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Etectric Raitway Journat in 1911

Each year in the electric railway industry has brought its
own problems. Sometimes they have been largely electrical
or mechanical, in other years they have been legislative, in
others financial. The proper time to analyze the conditions
confronted by an industry during any period is of course
at its close, but at present it seems as if in all phases of the
work there was no time when a medium for collecting, dis-
seminating and discussing the news of the field was more
necessary. Acquaintance with the methods by which com-
panies in other States and parts of the world are solving their
problems should prove of more interest and value than ever
before to every one engaged in electric railway work and
should enable him either to apply those methods to his own
It is the duty

of the technical journal in any field to assist in this work by

particular problems or to improve upon them.

dealing in “ideas” as well as in “news.” The purpose of the
ELecTric RAILWAY JOURNAL is not only to give facts de-
cisively, concisely and in an orderly manner but to present
these facts in such a way as to stimulate the thought of the
readers of the paper. This is the service which the ELEcTrIC
RamLway JourNAL will aim to render to its readers during the

coming year to a greater extent than ever before.

Our Statistical Number

For the past two years the ELeciric RAILWAY JoURNAL has

Of this issue of the ELECTRIC RAILWA JOUR@'Efgooogmfg’S“ published on the first Saturday of January carefully compiled

are printed.
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(<s(t istics of the development of the electric railway industry
S

ring the preceding year. In doing so it has followed a cus-
tom inaugurated in 1907 by the ELectric Rarway REeview, one
of its constituent papers. The statistics this ycar, as in several
previous years, include the miles of track built during the vear,
the number of cars ordered from independent manufacturers
or built in companies’ shops, a statement of the foreclosures
and receiverships during the year, a review of the interurban
railway construction in the Central States and other facts of
general interest to the industry. This year these include a dis-
cussion of the trend of practice in car design, three important
contributed articles on the electric railway development in
Canada, Great Britain and Germany, and a series of signed
articles on the work of the various electric railway associations
contributed by the presidents of those associations. Our statis-
tics show an addition of 5481 cars and about 1397 miles of track
added by the electric railway companies during the year. We
also print this year 10 editorial articles discussing the technical
and financial status of the industry and a review of the busi-
ness of the year. We take.this occasion to express our sin-
cere thanks to the companies which have assisted us in com-
piling the several tables published in this issue, and to the
authors of the contributed articles for their illuminating dis-

cussions of the subjects treated by them.
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MOTOR DESIGN AND CAR WEIGHTS

In the campaign to reduce the weight of cars, particularly
those used in city service, attention was naturally directed
first to the economies possible in the car body and its parts.
Comparatively little thought was given to the question of the
weight of the motor equipments except for the saving made
through lightening the car body and thus lessening the size of
the motors or the number required. But such a large factor
in the total weight of a car as the motors could not long
escape consideration, and manufacturers and users, both at
home and abroad, have recently been applying their best efforts
to a study of this subject.

Probably two-thirds of the total amount of work done by the
motor equipment of a city car on level track is performed in
accelerating the car, and the energy required for acceleration is
The rest

of the work done by the motors, or about one-third, is ex-

directly proportional to the weight of the loaded car.

pended in overcoming the rolling friction of the car and the
bearing and gear friction of the car and its equipment. From
this it follows that a reduction in the total weight of a car
effects a nearly proportional reduction in both maximum and
average current demand, and also that it reduces, in the same
approximate ratio, the capacity and consequently the interest
charges on the entire electrical equipment of the road, from
the motor, through the distribution system, to the power sta-
tion itself. The total investment in the equipment thus affected
is several times greater per car operated than the investment
in the car bodies and trucks. Ilence considerably more ex-
pense in car maintenance is permissible in a light car than in
a heavy car before the sum of the interest account and the
maintenance account of the road using a light equipment is
equal to that of the same accounts of the road using a heavy
equipment.

The most important change in railway motor design during
the past decade has been the introduction of the commutating-
pole motor. This change has not been accompanied by any
direct reduction in weight or cost of motor, but it has resulted
in an elimination of commutator troubles, so that heating is
now practically the only consideration in the selection of a
motor for a specified service. This fact has a relation to the
In the first place, the
excellent commutation of the commutating-pole motor not only

problem we are considering in two ways.

insures a long life of commutator and brushes, but its general

cleanliness reduces insulation failures. Consequently the use
of the commutating-pole motor has largely reduced the motor
maintenance expense account, which has already been shown to
be very closely, although indirectly, associated with the ques-
tion of motor weight.

In the second place, with heating as the determining factor
in motor selection, it was inevitable that more attention should
be given to the subject of ventilation. Experiments with
forced ventilation have demonstrated its advantages and have
led to its application in locomotive service. It has even been
found that the removal of the hand-hole covers on car motors
is followed by a marked decrease in their temperature rise over
that experienced when the motors are sealed. Here, then, is an
important direct means of reducing motor weight, made possible
by the introduction of the commutating-pole motor.

The forced ventilation of car motors has not yet been com-

mercially developed, and there are undoubtedly difficulties in
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the way of conveying clean outside air free from brake-shoe

dust and wheel-wash to the motor. But some practicable
method will undoubtedly be found. Probably the complication
and expense of separate motor-driven blowers are hardly justi-
fied with small city equipments, but their use on interurban
Considerable

benefit might even be secured with armature-driven fans if

equipments is among the early possibilities.

proper provision could be made for a clean air supply.
Another direction in which we can look for improvements in
motor design within the near future is in the way of improved
insulation. If a motor is continually operated at a tempera-
ture much exceeding the boiling point of water, the fabric insu-
lation generally used in the armature and field coils rapidly
deteriorates. Of course more latitude can be allowed in the
deterioration of insulation in railway motors operated at low
Nevertheless, the heat
limits of insulation have to be considered very seriously even
The need of the hour, there-
fore, so far as this matter is concerned, is for some improved

voltage than in high-voltage apparatus.
in the design of railway motors.

form of insulation, having, perhaps, a better heat-conducting
ability, but certainly better able to withstand higher tempera-
tures than the insulations now usually used in apparatus of
this kind. A commutating-pole motor whose windings were
thus insulated and which was provided with some method of
artificial ventilation would be materially lighter than motors
now in general use.

A third possible means of weight reduction involves a some-
what more radical change in practice. In previous issues of this
paper we have referred to the use in Germany of aluminum
The Hamburg Street
Railway, one of the largest roads in Germany, was the pioneer

instead of copper for field windings.

among the large roads abroad in the use of aluminum field coils
and now has some 500 cars equipped with this type of coil. With
its use the weight of a 4o0-hp motor has been reduced about
100 Ib. without developing apparently any electrical or me-
chanical objections. With motors of larger capacity the saving
in weight would be considerably more.

A fourth means of weight reduction lies in an increase of
armature speed. This in a sense seems like a step backward.
The early motors ran at high speed and practically all of those
built before 1890 were equipped with double-reduction gearing
because of this reason. The modern slow-speed motor was
made possible by an increase in the number of poles and was
But the weight
of a motor, other things being equal, varies in almost inverse

a radical improvement over the earlier type.

proportion with its speed, so that there is a great inducement
from a weight standpoint toward increasing the speed. The
principal objections to a high-speed motor are the danger of
bursting the binding bands and danger of trouble with the
armature bearings. The latter consideration is the more im-
portant. It is doubtful whether there is much opportunity for
improvement in the way of higher speeds, although there may
be some in the case of motors used exclusively in frequent-
stop city service. In such motors the armature reaches its
maximum speed for short periods only and the average arma-
ture speed is usually moderate. A moderate increase in speed
also would probably not give rise to any serious problems as re-
gards either gears or brushes. Both of these motor parts have
been materially improved within recent years, especially gears,
which now are made of very high-grade steel when an ex-

ceptionally good article is required.
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The comments which we have made on the present status
and possibilities for future improvement of railway motors
apply principally to motors used in city service, because the
improvements discussed have been suggested largely by the
desire to reduce car weights, which is particularly a city rail-
way problem. The duty of motors in interurban service, where
the stops are infrequent and where the question of acceleration
is not so important, consists principally in overcoming wind,
journal and track resistance. Iere the weight of the cars is
a secondary consideration. The use of commutating-pole mo-
tors and of artificial ventilation, however, is equally advan
tageous for this class of service, as they offer the means of
obtaining an equipment of higher efficiency than that given by
many motors in operation. The qualifications of motors for
interurban service should be perfect commutation, low arma-

ture speed, low core loss and moderate cost.

CAR BUILDING IN 1910

The statistics of cars ordered during 1910, which are printed
elsewhere in this issue, indicate that the electric railway car-
building industry enjoyed a prosperous year. The total num-
ber of cars ordered was only slightly less than in 1907 and was
more than twice the number ordered in 1908. The figures for
1009 were exceeded by 735 cars, the increase being regresented
principally in cars for city service. Some exceptionally large
single orders for cars were placed. Among them may be
mentioned 300 cars for the Los Angeles Railway and 150
cars for the Capital Traction Company of Washington, D. C.
Nearly all of the Pacific Coast roads made large additions
to their rolling stock equipment, the orders of six companies
aggregating 745 passenger cars. The Canadian car builders
also received some large orders.

Closed cars are still being built in the largest numbers for
city service, although the semi-convert:ble car is coming more
and more into use as a general service car for both summer
and winter service. A few years ago street railways operated
nearly as many open cars as closed cars, changing the trucks
The cost of

doing this work and the extra storage space required for the

and electrical equipment every spring and fall.

cars out of service outweigh any advantage of the open car
from a traffic standpoint and the practice is being discontinued
by many companies. Only 326 open cars were ordered this
year, as against 3245 closed, semi-convertible and convertible
cars.

The prepayment method of fare collection was introduced in
the United States only three years ago, but its many advantages
have led to its rapid adoptign in small as well as large cities
in all parts of the country. Last year 1096 out of 2537 city cars
ordered were of the prepayment type, while this year 1878
prepayment cars were ordered out of a total of 3571 city cars
Large numbers of old cars have been remodeled for prepay-
ment operation. Boston and San Francisco are the latest cities
of large size to adopt this system for new cars. An interest-
ing development of the year was the one-man pay-as-you-enter
car for small roads. Several cars of this type were built for

use in Southern cities. Passengers enter and Iltave by the
front platform under the inspection of the motorman. No
difficulty has been experienced in adapting the prepayment
method in the South to “Jim Crow” cars, in which the white

and colored passengers are segregated.
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The growth of heavy freight traffic on the interurban roads
in the Western States has made necessary the purchase of a
large number of new and sccond-hand box, flat and gondola
cars of standard steam railroad types. As the number of these
cars placed in service increases it will become more imperative
to standardize the couplers and draft gear of all cars so that
mixed trains can be operated. For train operation it is equally
important to standardize the location of brake hose and train
line jumper sockets. Last fall two disastrous head-on collisions
between interurban cars demonstrated the necessity of building
and maintaining all passenger car bodies at the same height
above the rails so as to prevent as far as possible over-riding

of one car on the other.

A few sclf-propelled gas-motor and storage-battery cars
were designed and built during 1910. For new interurban roads
with light traffic the gas-motor car enables operation to be
begun before the earnings would pay the interest on the in-
vestment in overhead line and a power house. These cars are
being constructed in sizes up to 70 ft. long. Marked improve-
ments in storage batteries for vehicular service have again
called attention to this type of self-propelled car for lines of
light traffic.

car making frequent stops heretofore has been the principal

The high rate of acceleration required in a street

cause of the failure of storage-battery cars owing to the de-
terioration of the batteries when discharged too rapidly. To
reduce the load on the battery during the acceleration period as
much as possible the storage-battery cars which have been tried
in New York City and elsewhere have been built with bodies
and trucks of exceptionally low weight and they have been
fitted throughout with anti-friction bearings. As a result, the
power consumption has been reduced to approximately 45 watt-
hours per ton-mile as compared with about 140 watt-hours per
ton-mile for an ordinary trolley car.

The storage-battery cars now in service and many of the
detail improvements which have contributed to their success-
ful operation are still in the experimental stage, but they have
pointed the way toward possible methods for reducing the
weight and power consumption of all types of cars for city
service. The tests made in Philadelphia with anti-friction
motor and journal bearings demonstrated the saving in power
consumption made by using these devices, and it only remains
to determine their life in actual service under the usual condi-
tions of inspection and maintenance.

The demand for better ventilation and heating of city cars
has been met by a number of new systems and devices which
are being widely used. In addition to improvements in auto-
matic deck sash ventilators, forced-draft and exhaust-fan sys-
tems have been perfected which create a positive movement of
The Chicago Health De-
partment, through its comprehensive experiments with car ven-

fresh air through the car at all times.

tilation systems, has contributed many valuable experimental
data on the rcquircmcn‘ts of heating and ventilating apparatus
and has given a new impetus to improvements in this direction.
Briefly, the ordinances in Chicago now require that not less than
400 cu. ft. of fresh air per passenger per hour should be in-
troduced over heaters near the floor line and exhausted near the
ceiling.

For high-speed service the M. C. B. equalized type of truck
has been found superior to any other, and the slight modifica-
tions of the different truck builders consist chiefly in details

of frame construction, brake rigging and other parts which do
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1t affect the riding qualities. In the most recent designs of
trucks particular attention has been paid to maintaining the
alignment of the frames and provision for wear of the moving
parts, such as the pedestal jaws and bolsters. It is worthy of
vote that the standard axle and journal boxes of the American
Electric Railway Engineering Association are being used on
nearly all new cars. Solid steel wheels have come into favor
rapidly, and many of the largest city and interurban railways
Much
can now be bought than ever before at a price based on mile-
Cast-

steel wheels also are being sold in competition with cast-iron

are using them exclusively. better cast-iron wheels

age which compares favorably with that of steel wheels.

and rolled-steel wheels, and their mileage records are said to

be excellent.

ELECTRIC LOCOMOTIVE DESIGN

One of the most important as well as the most generally her-
alded advantages of electricity over steam as a motive power
for railway service is the economy with which the power can
be subdivided. This permits the economical operation of a large
number of single car units and allows a large number of the
axles of a train to be made driving axles. Nevertheless, it is
noteworthy that the two principal installations made during the
past year in this country of heavy electric traction equipment,
that of the Pennsylvania Tunnel & Terminal Company and
that of the Detroit River Tunnel, are exclusively locomotive,
and that the most important installation of this character now
under construction in this country, that of the Hoosac Tunnel,
is also exclusively locomotive. In these instances it was what
might be called a subsidiary advantage of electricity that led
to its adoption, but this condition emphasizes the fact that
clectric locomotive design will continue for some time at least
to constitute an important part of electric railway engineering.

When the subject is more closely considered it will be found
that the limitations of space and weight on an electric locomo-
tive have given rise to a wide variety of principles of design.
[rideed, in the five principal heavy electric traction installations
the
Thus we have the New York Central d.c. gearless, the

recently made locomotives represent as many different

types.
New ITaven a.c. quill-mounted gearless, the Pennsylvania d.c.
s.de-rod gearless, the Detroit Tunnel d.c. horizontally supported
motor type with twin gearing, represented also by the latest
B. & O. locomotives, and the Hoosac Tunnel locomotive with

geared and vertically supported motors. While successful op-

eration is obtained with all five designs, it would be most inter- .

esting to compare the cost of upkeep of five such dissimilar
constructions. The two gearless locomotives have now been
in successful operation for such length of time as to make such
figures of value.

The small locomotives first built naturally used the general
type of motors and methods of suspension employed in street
About 1893 and 1894, following the efforts
made to design a gearless motor for street railways, sevgral

railway service.

gearless electric locomotives were built, notably for the Balti-
more & Ohio Belt Line and for the Central London Under-
ground Railroad. But there was a reaction in favor of the
geared and horizontally suspended motor for slow-speed work
until the motor capacity required exceeded the permissible duty
which could be placed upon a single pinion. This introduced

the twin-gear construction of the Great Northern Railroad and
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subsequently those of the Detroit Tunnel and latest B. & O.
locomotives. In these machines the limit of standard axle mo-
tor design with horizontal suspension seems to be reached.
These locomotives, however, provide about all the capacity
which is required by a single-unit freight locomotive, operating
at speeds of from 15 mp.h. to 20 m.p.h, and two such units
can supply a drawbar pull in excess of the strength of. the
usual draft gear. Where such locomotives are used exclusively
for freight service this type of construction is fairly satisfac-
tory in first cost, operation and maintenance.

For high-speed passenger service a departure from the street
railway, or horizontal, geared type of motor appears necessary.
This is partly because the space available is not sufficient for
the very much larger. capacity of motors required and partly be-
cause of the necessity of providing better running qualities than
those afforded by an ordinary heavy bogie truck. In this con-
nection experience seems to indicate that a leading guiding
truck is desirable for high-speed locomotives, four wheels being
preferable to two. There is a wide divergence, however, in
the designs of the motors used on high-speed electric locomo-
tives and in the method of transmitting their torque to the
driving wheels.

Omitting irom consideration the ecarly gearless motors of
15 years ago, which were supported directly on the axle, the
first attempt to solve this problem of high speed and large
capacity was the direct-current locomotive of the New York
Central Railroad. These locomotives have proved reliable and
highly efficient in operation and capable of much higher voltages
than the 650 volts used on the New York Central road. The
lower speed limit of this type of construction has not yet been
fully determined, but the simplicity of the design makes it par-
ticularly attractive for direct-current freight or passenger serv-
ice, provided the speed is not so low as to make the first cost
prohibitive.

Side-rod locomotives have found considerable favor abroad,
but will be an untried venture in this country until the opera-
tion of the Pennsylvania locomotives shall have established
their status. With the entire weight of motors spring-supported
and equipped with guiding trucks, the side-rod construction
provides for easy riding qualities, but the dual relations of
efficiency and weight of locomotives of this type, as compared
with the efficiency and weight of the high-speed gearless loco-
motives of either the New York Central or the New Haven
types, are not yet known. The high center of gravity and the
inside journals of the side-rod locomotive are patterned after
steam engine practice, and it is expected that track inequalities
will cause a rolling movement in this locomotive, rather than
undesirable nosing. Finally, even when full advantage is taken
of the better ventilation of the more open construction, made
possible in the Pennsylvania locomotive by housing the motor
in the superstructure and fully protecting it from climatic condi-
tions, it would still seem that the direct side-rod construction is
necessarily heavy and expensive, owing to the low rotative
Still a further step would be the in-
troduction of gearing as well as side rods. While this might
appear an undesirable added complication, it undoubtedly would
result in producing a lighter structure by reason of the higher
armature speed thus afforded, and it is probable that the. com-
bination of gear and side-rod drive will become a factor in
future electric locomotive design, both for high-speed passenger

speed of the armature.
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and lower-speed freight service. Locomotives of this type,
built abroad, have been described in the pages of the Erkctric
RaAiLwAY JourNAL during the past year.

The design of electric locomotives in which a geared motor
is supported directly above the axle had its origin in the desire
to retain the high-speed advantages of thc ordinary geared
motor but to be free of the space limitations which exist when
a geared motor is carricd horizontally betwecen the axles. The
cquipment of the Hoosac Tunnel with this type of locomotives,
and their operation, will add very much to our knowledge of
the practical advantages of this plan.

From the standpoint of service, electric locomotives can be
divided into three general classes: high-specd passenger, low-
speed freight and switching locomotives. The multiple-unit
control is valuable in all three as it provides for double head-
ing, as required by service conditions. In many instances it
would be a great operating advantage if a locomotive could
be so designed as to be used interchangeably for both passenger
and freight service. In the case of clectric locomotives de-
signed to operate exclusively on heavy mountain grades inter-
changeability can possibly be sccured without too great a pen-
alty in weight and first cost of the all-around unit. For level
track operation, however, it is probable that two distinct types
of locomotives will better serve the dissimilar rcquirements
mentioned.

The experience gained with steam engines should, of course,
A dis-

tinction should be made, however, between the features em-

count for much in the design of electric locomotives.

ployed in the steam locomotive because of the requirements of
the steam equipment and those dictated by the hauling and
riding qualities of the locomotive. Experience based on the
latter considerations is limited, owing to the ruling necessity of
making proper provision for the boiler and firebox. A removal
of the handicap in a locomotive of providing a coal-burning
plant means the opening up of new possibilities in design which
may eventually cause a wide dissimilarity between steam and
electric locomotive running gear.

In whatever direction the present development stage of elec-
tric locomotive design may lead, it has been demonstrated be-
yond question that the electric locomotive as such has set a
standard for reliability and low cost of operation hitherto un-
approached by the steam engine. Last winter’s accident on the
Great Northern Railway, in which all four locomotives were
swept off the track by a snow slide but later were raised and
repaired for service at an expenditure of but a few hundred
dollars each, has done much to establish confidence in this type
of motive power. Meanwhile, daily evidence of reliability is
being offered by the electric locomotives handling the entire
While
reliability is only one of the assets of the electric locomotive,

traffic of the three railroads entering New York City.

it is perhaps lack of confidence in this respect that has hitherto
held back its extension to trunk line service. It is, therefore,
gratifying to have any fears of this nature dispelied by the
daily records of the electric locomotives in operation.

It is difficult to tell the direction in which there will be the
greatest development in electric locomotive operation during
the coming few years. Up to this time electric locomotives
have been used almost exclusively on trunk lines for tunnel
service and on elevated and interurban railways for switching
service. Their application to pusher service on mountain di-

. . —— . . .
visions of steam railroads is yet in the future.
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TRACK PROGRESS IN THE YEAR 1910

The past year will be notable for the great amount of con-
structive work which was done, by both the electric railway as-
sociations and individual companies, toward the attainment of
higher standards in track construction and maintenance.
Among the important problems which received fruitful discns-
sion were corrugation, choice of rail joints, special work, steel
ties, timber preservation and parked right-of-way in cities. [t
may not be amiss to comment briefly in the following para-
graphs on some of the work done in connection with each of
the subjccts noted by the way committee of the American Ilec-

tric Railway Enginecering Association and others.

Rail corrugation theories arc more numerous than ever,
but a rather popular and convenient onc at present is that which
asserts that the corrugations are due to irregularities in molec-
ular structure causcd by thc rails being rolled at too low a
tempcrature. It will be recalled, however, that tests on the
hardness of some corrugated rails conducted for the STREET
RAILWAY JoURNAL in 1907 by George L. Fowler, and published
in the StreET RAILWAY JournNAL of Oct. 5, 1907, did not dis-
close any difference in hardness in the metal at the crests and
in the valleys of the corrugations. A more elaborate plan to
determine whether the rolling mills are at fault is now being
carried out by the International Street & Interurban Rail-
way Association. Instead of using the drop test on the rails
after they have become corrugated, as was done by Mr. Fowler,
new rails will be tested at the mills and will then be laid on
The

conditions under which the corrugations begin and continue

1% miles of track with various substructures in Berlin.

will then be carefully observed.

The report of the 1910 committee on way matters contained
a remarkably interesting section on both mechanical and weld-
ed rail joints. One pertinent suggcstion was that the deeper
types of joint plates should be slightly curved so as to present
a concave face to the rail web. Tt is believed that this change
would give a larger surface contact than the present straight
joint plates which become convex to the rail web when they
buckle in service. Special insistence was placed also on the
necessity of grinding or filing the rail ends to eliminate imper-
fectly surfaced joints of whatever character. This precaution
seems obvious, but it is a fact that out of 29 companies which
were asked about their practice in this respect 15 admitted that
they did not grind the rail ends to a true surface. In addition

to several improvements in methods for applying copper
bonds, the past year also brought some noteworthy betterments
in the different forms of welded joints. The cast weld joint
now is made with a water jacket to prevent excessive heating
of the raithead; the bars of the new electric welded joint are
provided with center offsets to support the rail head and the
latest thermit reaction joint gives a weld of the entire rail
section. The oxy-acetylene process is now being tried herc
and abroad both for rail welding and for attaching joint
plates, bonds, etc. Like the reaction process, the oxy-acetylene
method possesses the great advantagce of permitting each weld
to be made, and if need be remade, individually without cum-
brous apparatus or highly skilled labor. All in all, several
satisfactory solutions are now available for trcating rail joint
and conductivity problems. Many of thc changes noted are
not so much confessions of previous failures as they are evi-

dences of healthful emulation among the manufacturers and of
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the desire of the railway companies to secure a design most
suitable for their particular conditions. '

In special work, practice is still at odds as to solid or insert
lay-outs, although the former are favored for heavy traffic.
Valuable help was given to the 1910 committee on way matters
by the special work manufacturers in the standardization of
switch pieces as to lengths and radii, and also in the standardi-
zation of mates and frogs. It is pertinent to point out to those
who lay too much stress on “local conditions” that the lead in
this field has been taken by a company which probably has more
variations throughout its city and country divisions than any
other electric railway in existence. Considering the advantages
of standardization in first cost, maintenance and stock keeping,
there seems little reason why city railways should go to the
trouble and expense of using spiraled switches.

The steel tie has made considerable headway during the
past year in concrete street railway construction, for which it
appears to be most suitable. Improvements have been made
in the form of clips used to join the rails and the ties. A
steel tie at $2 for an assumed life of 30 years costs about
twice as much as a preserved wooden tie of practically equal
durability. Its economy, therefore, is due largely to the fact
that a smaller number is required per mile. The spacing of steel
ties, however, is still involved in uncertainty, for some com-
panies install them at 3-ft. centers and others set them even as
far apart as 7 ft. 6 in. It is highly desirable, therefore, that the
problems involved in the proper spacing of steel ties should
be worked out on a scientific basis for different classes of sub-
structures so that cost comparisons with wooden ties can be
made more accurately. Although the steel tie is naturally a
part of a concrete track, engineers who have had experience
with it believe that some changes should be made in its shape
to permit it to be taken out of the concrete at little cost when
such removal is necessary during periods of reconstruction.
The steel tie is not so desirable in paved streets with stone-
ballasted track because the amount of tamping required dur-
ing the first year of installation leads to a frequent and ex-
pensive disturbance of the pavement.

The question of the preservation of the wooden ties is be-
coming more acute from year to yvear despite the introduction
of the steel tie. In a few years it will be considered foolhardy
to install untreated ties under any conditions. Only two large
electric railways in this country have practised tie preservation
long enough to urderstand from experience its real merits.
One of these companies uses a permeative and the other a super-
ficial preservative. The experiences of these companies have
been very favorable, but they do not cover a sufficient variety
of geographical conditions of treatments and of timbers to
serve as sole criterions for other railways. Exact data are
sorely needed on the comparative value of the numerous pre-
servatives now on the market. This subject might well be
taken up by a sub-committee on way matters, working in har-
mony with a similar committee of the American Railway En-
gineering and Maintenance of Way Association, with repre-
sentatives of the Bureau of Forestry. and with the experts of
the manufacturers of wood preservatives. In such an in-
vestigation particular attention should be given to special
treatments for ties buried in rock ballast or incased in concrete
‘under street paving. The merits of tie plates and screw spikes
in lengthening the usefulness of superficially preserved ties

should also form a part of this studv. An excellent basis for
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work of this kind, with reference to city conditions, would be
afforded by the chapter on chemical treatment of ties published
in the second annual report of the Board of Supervising En-
gineers, Chicago Traction. The same report also contained a
valuable study of problems relating to track deflections and
materials in

connection with different classes of track and

roadways. These data included analyses of manganese steel
special work and figures on the comparative holding power of
track and screw spikes in different kinds of wood.

Electric railways, both here and abroad, are beginning to agi-
tate more strongly for right-of-way operation through sodded
or parked sections of wide city streets. Because of the noise-
less and faster service thus made possible, this innovation has
met with the strong approval of the public in those cities
in this country and abroad where it has been introduced. It
is needless to add that the street railways are even more
pleased, since their track maintenance cost has been reduced to
a minimum while paving expenses and wagon obstructions are
simply unpleasant memories. The problem of adequate city trans-
portation is so intimately intertwined with the construction of
wide roadways that American street railways would do wisely
to discuss city right-of-way operation with their municipalities
whenever the opportunity presents itself, either in existing or
proposed wide streets.

POWER STATION AND DISTRIBUTION SYSTEMS

Recent power station construction has for its most noticeable
feature the simplification of design by the use of larger units,
particularly the larger sizes of steam turbines. The ordinary
electric road, which at the present time generates its power by
three-phase turbo-generators, transmits it to substations, whence
For

an equipment of this kind the large turbo-generators now avail-

it is delivered to the working conductor as direct current.

able are quite ideal, being extremely simple and reliable and
lending themselves to a very convenient and compact power
house design. Hence one recent power station differs from an-
other chiefly in the number and size of the units employed. It is
greatly to be regretted, however, that the direct-current turbine
It is
very easy to write eulogistic papers regarding the beauty and

has not found its way into greater favor than it has.

simplicity of the standard equipment of three-phase generators
and synchronous converters, yet every station operator knows
perfectly well that the losses in the system, however well de-
signed, are large and the possibilities of breakdown materially
increased owing to the necessary complication of apparatus
of this character, )

The switchboard of a recent turbo-generator station is a struc-
ture of fearful and wonderful complexity, and its cost is a very
material fraction of the total cost of the plant. Every railway
man knows in his heart that if he could get big direct-current
turbo-generators comparable in efficiency and reliability with
the big direct-connected engine-driven railway generators he
would be very glad to supply from them the major part of
the current used on his railway lines, always excepting of
Undoubtedly the smaller
capacities of direct-current turbings are even now in a state

course, the purely interurban ones.

of pretty fair development, but much yet remains to be done
along this line. Recent advances in the commutating-pole

type of construction have brought improvement and are

likely to bring more until there will be no hesitation in using
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such machines, which are already in successful use in a few
places, for the central territory of a road of considerable size.
There is no reason, except the absence of suitable dircct-current
turbo-generators, why power should be generated as alternating
current at one end of a good-sized power station and trans-
formed through costly machines at the other cnd of the station
to serve the immediately surrounding territory.

One of the directions in which power-station design has ad-
vanced is in the combination of low-pressure turbines with re-
ciprocating engines. This process virtually provides another
stage of expansion with its resulting economies, without adding
anything more than electrical linkage to the rest of the machine.
And it may be pertinent to suggest here that such a combina-
tion meets in part the objection which has just been raised to
some current power-station practice, because it is a perfectly
simple matter to supply the center of a railway network with
energy by feeding direct current to it from the engine-driven
generators while the low-pressure turbines take care of the
outlying lines, through the converters at the substations. At
all events the low-pressure turbine furnishes an admirable
means of increasing the output and efficiency of existing sta-
tions whether the original generators are for direct or three-
phase current.

Aside from these considerations in generating practice the
most important subject before the railway power station super-
intendent is the fuel question. The price of fuel has its ups
and downs, but the ups are more frequent and permanent than
the downs, so that, by and large, the fuel problem is steadily
growing in seriousness. The key to the situation unquestionably
lies at the furnace. No fact is a more commonplace matter
of knowledge than that the cost of fuel is not in direct pro-
portion to its heating capacity. The high-grade coals cost dis-
proportionately more than the low-grade coals, because any
sort of firing will yield passable results in almost any kind
of furnace with the former and consequently they are in the
greatest demand. Researches in the last year or two have made
it certain that even the meanest low-grade bituminous coals
can give first-class economical results if they are properly
fired in suitable furnaces.

The electrical part of the station equipment is, on the whole,
in extremely good condition with the exception already noted.
The

The boilers and automatic

The apparatus is reliable, efficient and easily handled.
same is true of the prime movers.
stokers are reliable enough, but in too many instances they are
anything but efficient. Inability to utilize fuel of low cost for
its thermal value is the weakest point in modern power
generation.

As regards the distribution of power for railway purposes
the present standard practice is structurally good; that is to
say, when transmission is undertaken it is generally at con-
servative voltages'and utilizes sound and conservative line con-
struction. Only in a few instances does a railway system cover
territory extensive enough to warrant using high voltages,
and by this term we mean high in the sense defined by Profes-
sor Baum half a dozen years ago, when he cheerfully classified
as of moderate voltage anything bclow 30,000 volts. Railway
transmission practice, however, differs from that of ordinary
hydroelectric systems in that it often involves considerable
amounts of power and the lines have to be constructed largely

along frequented ways. The overhead construction, therefore,
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must be adapted to carrying fairly heavy copper and must be
to the last degree sccure and reliable.

Recent practice in transmission work is tending considerably
toward steel pole lines, gencrally of the tower type, but in the
conditions met in transmission for railway purposes tower
construction is usually unnecessary and some very successful
examples of latticed poles have been installed within the last
year or two. In such cases there is a good deal to be said
for the beautiful “A” type of pole, used by some of the Ttalian
engineers, which gives sufficient longitudinal flexibility to re-
lieve extraordinary strains upon the line. In the same con-
nection a good word should be said for the suspension insulator
which is now beginning to be used for moderate voltages
as well as for extreme voltages. A transmission line carried
by suspension insulators on a not too rigid steel pole line is
about as reliable an overhead structure as could well be 1m-
agined and is very well adapted to secure protection from
lightning when equipped with a guard wire grounded at every
pole. There is an increasing tendency to require railway com-
panies to put their lines underground, a demand which has its
origin in a certain distrust of overhead circuits as well as in a
desire to get them out of sight. But so long as the trolley
wire remains overhead there is little reason for objecting to the
feeders also being overhead, and by proper construction the
overhead line can be made fully reliable.

The great moot point of electric railroading—that is, alternat-
ing current versus direct current in the motors—still remains
undecided. Some excellent examples of direct-current high-
tension roads of 1200 volts or more have been described in our
columns. But voltages like this, however desirable for long-dis-
tance interurban service, have merely palliated matters and have
left the main problem of heavy work still unsettled. So far as
we have observed, the advocates of both systems of working
listen more patiently than formerly to each other’s arguments,
Lut still remain unconvinced. Even the lengthy discussion of the
matter at the Berne Congress during the past summer left in
the mind of the reader little except an earnest desire to find
some seer able to separate the facts from the hypotheses on both
sides of the argument. Meanwhile both systems are practically
doing well, so that the argument from experience is of but
small assistance to the dubious. Perhaps the only class really
grateful for this uncertain state of affairs is composed of the
steam railroad magnates, who find therein an excellent reason
for doubt and hesitation when confronted by demands for elec-
trification.

The quite ideal system in which long sections of road are sup-
plied at high voltage from a single trolley wire without feeders
has not vet been materialized by either party to the dispute.
Until this is accomplished distribution for the larger work
of railways is still to be deemed among those desiderata whose
substance is hoped for but whose evidence is not yet seen.
One shudders at the thought of keeping 1000 miles of third--
rail system between New York and Chicago clear during an
average winter, and if he takes the othcr horn of the dilemma
and visualizes the overhead system of the New York, New
[Taven & Hartford Railroad along the same far vista, he will
derive little comfort from its contemplation. Aside from the
commonplaces of ordinary interurban electric ratlway service,
the distribution problem in its relation to the motor service stili

remains a riddle.
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RAIL SECTIONS AND SPECIFICATIONS.

The extremely important subject of specifications for the
composition and rolling of rails was among the foremost ques-
tions discussed and acted upon during the past year, and its
treatment by the committee on way matters of the American
Electric Railway Engineering Association was marked by a
clear understanding of the essential differences between street
railway and steam railroad requizements. The approved 1910
report of this committee recommended for electric railway open-
hearth girder and high T-rails a steel containing at least 0.60 per
cent carbon, a desired average of 0.68 per cint carbon and a
maximum of 0.75 per cent carbon. In this composition the phos-
phorus was not to exceed 0.04 per cent. The original draft of
this committee’s report called also for a higher grade composi-
tion in which the corresponding minimum, desired and maxi-
mum carbon amounts were 0.72 per cent. 0.77 per cent and 0.83
per cent, while the phosphorus was set at the low mark of 0.03
per cent. This higher grade composition was not recommended
in the final report, however, because of the manufacturers' re-
fusal to roll a high-carbon, low-phosphorus rail at standard
prices. The tendency toward higher carbon content in street
railway rails is illustrated in the case of the Metropolitan Street
Railway, New York, which has changed over from a respective
minimum and maximum of 0.45 per cent and 0.55 per cent to 0.65
per cent and 0.80 per cent. The latest open-hearth rails for the
subway service of the Interborough Rapid Transit Company.
New York, also show an increase in carbon content, as the per-
missible limits have been changed to read “0.75 per cent to 0.0
per cent” in place of “0.70 per cent to 0.85 per cent.” Since
no other electric railway in the world must cope with such
traffic as the New York subway, the rails used for this service
are mentioned only to prove that the conunittee on way matters
was not demanding an impossibility when it suggested an open-
hearth rail with an upper limit of 0.85 per cent carbon whether
for T or girder rails. It is to be hoped that during the coming
year many railways will order their rails in harmony with the
committee's specifications, so that the merits of the proposed
standard composition and tests will receive a fair trial.

The standardization of girder rail sections has not made
much progress despite the concrete suggestions contained in
the 1907 and 1909 reports of the committee on way matters. A
settlement of this problem is of the greatest importance to city
railways, but we fear that much good committee work will be
lost unless recommended standards.can be brought more directly
to the attention of member companies and others than is now
the case. First of all, an earnest endcavor should be made to
select the standards from the enormous variety already ex-
tant. Secondly, if entirely new sections are considered a neces-
sity it is only fair that the rail makers should have some as-
surance that enough companies will adopt them as standard
to justify the design and construction of the new rolls required.
In this question of standard rail sections the United States
has lagged behind both England and Germany. The excuse is
usually made that the choice of section is dependent upon the
city engineer and the local authorities rather than upon the
railway company. = Surely local authority is supposed to be
as strong abroad as here, yet, by a vigorous effort in which
in Great Britain the railway companies were supported by the
Institution of Civil Engincers, the railway associations and
other national organizations, practical standardization has been
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reached. In Great Britain the five standard rails for tan-
gents weigh respectively go lb., 95 1lb., 100 1b,, 105 1b. and 110
Ib. per yard, and the corresponding curved rails 6 Ib. more
per yard. The German standard city rails for tangents weigh
respective]y 85 1b., 98 ib,, 112 Ib. and 115 Ib. per vard, and the
corresponding curved rails 5 1b. to 6 Ib. more per yard.
The new German standards have been made effective by a
system of co-operation with the rail makers whereby the penalty
of higher cost is suffered by those few companies which insist
upon something special. Tt is greatly to be desired that not only
shall the 1911 committee on way matters select acceptable stand-
ards but that the parent association shall also devise some
method to make the recommendations enforceable. A viva voce
vote at the convention or even a tacit approval by a letter ballot
is a long way from the actual adoption of the standard as certi-

fied by the requisition of the purchasing agent.

REGULATIVE LEGISLATION IN 1910

The strongly defined tendency toward further extension of
governmental control over the electric railways which marked
the early part of 1910 appears to have undergone some change.
This is indicated by the political events of the year and by a
moderation of public policy which may be temporary or may
prove to be permanent. At the beginning of the year the trend
of public opinion throughout the country appeared to be def-
initely in favor of an extension of the national policy of regu-
lation. This was naturally reflected in various movements in
States where the Legislatures were in session.

The most important steps taken in the assumption of larger
authority were those of the Congress of the United States.
These, because of their application only where interstate com-
merce is concerned, affect only remotely most of the electric
railways of the country. In so far, however, as they represent
the crystallization of the sentiment of all sections on a subject
which is really the control of State corporations that happen to
be engaged in interstate commerce they represent a sentiment
that may easily drift in its application from the greater national
problems to those of more purely State or local importance.

It was pointed out by the committee on interstate commerce
conunission affairs in the report presented at the last conven-
tion of the American Electric Railway Association that of 74
bills relating to interstate commerce which were presented dur-
ing the first and second sessions of the Sixty-first Congress of
the United States but four became law. The most important
of these was the act which created the commerce court and
amended further the interstate commerce act.

A section of this act which is of potential importance is that
which authorized the President to appoint a commission to in-
vestigate questions pertaining to the issue of stocks and bonds
by railroad corporations. This was a more temperate treatment
of the subject than that which was proposed in some of the bills
The

scope of the inquiry upon which this commission has entered

introduced in Congress in reference to this matter.
is indicated by the preliminary hearings. The commission is
taking testimony from eminent bankers, lawyers and corporation
representatives and public officials of the country. The opinions
which it solicits touch not only the expediency of the regulation
of securities by the United States government but also the sub-
ject of the power of Congress in this matter.

In the ultimate disposition of the questions involved, if final
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decision is to be made, the position of outstanding securities as
well as the terms on which new issues are to be made must
receive consideration. When the investigation shall have been
concluded and the report placed before the country there will
be an opportunity to pass upon the conclusions of the com-
mission. It should be remembered that the commission was
appointed in pursuance of the policy of the party in power
to enlarge to an almost unlimited extent its control over rail-
roads engaged in interstate commerce. As that party did not
meet with the same favor at the hands of the pecople at the
elections in Novemher that it had enjoyed theretofore, some of
the issues which it has raised will be settled by others whose
real views and strength can scarcely be judged accurately and
in full so far in advance as this.

There is one other reason why we refer thus at length to
the additions made by Congress to the act to regulate com-
merce. Because of the obstructive policy of the government
the increases in rates desired by the steam railroads have been
held in abeyance pending determination as to their reason-
ableness. These increases were designed to offset in part the
larger expenses to which the companies have been p/ut by ad-
vances in the rates of wages of employees. [f allowed. they
will be a forceful argument for the electric railway companies
which are in a position to make or scek higher rates of fare.
In an editorial published in our issue of May 7, 1910, we pointed
to the moral effect of the salutary object lesson which was
afforded by the movement for advances in steam railroad rates.
This effect will not be diminished but will rather he enhanced
if the increases pass the tests imposed by the legislation of 19710,

In the various States less legislation designed to create or
extend commission control over electric railways was enacted
The State of New York amplified and

made clear some of the provisions of the public service com-

than was threatened.
missions law which relate to street railroads. In New Jersey
a law was passed and became effective which enlarged the
powers of the Railroad Commission, extending jurisdiction
over other classes of public utilities. Through the passage
of a law similar to the original law creating the New York
commissions the State of Maryland created a public service
commission. )

No one less than an inspired prophet could predict the uiti-
mate results of the sessions of Legislatures, but the question-
ing attitude which the public has assumed toward the na-
tional policies of the party in power and the surprising victories
of the Democratic party point to change.

The year 1gio closed therefore with regulative policies in

That
there will be a gradual extension of the policy of regulation

less definite shape than they held twelve months ago.

through the creation of new commissions is a probability which
is made stronger by the expressions of feeling in various parts
of the country against the “new nationalism” and in favor of
a vigorous assertion of State rights. But the powers given by
new regulative laws should be limited and made reasonable if
the companies concerned present their needs. Where there is
to be legislation, reasonable laws and men who will enforce
them in a reasonable way are the essential requirements for
success. DBoth the proponent of radical restrictive legislation
and thc corporation official who resents any suggestion or in-
quiry from the public as an intrusion should give way to legis-
lation which will lead to co-operation and a recognition that

cach interest has rights which the other is bound to respect.
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THE ELECTRIC RAILWAY SITUATION IN 1910

The electric railway situation was affected during 1910 by
an unusual number of influences of a political and business
nature, national, State and local. The results of operations
and the present outlook, therefore, vary to an unusual ex-
tent with the companies throughout the country. So far as
we can judge from a number of individual experiences, the
grand totals of gross traffic and gross revenues of all com-
panies, if available, would show substantially the same aver-
those of

age increases which, under all circumstances but

extraordinary depression, continue, as a° rule, to be made
from year to year by local public utility corporations of all
classes. Gross earnings of electric railways increase when
the total business of the country increases. It is the ex-
perience of most companies that gross earnings decrease to
a very small extent or remain on about a level with the
previous year when the gross volume of general business de-
creases. Changes are very rarely as sudden or sharp, how-
ever, as with other industries.

The

condition and their plans for future expansion are still to

general business of electric railways, their financial

an extent under the pall of the panic of 190y, from which the
The

slower development of the industry is due in part to the

country as a whole has not yet entirely recovered.
banking and investment attitude of the country. which has
cons.stently operated to produce a policy of conservatism and
to restrict expansion. The situation has not been wholly
favorable for either temporary or permanent financing by es-
tablished companies. aund it has heen st'ill less encouraging
for new enterprises.

When electric railways borrow on short-time notes they
usually do so in dnticipation of the sale of long-time se-
curities with whose proceeds they redeem the short-time ob-
As the public

did not buy securities freely, the bankers, who are the whole-

ligations. The bond market in 1910 was poor.

sale purchasers. were not willing to buy freely. It was a ques-
tion more of unreceptive markets than of prices. Electric rail-
way securities are not ordinarily subject to the same extremes
of market fluctuation as the great steam railroad and corpora-
tion issues, which have had a year of depression and unsatis- -
This re-

deeming fact is due in part to better sustained gross earning

factory salability on the Ncw York Stock Exchange.

power, although it is true that issues of stocks and bonds of in-
dividual electric railway companies are not sufficiently large to
facilitate trading in heavy or frequent volume.

The influences that determine the state of the invesment
market from year to year were complicated in 1910 by the de-
mand for money throughout the civilized world and by the
public utilities legislation pending and threatened by the na-
tional and the various State governments. A policy of financ-
ing by the sale of preferred stock, instead of bonds, has been
While
this tends to make the net cost of the capital higher, it is

followed by some companies with distinct success.

permanent financing, the necessity of refunding in the fu-
ture is avoided, and it has the additional advantage of substi-
tution of a voluntary dividend payment for a fixed interest
charge. Curtailment of fixed charges may prevent receiver-
ship in the event of a prolonged period of business distress.
While the more general issue of stock instead of bonds is to

be recommended as a wise protective measure, the record of
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electric railways in this respect compares favorably with that
of the steam roads. The 1907 census report showed that of
the total outstanding capital of street and electric railways
(operating and lessor companies) 44.43 per cent was repre-
sented by funded debt.

railways, as shown by the Interstate Commerce Commission re-

The corresponding percentage for steam

port for the same year, was 34.25.

More widespread and severe effects from the depression
that followed quickly after the panic of 1907 were felt by
electric railways located in some of the mining and indus-
trial regions of Pennsylvania than by the companies engaged
in this business in any other general section of the country.
The chief industries in Pennsylvania districts thus affected
are mining and the manufacture of iron and steel products

and coke. Early in 1908 some of the electric railways in

these regions showed reductions of gross earnings as com-

pared with the corresponding period of the previous year,
which amounted for a time, although a very brief time, to as
much as g0 per cent or 43 per cent. Recovery has been slower
in these districts than in other sections, but 1910 showed ma-
terial improvement. In some parts of the country continued
development has caused an increase of gross earnings where
there was a sharp reduction in 1908. However, the experi-
ences of individual companies have been so varied that in at-
tempting a review of the entire situation we are justified only
in pointing to the records of certain groups of representa-
tive companies under common control, which showed fair
general increases until October or November, when the re-
cession in business began to produce some decreases which
lessened the previous satisfactory gains.

As a result of continued higher costs of labor and ma-
terials, operating expenses rose still further during the year.
The same difficulties of securing competeit, dependable men
at the established scales of wages were experienced as in

more prosperous years, although in a less accentuated de-

gree. The maintenance policy of the companies shows as
great diversity as any other feature of their operations. Many
roads which were obliged to meet higher transportation ex-
penses reduced their expenditures for maintenance in order to
keep a balance. As the rate of fare on city lines is almost
universally inflexible under the terms of franchise contracts,
only a few urban companies have been able to recoup them-
selves by increases in the fare unit. On interurban lines many
readjustments and increases have been made. Distinct

provement in the average results per passenger carried has

im-

been effected in a number of cities by a comprehensive re-
arrangement of the system of free transfers. By elimination
of the illegal and unwarranted use of transfer privileges some
unnecessary riding has been stopped and various forms of
gross abuse have been ended.

The unadaptability of the short-term franchise to the real
needs of the community has been emphasized by the ex-
perience of the companies which furnish the urban railway
service in Cleveland, Detroit and Toledo. No plan of con-
tract which jeopardizes, either in theory or in fact, the enor-
mous capital investment that is required to produce a satis-
factory system of transportation for a developing cit.y is
When
the date of expiration of such contracts is near financing be-
comes difficult and the disappointed holders of securities sell
at a sacrifice.

entitled to acceptance as in the true public interest.

The lessons of the year point with new force
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to the reasonableness of unlimited franchises of the char-
acter of those granted in the States of Massachusetts and
New York. ’

As the new year opens the situation is complicated by the
political changes which the elections of November have brought
thronghout the country. What effect these new forces will
produce on the conditions governing business and on the
great problem of the national election of 1912 only time will
show. DBusiness hopes for early decisions in the trust cases
before the United States Supreme Court and in the steam
railroad rate cases in which testimony has been presented be-
fore the Interstate Commerce Commission. Freedom {from
general unrest in business will help all industries and thus
promote the development of electric railways. Projects in-
volving enormous outlays of capital in Boston and New
York will progress further during the coming year, and in
other large cities of the country definite or tentative steps
toward the creation of greater transit facilities will be taken.
These will involve, we believe, greater capital requirements
than the additions and betterments of 19710.

The greater conservatism which marks the status of the elec-
tric railway situation at the turn of the year affords a whole-
some opportunity for the companies to consider the weak-
nesses and the strength of their position. Weaknesses lie in
franchise conditions, public relations. loose transfer regula-
tions, extensions built because of over-enthusiasm, the need of
better trainmen and the constant demands for more and better
facilities and, in spite of all that may be given, the equally in-
Strength
lies in the provision of a service which is oune of the most

sistent demands for lower fares and longer hauls.

necessary conveniences of life. The electric railway company

and the community are interdependent.

THE INTERURBAN RULES SITUATION

Practically all of the members of the Amer.can Electric Rail-
way Association are anxious for that body to designate as
interurban electric train

standard a new code of rules for

operation. Such a code should be of such general applicability
that it could be, used as a foundation on which every inter-
urban company can formulate a set of rules suitable for its
local conditions. One of the committees of the Transportation
& Traffic Association now has this work in hand, but it has not
yet met, so that its program during 1911 cannot definitely be
announced. The executive committee and the association as
assembled at Atlantic City outlined certain work for this new
committee. These assignments included the following:

To confer with the American Raihvay Association and at-
tempt to adjust discrepanc’es between the A. R. A. code and
the 1910 T. & T. code. )

To confer with the city rules committee and adjust conflicts
with the standard city rules.

To take under consideration the extent to which prepay-
ment service will affect any set of interurban rules.

To ascertain what action has been or probably will be taken
in the near future by national or State commissions regard-
ing interurban rules.

It is ‘not our understanding that the Transportation &
Traffic Association at the Atlantic City convention last fall
voted either its approval or its disapproval of the code pre-

sented by the 1910 committee. Rather, it recommended that
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the rules committee study the interurban rules situation for
another year and present -its suggestions. It can continue to
work along the lines followed by the 1910 committee or not,
whichever plan it thinks will best meet the requirements of a
majority of the interurban railway companies which are mem-
bers of the association. The rules committees in the past have
repeatedly urged the member companies to state these require-
ments with definiteness.
of both information as to existing conditions and cxpressed
opinion as to the proper rules. It i$ sincerly to be hoped that
the roads will assist the rules committee during the coming
year in this respect better than in the past. It is very necessary
that only such a code be adopted for general use as seems to
fulfil the requirements after diversified opinions and criticisms
We think

we are safe in saying that the chairman of the rules committee

have been expressed in a country-wide discussion.

is anxious to receive letters on the subject, and, as is quite
generally known, the columns of this paper are always open
for expressions of opinion on any subject of such general
welfare as that of improved interurban rules.

Unless preliminary thought is given to the rules situation by
others than the members of the committee, the real purpose of
the appointment of the rules committee will not be accom-
plished. When the subject is under discussion in convention
the tendency of those who have not followed the work of the
committee previous to the convention is to explain why the
rules do not fit their local situations. Thus time is wasted and
the subject, as at Atlantic City, is tabled for another year.

Should this year’s committee decide to take the 19ro code as
a basis for its work and then be able to formulate its recom-
mendations and publish them as early as June, ample time
would be allowed for its revision by the committee previous to
If this is done de-

cisive action should be expected at that time.

the presentation of the report in the fall.

The foregoing remarks indicate the situation which confronts
the present rules committee. No committee, even though com-
posed of men carefully chosen to represent the best ideas and
practices of all sections of the country, can formulate a code
of rules which will be found acceptable in their entirety to all
companies. In electric railway train service, as in any other
spec.alized business, the individuality of the man in charge is
prominently reflected. The superintendent of an interurban
road in the East, for instance, has to deal with a certain kind
of employees and operating conditions and if he has been fol-
lowing certain methods successfully he will naturally think
that no others will meet his local conditions. A similar proce-
dure will be followed by the man in the West. [Each will be-
lieve that his methods are the best which he can use and will
This
parallel between the Eastern and the Western man might just as

object to a code of rules not in accord with his practice.

well haye been drawn between the man who has been brought
up in the interurban school and the graduate of the steam-
railroad school. One feels that the steam code will not suffice
for his service and the other holds similar ideas about the
interurban code. Numerous examplcs of men holding the con-
trary views just presented can be found among the member
companies of the association, and so the difficulty of obtaining
a code which will meet the views of the operators of all
roads grows.

confronted

This" rules situation is similar to that which

Nevertheless there has been a paucity
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the standardization committee of the Engineering \ssociation.
This committce at first attempted to design or select certain car
parts of such dimensions as would most nearly meet the aver-
age conditions as they existed. Later the committee realized
that the subject in hand had a Dbroader aspect than that of
choosing compromise designs, Then the committee resolved
itself into a body of designing engineers. During the last few
ycars this committee, in connection with the committees on spe-
cial topics of the Enginecring Association, has originated de-
signs which are intcnded as models for the future rather than
as adjustments for the present. It has been the idea to place
before the association designs toward which the companies
might work, and when car parts conforming to these designs
could be introduced on a road vast benefits to be obtained from
standardizat.on would be realized. Briefly, the committee has
given up the idea of restricting its recommended practices to
those which might at once be adopted on the average road. In
contrast, it has undertaken to present correct, and one might
say almost ideal, designs toward which the roads should work.

Whether or not the intcrurban rules committee can pursue
similar methods is doubtful. Nevertheless, we feel that the men
chosen to represent the association on the rules committee have
been and are of such high quality as operators that the asso-
ciation as a body should place upon them the responsibility of
deciding upon all details and could safely confine its discussions
at conventions to the general principles involved in the rules
which thc committee recommends. In this way only can the
association get a well-thought-out code which can safely be
used by any company as the foundation for a set of rules to
serve for any particular road.

The need for standardization of rules hardly-calls for repeti-
tion at this time, since it has been presented in these columns
many times. Probably the prime reason that has actuated the
standard rules movement has been the desire for increased
safetv. [t is well known that a trainman operating under one
set of rules may by a sudden mental reversion to a contrary
practice formerly allowed endanger the safety of his passen-
gers. Such an act would hardly be called carelessness. It is
rather a weakness of the mind which is known often to exist
and must be guarded against in every possible way. A most
effective precaution against this danger is uniformity in rules
and in train operating practice. It is noteworthy, in this con-
nection, that the several regrettable accidents of this fall were
not cavsed by a misinterpretation of the rules.

The three more important features to be held in mind when
considering the choice of a code of interurban rules are in the
order of their importance: (1) Does it supply the necessary
(2) Are the rules sufficiently plain for
(3) Will the code facili-

tate the economical performance of tra.n service?

degree of safety?
prompt assimilation by a trainman?

These are the objects sought, and these purposes should not
only direct the work of thc rules committee, but should also
control the criticism of the conclusions reached by the commit-
tee. Finally, we bespeak for the committee the most cordial
co operation on the part of other managers. Theirs is a most

difficult task. It involves a reconciliation of many diverse
views, yet we feel that it is not impossible of accomplishment
if each person interested will approach the subject in a broad-
minded way and bring to its solution as much careful consid-

eration as if he personally were a member of the committee. If
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this plan is followed at least a satisfactory start will be made
this year upon the general adoption of a standard set of inter-
urban rules.

.

ASSOCIATION WORK

Five years have passed since the American Street Railway
Assoctation was reorganized in Philadelphia. This is a suffi-
cient length of time in which to judge the success or non-
success of the principles then adopted. The general plan of
organization was patterned largely after that of certain existing
associations, particularly that of the American Association for
the Advancement of Science. Nevertheless, it was largely ex-
perimental and depended for its success upon the co-opera-
tion of a widely distributed membership, bound together more
by common interest in the advancement of the art than by
commercial ties. It is not too much to say that the progress
made during the past five years has been far greater than
many of those instrumental in the reorganization in Philadel-
phia in 1903 anticipated and that it has realized the best
Although a

considerable increase was made in the annual dues required of

hopes of those who were sanguine of its success.

.member—(‘ompzmies, the growth of the association in number
of members has been continuous since 1905. In work accom-
plished the development has been even greater, as a survey of
the printed proceedings of the association for the past five
years will show. Since the association is now beginning its
second half decade of existence and has adopted a new name
more in consonance with the field which it covers, the present
seems a suitable time to discuss briefly its past work and future
problems. Tn dging so the logical plan is first to review what
questions have been solved as a result of the experience of the
last five years and then to consider what remains to he done.
Chief among those questions which seem to have been settled
satisfactorily is that of general administration. The plan of a
central organization, represented by the permanent office of all
five associations. gives a stability which was not possessed by
the old organization, and the secretary’s office has proved not
only desirable for many of the committee meetings, but also
efficient in collecting and distributing data of various kinds.
The affiliated

with their numerous committees, gives wide opportunity for

avtonomous organization of the associations,
mdividual initiative and preferment while assuring co-ordinated
and well directed work by the different organizations. No
conflict in regard to spheres of work has occurred between
the affiliated bodies, although several subjects have been taken
up in common. Of these there will doubtless be more as time
goes on.  Thus far there have been only two joint sessions and
these have been held by the Accountants’ Association and the
Engineering Association, although joint committees have met
on other occasions. Again there has been no lack of subjects.
The difficulty up to this time has not been in finding subjects
to consider, but in finding time to discuss them.

The financial condition of the association is equally satisfac-
tory. The last report of the treasurer shows a surplus of
about $5,000. This gives a slight margin for increasing the
The total budget, it might be

added, is less than that of organizations with whose work that

efficiency of the association.

of the association is most nearly allied.
Tn looking toward the future the principal question to be
solved is that of increasing the membership, both active and
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associate. The membership list of the association is “now well
representative of the country, but it still falls short in number
of what it should be when the value of the work done by the
association to the industry at large as well as to individual
roads is considered. On Dec. 31, 1910, the percentage of com-
panies in the United States and Canada which were members
of the association was only a little over 27 per cent, and the
proportion of electric railway mileage represented in the asso-
ciation as compared with that in the entire country was 64 per
cent. The statistics on the mileage basis for the groups of
States were as follows: In New England 68 per cent of the
total electric railway mileage belongs to companies which are
members of the association; in the FEastern States the per-
centage is 55; in the Central States it is 67; in the Southern
These

figures show that the same ratio holds remarkably closely in

States it is 72, and in the Western States it is again 67.

most parts of the country, but also that there is still opportunity
for strong missionary work. It might be interesting to add
in this connection that 288 different electric railway companies
had representatives present at the last Atlantic City conven-
tion and that last year 204 men were engaged in committee
work in addition to those on the active and associate member-
ship committees.

It is useless to expect that every company in the country
There will be a

percentage in every State to which, either because the road

will become a member of the association.

is in the hands of a receiver or from some other cause which
The only thing
to do in cases of this kind is to make the membership as near

is controlling, membership seems impracticable.
100 per cent as possible. With the associate membership there
is not the same limitation. The associate members of the asso-
ciation are much greater in number than a year ago and very
much greater than two years ago, but the associate membership
is still small compared with possibilities and compared with the
number of the individuals who are interested or actually en-
gaged in the industry. It is true that when a comparison is
made with allied lines of industry, like the lighting industry,
the number of operating companies is small, but the invest-
ment and the number of employees per company are much
greater. Any addition to the active and associate membership
of the association would not only be a great help to its finances
and thus would increase the work which the association can
do, but it would also enlist a large body of individuals who
The plan

adopted this year of definitely grouping the associate members

have a personal interest in co-operating in its aims.

with the particular association with which they wish to affiliate
themselves should bring each associate member more closely
in touch with the line of rescarch in which he is most closely
interested.

Another question concerning the organization as a whole not
vet settled is that of the location of the annual convention.
Undoubtedly the action taken at the Atlantic City convention
not to accept the proposition of Saratoga Springs was a wise
one. but it leaves the executive committee in the dilemma this
year of being obliged either to hold the 1911 convention at a
place which has already been visited three times, or to begin
a weary hunt for some other city which will possess the almost
impossible qualifications of good hotels with ample capacity
and charging reasonable prices, conveniently located to a hall
with proper facilities for caring for the exhibits and for the

association meetings. This is one of the first problems to be
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undertaken by the present executive committee of the associa-
tion.

Besides these questions which face the association as a
wlole, each of the five departments into which the activities of
We shall not at-
tempt to discuss these in detail because they are treated at
length in this issue by the presidents of the four affiliated
associations as well as by Mr. Brady, president of the parent
body.

contributors sees opening before the association of whose work

the body are divided has its own problems.

It is instructive to note, however, that each of these

he treats a widening vista of opportunity and usefulness. In
no one year probably have more questions presented them-
selves for solution in each of the fields represented by these
different sections. Certainly they have not heen so apparent
in earlier years. Standardization of equipment is being taken
up for the first time actively with other national and State
associations by the Enginecering Association. The

standardizing rules and of determining the practical advan-

matter of

tages and limitations of signal systems in conncction there-
with is confronting the transportation managers. The subject
of signals will be taken up this year by the Transportation As-
The

detection of fraudulent claims by means of a central bureau is

sociation in connection with the Engincering Association.
closely engaging the attention of the claim agents. The advice
of the accountants is being demanded by two of the other affili-
ated associations on questions which concern them. and in ad-
dition the accountants have before them the multifarious ques
tions which belong peculiarly to their department.

Among the problems of the parent organization that of
public relations seems most important. Mr. Brady's article
outlines clearly the economical and political conditions which
have brought. many of these problems to a focus during the
last few years, especally during r9to, and comments upon the
similarity of their aspect in all parts of the country. He also ex-
plains the importance to the public and the railway interests,
but particularly to the latter, of a settlement of these ques-
tions npon an equitable basis and with a full understanding of
all the conditions rather than by hasty and unconsidered action.
Tt is fortunate that the industry should have had at the be-
ginning of the present year such a clear exposition of the
present purposes and objects of the American Electric Railway
Association as that contained in Mr. Brady’s article. Active
work on the part of the committees of the associat.on has
already been commenced, and undoubtedly at the midyear con
ference, on Jan. 27, the reports of that already accomplished
or under consideration by them will be presented to the
members.

THE ENGIVEERING ASSOCIATION “QUESTION BOX "’

The executive committee of the Engineering Association at
its last meeting discussed the advisability of discontinuing the
publication of the “Questioﬁ Box,” which has been a feature of
As a
substitute it was proposed that the secretary of the association
should act in the capacity of an information bureau and obtain

the convention program of that association since 1904.

directly from member companies answers to any questions re-
lating to engineering matters which might be referred to him.
It has been apparent for the last two years that interest in the
“Question Box” has been lagging, Comparatively few of the
questions have been of especially timely or general interest, and
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the answers, for the most part, have conveyed little informa-
tion of real value. Other associations which have conducted
a “question box” in the past have had a similar experience.
After a few years of existencc the plan has been abandoned
because of lack of interest.

A “question box” is a convenient and simple medium for
the general exchange of specific information about the details
of any industry. The value of this intcrchange of ideas and
experience is not confined alone to the meun who prepare the
questions or write the answers. In nearly every railway organi-
zation there are men in subordinate positions who are eager to
learn the practice of other companies on the specific points
considered, but have few opportunities for personal observation
outside of their own city. 1f the Engineering Association
through the “Question Box"” can be of help to these men in
enlarging their knowledge and usefulness to their employers,
the time and money spent in the preparation of the questions
and answers once a year should not be begrudged. One way
to improve the “Question Box” would be to give these men
a better opportunity f(gr submitting qucstions relating to prac-
tical details of their work and for answering the questions
whicli are asked. Under the present plan a circular request-
ing suggestions for questions is sent to member-companies and
associate members early in the summer. This circular reaches
busy heads of departments, who give it only passing attention,
and later on when the data sheet containing the questions sub-
mitted is sent out comparatively little attention is paid to pre-
A few

duplicate copies of both the circular and the data sheet could

paring answers, except in a few individual cases.

be sent to each member company with a request that they be
distributed among the foremen and others in subordinate posi-
but little
extra cost and would tend to create interest in the association’s

tions who might be interested. This would entail
affairs among a class of men who at some future time may
develop into active and valuable members.

The proposed substitute plan of having the secretary of the
Engineering Association act in the capacity of an information
bureau has been followed by the American Association for a
number of years, but the general distribution of the information
collected and compiled in the form of confidential bulletins to
member companies entails a large amount of clerical work
and is expensive. \Vhile similar bulletins of the Engineering
Association seldom would contain information of a confidential
nature, they would never be so widely distributed as the “Ques-
tion Box” now is and the data contained in them would not be
generally available. Tt might be worth while to give the plan
a trial for a year before deciding to abandon the “Question
Box” if that step seems advisable. If the two methods of col-
lecting and disseminating information are continued the “Ques
tion Box” should he expanded to include all of the data pub-
lished in the bulletins, as well as the usual questions and
answers on subjects of minor importance.

In the past the "Question Box” has contained a vast quantity
of extremely valuable data covering a wide range of subjects,
but for lack of an index information on any particular point
can be found only after a long search through the volumes of
previous years. It would not entail a great deal of labor or
expense to compile an index or classified list of the questions
asked and answered during the last six years and to include
this index in the future in the proceedings, where it can he

permanently preserved and brought up to date each year.
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ELECTRIC RAILWAY ROLLING STOCK ORDEREDIN 1910

The orders placed by electric railways for rolling stock in
1910 are shown in the accompanying table.
and miscellaneous rolling stock ordered was
an increase of 10.6 per cent over 1909. As in previous
years the table has been compiled from the FrecTric RATLWAY

cars, locomotives

5481,
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The total of all

JourNAL records kept from week to week, from data received
from the railway companies on special blanks sent to them and
from records obtained from the car building companies.

The orders, classified according to the service in which the
cars arc used, are given below.

Passenger cars, city
Passenger cars, interurban. ...
Freight and miscellaneous cars

1907 1908
.......... 3483 2208
..... 1327 727
.a 1406 176
........... 6216 3111

1909 1910
2537 3571
1245 990
1175 820
4957 5481

Tt will be seen from the foregoing annual comparison that

1910 was marked by greater activity

in the total purchases

of rolling stock than 1908 or 1909, but it was 735 cars short
of the total orders for the year 1907.
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Among the striking features of rolling stock orders last year
was the increase in the number of prepayment cars, of which
1878 were purchased, as compared with 1096 in 1909. These
figures relate only to new cars; they do not include rolling stock

which was rebuilt for prepayment operation.

The prepayment

cars are marked by an asterisk (¥) in the. accompanying table.
There was a decrease of 255 in the total orders for inter-
urban passenger cars, or 20.4 per cent as compared with 190g.
The figures for interurban cars include orders for elevated

and subway equipiment.

The greater attention which has been

given to the maintenance of service in winter is indicated by
the purchase of 117 snow plows and sweepers.
The number of electric locomotives

against 49 in the preceding year.

ordered was
However, 24 of the 49 loco-

43 as

motives ordered during 1909 were for the New York electri-

fication of the Pennsylvania Tunnel & Terminal Company.

It

should be noted in connection with the accompanying table that
in the case of electric locomotives the truck column gives the
name of the company which coustructed all the mechanical

parts, while the column headed “builder”

shows the name of

the company which manufactured the electrical equipment.

ROLLING STOCK EQUIPMENT ORDERED IN 1910

Purchaser No. Class Length Serv. Truck Builder
Aberdeen Ry.u:: oo s s . 7 Closed 22-0 City
1 PL. & Wk, City SR E s
Alton, Jack. & Peoria Ry. ... 5 Closed 55-0 Int. - American
Arkansas Valley Inter. Ry... 1 Closed 52-0 Int. Bald. Jewett
Asheville Electric Ry........ 4 Ope s s Gity Brill Brill
2 Semxconv 30-1 City Brll Brill
Atchison Ry., Lt. & Pwr.Co... 5 Semiconv. 27-4 City Brill Brill
Athens Elec. Ry............ 3 Open 35-0 City Brill American
3 Closed 34-10City Brill American
Atlanta Northern Ry........ 2 Trail C. 30-8 Int. Brll Brill
Atlantic Shore Line Ry...... 1 Semiconv. 40-1 Int. Std. Stephcnson
Aurora, Elgin & Chicago R.R. 5 Closed 22-0 City Brill Niles
1 Comb. 50-0 Int.  ..... Russell
1 Express 460 Int. szme Nales
1 Sweeper 29-0 City Mc.-C. McGuire-C.
Austin Elec. Ry............. 3 Open 31-0 City Balt. Southern
Bakersfield & I&em Elec Ry 6 Closed* 10-0 City Brill American
Balt. & Wash. Transit Co.. 2 Gas. Mot.* 306 City Brill Stephenson
Bangor Ry. & Elec. Co...... 2 Semiconv. 30-8 City Brill il
1 Express 30-0 City Brill Brll
Beaumont Traction Co....... 3 Semiconv.*37—-4 City Brill American
Beloit Traction Co.......... 2 Closed* 10-0 City St. L. St. Louis
Belton & Temple Traction Co.. 1 Flat 24-0 Both Am. Co. Shops
4 Dump 18-0 Both  St. L. Co. Shops
Birmingham Ry., Lt. & P. Co.. 9 Closed 36-0 City Balt. Mc-Guire-C.
1 Freight 36-0 City Co. Co. Shops
1 Concrete . City Co. Chic. C. M.
Bluffton, Geneva & Celina
T, O, 5 55 m ¥ 5 wtsse v 5 seere 1 Closed 52-0 Int. Tay. Jewett
1 Frt., Box 50-0 Int. ‘Tay. Interstate
Boise Interurtban Ry........ 1 Closed 31-8 Int. Brill American
2 Closed e Cikar  ooane St. Louis
1 Comb. 41-0 Int. Brill American
Boston Elevated Ry.. ...... 50 Semiconv.¥48-2 City  ..... Laconia
Bos. & Me, R.R. (for H. Tun) 5 Elec.Loco. 48-0 P.&F. Bald. West
Boston & Northern St. Ry...24. Open 40-11Both  Std. Stephenson
2 Work 350 Both Std. Smith & W.
4 S. T.Plows 26-0 Both Was. Wason
2 D.T.Plows 47-0 Both Was. Wason
1 D.T.Plow 44-6 Both Rus. Russell
Boston & Worcester St. Ry... § Closed 46-8 Int. Std.  Osg.-Brad
Brooklyn Rapid Transit Co.... 1 Sweeper 28-3 City Mec.-C. McGuire-C.
1 Elec.Loco. 29-4 l‘rexght A.L.C. Gen. Elec.
1 Lococrane 23-4 City Br'n Brown
British Columbia Elec. Ry...10 Closed 44-0 Sub. Brill Preston
5 Semiconv.*44-10City Brill Ottawa
5 Semiconv.*42-6 City Brill Stephenson
38 Semiconv.*43—6 City Brill Co. Shops
: 45-0
4 Baggage 53-8 Int. Brill Co. Shops
1 Express 50-0 Int. Brill Co. Shops
1 Work 36-0 Int. Brill Co. Shops
50 Frt.,.Box 41-0 Iat. ..... Hicks
25 Flat 40-0 Int.  w.oap Hicks:
25 Flat 41-0 Int.  ..... Canada
50 Flat 41-0 Int. ..... Seattle
1 SnowPlow ..... Int: ... Co. Shops
1 Sweeper 30-0 City Brill Ottawa
1 Sprinkler .... City Brill Brill
3 Elec.Loco. 33—0 Int. Brill Co. Shops
4 Caboose ao 8% | occos Seattle
12 Stock sy IO mswss Canada
Bryan College Int. Ry....... it MrailesdCo o Int D ey Fairbanks
4 Gas.Mot. 19-0 Imt.  ..... Fairbanks
Buffalo & Lackawanna Tr.Co. 5§ Comb. 47-2 Int. Bald. Cincinnati
Burlington Trac. Co......... 3 Closed 28-0 City Tay. Jomes
Butte Elec. Ry...o.cvvnvnnn i Closed 35-0 City Co: Co. Shops
Caldwell Trac:Cos iz cnm s s e 1 Closed e NI, Co. St. Louis
Calgary: Sto Ry - - oo oo sl 3 Closed 46—6 City Brill Ottawa
3 Semiconv.*46—0 City Brill Preston
12 Semiconv.*33—6 City Tay. Preston
California St. & Cable R.R... 2 Calif. .... City Co, Co, Shops
Cape Girard.-Jack. Int. Ry... 2 Open 35-0 City Brill Brill
6 Closed 30-1 City  Brill Brill
1 Comb. 30-0 City Brill Brll
Gapital Trac. Cot s e Closed* 41-0 City Brill Jewett
Carlisle & Mt. Holly Ry Gondola  22-0 City Brill rill
Centerville Lt. & TTac. Co.. 1 Closed 31-0 City St.L. St. Louis
1 Comb. 41-0 Int. Me.-C. McGuire-C.
Central California Trac. Co... 4 Closed 50-0 Int. Brill Holman
2 Comb 40-0 Int. Brill Holman

Denver City Tramway....... 27 Closed

Purchaser No. Class Length Serv.
5 Express 360 Int.
i Express 45-0 Int.
Central Kentucky Trac. Co... 4 Comb. 52-8 Iat.
Charles City Western Ry..... 8 Semiconv.*¥24-0 City
1 Gas.Mot. 55-0 Int.
1 G:M:Loco: wis 0 Int.
Charleston Con. Ry.& Lt.Co.. 4 Semiconv. 30-1 City
1 Open 43-0 Int.
Chat., Wall'b’g & L.Erie Ry.... 2 Trailer, O. .... Int.
3 Frt., Box Int.
17 Fl1.&Gon. Int.
1 Ballast Int.
1 SnowPlow .... Int.
2 Elec.Loco. .... Int.
Chattanooga Ry. & Lt. Co...10 Closed* 45-0 City
2 Dumn e s (City
Cheyenne Elec. Ry i Semiconv, 33-0 City
Chicago, Aurora & DeK. R.R 3 Comb. 45-0 Int.
i Express 45-0 Int.
6 Dump 360 Int.
Chicago City Ry............ 2 Funeral 42—-1 City
1 Sweeper 28-3 City
1 Closed 44-2 City
1 Closed 45-2 City
Chic., Har. & Gen. Lake Ry... 1 Flat 36—0 Int.
Chicago & Joliet Elec. Ry.... 4 Closed* 34-0 City
2 Comb.* 400 City
i 1 PL& Spr. 33-6 Int.
Chicago, L. S. & So. Bd. Ry.. 3 Closed 570 Int.
Chicago & Mil. Elec. Ry..... 1 Express 51-6 Int.
1 SnowPlow 34-0 Int.
Chicago Railways.......... 215 Closed* ... City
2 Dump s ¢ (CIEYE
1 Derrick wu v CILY
Chickasha St. Ry........... 1 Closed 30-1 City
Chillicothe EL R R.L.&P.Co.. 1 Sweeper v s Gty
Cincinnat: Trac. Co.......... 50 Open 30-3 City
18 Dump 15-0 City
1 Lococrane .... City
CHHIZENS" Y usosatnr s wsionst s o rina o 3 Semiconv.*30-8 City
1 Flat 20-8 City
1 Sprinkler 20-8 City
. Citizens' Trac, Co........... 2 Closed 30-0 City
City of Raleigh, N.C........ 1 Sprinkler .... City
City & Suburban Ry........ 2 Open* 28-8 City
Clarksville Ry. & Lt. Co..... 4 Open 27-6 City
Cleburne St. Ry.......... .. 3 Closed* 30-1 City
Cleve., Painesv'le & E.R.R... 3 Closed 52-0 Int.
Cleveland Ry............... 25 Closed* 51-6 City
2 Sweeper  28-3 City
Clinton: St. Ry, . - - . « ¢ o o ue 2 Semiconv. 30-1 City
Colorado Ry., Lt. & P. Co.... 1 Elec.Loco. 36-0 Coal
Colorado Springs & Inter. Ry. 7 Trailer,C. .... City
Colum. Elec. St. Ry.L.&P.Co. 4 Semiconv.*43-0 Both
Columbus, Del. & Marion Ry.. 1 Express 55-0 Int.
Columbus, Mar. & Bucy. Ry. . 2 Closed 54-0 Int.
Columbus R.R.............. 3 Closed 34-4 City
Columbus Ry. & Lt. Co...... 7 Closed* 31-6 City
4 Closed 46-6 Int.
Columbus, Urb. & W. El Ry 1 Semiconv. 50-0 Int.
Conestoga Trac. Co i Open 28-8 City
Coney Isl. & Brooklyn R.R... 1 Gondola 11-0 City
Connecticut Co...oovvvnn... ‘89 Open City
91 Closed 400 City
1 Closed 43-0 City
20 Closed 40-0 City
1 Closed « 38-0 City
6 Express 410 Int.
2 SnowPlow 41-0 Int.
7 SnowPlow 47-0 Int.
2 Sweeper 28-3 City
Corpus Christi St. & Int. Ry... 1 Open 40-0 Both
Cumberland Elec. Ry..... . 2 Closed 32-0 City
Cumberland Ry........ . 2 Comb. 410 Int.
Danbury & Bethel St. Ry.... 2 Open 41-8 City
3 Closed 39-5 City
Dayton St. RVasovrsoemiess 7 Conv. 31-4 City
43-10City

10 Trailer, C. 38-1 City

Truck Builder

Hol.
Brll
Brill
St.L.

Holman

Holman

Brill

McGuire-C.
. McKeen

.... Kuhlman
K.&J. Kilbourne &

Jacobs
Brill Brill
Danville
. McGuire-C.
Western
Kuhlman
>. McGuire-C.
Co. Shops
Co. Shops
Hicks

Cincinnati
Continental
Browning
Danville
Co. Shops
Co. Shops
American

. McGuire-C.
Brill
Danville
Danville

. Niles
Kuhlman

. McGuire-C.
American
Co. Shops

o Co. Shops
Brill
Jewett
Jewett
Southern
Kuhlman
Kuhlman

. Jewett
Brill

Co. Shops
Osg.-Brad.
Osg.-Brad. .
Wason
‘Wason
Brill
Wason
Wason

. Wason
. McGuire-C

Southern

Stephenson

Brill

Brill

B.&S.

Brill Woeber
Woeb. Woeber
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Purchaser .
Des Moines City Ry .Vlo‘S GlossSRLengtit ServaUiricks Butlder Purchaser V
Detroit United Ry.......... Sweeper  28-3 City Mec.-C. Mc-Gui No. Class  Length S Truc
e s amaT TIE WECRTC | RS RN O Gows Gty St s
12 E}osed S5-8 ?rlltty IS;afild N:}:: Ilfnc():xulle Rywt& ’It‘uréoLl R. Rlzl) gioscg 10°0 };‘th StL. 2; II:((;tllis
. “losed 46-4 Int. Bald. Ni a Crosse City Ry.... ... ... ~105€e 33-% City Balt. McGuw D
- 5 ald. Niles T Char Ry Lt & Wis e 2 Semiconv, 5 1t McGuire-C.
Domirion B, & Trans, Co.... 5 BBt 09 &% Beld. Nie Char Ry LR Wi WS 3 Someeny’ 30 1 G B Amencl
o) 5 5 1 Closed s merican
East St. Louis R 3 Closed  55-0 Int.  Bald. Preston Y 24-0 City  Brill W,
. Yeeiiiio... 6 Closed*  45-0 City 1d. Preston Tawzerice Ry & 1 Comp., €. 57-0 Ci gaen
) v Bl e B Lt 0 5 a4 4 3 ity  A.L.C. Was
East Shore & Subuzban Ry 1; (S:mrssé,(;)\/k. ig—g goth Mec.-C. M’cn(gﬂicrir_lc Lehigh Valley Transit Co.....10 5%32?3: i{‘f}’ (fltty gn{} St. L(L,"u,\
) O -0 City  Brill Danville 1 Comb. Th T rill - Brill
Edmonton St. Ry........... o, tnn bl Denville o e ok [Ball Bl
e ) ity i : 5 Swe i Int. ...
-: gemicomﬁ*a}ﬁfo City  Brill gﬁé:‘:gi Lexington & Interurban Rys. 5 ;E"r;fffé . 30- City  Brill H;lw'sll\(“
%%T’ua Witr., Lt & R:R: Co..: 6 Cﬁ/)g:gir ggﬂg City Otta Ottawa ; 4 Scmicon\v‘ 'ﬁ(ﬁ)i(l] ]?;Oth Brill - Brill
I b Elec. C " 6 Closed i Sgty Brill  Brill Lincoln Trac, O 1 Sweeper = 28-3 U([)th I}nll‘ Brill
igration Canyon R.R..... 2 Trailer, C. 38-1 I'ty T %incinnati Linwood St .Ryo" R } (l::l]CC.Lum_ 10-0 Hmyh ’}‘:y( é\:fd:g}:re-c‘
1 E 4 o merican Litt : . “losed i - Lo. Shops
f?%g&;e I})C' i 4 Cllgscéléoco. 21111«2‘ Ergght 1:38.%{(1S West, Lz’nlleox}}(\é,ct]_( 11{2))/_-_& ilec. Co.... 7 Semiconv, ii—g (C::g, T (V‘Vasam
Evanswlle' Ryi e % Elle?LOCO fidad Frelght Batld ’ g;fdﬁ?:‘mh i el L A 105 gn;(:gerﬂ g% 3 iy - ‘ (ﬁigl‘?:l’s
............. a 10-0 C City Do, “losed stl. 63-5 Int. ) : i >
. . 18 1 Co. Shops 6 Closed* 3 3 Cltyr pev A C &R,
Evansville & So. Ind. Tr. Co.... 1 stf,):;()er ‘;;_g ((::?)’, NG {Fterstaxze 15 Co;nch.sll. (Zi é (I,:]tu Brill Rnlbl
*ai . 1 Elec. ¢ ‘ - McGuire-C. Los A 25 Exp stl, = £ BEREE :C.&F.
Fairmont & Clarksburg Tr. Co. 1 Steel — 2;2:0 Yard Co.  Co. Shops s A;“?e}es Ry ooviii s 300 Cal. 25 E oo AC&F
4 Closed 44—8 %lty Mec.-C. McGuire-C geles & Redondo Ry. .10 Open 4241 &nty =2, ot Leuis
6 Closed 30-0 C?tt B Jewett Lynchburg Trac. & L 1 Elec.Loco. 30-0 I:t. (Q‘D- Co. Shops
4+ Comb 314 Int)., Brr':}% {(ﬁvﬁtt Macon Ry, & Lt. Co t. Co.... 1 Semiconv.*40-0 City T!Lx)‘ill }}0;1151101)
Fairmont & Mannington R.R, g g;sr:ess 13—2 g‘t 5 Brill I\zhlggg Malrg & Shen'go Ry. &Lt(ﬁ 12 (C/igzgg* i%—(«: (Cdzy ksl Bgll
1 El —6 Both  Brill Kuhlman M 6 Closed Y Niles
1;0;13% Johnst'n & Glov. R.R.. 2 C(;iglr’)ess 24;:8 Int.  Brill Kuhlman “i:gr;mBIlFmon&h Tr, Lo 1 Comez, 2(2)41)01"" - -+ Niles
o odge, Des Moines & ’ Int. Tay. Bril ! t. & Ry. Co. S : Both  Tay. Cinci
Southern R. R 1 L § Metropolitan St. Ry.. Zg E{)nva* 31-0 City Balt Soutllr;na“
__________ SCerane: « s s Tk, ) ose 47-2 City Std. i ern
Ft. S 2 Bletbote o Tt aaiy Browning Michigan U 25 Closed* 11-3 Gi td. incinnati
Ft. S?x?xttthclfts 8{ %‘lec Lc0 1 Closed 33-0 ({?tty 1}33 1%(11 st nited Rys........30 Closed 11-0 CLiltt)¥ Btg}i Gonops
L& Tos O B Semiconw 51 Cily Brll Daneie” ’2‘ e 20ty Brll  Kanim
: pen..... 22-0 Ci ! € x-Trail.  40-0 1 Mc.-C nan
1 Semiconv. 46-1 Irlﬁ.y g:?lll( (f}O:lIShDDS 3 1 Comb, 58--6 IE: "\V}'g-_((j-%cgugre-c‘,
: 1 Senticonv. -1 Inf, . Beil Bl 1ol Ne G MeGupreC.
Freeport Ry., Lt. & P, Co.... § Gl 330 Greazn Bald. West 3 Swhe Ba %3 ey Mol MeGure-c’
4 City Brill  Bri nt. Mc.-C. M ire-C
2 Closed Ly B rill 1 SnowP ! >. McGuire-C.
Galt,Prest & Hespeler St.Ry.. 2 Closed ;2:8 %rlxtt} ;;ta}a St. Louis Minn.,St.P.,Roch.&Dub.T 1 spkallé’:" e g)tty Q%é& Heduie .
Galveston Elec. Co... % gllec.Loco 41-0 Freight Bald. %A;Zsstmn ' -&Dub.T.Co. ; gl‘all.C. 43-0 Int. Brill '%I:i(lrl'mrehc'
- 3 Closed* 25-10City Brill Kuhlman Missoula S ;2 GasElec. 60-0 Int.  AL.C. Wason
alveston-Houston Elec. Ry .10 Closed  52°0 B oy Of Do pissouia bto Ry . . 7 Semiconv.*3§-0 E?tty Brill American
: 2 " ald. Cinci 5 - ity I :
G i R s GO BEd Fasinnad 2 Tuailer, 0. 42-0 City  Bnill fmerican
1 1rail %,L—O %": Mec.-C. McGuire-C. Mobile Lt. & R 5 1 chroper 620 g.’ty Brill  American
2 Work 20-0 In - . Mc.-C. McGuire-C. Mont. & S R.Co...o. 3 Trailer, O. 3 ity  Brill Brill .
Georgia Ry. & Elec. C ' 1 Swceper  28-3 Igé }\}LL McGuire-C. - & South. Cos. Ry...... 2 Trailer, C. 4(1)_2 gnty Tay. Co. Shaps
y. & Elec. Co... ... g g%oseg 30-0 City Bacl';.C' gngSuﬁre-C_ Montreal St. Ry 5(1) [S)IOW 35-0 Igt- %"e}cr]t(ls Co. Shops
ose 38-0 City ol oo ops 3 BRY L1 2 e b emiconv.*47-0 City
1C * < rill  Co. Shops ; Y s Ie}
Gettysburg Ry . . ... | glosed® 20y Bnll 65, Shons 4 prallen O 40-g oub. Bl Preston
oldsboro Trac. Co.. 1 Open —0 City  Peck Stephenson M 25 D iler, C. 38-0 Int. .... Ottawa
Gr. ] 1 2 Clrzﬁsed %g:g 8t_\ ...... Ig?tsi Jcaw Elec. Ry P4 Cl‘é’;g A Int. - Canadian
- DU aClosed 2270 Giy LT .
unc. & Gr.R. Val. Ry. .. ; Closed 500 Ot wocher \Iunlclp:l £l mﬁy%f’ 5 Semicony. 3338 83’ el Ottawa
SR Baping (Michy Ry .12 Eicloco S0 I Bnll Woehe | NashwilleRy & Lt o § Llosed 320Gty  Buil e
Gremt Fali'se Ry, 1 L G naooz P dgosdan Naghville Ry. & Lt Co......12 S & Ot o
reat Falls St. Ry. ... ... . 20 -0 City  Mc.-C. St. Loui eson St. Ry ... ' sed” * 33-4 City  Brill Co. Shops o
........ pen 28-3 City  Mo.C. Da ouis | New Orleans R consemsaae 2 Closed® 41—6 Ci ill - Co. Shops -
2 Closed Mc.-C. Danville y. & Lt. Co.. .50 Closed* ity Brill Ott
Greenville Trac Con . % (S/W::I)Cf 32»};183 ﬁt% {)laavi.uc : ‘ gc‘v{vl’?\}tﬁ }g;;gl ﬁ\’zé’ <’1‘lrdCo) 1 o;;es:d gg 8 8?’ Balt. %t. ivglalis
Ha Slosed Mec.-C. McGuire-C. el.div 4 Closed M o rill
Ha:}tfgi-éwgsge;?:; nldStSRy 2 Dump,Wk. 340 (Q:g Co. St. Louis 12 Trai?er,l\cl 778 18’]’1“ kme Std. " Standard
golton Inten?rban }%y t.Ry. } 8nov¥3P1m\ 41-0 Int, \\eés %\‘3’-‘5%}{11093 } E%CC-LOCOA 37-0 Sw=tlcr1"1e %ﬁd %\t,andard
olyoke St. Ry............. omb, 144-0 Int Brill Ho ec.Loco, 18-0 Frei 0 s
cayees 4 Closed, 12-0 Cits rill  Holman New. Vi 1 Eleo.L eight Bald. West.
ity Tay. Wa | w York & N. Shore Tr. Co. -Loco. 53-3 Freight Bald. V
Houghton Connty Trac. C 1 Plow 47-0 City W son T 2 Semiconv.*30-8 Cit 1d. West.
Housionitlee Coy ¢, Co... 2 Closed -7 it as. Wason T Eemitcory, 3954 Ciig Brill - Kuhlman
SCOL e - 15 1% ity Brill Kuhl 4 City  Brill K
15 Closeds 380 City  aill Aineriean New York & Queens Co. Ry. i omeemer Lo City Bl BapTen
5 Semiconv:*“:g ag gtrji“ Eincinnati ew York State Rys...... .. 25 Segrssgonv *3}?8 gfith %td, TJewett
1 Work S Std, Cincinnati s LY. rill K ;
s gg _8 City  Std. Co. oo I‘}lmssmg Central Ry........ i S}Veeper 28-3 Both Me.-C. .\}g(}‘:lma?(‘
Hudson & Manh, { D | 25 an Dl [ B orfolk & Bristol St. Ry..... 1 Semiconv. 41-foiny.  oomis B reston
anhat < e e L s e e Q - A4l S
pudeon & Manhauten LR 30 Gored 413 Tommel pait Rogeey, | Norfolk Gy & Sububan Ry. 3 Goeed WA W Waae
u. 8- ° Os: N v on
gumbofé:t (’ll‘(:ansn Co.. 00 i gcmigonv, %9—10'11‘r‘11tr.me] g?}ﬁ g:g:i‘gﬂ Stl. !\grtaanﬁ)&?g?‘%}t’h Tr.Co., i; leemfconv *g—g glr,ty EQH g"”
ammelst'n & Camp. St. Ry.. omb. T o Bl Besston ] T osed 12-8 Cit it
Hutch y.. 1 Semiconv. 41-0 d.  Holman 31i€l -8 City ~ Was. Waso
Tiirols Toae, Syatem 131 g 3574 Ciy  Dall Danvil Northampton Trac. Co I Plow. 370 Sub. Wa %;as":
"10 Closed 33-8 City  Curtis Danville o % Open 43-0 Both Was, Wason
0 Closed 556 Int.  Bald. Danville | Northern Ohio Trac. & Lt. Co. 13 Gl adoro®  Way Wason
4 =6 Int.  ..... A.C.&F. i 0 —101Int. Brill
S P Bieer iy o R MeGuired e o Ol BAll Kot
3 LarObser. $5-6 Int.  ACKF Danville 15 comueony, #0-8 ity Bl Kopman
i Ex-Trail. ... I:: ’ garis—smith Northern Illinois El 1 Work ;5(;:8 (C{;;y I?rill I\uhlm::,l
45 Express  55-6 Int. \‘FC hops Northern Texas Tra(cm LRB'- .. 2 Closed 31-0 City {_';e_ck Co. Shops
23 Es Bew Y I MeGuirec. Bhme ol WA 220 Gty Bl Amercan
., Box .... Int. e Bl osed 52-0 It merican
_25(; g:onldola ryre JOL : g;ﬁ‘ﬁ:ﬁ% 1 Closed o %2: Bald. Cincinnati
R o plow [ ot Hasicell B, 7 Traller C440°8 €l Bl American
4 Sweeper 283 C?t. . Co. Shops N 1 W = -0 Int. Brill C 1
2 v L. : orth Jersey R T. C Work 40-0 il - Co. Shops
g (}'slic.Loco. 340 Int.  ALC &CGS“};?'Q y R T.Co...... 6 Closed 12-0 {m gnln Co. Shops
 Caborse .. Ini.  Co.”Co: Shons P WP 300 Gy e itire
2 oD:s a Suire-
Ind'li , 1 Wreck Lt gAS R sesie Browning 3 sean GV o .
nd'lis, Newc’tle & Tol. EL.LRy. :{ }Ba't 3620 é’é‘;str ..... %}rowning ggtllﬂgﬁé ?\tntRyh g e 2 (E)Z;]cl;alst 30-0 éntt ---- Wes. Wheel
Indiana; ump 34-0 C Seienai g nterstate Oak 1 1ochRy.... . 2 0O T Bemis Jone:
Interbo&?};gsh’r}{agr& Ter. Co. 2; %/Ilofed 33-2 EFtI;Str' Std. (I:?:lgztnatﬁ ngg'ggd’rsrfcRSO .......... 60 C{:)Zrcld* 120 g:ttv E“}} H(?lirsyan
"""" otor  17-0 Sub. Std. P ey O R T ey e 2 Closed - City rill - St. Louis
i IREE (4 BRI | DR RG I
- ev. Brill . 3 Trailer, C. 38-0 i St. Louis
" A s e il Lineanati | i Comb,  48-0 Both BrL. Sioyicen
rurban Construction Co. . ? glosed o (I‘:xtty Mec.-C. gItCG[_,uir?_C' [ 3 D‘ifn{i 36-0 Both ..... ... Louis
Inter-Urba Xpress ... 1 4y . Louls Ohio Elec. Ry 1 El el LR T
InterurbannRIi?’& Ter. Co... ';6 Gondola ... %rrxl{' '''' St. Louis 8 BloCk R e an g 10 Clgscedoco 51—6 %nt. St.L. St. Louis
TJacksonville Elec. Co. ....... 1 Sweeper  28-3 Both M. C. McGuire.C. 8 Closed 27-6 th, Tay. Cincinnati
e oAl T O 10 Closed*  39-1 City  Std. cGuire-C. 14 Semiconv. 20-8 2ity  Ellio. Cincinnati
T § Semiconv. 320 Int’ Bl i nmati § Express ~ 30-0 It Ta Coonmet,
et aiee ITIE: . % Ex-Trail. 4 § ay. Cincinnati
.... Kilbourne Ohio & So . s 2 Sweeper 0:0 Int. Std. Lmunnzanl
& ] H uthern Trac. Co el 28-3 Int. Mec.-C. ¢
J- Ohio Valley Elec - Co.... 1 Closed 52-6 I c.-C. McGuire-C.
- Ry.... 3 Cl nt. Mc.-C. M
.... 3 Closed 39-0 Int. el Jeﬁ,ﬂarc -C
e
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Purchaser Moy Cluss y . ;
i . L o.‘ Jlass  Length Serv. Truck Builder Purchaser No» Gluss ’ 5
()klahnrrgz; F{)\ier. I'rac. Co . é L.}oscd 24-0 City Brll Brll . ss  Length Serv. Truck Builder
Ve Closed 45-0 Int. . i 1 ; 5 : )
old - 4 Comb, 30-0 Il;l'lt. Brll’ %‘;es,-“ Ehreveport Trac.Co.......... 5 glr(x)gzvdPlow ;g—_lo CB?”] é%._c‘ch.Smlth.&V&,
Colony St. Ry.......... 8 Open 10-11Both Std. Stephens foux Falls Trac. System..... 1 Sweeper 2.0 Gity  Mo.C. MeGuhreC
8 Open 35-6 Both Std. Stephenson Sosutth Bethlehem & Saucon ity  McC. McGuire-C.
S 0 Ban G Labap 0 | U - Qg S ot e
4 SnowPlow 47-0 Bot]: V&aé \Svn;:gl L X : 1 Snosw Plow o ggm Was evmerxc‘m
OmahasCouncil Bluffs StRy 23 Closeds " 120 Ciry. Rus. Russell Southern PacificiCo... L0 40 Closed . 73-4 Tnt.  Bald. A.C. & F
il Bluffs St. y.2§ %}osid* 42-0 City  Brill American 60 Trailer, C. 72-4 Int.  Bald. A.C.& F.
2 FIZ{ I gty """""""" .. Southern Wisconsin Ry 22 gom_b: {25 o Bald. A.C. & F.
1 Lococane . ... C‘;‘g’{ AL T Southwest Missouri R.R. .. .. 4 O;r?:xconv' i;:(z) ?tty ’]I?nll émesr}i)can
. 1 Sweeper 28-3 City M P < 4 Closed o Al
8nud? Ry .. ... 1 SnowPlow s.q: Tat. F{ﬁb_c-%;[lclgsulxlre-c. South Morgantown Trac. Co... 2 Semiconv. gg:(l) él;ltt ’Il;a'si'l' ol
()?:g(;&n‘ﬁ]a]n AnRt thtsR R... 3 Closed 20-4 City  Brll Ku]ﬂ?‘nan +| Spokane & Inland Emp. R.R..10 Closed 41-1 C:t; B:illl gtu]’ll]{)nai:
2! slec Ry 2 Observ. 61-2 Int i 2 Elec. — R
1 Toiler C. 630 Tot. e gggz gpringfield Consol Ry... ... 2 Sesageee 352 glr:;ght B Patbinon
emb i ke Sprndfel] Glas b v b RGBS
15 Flat 560 he.  bag. Seattie § Cloed  a001iCiy  Sid. Weson "
10 Gondola 41-0 Int.  Bald. Seattle S Express  41-2 Both Std. ....o:
2 Elec.Loco. 34-0 Int. A T4CGeti. Blee Bevinaiiel 2 Gondola  40-6 Both ..... ...........
Ottawa Elec, Ry .. . .18 ‘Semiconv.*45=6 Both Brll Ot C., Springfield Trac. Co..... ... 4 Closed 30-8 City Brill Amencan o
Pawcatuck Valley St. Ry - 8)011d .... City Bl s@ﬁﬁiﬁlwn B gfaﬂen O. 37-11City  Brill  Stephenson
i 0 G x ephens , weeper -3 Ci i i
Peckskill Ltg. & RR. Co. ... 1 Semiconv. ) 83’ o o Springfield, Troy & Piqua Ry.. 3 Frt., Box oty e
Pennsylvania Tun.&Ter.R.R.. 2 SnowPlow s an Rnll Syra., Lakeshore & Nor, R.R.. 5 Closed 520 Int. ' Bald. K '1'11 ......
Deanioy K Wilmington o, 1 Comb, . 30°0 Oty  Res. Brscl Syracuse Rapid Trans. Ry.. .23 Semicn.* 30-11 Cit el Kubloan
Peoria Ry. Terminal Co...... LComh o0 Ty R Jusell c Taylorville Ry. Lt. Ht.& P. Co. 2 Open 50-0 City  Bul Amesean
. 1 PL& Loco. ... ' R €=t 2 Closed 30~ i d
Philadelphia R. T. Co. .. ... ..35 Closed T ffév Brill Pressed Stl. | TerreH 2 Coal © ? CClltt); ‘I.s.n.” St
10 Closed* 34-0 City  Brill Co. ;io )Stl, erre H.. Ind. & Eas. Trac. Co. 6 Closed 54w ANk, §td." Co. Shops ..
9 Express 332 City  Brill Co. Shone DClosed 220 City Sid. Cincinnai
Phila. & West Ches. Trac. Co... 1 Snnglow' 43-6 Irlj;y e ?nllh& 5 . 1 Express . 50-0 Int. 8::2::2:21
Pittsh Har. But. & N.C Ry 2 Closed T EE %rtn"::)dar;‘v' Texarkana Gas. & Elec. Co... 1 Semiconv. 30-1 City Pl Daoville
Pitis. MeKeespt &« W Ry... 1 &zﬁd 33-0 1}3012 l}:eck' Co. Shops 5 &;g;ﬁ fg:g 8@? MCE KI&CGuire-C-
+ - t ~ : 1 .
_ 1 Goal S on Bgth szlﬁ %g grops Third Avenue R.R..........30 Stor. Bat. 27-1 Cit; CoC C()c(:;ﬁ(t)esc.
Pittsburgli Rys. . .. 50 Trailer, C.*45-0 City i Standlxorés 1 Derrick 40-10City Mec.-C. McGun'e C
S0 Closed*  16-8 City  Std. Pressedr L T 3 Sweeper 28-6 City  Brll Brill -
S — 3 Frt, Box 45-0 Inf.  Brill Kuhl Topska By I, ugeecane 20 Semiconv.*30-8 City  Brill Kuhlman
Pittsfield Elec. St. Ry.... ... é Open 126 City Was \V’ISOI:an Tgll')(frln(ﬁ) %})” .. -58 (C‘IOSSC}F .... City  Curtis Danville
Closed ity ’ , X . onv, 44-9 Cit
P Btk RO Hilee By, | Barrvny 150 83’ ..... (J)(:.?:S ’{‘oromo Suburban Ry....... 2 Semiconv.*46—0 Irlxt}., (}:311{11—1{1" %?e;lggps
- 8 Smiconvs 460 Int e Awa rans-St. Mary's Trac.Co. ... 2 Trailer, O. 260 City Brill Brill
§ Jemivonw, ¢80 1oh Bl Breston ‘ Trenton St. Ry. . .......... 10 Closed*  41-6 City  Brll Bsll
Port Jervis Trac. Co......... 1 Sweeper . th. B&iﬁlls Brglslton Tr-City Ry................ 15 Closed* 44-8 City Std.  Cincinnati
Portland (Maine) RE.. ... 2 Open  35-11City Bl Bl T B & Frac. 66 i Semiconv. 314 City DS Bark smith
; g}tlsed 38-0 City Bl Bal win CityjLt. & Trac. Co. ... % %Iosed 40-0 Int. Bald. Niles
ed o . X xpress 400
Pordand Ry.. Lt, & P. Co... .65 Clgied* 52k 83 %(x){ll (A%.leSl_xops Twin City R.1.Co.......... 75 Clors)ed 46-8 113%1;;'}1 CBoéld Co. Shops
57 Closed 17-10City B Ameggin e 3 SnowPlow 44-0 Both  Co. Co. Shops
6 Closed 51-2 Int. i o2 'nion Ry.. ............. 100 Semiconv.*43-0 Cit Bnll Br
Brill Co. Shops v ill
l; ll;ll)\lt)& M1, 418—0 }nt. Bald. Co. éhogs | Union St. Ry 1; (S)z:zper. %8—2 glty gl;iiu gﬁn
a 1-0 Int  ..... i DY menie p g g e o - 30-0 City  Std . Bradl
10 Flat 45-0 Int. e o . 712 Closed  28-0 City  Std. Toasst
lg Ballast SR e Rodgeer'; 'nion Trac. Co., Sistersville. . ; 8 end 42-0 City Jew. Jewett
Elec.Loco. 37-6 Int.  Bald. C DS 001 : osg 45-0 City ew. Jewett
Pouphy & Wapp'r's Fls.EL Ry 2 Semiconv. 27-8 City oo B(;uShops Union TractionCo.......... 1 Closed 36—4 City %rilll Danville
Public Service Ry.. 100 Closed*.. 44-0 Gity  Brill Cincinnati *2 gemmo"“ 30-1 City  Brill Danville
10 Closed. .. 16-4 City B pae 1 Unit’d Railr'ds, San Fra e Ctlamg&nv. 30-1 City  Brill American
Puget Sound Elec. Ry. ..... } (}I)losed ... 56—0 Int. Bald. Ciric‘innzlt)tsi United Rys. Co, St. Lourlxscmcozs Se?iconv*igg g‘lty ggd t]:ew%tl;:
arl 58—6 S f T - 0. ops
QuebecRy., Lt. &P Co...... 16 Closg&-* 300 é?tty ,}?;d- glt?;w:lan United,Rys., Portland. ... ... { Sgiebd ;?-éo%n: ,,,,, grilll 1
2 Closed 6 4 i : =6 Int.  ..... ril
2 T 3(;% ICz:)t Ea;. Ottawa Enmd Rys &}zlec.Cn. Balt...60 Closed*  42-1 City  Brill Brill
S S i G tanadiag tah Lt. & Ry.Co ......... 12 Semiconv. .... City  Std. St. Louis
2 Sweeper 270 C;tg' Cg: 82:23’: Vancouver Trac. Co lf Eem}conv. 4575 Lot Std. St. Louis
. 1 Sprinkler 27-0 Gity oo TaNa - e Ry & e I e éfm:&g{nv. 38-0 City Brill American
Reading TransieCo.  avene 10 Seiicorne241-6 City et ; PHEILE BV Lo s OS 44-11City Brill Brill
Rhode Island Co..... ... 31 Open ... City Std. Osg.-Brad Wahneton Brockent'ge St Ry, 2 i f;mt.h Bald, yl\\d/foéan ”
50 Closed 300 City : i i 2 Me.-C. McGuire-C.
Richmond & Henrico Ry.....12 Closed*  47-0 Botn Bl ooy md W Zéﬁ“‘éﬁ‘ﬁ‘”?? SaEDs B o 2 leallen O oon 05 ME LT
Riverside Trac. Co.......... 1 SnowPlow .... Int Brill Brll \Vashm ston R ré??]l)]s é 50 ass * 50-0 Int Ba}d. Niles
1 Sweeper | 2853 City  Me.C. McGuire-C gton Ry & Bleo: Lo S0 Bosel 0 6 mon o
Roanoke Gas & Water Co.... 2 Open .... Incline Brill étegﬁé‘:; ) Washington Wtr. Pwr. Co 2§ gfmtﬁ* 30 City Bl Sl
Roanoke Ry. & Elec. Co..... 4 Semiconv.#40-0 City ~ Brill | Bl on | g tenos.Cedar Fls &Nody .. 2 Open o 83 MerC. MoGuire-C
1 Sweeper 28-3 City  Mec.- te ’ ’ B - © Zoar el = uire-C.
Roch., Syr. & East. RR..... 5 o oty e e ggied UGy et Mo E
{ Comb.,  30-0 Int. Rus. Russell 35 Flat 360 Tab i
{ Private  55-0 Int.  Bald. Kuhl s 0ot e Hicks
Rockiord & Tnterurban Ry... 4 Closed 3176 City  Brill Koishiman T Ol e B S s o
2 Closed* 11-0 City Brill Kuhlman Westchester Elec. RR...... 1 Sweeper 28-6 Both Brill BOl‘ll 25
Rock ystand %uthem R.R... 2 Semiconv. 62-2 Int. Bald. St. Louis Western OhioRy........... % Gondola Int n an
2 Trailer, C. 62-2 Int.  Bald. St. Louis West Penn. Rys. . _......... 1 Closed ~ 56-8 Int. . .... G
2 Comb, 62-2 Int.  Bald. St. Louis Whatcom Co. Ry. & Lt. Co.. 3 Closed*  47-0 City  Std. Americ
2 Express 62-2 Int. Bald. St. Louis Wheeling Trac.Co.......... 8 Semiconv 30-0 City Brill I{v.a.l1lrxllr1.§:tr11
Rock. Thom. & Cam, St. Ry... 2 Semiconv. 40-10Both Tay. Laconia Wichita Falls Traction Co.... 4 Closed* 34-0 City  Brill American
Rome Ry. & Lt.Co......... 2 Closed 30-6 City  Balt. Southern . 4 Trailer, C.*60-0 City  Brill Danville
St. Joseph Ry., Lt. & P. Co.. 5 Closed* 14—0 City Ball | Ameriean Wichita R.R. & Lt.Co....... 4 Open 42-0 City Brill American
1 Sweeper 28-3 City Mec.-C. McGuire-C. 4 Closed 42-0 City Brill American
St. Jos. & Savannah Int. Ry.. 3 Closed  44-0 Int.  Brill American 4 Trailer, 0. 42-0 City  Brill Danville
St. Lowis Water Works 1 Clesed 32-0 Int.  Brill American e 1 Sweeper  28-3 City ~ Mc.-C. McGuire-C
Saginaw Bay City Ry. . 6 Closed* 280 City Brill Kuhlman Wilkesbarre Ry ........... 1 Sweeper .... City  Brll Brill ’
Salt Lake & Ogden Ry ......10 Comb. 560 Int.  Bald. Jewett Winnipeg Elec. Ry.......... 8 Dump - Both AR Canadian
San Antonio Trac. Co........ Semiconv.*38-0 City Brill American r: 3 Sweeper  28-3 Both = Mc.-C. McGuire-C
San Diego Elec. Ry . ... .. Comb. 40-0 City  Brill Co. Shops Winona Interurban Ry ..... 6 Open ... Int. Tay. Jewett
Qandpoiat & Int. Ry. Co.Ltd. 1 Open SOl 5 Comb.  57-8 Int.  Bald. Jewett
2 Closed Tt TAE oonaen he L] 1 Express  60-0 Int. Bald. Jewett
1 Trailer, O. .. .. Int.  ..... A e} 1 Work Line . ... Int. Peck Co. Shops
San Juan Light & Transit Co.10 Open 30-0 City  Brll Bsill 2 Frt, Box .... Int.  Std. Hicks
{ Gomb: ... Inb .o A.C.&F 2 Stock ... Int.  Sd. Hicks
50 Elat oo Int L Magor 7 g{;-c'l‘lrglcler s %nt. ']]éﬂ¥d 83. ghops
4 Dump sias Lot SUTESL pooo LT ald. Co. Shops
Savannah Elec. Co. . ... 2 Semiconv. 32-0 City ggf‘%?;;?s %thén? RL:&% oy 91.0 """"" 2 Semiconv. 18-0 City  Brill Stephenson
Hchu)lklll&Dauphln ’I‘rac 0. 1 Gas.Mot. 27-0 Int. Brill WOO S C vcla.g raRc Co L 83‘5' Mot. 55-0 Int. McK. McKeen
Scioto Valley Trac. Co. . .. 1 Frt, Box 360 Int. . Bar.&Smith orcesterConolialaby 15 Open ... City  Std.  Osg.-Brad.
Seattle-Everett Trac. Co.. ... 6 Closed 52-0 Int. . Niles l% (S:lxoc?:v%low ig’:g gfty %‘}d- %g.-Brad.
6 Flat 36—0 Int. S ot ity as. ason
Selma St. & Inter. Ry.. .. .- - 2 Closed 360 City Do Yakima Valiey TransporCo.. 1 Closed  34-0 Int.  Brill Bl
Sheboygan Ry. & Elec. Co... 2 Comb. 50—0 Int. . Cincinnati 1 Closed .,  43-8 Int. Std.  Niles
1 SnowPlow .... Int. Russell % g}osg 32-0 City Brill  Stephenson
Sherbrooke Ry. & Pwr. Co... 2 Closed* 310 City Ottawa 1C oS 29-5 City Brill  American
1 Sweeper 30-0 City  ..... Ottawa 1 Go:sv.‘\/( t 40 IIEOth Bul e
Shore Line Elec. Ry. .. ..v.-. 10 Closed 40-6 Int. . Bald. Jewett ‘ } 10 Condein Nt e gﬂclti gchelen
2 Closed  28-0 C Bald. Jewett Vonkers Rys | Bil L0 ene i Spomkler .... Gity Bl B
3 Flat 300 Fre1ght Brill Brill York Rysceus - e oot .r 1 Sweeper 28-—6 Clty Brill Brill
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NEW ELECTRIC RAILWAY TRACK CONSTRUCTION
IN 1910

The accompanying table shows in detail the new electric
railway track mileage built and opened for operation during
the ‘year 1910 in the United Statess and Canada. The table
has been compiled from answers received from the railway
companies whose names appear so that the mileage given in
each 'instance is official. The only milcage represented in the
table is track which was completed and placed in operation
during the year. Of course, the table is not absolutely cor-
rect as far as the totals per state fare concerned, since some
companies did not reply in time for this compilation.

The total new mileage represented this year is 1397.20, as
against 887.16 ‘miles built in 1909 and 1238.51 built in 1908

In the classification of mileage by states New York heads
the list with 174.66 miles as against 129.08 miles in 1909; Il-
linois is second, with 139.56 miles ‘as against 41.85 iles in
1909. The mileage in New York is made up largely of the
Pennsylvania tunnels and the extension of the New York Cen-
tral’s electric zone to White Plains. No reports were received
concerning new work by Mexican electric railways.

ALABAMA
Miles.
Birmingham & Edgewood Electric Ry..................... 2.50
Birmingham Railway, Light & Power Co.................. 2.00
Montgomery Traction Co.—Through Cloverdale............ 2.00
6.50
ARKANSAS
Fort Smith Light & Traction Co.....................ccoune 2.00
Little Rock Railway & Electric Co............ o[oomvant o151 detiet o oo b o 0.60
2.60
CALIFORNIA
Bakersfield & Kern Electric Ry............oo il 2.00
Bakersfield & Ventura R. R............. 9% 65 8 E & © RN § B RS 5.00
East Shore & Suburban Ry...........cociiiiiiiiiinnn.. 1.00
Monterey & Del Monte Heights Ry...............oociin. 3.00
8ah. DIiego EIeCtric ©0uuy s« umia s« muss e st sinessaissssses 2.50
Stockton, Terminal & Eastern R. R.—Between Stnckton,
Waterloo, Linden and Bellotta......................... 17.00
United Railroads of San Francisco........................ 1.40
Visalia. Electric R: Busi::wsmerssmesegevoas comss- smus § 5 ma s 11.00
42.90
COLORADO
Colorado Rallway, Light & Power Co..................... 1.00
Colorado Springs & Interurban Ry........................ 1.50
Denver & South Platte Ry. South of Littleton............ 0.75
Denver & Interurban R. R.—From Westminster Station
to Westminster UNiVersityi sue ..o s« mmesws s ssmegss 1.82
Grand River Junction & Grand River Valley R
tween Grand Junction and Fruita.............. 17.00
Greeley & Denver R. R.o...iiiiiiiiiiiiiiiiiiii i, 6.00
28.07
CONNECTICUT
Connecticut CO. ....cietvecrcriensctarooscnassasssssonnssasn 1.84
Shore Line Electric Ry.—-Between Ivoryton, Esse\:, Say-
brook, Westbrook, Clinton, Madison, Guilford and
S ihy (CTEENS Sooboa om0 0000000007000 0t eHE o cocod R s 31.00
35.84
DISTRICT OF COLUMBIA
Washington Railway & Electric Co.........co.0viu.. 1.19
Washington, Spa Springs & Gretta R. R.—Between
Wasnington and Bladensburg.........oceouiiennoonn.n. 4.00
5.19
GEORGIA
Athens Electrlcl BWim o s s s s mme ¢ bs eied s s 5 @0 4 55 5 BaE05 3 008 8 2.48
Clity & SUDUFDAN BYows o mee o« o sine o ootots o o o e o 5 o siitiat e s 6 conzan o6 2.00
Georgia Railway & Eleztric Co.....ovvvnivi e, 10.00
Rome Rallway & Light ©0s..:uus:vsvmssssomassssmssssvmass 0.13
14.61
IDAHO
Sandpoint & Interurban Railway Co., Ltd.—Between Pon-
deray and: KooteNalzq s mes« ¢ swms o s s o 5 b G s s 5 Gme s § 6.00
6.00
ILLINOIS
Aurora, Elgin & Chicago R. R..........c.oiooiii et . 3.33
Calumet & South Chicago Ry.—1n Clucagn ................ 1.21
Central |llinols Public Service Co.—In Charleston.......... 1.00
Chicago, Aurora & DeKalb R. R.—Between Aurora, Kane-
ville, Maple Park, Cortland and DeKalb (electrified).. 30.00
Chicago City Ry~ln ENICAEDs ¢ 5 5 wrovar o sissenon 315 o s o o1 & oy 3 o & migtici 10.69
Chicago & Joliet Ry.—Turnouts on clty lines............... 0.30
Chicago, RallWays: . ..o . it s anie e sstims @ aie s s mng s o8 s 8.11
Dixon, Rock Falls & Southwestern Electl‘lc Ry.—Between
Tampico, Yorktown and Hooppole.................. 8.00
East St. LoUls BY.. o eoeaeocsoneses cnsisaionsss,ibessonne 1.20

Illinois Central Electric Ry.—Between Norris and Fairview 7.22
Iliinols Tractlon System—Belt Line near Granite City.... 2.50
Metropoiitan West Side Eievated Ry.—Surface............ 1.00
Norgern illlnols Electric Ry.—Between Amhoy and Lee
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1y
Miles.
North Kankakee Electric Light & Railway Co............ 2,00
Peoria Railway Terminal Co 4.60
Rock Island Southern Ry.—Between \hmmmnh and Gales-
DBOE—FNECHEIINEN 505 53 0800 € 5 5550 5 52 8 Hhshs 2 a0 iavnz o v o mmeiier & 0 e 19.20
Between Monmouth & Rock Island.................... 31.00
Taylorville Railway, Light, Heat & Power CO............ 2.00
INDIANA 139.36
Beech Grove Traction Co.—Between Indianapolis and
Beech GRaOWVe . ismmes s wwoe ony sise y s amgs § 65558 & § BRI &0 3800 8 8 4.30
Bluffton, Geneva & Celina Traction Co. —Between Biluff-
# ton, Vera Cruz, Linngrove and Geneva................ 18.50

Chlcago, Lake Shore & South Bend Ry............... 10.00
Evansville Railways-—Rockport to Grandvie “, Second track 6.75
Indianapolis, New Castle & Toledo Electric Ry.—Com-

pleted line, New Castle to Indianapolis.. .

......... 40.25
Winona Interurban Ry.—Between Mentone and Chile 22.00
101.80
IOWA
Albia; INEEEURBAN RY. o o orirevi o = ioiwio s 6 5 orer o o & oisnaiat 5 s 5560 £ 3 5 5 855 6 ¥ 5 819 1.50
Cedar Rapids & lowa City Ry.....c.vovriiiniininnennnnnnn. 2. TH
Centerville Light & Traction Co.—Between Centerville,
Brazil and Mystic..... W S § B 6 S G s S (RN 6 € B ABER £ 8 6 R 6.60
Charles City Western Ry.—Between Charles City and
MATrble: ROUWK o558 6558 550 0005 = 5810505 x o s ianer .0 2 wosseis o o 3 wiae] o o o s 15.00
Fort Dodge, Des Moines & Southern R. R—Fle\ ir 17.00
Ottumwa Railway & Lnght Co . 1.00
Sioux City Service Co. 1.25
TrI=CIEY RYs o5 mare o5 5065 5555 0.6 5 8650585 5 5505 ¥ o o665 o 0 2 wsona o o a0 ace 3.0C
Waterloo, Cedar Falls & Northern Ry.........ccoivevnnnnn. 63.10
63.10
KANSAS
Arkansas Valley Interurban Ry.—From Wichita to Valley
Center and 'SedgWicK. : ceis : « vuro s « & wymiss s s « s = s 6w & 10.00
Atchison Raiiway, Light & Power Co.......oovvunenunnion. 2.53
Joplin & Pittsburg Ry.—Fiom Pittsburg to Frontenac ..... 1.00
Lawrence Railway & Light Co............... . %56 % R 1.00
Manhattan City & Interurban Ry........ccovveninnnnnnn.. 1.50
Topeka Ry.—In Topeka................. 08 Ta00085700005D tos 2.34
18.37
KENTUCKY
Lexington & Interuban Ry.—City.......................... 2.00
Interurban between Lexington and Nicholsviile. .. o 12.00
Owenshoro City B. Ris:ssesscaesssmm:assmsasss mass shmies o 2.00
16.00
LOUISIANA
New Orleans Railway & Light Co.................... efeel ek 6.00
6.00
MAINE
Aroostook Valley R. R.—Between Presque Isle and Wash-
DUBIE @5 smmem 7 v 5% 5508 ¢ 8% 5 506 8 5 5 5000 81 5 500k § 55 ensvase 5 o n mpscs, o1 0 sl 2.20
2.20
MARYLAND

Cumberland Electric Ry
Frederick R.
United Rys. & Elec ‘Co.

MASSACHUSETTS
Berkshire Street Ry.—Between Great Barrington and So.

L D123 15 031 ) o b I e T . Il T e 3.45
Boston & Northern Street Ry...............c.cocivenuu.n 6.80
Middlesex & Boston Street Ry..................... SOCELEh 2.00
Old Colony Street RY.......ooiieiiinieinnnnnoonnnacnanennn 2.00
Springfield Street Ry.—In Westfield....................... 1.01

15.26
MICHIGAN
Benton Harbor, St. Joe Railway & Light Co.—Benton

Harbor to Paw Paw Lake.................... 15.00
Detroit River Tunnel Co.—Ilectrified. 5.00
Detroit United Ry.—In Flint CityV....ccouciviveiieeennsisens 1.47
Escanaba Electric Street Ry.—Interurbar. between Wells

AN, (GIAASTITIE oo e T el s ehakat s/ e o Sineosaii= »\o insnt ol o s issasai ool wga o) o's stuge .50
Grand Raplds RY s s swmes oo e s sin i ssns s sias s s semnms .13

6
0
Lansing & WNortheastern Ry.—Between Haslett, "y
Shaftsburg, Morrice and OWOSSO. .. ... vtvtinrnnnnnnnn.. 23.
i1
1

00
Menonimee & Marinette Light & Traction Co............. .33
Twin City General Electric Co.—Toward Ressemer...... .50
53.93
MINNESOTA

Grand Forks Street BY .. we . muie s s s 26 e o s 6Em s 85 e s 2.00

Minneapolis, St. Paul, Rochester & Dubuque Traction Co.

—Between Bloolﬁmgton Savage, Lakeville and North-
fleldl sweseme e mes o s o o 8 oo SRR S5 T & 8 8 fhenefl 8 o Rithn 5 8 B 0.00
12.00

MISSISSIPPI

Gulfport & Mississippi Coast Traction Co.—Built into Pass
ChUISHARN .o« o v oo oo wamers: o 5 wnsia 5 5 Sisie) s & S0 £ 3 § #77 1 « & 7.20
Meridian Light & Railway Co............. 30 1.50

Summit & McComb Motor Line
Comb and Godbold YWells: oy sswmsss s ome s omesdssmess s il
13.95
MISSOURI

Cape Girardeau-Jackson Interurban Ry.......... 5 B & 6 8 1.50
Jlinols Mraction SYSteMi...;. . e s csonernuls vine s & pipisivie s o i « v /o 6.09

Kansas City, Lawrence & Topeka Eiectrlc Ry.-—Between
Monrovia, Alden’s Golf Club Grounds and Zarah...... 5.00
Metropolitan Street RW...:cc.os:semsss ey summss s oo wem s« sl 11.50
St. Joseph Railway, Light, Heat & Power Co. —(‘1ty 2.00
Interurban between St. Joseph and Savannah. 12.00
Springfield Traction Co » 5.00
United Raliways Co...vt it iniinet ittt iiiieteranerananas 3.84
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Miles.
MONTANA
Bt eI E e CErT N By e tate) o by e e el Ea e SR el e 2.00
Missoula Street Ry........... H O 0 OO0 8 G A O R E016 5.0 16.50
18.50
NEBRASKA
LiNCON TWrACLION C©0:m s yiomws 50 wisis s 85885 5 8 Sunssie o v imgmions o o imnosoe ao 3.00
Omaha & Council Bluffs Street RV o5 e o s sowe 855655 5w e s 7.00
10.00
NEW JERSEY
Atlantic Coast Electric Ry.—Extending line to North Long
BEATICH ¢ o ivivi v o o cvince » o wrwiminiossin o « wieisiss s o os7in & o d7asar s o3 G o 5 s 0.66
Jersey Central Traction Co. —Bet\veen South and Perth
ADOY: 55 5 sbies s Bwmss s B0 5 ¢ Sem.s & #80E & Saois o § Saais 6 5 G0 5 3.55
Morris County Tractlon Cc. —1-10m Dennlle to Boonton. 5.00
From Morris Plains to Mt. Tabor..............c.... 5.00
From Hopatcong to Bertram Island........ 0oLt HOTB00 2.25
From Morris Plains to State Hospital........oovvuvnnn 1.60
In SUMMIIE cuume s s s v o o stoe s ssieias ¢ 4 wisw & 5 S & «wiass 0.50

Mountain Railway Co.—South Mountain and Rock Springs 0.50
North Jersey Rapid Transit Co.—Between Waldwick,

Allendale, Ramsey and Mahwah....ccoeeevneeincesioses 7.50
Public Service Ry.—Englewood to '1rnaﬂy ................. 4.38
30,04

NEW MEXICO.
Cltizens” Tiractlion & POWEr C0uiee .« meee somens e o oo on oins ais 2.00
2.04

NEW YORK.
Albany Southern R. R.-——From Rensselaer to Electric Park,

second. LPACK .. cesimsssnass s 5 15.00
Auburn & Syracuse Electric R. R 0.55
Brookiyn Rapid Transit Co........ 33 wesE 7.57
Black River Traction Co........... . 0.60
Buffalo & Lake Erie Traction Co.—Ih i [ I° -

City LINES wuw:essows s smmwas s v s 0.75

State Line, Northeast cut-ofi. 3.40
Cortland County Traction Co........... 2.10
Eimira Water, Light & Raliroad Co 1.00
Hudson & Manhattan R. R.—(Including cross-overs and

extra track, but not the track to Henderson Street

NETT ) o oo A R SN o f o SR AR G e e 2.82
Hudson Valiey Ry~—In Saratogza Springs. 112
HUuntIngton Ri Fou:eeme ass e is o oo o s s s s oo s 2 paiso s s 1.24
Interborough Rapld Transit Co.—Viaduct structure . 0.14
Kingston Consolldated R. R............coiiiuiininenns.a. 5 3.00
Long Island R. R.—Main line electrified, Jamaica to Wood- ~

STAE 5 ciers 5 5 wimess 5 o wiaiessi oo wievs 6 € 6 B3 B & LBIEE WIaSHENT 6o eNe) ¥ & Wiwiezis y & 7.04

Springfield Junction to Long Beach, electrified........ 9.60
New York Centrai & Hudson River R. R., electrified elec-

tric zone from Wakefield to North White Plains...... 30.50
New York City Interborough Ry............c.o.ciiiiiinnn 1.75
New York & North Shore Traction Co.—Between Roslyn,

Manhasset, Great Neck, Little Neck, Douglaston, Bay-

side, Auburndale, Broadway, Whitestone and Flushing 13.50
New York State Rys.—Rochester Lines.................... ((’).“7

OReEldal R s ko) -l murseis = Reateltialeaitariec ns ariei Hl o= (asntalit, 815 Ea ke rceils
Pennsyivanla Tunnel & Terminal Railroad Co. from Har-
rison through Manhattan to Woodside Avenue, Queens. 54.20
Port Jervis Traction Co.—Port Jervis to Sparrowbush..... 1.
Poughkeepsle City & Wapplinger's Falls Electric Ry.—

TOTECEPTRRA. 1 oioie s &5 skt o6 5 Ueisl e 5 & 50is) § o B195eHs) &3 5 om) o 5 = ssave) b vty 2.00
Schenectady BYi wiiis s ionie s s s wwaie i s wmesc o 66 a160e: s o winiip o & axeior s e 0.91
Syracuse Lake Shore & Northern R. R.................... 14.00
Syracuse Rapid Translt Ry..........ooiiiiiiiiiiinnn, 0.31

174.66
NORTH CAROLINA
Chariotte Eilectric Raliway, Light & Power Co............ 2.00
Goldsboro Traction CoO::esesssssesssiossssvasovsasssmassss 5.00
North Carolina Publlc Servnce Co.—At High Point......... 2.50
9.50
NORTH DAKOTA
Wahpeton-Breckenridge Street Ry ———l'rom Wahpeton, N.
., to Breckenridge, Minn.........cccooeiiieeeicncnns 1.60
1.60
OHIO
Clnclnnat] Tractlon (0. - s s ciasie » s mmein o o = iaims o sle onsi s €3 B8 8 1.13
Dayton, Springfield & Xenla Southern Ry.—Extended
Spring Valley division into Spring Valley, in the cxty 86

Of DAVEON &5 umeie o o s sverin: o o misiod == ofatensiniksisio o swinie » ]
Dayton Street Ry 2.00
Fostorla & Fremont Ry.—Between Fostoria, Amsden.

Kansas, Burgoon, Havens and Fremont.......... 21.40
Minster & Loramle Ry.—Between Minster and Loramle 3.10
Northern Ohlo Traction & Light Co..........cvvivieinnn. 0.30
Tri-State TractIon CoOu s s s s emns s s s smree savei & & wisweis o wisga; & 1.00

29.57
OKLAHOMA
Citizens ‘Tractlon Co.—DBetween Oklahoma City and Great

Northeast Park e sssisaseonioasnamm s s 4.50
Enid City BRYius .o imiose o, 0.50
OKIahomMa: RY ..o s ooins s hmine s s siod s s ows s semiossse 31.00
Oklahoma Unlon Traction Co 3.00
Sapuilpa & Interurban Ry.—DBetween Sapu]pa and I\lefer 3.80
Tulsa Street RY....ccvvvereneeronoancssessscssionsescseoss 2.00

14.80
OREGON
Portland Railway, Light & Power Co.............covuinnnn 8.23
8.23
PENNSYLVANIA
Central Pennsylvania Traction Co............c.covniennnn 0.50
Eastern Pennsylvania RY.......oiuiieenreurnneeieeeanins 0.50
Frankford, Tacony & Holmesburg Street Ry.—Between

Wissinoming and Bridesburg ....c.eeeeceecsecoccannn. 1.00
Hanover & McSherrystown Street Ry.—From McSherrys-

town to Edgegrove and Chapel.........ooiviviiienane. 1.50
Lehlgh Valley Transit Co....... gg;r

Phlladelphla Rapid Transit Co

Miles.
Pittsburg, McKeesport & Westmoretand —

West Newton and Blackburn Ryt e 11.00
Pittsburgh Railways.................... 4.31
Port Vue Street Ry................ s 1.50
SCPAMon BY..,cooess s iones 6 oo 1.50
Southern Cambria Ry ....... S 1'60
United Traction Street Ry........ 0.50
York Rallways ........................ . .00 0.84

22.

SOUTH CAROLINA Al

Columbia Electric Street Ry., Light & Power Co.......... 1.75
SOUTH DAKOTA =

ADCTABEN RY¥.uuyuuciscrsisssmmesesanesasis 4.50
Sioux Falls Traction System ....... 000TeonD AR 0.50
TENNESSEE e

Bristol Belt Line Ry...........oovvuununnnn. 0.76
Chattanooga Railway & Light Co.—City lme ..... § 1.30

Interurban between Chattanooga anc Rossvill . 3.00
Jackson Railway & Light Co........ 0.75
Johnson City Traction Co..... 4.06.
Knoxville Railway & nght Co. 0.50
Memphis Street Ry................... 4.56
Nashville Railway & nght L 4.00

18.92
TEXAS 8
AUSEIN ETCCEFIC RY o uinisoimmens wnnmsssunss 2.50
Belton & Temple Traction Co.......... j 0.80
Brygrtl <t:ollege Interurban Ry. —Between’ Bryan and College
ation -
CItIZENS' RY. i i e wiivs s omiti s 55 5mm e s mtaie o ieioie s o aiatorsl ois sostats o ggg
Corpus Christl Street & Interurban A%e o 0000 anatioo 5 6:00'
Galveston-Houston Eiectric Ry —Galveston to }louston 50.00
Haskell Traction Company....................... 4 €3 Bivianatalaks 3'75
Houston Ei=sct~ic Co 3.35
Northern Texas Traction Co.............. S0D00800 0 . 2.42
San Angelo Street Ry...oouvvnnn e onnnnnnnnns. 8006 00000 6 o 1,00
San Antonio Traction Co............o.. . 1 07 o0 DO 8.00
84.86
UTAH
Ogden Rapid Transit Co.—Interurban between Harrisville,

Hot Springs, Willard City, Perry and Brigham C:ty... 16.00
Sait Lake & Ogden Ry.—Electrified. ..........0.v..... 40.00
Utah Light & Rallway Co.—To Sandy, Midvale & \1urray 7.00

63.00
VERMONT
Rutland Railway, Light & Power Co.—Between Fairhaven
And Poultney ... ..ue.veerierrnrireeruneneeeseonsennns 7.75
7.75
VIRGINIA
Danville Railway & Electric Co......ovvuuenunennnonnin..n, 0.67
Newport News & Old Point Railway & Eiectric Co.. v 1.00
Norfolk & Portsmouth Traction Co............... sieave 6 8 a1 4.20
Roanoke Railway & Electric Co.......ovvnne..... TEF0C 60 o 1.00
6,87
WASHINGTON
Everett Railway, Light & Water Co...................... 1.72
Seattie-Everett Traction Co.—Between Hall Lake and

EINErett s v s n o bl st s R osoivies srele 13.08
Washington Water Power GO 515107 50 eeere s 5 epmion ol o wiiekiore s fL SN 7.38
Yaklma Valley Transportation Co........ SRR A0 o 1 o o 5 10.00

32.13
WEST VIRGINIA
Elkins Electric Ry.—Between Elkins and Roaring Creek

JUNCHION vttt i it e ieeeiiian, Simisiaie dleks 7.00
Fairmount & Northern Traction Co. —Between Barnsvule,

Riversville, Baxter, Granttown, Bassettville and Fair-

VB oo n o s ¢ 2 wowe 518 it & gt 8 5 i 5 K W SO OIH0 b e 6 65 12.00
Morgantown & Dunkar‘d Valley R. Ruc: :cens s pue s o oG 2.00
South Morgantown Traction Co.......... buazeie: o o rezigeloralallesat SEOPNY 3.10

24.10
WISCONSIN
Beloit Traction Co....ocvuiutineiiennnreennnnneeennnnannnnn 0.50
Milwaukee Electric Railway & nght Co... . ES 5.00
Sheboygan Raliway & Electric Co.—Near Plymouth 2.00
Sparta-Melrose Electric Railway & Power Co.—From
Sparta to Trout Falls ......... B 0000 L b0 G0 0n 0 6 oy 10.00
Waupaca Electric Light & Rallway C 07 i 0.25
17.75
WYOMING
Cheyenne Electric Ry........... T atnno oEs o AR 0 0 5§ Qi 0.40
0.40
CANADA
British Coiumbia Electric Ry. Co.—In Vancouver City and

SUDUIDS: e o aisisins s sioiessisferisios o Siai sl il e 13.28

Between New Westminster and Chilliwack. 63.40
Cape Breton Eilectric Co..ovvnnnnnninnn... .. 0.60
Chatham, Wallaceburg & Lake Erie Ry.—To Pam Court 4.00
Grand Va|ley Ry. 5 3.50
Hull Electric Co. 0.85
Montreal Street Ry.. 1.90
Montreal & Southern Counties Ry.—Between Montreal

South and Longuenil. ... .. cooseioee oaleweie oot Suua 4.00
Niagara, St. Cathermes & Toronto Ry.—Between Welland.

Humberstone and Port Colborne ..... SOOI G S 0 O 7.00
Ottawa ElectrlC RY.o s oo suisiisosoms s oivsiosssiousisislotts o 1.00
Quebec Ratliway, Light & Power Co —In Quebec and from

Montcalmville to St. Columban........ b0 o onaan 5.07
Toronto Ry....... e R SR s o e BRSO o o o 200G 3.18

107.78

[VoL. XXXVII. No. i.
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RECEIVERSHIPS AND FORECLOSURE SALES IN 1910

The records show that a total of eleven electric railway
properties went into receivership during 1910. This is one-
half of the number of companies for which receivers were
appointed during the previous year. The 1910 record involves
companies operating 690.61 miles of track and having outstand-
ing capitalization, according to the latest available statistics,
as follows: Bonds, $75,490,735; stock, $12,629,400. The sta-
tistics, according to the records of the ELeciric RALwAay
JoUrRNAL, compare for 1909 and 1910 as follows:

No. of Miles Outstanding Outstanding

Companies,  of Track. Bonds. Stock.
1909 22 558 $22,325,000  $20,962,200
1910 T '696.61 75,490,735 12,629,400

The 1910 figures of mileage and outstanding bonds would
be made very much smaller if the complications which arose
in Chicago, affecting the Chicago Railways Company, had not
forced that company into voluntary receiversh.p. The appoint-
ment of receivers for this company was not due to bankruptcy
but was brought about by the management, as a protective
measure. This company contributed nearly one-half of the
mileage and 8o per cent of the outstanding bonds shown in
the record of 1910. The direct cause of the receivership for
this company was a court decision favorable to the holders
of bonds of the Chicago Consolidated Traction Company, a
corporation formerly controlled by the Chicago Union Traction
Company, the predecessor of the Chicago Railways Company.
In the reorganization of the Chicago Union Traction Com-
pany’s system and the acquisition of its properties by the
Chicago Railways Company, it was believed that no liability

under an old guarantee of securities by the Chicago Union’

Traction Company would accrue to the reorganized corpora-
tion, the Chicago Railways Company. Since the court held
otherwise, and notwithstanding the fact that the decision was
rendered by a lower court and was subject to appeal, the
" attorneys of the Chicago Railways Company decided that as a
protective measure receivers should be appointed. Before
the end of the year 1910 the complication which resulted in
the temporary receivership of the company was settled and
the receivers were discharged without formal foreclosure sale.

Some of the companies which went into receivership during
the year had not progressed very far with the construction
of the properties which they were organized to promote.
The receiverships for 1910 were as follows:

RECEIVERSHIPS DURING 1g910.

Miles Bonds Stock
Com of Track. Outstanding. Outstanding.
Belton & Temple Traction Co., Tem-

Sy TER0,00 0 0:0.00.0.00 550 6 0060 000 04 13.40 $300,000 $300,000
Chicago Railways Co.......... isen, B17.34, « 60,300,735 100,000
Chicago & Southern Traction Co. :

Chicago, Ill..veierecrenernnnnenns 72.00 2,500,000 2,500,000
Ft. Dodge, Des Moines & Southern

R. R. Co., Ft. Dodge, Ja...... v« T75.00 5,800,000 3,200,000
Janesville Street Railway Co., Janes-

yialle, WiS: c : smnns s s stme cs s she o o5 56 7.00 75,000 50,000
Lancaster & Southern Street Rallway

Co., Lancaster, Pa......eccetoone 656  amasss 93,700
Nebraska Traction & Power Co.,

Oyl WS 50 0000 £06 G0N 0Re T oS 11.50 100,000 200,700
Portsmouth & Exeter Street Railway

Co., Haverhill, ASS ey 55 s w8 8 12,27 145,000 185,000
St. Louis, Monte-Sano & Southern

Railway Co., St. Louis, Mo....... 8.00 2,500,000 3,000,000
Sedalia Light & Traction Co., Se-

dalia;" MO oo oo isiame o o oisiniase o oo 9.00 710,000 1,000,000
South Shore Tractlon Co., Patchogue,

N:. Yiee:: S e 6§ 8w o g e g 65.00 3,000,000 2,000,000

696.61 $75,490,725 $12,629,400

The foreclosure sales during 1910 affected twenty-two prop-
erties, operating a total of 724.36 miles of track. This is not
far from the total number of miles of track operated by the
companies which went into receivership during the year. If
the receivership of the Chicago Railways Company be elimi-
nated from consideration, it is apparent that the mileage of
the companies whose properties were sold at foreclosure sale
and whose reorganization was thus effected during the year
was almost double that of the other receiverships. The fore-
closure sales for two years compare as follows:
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No. of Miles Outstanding Outstanding

Companies,  of Track. onds. Stock.
HU0G & & eeienn & s seie 8 % " 550 21 4 $21,174,000  $22,263,700
LOLO o siviene e 22 724.36 26,374,065 19,106,613

The list of companies whose property was sold at fore-
closure includes one company concerning which an explana-
tory note should be made. An effort was made to effect a
reorganization of the properties of the Indianapolis & Cincin-
nati Traction Company and avoid a foreclosure sale. There
was no formal foreclosure sale, although a sale of the prop-
erties was made under order of the court in the receivership.
due to the fact that holders of $18,000 of the outstanding
$2,000,000 of bonds refused to join in the reorganization
agreement. The Atlantic Shore Line Railway, which is shown
in the list of foreclosures, was placed there because a re-
organization was effected by means of a formal foreclosure
sale, although there was no preliminary receivership for this
property. The Southern Colorado Power & Railway Com-
pany is included, although the sale of the property took
place just before the close of the year 1909, too late to be
included in our compilation for that year. The Wilmington,
New Castle & Southern Railway is shown in the list of fore-
closure sales. The property of this company is undergoing
reorganization and in this process the system has been di-
vided into two parts. One part was sold during 1910 and the
balance, it is expected, will be sold early during 1911, During
the year the court confirmed the formal sale of the property
of the Norfolk & Southern Railway, a steam railroad prop-
erty which has been reorganized as the Norfolk Southern Rail-
road. This company operates electric divisions with a mile-
age of 456 miles, but shows no separate capitalization for
that part of its system. It has not been included in the com-

pilations. The foreclosure sales during 1910 were as follows :
I'ORI:CLOSURE SALES DURING 1910.

Company. of ;\l‘legaecsk. Out?tg:gisng. Outsst:'lccllcinz
Ardmore Traction Co., Ardmore, o
At S T Ry To) O i
e e
Burlington County Railway Co., ’ ’
Camden & Tenton Rathiay Co. Came i
Lmkm me;;;;c"m;fw;y'"ca;"ca't's: T maeeen7se0a

5.40 132,000 138.000
Clncazo Consolidated Traction Co... 182:82 12,:gs;ggg *Ggg:gg;‘
(‘oniohdate.d Railway & Power Cos
Eal:?eyre;tevolillied I’\Ir‘ra(c:tlonC A 5> AB® _ cosoroan 60,000
e Vi & B, = Aty magata
The Tndmmpoie b Claset Ty, 1709 WD e
O‘t:gsr;OCo& In_g:wig?]el‘;hsyflllggtric Co.,m7.00 2,000,000 2,000,000
Phdsdeioia & Chesies Raiiway Con "o AP Mg
Pifisbuss & Alieheny Valldy Wolway A e
Pittsburs & Westmoseland Rafvas o0 i
St.co i<rgﬁilgi65p8€;n§a"Rél'l{{a'x"'("6.. §ro0 35000 I
Southers oldeide Baaes & Ralig T el i
Tcg:d’() Trmld:iél xgna. B AU 21.00 1,000,000 1,000,000
'rféﬁii‘i‘"& Oﬁ‘z‘x‘g;;,;lgwme'iz'a;f;o'a'a SR iS00 500,000
B
\\’llmmgton, N'ew Ca<tle & Souther.n ' ’ 2003000
Railway Co., New Castle, Del...... 6.00 150,000 165,000
724.36 $26,374,065 $10,106.613

*Underlying companics.

L

The Schéneberg (Berlin) Electric Underground Railway was
opened to public traffic on Dec. 1, 1910. A 5-minute service is
provided during the greater part of the day, with a Io-minute
service early in the morning. Steps have been taken to in-
crease the capacity of the Berlin Elevated & Underground
Railway, which interchanges traffic with the Schéneberg line:
a 3%-minute service is to be arranged. The six-car trains re-
cently introduced on the elevated railway are being increased
in number during the rush hours.
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INTERURBAN CONSTRUCTION IN THE CENTRAL STATES
DURING 1910

WITH ACCOMPANYING MAP

The mileage of the interurban railways of the North Cen-
tral States showed comparatively little growth during 19I10.
The largest additions to the interurban network of these
States were made by roads that were well under way toward
completion before the year began. Other scattering mileage is
composed chiefly of small extensions and short connecting
links. The plans for 1911 as so far announced do not in-
dicate that any considerable mileage will be added in these
States.

The ELectric RalLway JoUrNAL again presents with the
first issuc of the year a map showing the location of the in-
terurban lines in those Central States in which interurban
railroading first began and has shown the greatest develop-
ment. The preparation of the map has been made with due
regard to accuracy. Imprints of the map as it was published
a year ago were mailed to all the roads within the territory
shown, with requests that corrections and additions for the 1911
map be indicated. The information thus received has heen
transferred to the original map, from which the accompany-
ing engraving has been made. In addition to the corrections
and additions as thus obtained, the proposed lines have been
checked with the news items presented in the construction
columns of this paper. Thus every effort has been made to pre-
sent the map of the interurban roads of the Central States
in as correct a form as possible. However, on account of the
wide scope of the territory included, there may be some errors
of location and if such are observed this paper will greatly
appreciate any advice that may assist in making more com-
plete the records of new construction and proposed roads.  Ac-
knowledgment is made to The Arnold Company, Chicago. Ill.,
for the use of the original drawing from which the engraving
for the accompanying map was made.

The growth of the interurban mileage in the North Central
States during 1910 has been fairly well distributed among
the different States. In Ohio no new line of any considerable
length has been completed. Probably the most important
road now under way is that between Fostoria and Fremont.
This line, nearly 22 miles long, has been graded and the track
is about completed so that it is expected to begin service about
March, 1911. The Fostoria and Fremont hne is of particular
interest because it is a connecting link which will greatly
shorten the through route between Lima and Cleveland, Ohio.
Lima, it will be noted, is now served by interurban roads
radiating in six directions. The three lines to the south and
west have through connections with the three lines to the north
and east. The present business for points east of Toledo on the
Lake Shore Electric Railway has, of necessity, been sent
through Toledo. With the completion of the Fostoria-Fre-
mont line a direct route from Lima to Cleveland will he avail-
able. This line has been promoted and built by interests
friendly to those of the Western Ohio Railway. The lines
of the latter company form the mid-section of the well-known
Dayton and Toledo through route over which considerable
traffic from the southern part of Ohio is carried each vear
to the Great Lakes region by way of Lima, Findlay and To-
ledo. The new connection from Fostoria, the northeastern
terminus of the Western Ohio system, will offer a fast through
route from Lima direct to the numerous resorts located along
the south shore of Lake Erie and served by the Lake Shore
Electric Railway.

The interurban network of Indiana is closely connected with
the Ohio lines. A new road crossing the State line, which is
said to be well under construction, will connect Fort Wayne
and Bryan, Ohio, thus offering a short route between Fort
Wayne and Toledo via the Toledo and Indiana property. The
line from Fort Wayne to Bryan is being graded and some
bridges have been built. This route between Fort Wayne and
Toledo when completed will be about 100 miles long.

[VoL. XXXVIIL. No. 1.

The largest piece of new track to be put into service during
1910 in Indiana was the Indianapolis, New Castle & Toledo
road from Indianapolis to New Castle, 41.5 miles long. The
Bluffton, Geneva & Celina Traction Company inaugurated
service during the year on a new road extending 183 miles
southeast from Bluffton toward Celina, Ohio. This company
announces that in 1911 it will build 21 miles of additional track
to connect its present line with the Western Ohio Railway
at Celina. Considered from the standpoint of long-distance
travel, the most important track link which was completed in
1910 was that of the Winona Interurban Railway between Men-
tone and Chili in the north central part of Indiana. This
link has made possible through electric travel from Sheboygan,
Wis.,, by way of Milwaukee, Chicago, South Bend, Warsaw,
the newly built section to Peru, Fort Wayne, Lima and Toledo,
to Detroit, Cleveland and east along the south shore of Lake
Erie to Buffalo and other New York State points. From the
cities named in Indiana and Ohio other routes radiate to the
important traffic centers in Indiana and Ohio and to Louisville,
Ky. Through service is now operated between South Bend and
Indianapolis over the lately completed section by the Chicago.
South Bend & Northern Indiana, the Winona Interurban and
the Indiana Union Traction companies. During the past year
the Chicago, Lake Shore & South Bend Railway, a high-speed
single-phase line between South Bend and Pullman, II1.,
completed double-tracking 10 miles of its road through the
densely populated manufacturing district south of Chicago.
The Kokomo, Frankfort & Terre Haute Traction Company an-
nounces that during 1911 it probably will build from Kokomo
26 miles southwest to Frankfort. This company is allied with
the Kokomo, Marion & Western Traction Company. Another
larger project which it is stated may be got under way during
1911 is that of connecting the “Ben Hur Route” at Crawfords-
ville with the Illinois Traction System at Danville, Tl1l. This
link will require 42 miles of track and its completion will make
possible fast service between Indianapolis and the larger cities
in central and southern Illinois.

In 1909 the Michigan United Railways completed a 37-mile
high-speed line between Jackson and Lansing. During 1910
this company has nearly completed construction work on a
line 23 miles long connecting Haslett, a surburb 9 miles east
of Lansing. with Owosso. These new lines of the Michigan
United Railways are operated by third-rail and are built for
high-speed passenger and freight service. In southwestern
Michigan the Benton Harbor-St. Joe Railway & Light Com-
pany has completed a 13-mile line from Benton Harbor south- -
east to FEau Claire and Paw Paw Lake. During 1911
it 1s announced that this company will extend this new line
castward to Dowagiac.

The Detroit River Tunnel Company early in October in-
augurated service through its twin tubes extending under the
Detroit River and connecting its Canadian lines with those
in Michigan.

The increase in electrically operated track has been greater
in 1llinois than in others of the Central States, the largest mile-
age having been added by the Rock Island Southern Railway
and the Chicago, Aurora & De Kalb Railroad. The Rock
Island Southern line consists of a 50.2-mile, 11,000-volt sub-
stantially built freight and passenger road from Rock Island
to Monmouth, I1l. A 19-mile section of this track is a branch
of the Chicago, Rock Island & Pacific steam railroad system,
which the interurban company has leased for a term of 23
years. In constructing the new roadbed lately put into opera-
tion 1,300,000 cu. yd. of earthwork was handled in 31 miles and
a number of large bridges and trestles were built. One of .the
steel bridges is 625 ft. long and 75 ft. high. The Chicago,
Aurora & De Kalb Railroad during the year electrified a
30-mile gasoline-operated line between Aurora, De Kalb and
Cortland. :

The ceremonies attending the dedication of the McKinley
Bridge at St. Louis probably attracted as widespread attention
from the public as any piece of electric railway construction
work consummated during 1910. This bridge. was formally
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JANUARY 7, 1911, ] ELECTRIC
opened Nov. 10 in the presence of the Governors of Illinois and
Missouri and many other pcople of commercial and political
note. The entrance to St. Louis of the Illinois Traction Sys-
tem over its bridge and new lne within that city has been
made possible by constructing the most extensive terminal
project ever undertaken by an interurban railway, the general
and detail features of which have bcen described fully in
numerous articles presented by this paper during the past
year. The total cost of the project, which includes the Mec-
Kinlcy Bridge; 10 miles of double track, largely on private
right-of-way through congested territory; a 14,000-kw generat-
ing station; the improvement of a 24-acre carload freight ter-
minal and the construction of passenger and express stations
within St. Louis, is approximately $7,000,000. Since the com-
pletion of the bridge link between Illinois and Missouri the
traffic passing in and out of the St. Louis terminal has more
than met expectations.

The Illinois Traction System announces that during the
present year it will complete the construction of its extension
from Morris northeast to Joliet. This will give it a system in
northern Illinois of more than 100 miles of track, separated
from its principal system in the central part of the State by
a gap of less than 50 miles. Construction plans for the latter
gap have not been announced.

In Wisconsin the Sparta-Melrose Electric Railway & Pow-
er Company built 10 miles of track during 19710, from Sparta
to Trout Falls, and now announces that the road will be com-
pleted to Melrose during 1911. It is expected also that the
Chicago, Harvard & Geneva Lake Railroad interests, under
the name of the Marengo, Harvard & Northern Illinois, dur-
ing the present year will construct 1o miles of track north
from Walworth to Delavan Lake in Wisconsin.

In Towa during 1910 the Waterloo, Cedar Falls & North-
ern Railway constructed an 8mile extension to Waverly. A

" line 6.6 miles long between Centerville and Mystic was also
put into operation in Iowa-last year. The Tri-City Railway
Company, of Davenport, expects to build about 35 miles of in-
terurban line westward from Davenport to Muscatine and five
miles of city track are planned for 1911. Another new line
put into operation in Towa during the past year connects Chdr]es
City and Marble Rock and is 15 miles in length.

The Minneapolis, Rochester & Dubuque Railway, of St.
Paul, Minn,, has inaugurated service during 1910 on 40 miles
of line ext»endmcr south from St. Paul to Northfield.
is given with gasolme motor cars.

The Lexington & Interurban Railway in Kentucky com-
pleted during the early part of the vear a fourth interurban
line out of Lexington, extending southward 12 miles to Nich-
olasville, and passing through a rolling country which required
particularly heavy earthwork.

Service
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TESTS ON GERMAN ACCUMULATOR CARS

The Halle (Germany) railways have recently completed some
tests with a six-axle accumulator car on the line between
Koltbus and Schonwilde, which is 40 miles long. The car
weighs 60.5 tons, and was loaded with 6 tons to represent pas-
sengers. The route was first traversed at 30 m.p.h., stopping
at all stations, then at 37.5 m.p.h. without stopping and finally
at 37.5 m.p.h. including stops. The results are shown in the
following table:

Speed in  No. of Energy consump-  Watt-hours

State of miles per  stops. tion (kw.-hours). per ton mile.

Rails. hour. Going. Return. Going. Return. Going. Return.
Datdp, = e wws v <% & s s 30 10 10 61 63 22.9 23.7
XA ;5 wessiv: o o5 wewase o 37:3 1 3 52.5 5345 19.8 20,0
T S A e e 37.5 10 10 67.5 66.5 25.3 24.9

The battery consisted of 168 cells and had a capacity of 368
* amp-hours. It can run 6214 miles on one charge.

&
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Texas Traction Company, Dallas, Tex., and several gas and
electric companies under the same management have issued a
card extending the season’s greeting.

RAILWAY

|2 C .25

JOURNAL.

RECENT ELECTRIC RAILWAY CAR DESIGN

The table which is printed on pages 22, 23 and 24 of this
issuc gives the principal dimensions and other descriptive data
of more than 100 reprcsentative types of electric railway cars
for city, suburban and interurban service. Most of these cars
have been built during the last two or three vears, and many
of them have been illustrated and described in the Erecrric
RaiLway JourNarL. [In the following explanatory notes refer-
ences are given to the date and page number of these descrip-
tive articles. The weights and dimensions of cars given in the
table were obtained from the railway companies and acknowl-
edgment is made to all those who supplied the data from which
the table was compiled.

NOTES ON TABLE OF CAR DIMENSIONS

(1) This car was illustrated and described in the ITELECTRIC
RaiLway Jour~NaL for Oct. 9, 1900, page &41. The platforms
arc inclosed with folding doors and gates and folding seats
holding six passengers may be let down on the front platform,
giving a total seating capacity of 42.

(2) The closed cars of the Little Rock Railway & Electric
Company are not designed for prepayment operation, but the
conductor stands near the rear door and collects fares from
passengers as they enter the car.

(3) All cars of the Los Angeles Railway are being rebuilt
to conform to the standard dimensions given in the table. The
roofs are of the arched type.

(4) These are the new standard cars of the United Railroads
of San Francisco. FEighty cars of this type are under construc-
tion.

(5) Four-motor equipments. These cars were described in
the Erectric RArLwAy JournNaL for Oct. 2, 19009, page 303.
They are the standard type of the Denver City Tramway.

(6) Two-motor equipments. Bodies are the same as the
four-motor equipments.

(7) Standard trail car.
trance.

(8) These cars were described in the ELectric RaiLway
JournaL for Oct. 2, 1909, page 503. They have folding plat-
form doors and steps, manually operated.

(9) See ELEcTRIC RAILWAY JOURNAL for
page 434, for description of these cars. Used in city and subur- -
ban service. They have sliding platform doors and folding
steps pneumatically operated.

(10) These cars were described in the ELEcTRIC RAILWAY
JourNAL for Dec. 24, 1910, page 1247. The platforms are open
with folding gates over the steps.

(11) All-steel cars. Described in the ELECTRIC RAILWAY
JourNaAL for Aug. 28, 1909, page 312. These cars have the same
dimensions and substantially the same weight as the wooden
cars of the same design, of which the company has more than
600 in service.

(12) These cars have platforms arranged for conversion to
prepayment operation at small expense.

(13) Complete detail weights and full description of these
cars were printed in the Ecrectric RAILWAY JourNaAL for
April 2, 1910, page 571. )

(14) Described in EvLectric RAaiLwAy JournNaL for Oct. 1,
1070, page 498. .

(15) The platforms of these cars are inclosed with folding
gates; can be used as prepayment cars if desired. The weights
viven are actual scale weights.

(16) See ELECTRIC RAILWAY JourNAL for March 13, 1009,
page 460.

(17) These cars were illustrated and described in the FEvLec-
TRIC RAILWAY JoUurnNaL for Dec. 31, 1910, page 1285.

(18) Platforms inclosed with folding gates.

(19) Described in EvrectrRic RATLWAY JournaL for Nov. 2
1007, page 9T17.

(20) See ELecTric RAtLWAY JourNAL for April 2, 1910, page
566, The wecights given are scale weights.

(21) Floor plan of this car was shown in the ErecTrIc RAIL-
way JourNar for July 16, 1910, page 110

Has arched roof and center side en-

Sept. 18, 1900,
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CITY CARS
AvLaBaMa | | ‘
Birmingham Ry, Lt.& Pwr.Co. (1) IClosed .. i 1‘)1()'1)(;11})](-} Yes 6-0 ' 6-0 11-84 ; 35 !CIOSS 29} | 13,000 30,000 |Single |Warner 33 |C. 1. K-10
ARKANSAS | !
Little Rock Ry. & Elec. Co, (2). Semicon. | 1908 | Double] No 60 | 6-0 |8 12-0 ‘ 40 {Long.&Cross| 324 46 000 |Double |St.L.-17 33 |C. 1. K-28
Little Rock Ry. & Elec. Co. .. Closed 1905 | Dcuble]  No 5-8 | 5-8 |8 12 0 ‘ 32 |Long.&Cross| 324 \eanacon|lsensano 32.000 |Double |Brll 27-G; 33 |C. 1 K-11
Little Rock Ry. & Elec. Co Closed 1904 | Double]  No 16 4-6 |8 12-0i | 26 |Long fis 20,000 {Single |St.L.-34 338 Y T K-10
Little Rock Ry. & Elec. Co. . Upen 1905 | Doubl¢, No 46 4-6 |7 12-0 | 70 |Cross 324 | 22.000 jDouble | Brill 27-G 33 [C 1 K-35
Little Rock Ry. & Elec. Co. . Open 1904 | Deulde No -0 |40 |7 12-0 { 50 |(j1oss 324 | 20.000 |Single |St.L.-34 33 |C. 1 K-10
CALIFORN1A 8 ‘
Los Angeles Ry (3) Calif. 1910 | Doublel  Yes | 9 69 (82 12-0 | 44 |Long.&Cross| 283 | 19.300 36.000 |{Double | Ins.Hung 30 |C. 1. K
Nosthern Lllec. Ry . Calif, 1908 |Doubly] No | 84 12 64 | 44 |Long.&Cross| 32 21,000 36,000 |Double |St.L.-47 33 |C. 1. K-11
Northern Blec. Ry.......... ... Open . ... | Doublc o ‘ ..... 8-2 11-11 | 84 |Cross 31 21.000 30,000 |Double [St.L.-47 33 [C. 1. K-10 ey
United R. R. San Fiancicco (4). Closed 1914 | Double Yes | 4 | 7-4 |90 11 64 | 48 |Long. 26,000 53,000 |Double |Out.Hung 33 [ Ce L K-28 I
United R. R San r:ancisco. Closcd 1907 | Doublel No | -6 | 6-6 [9-2 12-0 41 [Long.&Cross|. . | 27,000 53,000 |Double |Brill 27-G. 33 | € L, K-23 e
United R.R. San Francisco Closed 1906 | Doulile] No -6 | 66 |9-2 12 0 44 [Cross 33 26,000 | 52.000 |Double |McG.10 A. 33 |C. 1 K-28 )
CoLORDAO =
Denver City Tramway (5) Side Ent. | 1909 |Single ‘ No 3| aneees 11-11 | 52 [Cross 30 25,202 | 38,380 |Double [Brill-27G. 33 |C. 1. K-35 E
Denver City Tramway (6). Side Ent. { 1909 |Single | No §1 11 11 | 52 iCross 30 22,662 35,840 [Double [Brill-27G 33 €. 1, K-36 @)
Denver City Tramway (7). Tiailer 1905 | Single No = 11 1} | 46 |Cross 283 6,880 13,640 |Double [Arch Bar BONE. L. Beia. vg s semassses
Dist. or CoLumMBia 7U
Capital T'raction Co. (8). ... .. Semicon. | 1910 |Double] Yes -7 | 57 117 36 |Cross 33 16.100 | 33.600 |Doubie |Max.Trac. 31 K-27 "‘_"
Capital Traction Co. (9) .. Semicon. | 1909 [Double] Yes -7 | 5-7 11-6 40 [Cross 31 26.800 48,100 |Double |Std.0-50 33 K-29-B e
Wash. Ry. & Elec. Co. ... ... .. Closed 1909 | Double] Yes | -2 |52 11-6% | 40 |Long : ‘ 17,000 35,000 {Double | Brill-39 32 K-39 g
Froriba ‘ :>‘
Jacksunville Elec. Co. (1) Closed 1910 | Single Yes 0 |50 44 [Cross . ‘ 21.293 | 33,472 |Double |Max Trac. 33 K-26 o
GEORGiA !
Georgia Ry. & Elec. Co. Closed 1910 | Doublel  Yes 0 | 6-0 12-6 36 [Cross 294 | 18,500 34.500 |Double |Max.Trac. 33 K-3§ Ty
Georgia Ry & Elec. Co. Closed 1907 | Donblel  No -0 | 5-0 12--8 48 |Cross 30 1 25,000 | 45,000 |Doublc | Brill-27F. 33 K-28 ©)
Georgia Ry. & Elec. Co . Closed 1910 Double] Na 0 |5-0 | 12-6 28 [Croos 31 | 12,000 20.000 |Single |Balt. 33 K-11 C:
IrLiNos | ~
Chicago Rys. (11).. .. ....... . Closed 1909 [Double] Yes ~43 | 8-43 11-8 10 |Cross 32 | 33,200 33,000 |Double {Out.Hung 33 K-35 Z
Chi. & Mil. Elec. Ry ... ... Semicon. | 1909 | Double| Yes -3 | 7-3 12-4% | 52 |Cross 293 | 20,500 52,000 |Double [Ins.Hung 33 K-28 >
Springfield Consol. Ry. (12) Closed 1910 | Dovbld No 37163 114 28 |Long. . ol 9,200 19,000 |Single |........ 33 K-10 t—'
INDIANA i ;
Ft. Wayne & W. V. Trac. Co. ... Closed 1909 | Double] No 524 5-2% 12-1 32 |Long. T 12,140 20,140 |Single [Curtis 33 K-10
Ind. Tiac. & Ter.Co........... . Closed 1909 | Single No -6 | 80 12-1% | 43 |Long.&Cross| 30 20.300 13,500 |Double |Std.O-50 34 K-11
KENTUCKY
Louisville Ry. ....«......... ... Closed 1910 | Single Yes 60 | 7-6 12-24 | 41 |Cross I [N | e 44,000 [Double |[Out.Hung 34 K
MARYLAND :
United Rys. & Elec. Co., Balt.. Semicon. | 1910|Double] Yes B8Y| 5-8% 12-8 42 |Cioss 32 26,500 | 42,000 [Double [Out.Hung 33 K-28 —
United Rys. & Elec. Co. .... Semicon. | 1907 |Doublel No —7%] 57} 12-7 41 [Cross 32 31,000 51,500 [Double [Ins.Hung 34 West.M.U <
United Rys. & Elec. Co., Balt.. . .. Semicon. | 1905|{Double] No -0 | §5-0 12-5 41 |Cross 32 26,500 45,000 | Double |Out. Huug 33 K-28 2
MASSACHUSETTS X
Boston lilevated Ry.. ........ .. Semicon. | 1911 [Double]  Yes 6-0 | 6-0 12-0 52 |Cross 30 34 000 53,000 |Double |Ins.Hung 33|RS. | x
Boston & Northern St. Ry. (13) . Semicon. | 1909 |[Double] No 5-3%( 5-3% 11-9 40 [Long.&Cross| 32 30,920 | 42.090 |Double |S1d.0:50 34 K-238 b
Boston & Northeiie St. Ry (14).. Open 1910 |Doubley No © 40-11 [.....|..... 11-6 0 1088 fevsss] e sas won e o] wem s v wancs 36,158 | Double |5td.0-50 33 K-28 s
MicHIGAN S
Detroit United Ry... ... .. Closed 1910 | Single Yes 5-2 | 5-10 12-23 | 43 |Long.&Cioss| 29% 23,800 | 41.800 |Double [Out.Hung 33 K-35 —_
Grand Rapids Ry. .. Semicon. | 1910 |Double] Yes 8-3 | 8-3 11-10 | 36 |Cross 31k 10.260 | 34,260 |Double |Brill-39E. 33 K-36
'Y MINNESOTA ) ) ] I
Duluth St. Ry.................. Closed 1910 | Single No 53 | 5-9 12-2 50 |Cioss 30 23,940 | 47,900 |Double |Ins.Hung 34 [R.S. K-37 =)
Duluth St. Ry. ................ Closed 1906 | Single No 1-9 | 4-9 12-04 | 50 |Cross 30 27,600 | 48,200 |Double [Ins.Hung 33 |C. L. K-28 =
[DulnthE SRR v R e Closed L 1900 | Singlc No 3-83{ 3-8% 12-04 | 50 |Cross 30 21,840 | 44,040 |Double |Tus.Hung 33| G I K-6 .
‘Twin City[Rapid Transit (15).... Semicon. | 1910 |Single No 6-6%] 6-7% 12-2 50 |Long.&Cross|. . ... 27,586 | 46,200 | Double |M.C.B. 34 [R.S. K-37

|
|
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MissOURI 2 l ; |
United Rys. St. Louis (16)....... City |Closed 1909 | Single Yes | 47-23 [6-108{6-103(9-0 | 12-3 50 |Cross ‘ 23,300 | 26,250 ‘ 49,550 |Double |Out.Hung | +=6 |33 |C. 1 |G.E -80 |K-33
NEBRASKA : i
Omaha & Council Bluffs (17).:...{City [Closed 1910 | Single Yes | 42-0 5-0 [6-8 (83 |....... 40 |Long &Cro;s‘ ..... R .. 40,000 |Double |Max Trac. | 4+-6 33 |C. 1. |G.E.-80
NEW JERSEY ‘
Pub. Serv. Ry., Newark (18)..... City |Closed 1910 [Double| Yes| 46-4 7-2 | 1-2 |8-7 11-6 41 {Long.  |..... 21,400 | 24,200 45,600 |Double |Brill-27G. | 4-6 33 [C. 1. [West.101| K-6
Pub. Serv. Ry., Newark......... Sub. [Closed 1910 | Single Yes | 44-0 50 | 7-0 |87 11--6 41 |Long. |.....| 20,000 25,500 45,500 |Double |M.C.B. 5-10 | 34 |F.S. |West.101| K--6
NEW-YORK | .
Brooklyn Rap. Transit Co. (19)..City [Semicon. { 1907 |Doublc| No 3833 |S5—1%| s—1F [7-113} 11-114| 36 |Long. 17 i s | 17,860 | 17,340 | 35,200 |Double |[Max.Trac. | 4—4 34 |R.S. [West. 93 K-28
Coney Island & Brooklyn........ City |Closed 1907 | Double| No 38-10 [4-10| 4-10 |7-11| 11-6 36 |Long. ... | 15,970 16,550 ‘ 32,520 |Double |Std.0-45 44 33 |C.1. |G.E.-90 |K-11
Coney Island & Biooklyn. ...... City |Open 1904 [Dcuble| No 39-0 3-0 | 3-0 (88 11-9 65 [Cross ... | 13,540 | 11,640 | 25180 |Double |Max.Trac. | 40 33 |C. 1. |West.—49| K-10
Fonda, Johns. & Gloversville. . . . . City |Closed 1910 |Dcuble| No 40—1 4-8% | 4-83 [8-6 13-6 38 |Cross < ) PR | 44,000 |Double |Taylor 43 33 |R.3. |[G.E.-88 [K-34
Metrupol. St. Ry., N. Y. (20).. . .|City [Closed 1908 | Dcuble| Yes | 46-11 7-5% | 7-5% {8-3 11-3% | 47 |[Long. ... 17,073 20,927 ‘ 38,000 |Double |Max.Trac. -6 33 |R.S. |West.310| K-27
Rochester Ry......... .. .1City |Semicon. | 1910 |Single | Yes| 44-7 [.....|..... 8—4 | 12-4% | 42 |Cross |-o-..] 21,400 | 27,200 | 48,600 | Double |Brill 4+-6 |33 |C. 1. |G.E -219 K-35
Rochester Ry. . . ...|CGity |Semicon. | 1907 |[Double{ No 462 |..... e 8-0 12=3 50 |Cross A 23250 | 23,150 | 46,400 |Double |Brill 4-0 33 |C.1. |(G.E.-80 |K-28
Syracuse R. T. Ry. (21)......... City [Semicon. | 1910|Single | Yes| 43-11 [5-5 |6-5 [6-5 | 11-5% | 41 [Long &Ciuss| 30 21,830 | 29,170 51,000 |Double {Ins.Hung | 4-6 33 |C. 1. |G.E—216/K-35
Third Ave. RBR(22) .cosesmunzin City |Scmicon. | 1908 |Double| Yes | 43-0 6-6 | 6-6 |[8-8 | 11-1% | 48 |Crnss 30 | 16,192 | 20,463 36,655 |Double |Max.Trac. | 46 3 ) R 5% !‘“"Cst.&l() K-27
On10 | I {
Cleveland Ry. (23).............. City [Closud 1908 |Single | Yes| 52-0 -0 |80 |[8-53| 11-4 | 50 |Ciuss 31 | 17,676 | 23,980 41,656 |Double |Brill 46 |33 [C. 1. |West. 101/ K
Nor. Ohio Trac. & Lt. Co. (24).. |City Conveiﬂ 1909 | Single No 42-6 4-10| 5-0 |87 13-6 48 |Long.&Cross|. | 24,000 | 26,000 50,000 |Double [Out.Hung | 40 1’ 33 |C. 1. |Wesc.101) K-28
Nor. Ohio Trac. & Lt. Co........[City |Semicon. | 1902 |Single | Ne¢ | 40-0 |4-6 | 4-10 |8-64| 13-2 | 40 |Crcss | | 22,000 [ 23,000 45.000 {Double |Brill-27F. | 4-0 | 33 |C. 1. |West.—38 K-6
PENNSYLVANIA
Phila. Rapid Transit Co. (25).....|City |Semicon. | 1910 |Duuble| Yes| 36—+ |50 |50 |77 | 120 | 32 |Long. ... 15,500 | 15,700 = 31,200 |Double [Max.Trac. | +6 |33 |[R.S. (G.E.-80 |K-11
Pittsburgh Rys. (26)............ City |Semicon. | 1910 | Single Yes | 46-8 0-0 | 6-10 [8-2 124 57 |Long.&Cross 30 | 18.000 | 30,000 | 48,000 |Double |Ins.Hung 5-7% | 34 |R.S. [West.306/ K-43
TEXAS { | { |
San Antonio Traction Co......... City |Semicon. | 1910 |Double| Yes| 44-6 7-9 {7-9 |81} 12-0 40 |Cross | 40,700 |Double |Brill-27G. | 4-6 |33 |C. 1. [G.E.-54¢ |K-12
San Antonio Traction Co......... City |Semicon. | 1909 {Double| No | 43-8 [7-10} 7-10 [8-U | 12-1 | 40 |Cross .| 36,500 |Double |Brill-27G. | 4-6 |33 |C. L |G.E.-54 [K-12
San Antonio Traction Co......... City |Semicon. | 1907 | Double| No 40-0 6-0 | 6-0 |80 121 40 |Cross i 34,500 |Double |Brill-27G. | +-6 | 33 ;C. 1. |G.E.-54 |K-12
Utan ! { {
Utah Lt. & Ry.Co.............. C.&S.| Semicon. | 1908 |[Double| Yes 44-0 6-0 | 6-0 {86 11-6 44 |Cross 304 ‘ 21.290 26,710 ‘ 48,000 | Double [ St.I.-47 -6 133 |C.1 |G.E.-80 |K-28
WASHINGTON ’ ‘
Tacoma Ry. & Pwr.Co.......... City |Clcsed 1910 | Singlc Yes | 44-0 4-6 | 6-6 |7-0 12-2 55 |[Long A [ 14,055 20,565 | 34,620 |Double | Brill-27G. 4-0 | 33 ‘( 1. |G.E.-58 |K-6
WisCONS,N . I \ i I
Milwaukec Elec. Ry. & Lt. Co .. |City |Closed 1910 | Double 50-0 [6-9 | 6-0 |87 |..... .. 52 |Long.&Cross 29% | 26,000 | 24,000 | $0,000 | Double {Ins Hung | 6-0 | 34 [RS (G.E-216/ K
Milwaukee Elec. Ry. & Lt. Co....|City |Closed 1906 [Double| No | 41-0 |5-2 |52 |8-45| 12-5 | 14 [Long.&Cross 202 | 17,000 | 23000 i 40,000 | Double [Ins Hung | 5-10 | 34 |R.S. |G.E.-80 |K-28
CanNapa : | | |
POTOULO R BTN s« v o City |Convert. | 1910 |Single | Yes| 44-9 |6-6 |70 |7-11 6 | 38 |Long.&Cross | 24000 | 23,356 i 47,356 | Double | Curtis -6 | 13 |C. I |G.E-80 |K-6
Winnipeg Elec. Ry............. |City [Closcd 1909 |Single | Yes| 45-4 -0 | 6-5 |8-7%| 12-2 | 40 |Long ... 1 20000 | 27,247 | 47,247 |Double | Brill-27G. | +-6 |33 R.S. |G.E.-30 |K-6
INTERURBAN CARS— ' |
CALIFORN1A i I i ‘
Los Angcles Pacific Co. ... ......[Int. (Calif ..../Dcuble| No | 49-2 18 [ 48 [9—-4 | 12-8 56 [Cross 3001 50,360 | 44,440 ’ 74,800 |Double Ins.Hung | 6-3 34 (RS, [GE-13 ,T)'pe M
Los Angeles Pacific Co. .. ..., .. .. Int. |Calif.  |..... Double| No +1-2 1-2 5-2 |8-6 12-0 18 {Cross ‘ 315 | 13,880 21520 40,400 |Double Ins.Hung 5-6 33 C. [ | West-89 K-238
Northern Elec. Ry....... ... . . .. Int. [Coml. 1907 | Double| No S5—4 |56 |5-6 |(9-33| 13-2 60 |Cross 33 32,200 | 51,200 83,400 |Double Bald -200 | 6-10 | 37} R S, | West.121] West. M. U
Pacific Electric Ry..... ... ... .|Int. |Calif 1910 | Double| No 43-0% |4-1%3]4-19 |8-2%| 12-1§ | 48 [Cross | 30 29,596 | 28,904 | 58,500 |Double M.C.B. 57 30 R.S. | West.306) West. M. U
Pacific Electric Ry. .. ... .. .. Int. |Calif 1907 |Double| No | S50-104 |$-24|5-03 [8-103] 12-3} | 56 |Cross |30 34390 | 35004 | 69,600 |Double St.L.-23 64 |33 R.S. | West.112 West.M.U
Pacific Electric Ry ...... . . ..|Sub. ICalif. 1910 | Double| No ! 39-1  [3-10}4(3-104(8-2 | 11-8 J 44 Long.&Cross! 30 16 030 | 28.720 } 43,750 |Double Ins.Hung | 5-3 |30 C I. 'West.101]K-14
ILLiNOLs . |
Chi. & Mil Elec. Ry.. ... .. ... Int. [Clo.Mot. |1910|Double| No | 52-3 |s-4 |s—1 (8-83| 13-53| 52 [Cross Pk as cumedsamaizg 75,000 |Double M.C.B. 66 |35 R.S. GE-73 |Type M
Chi. & Mil. Elec. Ry. ... ... .|Int. |Buffet 1910 Double| No | 5223 |54 |S—4 |8-7%| 13-55 29 |Chairs R (DR IR 75,000 | Double M.C.B. 6-6 |35 RS. GE.73 |TypeM
E.St.L. & Sub. Ry. ... ... ..|Sub. [Closed 1909 { Double| No 454 5-6 |56 [8-8 13-0 30 |Long.&Cross | 30} 26800 | 27,000 53,800 |Double Brill-27E. | 6-6 3 ER.S CLE.*ZIOITypc A
INDIANA . | | §
Chicago, L. S. & So. Bend........|Int. |Trailer 1908 | Double| No 50-0 4-1 | 4-1 |10-0| 13-0 52 WCress  isss 25,000 R Double Bald.-398 | 66 133 C S:1... i
Chicago, L. S. & So Bend........ Int. |Closed 1907 | Single No 57-2 3—4 |40 |10-0| 15-4 60 |Cross ... ‘ 37,000 75,000 | 112,000 |Double |Bald.-363 7-6 33 [R.S ‘\\'cst.HS West. M. U
Chicago, L. S. & So. Bend.. . ..... Sub. |Closed 1908 |Double| No 42-8 40 } 40 |85 14-0 44 |Cross ) ... 24,000 | 45,000 69,000 | Double | Bald.-384 6-6 33 |C. 8. [ West.135 Hand.
Ft. Wayne & W. V. Trac Co..... Int. [Closed 1909 | Single No 550 f..... 50 ([8-8 13-8 36 |Cross | 34 ‘ 41 000 | 39000 | 80,000 |Double |Ins.Hunga 70 ‘ 37 |R.S. |G.E. 205{L-1
Ft. Wayne & W V. Tiac. Co. (28).|Int. [Closed 1905 | Single No | 616 |..... 7-0 |8-8 13-8 46 |Cross j 34 60,000 | 40,000 J 100,000 | Double | Ins.Hung 6-5 |37 |RS. |West.121 West M.U
T L& E. Traic, Go: -« = sreas Int. |Closed 1908 | Double! No | 61-6 11-83| 50 |90 13—-10 | 58 |Cross 138 7' 44,200 | 40,200 | 84,400 |Double [Std.C-80 7-0 | 38 IRS. |West. 121 West. M.U.
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(22) These cars were described in the ELECTRIC RAILWAY
JournaL for May 1, 1909, page 828. o

(23) See ELectric RaiLway JournaL for Oct. 24, 1908,
page 1250.

(24) Illustrated in the ErLecTriIc RAILWAY JowrRNAL for June
18, 1910, page 1072. Are convertible on one side only.

(25) These cars are equipped with roller-bearing journals
and ball-bearing armature bearings.

(26) Semi-steel bodies; rear platform inclosed with folding
doors. Have no front platform. Described in ELectric RalL-
way JournaL for Oct. 15, 1910, page 834.

(27) Will seat 70 passengers when used as open car. De-
scribed in Erectric Rainway JourNal for Dec. 3, 1910, page
1118, ;

(28) Has smoking compartment with eight chairs. Observa-
tion rear platform; used for limited service.

(20) One motor and one trailer truck. Trailer truck has 31-
in. wheels and s-ft. 6-in. wheelbase.

(30) These cars were described in the ELECTRIC RAILWAY
Jour~nar for July 16, 1910, page 103.

TYPES OF CITY CARS

Four types of city cars, closed, semi-convertible, convertible
and open, are represented in the table. Closed cars with single
sashes, either raised part way into pockets back of the letter
board or dropped completely down into pockets between the
side panels and the inside lining, are being built in the largest
numbers, but the semi-convertible cars, which are equally well
adapted to winter and summer service, are displacing open and
closed cars on many roads. Open cars have the two advan-
tages of large seating capacity and light weight, but they repre-
sent an idle investment for six months in the year and require
storage under cover when not in use. The semi-convertible
car perimits prepayment fare collection at all seasons of the
year and eliminates the danger from accidents to persons on
the running board. The semi-convertible suburban cars of the
Capital Traction Company are of a type which combines the
advantages of cross-seats, prepayment fare collection, inclosed
platforms and in summer as free circulation of air as can be
had on an open car owing to the absence of the end bulkheads
in the car and the use of drop sashes in all the platform win-
dows. The Third Avenue Railroad cars are another type
which is equally well adapted to congested city service in sum-
mer and winter. On the Pacific Coast the so-called California-
type car, in which about half the seats are in an open-side sec-
tion and the remainder are in a closed section, is used in large
numbers, both for city and interurban service. This type of
car is adapted only for mild and equable climates and has not
heen used in the Eastern or Northern States. The one-side
convertible cars of the Northern Ohio Traction & Light Com-
pany are adapted only for single-end operation. The cross-
seats are made in a long section against the closed side and a
short, removable section against the open side. When used as
a closed car the short sections are removed to form an aisle
along the side of the car.

SEATING ARRANGEMENT

The use of cross-seats with a narrow center aisle instead of
two longitudinal seats and a wide aisle is now quite general
for city cars. Experience with semi-convertible cars with
cross-seats demonstrated the feasibility of handling heavy loads
in spite of the narrow aisle, and the greater comfort of both the
seated and standing passengers was an argument in favor of ~
cross-seats. The strongest objection to the narrow aisle was
that it retarded the conductor in collecting fares and caused
him to jostle the standing passengers as he moved backward
and forward through the car. The prepayment method of fare
collection overcomes this objection.

The semi-steel cars of the Pittsburgh Railways have a longi-
tudinal seat along one side and cross-seats on the opposite side
separated by an aisle 37-in. wide as compared with a 22-in. aisle
on cross-seat cars of the same width inside. The arrangement
of seats near the entrance and exit doors is an important detail
and a wide variation is found in cars of the same general type.
In the semi-convertible pay-as-you-enter cars of the Third
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Avenue Railroad there are 10 cross-seats on each side of a
30-ft. body and folding double longiiudinal seats are placed in
each of the four corners adjoining the entrance and exit door
openings. This arrangement provides the maximum poss.ble
number of cross-seats without interfering with the free move-
ment of passengers in or out at either end of the car. The
other extreme in a cross-seat car is found in the single-end
cars of the Indianapolis Traction & Terminal Company, which
have six cross-seats on each side at the forward end and two
longitudinal seats 13 ft. in. long at the rear. The longitudinal
seats of the Metropolitan Street Railway cars are cut back
about 3 in. for a distance of 30 in. away from the bulkheads so
as to increase the width of the aisle near the end doors.

The spacing of cross-seats longitudinally, as shown in the
table, varies from 2934 in. to 33 in. The usual allowance of 16
in. of length per passenger in longitudinal seat cars compares
with a 32-in. spacing for cross-seats. There is a tendency to
increase the distance between seats, especially in cars used for
long runs on account of the greater comfort of passengers.
While a difference of 1 in. or 2 in. in the seat spacing does not
appear to be important it affects the entire body fram.ng and
must be taken into account in making comparisons of weight
and seating capacity per foot of body length.

The desire to provide as many seats as possible has led to
the use of fold'ng seats on the platforms. The Birmingham
single-truck cars and the prepayment cars of the Metropolitan
Street Railway and the Third Avenue Railroad, among others
included in the table, are provided with seats of this kind.
From four to six passengers may be seated on the front plat-
form of a car without interfering with the motorman or the
exit of passengers. The latest Pittsburgh cars have no front
platform; the longitudinal seat on the left-hand side is carried
forward to the extreme end of the car and the motorman is
separated from the passengers only by a pipe railing.

PLATFORMS

Before the introduction of the prepayment method of fare
collection the ordinary length of platforms on closed cars
varied from 4 ft. to 5 ft. This has been increased in most pre-
payment cars to from 6 ft. to 7 ft. 6 in. The earlier designs of
prepayment cars had excessively long platforms, but experi-
ence has shown that the successful operation of cars of this
type does not require platforms longer than 6 ft. The all-steel,
single-end, pay-as-you-enter cars put in service in Montreal in
1007 had rear platforms ¢ ft. 8 in. long, and the pay-as-you-
enter cars of the Cleveland Railway, built in 1908, had plat-
forms 8 ft. long. In contrast with these long platforms may be
mentioned the single-end pay-as-you-enter cars of the Detroit
United Railway with 5-ft. 10-in. platforms and the Jacksonville
pay-as-you-enter cars with 5-ft. platforms. The latter cars,
however, have the bulkheads set in about 20 in. from the corner
posts. The platforms of the Capital Traction Company’s pay-
within cars are 5 ft. 7 in. long.

The maintenance of long platforms supported by wooden
sills bolted and clamped to the body underframing is a serious
problem, and in most of the recent designs of long-platform
cars metal side knees carried well back toward the body
bolsters have been used. One prominent car builder employs
two channels bent to the proper shape and bolted together with
spreaders to form a shallow truss, while another builder uses
riveted plate girder knees.

The arrangement of platform steps, doors and gates, parti-
tion railings and body end doors of prepayment cars is very
varied. Hardly any two designs of cars built during the past
year have been alike in this respect. The individual ideas of
the car builders and their customers have largely governed the
design of platforms. The patent situation with regard to the
details of prepayment platforms is very complicated, and to
some extent, at least, has been responsible for the numerous de-
signs now in use. It is interesting to note in this connection
a marked tendency toward the use of platform doors or gates
as a means for effectually preventing boarding and alighting
accidents.

ELECTRIC RAILWAY JOURNAL.
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CAR FRAMING

In nearly all of the recent types of double-truck cars more or
less stecl has becn used in combination with wooden members
for the underframing and body framing below the window sills.
All-steel construction has not yet been developed to the point
where it can compete in first cost and low weight with wooden
construct.on rcinforced with steel. Unlike a steam railroad
car body, a street car is not subjected to sevcre draft stresses
which must be transmitted from end to end through the under-
framing, nor is it necessary to provide great strength against
collisions. On the other hand, it is subjected to severe longi-
tudinal stresses due to the rapid and constant acceleration and
braking, and also to severe transverse stresses when passng
around sharp curves. Utilization of the strength of the car
side below the windows to carry the vertical stresses rather
than a number of longitudinal sills in the bottom frame has
produced greater stiffness for the same or less weight. Where
drop sash are used with wood side panels this result 1s ac-
complished by introducing a thick steel plate, 1o in. to 12 in.
wide, to reinforce the side sills. Overhang and drop truss rods
are also employed to stiffen the car side. Diagonal braces in
the floor framing are essential in street car construction owing
to the cross-bending and twisting stresses set up when running

UNIT WEIGIITS OF CARS.
Weight Wt per F't. Wt per
RailwayCompany. per Seat. of Length. Sq. It

CLOSED.
Birmingham Ry., Lieht & Power"...... 831 ‘ 820 93
United R. R., San Francisco......c...... 1105 1125 126
Denver City Tramway, g4-motor......... 738 874 107
Denver City Tramway, 2-motor......... 689 816 100
Washington Railway & Electric Co...... 795 838 101
)acksonvllle TElectric. B0 : i wve i s s 757 Sy 98
Georgia Railway & Flectric Co.......... G 830 102
Georgia Railway & Electric Co*......... 712 632 78
Chicapo RailWaySe vsige s s e e o oe mwios oo 132 1078 131
Springfield Consolidated Railway* 678 550 69
Ft. Wayne & Wabuash Valley Traction®.. 628 627 73
Indianapolis Traction & Termninal Co.... 1012 931 110
Detroit United Railway................ 973 089 119
United Railways, St. Louis.......cvvv.n.. 993 1030 117
Public. Service Railway ¢ commans oo sson 1110 084 ILS
F J & Railway, s oo emeseoe s 050000 1158 1096 129
Metropolitan Street Railway............ 808 809 98
Cleveland Ratlwayiis s e s savon e 834 800 100
Philadelphia Rapid Transit............. 945 859 113
Tacoma Railway & Power Co........... 622 780 112
Milwaukee Electric Railway & Light Co.. 960 1000 117

SEM1-CONVERTIBLE.
Capital Traction Coumee i« s-iss s 5555 934 820 97
Capital ' Draction “Cosms qssieios s s s srou s v 1202 1100 126
Chicago & Milwaukee Electric Railway.. 1000 1059 122
United Railways & Electric Co...oovnnnn 1000 960 118
Boston Elevated Railway............... 1019 1098 127
Boston & Northern Street Railway...... 1070 1083 128
Grand. Rapids RaAilway. : s v eseiss s @e 951 736 81
Twin City Rapid Transits e seee - o 923 098 119
Brooklyn Rapid Transit.......... ek 975 920 115
Rochestet RailWaV::asss: swses s siwwe s oo 1156 1092 131
Syracuse Rapid Transit Railway........ 1242 1162 Py
Third Avenue Railroad................ 763 834 08
Pittsburgh Railways. . 842 1028 128
San Antonio Traclmn Co ............... 1018 914 112
Utah Light & Railway Co......... 1090 1090 128

OprenN AND CALIFORNIA TYPE.
Los Angeles Railway (Cal.).o..oovn..n. 817 816 99
Northern Electric Railway (Cal)...... 817 91s 110
Northern Electric Railway (Open)...... 387 761 04
Boston & Northern Street Railway...... 517 886 98
Coney Island & Brooklyn............ i 386 643 74

*Single-truck cars.

around sharp curves. Some car builders introduce these mem-
bers at the corners between the bolster and the end sill, while
others frame them in the center between the bolsters. They
are not so necessary in steel underframes, where gusset plates
can be used to stiffen the corners and hold the framing square.
A comparatively recent development in car body framing is
the use of cast-steel body bolsters. The loads carried by the
side framing must be transmitted to the truck center plates
through the bolsters and these members of the underframe
must be strong and rigid. The Denver City Tramway has been
using cast-steel body bolsters for nearly three years at a con-
siderable saving of weight over built-up bolsters. The 1910
report of the Engineering Association committee on equip-
ment contained an interesting and valuable discussion on car
framing in which several principles of design were given.
The problem of reducing the weight of city cars is still
absorbing the attention of car builders. Progress is being made
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in the direction of eliminating unnecessary weight in the in-
numerable small parts not subjected to severe stresses rather
than in the principal members of the framing, where both
strength and stiffness are essential. Studies of detail weights,
such as have been made by the Boston & Northern Street Rail-
way and other companies have furnished data which have
never before been in the hands of the designers of cars. Even
the car builders did not know the weight of the cars which
they built a few years ago. The effort to reduce weights has
been directed chiefly toward the car body, but it will be ob-
served from the table on pages 22 and 23 that the weight of
the trucks and electrical equipment in most cases exceeds the
weight of the body. There is an opportunity for reducing the
weight of these parts also.

Comparisons of car weights should take into account condi-
tions of climate, schedules and track. The weight per seat is
perhaps the most common basis of comparison, and weight per
foot of length and weight per square foot of floor area have
also been proposed as units. In the accompanying table of
unit weights of a number of cars of recent design the compari-
son has been made in each of these three ways. The weight
used in each case is the total weight of the car, trucks and
equipment. The length is the length over bumpers and square
feet of floor area was computed by multiplying the length over
bumpers by the width over belt rail.

The wide variations in these ratios are apparent from an in-
spection of the table. The weight per seat for closed cars
varies from 622 1b. to 1324 lb. Single-truck cars weigh per
seat nearly 40 per cent less than the average for double-truck
cars, while open cars weigh as low as 357 Ib. per seat. The two-
motor and four-motor cars of the Denver City Tramway have
the same bodies and trucks, but the difference in the weight of
the electrical equipment alone is reflected in a striking manner
in the three ratios which are given in the table on page 25 of
this issue.

&

APPLICATIONS TO BUILD TRACKLESS TROLLEY LINES
IN GREAT BRITAIN

Sixteen applications have been made to Parliament for
powers to establish trackless electric railways in various
localities throughout Great Britain. Some of these proposals
are from local authorities, some from existing tramway
companies and others are from companies formed expressly
to build trackless lines. Leeds, Bradford, Sheffield and
Newcastle have already received permission to operate
trackless tramways and powers are being sought by the
Northampton Corporation, Halifax Corporation, Malvern
Electric Traction Company, Matlock District Railless Trac-
tion Company, Brighton, Hove & Preston United Omnibus
Company, Aberdare Urban District Council, the Maccles-
field & District Railless Electric Traction & Electricity
Supply Company, Rotherham Corporation, the Croydon &
Southern District Railless Electric Traction Company,
Newcastle-upon-Tyne Corporation, the Western Valleys
(Monmouthshire) Railless Traction Company, the Rother-
ham, Maltby & District Railless Electric Traction Com-
pany, the Oldham & Saddleworth District Electric Railless
Traction Company and the Chiswick Urban District Council.
At present no trackless trolley systems are operated in
Great Britain:

©.
A 4

Attorney-General O’Malley, of New York, after reviewing
the work of his department during the year, recommends
that power to equalize special franchise assessments should
be given to the State Board of Tax Commissioners, thus
rendering it unnecessary to apply to the courts, the latter
having decided that special franchise assessments must be
equalized at the rate at which local real property is assessed.
Mr. O’Malley also urges an amendment to the tax law pro-
viding that the occupation of a highway by a public service
corporation shall be prima facie evidence of the existence
of the special franchise.

[Vor. XXXVII. No. 1.
THE AMERICAN ELECTRIC RAILWAY ASSOCIATION

BY ARTHUR W. BRADY, PRESIDENT

The American Electric Railway Association represents a
growth of more than a quarter of a century and now embraces
within its membership all classes of electric railways, surface,
elevated and subway, urban, suburban and interurban, as well
as partially electrified steam railroads. It owes its existence to
the principle of co-operation that has played so large a part
in the advancement of the material growth and prosperity of
this continent. The principal questions confronting the elec-
tric railway industry in policy, management and operation are
much the same north and south, east and west. The trend
of events is to increase the similarities, rather than the di-
vergencies, in these questions. It is obvious that the sub-
stantially identical problems constantly presented for solu-
tion at points hundreds or thousands of miles apart can be
solved most wisely and permanently through the co-operation
of all affected by them, so that the conclusion reached by one
management may represent the combined thought and experi-
ence of many, The American Electric Railway Association is
intended to afford the opportunity for this necessary co-opera-
tion. The measure of its success is the extent to which it has
furnished and is furnishing this opportunity.

The objects of the association are largely accomplished
through its affiliated associations, the Engineering, Claim
Agents’, Transportation & Traffic. and Accountants’ asso-
ciat’ons, which deal with practical questions affecting all
branches of electric railway operation. The high quality and
the amount of work which these associations have done in
the past demonstrate the standard which these bodies have
set for themselves. The work planned by them for the coming
year will open up some new fields and add to results ac-
complished in old ones.

The work of the parent association is naturally of a dif-
ferent character from that falling within the scope of the
affiliated associations. It affects the industry at a different
angle. Generally speaking, the parent association deals, on
the one hand, with those problems which affect the fundamental
rclations between the electric railway industry and the public,
and, on the other hand, with those internal concerns of elec-
tric railway management which affect the business as a whole,
rather than some particular part or department of it.

A brief reference to part of the plans which have been laid
for the coming year will indicate some of the things that the
association is doing.

Of the questions affecting the relations between the com-
panies and the public none is more important than those re-
lating to the permanence and terms of franchises, withont
which electric railroads cannot exist, and to the kind, extent
and method of public regulation. The determination of all
such questions under a popular form of government depends
finally on the views which the public shall adopt concerning
them. The education of the public to the point of a correct
conclusion has not been accomplished in some prominent in-
stances without extended periods of stress and struggle,
costly, if not disastrous, to both railways and public. There
should be some better method of arriving at correct views.
War in industrial affairs is to be deplored almost as much asin
affairs of state. In either case victory is determined by force,
not reason and justice. There is no freason for wonder at
the universality with"which false views on electric railway af-
fairs have been entertained by the general public. The sincere
enthusiasm of honest promoters, combined with extraordinary
profits, real or apparent, of earlier yeats, tended to create
the belief that every franchise was a mine of wealth. Dis-
illusionment on the part of owners and managers came
quickly, as the concurrence of shrunken income and extended
rides was disclosed, and as demands for extensions and im-
provements, for renewals and replacements had to be met.
The general public, however, knew little of these develop-
ments and has often continued to cling to the old view. Recog-
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nition of the mutnal interest of public and company, and of the
fact that an unfair and excessive burden upon a company will
necessarily at some time and in some way be shifted to the
shoulders of the public, has made way with discouraging slow-
ness.

This question of fostering the formation of correct views
on all matters relating to franchises and regulation will en-
gage the especial attention of the association during the
present year. Work done in this direction comes within the
purview of the committee on public relations. It is expected
that part of the results of its labors will be submitted to the
members of the association before the winter is over.

At the recent convention in Atlantic City two subjects were
decided to be of sufficient importance to require the appoint-
ment of additional committees to consider them particularly.
One of these subjects is that of taxation. An exhaustive re-
port read at the convention disclosed the heterogeneous charac-
ter of the systems—if they may properly be called such—for
the taxation of electric railway properties. The burden of
taxation is a heavy one for every company and rarely can it
be reduced, even when business conditions necessitate the
cutting down of every other item of expense. The importance
of the subject is so clear that unquestionably the convention
acted with wisdom in authorizing the appointment of a com-
mittee to give it attention. The committee has been named, and
the plans for its work are being laid.

The other subject referred to is that of the proper basis for
the determination of rates and fares. This subject is of
fundamental importance, the success of even the most favorably
situated companies depending on the correct solution of the
problem presented. In these days, when the fixing of rates
and fares by legislatures, commissions and municipal bodies is
constantly up for decis‘on, the matter is of more than usual
importance. The committee to consider this subject has been
appointed and its work is under way.

The association will continue to give attention to matters
affecting the relations between electric railways and the
federal government. The increased number of matters at
the national capitol which the committee on interstate com-
merce commission affairs has been forced to look after has
caused a change of name to that of the committee on federal
relations. The increased powers and duties of the Interstate
Commerce Commission are of themselves likely to multiply
the matters before the commission itself requiring the at-
tention of the committee. In addition to these, and to matters
of federal legislation, attention must be given to the two com-
missions authorized at the last session of Congress, one to
deal with the reguilation of capitalization and the other with
employees’ compensation. It may be found wise to arrange
for hearings on behalf of the association before these com-
missions.

Arrangements have been made to keep member companies
advised of proposed legislation affecting those electric rail-
ways engaged in interstate commerce and therefore subject
to federal legislation. The number of such companies is now
large, and even those not subject to the interstate commerce
acts have an interest in legislation of this character, for it is
likely to serve as a model for State legislation.

Another item of general interest relating to the federal
government is that of compensation for carrying United States
mail. This matter stands apart from other federal affairs and
falls to the charge of another committee. This subject will
receive renewed attention during the year, and it is hoped that
some real progress will be made. )

The highly practical value of the work which the associa-
tion has already done through its committee on insurance is
generally recognized. This committee will continue its ef-
forts, and hopes to put into workable shape certain plans which
it has developed and which it believes will accomplish important
‘results for the industry.

The association has at all times taken an interest in matters
affecting the welfare and the training of employees. Tt is
well understood that opportunity exists for the accomplishment

associate members.
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of valuable resuits on both of these lines. This is work which
an international organization such as the American Electric
Railway Association is especially fitted to do. The committees
which have this work in charge will continue to give it atten-
tion with a view to reaching practical results.

In all of its work the American Association is proceeding in
a spirit of close co-operation with the various State and dis-
trict associations. These associations and the American As-
sociation have but one common purpose—the advancement of
the electric railway industry. This being so, the work of all
should be so planned and carried out that, as far as possible.
each will support and supplement the other. With this end in
view, the practice was first instituted last year, and will be con-
tinued, of placing on the committee on public relations the
presidents of these various associations. The field of this
committee’s work is so broad and important that any conclu-
sions reached should be much more than a reflection of local
views. Assurance that this will be the result is given by the
widely representative character of this committee brought
about by the practice referred to.

The extent to which the association can accomplish all that
such an association should accomplish depends largely on the
degree of unanimity with which it has the support of the elec-
tric railway industry within its territory. This support has
always been freely given to the association, but there are still
a number of companies which should become active members.
and a much larger number of individuals who should become
The committees on active membership and
associate membership respectively are planning active cam-
paigns, and by the next convention the association should be
more nearly representative than ever before of the entire elec-
tric railway industry of the United States, Canada and Mexico.

Last Januarypfor the first time, a mid-year conference was
held at the offices of the association in New York. This prac-
tice will be again followed this year, and Jan. 27 has been
fixed as the date. The sessions at this conference are executive
in character, and the opportunity is presented to discuss freely
some of the more important questions relating to electric rail-
way companies. The success of the conference last January
demonstrated the wisdom of the innovation, and all signs point
to a meeting fully as successful on Jan. 27. Assurances have
been given of the presentation of matters which will be of un-
usual interest and profit to all who attend.

Tt is the belief of those who have closely watched its prog-
ress that the association is year by year becoming a more
potent instrument for good to electric railway companies,
whether members or not. Every year should mark a decided
gain, not merely in the numerical and financial strength of the
association, but also in the beneficial results which the associa-
tion is accomplishing for its members. If the plans which
have been partially outlined above are carried out, as it is ex-
pected they will be, the present year will mark such a gain.

&

ELECTRIC TRACTION IN SPAIN

The society Hijos de Francisco Gambus Solex has applied
to the Governor of Barcelona for authorization to build an
electric station for the supply of light and motive power in
Olesa de Montserrat and to a factory in Monistrol. The “Linea
de Barcelona al Vallés” is the title of another Barcelona com-
pany just formed to construct trammways for linking the towns
named. A third Barcelona company, styled “la Sociedad de
Tranvais de Barcelona 4 San Andrés,” is seeking a concession
to build an extension to San Andrés from the Horta terminus
of the Barcelona to Horta electric line.

&
v

Governor Marshall of Indiana presented his address to the
State Legislature on Jan. 3, 1911. The only recommendation
by him which affects the. electric railways relates to the ad-
visability of passing a law to give interurban railways the right
of eminent domain to remove obstructions near the right-of-
way which interfere with the view of the crews of cars.
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THE AMERICAN ELECTRIC RAILWAY ENGINEERING
ASSOCIATION

BY W. J. HARVIE, PRESIDENT

During the last few years the American Electric Railway
Association and its affiliated associations have been progressing
wonderfully, and in no case is this progress more noticeable
than in the Engincering Association. The work done and
the results produced have increased in volume and value to
such an extent that the problem of providing time enough
Loth for the work of its committees and for the proper han-
dling of the committee reports is becoming a very serious one.

It is needless to review the stages by which this has come
about. Suffice it to say that if the present rate of increase
continues (and there appears to be no reason for assuming
otherwisc) some very radical departure from present methods
for conducting the association work must be devised in order
to provide the time required and to obtain the best results.

The work of the past year has been very gratifying, and
has resulted in the crystallization of a number of matters
that have previously been before the association, among them
the matter of laying out definite lines of procedure for the
main portion of the association’s work. The method of adop-
tion of standards was most thoroughly investigated and the
general plan previously laid out continued. A committee ap-
pointed for the purpose is at present engaged in further ampli-
fying the present scheme. The work this year will follow
strictly the outlined procedure, and should therefore be even
better than that of last year.

The matter of ratification of standards and recommended
practice by the American Association by letter ballot instead
of by acclamation on the floor of convention is a step which
is in line with the best practice of older associations, and
should inure to the benefit of all concerned.

The American Association and its affiliated bodics stand first
of all for the advancement of the electric railway industry,
and from this viewpoint welcome most heartily the various in-
quiries and suggestions which have come to them recently from
similar national or State organizations and contemplate the co-
operation with them of this association. Joint interest estab-
lished along the broad lines of betterment of the industries so
represcnted cannot but work to the advantage of thc organiza
tions concerned. The American Electric Railway Engineering
Association may be relicd upon to co-operate fully on any sub-
ject so far as it is in its power to do so on any basis that is
reasonable and equitable. That a great amount of good can be
accomplished by a closer relationship with other like associa-
tions cannot be questioned.

A glance at the work for this year as laid out shows that it
inclpdes the investigation of some very important subjects, and
the personnel of the various standing and special committees is
assurance that the ipvestigations of those subjects which are
taken up will be most thorough. It was this year deemed wise
to increase the membership of the various standing commit-
tees by 50 per cent, thus increasing the number of members on
each committee from six to nine. This increase of membership
¥ a most important move, and makes possible the opportunity
for a broader vision and a more thorough investigation of
subjects, both of which will make the deductions and recom-
mendations of committees and of this association of more value
than ever before. This enlargement of committee membership
should be carried still further from time to time as the asso-
ciation progresses and the industry develops. This year the
additional appointments were made for one, two and three
years’ service. This arrangement retires three committeemen
each year, and the three new appointments in future years will
be made for three vears each.

The appointment on committees of associate members who
may not be connected with member companies has resulted
in benefit to the association in several ways, and is also an
argument in favor of the increased size of working committees
as well as for an increase in associate members. The increase
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in number of associate members during the last year sets a
high mark for this year’s associate membership committee, but
the rearrangement of this associate membership committee
work, by which each of the affliated associations will have its
own committee on associate membership, should noticeably
increase the efficiency of this branch of the work.

The engineering association was never in better condition
than now to produce the best results with its organization. It
1s safe to say that it has before it this year more live subjects
than ever before, as well as the best facilities for investiga-
tion of these matters that it has ever had. Developments are
occurring so rapidly that it is extremely difficult to keep
abreast of the advance, to select the important matters and to
treat them rapidly cnough and with sufficient care to make
the conclusions both valuable and timely. It is only by broad-
ness of wview, co-operative effort and business methods that
this can be accomplished, and these conditions we are more
nearly approaching each year. This year will, without ques-
tion, add its full share of advancement to the total progress of
the Engineering Association.

THE AMERICAN ELECTRIC RAILWAY ACCOUNTANTS’
ASSOCIATION :

BY VVILLIAM‘ H. FORSE, jR., PRESIDENT

The first recorded meeting of a national body of street rail-
way accountants was the one held at Cleveland, Ohio, in
March, 1897, when the Street Railway Accountants’ Associa-
tion of America was organized. This was the predecessor of
the organization known since the Atlantic City convention of
1910 as the American Electric Railway Accountants’ Associa-
tion. The arch which spans the years between may be said to
represent thc development of street and interurban railway
accounting in America. At that first meeting the organizers
wisely selected as the keystone of the arch, “A Standard Sys-
tem of Accounts and Form of Report.” This keystone has
well fulfilled its purpose by serving as a strong center about
which are grouped the other features of the association work.

The association’s committee on standard classification of
accounts and form of report has rendercd valuable service
during the past decade. It has assisted the electric railways of
the country in bringing order and uniformity out of what was
formerly chaos in records and accounts. The committee is still
actively engaged in constructive work. When the Interstate
Commerce Commission was preparing the classifications of
electric railway accounts which became effective on Jan. 1,
1009, the committee was in session for days at a time with rep-
resentatives of the commission, and the commission makes
acknowledgment in its printed classifications of the aid ren-
dered by the commmittee in formulating these systems of ac-
counting.

As an outgrowth of the comimittee’s assistance in the prep-
aration of the Interstate Commerce Commission classifications
there is at present a permanent working arrangement between
this association and the commission. The arrangement pro-
vides that when any electric carrier submits a question under
the classifications of the commission the question and the pro-
posed reply of the commission shall be first submitted to the
members of the classification committee. Each member of the
committee considers the question and if any inconsistency or
unreasonableness is manifest in the proposed reply the sub-
ject is further discussed and a unanimous opinion agreed upon
before the reply is finally sent to the railway and the case em-
bodied in the official bulletins of the commission. The arrange-
ment has resulted in decisions which are practical rather than
purely technical. Every railway is benefited by the clearness
with which perplexing questions are interpreted.

During the past two years valiant work has been done by a
committee of our association working jointly with a commit-
tee of the Engineering Association. The appointment of this
committee was an expression on the part of the associations of
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the desirability for a closer working relation between them. At
the 1908 convention the president of the Enginecring Associa-
tion delivered an address on the relation between the engineer-
ing and accounting departments which indirectly brought about
the appointment of this committee. The report presented by
the committee at the 1910 convention treated in an able manner
the subject of cost accountjng as expressed by subdivisional
accounts, shop orders and the detail forins and records in con-
nection therewith, The committee has been cnlarged and con-
tinued during the coming year, and it will continue to accu-
mulate data of value to the member companics of the associa-
tion. Power costs, shop records which shall provide reliable
units for ascertaining costs of repairs, and the broad field of
manufacturing cost, with due regard to overhead charges, are a
few of the studies which will probably engage the attention of
the committee.

At the first convention of the Transportation & Traffic As-
sociation, which was hcld in 1908, a paper on the subject of
“Freight and Express Traffic" was presented and discussed. The
importance of uniformity in accounting for the revenue and
expense of this service was at once recognized and much in-
terest was manifested in considering the bases from which to
arrive at the proper conclusions. The same subject was dis-
cussed in the 1909 and 1910 conventions of that association and
it has been constantly realized that the subject is one of great
importance. In view of the experience of the steam railroads
in endeavoring to secure adequate cost records of particular
classes of service it is not at all unlikely that considerable diffi-
culty will be encountered in blocking out a system of account-
ing’ for the purpose of arriving at the real cost of handling
freight and express traffic on electric railway lines. Neverthe-
less, it is a fact that if a uniform plan is agreed upon and con-
sistently adhered to by the numerous electric railways engaged
in this business, it will greatly assist the owners and executive
officers in making comparison year by year of widely separated
properties operating under different conditions.” To gather all
possible data upon this subject a joint committee composed of
three members of the Transportation & Traffic Association and
a like number of accountants has been appointed with in-
structions to prepare a report for the next convention. The
task of the committee will primarily be to outline a plan that
can be used by electric railways in uniformly computing the
revenues and expenses of freight and express traffic.

The work of the joint committee will no doubt be facilitated
by the special investigations to be made by the newly appointed
committee on car miles and car hours. There is a wide field
of usefulness for this new committee. It is impracticable and
of little worth to make comparisons of costs per car mile
and revenue per car mile without taking into consideration the
varying factors which go to make up the unit. For example,
the mile made by a heavy interurban motor car and the same
distance traversed by a single-truck small-town car or by a
modern prepayment type car of the large city cannot be in-
telligently compared unless tonnage and other features are
taken into consideration. There must also be considered the
trailer car mileage, non-revenue mileage, etc., in order to secure
valuable data. The new committee on this subject will inves-
tigate and make recommendations for uniform practice in the
preparation of such statistics.

The interurban lines which exchange traffic, both freight and
passengers, have received particular attention from the com-
mittee on interline accounting, which presented a report at the
1909 convention outlining a system of accounting for interline
transactions. The committee has been continued for the com-
ing year and will take up the new problems which arise in con-
nection with this subject. Attention will also be given to de-
tails not mentioned in the 1909 report, which was a general
treatment of the subject.

It has been the policy of this association to study some phases
of accounting through the appointment of committees, while
other subjects are treated in the form of papers prepared by
accountants who are qualified by experience to present valu-
able ideas. It has also been occasionally found advisable to
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invite persons outside of the association to contribute to the
convention programs. It had been planned to have a paper on
the subject of “Overhead Charges” by Dean M. E. Cooley, of
the University of Michigan, at the 1910 convention, but the
author was unavoidably detained. This is a subject of con-
siderable interest to accountants and may be discussed at the
next convention. Two of the papers which were read at the
last convention had not been printed for distribution at the
convention, as is customary. These were the papers entitled
“Accounting Features of the Cleveland Street Railway Fran-
chise,” by Henry J. Davies, sccretary Cleveland Railway Com-
pany, and “Census and Electric Railway Statistics,” hy W. M.
Steuart, chief statistician for manufactures, Bureau of the
Census. The papers contained so many valuable data that they
have since been published in one pamphlet and distributed to
members of the association.

Our executive committee will meet during the latter part of
January and until then no definite plans for the next conven-
tion program can be announced. It has been suggested that
a paper describing the problems in the accounting of a small
property will be interesting, because of the ingenuity required
in simplifying records and forms. Methods adopted through
sheer necessity for simplicity are sometimes found surprisingly
valuable as eliminating waste and shortening labor. The prob-
lems of the little company, when well solved, are everywhere
interesting, for the accountant who can, with due regard to
clarity and accuracy, accomplish most in the elimination of
waste and the shortening of labor best deserves the title
“American Electric Railway Accountant.”

&.
»

THE AMERICAN ELECTRIC RAILWAY TRANSPORTA-
TION & TRAFFIC ASSOCIATION

BY H. C. PAGE, PRESIDENT

The outlook for the work of the Transportation & Traffic
Association in 1911 is most attractive. Although the associa-
tion is in only the third year of its existence, thc importance
of its field is being widely recognized, and the large and
enthusiastic attendance upon its meetings at the recent con-
vention of the organization demonstrated many possibilities
of usefulness to the industry as a whole. An excellent start
in the coming year's activities has been made by the executive
committee, which met in the general offices of the association
in New York on Nov. 22, nearly six weeks ahead of the
customary time of beginning preparations for the next con-
vention. Present at this meeting were J. N. Shannahan, C. E.
Learned, C. D. Emmons, J. V. Sullivan, A. Gaboury and the
writer, only two of the committee members being absent in
the representation of the entire country. This full attendance
enabled the work in sight to be gone over in a comprehensive
manner, and the subdivision of duties among the various com-
mittees of the organization was discussed in considerable de-
tail. The executive committee desires to keep in the closest
touch with the work of all topical committees and from the
beginning has exercised a general direction of activities which
will unquestionably tend to bring about positive results through
the co-operation of those responsible for the detailed investi-
cation of assigned subjects.

COMMITTEE ON SIGNALS

An important task is to be undertaken by this committee,
which has come into being this fall for the purpose of investi-
gating in a broad way the many pressing and interesting
problems connected with the safeguarding of traffic. In con-
junction with a corresponding committee of the Engincering
Association, the committee will make a thorough study of
systems of signaling and dispatching in present usc on high-
speed electric railways throughout the country, including inter-
urban, suburban, elevatcd and underground lines. Both auto-
matic and manually opcrated block signaling are to be reviewed,
and a spccial effort will he made to set forth the principles
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which bear upon a maximum of safety in the operation of elec-
tric railways. The formation of a committee on this subject
arises from the belief held by many operating officers that too
great a diversity exists in apparatus and methods for the safe-
guarding of traffic, and that the influence of localities is less im-
portant in signaling and dispatching than in many other
branches of electric railway service. In other words, given
the same conditions of alignment, grade, speed and frequency
of cars, a system of signals applicable to the movement of
traffic in Ohio ought to be equally useful in New Hampshire
or New Jersey. The advantages of taking a few steps toward
more standard equipment and methods need not be enlarged
upon except to emphasize the tendency toward safer opera-
tion which must result from greater uniformity, particularly
at intersection points of different railway lines. The use on
a single road of a number of signals greatly diversified in
type is a source of great inconvenience to transportation em-
ployees.
COMMITTEE ON PASSENGER TRAFFIC

On the floor of the 1910 convention the point was well made
that too little consideration has thus far been given to the
problems of increasing the every-day or routine business of
electric railways, in view of the extensive discussions which
bave centered around the development of pleasure riding, ex-
cursion business and extraordinary demands of one kind and
another upon the operating organization and its equipment.
The executive committee feels that there is an opportunity
here for work of the most suggestive character, including the
consideration of methods of encouraging short-distance rid-
mg, admittedly highly profitable to operating companies, the
meeting of competition in local and suburban service, and, in
general, the adaptation of transportation facilities to the life
of specific communities in such a way as to draw out the
highest annual per capita patronage. While the detailed prob-
lems which this committee will investigate this year have not
yet been set forth, the work will be directed along the fore-
going lines in the hope of securing recommendations which
will be of value in enabling the member companies to enlarge
their regular business and still further to remove electric rail-
way service from that point of view which considers even
short rides a luxury, and to bring it still closer to the list of
vital necessities of modern life in the public mind.

COMMITTEE ON EXPRESS AND FREIGHT TRAFFIC

The growing importance of electric railway freight and ex-
press service renders the work of this committee of great in-
terest to the member companies. The work of the coming
year will be directed along the lines of promoting the general
advancement of the electric railway as a common carrier
within the special fields in which its rapidity, accuracy and
reasonable cost of service enable it to perform a unique duty
to the community; of bringing home to sections at present
without a large express development the results which may
fairly be anticipated from such service, and of making a thor-
ough investigation of the various State and municipal require-
ments and regulations bearing upon this branch of the busi-
ness. The great variety of regulations now in force in dif-
ferent localities tends to create unnecessary burdens upon
the companies and to hamper the full and free development
of the setrvice as a highly organized modern convenience. The
committee will endeavor to frame a set of rules and regula-
tions which it considers reasonable, and will sift in detail ‘the
satisfactory and troublesome features of existing regulations
drawn from many parts of the country.

SPECIAL COMMITTEE ON EXPRESS AND FREIGHT ACCOUNTS

At the meeting of the executive committee in New York in
November it was voted to form a special committee of three
members on the important subject of express and freight ac-
counting. This is now in process. The committee is to confer
with the corresponding committee of the Accountants’ Asso-
ciation regarding the proper methods of keeping records of
the earnings and expenses of express and freight departments,
going further into details than was possible in the report of
the committee on freight and express traffic to the 1910 con-
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vention of the association. It is generally recognized that
without a fairly accurate knowledge of the cost of providing
specific express and freight services there can be no intelli-
gent development of such business in the future, and no satis-
factory basis for the maintenance, change or defense of ex-
isting rates. The handling of merchandise within special
fields is destined to become a fundamental source of electric
railway revenue within a comparatively few years, and the
importance of adequate accounting methods particularly suited
to the size of the property involved needs no further comment.
It is indisputable that not a few companies are at present
furnishing the public with an efficient express and freight-
handling service without certain knowledge of the extent to
which the facilities maintained are profitable. This was thor-
oughly appreciated by the 1910 committee.
COMMITTEE ON TRANSFERS AND TRANSFER INFORMATION

Important work awaits this committee this year in carrying
the report of the 1910 committee further afield, namely, in an
investigation of the relation of the transfer to the operation
of prepayment cars; in the study of the percentage of waste
resulting from the practice of dating transfers and punching
out the date before the conductor’s period of service begins,
and in the study of existing laws relating to the transfer.
The able paper on transfers read at the 1910 convention has
done much to stimulate work along these lines, and the great
importance of the transfer problem in relation to operating
revenue and a reasonable refurn upon the investment in the
properties justifies the expenditure of a large amount of time
and energy upon it. .

] COMMITTEE ON TIMETABLES AND SCHEDULES

The work of the past year will be continued by this com-
mittee, and some matters of definition will be taken up,
notably that of the words “tripper” and “extra,” in addition
to previous definitions of traffic terms bearing directly upon
the important matter of schedules. Other topics to be dis-
cussed by the committee will be, the best methods of ascertain-
ing schedule speed, problems bearing upon meal reliefs, the
revolving extra list, and a complete study of schedules and
timetables as applied to interurban railways.

COMMITTEE ON THE TRAINING OF TRANSPORTATION EMPLOYEES

Efforts to improve the quality of transportation employees
will constitute the foundation of this committee’s work in
1911. The important question of permanent records of train-
men and others will be considered; the determination of the
minimum proper breaking-in period for both city and inter-
urban service will be attempted; the maintenance of records
during this period, and State and national regulations affect-

_ing the employment of trainmen will be investigated. On ac-

count of the intimate concern which the public has with the
subjects of both this and the preceding committee’s work, a
thorough study of the topics assigned in each case is antici- .
pated, with permanent recognition of the possible benefits to:
be gained by the service from the strengthening of weak spots
in the selection and training of car service employees.
COMMITTEE ON INTERURBAN RULES

Prepayment car service will occupy a prominent place in
the discussions of this committee, and an effort will be made
to formulate suitable rules governing trainmen on interurban
lines who may be charged with the handling of equipment
of this particular type. Conferences will be held by the com-
mittee with the committee on city rules, with a view toward
eliminating points of ‘c'onﬂict in the regulations of‘op'erati'ﬁg
companies. The importance of governing all trainmen in the
same general territory by rules which are consistent with a
given operating policy is almdst""sélf—evident:" Another con-
ference session is planned for the committee with a commit-
tee of the American Railway Association, the topic for dis-
cussion being differences in the operating rules of steam and
electric interurban railways. The possibilities of bringing the
rules closer to a common meeting point will be considered,
and, if feasible, recommendations will be made so as to take
advantage of the best experience of both classes of trans-
portation,
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COMMITTEE ON CITY RULES

This committee will confer with that on interurban rules
as above indicated, striving to secure a more uniform wording
of rules having similar meanings, and endeavoring to improve
the service jointly given by interurban and city lines on
through routes. In view of the larger use of prepayment cars
on city lines, even more attention will probably be given to
rules for the operation of this type of rolling stock than was
accorded it by the previous committee.

CONVENTION MATTERS

The writer desires to express his commendation of the
plan of stimulating the growth of membership through the
activity of the branches of the parent organization. The
benefits which an associate member obtains for a nominal
‘sum are very great. President Brady's influence in thus sub-
dividing the growth of membership is deserving of much
praise. The value of the papers, proceedings and privilege of
attending the conventions is far beyond the cost to the associate
member.

In conclusion, the writer desires to emphasize the impor-
tance of the member companies adopting a liberal policy in
sending their men to conventions with positive instructions, in
the traffic department, to take part in or at any rate to be in
constant attendance upon the meetings of the Transportation
& Traffic Association. If possible every man sent from an
operating company should figure in some way in the proceed-
ings, at least in attempting to take part in discussions, which
are often the most vital features of conventions, since they
bring out differences in practice in all parts of the country
and enable united action to be taken with justice to all sec-
tions. Committee work is exacting and consumes valuable
time, but companies which are willing to pay the cost of mem-
bership should be willing to do all that they can to insure the
highest possible return on their investment. This means that
officials should be permitted to take sufficient time from their
regular duties to perform committee work, and where this is
the practice a long step has been taken toward reaping the full

benefits of membership.
.

THE AMERICAN ELECTRIC RAILWAY CLAIM AGENTS’
ASSOCIATION

BY H., V. DROWN, PRESIDENT"

The general manager of one of the big street failway systems
remarked to a friend at the last Atlantic*Gity,convention: “If
you want to get on a live wire, drop in at one of the Claim
Agents’ meetings.” Had his friend acted on the suggestion he
would have found a body of earnest men who had not left
their busy desks at home with a feeling that they were going
on a junketing trip at the expense of their companies. On
the contrary they had come to the convention to work and
learn, and to exchange with each other the results of their
observations and experience.

Although the number of claim department representatives
at the last convention was the largest since the organization
of the Claim Agents’ Association, which began with the getting
together of a handful of men at St. Louis in 1904, there was
apparently not a single absentee at any of the meetings. Could
the executive officers of all the street railway companies of
the country have attended one of our meetings, as did the
general manager referred to, I am sure that each company
would have at least one claim department representative at our
next convention. It is a significant fact that practically all of
the claim agents who have been regular attendants at our
conventions and have gone into the work earnestly report a
gradual decrease in their expenditures. Certainly no man can
stand alone in this or any other complicated business, and the
fact that these men have been constantly exchanging their
best thoughts and ideas with other men who have been de-
voting the best part of their lives to the work 'must have
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helped them greatly in achieving the excellent results which
they have shown. The time has passed when the claim depart-
ment was frowned upon as a necessary evil and profanely
referred to as the “rat hole” of the treasury. Broad-minded
executive officers to-day look upon the expenditures for acci-
dents and damages much as they do on taxes or depreciation
in rolling stock. They insist, however, that their claim depart-
ments be conducted in a clean, thorough and businesslike man-
ner, to the end that the total expenditures for this account be
minimized to the utmost and, at the same time, that the busi-
ness be handled in such a manner as to promote confidence in
and respect for the company and that the men engaged in
the work be up to the minute with the latest and best methods.
No man can keep up to date and fill these requirements unless
he profits by the experience of others. To do this he must
come in personal contact with the other men in his calling.
Therefore, I cannot too strongly urge those claim men who
have not attended our meetings to make every effort to join
us in our I19II convention. After they have once attended I
am sure they will be with us each year thereafter. It is not
likely that the executive officers to whom they report will re-
fuse to send them as delegates if the matter is presented in
the right way.

The papers read at the last convention and the discussions -
thereon were not only exceedingly interesting to members of
our association, but attracted wide notice among street railway
men in general. These papers were not hastily thrown together
at the last moment. On the contrary they were the result
of much thought and research. The subjects were assigned to
the writers early in the year so that plenty of opportunity was
given for careful study and the gathering of data. The sub-
jects committee appointed this year is  busily engaged in
selecting subjects for papers at the coming convention. The
members of this committee are especially well fitted for the
work, and an excellent list of subjects will be made up, and
men will be chosen to treat them who will furnish papers well
worth while. Some of these papers will be founded on statis-
tics gathered from all the member companies. I earnestly
urge that all members reply promptly and fully to any in-
quiries for such statistical information so that the results may
be of permanent value to us all.

QOur association has endeavored to secure beneficial results
for its membership along a number of different lines, but its
most conspicuous efforts have been in the promotion of two
radical movements, viz., the prevention and proper handling
of accidents and the establishment of a national index bureau.
The former has already given results of inestimable value in
reducing casualties and increasing the efficiency of employees.
When more fully developed through the general co-operation
of the member companies the index or reporting bureau will
without a doubt be the direct cause of substantial reductions
in claim expenditures.

A great deal has been said in our conventions and a number
of interesting and instructive papers have been written on
accident prevention and instruction of employees, but the most
earnest exponent of the work, and the man who probably had
most to do with promoting it, is F. W. Johnson, of Philadelphia.
Although others have done some work in this direction in
recent years, he was apparently the first to take it up in earnest
and make a comprehensive study of it, and many of his methods
were entirely new. The results which he obtained in increas-
ing the efficiency of employees, reducing accidents and increas-
ing the number of witnesses obtained to accidents are now gen-
erally known. A great many companies, and practically all
those that have had claim representatives at our conventions,
are now carrying on this work in some form or other with
marked success.

The movement for a national index bureau, more recently
put into effect, has been for many years the claim agent’s
dream, but ways and means of establishing it were not in sight.
It was with the idea that some plan could be devised for bring-
ing it about that a few.claim agents met in St. Louis in 1504 and
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organized what is now the Claim Agents’ Association. Nothing
concrete was accomplished, however, at that time, as we were
then not connected with the American Street & Interurban
Railway Association, and our members lacked the full support
of their employers. After our association was affiliated with
the parent body, the proposition began to tak form. Each
year the desirability of a central reporting bureau which would
be available to every member company was discussed. All
agreed that such a bureau would be of tangible value and
give the members something to which they could in later years
point with pride and with satisfaction. All along H. R.
Goshorn, general claim agent of the Philadeiphia Rapid Tran-
sit Company, had taken a most active part in promoting the
project, and naturally when a committee was chosen in 1908 to
look into the matter he was put at its head. He devoted a
great deal of time to a study of the situation, and it was
through his efforts that the officers of the parent body became
interested and were persuaded to give it moral and financial
support.

Mr. Goshorn, as chairman of the index committee, reported
to the 1909 convention at Denver that it would be more feasible
and practicable for us to accept a very reasonable proposition
made by the well-known and long-established Hooper-Holmes
Information Bureau, of New York City, than to attempt to
establish and maintain a hureau entirely of our own. Aside
from the question of economy, a great incentive for accepting
the Hooper-Holmes service was the fact that it had for many
years maintained a bureau including practically all the acci-
dent insurance companies, most of the steam railroads and
many of the trolley companies, thus covering the entire country,
and that from these companies it already had in its files
over 1,500,000 names of persons who had presented claims in
accident cascs. The proposition of this bureau was that, pro-
viding the parent body would contribute $500 per annum, the
bureau would index all claims reported to it at the rate of
5 cents each and would report immediately any duplicates
found, giving the names of the companies against which claim
or claims had been presented. The claims were to be reported
by the various roads direct to the secretary of the American
Electric Railway Association (H. C. Donecker, No. 29 West
Thirty-ninth Street, New York City), who would, in turn, refer
tham to the bureau, the bureau to look to the secretary for pay-
ment. The secretary, in his turn, would bill periodically the
companies reporting. The parent body looked so favorably
upon the proposition that the executive committee voted to
subscribe the $500 per annum. The proposition approved by
the Claim Agents’ Association was accepted by the parent body,
and the bureau is now in active operation. Any claim agent,
or other claim representative of a member company, can now
report his claims to the secretary, giving claimant’s name, age,
residence, occupation and date of accident, and he will imme-
diately Dbe notified if duplicates are found showing that any
claimant has previously been reported as having had a claim
or a damage suit.

To make this reporting service a complete success, every
‘personal injury claim must be reported. It should be. and by
this system can be, made almost impossible for a duplicate
claim for personal injury to be made in this country against
a street railway company without the various companies inter-
ested being immediately acquainted with the fact. This sounds
like a big and expensive proposition, but, on the contrary, when
analyzed it is found to be extremely simple and surprisingly
inexpeusive. The Public Service Railway Company of New
Jersey, which I represent, has reported every personal injury
claim presented for.more than a year past, and although our
system is a large one, as we cover practically all of the State
of New Jersey, I have found the task of reporting all our
claims very simple. It involves but a few moments’ work
each day and the cost is trifling compared with the excellent
results obtained. To demonstrate how inexpensive it is, figure
all your personal injury claims for a year at 5 cents each.
You will find the total less than you often pay to dispose of
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one unimportant claim. For the smaller roads the amount is
very trifling. In considering this proposition the accident
faker, so-called, plays a small part, for there are few such, but
there are a great many among the traveling public and those
persons who migrate who have been paid by some corporation
for injuries real or feigned, and in the event of their meeting
with other accidents they are almost sure to attempt to palm
ofi the old injury. Every claim agent knows how effective in
settlements or trial is the production of evidence proving a
previous injury or physical defect. It often wipes out the
claim altogether and invariably reduces it to a minimum.

Of course the longgr this bureau comtinues the more valu-
able it will be to us, but from the very start it has proved it-
self to be an exceedingly good investment, The companies
who have already taken advantage of it in real earnest report
that the help they have received from the accident insurance
and steam railway companies alone has paid them many times
over on their investment.

There are many other questions bearing on our work that
I should like to discuss, but lack of space forbids. I wish,
however, in the few remaining lines allotted to me earnestly to
urge all claim men to co-operate heartily with one another
whenever and wherever possible. If you have witnesses to
locate, claims to adjust, or information to be got some-
where out of your territory and in that of a brother claim
agent, request him to attend to the matter for you, and, of
course, to bill you for any expense incurred. I know it is
quite unnecessary for me to ask all claim agents receiving
such requests to put forth their best efforts in seeing that
the work intrusted to them is properly executed. By co-
operating in this manner you will make substantial savings
for your companies, and the work will be more satisfactorily
handled by the local men acquainted with the territory, con-
ditions and people. Whenever in your travels you find your-
self in a brother claim agent’s territory, look him up and get
acquainted. You will find yourself better off for having done
so. Give the various committees and the individual mem-
bers of our association to whom subjects have been assigned
all the help you can in their work. By all means make every
effort to attend our conventions. It will give you new life
and confidence to mingle with the boys assembled there trom
all parts of America. You will not only profit by hearing the
papers read and discussed, but you will have no trouble in get-
ting some of the boys aside between sessions and threshing
out” the problems that have been troubling you most. I am
sure vou will leArn something worth while, certainly more than
enough to compensate for the expense of the trip, however
long it .may be, and for the loss of your services at home
for a few days.

—————r e ——

PAYMENTS UNDER CORPORATION TAX LAW

The annual report of Royal E. Cabell, commissioner of in-
ternal revenue of the United States, covering the fiscal year
ended June 30, 1910, gives some details of the amounts of
special excice tax paid by corporations. The total taxes paid
are divided into five classifications as follows: Class A, finan-
cial and commercial, $2,663,419; class B, public service, $6,-
200,046 ; class C, industrial and manufacturing. $9,130,896; class
D, mercantile, $I,731,268; class E, miscellaneous, $1,135,214;
total $20,939,783. .

The public service corporations included in Class B com-
prise the following classes of properties: Railroad, steamboat,
ferry boat and stage line companies, pipe line, gas and electric
light companies, transportation and storage companies, tele-
graph and telephone companies. The number of returns re-
ceived from corporations of Class B was 24,252. The amount
of capital stock of such corporations was $18,902,060,130 and
the amount of bonded and other indebtedness was $14 472,308,-
675. The net income of such companies for the year was $808,-

960,051.
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ELECTRIC TRACTION IN GREAT BRITAIN

BY A SPECIAL CORRESPONDENT

The year 1910 has not, on the whole, been a bad one for
electric traction in this country. The weather, that all-impor-
tant factor in regard to earnings, though not by any means
ideal during the year, was better than in e'ther 1909 or 1908,
and the various reports published by undertakings all over the
country tell of increased gross earnings. Trade also has im-
proved, and if the Board of Trade returns are to be taken as
an index- it would seem that we are in for better times. The
very first to feel the effects of trade revival are invariably the
country’s tramways.

Owing to the unsettled political conditions, very few new
promotions were recorded, most systems being satisfied to
apply for small extensions of their existing lines. The London
County Council, as usual, led the way with about 15 miles of
new lines, a mileage doubtless small to American ears, but in
these strenuous times in lingland quite a respectable addition.

The first.overhead line in Great DBritain was opened in
Leeds in January, 1803. ‘

. STATUS OF ENISTING LINES

The total length of tramways now open for traffic is just
over 2500 miles (of which 2360 are electric, 48 steam, 28 cable,
4 gas motor- and 84 horse). Of these, 1670 miles are owned
by local authorities and 846 miles by private companies. The
original purchasing periods under the Tramways Act of 1870
are in many cases nearly reached, and these figures are likely
to be changed in the near future in favor of municipalities,
although a big field still remains open for private enterprise,
by way of joining various systems and extending urban
tramways into country districts.

The largest system in the kingdom is that owned by the
London County Council, with about 130 miles of route; next
comes the Manchester Corporation system with over 100 miles,
and next the Glasgow Corporation system with about 95 miles.

The London County Council opened its first line from West-
minster Bridge to Tooting in 1903. From that time onward
it gradually acquired lines from the old London Street Tram-
-ways, the North Metropolitan Tramways, the London Tram-
ways, the South Eastern Metropolitan Tramways, the South
‘London' Tramways, the London, Deptford & Greenwich
Tramways, the London, Camberwell & Dulwich Tramways, the
Woolwich & South East London Tramways, and the London
Southern Tramways. These are being gradually electrified, and
the lines now owned by the Council consist of about 75 niiles
on the conduit system, about 10 miles on the overhead system
and about 45 miles of horse tramways, including lines in
process of reconstruction.

The generating station was partly opened in 1906 and ex-
tended in 1909. The plant includes four vertical horizontal
reciprocating engines, coupled to three-phase alternators of
3500 kw capacity each, and four three-phase turbo-alternators
of 5000 kw each. Substations are scattered all over the dis-
tricts, provided with motor generators of a total capacity of
43,100 kw, which change the current to 550-volt direct current.
The Council has about 1200 cars; the revenue in 19og was
£1,530,434. The car mileage run was about 32,000,000 car
miles' and 345,000,000 pdssengers were carried.

One of the features of the year 1910 as regards tramways
is the fact that the first lines on the trackless trolley system
were sanctioned by Parliament. In 1909 a large number of
municipal corporations and companies had applied for powers
to run trackless trams. But, as this was a novelty and the
powers that be had apparently not come to any definite de-
cision in regard to the procedure to be adoptcd, the bills were
withdrawn and nothing was done. During 1910, however, the
towns of Leeds and Bradford obtained their powers, and a
considerable number of others are now following suit, includ-
ing Newcastle, Halifax, Northampton, Brighton and Rother-
ham. )

Tt is not generally recognized how complete a network of
tramways has gradually developed in certain districts, and as

standing.
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an illustration of -this it may be stated that a passenger can
now ride uninterruptedly by tramcar from Liverpool, through
Manchester, as far as Lcceds.

Another interesting feature of the times 1s the supersession
by the trolley systcm of other forms of electric tract on where
these existed. At Torguay the Board of Trade has quitc re-
cently agreed to the removal of the existing surface contact
system, and the overhead system is in course of construction.
The lines between Rawmarsh and Mexborough in Yorkshire
have already been converted. At Hastings the matter is under
consideration. At Bournemouth a decision has also quite re-
cently been come to to remove the conduit system and to set
up the overhead wires which during so many years it was
declared would never be tolerated. Edinburgh, the home of
the cable tramways, is building extensions on the overhead
system. The Highgate Hill cable tramways, in London, dis-
appeared last yecar, and slowly but surcly the popular trolley is
pushing its way into London, where already short bits of lines
have appeared, as mentioned above, and powers are being taken
to construct more.

PRESENT-DAY PROBLEMS

The antagonism between local authorities and privately
owned tramways is gradually giving way to a better under-
It is felt that the interests of the two as regards
tramways are Jidentical on many points, and co-operation and
friendly working are becoming increasingly evident. This is
due chiefly to the fact that existing tramway legislation bears
harshly upon both. The famous veto vested in local authorities,
giving them power under certa n conditions ‘effectively to block
future construction, has long been a bone of contention. At
first only the companies felt the pinch. Now, however, when
local authorities are promoters as well as companies, the hard-
ship falls upon them as well. The London County Council,
for instance, has yearly to face the uncompromising opposition
of the neighboring local authorities when seeking to extend,
or to unite, portions of its existing lines. This obstruc-
tion not only delays the expansion of the tramways, which are
badly needed by the public, but it affects the economical work-
ing of an imperfectly laid-out whole. There has long been
a feeling that the present procedure was unbusinesslike
znd unscientific, and the Royal Commission on Traffic as far
back as 1904 gave voice to this fecl'ng by recommending to
the government the advisability of modifying, or of altogether
abrogating, the existing veto of the local authorities. No
effect has, however, been given to this recommendation so far.

The question of running powers and inter-running is also
responsible for bringing former opponents into closer touch,
and a policy of mutual “give and take” has in a great number
of cases resulted in mutual advantages to both parties.

As the tramways of the country grow older, the all-important
question of repairs and renewals forces itself to the front.
Every engineer and manager responsible for the financial suc-
cess of his undertaking is faced with the problem of devising
methods whereby the ever-increasing expenditure under these
heads may be met by an equivalent increase in earnings or by
cutting down the working expenses to the lowest possible mini-
mum compatible with the maintenance of an adequate service.
The mere suggestion of increasing fares is invariably met by
a storm of protest from both public and press, although it is
a fact that the fares actually charged are a good deal lower
than the maximum fares chargeable under the parliamentary
powers obtained.

Various expedients suggested themselves, such as offering
the public inducements to ride by the issue of return tickets
at slightly reduced fares, altering existing stages to meet local
requirements, issue of season tickets, etc. There was even a
suggestion that a new coin of the realm be issued in order to
meet tramway requirements. One of the larger undertakings
in the kingdom inaugurated a system designated by the name
of “fair fares,” which is being extensively tried at the present
moment, The idea is to issue tickets not, as herctofore, for
specific stages, but available from any spot on the line, whence a
passenger may ride a given distance for the smallest coin issued,
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namely, one farthing. These farthing stages are marked out
by a system of painting thc poles, and the passenger may ride
as many farthing stages as he pleases, thus securing the full-
est value possible for his money. The system is reported to be
meeting with a considerable amount of success.

In order to reduce working expenses managers have been
studying very closely the question of car meters on tramcars.
The savings recorded in the amount of current consumed
resulting from the use of these instruments are in some cases
quite startling. Hour-meters, so popular on Continental lines,
were the first meters to be tried, but they are gradually being
replaced by watt-hour and ampere-hour meters. It is claimed
for these instruments that not only do they very considerably
reduce the amount of energy consumed, but that they at the
same time teach drivers to drive more scientifically, with the
result that great savings are effected in the life of the various
parts both of the rolling stock and of the permanent way.
It has been stated that whereas 1z months ago only about half
a dozen lines used car meters over 60 now use them extensive-
ly. One of the latest reports at hand indicates that in the case
of a good-sized undertaking the use of ampere-hour meters re-
sulted in a saving in current consumption amounting to £6,000
for the first year. That this is a question of increasing interest
to tramway men is clearly shown from the fact that at every
recent meeting of the various tramway associations papers were
read upon the subject.

Another question of great importance, the solution of which
has yet to be found, is that of rail corrugation. This is caus-
ing grave anxiety to many managers who are face to face with
the unpleasant fact that the life of their rails will apparently
be of very much shorter duration than was at first anticipated.
Nor can this anxiety be wondered at since the track is the
most vital portion of the entire system. The disease, as cor-
rugation is aptly termed, is of comparatively recent date, for
although it was known in the old days of steam tramways and
railways the introduction of electric traction has enormously
increased its evil workings. The subject has also become a
“hardy annual” at tramway meetings and congresses, but, al-
though forms of inquiry without number have at various times
been issued to managers by the various associations and other
technical bodies, no conclusive replies have been forthcoming.

The latest published report of the replies received from over
70 Continental undertakings carries the matter no further, and
the consensus of opinion still points to the eight following
causes as being the chief offenders: (1) Composition of rail
metal, (2) unduly hard metal tires, (3) too sudden application
of brakes, (4) rapid acceleration, (5) high speeds, (6) side
rolling of cars, (7) curves of large radius, (8) nature of
foundations. '

It became increasingly evident that the gravity of the sub-
ject demands that it should be dealt with scientifically. A com-
bination of the various constituent associations agreed to dele-
gate to a selected body of experts of wide experience the task
of thoroughly investigating the whole question, and with that
end in view various public bodies subscribed considerable sums
of money in order to enable the committee of investigation to
carry out the necessary tests and experiments. In England
the matter is at the present moment the subject of an extensive
inquiry organized by the Municipal Tramways Association,
which invited representatives from the other British tramway
associations to join in the researches. It is understood that
the committee is being financially assisted by some of the
leading cities where corrugation is most keenly felt. At a
public meeting held not very long ago the general manager
of the Glasgow Corporation Tramways stated that corruga-
tions cost it from £10,000 to £15,000 annually.

TRAMWAY ASSOCIATIONS

The tramway industry in Great Britain is served by two
associations, the Municipal Tramways Association and the
Tramways & Light Railways Association. There is also an
Association of Scottish Tramway Managers, the laws of that
country relating to tramways being somewhat different from the
English law.
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The Municipal Tramways Association, as its name implies,
is formed of the various municipal tramways in the kingdom,
their managers and other officials. It has a membership of
about 200. Every year during the month of September this
association holds a three days’ conference, at which papers are
read and discussed. These conferences are very well attended.
The corporations of the towns at which they are held offer
their hospitality to the members, and this usually includes a
public banquet at the town hall. It is this association which is
carrying out by means of a special committee the investigation
into rail corrugation mentioned above.

The Tramways & Light Railways Association is more catholic
in its composition and numbers among its members, in addi-
tion to every tramway company in the kingdom, several lead-
ing municipal tramways, engineers, officials and manufacturers.
It has a membership of from 300 to 400 and has the Duke of
Argyll as its president. The work of this association is done
by means of special committees appointed to carry out special
work and to report thereon to a council consisting of 20 repre-
sentative members.

Both of the above associations issued in 1908 exhaustive
reports on the question of brakes for tramcars, which have
since become quite classical works. They have also been in-
strumental in agreeing with the Board of Inland Revenue on a
standard method of assessing tramway undertakings for in-
come tax purposes. One of the special committees submitted
a carefully worked out report, with the result that a representa-
tive of the Board of Inland Revenue attended some of its meet-
ings, and the above-mentioned agreement was reached. That
this has been productive of much good is proved by the fact
that two of the leading tramway companies were credited with
from £4000 to £6,000 each, representing moneys paid in excess
of the amounts really due to the government in past years,
owing to the want of uniformity previously existing in the
methods of assessing. Other undertakings were, of course,
less fortunate, since it must obviously happen that where no
standard exists some benefit while others suffer. Any dis-
advantages which may have accrued, however, are fully com-
pensated for by the fact that at present each undertaking knows
exactly in what form to submit its accounts to the local sur-
veyors. ’

It may be of interest to describe very briefly the basis upon
which this arrangement was arrived at. The life of the perma-
nent way was calculated on a bdsis of the number of car miles
run thereon, working out at 12, 14 or 16 years respectively. A
fixed sum, amounting to £4,400 per mile of single track, was
then allowed for renewals, as a deduction before arriving at
the net amount to be assessed. In addition, allowances of §
per cent were allowed on the cost of plant and machinery, 3 per
cent on cables, etc.

The associations are now engaged upon similar work in regard
to the question of rating, and one of the special committees is
going into the matter of existing tramway legislation with a
view to obtaining amendments thereto which it is hoped may
benefit the industry generally.

Another subject being dealt with at the present moment by
a joint committee of the Municipal Tramways Association and
the Incorporated Municipal Electrical Association refers to the
charges to be made for electrical energy. The committee is
appointed to consider and report upon a suitable scheme for
the measurement of and charging for energy supplied by com-
bined stations to tramway departments and the method of
checking, the meters used for recording such supply,

It is a matter of great satisfaction that the various govern-
ment departments meet the representations of the associations
with unfailing fairness and courtesy. There: have been in-
numerable cases in which, thanks to the united action taken by
tramway undertakings in delegating their grievances to their
associations, these have been either redressed or considerably
mitigated. It is not surprising that the various government
departments should infinitely prefer to deal with one or two
thoroughly representative bodies rather than with numerous
separate units working unsystematically on different lines.
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The value of combined action is so generally recognized that
in the last few months a further body has come into being
under the somewhat bulky name of the Committee for the
Protection of Electrical Interests. This committee consists
of some 80 members representing the leading electrical in-
terests in the country. Other institutions and associations,
representing special sections of the industry, have joined this
committee, which is intended to be the meeting ground for all.
One of its first acts was to arrange that a certain number of
members of Parliament should be available to represent elec-
trical interests in Parliament in the event of future legislation
affecting the electrical industry. The organization is, of course,
entirely non-political.

The procedure to be gone through in order to obtain Parlia-
ment’s sanction to the construction of new tramway lines is
both cumbersome and costly, and with a view to simplifying
this procedure under certain conditions the Light Railways
Act in 1896 was passed. It was hoped that by means of this
act the country would soon be covered with a network of light
railways somewhat on the lines obtaining in Belgium and other
countries, where both agricultural and manufacturing districts
are advantageously served to the great benefit of the com-
munity at large. The act has now been in force 14 years, but
an official report recently published shows that the hopes then
raised have not been realized. Out of a grand total of 600
applications for the construction of lines under this act 380
orders were granted, but the records show that of this total
only 95 are actually constructed or in course of construction,
representing 409 miles laid on private grounds and 327 miles
laid on public roads. Of this total of 736 miles 333 miles are
electric and 403 miles are steam.

It will scarcely be maintained, therefore, that the act of
1896 has proved an unqualified success. Indeed, the Light
Railway Commissioners themselves, in the course of their last
report to the government, state that in their opinion the act
needs revising.

HEAVY ELECTRIC TRACTION

Turning from tramways and light railways to the heavier
lines of electric traction it is evident that in this field we stand
on the threshold of very considerable developments.

The last 10 years have completely revolutionized the traffic
problem in London, which is now served from end to end by a
system of electrically worked tube and underground railways.
The two old steam “Circle” lines are now worked electrically,
and half a dozen new electric tube lines, having through-book-
ing arrangements with all connecting lines, enable the Londoner
to travel from and to any part of the metropolis with ease,
comfort and celerity., Above ground, too, the successful ex-
periment of the London, Brighton & South Coast Railway in
electrifying its line from Victoria Station to London Bridge
will doubtless be followed by other trunk lines in order to
deal with the suburban traffic.

The following is a list of the electric railways working in
England to-day. They may be classified under the headings of
(1) London and district, (2) provincial.

1. THE LONDON AND DISTRICT LINES

(1) The group controlled by the Underground Electric Rail-
ways Company of London, Ltd., about 100 miles of line, con-
sists of :

(a) Metropolitan District Electric Traction Company:
Opened for traffic in 1884 as a steam line; converted to electric
traction in 1905, with a route mileagé of 24 miles of double
track: 161 motors and 198 trailers; third and fourth rail system.

(b) Charing Cross, Euston & Hampstead Railway: Opened
for traffic 1907; 2 circular iron-lined tunnels, 11 ft. 6 in. diam-
eter; 8 miles dduble track: 60 motors, 9o trailers; third and
fourth rail system.

(c) Great Northern, Piccadilly & Brompton Railway:
Opened for traffic, 1906; 2 iron-lined tvnnels; 9 miles double
track; 72 motors, 146 trailers; third and fourth rail system.

(d) Baker Street & Waterloo Railroad: Opened for traffic
1906; 2 iron-lined tunnels; 5 miles double track; 36 motors,
72 trailers; third-rail system.
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The power house for these lines i1s at Chelsea; the total
h.t. system when complete will equal 156 miles, or 363 miles,
including associated companies. The company also has a
controlling interest in the London United Tramways, which
operates about 54 miles of tramways in the southwestern
suburbs of London and there are through booking arrange-
ments with all connecting railways.

(2) Central London Railway: Opened for traffic 1900; 1
tunnel; 6 miles double track; 66 motors, 172 trailers; third-
rail system.

(3) City & South London Railway: Opened for traffic
1890; 2 cast-iron ring tunnels, 10 ft. 6 in. diameter; 8 miles
double tr;lck; 52 locomotives, 170 trailers; third-rail system.

(1) Great Northern & City Railway: Opened for traffic
1904 ; 2 tunnels, 16-ft. diameter; 3 miles double track; 32 mo
tors, 44 trailers; third-rail system.

(5) Hammersmith & City Railway: Opened for traffic 1906:
4 miles double track; third and fourth-rail system.

(6) Metropolitan Railway: Opened for traffic originally as
steam line, converted into electric traction 1905; 26 miles
double track; 130 motors, 210 trailers; third and fourth-rail
system.

(7) Waterloo & City Electric Railway: Opened for traffic
1898; 1.5 miles double track; 17 motors, 12 trailers; third-rail
system.

II. PROVINCIAL LINES

(8) Lancashire & Yorkshire Railway: Converted to electric
traction 1904; 37 miles of route; 62 motors, 52 trailers; third-
rail system.

(9) Liverpool Overhead Railways: Opened for traffic 1803;
614 miles double track; 44 motors, 7 trailers; third-rail system

(10) London, Brighton & South Coast Railway: About 9
miles of route between London Bridge and Victoria Station;
opened for traffic 1909; overhead high-tension transmission
system; single-phase, 7000 volts; current taken from one of
the London Lighting Companies’ power stations. In the 1911
session of Parliament the company will seek powers to elec-
trify a further instalment to the Crystal Palace.

(11) Mersey Tunnel Electric Railway: Connecting Birken-
head with Liverpool; converted to electric traction in 1903; 4%
miles double track; 24 motors, 37 trailers; third and fourth-
rail system.

(12) Midland Railway: A section of this company’s line
was electrified in 1908; about g miles double track; run in con-
nection with the electrified Burton & Ashby Light Railways,
10 miles; 3 motors, 6 trailers; single-phase, overhead system.

(13) North Eastern Railway: A section of this company’s
lines was electrified in 1904 in Newcastle-on-Tyne and neigh-
boring districts; 2 miles of four track, 35 miles double track,
4 miles single track; 62 motors, 44 trailers; third-rail system

As regards the. future, the promotions notified for the year
1911 are more numerous than was the case last year.

Several of the existing electric railways in London are pro-
posing to extend or to improve their systems by junctions with
other lines, the addition of new stations, or otherwise. The
London, Tilbury & Southend Railway seeks powers to electrify
its lines. DBetween 20 and 30 tramway promotions are an-
nounced, some by existing systems seeking further extensions,
others by new concerns, the majority of which advocate the
railless trolley system. In addition there are about a dozen
applications for provisional orders under the Light Railways
Act.

THE MANUFACTURING INDUSTRY

The condition in the electrical manufacturing industry in
Great Britain during the past year has been far from satisfac-
tory. It has been a season of little work and low prices. Con-
siderable has been done, however, in foreign trade in the sale
of general electrical supplies, and the outlook is a little better
than it was a year ago. The difficulty in Great Britain at
present is that there is too much manufacturing capacity for
the demand. If a general electrification of the railroads should
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occur during the next five or ten years a great deal of work
would have to be done, and this, of course, would put a new
aspect on affairs.

&

THE ELECTRIC RAILWAYS OF GERMANY DURING THE
' YEAR 1910

BY A GERMAN ENGINEER

During 1909 the financial situation in Germany was so bad
that most of the activities of the electric railways in -that
country were devoted to the maintenance of their properties
rather than to extensions. During 1910, however, conditions
improved so much that it was possible to build a large amount
of new track and to introduce important betterments in rolling
stock and equipment. It is fair to say that at this time the
financial and operating conditions of the German electric rail-
ways are very sound indeed. These conditions are due partly to
the stringent laws, particularly in Prussia and Saxony, which
contain about four-fifths of all the electric railway mileage in
Germany, and partly to the fact that the electric railway equip-
ment business is controlled absolutely by four large companies,
whose policy forbids both the manufacture of inferior goods
and the encouragement of doubtful enterprises. No review of
the electric railway situation in Germany would be complete
without referring at some length to these four companies. They
are as follows:

The Allgemeine Elektricitits-Gesellschaft (A. E. G.). in-
cluding the German branch (Union Elektricitits-Gesellschaft)
of the-old Thomson-Houston Company ; the Siemens-Schuckert-
Werke (S. S. W.), which is a fusion of the Siemens-Halske
and the Schuckert Works of Niirnberg; the Lahmeyer-Gesell-
schaft, of Frankfort-on-Main, which recently combined with
the Felten & Guilleaume Cable Works; and finally the Berg-
mann Gesellschaft, Berlin, which first became noted for switch-
board and power station work, but which has been making
railway equipments also for several years past. FEven these
four companies are being subjected to further consolidation.
Several months ago the Allgemeine Elektricitits-Gesellschaft
purchased the Lahmeyer Company, and now the Siemens-
Schuckert-\Werke are contemplating consolidation with the
Bergmann interests. Consequently, Germany will soon have
only two important firms manufacturing railway apparatus. It
is likely that the two companies will divide the territory with
one another. All of the original Siemens lines use the sliding-
bow coliector, while most of the other railways are equipped
with the under-running trolley.

The existence of these large companies and their willingness
to spend a great deal of money for research gave the impetus
to the great electrification plans of the several German State
railtways. The syndicate which was formed to carry out the
famous Zossen tests of 1902 and 1903 no longer exists, but
the results of its work are seen in the great projects of to-day.
The main reason for the delay in the electrical equipment of
the German State railways is the fear that in case of war
an electric railway could be put out of operation much more
easily than a steam railroad. Another reason is the lack of
money. Despite the fact that the German Empire began its
existence in 1871 with the French indemnity of 4,000,000.-
000 francs, the government debt now is fully as large as
the indemnity, and little money is obtainable for developments.
The large electrical companies have formed banking firms to
loan money to the States and municipalities for railway develop-
ment purposes at 4 per cent, but thus far little advantage has
been taken of such offers.

INTERPOLE MOTORS AND DECREASE IN POWER COST

The most noteworthy features of the year in the street rail-
way field proper have been the increase in mileage, the wide
adoption of the interpole motor and the abandonment of a
large number of small power stations, which have been replaced
by large central generating plants. These small stations sold
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electrical energy at 5 cents to 674 cents per kw-hour, whereas
it is now possible in many parts of the Empire to buy 6000-volt,
three-phase current for 1% cents per kw-hour, and in some
districts like Schleswig for even 114 cents per kw-hour. One
of the largest of the new power stations is the Upper Schleswig
Electrical Works, which were built by the A. E. G. in a great
mining and industrial district. This station supplies energy at
the rate of 1214 cents per kw-hour for the first 1000 kw-hours,
and charges only 14 cents for each additional kw-hour. As
the conversion cost adds but 15 per cent to 20 per cent to the
prices quoted, the average electric railway is now enabled to
hire power for less than one-half the former prices. This
reduction in power expenses has made possible the construction
of a considerable number of new lines.

The interpole motor has also been a factor in, encouraging
new construction, because its use permits much higher voltages
on the suburban divisions. However, it has not been taken up
as fully as it deserves. Its advantages are admitted, but its
general adoption is delayed because its initial cost is about
15 per cent more than that of the ordinary type. Assuming
that a motor car in Germany averages 40,000 car km (24,800
miles) a year, the increased cost means an additional fixed
charge of 0.0325 cent per car kilometer (0.62 car mile). But it
is also true that the better accelerating qualities of the interpole
motor are not appreciated as they should be, despite the fact that
they ecliminate a great deal of brush and commutator trouble.
In short, the further employment of the interpole motor is
simply a question of lower prices.

The recent reduction of customs duties has encouraged some
American manufacturers of electric railway material to enter
the German market, and their advertisements appear quite
frequently in German technical papers.

TRACK AND PAVING

Changes in the engineering and operating standards of Ger-
man electric railways are rcflected in the proceedings of the
German Street & Interurban Railway Association. These
changes include the standardization of rails, the use of new
asphalt paving, cement block paving and new rail joints, in-
cluding welded types, and improvements in motors. The
standardization of rails, which has been described in detail in
the ELectric RAILWAY JOURNAL (see issue for Jan. I, 1910),
was very neccssary, as there are still over 100 sections in com-
mon use.

The maintenance of asphalt paving constitutes one of the
most costly repair charges in the large cities, excepting Ham-
burg, where the heavy vehicle traffic makes the use of asphalt
impracticable. The paving in Hamburg consists of a founda-
tion of concrete about 20 cm (7.8 in.) deep, covered with stone
block 18 cm to 20 cm (7.1 in. to 7.8 in.) high. The joints are
filled with bitumen. This paving is so durable that in many
cases it does not have to be taken up until the stones have worn
down to 4 cm (1.6 in.).

The Berlin street railway system finally has received per-
mission to build parked tracks in very wide streets. Various
forms of this construction have been described in the ELEcTrIC
RatLway JournaL for Oct. 30, 1909. and Oct. 1, 1910. During
the year several German railways tried the experiment of
laying a line of wood block paving along rails in asphalted
streets to avoid the disintegration and wear of the paving at
the rails, but these experiments do not seem to have proved
particularly successful. ]

Many improvements have been made in rail joints. The
Melaun milled head type is widely used and is entirely satis-
factory except for its high cost. The Goldschmidt thermit
joint has also been perfected within the past year. This joint
is used by many of the principal railway systems, which report
that the breakages are only 1 per cent or less. It was for-
merly considered necessary to install expansion joints every

~6oo ft. to 980 ft., but this is no longer done, as the open joints

at crossings and switches permit all, the equalization necessary.
The inventors of the electric arc rail welding process have
also improved their method, although this system has been
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used so far to but a very modest extcnt. Its advantage is that
the various joints can*“lﬁe treated individually so that defects
can be corrected at once. Its disadvantagces, however, as com-
pared with the thcermit joint are that it requires skilled labor
and costly apparatus., The oxy-acetylene method also permits
individual treatment of the joints, but has been adopted only
to a very limited extent becauvsc it does not furnish heat
enough to penetrate the rails deeply. This process has becn
found satisfactory for such light work as welding splice bars
on joints.

Track construction on -longitudinal stringers without ties,
common in Germany, has proved unsatisfactory when used in
streets with concrete paving. Attempts have been made to
provide a stronger construction by using plates or cross-ties
at intervals of from 6 ft. to 13 ft., or, in some cases, placing
them under the joints only. These changes, however, do not
seem to have brought the desired result because the character
of the paving does not permit permanent uniformity in con-
struction after service has begun.

CAR SERVICE, INTERURBAN MILEAGE AND FARES

The German municipal authorities, who are noted for their
adherence to the letter of the law, are no longer so insistent re-
garding the conditions under which railways can carry standing
passengers. Formerly standing was permitted only under cer-
tain conditions, such as inclement weather, after-theater hours,
last-car schedule, etc., but these limitations are no longer en-
forced so inflexibly. The railways are now able to relieve the
peak of the load by a little crowding. This crowding, how-
ever, is far from being as great as in American citics, because
the average German would rather wait half an hour in the
rain than travel in discomfort.

The number of miles of interurban railway track in Germany
is increasing, principally through the extension of city systems.
In some thickly populated districts these extensions now meet
those of neighboring cities, so that it has become possible to
travel considerable distances by elcctric railway. These con-
-nections have brought a welcome increase in traffic. The
prosperity of these suburban and interurban lines is due to
the improved economic condition of the people and the increase
in the number of native summer tourists.

Fares have been raised in a number of cities, due largely to
the fact that the initiative was taken in cities possessing munici-
pal railways. The authorities in these cities have found
that it is mnot possible to give good service at the low
fares which many of the privately owned lines have been forced
to grant. The increase in fares has been especially welcome,
because German railways, like those in America, have had
to face the situation of higher wages and increased prices for
railway materials.

HEAVY ELECTRIC RAILWAYS

The electrification of the government railways, as previously
noted, is making slow progress. The responsible engineering
officials are thoroughly convinced of the engineering and finan-
cial merits of electrification under certain conditions as de-
veloped by their study of the work done in the United States.
Their plans are handicapped, however, by their inability to
obtain the money, which the government thinks it can use to
better advantage elsewhere. The military objection previonusly
mentioned is cspecially strong because the very lines which
could most profitably be electrified are exactly those important
highways which the government would want to keep open in
time of war. Aside from the ITamburg-Altoona line, which is
a local proposition, electrification has been begun on secondary
roads only. Thus plans have been completed by the Prussian
government for the electrification of the Dessau-Bitterfeld sec-
tion of the Magdeburg-Teipsic railway south of Berlin. ‘This
line will be operatcd at 13,000 volts, single phase. The experi-
ences gained on this line and on the Hamburg system will
form a basis for the electrification of thc Berlin belt lines, a
project which would require about 250,000,000 marks (approx-
imately $62,500,050).

The Bavarian government is electrifying the Bascl-Zell sec-
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tion of the Wiesental Railway for operation at 10,000 volts,
15 cycles.

In addition to the foregoing extensive electrification plans,
several German states, notably Prussia, Bavaria and Wur-
temberg, are making considerable use of storage-battery cars
on branch lines as described in the ELecTrRic RAILWAY JOURNAL
for June 18, 1910. Most of these cars have a capacity of about
50 passengers. They are intended for lines of light traffic where
only four to six stcam trains have been operated daily. Gaso-
line and gasoline-electric cars have also shown successful re-
sults in this work, but the storage-battery cars are preferred
wherever power can be bought cheaply and where the grades
are not prohibitive. The increase in traffic shows that the pub-
lic is greatly pleased with these cars. Most of the storage-
lLattery cars are equipped with two 8o-hp motors which oper-
ate at 310 volts. The latest cars have shunt-wound motors
and regenerative control.

&

ELECTRIC RAILWAYS IN CANADA

BY J. L. PAYNE, COMPTROLLER OF STATISTICS, DEPARTMENT OF
RAILWAYS AND CANALS, DOMINION OF CANADA
) .

To the electric railway corporations operating in Canada the
year 1910 brought marked and gratifying prosperity. This
statement must, however, be accepted in the collective sense.
They were not all prosperous. A few of the smaller roads
failed to make ends meet and scveral others managed to show
a merely nominal balance; but, grouping the 56 reporting com-
panies together, they did a great deal more business than in
1009, increased their earnings substantially, added to their
assets and broadened the foundations for successful work in
the future.

Canada is a growing country. \With a swelling tide of
immigration from FEurope and the United States, which this
year will reach 325,000 souls, all commercial interests have
been stimulated to a high degree. There is activity every-
where. The West—which we boastfully, and quite truthfully,
speak of as “the last great West”"—is rapidly filling up with
sturdy settlers, and the growth of commercial centers is a
natural product of pastoral development. Montreal is now a
city of 600,000; Toronto has passed well beyond the 340,000
mark; Winnipeg is climbing swiftly toward 200,000; Calgary
and Edmonton, nestling in the very shadow of the Rocky
Mountains, have passed from the status of prairie towns 710
years ago to the eminence of populous cities. In short, this
northland is fairly on the way toward realizing upon her
splendid heritage in agricultural, forest and mineral re-
sources. It is reasonably certain that the census of 1911 will
reveal an increase in population of 8o per cent within the
decade. That would mean between 8,000,000 and 9,000,000
people. The throb of a new life is felt throughout the land,
and the Canadian people, at first a little slow to realize that
things were at last coming their way, are now, in sheer excess
of optimism, refusing to set limitations to the possibilities in
any direction.

In this rapid expansion, especially of urban life, one sees
the promise of proportionate progress in electric railway in-
terests. Many standards have been proposed to test the ad-
vance of civilization. Some have suggested the consumption
of soap, and others thc use of writing paper. Be that as it
may, it would appear to be a safe assumption, in the peculiar
conditions of our day, that the application of electric power
to the transportation and general cconomic needs of a com-
munity may be taken as the measure of that community’s
progress. For the present, the elcctric railway mileage of
Canada has this year passed the 1ooco-mile mark., To be exact,
it reached 1,040.07 miles, as compared with 088.07 last year.
Of second track there were 95.20 miles constructed. These
figures do not include the mileage of lines under construction.

Capital liability reached $102,044,970, representing an in-
crease over 1909 of $10,439,000. Having regard to new lines
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being built, to extensions of existing systems and to projects
in process of taking positive shape, it may be assumed that in-
vestments in Canadian electric railways will mount up rapidly.
An increase of 161 per cent in 1o years fairly shows the steady
movement which has been going on in this regard throughout
the Dominion.

The gross earnings for 1910 amounted to $18,458816—a
betterment of $2,275,853 as against the preceding year.
Toward this total, passengers contributed $16,125,095; freight,
$575,537, and mail and express, $68,604. Other car earnings
reached $51,241, and under the head of “miscellaneous” there
came in $1,382,692. Gross earnings have increased by 220 per
cent within the decade. The operating expenses for the year
were $10,121,781, representing a ratio of 50.4 per cent to total
income. This left a net income of $8,337,035. The profits
actually earned for the year were $9,572,315; but, as has been
said, there were some lines which incurred a deficit. After
making deductions aggregating $2,953,759 for taxes and interest
on funded debt a balance of $5,383,276 was left available for
dividends.

Operating expenses were distributed as follows: Mainte-
nance of way and structures, $797,805.03; maintenance of
equipment, $1,532,542.87; operation of power plant, $1,586,-
27.37; operation of cars, $4,814,761.63, and general expenses,
$1,406,043.49. The wages bill included in the foregoing
amounted to $6,316,777.20, or 62.4 per cent of the total. This
s not up to the proportion established by steam railways,
which is somewhat surprising. It may be that the same method
of accounting is not observed; but there would not seem to be
any specific reason why the ratio of labor to aggregate oper-
ating expenses should, in the case of electric roads, fall below
the percentage which obtains among other railways. The rates
of pay are not by any means uniform. They are considera-
bly higher at the Pacific Coast than the Atlantic, and are also
higher in the larger centers than in the smaller. Conductors
and motormen receive nearly equal rates, and the maximum
is not over 24 cents an hour in Ontario and 32 cents in the
West.

The equipment consisted of 3789 cars of all classes, divided
up as follows: Passenger cars—closed, 1795; open, 994, and
combination, 337. Other cars—f{reight, 282; mail, express and
baggage, 25; combination, 7; work, 87; snow plows, 62; sweep-
ers, 97, and miscellaneous, 103. This represented an increase
for the year of 100 closed passenger cars, 130 freight cars,
5 mail and express cars, & snow plows, 7 sweepers and Io
miscellaneous cars. [t might be said that all the cars added
during the year were manufactured in Canada, although the
trade returns show a very considerable importation of parts
from the United States. Altogether about $3,000,000 worth
of motors, generators and electric apparatus of one sort and
another was brought in; but it would be impossible to say
now much was distinctly for electric railways. The estab-
lishment of a large branch of the Westinghouse business in
Canada has led to a marked reduction of imports as com-
pared with 15 and 20 years ago.

The addition of eight snow plows and seven sweepers sug-
gests the difficulties which have to be overcome in the Do-
minion during the winter season. The snowfall in all the
Eastern cities, except Toronto, is usually heavy, and when
electric lines were first mooted in Montreal, Ottawa and other
‘centers capital was exceedingly shy because of the well-founded
fear that operation would be impracticable during at least
three months of the year; but ingenuity and dogged per-
sistence won out against the obstacles interposed by our winter
conditions. To-day electric railway investments are regarded
with special approbation, and those who backed their faith in
the early nineties do not look back with regret upon the
venture.

Victory was not gained, however, without a desperate and
sustained struggle. When a blizzard from the West was blow-
ing it was found that the relatively small sweepers at first
available were not always able to keep the tracks clear, and 1f
a tie-up for half an hour took place the battle was lost. The
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larger sweepers now in.use, .with much greater motive power
beneath them, have quite satisfactorily overcome that trouble.
In nearly all cases electric lines are obliged to keep the wnow
on the streets down to a certain depth, and wing plows are
generally used for this purpose. The wing plow follows so
closely after the sweeper that the snow is never permitted to
accumulate to a depth of more than 2 in. or 3 in. After each
storm the snow piled up along the extreme margin of the road-
way is removed by sleighs to convenient dumping points. The
company supplies large boxes for the purpose and, at a speci-
fied contract figure, sleighs are provided by private owners.
Last year the cost of removing snow amounted to $238,882.

The public service of electric railways in 1910 was repre-
sented in the carrying of 360,064,876 passengers, over and above
transfers, and 852,204 tons of freight. This was a better pas-
senger business by 46,038,205 than for 1gog, and 246,030,220
above the figures of 10 years ago. A growth of over 200 per
cent in the volume of traffic within the decade must be ac-
cepted as highly encouraging. The contribution of the larger
centers to the total was, of course, large. Montreal had 102,-
377,923 passengers; Toronto, 103,480,724; Winnipeg, 28841,161;
Ottawa, 15,087,849, and the cities at the Pacific Coast, 33,417,659,
apart from transfers. The conduct of the entire service of the
Dominion involved 65,249,166 car miles, of which 889,561 were
identified with the movement of freight and mails.

The freight business has not reached relatively large pro-
portions, but it is growing steadily. Like the passenger traffic
to which allusion has just been made, it has increased by 200
per cent within 10 years. The outlook, however, points to
expansion. In the Niagara orchard district the electric lines
carry small fruits to the markets much more expeditiously
and conveniently than can the steam roads. In fact, this
method of handling orchard and garden products has very
decided advantages, and the business is developing rapidly. In
the western sections of Ontario rural lines are -also doing well,
and their success has led to the projecting of quite a number
of roads in other parts of the Province. In fact, apart from
the fast filling up West, the extension of electric railway in-
terests in Canada will probably take place to a considerable
extent along the line of these freight roads. They will not be
devoted exclusively to the carrying of products of various
sorts, but to passengers as well.

Right here it may not be amiss to refer to an aspect of this
freight business which has recently arisen. The Railway Com-
mission of Canada has large and comprehensive powers with
respect to the regulation of rates, and the question of jurisdic-
tion over lines holding charters from the Provincial Legisla-
tures has become a matter of legal controversy. At the présent
time a suit is pending before the Imperial Privy Council to
which the Railway Commission and the Montreal Street Rail-
way are parties. The issue will affect electric roads directly,
but will also have an important bearing on steam lines.

This whole subject of electric railways in Canada cannot,
unhappily, be dismissed without a reference to accidents. Dur-
ing the year 95 persons were killed and 2538 injured. Of the
killed, 1.4 were passengers and 13 employees; of the injured,
1505 were passengers and 227 employees. This toll of life and
limb is reflected in the operating expenses to the extent of
$340,000 for damages. The steam roads killed one passenger
in every 508,243 during Ig10, while the electric lines had one
killed in every 25,783,205. This showing is favorable to the
latter; but the fact remains that loss of life and injury to pas-
sengers and others exhibits an ascending tendency. f

o

STATISTICS OF THE GENERAL ELECTRICAL INDUSTRY

In this week’s issue of the Electrical World the statement is
made that 1910 was not a bad year for the general  electrical
industry. In fact, all industries enjoyed a steady advance
much more sound and healthy than marked the notable ex-
pansion up to four or five years ago. In support of this state-
ment it presents the table published on the next page as an
estimate of the approximate sums for the items given.
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In connection with this table it says: “The gain in electrical
manufacture has been taken at about 10 per cent; in electric
railways at 10 per cent, which may be slightly low; in central
station work at 20 per cent, which is about right; in telephony,
nearly 20 per cent; in telegraphy, about 7 per cent; in isolated
plant service, nearly 30 per cent, which may be excessive, but

1909 1910

Electrical apparatus made....... o« arsiavera ofetera $275,000,000 $300,000,000
Electric railway earnings....cecceeescsces 475,000,000 $20,000,000
Central-station sale of energy, etc.......... 250,000,000 300,000,000
Telephone €arnings..ceeceeeeececacscsaane 250,000,000 275,000,000
Telegraph earnings.....e.ceceeeecocacsans 60,000,000 65,000,000
Isolated light and power plant earnings..... 75,000,000 100,000,000
Miscellaneous electric service....coveeaaan. 50,000,000 75,000,000

$1,435,000,000 $1,635,000,000

includes a lot of big power work, mines, battleships, etc.; in
miscellaneous service, 50 per cent, which also may be high,
but is likely to be correct. In other words, the largest single
item of gain is taken at a low rate, and this method of computa-
tion would offset any excess in the smaller gains assumed at
a higher rate.”

COMMUNICATION

———

PITTSBURGH CAR SERVICE

CHicaco, Dec. 29, 1910.

To THE EpITORS:

I have delayed answering the letter in your issue of Sept.
24 from Judge J. H. Reed, vice-president of the Pittsburgh
Railways Company, while making an effort to secure more in-
formation about the relative car service in Pittsburgh, in re-
gard to which there has been some correspondence in your
columns.

The main point at issue is whether or not, as originally stated
and as questioned in Judge Reed’s first letter, “according
to this record the standard of service furnished decreased
from 1902 to 1908, with a considerable improvement in 1909.”

This statement was made in my report in connection with a
table showing the total passengers per revenue car mile for
each month from January, 1902, to March, 1910. This record
was shown graphically in the diagram therewith, together with
the corresponding records of “gross earnings per revenue car
mile” and the “operating expenses per revenue car mile,” so that
as far as the records, using the car-mile unit, can indicate,
this diagram tells the story by months of the operation of the
Pittsburgh Railways Company since the formation of the com-
panies into one combined system a little over eight years ago,
and proves the statement to be correct when the service is
compared on a “car-mile basis.”

There seems to be no question that the standard of service
in 1909 was considerably improved over that of 1908, which
confirms the latter part of the original statement.

Whether or not the standard of service in 1908 was higher
or lower than in 1902 can be more accurately determined
only by a study of the “seat-mile record,” and in order to
avoid any further approximations I have made an unsuccess-
ful effort, as shown by the following letters, to secure the ex-
act information:

“Chicago, Oct. 10, 19710.

“Judge J. H. Reed,

“Vice-president Pittsburgh Railways Company,
“Pittsburgh, Pa.
“My dear sir:

“I have read your interesting letter, published in the Sept. 24
“issue of the ELecTrIC RAILWAY JOURNAL, replying to my letter
published in the Sept. 17 lissue of the same journal, and it
seems to me that, notwithstanding the interest that this con-
troversy might have to some, there is no necessity of its con-
tinuing, for my only object is to know the exact facts and draw
correct deductions from them, and if I find that I have based
my original statement upon wrong information and drawn
wrong deductions, T shall be very glad to correct it. Your
letter seems to indicate that you have correct records of the
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exact number of seat miles operated by your company during
the period of years under discussion, and if you have and
will place this information at my disposal, so that I can check
it up, I shall be very glad to do so, and, after I have done so,
write a reply to the JourNAL which will rectify any error, if
one has been made, and also correct my report accordingly be-
fore its final publication. .

“I have ready what appears to me to be a very satisfactory
reply to your last communication to the JournaL, which I shall
hold until I have had time to hear from you, as it seems to me
that the plan I have outlined above would be better if we can
carry it out.

“I shall be in Pittsburgh on Saturday, the 15th inst., and if
you should think well of my suggestions I will appreciate it
if you will place the information so that it will be available to
Messrs. Damon and Bibbins, of my Pittsburgh office, between
now and that time, so that it could be got in shape for me
to look it over on the 15th inst. when there.

“Yours very truly,
(signed) “Bion J. Arnold.”
“Prr1sBURGH RarLwayvs CoMPANY.
“Pittsburgh, Pa., Oct. 31, 1910.
“Mr. Bion J. Arnold,
“181 La Salle Street, Chicago.
“My dear Mr. Arnold: }

“Your letter of Oct. 10, addressed to Judge Reed, has been
referred to me.

“lI owe you an apology for not having replied at an earlier
date, but many things have occurred since my personal inter-
view with you which have caused me to think it would be un-
wise at this time to have any more checking of our records,
although I can assure you that the statements contained in
Judge Reed’s letters are correct and can be proven at any time
the necessity may arise.

“Very truly yours,
(signed) “James D. Callery, President.”

As the matter stands at present the records originally fur-
nished me by the company do indicate that the standard of
service decreased from 190z to 1908, but it now appears that
the railway company has other records, which it feels that it
cannot furnish at this time, which apparently show considerable
improvement in the standard of service in 1908 over that of
1902. By the company’s statement, as given in Judge Reed’s
letter of Sept. 19, that it had cars stored in 1908 which were not
operated, it seems to admit that the service in 1908 was not
as good as the company could have made it, and that the
service was improved in 1909. The question, therefore, as to
whether the crowding, and, therefore, the service, was better
or worse in 1908 than in 190z can only be determined by a
comparison of the “seat-mile records,” which I regret are not
available to me.

In conclusion, I might say that this statement in regard to
the service is only one of possibly several statements made in
the report which, in order to maintain a consistent position,
the company may find it necessary to question. But I have
endeavored in my analysis of the Pittsburgh transportation
situation to maintain an impartial attitude, and T believe that
an examination of my entire report, which is now in press, will
show such an attitude. In order to maintain this attitude, in
view of the present conditions, T am sending you this letter in
place of the reply which I had previously prepared, and which
is referred to in the second paragraph of my letter to Judge
Reed of Oct. 10, 1910. '

Bron J. Arnovrp.

Note: The report on car service in Pittsburgh to which this
letter refers was submitted by Mr. Arnold to Mayor Magee on
July 28, 1910, and was printed in abstract in the ELECTRIC
RAILWAY JoURNAL for Aug. 13, page 265. The other letters to
which Mr. Arnold refers were printed in this paper as follows:
Aug. 20, page 304; Sept. 17, page 441; Sept. 24, page 475.

[Eps.]
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OPERATING AND MAINTENANCE RULES ADOPTED BY THE
AUSTRIAN STREET RAILWAY ASSOCIATION

The Austrian Street Railway Association has recently pub-
lished a set of standard rules for operation and maintenance.
This code which went into effect Jan. 1, 1911, has been formally
approved by the Austrian government. It has been issued
to the members as a pamphlet which is sold for about 21 cents
a copy. There are four sections, as follows: General rules,
track, line and rolling stock.

The section on track recommends that the track construction
should be examined at least twice a week on unpaved sections
where the operating speed does not exceed 20 km an hour
(128 m.p h.) and on paved sections where the operating speed
does not exceed 30 km an hour (186 m.p.h.). Daily inspection
is recommended for higher speed lines. Switches should be
examined every day on all lines, irrespective of operating
speeds. An inspection means the tightening of joints, the re-
adjustment of bonds, the operation of switches and signal
towers, the inspection of drainage, the cleaning of grooves and
the lubrication of curves. The annual track examination should
include the measurement of gage, rail wear and curve elevation.
Rails in cross-tie construction should not remain in service if
the dead weight on them exceeds 1200 kg per square cubic
centimeter (16,500 1b. per square inch). The grooves of rails
must not exceed 65 mm (24 in.) in width on curves except
where steam cars are also run. In the latter case the groove
must not exceed the original width by more than 25 mm
(0.88 in.). The wear of the railhead must not exceed 30 per
cent of its original width. The test widths of the groove and
of the railhead must be taken along a line 10 mm (0.39 in.)
below the tread.

The line section states that the insulation of underground
feeders should be measured four times a year and that under-
ground cable boxes should be examined twice a year. The
insulation of thc overhead trolley wire connections and its
supports is to be measured four times a year when located
near telegraph, telephonc and other weak current circuits;
otherwise twice a year will be sufficient. The insulation against
trolley and ground of all span and other supporting wires must
be at least 1 mcgohm. The trolley wire should be examined
twice a year to observe its wear, position with regard to the
center ‘of the track, suspension and the condition of the ears.
This inspection should also include the insulation, section break-
ers, overhead circuits, switches, auxiliary wires, circuit-breaker
boxes, telephone wires, span wires, lightning protection, etc.
Inspection should be made every two years of the connections
between span wires and wall roscttes, strain insulators, etc.
The permissible wear of trolley wire on tangents should not
exceed 635 per cent of the original cross-section. Spans and
suspension wires must be removed when one-fourth of the
cross-section has been lost through rust or other causes.

Iron poles should be examined for oxidation every three
vears and for painting. Wooden poles should be tested an-
nually during the dry season. These examinations are to be
made by sounding and in doubtful cases by boring the pole
directly above the ground line, The sawdust, of course, will
show the condition of the wood. All boring holes must be
plugged up with a piece of hard wood. The wooden poles
should be exposed for a depth of 20 em (7.8 in.) every two
years to permit the inspection of the wood fibers with some
sharp instrument. The latter examination should be made an-
nually on poles which have been used for over 10 years.

The rolling stock section recommends that motor cars should
be examined daily. The general overhauling should be made
every 50,000 km (31,000 miles) or at least once a year. Trail-
ers should be overhauled at least every 60,000 km (37,000 miles)
or 1% years. Limits of wear also are specified for different
portions of the car equipment. Brake shoes without special
heads must not be used if less than 10 mm (0.39 in.) thick.
The tires of driving wheels used for wheel loads up to 3
metric tons should be at least 16 mm (0.6 in.) thick and for
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wheel loads up to 4.5 tons, at least 18 mm (0.7 in.) thick.
Trailer wheels and tires for the same load may be 2z mm
(0.078 in.) thinner. If the tires are keyed to the wheels the
corresponding limits of tire wear are 20 per cent less than those
hereinbefore given. The wheel flanges may be worn to 8 mm
(0.31 in.) thickness and 12 mm (0.47 in.) height. The same
wheel flange rule applies to curved T-rails if the latter have
guards on the inner side at least. If this is not the case the
minimum flange height should be 15 mm (0.50 in.) and the
minimum flange thickness 12 mm (0.47 in.).

&

ROTES ON THE NORTHERN ELECTRIC STREET RAILWAY,
SCRANTON, PA.

On July 1, 1910, the Northern Electric Street Railway Com-
pany, Scranton, Pa., was leased to the Scranton-Binghamton
Railroad Company for 9g9o years. According to the agree-
ment, the stockholders of the leased company will receive 3
per cent on their stock during the first year (1911) of the lease
and 15 per cent more for each year following until a permanent
dividend rate of 6 per cent is attained.

Since publication of the description of this company’s prop-
erty in the Erectric Raiwway JourNaL of March 21, 1908, the
railway has built an extension of 6 miles to a large private park
on Lake Winola, giving a total trackage of 20 miles. The
gross earnings of this company for the year ended June 3o,
1910, were practically $160,000 on 20 miles of track. It is ex-
pected that the gross earnings for the next fiscal year will show
an increase of 10 per cent to 15 per cent owing to the comple-
tion of the Lake Winola extension and the general growth of
the business. The detailed figures for the fiscal year ended
June 30, 1910, are as follows:

Passenger earnings ...........coieiiiiiiiiieaa.. $155010.71
Freight earnings .......co.oiieiiieneinnneennn.. 8,000.89
Other earnings, including car advertising........ 6,028.37

Total eross CaTnINgS. sosssimmos o moo: $169,120.97
Operating eXPenSeS w...evveuvruneereeonnneeeennns 106,737.37
Income less operating expenses................... $62,392.60

Net income after deduction of fixed charges, taxes,
etc.
The net earnings for July and August, 1910, were $24,835.52,

which is $2.247.48 more, or 10 per cent greater, than for the

corresponding months of 1909.

The figure of $8,090.89 given as the freight earnings covers
the work of a single milk car. This car makes two trips, or 8
miles, a day on weekdays and one trip, or 40 miles, on Sun-
days. The weekday business amounts to 8o 40-quart cans.
While profitable, this business is no larger because most of
the producers have a rather short haul to market. The business
emanating from the vicinity of Lake Winola, which is 20 miles
from Scranton, is handled for 18 cents a 40-quart can.

Since the opening of the line in 1907 four more sidings have
been installed on the 20-mile section between Scranton and
Lake Winola. This makes 17 sidings in all, thereby permitting
a 15-minute instead of a 30-minute schedule. During the sum-
mer a I5-minute service is given over the entire line, and the
same schedule is maintained half way out of Scranton for eight
months in the year. About $46,000 was spent in the last fiscal
year for various track improvements, such as the reballasting of
the track, straightening out of curves and the construction of
6600 ft. of track around Lake Winola. All of the sidings have
Pennsylvania split switches. The special work within the
limits of Scranton is of solid manganese.

The company has recently installed in the Dalton power sta-
tion a 100-k.v.a. motor generator set, which converts current
from the 370-volt station busbars to supply light for Factoryville,
La Plume, Dalton, Waverly, Glenburn and Clark’s Summit.
This plant will also be enlarged later to take two 750-kw tur-
bines for the projected Scranton-Binghamton Railroad.

416.21
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The company now has 14 passenger cars and four service
cars. Rolling stock in service is inspected every night and
overhauled on a basis approximating 50,000 miles. Whcel sets
are sent to Scranton and turned for $7 per set exclusive of
the transportation charges, which are paid by the railway. All
of the wheels are of solid steel of Latrobe, Schoen or Standard
design. As a rule 60,000 miles is secured before a turning.
Some of these wheels have already run for over 200,000 miles.
It is proposed to install wheel-handling machinery when rolling
stock is purchased for the allied Scranton-Binghamton Rail-
road. Since beginning operation in 1907 the company has not
had a single breakage of the motor frames or malleable iron
gear cases originally installed. All armature and field winding
is donme by an outside electrical contractor. The mo-
tors, which are of the Westinghouse 101-D type, have given ex-
cellent satisfaction and have required no change except in the
field coil terminals. The original terminals proved too light for
the service because the plain solder conncction did not give
enough contact area. The terminals arc now re-soldered and
riveted to the ribbon winding by two copper rivets which are
passed through the terminal slot.

The cars of the company are painted Tuscan red. They arc
washed twice a week with cold water and at intervals of four
to six weeks with the No. ooo emulsion of the Imperial Car
Cleaner Company. After the dried cleaner has been rubbed
off, Devoe’s furniture polish is applied to secure a high finish.
The cost of this work is as follows: Imperial cleaner at
$1.05 per car; ¥4 quart furnitvre polish at 75 cents per quart;
14 hours of labor at 15 cents per hour, a total cost of $3.5214.

-
@

BLOCK SIGNAL SYSTEM ON BALTIMORE VIADUCT

An interesting installation of signals has just been completed
by the Kinsman Block System Company, New York, on the
Guilford Avenue line of the United Railways & Electric Com-
pany’s system in Baltimore, Md. These signals are located on
a double-tracked elevated structure known as the North Street
Viaduct. They are used to protcct the spans and stations at
Madison Street and Center Street, and also to give protection
on account of steam and smoke which are caused by steam
locomotives which run underneath this portion of the structure.
The length of track protected is about 1500 ft. There are six
signals, three on the southbound track, “A,” “B” and “C,” and

I
i
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the signal and before it passcs the section point the signal in-
dicates either “Clear” or “Stop.” When the signal indicates
“Clear” the semaphore is in the vertical position and a white
light is shown as a night indication. When it indicates “Stop”
the semaphore is horizontal and a red light is shown.

If the signal indicates “Clear,” or that the block is unoc-
cupied, the car passes onto the setting secton and the signal
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Signals in Baltimore—Arrangement of Circuits and Apparatus .
at Signal “B”

operates from the vertical position to the oblique or 45 deg.
position. In this case, the light changes from white to green.
This movement of the semaphore or its change of position is
an indication to proceed through the block at usual speed.

If the signal is in the “Stop” position the motorman of an
approaching car is instructed to stop at the section point and
wait until the signal changes to “Clear.” Then he may pro-
ceed with caution until he gets his indication to proceed at
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Signals in Baltimore—General Arrangement of Signals and Circuits

three on the northbound track, “D,” “E” and “F.”
age length of each block is about 500 ft.

The signals are operated by track circuits. As a car ap-
proaches a signal and before it enters the block it passes over
a section of track known as the setting section, which is from
6o ft. to 9o ft. long. As it leaves the block it passes over a
section known as the release section, which is 30 ft. long. It
will be seen from the track plan that a car passes over the
setting section to signal “A” as it approaches that signal and
it passes over the release section to signal “A” after it has
passed signal ““B.”

A marker has been installed at the left of the track and
at the beginning of the setting section. This marker is a
green board with a green light for night indication. It marks
what is known as the “Section Point.” When a car approaches

The aver-

his customary speed as described hereinbefore. Should the
motorman run past the section point before bringing his car to
a stop, he is instructed not to back up but to wait on the setting
section. The signal will remain at “Stop” until the car which is
in the block passes out into the block ahead; as it passes over
the release section the signal in the rear will operate to the
“Clear” position, and will then fall to the 45 deg. position.
The latter change of position of the semaphore is the “proceed”
indication to the motorman who has his car on the setting
section.  The rule that the motorman stop his car at the
scction point should be obeyed so as to give him ample time
to observe the operation of the signal. However, a failure to
observe this rule does not prevent the signal from giving its
proper indication.

After a car passes over the setting section, and as it passes
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the signal and enters the block, the semaphore moves to the
horizontal posit.on and shows a red light by night, indicating
“Stop.” Thc signal remains in this position as long as the
block remains occupied.

If the apparatus should become deranged either of three
things would happen: First, the semaphore would immediately

operate by gravity to the “Stop” pos:tion and remain there
second, the signal

until repairs are made; would operate

Signals in Baltimore—Proceed Indication

normally to allow the first car to enter the block and would
assumc the “Stop” position and remain in this position; third,
the signal would not operate as the car passes the section point
to give the indication to proceed. This failure of the signal
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give protection for reverse movements. The signal operates
for cach car when run independently, or it will operate once
for cach train if a number of cars are coupled.

In this system only one line wire is required. The circuit
drawing shows grounded circu'ts, but the circuits are metallic
and are only grounded because the wircs are connected to the
grounded rails. The signals, the controller and other ap-
paratus used are the same as employed in the single-track

Signals in Baltimore—Clear Indication

system which this company has installed. All wires are carried
to the tops of the poles and to the track in loricated conduit.

It is necessary to insulate only one of the traffic rails, and as
the insulated sections are short jumper cables are used, the

Signals in Baltimore—Stop Indication and Section Point

cii

to operate 1s a danger indication. The burning out of the lamp
in the signal is also considered as a danger indication.

If a signal'is out of order or shows a “Stop” ind.cation con-
tinuously the motorman is instructed to hold the car at the
section point or on the setting section long enough to assure
him that if there is a car ahead it has had time to pass entirely
through the block. Then the motorman may proceed with
extreme caution according to the regular operating rules
governing traffic on trestles and bridges. As the traffic is al-
ways in one direction on each track it is not necessary to

ends being bonded to the uninsulated rails near the joints.

The relays are operated by current from caustic soda bat-
teries. The Edison cell with a low temperature electrolyte
is used so that it is not necessary to install the batteries in
wells or chutes placed underground.

In the diagram relating to signal “B,” the point marked “A”
is the operating magnet; “B” the magnet which slots the sig-
nal at 45-deg. position; “C” the spectacle which carries colored
glasses; “E” the contacts which are closed when the release
magnets are energized. .
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LONDON LETTER

(firom Our Regular Correspondent)

The work of extending the use of electricity on the Lan-
cashire & Yorkshire Railway system converging on Liver-
pool has been commenced on the line from Maghull to
Town Green. When completed this line will form a portion
of the original electric “belt” system from Liverpool to
Southport via Ormskirk. .

The Metropolitan Electric Tramways, Ltd., operating in
the north of London, was recently summoned by the Tot-
tenham District Council for the recovery of £371, the
balance of the general district rate for the half ycar. The
company contended ‘that the tramway came within Sec-
tion 211 of the Public Health Act, 1875, and should there-
fore be assessed in the proportion only of one-fourth of
the annual value. The tramway is, in fact, linked with a
light railway, and the company claimed that on this account
it was also exempt from the full ratc. The court decided
that the tramway was not a railway within the meaning of
Section 211 and ordered the payment of thc full rate with
costs.

Robert Hammond, as arbitrator, has determined the
price which the Paisley District Tramways Company is to
pay the Paisley Corporation for electricity for operating
the tramways. Under the Paisley District Tramways order
of 1901 the rates were fixed for seven years and subse-
quently fixed for two years additional as follows: 2d. per
unit for the frst 200,000 units per annum, 134d. per unit
for the next 100,000 units per annum, 1%d. per unit for the
next 100,000 units per annum and 1%4d. per unit for all
additional energy. Mr. Hammond has decided that the
rate to be paid by the company to the corporation for
seven years shall be a fixed sum of £4 15s. per kilowatt per
annum of the maximum power delivered to the tramway
feeders and in addition the sum of 0.475d. per unit for all
units delivered to the tramway feeders and metered at the
generating station. The maximum power delivered to the
tramway feeders during the year is to be taken as the
average power delivered to the tramway feeders during
the period of 30 consecutive minutes in which the electrical
energy supplied to the company is a maximum for the
year. Pending the determination of the amount of the
maximum power and of the cost of coal each year monthly
payments of £275 are to be made by the company and
0.475d. per unit for all units supplied, the necessary adjust-
ments of the accounts to be made at the end of each year.
As the company has been taking about 1,300,000 units
from the corporation and the maximum load for the tram-
ways has been about 575 kw, the capital charge to be made
by the corporation is 0.504d. per unit and the total charge
0.979d. per unit. The corporation claimed that the average
price of 1.4d. per unit which the company has been paying
should be continued and the company asked for a reduc-
tion to 0.56d. per unit, so that the award is almost the mean
of the two prices.

The highways committee of the London County Council
reported at a recent meeting that it had considered the
tenders submitted recently for 5000 tons of track rails and
about 700 tons of conductor rails. It has been decided tc
award the contract for the conductor rails to the Froding-
ham Iron & Steel Company, the lowest bidder. The lowest
tender for the track rails was received from a London firm
which proposed to supply rails manufactured by the Belgian
Steel Rail Syndicate, but as this tender was only about
£800 lower than the tender of Walter Scott, Ltd., Leeds,
which amounted to £32,855, it was decided to order the
rails from that firm. The committce pointed out that the
difficulties of inspection during manufacture were greatly
increased when the rails were made abroad, and that the
same control could not be exercised over the work as
when the product was turned out at homec.

The libel action against Sir John Benn by Griffiths &
Bedell for remarks which hc had made against the G. B.
surface contact system, constructed for the London County
Council in the Mile End Road, which was referred to in

the ELEcTRIC RAILWAY JOURNAL of Dec. 3, 1970, page 1121,

continued for 12 days, and resulted in the jury awarding
the plaintiffs £12,000 damages, to be equally divided be-
tween them. The defence contended that Sir John Benn
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had made the disparaging remarks in political speeches,
and that they rcferred to the system as laid down in Lon-
don and not to the system as a whole. Evidence was pro-
duced to show that the system had been greatly modified
as applied to London, and Mr. Bedell, the inventor, claimed
that if the system had been installed as he desired it would
Lave bcen satisfactory. The decision rested upon whether
the remarks made by Sir John Benn were libelous and
made with malice. Sir John described the G. B. system
as constructed in the Mile End Road as a “mischievous
and impossible system,” a “jerry-built system” and a system
that “had been condemned by all experts as unsuitable for
London.” He also referred to the system as a “fiasco.”
During the action he maintained that the system was in-
cfficient, unsafe and unsatisfactory. The judge decided
that the comment which had been made could not be said
to apply only to the system as laid down in the Mile End
Road. The case was interesting, but it is hardly necessary
to go into the details. Briefly, the system was constructed
by other contractors with modifications insisted upon by
the London County Council. When it was put in opera-
tion it was found to be unsatisfactory on account of so
much trouble with live studs. William Mordey, an inde-
pendent expert, after a careful investigation of the system
under the very worst circumstances, reported that the
system could be made to work satisfactorily with certain
changes. Afterward the London County Council decided
to replace the system by the overhead trolley. Since the
decision the impression has grown that Justice Ridley,
before whom the case was tried, did not sum up the case
impartially and an appeal has been taken.

The British Electric Traction Company tried recently
to solve the problem of fares by adopting farthing fares.
Now Mr. Dalrymple, the general manager of the Glasgow
Municipal Tramways, has reported on the question. As
is well known, Glasgow has been very liberal in the matter
of fares. One can travel between two and three miles for
a penny, and there are stages a little more than half a mile
for which one can travel for a halfpenny. Notwithstanding
this, effcrts have been made for some time to increase the
lendth of this halfpenny stage. It has practically been
decided by the committee not to change the penny stages,
which are about 24 miles, but to institute a three-farthing
stage, the distance of the three-farthing stage to be equiva-
lent to two halfpenny stages. To avoid the difficulty which
the British Electric Traction Company had in regard to
the farthing, a coin which is not in general use, the Council
of Glasgow has decided to issue books containing 12 tickets
for od. The two-stage coupon books are to be tried for
a period of four months. It is feared that the new system
will interfere with the penny traffic. At first it was con-
tended that the three-farthing fare would benefit the work-
ingman, but as it has been decided to sell books of a
dozen coupons it is thought that well-to-do people will
benefit most. Should it be found that this new departure
interferes with the traffic receipts, it will be discontinued
at the end of four months. Mr. Dalrymple is opposed to
the conductors themselves handling the coupon books, so
passengers will have to purchase them in the offices of
the company. The conductors will be supplied with three-
farthing tickets and they will exchange them for the
coupons.

The Stepney Borough Council and the London County
Council are unable to agree with regard to the proposed
reconstruction of the horse trams along Burdett and Grove
Roads, forming a junction with Commercial Road and
Mile End Road. The London County Council has proposed
that the overhead trolley system be installed, especially
as the line is not expected to be remunerative at first. The
Stepney Council insists upon the conduit system being
adopted.

In order to encourage efficiency at Bradford, C. J. Spen-
cer, general manager of the Bradford Corporation Tram-
ways, who had to report recently on the application of
the employees for increased remuneration, has suggested
that increases in pay should not be granted automatically
by right of seniority. Mr, Spencer evidently believes that
many of his employees could increase their efficiency ap-
preciably, and that only those who become known for
their general efficiency should be rewarded with an increase
in pay. A G 8
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Cleveland Traction Situation

N. W. Harris & Company, New York, N. Y. in their
proposal to finance the Cleveland Railway, which was pre-
sented to the board of directors of the company on Dec.
31, 1910, suggests three changes in the conditions of the
grant, the most important of which is to the effect that an
annual reserve fund be established to amortize the fran-
chise valuation of $3,615,843.89, which was fixed by the late
Judge R. W. Tayler. The establishment of such a reserve
fund would add ancther division to the distribution of the
income, and it is believed that the present fare of 3 cents
plus a cent for a transfer would not cover the additional
charge. The suggestions made by N. W. Harris & Com-
pany are contained in the following portion of the propo-
sition placed before the directors:

“As a result of our recent investigation of the street
railway situation in Cleveland, we are prepared to enter
into a contract to purchase an issue of bonds sufficient to
mieet your present financial obligations.

"Our examinaticn of the franchise under which you are
at present operating, however, leads us to make certain
suggestions to you which we believe to be of vital im-
portance, looking particularly to the increase of facilities
and the development and extension of the property.

“We have been familiar with the street railway con-
ditions in Cleveland since about 1893, when we made our
first purchase of the bonds of your company. We have
obscrved the rapid growth of the city and the consequent
necessity for increased service and extension of facilities.
There is every reason to assume that this growth will
continue and it will inevitably mean greater service and
increased facilities to be provided by the continued con-
tribution of new capital.

“It is of vital importance that you should be in a position
to raise new money by the sale of stock as well as by the
sale of bonds, that you may have these combined resources
to awvail yourselves of as other companies do, and in order
that a proper ratio between bonds and stocks should be
preserved.

“The financial stability of a company and the resources
which it has on hand to raise money in the future are
points carefully considered by the discriminating investor.
Your bonds would be more secure and we could therefore
make the terms of purchase more attractive to you if the
Tayler ordinance were amended in the following par-
ticulars:

“First—You are given the right to sell 6 per cent bonds,
but in our judgment, from the standpoint of credit, the
bond issue should not bear more than 5 per cent interest.
You should therefore be given the right to sell 5 per cent
bonds at nct lower than a 6 per cent basis, to meet varying
market conditions with the right to amortize any discounts
which may, from time to time, be made to dispose of the
bonds. At the present time some discount would have to
be allowed to sell a 5 per cent bond.

“Second—To make possible any future sales of stock, the
intrinsic value of the same must be protected and the fran-
chise should be so amended as to make it clear that all
future extensions and actual additions to the present prop-
erty shall be maintained at 100 per ceut of their repro-
ductive value through a reserve fund set apart annually.

“Third—For the same reason an annual reserve fund
should be provided to amortize the principal of the fran-
chise value of $3,615,843.80 established by the Tayler ordi-
pance.

“With these three items corrected, we would feel that
you were in a position to take care of the future expansion
of the street railway business by the sale of both stock
and bonds, instead of being absolutely limited to bonds, as
seems to be your present situation.

“It has been suggested by Winthrop Coffin in his report
that the growth of the city before the expiration of the
franchise may require such extensions, betterments and
increased service that the present maximum rate of fare
will be too low: but we judge that should this at any time

be found to be the case, the city would grant such rea-
sonable mecdifications as would continue to insure a 6 per
cent return on your stock, without which it could not be
sold at par; which in turn would prevent the company
from meeting the requirements of a growing city.”

Messrs. Harris & Company did not state that they would
refuse to purchase the bonds unless their suggestions were
adcpted. They said that if other bond houses were invited
to consider the matter they might be willing to take the
bonds under present conditions. The proposal was presented
to the directors by Horace E. Andrews, former president of
the ‘company, and a discussion covering three hours fol-
lowed. Nothing was given to the public at that time regard-
ing the view of the directors.

J. J. Stanley, president of the Cleveland Railway, has
since transmitted a communication to Mayor Baehr in which
he asks that the changes in the Tayler grant suggested by
N. W. Harris & Company be made. Street Railway Com-
missioner Dahl is opposed to any change in the franchise
except such as will provide against loss in marketing bonds
below par. Mr. Dahl says the provisions named were asked
for the purpose of placing the stock in a better position
and not for the benefit of bondholders. The bond house,
however, stated that the stock should be of such value that
the company would not be compelled to depend solely
upon the disposal of bouds to take care of its needs. The
letter by Mr. Stanley follows in part: )

“The Cleveland Railway has realized for some time the
inadequacy of the service rendered by it to the public, and
has hoped to dispose of stocks or bonds sufficient in amount
to enable it to make needed extensions and additions. It
has found, however, that investors decline to purchase its
stock. mainly for the reason that, while for a series of
years 6 per cent income may be relied upon, they feel that
the return of the principal at the expiration of the franchise
is not so well assured. As bearing upon this question, we
inclose a letter received Dec. 31, 1910, from N. W. Harris &
Company.

“We desire to call your -attention to the situation- as it
exists. The company has accepted a valuation of its prop-
erty and has agreed to be satisfied with 6 per cent upon its
stock. The elements of speculation having been taken out
of the stock and the rate of profit definitely limited, it is all
the more necessary, in order to invite new capital, to make
the payment of the limited rate of interest, together with
the return of the entire amount of the principal, perfectly
secure. The company must, however, rely upon the sale
of its stock and bonds for additional financing, and now
finds that under the Tayler ordinance careful investors do
not feel that any new principal they may invest in the stock
of the company is protected.

“While it was the idea and purpose, frequently expressed,
that the stockholders of the company should be assured not
only of 6 per cent interest upon their stock. but of the re-
turn of the principal of their stock if the city should exer-
cise its option to purchase the property, and while the ordi-
nance itself declares that the purpose of the settlement is
the making of a contract between the company and the city
which, in the words of the ordinance, ‘will secure to the
Cleveland Railway unimpaired the capital value’ fixed by
Judge Tayler, yet prospective investors in the company’s
securities are of the opinion that the ordinance imperfectly
provides for the accomplishment of this purpose, and they
ask that it be so modified as to protect the principal of both
present and future investment.

“It is to the mutual interest of the city and the company
that additional capital to provide for reasonable service and
proper extensions be obtained. The company wishes to
join with the city in any method that may be found feasible
for the fullest investigation of all conditions and for work-
ing out the fewest changes possible in the Tayler ordinance
necessary to attract and protect investment.

“We are ready to meet you or any representatives that
may be appointed by you for that purpose, feeling confident
that if investors can be assured of the security of their in-
vestment, we shall be able at once to obtain money for the
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purchase of 200 new cars, the building of necessary exten-
sions and the improvement of the service.”

The annual meeting ol the stockholders of the company
will take place on Jan. 25, 1911, and it is said that the ques-
ticn of issuing $3,500,000 of bonds, bearing 5 per cent in-
terest, will be submitted to them for consideration at that
time. This will open the way to compliance with the de-
mands of the city and the directors will ask that the terms
and conditions upon which the seccurities are issued be
left to them, so that further action will be unnecessary
should an agreement that is considered fair be reached.
Should the city agree to the establishment cf a reserve
fund to take care of the franchise value, it will require
something like $12,0c0 per month for the franchise term
to aggregate the amount necessary.

Mayor Baehr, Street Railway Commissioner Dahl and the
special committee of the City Council named some time
ago made a report to that bedy on the evening of Dec. 27.
The report states that it will never he possible to operate
the system efficiently without a subway .termiinal under
the public square and reaching out a reasonable distance
in the downtown section. A high-level bridge across the
Cuyahoga River to reach the West Side, the elimination of
grade crossings cver steam roads and the addition of 200
cars to present equipment are other needs that were men-
tioned. The construction of the bridge has been provided
for and many grade crossings will be eliminated within
the next year or two, but the other requirements are yet
uncertain. The committee states that the service during the
rush hours in the evening is inadequate. The report, in
part, follows:

“There are certain physical obstacles in the way cf rapid
and efficient service during the rush hour period in the
evening which have always obtained in Cleveland, and
which will be removed in the immediate future. The most
serious obstacle to service on the West Side is Superior
viaduct. On the East Side the various grade crossings have
the same effect, though, of course, in a smaller degree.

“At the present time, during the evening rush hour, there
is a car operated east on Euclid Avenue, between the square
and East Ninth Street, every 20 seccnds; south on Ontario
Street from the square every 18 seconds, and west across
the Superior viaduct every 18 seconds. It is difficult to
operate under a much closer headway, and no matter how
many cars are in operation, it will never be possible to
operate efficiently without a subway terminal under the
square and reaching out to a reasonable distance in the
downtown section in order to avoid congestion.

“But before the grade crossings are eliminated, the high-
level bridge constructed, and surely before a subway termi-
nal at the square can he constructed, it will be necessary
to better the service during the evening rush hour, and
it is apparent that the Cleveland Railway should acquire
additional equipment at the earliest possible time. At
least 200 more cars should be purchased.

“To procure money for these cars and in view of further
financing, which it will soon be necessary to undertake, a
comprehensive scheme of refinancing and refunding the
present debt of the Cleveland Railway is necessary, and the
practicability of this financing is now in process of investi-
gation and, we hope, successful solution by the railway
company and the street railroad commissioner. In its last
analysis, then. the problem of immediate efficient service
is the preblem of financing.”

Toledo Traction Situation

Dr. J. F. Demers, a member of the board of directors
and the executive committee of the Toledo Railways &
Light Company, Toledo, Ohion, died at his home in Levis,
a suburb of Quebec, Can., on Dec. 26, 1910,

The resignation of William B. Hale, Chicago, as a meni-
ber of the board of directors and chairman of the executive
committee was received cn Dec. 29. Mr. Hale stated that
he desires to devote his entire time to private business
in Chicago. The remaining members of the exccutive
committee are Albion E. Lang and Jay K. Secor, Toledo,
and William E. Hutton, Cincinnati. The board of direc-
tors consists of six Toledo men and Mr. Hutton. The
vacancies will not be filled until the annual meeting on
Jan. 19, 1911.
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At a mceting of the council committee of the whole on
the evening of Dec. 28, 1910, the [ollowing form of reply
to the letter of A. E. Lang, president of the company,
was agreed upon: ;

“In response to your letter of Dec. 24, 1910, in which
you proposed that as a basis for the discussions suggested
in my letter of Dec. 15 1910, an ordinance be drawn
based upon’ the principles enunciated in my letter, I am
authorized to say that we shall prepare memoranda of
stich an ordinance at cnce, copies of which will be at the
disposal of your company and others who may be inter-
ested in inspecting them. 7The city authorities are pleased
by your acquiescence in the method of procedure sug-
gested, and we now go forward on the understanding that
the public discussions before the Council between rep-
resentatives of your company and of the city will begin
immediately upon the completion of the memoranda.”

City Solicitor Schreiber stated at this meeting that he
will proceed as rapidly as possible with the preparation
of memoranda for the ordinance, and he will have the aid
of Mayor Whitlock, Chairman John B. Merrill, of the
ccmmittee on railroads and telegraph, and others.

Several important points have not yet been decided by
the administration. One of them is the question of insert-
ing the rate of fare in the draft that is to be prepared;
another 1s whether the valuation should be placed in the
grant before the public discussions are opened.

Program Wisconsin Electrical Association.

The tentative program for the annual meeting of the
Wisconsin Electrical Association, which is to be held at the
Hotel Pfister, Milwaukee, Wis., on Jan. 18 and 19, 1911, was
published in the Erectric Rariway JourNaL of Dec. 24, 1910,
page 1249. Under date of Dec. 30, 1910, J. S. Allen, Lake
Geneva, Wis., secretary and treasurer of the association,
has announced the following definite program:

“Publicity Campaigns.”

“Some Principles Established by the Wisconsin Railroad
Commission.”

“Electric Meter Testing.”

“Ornamental Street Lighting.”

“Insurance.”

“Electric Railway Repair Shop Practice.”

Mr. Allen says that the question of holding a banquet on
the evening of Jan. 18, 1911, is under consideration by the
executive committee of the association. Suggestions are
solicited in regard to the convention and the work of the
association.

Transit Affairs in New York

The joint committee of the Chamber of Commerce and
the Merchants’ Association appointed at the Mayor’s re-
quest to examine the subway problem and report its con-
clusions has submitted a unanimous report approving the
offer of the Interbcrough Rapid Transit Company and ex-
pressing the hope that the plan of subway construction
therein proposed would be promptly accepted by the city,
in order that the work of construction may begin as soon as
possible. The committee examined the questicn from all
sides—that of the financial interests of the city, that of the
merit of the routes held out with respect to the accommo-
dation of the public and to the distribution of traffic, and
that of the taxpayer and the farepayer. The committee was
broadly representative of the city. It contains the names of
an ex-Mayor of New York who had also been Mayor of
Brooklyn, of an ex-Mayor of Brooklyn, of men of great ex-
perience in finance, of men of technical qualificaticns, en-
gineers and architccts, of leading merchants, of men who
represent broadly distributed real estate interests, of law-
vers and of representatives of the commercial interests of
the port. The members of the committee on engineering
were Charles Sooysmith, chairman; Alfred P. Roller,
William E. McCord, Samuel Rea, [I‘ranklin Remington,
William J. Wilgus and Seth Low, ex officio.

The long-standing dispute over the claims for extra work
on the original subway contract has been settled. The Pub-
lic Service Commission sent'to the Board of Estimate and
Apportionment a communication which embodied the set-
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tlement reached by arbitration after a year and a half or
more. It was not a finding by the arbitrators, however, as
an agreement had been reached already by representatives
of the city and the Interborough interests. It was announced
in August that an agreement had been reached by which the
city should pay $2,000,000 in settlement of the extra claims.
The claim was ‘made under the original contract with
John B. McDonald, which the Rapid Transit Subway Con-
struction Company took over. The full amount was $6,198,-
514.92. This has been reduced to $1,684,109.33.

Association Meetings.

Massachusetts Street Railway Association—Boston, Mass.,
Jan. 11.

Central Electric Trafﬁc .Association—Indianapolis,
Jan. 16.

Wisconsin Electrical Association—Mailwaukee, Wis., Jan.
18 and 19.

Central Electric Ra:lway Association—Indianapolis, Ind.,
Jan. 10,

Ind,

Interstate Electric Rallway Association—Chicago, Ill,
Jan. 19. Meeting to organize.
New England Street Railway Club—Boston, Mass.,

Jan. 26.

American Electric Railway Association—New York, N.
Y., Jan. 27, 1011. Mid-year meeting.

Central Electric Accounting Conference—Springfield,
Ohio. Date to be fixed.

Public Utility Measure Advocated in West Virginia.—
A committee appointed by the State Board of Trade has
conferred with Governor Glasscock for the purpose of fram-
ing a bill to be presented to the Legislature of West Vir-
ginia to create a public service commission to have control
of all public utilities in the State. The plan outlined for the
bill provides for a non-partisan commission of three persons,
with the right to appeal to the courts from the decisions of
the commission.

Winnipeg Strike Settled.—The strike of the employees of
the Winnipeg (Man.) Electric Railway, which was begun
on Dec. 16, 1910, was declared off on Jan. 2, 1911. The com-
pany is said to have agreed to reinstate the four men who
were discharged for violating the rule of the company which
prohibits employees from entering a saloon while in uni-
form, but to have insisted upon its right hereafter to deal
summarily with all men who are found guilty of breaking
the rule regarding drinking while in the uniform of the com-
pany.

Report by Clty on Value of Des Moines Property.—The
City Council of Des Moines, Ia., has adopted a resolution
authorizing Mayor James R. Hanna to negotiate for the
services of expert engineers to examine and report on the
physical value of the Des Moines (Ia.) City Railway. The
Mayor recently introduced a resolution in the Council
which provides that the Council approve municipal owner-
ship of street railways and that the legislators elected from
Polk County be asked to assist in securing to cities in Iowa
the right to acquire, own, operate and lease street railways.
Action on this resolution was postponed pending further
discussion.

Volume of Business of the Second District Commission in
New York.—At the close of business for 1910 the Public
Service Commission of the Second District of New York
had presented to it for action 2071 different matters. These
included 1438 complaints, which were handled informally
by the commission and settled without the necessity of

formal orders; 371 formal complaints and 262 applications

from various corporations for authorization by the commis-
sion. During the year the commission disposed of and closed
1670 of the matters presented. During the three years of
the commission’s existence 5496 matters have been presented
to it for action. In addition to daily sessions and consider-
ation of disposition of cases, the commission handled 554
hearings, covering a period of 196 days. During the year
the commission authorized capitalization to the amount of
$151,048,108. In 1900 there was authorized $142,855,035.85;
in 1908, $92,253,000; for the last six months of 1907, $17,730,-
745.49; a total for the three and a half years of the commis-
sion’s existence of $403,887,789.34.

[VoL. XXXVIIL

Financial and Corporate

New York Stock and Money Market

No. 1.

) Jan. 3, 1911.

The opening of the new year brought no relief to the
stock market. The conditions that prevailed in 1910
seemed to hold over and the market to-day was dull and
inactive. While the prices of stocks have been well main-
tained, it has only been because there was no trading.
Every one in the stock market seems to be waiting the
decision of the Supreme Court in the important trust cases.
The money market has been higher, but rates have not been
prohibitive. Call money went to 7 per cent last week, but
this rate held only momentarily. Quotations to-day were:
Call, 334@6 per cent; 9o days, 334@4 per cent.

Other Markets

There has been considerable trading in traction shares
on the Philadelphia market during the past week, but prices
have not materially changed. Rapid Transit, which is the
most active of the lot, closed the year at 18y and was
dealt in to-day at about the same price.

In Chicago there has been considerable dealing in Chi-
cago Railways certificates Series 2, but otherwise trac-
tions have been neglected. Prices have not advanced with
the activity and the close of the year was 25%4. Other
traction securities were not traded in on the market.

In the Boston market during the last week of the old
year there was little trading in traction shares. Massa-
chusetts Electric was the most active of the list, but prices
for these issues were unchanged.

In the Baltimore market there were some sales of United
Railways certificates, but prices were unchanged. The
bonds continued to sell at former prices.

Quotations of traction and manufacturing securities as
compared with last week follow:

Dec. 27. Jan. 3
American  Railways Company.........oeeveeeeencens ag2ls a42/
Aurora, Elgin & Clicago Railroad (common; ........ 45
Aurora, Elgin & Chicago Railroad (preferred)....... . *83Y% 83%
Boston Elevated Railway......oveeeeennennncneneans 128 129
Boston Suburban Electric Compamec (common)...... *16 a6
Boston Suburban Electric Companies (preferred; 70 ay2
Boston & Worcester Electric Companies (common aro aro
Boston & Worcester Electric Companies (preferred) aag% ERL A
Brooklyn Rapid Transit......eeeeeeeeneeeenaeeneses a74% 75%
Brooklyn Rapid Transit Company, lst ref. conv, 4s . 823 83%
Capital Traction Company, Washington.............. aiz aizg9
(@)ailek 1o Bh e AREE o o e s R G O S B S bE e et B oo 165 163
Chicago & Oak Park Elevated Railroad (common)..... #31 *3Y
Chicago & Oak Park Elevated Railroad (preferred) *7 14 *2 Y%
Chicago Railways, pteptg., ctf. Toveieievreaatonnes v.e. 395 aroo
Chicago Railways, pteptg., ctf. 2.......... S a5 6 ais . azsly azsl4
Chicago Railways, pteptg., ctf. 3..... Sk o 3§ SV § B s RSN ato at1 ¥4
Chicago Railways, pteptg.,, ctf. 4ecvecvrerascecacrane a6y, a6l
Cleveland Railway.ei.s:sseesssmmiiss S5 6 b e 8 simes FO14 *91%4
Consolidated Traction of New Jersey....oovouuivnnn. a73 a7z
Consolidated Traction of N. J., 5 per cent bonds....aum a104
Detroit United Railway.: « suve s smeassownsosii s o 0w O *69
General Electric Company.......oooveveiircinienens ars3¥ ars1ls
Georgia Railway & Electric Company (common)..... au7 117%
Georgia Railway & Electric Company (preferred) 88 874
Interborough-Metropolitan Company (common). ve. 19U 19%
Interborough-Metropolitan Company (preferred) . 53% 5404
Intelbomugh Metropolitan Company (4%s)....... wens 9052 79
Kansas City Railway & Light Company (common).... az2!4 az2l4
Kansas City Railway & Light Company (oreferred).... a71% a7z
Manhattan RaTWAaY o« s snues ¢ b eims ¢ 65006 ¢ 5 6 9 s @ o bieds s 139 ar40
Massachusetts Electric Company (common)....... ... 218l *1814
Mascachusetts Electric Companies (preferred)........ a86 a8s
Metropolitan West Side, Chicago (common)......... 214 azz2l;
Metropolitan West Side, Chicago (preferred)........ a68 270
Metropolitan Street Railway, New York.... ........ *19Y% *19Y%
Miiwaukee Electric Railway & Light (pieferled) ..... *110 *110
Nortlh American CompPany. .. .ceen .o ssos. s coe. 6474 65%
Northwestern Elevated Railroad (common)....... e . @22 a2z
Northwestern Elevated Railroad (preferred)......... a6o abs
Philadelphia Company, Pittsburg (common).......... a49% s0%
Fhiladelphia Company, Pittshurg (preferred)......... a43 3
Philadelphia Rapid Transit Company.......oovvvuvune a18%4 a18Y;
Philadelphia Traction Company........coeeueenn sietsie i B3 4
Public Sgrvice Corporation, s per cent col. notes..... ags} 96
Public Service Corporation, tfS......uoeeecueeenesnss aloo% a100%
Seattle Electric Company (common)................ ar1o8 a106%
Seattle Electric Company (preferred)................ a102Y
South Side Elevated Railroad (Chxcaoo) a7z
Third Avenue. Railroad, New York 10
Toledo Railways & Light Company a8
Twin City Rapid Transit, Minneapolis (common) aro9
Union Traction Company, Philadelphia............ .. a423% aq3ls
United Rys. & Electric Company, Baltimore.......... *14Y5 *14Y5
United Rys. Inv, Co. (common)............. Gooaoa .. ais 3154
United Rys. Inv. Co (preferred)iiies ooy o an vilers tee 60
Washington Ry. & Electric Company (common)...... a33¥% a33;’
Washington Ry. & Electric Company (preferred).... 286% 86
West End Street Railway, Boston (common)........ agr agr
West End Street Railway, Boston (preferred)......axor aio3
Westinghouse Elec. & Mfg. Co...........0.00s 66 66
Westinghouse Elec. & Mfg. Compar.y (1st pref.)......%124

aAsked. *Last sale.
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Annual Report of the Boston Elevated Railway

The thirteenth annual report of the Boston Elevated Rail-
way covers the period of nine months ended June 30, 1910.
This is due to the fact that the fiscal year has been changed
by the Board of Railroad Commissioners so as to end on
June 30, instead of Sept. 30. A summary of the business
for nine months is as follows:

Gross earnings from operation. $11,383,686

Operating expenses..... e i e DR 7,321,396
Net earnings from operation of owned and leased
HTE5 50000000000 00:0000 Q000000000 $4,062,290
Interest accrued and charged to construction ac-
COUNE w5 s snmn S a8 STusle o) b istave 5 =l leialal aleA 135,998
$4,198,288
Subway: Tentali s wew s s um s o s B e 5 s @ 6§ 8RB0 s § S $158,813
Less_amount collected from the Boston & Northern
BE RVoncos wmanns b mekin 545 w085 § smmen £ 8 Wmss § san 20080
$138,622
Interest on funded debt of West End St. Ry........ 510,135
Dividend on preferred stock of West End St. Ry.,
B DEL COME e o 0 poierace o o miozaisie o auseta e ole ainss o o o areiess.s o 384,000
Dividend on common stock of West End St. Ry.,
T DETE CONLL o« o s avouiss o0, v3ser & & 4 SEe7ieos o (600 o0 dltaSohl & o5 583,808
Dividend on stOCk of Somerville Horse R, R,
DCENCEN LGy s siiie o & bioera e 5 6 mine S8 R 8 e s ¥ & B 6,88¢
Taxes on West End St. Ry. B Ry 468,033
Interest and taxes on leased property of the Old
Eolony, Ste RV o mmn s o smse o5 owme & s SoEes s s s 35,601
Interest on leased property of the Boston & Northern
SR Y e i i 78 s B4l o § Beogiiiih § 508 e o 0 Brodki ¥ 8 5 o6 678
Total payments on account of leased railways... 2,127,762
$2,070,526
Interest on funded debt...cc.c.ivevcccrvinvevuncaes
Taxes, Boston Elevated Ry........
Compensation and income taxes.......
Washington Street tunnel rental.
East Boston tunnel rental...... 5 1,162,330
IBATAIICEN e sty ol s o ioipratus o oot o) ol azatotei s|slie whmto) o o osasrusa: = $908,106
Dividend paid Feb :5, 1910, 3 per cente.eveeeoenn.. $5908,500
Dividend reserve...... W & 06 GRS 8 s B ¥ 6 3§ RS 299,250 897,750
Surplus for nine months.....cocveeiiieiannn. $10,446

The details of gross earnings and operating expenses are
as follows:

EARNINGS FROM OPERATION:
From passengers carried.

vee..$10,084,441
6

Eromicarriage 0F MmailSey « civees o s wissee o p/oiotars o ssistoia oy oo s 28,00
From tolls for use of tracks by otber compames. 56068055000 31,518
From rentals of real estate........covvviuvnnnreinnnnaiin, 106,152
From advertising ................. a8 /s et u & oot oo xeser @ § e 87,047
From interest on deposxts, etc. 00005:00000000000000BBEA0 000 138,064
From miscellaneous income.....oovveuunn. &% 5 B K 6 USRS § 8 R 8,458
Total vovevennereneeererscnrannaannns P T e 0 o o $11,383,686
OPERATING EXPENSES:
For general eXpenses........iveeeuseecnnsoesns $862,443
For maintenance of roadway and bul]dmgs 831,538
For maintenance of CQUIPMENT. ¢ ¢ cisw v s e s 6 sisais s o 736,871
For transportation’ eXPENSeSs s s s cusns ss siassscnossasdesss 4,890,544
MTOtA] o % s 5o &6 5 Wiocis € 8 § S04 53 6 fohet o085 WHELY 04 WOTR R R $7,321,396

William A. Bancroft, the president, states in part in his
report to the stockholders:

“No additional capital stock has been authorized during
the nine months covered by this report. At the close of the
last fiscal year the capital outstanding amounted to $13,450,-
100, and there were capital stock subscription payments to
the amount of $4,520,075, covering payments on account of
subscriptions to the stock authorized by the vote of the
stockholders of Nov. 18, 1908, and by the order of the
Board of Railroad Commissioners of Dec. 18, 1908. The
final subscription due Jan. 25, 1910, has all been paid, and
the capital cutstanding as shown in the balance sheet is now
$10,050,000, par value. )

“The year has been one of activity on the company’s part.

“The construction of the East Cambridge elevated exten-
sion has been continued. The temporary bridge has been
removed, the piers completed, and eight concrete arches
are nearly completed. Portions of the foundations in both
East Cambridge and Boston have been completed, plans for
the station on Causeway Street in’front of the Boston &
Maine Railroad station have been approved by the Railroad
Commissioners, and contracts for the steel work for the
extension have been let.

“In connection with the Forest Hills extension tracks
have been laid in the terminal yard to connect by incline
with the elevated structure on Washington Street.

“At Dudley Street the platforms have been extended, and
miscellaneous changes made for the purpose of providing
for the increased business. The waiting rooms on the
upper level have been completed, and many alterations made
for the comfort and convenience of our patrons at this point.
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upon the three levels now in use. Little remains to be done
to provide for the operation of 8-car trains at this station.

“The route of the Malden and Everett elevated extension
has been approved by the Railroad Commissioners, and a
portion of the land has been purchased. The engineers are
now designing the structure and stations.

“Plans for the alterations of the Sullivan Square station
for the operation of the Malden extension, for 8-car trains,
and for separate platforms for in and out passengers have
also been approved by the Railroad Commissioners.

“Upon the Cambridge Main Street subway construction
work has been pushed vigorously during the year. The
main line is now substantially completed, except portions
of the Harvard Square station and of the terminal yard.

“At the South Station the elevated structure has been
changed to provide for a shuttle track to accommodate
trains between the North and South stations.

“The Railroad Commissioners have approved the route
for the elevated structure in Boston, between the Boston
end of the Cambridge bridge and the Beacon Hill tunnel,
which the Boston Transit Commission is now constructing.

“At the Thompson Square station changes in the steel
work for track structure, incident to changing the platforms
for 8-car trains, are now completed. The material for the
platform changes has been delivered.

“The Railroad Commissioners have determined that we
should build an elevated station at Green Street in Jamaica
Plain, and plans therefor have been approved.

“On the surface an additional track has been laid on
Hyde Park Avenue, so that that thoroughfare is now double-
tracked to the Hyde Park line.

“On Oct. 27 last cars began to run over the Mystic Ave-
nue bridge, on the Middlesex Fells line, enabling the com-
pany to abandon the Union Street tracks and to run its cars
direct.

“A large lot of land, containing nearly 24 acres, situated
in South Boston at tide water, has been purchased as a
site for a power station. Contracts have been made with the
Stone & Webster Engineering Corporation for the erection
thereon of a large coal unloading and coal storage plant,
and also for the erection of a power station, to contain
turbo-generators of the largest type, designed to supply an
alternating current system, together with a distributing
system, and the provision of transformer stations, to be
located at suitable points.

“Besides its ordinary taxes the company’s contribution to
the public during the 12 months ending Sept. 30 amounted
to at least $497,307, made up as follows:

Compensation tax for the use of streets under the acts of 1897.. $130,846
Interest at 4 per cent. on $4,382,000, cost of pavmg laid in
streets by company..... e e 0T ILLUD AT 00020000088 3500 175,280
Cost of maintaining street paving by company 105,236
Amount of subway rental devoted to sinking fund 51,043
Moving snow removed from sidewalks and roofs (e 5
Not Jess AN & o oo s s e o = 6 wrem; & s § o & 5 b H0E 5 5 MEWW S8 SR 6 § 34,000
Total extraordinary payments to the public $497.307
Add taxes assessed on real estate............. 308,843
Add taxes assessed on capital stock and income 703,864
TTOtal, wusvs ¢ 5 5 oowe o5 5 mere & % W € § ST o ¥ SRR § § 8 RETE 6V § $1,510,014
To the above may be added the balance of subway rent: 132,378
Also the rental of the East Boston tunnel......... 56,077
Also the rental of the Washington Street tunnel on account ... 336,000

Grand total, which is about 13.2 per cent of the gross
rcvenue of the company for the year..........cvcuuun.. $2,034,469

“Concerning the capitalization of the properties owned
and leased by this company, your directors wish you to
know that the capital stock of the West End Street Rail-
way Company on June 30, 1910, was as follows: Preferred,
$6,400,000; common, $11,120,150; total, $17,520,150. Of this
capitalization the preferred stock was the amount author-
ized by the Legislature for the purchase of the horse rail-
roads which made up the West End system, and was con-
sidered only the value of these properties. Of the common
stock $7,150,000 was paid in in cash at par, and the balance
was sold under orders of the Railroad Commissioners for
cash at prices ranging from 40 to 8o per cent in excess of
the par value, realizing a premium of $1,078,331.

“Of the $19,050,000 par value of the stock of the Boston
Elevated Railway the first $10,000,000 was paid in in cash at
par, and the balance was sold under orders of the Railroad
Commissioners for cash at a price of from 10 to 55 per cent
in excess of the par value, realizing a premium of $2,510,058
above the par value. The capitalization of the two com-
panies on June 30, therefore, represents an actual payment
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in cash of $4,480,280 above the par value of the outstanding
stock. So there is not only no capital inflation of these
properties, but much more has been paid in than is repre-
sented by the par value of the stocks. The dividends paid
on the stocks and the interest paid on the bonds of the two
companies make an average return to the capital invested of
5.15 per cent per annum. Jt is not true, therefore, of these
properties that ‘excessive dividends are paid on watered
stock.’

“From the summary of stockholders of record June 3o,
1910, it appears that the total number is 4539, holding 199,500
shares of stock. Of these 4014, holding 176,709 shares, live
in Massachusetts. In other words, over 88 per cent of the
stock is held in Massachusetts. The average number of
shares held by ecach stockholder of the company is a little
less than 44 shares.

“The total length of surface tracks controlled by the
company is now 461.049 miles. This, with the elevated
mileage of 24.170 miles, makes a total mileage of 485.219.

“For a number of years there have been petitions to the
Legislature for the construction of more subways in various
parts of the community than there is any probable revenue
to support. Moreover, interested people have endeavored
to give the impression that the company has not accepted
or huilt additions or extensions.

“To show to the public that the company has in fact
accepted, built and undertaken large additions and exten-
sions, during the months of September, October and Novem-
ber last we advertised in the newspapers by map and state-
ment a recital of the additions and extensions which have
been made to our system since we began to operate it in
1808, together with the funds which have been provided
therefor. .

“We showed that when this company took charge the
population of the cities and towns in which it operates was
approximately 843.000. Now it is approximately 1,008.917—
an increase of only about 30 per cent. At the beginning of
the period there was invested $25,060,c00. To-day the
investment stands at $81,440,coo0—an increase of 213 per cent.

“Our advertisements. in reply to the charge that we have
not been progressive, of course, show conclusively that the
company’s accomplishments and undertakings have far out-
stripped the growth of the community in which we operate,
so far as that growth is represented by population and
wealth, progressing eight times as fast as the population
and five times as fast as the wealth. Not only have we been
extremely progressive, .but obviously for the present we
must act with caution in respect to future extensions.”

Traffic statistics compare as follows:

Nine Months

Ended Year Ended Sept. 30,
June 30, 1910. 1909. 1908
Round trips....... 4,299,705 5,549,774 5,571,459
Revenue car miles, ¢ ACE. .. $32,899,016 $13,509,806 $43.818,640
“ “ “  elevated ........ 6,234,967 5 7,806,503
i “ “ U. 8. mail cars.. 171,530 232,746
& & 4 Hotal aome e sy e 39.296,322 1,857,889

‘Total revenue passengers carried.$220,127,890 $281,008,471 $273.132,584
Average receipts per passenger $.04990 $.04991

Metropolitan Street Railway Reorganization Plan Filed with
Commission

The joint comimittee on reorganization of the Netro-
politan Street Railway, of which Guy E. Tripp. of Stone &
Webster, is chairman. filed with the Public Service Commis-
sion of the First District of New York, on Dec. 29, 1910,
a petition asking the approval of a plan of reorganization
of the company prepared by the joint committec with the
sanction and co-operation of the committee representing the
5per cent general mortgage bonds and the committee repre-
senting the 4 per cent refunding mortgage bonds. Briefly, the
plan provides for a total of securities of about $96.000.000, in-
cluding new securities and old securities which will be al-
lowed to remain undisturbed. This is a reduction of about $40,-
000.000 from the present outstanding securities and obliga-
tions. The new securities to be issued are approximately as
follows: $11.768.c00 of new fixed-charge 4 per cent bonds;
$39,000.0c0 of new adjustment income bonds and $14,000,000
of stock. The fixed charges represented by the interest on
the bonds have been reduced by more than $1.000.000 a year
by the readjustment.

The holders of the stock and improvement notes of the
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Metropolitan Street Railway are given the right of partici-
pation on the payment of an assessment sufficient to furnish
the new cash needed, which it is estimated will not exceed
$10,000,000. The plan does not, however, provide for the
participation of the Metropolitan Securities Company or the
New York City Railway. A novel feature is that, subject to
the permission of the Public Service Commission, the hold-
ers of personal injury claims are offered the right to partici-
pate under the same terms as the most favored bondholder.
No assessment is required of these tort claimants. Ford,
Bacon & Davis, the experts employed by the receivers, have
prepared an inventory and appraisal of the properties of the
system which show a valuation largely in excess of the total
securities to be outstanding after the adoption of the plan.
A summary of the plan follows:

Decrees of foreclosure, respectively, of the $12,500,000
general mortgage and of the $16,604,000 refunding mortgage
have been entered by the court, and the said properties sub-
ject thereto ordered to be sold under these decrees. The
joint reorganization committee contemplates the purchase of
these properties at the sale. It is proposed that a new rail-
road corporation shall be formed under the provisions of
Sections 9 and 10 of the stock corporation law. In accord-
ance with the provisions of the statutes of the State of
New York the joint committee proposes to utilize for the
consummation of such proposed purchase, to wit:
QUTSTANOING SECURITIES OF SYSTEM:

Donds, debentures and collateral notes..ouueveun.. vee s e eee$57,285,000

SEOCKE 5 5 & 5oia £ ¥ codiibon o § Srmae §5 o niboms § o onddh & o0 § o Shns o 0 0§ 541 o 3 5 5 SR 0 67,900,000

Total tutett it e e e e ‘. Lo $125,185,000

LEss THosE 10 BE ACQUIREO UNOER FORECLOSURE:

Bonds i ssmmon oz - wmns i s S5 £ 2 B R e ... .$3,700,000
e e e s S e b o 0 AR R ot o o shet o b wamaods 5,792,000

—_— 9,492,000

Total held by puBIie, ;o seee s o msemne v s v $115,693,000

Added to the above $115,603,000 held by the public the
following special items are to be included: Improvement
notes made by the Metropolitan Street Railway to the
Metropolitan Securities Company, $4,000,000; allowances
decreed by the court in favor of the tort claimants, the
full amount of which is estimated to be $1,875,000; a maxi-
mum estimate of cash requirements, $10,000,000; accrued
and defaulted interest on the following bonds and notes
held by the public, and interest thereon, as of Oct. 1, 1910:

On 5 per cente. honds. . ve e eneneneneneiiienninaaaeanann $2,116,969
Ofil o, ‘ner ceiit, Bonidls, . . sie o 5 s 35 5598 65 5 8 v £ 5 5 5006 6 55 501 = e 2,094,800
On_ Central Crosstown TOLES: : « s = 5 = suere & 6 5 550 58 8 e & § 5 5 Sl « s 92,635
On Metropolitan Crosstown first mortgage bonds............... 78,884

Total «:emass:ams § 5 W B Y G § 6§ SR 38 5 0 5 9 8 (i 38 8 lskstere e puteR $4,383,250

This plaees the total of public holdings and special items
at $135,051,250. Regarding the above amount of $10,000,00Q
estimate of cash requirements, the plan states that the
minimum of the bids which the court has authorized to be
accepted at the foreclosure aggregate $12,000,000. It is
stated to be certain that a sum not to exceed the above
maximum estimate will ultimately and in any event be re-
quired to be paid under a purchase made for the purpose
of this plan. Out of this fund the outstanding rececivers’
certificates, substantially $6,500,co0, claims adjudged or
which may be adjudged to be preferential, receivers’ lia-
bilities and obligations, costs, allowances and other sums
ordered to be paid by the court will have to be met,
and in addition the charges and expenses of reorganization
will be provided for.

Securities 10 RuMaIN UNOISTURBEO:

BOTIAS vttt et e eeeane oot e e e, $25,646,000
SEOCKS . 2. . s sy usated e G o e o 5 DI O o s 15,300,000
TROEAT « » s witar o« o miontlehe =l asete s ks Letriasats s iasacstlutelio) Lo ot = U P $40,964,000
Less those to be acquired undazr foreclosure......ccvevennen 9,492,000
Total held by public....c.covvereirinnnns terreneceeseeas$31,454,000

The $9,402,000 to be acquired on the foreclosure dre
securities to be pledged under a new mortgage or held as
muniments of title, or canceled, or otherwise disposed of to
effectuate the plan.

SECURITIES TO BE READJUSTEO:

BBOIIAS. « e iareivis siateiare clalohaietate s s aiain: o als e iatat el s et U ORI PO $31,369,000

Stocks . 05 ceeee 52,600,000
‘Total vee..$84,239,000

To which must be‘added for special items aforesaid:

TMPTOVEMENt: MOLES ca s siure « 4 aisie ehaiohersie aiareniatalat R RSN SR 4,000,000

Tort claimants........ St He e eieiat 1,875,000

Interest as above stated. cusnees 4,383,250

Cash requirements, estimated.

esscesesees 10,000,000
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The total of new securities, as proposed, will consist of
the following:

New 4 per cent. bonds....... ...$11,768,100

New adjustment bonds . 38,933,400
SEOCIC - tioisn: o v wisieneio e oo . 14,150,000
EROL 10 o o 5 itores & &0 4 oierhst 5 3 wigiores ¥ §1e vimii o &  WHEs & » i o § & el g 5 85 $64,851,500

The Public Service Commission has fixed Jan. 11, 1911, as
the date for the hearing on the proposed plan for reorgani-
zation of the Metropolitan Street Railway.

Chicago Railways

On Dec. 27, 1910, Judge Grosscup, of the United States
Circuit Court at Chicago, signed the necessary orders pro-
viding for the payment of the various judgments and claims
against the Chicago Consolidated Traction Company on a
compromise basis and ending the receivership, and also con-
firmed the sale of the property of the company and its
subsidiaries on Nov. 30, 1910, to Andrew Cooke, and the
sale by him of all the property of the Chicago Consolidated
Traction Company within the city limits of Chicago to the
Chicago Railways and the property outside of the city to the
County Traction Company. The sale of the property
of the Chicago Consolidated Traction Company under fore-
closure was referred to in the EvrLectrRic RAILWAY JOURNAL
of Dec. 10, 1910, page 1170, and the acceptance by the Chi-
cago Railways of the ordinance passed by the city which
granted it permission to absorb the Chicago Consolidated
Traction Company was noted in the ELecTric RAILWAY JoURr-
NAL of Dec. 17, 1910, page 1212.

On Dec. 28, 1910, the day following the orders of Judge
Grosscup, the physical connection between the lines of the
old Consolidated Traction Company within the city limits
and those outside of the city was broken and passengers
coming into the city over the lines of the County Traction
Company, or going out of the city on the lines of the Chicago
Railways Company, formerly operated by the Chicago
Consolidated Traction Company, were required to pay an
extra fare. As the public had not been fully informed in
regard to the change considerable disorder resulted among
passengers. On Dec. 29, 1910, a compromise was arranged
whereby passengers from all the suburbs will be carried
to and from the city until Feb. 12, 1910, for a 5-cent fare.
Heated shelters will be provided for the convenience of pas-
sengers at the city limits. The resolution providing for the
temporary armistice which was adcopted by the various
bodies which represented the public in the negotiations
with the companies follows: A

“Whereas, The Chicago Railways has expressed a willing-
ness to enter into an arrangement for the period and upon
the terms hereinbefore stated, provided the entering into
the performance of such an arrangement on its part shall
be without prejudice to its legal rights; and,

“Whereas, The arrangement above referred to shall com-
mence within 24 hours after the passage and approval of
this ordinance and shall continue from such time until and
including Feb. 12, 1911, and shall at midnight of that day
cease and determine; and, )

“Whereas, Said arrangement is as follows: ‘First, the Chi-
cago Railways during said period shall give without charge
to any passenger upon its railway lines desiring same a trans-
fer entitling such passenger to transportation over connect-
ing lines of the County Traction Company located in this
municipality.

“‘Second—The Chicago Railways shall cause such trans-
fers above mentioned to be honored during said period by
the County Traction Company.

“‘Third—The Chicago Railways shall make arrangements
with the County Traction Company, which said last-named
company shall give during said period to each passenger
without charge from its lines of railway desiring same a
transfer entitling such passenger to transportation over con-
necting lines of the Chicago Railways to the business district
of Chicago and intermediate points.

“‘Fourth—The Chicago Railways shall honor npon its lines
between the city limits and the business district of Chicago
such transfers so given by the County Traction Company
during said period.”

“Therefore, Be it and it is hereby ordained:

“Section 1—That if the Chicago Railways will enter into
and carry out the above-mentioned arrangement during the
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period aforesaid, this municipality shall not claim or insist
that by virtue of the entering into and carrying out of such
arrangement the Chicago Railways loses or prejudices any
of its legal rights, and that during the continuance of such
arrangement and until the expiration thereof this munici-
pality shall not commence or prosecute cr allow to be ccm-
menced or prosccuted in its name or on its behalf against
the Chicago Railways any action at law or m equity, or
prior to the date of the termination of said period upon any
grounds or for any relief whatever, provided that nothing
herein contained shall be construed as affecting or prejudic-
ing any rights of the municipality of any kind whatsoever
against the Chicago Railways which the municipality may
scek to have enforced after the expiration of said period.

“Section 2—If the County Traction Company shall be
prevented by the action of any municipality, its officers or
agent from operating its cars from the city limits of Chicago
to and from that part of said lines lying within this munici-
pality, the Chicago Railways shall be under no obligations
to carry out said arrangement, and may terminate said
arrangement as to the line or lines of street railway so
affected, nor shall the Chicago Railways be under any obli-
gations to carry out such arrangements unless and until the
villages of and — have each passed an ordinance
of the same tenor as this ordinance.”

Street Railway Bonds and Massachusetts Savings Banks

In accordance with Chapter 500 of the Acts of 1908, the
Massachusetts Railroad Commission has transmitted to the
Bank Commissioner the following list of street railways
which have annually earned and properly paid, without im-
pairment of assets or capital stock, dividends at the rate
of 5 per cent or over upon their outstanding capital stock in
each of the five preceding years: Boston Elevated Railway,
Boston & Northern Street Railway, Boston & Revere Elec-
tric Street Railway, Citizens’ Electric Street Railway, Dart-
mouth & Westport Street Railway, East Middlesex Street
Railway, Fitchburg & Leominster Street Railway, Holyoke
Street Railway, Springfield Street Railway, Union Street
Railway, West End Street Railway, Worcester Consolidated
Street Railway. The bonds of these companies are legal
investments for savings banks in Massachusetts.

Alton, Jacksonville & Peoria Railway, Jerseyville, Ill.—
George M. Seward & Company, Chicago, 111, as fiscal agents
of the Falkenau Electric Construction Company, Chicago,
111, offer for subscription at 95 and interest, with a 40 per
cent stock bonus, the unsold portion of a block of $100.000
of first mortgage 5 per cent 3o-year gold bonds of the
Alton, Jacksonville & Peoria Railway, dated July 1, 19010,
and due July 1, 1040, but redeemable at 105 after July 1,

1920. The Alton Banking & Trust Company, Alton, Ill, is
trustee of the issue. The total authorized issue of bonds is
$600,000.

City Railway, Los Angeles, Cal.—The City Railway,
which was incorporated recently to build new extensions
and new lines for the Los Angeles Railway Corporation,
will issue a mortgage for $5,000.000 to cover the new lines
when built. The City Railway has a capital stock of $5.c00,~
ooo, fully subscribed, all of which is owned by the Los
Angeles Railway Corporation.

Coney Island & Brooklyn Railroad, Brooklyn, N. Y.—
The Public Service Commission of the First District of New
York has granted permission to the Coney Island & Brook-
lyn Railroad to issue $500,000 of 3-year 6 per cent notes,
to be redeemable at 101. The purposes for which the money
will be used follow: (1) For reconstruction and relocation
of railroad on Coney Island Avenue, from Prospect Park
to Coney Island, $354,045.50. (2) To discharge or refund
obligations, $36,684.03. (3) To pay for or on account of the
reconstruction of railroad on Franklin and De Kalb Avenues,
the relaying of the rails on Smith Street, and paving all
three streets, $98,360.57. (4) To pay the expenses of the sale
of the notes authorized and the discount thereon caused by
the sale at 98 per cent of the face value, $10,000.

Denver (Col.)) City Tramway.—The Metropolitan Rail-
way, Denver, has made provision for the redemption of its
first mortgage 6 per cent gold bonds on Jan. 1, 1011, at
the office of the Mercantile Trust Company, New York.
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Pursuant to the terms of the first and refunding sinking
{fund mortgage 25-year 5 per cent gold bonds of the Denver
City Tramway, $053,000 of these bonds are authorized to be
issued to pay off the bonds of the Metropolitan Street Rail-
way, and the latter may be exchanged for the bonds of the
Denver County Tramway referred to prior to Jan. 1.
The exchange may be made at the office of Clark, Dodge &
Company, New York, or the International Trust Company,
Denver, the Metropolitan Railway bonds to be received at
100 and accrued interest to Jan. 1 for the Denver City
Tramway bonds at 95 and accrued interest to date of ex-
change, or, if exchange is_not desired, the bonds of the
Metropolitan Railway will be purchased at 100 and accrued
interest to date of delivery.

Hocking-Sunday Creek Traction Company, Nelsonville,
Ohio.—The Hocking-Sunday Creek Traction Company has
made a mortgage to the Columbus Savings & Trust Com-
pany, as trustee, to secure an authorized issue of $200,000
of first mortgage, 6 per cent, 20-year gold bonds, dated Nov.
1, 1gI0, issuable at $13,333 per mile of road.

Louisville & Eastern Railroad, Louisville, Ky.—The prop-
erty of the Louisville & Eastern Railroad was purchased at
foreclosure sale on Jan. 3, 1911, by the Louisville & Inter-
urban Railroad, a subsidiary of the Louisville Railway, for
$1,000,000, the upset price.

Manistee Light & Traction Company, Manistee, Mich.—
The property of the Manistee Light & Traction Company
will be sold at the Court House in Manistee on Jan. 18,
1911, by order of the United States District Court.

New Orleans Railway & Light Company, New Orleans,
La.—Bertron, Griscom & Jenks, New York, N. Y. and
Philadelphia, Pa., offer for subscription at 83 and interest
the unsold portion of $500,000 of general mortgage 4% per
cent gold bonds of the New Orleans Railway & Light
Company, dated July 1, 1903, and due July 1, 19335, but re-
deemable, in whole or in part, after 6o days’ notice, on any
coupon date at 105 and interest.

Old Colony Street Railway, Boston, Mass.—The Railroad
Commission of Massachusetts has been asked to approve an
issue of $300.000 of additional common stock of the Old
Colony Street Railway on acéount of extensions, equipment,
etc. .

St. Frangois County Railway, Farmington, Mo.—The St.
I‘ran¢ois County Railway, the property of which was sold
under foreclosure in August, 1910, has been succeeded by
the St. I'rang¢ois County Railroad, which has elected officers
as follows: M. P, Cayce, president; William P. Taylor, vice-
president, general manager and purchasing agent; William
P. Lang, secretary; IF. V. Isenman, general freight and
passenger agent.

St. Louis (Mo.) Terminal Electric Railway.—The St.
Louis Terminal Electric Railway, which is controlled by the
McKinley interests, has filed for record in Missouri a certif-
icate increasing its authorized capital stock from $1,000,000
to $2,000,000.

South Shore Traction Company, Patchogue, N. Y.—Judge
Chatfield, of the United States Circuit Court. on the appli-

cation of Paul T. Brady, appointed Paul T. Brady and Wil-

lard V. King receivers of the South Shore Traction Com-
pany, on Dec. 31, 19710.

Syracuse (N. Y.) Rapid Transit Railway.—William H.
Newman, formerly president of the New York Central &
Hudson River Railroad, has been clected a director of the
Syracuse Rapid Transit Railway to succeed the late E. V.
W. Rossiter.

Third Avenue Railroad, New York, N. Y.—Justice Amend
of the Supreme Court has granted a writ of certiorari giv-
ing the Public Service Commission of the First District of
New York 20 days within which to file in the county clerk’s
othce all the records cf protests before it and decisions
upon which it refused to approve the plans fcr the organ-
ization of the Third Avenue Railroad dated Dec. 2, 1909,
and further agreement of plan of readjustment dated Feb.
23, 1910. The suit was brought by the .Third Avenue Rail-
road and by James N. Wallace and others of the bond-
holders' committee.

West Chester, Kennett & Wilmington Electric Railway,
Kennett Square, Pa.—In the EvrrcTriCc RAILWAY JOURNAL
of Dec. 17, 1910, page 1215 mention was made of the
appointment of a protective committee, consisting of R. J.
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Brunker, Geo. B. Atlee, Morris Ebert and Wm. S. J. Weth-
erill, as the result of the default of the West Chester, Ken-
nett & Wilmington Electric Railway in the payment of the
coupons of its $420,000 of 5 per cent bonds dated 1905,
which are outstanding. George B. Atlee & Company, Phila-
delphia, Pa., now state that sufficient bonds have been de-
posited with the committee, which they represent, to permit
foreclosure.

Wilmington, New Castle & Southern Railway, New Cas-
tle, Pa.—Solomon Hanford, New York, N. Y., purchased at
foreclosure sale, on Dec. 23, 1910, the portion of the Wil-
mington, New Castle & Southern Railway, between Wil-
mington and New Castle, covered by the first mortgage of
the Wilmington & New Castle Railway, which was dated
1896, and drawn for $150,000. The purchase price was $100,-
ooo. Mr. Hanford is said to represent E. Clarence Jones
& Company, New York, N. Y.

Dividends Declared

Auburn & Syracuse Electric Railroad, Syracuse, N. Y.,
quarterly, 174 per cent, preferred.

Aurora, Elgin & Chicago Railroad, Chicago, 111, quarterly,
174 per cent, preferred; quarterly, 34 of 1 per cent, common.

Birmingham Railway, Light & Power Company, Birming-
ham, Ala., 3 per cent, preferred; 214 per cent, common.

Boston & Northern Street Railway, Boston, Mass., $3,
preferred.

Boston (Mass.) Suburban Electric. Companies, $1,
terly.

Cedar Rapids-Towa City Railway & Light Company, Cedar
Rapids, Ia., 3 per cent, preferred.

Conmhdated Traction Company of New Jersey, Newark,
N. J., 2 per cent.

Denver & Northwestern Railway, Denver, Col.,, 2 per cent,
quarterly.

Ft. Smith Light & Traction Company, Ft.
quarterly, 134 per cent, preferred.

Indianapolis Traction & Terminal Company, Indianapolis,
Ind., 1 per cent.

Little Rock Railway & Electric Company, Little Rock,
Ark., 3 per cent, preferred; 4 per cent, common.

Manchester Traction, Light & Power Company,
chester, N. H., quarterly, 2 per cent.

Memphis (Tenn) Street Railway, quarterly, 114 per cent,
preferred.

Nushville Railway & Light Company, Nashville, Tenn.,
quarterly, 114 per cent, preferred; quarterly, 34 of 1 per cent,
common.

New England Investment & Security Company, Boston,
Mass.,, 2 per cent, preferred

New Orleans City Railroad,
cent, common.

New York State Rallways Rochester, N. Y., quarterly,

114 per cent, preferred; quarterly, 114 per cent, common.

Old Colony Street Railway, Boston, Mass., $3, preferred.

Ottawa (Ont.) Electric Railway, 2 per cent; 2 per cent
extra.

Ottumwa Railway & Light Company, Ottumwa, Ia., quar-
terly, 134 per cent., preferred. F

Philadelphia (Pa.) City Passenger Railway, $3.75.

Porto Rico Railways, Ltd.,, San Juan, P. R., quarterly,
134 per cent, preferred.

Public Service Corporation of New Jersey, quarterly, 114
per cent.

Ridge Avenue Passenger Railway, Philadelphia, Pa., quar-
terly, $3.

St. Charles Street Railroad, New Orleans, La., 3 per cent.

Scioto Valley Traction Company, Columbus, Ohio, quar-
terly. 174 per cent, preferred and first preferred. .

Syracuse (N. Y.) Rapid Transit Company, quarterly, 1%
per cent, preferred.

Terre Haute, Indianapolis & Eastern Tractlon Company,
Terre Haute, Ind., quarterly, 114 per cent, preferred.

Toronto (Ont.) Railway, quarterly, 134 per cent.

Tri-City Railway & Light Company, Davenport, Ia., quar-
terly, 14 per cent, preferred.

Union Railway, Gas & Electric Company, Rockford, TIlL,
(uarterly, 174 per cent, preferred.

West End Street Railway, Boston, Mass., $2 preferred.

West India Electric Company, Ltd., Kingston, Jamaica,
174 per cent.

quar-

Smith, Ark.,

Man-

Y4 per cent, preferred; 1 per
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Trafficand Transportation

Transfer Talks in Toledo

The Toledo Railways & Light Company, Toledo, Ohio,
has placed reading matter on all transfers. For the last few
weeks the following has appeared on the transfers:

“If there is any dispute over this transfer, pay your fare,
keep the transfer and refer matter to company. Conductors
are governed by certain fixed rules, and to avoid disputes
take up complaints direct with company.

“We would also consider it a favor to be notified when a
conductor is not courteous or polite to our passengers, but
don’t blame the conductor if it’s your own mistake.”

The company intends to change the transfer talks at fre-
quent intervals and has prepared a second transfer talk, to
read as follows:

“Twenty-five years ago people rode in horse cars. They
paid a 5-cent fare, received no transfer and could not ride
over two or three miles.

“To-day electric cars take you five times as far, five
times as quickly and five times more comfortably. Despite
enormous increased operation expense the fare is still 5
cents.

“Doesn’t this show the important part electric roads play
in contributing to the public welfare?”

Subway Service Order Protested

The Interborough Rapid Transit Company, New York,
N. Y. has filed a protest with the Public Service Com-
mission of the First District of New York against the
order of the commission dated Dec. 23, 1910, which fixes
the conditions of service on the subway lines of the com-
pany, and the commission has set Jan. 12, 1911, for a re-
hearing on its order. The question of service came before
the commission in a series of hearings which were reported
in the issues of the ELecrric RaiLway Journar of Dec.
10, 1910, page 1152: Dec. 17, 1910_page 1200, and Dec. 371,
1910, page 1271, in the last of which the order of the com-
mission requiring the company to reduce frem 30 minutes
to 15 minutes the time within which to supply seats suf-
ficient for all passengers or to operate the maximum
service at all hours was referred to. The objections made
by the company to the order follow:

“That the terms of said order and the regulations therein
attempted to be made are impossible of performance.

“That said order makes no provision for the temporary
prevention of this company from complying with said order
by accident or other controlling emergency for which it
is not responsible, and that in this respect said order and
its terms and each of them are unjust and unreasonable.

“That said order deprives this company of the right of
ownership and management and protection of its property
and the property of others committed to its care.

“That said order illegally substitutes the judgment of
the commissioners for the judgment of this company’s
directors and stockholders with respect to the matters
which it attempts to regulate.

“That said order impairs the obligation of contracts to
which this company is a party, in violation of the Consti-
tution of the State of New York and in violation of the
Constitution of the United States.

“That the law under which said commission purports to
act, being Chapter 48 of the Consolidated T.aws, known as
the public service commissions law, enacted by Chapter
480 of the T.aws of 1910, is unconstitutional as not having
been duly enacted in accordance with the Constitution of
the State of New York and as being contrary to the pro-
visions thereof; that the sections of said law under which
the commission acted or purported to act herein are un-
constitutional and deprive owners of property of their
property without due process of law and discriminate
unjustly between classes of property owners.

“That the regulations attempted to be fixed and enforced
by the order of the commission hereinabove referred to
are not, nor are any of them, just or reasonable.

“That the determination made by the said order and
each and every part thereof is against the evidence sub-
mitted to the commission and against the weight of such
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evidence and is wholly without support or justification on
any evidence submitted to the commission.

“The commission is hereby respectfully notified that the
terms of the order modifying final order purporting to
have been made on Dec. 28, 1910 (excepting paragraphs
marked 2, 3 and 4, which are accepted and will be obeyed
and are not referred to hereinafter), are not accepted, and
that it is a physical impossibility for the Interborough
Rapid Transit Company to obey said order.”

The paragraphs which the company indicates that it
accepts provide for the discontinuance of the expresses
which have heretofore skipped all stations between Ninety-
sixth Street and 137th Street, and the operation of every
other Broadway local train to Dyckman Street instead ot
their withdrawal at 137th Street, as has been the custom.
This change is devised to relieve the crowded condition on
the Broadway branch, and was put into effect on Jan.
3, 1911,

Relations of Boston Elevated Railway with Employees

William A. Bancroft, president of the Boston (Mass.)
Elevated Railway, refers as follows to the relations of the
company with its employees in the annual report of the
company, an abstract of which is published on page 47 of
this issue of the ELecTric RAILWAY JOURNAL:

“The company has continued its liberal policy toward its
employees in respect to their wages, as well as in other
matters. Compensation for learners during 12 months ending
Sept. 30 amounted to $37,813. There was paid during 12
months ending Sept. 30 the sum of $6,869, as a guaranteed
minimum wage for new or extra men. There was also paid
as incréased compensation to long-service men the sum
of $71.805. There was paid in pensions, under the provisions
recited in former reports, the sum of $11,260. There was
also paid in ‘satisfactory service’ money, in sums of $20 or
25 to each of the employees deemed worthy thereof, the
sum of $74,130. The aggregate sum of increased payments
to employees, under the provisions adopted seven years ago,
amounted during the year to $201,069. The provisions of
four years ago and this year raising the rate of wages
increase this amount by about $201,012, making a total of
about $402,081.”

Pensions for Public Service Employees

The Public Service Corporation of New Jersey and its
allied companies will provide, after Jan. 1, 1911, 0ld age
pensions, sick and accident benefits and life insurance for
all its permanent employees of the various railway, gas
and electric companies. The entire cost will be borne by
the companies without any expense to the men.

Appreximately 10,000 employees will be affected by the
benefit scheme. The annual cost to the companies will,
it 1s estimated, be upward of $50,000.

The Public Service will pay sick or disabled employees
$1 per day for not more than 9o days in any one
year; the smallest pension to be paid will be $240 a year
and at the death of an employee $300 will be paid to his
dependents.

Employees who reach the age of 65 years after 25 years
of continuous service with the corporation, its allied or
predecessor companies will be eligible to retire on pension.
Compulsory retirement is provided for when an employee
shall have reached the age of 70 years, after 20 years of
continuous service. Pensions are to be paid monthly by
the employing company and are to be fixed on a basis of
percentage of the average compensation of the person
pensioned. This is to beé for each year of service 1 per
cent of the average salary for the 10 years preceding re-
tirement, but with the proviso that no' pension shall be
less than $240 a year. It is also provided that if an em-
plecyee does not voluntarily retire when he reaches the
age of 65 years he may, if he likes, do so at any time before
reaching the compulsory retirement age.

The insurance feature provides that $300 will be paid
at death to the dependents of permanent employees whose
compensation at the time of death does not exceed $1,800 a
year. Those receiving more than $1,800 a year do not come
within the scope of thé insurance plan,
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In the payment of benefits to sick or injured employees
it is stipulated that no money will be given in cases where
the disability is due to immoral conduct or the use of
intoxicants. Nor will the employees who receive $1,800
per year or mcre and those whose regular pay is continued
during disability share in the sick benefit fund. All others
will, after the first week of disablement, be paid at the
rate of $1 a day for not more than 9o days in any one
year. Employees receiving a pension will not be entitled
to sick benefits also, but retirement on pension will not
deprive any employee of the benefits of insurance.

The administraticn of the beneficial funds has been
placed in the hands of a welfare committee, which consists
of the president, the second vice-president, who is chair-
man, the treasurer and the general claim agent. It is fig-
ured that for the first four years at least the companies
will have to spend annually for pensions $12,000; for insur-
ance, $21,600; for sick beneflits, $17,900, a total of $51,500.
The necessary money will be appropriated annually, prop-
erly appertioned among the several companies and charged
to operating expenses.

Collision on Oregon Electric Railway.—Sixteen persons
were injured in a head-on collision at 9:15 p. m., on Dec. 14,
1910, between a limited car and a local car on the Puget
Sound Electric Railway, between Seattle and Tacoma.

Safety Gates in Louisville—The Louisville (Ky.) Rail-
way is experimenting with safety gates, and will install the
gates on all of its cars, if after trial they prcve successful.,
The gates on the Louisville cars will be operated by the
conduc tor.

Increase in Wages by Toledo, Fostoria & Findlay Rail-
way.—On Jan. 1, 1911, the Toledo, Fostoria & Findlay Rail-
way, Fostoria, Ohio, increased the wages of all motormen
and conductors who have been in the employ of the com-
pany three years I cent an hour.

Lehigh Valley Transit Company, Allentown, Pa.—This
company has issued a calendar for 1911, accompanied by a
circular letter extending the season’s greetings and telling of
the new rapid transit express service at freight rates between
Philadelphia and Allentown, and intermediate points.

Special Attendants in Kansas City, Mo.—The Metro-
politan Street Railway, Kansas City, Mo, placed 30
uniformed men at the principal points in the downtown
trading district during the holiday season to assist and
direct passengers of the company and otherwise promote
their comfort.

Near-Side Ordinance in Connersville, Ind.—The city
attorney of Connersville has prepared an ordinance for
introduction in the City Council of Connersville, Ind., to
compel the Indianapolis & Cincinnati Traction Company,
which cperates through Connersville, to stop its cars on
the near side of the street in that city.

Special Transfer for New Year’'s.—The St. Joseph Railway,
Light & Power Company, St. Joseph, Mo., used a special
decorated transfer on Jan. 1, 1911, 234 by 5 in. in size, and
printed in red and green. The upper half of the slip bore
a New Year greeting from the company to the passenger.
The border design was a reproduction of holly leaves and
berries.

Effect of Cold Weather at Akron.—Early on the morning
of Dec. 30, 1010, 25 poles carrying the power lines of the
Northcrn Ohio Traction & Light Company, the wires of
the two telephone companies and the police and fire wires
broke and fell into South Main Street, Akron, Ohio, paralyz-
ing street car service for hours, except in the northern part
of the city.

Uniforms as Christmas Presents in Portland, Ore.—The
Portland Railway, Light & Power Company. Portland, Ore..
has announced that it will present all platform men who
have been with the company five years or more, known as
“gold stripe men,” with Christmas gifts in the form of new
uniforms, provided they apply for them within six months.
There are about 300 men in the service of the company who
are entitled to the new uniforms.

Complaint Against International Railway Closed.—The
Public Service Commission of the Second District of New
York has closed upon its records the complaint of H. H.
Glosser and others against the International Railway, Buf-
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falo, N.Y., as to service on the Cazenovia, Abbott Road
and Scuth Park lines, in, Buffalo. The company has ex-
pressed its willingness to continue the present service on
the Cazenovia line, and this is satisfactory to the complain-
ants.

Transporting Policemen.—The Louisville & Southern In-
diana Traction Company and the Louisville & Northern Rail-
way & Lighting Company, Louisville, Ky., have announced
that policemen will no longer be carried free on their lines
outside the limits of the towns in which the companies
operate. The franchises of the companies require that
policemen be given free transportation within the municipal
boundaries, but the companies have heretofore allowed
policemen to ride anywhere on the lines.

Indiana Commission’s Recommendations Observed.—The
I't. Wayne & Wabash Valley Traction Company has trans-
ferred its train dispatcher’s office from the tower at the
interlocking crossing at Bluffton, Ind., to Ft. Wayne, Ind,,
with authority over the running of trains between Ft.
Wayne and Bluffton and Ft. Wayne and Peru. This
change is in accordance with the recommendations of the
Indiana Railroad Commission that train dispatchers should
give their entire time to the movement of interurban trains,
without attending to interlocking crossings. The dispatch-
er’s office for the Peru-Lafayette division of the road will
be removed from Huntington to Logansport.

Joint Rates in New York.—On Dec. 25, 1910, the Metro-
politan Street Railway, New Ycrk, and the Central Park,
North & East River Railroad establishied the joint rate for
the transportation of passengers provided in the order of
the Public Service Commission of the First District of New
York as referred to in the EvLectric RaiLway JournaL of Dec.
10, 1910, page 1171. The operation of the joint rate as
explained to the public in the notices displayed in the cars
follows: *‘Passengers on the avenue cars of the Metro-
politan Street Railway may purchase from conductors, for
the additional sum of 5 cents, upon request at the time cash
fare is paid, a joint rate ticket, valid for fare on the .cars of
the Fifty-ninth Street Crosstown Line, with the privilege
of continuing the journey northward or southward, accord-
ing to the color of the ticket, on another intersecting line
of the Metropolitan Street Railway system, as specified on
Coupon 2 of the ticket.”

Interurban Railway Replies to Complaint.—The Roches-
ter, Syracuse & Eastern Railroad, Syracuse, N. Y., has filed
with the Public Service Commission of the Second District
of New York its answer to the complaint of the residents
of Galen, N. Y. The company states that if it is compelled
to increase the number of stops the running time between
Rochester and Syracuse will be increased materially, It
now takes about 2 hours and 30 minutes to make the run
between the cities, and if the time is increased the company
will lose the patronage of a large number of persons wha
daily travel between the two terminals. The company’s
earnings are derived largely from the limited cars. A num-
ber of towns have recently been eliminated from the regu-
lar stops of limited cars, but the company claims that the
service of these towns is adequate and much better than
the service afforded by the steam railroads prior to the con-
struction and operation of the electric railway.

New Schedule on Auburn & Syracuse Electric Railroad.—
The Auburn & Syracuse Electric Railroad, Syracuse, N. Y.,
arranged to put a new schedule in effect on its line on
Jan. 3. 1911. Under the new schedule there is a 4o-minute
instead of a 30-minute service on all days except Saturday,
when a 3o0-minute service, differing from the present one,
will be in force. A new feature of the schednulc is a limited
car service between Syracuse and Skaneateles at 5:20 p. m.
every day except Saturday and Sunday. Under the new
service the first car leaves Syracuse at 6:30 a. m., the next
at 7:20 a. m.. and thereafter every jo minutes up to the
last car at midnight. On Saturdays the first car leaves
Syracuse at 6:30 a. m., the next at 7 a. m., the next at 8
a. m., and thereafter every 30 minutes until 11 p. m. The
last car for Auburn leaves at 11:50 p. m. On the Saturday
schedule the first car leaves Auburn at 5:40 a. m., the next
at 6:40 a. m., and the next at 7 a. m., and thereafter every
30 minutes up to 9:30 p. m. The last two cars for Syracuse
leave at 10:30 p. m. and 11:45 p. m.
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Personal Mention.

Mr. D. H. McMichael has been appointed claim agent of
the Fort Smith Light & Traction Company, Fort Smith,
Ark., to succeed Mr. H. R. Bennett.

Mr. Arthur E. Tweedy has been elected president of the
Danbury & Bethel Street Railroad, Danbury, Conn., to
succeed the late Samuel C. IHolley.

Mr. John Otto has bcen appointed purchasing agent of
the Santa Barbara Consolidated Railroad, Santa Barbara,
Cal,, to succeed Mr. W. T. Sterling.

Mr. J. M. Thomas has been appointed chief cngineer of
the power station of the People’s Traction Company, Gales-
burg, 111, to succeed Mr. E. P. Shanks.

Mr. George L. Colgate has been appointed purchasing
agent cf the Ontario Light & Traction Company, Canan-
daigua, N. Y., to succeed Mr. J. B, Eaton.

Mr. Horace R. Hudson, treasurer of the Humboldt Tran-
sit Company, Eureka, Cal., has also becn elected secretary
of the company to succeed Mr. Burke Corbect.

Mr. D. J. McGuire has been appointed roadmaster of the
Colorado Springs & Cripple Creek District Railway, Colo-
rado Springs, Col,, to succeed Mr. D. Dwyer.

Mr. C. D. Emmons, general manager of the Fert Wayne
& Wabash Valley Traction Company, Fort Wayne, Ind.,
has been elected president of the Railroad Young Men’'s
Christian Association of Fort Wayne.

Mr. B. E. Tabler, formerly traffic agent of the Illinois
Traction System at St. Louis, Mo., has been appointed
freight and new business manager of the Choctaw Rail-
way & Lighting Company, McAlester, Okla.

Mr. Walter W. Cock has bcen appointed master me-
chanic at the shops of the Terre Haute, Indianapolis &
Eastern Traction Company at Greenfield, Ind. NMr. Cook
was formerly connected with the Pullman Company.

Mr. J. B. Sucese, formerly superintendent of the Chicago,
Indianapolis & Louisville Railway, Lafayette, Ind., has been
appointed general superintendent of the Chicago, South
Bend & Northern Indiana Railway and the Southern Michi-
gan Railway, South Bend, Ind., effective Feb. 1, 1910, to
succeed Mr. M. P. Reed, who will engage in business for
himself at South Bend. \

Mr. Ralph H. Rice has been appointed division engineer
of electrical transmission and distribution, Board of Super-
vising Engineers, Chicago Traction, vice Mr. E. N. Lake,
resigned. Mr. Rice was formerly assistant engincer of this
division, having held that position since the organization of
the Bcard of Supervising Engineers. Before becoming
connected with the Board of Supervising Engineers Mr.
Rice was one of the engineers of The Arnold Company,
Chicago, I1l. Mr. W. F. Sims, formerly field engineer of
the power department, has been appointed assistant di-
vision engineer to succeed Mr. Rice.

Mr. Peter E. Hurley, whose resignation as general man-
ager of the Trenton (N. J.) Street Railway was announced
in the ELectric RAILWAY JOURNAL of Nov. 5, 1910, was
tendered a reception on Dec. 30, 1910, at which all of the
employees of the company were present. Mr. Hurley was
presented with a gold watch by Mr. C. Howard Gibbs on
behalf of the employecs. who thanked Mr. Hurlcy for his
courteous treatment cf the men. Mr. Oscar T. Crosby,
president of the Trenton & Mercer County Traction Com-
pany; Mr. Rankin Johnson, vice-president of the company;
Mr. John T. Thompson, superintendent of the company,
and Mr. Henry C. Moore, former president of the company,
all made short addresses.

Mr. E. D. Smith resigned as superintendent of power sta-
tions of the United Railways, St. Louis, Mo., effective Jan.
1, 1011, to become chief engineer of the Board of Education
of St. Louis. Mr. Smith was born in Galion, Ohio, on March
29, 1877. He was educated in the district schools of Mis-
souri and at Missouri University, from which he was gradu-
ated in June, 1901, with the degree of electrical engineer.
Immediately after he was graduated from college Mr. Smith
entered the employ of the St. Louis Transit Company, the
predecessor of the United Railways, as a helper in one of
the electrical construction gangs. Subsequently he was
employed in various capacities in the different power .sta-
tions of the company and in the office of the superintendent
of power of the company. In 1904 Mr. Smith was appointed
superintendent of power stations of the company.
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Mr. E. F. Schneider, secretary and general manager of
the Cleveland, Southwestern & Columbus Railway, Cleve-
land, Ohio, was tendered a dinuer by the company on the
evening of Dece. 28, 1910, at the conclusion of which the
party adjourned to the directors’ room, where Mr. A, E.
Akins, first vice-president of the company, on behalf of the
officers, presented Mr. Schneider with a travcling outfit.
Among those present were: Mr, A. E. Akins, first vice-
president of the company; Mr. J. O. Wilson, treasurcr; Mr.
H. B. Cavanaugh, auditor; Mr. J. A. Nestor, superintendent;
Mr. W. E. Rolston, superintendent of power and shops;
Mr. Ensign Johnson, supcrintendent; Mr. W, B, Demaline,
superintendent of Ohio lines; Mr. G. F. Reidy, traveling
passenger agent:; Mr. G. McGraw, traveling auditer; Mr.
C. G. Taylor, superintendent of lighting, and Mr. C. E. Mc-
Kisson, claim adjuster.

Mr. W. H. Rushton has recently bcen appointed master
mechanic of the Altoona & Logan Valley Electric Railway,
Altocna, Pa., to succeed Mr. W, H. Dickson. Mr. Rushton
began his railway career as an apprentice in the electrical
department of the Hestonville, Mantua & Fairmont Rail-
way, in 1896, after graduating from the Philadelphia High
School. In 187 Mr. Rushton was appointed foreman with
the Union Traction Company, Philadelphia, Pa., and con-
tinued with this company and the Philadelphia Rapid Tran-
sit Company, its successor, until June, 1904. He then ac-
cepted a positicn as foreman with the Pacific Electric Com-
pany, LLos Angeles, Cal., and continued with this company
until June, 19035, when he contracted with J. G. White &
Company, Inc., to act for five years as master mechanic of
the Manila Railway & Light Company, Manila, P. I. Mr.
Rushton returned to the United States in June, 1910.

Mr. B. R. Stephens, formerly gcneral traffic manager of
the Illinois Traction System, Champaign, Ill., has been ap-
pointed general superintendent of the Choctaw Railway &
Lighting Company, McAlcster, Okla. Mr. Stephens has
had more than 20 years’ experience with railroads. He
began his career as a trainman and has at various times
becen connected with the Toledo, St. Louis & Western Rail-
road, Ohio Southern Railroad, Cleveland, Akron & Colum-
bus Railroad, New York, Chicago & St. Louis Railroad and
the Chicago & Eastern Illinois Railroad. He was con-
nected with the Illinois Traction System for eight years.
During the last four years of his connection with the Illinois
Traction System DMr. Stephens acted as general traffic
manager with headquarters in Springfield. Prcvious to
serving the company in the capacity of traffic manager he
was connected with the Indiana interests of the company for
two years and served for two years at Champaign, Il

Mr. Samuel J. Dill, who has been assistant to the presi-
dent of the Susquehanna Railway, Light & Power Company,
New York, N. Y., has been elected vice-president of the
company. Mr. Dill is also president of the United Service
Company, which is purchasing agent of the Susquehanna
Railway, Light & Power Company. This company con-
trols a number of electric railway, licht and power and
gas properties in different cities. The principal railway
properties are those in Elmira, N. Y., and Lancaster, Pa.
Mr. Dill began his railway career with the Metropolitan
Street Railway, New York, N. Y. He was promoted by the
company to division foreman and was in charge of the
Forty-second Street and Crosstown and the Boulevard
lines when they were equipped with electricity. In 1gor he
became superintendent of the Detroit, Ypsilanti, Ann Arbor
& Jackscn Railway, and later was appointed general super-
intendent in charge of the operation of the city lines in
Kalamazoo and Battle Creek and the interurban railway
connecting the two cities. In 1904 Mr. Dill was appointed
ocneral manager of the Youngstown & Southern Railway,
and continued in that capacity until he was appointed resi-
dent general manager of the Elmira Water, Light & Rail-
road Company, Elmira, N. Y.

Mr. J. W. Smith has been appointed superintendent of
railways of the Chattanooga Railway & Light Company,
Chattanooga, Tenn., in charge of transportation, shops and
car houses. Mr. Smith was graduated from Cornell Univer-
sity in 1803 as a mechanical and electrical engineer, and im-
mediately after graduation was employed as one of the engi-
neers in charge of converting the lines of the Union Trac-
tion Company, Philadelphia, Pa., from horse-power to elec-
tricity. After completing this work Mr. Smith took the ex-
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pert course of the General Electric Company at Schenec-
tady and Lynn, and in 1806 was one of the engineers on the
construction of the system of the Fairmount Park Transpor-
tation Company, Philadelphia, Pa. Subsequently he was
appointed manager of the Fairmount Park Transportation
Company, and continued in that capacity until 19go1. From
1gor until 1903 Mr. Smith was superintendent in charge of
construction of the Augusta-Aiken Electric Railway, Au-
gusta, Ga.; the Hampton Roads Railway & Electric Com-
pany, Newport News, Va., and the Jersey Central Traction
Company, Keyport, N. J. From 1903 until February, 1907,
Mr. Smith was general manager of the Schuylkill Railway,
Girardville, Pa., and from February, 1907, until Dec. 1, 1910,
he was general manager of the City Railway and the City &
Elm Grove Railway, Wheeling, W. Va.

Mr. F. W. Bacon, whose resignation as general manager
of the New Jersey & Hudson River Railway & Ferry Com-
pany, Edgewater, N. J., followed the purchase of the prop-
erty of that company in October, 1910, by the Public Service
Railway, had been con-
nected with that company
and its predecessors for the
last 10 years. During this
time the road grew from a
small single-track suburban
property of a few miles to
an interurban system 45
miles in length operating 53
cars. Mr. Bacon, who is a
brother of Mr. George W.
Bacon, of Ford, Bacon &
Davis, New York, N. Y., be-
gan his railway work in 1895
in the reconstruction of the
Canal & Claiborne Railroad,
New Orleans, La., where
he was engaged in the gen-

eral engineering depart- F. W. Bacon

ment and later was placed

in charge of the overhead line construction. Fol-
lowing this, he was engaged in the reconstruction

of the New Orleans & Carrollton Railway, of which work
he had charge, including the complicated construction on
Canal Street. In 1896 these two companies were con-
solidated and Mr. Bacon served as traffic superintendent
until 1000, when he became connected as general superin-
tendent with the Bergen County Traction Company, of
Edgewater, N. J. The Riverside & Fort Lee Ferry Com-
pany and the Hudson River Traction Company were added
to the Bergen County Traction Company, the properties
being afterward consolidated under the name of the New
Jersey & Hudson Railway & Ferry Company. Mr. Bacon
was appointed general manager of this property in 1905.

OBITUARY

R. Winder Johnson, president of Lawrence Johnson &
Company, who was also connected with the Abrasive
Material Company, died suddenly at Jefferson Hospital,
Philadelphia, Pa., on Dec. 27, 1910, from injuries which he
had received a short time before.

Sir Charles Scotter, the chairman of the London &
Southwestern Railway, London, England, is dead. Born at
Hull, in 1835, he entered the service of the Manchester,
Sheffield & Lincolnshire Railway, at the age of 18, as a
clerk. In 1860 he was appointed passenger superintendent.
Twelve years later he became assistant goods manager and
goods manager in 1873, under Sir Edward Watkin, who
was then chairman of the company; and again 12 years
later he left the Manchester, Sheffield & Lincolnshire Rail-
way to become general manager of the London & South-
western Railway. This position also hie held for more than
12 years. Subsequently he was elected director and became
" first deputy chairman and then, in 1904, chairman, in place
of Lieutenant-Colonel H. W. Campbell. The Waterloo &
City Railway was added to the Southwestern system
through Sir Charles, who advocated the construction of a
deep-level electric railway which should virtually prolong
the Waterloo & City Railway to the Bank. ‘Another line in
which Sir Charles was interested was the Great Northern
& City “tube” from Moorgate Street to Finsbury Park, Lon-
don.
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Construction News

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

An asterisk (*) indicates a project not
reported.

previously

RECENT INCORPORATIONS

*Shreveport & Memphis Railway Company, Shreveport,
La.—Incorporated in Louisiana to build an electric or
steam railway to connect El Dorado, Homer and Minden,
a distance of 45 miles. Later it is expected to extend this
railway to Memphis. Surveys have been completed. Chi-
cago capitalists are said to be backing the project. Incor-
porators: O. C. Ferguson and A. R. Johnson, Homer, La.

Northern Minnesota Railway, Virginia, Minn.—Incor-
porated to build an electric railway in Minnesota. Capital
stock, $25,000. Incorporators: Edward Himes, Chicago;
S. J. Gusson, Virginia; G. F. Lindsay, Davenport, Iowa;
William O’Brien, St. Paul; H. C. Hornby, Cloquet.

Oklahoma-Kansas Railway, Joplin, Mo.—Incorporated in
Missouri to build a 23-mile electric railway to connect
Cclumbus, Galena and Baxter Springs, Kan.,, and Sunny
Side, Lincolnville, Hattanville and Miami, Okla. This
company was recently incorporated in Kansas as recorded
ir the ELectric RarLway Journar for March 12, ’'10. C. F
Lambert, Kansas City, chief engineer. [E. R. J., July
16, ’10.}

*Oklahoma Short Line Electric Railway, Shawnee, Okla.—
Incorporated in Oklahoma for the purpose of connecting
the electric and interurban systems of Kansas, Missouri,
Texas and Oklahoma. The main line will be 175 miles and
will connect Oklahoma City and Joplin, Mo. A branch
line of 125 miles will be built from Shawnee, Okla., to
Denison, Tex. Construction will begin about Jan. 20. It is
the intention to build from Shawnee to Muskogee and
Oklahoma City first. It is expected to lay go-lb. steel and
to construct the railway for hauling freight, passengers and
mail. Options and right-of-way have been secured through
all the counties through which the lines will pass. The
power plant and car shops will be located east of Shawnee.
Capital stock, $100,000. Incorporators: C. C. Wright, Ada;
M. J. Bentley, Tecumseh; Peroy Paddock, Oklahoma City;
Z. V. Sanders, Albermarle; S. C. and Thomas E. Armen-
trout, Kirkwood, Mo. .

FRANCHISES

Montgomery, Ala.—The Montgomery Traction Company
bas asked the City Council for a franchise to build several
extensions to its railway in Montgomery.

*Phoenix, Ariz.—Selim Michelson, Phoenix, has asked
the Board of Supervisors for a franchise to build an elec-
tric railway over Center Street bridge in Phoenix to Tempe
and Mesa. Dr. H. H. Stone and Charles Goldman have
asked for a franchise to build an electric railway from
Phoenix to Mesa.

Nanaimo, B. C.—A by-law is being prepared authorizing
the Nanaimo Electric Railway to build its railway over
certain streets in Nanaimo, B. C.

San Jose, Cal.——The San Jose & Santa Clara County
Railroad, San Jose, has asked the Common Council for
switch and turn privileges and the use of T-rails in Santa
Clara Street. In return the company will lower its tracks
and pave streets at once in San Jose.

Danbury, Conn.—The Danbury & Bethel Street Railway
will ask the General Assembly for a franchise to extend its
lines from the present terminus of its lake division, on
Kenosia Avenue, Danbury, to the New York State line.
Plans are also being considered to extend this railway
between Danbury and Brewster.

Waterbury, Conn.—The Waterbury & Milldale Tramway,
Waterbury, has asked the General Assembly for an exten-
sion of time to its franchise in which to build its proposed
o-mile electric railway from Milldale to Waterbury over
Wolcott Mountain. The company wants the time limit
for. building the railway extended to July 1, 1915. John H.
Cassidy, Waterbury, secretary. [E. R. J.,, Aug. 13, ’10.]

*0ak Park, Il.—D. O. Ward has asked the Village Board
for a franchise to build an electric railway from Harrison
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Street on the south to Chicago Avenue on the north in
Oak Park.

Pekin, I1l.—The Pekin & Petersburg Interurban Railway
has received a franchise from the City Council to build an
electric railway through Pekin. This projected line will
connect Pekin and Petersburg. J. E. Melick is interested.
[E. R. J., Dec. 10, '10.] A

*South Bend, Ind.—P. E. Hall, representing the South
Bend Electric Company, has asked the City Council for a
franchise to build an electric railway in South Bend. Jay
D. Crary has also asked the City Council for a similar
franchise.

Waltham, Mass.—The Boston & Western Electric Rail-
way will file a petition with the Railroad Commissioners
asking for a location for tracks in Marlboro, Waltham,
Weston, Wayland and Sudbury. [E. R. J.,, Oct. 1, 1910.]

Worcester, Mass.—The Worcester Consolidated Street
Railway has accepted ‘three franchises for short extensions
in Worcester.

*Eveleth, Minn.—The Range Electric Railroad has asked
the City Council for a franchise to build its railway through
Eveleth.

Virginia, Minn.—The Great Northern Power Company,
Duluth, will ask the City Council for a franchise to build
an electric railway through Virginia. This proposed 4o-mile
" railway will connect Hibbing, Chisholm, Buhl, Kinney and
Gilbert, with a probable extension to Stevenson and Kewatin
on the west to Elb, McKinley and Biwabik on the east.
[E. R. J., Dec. 10, '10.]}

*#St. Louis, Mo.—Benjamin Westhus and associates will
ask the City Council for a franchise to build an elevated
railway connecting the central business district of St. Louis
with South Broadway, and extending to Southampton and
the southwestern city limits.

Lambertville, N. J—The New Jersey & Pennsylvania
Traction Company, Trenton, has received a franchise from
the City Council to construct a track on Lambert Street
in Lambertville to be used for freight purposes.

Corning, N. Y.—The Elmira, Corning & Waverly Rail-
road, Elmira, has received a franchise from the Town Board
to cross the highways of the town at convenient points
and also to occupy with its double tracks the new Corning-
Caton road®at Brown’s Crossing. In return the company
will provide a subway under the Erie Railroad tracks.

Wilson, N. Y.—The Wilson Railway has asked the City
Council for a franchise to build a 2-mile electric railway
over certain streets in Wilson. It will connect the rail-
road station in Wilson with Island ILake Park and Sunset
Beach on Lake Ontario. S. M. Conant, Wilson, president.
[E. R. J., Oct. 15, '10.]

Memphis, Tenn.—The Clarksdale, Covington & Collier-
ville Interurban Railway has received and accepted the
franchise from the City Council to build a railway over
certain streets in Memphis.

Seattle, Wash.—The Seattle Electric Company has re-
ceived a franchise from the City Council to build an eiec-
tric railway over certain streets in Seattle.

*Tomahawk, Wis.—John Oelhafier, Andrew Oelhafier,
Robert Thielman and W. G. Foss have asked the City
Council for a franchise to build an electric railway in
Tomahawk. ’

TRACK AND ROADWAY

Calgary (Alta.) Municipal Railway.—This company has
decided to extend its railway in Calgary in the spring.

Northern Electric Railway, Chico, Cal.—This company
will build an extension of its railway from Del Paso station
in Oroville to Fair Oaks and Orangeville during 1911.

Los Angeles-Pacific Railway, Los Angeles, Cal—This
company has awarded to Palmer, McBride & Quayle Com-
pany, Pacific Electric’ Building, Los Angeles, the contract
for the construction of a 10-mile extension of its railway
from Hollywood to Lankershine and Kester.

*Monrovia, Cal.—J. M. Holmes, San Diego, and W. R.
Stoats, Pasadena, are said to be arranging to build a pro-
posed electric railway to the summit of Mount Wilson.

Chicago, Terre Haute & Southeastern Railway, Chicago,
I11.—This company reports that this proposed railway will
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be operated by steam and not by electricity. [E. R. J,
Dec. 24, ’'10.]

Sterling-Moline Traction Company, Sterling, IIl.—The
contract awarded the Northwestern Engineering & Con-
struction Company, Milwaukee, has been ratified by the
directors of this company and work will begin in the
spring on this proposed electric railway to connect Sterling,
Morrison, Lynedon, Prophetstown, Erie, Hillsdale and
Moline. A. Van Petten, Sterling, general manager. [E. R.
J., Nov. 26, '10.]

Evansville (Ind.) Railways.—Plans are being made by
this company to build a 15-mile extension of its railway
from Mount Vernon to New Harmony. The company has
completed and placed in operation a 6%%-mile extension from
Rockport to Grandview.

*Evansville, Ind.—J. A. Brown, who is building a new
industrial town on the Kentucky side of the Ohio River,
opposite Evansville, Ind., to be known as “Mortalies,” will
build a traction line to connect with Evansville, according
to statements credited to him. Cars will be transferred
over the river by ferry and work on the constructicn of the
line will begin Feb. 1, 1011.

Kendallville, Ligonier & Goshen Traction Company, Ken-
dallville, Ind.—]. M. Kinney is said to be interested in a
plan to build an electric railway to connect Kendallville,
Brimfield, Wawaka, Ligonier, Millersburg, Benton and
Goshen. [E. R. J.,, Oct. 3, '08.]

Waterloo, Cedar Falls & Northern Railway, Waterloo,
Ta.—This company has completed and placed in operation
its 8-mile extension from Denver Junction to Waverly.
The line will be extended from Cedar Falls to Dike in the
spring. )

*Paducah, Ky.—S. A. Fowler, secretary of the Com-
mercial Club, Paducah, states that New York promoters
have purchased the right-of-way for an electric railway
between Wickliffe and Fulton, and it will likely be extended
to Paducah.

*Cumberland, Md.—It is said that engineers are at work
on a survey between Meyersdale, Pa., and Frostburg, Md.,
for a proposed electric railway between the Cumberland &
Westernport Electric Railway, Cumberland, and the Penn-
sylvania & Maryland lines operating through the Meyers-
dale field. The intention of the promoters is to connect
Johnstown, Pa., and Cumberland, Md.

*Columbia Falls, Mont.—James A. Talbott, Butte, and
associates are planning to build an electric railway to extend
from Columbia Falls to Polson. Work is scheduled to
begin by March. A company is being formed, and will
probably file articles of incorporation soon.

Forty-second, Manhattanville & St. Nicholas Avenue
Railway, New York, N. Y.—This company has applied to
the Public Service Commission for approval of a change
of motive power on its 11oth Street line. The company
proposes to operate storage battery cars.

Syracuse & South Bay Electric Railroad, Syracuse,
N. Y.—This company is making surveys for an extension
from Syracuse to Watertown via Brewerton, Central
Square, Mallory, Hastings, Lacona and Adams, a distance
of about 73 miles. '

North Carolina Traction Company, Danbury, N. C.—At
a recent meeting of the incorporators of this company it
was decided to award contracts for ccnstruction work dur-
ing January for building a proposed 9z-mile electric railway
from Winston-Salem, N. C, to Floyd, Va. Twenty miles
of this railway are now ready for ties and rails. The First
National Bank of Lumberton and H. M. McAlister will be
trustees of the $2,000,000 bond issue authorized by the
board of directors. The company was formally organized
Dec. 28, 10, by the election of the following officers: A. M.
Clark, Southern Pines, president; J. W. Sykes, Raleigh,
vice-president; E. L. Kraft, Indianapolis, general man-
ager; H. P. McKnight, general director; T. F. Walker,
Cincinnati, secretary; J. W. Kraft, Indianapolis, purchas-
ing agent, and H. M. McAlister, Lumberton, N. C., treas-
urer. [E. R. J., -Sept. 10, '10.]

*Fo_rt Ransom, N. D.—Plans are being considered to
organize a company to build an electric railway to connect
Fort Ransom and Enderlin.

*Miami Transit, Light & Power Company, Lebanon,
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Ohio.—This company advises that negotiations are now
pending which promise to result in the completion of this
proposed railway in the near future. Further information
will be given later. Charles A. Hcough, president.

Fostoria-Fremont Railway, Lima, Ohio.—This company
has completed eight miles of track on the line which will
connect the Western Ohio Railway with the Lake Shore
Electric Railway at Iremont. The company expects to
complete the work in January and to inaugurate limited
service between Cleveland and Dayton by Aprit 1. [E. R. ],
Oct. & '10.]

Muskogee (Okla.) Electric Traction Company.—This com-
pany expects to begin work this month on its northern
cxtension of its railway from Fond du Lac Street and Fourth
Street in Muskogee to the factory addition. The far
ground extension will also be extended as far as the Mid-
land Valley addition and the car shops.

Baker Interurban Railway, Baker City, Ore.—Anthony
Mohr, promoter of this company, states that work will
begin early in the spring on this proposed 1oo-mile electric
railway to ccnnect Baker City, North Powder and Eagle
Valley. [E. R. J., June 25, '10.]

Farmers’ Electric Railway, Vale, Ore.—Surveys have been
completed by this company for its proposed 16-mile electric
railway to ccnnect Vale and Malheur Canyon. It is ex-
pected to extend this line to Ontario, Ore. G. W. Thomas,
Ontario, Ore., president. [E. R. J.,, Dec. 17, '10.]

Lehigh Valley Transit Company, Allentown, Pa.—This
company will soon begin to extend its line from Slatington
to Lehigh Gap and Palmerton and connect with the Carbon
Transit Company at Lehighton. This will provide a direct
line from Pottsville to Philadelphia via Mauch Chunk.

Lewisburg, Milton & Watsonville Passenger Railway,
Milton, Pa.—Plans for building an extension from Watson-
town to Montgoniery and eventually to Muncy and Mon-
toursville, connecting Sunbury and Williamsport, are being
considered by this company. It is negotiating with the
commissioners of Northumberland and Union counties with
a view of strengthening the Allenwood bridge to be used
by its electric railway.

*Philadelphia, Pa.—I. T. Silverman, Philadelphia, is said
te be promoting plans for building a proposed electric
railway from Eddystonc between the Philadelphia & Read-
ing Railway and the Philadelphia Railroads as far as the
ald rifle range in Tinicum, from which point it will branch
across the marsh lands to West Philadelphia.

Chambersburg, Greencastle & Waynesboro Electric
Railway, Waynesboro, Pa.—This company is making con-
siderable progress in the grading for its extension from
Pen Mar to Blue Ridge Summit. It is expected to be
ready for track laying by Feb. 1.

Montreal (Que.) Street Railway.—This company is ready
to begin the construction of a belt line underground rail-
way as soon as the corporation of the city will give them
the necessary legislation. The general scheme for the
tunnel is to cut through under Cote des Neiges Hill, start-
ing in with the entrance near Guy and Sherbrooke streets
and coming out near Shakespeare Road, making a total
underground distance of some 5500 ft. Three tunnels have
been suggested on this route, a double-track one. in the
middle for rapid transit service and a wide one on either
side, about 30 ft., for vehicular traffic going in alternate
directions.

*Franklin, Tenn.—It is reported that plans are being
made to build a proposed electric railway from Franklin
to Shelbyville via Favetteville.

Tennessee Traction Company, Memphis, Tenn.—It is said
that this company is planning to begin construction soon
on its proposed 21o-mile electric railway to connect Mem-
phis, Nashville and Jackson. George E. Busnell, Memphis,
general manager. [E. R. J;, July 30, '10.]

Tennessee Rapid Transit Company, Nashville, Tenn.—
This company announces that work will begin at once on
its proposed r110-mile electric railway to connect Nash-
ville, Lewisburg, Clarksville and Springfield. It has secured
financial backing. J. M. Gray, Franklin, is interested.
[E. R. J., Dec. 17, '10.] :
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Mount Adams Railway, White Salmon, Wash.—This
company will begin work in the spring on its proposed
4o-mile electric railway to connect White Salmon, Bingen,
Bristol, Pine Ilat, Snowden, Timber Valley and Glenwood.
It has recently elected the following officers: W. W. Swan,
president; T. Wyers, vice-president; T. F. Shepler, secre-
tary, and R. Field, treasurer, all of White Salmon. [E. R. J,,
July 30, ’10.]

*Montgomery, W. Va.—M. J. Simms, Montgomery, is
making arrangements for closing contracts preparatory to
the construction of a 3)4-mile railway to ccnnect Mont-
gomery and Boomer, via Harewood and Lonacre. An
entrance will be made into Montgomery over a new bridge
recently completed and equipped for rail and team traffic.

SHOPS AND BUILDINGS

Southern Pacific Railroad, Los Angeles, Cal.—This com-
pany is considering plans for building new car shops at
Tucson, Ariz. It is said that work will begin in the spring.

Alton, Granite & St. Louis Traction Company, Alton, I1l.—
It is reported that this company will soon build a new car
house at Granite City. The cost is estimated to be about
$25,c00. O. C. Macy, Alton, superintendent.

Illinois Traction Company System, Champaign, I1.—This
company has just opened a new station at Sawyerville.

Otsego & Herkimer Railrcad, Hartwick, N. Y.—This
company’s car house at Oneonta was recently destroyed by
fire.

Ft. Wayne & Wabash Valley Traction Company, Ft.
Wayne, Ind.—C. D. Emmons, general manager of this com-
pany, announces that satisfactory progress is being made
in arranging for the construction of a joint station by the
four traction lines centering in Bluffton.

Metropolitan Street Railway, Kansas City, Mo.—This
company has completed plans for erecting a new office
building to occupy the northeast corner of Eleventh Street
and Main Street in Kansas City.

Galveston-Houston Electric Railway, Houston, Tex.—
This company announces that plans and specifications for
its new car houses to be built at Broadway and Fifty-first
Street in Galveston are ready to be placed in the hands of
bidders. Construction will begin as soon as the contract
is awarded. The structure is to be built of concrete and
steel, and all modern equipment will be installed.

POWER HOUSES AND SUBSTATIONS

San Diego (Cal.)) Electric Railway.—This company has
awarded to Charles W. Carbaley, Wilcox Building, Los
Angeles, the contract for the construction of an intake
for its new power plant at San Diego to consist of two 5-ft.
conduits leading from the bay at the foot of E Street to the
power house, which will be located at Arctic Street and E
Street.

Augusta-Aiken Railway & Electric Company, Augusta,
Ga.—This company has purchased from the General Elec-
tric Company one 2750-kw turbo generator with station
equipment; cne 500-kw motor generator set with step-
down transformers and one 3o0o-kw motor generator set
with step-down transformers.

Metropolitan Street Railway, Kansas City, Mo.—This
company has begun the construction of its two-story fire-
proof building at Thirteenth Street and Baltimore Avenue |
in Kansas City. The foundations and floors of the struc-.
ture will be of reinforced concrete and the superstructure
will be of brick. It will house two engines to be moved
in from the Blue River power house. The cost’is estimated
to be about $45,000.

Oklahoma Short Line Electric Railway, Shawnee, Okla.—
It is said that this company will build a power plant east
of Shawnee. '

Whatcom County Railway & Light Company, Belling-
ham, Wash.—This company has completed and placed in
operation its new power station on Railroad Avenue and
York Street in Bellingham. This station will increase the
capacity of the company’s power supply by about 3300 hp.

Sheboygan Light, Power & Railway Company, Sheboy-
gan, Wis.—This company has just instailed in its power
house a 350-hp boiler, equipped with an automatic stoker.
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Manufactures & Supplies.

ROLLING STOCK

Scranton (Pa.) Railway will purchase 10 double-truck
cars early in 19II.

Savannah (Ga.) Electric Company, it is reported, will pur-
chase a number of double-truck, semi-convertible cars. !

Augusta-Aiken Railway & Electric Company, Augusta,
Ga., has purchased five quadruple General Electric motor
equipments.

Scranton & Binghamton Traction Company, Scranton,
Pa., it is reported, will purchase immediately six 45-ft. pas-
senger cars.

Indianapolis, Columbus & Southern Traction Company,
Columbus, Ind., will order three passenger cars and two
freight cars.

Rochester & Manitou Railroad, Charlotte, N. Y., will pur-
chase three standard semi-convertible, double-truck pas-
senger cars.

Holmesburg, Frankford & Tacony Electric Railway, Ta-
cony, Pa., will purchase two prepayment, semi-convertible,
deuble-truck cars.

Norfolk & Portsmouth Traction Company, Norfolk, Va,,
is in the market for ecight pay-as-you-enter cars, to be
delivered next spring.

Omaha & Council Bluffs Railway, Omaha, Neb., has pur-
chased from the Browning Engineering Company, Cleve-
land, O., one electric locomotive crane.

Hoboken (N. J.) Manufacturers’ Railroad has purchased,
through W. J. Wilgus, one 8o-ton electric locomotive, from
the General Electric Company, Schenectady, N. Y.

TRADE NOTES

Railway Track-Work Company, Philadelphia, Pa, re-
cently organized, has taken over the business of rail grind-
ing formerly conducted by William D. Gherky.

National Brake & Electric Company, Milwaukee, Wis.,
has received an order from the Westchester Street Railway,
White Plains, N. Y., to equip 20 cars with air brakes.

Ackley Brake Company, New York, N. Y., has received
an order through R. W. Cameron & Company for 50 Ack-
ley adjustable brakes for the Adelaide (Australia) Tram-
ways.

Thomas F. Fournier has resigned his position with the
Taunton & Pawtucket Street Railway, Taunton, Mass., to
accept a position as consulting engineer with the United
Traction Improvement Company.

William Stevenson, who for five years has been designing
engineer for the McGuire-Cummings Manufacturing Com-
pany, Chicago, Ill., has been appointed special represen-
tative of the Indian Refining Company, Inc., Cincinnati,
Ohio.

Root Spring Scraper Company, Kalamazoo, Mich., has
received an order from the Boston Elevated Railway for 100
scrapers for its 50 new cars. This company has also re-
ceived an order from the Michigan United Railways, Lan-
sing, Mich., for 2 four-wleel scrapers.

Murphy Iron Works, Detroit, Mich., will open an office in
the Empire Building, Atlanta, Ga., in charge of Roland B.
Hall, Jr., who will handle this business in, connection with
that of the Harrisburg Foundry & Machine Works, which
he has represented in the southern territory for some time.

McKeen Motor Car Company, Omaha, Neb., has shipped
one §55-ft. 200-hp steel gasoline motor car to the Charles
City (Ia.) Western Railway, under its own power. This
company has also shipped to the Arizona Eastern Railroad,
Globe, Ariz., a 70-ft. stzel gasoline motor car under its own
power.

Curtain Supply Company, Chicago, Ill, has received an
order from the Third Avenue Railroad, New York, N. Y.,
to furnish curtains with No. 089 protected groove ring fix-
tures and Rex rollers for 100 cars. This company has also
received an order from the Philadelphia Rapid Transit Com-
pany to furnish curtains with No. 48 ring fixtures and Rex
rollers for 15 cars.

N. W. Harris & Company, New York, N. Y., bankers
and brokers, changed their name on Jan. 1 to Harris, Forbes
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& Company. The firm membership remains the same.
Allen B. Forbes, whose name will appear with that of Mr.
Harris in the firm’s title, has been associated with N. W.
Harris & Company in an important capacity for 20 years,
and has been the managing partner of the New York office
for the last decade. The other partners resident in New
York are Arthur M. Harris, Lloyd W. Smith, Everett B
Sweezy and Charles W. Beall.

H. M. Byllesby & Company, Chicago, Ill., have acquired
control of a number of additional public utility properties in
California, which include the Stockton Gas & Electric Cor-
poration, the Richmond Gas & Electric Company, the
American River LElectric Company, which includes service
by long-distance transmission lines to the towns of Stock-
ton, Placerville, Florin, Elk Grove, Sheldon, Gault, Lodi and
Plymouth, and the Humboldt Electric Company, which
includes service to the towns of Arcata, Alton, Ferndale,
Fields Landing, Fortune, Hydesville, Loleta and Rohners-
ville.

Ohmer Fare Register Company, Dayton, Ohio, gave its
annual dinner to local employees of the company at the
Phillips House, in Dayton, on the evening of Dec. 28, 1910,
One hundred dollars in prizes were distributed to 17 em-
ployees for valuable suggestions made for the betterment
of the various types of Ohmer registers. Speeches were
made by president of the company, John F. Ohmer; E.
Frank Brewster, vice-president, and J. H. Stedman, secre-
tary. Addresses were also made by Superintendent W. J.
Kuhns and by F. G. Colby, E. H. Bridenbaugh, Harry Nel-
son, C. V. Funk, the heads of various departments. E. B
Grimes, assistant general manager of the company, was the
toastmaster of the evening. The music was furnished by
the Ohmer Fare Register Company Band, consisting of 20
pieces.

ADVERTISING LITERATURE

Ingersoll-Rand Company, New York, N. Y. has issued
form No. 4202, illustrating and describing “Sergeant” rock
drills.

General Vehicle Company, Long Island City, N. Y., has
issued a catalog describing and illustrating electric com-
mercial vehicles.

Trussed Concrete Steel Company, Detroit, Mich., has is-
sued a very attractive catalog illustrating and describing the
united steel sash.

Colorado Portland Cement Company, Denver, Colo., has
issued a catalog describing the alkali-proof Portland cement
which it manufactures.

Heywood Brothers & Wakefield Company, Wakefield,
Mass., has issued a very attractive catalog, illustrating and
describing several different styles of Universal car seats.

McGraw-Hill Book Company, New York, N. Y., has re-
cently issued two catalogs, one describing new and standard
books on civil engineering, the other describing books on
iron and steel.

Whipple Supply Company, New York, N. Y., is issuing a
very attractive folder describing the Hedley anti-telescoping
and anti-climbing device. A number of illustrations are also
contained in this folder, showing the effects of collisions
between cars equipped with this device.

Chicago Bearing Metal Company, Chicago, Ill., has issued
the Graphose Age, dated December, 1910. This publication is
distributed occasionally by the company to call attention to
its products, among which are brass castings for steam and
street railways and general machinery.

Joseph Dixon Crucible Company, Jersey City, N. J., has
published the January, 1911, number of “Graphite.” In this
issue is a short article by John M. Turner, United States
commercial agent, on the “Slowness of the United States,”
and another on “Creative Salesmanship,” by E. St. Elmo
Lewis, advertising manager of the Burroughs Adding Ma-
chine Company.

Goldschmidt Thermit Company, New York, N. Y. pub-
lishes in “Reactions,” for the last quarter of 1910, the fol-
lowing articles: “Rail Welding in Many Countries,” “Rail
Welding in Holyoke, Mass.,,” “Making Semi-Steel by the
Thermit Process,” “Further Applications of Thermit in
Ship Repairs,” “The Cruiser Dixie,” “Thermit for ILoco-
motive Repairs,” “Welding Two Side Rods at One Opera-
tion,” and “Waterwheel Welded in 1907 Still in Operation.”
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TABLE OF MONTHLY EARNINGS.

Notice—These statistics will be carefully revised from month to month, upon information received from the companies

direct, or from official sources. The tabl
should be used in connection with our Financial Sldpplcment “American Street Railway Investments,”

which contains the annual operating reports to the ends of t

various financial years. Similar statistics in regar to roads not reporting are solicited by the editors. *Including taxes. fDeficit.
| ]
| ‘ Gross Deduc- l Gross Deduc-
Gross | Operating| Income tions Net Gross Operating Income tions Net
Company Period In- Ex- | Less Op- From In- Company Period In- Ex- Less Op- From In-
come penses erating In- come come penses erating In- come
\ Expenses| come | Expenses| come

- | | i

AKRON, 0.Northern | 1m., Nov.'10| $189,705 $110,718) $78,087 843,367 $35,620 KANSAS CITY,MO. | 1m, Nov.'10  644,416) 381,402 263,015 188,643 74,355
Ohio Tr. & Light 17 09 175,743] 99,973 75,770 43,400 32,370  KansasCity Ry. & 1 ‘09 607,167| 352,219  254,948| 171,429 83,571
Co. 1Y “ 10 2,235,453 1,233,947 1,001,506  476.894| 524.612 + Co 6“ ™ '10 3,829,206| 2,283,496 1,545,710| 1,132,175 413,514

1% '09| 1,994,729| 1,088,502 906,227 480,856 425,371 6" " '09 3,551,648 2,018,634 1,533,014 1,037,060 495,983

BANGOR, ME. Ban=  1m., Nov.’10 46,346 18,587 27,759 13,222 13,831 | LEWISTON, ME. 1m., Nov.'10 37,580 25,143 12,437 13,703 11,276

gor Ry. & Elec. Co. 1“ ™ 09 45,427 18,336 27,091 12,273| 14,082  Lewiston, Augusta 1“ " 09 35,985] 23,208 12,717 15,093 12,316
% '10 282,817, 106,125 156,692 68,574 88,118 & . Watcrville _St, 11 “° '10 255,291  141,911| 113,380 68,679 44,701
11“ * 09| 275,477 103,228 152,249 65429 86.820 | Ry. 11 “ 09 256,671 133,320 123,351 74,405 48,946

BELLINGHAM, | 1m., Oct. '10 37.695 18,142 19,554 9,229, 10,325 | MILWAUKEE,WIS., 1m, Nov.'10 413,201 283,391 . 129,810/ 47,244 82,566
WASH. Whatcom' 17 " ‘09 35,672 19,608 16,064 8.469 7,505 | Milwaukece Elec. 17 '09 383,156 252,830 130,317 48,561 81,757
Co. Ry. & Lt. Co. | 12" “ '10/ 430,020, 239,237 190,782 104,976 85807 | Ry. & Lf. Co. 11 “ '10 4,329,236 3,024,328 1,304,908 516,217 788,692

) } 12¢ “ '09 401,186 225,640 175,546 100468 75078 | [ 11" * 09 3,919,653 2,572, 758‘ 1,346,895 520,318 826,581
1

CHAMPAIGN, ILL. | 1m. Oct.’10 614,476 *338,360 276,115 ... ......| Milwaukec Lt., Ht.| 1m, Nov.'t0 125088 50,101 74,987 55,383 19,604

lllinois Tr. System | 1% * '09 509,171 *265,145 244,026 ., ....... . . ..., | & Trac.Co 1 ° '09 118,001 45,039 72,962 53,044 19,918
‘ 10 '10( 5,018,865/%2,966,046 2,052,819 ... [ . | iTTit | T 11" '10 1,487,170 593,915 893,255 608,250 285,005
| 10" " '09| 4,379,325 %2,520'562 1,858,763 . ........| Tt 11 ™ '09 1,353,010, 503,191 849,819 566,030 283,789

CHATTANOQGA, 1m., Oct.'10| 77,993 37 591 40,402 23,700 16.702 | MINNEAPOLIS, | 1m., Oct.'10 645,358 308,743‘ . 336,616 140,321 196,295
TENN. Chattanoo=' 1" " ™ 00 07,570 38 372 29,198 22218 6020 | MINN. Twin City| 1 ©'09 596,963 277,175 319,788 140,251 179,537
gaRy. & Lt.Co. ~ 10" - * '10, 728,940 371,110/ 357,830 234,601 123220 | Rapid Transit Co. 10" " ’10 6,265,727 2,996,849 3,268,877 1.401,974 1,866,904 .

10" '09| 642,355 372,844 269,511 215281 54230 10" '09| 5,773,383 2,709,742 3,063,645 1,388,761 1,674,879

CHICAGO, ILL. . 1m., Nov.'10| 132,508 74,422 58,086 34,603| 23483 | MONTREAL, QUE. | 1m., Nov.'10| 366,008 227,442 138,656 32,013 106,643
Aurora, Elgin & 1" " 09| . 122,789 69,526 53,263 20,586/ 23’677 | Montrcal St. Ry. 1 " ‘09| 334871 200,138 134,734 30,785 103,949
Chicago R.R. §* " '10} 809,583 418,471 391,112 (67,044 224040 2 " '10] 752,786  433,192| 319,594 64,011 255,583

; 5“ % '09) 740,805 372,108 368696 146,663 222034 2" " 09 688 878 374,873 314,006 61,864 252,141
| ‘
{ | |

CLEVELAND, O. 1m., Nov.'10 200377 *15112 11,925 7,047 2007 NASHVILLE,TENN. | 1m., Nov.'10, 158,739 85,847 72,892 33,390/ 39,502
Clevetand, Paincs= 1" "0 25,900 *15,950 9,951 7.528% 2423 Nashville Ry. & L. 1 * 09| 149,426 83,181 66.245 33.023 33,222
villc & Eastern/ 11" ™ '10| 328,235 *170,555 157,681 88.638  60.043 | Co. 1%t '100 1,662,003 959,077) 703,016 369,036/ 333,080

' Cpart % 09| 297,573 %161,380 136,193 82,956 53237 f11* 09| 1,565,102 919,503 645,599' 361,330/ 284.269
£ { .

Lake Shore Electric  1m., Nov.'10 91,802  *50,792 41,010 34,669 6.341  OTTUMWA, IA, | 1m., Oct. '10| 22,257 11,934 10.323] - s coorite ol | et e

Ry 1 “ 09 90,705 *48.084 41,721 35.393 6328 | Ottumwa Ry. & Lt.| 1" “ 09| 20,003 12,543 Q460 oo o cisw o sBIE ok,
11" % ‘10] 1,110,541 *579.803 530,648  382.347 148301 | Co. 6 “ ‘10| 123,113 66,650  56,463|.0u...... L 30
1" o9 1,020,022’ *538,420 481,592 379,039 101.653 | IO 'ool 111,207 59,683 e B ‘[ 3

1

DALLAS, TEX. 1m., Oct. '1(,| 165,372 89,152 76,219 23,748, 52.471 | PADUCAH, KY. 1m., Oct. '10 20,949 11,747 9,202 7,169 2,032
Dallas Electric Cor= 1 09| 147,838 80,397 67,441 27.471| 30070 | PaducahTrac.&Lt.| 1“ ™ '09 18,924 11,764 7,160 6,625 535
poration. 12 “ '10| 1,443,966/ 943,991 499,975 316, 410 183'565 Co. 12“ * ‘100 245,521 144,283 101,238 83,921 17,317

12 % "09| 1,291,164 809,000 481,264 338780 142,484 | |12 “ 09, 225,608 132,238 93,370 81,726 11,644
‘ |

DETROIT, MICH. tm., Nov.'10| 754924 478,304 276,620 174,312 102,308 PENSACOLA, FLA. | 1m,Oct.'10 23,650 13,578 10,072 5,106/ 4,967

Detroit Unitcd Ry. 1° " '09| 687,003| 440,750 246,343 157919/ 88424 Pensacola Elec. Co. 1*“ “ 09 21,027 12,379 8,648 4,474 4,174
17 100 8,718,014] 5,486,787 3,231,227 1,863,862'1,367,365 12" '10 264,701 155 488| 109,214, 59,452 49,762
95 * 09} 7,483,524] 4,614,783 2,868,741 1,723,399 1:145:342 12 “ 09| 242,539 103,412

EAST ST. LOUIS, tm, Oct.’10° 209,592 105,767 103,826 . ... | PHILADELPHIA, 1m., Nov.’10. 307,376
ILL. East St. Louis 1" °'09%F 191,775 93,206 DABOTL. . 5 ¢ 565 5 5 v x wownim » PA. American Rys. 1™ “'09 296,087 .

& Suburban Co. 10 " '10 1,966,354 1,032,518 933,836 . ... . ... | Co. 5% “ 10 1,743,688 .
[10° " (09 172853 oinaiz Tetedn Il 5% % 091,626,319
EL PASO, TEX. 1m., Oct. '10 55,172 32,919 22,253 8,224/ 14,029 | PLYMOUTH, MASS. ' 1m., Oct.'10 9,797
El Paso Elec. Co. e 09 58,347 35,712 22,653 8.421 14215  Brockton & Ply- 1" *'09 10,253
12" 10 631,241 362,528 268,713 101,090, 167,623 mouth St. Ry. 124 % O 120,557 X 5
12¢ ’09‘ 588012 368,245 219,767 95,691 124,076 12 09 130,450 92,311 38,139] 22,375 15,764
i

FT. SMITH, ARK. 1m., Oct.'10| 38,022 20,565 17,457 ... ...... Tov— PORTLAND, ORE. im., Nov.10| 498,953 222,581 276,372 151,217 125,155
Ft. Smith Lt. & igt '09 32,302 17,550 14,752 ... ... e pgﬂand Ry., Et, & 1 09 411,001 174,270 236,731| 125,019 111,712
Trac. Co. 6“ “ '10[ 210,137 121,317 B8820L. s wrwi] oo b Pwr. Co 11 * '10 5,108,927 2,214,968| 2,893,959| 1,550,411|1,343,548

6, “ '09] 181,100 101,978 190228 11 “ '09 4,385,356 2,014,219| 2,371,137| 1,363,2271,007,910

FT. WAYNE, IND. tm., Oct.'10| 131,360 67,366 63,994 45829  18.165 OCKFORD, ILL. im., Oct.'10| 284,293  139,652| 144,641 66,845 77,796
Ft. Wayne & Wab-| 1" " '09 122,805 70,386 52,420 42,285 10,135 RUnion R‘i., G';é‘ & 1“7 < 09| 266,263 136,286 129,977 52,739| 77,238
ash Valley Trac.| 10" “ '10 1,266,085 706,280 559,806 451,383 108423 Elec. Co. 10“ “ '10! 2,421,889 1,336,821 1,085,068/ = 660,301| 424,767
Co. 10“ “ 09 1,161,156 678,925 482,231 423,729 58501 fore & '09| 2,282/987 1.166.937| 1,116.050| 643,218 472,732

FT. WORTH, TEX. | 1m, Oct.’10 154,007 71,123 82,884 20,290 62,594 ST. JOSEPH, MO. im., Oct. 10 87,613 44,446 43,167 23,297/ 19,870
Northern Texas 1" “ '09 1,350697 64,595 71,102 16,190 54913  St. Joseoh Ry., Lt., 1 “ 09 82,362 43,167 39,195 21,521 17,674
Electric Co. 12¢  * '10] 1,409,311 753,871 655,440 228011 427420 Ht. & Pwr. Co. 10“ “ '10 854.363 458,896, 395,467| 227,056, 168,411

12" “ '09| 1,236,545 684,563 551,982 200,973 351.009 10 “ '09 805,170 417,697 387,473 213,602 162,951
[ \

GALVESTON, TEX.  1m, Oct.'10| 113,476 65.937 47,539 25565 21,974 SAVANNAH, GA. im., Oct.'10  §3,795 35,518 18,277 18,220 57
Galveston=Houston 1" ¢ ‘09 102,014 64,652 37,362 22,486 14,877 Savannah’Elec.Co. 1“ “ 09 50,618 . 32973 17,646 17,621 25
Elec. Co 12* * '10| 1,289,537 777,563 511,975 284,599 227,376 A 12 “ '10 623,355 407,071 216,285 215,251 16,033

12 “ '09) 1,180,064 703,830 494,234 259,492 234743 124 “ '09 611,387 394,081 217,306 209,181 1,125

GRAND RAPIDS, 1m., Oct.'10| 425,742  224,373| 201,369 122,033 79,366 ' SEATTLE, WASH. im., Oct.'10/ 469,033  239,639| 229,393 109,914 119,480
MICH. Common- 14" 7700, 380,368 202296 187,072 118735 as,sﬁ Seattle Elec. Co. 147 79709 544,077 326,201 217,877 102,169 115,708
wealth Pwr,, Ry. & 10" " '10| 4,081,714 2,104,066| 1,977,648 1,231,698 745050 12 “ 10 5.558,439| 3,249,493 2,303,9461 1,301,744 1,007,201
Lt. Co. 10“ “ 09/ 4,560,631 1,829,016/ 1,731,615 1.183.301 548314 124 % '09 5,734,623 3,330,894 2‘403"72% 1,225,8811,177,848

Grand Rapids Ry. \ tm., Nov.’10 88,376 46,365 42,011 19,475 22 536 SYDNEY, C."B. tm., Oct. '10 30,496 13,447 17,049 6,160/ 10,889

L =ag 80,327 43,201 37,126 18,500 18,536  Cape Breton Elec | 1* “ '09 27,253 14,047 13,206 6,199 7,007
f11e % °1011,036.304 508,202/ 528012 218,406/ 309.606  Co., Ltd. 12 “ 10 320,975 170,322| 150,654 73,933 76,720
TCI '09‘ 938,868 447.670\ 91198 Z0m076 282,522 124 ¢ |09 281,104 167,332 113772 . 74,195 39,577

1 |

HOUGHTON,MICH. | 1m. Oct.’'10| 26,192 12,819 13,373 6,637 6,736  TACOMA, WASH. im., Oct.'10 161,760/ 101,079 60,681 50,018 10,663
Houghton Co.Trac. | 1* ™ ‘09 26,543 13.070 13,473 0,2151 7.258  Puget Sound Elec,| 1° “h00/ 170199 110,590 59,600 49,771 .
Co. 12 “ '10/ 314,642 166,160 148,481 77,821 70.660 | Ry. 12% " 10 1,895,045 1,248,589| 646,456/ 606,323] 40,133

12* ¢ 09 315393 170,131 145,262 71,645 73,617 12% * 09 1,850,012 1,227,270 622,741 458,792 63,949

JACKSONVILLE, 1m., Oct. '10 48,367 27,088 21,279 9,346 5 ; 1m., Oct. '10 43,254 23,998 19,256/ 6,130 13,126
FLA. Jacksomville| 15" 0500 31567 221136 190430 0483 o3| Tamma BloaCo. | 147 %Ur09 500759 26,792 23068 | 4624 19,344
Elec, Co. 12“ “ 10 566,403 302,028 264,375 112,295 152,080 124 “ '10 611,750 339,846 271,904 ' 61,584/ 210,320

12*  “ 00 68,002 265,784 112/187 90,032 | 124 % (00 5861253 349,110, 237,143 180,908

202,219
1

|

56,182|






