompso n continued as superintendent of 
the Troy divi s ion o f the U nit ed Traction Company until he • 
wa s appointed general sup erintendent of the Trenton Street 
Railway. As previously announced in the ELECTRIC RAILWAY 

JoURNAL, Mr. Hurley, who retire s as general ma nage r of the 
company, will become connected with the Filbertine Paving 
Company. 

Mr. George P. Richardson has resigned as master me
chanic of the Buffalo & Lake Erie Traction Company, Buf
falo, N. Y., t o become master mechanic of the Berkshire 
Street Railway, Pittsfield, Mass. Mr. Richardson was born 
in Gardiner, Me., and was educated in the public schools of 
W es tbro ok, Me. He served four years with S. D. Warren 
& Company, Cumberland Mills, Me., learning the trade of 
machinist. Mr. Richardson entered railway work in May, 
1897, with the Boston (Mass.) Elevated Railway. In May, 
1899, he resigned from the Boston Elevated Railway to 
accept a pos iti on on repair work with the Exeter, Hampton 
& Amesbury Street Railway, Exeter, N. H. A year later he 
was appointed foreman of repairs with the Exeter, Hamp
ton & Amesbury Stree t Railway and continued in that posi
tion until April, 1903, when he accepted a similar position 
with the Ne wton (Mass.) Stree t Railway. In February, 
1905, Mr. Richard son was transferred to the Auburndale 
station of the Middlesex & Boston Street Railway in charge 
of all r epa irs there and continued in this capacity until No
vember, 1909, when he accepted the position of master me
chanic of th e B uffal o & Lake Erie Traction Company, which 
ope rate s 68 mile s of electric railway between Buffalo, N. Y., 
and Eri e, Pa. 

Mr. Charles W. Ford, who has resigned as general super
intendent of the Oklahoma Railway, Oklahoma City, Okla., 
entered the electric field in 1892 with the Thomson-Houston 
Company on construction in the Southern States. In 1893 
he was made superintendent of a lighting and ice plant in 
No rthern Alabama, but resigned from this position in 1894 
to engage in the electrical contracting business. Desiring 
to enter the railway field, Mr. Ford became connected with 
the New Orleans Traction Co mpany, which was electrifying 
the horse car lines in New Orleans. He remained with this 
comp any during 1895 and a part of 1896. Mr. Ford next 
accep ted a pos ition with th e Galves ton (Tex.) City Railway 
a nd continued with thi s company in several different posi
tions until Jan. I, 1900, wh en he became manager of a light 
plant in Central Texas. He returned to the Galveston City 
Railway on Jan. 1, 1901, as superintendent and remained 
with th e company until October, 1902, when he became con
ne cted with the Metropolitan Railway. Oklahoma City, 
Okla., as superintendent of construction and operation. 
Wh en the Oklahoma City Railway succeeded the Metropoli
tan Railway Mr. Ford retained hi s position and was engaged 
m ore ex tensively in construction and in conducting the 
ope rat ion. The Oklahoma Railway w as finally organized 
to succeed the Oklahoma City Railway, and Mr. Ford was 
made general superint endent in charge of operation and 
con st ruction, and he continued in this capacity until Jan. 1, 

1910, wh en he was relieved of construction and placed in 
ch arge of ope ration. Mr. Ford retired from the company 
as sup erintendent on Nov. 15, 1910. 

OBITUARY 

J. C. Bound, superintendent of the Dallas & Harvey's 
Lak e division of the Wilkes- Barre (Pa.) Railway, is dead. 
M r. Bound was at one time connected with the Atchison, 
Topeka & Santa Fe Railway, and was formerly assistant to 
the general mana ger of the D elaware, Lackawanna & West
ern Railroad. 

Julius E. French, chairman of th e board of directors of 
the Railway Steet' Spring Company, is dead. He was a 
director in the American Locomotive Automobile Company, 
t he A m erican Locomotive Company, the Chicago-Cleveland 
Roofing Company, the Congress Hotel Company, the Loco
m otive Security Company, the Standard Coupler Company, 
the United States Life Insurance Company and the Natural 
Gas Company. 
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Construction News 
Construction News Notes a re classified un der eac h head

ing a lphabetically by States. 
A n asterisk (*) ind icates a project not previously 

repo r ted. 
RECENT INCORPORATIONS 

*Elgin Belt Railway, Elgin, Ill.-Incorpo ra ted in Illinois 
to build an electric ra ilway to conn ect Elgin and Desplaines. 
Capital stock, $25,000. Incorporators: P hillip Fuller, Joseph 
Newman, M. C. Eppenstein, J. M. Blackburn and C. F. Ter
hun e, a ll of E lgin. 

Lafourche Valley & Gulf Railway, Donaldsonville, La.
I ncorp ora ted in Loui siana to build a 90-mile ra ilway from 
Dona.ldsonville to Leesvi lle on the west bank of Bayou 
Lafo urche. The track will be built with 80-lb. rails. Gaso
line motor car s will be operated. Freight and express 
mat ter will be hand led as well as passengers. Construction 
will begin within a few mont hs. Capital stock, $1,500,000. 
Headquar ters: Donaldsonvi ll e. Directors: F. M. vVelch, 
p resident; J . Numa, Colomb, vice-president; Charles l\Iaurin, 
secretar y and treasurer; Clarence C. Barton, Sr., E. P. 
Mun son, J. T. Badaux, John Marks and S. A. Le Blanc. 
[E . R. J., Nov. 26, '10.] 

*Madison County Railway, Stackhouse, N . C.-Chartered 
in North Caroli na to bui ld a IO-m ile elect r ic ra ilway to con
nec t S tackhouse and Allenstand. Capital stock, $50,000. 
E . B. McMill an is one of the incorpo rato r s. 

*International Traction Railways, Buffalo, N . Y.- Incor
porated in New York as an auxiliary of t he Internat ional 
R ailway to build an electric ra ilway in Abbott Road, Buffa lo, 
be tween Cazenovia Stree t and the southerly city line. Capi
tal s tock, $100,000. Directors: Morris Cohn, Jr., Niagara 
Falls; Robert L. Fryer, 0. P. Letc hworth, Buffalo; T homas 
E . M it ten, Chicago; Edmund B. Os ler, T1,>ronto, and Nelson 
R obin son, New York. 

*Western Central Railway , Ottawa, Ont.- Incorporated in 
O ntario to b uild electr ic lin es between Toron to and London, 
w ith b ra nches to Stratford, \Voodstock and Wi ndsor, con
necting wit h fe r ries to be operated across t he Detroit Rive r . 

Gogebic & Iron County Railway & Light Company, Ash
land, Wis.-App li cation for a c ha r ter has been made in W is
cons in by this company to build an interurban sys tem and 
deve lop wat er power in northern Wisconsin. Capital stock, 
$100,000. 

FRANCHISES 
Birmingham, Ala.- T he Tidewater Development Company 

has received a franchi se from the City Council to bui ld an 
elect ri c rai lway through Birmingham. T he contract for t he 
work has been let and construction will begin in the spring. 
J. M. Dewberry, Birmingham, president. 

*Phoenix, A riz.- Charles Goldman and H. H. Stone have 
asked the Boar d of Sup ervi so rs for a 25-year franc hise to 
build an electric railway in Phoenix and extend it to Mesa. 

Fresno, Cal.-S. N. Griffith has asked the City Council 
for a 25-yea r franchis e to build an electric railway over cer
tai n st r eets in Fresno. [ E. R. J., Nov. 26, 'ro.] 

*San Rafael, Cal.-George D. Shearer has received a 49-
year franchise from the Council to build an electric railway 
in San Rafael. The term s of the franchise state that work 
must be begun within four months and be completed in two 
years. 

Joliet, Ill.-The Illinois Traction System, Peoria, h.i s 
received a franchi se from the Council to build an electric rail 
way through Joliet . This extension will connect J oliet and 
Morris, a di s tance of 25 miles. 

Pekin, Ill.-The Pekin & Petersburg Interu rban Railway 
has a sked t he City Council for a franchise to build an e lec
tric railway through P ekin. It wi ll connect Pekin and St . 
Petersburg. J. E. Melick is inte rested. [E. R. J ., Nov. 
26, '10.] 

Hammond, Ind.- The Eastern Illinoi s Railway has re 
ceived a six months' extension of it s franchise to complete 
its track laying in W es t Hammond. 

Webster City, Ia.-The Fort Dodge, Des Moin es & South
ern Rai lway wi ll ask th e City Counci l for a franchi se to bui ld 

an electric railway through Webster City. J. L. Blake, 
manager. 

Springfield, Mo.-The Springfield & Western Railroad has 
asked the G'reene County Court for permission to build an 
electric railway on Nichols Street, in Springfield, and to 
crnss other roads in the county. This projected railway will 
connect Springfi eld, Carthage and Joplin, via Bennetts, 
Plano, Halltown, Paris Springs, Miller, Red Oak and Avilla. 
At Carthage it will connect with the Southwest Missouri 
Electric Railways lin e and run into Joplin. H. D. Mackay, 
Springfield, president. [E. R. J., Sept. 24, 'ro. ] 

Hattiesburg , Miss.-W. S. F. Tatum and W. 0. Tatum 
have rece ived a 25-year franchise fr om the Council to build 
an electric railway in H a tti esburg. It is under stood that 
the company will build a belt lin e around Hattiesburg as 
soon as possible and leave the short runs for the present 
company. [E. R. J., Dec. 3, 'ro.] 

Middletown, Ohio.- The Ohio Electric Railway, Cincin
nati, ha s asked the City Co uncil for a franchi se to build an 
electric railway in Middletown. Thi s company has received 
a franchi se from the commissioners of Allen County to 
bui ld one mile of doubl e track through Lima to reach the 
new plant of the Gram Motor Truck Company. 

P ittsburgh, Pa.- The Pittsburgh Railways has applied to 
the Select Council for four franchises in the name of four 
companies, the Second Avenue Passenger Railway, the Cen
tral Passenger Railway, Pittsburgh & West End Railway 
and the Ft. Pitt s Street Passe nger Railway, to build electric 
rai lways over eleven of the business streets of Pittsburgh. 

New Cumberland, W. Va.-The Pittsburgh, Steubenville & 
Wheeling Railway has asked the County Court of Hancock 
County for franchises to bui ld an electric railway over and 
along the public roads between Hancock and Brooke Coun
ties. W. H. Hi ldebrand, Pittsburgh, is interested. [E. R. 
J., Oct. 22, 'ro.] 

Whitewater, Wis.- The Badger Railway & Light Com
pany, Mi lwaukee, has received a franchise to build an elec
tric rai lway th rough Heart Prairie, E lkhorn and Springfield 
to G'eneva. Gustav Pickhardt, l\li lwaukee, secretary. [E. 
R. J., Nov. 26, 'ro.] 

TRACK AND ROADWAY 
Grandview Street Railway, Birmingham, Ala.- This com

pany has awa rded the contract fo r ties to E. W. Jordan 
Co ntracting Company. It will begin work on Dec. 15 on its 
proposed four-m ile electric railway betwee n Birmingham 
and Grandview. Capital stock authorized, $200,000. Bonds 
authorized, $100,000. Power will be obtained from the 
Birmingham Railway, Light & P ower Company. Milner & 
Browne, engineers. [E. R. J. , Nov. 26, 'ro.] 

British Columbia Electr ic Railway, Ltd., Vancouver, B. C. 
- A pet iti on has be en pre se nted to this company asking it 
to extend its Victoria Road lin e along Westminster Road 
to Boundary Road in South Vancouver, B. C. It is ex
pected to begin work at once on the exte nsion of the com
pany's line a long Park Drive from Venables to Hastings 
Street in Vancouve r . 

Oakland & Antioch Railway, Oakland, Cal.-T his com
pany has begun the con struction o f it s extension between 
Bay Point and Lafayette. T rac ks a re being laid near Bay 
Point. 

Ocean Shore R ailway, San Francisco, Cal.-This company 
plans to rep lace the wooden bridges at Sick les Avenue and 
De Wolf Street and San Jo se Avenue a nd Regent Street 
with steel s tructures. 

Southern P a cific Company, San Francisco, Cal.-Repre
se ntatives of the Southern Pacific Company in New York 
have denied the s tatem ent conta in ed in spec ial newspaper 
dispa tches to the East from Los Angeles that the co m
pa ny proposes in t he nea r future to equip it s lin e between 
Los A nge les and Baker sfie ld with electricity. This line is 
170 miles long. 

Augusta-Aiken Railway & E lectric Company, Augusta, 
Ga.-This company is considering plans to exte nd its line 
from Broad Street down Cente r S treet to the city wharves 
and to extend th e Turpin Hill lin e and make a loop to in
tersec t with Fifteenth Street a nd take in Harrisonvi lle. 
The Summervi ll e and M ont e Sano lin es are also to be ex
tended. 
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Fairburn & Atlanta Railway & Electric Company, Fair
burn, Ga.-Thi s compa ny has purchased 1000 tons of r ail s 
from the Tennessee Coa l, Iron & Railway Com pa ny. Bir
mingham, Ala. This line runs from Fairb urn to Union 
City and College Park. W. T. Roberts, Fairburn, president. 

Denverside Connecting Railway, East St. Louis, 111.-This 
company r eports that thi s proposed ra ilway will be operated 
by steam. [E. R. J. , N ov. 26, '10.] 

*Chesterton, Ind.-I t is stated that C. H. Geist , P hiladel
phi a, w ill finance a company to build an electric railway to 
connect Chesterton and W hi ting via Gary, Dun e Park, M il
ler, JEtna, Buffing ton and Indian Harbor. 

Mesaba Electric Railway, Duluth, Minn.-The Duluth En
g in eering Company, w hich has the contract for the construc
ti on of thi s propose d 36-mile railwa y, h as begun the surveys. 
The lin e w ill conn ect Gilb ert and Hibbin g via Chi sholm, 
Buhl, Virg inia and Ebelethe. O sca r Mitchell , pre sident. 
[E. R. J. , Nov. 19, ' ro.] 

St. Paul Railway Promotion Company, St. Paul, Minn.
This company has co mpleted surveys b etween St. Paul and 
l\Tanka to. The railway w ill conn ect St. Paul, Mankato, 
Eagle L ake, F a ribault, North fie ld a nd o th er Southern Min
nesota citi es. W . L. Sontag, 8 ro :Met ropolitan Building, St. 
Paul, ge ner al manager. [ E. R. J ., O ct . 22, '10.] 

*Butler, Mo.- S. W. D ooley, A. H. Culver and a ssociates 
are said to be inter es ted in a plan t o buifd a n el ec tric ra ilway 
throug h Butler. 

Jefferson City Bridge Company, Jefferson City, Mo .
W addell & Harring t on , K ansas City, a re the contractors for 
buildin g thi s p roposed electri c ra ilway, whi ch will cover 
t he entire city and conn ect with th e Chi cag o & Alton Rail
road and the M issouri, K ansa s & T exas Railroa d north of 
the Miss iss ippi River. C. W . Th oma s, J eff er son City, is 
intere st ed. [ E. R . J., Oct. 8, ' ro.] 

Hannibal & Northern Missouri Railroad, Palmyra, Mo.
This company is r eported to be g rading near Bethel, :Mo. 
Thi s prop osed 100-mile electric railway wi ll connect H a nni
bal, Palmyra, Bethe l, Sue City, L a Plata and P hi ladelphia. 
J . W . Latimer , Ga lesburg, secretary. [ E. R. J ., July 17, ' ro.] 

*Omaha & Western Iowa Traction Company, Omaha, 
Neb.-Thi s company is in the market for equ ipm ent to build 
90 miles of electric railway between Sioux City, Ia., and 
Omaha, N eb. Headquarters, 3901 North Eighteenth Street, 
Omaha, Neb. 

New Jersey & Hudson River Railway & Ferry Company, 
Edgewater, N. J.-This company has completed and placed 
in opera ti on its 1½ -mile extension from Highwood to 
Ten ef!y. 

Easton & Washington Traction Company, Washington, 
N. J.-M. P. McGrath has been awarded th e contrac t by 
this company to build a n extension of its ra ilway from Port 
Murray to Hackettstown, N . J. It is expected to begin 
work shortly. 

Elmira Water, Light & Railway Company, Elmira, N. Y.
T he P ublic Service Commission of the Second District has 
granted the petition from thi s company for auth ority to ex
tend its line o n Pennsylvania A venue in E lmira to the 
southerly city line, t hence along the route on Pennsylvania 
Ave.nue to Southport Corners in Southp ort. · 

Hudson Valley Railway, Glens Falls, N. Y.-This com
pany has certi fied to the Secretary of State that it proposes 
to extend its line in Saratoga Springs from Lincoln Avenue 
to the North River Rai lway on East Avenue and Spring 
Avenue in Saratoga Springs. 

*Shaker Heights Land Company, Cleveland, Ohio.-This 
company is considering plans for building an elect ric rail
way across the Shaker Lakes Park connecting with the 
Cleve land Railway a t Coventry Road. Henry J. Davis, 
secretary. 

Pittsburgh & East Liverpool Electric Railway, East Liver
pool, Ohio.-Inter est has again been revived in t he building 
of t his proposed 25-mil e elect ri c r ailway to connect Be ~ver 
Falls, Columbiana, Palest in e, Darlington, L eetonia, Water
ford and East Palesti ne. J. M. Reed, Pitt sburgh, president. 
[E. R . J., June 26, '09.] 

Hocki ng-Sunday Creek Traction Company, Nelsonville, 
Ohio.- It is s:.1 id that this company is making plans to 
extend it s line in the spring. It has provided for a bond 
issue of $200,000. 

Oklahoma City & Fort Smith Traction Company, Okla
homa City, Okla.-It is reported that this company will 
receive bid s J an. I for building its proposed 200-mile electri c 
railway to connect Oklahoma City, Okla., and Fort Smith, 
Ark, v ia S hawnee, Henrietta and Mu skogee, Okla. A 300-ft. 
bridge will be required across the South Canadian River, 
besides sever a l small bridges. Officers: V. L. Bath, pre si
dent; M. P. Mowery, vice-president; G. L. Woods, sec retary; 
John Wild, treasurer, and J osep h Kreis, Oklahoma City, 
general manager a nd chief engineer . [E. R. J., Jan. 29, '10.] 

Toronto & Eastern Railway, Toronto, Ont.-This com
pany has completed surveys a nd will begin construction 
within a few months on its 100-mile electric railway to con
nect Toronto, Whitby, Oshawa, Brownsville, Lindsay, Port 
Hope, Uxbridge and Peterboro. R. H. Rothray, Toronto, 
superintendent. [E. R. J., Ap r. 30, '10.] 

Dallas (Ore.) Street Railway.-Frank P. Phillips has been 
awarded the contract to build this railway in Dallas. The 
ties w il! be la id in cement and the r a ils wi ll be 90 lb. The 
line w ill be built for freight and passenger traffic and it will 
eventually be extended into fhe country. E. W. T homas is 
intere sted. [ E . R. J., March 26, '10.] 

Lancaster & York Furnace Street Railway, Lancaster, 
Pa.-T hi s company contempla tes erecting a bridge over th P 
Susquehanna River at Pequea. 

Allegheny & Northwestern Railroad, Philadelphia, Pa.
Joh n Schaffner, Butler, has been awar ded the contract for 
g rading a large section of line b etween Evans City and 
Harmarville. Grading has been begun near Evans City; 
This proposed 21-mile railway will connect Callery, Mar s, 
Valencia and Bakerstown, and at Evans Ci ty with th e Pitts
burgh, Harmony, Butler & New Castle Rai lway a nd at Mars 
with the P it tsburgh & Butler Railways and t he proposed 
Rochester & Mars Street Ra ilway. J . G. McPherson, presi
dent. [ E. R. J ., N_ov. 26, '10.] 

Pittsburgh, Steubenville & Wheeling Railway, Pittsburgh, 
Pa.-This company has comp leted th e surveys between 
P itt sburgh and Wheelin g for the route fo r its proposed 
e lectric railway to con nect P ittsburgh, Pa., and Wheeling, 
W. Va. W. E. H ilderbr and , Pittsburgh, is interested. [E. 
R. J., Oct. 22, '10. ] 

Washington & Claysville Street Railway, Washington, 
Pa.-This company, which is a subsidiary to the Pittsburgh 
Railways, expects to extend its line from the present termi
nus on West Chestnut Street down the Gordon Valley to 
Hayes Avenue. William Pickett & Company will begin 
work soon as most of the grading has been completed. 

York & Glen Rock Railway, York, Pa.-Surveys have 
nearly been completed for this proposed n ½-mile electric 
ra ilway to connect York, Glen Rock, Pa radi se and Logan
vi ll e. Contracts have not yet been awarded. The Tennes 
Company, Magee Building, P ittsburg h, is interested. [E. R. 
J., Nov. 19, '10.] 

*Rapid City, S. D.-It is stated that an eastern syndicate 
has under consi der ation the building of an electric railway 
to connect Rapid City, V ale, Belle Fourche, Spearfish, Dead
wood, Lead, Sturgis and back to Rapid City. 

Bristol, Tenn.-The Bristol Board of Trade is consider
ing the construction of an electric railway between Bristol 
and Kingsport. Samuel King is interested. · [E. R. J., 
Nov. 26, 'ro.] 

Corpus Christi & Interurban Railway, Corpus Christi, Tex. 
-Plans are being made by this company to extend its line 
from Corpu s Chri sti t o the Epworth League Grounds. V. S. 
Heinly, Corpus Christi, secretary. 

Galveston-Houston Electric Railway, Galveston, Tex.
This company has laid and ballasted about 35 miles of track 
on its proposed 50-mile railway to connect Galveston and 
Houston. It is expected to have the line in operation in 
the spring. [ E. R. J ., Oct. 29, '10.] 

Bay Shore Rapid Transit Company, La Porte, Tex.-It is 
said that this company expects soon to purchase steel and 
equipment for its proposed electric railway to connect La 
Port e and Houston via San J acint o. 0. L. Allen is inter
ested. [E. R. J., Dec. 3, '10.] 

Texas City Traction Company, Texas City, Tex.-This 
company is in the market for 300 "tons of 40-lb. relaying rails 
for building its proposed five-mile electric railway in Texas 
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City fr om Bay Shore to T exas City Height s. Fo rdyce Rid
ley, Galves ton, president . [E. R. J ., D ec. 3, ' 10.] 

Spokane, Portland & Northern Railway, Spokane, Wash.
It is said that this company, r ecently incorporated, will 
be g in construction of its lin e bet ween Spokane a nd Daven
port about Jan. I. The lin e w ill extend from Spokane t o 
the interna ti onal boundary nea r Nighthawk via Bridgeport 
and Duffin 's Ferry. A. M. Dewey, Sp okan e, is interest ed. 
[E. R. J. , Nov. 5, '10. ] 

SHOPS AND BUILDINGS 
St. Joseph Valley Traction Company, Elkhart, Ind.-This 

co mpany will build a depot a t Ellis and has awarded t h e 
contract for buildin g it s new car h ouse, 36 ft. x 36 ft., in 
Angola. 

Syracuse (N. Y.) Rapid Transit Company.-This company 
is considering plans fo r building an addition to it s terminal 
s tation in Syracuse, to cost about $100,000. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
-This company will move it s car house at Cuyahoga Fall s 
to a point just south of Akron, a nd the South Main Street 
car h ouse in Akron will be m oved to the same place. 

Portland Railway, Light & Power Company, Portland, 
Ore.-Thi s company expects to build a new wareh ouse and 
clubroom for it s lin e department. It will a lso build a new 
('ar h ou se w ith a capacity of 36 cars in th e P iedmont district; 
also new ·consolidated sh op s for repairs and construction 
work. F. I. Full er, vice-president. 

Virginia Railway & Power Company, Richmond, Va.- This 
company will build a blacksmith shop at Richmond. The 
structure will be one sto ry, of brick, concre te and s t eel 
construction. It is estimated tha t the cost will be $4000. 

POWER HOUSES AND SUBSTATIONS 
Pacific Electric Railway, Los Angeles, Cal.-This com

pany has award ed a contract to th e W estingh ouse E lect ric & 
Manufacturin g Compa ny, Pittsburgh, fo r one 1000-kw and 
two 600-kw m ot or genera t or se t s and three 475-kva an d 
six 300-kva o il -in sulat ed self-coo led tran sform ers. 

East St. Louis & Suburban Railway, East St. Louis, Ill.
This company is now extending its high-tens ion lin es from 
the Bluffs about 4 mil es ea st of East St. Louis, 4 miles far
ther east t o a point near t h e o ld city limits of Believille, 
where it will construct a new brick substation to contain 
1000 kw in rotary converters. It is expected to have this 
substation in operatio n shortly aft er the first of the year. 
C. F. Hewitt, sup erint end ent. 

Tri-City Railway, Davenport, Ia., has purchased from the 
Westinghouse Electric & Manufacturing Company a 1000-
kw motor-generato r set, the motor end of w hich is a 
2-phase , 4600-volt, 60-cycle a .c . machine, and th e d.c. encl a 
600-volt railway ge nera to r. 

Frederick (Md.) Railway.-Thi s company will in stall a 
750-hp engine in its power h ouse at M iddl eton. 0. B. Cob
Jen tz, chief eng ine er. 

Portland Railway, Light & Power Company, Portland, 
Ore.-This company expects t o build a new substation in 
the Mount Tabor di strict . It also expects to purchase three 
3300-kw, 60-cycle ge nerators for the Es tacada power develop
ment now in course of con struction. The company also has 
plans for th e con struction of a subst a tion a t East Six ti eth 
Street and Stark Stree t in Portland. The building will b e 
36 ft . x 40 ft. , one s tory and of brick construction. It is 
expec ted t o expend $40.000 fo r rotary gene;ators and o th er 
electricity-making machin ery to be in stall ed a t this new 
sub station. F. I. F ull er, vice-preside nt. 

Holmesburg, Tacony & Frankford Electric Railway, 
Tacony, Pa.-T hi s compa ny ha s awarded th e co ntr ac t t o 
Cha rle s McCaul Comp any for th e construction of a n addi 
tion t o it s bo iler hou se in Taco ny. Henry Glazier, sup e r
intend ent. 

Galveston-Houston Electric Railway, Galveston, Tex.
This company has beg un the co ns truction of it s power 
house nea r W ebster. 

Milwaukee Electric Railway & Light Company, Milwau
kee, Wis.-T his compa ny is in sta llin g t wo 14,000-kw and two 
7500-kw Cur ti s turbo-ge nerator set s in it s Commerce Street 
station , whi ch a lready had an exis tin g eq uipm ent of 20,000 
kw. Other imp ortant a dditions to th e bo il er and an xil iary 
equipment arc bein g made at thi s plant. 

Manufactures & Supplies 
ROLLING STOCK 

Tri-City Railway, Davenport, la., has placed an order with 
t he Cincinnat i Car Company for eight double-truck city cars. 

Pennsylvania Railroad, New York, N. Y., is reported to 
be r eceiving bid s for 80 electric cars, to be used on a sub
sidia ry line. 

Chas. P. Glover Realty Company, Atlanta, Ga., is consid
ering th e purchas e of a gaso lin e motor car to carry more 
than 12 passenge r s. 

Wilmington & Philadelphia Traction Company, Wilming
ton, Del., in accordance w ith a r esolu tion adopteJ by th e 
d irector s o f th e company on Dec. 2, 1910, wi ll p ur chase IO 

double-truck semi-conver t ible cars. 

Detroit (Mich.) United Railway advises that it is planning 
to convert 20 double- truck open cars to closed pay-as-you
en t er car s and that the work w ill be done in th e G. C. Kuhl
man Car Company's shops at Cleveland. 

Northern Ohio Traction & Light Company, Akron, O hio, 
reported in t he ELECTRIC RAILWAY JoURNAL as considering the 
purcha se of several cars, is receiving bids for eight inter
urban cars, IO semi-co nvertible cars and seven double-truck 
city cars. 

Pittsburgh (Pa.) Railways ha s ordered 50 st eel cars from 
the P r essed Stee l Car Company. T h e new cars will be 
practically the same as the steel cars of series 4000, now 
in operat ion, w ith the exception that a numb er of minor 
improvements on that typ e have been made. The cars will 
be 46 ft. 8 in. long, and each will have a sea ting- capacity 
of 56 passe11ger s. One improvement over the original 4000 
type cars will be the use of stee l post s to add st r ength. 
The rear p latform w ill be made longer a nd t h e two r ear 
doors will be widened to p ermit of t h e eas ier entrance and 
exi t of passenge rs. Rattan will be use d on the lon gitudinal 
sea ts. 

Illinois Traction System, Peoria, Ill ., has placed an o rder 
wi th the Browning E ngineering Co mp any for an elect ri ca lly 
opera ted wreckin g crane. This equipm ent will weigh 130,-
000 lb., and will have capacity for li fting 30 t ons. It has 
a lso placed an order with the sa m e company for one 17- ton 
lifting capacity locomotive crane, elec trically operated, to 
work a t 48 ft. r a diu s, intended fo r unloading coal from sub
m erge d s torage bins and for ge neral lo ading work. Both 
c ran es are t o be mounted on doubl e trucks ar ranged for 
interurban and cit y track opera tion. They have 33-in. 
r o lled steel M.C.B. wheels. Each crane is self-propelli ng. 
and is ar ranged so that the gears can be di sconn ected from 
the drivin g ax les and the cranes be hauled in fr eight -train 
se rvice. They are equipped with Westi ngh ouse autom atic 
a nd straight-air brakes. 

Fairmont & Clarksburg Traction Company, Fairmont, 
W. Va., noted in the ELECTRIC RAILWAY JOURNAL of Oct. 15. 
1910, as having ordered six sing le-t ruck ca rs from th e 
J ewet t Car Company, has specifi ed the fo llowing details 
fo r t h ese ca r s: 
Seati n g capacity . ....... . . 28 Underframe ........... wood 
Weight (car body only), Car trimmings ........ bronze 

8000 lb. Coupl ers .... ......... J ewett 
Length of body ........ 20 ft. Cu r tain fix tures .... C. S. Co. 
Over vestibul e ......... 30 ft. Curta in mate rial.. .. P antasotC' 
Width over s ill s ... 7 f t. ½ in. Hand brakes ... J ewet t geared 
Over post s at belt ....... 8 ft . Heaters ....... Co nso lidated 
Sill to trolley base ...... 9 ft . Head lig hts ..... incandescent 
Height fr om top of rail to Sa nders .......... foot sa nd er 

sill s .... .. ... .. ... 2 ft. 5 in. Seat s . . ......... longitudinal 
Body ................. wood Sea tin g material ....... rattar 
Interi o r trim .......... cherry 

TRADE NOTES 

Rail Joint Company, New York, N. Y., ha s · 
it s gene ra l offices tu th e Cameron Building, 185 .l\J 
:\ venue, New York. 

Brady Brass Company, Jersey City, N. J., wi ll "re r 
tory o n the north sid e of Fou rt eenth Strec' 
S t reet and ITenderson Street. Jersey Cit 
the necessary plan s are completed. 
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S. A. Staege has resigned as sa les enginee r with the Buffalo 
o ffic e of the Alli s-Cha lmers Company, and has opened a 
con sultin g engi nee ring office in the Smith Building, Water
town, N. Y. 

Cornell S. Hawley, vice-president a nd genera l manager 
of the Consolidated Car Heating Company, has also been 
elected treasurer o f the company to succ eed Frederic 
Pruyn, who resigned to go into other business. 

Grip Nut Company, Chicago, Ill., has appointed Thomas 
P. Swan Northwestern representative, with headquarters at 
315 Minnesota Street , St. Paul, Minn. Mr. Swan was at one 
t ime connected w ith the mechanical department of the 
Great Northern Rai lroad. 

Toledo-Massillon Bridge Company, Toledo, Ohio, has 
changed its name to the Toledo Bridge & Crane Company, 
in o r der more fully to cover its complete line of hand and 
elec tric cran es and hoi sts, coal and o r e handling machinery, 
a nd g rab-bucket machinery. 
· H . W. Johns-Manville Company, New York, N. Y., has 
removed its offices, now loca ted at 85 Shelden Str_eet. 
Houghto n, Mich., to m ore comm odious and conveme~1t 
quarters a t 96 Shelden Street. As in the past, S. T. Harns, 
who has been associated with the company for a number of 
yea rs, will be in charge of the offices at the new address. 

R. D. Nuttall Company, Pittsburgh, Pa., w hich ha s had 
a goo d many case-hardened gea r s and pinions i_n servic e 
for some t ime, has announc ed now th at expenence has 
shown t hat the case-hard en ed gear s perfo rm well under 
severe conditions. The company w ill hereaft e r m ake case
ha rd ened gea r~ and pinion s a part o f it s regular lines. 

Adams-Bagnall Electric Company, Cleveland, Ohio, ha s 
pur chased the business of th e J and tis E lec tri c Company, 
Cleve land, and will continue the m anufact ure of J andus 
products. The Adams-Bagnall Elect ri c Company has asso
ciated with it the former management of bo th the com
m ercial and enginee ring departments of the J andus E lect ri c 
Company. 

McKeen Motor Car Company, Omaha, Neb., ha s delive r ed 
a 70-ft. m otor car and 3 I-ft. trailer car to th e ~ hicago
Grea t Western Railroad. The company has a lso delivered a 
55-ft. motor car to the Woodstock & Sycamore Traction 
Company. This is the second car of thi s design operated 
by tha t company, the firs t car having been in service sinc e 
last July. 

Massachusetts Chemical Company, Walpole, Mass., manu
fac turer of liquid electric a l in sulation, tapes and splicing 
compounds, is m oving into the extensive additions t o it s 
p lant at Walpole, Mass., which comprise a ?e:,V four~s t :> r y 
manufacturing building, a four-s to r y rec la1m111g bmldmg 
and a new power plant, together aggrega ting about thre e 
acres of floor space. 

Midvale Steel Company, Midvale, Pa., has awarded the 
contrac t for the construct ion of a w hee l p lant a t N icetown, 
Pa., to W.W. Lindsay & Company, P hilade lphia. T h e plant 
wi ll be a one-story b uilding, of s t ee l a nd corrugated iron, 82 x 
170 ft. The contracts for the mechanical equipment have 
not yet been p laced. Work is to be sta rted a_t once and 
comp leted t his winter . The cost of t he plant w ill be about 
$17,000. 

H . M. Byllesby & Company, Chicago, 111.-The second 
annual convention of the managers and department h eads 
of this company and its affi liated companies wi ll be h eld 
at the Congress Hotel, Chicago, January 17-20, inclusive. 
The company opera tes and manages a considerable numbP.r 
of electric, gas and st reet railway properties in the West 
and South. Since the first convention, held last yea r several 
properties have been added to the list, and the former 
attendance of 200 will be largely increased. At a recent 
mee ting of a committee of managers preliminary ar r ange-
,ents were made for a four-days' program t o b e devoted 

technical and professional subjects. 
~ter Smith Heater Company, Detroit, Mich., has equipped 

,f the cars of the Metropolitan West Side Elevated 
-1d, Chicago, Ill.. with its No. 1-P, forced-ventilation, 

car heaters. On Mo nday, Nov. 28, a demonstration 
de of the installation before a number of represen

elevated and surfac e railways of Chicago. 
Fifth Avenue te rminal station and was 

am line and the D ouglas Park bran ch 

o f th e M etropolitan West Side E levated Railroad. V ery 
sa tisfac to ry and efficient t est s were made during th e trip. 
The car on which thi s sys tem is in stalled will be operated 
in r egular servic e during the winter months. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., reports that th e trial W estinghouse hand-oper
a ted, unit-switch control equipm ent ins talled last April for 
the Fort Wayne & Wabash Valley Traction Company has 
proven so succ essful that an a dditional order for the same 
apparatus ha s n ow been placed. A similar result followed 
th e initial installation of this control on the Mahoning & 
Sh enango Valley Railway & Light Company and the Fair
m ont & Clarksburg Traction Co mpany. A mong those 
placing recent orders with the company for HL control 
equipment s a re these roads: Ohio E lectric Company, 
l llin ois Traction System, Peoria Railway & Terminal Com
pany, Winona Interurban Railway, Indiana Union Trac
tio n Company, A lton, Jacksonville & Peoria Railway. 

ADVERTISING LITERATURE 

MacGovern, Archer & Company, New York, N. Y., have 
issued sev eral circulars calling attention to direct-current 
dynamos and m oto r s in voltages ranging from I IO to 250, 
which they have in stock fo r immediate shipment. 

Western Electric Company, New York, N. Y., has issued 
ln1lletin No. I I 16, describing and listing magneto telephone 
sets and accessories. It conta ins 40 pages and is profusely 
illu strated with photographs. Several pages are devoted to 
th e design and construction of wall desk sets, and the No. 
1317 type wall set is fully described. 

Crouse-Hinds Company, Syracuse, N. Y., has issued an 
So-page cata log of switchboard panels and cabinets. Details 
of con struct ion a r e described, and lists of prices of indi
vidual a nd asse mbled parts are presented. Panels and cabi
nets a r e li sted separa tely and together. The catalog, which 
is 9 in. x 12 in ., is profusely illustrated. It is printed in 
two co lors on heavy coated white paper. 

Speer Carbon Company, St. Marys, Pa., has issued a 
bookl et w hich is quite a departure from the usual carbon 
hrush catalog. In ad diti on to the description of the standard 
brush es, data a nd curves are presented on specific resist
ances co-effic ients of friction a t certain temperatures and 
press~re and the normal current densiti es. The conditions 
under which the data were obtained are also given in detail. 
The booklet contains views of a portion of the company's 
well-equipp ed t es ting laboratory. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., has issued circular No. I 188, describing a line 
of Westinghouse alternating-current slip-ring motors, 
des ig ned especially for cranes, hoi s t s and elevators. Refer
l· nce is a lso made to suitable contro lling devices and brakes. 
The company has also issued its part catalogues Nos. 6141 
a nd 6143. No. 6q1 lists parts for Westinghouse type 306 
inte rpole railway motor for direct-current ·circuits. N o. 6143 
lis t s s tandard m etallic brushes fo r a.c. and d.c. circuits. 

Robert W. Hunt & Company, Chicago, Ill., have published 
a small pamphlet on th e in spection of rails for s treet and 
interurban ra ilways. It is designed to give the purchaser of 
rail s some idea of the value of inspection through all the 
~tao-es of manufacture by trained and reliable engineers. 
T h; pamphlet includes a reprint of the specifications for 
open-hearth rail s proposed by th e committee on way m~t
te rs of the Engineering Association, the standard specifi
ca ti ons fo r open-hea rth rails recommended by the Lorain 
Steel Company and used with slight modifications by the 
Pennsylvania Steel Company, and a brief description of the 
process o f rolling g irder and high T-rails. A list of n7arly 
rno s team and electric railway companies which are clients 
of R. W. Hunt & Company is printed in the back of the 
pam p hlet. 

NEW PUBLICATION 

Compendium of Applied Electricity. David McKay, Phila
delphia, 1910. Price in cloth binding, 25 cents; in leather 
binding, 50 cents. 

This vest-pocket booklet, while rather crudely illustrated, 
contains many data which are of value both to 
the engineer and shopman. A considerable portion is d7-
voted to railway motors and their appurtenances. There 1s 
included a dictionary of electrical terms and phrases. 




