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Electric Railway Journal in 1911 

Each yea r in the electri c 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 1s 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

sem inating 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 :md 

should enable him eithe r to apply those methods to his own 

particular problems or to improve upon them. It is the duty 

of the technical journal in any fie ld to assist in this work by 

dealing in "ideas" as well as m "news." The purpose of the 

ELECTRIC RAILWAY JOURNAL 1s not only to give facts de

cisively, concisely and in an orderly manner but to present 

these facts in such a way as to stimu late the thought of the 

readers of the paper. This is the service which the ELECTRIC 

RAILWAY JOURNAL will aim to render to it s readers during the 

coming ye ar to a greater extent than ever before. 
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of its constitu ent papers. The statistics this year, as in several 

previous years, include the miles of track built during th e year, 

the number of cars ordered from independent manufacturers 

or built in companies ' shops, a statem ent of the foreclosures 

and receiverships during the year, a review of the interurban 

rail\\'ay constructi on 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 des ign, three importa nt 

contributed articles on the electric railway development in 

Canada, Great Britain and Germany. and a se ri es of signed 

art icles on the work of the various electric railway associations 

contributed by the presidents of those associations. Our statis

tics show an add ition of 5481 cars and about 1397 miles of track 

added by the electric railway companies during the year. \Ve 

also print this year IO editorial articles discuss ing the technical 

and financial status of the industry and a review of the busi

ness o f the year. We take, this occasion to express our sin

cere thanks to the companies which have assisted us m com

piling the several tables publi sh ed in this issue, and to the 

authors of the contributed article s for their illuminating di s

cuss ions of the subjects treated by them. 
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MOTOR DESIGN AND CAR WE IGH TS 

In the campaign to reduce the weight of cars, parti cularly 

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 th€ 

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 th e car, and the energy required for acceleration is 

directly proporti onal to the weight of the loaded car. The rest 

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

pended in overcoming the rolling friction of the car and the 

bearing and gear friction of the car and i~s equipment. From 

this it follows that a reducti on 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 

approx imate rati o, 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 

1s several times greater per car operated than the investment 

in the car bodies and trucks. Hence consider ably 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 o f 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 fa~t has a relation to the 

problem we are considering in two ways. In the first place, the 

excellent commutation of the commutating-pole motor not only 

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 applicati on 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 fo rced ventilation of car motors has not yet been com

mercially developed, and there are undoubtedly difficulties in 

the way of conveyin g 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 

equipments is among the early possibilities. Considerable 

benefit might even be secured with armature-driven fans if 
proper provision could be made fo r a clean air supply. 

Anothe r 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 oper ated at a tempera

ture much exceeding the boiling point of water, the fabric insu

lation generally used in the armature and field coils r apidly 

deteriorates. Of course more latitude can be allowed in the 

deterioration of insulation in railway motors operated at low 

voltage than in high-voltage apparatus. Nevertheless, the heat 

limits of insulation have to be considered very seriously even 

in the design of railway motors. The need of the hour, there

fore, so far as this matter is concerned, is for some improved 

for m of insulation, having, perhaps, a better heat-conducting 

ability, but certainly better able to wi thstand 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 

instead of copper for field windings. The Hamburg Street 

Railway, one of the largest roads in Germany, was the pioneer 

among the large roads abroad in the use of aluminum field coils 

and now has some 500 cars equipped with thi s type of coil. With 

its use the weight of a 40-hp motor has been reduced about 

roo lb. without developing apparently any electrical or me

chanical objections. W ith motors of larger capacity the saving 

in weight would be considerably more. 

A fourth means of weight reduct:on lies in an increase of 

armature speed. This in a sense seems like a step backward. 

The early motors ran at high speed and pract ically 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 

a radical improvement over the earlier type. But the weight 

o f a motor, other things being equal, varies in almost inverse 

propor tion 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 opport1;1nity 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 possibili ties for future improvement o f 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 r esistance. Here th e weight of the cars is 

a seconda ry consideration. The use of commutating-pole mo

tors and of artificial ventilation, however, is equally advan 

tageous for th is class of service, as they offe r 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

tu re speed, low core loss and moderate cost . 

CA R. BU I LDING IN 1910 

T he statistics of ca r s ordered during 1910, which are printed 

elsewhere in this issue, ind icate that th e electric railway car

building industry enjoyed a prosperous year. The total num

ber o f ca rs ordered was only slightly less than in 1907 and was 

more than twice the number ordered in 1908. The figures for 

1909 were exceeded by 735 car s, the increase being re~resented 

principally in cars for city service. Some exceptionally large 

single orders for car s wer e placed. Among them may be 

mentioned 300 cars for th e Los Angeles Railway and 150 

ca r s 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 o f six companies 

aggregati ng 745 passenger car s. The Canadian ca r builders 

also r eceived some large or der s. 

Closed cars are still being built 111 the largest numbers for 

city service, although th e semi-convert :ble car is coming more 

and more into use as a general ser vice car for both summer 

and winter service. A few year s ago street railways operated 

nea rly as many open ca r s as closed cars, changing the trucks 

and electrica l equipment every spring and fall. The cost of 

doing this work and the extra storage space required for the 

car s out of service outweigh any advantage of the open car 

from a traffic standpoint and the pract:ce is being discontinued 

by many companies. Only 326 open cars were ordered this 

year, as against 3245 closed, semi-convertible and convertible 

car s. 

T he prepayment method of fa re coll ection was introduced in 

the United States only three years ago, but its many advantages 

have led to it s rapid adoptiQn in small as well as large cities 

in all par ts of the coun try. L ast year 1096 out of 2537 city cars 

ordered were of the prepayment type, while th is year 1878 

prepayment cars we re ordered out of a total of 3571 city cars. 

Large numbers of old car s have been remodeled for prepay

ment operation. Boston and San Franci sco are th e latest cities 

o f large size to adopt thi s systen;i for new cars. A n interest

ing deve lopment of the yea r was the one-man pay-as-you-enter 

car for small roads. Several car s of this type were bui lt for 

use in Southern ci ties. Passengers enter and lt'.ave by the 

fron t platform under the in spect ion of the motorman. No 

diffi culty has been experi enced in adapting the prepayment 

method in the South to "Jim Crow" cars, in which the white 

and colored passengers are segregated. 

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 second-hand box, flat and gondola 

ca rs of standard steam railroad types. As the number of these 

ca r s placed in se rvice 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. Las t fall two di sastrous head-on collisions 

between interurban cars demonstrated the necessity of building 

and maintaining all passenger car bod ies 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 self-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 

liegun before the earnings would pay the interest on th e 111-

vestmen t in overhead line and a power house. These car s are 

being constructed in sizes up to 70 ft. long. Marked improve

ment s in storage batteries for vehicular service have again 

ca lled attention to this type of self-propelled car for lines of 

light traffic. The high rate of acceleration r equired in a street 

car making frequent stops heretofore has been the principal 

cause of the failure o f 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 redu ced 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 operat ion 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

t:ons of inspection and maintenance. 

The demand for better venti lation and heating of city cars 

has been met by a number o f n ew systems and devices which 

are being widely used. In add ition to improvements in auto

matic deck sash ventilator s, forced-draft and exhaust-fan sys

tems have been perfected which create a positive movement of 

fresh air through the ca r at all times. The Chicago Health De

partment, through its comprehensive experiments with car ven

tilation systems, has c?ntributed many valuable experimental 

data on the requirements 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 exhaust ed 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

t ions of the different truck bui lders consist chiefly in details 

of fra me const ruct ion, br ake rigging and other parts which do 
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10t affect the riding qualiti es. 111 the most recent des igns of 

trucks particular a tt en tion has been paid to maintaining the 

alignment of the frames and provision for wea r o f the moving 

par ts, Stlch as the pedestal jaws and bolsters. It is worthy of 

1:ote that the standard axle and journal boxes of the A merican 

Electric Railway E ngin eering Associati on are being used on 

nearly all new car s. Solid steel wheels have come into favo r 

rapidly, and many of the largest city and interu rban railways 

are using them excl usively. Much bet ter cast-iron wheels 

can now be bought than ever before at a pri ce based on mile

age which compares favorably with that of steel wheels. Cast

steel wheels also are being so ld in competition with cast-iron 

and rolled-stee l wheels, and th ei r mileage records are said to 

he excellen t. 

ELECTRIC LOCOMOTIVE DESIGN 

One o f the most importan t as well as the most genera lly her

alded advan tages of electricity over steam as a motiv e po wer 

for railway service is the econumy with which the po\, er can 

he subdi vided. This permits the economica l operati on ni a large 

num ber of single car units and a llows a large number of the 

ax les of a train to Le made driving axles. :\'"evertheless, it is 

noteworthy that the two principal insta llations made during the 

past year in thi s country o f hea vy elec tri c tracti on equipm ent , 

that o f the P ennsylvani a T unnel & T ermin al Company and 

that o f the Detroit River Tu1111el, a re exclusively locomotive, 

a nd that th e most importan t installation o f this character now 

under construction in thi s country , that of the H oosac Tunnel, 

is a lso ex clusively locomoti ve. In these instances it was what 

might be called a subsidi ary advantage o f electrici ty that led 

to it, adop tion, but thi s conditi on emphasizes the fact that 

electric locomoti\' e design \\' ill con tinue for some tim e at least 

tn constitute an i;11porta11t part nf elec tri c railway engineering·. 

\\"hen the subj ect i" mnre close ly considered it \\'ill be found 

that the limi ta ti ons of , pace and weight on an electri c locomo

ti\ e h;l\ c g iven rise t11 a wide variety o f principles of design. 

Indeed, in th e five pri nci pal heavy electri c traction in stallati ons 

recently made the locomotiv es rep resent as many diffe rent 

types. Tim~ \\'e hm e the ;( e\\' York Cen tral d.c. gea r less, the 

:, c,,. I Iaven a.c. qui ll-111., unt ecl gea r less, the P enn <;y l\ ania d.c. 

s:de-rod gearl ess, the Detroit Tunnel d. c. hori zonta lly supported 

subsequently those of the Detroit Tunnel and latest B. & 0. 
locomotives. In these machines the limit of standard axle mo

tor design with horizontal suspen sion seems to be reached. 

These locomotives, however, provide about all the capacity 

which is required by a single-unit freight locomotive, operating 

at speeds o f from IS m.p.h. to 20 111.p.h., and two such units 

can supply a drawbar pul I in excess o f the strength of. the 

usual draft gear. Where such locomotives are used exclusively 

fo r fr eight se rvice this type o f construction is fairly satisfac

tory in first cos t, operation and maintenance. 

For high- speed passenger service a departure from the street 

railway, o r ho ri zonta l, gea red type of motor appears necessary. 

Thi s 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 affo rded by an ordin ary heavy bogie truck. In this con

nection experience seems to indicate that a leading guiding 

truck is desirab le for high -speed locomotives, four wheels being 

preferable to two. There is a wide divergence, however, in 

the designs o f the motors used on high- speed electric locomo

tive s and in the method of transmitting their torque to the 

driying wheel s. 

Omitting fro m consideration the early gea rl ess motors of 

I S yea rs ago, which were supported directly on the axle, the 

firs t a tt empt to solve this problem o f hi gh speed and large 

capacity was the direc t-current locomotive of the New York 

Cen tral Railroad. These locomotives ha ,·e 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 spee<l limit o f thi s type o f construction has not yet been 

full y determined, but the simplicity of the design makes it par

ticularly attractive for di rect-current freight or passenger serv

ice, pro\·ide<l the speed is not so low a5 to make the fi rst cost 

prohibitive. 

S ide-rod locomotives have found considerable fav or abroad, 

but will be an untried venture in thi s country until the opera

tion o f the P ennsylvani a locomotives shall have established 

their status. \Vith 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, a s compared 

motor type with twin gea ring. rep resented also by th e latest with the efficiency and weight of the high-speed gearless loco

B. & 0. locomotives, and tl:e Hoosac Tunnel locomotive with motiHs of either the N ew York Central or the New Haven 

geared and vertically supported motors. While successful op- types , are not yet known. The high center of gravity and the 

era ti on is obtained with all five designs, it would be most inter- . inside j ournals of the side-rod locomotive are patterned after 

esting to compare the cost of upkeep o f five such dissimilar 

con structions. The two gearless locomotives have now been 

in successful operation fo r such len gth of time as to make such 

l1gures of value. 

The small locomotiv es first built natu rally used the general 

type of motors and methods of suspension employed in street 

railway service. About 1893 and 1894, fo llowing the effo rt s 

made to design a gearless motor for street railways, sev,.ral 

gearl ess electric locomotives were built, notably for the Balti 

more & O hio Belt Line and fo r the Central London Under

ground Railroad. But there was a reaction in favor of the 

geared and hori zontally suspended motor for slow-speed work 

until the motor capacity required exceeded the pe rmissible duty 

which could be placed upon a single pinion. This introduced 

the twin-gear construction of the Great Yorth ern Railroad and 

steam engine practice, an d it is expected that track inequalities 

wi ll cause a rolling movement in this locomotive, rather than 

undesirable nosing. Finally, even when full advantage is taken 

of the better ventilation o f the more open construction, made 

possibl e in the Pennsylvania locomotive by housing the motor 

in the superstructu re and fully protecting it from climatic condi

tions, it would still seem that the direct side-rod construction is 

necessarily heavy and expensi\·e, owing to the low rotative 

~peed of the armature. 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 pro<lucing 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 



JANUARY 7, 191 I.] ELECTRIC H.AILWAY JOURNAL. 

and lower-speed freight service. Locomotives of thi s type, 

built abroad, have been described in the pages of the ELECTRIC 

RAILWAY JouRNAL during the past yea r. 

The design of electric locomotives in which a geared motor 

is supported directly above the axle ha d its origin in the desire 

to retain the high-speed adyantages o f the o rdinary geared 

motor but to be fr ee o f the space limitations which exist when 

a geared motor is carried hori zontally between the axles. The 

equipment of the H oosac Tunnel with this type of locomotives, 

and their operation, wi ll add very much to our knowledge of 

the practical advantages of this plan. 

From the standpoint of service, electric locomot iY es can be 

divided into three general classes: high-speed passenger, low

speed fre ight and switching locom oti ves. The multiple-unit 

control is va luable in a ll three as it provides for double head

ing, as required by se rvice condi tions. In many instances it 

would be a great operating ad\·antage if a locomoti ve could 

be so des igned as to be used interchangeably for both passenger 

and freight service. In the case of elec tric locomotives de

signed to operate exclus;vely on heavy mountain grades inter

changeability can possibly Le secured without too great a pen

a lty in weight and first cost of the all-around unit. For lev el 

track operation, however, it is probable that two distinct types 

o f locomotives wi ll better se rve the dissimilar requirements 

mentioned. 

The experience gained with steam engines should , o f course, 

t:ount for much in the design of electric locom otives. A di s

tinction should be made, however , between the features em

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 th e 

latter considerations is limited, owing to the ruling necessity of 

making proper provision for the boiler and firebox . A r emoval 

TRACK PROGRESS I N THE YEAR 19IO 

Thl: past yea r will be notable for the great amount o i ..:on

structive work which was done, by both the electric railway a~

soc iations and individual companies, towar d the atta inmen t of 

higher standa rd s in track constru cti on and maintenance. 

Among the important problem s which r eceived fruitful di s..: 11 s

s10 11 we re corrugation, choice o f rail joints , specia l work, steel 

ties, timber preservation and parked ri ght-of -way in citi es. 1 t 

may not be amiss to comment briefly in the foll ow ing pa r a

g raphs on some o f the wo rk done in connection with each of 

the subj ects noted by the way committee o f the Am eri can Ele c

t ric H.ail way Engineering Association and others. 

Rail corrugat ion theorie s a rc m or e numerous than ever, 

but a rather popul ar and convenient one at present is tha t which 

assert s that the corrugations a re due to irregulariti es in molec

ular structure caused by the rails being rolled a t too low a 

temperature. It will be recalled, however , that tests on the 

hardness of some corrugated ra il s conducted for the STR EET 

RAILW AY Jou RNAL in 1907 by George L. F owler , and publi shed 

in the STREET RAILWAY Jou RNAL o f Oct. 5, 1907, did not di s

clo se any difference in hardness in the metal at the crests and 

in the valleys of the corrugat ions. A m ore elaborate plan to 

determine whether the rolling mill s are at fault is now being 

carried out by the International Street & Interurban Rail 

way Association. Instead of using the drop test on the rail s 

after they have become corr ugated, as was done by Mr. F o wle r , 

new ra il s will be tested at the mill s and will then ,be laid on 

1½ miles of track w ith va rious substructures in Berlin. The 

conditions under which the corrugations begin and continue 

will th~n be carefully obse rved. 

The report of the 1910 committee on way matters contained 

a r emarkably interesting sect ion on both mechanical and weld-

of the handicap in a locomotive of providing a coal-burning ed rail joints. One pertinent suggestion was that the deeper 

plant means the opening up o f new possibilities in design which 

may eventua lly cause a wide di ssimila rity between steam and 

electric locomotive running gear. 

In whatever direction the present development stage o f 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 

traffic of the three railroads entering New York City. While 

reliability is only one of the assets of the electric locomotive, 

it is perhaps lack of confidence in thi s respect that has hitherto 

held back its extension to trunk line service. It is, therefo re, 

g ratifying to have any fears of this nature dispelled 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 

se rvice . Their application to pusher service on mountain di 

visions ;( steam railroads is yet in the future. 

types of joint plates should be sli ghtly curved so as to presen t 

a concave face to the r ail web. It is believed that this change 

wo uld give a larger surface contact than the present str aigh t 

joint plates which become convex to the rail web when they 

buckle in service. Special insistence was placed also on the 

necessity o f grinding or filing the rail ends to eliminate imper

fectly surfaced joints of whatever character. This precaution 

seem s obvious, but it is a fact that out of 29 companies which 

were asked about their practice in this respect rs admitted that 

they did not g rind 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 fo rms of welded j oints. The cast weld joint 

now is made with a water jacket to prevent excessive heating 

o f the railhead; the bars o f the new electric welded join t a re 

provided with center offsets to support th e rail head and the 

latest thermit reaction j oint gives a weld of the entire rail 

section. The oxy-acetylene process is now being tried here 

and abroad both for rail welding and for a ttaching joint 

plates, bonds, e tc. Like the reaction process, the oxy-acetylene 

m ethod possesses the g r eat advan tage of permitting each weld 

to be made, and if need be remade, individually without cum

brous apparatus o r highly ski lled labor. A ll in a ll , severa l 

satisfactory solutions are now available for trea ting rail joint 

and conductivity problems. l\fany of the changes noted are 

not so much confessions of previous fa ilures as th ey are evi

dences of healthful emulation among th e man ufacturers and of 
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the desire of the rai lway 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 t raffic. 

Valuable help was given to the r9ro committee on way matters 

by the special work manufacturers in the standar dizat ion of 

switch pieces as to lengths and radii, and also in the standar di

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 

thi s fie ld has been taken by a company which probably has more 

variations throughout its city and country divisions than any 

o ther electric railway in existence. Considering the advantages 

o f standardization in first cost, maintenance and stock keeping, 

the re seems little reason why city railways should go to the 

t rouble 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 . Improvem ents have been made 

in the form of clips used to join th e rai ls and the ties. A 

stee l tie at $2 for an ass umed life o f 30 yea rs costs about 

twice as much as a preserved wooden tie of practically equal 

du rability. Its economy , therefore, is due largely to the fact 

t hat a smaller number is required per mile. The spacing of s teel 

t ies , however, is still involved in uncertainty, for some co!ll

panies install them at 3-ft. centers and others set them even as 

fa r 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 compa ri sons with wooden ti es can be 

made more accurately. Although the steel ti e is naturally a 

part o f a concrete track, engineers who have had experience 

with it believe tha t some changes should be made in its shape 

to pe rmit it to be taken out of the concrete at litt le cost when 

such removal is necessary during pe riods o f r econstruct ion. 

The steel tie is not so desi rable in paved streets w it h stone

ball as ted track because the amoun t o f tamping required du r

ing th e firs t year of installation leads to a frequent and ex

pensive disturbance o f the pavemen t. 

The question o f the preservation of the wooden ties 1s be

coming more acute from year to yea r despite the introduction 

o f the steel tie. In a few year s it will be consi dered foolhardy 

.to install untreated ties under any conditions. Only two large 

electric r ailways in this country ha ,·e practised tie preservation 

long enough to m ·derstand from experience its r eal merits. 

One of these companies uses a permeative and the other a super

ficial preservatiYe. The experiences of these companies have 

been very favorable, but they do not cover a sufficien t variety 

of geographical conditions of treatments and of timbers to 

serve as sole criterions for other railways. Exact data are 

so rely needed on the comparative value of the numerous pre

servati\'eS now on the market. Thi s subject might well be 

taken up by a sub-committee on way matters, working in har

mony with a similar committee of the Ameri can Railway E n

ginee ring and Maintenance of 'vVay Association, with repre

sentatives of the Bureau of Forestry. and with the experts of 

the manufacturers of wood presen- atives. In such an in
vestigation particular attention should be given to special 

treatments for ties buried in rock ballast or incased in concr ete 

tt,under st reet pav ing. The merits of tie plates and screw spikes 

in lengthening the usefulness of superficially preserved ties 

should also form a part o f this study. An excellent basis fo r 

wo rk of this kind, w ith re ference to city conditions, would be 

affo r ded by the chap ter on chemi cal treatment of ties published 

in the second annual r eport o f the Board o f Supervising En

gineer s, Chicago Traction. The same r eport a lso contained a 

valu able study of problem s r ela ting to track defl ections and 

materials in con nect ion with differ ent classes o f track and 

roadways. These data included a nalyses o f manganese steel 

special work and figures on the comparative holding power of 

t rack and screw spikes in d iffer ent kinds of wood. 

Electr ic railways, both here and abroad, a re beginning to agi

tate more strongly fo r right-o f-way operation through sodded 

o r parked sect ions of w ide city streets. Because of the noise

less and faste r ser vice thus made possible, thi s innovation has 

m et with the strong approval o f the public in those cities 

in th is count ry an d abroad w here it has been introduced. It 

is needless to add that the street railways are even m ore 

pleased, since thei r track maintenance cost has been reduced to 

a minimum w hile paving expenses and wagon obstructions are 

simply unpleasan t memories. T he problem of adequate city trans

portation is so in t imately intertwined with the construction of 

wide roadways tha t A m erican street railways would do wisely 

to discuss city r ight-of-way operation with their municipalities 

whenever the opportun ity presents itself , either in existing or 

proposed wide streets. 

POWER STAT ION AND DISTRIBUTION SYSTEMS 

Recent power station construction has fo r its most noticeable 

feature the simplification of design by the use of la rger units, 

particularly the larger sizes of steam turbines. T he ordinary 

electric road, which at the present time gener ates its power by 

three-phase turbo-generators, transmits it to substations, whence 

it ' is delivered to the working conductor as di rect current. F or 

an equipment of this kind the large turbo-generato r s now avail 

able a re quite ideal, being extr emely simple and re liable 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. I t is 

gr eatly to be regretted, however, that the direct-current turbine 

has not found its way into greater favor than it has. I t is 

very easy to write eulogistic papers regarding the beauty and 

simplicity of the standard equipment of three-phase generators 

and synchronous converters, yet every station operator know s 

perfectly well that the losses in the system, however well de

signed, a re 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 fea rful and wonderful complexity, and its cost is a very 

material fraction of the total cost o f 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 o f 

course, the purely interurban ones. Undoubtedly the smaller 

capacities of direct-current turbin~s are even now in a state 

of pretty fair development, but m uch yet remains to be done 

a long this line. Recent advances in the commutating-pole 

type o f construction have brought improvement and are 

likely to bring mo r e unti l there will be no hesitation in using 
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such machines, which are already in successfu l use in a few 

places, for the central territory of a road of considerable size. 

There is no r eason, except the absence of suitable r!ircct-curre~t 

turbo-generators, why power should be generated as alternating 

current at one end of a good-sized power station and trans

formed through cos tly machines at the other end o f the stati on 

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 r e

ciprocating engines. This process virtually provides another 

stage of expansion ~ith its resulting economies, wit~out 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 obj ection 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-dri ven 

generators while the low-pressure turbines take care o f the 

outlying lines, through the converters at the substations. At 

all events the low-pressure turbine furnishes an admirable 

means of increas ing the output al'}d 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 

g rowing 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 it s heating capacity. The high-grade coals cost dis

proporti onately more than the low-grade coals, because any 

sort of firing wi ll yield passable result s in almost any kind 

of furnace with the former and con sequently they are in the 

greatest demand. Researches in the last year or two have made 

it certain that even the meanest low-g rade bituminous coals 

can give first-class economical results i f they are proper ly 

fired in suitable furnaces. 

The electrical part of the stati on equipment is, on the whole, 

in extremely good condition with the exception already noted . 

The apparatus is reliable, efficient and eas ily handled. The 

same is true of the prime movers. The boiler s and automatic 

stokers a re reliable enough, but in too many instances they are 

anything but effi cient. Inability to utili ze fue l of low cost for 

its thermal value is the weakest point in modern power 

generation. 

As r egards the distri bution o f power fo r railway purposes 

th e present standard practi ce is stru cturally good ; that is to 

say, when transm iss ion is undert aken it is generally at con

ser vati ve voltages· and utili zes sound and conservati ve line con

struction. Only in a few instances does a ra ilway system cover 

te rritory extensive enough to warrant using high voltages, 

and by thi s term we mean high in the sense defined by Profes

sor Baum half a dozen yea rs ago, when he cheerfully class ified 

as of moderate voltage anything below 30,000 volts. Rail way 

t ransmi ssion practice, however, di ffers fro m th at of ordinary 

hydroelectric systems in that it often involves consid erable 

amounts o f power and the lines have to be constructed large ly 

a long fr equented ways. The o\'e rhead construction. therefore, 

must be adapted to carrying fa irly heavy copper and must be 

to the last degree secure and re li able. 

R ecent practi ce in transmi ssion work is tending considerably 

toward stee l pole lines, generally o f the tower type, but in the 

conditions met in transmission fo r railway pu rposes tower 

construction is usually unnecessa ry and some ve ry successfu l 

examples of latticed poles have bee n inst alled within the las t 

year or two. In such cases there is a good deal to be said 

for the beautiful "A '' type o f pole, used lJy some of the Ita lian 

engineers , which gives suffi cient long itudinal flexibility to r e

lieve extraordinary strain s upon the line. In the same con

necti on a good word should be said fo r the suspension insula tor 

which is now beginning to be used fo r moderate voltages 

as well as for extreme voltages. A transmis sion line carried 

by suspension insulators on a not too rigid steel pole line is 

about as reliable an overhead structure as could well be im 

agined and is ve ry well adapted to secure protection from 

lightning when equipped with a guard wire g rounded 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 o f direct-current high

tension roads o f 1200 volts or more have been described in our 

columns. But voltages like thi s, 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 o f both systems of working 

listen more patiently than for merly to each other's arguments, 

but still remain unconvinced. Even the lengthy di scussion of the 

matter at the Berne Congress during the past summer left in 

the mind o f the r eader little except an earnest desire to find 

some seer able to separ ate the fac ts from the hypotheses on both 

sides of the argument. Meanwhile both systems are practically 

doing well, so that the argument from experience is o f but 

small assistance to the dubious. P erhaps the only class really 

grateful fo r thi s unce rtain state o f a ffairs is composed o f the 

steam railroad m agnates, who find therein an excellent r eason 

for doubt and hesitation when con fro nted by demands for elec

tri fication. 

The qu ite idea l system in which long sec ti on s of road are sup

pl ied at high voltage from a single t rolley wire without feede rs 

has not yet been materialized by ei ther party to the dispute. 

Unti l this is accomplished distribu tion fo r the large r work 

of railways is still to be deemed among those des iderata whose 

substance is hoped for but whose evidence is not yet seen. 

One shudders at the thought of keep ing 1000 mi les of third-· 

ra il system between New York and Chicago clear during an 

aYe rage winter, and if he takes the othe r horn of the dilemma 

and visualizes the ove,rhead system of the New York, New 

[-Iaven & Har tfo rd Rail road along the same fa r vista, he will 

derive lit tle comfort fro m its contemplation. Aside from the 

commonplaces of ordinary interurban electr ic rai lway service, 

the di stribution problem in its re lation to t he motor service stili 

re mains a riddle. 
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RAIL SECTIO NS AND SPEC IFICATIONS. 

T he ex tremely important subject of specifications for the 

composition and ro lling 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 

Electri c Railway E ngineering Associati on was marked by a 

clear understanding of th e essential differences between street 

railway and steam rai lro ad requi ~ements. T he approved 1910 

r eport of thi s committee r ecomme nded for electric railway open

hearth girder and high T -rails a steel conta ining at least 0.60 per 

cent carbon, a des ired a\'erage of o.68 per ce n t carbon and a 

max imum of 0.75 per cent carbon. J n thi s compositi on the phos

phorns was not to exceed o.o--i per cent. The original draft of 

this committee's r eport called also for a higher grade composi

tion in which the cor responding minimum, desired and maxi

mum carbun amounts were 0.72 per cent. 0.77 per cent and 0.85 

pe r cent, -while the ph osphorus \\'as set at the low mark of 0.03 

per cent. This higher g rade composition was not r ecommended 

in the fina l r eport, however, becau,e of the manufactu rers' re

fusa l t o ro ll a high-carbon, low-phosphorus rail at standard 

prices. The tendency toward higher ca rbon conten t in st reet 

railway rails is illu strated in the case of the .:\ietropolitan Street 

Railway, New York, which has changed over from a r espective 

minimum and maximum of 0-45 per cent and 0.55 per cent to 0.65 

pe r cent and a .So per cent. T he latest open-hearth r ails for the 

subway sen-ice of the InterLorough Rapid Transit Company. 

New York, also show an increase in carbon content . as the per

missible limits ha\'e been changed to read "0.75 per cent to 0.90 

per cent" in place of "0.70 per cent to 0.85 per cent.'' Since 

no other electric raihYay in the world must cope with such 

t raffic as the New York subway, the rai ls used fo r thi s service 

are mentioned only to prove that the commi ttee on way matters 

was not demanding an impossibi lity when it suggested an open

hearth rail \\'ith an upper limit of 0.85 per cent carbon whether 

for T o r gi rder rail s. It is to be hoped that during the coming 

year many railways will ord er their rails in harmony with th e 

committee's specifications, so that the merits of th e proposed 

standard composition an d tests will r eceive a fair tri al. 

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 o f the greatest importance to city 

railways, but we fear that much good committee work will be 

lost unless recommended standards ,can be brought m ore directly 

to the attention o f member compani es and others than is now 

the case. First of all, an earnest endea yor should be made to 

select the standards from the enormou s variety al ready ex

tant. Secondly, if entirely new sections are considered a neces

sity it is only fai r that the rail maker s should have some as

surance that enough companies will adopt them as standard 

to justify the design and constructi on of the new rolls required. 

ln 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 autho ri ties rather than upon the 

railway company. Surely local authority is supposed to be 

as strong abroad as here, yet , by a Yigo rous effort in which 

in Great Britain the railway companies were supported by the 

Institution of Civil Engineer s, the railway associations and 

other national organizati ons , practical standardization has been 

reached. In Great Britain the five standard rails for tan

gents weigh respectively 90 lb., 95 lb. , 100 lb., 105 lb. and I ro 

lb. per yard, and the corresponding curved rails 6 lb. more 

per yard. The German standard city rails for tangents weigh 

respectively 85 lb., 98 ib., I 12 lb. and I 15 lb. per yard, and the 

corresponding curved rails s lb. to 6 lb. more per yard. 

T he new Germ an standards have been m ade effective by a 

system o f co-operation with the. rail makers whereby the penalty 

o f higher cost is suffered by those few companies which insist 

upon something special. It is g reatly to be desired that not only 

shall the 191 r committee on way matters select acceptable stand

ards but that the parent associat ion shall also devise some 

method to make the recommendations enforceable. A viva voce 

yote at the convention or even a tacit appro val 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 LEGISLATIO N IN 19IO 

The strongly defined tendency towa rd further extension of 

gU\·e rnmental co ntrol over the electric railways which marked 

the early pa rt of 1910 appea rs to hav e undergone some change. 

This is indi cated by the political events of the yea r and by a 

moderation of public pol icy which may be temporary or may 

proye to be permanen t. A t the beginning of the year the trend 

of public opini on through out the co untry appeared to be def

initely in favo r o f an extens ion of the national po licy of regu

lati on. This was naturally reflected in various movements in 

States where the Legislatures were in session. 

T he most important steps taken in the assumption of larger 

authority were those of the Congress of the United States. 

T hese, because o f thei r app lication on ly where interst ate com

merce is concerned, affect only remotely most o f the electric 

railways of the country. In so far, however, as they r epr esent 

the crystallization of the sentiment o f all sections on a subject 

which is really the control of State corporation s that happen to 

be engaged in interstate commerce they r epresent a sentiment 

that may easily drift in its application from the greater national 

problems t o those of more purely State or local importance. 

It was pointed out by the committee on interst ate commerce 

commission affairs in the r epo rt presented a t the last conven

tion o f the American Electri c Railway Association that of 74 

bills relating to interstate commerce which were presented dur

ing the fi r st and second sessions of the S ix ty-first Congress of 

the United States but four became law. T he 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 

introduced in Congress in reference to this matter. The 

scope of the inquiry upon which this commission has entered 

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 po~ition of outstanding secu rities as 

well as the terms on which new issues ar e to be made must 

receive co nsideration. When the investigation shall have been 

concluded and the report placed before th e country there will 

THE ELECTRIC l{AILWA Y SITUATION I N 191 0 

The electric railway situation was affected during 1910 by 

an unusual number o f influences o f a political and business 

be an opportunity to pass upon the conclusions of the com - nature, national, State and local. The results o f operation s 

m1ss1on. Jt should be remember ed that the commission wa s 

appointed in pursuance of the policy of the party in power 

to enlarge to an a lmost unlimited extent it s cont rol over ra il 

roa ds engaged in interstate comm erce. As that party did not 

mee t with the same favor at the hands of the people a t the 

elections in l\' ovemher th ,1t it h,1d t·nj oyed theretofore, some o i 

the issues which it has rai sed will be settled by others whose 

rea l views and strength can sca r ce!~· be judged accura tely and 

in full so far in ach·a ncc as this. 

There is one other reason why we refer thus at length to 

the additions made by Congress to th e act to regulate com 

merce. Because o f the olJstructive policy of the government 

the increases in rates des ired by the steam rai lroads have been 

held in abeyance pending dete rmination as to their reason 

ableness. These increases \\' er e designed to o ffs et in part the 

larger expenses to ·which the companies• have been Jut by ad

vances in the rates of wages o f employees. If allowed. they 

will bt; a forceful argument fo r the electric railway companies 

which are in a position to make or seek hi ghe r rates o f far e. 

In an editorial published in our issue of May i- 19 10, we pointed 

to the moral effect of the sa lutary object lesson \\' hi ch \\"a s 

afforded by the movement fo r advances in steam r ail road r ates . 

This effect \\'ill not be dimini shed but will rath er he enh anced 

if the increases pass the te sts imposed by the legislation of r9 ro. 

1 n the various States less legislation designed to create nr 

extend commission control over electri c railways \\"as enacted 

than was threatened. The State of New York ampli fied and 

made clea r some o f the provisions of the public service com 

missions law which relate to street railroads. In l\'ew J ersey 

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 

o f a law similar to the original law creating the New York 

commissions the State of ::\f a ryl and created a public sen-ice 

commission. 

;\ o one less than an inspired prophet could predict the ulti

mate result s o f the sessions of Legislatures, but the quest ion

ing attitude which the public has assumed toward the na

tional policies of the party in power and the surpri sing victories 

of the Democratic party point to change. 

The year 1910 closed therefore with regulative po licies in 

less definite shape than they held tweh·e m onth s ago. T hat 

there will be a gradual ex tension of the policy o f regulation 

through the creation o f ne\\· commissions is a probabil ity which 

is made stronge r by the expressions of fe eling in va rious parts 

of the country against the "new nationali sm" and in fav or of 

a vigorous assertion of State rights. But the powers given by 

new regul ative laws should be limited and made r easonable if 

the com panies concerned present their needs. \Vher e there is 

to be legislation, reasonab le law s and men who will enforce 

them in a reasonable way are the essential r equirements for 

and the present outl ook, therefore, vary to an unusual ex

tent with th e companies throughout the country. So far as 

we can judge from a number o f individual experiences, th e 

grand total s of gross traffic and gross revenues o f all com

pani es, if available, would show substant ially the same aver

age increases which, und er all circumstances but those of 

extraord ina ry depression, continue, as a· rule, to be made 

from yea r to year by local public uti li ty corporations o f all 

classes. Gross earnings of electric railways increase when 

the total bu piness of the country increases. It is the ex 

perience of most compani es that gross earnings decrea se to 

a Yery small extent or remain on about a level with the 

previous year when the gr oss volume of general business de

cr eases. Changes a re very ra rely as sudden or sharp, how

ever, as with other industries. 

The general business of electric rai lways, their fi nancial 

condition an d their plans for future expansi-on a re still to 

;111 extent und er the pall of the panic of I90i, from which the 

country as a whole has not yet entirely recovered. The 

slowe r deve lopment of the industry is due in part to the 

banking and investment attitude of the country. whi ch lias 

cons :s tently operated to produce a policy of conservatism and 

to r estrict expansion. The situation has not been who lly 

favo rable for either temporary or permanent financing by es

tablished companies. and it has been sti ll less encouraging 

fo r new enterprises. 

\Vhen electric railways borrow on short-time notes they 

usua lly do so in .tnticipation of the sale of long-time se

curities with whose proceeds they redeem the short-time ob

ligations. The bond market in 1910 was poor. As the public 

did not buy securities freely , the banker s, who are the whole

sale purchasers. were not willing to buy freely. It was a ques 

tion m ore of unreceptive markets than of prices. E lectric rail

\\'ay securiti es a r e not ordinarily subject to the same extremes 

of market fluctuation as the gr eat steam railroad and corpora

tion issues, which have had a year of dep ression ancl unsatis

facto ry salab ility on the :\f cw York Stock Exchange. This re

deeming fact is due in pa rt to better sustai ned gr oss earning 

powe r, although it is true that issues of stocks and bonds of in

dividual elect ric railway compani es a re not suffic iently la rge to 

fac ilitate trading in heayy or frequent volume. 

The influ ences that determine the state of the invesment 

market from year to yea r were complicated in 1910 by th e de

mand fo r money throughout the civilized world and by the 

publi c utilities legislation pending and threatened by the na

tional and the Yariou s State governments. A policy of financ 

ing by the sa le o f preferred st ock, instead of bonds, has been 

fo llowed by some companies with distinct success. \Vhile 

this tends to make the net cost of the capital higher, it is 

permanent fi nancing, the necessity of r efunding in the fu

ture is avoided, and it has the addition al advantage of substi-

success. Both the proponent of r adical r est rictive legislation tution' o f a voluntary dividend payment fo r a fixed interest 

and the corporation official who resents any suggestion or in 

quiry from the public as an intrusion should gi\' e way to legis 

lation which will lead to co-oper ati on and a recognition that 

each . inter est has rights which the other is bound to r espect . 

charge. Curtailment of fixed charges may prevent receiver

sh :p in the event of a prolonged period of business distress . 

While the more gener al issue of stock instead o f bonds is to 

be recommended as a wi se protective measure, the reco rd of 
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~1ectric 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 cen t was repre

sented by funded debt. The corresponding percentage fo r steam 

railways, as shown by the Interstate Commerce Commission re

port for the same year, was 54.25. 

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 dist ri cts thus affected 

are mining and the manufacture of iron and steel products 

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

these reg :on s showed reductions o f 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 

11111ch as ..:io per cent or ..:JS per cent. Recoyery has been slower 

in these districts than in other sections, but 1910 showed ma

teri al improvement. In some parts of the country continued 

development has caused an increase of gross earnings where 

there was a sharp reduction in 19o8. However, the experi

ences of individual compa nies have been so vari ed 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 N o\'ember, when the re

cession in business began to produce some decreases which 

lessened the previous satisfacto ry gains . 

As a result o f cont inued high er costs o f labor and ma

terials, operating expenses rose still further during the year. 

The same difficulties o f securing competent, dependable men 

at the established sca le , o f wages were experienced as in 

more prosperous years, although in a less accentuated de

gree. The maintenance policy of the companies shows as 

great diver sity as any other feature o f 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 

uni\' er sa lly inflexible under the te~ms of franchi, e 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 im

provement in the average results per passenger carried has 

been effected in a number of cities by a comprehensive re

arrangement of the system of free transfers. By eliminatio n 

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 o f the community has been emphasized by the ex

perience of the companies which furni sh the urban railway 

service in CleYeland, Detroit and Toledo. No plan o f con

tract which jeopardizes. either in theory or in fact, the enor

mous capital investment that is required to produr:e a ~atis

factory system of transportation for a developing city is 

entitled to acceptance as in the true public interest. \Vhen 

the date of expiration of such contracts is near fi nancing be

con:es difficult and the disappointed holders of securities sell 

at a sa.: rifice. The lessons of the year point with new force 

to the reasonableness of unlimited franchises of the char

acter of those granted in the States of Massachusetts and 

New York. 

As th e new year opens the situ ation 1s 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 IQI2 only time will 

show. Business hopes for early decisions in the trust cases 

before the U nited States Supreme Court and in the steam 

railroad rate cases in which testimony has been presented be

fo re the Interstate Commerce Commission. Freedom from 

general unrest in business will help all industries and thus 

promote the development o f electric railways. Projects in

volving enormous outlays o f capital in Boston and New 

York will progress further during the coming year, and in 

other large cit ies of the country definite or tentative steps 

toward the creation of greater transit facilities will be taken. 

These will invo lve, we believe, greater capital requirements 

than the additions and betterments of 1910. 

The greater conser vati sm which marks th e status o f the elec

tric railway situation at the turn of the year affords a whole

some oppo rtunity for the companies to consider the -weak

nesses and th e strength of the ir position. W eaknesses lie in 

franchise conditions, public relation s. loose transfer regula

tions, ex tensions bu ilt because of over -enthusiasm, the need of 

better trainmen and th e constant demands for more and better 

facilities and, in spite of all that may be given, the equally in

sistent demands fo r lower fa res and longer hauls. Strength 

lies in the provision of a sen-ice \\'hich is 011e of th e most 

necessary conveniences of life. The electric railway company 

and the community are interdependent. 

THE INTERURBAN R.ULES SITUATION 

Practically all of the members o f th e Amer:can E lectric Rail

way Association are anxious fo r that body to designate as 

standard a new code of rules fo r in te rurban electric train 

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 o f the committees of the Transportation 

& Traffic Association now has thi s work in hand, but it has not 

yet met, so that its program during 19u cannot definitely be 

announced. The executive co mmittee and the association as 

assem bled at A tlantic City outlined certain work for this new 

committee. T hese assignments included the following: 

To confer with the American Railway Association and at

tempt to adjust discrepanc:es between the A. R. A. code and 

the 1910 T. & T. code. 

To con fer with the city rules committee and adjust conflicts 

with the standard city rules. 

T o take under consideration the extent to which prepay

ment service will affect any set of interurban rules. 

To ascertain what action has been o~ 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 appro,·al or its disapproval of the code pre

sented by the r9ro 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 wi ll 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. Nevertheless there has been a paucity · 

of both information as to exi sting conditions and expressed 

opinion as to the proper rules. It is sincerly to be hoped that 

the roads will assist the rules committee during the comin g 

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 r equirements after diversified opinions and criticisms 

have been expressed in a country-wide discussi on. We think 

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

is anxious to receive letters on the subject, and, as is quite 

generally known, the column s 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 s;tuati on by 

others than the members of the committee, the r eal 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 1910 code as 

a bas;s for its work and then be able to fo rmulate its recom

mendations and publish them as early a s June, ample time 

would be allowed for its r evision by the committee previous to 

the presentation of the report in the fall. If this is done de~ 

cisive action should be expected at that time. 

the standardi zation committee of the Engineering .\ ssociation. 

This committee at fir st att empted to des ign or se lect cer tain car 

part s of such dimen sions as wo uld most nearly meet the aver

age conditions as they existed. Later the comm,ittee realized 

that the subj ect in hand ha<l a broader aspect than that of 

choosing compromise designs. Then the committee r esolved 

itself into a body o f designing engineer s. During the last few 

years this committee , in conn ection with the committees on spe

cial topics o f the Eng:necring Association, has originated de

signs which are intended as models fo r the future r ather than 

as adju~tments for the present . It has been the idea to place 

before the association designs toward which the companies 

might work, and when car parts con fo rming to these designs 

could be introduced on a road va st ben efits to be obtained from 

standardizat: on would be r eali zed . Briefly, the committee has 

given up the idea o f r estrictin g it s 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 , design s toward which the roads should work. 

'vVhether or not the interurban 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 qua lity 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 discussion s 

at conventions to the general principles involved in the rules 

which the 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 foundat ion 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 

The fo rego ing remarks indicate the situation which confront s safety . It is well known that a trainman operating under one 

the present rules committee. :,..:-o committee, even though com 

posed of men carefully chosen to represent the best ideas and 

practices o f a ll 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:ali zed 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 

o f employees and operating conditi ons and if he pas been fol

lowing certain methods successfully he will naturally think 

that no others will meet his local condit ions. A simila r 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 

object to a code of ~ules not in accord with his pr,ktice. This 

parallel between the Eastern and the Western man might just as 

well ha~e 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 wi ll not suffice 

for his service and the other holds simil ar ideas about the 

interur ban code. Numerous examples of men holding the con

t r ary views just presented can be found among the member 

companies of the association, and so the difficulty of obtai ning 

a code which will meet the view s of the operator~ o f all 

roads grows. 

This · rules situation is similar to that which c011 front ed 

set o f rules may by a sudden mental reversion to a contrary 

practice formerly allowed endanger the safety of his passen

ge r s. Such an act wou Id hardly be called carelessness. It is 

rather a weakness o f the mind which is known o ften to exist 

and mu st 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 caused by a misinterpretation of the rules. 

The three more important features to be held m mind when 

considering the choice of , a code of interurban ru les are in the 

order o f their importance : ( 1) Doe s it supply the necessary 

degree o f safety ? (2) A re the mies sufficiently plain for 

prompt assimilati on by a trainman ? (3 ) W ill the code facili

tate the econ omical performance o f tra: n serYice? 

These are the objects sought, and these pu rpo ses should not 

only direct the work of the rules committee, but should also 

control the criticism of the conclusions reached by the commit

tee. Finally, we bespeak for the committee the most co rdial 

co operation on the part o f 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 e ach person interested will approach the subject in a broad

minded way and br ing to it s solution as much ca reful consi d

eration as if he persona lly were a member o f the committee. If 
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this plan 1s followed at least a satisfactory start will be made 

this year upon the general adoption of a standar d set o f inter

c1rban rules. 

ASSOCIATION WORK 

Five years have passed since the American Street Railway 

Association was reorganized in Philadelphia. T his 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 wa !> la rgely 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 1905 anti cipated and that it has reali zed the best 

hopes of those who were sanguine of its success. Although a 

considerable in crease was mad e in 1he annual dues required of 

member -companies, the growth of the association in number 

of members has been continuous smce 1905. In work accom

plished the development has been even greater, as a survey of 

the printed proceedings of the association for the past fin: 

years will show. Since the association is now beginning its 

second half decade o f 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 

problem s. ln dQing ~o the logical plan is first to reYiew what 

questions have been solved as a result of the experience of the 

la~t !in: yl'a rs an<l then to conside r \\'hat r emain s tn he done. 

Chief among those questions which seem to have been settled 

satisfactorily is that o f 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 organiza ti on, 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 . 

T he at1tcmnmnus o rganization o f the affiliated associations. 

with their numerous committees, gives wide opportunity for 

indiYidu al initiati H· and prefe rment whi le assuring co-ordina ted 

and well directed work by the different organizations. No 

contli ct in regard to spheres o f work has occurred between 

the affi liated bodies, although several subjects have been taken 

up in common. Of these there will doubtless be more as time 

goes on. Thus fa r 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 subject s. 

The difficulty up to thi s time has not been in finding subject s 

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 g ives a slight margin for increasing the 

efficiency of the association. The total budget, it might be 

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

o f the association is most nearly allied. 

Tn looking toward the future the principal question to be 

soh·ed is that of increasing the membership, both active and 

associate. The membersh ip li st of the association is ' now welf 

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 whi ch were members

of the association was only a little over 27 per ce nt, and the 

propor tion of electric railway mileage represented in the asso

ciation as compared wi th 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 Eastern States the per

centage is 55; in the Central States it is 67; in the Southern 

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

figures show that the same ratio holds remarkably closely in 

most parts of the country, btit also that there is still opportunity 

for strong missionary work. It might be interesting to add 

in this connection that 288 different electric r ailway companies 

had representatives present at the last A tlantic 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 eve ry company in the country 

will become a member of the association. There will be a 

percentage in every State to wh ich, either because the road 

is in the hands of a r eceiYer or from some other cause which 

i~ cuntrolling, membe rship ~eems impracticable. The only thing 

to do in cases of this kind is to make the membership as near 

100 per cent as possible. With the associate membership there 

is not the same limitati on. T he associate members of the asso

ciation are much greater in number than a year ago and very 

much greater than two yea rs ago, but the associate membership 

is sti I] small compared with possibili ti es 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 indu~try, like the lighting industry, 

the number of operating companies is small, but the invest

ment and the number of employees per company a re much 

greater . Any addition to the active and associate membership 

of the association would not only be a great help to its finance s 

and thus would increase the work which the association can 

do, but it would also enlist a large body of individuals who 

ha,·e a personal interest in co-operat ing in its aims. The plan 

adopted this year of definitely grouping the associate members 

with the particular association with which they wish to affiliate 

themselves should bring each associate member more closely 

in touch with the line of r esea rch in which he is most close ly 

interested. 

Another question concerning the organization as a whole not 

yet 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 executi ve committee in the diienima 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 hy the present executive cnmmi ttec of the associa

tion. 

Besides these questions wh:ch face the association as a 

whole, each of the five departments into which the activities of 

the body are divided has its own probl ems. vVe 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. It is instructive to note, however, that each of these 

contributors sees opening before the association of whose work 

he treats a widening vista of oppnrtunity and use fuln ess. In 

110 one year probably have more questions presented them

-selves for solution in each of the fields represented by these 

different sections. Certainly they hav e not been 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 E ngineering- Association. The matter o f 

standardizing rules and of determining the practical advan

tages and limitation s nf signal systems in con nec tion there 

with is confronting the tran sportation managers. T he subj ect 

-o f signals will be taken up this year hy the Transportation As

sociation in connection with the Engin eering . \ ssociation. Th e 

detection of fraudulent claims by means o f a central bureau i~ 

closely engaging the attention of the claim agents. The a(h·ice 

-of the: accountants is being demanded by two of the other affi li -

ated associations on questions which concern them. and in ad

dition the accountants have before them the multi farim1s ques 

tions which belong peculiarly to their departm ent. 

Among the problems of th e parent organization that oi 

-public relations seems most important. lVIr. Brady's article 

-o utlines clearly the economical and political conditions which 

have brought many of these problems to a focus during the 

last few years, especally during 1910. and comments upon the 

similarity of their aspect in all parts of the country. H e also ex 

-plains the importance to the public and the railway i1:terests, 

but particularly to the latter, of a settlement of these ques

tions upon an equitable basis and with a full understanding of 

.all the conditions rather than by hasty and unconsidered action. 

It 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 J\Ir. Brady's article. Active 

work on the part of the committees o f the assoc iat :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 ENGl'IEERING ASSOCIATION "QUESTION BOX" 

The executive committee of the Engineering 1-\ssociation at 

its last meeting discussed the advisability of di scontinuing the 

publication of the "Questiorl Box," which has been a feature of 

the convention program of that association since 1904. As a 

substitute it was proposed that the secretary of the association 

should act in the capacity of an in formation bureau and obtain 

directly from member companies answers to any questions re

lating to engineering matters which might be referred to liim . 

J t 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 , an d 

the answers . for th e most part , ha ve conveyed little in fonna

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 ex istence the pl an has been aban doned 

because o f lack of interest. 

A "question box" is a convenient and simple medium for 

the general exchange o f specific in formation about th e details 

o f any industry. The value of th is interchange of ideas and 

expcience is not confi ned alone to the me11 who prepare the 

question s ur write the answers. In nea rly eve ry r ailway organi 

zation there are men in subordinate positions who are eager to 

learn the practice o f other companies on th e specific points 

considered, but ha,·e frw opportuniti es fo r personal observation 

outside o f their own city. l f the E ng ineering Association 

through the "Question Bo x" can lie of help to these men in 

enlargi ng their knowledge and usefulness to their employers, 

the time and money spent in the preparati on of the quest ions 

and answers once a year should not be begrudged. One way 

to improve the "Question Box" would be to give these men 

a bett er opportunity for submitting questions relating to prac

tical details of their 'work and for a nswering the questions 

which are asked. U nder the present plan a circular request

ing suggestions for question s is sent to member-companies and 

associate members early in the summer. This circular r eache s 

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 comparati vely little attention is paid to pre

paring an swers, except in a few individu al cases. A few 

duplicate copies of both the circular and the data sheet could 

be sent to each member company with a r equest that they be 

distributed among the foremen and others in subordin ate posi

tions who might be interested. This would entail but little 

extra cost and would tend to create interest in the associa tion's 

affairs among a class of men who at some future time may 

develop into ac tive and valuable members. 

The propo sed substitute plan of having the sec reta ry o i the 

Engineering Association act in the capacity o f an in formation 

bureau has been followed by the American Association for a 

number of yea rs, but the general distribution of the information 

collected and compiled in the form of confidential bulletin s to 

member companies enta il s a large amount of clerical work 

and is expensive. While 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. It might be worth while to give the plan 

a tri al 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 continu ed the "Ques 

tinn Box" should he expanded to include all of the data pub

lished in the bulletins. as well as the usual que stion s and 

ans.we rs on subj ects nf minor importance. 

In the past the "Question Box" has contained a vast quantity 

of extremely valuab le data covering a wide ran ge of subjects. 

but for lack o f an index information on any particular point 

can be fo und only after a Jong search through the volumes of 

previous years . It would not entail a great deal of labor or 

ex pen se to compil e an index or class ified li st o f the questions 

asked and an swered during the last six years and to include 

this index in the future in the proceedings. where it can be 

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 fo r rolling stock in 
19m a re shown in the accompanying table. The total o f all 
cars, locomotives and miscellaneous rolling stock ordered was 
5481 , an increase of I0.6 per cent over 1909. As in pr eYious 
years the table has been compiled from the ELECTRIC RAILWAY 

JOURNAL reco rds kept from week to week, from data r eceived 
from the r ailway companies on special blanks sent to them and 
from records obtained from the ca r building companies. 

The order s, classified accord ing to the se r vice in which the 
cars arc use<l, are g iven below. 

1907 
Passenger cars, city. . . . . . . . . . . . . . . . . . . . . 3483 
P assenger cars, interurban ................ 1327 
F reight and miscellaneous cars ........... 1406 

Total .............. .. ................ 6216 

1908 
2208 

727 
176 

JI 11 

1909 1910 
2537 3571 
124:; 990 
I 17 :i 820 

4957 5481 

It wi ll be seen from the fo regoing an nual comparison that 
19m was marked by g reater activity in the total purchases 
of rolling stock than 1908 or 1909, but it \\"as 735 cars short 
of the total order s for the year 1907. 

A mong 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 
w hich was rebuilt fo r prepayment operation. The prepayment 
ca rs are marked by an asterisk (*) in th e. accompanying table. 

Ther-e was a decrease o_f 255 in the total orders for inter
urban passenger cars, or 20-4 per cent as compared with 1909. 

The figures for interurban cars includ e orders for elevated 
and subway equipment. The greater attention which has been 
g iven t o the maintenance of service in winter is indicated by 
the purchase of II7 snow plows and sweepers. 

The number of electric locomo.tives ordered was 43 as 
against 49 in the preceding year. However, 24 of the 49 loco
motives ordered during 1909 were for the New York electri
fication o f the Pennsylvania Tunnel & Terminal Company. It 
should be noted in connection with the accompanying table that 
in the case o f electric locomotives th e truck column gives the 
name of the company which constructed all the mechanical 
parts, while the column headed "builder" shows the name of 
the company which manufactured the electrical equipment. 

ROLLING !"TOCK EQU IPMENT ORDE RED IN 1910 

Purclza, er 

Aberdeen R y .. . .... . ...... . 

Alton, Jack. & Peoria Ry ... . 
Arkansas Valley Inter. R y .. . 
Asheville E lectric R y ...... . . 

Atchi,on Ry., Lt. & Pwr.Co .. . 
Athens Elec. Ry ........... . 

Atlanta Northern Ry ....... . 
Atlantic Shore Line R y ..... . 
Aurora, Elgin & Chicago R.R. 

Aust.in Elec. Ry ............ . 
Bakersfield & Kern Elec.Ry .. . 
Bait. & Wash. Tra nsi t Co ... . 
Bangor Ry. & Elec. Co ..... . 

Beaumont Traction Co ...... . 
Beloit T raction Co ......... . 
Belton & Temple Traction Co .. 

Binningham Ry., Lt . & P. Co .. 

No. Class Lrngth Scrv. 

7 Closed 22- 0 City 
1 Pl. & Wk . City 
5 Closed 55-0 I nt. 
1 Closed 52- 0 Int. 
4 Open City 
2 Semiconv. 30-1 City 
5 Semiconv. 27-4 City 
3 Open 35--0 City 
3 Closed 34-l0City 
2 Trail C. 30-8 Int. 
1 Semiconv. 40-1 Int. 
5 Closed .•2-0 City 
1 Comb. 50-0 Int. 
1 Express 46--0 Int. 
1 Sweeper 29--0 City 
3 Open 31--0 City 
6 Closed* 40--0 City 
2 Gas. Mot. * 30-6 City 
2 Semiconv. 30- 8 City 
1 Express 30--0 City 
3 SemiconY.*3 7-4 City 
2 Closed* -I0--0 Ci tv 
1 Flat 24- 0 Both 
4 Dump 18--0 Bc,th 
9 Closed 36--0 City 
4 Freight 36--0 C:ty 
1 Concrete . . . . City 

Truck Builder 

B~ici." 
Brill 
Brill 
Brill 
Brill 
Brill 
Brill 
Std. 
Brill 

;;~~;i~~;.,· .. 
Jewett 
Brill 
Brill 
Brill 
American 
American 
Brill 
Stephenson 
Niles 
R ussell 

. . . . N;Ies 
~k.-C. :McGuire-C. 
Bait. Southern 
Brill American 
Brill Stephenson 
Brill Brill 
Brill Brill 
Brill American 
St. L. St. Louis 
Am. Co. Shops 
St. L. Co. Shops 
Bait. Mc-Guire-C. 
Co. Co. Shops 
Co. Chic. C. !II . 

Bluffton, Geneva & Celina 
Trac. Co..... . . . . . . . . . . . . . 1 Closed 52--0 Int. Tay. Jewett 

1 Frt., Box 50-0 Int. Tay. I nterstate 
Boise Interurban Ry ........ 1 Closed 31-8 Int. Brill American 

i ~~~b~ 41-0 f~r: B
0

rili · ~~ri~!~ 
Boston Elevated Ry .. . ... SO Semiconv.*48-2 City Laconia 
Bos.&Me.R.R.(forH.Tun.). S Elec.Loco. 48--0 P.&F. B~ici." West 
Boston & Northern St. R y ... 24, Open 40-1 lBoth Std. Stephenson 

2 W ork 35--0 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 & Wore-ester St. Ry ... 5 Closed 46-8 Int. Std. Osg.-Brad 
Brooklyn Rapid 'l'ransit Co .... 1 Sweeper 28-3 City !lfc.-C. McGuire-C. 

1 Elec.Loco. 29-4 Freight A.L.C. Gen. Elec. 
1 Lococrane 23-4 City Br'n Brown 

British Columbia Elec. Ry ... 10 Closed 44--0 Sub. Brill Preston 
S Semiconv.*44-l 0City Brill Ottawa 
S Semiconv.*42-6 City Brill Stephenson 

38 sern,;conv.*43-6 City Brill Co. Shops 
& 45-0 

4 Baggage 53-8 Int. 
1 Express S0-0 Int. 
1 Work 36--0 Int. 

SO Frt.,Box 41--0 Int. 
25 Flat 40--0 Int. 
25 Flat 41--0 Int. 
SO Flat 41--0 Int. 

1 Snow Plow . . . . Int. 
1 Sweeper 30--0 City 

l ~y:~~~o. 33~ f~t 
4 Caboose Int. 

12 Stock Int. 
Bryan College Int. R y ....... 1 Trailer, C. Int. 

4 Gas.Mot. 19-0 Int. 
Buffalo & Lackawanna Tr.Co. 
Burlington Trac. Co ........ . 
Butte Elec. Ry ............ . 
Caldwell Trac. Co .......... . 

5 Comb. 47-2 Int. 
3 Closed 28--0 City 
1 Closed 3 5--0 City 
1 Closed . . . . Int. 

Calgary St. Ry ............. . 3 Closed 46-6 City 
3 Semiconv.*46--0 City 

12 Semiconv.*33-6 City 
California St. & Cable R .R ... 2 Calif. City 
Cape Girard.-Jack. Int. Ry ... 2 Open 35--0 City 

6 Closed 30- 1 City 
1 Comb. 30--0 City 

Capital Trac. Co ....... .... 150 Closed* 41--0 City 
CarJ.:sle & Mt. Holly R v..... . 1 Gondola 22-0 City 
Centerville Lt. & Trac:co .... 1 Closed 31-0 C:ty 

1 Comb. 41--0 Int. 
Central California Trac. Co ... 4 Closed 50--0 Int. 

2 Comb. 40--0 Int . 

Brill Co. Shops 
Brill Co. Shops 
Brill Co. Shops 

Hicks 
Hicks, 
Canada 
Seattle 

B~ili · 5~ia~ips 
Brill Brill 
Brill Co. Shops 

Seattle 
Canada 
Fairbanks 

B~ici." t~~f;:!\1 
Tay. Jones 
Co. Co. Shops 
Co. St. Louis 
Brill Ottawa 
Brill Preston 
Tay. Preston 
Co. Co. Shops 
Brill Brill 
Brill Brill 
Brill Brill 
Brill Jewett 
Brill Brill 
St.L . St. Louis 
Mc.-C. McGuire-C . 
Brill Holman 
Brill Holman 

Purchaser .Vo. Class Length Serv. 

5 Express 36-0 Int. 
1 Express 45--0 Int. 

Cent ral Kentucky Trac. Co ... 4 Comb. 52-8 lot. 
Charles City Western Ry ..... 8 Se.niconv.* 24-0 City 

1 Gas.Mot. 55--0 Int. 
1 G.M. Loco ..... Int . 

Charleston Con. Ry.& Lt.Co .. 4 Semiconv. 30-1 City 
4 Open 43-0 Int. 

Chat., Wall'b'g & L .Erie R y .... 2 Trai ler, 0. Int . 
3 Frt., Box Int. 

17 Fl.&Gon. Int . 
1 Ballast Int. 
1 Snow Plow In t. 
2 Elec.Loco. Int. 

Chattanooga R y. & Lt. Co ... 10 Closed * 45 - 0 City 
_2 Dump City 

Cheyenne Elec. Ry .......... 1 Semiconv. 33--0 City 
Chicago, Aurora & DeK. R.R 3 Comb. 45--0 Int. 

1 Express 45--0 Int. 
6 Dump 36--0 Jnt . 

Ch:cago 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 R y ... 1 Flat 36--0 Int. 
Chicago & J oliet Elec. R y .... 4 Closed* 34--0 Ci t y 

2 Comb.* 40--0 City 
1 Pl.& Spr. 33-6 Int. 

Chicago, L. S. & So. Bd. R y .. 3 Closed 57--0 Int. 
Chicago & Mil. Elec. R y. . . . . 1 Express 5 1- 6 Int . 

1 SnowPlow 34--0 Int. 
Chicago Railways .......... 215 Closed* .... City 

2 Dump .... City 
1 D errick City 

Chickasha St. Ry. . . . . . . . . . . 1 Closed 30-1 City 
Chillicothe EL R .R . L.&P.Co .. 1 Sweeper City 
Cincinnati Trac. Co .. .. ...... SO Open 30-3 City 

18 Dump 15--0 City 
1 Lococrane .... City 

Citizens' R y ................ 3 Semiconv.*30-8 Cit y 
1 F lat 20-8 City 
1 Sprinkler 20-8 C:ty 

Citizens' Trac. Co ........... 2 Closed 30-0 City 
City of Raleigh, N. C ........ 1 Sprinkler City 
City & Suburban R y ........ 2 Open* 28-8 City 
Clarksville Ry. & Lt. Co.. . . . 4

3 
COp

0
esned* 

3
2

0
7=6

1 
CCl~tt yy 

Cleburne St. Ry............. le 
Cleve., Painesv'le & E. R.R ... 3 Closed 52-0 Int. 
Cleveland R y ........... . ... 25 Closed* 51-6 City 

2 Sweeper 28-3 City 
Clinton St. R y ..... ......... 2 Semiconv. 30-1 City 
Colorado Ry., Lt. & P. Co .... 1 E lec.Loco. 36--0 Coal 
Colorado Springs & Inter. R y. 7 T railer, C. . ... City 
Colum. Elec. St. R y.L.&P.Co. 4 Semiconv.*43--0 Both 
Columbus. Del. & Marion Ry.. 1 Express 5 5--0 Int. 
Columbus, Mar. & Bucy. R y .. 2 Closed 54- 0 Int. 
Columbus R.R .......... .. .. 3 Closed 34-4 City 
Columbus R y. & 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 . ......... 1 Open 28-8 City 
Coney I sl. & Brooklyn R.R .... 1 Gondola 41--0 City 
Connecticut Co .............. 89 Open .... City 

91 Closed 40-0 City 
1 Closed 43--0 City 

20 Closed 40--0 City 
1 Closed , 38--0 City 
6 Express 41--0 Int. 
2 Snow Plow 4 1--0 Int. 
7 SnowPlow 47--0 Int. 
2 Sweeper 28-3 City 

Co:rpus Christi St. & Int. Ry ... 1 Open 40-0 Both 
Cumberland Elec. Ry ........ 2 Closed 32--0 City 
Cumberland R y ............. 2 Comb. 41--0 Int. 
Danbury & Bethel St. Ry .... 2 Open 41-8 City 

3 Closed 39-5 City 
Dayton St. Ry .•............ 7 Conv. 31-4 City 

Denver City Tramway ....... 27 Closed 43-lOCity 
10 Trailer, C. 38-1 City 

Truck Builder 

Hol. 
Br:11 
Brill 
St.L. 
McK. 
McK. 
Brill 
Brill 

Holman 
Holman 
Brill 
McGuire-C . 
McKeen 
Co. Shops 
Brill 
Brill 

Brill K~hfut~~-· · 
K.&J. Kilbourne & 

Jacobs 
Brill Br:11 
Tay Danviile 
Mc.-C. McGuire -C. 
. .... Western 
Brill Kuhlman 
Mc .-C. McGuire-C. 
Brill Co. Shops 
Brill Co. Shops 

Hicks 
Cin. Kuhlman 
Brill Brill 
Mc.-C. McGuire-C. 
Bald. Niles 
Bald. Co. Shops 

Co. 
Co. 
Brill 
Brill 
Brill 

Co. Shops 
Co.Shops 
Co. Shops 
Co. Shops 
Brill 
Brill 
Cincinnati 
Continental 
Browning 

Brill Danville 
Peck Co. Shops 
Peck Co. Shops 
Brill American 
Mc.-C. McGuire-C. 
Brill Brill 
Brill Danville 
Brill Danville 
Bald. Niles 
Brill Kuhlman 
Mc.-C. McGuire-C . 

American 
Co. Co. Shops 
Co. Co. Shops 
Brill Brill 
Peck Jewett 
Curtis Jewett 
Brill Southern 
Brill Kuhlman 
Brill Kuhlman 
Mc.-C. Jewett 
Brill Brill 
Brill Co. Shops 
Std. Osg.-Brad. 
Std. Osg.-Brad . 
Std. Wason 
Std. Wason 
Brill Brill 
Std. Wason 
Was. Wason 
Was. Wason 
Mc.-C. McGuire-C 
Tay. Southern 
Std. Stephenson 
Brill Brill 
Brill Brill 
Brill Brill 
B.&S. Barney & 

Smith 
Brill Woeber 
Woeb. Woeber 
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P 11rchaser No. Class Length Serv. Trnck Builder 

Des Moines City Ry. . . . . . . . . I Sweeper 28-3 City Mc. -C. Mc-Guire-C. 
Detroit United Ry .......... SO Closed 42-3 City Std. Kuhlman 

25 Closed -12-3 City Std. Niles 
10 Closed 52-8 Int . Bald. Niles 

-1 Closed 46-4 Int. Bald. Niles 
S Express 50-0 Int. Bald. Niles 

Dominion P. & Trans. Co .... 9 Closed* -13--0 City Brill Ottawa 
., Closed 55-0 Int. Bald. Preston 

East St. Louis Ry ......... .. 6 Closed* -15-0 Citv Brill American 
I Swp.,Wk. 39- 8 Both Mc.-C. McGuire-C. 

East Shore & Suburban R y ... 3 Closed -18--0 City Brill Danville 
2 Closed 36-0 City Brill American 

Edmonton St .. Ry .......... 16 Closed* -!2-0 City Brill Ottawa 
-l Semiconv.*46-0 City Brill Preston 
I Sweeper 30--0 City Otta Ottawa 

Elmira Wtr., Lt. & R .R . Co .. 6 Closed* 32-0 City Brill Brill 
El Paso Blee. Co .... .. ... ... 6 Closed 21--0 City Cincinnati 
Emigration Canyon R.R .. ... 2 Trailer, C. 38-1 Int. Brill American 

I Blee.Loco. 28- 2 Freight Bald West. 
Enid City Ry ............ ... -l Closed 31- -1 Citv B.&S. Bar.&Smith 
Ft. Dodge, Des Mo. &So.RR ... 2 B lee.Loco ... . F reight Bald. Baldv.in 
Evansville Rys. . . . . . . . . . . 1 F lat -10-0 City Dor. Co. Shops 

I Stock 34-0 City .... Interstate 
Evansville & So . Ind . Tr. Co .... 1 Sweeper 53-0 City Mc.-C. McGuire-C. 

I E lec.Loco 20-0 Yard Co. Co. Shops 
Fainnont & Cla rksburg Tr. Co. I Steel .14-0 City Mc.-C. McGuire-C. 

-I Closed -1-1--0 Int . J ewett 
6 Closed 30-0 City B.rili · J ewett 
-l Comb. 3-l - -l Int. Brill Kuhlman 
2 Express 45--0 Int . Brill Kuhlman 

Fairmont & Mannington R .R . o Open 40-6 Both Brill Kuhlma n 
I Express 4-l -O Int. Bri ll Kuhlma n 

Fonda, Johnst'n & Glov. R.R .. 2 Comb. 29-0 Int. Tay. Brill 
Fort Dodge,._,D es Moin es & 

Southern !~. R ...... . 1 Lococrane Int. 
2 Blee.Loco. . . Int . Bald 

Browning 
West. 
American 
Da nville 
Co. Shops 
Brill 

Ft. Scott Gas & Elec. Co.. .. 1 Closed 33-0 City Brill 
Ft. Smith Lt . & Trac. Co ... . . 8 Semiconv .. H -8 City Brill 
Frederick R.R . .. .... ....... 4 Open ..... 22-0 City Peck 

I Sel)'liconv. 46-1 Int . Brill 
I Semiconv. -11 - 1 Int. Brill Brill 
1 B lee.Loco. 23--0 Freight Bald. 

Freeport R y., Lt . & P. Co .... 6 Closed 22-0 Citv Brill 
West 

2 Closed .rn-o City St.L. 
Galt,Prest.& H espeler St.Ry .. 2 Closed 54-0 Int. Bald. 

Brill 
St. Louis 
Preston 
West . 
Kuhlman 
St . Louis 
Cincinnati 
Cincinnati 
i'llcGuire-C. 
McGu ire-C. 
:VlcGuire-C. 
McGuire-C . 
Co. Shops 
Co. Shops 
Co. Shops 
Stephenson 

I E lec.Loco. 41--0 Freight Bald. 
Galveston Blee. Co........ . .l Closed 28-IOCity Brill 

S Open .... City 
Galveston-Houston Blee. R y .10 Closed 52-0 Int. 

Gary & Interurban R y. 

Georgia R y. & E!ec. Co. 

Gettysburg R y .. . . 
Goldsboro Trac . Co . . 

Gr. June . & Gr. R. Val. R y. 

2 Express 52-0 Int. 
8 Closed -1-1-0 Int . 
-l 1 rail Int. 
2 Work 20--0 Int. 
I Sweeper 28-3 Int. 
6 Closed ,o--o City 
6 Closed 38-0 City 
-l Closed* 42--0 City 
I Closed 16--0 City 
1 Open 26-0 Citv 
2 Closed 22--0 City 
-' Closed 50-0 I nt . 
1 Blee. Loco. 36-0 Int . 

Grand Rapids (Mich.) Ry . . 12 Clotecl* -16--l City 
Granite City Ry -l Closed 37-0 City 
Great Falls St. R y.... 2 Open 28-3 City 

Greenville Trac. Co .. . ...... . 
Han. & McSherryst'n St.R y ... 
Hartford & Springfield St .R y. 
Holton Interurban R y ...... . 
Holyoke St. Ry ... .. ....... . 

2 Closed 29- 1 !City 
1 Sweeper 28-3 City 
7 Closed ... . City 
2 Dump.Wk. 34-0 City 
I SnowPlow 41--0 In t. 
I Comb. -14-0 Int . 
-l Closed -12--0 City 
1 Plow 4 7--0 City 

Houghton County Trac, Co. 2 Closed -11-7 City 
Houston B lee. Co..... . ... . 15 Closed* 38-6 City 

I Q Semiconv .*3 1-0 City 
S Semiconv.*41--0 City 
I Work 35-0 City 
I Wreck 23--0 City 
1 Dump 25-0 City 

Hudson & Manhattan R.R ... SO Closed 48-2 Tunnel 
30 Closed 48-2 Tunnel 

Hull Blee. Co .. ........ ... .. 3 Scmiconv. 49-lOint. 
Humboldt Transit Co ........ -l Comb. .33-0 City 
Hummelst'n & Camp. St. R y .. I Semiconv. 41-0 Int. 
Hutchinson Interurban R.R .. 1 Closed* 32-7 City 
Illinois Trac. System . ..... · .. 31 Closed* 33-8 City 

10 Closed 55-6 Int. 
I Office 54-6 Int. 
4 Com b. 52-6 Int . 
5 Par.Obser. 55-6 Int. 
2 Sleeper 57--0 Int. 
2 Ex-Trail. Int. 
4 Express 55-6 Int. 

35 Ex-Trail. 41-5 Int. 
25 Frt., Box Int. 
SO Gondola Int . 
22 Coal Int. 

8 SnowPlow Int . 
4 Sweeper 28-3 City 
6 Elec. Loco. 34--0 Int. 
4 Caboose .... Int. 
I Coal Crane .. . . 
1 Wreck .... Int . 

Ind ·Ji s, Newc'tle & T oi. E l.Ry. 4 Flat 36-0 Constr. 
1 Dump 34--0 Constr. 

Indianapolis Trac. & T er. Co. 25 Closed 33- 2 City 
Interborough R . T. Co ..... , . 7 5 Motor -17--0 Sub. 

40 T rail -17--0 E lev. 
40 Motor -17-0 E lev. 
20 Mot or 4 7-0 E lev. 

1 Sweeper 28-3 City 
Interurban Construction Co .. 3 Closed Int. 

1 Express Int. 
Inter-Urban Ry ............. 16 Gondola Int. 
Interurban Ry . & Ter. Co .... 21 Sweeper 28- 3 Both 
Jacksonville Elec . Co ........ 10 Closed* 39-1 City 
Je rsey Central Trac. Co ...... 8 Semiconv. 42-9 Int. 

10 Dump Int . 

B·a1ci: 
Bald . 
:\k.-C. 

. Mc .-C. 
Mc.-C. 
Mc.-C. 
Bait . 
Brill 
Brill 
Peck 

B.rili. \v~~i,~; . ... 
Brill Woeber 
Brill American 
Mc .-C. St. Louis 
Mc.-C. Danville 
:\k.-C. Danville 
:Vlc.-C. McGnire-C. 

St. Louis c~: Co . Shops 
Was. vVason 
Brill Holman 
Tay . Wason 
W as. Wason 
Brill Kuhlman 
Brill American 
Brill Cincinna ti 
Std. Cincinna ti 
Std. Co. Shops 
Bait. Co. Shops 

B·a·1a: ! ~~~e& F 
Bald. Pressed St!. 
Brill Preston 
Std. Holman 
Brill Brill 
Brill Danville 
Curtis Danville 
Bald. Danville 
..... A. C. & F. 
Curtis McGuire-C. 
AC&F Danville 
B.&S. Bar.-Smith 
Co. Co. Shops 
Curtis McGuire-C. 
1Ic.-C. McGuire-C. 

Haskell -B . 
. ... . Haskell-B. 
. .... Haskell -B. 
Co. Co. Shops 
. . . . . McGuire-C. 
A.L.C.Co. Shops 
Co. Co. Shops 

Browning 
Browning 
Interstate 

sid: t;~~r~~~;i 
Std. P ressed St!. 
Brill Vfason 
Brill J ewett ' 
Brill Cincinnati 
Mc.-C. McGuire-C. 

.. St. Louis 
St. Louis 

M~.:c. M~d~ir'e~c: . 
Std. Cincinnati 
Brill Brill 

Kilbourne 
& J. 

P11rclwser .Vo. Class Lcn{!.th Serv. True/, lfo i/,ler 

Kankakee Elcc. R y.... . . 2 Closed . . . City 
Kan City, Lawr.& Top. El.R.R.-1 Closed -10- 0 Both 
Knoxville Ry. & Lt. Co ... ... 10 Closed .B - 8 City 
La Crosse City Ry ........... 2 Semiconv. 32- 0 City 
L . Char. Ry .,Lt.& Wtr.W.Co .. 4 Scmicon v. 30 1 City 
Lawton & Ft. Sill Elcc. Ry ... I Closed 24- 0 City 

1 Comp., C. 57- 0 City 
Lawren ce Ry. & Lt . Co ..... . 3 Closed* 31- 0 City 
Lehigh Valley Transit Co ..... to Closed * -ll - 9 Int . 

1 Comb: 40- 0 I nt . 
1 SnowPlow 32- 0 Tnt . 
5 Sweeper City 

Lexington & Interurban R ys . S Semiconv .. rn- 1 Both 
4 Scmiconv .. iS - 0 Both 
1 Sweeper 28-.l City 

Lincoln Trac. Co ..... 1 Elcc. Loco. -l0- 0 Both 
Linwood St R y ............. I Closed 38-0 City 
Little Rock R y. & Elec. Co .. .. 7 Semiconv. -l-.1--0 City 
London St. R y. . . . . . . . . . . 1 Sweeper 28- ., City 
Long Island R .R ... 100 Closed st!. 6.l -5 Int . 

6 Closed * 33- -1 City 
1 S Comb.st!. 63- 5 Int . 
25 E xp stl. 63- 5 In t 

LosAngeles R y ... ......... 300 Cal. H 7 City 
Los Angeles & R edondo Ry . . 10 Open -!8--1 Int . 

1 Elec.Loco. 30- 0 Int. 
Lynchburg Trac. & Lt . Co .. .. -I Semiconv.*40-0 City 
Macon Ry. & Lt. Co .... ..... 8 Closed* -!2-0 City 
Mah'g & Shen'go R y.&Lt .Co .. 12 Closed 42- 4 City 

6 Closed 50-- l Oint . 
Marion, Bluffton & E. Tr. Co .. 1 Conv. 52- 0 Both 
Meridian Lt . & Ry . Co ....... -I Conv . 51-0 City 
Metropolitan St. Ry ......... 25 Closed* 47-2 City 

25 Closed* -ll - 3 City 
Michigan United Rys. . . 30 Closed -l 1--0 City 

8 Closed 28-0 City 
2 Ex-Trail. -!0-0 Int . 
1 Comh. 58··6 Int. 
1 Special . . . . Int . 
2 Swp.& Ex . 28- 3 City 
2 Swp.& Ex . 39- 8 Int . 
1 SnowPlow 50- 0 Int . 
I Sprinkler City 

Minn .. St.P.,Roch.&Dub.T.Co . -I Trail , C. 4-l- O Int. 

Missoula St. Ry . 

2 Gas. Elec. 60--0 Int . 
10 F lat .... Int 
7 Semicon v.*38- 0 City 
2 Traile:c, 0. 42--0 City 
I W ork 36--0 City 
I Sweeper . . . . City 

i\Iobile Lt . & R.R. Co...... 3 Trailer, 0. 3 1--0 City 
Mont. & South. Cos . R y .... . 2 Tra iler , C. -!9-8 Int . 

Montreal St. Ry . 
I Plow 35--0 Int. 

. 50 Semiconv.*47--0 City 
2 Trailer, 0. 49-6 Sub. 
3 Trailer, C. 38--0 Int. 

25 Dump .... In t. 
Moose Jaw Elec. R y . . . . 6 Closed 31--0 City 
i\Iorns Co. Trac. Co. . . . . . . . S Semiconv. 38-0 City 
i\Iunicipal St . Ry. ........ . . . 1 Closed 32--0 City 

si.L ~~ : t~\~ 
Halt Md.iu.ire -C. 
Brill American 
Brill American 
Brill Wason 
A. L.C. Wason 
Brill St. Loui s 
Brill Brill 
Brill Brill 

Briil . 
Brill 
Brill 
Mc. -C. 
Tay . 

Russell 
Brill 
Brill 
Brill 

McGuire-C 
Co. Shops 
Wason 

St. L . Co. Shops 
Otta wa 

fltili . ~rifi· & F . 

Co. 
Co . 

A. C. & F . 
A. C .& F . 
St. Lou is 
Co. Shops 

o. Co. Shop 
Brill Ilrill 
Brill Brill 

Niles 
Niles 

Tay .· Cincinnati 
Bait Southern 
Std Cincinnati 
Std. Co. Shops 
Brill Brill 
Brill Kuhlman 
Mc. -C. McGuire-C . 
:.k.-C. McGuire-C . 
Mc>C. McGuire-C . 
Mc .-C. McGuire-C . 
i\Ic.-C. McGuire-C. 
Mc.-C . McGuire-C. 
Mc.-C. McGuire-C. 
Brill Brill 
A.L.C . Wason 

i:i'ri1·1 · x~~ri~~~· 
Brill Brill 
Brill American 
Brill Brill 
Tay. Co. Shops 
Cur tis Co. Shops 
Peck 

Brili. 

irili. 
Brill 
Brill 

Otta w·a 
Preston 
Ottawa 
Canadian 
Ottawa 
Stephenson 
American 

2 Trailer, C. 30-0 City 
Nashville R y. & Lt Co ...... 12 Closed . 33-4 City Brili . c~:·sh~p;~· 
Nelson St. Ry .... .. .. ...... 2 Closed* 41-6 City Brill Ottawa 
New Orleans Ry . & Lt. Co .. . SO Closed* 32-8 City Bait. St. Louis 
NewPaltz. High. & P. Tr. Co . . I Open 28-8 City . .... Brill 
N .Y., N.H. & H.R.R.(el.di v.). -l Closed M. 70-lOT. Line Std. Standard 

12 Trailer. C. 70- lOT . Line Std. Standard 
1 Elec. Loco. 3 7--0 Switch Bald. West. 
1 Blee. Loco. 48-0 Freight Bald. West 
I Elec.Loco. 53-3 Freight Bald. West . 

New York & N. Shore Tr. Co. 2 Semiconv. *30-8 City Brill Kuhlman 
-I Semiconv. 33-4 City Brill Kuhlman 
I Sweeper . . . . City Brill Brill 

New York & Queens Co. R y . . 25 Closed 41--0 Both Std. Jewett 
New York Sta te Rys ...... . 25 Semiconv.*31--0 City Brill Kuhlman 

Nipissing Central Ry . 
Norfolk & Bristol St. R y. 

2 Sweeper 28-3 Both ;l,Ic.-C . McGuire-C. 
4 Closed 40--0 Int . Bemis Preston 
1 Semiconv. 41-lOint . Std. Southern 
I SnowPlow 41-4 Int. Was. Wason 

Norfolk City & Suburban R y . 2 Closed* 42--0 Int . Brill Brill 
Norfolk & Portsm outh Tr.Co . . 8 Semiconv.*42-8 City Brill Brill 
Northampton St. Ry.. . 1 Closed 42-8 City Was. vVason 

3 Closed 39-0 City Tay. Wason 

Northampton Trac . Co. 
I Plow 47--0 Sub. Was. Wason 
2 Open 43- 0 Both Was. w·ason 
2 Closed 40-3 Both Was. Wason 

Northern Ohio Trac. & Lt. Co . 14 Closed 41-lOint. Brill Kuhlman 
4 Closed 22-6 City Brill Kuhlman 

10 Semiconv. 30-8 City Brill Kuhlman 
13 Conv. 35-6 City Brill Kuhlman 

I Work 50- 0 City Peck Co. Shops 
Northern Illinois Blee. R y. 2 Closed .H- 0 City Brill American 
Northern Texas Trac. Co .... 15 Closed* 39-0 City Brill American 

I Closed 52-0 Int. Bald. Cincinnati 
-l Closed -l0-0 Int . Kuhlman 
7 Trai ler, C.*40-8 City B.rili · American 
1 Express 50-0 I nt. Brill Co. Shops 
1 Work 40--0 Int . Brill Co. Shops 
6 Closed 42- 0 Int. Bald . Jewett 
1 Wk. & PI. 40-0 City Mc.-C . McGuire-C 
1 F lat . . . . City . 

North Jersey R T . Co .... 

3 Ballast 30--0 Int . : : : : : w~~ .. Wh~~i" 
Oak Bluffs St. R y . 2 Open City Bemis Tones 
Oakland & Antioch Ry . . . 2 Open -!5-0 Int . Brill Holman 
Oakland Trac. Co.... . .. 60 Closed* Citv Bri ll St. Louis 
Oakwood St . Ry . . . . . . . . . . . 2 Closed .... City McGuire-C_ 
Or.den R T. Co. 2 Sem:con v. 46--0 Both St.'L.· St. Louis 

3 Trailer, C. 38--0 Both Brill American 
-I Comb. 48--0 Both St.L. St. Louis 
5 Flat 36--0 Both 

Ohio Elec . R y ... 

-l Dump 
I Elec.Loco. 

. 10 Closed 
8 Closed 

14 Semiconv. 
6 Express 
'I Ex -Trail. 
2 Sweeper 

Ohio & Southern Trac. Co. ... 1 Closed 
Ohio Valley Elec. Ry . 3 Closed 

i~t.' .. 
61-6 Int. 
27-6 City 
20-8 City 
50--0 Int . 
40--0 Int . 
28-3 Int . 
52-6 Int. 
39--0 Int. 

si.'L .. si.' i.,~'u·i; . · . 
Tay. Cincinnati 
E llio. Cincinnati 
E llio. Cincinnati 
Tay. Cincinnati 
S td . Cincinnati 
Mc.-C . McGuire-C. 
Mc.-C . McGuirc-C 
J ew. J ewett 



16 ELECTRIC RAILWAY JOURNAL. [ V oL. XXXVII. No. r. 

Purchaser 

Oklahoma I nte r . Trac . C0 
Okla homa R y .. 

Old Colony St. R y. 

Om aha&Cuunci l Bluffs St.R y. 

Oneida R y. . ..... . 
Ont . & Sa n Ant . H ghts R .R ... 
Oregon E lec R y 

No. 

1 Closed 
6 Closed 
4 Comb. 
8 Open 
8 Open 
4 Ex press 
2 Work 

Length Serv . 

24- 0 Citv 
45-0 Int'. 
30-0 Int. 
40- l!Both 
35--6 Both 
39-0 Both 

4 SnowP!ow 
1 SnowP!ow 

35-0 Both 
47- 0 Both 
29-6 Both 
42 -0 City 25 Closed * 

2 W ork 
2 F la t 
1 Lococane 
1 Sweeper 
I SnowPlow 
3 Closed 
2 Observ. 
4 T ra iler, C. 
3 Comb. 

10 Frt ., Box 
15 Flat 
10 Gondola 
2 Elec.Loco. 

City 
City 
City 

28-3 City 
Int. 

20- 4 City 
6 1- 2 Int . 
62-0 Int . 
57- 8 Int . 
40-0 Int . 
36-0 Int. 
41-0 In t. 
34-0 Int. 

Ot tawa E lec:. R y .......... 18 Semicon v .*45- 6 Both 
Pawca tuck Va lley St. R y. i 8fo~~d 

28
_

0 
g~~ 

Peekskill Ltg. & R .R . Co. . .. 
Pennsylvania Tun.&T er.R .R .. 
Peoples Ry., Wilmingt on .. .. 
Peoria R y. T erminal Co . . 

1 Semicon v. 30- 1 City 
2 SnowP!ow In t. 
1 Com b. 30-0 City 
5 Com b. 56- 0 Int. 
1 Pl.& Loco. Int. 

Philadelphia R . T . Co ....... 35 Closed 49- 7 E lev. 
10 Closed* 34-0 City 
9 E xpress 33-2 City 
3 Ci ty Ash 33-6 City 

Phila. & W e~t Ch es. T rac. Co ... I Snow Plow 43-6 Int . 
Pittsb ,Ha r. ,But . & N .C. R y . 2 Closed Int . 
Pitts., Mc Keesp t.&W'l'd R y .. . 1 Closed 33-0 Both 

I Com b. 34-0 Bot h 
I Coal 20-0 Both 

Pittsburgh R ys .. .. so T ra iler , C. * 45-0 City 
,o Closed * 46- 8 City 

3 Frt. , Box 45-0 I n t . 
Pittsfield Elec . St . R y .. 1 Open ·12-6 City 

2 Closed . . .. City 
Pt.Arthu r& Ft.Will . E lec.R y. 2 Semiconv. 46-0 City 

8 Semiconv. 46-0 I n t . 
2 Semicon v. 46-0 Int . 

Port J e r vis Trac. Co . ..... . . 1 Sweeper . . . City 
Portla nd (Maine) R .R .... . . 2 Open 35-1 !Cit y 

3 Closed 38-'-0 City 
2 Closed .... City 

Port land R y., Lt. & P . Co .... 65 Closed * 45-0 City 
57 Closed 47- I0City 

6 Closed 51- 2 Int . 
1 Exp.& Ml. 48-0 Int . 

15 F la t 41-0 Int 
10 F la t 45-0 Int. 
10 Ballast 36-o Int . 
3 E lec.Loco. 3 7-6 Int . 

Puugh . & Wapp'r 's Fis.El.Ry. 2 Semicon v. 27-8 City 
Public Service Ry ...... ... . 100 Closed * . . 44-0 City 

10 Closed . . 46- 4 Cit y 
Puge t S ound Elec. Ry. . . . . . 1 Closed . . . 56-0 In t. 

1 Pa rlo r 58-6 Int . 
Quebec R y. ,Lt.&P Co ...... !~ g~::r i~ f~?' 

2 Dump 33-0 Cons. 
2 SnowPlow 23-4 City 
2 Sweeper 27-0 City 

R eading T rans it Co. 
Rhude Isla nd Co .. 

I Sprinkler 27-0 City 
..... 10 Semicon v.*41-6 City 

.3 1 Open City 
So Closed 30-0 City 

Richmond & H enrico R y ..... 12 Closed* 47-0 Bot h 
River.side Trac. Co.. . 1 Snow Plow Int. 

I Sweeper 28-3 City 
Roanoke Gas & W ater Co .... 2 Op en .. .. Incline 
R oanok e R y. & Elec. Co ..... 4 Semiconv.*40-0 City 

I Sweeper 28-3 City 
Roch ., Sy r . & East. R .R ..... 13 Closed 42- lOint . 

1 Comb. 30-0 Int. 
1 P rivate 55-0 In t. 

R oc:kfo rd & Interurban R y ... 4 Closed 31-6 City 
,. t.. •. 2 Closed* 41 -0 Cit y 

R ock 1s1anr! Southern R .R .. 2 Semiconv. 62- 2 Int . 
2 Trailer, C. 62- 2 Int. 
2 Com b. 62- 2 In t. 
2 Express 62- 2 Int . 

R ock . Thom. & Cam . St . R y ... 2 Semiconv. 40-I0Bot h 
R om e R y. & L t. Co .. . . . . . . 2 Closed .30-6 Ci ty 
St. J oseph R y., L t. & P. Co. 5 C losed* -14-0 City 

1 Sweeper 28-3 City 
St. J os. & Savannah In t. R y ..... , Closed 44-0 Int . 
St Louis '.Vater W orks ...... 1 Closed 32-0 Int. 
Sa.ginaw Bay City R y . ....... 6 Closed* 28-0 City 
Sa lt Lak e & Ogden R y . . . 10 Com b. 56-0 Int . 
San Antonio T rac. Co .. . 10 Semiconv.*38-0 City 
San Diego E lec. Ry ...... . . 12 Com b. 40-0 City 
Sandpoint & I nt. R y. Co., L td · 1 8 fo~~ i~t 

1 T railer , 0. Int. 

San J uan Light & T ransit Co. 1~ gg~b. 30-0 f~;?' 

Savannah Elec. Co ......... . 
Schuylkill & Da uphin Trac.Co. 
Sciot o Va lley Trac. Co ...... . 
Seattle-Everett 1 rac. Co .... . 

Selma St . &"Inter. Ry ..... 
Sheboygan Ry. & E lec. Co. 

50 F la t Int . 
4 Dump Int. 
2 Semiconv. 32- 0 City 
1 Gas.Mot . 27-0 Int . 
1 Frt ., Box 36-0 Int . 
6 Closed 52-0 Int . 
6 Fla t 36-o Int. 
2 Closed 16-o City 
2 Comb. 50-0 Int. 
1 SnowP!ow Int. 

Sherbrook e R y. & Pwr. Co ... 2 Closed * 3 1-0 City 
1 Sweeper 30-0 City 

Truck 

Brill 

Brili . 
Std. 
Std. 
Std. 
Std. 
Was. 
Rus. 
Brill 

Builder 

Brill 
Niles 
Danville 
Stephenson 
Stephenson 
Laconia 
Smith & W. 
Wason 
Russell 
Am erican 

. . . . . B~o·~~{~g . · 
lvfc.-C. McGuire-C, 
Rus. R ussell 
Brill K u hlman 
Bald . Niles 
Bald . Niles 
Bald . Niles 
Bald . Sea t tle 
Bald . Seattle 
Ba ld . Seattle 
A.L.C. Gen . E lec. 
Brill Ottawa 
Brill Stephenson 
Brill Brill 
Brill Brill 
R us. R ussell 
R us. R ussell 
Mc. -C. McGuire-C. 

B
0ri1i · 

Brill 
Brill 
Brill 

p~~i.:" 
Peck 
Peck 
Std . 
Std. 
Brill 
\Vas. 

P~~~s
0

ed
0 

Sti. · 
Co. Shops 
Co. Shops 
Brill 
Smith& w .· 
Standa rd 
Co. Shops 
Co. Shops 
Co. Shops 
Standard 
P ressed St! 
Kuhlma n 
¥lason 
J ones 
Ot tawa 

Brill Preston 
Curtis Preston 
Brill Brill 
Brill Brill 
Brill Brill 
Co. Co . Shops 
Brill Am erican 
Brill American 
Brill Co. Shops 
Bald. Co. Shops 

Seat tle 
Sea t t le 
R odgers 

B·a."1a.: Co. Shops 
Brill Brill 
Brill Cincinnati 
Brill Co. Shops 
Bald . Cincinna ti 
Bald. Cincinna ti 
Tay, Ottawa 
Tay. O t tawa 
Co. Canadian 
Co. Ottawa 
Co. Ottawa 
Mc .-C. McGuire-C. 
Brill Brill 
Std. Osg.-Brad. 
Std . Osg.-Bra d. 
Brill Brill 
Brill Brill 
Mc.-C. McGuire-C. 
Brill Steph enson 
B rill Brill 
Mc.-C. McGuirc-C. 
Ba ld . K uhlma n 
R us. R ussell 
Bald . Kuhlman 
Brill Kuhlman 
Brill K uhlma n 
Bald. St. Louis 
Ba ld. St. Louis 
Bald . St. Louis 
Bald. St . Louis 
Tay. Laconia 
Bait. Southern 
Brill American 
Mc.-C. McGuire-C . 
B rill American 
Brill American 
Brill Kuhlman 
Bald . J ewett 
Brill Am erican 
Brill Co . Shops 

Brill Brill 
A.C. & F . 
Magar 
Canadian 

sij~ _· Co. Shop s 
Brill Brill 
B.&S. Bar.&Smith 
Bald . Niles 
Seat. Seattle 
Brill Brill 

Cincinnati 
Russell 

Brill Ottawa 
Ottawa 
Jewett 
Jewett 
Brill 

Shore Line Elec. R y. . . . ... 10 Closed 40--o Int. Bald . 
2 Closed 28-0 City Bald. 
3 Flat 30-0 Freight Brill 

P urchaser N o. C!cJss Length Serv. Truck Builder 

I Snow Plow .36-0 Both S.&W. Smith & W . 
S~reveport Trac Co ... . ... 5 Closed 30 - 1 City Brill American 
S10ux Falls T rac . System 1 Sweeper 22-0 City Mc-C. McGuire-C. 
South Bethlehem & Sauco;; · 

St. Ry .. . . . . . ..... . .... . . 2 COp
0

esned 30-0 Both Peck 
2 le 30-0 Both 

Il rill 
American 
Wason 

Southern Pacific Co . . ... . . ... 46 810~':l1°w 72..:.4 t~~h :a.ta. A. C. & F. 
A.C.&F. 
A. C. & F. 
American 
Co. Shops 
Co. Shops 
Kuhlman 
St. Louis 
W est. 
Kuhlman 
\Vason 
Osg.-Brad. 
Wason 

60 Trailer, C. 72-4 Int. Bald. 
25 Comb. 72-4 Int . Bald. 

Southern Wisconsin Ry .... .. 4 Semiconv. 31-2 City Brill 
Southwest Missouri R .R ... .. 4 Open 45-0 Int. Tay. 

4 Closed 45-0 Int Tay. 
South Morgantown Trac. Co ... 2 Sermconv. 40- 1 City Brill 
Spokane & Inland Emp. R.R .. 10 Closed 41-1 City Brill 

2 E lec.Loco. 38-5 Freight Bald. 
Springfield Consol . Ry .. ..... 5 Closed* .33-6 City Brill 
Springfield (Mass .)lSt . Ry . ... 12 Open 39--6 Citv Std. 

6 Closed 40- 1 lCity Std. 
8 Closed 40-1 !City Std. 
5 Express 41- 2 Both Std. . .. . ...... . 
2 Gondola 40--6 Both 
4 Closed 30-8 City i3'riii · A~~ri~~~ · · · Springfield Trac. Co ..... . 
3 Trailer, O. 3 7- 1 !City .~rci.l_lC MStcephue

1
.rnes_oCn. 

1 Sweeper 28-3 City .,. G 
Springfield, Troy & Piqua Ry .. 3 Frt., Box 39-0 Int. 
Syra. , Lakeshore & Nor. R.R .. 5 Closed 52-0 Int. 
Syracuse Rapid Trans. Ry . .. 23 Semien .* 30-11 City 
Taylorville Ry.,Lt .Ht.& P. Co. 2 Open 30-0 City 

2 Closed 30- 0 City 
2 Coal . . .. City 

T errf' H . .Ind . &'.Eas. Trac. Co. 6 Closed .. .. 'Int. 
1 Closed 22-0 Citv 
1 Special Int. 
1 Express 50-0 Int. 

Texarka na Gas. & E lec. Co... 1 Semiconv. 30-1 City 
1 Work 34-0 City 
2 W ork 16-0 City 

Third Avenue R.R ... ... 30 Star. Bat. 2 7- 1 City 
1 Derrick 40- l0City 
3 Sweeper 28--6 City 

T oledo R ys. & Lt. Co ........ 20 Semiconv. *30- 8 City 
T op eka Ry . . . . . . . . . . . . . . . . 6 Clo, ed . . . . City 
Toronto R y .... . ........... 50 Conv.* 44- 9 City 
T oronto Suburban Ry ....... 2 Semiconv. *46-o Int. 
Tran s-St. Mary 's Trac. Co .... 2 Trailer, 0. 26-0 City 
Trenton St. R y .... . .. . ..... 10 Closed* 41- 6 Cit y 
Tri-City Ry ....... . .. . ..... 15 Closed* 44-8 City 
Tulsa St . R y ............... 4 Semiconv. 31-4 City 
Twin CitnLt . & Trac. Co .... 2 Closed 40-0 Int. 

1 Express 40-0 Int. 
Twin Ci t y R . 1 . Co .......... 7 5 Closed 46-8 Both 

Union R y. 
3 SnowP!ow 44-0 Both 

............ 100 Semiconv.*43-0 City 
3 Sweeper . 28--6 City 

Union St. R y ............... 12 Open 30- 0 City 
12 Closed 28-0 City 

Union T rac. Co., Sis t ersville . . 1 Open 42-0 City 
2 Closed 45-0 City 

Union T raction Co ...... .. .. 1 Closed 36-4 City 
3 Semiconv. 30-1 City 
1 Semiconv. 30-1 Citv 

Unit 'dRa ilr'ds,SanFrancisco80 Closed* 47-0 City 
United R ys. Co , St. Louis .. 25 Serniconv.*48-0 City 
United.Rys., Po rtland . . . ... . I Closed 46-I0int. 

1 Comb. 51-6 Int. 
United R ys. & Elec. Co. Balt ... 60 Closed* 42-1 Cit y 
Utah Lt. & R y. Co ..... ... . 12 Semiconv .... . City 

12 Semiconv. 45-5 Int. 
Vancouvn T rac. Co. . .. 1 Semiconv. 38-0 City 
Virgirua R y. & Pwr. Co ..... 20 Closed* 44-1 !City 
Visalia Elec. R. R. . . . . .... 2 Closed 57-3 Int . 
Wahpeton-Breck enr'ge St .Ry . 2 Closed 30-0 Both 
W a rren-Bisbee R y .. ...... . . 2 Trailer. 0. Int. 
W ash., Ba it . & Annap 's Ry ... 10 Pass . 50-0 Int. 
W ashingt on R y. & Elec. Co . . 50 Closed * 41 - 1 City 

I Comb. 35-0 City 
W ashington W t r. Pwr. Co . ... 25 Closed* 51-0 City 
W aterloo.Ced ar Fls.&No.R y .. 2 Open · . .. . City 

W estcheste r E lec. R .R ..... . 
W estern Ohio R y .......... . 
·w est Penn. R ys ........... . 
Whatcom Co. R y. & Lt. Co .. 
Wheeling T rac. Co ... . .. . .. . 
Wichita F a lls Traction Co .. . . 

Wichita R .R. & Lt . Co . . 

6 Closed 28-1 !City 
. , Comb 57-2 Int. 

35 Flat 36-o Int . 
1 Sweeper 28-3 City 
I Elec.Loco. Int. 
1 Sweeper 28- 6 Both 
8 Gondola Int. 
1 Closed 56-8 Int. 
3 Closed* 47-0 City 
8 Semiconv 30-0 City 
4 Closed* 34- 0 City 
4 Trailer, C.*60-0 City 
4 Open 42-0 City 
..\ Closed 42-0 Citv 
..\ Trailer, 0. 42-0 City 
I SwePper 28-3 City 

Wilkes barre Ry ............ 1 Sweeper City 
Winrupeg Elec. Ry . . 8 Dump Both 

W in ona Interurban R y 
3 Sweeper 28-3 Both 
6 Open .. .. Int. 
5 Comb. 57-8 Int. 
1 Express 60-0 Int. 
I Wark Line . . . . Int. 
2 Frt., Box . . . . Int. 
2 Stock . . . . Int. 
2 Frt.Trailer ... , Int , 
I Elec.Loco. . . . . Int. 

Winona Rv . & Lt. Co 2 Semiconv. 18-0 City 
Woodstock & Svea. Trac. Co . 1 Ga s. Mot. 55-0 lnt. 
Worcester Consol. St. Ry ... . 15 Ooen • City 

14 Closed 28-0 City 
2 SnowP!ow 47-0 City 

Yakima Valiey Transpor.Co. . I Closed 34-0 Int. 
1 Closed • 43-8 Ir:it , 
2 Closed 32--0 City 
2 Closed 29-5 City 
1 Conv. 43-0 Both 
1 Gas. Mot. . . . . Int. 

12 Gondola 42-0 Int. 
Yonkers Ry... . . . . . . . . . . 1 Sprinkler .... City 
York R ys ................. . I Sweeper 28--6 City 

Bald. K~hl~~~· · · 
Brill Kuhlman 
Bri'l American 
Brill American 

Std. c~: 0

Sh~ps 
Std. Cincinnati 

Cincinnati 
Cincinnati 

Brill Danville 
Mc.-C. McGuire-C. 
Mc.-C. McGuire-C. 
Co . Co. Shops 
Mc.-C. McGuire-C .. 
Brill Brill 
Brill K uhlman 
Curtis Danville 
Curtis Co. Shops 
Brill Preston 
Brill Brill 
Brill Brill 
Std. Cincinnati 
B.&S. Bar.& Smith 
Bald. Niles 
Bald. 

Co. 
Co. 
Brill 
Brill 
Std . 
Std. 
Jew. 
J ew. 
B rill 
Brill 
Brill 
Std. 
Co. 

c~: ·sh~p; · · 
Co. Shops 
Brill 
Brill 
Bradley 
Jones 
Jewett 
Jewett 
Danville 
Danville 
American 
J ewett 
Co. Shops 
Brill 
Brill 

Brill Brill 
Std. St. Louis 
Std. St. Louis 
Brill Am erica n 
Brill Brill 
Bald. Moran 
Mc.-C. McGuire-C. 
Mc.-C. McGuire-C. 
Bald. Niles 
Brill Brill 
Brill Brill 
Brill Brill 
Mc.-C. McGuire-C. 
Mc.-C. McGuire-C. 
Mc.-C. "'1cGuire-C . 
..... Hicks 
Mc.-C. McGuire-C. 
Co. Co. Shops 
Brill Brill 

Hicks 

sia..'. ~~~~~:~i 
Brill Kuhlman 
Brill American 
Brill Danville 
Brill American 
Brill American 
Brill Danville 
Mc.-C. McGuire-C. 
Brill . B rill 
..... Canadian 
Mc.-C. McGuire-C. 
Tay . Jewett 
Bald. Jewett 
Bald. Jewett 
Peck Co. Shops 
Std. Hicks 
Std. Hicks 
1 ay. Co. Shops 
Bald. Co. Shops 

~~~- ~~k~!~son 
Std. Osg.-Brad. 
Std. Osg.-Brad. 
Was. Wason 
Brill Brill 
Std. Niles 
Brill Stephenson 
Brill American 
Brill American 
McK. McKeen 
Seat. Seattle 
Brill Brill 
Brill Brill 
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NEW ELECTRIC RAILWAY TRACK CONSTRUCTION 
IN 1910 

T he acrnmpanying table shows in <l etail the new elect ri c 
railway track mi leage built and opened fo r operation dur ing 
the 'yea r 1910 in the United Statess and Canada. The table 
has been compi led from answers received from the railway 
companies whose names appear so that the mileage given in 
each 1instance is offic: a l. The only mikage represente<l in the 
table is track which was compkted and placed in operation 
during the yea r. Of course, th e table is not abso lutely co r
rect as far as the totals per state 1are concerned, since some 
companies did not reply in time for thi s compil ation. 

The total new mileage represented this year is 1397.26, as 
against 887. 16 fm iles bui lt in 1909 and 1258.51 built in 1908. 

In the classification of mileage by states New York hea<ls 
the list with 174.66 miles as aga inst 129.08 mil es in 1909 ; Il 
linois is second, with 139.56 miles 1as aga inst .. :p.85 miles in 
1909. T he mileage in New York is made up largely of the 
Pennsylvania tunnels an<l the extension of the New York Cen
tral's elect ri c zone to White P lains. ~ o reports were received 
conce rning new work by Mexican electric railways. 

ALABAMA 

Birmingham & Edgewood Electric Ry . ............. ...... . 
Birmingham Railway, Light & Power Co ., ............... . 
Montgomery Traction Co.- T hrou gh ClovPrdal e ........... . 

ARKANSAS 

Fort Smith Light & Traction Co ...... .. .................. . 
Li ttle Rock Railway & Electric Co ....... ................. .. 

CALIFORNIA 

Bakersfield & Kern Electric Ry .. ........ ................ . 
Bakersfield & Ventura R, R . .. ... ......... ................ . 
East Shore & Suburban Ry .. .................. .......... .. 
Monterey & Del Monte Heights Ry .............. ........ .. 
San Diego Electric Co ......... ................... ........ . 
Stockton, Terminal & Eastern R. R.- Between Stockton, 

Waterl oo, Linden a nd Bellotta . .. . ... ...... .. ... . ..... . 
United Railroads of San Francisco ... ...... ....... ... .... . 
Vi salia Electric R. R . ........... . .... ....... ....... ... ... . 

COLORADO 

Miles. 
2.50 
2.00 
2. 00 

6.50 

2.00 
0.60 

2.60 

2.00 
5.00 
1.00 
3.00 
2.50 

17.00 
1.40 

11.00 

42.90 

Colorado Railway, Light & Power Co ... .................. 1.00 
Colorado Springs & Interurban Ry.... ....... ............. 1.50 
Denver &. South Platte Ry.-Sou t h of Littl e ton.......... .. O. 75 
Denver & Interurban R. R.- Frnm \\'estmim;te r Station 

t o Westminster U niv er s ity. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1.82 
Grand River Junction & Gra nd Rive~ Va lley Ry.- Be-

t w een Grand J unction a n d Fruita .. . . .. . . . . . . . . . . . . . . . 17.00 
Greeley & Denver R. R.. ............................. ...... 6.00 

28.07 
CONNECT ICUT 

Connecticut Co. . ........ ... .. ... ... ... ................ ... . 
Shore Line Electric Ry,-Between Ivor yton, Essex, Say

b r ook, Wes t brook, Clinton, Madison, Guilfor d and 
Stony Creek ............. .. ........................... . 

DISTRICT OF COLUMBIA 
Wash ington Railway & Electric Co ... . ........ ... ........ . 
Washington , Spa Springs & Grett a R. R .-Between 

Wasl1ington a n d B lad ens burg . .. ...... . .... . . ..... . . .. . 

GEORGIA 
Athens Electr ic Ry ...... ... . .. ... ... ............. ..... ... . 
City & Suburban Ry .............. . ............... ........ . 
Georgia Railway & Ele : tric Co ............... ............. . 
Rome Railway & Light Co ................... .......... , .. . 

IDAHO 

Sandpoint & Interurban Railway Co. , Ltd .-Between Pon-
deray and Kooten ai . . .... ... .. .. ... . . . ... ... .. .. ... . . 

ILLINOIS 

Auro ra, E lg in & Ch icago R. R .... . .. ....... .............. . 
Calumet & South Chicago Ry.- Tn Chicago .. ............. . 
Central I llino ls Public Service C o.-Tn Charleston ... ... ... . 
Chicago, Aurora & DeKalb R. R.-Between Aurora, Kane-

v ille, Maple Park, Cor t l:!n d and DeKalb / e lectrifie d) .. 
C hica go C ity Ry.- In Chicabo ..... ................. ... ... . . 
Ch icago & Joliet Ry.-Turnouts on city lin E' s .. .. .......... . 
C h icago Railways . ................... .. .. .......... ...... . 
Dixon, Rock Falls & Southwestern Electric R y.- Between 

Tam p ico, Yor.ktown a n d Hooppole .. . . . .. . ... .... ...... . 
East St . Louis Ry ............ .. ... . .............. ...... .. . . 
Illin oi s Central Electr ic Ry .-Between Norris a n d Fairview 
Illinois Traction System-Belt Line n ear Granite City .. , . 
Metropolitan West Side Elevated Ry.- Surface .. ...... ... . 
Northern Illinois Electric Ry.-Between Amboy and L ee 

Cen ter ......... . . . .... . ... . ... ...... . ... .. ...... . ..... . 

4. 84 

31.00 

35 .8{ 

1. 19 

4.00 

5. 19 

2.48 
2.00 

10.0IJ 
0.13 

14.fil 

6.00 

6.00 

3.33 
1. 21 
1.00 

30.00 
10.69 

0.30 
8.11 

8.00 
1.20 
7. 22 
2.fiO 
1.00 

6.00 

North Kankakee Electr ic Light & Railway Co ........... . 
Peoria Railway Terminal Co .... ..... ............ .......... . 
Rock Island Southern Ry.-Between Monmouth a nd Gales-

bu1·g-Electriti ed .... ............... ... .............. . . 
Between l\lonmouth & Rock Island ................... . 

Taylorville Railway, Light , Heat & Power Co ........... . 

INDIANA 

Beech Grove Traction Co.-Bet ween Indianapoli;; and 
Beech Grove .. , , ... , .... ...... , ... ... ... . , ... .. .. ..... . 

Bluffton , Geneva & Celina Traction Co.-Between Bluff-
ton, Vera Cruz, Linngrove and Geneva .... .. .. .. ... .. . 

Chicago, Lake Shore & South Bend Ry ... , ....•..•... , .. . 
E vansville Railways- Rockport to G 1·a ndview, Second track 
Ind iana pol is, New Castle & Toledo Electric Ry.-Com-

pleted lin e , N e w Cast le to Indianapolis ... ... ... ...... . 
W inona Interurban Ry.- Between Mentone a n d Chil e .... . 

IOWA 
Albia Interurban Ry .... ....... ...... ...................... . 
Cedar Rapids & Iowa City Ry ....... ..................... . 
Ce nterville Light & Traction Co.-Bet w een Centervill e, 

B r azil and Mystic .............. ........... ... ....... ... .. 
Ch arles C ity Western Ry,-Bet ween C harles C ity and 

l\[arbl e Roel{ .......... . ......... ... ........... ....... . 
Fort Dodge, Des Moines & Southern R. R.- Eledrified .. . 
Ottu mwa Rai lway & Lig ht Co ....... . ...... ... . ... .. ..... . 
Sio ux Ci ty Service C o .......... .. .... ..................... . 
T ri- City Ry ............. .................... ........ ...... . 
W a terl oo, Cedar Fall s & Northern Ry ..................... . 

KANS~S 

Arkansas Va ll ey Interurban Ry .- From vVicllita to Val ley 
Center a nd S edgwick .... . ..... . ................... .. .. . 

Atchison Railway, L~ht & P ower Co .................... .. 
J opl in & P ittsburg Ry.-Frnm Pittsburg to Frontenac .... . 
La w r ence R a ilway & Light Co ..........•.... , ... , .•...... 
Ma nhattan C it y & Interurban Ry ........................ .. 
Tope k a Ry .- In T opeka .......... ......................... . 

K E NTUCKY 

Lexi n gton & lnteruban Ry.-City ....... .................. . 
Interurban between Lexington and Nic holsville ....... . 

Owensbo r o City R. R ......... .... .. ...... . ... ...... ....... . 

LOUISIANA 

Ne w Orleans Railway & Ligh t Co ...... ................... . 

M A IN E 

Aroostoo k Valley R . R.-Between Presque Isle and \Vash-
burn ....... . ........ ........ .. ......................... . 

MARYLAND 
Cumbe rla nd El ectric Ry .... ... . ......... ................. . 
Frederick R. R .......... . , . ......... .. ...... .............. . 
Un ited Rys. & Elec. Co .. ................................. . 

MASS A C HUS E T T S 

Be r kshire Street Ry .- Betw een G r eat Bar rington and So, 
Egremont ....... ........... . . ......................... . 

Boston & N orthe r n Street Ry .. .. ........................ ,. 
Middlesex & Boston St reet R y ............................ . 
Old Colony Street Ry .......... ........................... . 
Sp r ingfield Street Ry .- In \Vestfield . ..................... . 

MICHIGAN 
Benton H ar bo r, St. J oe Railwa y & Light Co.- Benton 

Harbor to Paw Paw Lake ................. . ... ..... . .. . 
Det roit River T u n ne l Co.-Electri fied ............. ........ . 
Detroit United Ry.-In Flint City ................... ... ... . 
Escan a b a Electric S tteet Ry. - In terurbaL between W ell s 

anrl GI :1d8t•)n e . . .. . ...... ............................. . 
G r and Rapids Ry . ............ ............ .. ............... . 
La nsin g & No rthe a ste r n Ry.-Bet\Yeen H aslett , Perry, 

Shaftsburg, M orrice and Owosso ... ........ .. .. .. ... .. . 
Meno nimee & Ma rin ette Light & Tract ion Co ............ . 
Twin City General Elect ric Co.- T o"·anl Bessem e r ..... . 

MINNESOTA 
G ra nd Forks Stree t Ry ............... ...... .............. . 
Minne a polis , St. P au l, Roches ter & D ubuque Traction Co. 

-Betw een B loomington, Savage, L akeville a nrl North-
fi e lrl . .. . . .. . . ... ... .... . ...... ... .. ........ ... ..... ... . . 

MISSISSIPPI 
Gulfpo rt & Miss issippi Coast Traction Co.-Built into Pass 

Christian . .. ......................... ........... ...... . 
Meri d ian Lig ht & Railway Co ............. ................ . 
Summit & McCo mb Motor Line.- Between Summit, Mc-

Comb and Godbold \ Velis .... . ..... ... ...... ... .. ...... . 

MISSO URI 
Ca pe Girardeau-Jackson Interurban Ry .................. .. 
Il lino is Traction System .................. ........ · ......... . 
Ka nsas City, L a w rence & Topeka Electric Ry.- Between 

Monrovia, Alden's Golf Club Ground s and Zarah ..... . 
Metropol ita n St reet Ry .......... . ......................... . 
St . Jose ph R a ilway , Light, Heat & Power Co .-City ..... . 

Interurban between St . J osep h a n rl Savannah ........ . 
Sp ringfiel d Traction Co .. ......... . ....................... . 
U n ited Railways Co .. ..... ................................ . 

lYlile;;. 
:.l,OU 
4.61J 

l~.llU 
31.0 () 

2.00 

139.36 

4.30 

18.50 
10.0() 

G. 75 

!0.2:, 
22. UU 

lUl.8IJ 

1.6() 
5. 7r,, 

6.60 

15.IJU 
17.00 

1.0() 
1.25 
3.00 

63 . lfJ 

63.10 

10.00 
2.53 
1.00 
1.00 
1.50 
2.34 

18.37 

2.00 
12.00 

2.00 

16.0() 

6. 00 

6.00 

2.20 

2.20 

o. 75 
4.00 
0.66 

5.41 

3.45 
6.80 
2.00 
2.00 
1.01 

15.2 6 

15.00 
5.00 
1.47 

6.50 
0.13 

23.00 
1. 33 
1.50 

53. 93 

2.00 

.J0.00 

42 .00 

7.20 
1.50 

5.25 

H.9S 

1.50 
6.00 

5.00 
11.50 

2.00 
12.00 

5.00 
3.84 

.Jo.81 
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MONTANA 
Butte Electric Ry .......................... . ... .. .... ..... . 
Missoula Street Ry ........... ......... ........ .. ........ . . 

NEBRASKA 
Lincoln Traction Co ....... .. .....•.............. .......... 
Omaha & Council Bluffs Street Ry ............... ......... . 

NEW JERSEY 
Atlantic Coast Electric Ry.-Extendin g line t o North Long 

B 1·a nch ................. ........ ... . ................... . 
Jersey Central Traction Co.- Between South and Perth 

Amboy ...... ........ .. . .. ......... .... .... ............ . 
Morris County Traction Cc.-From Denvill e to Boonton .. . 

From Morris Plains t o Mt. T abor .................. • ... 
F rom Hopatcong to B e rtram Island .................. . 
F r om Morris Plains to State Hospital. ........ . ....... . 
In S ummit .. ......... ................ . ......... .. .... . 

Mountain Railway Co.- S outh Mountain a nd Rock Springs 
North Jersey Rapid Transit Co.-Bet ween W aldwick, 

A I IE,nda le . Ram sey a nd Mahwah . . ..... ................ . 
Public Se rvice Ry.- Engl ewood t o T enafly ................ . 

NEW MEXICO. 
Citizens' Traction & Power Co . .......................... .. 

NEW YORK. 
Albany Southern R. R.- F1·om Rensselaer to Electri c Park. 

Sf'COnd track ... .. ...... .. ..... . ......... . ...... . , .... . 
Auburn & Syracuse Elect ric R. R ...... .. ................. . 
Brooklyn Rapid Transit Co ......... .. . . .......... . ....... . 
Black River Traction Co .. .......... . ............. ... ..... . 
Buffalo & Lake Erie Traction Co .- Extension of Fredonia 

City Lin es .. .. . ........ . . .. . .. .. ..... ... . ........ . .... . 
State Line, Northeast c-u t- orr .. . . ....... ~ ............. . 

Cortland County Traction Co ...... ... .................... . 
Elmira Water, Light & Railroad Co . . ..................... . 
Hudson & Manhattan R. R.-(lncluding cr oss-overs a n cl 

ex tra track, but n ot th e trac k to Henderson Street 
Yard) ................... ..... ... .. . .. .. , .............. . 

Hudson Valley Ry.- In Sarato6 n :-prings ................. . 
Huntington R.R .. ... ... ...... .. .......................... . 
lnterborough Rapid Transit Co .- Yiaduct s tructure ....... . 
Kingston Consolidated R. R ..... . .... . .... .. . . ............ . 
-Long Island R. R. - Main lin e ele<'trifi e<l, Jamaica to Wood-

s id e .......... ... . .......... .. . . .. . ...... . ... . ......... . 
Springfie ld Juncti on t o Long Reach . e lectrified ....... . 

New York Central & Hudson R iver R. R., el ectrifie d e le c -
tri c zon e from "-' akefi eld to :-:n1·th "-Thite Plains .. . . . . 

New York City lnterborough Ry ... . .... .. .... .. ........ . . . 
New York & North Shore Tract ion Co. - Bet ween Roslyn, 

Manhasset, Great Neck. Little Neck, Douglaston, Bay
side, Auburndale, Broadway, Whitest on e and Flushin g 

New York State Rys.-Rochester Lines . . . .............. .. . 
Oneida Ry • .......... .......... . ....... .. .. . ............ ... 
Pennsylvania Tunnel & Terminal Rai lroad Co.-From Har

rison through Manhattan to Woodside Avenue, Queens. 
Port Jervis Traction Co.-Por t Jervis to Sparrowbush ..... 
Poughkeepsie City & Wapplnger's Falls Electric Ry.-

E lec trified .............. ......... . ..... . . ... .......... . 
Schenectady Ry ................. .............. ... ......... . 
Syracu s e L ake Shore & Northern R. R . .................. . 
Syracuse Rapid Transit Ry . . .. . ........... . .......... .. . . . 

NORTH CAROLI NA 
Charlotte Electric Railway, Light & Power Co ......... . . . 
Go ld sboro Traction Co ........ ....... . . . ..... .. .......... . 
North Carolina Public Service Co .-A t High Point. ....... . 

NORTH DAKOTA 
Wahpeton-Breckenridge Street Ry.-From Wahpeton, N. 

n .. t o Breckenridge, Minn .... ... . .. , . ............. .. .. . 

OHIO 
Cincinnati Traction Co ... .. ... .. ...... . . .. ....... . 
Dayton, Springfield & Xenia Southern Ry.-Extended 

Spring Valley divisi on into Spring Valley, in the city 
of D ayton •. . ....... .. ........ ... . . ...... .. .... . ....... . 

Dayton Street Ry ......................................... . 
Fostoria & Fremont Ry .-Between Fostoria, Amsden . 

Kansas, Burgoon , Havens and Frem ont ... ...... ..... . 
Minster & Loramie Ry.-Between ~Iinst er and Loramie .. . 
Northern Ohio Traction & Light Co ... ..... .............. . 
Tri-State Traction Co .. . ....... ... . .... .. ..... ......... ... . 

OKLAHOMA 
Citizens ·Traction Co.- Between Oklahoma City and Great 

N or theast Park . . .. ... . ... .. ....................... ... . 
Enid City Ry ........ . . ................................... . 
Oklahoma Ry ... ............. .................... ........ . . 
Oklahoma Union Tract ion Co .. ......... ......... ......... . 
Sa pu lpa & Interurban Ry.-Between Sapulpa a n d Kiefer .. 
T ul s a Street Ry ..... ..... . . ...... .. ... . • .. ........... .. .... 

OREGON 
Portland Railway, Light & Power Co ................ ..... . 

PENNSYLVANIA 
Central Pennsylvania Traction Co . ....................... . 
Eastern Pennsylvania Ry ....... .. ........................ . 
Frankford, Tacony & Holmesburg Street Ry.-Between 

Wissinoming and Bridesburg . .. ..................... . 
Hanover & J\,1cSherrystown Street Ry.-From McSherrys-

t own to Edgegro·,e a n d Chapel .. . ...... .... .......... .. 
Lehigh Valley Transit Co . ................. ............... . 
Philadelph ia Rapid Transit Co ...... . .... . ... ............. . . 

M iles. 

2.00 
16. 50 

18.50 

3.00 
7. 00 

10.0U 

0.66 

3.55 
5.00 
5.00 
2.25 
1.60 
0.50 
0.50 

7.50 
4.38 

2.00 

2.0 i) 

15.00 
0.55 
7.57 
0.60 

0. i 5 
3. 41l 
2. 10 
1.0(1 

2. 82 
1.n 
1.21 
0.14 
~.00 

7.04 
~.60 

30 .50 
1. 75 

13.50 
0. 5'.l 
0.07 

54. 20 
1.00 

2.00 
0.91 

14 .00 
0.31 

17 4. 1;6 

2.00 
5.00 
2.50 

!\ . 50 

1.60 

l,f jO 

1. 13 

0 64 
z.oo 

21.40 
3.1 0 
0.30 
1.00 

29.57 

4.50 
0.50 

31.00 
3.00 
3.80 
2.00 

44.80 

8.23 

8. 23 

O.fiO 
0.5'1 

1. 00 

l.50 
0.35 
1.81 

Pittsburg , McKeesport & Westmoreland Ry.-Between 
West Newton and Blackburn 

Pittsburgh Ra ·, · · · · · · · · · · · · • · · · · · · · · · · · • · 

ff2~ti~e fr:if ~F::,:.:· :·:·:·:·:·:·:·:·:·:·:·:·:·:::: :: : : : : : : : : : : : : : : : : : 
United Traction 

1
~triet . ·R· · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · · 

York Railwa . Y • ......... " .. " .... • • ........ " ys ............................... ..... ....... . 

SOUTH CAROLI NA 
Columbia Electric Street Ry., Light & Power co ... ...... . 

TENNESSEE 
Bristol Belt Line Ry .............. . 

Chattanooga Railway & Light Co.-Cit:v.ii·n~::::::: ::::::: 
Interurban betwE>en Chatta nooaa anC. Rossville 

Jackson Railway & Light Co ..... ~........ ·" .. • .. 
Johnson City Tr ct · C .. · · .. · · .... " .. 
Knoxville Railw!y l~n Light. ·c~ ........................... . 
Memphis Str t R · · · · · · · · · · · · · · · · · · · · · · · · · · · · 

Nashville Raif-!a f .. Li .. ht. c·o ............................ . 
y g ................. ........... . 

TEXAS 
Austin Electric Ry... ..... .......... 'I. 
Belton & Temple Traction Co ....... ··· ··········· 
Bryap follege Interurban Ry.- Betwe~;,· B~yai-i· a.'nci ·coii~ge 

Citi~tis•10 ~y ... ::::::::::::::::: ::: .': .... ... •· .... ... • .. • • • · • 
Corpus Christi Street & lnterurban .. Ry ..... .. ...... .. ... .. 
Galveston-Houston Electric Ry.-Galvest~~· °to· i-i~ui:ito~ ... . 
Haskell Traction Company · · · · 
~~~:~~~n E-fc;;lc io. ·11· ... ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ::::::::: .'::::: 
San Angelo est/ t rFfc on Co.· ··········· ··· ············ ·· 
San Antonio T;!ctio~ • ·c~::::::::::: '. ::::::::::::::::::: ::: 

UTAH 
Ogden Rapi.d Trans.It Co .-.Interurban between Harrisville, 

Hot S p rmgs, , v 111ard City, Perry a nd Brigham City 
Salt La.ke & Ogden Ry.-Elect rified ......... .. ........•. '.:: 
Utah Light & Railway Co.-To Sand y, Midvale & Murray. 

VERMONT 
Rutland Railway, Light & Power Co.-Between Fairhaven 

a nd Poultn ey ... .. .. ..... . . ...... . . .................. . . 

VIRGINIA 
Danville Railway & Electric Co ........ ................ ... . 
Newport News & Old Point Railway & Electric co ........ . 
Norfolk & Portsmouth Traction Co 
Roanoke Railway & Electric Co .... :::::::::::: :::::::::::: 

WASHINGTON 
Everett Railway, Light & Water Co 
Seattle- Everett Traction Co.-Betwee;,·. Hai,. Lak~·. a.'n ci 
Was~Y~~~~~ ·w ~t~~. P·d.;..~~· ·c~:::: :::::::::::::::::::::::: :: 
Yakima Valley Transportation Co ....... . .. .. ... . .... .. . . 

WEST VIRGINIA 
Elkins Electric Ry.-Bet ween Elkins and Roaring Creek 

. Junction ....... .......... .............. •.... .•.••...... 
Fa1r~ount .& Northern Traction Co.-Between Barnsville, 

R\versv1lle, Baxter, Granttown, Basse ttville a n d Fair-
v iew .... ... ..... ... ....... ..... · . .. .... .•••........ . ... 

Mo,-gantown & Dunkard Valley R. Fl •....•..... ... .. ...... 
South Morgantown Traction Co ... ...... .•................ . 

WISCONSIN 
Beloit Traction Co ... .. .... .. ....... ... ........... . ....... . 
Milwaukee Electric Railway & Light Co ........ . ......... . 

Sheboygan Rallway & Electric Co.-Near Plymouth ... : .. . 
Sparta- Melrose Electric Railway & Power Co.-From 

Sparta to Trout Falls .......... .. .. •• ..... ..... ... ..... 
Waupaca Electric Light & Railway Co ................... . 

WYOMING 
Cheyenne Electric Ry ........... -.......... •.. .... .......... 

CANADA 
British Columbia Electric Ry. Co.-In Vancouver City and 

Suburbs ...................... .. ....... ....... . ....... . 
B etween K ew Westminster a nd Chilliwack . . ......... . 

Cape Breton Electric Co ......... . ... . ...... . ............ . 
Chatham, Wallaceburg & Lake Erie Ry.-To Pain Court -.. 
Grand Valley Ry ..... . ............. . ... .................. . 
Hull Electric Co .............. .... ............ ...... ....... . 
Montreal Street Ry ................................ . ...... . 
Montreal & Southern Counties Ry.-Between Montreal 

South and Longueuil .................................. . 
Niagara, St. Catherines & Toronto Ry.-Between Welland. 

Humberstone and Port Colborne ..................... . 
Ottawa Electric Ry .....................•.•.....•....... : .•. 
Quebec Rallway, Light & Power Co.-In Quebec and from 

Montcalmville to St. Columban ......................•. 
Toronto Ry; ..... . . ... ..... .. .................. . .. .. . .. .... . 

Miles. 

11.00 
4.31 
1.50 
1.50 
1.60 
0.50 
0.84 

22.60 

'1. 75 

1. 75 

4.50 
0.50 

5.00 

0. 75 
1.30 
3.00 
o. 75 
4.06. 
0.50 
4.56 
4.00 

18.92 

2.50· 
0.80 

5. 00 
2.00· 
6.00· 

50.00 
3. 75 
3.39 
2.42 
1.00 
8.00 

84.81; 

16.00 
40.00 

7.00 

63.00 

7. 75. 

7.75 

0.67 
1.00 
4.20 
1.00 

6,87 

1.72 

13.08 
7.38 

10.00 

32.13 

7.00 

12.00 
2.00 
3.10 

24.10 

0.5 0 
5.00 
2.00 

10.00 
0.25 

17.75 

0.40 

0.40 

13.28 
63.40 

0.60 
4.00 
3.50 
0.85 
1.90 

4.00 

7.00 
1.00 

5.07 
3.18 

107.78 
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RECEIVERSHIPS AND FORECLOSURE SALES IN 19 l 0 

T he records show that a total of eleven electric railway 
properti es 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 in volves 
companies operating 696.61 miles of track and having outstand
ing capita li zation, according to the latest available stati stics, 
as foll ows : Bonds, $75,490,735; stock, $12,629,400. The sta
tistics, according to the records of the ELECTRIC RAILWAY 
JouRNAL, compare for 1909 and 19ro as fo ll ows: 

No. of Miles Outstanding Outotanding 
Companies. of Track. Bonds. Stock. 

1909 ...... , . . . . . . . . . . 22 558 $22,325,000 $29,962,200 
1910 ...... , .. , . . .. . . . II '696,61 75,490,735 12,629,40 0 

The I9IO figures of mileage and outstanding bonds would 
be made ve ry much smaller if the complications which arose 
in Chicago, affecting the Chicago Railways Company, had not 
fo rced that company into voluntary receiver sh:p. T he appoint
ment of receivers for thi s 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 th e outstanding bonds shown in 
the record of 19ro. The direct cause of the receivership fo r 
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 U nion Traction 
Company, the predecessor of the Chi cago Railways Company. 
In the reorganization of the Chicago Union Traction Com
pany's system and the acquisition of its properti es 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 Ch icago Railways Company decided that as a 
protective measure rece.ivers should be appointed. Before 
the end of the year 19ro the complication which resul ted in 
the temporary receivership of the company was settled and 
the receivers were discharged wi thout formal foreclos ure sale. 

Some of the compan ies which went into receivership during 
the year had not progressed very far with th e construction 
of the properties which they were organi zed to promote. 
The receiversh ips for 19ro were as follows: 

RECEIVERSHIPS DURING 191 0. 

Miles 
Company. of Track. 

Belton & Temple Traction Co., Tem-
ple, Tex........ ....... .. ..... . ... 13.40 

Chicago Railways Co ............... 317.34 
Chicago & Southern Traction Co., 

Chicago, Ill. . . . . • . • . • . • . . • . . . . . . • 72.00 
F t. Dodge, Des Moines & Southern 

R. R. Co., Ft. Dodge, Ia ......•.. 175.00 
Janesville Street Railway Co., Janes-

ville, Wis.............. ... . ...... 7.00 
Lancaster & Southern Street Railway 

Co., Lancaster, Pa.... .. ........ . 6.10 
Nebraska Traction & Power Co., 

Omaha, Neb..................... 11. 50 
Portsmouth & Exeter Street Rail way 

Co., Haverhill, Mass ... . ......... 12,27 
St. Louis, Monte-Sano & Southern 

Rai lway Co., St. Louis, M o. ...... 8.oo 
Sedal ia Li1;ht & T rac tion Co., Se-

dalia, · lvlo........ .... .. . .. .. .. .. . 9·.00 
South Shore Traction Co., Patchogue, 

N. Y............ .... .. . . . . . .. .. . 65.00 

696.61 

Bonds 
Outstanding. 

$300,000 
60,360,735 

2,500 ,00 0 

5 ,800,000 

75,00 0 

100,000 

145,000 

2,5 00,00 0 

710,000 

3,000,000 

$7 5,490,73 5 

Stock 
Outstand ing. 

$300,000 
100,000 

2 ,500,000 

3,200,000 

50 ,000 

93,700 

200 ,70 0 

18s,ooo 

3,000,000 

1,000,000 

2,000,00 0 

$12,629,400 

The foreclosure sales during 1910 affected twenty-two prop
erties, operating a total of 724.36 mil es of track. This is not 
far from the total number of miles of track operated by th e 
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 properti es 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 sa les for two years compare as follows: 

No. of M il es Outstanding Outstanding 
Companit s. of Track. Bonds. Stock. 

1909 . . . . . . . . . . . . . . . . • 2 1 488 $21,174,00,, $22,265,700 
1910 . . . . . . • . . . . . . . . . 22 724.36 26,374,065 19,1 06,613 

The li st 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 properti'es of the Indianapolis & Cincin
nati T raction Company and avoid a foreclosure sale. There 
was no formal foreclosure sale, although a sale of the prop
erti es was made under order of the court in the recei vership. 
due tu the fact that holde rs of $18,000 of the outstanding 
$2,000,000 of bon ds refused to join in the reorganization 
agreement. The Atlanti c Shore Line Railway, which is shown 
in the list of foreclosures, was placed there because a re
organization was effected by means of a fo rmal foreclosure 
sale, although there was no preliminary receivership for thi s 
property. The Southern Colorado Power & Railway Com
pany i~ included, although the sale of th e property took 
place just before the close of the year 1909, too late to be 
included in our compil ation for that year. The \Vilmington, 
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 19ro and the 
balance, it is expected, will be sold early during 1911. During 
the yea r the court confirmed the fo rmal sale of the property 
of the Norfolk & Southern Railway, a steani railroad prop
erty which has been reorganized as the Norfolk Southern Rail 
road. Thi s company operates electric divisions with a mile
age of 45.6 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 19ro were as follow s : 

FO R EC LOSURE SALES DURING 1910. 

Miles Bonds Stock 
Co mpany. of Track. 

Ardmore Traction Co., Ardmore, 
Outstanding. Outstanding. 

Okla. . . . . . . . . . . . . . . . . . . . . • . . . . . . 5.00 
Atlantic Shore Lin e Railway Co., 

Sanford, i\laine................ .. . 97.00 
Belton & Temple Traction Co., Tem-

ple, T ex.. ....................... 13.40 
Burlington County Railway Co., 

Hainesport, N. J..... ............ 14.80 
Camden & Trenton Railway Co., Cam-

den, N. J........................ 31.17 
Catskill Electric Railway Co., Cats-

kill, N. Y......... . . . . . . . . . . . . . . 5.40 
Citizens Electric Co., Eureka Springs, 

Ark. . . . . . . . . . . . . . . . . • . . . . . . . . . . 3.00 
Chicago Consolidated Traction Co ... 18~.oo 
Consolidated Railway & Power Co., 

Fayetteville, N. C............... . 4.0 0 
Eastern Ohio Traction Co., Cleve-

land, Ohio. . . . . . • • . . . . . . . . . . . . . . . 80.00 
H olmesburg, Tacony & Frankford 

Electric Railway Co., Tacon y, Pa. . 17.60 
The Indianapo li s & Cincinnati Trac-

tion Co. , Indianapolis, Ind ........ 107.00 
Owosso & Corunna Electric Co. , 

Owosso, Mich.................... 10.00 
Philadelphia & Chester Railway Co., 

Chester, Pa................ .. . . . . 8.83 
Pittsburg & Allegheny Valley Railway 

Co., Leechburg, Pa. ... . ......... 8.50 
Pitts'b11rg & W estmoreland Railway 

Co. , .McKeesport, Pa. . . . . . . . . . . . . 8.oo 
St. Francois County Rail wav Co., 

F armington, Mo ... . ...... . :.. .. . 15. 00 
Southern Colorado Power & Railway 

Co., Trinidad. Col........ . . . . . . . . 2 1.00 
T oledo & Indiana Traction Co. 

T oledo, Ohio............... ...... 52 . 00 
Trenton & New Brunswick Railroad 

Co., Trenton , N. J. . ............. z3 .70 
\Vashington, Berwvn & Laurel E lectric 

Ra il road Co., Vlashin gton. D. C. . 8.96 
\Vilmington, New Cas tle & Southern 

Railway Co., N ew Castle, Del...... 6.oo 

*Underlyi ng companies. 
724.36 

----•·•·•----

$2,700,000 

300,000 

475,000 

1,371 ,500 

132,000 

I 75,000 
12,459,000 

$500,000 

3,000,00 0 

300,00 0 

1,750,000 

138.000 

50,000 
*650,000 

60,000 

400,000 I 00,00 0 

2,000,000 2,000,000 

120,000 rso,ooo 

350,000 350,000 

533,500 I ,500,000 

3l5,ooa 350,000 

240,000 300,000 

I ,000,000 I ,000,000 

1,650,000 2,500,00 0 

I 1000,000 1,000,000 

220,000 5 00,000 

150,000 165,000 

$26,374,065 $19,106,613 

The Schoneberg (Berl;n) E lectri c Underground Railway was 
opened to public traffic on Dec. I, 19ro. A 5-minute se rvice 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 wi th the Schoneberg li ne: 
a 3½-minute se rvice is to be arranged. The six-car trains re
cently introduced on the elevated railway are being increased 
in number <luring the ru sh hours. 
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INTERURBAN CONSTRUCTION IN THE CENTRAL STATES 
DURING 1910 

WITH ACCO.MPA:\'YI:\' G l\IAP 

The mileage o f the interurban rai lways o f the North Cen
t ral States showed compa rati vely littl e g rowth during 1910. 
T he larges t additions to t he interurban network of these 
States were made by roads that were well under way t oward 
completion before the year began. Other scattering mileage is 
composed chiefly (')f small extensions and shor t connecting 
links. The plans for 191 I as so far announced do not in
dicate that any considerable mi leage will be added in these 
States. 

T he E LECTRIC RAILWAY J oUR NAL again_ presents with the 
fi rst issue o f the yea r a map showing the location of the in
terurban lines in those . Central Sta tes in which interurban 
railroading first began and has shown the greatest deve lop
ment. T he preparation of the map has been made with due 
regard to acc uracy. Imprints of th e map as it was publi shed 
a year ago were mailed to a ll the roads with in th e te rriton 
shown. with requests th at correction s and additions for the 191.1 
map he indicated. The in form at ion thus r eceived has been 
transferred to the original map, f rom which the accompany
ing engraving has been made. In add iJion to the co rrections 
and add itions as thus obtained, th e proposed lines have been 
checked with the news items presented in the construction 
columns of thi s paper. T hus every effo r t has been made to pre
sen t the map of the interurba n roads of the Cent ral States 
in a s correc t a fo rm as possible. H owever, on account o f the 
wide scope of the territory included, there may be some errors 
o f location a nd i f such are obser ved thi s paper will g reat ly 
appreciate any advice that may ass ist in making more com
plete the r ecords of new construction and proposed roads. .-\c
knowledgm ent is made to The A rnold Company, Chicago. Ill. , 
fo r the u se o f the original d rawing from which the engrav ing 
fo r the accompanying map was made. 

The growth of the interurban mileage in the :\To rth Central 
States during 1910 has been fair ly well di stributed among 
the di ff erent St ates. In Ohi o no new line of any considerable 
length has been complet ed . Probably the most importan t 
road now under way is that between Fostori a and Fremont. 
T hi s line, near ly 22 miles long, has been graded and the t rack 
is about com pleted so that it is expected to begin sen ·ice aliout 
March, 19 II . T he Fostori a and F remont li ne is of pa rtrcul ar 
interest because it is a connec ting link which will a-r eatlv 
sho rten the th rough route between Lim a and Cleveland,'"' Ohi~. 
Lima, it wi ll be not ed, is now served by interurban roads 
radi ating in six di rections. T he three lines t o the sou th an d 
west have through connect ions wi th the th ree lines to the no rth 
and east. The present business fo r po ints east o f T oledo on the 
Lake Shore Electric R ailway has , of necessity, been sent 
through T oledo. \Vith the completion of the F ostori a-Fre
mont line a direct route from Lima to Cleveland will he a,·ail
able. T his lin e has been promoted and built bv interests 
friend ly t o those of the \ Vest ern Ohio Railway. · T he lines 
o f the latter company form the mid-section of the well-known 
Dayton and Toledo through route over which considerable 
traffic from the southern par t o f Ohio is carri ed each vear 
to the Great Lakes r egion by way o f Lima, F indlav and ·To
ledo. T he new connection fro m Fostoria. the n~rtheastern 
terminus of th e Western Ohio system, will o ff er a fast th rough 
route from Lima direct to the numerous r esorts located along 
the south shore of Lake E rie and served bv the Lake Shore 
Electri c R ailway. · 

The interurban network of Indiana is cl osely connected with 
the Ohio lines. A new road crossing the State line, which is 
said to be well under const ruction, will connect Fort W ayne 
and Bryan, Ohio. thus offering a short route between Fort 
Wayne an d Toledo via the T oledo and Indiana property. The 
line from F or t W ayne t o Bryan is being graded and some 
br idges have been built. This route between Fort W ayne and 
Tolt:dn wh en completed will be about 100 miles lon g. 

T he larges t piece o f new track to be put into se r vice during 
1910 in Indiana was the Indianapolis, N ew Castle & Toledo 
road from Indianapolis to New Castle, 41.5 miles long. The 
Bluffton, Geneva & Celina Traction Company inaugurated 
sen ·ice during the year on a new road extending 18.5' miles 
southeast from Bluffton toward Celina, Ohio. T his company 
announces th at in 19II it will build 21 miles o f additional track 
to connect its p resent line with the W estern Ohio R ailway 
at Celina. Considered from the standpoint o f long-distance 
travel, th e mos t important track link which was completed in 
1910 was that of the Winona Interurban Railway between Men
tone and Chi li in the north central part o f Indiana. This 
link has made poss ible th rough elec tric travel f rom Sheboygan, 
W is., by way of Milwaukee, Chicago, South Bend, W a rsaw, 
the newly built section to Peru, Fort W ayne, Lima and Toledo, 
to Detroit , Cleveland and east along the south shore of Lake 
Erie to Buffa lo and other New York State points. From the 
cities named in I ndiana and Ohio other routes radiate to the 
impor tant traffic centers in Indiana and Ohio and to Louisville 
Ky. Througl~ serv ice is now oper ated between South Bend and 
Indianapoli s over the lately compl eted section by the Chicago, 
South Bend & Northern Indiana, the \Vinona Interurban and 
the Ind iana Union T racti on companies. During the past year 
the Chi cago, Lake Shore & South Ben d R ailway, a high-speed 
single-phase line between South Bend and Pullman, Ill.. 
compl eted double-t r acking 10 miles o f its road through the 
densely populat ed manu facturing district south o f Chicago. 
The Kokomo, F rankfo rt & T erre Haute Traction Company an
nounces that during 19 11 it probably will build from Kokomo 
26 miles southwest to Frankfor t. T hi s company is alli ed with 
the Kokomo, M ari on & W es tern T raction Company. Another 
la rger proj ect which it is sta ted may be got un der way during 
190 is that of connect ing th e '' Ben Hur R oute" at Crawfords
vi ll e with the Illinois Traction System at Dan ville, Ill. This 
link will r equire .. p miles of track and it s completion will make 
possible fas t se rv:ce between Indianapoli s and the larger cities 
in central and southern Illinois. 

In 1909 the Michigan United Rai lways completed a 37-mil e 
high-speed line between Jackson and Lansing. During 1910 
thi s com pany has nearly completed construction work on a 
li ne 23 mi les long connect ing H as lett. a surburb 9 miles east 
o f Lansing. w ith O wosso. T hese new lines of the Michigan 
U nited Railways are operated by third-rail and are built for 
high-speed passenge r and fr eight ser vice. I n southwestern 
:-Iichigan the Benton Harbor-St. J oe Railway & Light Com
pany has completed a 15-mile line from Benton Harbor south- · 
east to Eau Claire and Paw Paw L ake. During 1911 
it is announced that this company will ext end this new line 
eastward to Dowagiac. 

Th e Detroit River Tunnel Company ea rly in October in
augurated se rvi ce through it s twi n tubes extending under the 
Detroit R iver and connecting its Canadian lines with those 
in Michigan. 

The increase in electr ically operated track has been greater 
in lll inois than in other s of the Central States, the la rgest mik
age hav ing been added by t he R ock Island Southern Railway 
and the Chicago, Aurora & De Kalb Railroad. The Rock 
I sland Southern line consists of a 50.2-mile, 11,000-volt sub
stantially bui lt freight and passenger road from Rock I sland 
to Monmouth , Ill. A 19-mile section o f this track is a ·branch 
o f the Chicago, Rock Island & Pacific steam railroad sys tem, 
w hich the interurban company has leased for a ter:m o f 25 
years. In constructing the new roadbed lately put into opera
t ion 1,300,000 cu. yd. of earthwork was handled in 31 miles and 
a number of large b ridges and tr estles were built. One of .the 
steel bridges is 625 ft . long and 75 ft. high. The Chicago, 
Aurora & De Kalb R ailroad 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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opened Nov. ro in the presence o f the Governors of Illin ois and 
Missouri and many other people of commercial and political 
note. The entrance to St. Louis o f the Illinoi s Tract ion Sys
tem onr its bridge and new line within that city has been 
made possible by constructing the mos t extensive terminal 
project ever undertaken by an interurban railway, the general 
and detail features of which have been described fully in 
numerous articles presented by this paper during the past 
year. The total cost of the project, which includes the Mc
Kinley Bridge; ro 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 construct ion of its extension 
from Morris northeast to Joliet. This will give it a system in 
northern Illinois of more than roo 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 IO miles of track during r9ro. from Sparta 
to Trout Falls, and now announ ces that the road will be com
pleted to Melrose dutirtg 1911. It is expected also that the 
Chicago, Harvard & Geneva Lake Railroad int erests, under 
the name of the Marengo, Harvard & Northern Illinois, dur
ing the present year will construct ro miles of track north 
from Walworth to Delavan Lake in Wisconsin. 

In Iowa during 1910 the Waterloo, Cedar Falls & North
ern Railway constructed an 8-mile ex tension to Waverly. A 
line 6.6 miles long between Centerville and Mystic was also 
put into operation in Iowa last year. The Tri-Citv R ailwav 
Company, of Davenport, expects to build about 35 m-iles of in-
terurban line westward from Davenport to Muscatine and five 
miles of city track are planned for 1911. A nother new line 
put into operation in Iowa during the past year connects Charles 
City and Marble Rock and is 15 miles in length . 

The Minneapolis, Rochester & Dubuque Railway, of St. 
Paul, Minn., has inaugurated service during r9ro on 40 miles 
of line extending south from St. P aul to Northfield. Service 
is given with gas~line motor cars. 

The Lexington & Interurban Railway in Kentucky com
pleted during the early part of the year a fo urth interurban 
line out of Lexington, extending southward 12 miles to N ich
olasville, and passing through a rolling country which required 
particularly heavy earthwork. •7 0 '•. 

----·•··----
TESTS ON GERMAN ACCUMULATOR CARS 

The Halle (Germany ) railways have r ecently completed some 
tests with a six-axle accumulator ca r on the line between 
Koltbus and Schonwalde. 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. 
Kail s. hour. Going. R eturn. Going. Return. Going. Return. 

Damp .... - ....... - 30 10 10 61 63 22.9 23.7 
Damp . . . . . . . . . . . . . 37.5 1 3 52.5 53.5 19.8 :ao.o 
Dry .. , .•. , . • . . . • • 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 62½ miles on one charge. 

---... ·•·----
Texas Traction Company, Dallas, Tex., and several gas and 

electric companies under the same managemen t have issued a 
rard extending the season's greeting. 

I 2-(..2-~-
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RECENT ELECTRIC RAILWAY CAR DESIGN 

The table which is printed on pages 22 , 23 and 24 of thio 
issue gives the principal dimensions and other descriptive data · 
of more than roo representative types of electri c railway cars 
for ci ty, suburban and interurban service. Most of these car s 
have been built during the last two or three years, and many 
of them have been illustrated and described in the Er:ECTRIC 
RAILWAY J ouR NAL. In the followin g explanatory notes re fer 
ences are given to the date and page number o f these descrip
ti ve articles. The weights and dimensions of ca rs 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 tab le was compi led. 

NOTES ON TABLE OF CAR DI MENSI0:--1S 
( r) T hi s car was illustrated and described in the E LECTRIC 

]{AIL WAY J OUR NAL for Oct. 9, 1909, page 841. The plat fo rms 
arc inclosed with folding doors and gates and folding seats 
holding six passengers may be let down on the front platform, 
giving a total seat ing capacity of 42. 

(2) The closed cars of the Little Rock Railway & Electri c 
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 ca r s 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 stand ard cars of the United Railroads 
of San F r ancisco. Eighty cars of this type are under construc
tion. 

(S) Four-motor equipments. These cars were described in 
the ELECTRIC RAILWAY JOURNAL for Oct. 2, 1909, page 503. 
They are the standard type of the Denver City Tramway. 

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

(7) Standard trail car. Has arched roof and cente r side en
trance. 

( 8) T hese cars we re described in the ELECTRIC RAILWAY 
JouRNAL for Oct. 2, 1909, page 503. They have folding plat
fo rm doors and steps, manually operated. 

(9) See ELECTRIC RAILWAY JOURNAL for Sept. 18, 1909, 
page 434, fo r description of these cars. Used in city and subur
ban service. They have sliding . platform doors and folding 
steps pneumatically operated. 

(IO) These cars were described in the ELECTRIC RAILWAY 
JOURNAL for Dec. 24, 1910, page 1247. The platforms are open 
with fo lding gates over the steps. 

(II) All-steel cars,. Described in the ELECTRIC RAILWA Y 
JOURNAL 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 ELECTRIC RAILWAY Jou RNAL for 
April 2, 1910, page 571. 

(14) Described in ELECTRIC RAILWAY J OURNAL for Oct . r, 
r9ro, page 498_ 

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

(16) See ELECTRIC RAILWAY J OURNAL for March 13, 1909, 
page 469. 

(17) These cars were illustrated and described in the ELEC
TRIC RAILWAY JOUR NAL for Dec. 31, 1910, page 1285. 

(18) Platforms inclosed with folding gates. 
(19) Described in ELECTRIC RAILWAY JOURNAL for Nov. 2, 

1907, page 917. 
(20) See ELECTRIC RAILWAY J ouRNAL for A pril 2, r9 ro, page 

566. The weights given are scale weights. 
(21) F loor plan of this car was shown in the ELECTRIC RAIL

WAY Jn11RNAL fo r July 16, 19JO, page rr9. 
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Name of Ra ilway . 

CITY CA R S I 

ALAllA:IJ A 

Binningham R y.,Lt.& Pwr.Cu. ( 1) L'ity .!c lu.sed 
ARKA 1'SAS 

Little R ock R y. & Elec . Co, (2) . L'ity I Scmicon . 
Little R ock R y . & Elec. Co. Cit)' Closed 
Litt It R ock Ry. & El<'c . Co . Cit) Clo,;cd 
Li ttle R ock R y. & Elec . L'n . 
Little R ock R y.&: El ec. Co . 

CALIFORNIA 

City 
City 

Los Angclco R y (3) Cit y 
No, them Elec . R y . Cit y 
Northern Elec. R y . . .. Ci ty 
United R .R. San F1anci-co (4 ). City 
U n ited R . R San F:ancisco . City 
Ui;i t ed R. R. San Francisco ., City 

()pen 

o,,en 

Calif . 
Ca'if. 
Open 
Closed 
Clo~cd 
Clo,ed 

CoLOUI)AO 

Denver City Tramway (5) 
Denver City Tramway (6) . 
D c11ver City Tramway (7) . 

City I Side Ent . 
City Side Ent. 

.. ,Cily T1 a ikr 
D IST. OF COLUMBIA 

Capital T raction Co . (8) . . . . , City I Semicon . 
Capita l Tracti~n Co. (9) . . . ~'.1h . Semicon . 
Wash. R y & Elec. Co . . City Closed 

FLOR Ill A 

J acksumille 'Elec. Co. ( 10) 
GE O RC iA 

Georgia R y. & Elec . Co . 
Georgia R y & El ec. Co . 
Geor gia R ,·. & E lec. Co 

I LLI NOI S 

Chicago R ys. ( 11 ) . 
Chi. & Mil. E lec . Ry 
Springfield Consol. R y. ( 12) 

I ND I ANA 

City I Closed 

. , Cit y 
Su b 
Ci t y 

.

1

Ci t y 
. City 

.. City 

Closed 
Closed 
Cl osed 

Closed 
Semicon . 
Closed 

Pt. W ayne & W. V . Trac. Co ... ,City [Closed 
Ind. T1ac. & Ter. Co ..... . ... Ci ty Closed 

KRNTl' CI<\ 

L ouis ville R y . . . ·. . . ....... I City I Closed 
~ i ARY LAND 

j.Jnitcd R ys. & Elec . Cu., Bait .... [ Ci t y 
United R ys. & E l<'c. Co . . . . . .

1

C: t y 
Unit-,d R ys . & E lec. Co., Bait ..... Cit y 

M ASSAC H USF.TTS I 

Bost on El evated R y . -1Citv 
Bost on & Northe rn S t. R y. (13) . City 
Boston & Northe r11 St. R y ( 14 ) .. City 

M tC HH;AN 

Semicon . 
S<:micon. 
Semicon . 

Semicon . 
St'mic,,m. 
Op en 

Detroit United R y .. . . . . . . . Ci ty !C losed 
(1rand R apids R y. . .......... City Semicon. 

t-,·, l\11 NNESOTA 

Du luth St . R y . . . . . . . ... . . . City !Closed 
Duluth St. R y . . ............ . City Closed 
Duluth St. R y. . . ........... . City Closed 
Twin City(Ra pid Transit (15) .... City Semicon. 

tGt OI Duublc· 

190X Double 
t<l(J'i Dcuhle 
t •104 !luu hie 
1<10 5 Double 
1904 D,,ul ,le 

1910 Double 
190X Douhl, 

Double 
1910 Doubh-
1907 Duuble 
1 '/06 Double 

19091 Single 
1909 Single 
1905 s;nglc 

t910 1Doublc, 
1909 DouLle 
1909 Double 

t<Jt OISingle 

191 0 1D oublel 
1907 D oPblel 
191 0 Dot,blel 

I 

1909 1 D ouble. 
1909 D ouble 
191 0 Double 

19091 Double 
1909 Single 

t 9 10 I Single 

19 101Double 
190 7 D ouble 
t90'i Double 

19 11 I D ou ble! 
1909 Double 
19 10 Duublel 

19 10 I Singh; 
19 10 Double: 

19 10 I Single 
1906 Single 

. t 900 Single 
19 10 Single 

Yes 

No 
No 
Nu 
Nn 
No 

Ye, 
No 
Nu 
Y es 
Nu 
No 

N" 
Nu 
No 

Yes 
\'es 
Yt's 

Yes 

Yes 
N;:, 
>'u 

Y es 
Y es 
No 

N o 
No 

Yes 

.l7-0 

43-6 
.l0-5 
29- 5 
4.l-.l 
.l2- 0 

14 7 
l9-3 
.l<J- 4 
47- 0 
45- 4 
45 4 

4.l-10 
43- 10 
.IX- I! 

41 -0 
43-8 
-11-9 

30-6} 

41 - 6 
4 5- 0 
.lt -8 

49- 2 
49-2 
.34 - 6 

.l2- 1 
4ft- 9½ 

4 5 -3 

Yes 43-9 
N o 4.l- 4 
No 42 - 3 

Ye, 48- 2½ 
No 39--6 
N o 40- 11 

\ es 
Yes 

12- 3 
46- 6 

6-0 

6 - 0 
5-8 
4- 6 
4- 6 
4-0 

6- ') 

7-4 
6-6 
6- -6 

.l-8~ 
3-X~ 

s·- -7 
5- 7 
5--2 

5- 0 

b· 0 
5 - 0 

,-o 

8- H 
7- 3 
6 -.l 

5-2! 
4- 6 

6- 0 

6-0 

6-0 
5-8 
4-6 
4-6 
4-0 

8-1 
8-1 
8 1 
7-6 
7-6 

n- 9 I 8-2 
8- 4 
8 - 2 

7-4 r 9- 0 
6-6 9- 2 
6-6 9- 2 

8- 2 
8-2 
8- 2 

5-7 18-5 
5- 7 8- 9 
5- 2 8- 3 

5- 0 I X-8 

6-0 18-2 
5-0 8 - 2 
s-o s -- -2 

8 - 4-i 18- 9 
7- 3 8-6½ 
6--3 ~- 0 

5- 2 1 18- 7 
8-0 8--6 

7- 6 8-3 

5- X!i 5-8 } 18 - 2 
5-7} 5-n 8- 2 
5- 0 5-0 8-2 

1

6 -0 

_5_-_3_½_ 

5- 2 
8-3 

6-0 18-8¾ 
5-3 ! t,-4 

9--0 

5- 1018- 4¼ 
8-3 9-0 

12 -0 
12 0 

12-0 
12 -0 
12 -0 

12 - 0 
12 6 

11- 1 
11 6 

12- 0 
12 O 

11- 11 
1 1 11 
11 q 

11 -7 
11 --6 
t t - 6k 

12 - 6 
12--R 

12 - 6 

11 - 8 
12- 4 } 
1 1- 4 

12- 1 
12 - 1} 

12- 2¼ 

12- S 

12-- 7 
12- 5 

12-0 
1 1-9 
11- 6 

12- 2 g 
11 - 10 

40 ILong.&Cross l .l 2 \ 
.l2 Long .&·Cross 32 ¼ 

2n Long. . 

~O I ~ross 
.,o C1oss 

32\ 
.l2\ 

44 i Long.&Cro'51281 
44 Lon g .&Cros~ 32 
84 Cross .l t 
48 Long . 
44 Long.&Cross 

1 

.. 

44 C1oss 33 

52 ICross 
\2 Cross 
46 Cross 

.lo I Cross 
40 Cross 
40 Long 

44 I Croso 

.lo I Cross 
48 Cross 
28 Cro~s 

IO I Cros~ 
52 Cruss 
28 Long. 

30 
30 
28} 

.l.l 

.lt 

29½ 
.lO 
31 

3 2 
29 a 

32 I Long . 
1 

.... 

4.l Long.&Cross 30 

41 I Cross 

42 ICwss 
4-1 Cross 
-14 Cross 

32 

32 
32 
3 2 

521 Cross 130 
40 Long.&Cross 32 
70 Cross ..... 

43 [ Long.&C10ss 1 29¾ 
36 Cross 3 1½ 

17,000 

ln .700 
15,000 

9,000 
27,000 
28.000 
26 .000 

13 ,178 
13,178 

6,760 

17 ,500 
21 ,300 
18.000 

12 .1 79 

16,000 
28 ,000 

8,000 

19,800 
21 ,5 ll0 

9,llOO 

8,000 
23 .200 

15,500 
20 ,500 
18,500 

19,000 
11,170 

18 ,000 

15,000· 1 

13 ,000 

19 .. rno 
21 ,000 
21.000 
26,000 
21,000 
26 ,000 

25,202 
22 ,062 

6,8~0 

16. 100 
26 .800 
17 ,000 

21 .29.l 

18,500 
2 S ,000 
12 ,000 

33, 200 
.. ,11 _5 00 

9,200 

12,140 
20 .. lOO 

26 ,500 
31,000 
26,500 

34 000 
30, 920 

23,800 
19.260 

30 ,000 I Single I W a rnes 

46 000 Double St.L.-l i 
.l 2.000 Double Brill 2 7-C; _ 
20,000 Sing le St.L .-3 4 
22 .000 D ouble Brill 27 -G . 
20.000 Single St.L .-3 4 

36.000 D ouble I ns.Hung 
36,000 Dou Lie St.L.-4 7 
.l0,000 D ou hie St.L .-4 7 
5.l,000 D ouble Out. 1-fon ,:. 
55,000 Double Brill 2 7-G . 
52 .000 D ouble McG.tO A. 

38,380 I D ouble I Brill-2 7G . 
35,840 D ouble Brill-2it; _ 
13,640 D ouble Arch Bar 

33.600 ID oub,t' I Max .T rac . 
48.100 D ouble Std .0 -50 
.lS,000 D ouble Brill -39 

33 ,472 I D ou Lie I l\l a x T rac. 

34.SOO I Double: I Ma>...Trac . 
45,000 Doubk Bri ll-27F . 
2ll .000 Single Bai t. 

53,000 I D o L1blc I Out.Hung 
52 ,000 D ouble I ns. Hung 
t 9,ooo I Single 

20 ,140 I Single I Curtis 
U,500 Double Std.0-50 

44 ,000 I Dot:ble I Out.Huni 

42 ,000 I Double I Uut.Hu11g 
51 ,500 Double Ins.Hung 
45 ,000 Double Out.Hung 

53,000 I Double I I ns .Hung 
-12.090 Double Std.0-50 
3b, 158 D ouble Std.0-50 

4 1.800 I Double !Out. H ung 
.H,260 _ D ouble B rill -3 9E. 

9-0 

4-- n 
-1 -() 

i -0 
4--(J 
7- 0 

5- .l 
4- 6 
-t - b 

4 -b 

4- 4 
6 - () 

4- 6 
-t- 6 
4- 4 

4- 6 
4- 6 
4- 6 

·4- o 

4- 6 
4-6 
7- 6 

4- 10 
6-3 
7-0 

8-0 
4- 10 

4- 10 

4- 6 
6- 0 
4- 6 

6- 1 
4- 10 
4 - 10 

5. 0 
4- 6 

I 

33 IC. I. IG.E.-57 IK-10 

.l3 C. I. 
3.l C. I 
l.l C . I. 
.u C. 1. 
3.l C. I 

G.E .-80 
G.E .-'7 
G.E . 67 
G.E . ,7 
~ E. n7 

K -28 
K -11 
K -10 
K -35 
K -10 

30 C. I. W csUOo K 
3.l C. I. G. E. -202 K -11 
33 C. I. G.E.-67 K-1 0 
.l3 C. I. G.E.-21b K -28 
33 C I. G.E .-<JO K-2 t> 
33 C. I. G. E.-;lO K -28 

.l3 IC. I. IGE -5 81K-35 

~i ~: ~: \VesL3 06 ~ -~6- ... 

31 IC . l. 1W est.3061K-2 7 
33 F. S. W est.IOI I~-29-B . 
32 S.T . G.E.-210 K -.l9 

33 IC. I. IG.E .- 2t9JK -3 6 

33 IR .S. JWest.1121K-3S 
33 C . I. W est .101 K -28 
33 C. I. ! w est. tot K - 1 t 

33 IR.S . IG.E .- ·2161K-35 
33 R .S. G.E .--216 K-28 
.l3 C. I. G.E .-54 K-10 

3.J IC. I. , G .E .-t>O 1K-l0 
3 -1 R .S. West.93 K -11 

34 IR.S. 1West.307IK 

33 IC . I. IWest. l O!IK -2!1 
34 S._T . W e~t.10 1 West.l\f. U 
33 C. I. West. I OI K -28 

33 IR .S. 

341 R .S. ,G.E .-80 I K -28 
33 C. 1. G.E.-80 . K-28 

3.l IC. I.1West.3101K-35 
33 C.I G.E-210K-36 

No 46- 7¼ 5 -3 5-9 9- 3! 1 12--2 50 C1oss 30 23,960 I 23 ,940 47,900 D ou b le Ins.Hung 6- 0 34 R. S. G.E.-21 3 K -37 
No : 45- H 4- 9 4- 9 8- 8-} 12-0½ SO Cross 30 20,600 27,600 48, 200 D ouble Ins .Hung 6- 0 ,l3 C. I. G .E.-70 K -28 
No i 43-2¼ 3-8½ 3-8½ 8-8li 12--0½ 50 Cross 30 22.200 21 ,840 44 ,040 Double Ins .Hu ng 6-0 33 C . I. G.E .-67 K-6 
N o j 46-8 6-·6½ 6- 7! 9-1 12-2 50 L ong .&Cross..... 18,614 1 27;586 46,200 · Double M.C.B . 6--0 34 R.S. G.E.-216 K -37 
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Name of R ailway, 
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M1ssouR1 
United Rys. St. Louis (16) .... ... JCity I Closed 

NEBRASKA 

Omaha & Council Bluffs ( 1 7) .. ... Ci ty I Closed 
N EW JERS EY 

Pub. Serv. R y ,, Newark (18) .. City Closed 
Pub. Serv, R y ., Newark . . .. . Sub . Closed 

N Ew . Y o RK 

B rnoklyn R ap. Transit Co . (19). City Sem icon . 
Coney Island & B rooklyn . . ... Cit y Closed 
Coney Island & B 10oklyn . . ... City Open 
F onda, J oh ns. & Gloversville . .... Ci ty Closed 
J\fetrupol. St. R y ., N. Y . (20) . City Closed 
R och ester R y . . . . . . . . . . . . . Ci t y Somicon . 
R och es ter R y . . ... . . .... City Sem icon . 
Syracuse R . T . R y. (2 1) ....... .. City Semicon . 
Third A Ye. R.R (22 ) . . . ....... City Scm icon . 

Omo 
Cleveland R y . (23). .. ........ City IClo;..:d 
Nor. Ohio Trac. & L t. Co. (24) .. . City Conv\rt 
Nor. Ohio Trac . & L t. Co ... ..... City Sern icon . 

PENNSY LVA N I A 

Phila. R a pid Transit Co. (25) . .. City I Semicon . 
Pitt;burgh R ys. (26). C ity Sem icon . 

TEXA S 

San Antonio T raction Go ........ . City ISemicun . 
San An tunic Trac tion Co ......... Ci ty Sem1con . 
San Antonio Traction Co ......... Ci ty Semicon . 

UTAH 

Utah L t. & R y . Co ... . ....... C.&S.I Semicon . 
WASHINGTON 

Tacoma R y . & Pwr. Co . . City ClGscd 
W 1sco N S.1 N 

Milwaukee Elec. R y. & L t. Co .. City I Closed 
Milwauk ee Elec. R y. & Lt. Co ... City Closed 

CANADA 
T oronto R y. (27). 
Winnipeg Elec . R y . 
INTE R U RB AN CARS-

CALJF URNL\ 
Los Angeles Pacific Cu . 
Los Angeles Pacific Co . 
N or thern E lec . R y . 
Pacific E lec t1; c R y . 
Pacific E lect ric R y . 
Pacific E lec tric R y 

l LLI NO l S 

Chi. & Mil Elec . R y . 
Chi. & lViiL Elec . R y . 
E . St. L. & Sub . R y . 

INDIAl'I A 

..... 

1

City I Con vert. 
.. Cit y Closed 

I n t. Cal if 
I nt. Calif. 
I nt. Cum lJ . 
Int . Cali f 
Int . Cali f 
Su b. Cali f . 

I nt. I Clo. Mot . 
T nt. Buffet 
Sub . Closed 

1-909 I Single 

1 910 I Single 

1910 I D ou ble 
191 0 Single 

1907 D ou b le 
1907 D ouble 
1904 D ouble 
19 10 Dcuble 
1908 Dou b le 
19 10 Sin gk-
1907 D ou b le 
19 10 Single 
1908 D ouble 

1908 1 Smgle 
1909 Single 
1902 Sin gle 

J 910 I D uuble 
19 10 Si ng le 

19 10 1D uuble 
1909 D ou b le 
190 7 D ouble 

1908 1D ouble 

1910 I Sing le 

19 10 , D uuble 
1906 D onb!e 

19 10 I Sing le, 
1909 Single 

D ouble 
D ouble 

1907 1 Dou b le 
19 10 D ouble 
1907 D ou b le 
1910 D ou b le 

19 10 I D ouble 
1910 D ouble 
11)09 D ouble 

Yes I -17- 2¾ J6- 1 0¾J 6- 1 0¾ I 9- 0 12-3 50 I Cross 23,300 

Y es 

Yes 
Y es 

N o 
No 

No 
No 
Y es 
Y es 
No 

Yes 
Y es 

Yes 
No 

N e, 

Y es 
Y es 

Yes 
N o 

No 

Yes 

Y es 

Y es 
N o 

Y es 
Y e::.; 

No 

No 

N o 
N o 
No 

No 

N o 

N o 
N o 

42- 0 

.J 6- .J 
H - 0 

38- 3¾ 
38-10 
39- 0 
.J0- 1 
46- 11 
44- 7 
.J6- 2 
43- 11 
43-0 

52-0 
42- 6 
40- 0 

36- 4 
46- 8 

H - 6 
43-8 
40- 0 

H -0 

44- 0 

50- 0 
.Jl - 0 

4 .J - 9 
45- .J 

49--2 
4 1- 2 
55-4 
43- 0~ 
so- JO A 
39- 1 

52 - 3 
52 --'J 
-1 5- 4 

5- 0 

7--2 
5- 0 

6-8 

7- 2 
7- 0 

8-3 

8- 7 
13- 7 

11 - 6 
11 --6 

40 I Long &Cro, s ,. 

41 !Long . 
41 Lung . 

5-1 I. 5- 1 ~ 7 - 1 H 11 1 1 ¾ 3 6 Lon g . 
4- 10 4- 10 7- 11 11- 6 36 Loug . 
3-0 3- 0 8- 8 11- 9 65 Cross 
4-8:\- 4- 8} 8- 6 13- 6 3.8 Cross 32 
7- 5½ 7- 5} 8-3 11 - 3i 47 L on g . 

5- 5 
6- 6 

. . . . 8- 4 
8- 0 

6-5 o- s 
6- 6 8- 8 

8- 0 18- 0 18- S} 
4- 10 5-0 8- 7 
4- 6 4 - 1 0 8- 6½ 

\ - 0 , ,-{) 17- 7 

0- 0 6- 10 8 -2 

7- 9 17-9 , 8- 1} 
7- 10 7- 10 8- U 
6- 0 6 -0 8- 0 

6- o I 6- o J 8- 6 

12- 4½ 1 · ,12 1 Cross 
12-3 50 Cross 
11-5¾ 41 L ong &C ross I 30 
11 - 1} 48 Cross 30 

1) - 4 
13-6 
13-2 

12·-0 
12- 4 

12- 0 
12- 1 
12- 1 

11 - 6 

so I C1<, SS 1 3 l 
48 Long .&Cros,; .... . 
40 Cross ... . 

32 IL ong . .I 
57 Long .&C ross 30 I 

40 I Cross 
40- Cross 
40 Cross 

H I Cross 30¼ 

21 ,400 
20,000 

17,860 
l 5,9 70 
l.l ,540 

17,07 3 
2 1,400 
23 ,2 CQ 
21,830 
lo ,192 

17,676 
24 ,000 
22 ,000 

15,500 
18,000 

21. 290 

4- 6 I 6--6 I 7- o 12- 2 55 !Long . j 14 ,055 
1·· 

6-9 1 6- f) , 8- 7 
5- 2 5- 2 8- 4} 

6- 6 , 7- 0 17- 11 
1- 0 6- 5 8- n 

.J- 8 4- 8 9- 4 

.J - 2 5- 2 8- o 
5- o 5- 6 9- 3 1 
4- H 4- J.J 8- 21 
S- 2½ 5- 0} 8- 10-1 
l - 10¼ .l - 10¼ 8- 2 

5- 4 1 S-··l 18-8¾ 
5- -1 5- -1 8- 71 
5- 6 5-- 6 8- 8 

12-5 

12- b 
12- 2 

12- tl 
12- 0 
13- 2 
12 - 11 
12- 3 ~ 
11-8 

52 ILong .&Cross 29 ~ I 26 ,000 
44 I L ong.&Cruss 29 ) 

381 Long .&Cross .. 
40 L ong . 

i 
56 Ct 0 6S 1 30 
18 Cross 3 1 !, 
60 Cross .l.l 

48 Cross 1 ·10 
56 Cross .l0 
44 L ong .&C ross 30 

17,000 

24 000 
20 1100 

30 ,.lo0 
113 ,880 
32,2 00 
29 ,596 
.l-l,.1 9o 

16 OlO 

t 3-S-l il 
13-0 

13- S·r'l,I 52 JCross I .l.l 

1 

.. 

29 ,Chai rs I· ......... . 

Chica go, L. S. & So . Bend ..... . Int. T railer 1908 D ouble N o 50- 0 4- 1 4 - 1 10-0 13-0 
15 - 4 
14- 0 
13-8 
13-·8 
13- 10 

30 Long .&Cross 

1

30!, : 26 .800 

52 I Cross ..... 1 25,000 
60 I Cross I ..... I J 7,000 Chicago, L. S. & So Bend . I nt . Closed 1907 Sin gle N o 57- 2 3- 4 4--0 10- 0 

Chicago, L. S. & So . Bend . Su b . Closed 1908 D o ubl e N o 42- 8 4-0 4- 0 8- 5 
Ft . W ayne & W. V . Trac Co. Int. Closed 1909 Single N o 55- 0 5-0 8~8 
Ft. W ayne & W V. Tiac. Co. (28). Int . Closed 1905 Single N o 61 - 6 7- 0 8- 8 
T. H . I. & E . Trac . Co. . .... I n t Closed 1908 D ou b le No 6 1- 6 11- 8½ 5- 0 9- 0 , 

H 1c ros~ 
36 Cross 
46 Cross 
58 Cross 

3 -1 
34 
33 

24 ,000 
41 000 
60 ,000 
H ,200 

26 ,2 50 49 ,550 I D ou ble J Out. H un £[ 

40 ,000 ID outle IMax Trac . 

24 ,200 
25,500 

17, 340 
16 ,550 
11 ,640 

20 ,927 
2 7, 200 
23 ,150 
29 ,170 
20,463 

2.l ,980 
26,000 
23,000 

15,700 
.l0 ,000 

26,710 

20 ,56 5 

24 ,000 
2.l ,000 

23,356 
27,247 

44 ,440 
21,5 20 
SJ ,200 
28,90 .J 
35 ,00 .J 
28, 720 

2 7,1100 

45,600 I D ouble I B rill-2 7G . 
45, SO0 D ouble M.C.B . 

35 ,200 D ouble Max.Trac . 
32 ,520 D ouhle Std .O-45 
25.180 D oub le Max.Trac. 
44 ,0U0 D ouble Taylu1 
38,000 D ouble Max.Trac. 
48,600 D oub le Brill 
46 ,400 D ou l:, le B rill 
51 ,000 D ou b le I ns.Hung 
36 ,655 D ouble Max.Trac. 

41 ,656 ID oable I Brill 
50,000 Doub le Out .Hung 
45.000 D ouble Brill -27F. 

31,200 D ou b le Max.Trac . 
48 ,000 D ouble Ins.H ung 

40 ,700 Double Brill-27G. 
36 ,500 D ouble Brill-2 7G . 
34 ,500 D ouble Brill-27G . 

48, 000 I D ouble I St.L.-4 7 

3 4,620 !D ou b le 1Brill -27G . 

50,000 I D oublP. I' Ins.Hung 
40,000 D ouble Ins H ung 

4 7, 356 ID uulJle !Curtis 
47 ,247 D ou b le Brill -2 i G . 

74 ,800 Do u ble Ins.Ht:ng 
40 ,400 Dou ble I ns .Hung 
83, 400 Double Bald -200 
SX ,500 Double M.C. B. 
09,600 Double St.L. -23 
43, 7 SO D ouble I ns. H ung 

7 5,.000 I D ouble M.C .B . 
75 ,000 D ouble :IT.C. B . 
5.l ,800 Double Brill -27E. 

... . 
75,000 112 ,000 

D .,ubk Bald .-39 8 
D ouble Bald .-.l 63 
D ouble Bald .-3 84 
D ouble I ns. H ung 
D ou ble Ins. H un;;: 

45 .oon. o9 ,ooo 
39,000 80,000 
40 ,000 100,000 
40,200 84 ,400 D ouble Std .C-80 

4-6 

4-6 

4-6 
S'- 10 

4-4 
4- 4 

4-0 
4-3 
.\-6 
.J- 6 
4-0 
4- 6 
4- 6 

4-6 
4-0 
-1-0 

4-6 
5- 7½ 

4-6 
4- 6 
4- 6 

4-6 

4- 0 

6- 0 
5- 10 

4-6 
4- 6 

6-5 
5 -6 
6- 10 
5-7 
6- .J 
5-.l 

6- 6 
o - t, 
o- 6 

o-6 
i-o 
6-6 
7-0 
t, -5 

7-0 

33 IC . I G.E -80 K -35 

33 IC. I. IG .E .-80 

33 ,C. I. l \!lest. 1011K-6 
34 F. S . W est.101 K --6 

34 R .S. West . 93 K-2 8 
33 C. I. G.E .-90 K -11 
33 C. I. West.- 49 K -10 
3.l R .S. G.E .-88 K -34 
33 R .S . West.3 10 K-27 
33 C.I. G .E - 21 9 K-35 
33 C. I. G .E .-80 K -28 
33 C. I. G .E.-21 6 K-35 

... , R. S . I W esU 101 K-2 7 

33 IC. I. IW e~t.l Ol l K 
33 C. I. ":e~, -~0 1 ~ -28 
33 C. I. v\ est. 38 K -6 

3.l , R. S. ,G .E .-80 1K-ll 
34 R .S. W est .306 K -43 

331 C. I. I G.E .-54 1 K-1 2 
3 3 C. I. G.E.-54 K-12 
33 C. I. G. E .-54 K- 12 

33 IC . I IG.E .-80 IK -28 

.l .l IC. I. I G.E .-58 I K-6 

34 I R .S 
34 R .S. 

,3 IC. I. 
.l.l R .S. 

. l-l R.S . 

.B C. [ 

.l i} R S . 

.l o R .S. 
3 3 R .S . 
J O C I 

G.E.- 21 61K 

I

G.E .- 80 K-28 

G .E .-80 I K-6 
G.E .-80 K -6 

C .E.-73 Type ~f 
\\'cst.- 89 K -28 

•

W est.1 2 1 West .M. U 

~t'st.306 \.~ est. ~f.l: 
\\ cst.112 '\\ est. ~Ll· 
W est. 101 K-11 

3 5 R. S. G.E -7.l I T ype ~l 
35 R .S. G .E .-73 T ype ~f 

34 R. S. G .E.-2l ti Typ<' M 

I 33 C s :1. 
38 .R .S. \.Yest .14~ W es t. ~Ll' 
33 C. S W est. HS H and . 
37 R. S. G.E. 205 L -·1 
37 R S. W es t. 12 1 W es t. ~L l' 
38 R .S . W esr. 12 1 W est. M.U . 
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( 22) These cars were described in the ELECTRIC RAILWAY 
J OURNAL for May I , 1909, page 828. 

(23) See ELECTRIC RAILWAY Jou RNAL for Oct. 24, 19()8, 
page 1259. 

(24) Illustr a ted in the ELECTRIC RAILWAY JoBRNAL for June 
18, 1910, page ro72. Are convertible on one side only. 

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

(26 ) Sem i-stee l bodies; rear plat fo rm inclosed with folding 
doors. Have no front platform. Described in ELECTRIC RAIL
WAY JOURNAL for Oct. 15, 1910, page 834. 

(27) Will seat 70 passengers when used as open car. De
sc ribed in E LECTRIC RAILWAY JouRNAL for Dec. 3, 19ro, page 
I I 18. 

(28 ) Has smoking ~ompartment with eight chairs. Observa
tion rear platform ; used for limited se rvice. 

(29) One motor an d on e trailer truck. Trailer truck has 31-
in. wheels and 5-ft. 6-in. wheelbase. 

(30) These car s were described in the ELECTRIC RAILWA Y 

JO URNAL for J uly 16, 1910, page 103. 
TYPES UF CITY CARS 

Four types o f city car s, closed, semi-convertible, convertible 
and open, are represented in the tab le. Closed cars with single 
sashes, either rai sed part way into pockets back of the letter 
board or dropped completely down into pockets between the 
side panel s and the inside lining, ar e being built in the largest 
numbers, but the semi-convertibl e cars, which are equally well 
adapted to winter and summer service, are displacing open and 
closed cars on many roads. Open car s have the two advan
tages o f large ~eat ;ng capacity and light weight, but they repre
sent an idl e investment for six month s in the year and require 
storage under cover when not in use. The semi-convertible 
car permit s prepayment fa re collection at all seasons of the 
year and eliminates the danger from accidents to persons on 
th e running board. T he semi-convertible suburban cars of the 
Capital Traction Company are of a type which combines the 
advantages o f cross-seats, prepayment fare collection, inclosed 
platforms and in summer as free circulation of air as can be 
had on al} open car owing to the absence of the end bulkheads 
in the ca r and the use of drop sashes in all the platform win
dows. The Thi rd 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 seat s are in an open-side sec
ti on and the remainder are in a closed section, is used in large 
numbers, both for c:ty an d inte1 urban service. This type of 
car is adapted only for mild and equable climates and has not 
been used in the Eastern or Northern States. The one-side 
convertibl e 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 again st the closed side and a 
short. removabl e section against the open side. When used as 
a closed car the short sections are r emoved 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 car s. Experience with semi-convertible cars with 
cross-seats demonstrated the feasibility of handling heavy loads 
in spite o f t he nar row aisle, and the g reater comfort of both the 
seated and standing passengers was an argument in favor of 
cross-seats. T he 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 
o f 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 



JANUARY 7, 1911.] ELECTRIC RAILWAY JOUR NAL. 

Avenue Railroad there are IO cross-seats on each side of a 
30-ft. body and folding douul e longitudinal seats are placed in 
each of the four corner s adjoining the entrance and exit door 
openings. This arrangement provi,des the maximum poss.hie 
number of cross-seats without interfering with the free move
ment of passenge rs 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 IndianapoLs 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 car s a re cut back 
about 3 in. for a di stance 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 29¾ in. to 33 in . The usual a llowance of 16 
in. of length per passenger in longitudinal seat cars compar es 
w :th a 32-in. spacing for cross-seats. There is a tende ncy to 
increase the distance between seats, especially in cars used for 
long runs on account of the greater corn fo rt of passengers. 
While a difference of I 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 fo ld '.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 thi s kind. 
From four to six passenger s may be seated on the front plat
form of a car without in terfe ring with the m otorman or the 
exit of passengers. The latest Pittsburgh car s have no front 
platform; the longitudinal seat on the left-hand side is carried 
forward to the . extreme end of the car and the motorm an 1s 
separated from the passengers only by a pipe railing. 

PLATFORMS 

Before the introduct:on of the prepayment method of fare 
collection the ordinary length of platforms on closed cars 
varied from 4 ft. to S fl 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 r equire platforms longer than 6 ft . The all-steel, 
single-end, pay-as-you-enter cars put in service in Montreal in 
1907 had rear platforms 9 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 m ay be 
mentioned the single-end pay-as-you-enter cars of the Detroit 
United Railway with 5-ft. 10-in. platforms and the J acksonvi lle 
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
with;n cars are S 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 r ecent 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 bo~ted together with 
spreaders t o form a shallow truss, while another builder uses 
riveted p"late girder knees. 

The arrangement of platform steps, doors and gates, parti 
t:on 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 lar gely governed the 
design of platforms. The patent situation with r egard 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. 

CAR FRAMING 

In nearly a ll of the recent types of double-truck cars more or 
less stee l bas been used in combination with wo odtn mernuers 
for the underfrarning and body framing below th e window sills. 
A ll -steel construction has n ot yet been developed to the point 
where it can compete in fi rst cost and low weight with wooden 
construct :on reinforced with steel. Unlike a steam railroad 
car body, a street car is not subjected to severe draft stresses 
which mu st be transmitted from end to end through the under
framing, nor is it necessary to provide great strength against 
co lli sions. On the other hand, it is subjected to severe longi
tudinal stresses due to the rapid and constant accel eration and 
braking, and a lso to severe transverse stresses when pass ng 
around sharp cur ves. 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 gr eate r st i ffness for the same or less weight. \Vbere 
drop sash are used with wood side panels this result is ac
complished by introducing a thick steel plate, ro in . to I2 in. 
wide, to r einforce the side sills. Overhang and drop truss rods 
are also employed to stiffen the car side. Diagonal braces in 
the fl oor framing ar e essential in street car construction owing 
to the cross-bending and twisting stresses se t up when running 

UNIT WEIGHTS 01; CARS. 

RailwayCompany. 
CLOSED. 

Birmingham Ry . , Lill ht & Power" ..... . 
United R. R., San Francisco ........... . 
Denver City Tramway, 4-m otor ........ . 
Denver City Tramway, 2-motor ........ . 
Washington R ail way & Electric Co ..... . 
J acksonvilie Electric Co ............... . 
Georgia Rail way & Electric Co ......... . 
Georgia Railway & Electric Co* .•....•.. 
Chicago Railways ..................... . 
Springfield Consolidated R ailway* ...... . 
Ft. vVayne & Wabash Valley Traction* .. 
Indianapolis Traction & Terminal Co ••.• 
Detroit United Railway •... ..•... •..•.. 
United Railways, St. Louis .......•..... 
Public Service Railway .•.............. 
F. J. & G. Railway .••.•.........•.•.•. 
Metropolitan Street Railway ........... . 
Cleveland Railway .....•.........•... , . 
Philadelphia Rapid Transit. ...•.......• 
Tacoma Railway & Power Co .........•• 
Milwaukee Electric Railway & Light Co .. 

SEMI-CONVERTIBLE. 
Capital Traction Co ...•................ 
Capital Traction Co ...................• 
Chicago & Milwaukee Electric Railway .. 
United Railways & E lectric Co ......... . 
Boston Elevated R ai lway •.............. 
Boston & Northern Street R ailway ..... . 
Grand Rapids Railway ................ . 
T win City R apid Transit .............. . 
Brooklyn R apid Transit ............... . 
R ochester R ailway •.•............•..•.. 
Syracuse R apid Transit Rai lway ....... . 
Third Avenue Rail road .. ... .. ... ..... . 
P ittsburgh R ailways ................... . 
San Antonio Traction Co .............. . 
Utah Light & R ai lway Co ............ . 

OPEN AND CALIFORNIA TYPE. 
Los Angeles R ail way (Cal.) ........... . 
~ ortt>ern Electric R a ilway (Cal.) ..... . 
Northern Electric Railway (Ooen) ..... . 
Boston & Nor thern Street R ailway ..... . 
Coney I sland & Brooklyn . ......... ... . 

"Single-trn ck cars. 

Weight 
per S eat. 

83 I 
11 0_:; 

7 38 
689 
79 'i 
757 
9 57 
71 2 

13 24 
6 78 
628 

1012 

973 
993 

I I JO 

1158 
808 
834 
945 
622 
960 

934 
1 20.l 

1 000 
1000 

1019 
107 0 

9S I 
923 
97 5 

I I 56 
I 24 2 

763 
84 2 

l0l8 

1090 

817 
817 
35.7 
517 
386 

\Vt. per Ft. 
o f Ler.gth. 

820 
1 125 

8 74 
816 
838 
8++ 
830 
632 

1078 
55 0 
627 
931 
9 89 

10:;o 
984 

1096 
8 09 
800 
8,9 
780 

100 0 

820 
1100 

10s9 
960 

1098 
1083 

736 
998 
9 20 

1092 
1162 

8;;4 
1028 
914 

1090 

816 
915 
761 
886 
643 

Wt. per 
S<1. Ft. 

95 
126 
107 
100 
IOI 

9 8 
1 0 2 

78 
13 I 
69 
73 

I IO 
I 19 
I 17 
115 
129 

98 
100 
I 13 
I 12 
I 17 

97 
126 
124 
118 
127 
128 

81 
I 19 
I I 5 
13 I 
137 

98 
128 
I 12 
128 

99 
I IO 

94 
98 
74 

around sharp curves. Some c_ar 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 corner s and hold the fr aming square. 

A comparatively recent development in car body framing is 
the use of cast-steel body bolsters. The loads carried by the 
side fr aming 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 di scus5 ion on car 
framing in which several principles of design were giv en. 

The problem of reducing the weight of city cars is still 
abso rbing the attention of car builder s. Progress is being made 
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in the direction of eliminating unnecessary weight in the in
numerable small par ts not subj ected to severe stresses rather 
than in the pr incipal 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 furn ished data which have 
never before been in the hands of the designers of cars. Even 
the car builders did not know the weight of th~ 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 t rucks and electr ical equipment in most cases exceeds the 
weight of the body. T here is an opportunity fo r reducing the 
we;ght of these par ts also. 

Compari sons of car weights should take into account condi
tions of climate, schedules and t rack. T he 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 weigh t 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
spect ion of the table. The weight per seat for closed car s 
var ies from 622 lb. to 1324 lb. Single-truck cars weigh per 
seat nearly 40 per cent less than the ave rage for double-truck 
cars, while open cars weigh as low as 357 lb. per seat. The two
motor and fo ur-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 strik ing 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 

Sixt ee n app lica tions have been made t o Pa rliam ent fo r 
powe r s to es tab lish t rackless electric railways in va rious 
localit ies throughout Great Britain. Some of these proposals 
ar e from local au th ori ties, some from existing t ram way 
com panies and others ar e from companies fo r med expressly 
to bui ld trackless lines. Leeds, Bradford, Sheffie ld and 
Newcastle have already received pe rmission t o operate 
trackless t ramways and powers are being sought by th e 
Nor thampton Corporation, Halifax Corpo rat ion, Malve rn 
Electr ic Trac tion Com pany, Matlock District Railless Trac
tion Company, Brigh ton, Hove & Preston United O mnibus 
Company, Aberdare Urban District Council, t he l\faccles
field & District Ra illess E lect ric Tract ion & E lectricity 
Supply Company, Rotherham Corporation, the Cr oydon & 
Southern District Ra ill ess E lec tric Traction Company, 
Newcastle-upo n-Tyne Corpo ration, the Western V alleys 
(Mon m outhshire ) Railless Traction Company, the Ro ther
ham, Maltby & Dist r ict Rai ll ess E lect r ic T raction Com
pany, th e Oldham & Saddleworth Distric t Electric Raille ss 
Traction Company and the Chiswick Urban D ist ri ct Council. 
At present no trackless trolley systems are ope rat ed in 
Great Britaiff. 

---... ·♦·----

Attorney-General O'Malley, of New York, after reviewing 
the work of his departme nt du r ing the yea r , r ecom men ds 
that power to equalize spec ial fran chise asses sm ents should 
be given to the State Boar d of T ax Commission ers , t hus 
rendering it unnecessary to app ly to the courts, the latter 
having decided that special franc his e a ss essm ents must be 
equalized at the rate at which local r eal p rope rty is assessed. 
Mr. O'Malley also urges an amendment t o th e tax law pr o
viding that the occupation of a highway by a public service 
corpo ra t ion shall be p r ima facie evidence of the ex is tence 
of th e spec ial fra nch ise. 

THE AMERICAN ELECTRIC RAILWAY ASSOCIATION 

BY ARTHUR W. BRADY, PRESIDENT 

T he 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 
2.s partially electr:fied steam railroads. It owes its existence to 
the principle o f • ~a-operation that has played so large a part 
in the advancement of the material growth and prosperity of 
this continent. The prin cipal questions con frontin g the elec
tric railway in dustry in policy, management and operafon are 
much the same north and south, east and west. The trend 
of even ts is to increase the ·similarities, rather than the di
ve rgencies, in these questions. It is obvious that the sub
stantially identical problems constantly presented for solu
tion at points hundreds or thousan ds o f miles apart 'can be 
solved most wisely and permanently through the co-operation 
of all a ffected by them, so that the conclusion reached by one 
management may represent the combined thought and experi
ence o f many. The American Electric Railway Association is 
intended to afford the opportunity fo r this necessary co-opera
tion. T he measure of its success is the extent to which it has 
furnished and is furnishing this opportunity. 

T he objects of the association are largely accomplished 
through its affili ated associations, the E ngineering, Claim 
Agents', T r ansportation & T raffic, and Accountants' asso
ciat=ons, which deal with practical questions affecting all 
branches o f electric railway operation. The high quality and 
the amount of work which these associations have done in 
the pas t demonstrate the standard which these bodies have 
set fo r themselves. The work planned by them for the coming 
year will open up some new fie lds and add to results ac
compli shed in old ones. 

The wo rk of the parent association is naturally of a dif
fe rent character from that falling within the scope of the 
affili ated 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 
n lations between the electric railway industry and the public, 
and, on the other hand, with those internal concerns of elec
tri c railway management which affect the business as a whole, 
r ather than some particular par t or department of it. 

A brief referen ce to part of the plans which have been laid 
fo r 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 te rms of franchi ses, without 
which electric railroads cannot exist, and to the kind, extent 
and method of public regulation. T he determination of all 
such questions under a popular form of government depends 
finally on the views which the public shall adopt concerning 
them. T he 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. 
\ i\Tar in industrial affairs is to be deplored almost as much as in 
affairs of state. In either case victory is determined by force, 
not reason and justice. There is no reason fo r 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, r eal or apparent, of earlier years , terided 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 o f 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 mutual 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 fo rmation o f cor rect views 
on all matters relating to franchises and regulation wi ll 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 publ ic relations. It is expected 
that part of the result s o f 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 wer e 
decided to be of sufficient importance to requi re the appoint
ment of additional committees to consider them particularly. 
One of these subj ects 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 ra ilway properties. T he burden of 
taxation is a heavy on e fo r 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
mitt~e to give it attention. The commi ttee has been named, and 
the plans for its work are being laid. 

The other su.bj ect referred to is that of the proper basis for 
the determination of rates and fares . T h is 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 o f matters at 
the national capitol which the committee on in terstate 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 In terstate 
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 matte rs 
of federal legislation, attention must be given to the two com
missions authorized at the last session of Congress, one to 
deal with the regulation of capitalizat:on 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 o f such companies is now 
large, an d even those not subj ect to the interstate commerce 
acts have an interest in legislation o f this character, for it is 
likely to serve as a model for State legislation. 

Another item of gener al 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 durin g the year, and it is hoped that 
some real progress will be made. 

T he highly practical value of the ·work which the associa
tion has already done thrnugh its committee on in_surance is 
generally recognized. This committee will continue its ef
fort s, 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 train ing of employees. It is 
well und erstood that opportuni ty exists for the accomplishment 

of va luab le 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 
wh:ch have this work in charge wi ll continue to give it atten
tion with a view to reaching practical results. 

J n all of its work the American Associat:on is proceeding in 
a spirit of close co-operation wi th the various State and dis
trict associations. T hese associations and the American As
sociation have but one common purpose-the advancement of 
the electric ra;lway 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 var:ous 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 represen tative character of this committee brought 
about by the practice referred to. 

T he 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 
associate members. The committees on active membership and 
associate membership respectively are planning active cam
paigns, and by the next convention the associat:on should be 
more nearly representative than ever before of the entire elec
tric railway industry of the United States, Canada and Mexico. 

Last Januaryjl fo r 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 th is year, and Jan. 27 has been 
fixed as the date. T he sessions at this con fe rence are executive 
in character, and the opportunity is presented to discuss freely 
some of the more important questions relating to electr ic rail
way companies. T he success of the conference last January 
demonstrated the wisdom of the innovation, and all signs point 
to a meeting fully as successfu l 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. 

It 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 Ri jos de Francisco Gambus Solex has applied 

to the Governor of Barcelona fo r author ization to build an 
electric station for the supply of light and motive power in 
Olesa de Montser rat and to a factory in Monistrol. T he "Linea 
de Barcelona al Valles" is the title of another Barcelona com
pany just formed to construct t ramways for linking the towns 
named. A third Barcelona company, styled "Ia Sociedad de 
Tranvais de Barcelona a San Andres," is seeking a concession 
to build an extension to San Andres from the Horta terminm 
of the Barcelona to Horta electric line. 

---•♦·•---

Governor Marshall of Indiana presented his address to the 
State Legislature on J an. 3, 1911. T he only recommendation 
by him which affects the. electric railways relates to the ad
visabi lity 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 Ameri can E lectri c Railway 
Association and its affi liated associations have been progressing 
wonderfully, an d in no case is thi s progress more noticeable 
than in the Engineering Association. T he work done and 
the res ults produced have increased in volu~e and va lue to 
such an ex,ent 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 
othe r wise ) some very radical departure from present methods 
fo r 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 befor e the associati on, among them 
the matter of laying out defin ite lines of procedure fo r 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 ou t 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 
stri ctly the outlined procedure, and should therefore be even 
be tter than that o f last yea r. 

T he matter of ratifi ca tion of standards and recom mended 
practice by the American Association by letter ballot instead 
o f by acclamation on the fl oor o f convention is a step which 
is in line with the best practice of older associat ions, and 
should inure to the benefit of all concerned. 

T he American Association and its affiliated·b odics stand fi r sl 
of all for th e advancement of th e electri c_ r ailway industry, 
and from this viewpoint welcome most heartily the various in 
qui ries and St1gges tions which have come to them recently fro.11 
,i mil ar national or State organizations and contemplate the co
operation with them of this association. J oint interest estab
lished along the broad lines of betterment of the industries so 
repre!'cnted cannot but \\"Ork to the a<l \' antage of the organi za 
tions concerned. The American Electric Rai lway Engineering 
Association may be relied upon to co-operate fully on any sub
ject so fa r 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 
accompli shed by a closer relationship with other like assoc ia
tiom, cannot be questioned. 

A glance at the work fo r this yea r as laid out shows that it 
inclµdes the investigation of some ve ry important subj ects, and 
the personnel of the various standing and special committees is 
assurance that the iuvestigations 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 
~s a mos t important move, and makes possible the opportunity 
fo r 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. Thi s year the 
additional appointments were made for one, two and three 
year s' ~enice. Thi~ arrangement retires three committeemen 
each year. and the three new appointments in futur e years will 
be made for three years each. 

The appointment on committees of associat e members who 
may not be connected with member companies has resulted 
in benefit to th e 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 

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 whi ch each of the affliated associations will have its 
own comm ittee on associate membership, should noticeably 
increase the effi ciency o f this branch of the work. 

T he engineering associati on was never in better condition 
than now to prod uce the best results with its organization: It 
1s safe to say that it has before it thi s 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 se lect the important matters and to 
treat them rapidly enough and with sufficient care to make 
the conclusions both valua ble and timely. It is only by broad
nes s of view, co-operati ve effo rt and business methods that 
th is can be accomplished, and th ese conditions we are more 
nea rly approach ing each year. T hi s year will, without ques
tion, add its fu ll share o f advancement to the total progress of 
the E ngineering Association. 

----·•·•-- -
THE AMERICAN ELECTRIC RAILWAY ACCOUNTANTS' 

ASSOCIATION 

BY WILLIAM H. FORSE, J R. , PRES IIJ EN-T 

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 A ccountants' Associa
tion of America was organized. T hi s was th e predecessor of 
the organization known since the Atlantic City convention of 
1910 as the American Electri c Railway Accountants' Associa
tion. The arch which spans the yea rs between may be said to 
represent the development of st reet and interurban railway 
accounting in America. At that firs t meeting the organizers 
wisely selected as the keystone of the arch , "A Standard Sys
tem of Accounts and Fo rm of Report." This keystone has 
well ful fi ll ed its pu rpose by ser ving as a strong center about 
which are grouped the other features of the association work. 

The associ ation's committee on standa rd classification of 
accounts and fo rm of report has rende red valuable service 
during the past decade. It has as sisted the electric railways of 
the country in br inging order and uni formity out of what was 
fo rmerly chaos in records and account s. T he committee is still 
ac tively engaged in const ructi\' e work. \Vh en the Interstate 
Commerce Commission was preparing the classifications 0°f 
electr ic railway accounts which became effective on Jan. I, 

1909, the committee was in session for <lays at a time with rep
resentatives of the commi ssion, and the commission makes 
acknowledgment in its printed classifications of the aid ren
dered by the committee in fo rmulating these systems of ac
counting. 

A s an outgrowth of the committee's assistance in the prep
a ration of the Interstate Commerce Commi ssion classifications 
there is at present a permanent working arrangement between 
th is association and the commission. The arrangement pro
vides that when any electric carri er submits a question under 
the classifications o f the commission the question and the pro
posed reply of the commi ss ion shall be fir st submitted to the 
members of the classifica tion commi ttee. Each member of the 
committee considers the question and if any inconsistency or 
unreasonableness is manifest in the proposed reply the sub
ject is fu rther di scussed and a unanimous opiniop. agreed upon 
before the reply is fi nally sent to the railway and the case em
bodied in the offici al bulletins of the 'commission. The arrange
ment ha s resulted in decisions which are practical rather than 
purely technica l. Every r ailway 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 joiritly 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. A t 
ti1e 1908 convention the president of the E ngineer ing Associa
tion delivered an address on the relation between the enginee r 
ing and accounting departm ents which indirectly brought about 
the appointment of this committee. The r eport presented by 
the committee at the 1910 convention treated in an able manner 
the subject of cost accounting as expr essed by subdivisional 
accounts, shop order s and the detail fo rm s and records in con
nection therewith. The committee has been enlarged a nd con
tinued during the coming year, and it will continue to accu
mulate data of value to the member compani ~s of the associa
tion. Powe r costs, shop records which shall provide re li able 
units for ascertaining costs o f r epa irs, and the broad field of 
manufacturing cost, with dt:e rega rd t o ove rhead charges, are a 
few of the studies which will probably engage the attention of 
the committee. 

At the first convention o f the Transportation & Traffic As
sociation, which was held in 1908, a paper on the subj ect of 
"Freight and Express Traffic" was presented and di scussed. The 
importance of uniformity in accounting fo r the revenue and 
expense of this service was at once r ecognized and much in
terest was manifested in considering the bases fr om which to 
arrive at the proper conclusions. The same subject was dis 
cussed in the 1909 and 1910 co nventions of that association and 
it has been constantly rea li zed that the subject is one of great 
importance. In view of th e experience of the steam railroads 
in endeavoring to secure adequate cost recor ds 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 ;uriving at the real cost of hand ling 
freight and express traffic on electric railway lines. N everth e
less, it is a fact that if a uni for m plan is agreed upon and con
sistently adhered to by the numerous electric r a ilways engaged 
in this business, it will greatly assist the own ers an d executive 
officers in making comparison yea r by year of widely separated 
properties operating under different conditions.· To gather all 
possible data upon this subj ect a joint committee composed of 
three members o f the Transportation & Traffic Association and 
a like number of accountants has been appointed with in
structions to prepa re 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 t raffic. 

The work of the joint committee will no doubt be faci lit ated 
by the special investiga tions 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 impracticab le and 
of little worth to m ak e comparisons of costs per car mile 
and reven ue per ca r mile without taking in to consideration the 
varying fact o rs 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 sing le-truck small-town car o r by a 
modern prepayment type ca-r of the large city cannot be in
telligently compared unless tonnage and o;her features are 
taken into consideration. There must also be con sidered 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 
preparati on o f such statistics. 

The interu rban lines wlJich exch an ge t raffic, both frei gh t and 
passengers, have received particular a tt ention from the com
mittee on interline accounting, which presented a report at the 
1909 conven ti on outlining a system of accou nting fo r interline 
transactions. T he committee has been continued for the com
ing yea r and wi ll take up the new problems which arise in con
nection with this subject. Attention w ill also be g iven to de
tails not m entioned in the 1909 report, which was a general 
treatment of the subject. 

It ha s been the policy of thi s association to study some pha ses 
of accounting through the appointment of committees, while 
other subj ects a re treated in the form of pap ers prepared by 
accountants who are qualified by experi ence to present valu
able ideas. It ha s also been occasionallv fo un d advisable to 

invite persons ou tside 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
s iderab le interest to accountants and may be di scussed at the· 
next conve ntion. Two of the papers which were read at the 
last conventi on had not been printed for distribution at the 
convention, as is customary. These were the papers entitled 
"Accounting Features of the Cleveland St reet Railway Fran
chise," by Henry J. Davies, sec retary Cleveland R ailway Com
pa ny, and "Census and Electric Railway Statistics," by W . M. 
Steuart, ch ief stat istician for manufactures, Bureau of the 
Census. The papers contained so many valuable data that they 
have , since been publi shed in one pamphlet and distributed to 
members of the association. 

Our execu ti ve committee will meet during the latter part of 
January and unti l 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 acco,.mting of a small 
property will be interesting, because of the ingenuity required 
in s impli fyi ng 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 E lect ri c Railway Accountant." 

---... ·•··----
THE AMERICAN ELECTRIC RAILWAY TRANSPORTA

TION & TRAFFIC ASSOCIATION 

BY H, C. PAGE, PRESIDENT 

The outl ook fo r the work o f the Transportation & Traffic 
Associa tion in r9r r is most attractive. Although the associa
ti on. is in on ly the third year of its existence, the importance 
of its field is being widely recognized, and the large and 
enthusiastic attendance upon its meetings at th~ recent con
vention of the organization demonst rated many possibilities 
of usefulness to the industry as a whole. A n excellent start 
in the coming year's activities has been made by the executive 
committee, which met in the gener al offices of the association 
in New York on Nov. 22, nearly six weeks ahead o f 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, an d the subdivision of duties among the variou s com
mittees of the organization was dilscussed in considerable de
tail. The executive committee desires to keep in the closest 
touch with th e work of a ll topical committees and from the 
beginning has exercised a gen era l direction of activities which 
will unquestionably tend to bri ng about positive results through 
the co-operation of those responsible for the detailed investi
gation 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
gat ing in a broad way the many pressing and interesting 
problems connected with the safeguarding of traffic. In con
junction with a cor responding committee of the Engineering 
Association, the commi ttee wi ll make a thorough study of 
systems of signaling an d dispatching in present use on high
speed electric railways throughout the country, including inter
urban, suburban. elevated and underground lines. Doth auto
matic and manually operated block signaling are to be r eviewed, 
and a special effort will he made to set forth the principl es 
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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 rai lway 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 J ersey. The ad vantages 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. T he 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 
electri c railways, in view o f the extensive discussions which 
have centered around the development of pleasure riding, ex
cursion business and extrao rdinary demands of one kind and 
another upon the opera ting organization and its equipment. 
The executive committee feels that there is an opportunity 
here fo r 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 
genera l. 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 
vita l necessities of modern life in the public mind. 

COJIIMITTEE 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 o f the electric railway as a common carrier 
within the special fields in which its rap idi ty, 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 result s 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 fr ee development 
of the service 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 regulat i'ons 
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 furthe r into details than was possible in the report of 
the committee on freight and express traffic to the 1910 con-

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 withiri a comparatively few years, and the 
importance oi 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 thoi::
oughly appreciated by the 1910 committee. 

COMMITTEE ON TRANSFERS A ND 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 practiq~ 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 return upon the investment in the 
properties justifies the expenditure of a large amount of time 
and energy up on it. 

, COMMITTEE ON TIMETABLES AND SCHEDULES 

The wo rk of the past year wi ll 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 mea l 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 transpo rtation employees 
will constitute th e foundation of this committee's work in 
1911. The impo rtant 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 se rvice from the strengthening of weak spots 
in the selection and training of car service employees. 

COMMITTEE ON INTERUR!lAN RULES 

P repaym,ent car se rvice will occupy a prominent place in 
the discussions of this committee, and an effort will be made 
to fo rmulate suitable rules governing trainmen on interurban 
lines who may be charged with the handling of equipment 
of this particular type. Conferences ~ill be held by the com
mittee with the committee on city rules, with a view toward 
eliminating points of c"onfl ict in the regulations of op'etating 
companies. The impo~fance of governing all trainili~n in the 
same general territory by rule,s . which are consistent with a 
given operating policy is almos{ =' s~lf-evident.'' Another con
ference session ' is planned for the committee 

I 
with a commit

tee of the A merican 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 t"his type of rolling stock than was 
accorded it by the previous committee. 

CO NVENTION MATTERS 

The writer _desires to express bis commendation of the 
plan of stimulating the growth o f membership through the · 
activity of the branches of the parent organization. T he 
benefits which an associate member obtains fo r a nominal 
sum are very great. P resident 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 fa r beyond the cost to the associate 
member. 

In conclusion, the writer desires t o emphasize the impor 
tance of the member compani es 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 meeting~ 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 par ts 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 wiliing to do all that they can to insure the 
highest possible return on their investment. This means that 
officials should be permitted to take sufficien t t ime from their 
regular duti es to per fo rm 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 manage r of one of the bi~ t reet f ailway systems 
remarked to a fri end at the last A tlantic :..G_ity f onvention: " If 
you want to get on a live wire, drop in at one of the Claim 
Agents' meetings." Had his friend acted on the suggest ion he 
would have fo und 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 result s 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 gett ing 
together o f a handful of men at St. Louis in 1904, there was 
apparently not a sing le absentee at any of the meetings. Could 
the executi ve offi cers of all the street r ailway companies of 
the country have attended one o f our meetings, as did th e 
general manager referred to, I am s~re that each company 
would have at least one claim department representati ve at our 
nex t convention. It is a significa nt fact that pr actically all o f 
the claim agents who have been regular attendants at ou r 
conventions and have gone into th e 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 

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-clay look upon the expendi tures fo r 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. T o do this he must 
come in personal contact with the other men in his calling. 
T herefore, I cannot too strongly urge those claim men who 
h2ve not attended our meetings to make every effort to join 
us in our r9II convention. After they have once attended I 
am sure they will be with us each year therea fter. 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. 

T he papers read at the last convention and the di scussions 
the reon were not only ex ceedingly interesting to members of 
our association, but at tracted 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 ea rly in the year so that plenty o f opportunity was 
given for careful study and the gathering of data. T he 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 o f permanent value to u s all. 

Our association has endeavored to secure beneficial r esult! 
fo r it s member ship along a number of different lines, but it s 
most conspicuous effor ts 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. 
T he fo rmer has al ready given results of inestimable value in 
reducing casualties and incr easing the efficiency of employees. 
W hen more fu lly developed through the general co-operat ion 
of the member companies the index or reporting bureau will 
without a doubt be the di rect cause of substantial reductions 
in claim ·expenditures. 

A great deal has been said in our conventions and a number 
of interest ing an d instructive papers have been written on 
accident prevention an d 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 . J ohnson, of Philadelphia. 
Although others have done some work in this direct10n in 
recent years, he was apparently th e fi rst to tak e it up in earnest 
and make a compreh ensive study of it , and many of hi s methods 
were entirely new. T he results which he obtained in . increas
ing the effic iency of employ~es, r educing 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 fo r many years the claim agent's 
dream, but ways and means of establishing it we re 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 1904 and 
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organized what is now the Claim Agents' Association. Nothing 
co11c rete was accomplished, however, at that time, as we were 
then nut conn ec~ed with the American Street & Interurban 
Railway Association, and our members lacked the full support 
of their employers. A fter our association was affi liated with 
the parent body, the proposition began to tak fo rm . Each 
year the des irability of a central reporting bureau which would 
be ava ilable to eve ry 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 year s 
point with pride and with sati s faction. All along H. R. 
Goshorn, gene ral claim agent o f the Philadelphia Rapid Tran
sit Company, had taken a most active part in promoting the 
pro ject, and naturally when a committee was chosen in 1908 to 
look into the matter he was put at it s head. He devoted a 
g rea t deal of time to a study of th e situation, and it was 
th ro ugh his e fforts that the officers of the parent body became 
interested and were per suaded to give it moral and fin ancial 
support. 

l\fr. Gos ho rn , as chairm an o f the in dex comm ittee, r eported 
t ri the 1909 convent ion at Denver that it would be more feas ible 
and practicable fo r us to accept a very reasonable propos ition 
made by the well-know n and long-establ ished H ooper-Hol mes 
In fo rmati on Bur'eau, of New York City, than to a ttempt to 
establi sh and maintain a bureau entirely o f our own. Aside 
from the ques tion of economy, a g rea t incentive fo r accepting 
the H ooper-H olmes se r vice was the fac t that it had fo r many 
years maintain ed a bureau including practi cally all the acc i
dent in surance companies, mos t of the steam railroads and 
many of the t rolley compani es, thus covering the enti re count ry, 
and that fro m these companies it already had in its fil es 
over r ,500,000 names of pe r sons who had presented claims in 
accident cases. T he proposition of thi s bureau was that , pro
viding the pa rent body would contri bute $500 per annum, the 
bu ~e au would ind ex all cla ims repor ted to it at the r ate oi 
5 cents each and would report immediately any dupli cates 
found, giving the names of the compa nies aga inst whi ch claim 
or claims had been presen ted. T he cla ims we re to be r eported 
by the va ri ous roads direct to the secretary of the A merican 
E lectri c Railway Associat ion ( H . C. Donecker, No. 29 \Vest 
Thirty-ninth Street, New York City), who would , in turn. refer 
them to the bureau, the bureau to look to the sec retary fo r pay
ment. The secretary , in hi s turn, woul d bill pe riodically th e 
companies reporting. The parent body looked so favo rably 
upon th e proposition that the executi ve committee voted to 
subscribe the $500 per annum. The proposi tion apprond by 
the Claim Agents' Associati on was accepted by th e parent body, 
and the bureau is now in active operat ion. A ny claim agent , 
or other cla im representative of a member company, can now 
report hi s claims to the sec retary, g iving claimant's name, age, 
resi dence, occupa ti on an d date of accident, and he will imme
diately be notified if duplicates are found showing that any 
claim ant has previously been r eported as having had a claim 
or a damage suit. 

To mak e thi s reporting service a complete success, ev ery 
_personal in jury claim must be r epor ted. It should be. and by 
thi s system can be, made almost impossible for a duplicate 
cl aim fo r per sonal injury to be made in this country against 
a street r ailway company without the various companies inter
ested being immediately acquainted with th e fact. This sounds 
like a big and expensive proposi t ion, but, on the contrary, when 
analyzed it is found to be ext remely sim ple and surprisingly 
inexpe11 sive. The Public Service R ailway Company of N ew 
J er sey, whi ch I represent, has r eported eve ry personal injury 
claim presei'1ted for. more than a yea r past, and although our 
system is a large one, as we cover practi cally all of the State 
o f N ew Jersey, I have found th e task of reporting all our 
claims very simple. It involves but a few moments' work 
each day and the cost is t ri fl ing compared with the excellent 
results obtained. To demonstrate how inexpensive it is, figure 
all your personal injury claims for a year at S cents each. 
You will fi nd the total less than you often pay to dispose of 

one unimportant claim. For the smaller roads the amount is 
Yery trifling. In considering this proposition the accident 
faker, so-called, plays a small part, for there are few such, but 
there are a g reat many among the traveling public and those 
pe r sons who migrate who have been paid by some corporation 
fo r injuri es real or feigned, and in the event of their meeting 
with other accidents they are almost sure to attempt to palm 
off 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 al togeth er and invariably reduces it to a minimum. 

Of course the longrr this bureau corrtinues the more valu
able it wi ll be to us, but from the ve ry start it has proved it
self to be an exceedingly good investment. The companies 
who have already taken advantage o f 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 a re many other questions bearing on our work that 
I should like to d iscuss, but lack of space forbids. I wish, 
however, in the few remaining lines a llotted to me earnestly to 
urge all claim men to co-operat e heartily with one another 
whenever and wherever possible. If you have witnesses to 
loca te, claim s 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 r equests to put fo rth 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 th e work will be more satisfactorily 
handled by the loca l men acquainted with the territory, con
ditions and people. Whenever in you r travels you find your
self in a brother claim agent's territory, look him up and get 
acquainted. You will find yourself better o ff for having done 
so. Give th e vari ous committees and th~ individual mem
bers o f our assodation to whom sub jects have been assigned 
all the help you can in their work. By all means make every 
effort to attend our conventions. It wi ll g ive you new life 
and con fi dence to mingle wi:-h the boys assembled there from 
all parts of America. You will not only profit by hearing the 
pa pers r ead and di scus sed, but you will have n o trouble in get
ting some of the boys aside between sessions and threshing 
out · the problems that have been troubling you most. I am 
su re vou will leirn something worth while, ce r tainly more than 
enou~h to compemat i for the expen se o f the trip, however 
long it .may be, and fo r the loss of your services at home 
fo r a few days. 

- ---•· .. •-- - -

PAYMENTS UNDER CORPORATION TAX LAW 

The annual r eport o f R oyal 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 excise tax paid by cor por ations. The total taxes paid 
are divided into fi ve classifications as follows: Class A, finan
cial and commerci al, $2,663,419; class B, public service, $6,-
299,046; class C, industrial and manufacturing. $9,130,896; class 
D, mercantile, $1,731,208; class E, miscellaneous, $1,135,214; 
total $20,959,783. 

The public service corporations included .in Class B com
prise the fo llowing classes of properties: Railroad, steamboat, 
fe rry boa t 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
ceive d 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 $r 4 472,398,-
675. The net income of such companies for the year was $8o8,-
96o,65r. . 
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ELECTRIC TRACTION IN GREAT BRITAIN 
BY A SPECIAL CORRESPONDENT 

T he year 1910 has not, on th e whole, been a bad one for 
electric traction in thi s country. T he weather, that a ll -impor
tant factor in regard to earnings, th ough not by any means 
ideal during the yea r, wa s better than in e'th er 1909 or 1908, 
and the various report s pub lished by undertakings all over the 
country tell of in creased gross earnings. Trade also ha s im
proved, and i f the Board of Trade return s are tu be taken as 
an index it would seem that we are in for better times. The 
very fi rst to fee l the effects o f tr ade revi Ya l are invariably the 
country's t r amways. 

Owing to the unsett led polit ical conditions, very few new 
promotions were recorded, mos t systems being sa t isfied to 
apply for small ex tensions 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 E ngland qui te a respectable additi on. 

The first. overhead line in Great Br itain was 6pcned in 
Leeds in J anuary, 1893. 

STAfL' S OF EXI STING 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, 1679 mil es are owned 
by local authorities and 846 mi les by pri vate companies. The 
original purch asing pe ri ods un der the T ramways 1\ct of 1870 
are in many cases nearly reached, a nd th ese figures are like!:, 
to be changed in the nea r future in favor of municipalities, 
although a big fie ld still r emain s open fo r pr ivate enterprise, 
by way of j oining va rious systems and ex tending urban 
tramways into country districts. 

T he largest system in the kingdom is that owned by the 
London County Coun cil, with about 130 mil es of route ; next 
comes the M anchester Corporation system with over IOO miles, 
and- next the Glasgow Cor por ation system with about 95 miles. 

The London County Council opened its fi r st line from Vv est
minster Bridge to T ooting in 1903. From tha t time onward 
it gradually acquired lines fr om the old London Street Tram

. ways, the North Metropoli ta n Tramways, the London Tram
ways; the South Eastern Metropolitan Tramways, the South 

: London · T ram ways, the London, D ept ford & Greenwich 
Tramways, the London, Camberwell & Dulwich Tramways, the 
Woolwich & South East Loridon T ramways, and the London 
Southern Tramways. Th ese are being gradually electrified, and 
the lines now owned by th e Council consist of about 75 miles 
on the conduit system, about IO mil es on the overh ead system 
and about 45 miles of horse tramways, including lines in 
process of r econstruction. 

The generating station was partly opened in 1906 and ex
tended in 1909. Th e plant incl udes four vertical hori zontal 
reciprocat ing engines, coupled to th ree-pha se alternators of 
3500 kw capacity each, and fou r three-phase turbo-a ltern ators 
o f 5000 kw each. Substations are scattered all over the dis
tri cts, provided with moto r generators of a total capacity of 
43,100 kw, which change the current to 550-volt direct current. 
The Council has abom 1200 cars; the revenue in 1909 was 
£1,539,434. The car mi leage run was about 32,000,000 car 
miles · and 345,000,000 passengers were car r ied. 

One of the features of the year 1910 as regards tramways 
is the fact that the first lines on the trackl ess trolley system 
were sanctioned by Parliament. In 1909 a large number of 
municipal corporations and companies had applied fo r powers 
to run trackless trams. But, as th is was a nov elty and the 
powers that be had apparently not come to any definite de
cision in regard to the procedure to be adopted, the bills were 
withd rawn and noth ing was done. During 1910, however , the 
town s o f Leeds and Bradford obtained th eir powers, and a 
considerable number of other s ar e now fo llowing suit, includ
ing Newcastl e, Hali fax, Northampton, Brighton and Rother
ham. 

It is not generally recognized how complete a network of 
tramways has gradually developed in certain di st ricts, and as 

an illustration of -thi s it may be stated th at a passenger can 
110w ride uninterruptedly by tramcar from Liverpool, through 
Manchester, as far as Leeds. 

Another interes ting feature of the times is the superses:,,ion 
by the trolley sy:,, tcm of other fo rm s of electric tract on where 
these existed . At Torquay the Board of Trade has quite re
cent ly agreed to the removal of the existing surface contact 
system, and the ovnhead system is in course of construction. 
The lines between Rawm arsh and M exborough in Yorkshire 
have already bee n converted. At H a5tin;; s the matter is under 
considerati on. At Bournemouth a decision ha s also quite re
cently been come to to remove tli°e conduit system and to set 
up th e overh ead wires which during so many years it was 
declared would never be tolerated. Edinburgh, th e home of 
the cable tramways, is build ing extensi ons 011 the overh ead 
system. The Highgate Hill cable tramways, in London, dis
appea red la st yea r, and slowly but surdy the popular trolley is 
pushing it s way into London, where already short bits of lines 
have appea red, as mentioned above, and pll wers are be ing taken 
to construct more. 

l'UESENT-DAY PROBLEMS 

The antagonism between local auth oriti es and privately 
owned tra mw ays is gradually giving way to a better unde r
standing. It is fe lt that the intere5ts of th e two as regards 
tramways are .identical on many points, and co-opera tion and 
friendly working are becoming in creasingly evident. This is 
due chiefly to the fact that existing tramway legisla tion bears 
harshly upon both. The famous ve to vested in local authorities, 
givin g th em power under certa n conditi ons "effectively to block 
future constrnction, has long been a bone o f contention. At 
fi rst only the companies felt the pinch. Now, however, when 
local authorities are promoter s as well as companies, the hard
ship falls upon them as well. The London County Council. 
fo r instance, has yearly to face the un compromising opposition 
o f the neighboring local authoriti es when seeking to extend, 
or to unite, portions of its existin g lines. This obstruc
tion not only delays the expansion of the tranrnays, which are 
badly needed by the public, but it affects th e economical work
ing of an imperfectly laid-out whole. There has long been 
a feeling that the present procedure wa s unbusin esslike 
and unscientific, and th e Royal Commission on Traffic as far 
back as 1904 gave vo ice to th is feel ng by recommending to 
the government the advisability of modifying, or of altogether 
abrogating, the existing veto of the loca l authoriti es. N o 
effect has, however, been given to this r ecom mendation so far. 

The questi on of running powers and inter -running is also 
responsible for bringing fo rm er opponents into clo,e r touch , 
and a policy of mutual "gi,e and take" ha s in a g reat number 
o f cases. resulted in mutu al advantages to both parties. 

As the tr amways of the country grow older, the all-important 
question of repairs and r enewals forces itself to the fron t. 
Every engineer and man ager r esponsible for the fina ncial suc
cess of his undertaking is faced with th e problem of devising 
methods whereby the ever-increasing expendi ture under these 
heads may be met by an equivalent increase in ear nings or by 
cutting down the working expemes to the lmvest possible mini
mum compatible with the mainten ance of an ade1uate ser vice. 
The mere suggestion of increasin g fares is in variably met by 
a storm of protest from both public and press , although it is 
a fact that the fares actually charge d are a good deal lower 
than the m aximum fares charg·eable under the par liamentary 
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 ti ckets, etc. There was even a 
sugges t ion th at a new coin o f th e realm be issued in order t o 
meet tramway requirements. One of th e large r under takings 
in the kingdom inaugurated a sys tem designa te d by the name 
of "fair fa res," which is being extensively tr ied at the present 
moment. T he idea is to issue tickets not, as heretofore, for 
specific stages, but ava ilable from any spot 011 the line, whence a 
passenger may r ide a given distance for th e srn alies t coin issued, 
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namely, one farthing. T hese farthing stages are marked out 
by a sys tem of painting the poles, and the passenger may ride 
as many farth ing 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. 

I n order to reduce working expenses manage rs have been 
studying very closely the question of car meters on tramcars. 
T he savings reco rded in the amount of current consumed 
resulting from the use of these instruments are in some cases 
quite sta rt li ng. Hour-mete rs, so popular o.n Continental lines, 
were the fi rst meters to be tried, but they are gradually being 
rep laced by watt-hour and ampere-hour meters. I t is claimed 
fo r these instruments that not only do t hey 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 ro lling stock and of the permanent way. 
It has been stated that whereas 12 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 
o f a good-sized undertaking the use of ampere-hour meters re
sulted in a saving in current consumption amounting to £6,000 
fo r 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 o f the various tramway associations papers were 
read upon the subject. 

Another question of grea t 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, fo r 
although it was known in the old days of steam tramways and 
rai lways the introduction of electric traction has enormously 
increased its evil workings. The subjed: 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 manage rs 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: (I) 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) natu re of 
foundat ions. · 

It became increasingly evident that the gravity of the sub
ject demands that it should be dealt with scientifically·. A com
bination of the va rious constituent associations agreed to dele
gate to a selected body of experts of wide experience the task 
of thoroughly i11Y estigating the whole question, and with that 
end in view various public bodies subscribed considerable sums 
of money in order to enable the comm ittee of investigation to 
carry out the necessary tes ts 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 t ramway 
associations to join in the resea rches. It is understood that 
the committee is being fina ncially assisted by some of the 
leading cities where corrugation is most keenly felt. At a 
public meeting held not yery 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. T here is also an 
Association of Scottish Tramway Managers, the laws of that 
count ry relating to tramways being somewhat different from the 
English law. 

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 o f 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 19()8 exhaustive 
repo r ts on the question of brakes for tramcars, which have 
since become quite classical works. They have also been in
strumental in agree ing 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 ca refu lly worked out report, with the result that a representa
tive of the Board o f Inland Revenue attended some of its meet
ings, and the above-mentioned agreement was reached. That 
this has been pr oductive of much good is proved by the fact 
that two of the leading tramway companies were credited with 
from £4 ooo 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 uni fo rmity 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 benefi t 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 o f 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 basis 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 5 
per cent were allowed on the cost of plant and machinery, 3 per 
cent on cables, etc. 

The associat ions 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 o f the Municipal Tramways Association and 
the Incorporated M unicipal E lectrical 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 fo r energy supplied by c;om-
1:>ined stations to tram~ay departments and t4e method ,pf 
checking . the meters u~ed for recording such suppl~f>i 

It is a matter of great satisfaction that the various govern
ment departments meet the repre~fntations , o[ the associations 
with unfailing fairness and courtesy. There r 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 p

0

ublic 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 
18g6 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 IO 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 
(I) London and district, (2) provincial. 

I. THE LONDON AND DISTRICT LINES 

(I) The group controlled by the Underground Electric Rail
ways Company of London, Ltd., about rno 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 mileage of 24 -miles of double 
track: 161 motors and 198 trailers; thir

0

cl and fourth rail system. 
(b) Charing Cross, Euston & Hampstead Railway: Opened 

for traffic 1907 ; 2 circular iron-lined tunnels, II ft. 6 in. diam
eter; 8 miles dduble track;: 60 motors, 90 trailers ; third and 
fourth rail system. 

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

( d) Baker Street & Waterloo Railroad : Opened for traffic 
19o6; 2 iron-lined tunnels; 5 miles double track; 36 motors, 
72 trailers; third-rail system. 

The power house for these lines is 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 o f 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; I 

tunnel; 6 miles double track ; 66 motors, 172 trailers; thirc.1-
rail system. 

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

(..i) Great >-1" orthern & 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-rc~il system. 

(6) Metropolitan Railway : Opened for traffic originally as 
steam line, converted into electric traction 1905 ; 26 mile~ 
double track ; 130. motors, 2IO 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. PROVI N CIAL 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 18g3; 
6½ miles double trac_k; 44 motors, 7 trailers; third-rail system 

(IO) 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 19IJ 
session of Parliament the company will seek powers to elec
trify a further instalment to the Crystal Palace. 

(II) Mersey Tunnel Electric Railway: Connecting Birken· 
head with Liverpool; converted to electric traction in 1903; 4½ 
miles double track; 24 motors, 37 trail; rs; third and fourth
rail system. 

( 12) Midland Railway: A section of this company's line 
was electrified in 1908; about 9 miles double track; run in con
nection with the electrified Burton & Ashby Light Railways, 
IO 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 
191 I 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. Thr 
London, Tilbury & Southend Railway seeks powers to electrify 
its lines. Between 20 and 30 tramway promotions are an
nounced, some by existing systems seeking further extensions, 
others by new concerns, the majority of which advocate thr 
railless trolley system. In addition there are about a dozen 
ap plica tions for provisional orders under the Light' ''Railway~ 
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 salr 
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 o f work 
would have to be done, and this, of course, would put a new 
aspect on a ff ai r s. 

---•·•·•----
THE ELECTRIC RAILWAYS OF GERMANY DURING THE 

YEAR 1910 

B Y A GERM AN .EN t;J;-.r EE R 

During 1909 the fi nancial situati on in Germ any was so bad 
that most o f the acti vities of the electric r ailways in · that 
country were devo ted to the m aintenance of their properties 
rather than to ex tensions. D uring r9 rn, however, conditions 
improved so much that it was possible to build a large amount 
of new track and to in t roduce important be tterments in ro lling 
stock and equipment. It is fair to say that at thi s time the 
fi nancial and operating conditions of the German elec tri c r ail
ways are very sound indeed. Th ese condi ti ons are due par t ly to 
the stringent laws , parti cula rly in P russ ia and Saxony, which 
cont ain about fo ur-fi fths o f a ll th e electric rai lway mileage in 
Germany, and partly to the fac t tha t the electri c r ai l way equip
ment business is controlled absolutely by fo ur large co mpanies, 
whose poli cy fo rbids both the manu factu re of in fe ri or goo ds 
and the enco u ragement of doubtful ente rpri ses. No revi ew o f 
the electri c r ailway situ ati on in Germany would be complete 
without r eferring a t some length to these fo ur companies. They 
are as follow s : 

Th e Allgemein e E lektri cita ts-Gese llschaft (A. E. G.). in
cl uding the German branch (Union Elektri cita ts-Gesellscha ft ) 
o f the ·o ld Thomson-Houston Company; the Siemens-Schuckert
W erke (S. S. W . ), which is a fusion of the Si emens-H alsk e 
and the Schuckert \V orks o f N iirnberg; the Lahmeyer-Gesell 
scha ft, o f Frankfort-on-Main , which r ecently combined with 
the F elten & Guilleaume Cable \,V orks; and fin ally the Berg
mann Gesell scha ft, Berlin, whi ch fi r st became not ed fo r switch
board and power station work, but which has been making 
ra ilway equipments also fo r several years past. Even these 
fo ur co mpanies are being subj ected to fu rther consolidat ion. 
Several months ago the A llgerneine Elektri t i ta t s-Gese ll scha ft 
purchased the L ahm ey er Co mpany, a·nd now the Siemens
Sclmckert-\Verke are contemplating conso li dation with the 
Bergmann intcests . Consequ ently, Germ any will soon have 
only two important fi rms manu facturing ra ilway appa ratus. I t 
is likely that the two com pani es will divide the territory with 
one another . ,\ ll of the original Siemens lines use the sliding
bow coLector, while most of the othe r r ailways are equipped 
with the und er- running t ro lley. 

Th e ex istence o f these large compani es and their ,Y ill ingness 
to spend a g reat deal o f money fo r r esearch gave the impetus 
to the grea t electri fica ti on plans of the several German State 
railways. The syndi cate which was formed to carry ou t the 
famous Zossen tests o f 1902 and r903 no longer ex ists, but 
the resu lts of it s work are seen in the g reat pro jects o f t o-day. 
T he main reaso n fo r the delay in the electr ical equipmen t of 
the German State r ailways is the fea r that in case of war 
an electric r ailway could be put out o f operation much more 
easily than a steam rail roa d. A nother r eason is the lack of 
money. Despi te the fact that the German Empire began its 
ex istence in 1871 wi th the F rench in de mn ity o f 4,ocJo,ocJo.-
000 francs, the government debt now is fully as large as 
the in demni ty, and little m oney is obtainable fo r developments. 
T he large electrical companies have formed banking firms to 
loan mone)' to the S tates and municipaliti es for railway develop
ment purposes at 4 per cent , but thus far little advantage has 
been taken of such offe rs. 

INTERP0LE l\10T0RS 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 

electri cal energy at 5 cents to 6¼ cents per kw-hour, whereas 
it is now possible in many parts o f the E mpire to buy 9000-volt, 
three-phase current for I ½ cents per kw-hour, and in some 
districts like Schleswig for even 1¼ cents per kw-hour. One 
of the la rgest of the new power stations is the Upper Schleswig 
E lectrical Works, which were built by the A. E. G. in a great 
mining an d industri al di strict: This station supplies energy at 
the rate of 12% cents per k w-hour for the first rnoo kw-hours, 
and charges only I ¼ cents for each additional kw-hour. As 
the conversi on cost adds but 15 per cent t o 20 per cent to the 
prices quoted, the average electric r ailway is now enabled to 
hire power fo r 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 vo ltages 
on the suburban divisions. However, it has not been taken up 
as fully as it deserves. Its advant ages are admitted, but its 
general adoption is delayed because its initial cost is about 
15 per cent more than that of the ordinary type. A ssuming 
that a moto r car in Germany averages 40,000 car km (24,800 
miles) a year, the increased cost means an additional fixed 
charge o f 0.0325 cent per car kilometer (0.62 car mile). But it 
is aim true that the better accelerating qua lities of the interpole 
motor are not appreciated as they should be, despite the fact that 
they eliminate a great deal of brush an d commutator trouble. 
In short, the furth er employment of the interpole motor is 
simply a question of lower prices. 

The recent r eduction of customs duties has en couraged some 
.\merican manufacturers of electric railway material to enter 
the German market , and their advutisements appear quite 
frequently m German technical papers. 

TRACK AND PAVING 
Changes in the engineering and operating standards of Ger

man electric railways are r eflected in the proceeclings o f the 
German Street & Interurban Railway Association. These 
changes include the standard ization of r ails, the use of new 
asphalt pa,·ing, cem ent block paving and new rail joints, in
cluding we lded types, and improvements in motors. The 
standardi zation o f rails, which has been described in detail in 
the ELECTR IC R AILWAY JouR NAL (see issue fo r Jan. I, 19rn), 
was very necessa ry, as there are still over roo sections in com
mon use. 

The maintenance of asphalt paYing constitutes one of the 
most costly r epair charges in the large cities, excepting Ham
burg, where the heavy vehicle traffic makes the use of aspha lt 
imp~acticable. The paving in Hamburg consists of a founda
ti on o f 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 
fi lled with bit umen. This paYing is so durable that in many 
cases it does not have to be taken up until the stones have wor·n 
down to 4 cm (1.6 in.). 

Th e Berlin street railway system finally has received per
missi on to build parked tracks in very wide streets. Various 
forms o f this construction have been described in the ELECTRIC 
RAILWAY J OURNAL for Oct. 30, 1909. and Oct. I, 1910. During 
the year several German r ailways tried the experim ent of 
laying a line of wood block paving along rails in asphalted 
Etreets to arnid the disintegrat ion and wear of the pav ing at 
the r ails, but these experiments do not seem to have proved 
particu larly successful. 

Many improvements have been made in rail j oints. 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 I per cent or less. It was for
merly considered necessary to install expansion J omts every 
6oo ft. to 980 ft., but this is no longer done, as the open joints 
a t 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 fa r to but a very modest extull . Its advantage i~ t hz,.;. 
the va rious j oints can"r~e treated in dividua lly so th at defects 
can be correc ted at once. Its di sa dvantages, however, as com
pared with the th crmit j oin t a re that it requires skill ed labor 
and costly apparatus. T he oxy-acety lene method also pe r mits 
individual treatment o f the joints, but has been adopted only 
to a ve ry limited extent becacse it does not furni sh heat 
enough to penetrate the r a il s deeply. This process ha~ been 
found satisfactory fo r such light wo rk as welding spl ice bars 
on j oints. 

Track construction on -longitudinal stringers without ties, 
common in Germany, has proved unsatisfactory when used in 
streets with concrete pav ing. A ttempts have been made to 
provide a st ronge r construct ion by using plates or cross-ties 
at interva ls o f fro m 6 ft. to 13 ft., or, in some cases, placing 
them under the joints only. T hese changes, however, do not 
seem to have brough t the desired resul t because the charaLter 
o f th e pav ing does not permit perm anent uniformity in con
struction a ft er se rvice has begun. 

CA R SERVICE, INTERl:RBAN MILEAGE AND FARES 

The German mun ic ipal authori ties, who a re noted for their 
adherence to the letter of the law, ar e no longer so insistent re
gardmg th e conditions under which r ailways can carry standing 
passengers. Form erly standing was permitted only under cer
tain cond itions, such as inclement weather, after-theater hours, 
las t-ca r schedule, etc., but these limitations are no longer en
forced so inflex ibly. T he r ailways are now able to rel ieve the 
peak o f the loa d by a li ttle crowding. This crowding, how
ever, is fa r from being as great as in American ci ties, because 
the average German would r ath er wait half an hour in the 
rain than trave l in discomfort. 

The number of miles of interurb an r a il way track in Germany 
is increas ing, prin cipally th rough the extension of city systems. 
In some thickly popul ated dist ricts these extensions now meet 
those of neighboring cities, so that it has become possible to 
travel considerable di stances by electri c rai lway. These con-

. nections have brou ght a welcome increase in traffic. Th~ 
prosperity o f these suburban and in terur ban lines is due to 
the improved economic condition of the people and the increase 
in th e number of native summer tou ri sts . 

Fares have been r aised in a number of cities, due largely to 
the fact that the initiative was taken in cities possessing munici 
pal ra ilways. T he authoriti es in these cities have found 
that it is not possibl e to give good se rvice at the low 
fares w hich many of th e privately owned lin es have been fo rced 
to grant. The increase in fa res has been especially welcome, 
because Germ an railways, like those in Amer ica, have had 
to face the situation of higher wages and inc reased prices for 
ra ilway materi als. 

HEAVY ELECTRIC RA ILWAYS 

The electri fica tion of the govern ment ra ilways, as previously 
noted, is making slow progress. The r esponsible engineering 
officials are thoroughly convinced of the engineering and finan
cia l merits o f electri ficat ion unde r cert ain conditions as de
veloped by their study of the work done in the United States. 
1 heir plans are handicapped, however , by their inabi lity to 
olJtain the money, which the government thinks it can use to 
het ter advantage elsewhere. T he m ilitary objection previously 
mentioned is especia lly st rong because the very lin t's which 
could most profi tably be electrified are exactly those important 
h ighways which the govern ment would want to keep open in 
time of wa r . Aside from the Hamburg-Altoona line, which is 
a local propos ition, electrification has been begun on secondary 
:-oads only. T hus pl ans have been completed by the Prussian 
government fo r the elect r ification of the Dessau-Bit terfe ld sec
tion o f the Magdeburg-Leipsic rail way south of Berlin. T his 
line will be oper ated at 15,000 volts, single phase. T he experi
ences ga ined on this line and on the Hamburg system will 
fo rm a basis fo r the elect rifica ti on of the Berlin belt lines, a 
project which would require about 250,000,000 marks (approx
imately $62,500,0:io). 

Th e Bavarian government is electri fying the Rascl -Zell sec-

tio n of the vViesental Railway fur operation at 10,000 volts, 
15 cyc les. 

In add ition to the foregoing extensive electrifica tion plans, 
several German states, notab ly Prussia, Bavaria and Wur
temberg, are making considerable use of sto rage-battery cars 
on branch li nes as described in the ELECTRIC RAILWAY JouRNAL 
for June 18, 19ro. Most of the se cars have a capacity of about 
50 passengers. They are intended for lines of light traffic where 
only four to six steam trains have been opera ted daily. Gaso
line and gasoline-electric cars hav e also shown successful re
sults in thi s work, but th e sto rage-battery cars are preferred 
wherever power can be bou?'ht 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
liattery cars are equipped with t wo 80-hp motors which oper
ate at 3ro volts. The latest cars have shunt-wound motors 
:ind regenerative control. 

---•·♦·•---

ELECTRIC RAILWAYS IN CANADA 

IJY J. L. PAYNE, COMPTROLLER OF STATISTICS, DEPARTMENT OF 

RAILWAYS A:\fD CANALS, DOMINION OF CA1:"ADA 

To the electric railway corporations operating in Canada the 
yea r 1910 brought marked and gratifying prosperity. This 
~tatement must, however, be accepted in the collective sense. 
They were not all prosperous. A few of the smaller roads 
failed to make ends mee t and several 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 
1909, increased their ea rnings substantially, added to their 
assets and broadened the foundations for successful work in 
the future. 

Canada is a growing country. \Vith a swelling tide of 
immigration from Europe 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 \Vest-which we boastfully, and quite truthfully, 
speak of as "the last great W est"-is rapidly filling up with 
sturdy settler s, and the growth of commercial centers is a 
natural product of pastoral development. Montr eal is now a 
city of 600,000; Toronto has passed well beyon d the" 340,000 
mark; \Vinni peg is climbing swiftly toward 200,000; Calgary 
and Edmonton, nestling in the very shadow of the Rocky 
Mountains, have passed from the status of prair ie towns IO 

years ago to the eminence of populous· cities. In short, this 
northland is fa ir ly on the way toward realizing upon her 
splendid heritage in agricu ltural, forest and mineral r e
sources. It is reasonably cer tain that the census of 19II will 
revea l an increase in population of 8o per cent with in the 
decade. Th::it would mean between 8,000,000 and 9,000,000 
people. The throb of fl new li fe 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, especia lly of urban life, one sees 
the promise of proportionate progress in elect r ic railway in
terests. Many standards have been proposed to test the ad
vance of civ ilization. Some have suggested the consumption 
of soap, and others the 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 t ransportation and general economic needs of a com
munity may be taken as the measure of that community's 
progress. For the present, th e elect r ic railway mileage of 
Canada has thi s yea r passed the 1000-mile mark. To be exact, 
it reached 1,049.07 miles, as compared with 988.97 last year. 
Of second track there were 95.20 miles constructed. These 
figures do not include the mileage of li nes undrr construction. 

Capital li ability r eached $102,044,979, representing an in
crease over 1909 o f $10,439,990. H aving regard to new lines 
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being built, to extensions of ex1stmg systems and to projects 
in process of taking positive shape, it may be assumed that in
vestments in Canadian elect ric railways will mount up rapidly. 
A.n increase of 161 per cent in 10 years fairly shows the steady 
movement which has been going on in this regard throughout 
the Dominion. 

The gross earnings for 19m amounted to $18,458,816-a 
betterment of $2,275,853 as against the preceding year. 
Toward this total, passengers contributed $16,125,995; freight, 
$575,537, and mail and express, $68,6o4- 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 $ro, 121,781, representing a ratio of 59.4 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, $797,895.03; maintenance of 
equipment, $1,532,542.87; operation of power plant, $1,586,-
927.37; operation of cars, $4,814,761.63, and general expenses, 
$1,406,943.49. The wages bill included in the foregoing 
amounted to $6,316,777.20, or 62.4 per cent of the total. This 
1s 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-freight, 282; mail, express and 
baggage, 25; combination, 7; work, 87; snow plows, 62; sweep
ers, 97, and miscellaneous, rn3. This represented an increase 
for the year of 1o6 closed passenger cars, 130 freight cars, 
j mail and express cars, 8 snow plows, 7 sweepers and 10 
miscellaneous cars. It 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. T o-day electric railway investments are r egarded 
with special approbation, and those who backed their fai th 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 1 f 
a tie-up for half an hour took place the battle was lost. The 

• 

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 ,,now 
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 figui:e, sleighs are provided by private owners. 
Last year the cost of removing snow amounted to $238,882. 

The public service of electric railways in 19m was repre
sented in the carrying of 360,964,876 passengers, over and above 
transfers, and 852,294 tons of freight. This was a better pas
senger business by 46,938,205 than for 1909, and 246,030,220 
above the figures of IO 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 rn2,-
377,923 passengers; Toronto, ro3,480,724; Winnipeg, 28,841,161; 
Ottawa, 15,987,849, and the cities at the Pacific Coast, 33,417,659, 
apa rt 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 ru ral 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 prhent 
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, 14 were passengers and 13 employees; of the injured, 
1595 were passengers and 227 employees. This toll of life and 
limb is reflected in the operating expenses to the extent of 
$340,000 fo r damages. The steam roads killed one passenger 
in every 598,243 during 1910, 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. 

♦·----

ST A TIS TICS 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 elect rical 
manufacture has been taken at about IO per cent ; in electric 
railways a t IO 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 teleg raphy, about 7 per cent ; in isolated 
plant service, nearly 30 per cent, which may be excessive, but 

E lectrical a ppa ratus made ••••••.•••.•••••• • 
Electric railway earnings •.••••••.•••••.•• 
Central -sta tion &ale of energy, etc •...••.... 
Telephone earnings .•••..........•........ 
Telegraph earnings ...................•... 
Isola ted light and power plant earnings ..•.• 
Miscellaneous dect ric ,e r vice .........•••.. 

1909 
$275,000,000 
475,000,000 
250,000,000 
250,000,000 
60,000,000 
75,000,000 
50,000,000 

1910 
$300,000,000 

520,000,000 
300,000,000 
275,000,000 

65,000,000 
I 00,000,000 

75,000,000 

$ I ,435,000,000 $ I ,635,000,oOO 

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. I n other words, the largest single 
item of gain is taken at a low rate, and thi s method of computa
tion would o ffset any excess in the smaller gains assumed at 
a higher r a te." 

---... ·♦-----

COMMUN! CATION 

PITTSBURGH CAR SERVICE 

CHICAGO, Dec. 29, 19IO. 
T o THE EDITORS : 

I have delayed answering the letter in y_our issue of Sept. 
24 from Judge J . H . Reed, vice-president of the Pittsburgh 
Railways Company, while making an effo r t to secure more in
formation about the relative car service in Pi tt sburgh, 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 fi rst letter, "according 
to this record the standard o f service furn ished decreased 
from 1902 to 1908, with a considerable improvement in 1909." 

This statement was made in my r eport in connection w:th a 
table showing the total passengers per revenue car mile for 
each month from January, 1902, to March, 1910. T his 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 r evenue car mile," so that 
as far as the records, using the car-mile unit, can indi cate, 
this diagram tells the story by months o f the operation of the 
Pittsburgh Railways Company since the for mation of the com
panies into one combined system a littl e over eight year s 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 stan dard of se r vice 
in 1909 was considerably improved over that of 1908, which 
confirms the latter part of the original statement. 

Whether or not the standard of ser vice in 1908 was higher 
or lower than in 1902 can be mor e accurately dete rmined 
only by a study- of the "seat-mile reco rd," and in order to 
avoid any further approx imations I have made an unsuccess
ful effort, as shown by the following letters, to secure the ex 
act information : 

"Chicago, Oct. 10, 1910. 
"Judge J . H. Reed, 

"Vice-president P ittsburgh Railways Company, 
"Pittsburgh, Pa. 

"My dear sir : 
"I have read your interesting letter , published in the Sept. 24 

·:ssue of the ELECTRIC RAILWAY J ouRNAL, replyi ng to my letter 
published in the Sept. · 17 'issue of the same journal, and it 
seems to me that, notwithstanding the inte rest that this con
troversy might have to some, there is no necessity of it s con
tinuing, fo r my only obj ect is to know the exact fac ts and draw 
correct deductions from them, and if I find that I have based 
my original statement upon wrong information and drawn 
wrong deductions, I shall be very glad to correct it. Your 
letter seems to indicate that you have cor rect reco rds of the 

exact number of seat miles operated by your company during 
the period of years under discussion, and if you have and 
will place thi s 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
fo re its final publication. 

"I have ready what appears to me to be a very satisfactory 
reply to yo ur last communication to the JOURNAL, which I shall 
hold until I have had t;me to hear from you, as it seems to me 
that the plan I have outl ined 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 wi ll 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." 

"PITTSBURGH RAILWAYS COMPANY. 
"Pittsburgh, Pa., Oct. 31, 19ro. 

"Mr. Bion J. Arnold, 
"181 La Salle Street, Chicago. 

"My dear Mr. Arnold: 
"Your letter of Oct. IO, addressed to Judge Reed, has been 

referred to me. 
"I owe you an apology for not having replied at an earlier 

date, but many things have occurred since my personal inter
view wi th you which have caused me to think it would be un
wise at thi s t ime 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 t ruly yours, 

(signed) "J ames D. Callery, P resident." 

As the matte r stands at present the reco rds originally fur
nished me by the company do indicate that the standard of 
se rvice decreased from 1902 to 1908, but it now appears that 
the railway company has other reco rds, which it fee ls that it 
cannot furn ish at this t ime, which apparently show conside rable 
improvement in the standard o f service in 1908 over that of 
1902. By the company's statement, as given in J udge Reed's 
letter of Sept. 19, that it had cars stored in 1908 which were not 
operat ed, it seems to admi t that the service in 1908 was not 
as good as the company could have made it, and that the 
service was improved in 1909. T he quest :on, therefore, as to 
whether the crowding, and, therefore, the service, was better 
or worse in 1908 than in 1902 can only be determined by a 
comparison of the "seat-mile r ecords," which I regret are not 
availab le to me. 

In conclusion, I might say that t his statement in regard to 
the service is only one of possibly several statements made in 
the r epor t 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 t ransportat ion 
situation to maintain an impartial atti tude, and I believe that 
an examination o f my entire repor t, which is now in press, will 
show such an at titude. In order to maintain this attitude, in 
view of the pre~ent cond itions, I am sending you th is letter in 
pl_ace of the reply which I had previously prepared, and which 
is· referred to in the second paragraph of my lett~r to J udge 
Reed of Oct. IO, 19IO. 

BrnN J. ARNOLD. 

Norn: The repor t on car se rvice in Pittsburgh to which this 
letter refe r s was submitted by Mr. Arnold to Mayor Magee on 
J uly 28, 19 IO, and was printed in abstract in the ELECTRIC 
RAILWAY J OURNAL fo r A ug. 13, page 265. The other letters to 
which Mr. A rnold refer s were printed in this paper as follows: 
Aug. 20, page 304; Sept. 17, page 441; Sept. 24, page 475. 

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

The Aust ri an Street Railway Association has recently pub
lished a set of standard rules fo r operation and maintenance. 
This code which went into effect J an. I, I9 II , has been formally 
approved by the A ustrian government . It has been issued 
to the members as a pamphlet which is sold fo r about 21 cents 
a copy. There are fo ur sect ions, as fo ll ows: General rules, 
track, lin e and ro lling stock. 

Th e sec tion on track recommends th at the t r ack construction 
should be examined at least twice a week on unpaved sections 
whe re the operating speed does not exceed 20 km an hour 
( 12.8 m.p h. ) and on paved sections where the operating speed 
does not exceed 30 km an hour ( 18.6 m.p.h. ). D aily inspection 
is r ecommended for higher speed lines. Switches should be 
examined every day on all lines , irr espect ive of operating 
speeds. A n inspection mean s th e tightening of j oints, the r e• 
adjustment of bond s, the 0peration o f switches an d signal 
towers, the inspection o f drainage , th e cleaning o f groo,es and 
the lubri cati on of curves. T he annual t r ack exam ination should 
include the measurement of gage, rail wear and curve elevation. 
Rail s in cross- ti e construction should not remain in service if 
the dead weight on them exceeds 1200 kg per square cubic 
cent imeter ( 16,500 lb. per square in ch ). The grooves of rails 
must no t exceed 65 mm (2 ½ 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 
(o.88 in.). The wear o f the r ailhead must not exceed 30 per 
cent of its origina l \\' idth. The test width s of the groove and 
of the railhead mmt be taken along a line IO mm (0.39 in. ) 
be low the tread. 

T he line section states that the in sulation of underground 
feeders should be measured four t imes a year and that under
ground cab le boxes should be examined twice a yea r. The 
insulation of the overhead t rolley wire connections and its 
supports is to be measured fo ur times a year when located 
near telegraph, telephone and othe r weak current circuits; 
other \\'i se twice a year wil l be sufficient. T he insulation against 
t ro lley and ground o f all span and other supporting wires must 
be at least I megohm. The t ro lley wire should be examined 
twice a year to observe its wear, position wi th regard to t he 
center ·of the track, suspension and the conditi on of the ears . 
This inspection should also include t he insul ation, section break
ers, overhead circuits, switches, aux iliary wires, circuit-breaker 
boxes, te lephone wires. span wires, lightning pro tection, etc. 
Inspection should be made eYery t\\' o yea rs of the connections 
between span wires and wall rose ttes, strain insulator s. etc. 
The permissible wea r of trolley \\' ire on tangents should not 
exceed 65 per cen t of th e original cross-section. Spans and 
sus pension wi res must be removed when one- fo urth of the 
cross-section has been lost through rust or other causes. 

Iron poles should be examined fo r oxidation every three 
yea rs and fo r painting. \ Vooden poles shoul d be tested an
nually during the d ry season. T hese examin ations are to be 
made by sounding and in doubt fu l cases by boring the pole 
directly above the ground line. The sawdust, o f 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 fo r a depth o f 20 cm ( 7.8 in. ) every two 
years to permit the inspecti on of the· ,voo d fibers with some 
sha r p in stru ment. The latter examination should be made an
n ually on poles which have been used fo r over IO years. 

The rolling stock section recommends that motor cars should 
be examined daily. T he 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 6o,ooo km (37,000 miles) 
or 1½ years. Limit s of wea r also are specified for different 
portions of the car equipment. Brake shoes without special 
heads must not be used if less than IO mm (0.39 in.) thick. 
The tires o f driving wheels used for wheel loads up to 3 
metric tons should be at least 16 mm ( o.6 in.) thick and for 

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 2 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 
m1mmum flange height should be 15 mm (0.59 in.) and the 
minimum flange thickness 12 mm (0.47 in.). 

----·♦----

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

On July I, 1910, the Northern E lectric Street Railway Com
pany, Scranton, Pa. , was leased to the Scranton-Binghamton 
Railro ad Company for 990 years. According to the agree
ment, the stockholders of the leased company. will receive 3 
per cent on their stock during the fi r st year ( 19II) of the lease 
and ½ per cent more fo r each year fo llowing until a permanent 
dividend rate o f 6 per cent is attained. 

S ince publicati on o f the description of this company's prop
erty in the ELECTRIC RAILWAY JouRNAL of March 21, 19CJ8, the 
ra ilway has buil t an ex tension of 6 miles to a large private park 
un Lake \ Vinola, g iving a total trackage of 20 miles. The 
gro ss ea rnings of this company for the year ended Ji.me 30, 
1910, were pract ica lly $169,000 on 20 miles of track. It is ex
pected that the gross earnings for the next fiscal year will show 
an increase of IO per cent to 15 per cent owing to the comple
t ion o f the Lake Winola extension and the general growth of 
the business. The detailed fi gures for the fisca l year ended 
June 30, 1910, are as follows: 

Passenger earnings ... .... . .. .. ... . . . ...... . .. . . 
F reight earnings . ... ......... . ................ . 
Other earnings, including car advertising ....... . 

T otal gross earnings ..................... . 
Operating expenses .. ..... . .................... . 

$155 010.71 
8,090.89 
6,028.37 

$169,129.97 
106,737.37 

Income Ie~s operating expenses . . . . . . . . . . . . . . . . . . . $62,392.6o 
;-.Jet inco me after deduction of fixed charges, taxes, 

et c. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 416.21 

The net earnings fo r July and August, 1910, were $24,835.52, 
\\' hich is $2.247.48 . mo re, or IO per cent greater, than for the 
corresponding months of 1909. 

The figu re of $8,090.89 given as the freight earnings covers 
the work o f a single milk car. Thi s car makes two trips, or 80 
miles, a cl ay on weekdays and one trip, or 40 miles, on Sun
days. The weekday business amounts to So 40-quart cans. 
While profi t able, this business is no larger because · most of 
th e producer s have a rather short haul to market. The business 
emanat ing from the vicinity o f 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 ~ore sidings have 
been installed on the 20-mile section between Scranton and 
Lake Vvinola. This makes 17 sidings in a ll. thereby permitting 
a 15-minute instead of a 30-minute schedule. During the sum
mer a 15-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 $~6,ooo wa s spent in the last fiscal 
year for various track improvements, such as the reballasting of 
the track , straightening ou t of curves and the construction ,of 
6600 ft . o f track around Lake Winola. All of the si_dings have 
P ennsylvania split switches. The special work within the 
lin1its o f 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 fo r the projected Scranton-Binghamton Railroad. 
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The company now has 14 passenger cars and fo ur service 
cars. Rolling stock in service is in spected every night and 
overhauled on a basis approx imating 50,000 miles. Wheel sets 
are sent to Scranton and turned fo r $7 per set exclusive of 
the transporta tion charges, whi ch are paid by the r ailway. A ll 
of the wheels are o f solid steel of Latrobe, Schoen or Standard 
des ign. As a rul e 60,000 miles is secured be fore a turning. 
Some of theoe whee ls have alrea dy n m fo r over 200,000 miles. 

the signa l and before it passes the section point the signal in
dicates either "Clear" or "Stop." When the signal indicates 
"Clear" the semaphore is in the verti ca l pos it ion and a white 
light is shown as a night ind ication. W hen it indicates "Stop" 
the semaphore is hori zontal and a red light is shown. 

If the signal indicates "Clea r," or that the block is unoc
cupied, the car passes onto the set ting sect :on and the signal 

It is proposed to insta ll wheel-handling machin ery when ro lling 
stock is pu rchase d fo r th e allied Scranton-B inghamton Rail
road. Since beginning operation in 1907 the company has not i 

had a single breakage of the motor frames or malleab le iron 
gear cases originally installed. All armature and field winding ~~ 

~ 
is done by an outside electrica l contractor. The mo
tors, which are of the W estinghouse 101-D type, have given ex
cellent sati sfaction and have r equ ired no change excep t in the 
field coil terminals. The orig inal te rmin als proved too light fo r 
the service because the plain solder connection did not give 
enough contact ar ea. The ter minals arc now re-soldered and 
riveted to the r ibbon winding by t wo copper rivets which are 
passed th rough the terminal slot. 

T he cars of the company are painted T uscan red. T hey are 
washed t wice a week with cold water and a t inter vals o f four 
to six weeks with the No. ooo emulsion o f the Imperial Car 
Cleaner Company . After the dri ed cleaner has been rubbed 
off, Devoe's furniture poli sh is app lied to secure a high fi nish. 
The cost of thi s work is as fo llows: Imperial cleaner at 
$1.05 per car ; ½ quar t furn itne polish at 75 cen ts per quart ; 
14 hours of labor at 15 cents per hour, a total cost o f $3.52½. 

----•· .. •---
BLOCK SIGNAL SYSTEM ON BAL TIM ORE VIADUCT 

A n interes ting inst allation of signals has just been completed 
by the Kinsman Block System Company, .N' ew York, on the 
GuJ fo rd Av enue line of the U nited Railways & E lectri c Com
pany's system in Balt imore, l\Id . T hese signals are located on 
a double-tracked elevated st ructure k nown as the North Street 
Viaduct. They are used to protect the spans and stations a t 
Madison Street and Cen ter Street , and also to give protection 
on account of steam and smoke which are caused by steam 
locomotives which run un derneath t his por tion o f the structure. 
The length o f track protected is about 1500 ft. There are six 
signals, three on the sou thbound track, "A," ''B" and "C." and 

,----tt--~ 

To release fie/a al Slat,on"c" 

To 5 0 Voll reeder 

Tn 550 Volt reeder 

Signals in Baltimore-Arrangement of Circuits and Ap p a ratus 
at Signal "B" 

operates from tl1 e , ertica l position to the oblique or 45 deg. 
pos1t1011. In th is case, the light changes from white to green. 
T his movement o f the semaphor e or its change of position is 
an indication to proceed through th e block at usual speed. 

If the signal is in the "Stop" posit ion the motor man of an 
approaching car is inst ructed to stop at the section point and 
wait unti l the signal changes to "Clear ." Then he may pro
ceed with caution unt:1 he gets his indication to proceed at 

NORTti ST ELC VATED 

!--------- 3 93 4 · ------------ 676 4· ------------- 355 

~ 
S ,nnol I .Sett mg Sec t,on 
'· ·@ Ro, ,nlen th 

Signals in Baltimore-General A r rangem ent of Signals and Circuit s 

three on the northbound track, "D," ''E" and ' 'F." The aver
age length of each block is about 500 ft. 

The signals are operated by track circuits. A s a car ap-
proaches a sign al and before it enter s. the block it passes over 
a section of track known as the setting section, which is from 
60 f t . to 90 ft. long. As it leaves the block it passes over a 
section known as the r elease section, wh :ch is 30 ft . long. I t 
will be seen fr om the track plan that a car passes over the 
setting section to signal "A" as it approaches that signal and 
it passes over the r elease section to signal "A'' after it has 
passed signal "'B ." 

A ma~kcr has been installed at the left o f th e track and 
at the beginning o f the setting section. T his ma rker is a 
green board with a g reen light fo r night indication. I t marks 
what is known as the "Section P oint." When a car approaches 

hi s customa ry speed as desc ribed hereinbefore. Should the 
motorm an run past the section point be fore bringing his car t o 
a stop, he is instructed not to back up but to wait on the setting 
,ection. T he signal will remain at " Stop''. until th e car which is 
in the block passes out into th e block ahead; as it passes over 
the r elease section the signal in the r ear will operate to the 
'"Clea r" positio,n , and wi ll then fall to the 45 deg. position. 
T he latter change of position o f the semaphore is the "proceed" 
indication to the motorm an who has his car on the setting 
section. The rule that the motorman stop his car at the 
section point should be obeyed so as to give him ample time 
to obser ve the operation o f the signal. However , a fa ilure t o 
observe thi s rule does not preven t the signal from giving it s 
proper indication. 

After a car passes over the setting section, and as it passes 
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the signal and enters t he block, the semaphore moves to the 
horizontal posifon and shows a red light by n ight, indicating 
" Stop." The signal r emains in thi s position as long as the 
block r emains occupied. 

If the apparatus should become de ranged either of three 
things would happen : F irst , the semaphore would immediately 
operate by gr avity to the "Stop" pos:tion and remain ther e 
until repairs are made; second, the signal wo uld operat e 

Signals in Baltimore-Proceed Indication 

normally to allow the first car to enter the block and would 
assume 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 

give~ protect:on fo r reverse movements. The signal operates 
fo r each car when run independently, or it will operate once 
fo r each train if a number o f cars a~e coupled. 

In thi s system only one line wire is required. The circuit 
d rawing shows grounded circu:ts, but the circuits are metallic 
and are only grounded because the wires are connected to the 
grounded r ails. 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 h as installed. All wires are carried 
to the. tops o f the poles and to the t rack in loricated conduit. 

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

Signals in Baltimore-Stop Indication and Section Point 

to operate is a danger ind ication. The burning out of the lamp 
in the signal is hlso 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 c9-r 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. T hen the motorman may proceed w;th 
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 t o the uninsulated rails near the JOmts. 
T he relays a re operated by curren t from caustic soda bat

ter ies. T he E dison 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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LO NDON LETTER 

(From Our Regular Co rrcspo11dent) 

The work of extending th e u se of elec tricity on the Lan
cashire & Yorkshire Railway sy s t em converg in g o n Liver
pool has been commencerJ on th e lin e from Maghull to 
Town Green. When completed thi s lin e will fo rm a p orti on 
of the o riginal electric "belt" sy s tem from Liverpool to 
Southport via Ormskirk. , 

The Metropolitan Electric Tramways, Ltd., operating in 
the no rth of London, was recently summon ed by the T o t
tenham District Council for th e recovery of £371, the 
balance of the general di s trict rate fo r th e h alf year. The 
company contended ' that th e tramway cam e wi thin Sec
tion 21 I of the Public Health Ac t, 1875, and should th ere
fore be assessed in th e proporti on onl y of one-fourth of 
the annual value. The tram way is, in fact, linked w ith a 
light railway, and the company claimed th at on t hi s account 
it was also exempt from the full rate. The court decided 
that the tramway was no t a railway wit hin the mean in g of 
Section 21 I and ord ered th e payme nt of th e full r a t e with 
costs. 

Robert Hammond, as arbitrato r, has determin ed the 
µrice which th e Paisley Di s trict Tramways Company is t o 
pay the Pai s ley Corporation for elect ri city fo r operating 
the tramways. Under the Paisley Di s tri ct Tramways order 
of 1901 the rates were fixed for seven years a nd sub se
quently fixed for two years additi onal as fo llows: 2d. per 
unit for the first 200,000 unit s per annum, 1¾ d. p er unit 
for the next IOo,ooo units per annum, 1¼d. per uni t for t he 
next IOo,ooo unit s p er annum and r¼d. per unit for a ll 
additional energy. Mr. Hammond ha s d ec ided th a t the 
rate to be paid by the company to the corp orati on for 
seven years shall be a fixed sum of £4 I 5s. per kilowatt per 
annum of the maximum power delivered to th e tramway 
feeders and in addition the sum of 0.475d. p er unit for a ll 
units delivered to the tramway feeders and metered at t h e 
generating station. The maximum power delivered t o the 
tramway feeders during the year is t o be t aken a s the 
average power delivered to the tramway feeder s during 
the period of 30 consecutive minutes in which th e electrical 
energy supplied to the company is a m aximum for the 
year. Pending the determination of the amount of the 
maximum power and of the cost of coal each yea r m onthly 
payments of £275 are to be made by the company and 
0.475d. per unit for all units supplied, the nece ssar y ad ju st
ments of the accounts to be made at the end o f each y ear. 
As the company has been taking ab out 1,300,000 unit s 
from the corporation and the maximum load for th e tram
ways has been about 575 kw, th e capital charge t o be m ade 
by the corporation is 0.504d. per unit a n d t h e total ch arge 
0.979d. per unit. The corporation claimed that the average 
price of 1.4d. per unit which the company ha s been paying 
should be continued and th e company asked fo r a reduc
tion to 0.56d. per unit, so that the award is a lmost t h e m ean 
of the two prices. 

The highways committee of the London County Coun ci l 
reported at a recent meetin g th at it had con sid er ed the 
tenders submitted recently for 5000 tons of track r ail s and 
about 700 tons of conductor rail s. I t has bee n decid ed t c 
award the contract for the conductor r a il s to th e Frod in g
ham Iron & Steel Company, the lowes t bidder. The lowest 
tender fo r th e track rails was received from a Lond on firm 
which propose d to supply r ail s m anufactured by t h e Belg ia n 
Steel Rail Syndicate, but as thi s tend er was o nl y about 
£800 lower than the t end er o f Walt er Sc ott , Ltd., Leeds, 
which amounted t o £32,855, it was decided to o rd er th e 
rails from th at firm. The committee p oi nt ed out th at th e 
d iffi cu lti es of inspection durin g -ma nufact ure we r e g r ea tly 
increased when the rails were made abroad, a nd tha t t h e 
same control could n ot be exercised ove r the work a s 
wh en the product was turn ed out at h on,c. 

The libel action a gain st Sir J ohn Benn by Griffith s & 
Bedell fo r r emarks which h e had m ade aga in s t the G. B. 
surface co ntact system, constructed for th e London Coun ty 
Council in th e Mile End Road, which was referred to in 
the ELECTRIC RAILWAY JOURNAL of D ec. 3, 1910, page 1121,. 
continued for 12 days, and resulted in the jury awarding 
the pla intiffs £12,000 damage s, t o be equally divided be
tween them. The defence co ntend ed that Sir J ohn Be nn 

had made the disparaging remark s in political speeches, 
a nd tha t th ey referred to th e sys tem as laid down in Lon
don a nd no t to the sys t em as a w ho le. Evidence was pro
duced t o show that the system had been g rea tly modified 
as app li ed to L o nd on, a nd M r . Bedell, the inv entor, claimed 
tha t 1f th e sy s tem had been ins tal led as h e desired it would 
Lave b een sa ti sfacto ry. T he decision rested upon whether 
lh e r emarks made by Si r J ohn Benn were libelous and 
mad e wi th malice. Si r J ohn de scribed the G. B. system 
a:, co nst ructed in th e Mile End Road as a " mi schievous 
r. nd imposs ibl e system," a "jerry-bui lt sys tem" and a system 
th at " had been cond emned by all experts as unsuitable for 
Lond o n." He a lso referred to th e system as a "fiasco." 
Durin g th e ac ti on he maintain ed t hat the sys tem was in
effic ient, un safe and unsatisfactory. T he judge decided 
that th e comm~nt w hich had been made could not be said 
to app ly only t o the sys tem as laid down in the Mile End 
Road. Th e case was interesting, lrnt it is hardly nec essa ry 
to go into t he de t ails. Briefly, t he system was constructed 
by ot her contractors wi th m odifications in sisted upon by 
th e Lond o n County Cou n ci l. When it was put in opera
tion it was fo und to be un sa ti sfac tory on account of so 
much troubl e with live s tud s. Wil liam Mordey, an inde 
pendent expert , after a careful investigation of the system 
under th e ve ry wo r st circumstances, reported that the 
sy s tem could be made to wo rk sa tisfactorily wit h certain 
cha nges. Afte r wa rd the London County Council decided 
to r ep lace the system by the overhead trolley. Since the 
d ec ision th e impression has grown that Ju stice Ridley , 
before w hom th e case was tried, did n ot sum up t h e case 
impartia ll y and an appeal has been taken. 

The Br itish Electric Tract ion Company tried recentl y 
to solve the problem of fares by adopting fa rthing fa res. 
Now l\Ir. D a lrympl e, the general manager of the Glasgow 
Muni cipal T ramways, h as r ep orted on the ques tion. As 
is well kn ow n, Glasgow has been ve ry liberal in the matter 
o f fa r es. One can travel between two and three mil es for 
a penn y, and there a re s ta ges a little more than half a mile 
fo r which on e can travel for a h alfpenny. Notwithstanding 
this. eff ort s have been made for some time to increase the 
leng th of t hi s halfpen ny stage. It has practicall y been 
decided by the commi tt ee not to chan ge th e penny stages, 
which are about 2½ mile s, but to in stitute a three-farthing 
stage,' the distance o f the three-farthin g stage t o be equiva
lent to t wo halfpenny stages. To avoid th e difficulty w hich 
th e Briti sh Elec tric Traction Company had in regard to 
th e fa r t hing, a coin which is not in general u se, the Counc il 
of Gla sgow has decid ed to issue books contain ing 12 tickets 
fo r 9d. The t wo-s tage coupon books are to be tried for 
a p eriod of four months. It is feared th at the new system 
will interfere with t h e penny traffic. At fi rst it was con
tended that the three-farthing far e would benefit th e work
ingman, but as it has been decided to sell books of a 
dozen coupons it is thought that well -to-do peopl e will 
ben efit m os t. Should it be found t ha t this new departure 
interferes with th e traffic receipts, it w ill be d iscont inued 
at the end of four months. Mr. Dalrymple is opposed t o 
the conductors th emselves ha ndlin g th e coupon books, so 
pas senger s will have to purch ase them in the o ffice s of 
the co mpa ny. The conductors will be suppli ed with three
fa r thing tickets and they will exchange them fo r th e 
coupo n s. 

The Stepney Borough Council a nd th e London County 
Coun ci l are un able to ag ree with regard t o th e propose d 
recon st ruction of th e ho r se trams a long Burdett and Grove 
Roads, fo rming a juncti on with Commer cia l Road a nd 
!\fil e E ncl Road. The London County Coun cil h as proposed 
th at t he overh ead t ro ll ey sys tem b e ins t a ll ed, espe cially 
as the line is not expec te d to be r emun erative at first. The 
Step n ey Council ins ists upon the conduit sys tem b ei ng 
adopted. 

In o rd er to encourage effic iency at Bradford, C. J . Spen
cer, ge neral manage r of the Bradfor d Ce>rpo ration Tram
ways, w ho h ad t o repo rt recently on t h e app licati on of 
th e emp loyees for increased remun erati o n, ha s suggested 
that increa ses in pay sh ould no t be g rant ed autom aticall y 
hy ri g h t of seniority. Mr. Spencer evidently believes that 
many of hi s employe es could increase th eir efficien cy ap
precia bly, and that only th ose w h o becom e known for 
th eir ge neral e ffici ency sh o uld be rewa rd ed with a n increase 
in pay. A. C. S. 
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News 01 Electric Railways 
Cleveland Traction Situation 

N. W . Harris & Company, New York, N . Y., in th eir 
proposal t o fina nce the Cleve land Railway, w hi ch was pre
sented t o th e board of direc tors of the company on Dec. 
3r, 1910, sugges t s thr ee ch anges in th e conditions of the 
grant, th e m us t important of w hich is to the effect that an 
annual reserve fund be estab lished to amortize the fran
chise valuation of $3,615,843.89, w hich was fixed by t h e late 
Jud ge R. W. Tayler. The establishment of such a r ese rve 
fund would add another divisi on to t he distribution of the 
inc ome, and it is believed that the pre sent fare of 3 cent s 
plu s a cent f,or a transfer would not cover the additional 
charge. The sugges tions made by N. W. H a rris & Com
pany are contained in the following portion of the propo
s ition placed before the directors: 

"As a r esult of our rec ent investigation of the street 
railway situation in Cleveland, we a r e prepared to enter 
into a contract t o purc hase a n issue of bond s sufficient to 
meet your pre se nt financia l obligations. 

"Our exam inaticn of th e franchise und er which you are 
at pr ese nt operating, howeve r, le ads u s to make ce rtain 
sugge stion s to you which we believe to be of vital im 
pc,rtance. looking particularly t o th e increase of fac ilities 
anJ the deve lopm ent and extension of the property. 

"\Ve have been familiar with the street railway con
diti ons in Cleve land sinc e ab out r893, w hen we made our 
fir s t purc ha se of the bonds of your company. We have 
oliscrved th e rapid growth of the city a nd the consequent 
11e cessity for in creased service and extension of facilities. 
T h er e is eve ry r eason to assume t hat this growth will 
continue a nd it will in ev it a bly mean greater se rvice and 
in cr easeJ facilities to be provided by the continued con
tributi on of new capital. 

"It is of vital importance that you should be in a position 
to rai se new m on ey by the sa le of st ock as well as by· the 
sale: of bonds, that you may have th ese combined resources 
to a vail yourse lve s of as other companies do, and in order 
that a prop er r a tio between bonds and stocks sh ould be 
pre se n·ed. 

"The financial stability of a company and the resources 
which it has on hand to r a ise m on ey in the future are 
points carefully considereJ by the discriminating investor. 
Your bond s would be more secure a nd we could therefore 
mak e t h e t erm s of purchase m ore attractive to you if the 
Tayler ordinance were amended in th·e following par 
ticula r s: 

"Fir st-You are given the right to se ll 6 per cent bonds, 
but in our judgment, from the standpoint of credit, t h e 
bond i'ssu e should not bear more than S per cent interest. 
Y ou sh ould therefore be given the rig ht to sell 5 per cent 
bond s at n e t lower t han a 6 per cent basis, to meet varying 
m arket conditions with the ri g ht to amortize any discounts 
which may, from time to time, be made to dispose of th e 
bonds. At the prese nt time some discount would have to 
be alloweJ to sell a S per cent bond. 

"Second-To make poss ible any future sa les of stock, the 
intrinsic value of the same must be protected and th e fran -. 
chi se s hould be so amended as to make it clear that all 
futur e extension s and actual additions to the present prop
erty shall be maintained at roo per cent of their repro
duc t ive va lue through a reserve fund set apart an nually. 

"Third-For the same reason an annual reserve fu n d 
sh ould be provided to amorti ze the principal of the fran
chi se value of $3,615,843.89 established by the Tayler ordi
nance. 

"vVith t hese three items corrected, we would fe('ll t hat 
you were in a position to take care of the future expansion 
o'f the street railway business by the sale of both stock 
and bonds, instead of being absolut ely limited to bon ds, as 
seems to be your present situation. 

"It has b een suggested by \Vinthrop Coffi n in hi s report 
that the growth of the cit y before the exp iration of the 
franchise may reqt1 ire such exte n sions, bettermen ts and 
increased service that the p r esent m aximum rate of fare 
will be too low: but we judge that should this at any time 

be found to be th e case, th e city would grant such rea
son able m c ditication s as would continue to insure a 6 per 
ce nt r eturn on your st ock, wi th out which it could not be 
sold a t par; w hich in turn would prevent the company 
from meeting the requirement s of a gr owing ci ty." 

Mess r s. Harris & Com pany did not state that they would 
r efuse to purchase the bond s unl ess th eir sugges tions were 
adopted. T h ey said that if other b ond hous es were invited 
to consider t h e matter they mi gh t be willing to take the 
bonds und er p r ese nt conJitions. The proposal was presented 
to the d irec t o r s by Horace E. Andr ews, former president of 
the ·company, a nd a di scussion cove ring three hours fol
lowed. Nothin g was g ive n t o th e public at that time regard
ing t h e view of t h e dir ector s. 

J. J. Stanley, president of th e Cleve la nd Railway, has 
since transmitted a communi cat ion to Mayor Baehr in which 
he ask s t hat the changes in the Tayler grant sugges ted 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 th e s tock in a better position 
and not for the benefit of bondholders. The bond house , 
h owev er, sta t ed that t he stock sh oul d ·be of such value that 
the company would not be compe lled to depend solely 
up o n the disposal of bonds to take car e of its needs. The 
letter by Mr. Stanley fo llows in part: . 

"The Cleveland Railway has r eal ized fo r some time the 
inadequacy of the se rvice rendered by it to the public, .anJ 
has hopeJ to dispose of stocks or bonds sufficient in amount 
to enable it to make needed exten si ons a nd additions. It 
has fo und, h owever, t hat inve stors declin e to purchase its 
stock. mainly for the reason that, whil e for a se ri es of 
years 6 per cent income may be r elied upon, they feel that 
the r e turn of the p rin cipal at t he expiration of the franchise 
is not so well assur ed. As bearin g upon this question, we 
in close a letter received Dec. 3 r, 19ro, from N. W. Harris & 
Company. 

"We desi r e to call your -atten ti on t o th e situation- as it 
exists. The company has accepted a va luation of its prop
erty and has agreed to be satisfied with 6 per cent upon its 
stock. The elements of speculation h aving been taken out 
of the stock and the r a t e of profit definite ly limited, it is all 
th e more necessary, in o rder to invite new capital, to make 
the payment of th e limited r ate of interest, together with 
the return of_ the entire amount of th e pr incipal, perfectly 
secure. The company mu st , howeyer, rely upon the sale 
of its stock and bonds for additional fi nancin g, and now 
finds that unde r the Tay ler ordina nc e car eful investors do 
n ot feel that any n ew principal th ey m ay inves t in the stock 
of the company is protec t ed. 

"Whi le it was the id ea and purp ose, frequently expressed, 
that the stockh olde r s of the company sh ould be assured not 
only of 6 per cent inter es t up on their stock. but of the re
turn of the prin cipal 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 
th e making of a contract between the company and the city . 
whic h, in the words of the ordinance, 'will secure to the 
Cleveland Railway unimpaired the cap ita l value' fixed by 
Judge Tayler, yet prospective investors in the company's 
securities a re of the opinion that th e ordinance imperfectly 
provides fo r the accomplishment of this purpose, and they 
ask that it be so modified as to protect the principal of both 
present and future investment. 

"I t is to the mutual inter es t of the city and the .company 
that additional capital to provid e for rea son ab le service and 
pr oper exte n sions be ob tained. T h e compan y wishes to 
join w ith the city in any method that may be found feasible 
fo r the full es t 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
ves tment, we shall be able at once to obtain money for the 
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purc hase o f 200 new cars, ·th e bui lding of n ecessar y ex ten 
sion s and th e improvem ent of th e se rvice." 

Th e annual m ee tin g of th e s tockholders of t h e company 
wi ll t a ke place on J a n. 25, 1911 , and it is said that t he qu es
tion of issuin g $3,500,000 of bonds, bearing 5 per cent in
t erest, will be submitted t o t hem for con sideration at that 
tim e. Th is w ill op en th e way t o compl ianc e w ith th e de
mand s of th e city a nd t h e direc tors wi ll ask that the t erms 
:,i nd condition s upo n w hi ch th e securitie s a r e issu ed be 
left to th em, so that furth er action wil l be unn ecessa ry 
sh ou ld an agreem ent th at is cons idered fa ir be r eac hed. 
Shou ld th e city agree to the establis hment of a reserve 
fund to take ca re of the franchi se value, it wi ll r equ ire 
something like $12,oco per 111011th fo r the franchise term 
t o aggr egate th e ai:nount necessary. 

Mayor Bae hr, St r eet l\. a il way Commi ss ioner Dahl and the 
speci;d committee of th e City Counci'l nam ed some time 
~.go mad e a report to t hat body on the eveni n g oi Dec. 27. 
Th e report s tates t ha t it wi ll neve r he possible to operate 
the syste m efficiently without a subway .terminal under 
t h e public squa re a nd r eachin g out a r easo nable distance 
in the down town sec ti o n. A h ig h-level bridge acro ss the 
Cuyahoga Ri ve r to r eac h th e \;V es t Side, the e limination of 
grade crossings over s team roads and th e add ition of 200 
cars t o present equipm en t are oth er n eeds that were men
tioned . T h e con struction of th e bridge h as been provided 
for and m any grade crossings w ill be elim inated with in 
t h e n ext year or t wo, but th e other r equirement s are yet 
uncertain. The comm itte e s t a t es that the se rv ice during the 
rush h ours in the evenin g is inadequate. ·Th e r eport, in 
part, follows: 

"Th ere a re certain physical obstacles in th e way of rap id 
and efficient service dur ing th e ru sh h our period in the 
evenin g which h ave a lways obt ai ned in Cleveland, and 
which will be removed in th e imm ediate future. T he most 
se rious obstacle t o se rvic e on the West Side is Superior 
v iaduct. On the Eas t Side th e vari ou s grade crossings have 
the same effect, th ough, o f course, in a smaller deg r ee. 

"At the pre se nt time, durin g the evenin g ru sh hour, t h ere 
is a car operat ed east on E uclid Ave nu e, between the square 
and East N inth Street, every 20 seconds; south on On tario 
Street from th e squar e eve ry 18 secbnds, an d west across 
the Superior viaduct every r8 seconds. It is difficult to 
operate und er a much cLoser he adway, an d no matter how 
many cars are in op eration, it w ill never be possible to 
operate efficie ntly without a subway te rmin al under th e 
square and r eachin g out to a r eason able di stance in the 
downtown sec tion in order to avo id congesti on . 

"But before the g r,ade cr ossin gs are elimi nated, the high
level bridge constructed, a nd surely b efor e a subway termi
nal at th e square ca n be const ructed, it wi ll b e necessary 
to bett er th e se rvice during th e eveni ng ru sh h our, and 
it is appa r ent that th e Clev ela nd Railway should acquire 
additional equipment at the ea rli es t possib le time. At 
least 200 more cars sh ou ld be purcha se d. 

''To procure mon ey for th ese cars and in view of fi.lrther 
fi nancing, which it will soon · be n ecessa ry to undertake, a 
compreh en sive scheme of r efim1ncing a nd refund in g the 
present debt of the Cleveland Railway is necessary, and the 
practicability of this fina n cin g is no w in process of investi
ga ti on a nd, we h op e, su ccessful solution by the raihvay 
com pany and th e str eet railroad commissioner. In its last 
ana lys is, th en . th e problem of immediate efficient ser~ice 
is th e problem of financing." 

Toledo Traction Situation 

Dr. J. F. D emers, a mem be r of th e board of directors 
and th e executive committee of th e T oled o Rai lways & 
Light Compan y, Toledo, Ohio, died at hi s home in Levis, 
a suburb of Quebec, Can., on Dec. 26, 1910. 

The res ignatio n of W illia m B. Hale, Chicago, as a mem 
ber of th e boa rd of d ir ectors and ch-airman of the executive 
committ ee was r ece iv ed e n Dec. 29. Mr. Hale stated that 
h e de si r es t o devote hi s entire time to private busines s 
in Ch icago. The r em ain in g m em bers of the execut ive 
committ ee are A lbio n E. La ng and J ay K; Secor, Toledo, 
and Willia m E. Hutton , Cin ci nna ti. T h e board of d irec
t or s co nsist s o f six T oledo m en and Mr. Hutton. T h e 
vacancies wi ll n ot be fi ll ed un t il the annual m ee tin g on 
Ja-n. 19, 1911. 

At a m eeting of the coun cil com mitt ee of the w hole on 
the eve nin g of Dec. 28, 1910, th e fo llowing form of r eply 
to the le tter of A. E. Lang, pres id ent of the company, 
was ag reed upon: 

"In respon se t o your lette r of Dec. 24, 1910, in which 
yo u proposed t hat as a ba sis for the di scu ssion s suggested 
in my letter of Dec. 15, I9l01 an ordinance be drawn 
ba se d upon· the principles enun ciated in my letter, I am 
aut h o ri zed to say that we shall prepare memoranda of 
such an ordinance at onc e, cop ies of wh ich will be at the 
dispo sa l of your compa ny and others who may be inter
ested in inspect in g them. The city authoritie s are pleased 
by your acquiescence in the method of procedure sug
ges ted, and we now go forward on the understanding that 
the publ ic discussions before the Council between rep
re sentative s of your company and of t h e city will begin 
immediately upon the completion of the memoranda." 

City Solicitor Schreiber stated at this m ee ting that he 
will proceed as rapidly as possible w ith the preparation 
of memoranda fo r the o rd inance, and he will have the aid 
of Mayor Whitlock, Chairman John B. Merrill, of t h e 
committee on railroad s and telegraph, and others. 

Several impo rtant points hav e not yet been decided by 
th e administration. One of them is the question of in sert
ing the rate of fare in the draft that is to be prepared ; 
a no th er is whether the valuation should be placed in t h e 
gr ant before th e public discuss ions are opened. 

Program Wisconsin Electrical Association. 

The tentative program for the annual meeting of the 
W isconsin E lectrical Association, whic h is t o be h eld at the 
Hotel Pfist er , Milwaukee, Wis., o n J an. 18 and 19, 1911, was 
published in t he ELECTRIC R AILWAY JouRNAL of Dec. 24, 1910, 
page 1249. U nder date of Dec. 30, 1910, J . S. Allen, Lake 
Geneva, Wis., secretary and treasurer of the association, 
has a nn ounced th e fo ll owing definite program: 

"Publi city Campaign s." 
''Some Princip les Estab li sh ed by the Wisconsin Railroad 

Commission." 
"Electric Meter Testing." 
''O rn ame nta l Street Lighting." 
" Insurance." 
"Electric R a ilway Repair Shop Practice." 
Mr. A ll en says that the question of holdin g a banquet on 

th e eve nin g of Jan. 18, 1911 , is under consid eration by the 
executive committee of the association. Suggest ion s a r e 
so licited in regard to the convention an d the work of the 
c1ssociation. 

Transit Affairs in New York 

T h e joint committ ee o f the Ch amber of Commerce a nd 
the Merchant s' Association appointed at the Mayor's re
quest to examine the subway problem and repo rt its con
clu sions ha s submitt ed a unanimous report approvin g the 
offe r of the Interb crough Rapid Transit Company an d ex
pressing the hop e that the plan of subway construction 
t here in 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 a ll 
sides-that of the financial interests of the city, that of the 
merit of the r ou tes h eld out wi th respect to the accommo
dation of the public and to t h e distribution of traffic, and 
that of t h e taxp ayer a nd the fa r epayer. The committee was 
br oad ly r epresentat ive of the city. It contains the names of 
an ex-Mayor of New York w h o h ad also been Mayor of 
Brooklyn, of an ex-Mayor of Brooklyn, of men of g reat ex
perience in finance, of men of technical qualific aticn s, en
gineers and ar chi tects, of leading merchants, of men who 
r ep rese nt broadly dist ribu ted real estate int erests, of law
yers and of representa tives of the cori1111ercial interes t s of 
the port. The m embe rs of the committee on engineerin g 
were Charles Sooysmith, chai rman ; Alfred P. Roller, 
W illi am E. McCo rd , Samu el Rea, Franklin Remi ngton, 
Willi am J . Wil gu s a ncl Seth Low, ex officio. 

T h e lon g-stan din g dispute over the claims for ex tra work 
o n th e origi nal suh wav co ntrac t h as been settled. The Pub
lic Service Co mmi ss io n se nt' to th e Board of Estimate and 
App ortionm ent a communicati on which embodied th e set-
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tleme nt reached by a rbitrati on after a year and a half or 
more. It was not a find in g 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 t hat an agreement had been reach ed by which the 
c ity' s hould pay $2,000,000 in settle m ent of the extra claims. 
The claim was made under the original contract with 
John B. McDonald, which the Rapid Transit Subway Con
st ruction Company took over. The full amount was $6, 198,-
514.92. Thi s has been reduced to $1,684,109.33. 

Association Meetings. 

Massachusetts Stree t Railway Association-Boston, Mass., 
Jan. 11. 

Central Electric Traffic .Association-Indianapolis, Ind., 
Jan. 16. 

Wisconsin E lectrical Association-Milwaukee, Wis., Jan. 
18 a nd 19. 

Central Electric Railway Association-Indianapolis, Ind., 
Jan. 19. 

Interstate Elect ri c Railway Association-Chicago, Ill., 
Jan. 19. Meeting to organize. 

New England Street Railway Club-Boston, l\fass., 
Jan. 26. 

American Electric Railway Association-New York. N. 
Y., Jan . 27, 1911. Mid-year meeting. 

Centra l Electr ic Accounting Conference-Springfield, 
O hi o. Date to be fixed. 

Public Utility Measure Advocated in West Virginia.
A committee appointed by the State Board of Trade has 
con fer red with Governor Glasscock for the pu rpose of fram
ing a bill to be presented to the Legislature of West Vir 
g inia to cr eate a public se rvic e commission to have control 
of all public utilitie s in the State. The plan out lin ed for the 
bi ll provides for a n on-partisan commission of three perso·ns, 
with the right to appeal to the courts from the decisions of 
the commission. 

Winnipeg Strike Settled.-Th e strike of the employees of 
the Winnipeg (Man .) E lectric Railway, which was begun 
on Dec. 16, 1910, was declared off on Jan . 2, 19II. The com
pany is said to have agreed to reinstate the four men who 
we re discharged for vio latin g the rule of the company which 
prohibit s employees from enterin g a saloon while in uni
fo rm, but to have insisted upon its right hereafter to deal 
summarily with all men who are fou nd guilty of breaking 
the rul e regardin g drinking while in the unifo rm of the com
pany. 

Report by City on Value of Des Moines Property.-The 
Ci ty Council of Des Moin es, Ia., has adopted a resoluti on 
authorizing Mayor James R. Hanna to negotiate for the 
services of expe rt engin eers 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 citi es in Iowa 
the rig ht to acqui re, own, operate and lea se street railways. 
Action on this resolution was postponed pending furth er 
discussion. 

Volume of Business of the Second District Commission in 
New York.-At the close of business fo r 1910 the Public 
Se rvice Commission of the Second D istrict of New York 
had presented to it for action 2071 different matters. These 
include d 1438 complaints, which were handled informally 
by . th e commission and settled without the necessity of 
formal orders; 371 formal complaints and 262 applications 
from various corporations for authori zat ion by the commis
sion. During the y ear 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 fo r action. In addition to daily sessions and consider
ation of disposi tion of cases, the commission handled 554 
hear in gs, covering a period of 196 days. During the year 
the commission authorized capitalization to the amount of 
$151,048,108. In 1909 there was authorized $142,855,035.85 ; 
in 1908, $92,253,900; for the last six months of 1907, $17,730,-
745.49 ; a total fo r the three and a half years of the c ommis
sion's existence of $403,887,789.34. 

Financial and Corporate 
New York Stock and Money Market 

Jan. 3, 19II. 
The ope ning 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 
thi s rate h eld only momenta rily. Quotations to-day were: 
Ca ll, 3¾;(g;6 per cent; 90 days, 3;¾@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, c losed the year at 189i and was 
dealt in to-day at about the same price. 

In Chi cago ther e has be en considerable dealing in Chi
cago Ra ilways certificate s Series 2, but otherwise trac
tions have been neglected. Prices have not advanced with 
the ac ti vi ty and the close of the year was 25¼. Other 
traction securiti es w ere not traded in on the market. 

In the Boston market during the last week of the old 
year ther e was little trading in traction shares. Massa
chu se tt s E lectric was the most active of the list, but prices 
fo r these issues were unchan ged. 

In th e Ba ltim or e market there were some sales of United 
Railways ce rti ficates, but prices were unchanged. The 
bonds continued to se ll a t former prices. 

Quotation s of traction a nd m a nufa ctu ring securities as 
compar ed with las t week fo ll ow: 

Dec. 27. 
American Railways Company .•.................... . a42 ½ 
Aurora, Elgin & Chicago Rail road (common)........ 45 
Aurora, Elgin & Chicago Railroad (preferr ed) .......• *83 ½ 
Boston E lP.vated Railway ........................... 128 
Boston Suburban Electric Companies (common) ...... *16 
Boston Suburban E lectric Companies (preferred). . . . 70 
Boston & \Vorcester Electric Companies (common) .... am 
Boston & Worcester Electric Com panies (preferred) .. a39½ 
Brooklyn Rapid Transit. ...........•............... a74¾ 
Brooklyn Rapid Transit Company, 1st ref. conv. 4s.... 82¾ 
Capital Traction Company, Washington ..... .. ........ a129 
Chicago City Railway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 165 
Chicago & Oak Park E levated Railroad (common)..... *3 ¼ 
Chicago & Oak Park Elevated Railroad (preferred).. *7¼ 
Chicago Railways, ptcptg., ctf. 1 ...........• · ......••. a95 
Chicago Railways, ptcptg., ctf. 2 ....•............... a25¼ 
Chica.go Railways, ptcptg., ctf. 3 .....•............. a10 
Chicago Railways, ptcptg., ctf. 4.................... a6¼ 
Cleveland Rail way. . . . . . . . . . . . . . . . . . . • . • . . . . . . • . . . . * 91 ½ 
Consolidated Traction of New J ersey ....•........... a73 
Consolidated Traction of N. J., .'i per cent bonds •... a104 
Detroit United Railway .....................• •. •••.. *68 
General Electric Company .......................... a153¾ 
Georgia Railway & El~ctric Company (common) ..... a117 
Georgia Railwav & Electric Company (preferred). ... 88 
Interborough-Metropolitan Company (common)....... 19¾ 
Interborough-Met ropolitan Company (preferred)...... 53¼ 
Interborough-Metropolitan Company (4½s)........... 79½ 
Kansas City Railway & Light Company (common) ..... a22¼ 
Kansas Ci ty Railway & Light Company (!)referred) .... a71 ½ 
Manhattan Railway ............ .. .................. 139 
:\fassachusetts Electric Com pany (common) .......•.. a18½ 
Massachusetts Electric Companies (preferred) ...•.... a86 
Metropolitan West Side, Chicago (common)......... 21 ½ 
:\Ietropolitan West Side, Chica.go (preferred) ....•... a68 
Metropolitan Street Railway, New York ..... ........ ·• 19½ 
:.lilwaukee Electric Railway & Light (preferred) ..... *110 
North American Company........ .. ........... ..... 64¼ 
Northwestern E levated Railroad (common) ........... a22 
N orthwPstern E levated Railroad (preferred) ......... a6o 
Philadelphia Company, Pittsburg (common) .......... a49·3/.'i 
Philadelphia Company, Pittsburg (preferred) ......... a43 
Philadelphia Rapid Transit Company •.•.............. a18¼ 
Philadelphia Traction Company..................... 83¼ 
Pu.bli c S~rvice Corporation, 5 _ J)er cent col. notes ...•• a95 ¼ 
Public Service Corporation, eds .: ........ - .......... a100 ½ 
Seattle Electric Company (common) ................ a108 
Seattle Electric Company (preferred) ................ a102 
South Side Elevated Railroad (Chicago)........... 69½ . 
Third Avenue. Railroad, New York ... , •.• ~,·.; ,, •,•.• •... , , . . 1p 
Toledo Railways & Light Company... ........... ... . a8 
Twin City Rapid Transit, Minneapolis (common) .. '. : 1 108½ 
Union Traction Company, Philadelphia ........ ....• . a42¾ 
United Rys. & Electric Company, Baltimore ..•....... *14½ 
United R ys. Inv. Co. (common) ..... ......•.•.....•. a 15 
U nited R ys. Inv. Co. (preferred) ...........•...•••. *.~2 
Washin,rton Ry. & Electric Company (common) ...... a33t4 
Washington R y. & Electric Company (preferred) .... a86¼ 
West End Street Railway, Boston (common) ........ a91 
West End Street Railway, Boston (preferred) •.••.. a101 
Westinehou se Elec. & Mfg. Co ... - . , . . . . . . . . . . • • . . 66 
We~tinghouse Elec. & Mfg. Compariy (rst pref.) ..•.•. •124 

a Asked. *Last sale. 

Jan. 3. 
342½ 
a43 
83½ 

129 
a16 
a72 
a10 
a;_i9½ 

75¾ 
83¼ 

a129 
165 
*3¼ 
*7¼ 

a100 
a25¼ 
a11¼ 
a6½ 

*91½ 
a72 

a104 
*69¾ 

a151½ 
117¾ 
87¼ 
19¾ 
54¼ 
79¾ 

a22¼ 
a72 

a140 
*18½ 
a85 
a22½ 
a70 
*19½ 

* I IO 

65¾ 
a22 
a65 
so½ 
43 

a18½ 
a84 
a96 

a100½1 

, ~ a106½ 
· a102½ 

a72 
ro 
a8 

a109 
a43½ 
*14½ 
31¾ 
60 

a33¾ 
86½ 

a91 
a103 

66 
•124 
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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 o f the business 
for nine months is as follows: 
Gross earnings from operation ..........•.•...•...• 
Operating expenses .....•..•...•..... .....•........ 

Net earnings from operation of owned and leased 
lines ••................... , ......•. •, • •,, • • 

Interest accrued and charged to construction ac-
count .............. .... . ......•.. . • • ... , .. 

Subway rental. ................................... $158,813 
Less amount collected from the Boston & Northern 

St. Ry.................... ....... .... ......... 20,189 

$138,622 
Interest on funded debt of West End St. Ry ........ 510,135 
Dividend on preferred stock of West End St. Ry., 

8 per cent. . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . 384,000 
Dividend on common stock of West End St. Ry., 

7 per cent ...•.•..•........... ...........•.... 583,808 
Dividend on stock of Somerville Horse R. R. , 6 

per cent. . . . • . . . . . . . . . • . . . . • . . • . • . . . . . . . . . . . . . 6,88 s 
Taxes on West End St. Ry ........ ................ 468,033 
Interest and taxes on leased property of the Old 

Colony St. Ry................... ....... . ..... 35,601 
Interest on leased property of the Boston & Northern 

St. Ry....................... ...... ... ........ 678 

Total payments on account of leased railways ... 

Interest on funded debt. ............. ............. $417,000 
Taxes, Boston Elevated Ry ........................ 342,417 
Compensation and income taxes... . . . . . . . . . . . . . . . . . 106,239 
Washington Street tunnel rental ......... ,. ......... 255,000 
Ea~t Boston tunnel rental ........... ~ ............. 41,674 

Balance .........•................... • • • • .. • • 
Dividend paid Feb. 15, 1910, 3 per cent. ... ........ $598,500 
Dividend reserve .................................. 299,250 

$11,383,686 
7,321,396 

$4,062,290 

13 5,998 

$4,198,288 

1,162,330 

Surplus for nine months....................... $10,446 

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

From passengers carried .....•..•............•...... ...... $10,984,441 
From carriage of mails............................. ...... 28,006 
From tolls for use of tracks by other companies. . . • . . . . . . . . 31,51 8 
From rentals of real estate ........................ .... ·.... 106,152 
From advertising . . . . . . . . . . . . • . . . . • • . . . . . . . . • . . . . . . • . . . . . 87,047 
From interest on deposits, etc...... .. .. .. .. .. . . . .. . . . . . . . . I 38,064 
From miscellaneous income.. . . . . . . . . . . . . . • . . . . . . . • . . . . • . . . 8,458 

Total ...............................••....•. .••...... $11,383,686 
OPERATING EXPENSES: 

For general expenses .•....•. :............................. $862,443 
For maintenance of roadway and buildings......... ......... 831,538 
For maintenance of equipment................... .......... 736,871 
For transportation expenses ............. ...........•... • .... 4,890,544 

:rota! ..•••.•.•.•.••.•.•..••............ .•...•........ . $7,3 21 ,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: o! the 
stockholders of Nov. 18, 1908, and by th e 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 outstanding as shown in the balance sheet is now 
$19,950,000, par value. _ 

"The year has been one of activity on the company's part. 
"The construction of the East Cambridge elevated ex ten

sion has been continued. The temporary bridge has been 
removed, the piers completed, and eight concrete ar ches 
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 th~ Boston & 
Maine Railroad station have be en approved by th e 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 thi s point. 

upon the three levels now in use. Little r emain s to be <l one 
to provide for the ope ra tion of 8-car trains at thi s s tati on . 

"The route of th e Malden and Everett elevated ex tension 
has bee n approved by the Railroad Commissioners. and a 
portion of the land ha s been purchased. The engin eer s are 
now desig nin g the s tructure and stations. 

"Plans for the a lteratio ns of th e Sullivan Square »tation 
for the operation of the Malden extension, for 8-car train s, 
and for separate platforms for in and out passenger s have 
also be en approved by the Railroad Commissioners. 

"Upon th e Cambridge Main Street subway construction 
work ha s bee n pushed vigorous ly during the year. The 
main lin e is now substantia lly compl eted, except portions 
of the Harvard Square station and of the terminal yard. 

"At the South Station the elevated structure ha s been 
changed to provide for a shuttle track to accommodate 
trains between the North and South s tation s. 

"The Railroad Commissione r s have approved the route 
for the elevated st ructure in Boston, between the Boston 
end of the Cambridge bridge and the Beacon Hill tunnel, 
which the Boston Transi t Commission is now constructing. 

"At the Thompson Square station changes in the st eel 
work for track structure, incident to changing the platforms 
for 8-car trains, are now completed. The material for the 
platform changes ha s been delivered. 

"The Railroad Commissioners have determi'ned 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 ha s been laid on 
Hyde P ark Avenu e, so th at tha t th oroughfare is now double
tracked to the Hyd e Park line. 

"On Oct . 27 las t ca rs began to run over the Mystic Ave
nu e bridge, on the Middlesex F ell s line, enabling the com 
pany to abandon th e Union Street track s and to run it s ca rs 
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 th e 
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 pub1ic during the 12 months ending Sept. 30 amounted 
to at least $497,307, made up as follows: 
Compensation tax for the use of ~treets under the acts of 1897 .. 
Interest at 4 per cent. on $4,382,000, cost of paving laid in 

streets hy company .............................. .•.... .... 
Cost of maintaining street paving by company ......•.......... 
Amount of subway rental devoted to sinking fund ............. . 
Moving snow removed from sidewalks and roofs (estimated), 

not less than .•....................•...... : .......... ... .. . 

175,280 
10_<;,236 

.'iI,9'45 

34,000 

Total extraordinary payments to the public................ $497,307 
Add taxes assessed on real estate.. . . . . . . . . . . . . . . . . . . • . . . . . . . . 308,843 
Add taxes asses~ed on capital stock and income................ 703,864 

Total ...••.....•.................•.•................... $1,510,014 
To the above may be added the balance of subway rental...... 132,378 
Also the rental of the East Roston tunnel.. . . . . . • . . • . . . . . . . . . . 56,077 
Also the rental of the W ashington Street tunnel on account.... 336,000 

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

"Concerning the capitalization of the propertie s 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, 19IO, was as follows: Preferred, 
$6,400,000.; common, $11 ,120,1 50; tota l, $17,520,150. Of this 
capita li za tion th e preferred stock was the amount author
ized by the Legislature for th e 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 
st ock $7,150.000 was paid in in cash at par, and the balance 
was sold under orde r s of th e Railroad Commissioners for 
cash at prices' ranging from 40 to 80 per cent in excess of 
the par value, realizing a premium of $1,978,331. 

"Of th e $19,950,000 par value of th e stock of the Boston 
E levated R ailway the first $rn,ooo,ooo was paid in in cash at 
par , and the balanc e was sold under orders of the Railroa d 
Commissioners for cash at a price of from IO to 55 per cent 
in excess of the par value, realizing a premium of $2,5rn,958 
above the par value. The capitalization of t he two com
panies on June 30, th erefore. represents an ac tu al payment 
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in cas h of $4,489,289 above the par valu e of the out standing 
stock. So t h ere is not only no capita l inflati on of these 
properties, but much more has been paid in than is repre
sented by t he par value of the stocks. The divid en ds paid 
on the stocks and the interest paid on the bonds of the two 
companies make an average return t o t he cap ita l invested of 
5.15 p er cent per annum. It is n ot true, th erefore, of these 
propertie s that 'excess iv e dividend s are paid on watered 
s t oc k.' 

"From the summary of stockholders of r ecord June 30, 
19rn, it appear s that th~ total number is 4539, h o lding 199,500 
shares of s t ock. Of th ese 4014, h o ldin g 176,799 shares, live 
in Massachusetts. In o th er word s, over 88 p er cent of the 
stock is he ld in Mas sac hu setts. The avera ge number of 
sh a res h eld by each stockh older ·of th e company is a little 
less th a n 44 shares. 

"The total len gth of sur face track s controlled by the 
compa ny is now 461.049 mi les. This; with the elevated 
mileage of 24.170 miles, mak es a· t otal mileage of 485.2 19. 

"For a number of years t h ere h ave been v et it ions to th e 
Legislature for the const ru ct ion o f more subways in various 
part s of the community th a n t h ere is any probable reve nu e 
to supp ort. Moreover, int eres t ed p eopl e h ave end eavor ed 
to g ive the impressio n that the company has not accepted 
o r built a dditi ons or extension s. 

"To show to th e public th at the company has in fact 
accepted, built an d undertaken large add it ion s and exte n
sio n s, durin g the month s of September. October a nd Novem
b er la st we advertised in the n ewspaper s by map and s tat e
m ent a r ec ital o f th e additions and extensions which h ave 
been m ade to our system sin ce we began to op erate it in 
1898, together with the fund s w hi ch have been provid ed 
therefor. 

"We showed th a t when this co mpany took ch a r ge th e 
popula ti on of the citi es and town s in which it opera tes was 
approximate ly 843.090. Now it is approximately r,098,917-
a n increase of only about 30 per cen t. At the beginning of 
the peri od there was in vested $25,960,000. T o-day the 
inves tment stands at $81,440,000-an increase of 213 per cent. 

"Our adverti sements. in reply to th e char ge that we have 
not b een pro gress ive, of course, show conclusively that the 
com pany's accom pli shment s a nd u ndertak in gs h ave far out
s tripp ed the growth of the co mmunity in whi ch we operate , 
so far as that growth is r eprese nted by population and 
w ea lth , prog r essing eight tim es as fas t as t he popu lation 
and five tim es as fa;;t as the wealth. Not onl y have we been 
extre m ely progress ive, .but obvi ously fo r the present we 
must act w it h cai1tio n in r espec t t o future extensions." 

Traffic statistics compare as foll ows: 
Nine l\Ionth s 

En ded 
June 30, 1910. 

R ound t , 1ps.. . . . . . . . . . . . . . . . . . . . . . 4,299 ,;05 
Re~inu e c,~1 mil es, sur face .......... $32,~9 0,016 

" eleva ted . . . . . . . . 6,234,967 
U . S. mail cars.. 1 7 r ,530 
t ota l . .. . ........ 39. 296,522 

Y ea r Ended Sept. 30, 
1909. 1908 

5,549,774 5, , 7 1,459 
$4 3,599,806 $4 ;1 .8 18,640 

7,29,.450 7,806,503 
232 ,425 232 ,746 

c I , 127 ,681 51,857,889 

T otal revenu e pa5senrers ca rri ed. $220, 127,890 $2 8 1,008,471 $273 . 132,584 
Average receipt s pe r pasfenger . . . . . . $.0.1990 $.04991 $.04989 

Metropolitan Street Railway Reorganization Plan Filed with 
Commission 

T h e j oint co mmittee on r eor gan iza ti on of th e Metro
politan Street Railway, of which Guy E. Tripp, of Stone & 
\Vebster, is chai rman . fi led with th e Publ ic Service Commi s
sion of the Firs t Dist ric t of New York, on Dec. 29, 19IO, 
a p etition asking the approval of a plan of reorganization 
of the company prepared by the joint committee with the 
sa nction an d co-operation of the commit t ee representing the 
S per cent general mortgage b onds and the committee r ep re
senting the 4 per cent refunding m ortgage bonds. Briefly, the 
p lan provides for a total of secu riti es of about $?6.000.000, in
cludin g new securities and o ld securities w hi ch will be al
lowed t o remain undisturbed. Thi s is a reduction of about $40,-
000.000 from the present out standing securities and ob liga
tion s. The new securities t o be issued are appr oximately as 
foll ows : $r r.768.000 of new fixed-charge 4 per ce nt bonds; 
$39,000.000 of new adjustmen t income bonds and $14,000,000 
of stock. T h e fixed charges represented by the interest on 
th e bonds have been reduc ed by more than $1.000,000 a yea r 
by th e readjustment. 

The h older s of the stock a nd improvement notes o f the 

Metropolitan Street Railway are given the right of partici
pation on the payment of an assessment sufficient to furnish 
the new cash ne eded, which it is est imated 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 permi ssion of the Public Service Commission, the hold
e r s of personal injury claims are offered the right to partici
pate under th e sam e t erm s as the mo st favo red bondholder. 
No assess m en t is r equired of these tort claimants. Ford, 
Bacon & Davis, the experts employed by the receivers, have 
prepa red a ri in ventory and apprai sa l of the properties of the 
sys tem w hi ch show a va lua ti on largely in excess of the total 
securities t o be outstanding after the adopti on of the plan. 
A summary of the plan fo ll ows: 

Decrees of foreclo sure, respectively, of the $12,500,000 
ge nera l mortgage and of the $ 16,604,000 r efunding mortgage 
have be en entered by th e cou rt, and th e said properties sub
ject thereto o rd er ed to b e sold under these decrees. The 
joint r eorganization committee contempl at es the purchase of 
t hese properti es at th e sa le. It is proposed that a new rail
road corporation sha ll be formed und er the provisions of 
Section s 9 and ro of the stock corp oration law. In accord
a nce with the provis ion s· of the s tatut es of the State of 
Ne w Y ork the joint committee prop oses to utilize for the 
consummat ion of such proposed purchase, t o wit: 
OUTSTANDING SECURITIES O F SYSTEM: 

Donds, debentures and collateral notes .....•.. ,., .....• .•. • $,<;7,28 5,000 
Stocks .... , . , . , . , •.. , .............. ........... , ......... 67,900,000 

Total . , . , ..... , . , . , .•.......................... , ..... $125,185,000 
LESS THOSE TO BE ACQUIRED UNDER FORE CLO S URE: 

~~o~f~ : : : : : : : : : : : : : : : : : : : ~: :::::::::::::::: :$t~~~;~~~ 
9,492,000 

Total held by public............... ......... $11s,693,ooo 

Added to the above $r 15,693,000 h eld by the public the 
follow ing special items are to b e included: Improvement 
notes made by t he Metropolitan Street Railway to the 
Metropolitan Securities Company, $4,000,000; a llowances 
decree d by the court in favo r of the t ort claimants, the 
full am ount o f which is estimated to be $1,875,000; a maxi
mum estimate of cash r equi rements, $rn,ooo,ooo; accrued 
a nd defaulted interest on the followi ng bonds and notes 
held by the public, and intere s t thereon, as of Oct. 1, 19rn: 
On s per cent .. bonds .......... ...... .. ... .. .. . ... ... ...... ... $2,116,969 
On 4 per cent. bonds .........•....................... ....... 2,094,800 
On Cen t ral Cross town notes ...•. , . , . . . . . . . . . . . . . . . . . . . . . . . . . 92,635 
On l\let ro polita n Crosstown first mortgage bonds ............... 78,884 

Total .. .. .......•..................•....•........... ..... $4,383,250 

This pla ~es the total of public h oldings and special items 
at $135,951,250. Regarding the above amount of $ro,ooo,ooo 
estima t e of cas h r eq1iirements, the plan st ates that the 
minimum of th e bids w hii:;h the court has authorized to be 
accepted at the foreclosu re aggregate $ 12,000,000. It is 
stated t o be certain that a sum n ot to ex ceed the above 
ma x imum est imate will ultimately and in a ny event be re
quired to be paid under a purchase made for the purpose 
of this plan. Out of this fund the outstanding receivers' 
certificates, substantially $6,500,000, claims adjudged or 
which may be adjudged to be p r eferential, r eceivers' lia
bilities and obliga ti ons, costs , allowances and other sums 
o rd ered t o be paid by the court w ill have to be met, 
an d in additio n the charges and expenses of reorganization 
will be provided for. 
SECURITI ES TO REMAIN U ND ISTURBED: 

Bonds .. . ...... , .... , , ....... .. .. ... ..... ................ $25,646,000 
Stocks .•........ ....•.•..... , , ..................... ..... 15,300,000 

Total ....... .......................•...........••..... $40,964,000 
Less those to be acquired unde1· f oreclosure. , .. , .•. , • . . . . • . 9,492,000 

T otal held by public ................... .............•.•. $31,454,000 

The $9,492,000 to be acquired on the foreclosure ate 
se cu ri ties to be pledged und er a new mortgage or held as 
muniments of title, or canceled, or o therwise dis.posed of to 
effec tuate t h e plan. 

Sr-:CURlTl ES TO BE READJU STED: 
Bonds . , .... , .... , ............... . ...................... $3 1 ,369·,ooo 
Stocks , . , , .. , , , , , , . , ...•....... , ... , , .............. : . . . . 52,600,000 

Total . , ....•. , . , .....•.•.....•............•.••.•••.••. $84,239,000 
To which must be ·added for special items aforesaid: 
I mprovement notes. . . . . . • . . . . • . . . . . . . • . . . . . • . . . . • . . . . . . . . 4,000,000 
Tort claimants .....•.•..•.....................•....•..... , I,875,000 
Interes t as above stated ............................• ,.,,,. 4,383,25• 
Cash requirements, estimated .... ,, .......•.....•...•••.••• 10,000,000 

Total ... , ......•....................•..........•. , , .. $104,497,250 
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The total. of new securit ies, as proposed, wi ll consis t o f 
the fo ll owi ng: 
New 4 per cent. bonds .............. .................. ...... $II,768,100 
New adjustment bonds ........• ...•. •.......••.............. 38,933,400 
Stock . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . • . . . . • • . . • . . . . . . . . 14,1 50 ,000 

Total •..•...•••.•......••.••...................•........ $64,851,500 

The Public Se rvice Commi ss ion has fixed J a n. rr, 1911, as 
the date fo r th e h earin g on the p r oposed p lan for reo rgani
za tion of th e Met r opolita n Stree t Railway. 

Chicago Railways 

On D ec. 27, r9ro, Judge Grosscup, of th e United States 
Circuit Court at Chicago, sign ed the n ecessary o rd ers pro
viding for the payment o f th e various judgm ent s and claim s 
again s t the Chicago Consoli dated T raction Company o n a 
compromise basis and endin g th e r eceive r s hip , and also con
firmed the sale of the property of t h e company and its 
subsidiaries on Nov. 30, r9ro, to Andrew Cooke, and th e 
sale by him of a ll the prop erty of th e Chicago Conso lidated 
Traction Company within th e city li mits of Chicago t o th e 
Chicago Railways and th e prop erty outsid e of the city to the 
County Tracti on Compa ny. Th e sa le of th e property 
of the Chicago Con solid a ted Traction Company un der fore
closure wa s r efe rred to in the ELECTRIC RAILWAY JouRNAL 
of Dec. ro, 1910, page I 170, and th e acceptance by th e Chi
cago Rail ways of the ordinance p assed by th e city which 
granted it p ermi ss ion to absorb th e Chicago Con so lida ted 
Traction Company was n o ted in the ELECTRIC RAILWAY J OUR
NAL of Dec. 17, 1910, page 1212. 

On Dec. 28, 1910, the day followin g the orders of Judge 
Grosscup, the physical connection between the lin es of th e 
old Consolidated Traction Company within th e city limits 
and thos e out side of th e city was broken and passe n ger s 
coming into th e ci ty over th e lines of th e County Traction 
Company, or goin g out of th e city o n th e lin es of the Chicago 
Railways Company, forme rl y operated by the Chicago 
Consolidated Tracti on Company, were r equired to pay an 
extra far e. As the public h ad not been fully inform ed in 
rega rd to th e change considerable di sorder r esu lted a m ong 
passengers. On Dec. 29, 19ro, a compromi se was arra nged 
whereby passenger s from all the suburbs w ill be carri ed 
to and from the city until Feb. 12, 1910, for a 5-cent fa r e. 
Heated shelters will be provided for the convenience of pas
sengers a t the city limits. Th e resolution providin g fo r the 
tempora ry armistice which was adopted by the va ri ou s 
bodies which represented th e public in th e negotiations 
with the companies follows: _ 

"Whereas, The Chicago Railways has expressed a w illin g
ness to enter int o an arrangem ent fo r the period and upon 
the terms hereinbefore sta t ed, provided th e ent erin g int o 
th e performance of such a n a rran gement on its part shall 
be with out prejudice t o it s legal ri g hts ; and, 

"Whereas, T he arrangement above r efe rred to sha ll com 
men ce within 24 h ou rs aft er th e passage a nd approval of 
thi s ordinance and shall continu e from suc h tim e until and 
including Feb. 12, 1911, a nd shall at midni ght of th at day 
cease and determin e; and, . 

"Wher eas, Said a r rangement is as fo ll ows: 'Fir st, th e Chi
cago Railways durin g sa id period sha ll g ive wi th out char ge 
to any pa ssenger up o n it s r ailway li nes desiri ng same a trans
fer entitling such passen ge r to tra n spor tation over conne ct
ing lin es of the County Traction Company loca ted in this 
municipality. 

"'Second-Th e Chicago Rail ways sha ll cause such trans
fers above m ention ed t o be h onored during said pe riod by 
the County Traction Compa ny. 

"'Third-Th e Chicago Rai lways sha ll make arrangements 
wi th the County Tracti on Company, w hich said last-named 
company shall give durin g sa id p eriod to each passenger 
without charge fr om it s lin es of railway des irin g same a 
transfer entitling such passenge r t o transportation over con
nec tin g lin es of the Chicago Railways to th e b usin ess district 
of Chicago and int ermediate points. 

"'Fourth-The Chicago Railways sha ll h on or npon its lin es 
betwee n th e ci ty limits a nd th e bu si n ess district of Chic-ago 
such tran sfe r s so g iv en by the County Traction Company 
durin g said period.' 

"Th erefor e, Be it and it is h ereby ordai ned: 
"Sectio n r- That if th e Chi cago Rai lways will ent er into 

and carry out the above-ment io ned arrangement during th e 

period aforesa id, thi s municipality shall not claim or insist 
that by vi rtu e of the en ter ing into and carrying out uf such 
a rra n gem ent th e Chicago Railways loses or prej udi ces any 
of it s lega l rig h t s, and that during the continuance of such 
ar ran gement and until the expira ti on thereof thi s munici
pality shall n ot com m en ce o r prosecute or allow to be c~m
m enc ed or prosecu ted in its name or on it s behalf aga inst 
the Chicago Railways any action at law or 111 equit y, or 
prior t o t he date of the termination of said period upon any 
grounds o r for any relief w hatever, provided that nothing 
her ei n contained shall be co nstrued as affecting or prejudic
in g an y rights of th e munic ipality of any kind whatsoever 
aga inst the Chicago Railways which the municipality may 
see k t o h ave enforced after the expiration of said period. 

"Se~tion 2-If the County Traction Company shall be 
prevented by t he action of any municipality, its officers or 
agent fr om operating its cars from the city limits of Chicago 
to a n d from t hat part of sa id lines lyin g within this munici
pali ty, the Ch icago Railways sha ll be under no ~blig·atio1_1s 
to carry out sa id arrangement, and may term111at e said 
arrangement as t o the line or lines of st reet railway so 
affected, nor shall th e Chicago Railways be under a ny obli
r,-a ti ons to carry out such arrangement s unless and until the 
~illa o-es o f --- and --- have each pas se d an o rdinance 
of the sa me tenor as thi s ordinanc e.'' 

Street Railway Bonds and Massachusetts Savings Banks 

In acco rdance wi th Chapter 590 of the Acts of 1908, the 
Massachusetts Railroad Commi ss ion ha s transmitted to the 
Bank Commission er th e following li st of street r ailways 
whi ch have annua ll y ea rned and properly paid, without im
pairment o f assets o r capital stock, dividends at the rate 
of 5 per cent or over upon their out standing capital s tock in 
each of the five preceding years : Boston Elevated Railway, 
Boston & Nor them Street Railway, Boston & Revere Elec
tric Street Railway, Citizens' E lectric Street Railway, Dart
m outh & Westport Street Railway, East Middlesex St ree t 
Railway, F itchbu rg & Leominster Street Railway, Holyoke 
Street Rai lway, Springfi eld Stree t Railway, Union S treet 
Railway, West E nd Street Rai lway, Worcester Con solid ated 
Street Railway. The bonds of these companies are legal 
investments for savings banks in Massachusetts. 

Alton, Jacksonville & Peoria Railway, Jerseyville, Ill.
George M. S eward & Company, Chic ago, Ill., as fisca l agents 
of t h e Falkenau Electric Construction Company, Chicago, 
Ill., offer fo r subscripti on at 95 and interest. with a 40 per 
cent s t ock bonus, the un sold portion of a block of $100,000 
of first mortgage 5 per cent 30-year gold bonds of the 
Alton, Jacksonvill e & Peoria Ra ilway, dated July l, 1910, 
and due July r, 1940, but redeemabl e a t ro5 afte r July r, 
1920. The Alton Bankin g & Trust Company, Alt on, Ill. , is 
trustee of th e issue. The total authorized issue of bonds is 
$600,000. 

City Railway, Los Angeles, Cal.-The City Rail-way, 
wh ich was in corporated recent ly t o build new extensions 
and new lin es fo r the Los Ange les Rai lway Corporation, 
will issu e a mortgage for $5 ,000,000 to cove r the new lin es 
when bu il t. The City Railway has a capital stock of $5.000,-
000, fully subscribed, all of which is owned by the Los 
Angeles Railway Corporati on. 

Coney Island & Brooklyn Railroad, Brooklyn, N . Y.
The Publi c Service Commission of th e First Dis trict of New 
York has granted permission to t h e Coney I sland & Brook
lyn Rai lroad to issue $500,000 of 3-yea r 6 per cent n otes, 
to be r edeemable at ror. The purposes for w hi ch th e m oney 
wi ll be used fo ll ow: (r) For reconstruction and relocation 
of railroad o n Coney I s la nd Avenu e, from Prospec t Park 
to Con ey I sland. $354,945.50. (2) To di sc harge or r efund 
ob li gat ion s, $36,684.93. (3) To pay for or on account of the 
recons truction of rai lroad on Franklin and De Kalb Avenues, 
th e r elayi ng of the rails on Smith Street, and paving all 
three streets, $98,369.57. (4) T o pay th e expenses of th e sa le 
of the notes aut ho r iz_ed a nd t he disc ount th ereon caused by 
the sa le at 98 per cent of the face value, $ro,ooo. 

Denver (Col.) City Tramway.-T h e 11 etropolitan Rail
way, Denver, has m ade p rovisio n for the r edemption of its 
first mortgage 6 pe1 cent go ld bonds on Jan. r, 1911, at 
th e office of the Mercantile T ru st Company, New York. 
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Pursuant to the terms of the fi rst and r efunding sinking 
iund mortgage 25-year 5 p er cent gold bonds of the Denver 
City Tramway, $953,000 of t hese bonds a re authorized to be 
issued to pay off the bonds of the Metropolitan Street Rail
way, and the lat t e r m ay be exchanged for the bonds of the 
Denver County Tramway referred to p ri or to Jan. I. 

T h e exchan ge may be made at th e office of Clark, Dodge & 
Co mp any, New York, or the International Trust Company, 
Denver, th e Metropolitan Railway bonds to be r eceived at 
roo and accrued intere st to J an. I for the Denver City 
Tramway bonds at 95 and accrued int e r est t o date of ex
change, or, if exchange is. not desi r ed, th e bonds of the 
Metropolita n Railway wi ll be pur ch ased at 100 a nd accrued 
inter est to date of deliver y. 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio.-The Hocking-Sunday Creek Traction Company ha s 
made a mortgage to t he Columbus Savin gs & Trust Com
pany, as trustee, to secure an a uthorized issue of $200,000 
of fi rs t mortgage, 6 p er cent, 20-year gold bonds, dated Nov. 
I, 1910, issuab le at $13,333 per mil e of road. 

Louisville & Eastern Railroad, Louisville , Ky.-T h e prop
er ty of th e Louisville & Eastern Rai lroad was purchased at 
fo r ec losure sa le on J an. J, 1911, by th e Louisville & Int er
urban Ra il road, a subsidiary of the Louisville Railway, for 
$ 1,000,000, the upset price. 

Manistee Light & Traction Company, Manistee, Mich.
T h e property of t h e Ma ni st ee Lig ht & T rac tion Company 
wi ll be sold at the Court House in 1\lanistee on Jan. r8, 
191 r, by o rd er of th e U nit ed States D ist rict Court. 

New Orleans Railway & Light Company, New Orleans, 
La.-Bertron, Gr iscom & J enks, New York, N. Y., a nd 
P hilade lp h ia, Pa., offe r fo r sub scrip ti on at 83 and interest 
the un so ld portion of $500,000 of general mortgage -1- 1/2 per 
cent gold b onds of the New Orleans Railway & Light 
Company, dated July r, 1905, a nd due July r, 1935, but re
deemable, in whole or in part, after 60 days' notice, on a ny 
coupo n date a t 105 and interest. 

Old Colo ny Street Railway, Boston, Mass.-The Railroad 
Commi ss io n of 11assachusetts has been asked t o approve an 
is su e of $300,000 of additiona l comm on st ock of t he O ld 
Colo ny Street Railway on acc ount of exten sion s, equipm ent, 
etc. 

St. Fran<;ois County Railway, Farmington, Mo.-The St. 
F rarn;ois County Railway, th e p rope r ty of which w as sold 
under foreclosu r e in August , 19 10, has been succeeded by 
t he St. Fran~ois County Railroad, which has elected officers 
as follows: 1\ 1. P. Cayce, president; William P. Taylor , vice
president, general manager and purch as ing agen t ; William 
P. Lang, secretary; F. V. Isenman, general freight and 
passenger agent. 

St. Louis (Mo.) Terminal Electric Railway.-Th e St. 
Louis Terminal Electr ic Railway, w hi ch is controlled by the 
McKinley interests, has tiled for recor d in 1\liss0tn-i a cert if
icate increasing its a uth o ri zed capita l stock from $1,000,000 
to $2,000,000. 

South Shore Traction Company, Patchogue, N . Y.-Judge 
Chat fie ld, of the Un ited States Circuit Court. on the appli
cation of Paul T. Brady, appoin t ed Pau l T. Brady and Wil
lard V. King receivers of the South Shore Traction Com
pany, o n D ec. 31, 1910. 

Syracuse ( N . Y.) Rapid Transit Railway.-William H. 
New man, fo rmerly pres id en t of th e New York Cen t ral & 
Hudson River Railroad, has been elected a di re ctor of the 
Syracuse Rapid Transit Railway to succeed th e late E. V . 
\V. Rossiter. 

Third Avenue Railroad, New York, N. Y.-Justice Amend 
of the Supreme Court has g ranted a writ of cert iorari giv
ing the Public Service Commission of the Fi r st Dist rict of 
New York 20 days w ithin w hi ch t o fi le in the county cl erk's 
office a ll the records cf protests before it and decisions 
i.:po n which it refused to approve the plan s fer t h e, organ
izat io n of the Third Avenue Rail road da t ed Dec. 2, 1909, 
,lllcl further agreement of plan of readjustment dated Feb. 
23, 1910. Th e suit was brought by th e ,Third Avenue Rail
road a nd by Jame s N. \Vallace and others of the bond
holders' committee. 

West Chester, Kennett & Wilmington Electric Railway, 
Kennett Square, Pa.-In t h e ELECTRIC RAILWAY JOURNAL 
of Dec. 17, 1910, page ur5, mention was made of the 
appointment of a p r q t ect ive committee, con sistin g of R. J. 

Brunker, Geo. B. Atlee, Morris Ebert and Wm. S. J. Weth
erill, as the r esult 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 o ut s tanding. George B. Atlee & Company, Phila
d elphia, Pa., now state that sufficient bonds have been de
posited with the committee, which they represent, t.o permit 
fo r eclosure. 

Wilmington, New Castle & Southern Railway, New Cas
tle, Pa.-So lom on Hanford, New York, N. Y., purchased at 
fo r eclosure sa le, o n D ec. 23, 1910, the portion of the Wil
min g t on, New Cast le & Southern Railway, between Wil
min gton and New Castle, covered by the first mortgage of 
the Wilmin g ton & New Castle Railway, which was dated 
1896, and drawn for $ 150,000. The purchase price was $roo,
ooo. M r. Hanford is sa id t o represent E. Clarence Jones 
& Company, New York, N. Y, 

Dividends Declared 

A uburn & Syracuse E lectric Railroad, Syracuse, N. Y., 
quarterly, r½ per cent, p referred. 

A urora, E lgin & Chicago Ra il road, Chicago, Ill., quarterly, 
r ½ per cent, p r eferred; quarte rly, ¼ of r p er cent, common. 

Birming ham Railway, Light & Powe r Company, Birming
ham, A la., 3 per cent, p r eferred ; 2½ per cen t, common. 

Boston & Northern Street Ra il way, Bost o n , Mass., $3, 
preferr ed. 

Bos to n (Mass.) Suburban E lect ri c. Compani es, $I, quar
te rly. 

Cedar Rapids-Iowa City Railway & Light Company, Cedar 
Rapids, Ia., 3 per cent, prefe rred. 

Consolidated Traction Co mpa ny of New J er sey, Newark, 
N. J ., 2 per cent. 

Denver & Nor t h weste rn Rai lway, Denver, Col., 2 per cent, 
quarte rly. 

Ft. Smith Light & Tracti o n Company, Ft. Smith, Ark., 
quarterl y, r ¼ per cent, preferred. 

Indianap o li s T raction & T ermina l Company, Indianapolis, 
lnd., r per cent. 

Little Rock Railway & E lect ri c Company, Little Rock, 
Ar k., 3 per cent, preferred; 4 per cent, common. 

l\lanchester Trac ti on, Light & Power Company, Man
cheste r, N. H., qua r terly, 2 per cent. 

l\lemphis (Tenn. ) Street Railway, quarte rly, r¼ per cent, 
preferred. • 

Nas hville Railway & Light Compan y, Nashville, Tenn., 
quarterl y, r¼ per cent, preferred; quarterly,¼ of r per cent, 
common. 

New England Inves tment & S ecurity Company, Boston, 
Mass., 2 p er cent, preferred. 

New O rlean s City Rai lroad, 2½ per cent, preferred; r per 
cent. common. 

New York State Rai lways, R oches t e r , N. Y., quarterly, 
1¼ per cent, prefer red; quarterly, r ¼ per cent, common. 

Old Co lony Street Railway, Boston, Mass., $3, preferred. 
Ottawa (Ont.) Elect ric Railway, 2½ per ce nt; 2 per cent 

extra. 
O ttumwa Raihvay & Light Company, Ottumwa, Ia., quar-

t e rly, r ¼ per cent ., preferred. · 
Philadelphia (Pa. ) City Passen ger Railway, $3.75. 
Po rt o Rico Rail ways, Ltd. , San Juan , P. R ., quarterly, 

r¾ per cent , preferred. 
Public Service Corporation of New J er sey, quarterly, r¼ 

per cent. 
Ridge A venu e Passenger Railway, Philadelphia, Pa., quar

terly, ,$3. 
St. Cha rles Street Railroad, New Orleans, La., 3 per cent. 
Scioto Valley Traction Company, Columbus, Ohio, quar-

te rly. r ¼ per cent, p referr ed and fi r st preferred. ,-' ,• 
Syrac,use (N. Y.) Rapid Transit Company, quarterly, r½ 

per cent, preferred. (. 
T erre Haute, Indianapolis & Eastern Tractio n Company, 

T erre Haute, Ind., quarterly, 1¼ per cent, preferred. 
T oronto (O nt. ) Railway, quarterly, r¼ per cent. 
Tri-City Railway & Light Company, Davenport, Ia., quar

ter ly , r ½ per cent, preferred. 
U ni on Railway, Gas & Electric Co mpany, Rockford, Ill., 

quarterly, r ½ per cent, preferred. · 
West End Street Railway, Boston, Mass., $2 preferred. 
W es t India Electric Company, Ltd., Kingston, Jamaica, 

1¼ per cent. 
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Traffieand Tran~portation 
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 b e 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 cha n ge th e transfer talks at fre
quent intervals and has prepared a second transfer talk, to 
read as follows : 

"Twenty-five y ears ago people rode in horse cars. T hey 
paid a 5-cent fare , received no tran sfer 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. Desp ite 
enormous increased op eration expen se the fare is still 5 
cents. 

"Doesn' t this show the important part electric roads play 
in contributing to the public welfare?" 

Subwa y Service O rder Protested 

The Interborough Rapid Transit Company, New York, 
N. Y. , has filed a protes t w ith th e Public Service Com
mis sion of the First Di strict of New York against t he 
order of the commission dated Dec. 23, 1910, which fixes 
the conditions of service on th e subway lin es of the com 
pany, and the commiss ion ha s set Jan. 12, 191 r, for a "re
hearin g on its order. Th e question of se r vice came before 
the commission in a series of h ea rin gs which were r eported 
in the issue s of the ELECTRIC R AILWAY J OURNAL of Dec. 
IO, 1910, page 1152: D ec. 17, 1910_page 1206, and Dec. 31 , 
1910, page 127 1, in the last of which th e ord er of the com 
mission requiring the company t o r edu ce from 30 minutes 
to 15 minutes the time within which t o supply sea ts suf
ficient for all passenge r s or t o ope ra t e the maximum 
-service at all hours was r efe rred t o . The objections made 
by the company to th e o rder follow: 

"That the t erms of said order and th e r egulation s therein 
attempted to be made are impossible of performance. 

"That said order makes no provision fo r the temporary 
prevention of thi s company fr om complyin g with sa id ord er 
by accident or other controlling emergency for w hi ch it 
is not respon sibl e, and that in thi s re spect said order and 
its t erms and each of th em are unjust and unreasonable. 

"That sa id order deprives thi s co mpa ny of the right of 
ownership and mana gem ent and protecti o n o f its property 
and the property of others committed t o it s ca re. 

"That sa id order illegally sub stitutes th e judgment of 
the commission ers for the judg m ent of t hi s company's 
directors and stockhold ers with resp ec t t o th e m a tters 
wh ich it attempts to regulate. 

"That said order impairs the obli gat ion of contracts t o 
which thi s c ompany is a party, in violation of the Consti
tution of the State of New York a nd in v io la tion of th e 
Constitution of the United States. 

"That the law under which sa id commissio n purport s t o 
ac t , b eing Chapter 48 of th e Consolidated Laws, kn own as 
the public se rvice commiss io_ns law, enacted by Chapter 
480 o f the Laws of 1910, is unconstituti onal as n ot having 
b een duly enact ed in a ccordance with the Constitution of 
the State of New York and as be"irrg contrary to the pro
vision s thereof; that th e sections of sa id law und er which 
the commi ssion acted or purported to ac t h er ein are un
constitutional and deprive own ers of property of their 
property without du(' process of law and di scriminate 
unjustly between classes of property owners. 

"That the regulations attempted t o be fixed a nd enforced 
by the order of the commission -hereinabove r eferred to 
are not, nor are any of them, just or r easonabl e. 

"That the determination made by th e said ord er and 
each and every part there.of is against th e evid ence sub
mitted to the commission and against the weight of such 

evidence and is w ho lly with out support or justification on 
any evide n ce submitt ed to the commission. 

"The commission is h ereby respectfully notified that the 
term s of the o rder modifying final order purporting to 
have been made on Dec. 28, 1910 ( except in g paragraphs 
marked 2, 3 and 4, which are accepted and will be obeyed 
and are not r eferred to hereinafter), are not accepted, and 
that it is a p hysica l impossibi lity for the Interborough 
Rapid Transit Company to obey said o rder." 

The paragraphs w hi ch th e company indi cates that it 
acce p ts provide for the discontinuance of the expresses 
whi ch have heretofo re skipped all statio n s between Ninety
s ix th Street a nd 137th Street, and the operation of every 
o ther Broadway local train to Dyckman Street in stead ot 
t heir withdrawa l at 137th Street, as ha s been the custom. 
T hi s chan ge is devised t o r el ieve the crowded condition on 
the Broadway branc h, and was put into effect on J an. 
3, 1911. 

Relations of Boston Elevated Railway with Employees 

William A. Bancroft, president of the Boston (Mass.) 
E levated Raiiway, refers as follows to the relations of the 
company with it s employees in the annual report of the 
company, an abstract of which is published on page 47 of 
t hi s is sue of the ELECTRIC R AILWAY JouRNAL: 

"Tht compan y has continued its liberal policy t owa rd its 
emp loyees in respect to their wages, as wel l as in oth er 
matters. Compensation for learners du ri ng 12 months en di n g 
Sept. 30 amounted t o $37,8I3. There was paid during 12 
month s ending Sept. 30 the sum of $6,869, as a guaranteed 
minimum wage fo r new o r ext ra men. The re was also paid 
as in cr ~as,ed compensation to long-service men the sum 
of $71.895. There was paid in pensions, under the provisions 
recited in fo rmer r eports, the sum of $n,260. There was 
a lso paid in 'satisfactory service' money, in sums o f $20 or 
$25 to each of the employees deemed worthy thereof, the 
sum of $74,IJo. The aggregate sum of increased payments 
to emp loyees, un_der the provisions adopted seven yea rs ago, 
amou nt ed during the yea r to $20I,969. The provisions of 
fou r years ago and thi s year raising t h e rate of wages 
increase thi s am oun t by about $201,012, m aking a total of 
about $402,981." 

Pensions for Public Service Employees 

The P ublic Servi ce Co rpo ra tion of New J ersey a n d its 
a lli ed compani es wi ll provide, after J a n. 1, 19II, old age 
pension s, sick and acc id ent benefits and life insurance for 
a ll it s permanent emp loyees of the various rai lway, gas 
a nd elect ri c comp anies. The entire cost will be borne by 
the compa nie s without any expen se to t he men. 

Approxim at ely 10,000 employees wi ll be affec t ed by the 
benefit scheme. The an nu al cost to the companies will, 
it is est ima ted, be upward of $50,000. 

The Public Service will pay s ick or disabl ed employees 
$r p er day fo r not more than 90 days in any on e 
year; the smalle s t pension to be paid will be $240 a year 
and at the death of an employee $300 w ill be paid t o his 
depe nd ents. 

E mpl oyees who reach the age of 65 yea rs after 25 years 
of co ntinuous se rvice with th e co rp orat ion, it s a lli ed or 
predecessor companies wil l be elig ibl e to re t ire on pension. 
Compulsory r etirement is provided for w h en a n empl oyee 
sh a ll have reached the age of 70 y·ea r s, after 20 years of 
continuous se rvice. Pension s are t o be paid m onthly by 
t h e emp loyin g company and a re to be fixed on a basis of 
percentage of th e average compensa ti on of the person 
p'en sioned. This is to l'>'e fo r eac h yea r of se rvice 1 per 
cent of the average sa lary for the Io yea r s preceding re
ti r eme nt , but with the proviso that no' pen sion shall be 
less th an $246 a year. It is also provided that if a n em
pl oyee does not vo luntarily retire w h en h e r each es the 
age of 65 yea rs h e may, if he likes , do so a t a11y time before 
reaching the compulsory retirement age. 

The insurance feature provides that $300 will b e paid 
a t death to the depe nd ents of permanent emp loyees whose 
comp ensation at th e time of death does no t exceed $1,800 a 
yea r. Those receivin g m ore than $1,800 a year do not come 
w ithin th e scope of th e in surance plan, 
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In the payment of benefit s to sick o r in jured employees 
it is stipulated that no money wil l be g ive n in case s w here 
the disability is due to immoral conduct or the use of 
intoxicants. N or wi ll t h e employees w h o rece ive $r,8oo 
per year or m e re and th ose whose regula r pay is conti nu ed 
durin g di sability share in the sick bene fi t fund. A ll others 
w ill , after th e fi r st week of disab lement, be paid at th e 
rate of $r a day fo r n o t m ore than 90 days in any one 
year. Employees r eceiving a pension will n o t be ent itled 
to sick ben efi t s also, but retirement o n pen sion will n ot 
deprive any empl oye e of the benefits of in surance. 

The admini straticn of the bene fic ial fund s ha s been 
placed in th e hands of a we lfare committee, which con sis t s 
of th e pre siden t, the second vice-president, w h o is ch air
man, th e treasurer and the gen eral claim agent. It is fig
ured that fo r the first fo ur years at leas t the companies 
will have t o spend annually for p en sions $ r2,ooo; for insur
anc e, $2r,600; fo r sick benefit s, $r7,900, a total of $5 r,500. 
The n ecessa ry money will be appropriated annually, prop
e rly appcrtion ed amo ng th e severa l compani es and charged 
to o p erating expense s. 

Collision on Oregon Electric Railway.-Sixteen per son s 
were injured in a h ead-on coll ision at 9 :r5 p. 111. , on Dec. r4, 
r9ro, b etwee n a lim ited car and a local ca r on the Puge t 
Sound E lec tric Ra ilw ay, betwee n Seatt le a nd T acoma. 

Safety Gates in Louisville.-Th e Louisvill e (Ky.) Rail 
way is experim entin g with safety ga t es, and wi ll in stall the 
gates on a ll of it s ca r s, if af ter tri al th ey prcve suc cessful. ,, 
The ga te s o n the Louisvi ll e ca r s will b e operated by th e 
co11 d uc t or. 

Increase in Wages by Toledo, Fostoria & Findlay Rail
way.-On Jan. r, 19 1 r , th e T o ledo, Fostoria & Fi ndlay Rail
way, Fostoria, Ohio, increase d th e wages of a ll motormen 
and conductors who have been in the employ of the com 
pany t hree years I cent an h our. 

Lehigh Valley Transit Company, Allentown, Pa.-Thi s 
company ha s issued a ca lendar fo r 191 r, accom panied by a 
circu lar letter ext endin g t h e season' s gree tin gs and tellin g o f 
the n ew rapid tra n sit express service a t fre ig ht rat es b etwee n 
P h il ade lphia a nd A ll entown. a nd int erm ediate points. 

Special Attendants in Kansas City, Mo.-The Metro
politan Stree t Railway, Ka nsas City, Mo., place d 30 
uni formed m en a t th e prin ci pal points in the downtown 
tradin g di stri c t durin g the ho lid ay season t o ass ist and 
direc t passenger s of the compa ny and o th erwi se p rom ote 
their com fo rt. 

Near-Side Ordinance in Connersville, Ind.-The city 
attorney of Conne r sville ha s prepar ed a n o rdinanc e for 
in troducti o n in the City Counci l of Connersville, Ind., t o 
compel the In dia nap olis & Cin cinnati Traction Company, 
whi ch cperates through Co nnersvill e, to stop it s car s on 
th e ne a r side of the street in that city. 

Special Transfer for New Year's.-The St. J oseph Railway. 
Light & Power Company, St. J osep h, Mo., u sed a special 
dec orat ed tran sfe r o n J a n . I, 191 I , 2¼ by 5 in. in size, and 
print ed in r ed and g reen. The upper half of th e sl ip b ore 
a New Y ear g reet in g from t he company t o th e pa ssen ge r. 
The border des ign was a r eproducti o n of ho lly leaves an d 
berries. 

Effect of Cold Weather at Akron.-Early o n the morni n g 
of D ec . 30, TOTO, 25 poles carrying th e powe r lin es o f th e 
North ern O hi o Tracti on & Lig ht Company, the wires of 
the two tel eph on e compani es and the poli ce a nd fi re wi res 
broke an d fell int o South M a in Stree t , Akron. Ohio. par alyz
ing street car se rvic e fo r h ours, ex cept in the northern part 
of th e city. 

Uniforms as Christmas Presents in Portland, Ore.- The 
Portland R ai lway. L igh t & Power Company. Portland, Ore .. 
has announ ced that it wi ll present a ll platform men who 
have been with the compan y five years or m ore. known as 
"gold stripe men," with Christmas g ifts in the fo rm of new 
uniforms, provided they apply for them within six months. 
There are about 300 m en in the se rvic e of the c ompany who 
a re entit led to the new uni fo rms . 

Complaint Against International Railway Closed.-The 
Public Service Commission of the Second Dist ri ct of New 
York h as closed upon its records the complain t of H. H. 
Glosser and others against the International Railway, Buf-

falo, N . Y., as t o service on the Cazenovia, Abbott Road 
;i_nd Sc uth Park lines, in Buffal o. The company has ex
pressed it s w illin g n ess t o· continue the present service on 
th e Cazen ovia lin e, and thi s is sa ti sfac t ory t o the complain
ants; 

Transporting Policemen.-The L oui svill e & Southern In
diana Traction Company and th e Lou isvill e & Northern Rail
way & Lighting Company, Lou isvill e, Ky., have announced 
tl: at policemen w ill no lon ge r be carried free on their lines 
outsid e the limits of the towns in which the companies 
op erate. The fr a n chi ses of th e companies require that 
po li ce m en be g iven free transporta ti on within the municipal 
boundaries, but the companies have h er etofore a llowed 
policemen t o ride a nywhere on t he lin es. 

Indiana Commissi on's Recommendations Observed.-The 
F t. \Vayne & Waba sh Va ll ey Traction Company has trans
fe rred it s train di spatche1- 's office from t h e tower at the 
interlockin g cros sin g a t Bluffton, Ind., to Ft. Wayne, Ind. , 
with aut h ority over t h e runnin g of trains between Ft. 
Wayne and Bluffton and Ft. Wayne and Peru. This 
change is in accordance wit h th e r ec ommendati ons of the 
Indi a na Railroad Commi ss io n t hat train di spatchers should 
g ive their ent ir e time to the m ovement of interurban trains, 
without attend ing to int erl c cking crossings. The dispatch
er's office fo r th e P eru-Lafayette divi sion of the road will 
be remov ed from Huntin g t on t o Logansport . 

Joint Rates in New York.-On Dec. 25, r9ro, the Metro
p olitan Street Railway, N ew Y e rk, and the Central Park, 
North & East River Rail road es tab li sh ed th e j oin t rate for 
t he transpo rtati on o f passen ge r s' provided in th e order of 
the Public Service Co mmiss ion of the Fi r s t District of New 
York as r efe rred t o iri th e ELECTRIC R AILWAY JouRNAL of Dec. 
10, r9ro, page r 171. The op eration of the joint rate a s 
explain ed to th e public in th e n ot ices displayed in the cars 
fo llows: "Passenge rs on the avenue cars of the Metro
p olitan Street Railway may purchase from conduct o rs , for 
the additional sum of 5 ce nt s. upon r equest at the time cash 
fa re is paid, a j o int rate ticke t, val id for fare on the .cars of 
the Fifty-nint h Stree t Crosstown Li n e, with the privilege 
of continuing the journey n ort hward or southward, accord
ing to the color of the ticket, on anot h er intersecting line 
of the Metropolitan Street Railway syste m, as specifie d o n 
Coup on 2 of the ticket." , 

Interurban Railway Replies to Complaint.-The Roches
te r, Syracuse & Easte rn R a ilro ad, Syr acu se, N. Y., h as filed 
with the Publ ic Service Commission of t h e Second District 
of New Y ork it s a n swer t o th e complaint of the residehts 
of Galen, N. Y. T h e company s tates th at if it is compe lled 
t o in crease the number of stops the runnin g time between 
Roc hester and Syracuse wi ll be increase d materially. It 
n ow t akes about 2 hours and 30 minute s to make the run 
b et ween the cities, and if the time is in c reased the company 
will lose the patronage of a large number o f persons who 
daily travel b etween the two terminals. The company's 
earnin gs are deri ved largely from th e limited car s. A num
b er o f towns have recently b een el iminat ed from the regu
lar stops o f lim it ed ca rs, but the company claims that the 
serv ice of t hese t owns is adequate and much better than 
the service afforded by the steam railroads p rior to the con• 
s truct io n and ope ration of th e elect ric railway. 

New Schedule on Auburn & Syracuse Electric Railroad.
The Auburn & Syracuse Electric Railroad, Syracu se, N . Y., 
arran ge d t o put a new schedul e in effect on it s line on 
J an. 3. 19 11. Unde ; the new sc hedul e the re is a 40-minute 
in stead of a 30-minute service on all days excep t Saturday, 
when a 30-minute se rvic e, differing from the present one, 
will b e in fo rce. A new feature of the schedule 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 fi rst car leaves Syracuse at 6:30 a. m.,· th e next 
a t 7:20 a. m., and thereafter· every , -1-0 minu tes up to the 
last car a t 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 there;_ifte r every 30 minutes until Ir p. m. The 
last car for Aubu rn leaves at I I :50 p. m. On the Saturday 
sch edule the fi r st 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 IO :30 p. m. a nd I I :45 p. m. 
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Personal Mention. 
Mr. D. H . McMichael ha s b ee n appointed c laim agent of 

the Fort Smith Ligh t & Traction Company, Fort S mith, 
Ark., to succeed l\lr. H. R. Bennett. 

Mr. A rthur E. T wee dy has been elected pre sident of the 
Danbury & Beth el Stree t Railroad, Danbury, Conn., to 
succeed the lat e Samue l C. Hol ley. 

M r. J ohn O tto ha s been a pp oint ed purchasi n g agen t of 
the Sa nta Barbara Con so lida t ed Railroad, San ta Barbara, 
Ca l. , to succeed Mr. W. T. Sterling. 

Mr. J. M. Thomas ha s been appoi nted chi ef enginee r of 
the power station of th e People's Traction Compa ny, Gales 
burg, I ll. , to succeed Mr. E. P. S ha nk s. 

Mr. George L. Colgate h as bee n a pp oint ed purcha sin g 
agent cf t he O n tario L ight & Traction Company, Cana n 
daigua, N. Y., to succee d Mr. J. B. Eat on. 

Mr. Horace R. Hudson , treasurer o f the Humboldt Tran
si t Compa ny, E ureka, Cal.. has a lso bee n elected secreta ry 
of the company t o su ccee d Mr. Burke Co r b et. 

Mr. D . J . McGuire h as been app oint ed roadma st cr of the 
Colorado Sprin gs & Crippl e Creek Di strict Ra il way, Colo
rado Springs, Col., to succee d Mr. D. Dwyer. 

Mr. C. D. Emmons, gen eral m a nage r of the F c rt Wayne 
& Wabash Vall ey Tracti on Company, For t vVayne, Ind., 
ha s been elect ed pres id ent of th e Railroad Young Men's 
Christian As sociation of Fort Wayne. 

Mr. B. E . Tabler, formerly traffic agent of the Illin ois 
Tract io n Syste m at St. Louis, Mo., ha s been appoint ed 
freig h t and new bu siness manager of the Ch octaw Rail
way & Light ing Compan y, McAlester, Okla. 

Mr. Walter W . Cook has been app oint ed m aster me
chanic a t t he shops of the Terre Haute, India napoli s & 
Eastern Tract ion Company at Greenfield, Ind. l\Ir. Cook 
was fo r m er ly conn ected with th e Pullman Company. 

Mr. J. B. Sucese, formerly sup erintend ent of the Chicago, 
Indianapolis & Louisville Railway, Lafayette, Ind., has been 
appoi n ted general superintendent of th e Chi cago, South 
Bend & Northern Indiana Rai lw ay and the South ern Mi chi
gan Railway, South Bend, Ind., effect ive F eb. I , I9 IO, to 
succeed Mr. M. P. R eed, wh·o will engage i"n bu sine ss for 
himself at South Bend. , 

Mr. Ralph H. Ri ce ha s been appointed division en gin eer 
of elect ri ca l transm ission and di st ributi on , B oard of Super
vising E n gineer s, Chicago Traction, vice l\fr. E. N . L ake, 
re signed. Mr. Rice was formerly ass ist a nt eng ineer of thi s 
division, having held that positi o n s inc e the or ganiza t ion of 
t he Beard of Supervi sing Engineers. Before becoming 
connected with t h e Board of Sup ervi sin g E ng in eers Mr. 
Ri ce was on e of the engineers of Th e Arn old Company, 
Chicago, I ll. M r. W . F. Sims, formerly fie ld e ngi n eer of 
t h e power departmen t, has been appointed assistant di 
vision engineer to succeed Mr. Ric e. 

Mr. J>eter E . Hurley, who se res ign ati on as gen eral man
ager of t h e T r enton (N. J.) Street Railway was announced 
in t h e ELECTRIC RAILWAY JOURNAL of Nov. 5, r9ro, was 
tendered a r eception o n Dec. 30, r9ro, at w hich all of the 
emp loyees of th e company were pre sent. Mr. Hurley was 
pr esented with a gold watch by M r. C. Howard Gibbs on 
behalf of the employees. who thanked Mr. Hurley for hi s 
courteous treatm ent cf t h e m en. Mr. Oscar T. Crosby, 
pres ident of t h e Trenton & Mercer County Tracti on Com
pany; Mr. Ra nkin Joh n son, v ice-pres id ent of th e company; 
Mr. J ohn T. T h ompson, superintendent of th e company, 
and '.\Ir. H enry C. Moore, fo rm er president of the company, 
all made shor t addre sses. 

Mr. E . D. Smith res ig ned as superintendent of power s ta 
tions of the United Rai lw ays, St. Louis, Mo., effective Jan. 
I, l<)II , t o bec ome chief engineer of the Boa rd of Ed u cation 
of St. Loui s. Mr. Smith was born in Galion, Ohio, on March 
29, 1877. He was educated in the district sc hools of M is
souri a nd at Missouri University, from which he was gradu
ated in June, I901, with the degree of elec trica l en g in eer. 
Immediately after h e was g raduated from college Mr. Smith 
entere d the employ of the St. Loui s Transit Com pa ny, the 
predecessor of the United Railways, as a help er in on e of 
th e elect rical construction gangs. Subsequently h e was 
employed in various capacities in the different power .sta
tion s of th e company and in th e office of th e sup erint end ent 
of power of the company. In 1904 Mr. Smith wa s app ointed 
sup erint endent of pow er s tations of the compa ny. 

M r. E. F. Schneider, secre ta r y a nd ge n era l ma nager o f 
th e Cleve la nd, Sou th we s t<.:rn & Co lumbus Rail way, Cleve
land, O hi o, wa ::, t ende red a dinner by th e compa ny o n th e 
eve nin g of Dec. 28, 19IO, at th e conclu ~ion of w hich t he 
party adjourned to th e director::,' room, w here M r. A. E. 
Akin s, fir st vice-;:i r csident of th e co mp a ny, un be ha lf of the 
officers, pre se nted l\lr. Schn eider w ith a t r av elin g o ut fi t. 
Among those pr esent were: M r . A. E . A kin ,, , Ji r ~t vice
presid ent of t he company ; Mr. J . 0. Wil son, trea~urer ; iVIr. 
H. B. Cavanau g h, auditor; Mr. J. A. N es t o r, sup er int end en t; 
M r . VV. E. R o lst on, sup erint eudent of power a nd s hops; 
Mr. En sign John 5on, sup erint end ent ; Mr. W . D. D em a line, 
superint endent of Ohio lin es; M r. G. F. R eidy, trave ling 
pass enge r agent : Mr. G. M cGraw, trave lin g audit or ; Mr. 
C. G. Taylor, sup erintendent of lightin g, a nd M r. C. E. l\I c
Kisson , c laim adju s ter. 

Mr. W. H. Rushton ha s r ece ntly b een app oint ed m ast er 
mechanic o f the Altoona & Logan Vall ey Electric Rail way, 
A ltoona, Pa., to succeed Mr. W . H. Dickson. Mr. Rushton 
b egan hi-s railway ca r;er as an apprenti ce in th e ele ctrical 
departm ent of th e H es tonville , M a ntu a & Fa irm ont Rail 
way, in 1896, after g raduating from the Philadelphia High 
Sc hool. In I8'.)7 Mr. Ru shton wa s app ointed fo reman w ith 
the Union Tracti on Company, Philadelphia, Pa ., and con
tinued with thi s company and the Philadelphia Rapid Tran
sit Company, it s succe ss or , until J un e, 1904. He then ac
cepted a positi on a s for eman with the Pacific El ectric Com
pany, L os Ange les, Cal. , and co n t inued with thi s compa ny 
until Ju n e, 1905, when he contracted with J. G. White & 
Company, Inc., to act for five y ears a s m as t er mechanic of 
the Manila Railway & Light Company, Manil a, P. I. Mr. 
H.usht o n r eturn ed to the United States in June, I9ro. 

Mr. B. R. Stephens, formerly general traffic m ana ger o f 
the Illinois Traction System, Ch a mpaign, Ill., ha s b een ap
pointed general superintendent of the Choctaw Railway & 
Lightin g Company, McAlester, Okla. Mr. Stephens ha::, 
had more than 20 years' experience with railroads. He 
began hi s career as a trainman and has at various time s 
been conn ected with t h e Toledo, St. Louis & Western Rail 
road, O hi o Southern Railroad, Cleveland, Akron & Colum
bus Railroad, N ew York, Chicago & St. Louis R ailroad and 
t h e Chicago & Eastern Illinois Railroad. H e was con
nected with the Illinois Traction System for eight year s. 
During the last four years of his connection with the Illinois 
Traction System Mr. Stephens acted as gen eral traffic 
manager with headquar ters in Springfield. Previous to 
serving the company in the capacity of traffic manager he 
was connected with the Indiana interests of the company for 
two years a nd se r ved for two yea r s at Champaign, Ill. 

Mr. Samuel J. Dill, w h o has been assistant to th e p r esi 
dent of the Susqueh anna Railway, Light & Power Company, 
New York, N. Y., ha s been electe d vice-pres ident of the 
company. Mr. Dill is a lso president of th e United Service 
Company, which is purchasing agent of the Susquehanna 
Ra ilway, Li ght & Power Company. This company con
tro ls a number of elect ric railway, li ght and power a nd 
gas properties in different cities. The principal ra il way 
properti es are those in E lmira, N. Y., and Lancaster, Pa. 
M r. Dill began hi s railway career with the Metropolitan 
Street Railway, New York, N. Y. He was promoted by the 
comp any t o division foreman and was in charge of the 
Forty-second Street and Crosstown and the Boulevard 
lin es when th ey were equipp ed with electricity. In 1901 he 
beca m e sup erintendent of th e Detroit, Yps ilanti, A nn Arbor 
& J ack son Railway, and later was appointed general super
int endent in charge of the operation of th e city lin es in 
Kalamazoo a nd Bat tl e Creek and the int erurban rail way 
connecti ng the two cities. In 1904 Mr. Dill was appointed 
genera l manager of the Youngstown & South ern Railway, 
and continued in that capacity until h e was appointed resi
dent gen era l manager of th e E lmira vVa t er, Light & Rail
road Compan y, E lmira , N~ Y. 

Mr. J. W. Smith ha s been ap p ointed superint endent of 
rai lways of the Chattanooga Railway & Light Company, 
Chattanooga, T enn. , in charge of tra n sport at ion, shops and 
ca r h ouses . Mr. Smith was g radu ated from Cornell Univer 
sity in I893 as a mechani ca l a nd electrical engineer, a nd im
mediately af t er g radua tio n was employeJ as on e of t h e en g i
neers in ch a rge of conve r t in g the lin es of th e Un ion Trac
tion Company, Phi lade lphia , Pa., fro m horse-power t o elec
tricity. Af ter compl et in g thi s work Mr. Smith took the ex-



54 ELECTRIC RAILWAY JOURNAL: [VoL. XXXVII. No. 1. 

pert course of the General Electric Company at Schenec
tady and Lynn, and in 1896 was one of the engineers on the 
construction of the system of the Fairmount Park Transpor
tation Company, Philadelphia, Pa. Subsequently he was 
appoint ed manager of the F airmount Park Transportation 
Company, and continued in that capacity until 1901. From 
1901 until 1903 Mr. Smith wa s superintendent in charge of 
construction of t he A ugusta-Aiken E lectric Railway, Au
gu sta, Ga. ; t h e H ampton Road s R a ilway & Electric Com
pany, Newport News, V a., and th e Jersey Central Traction 
Company, Keyport , N. J . F rom 1903 until F ebruary, 1907, 
Mr. Smith was gen era l manager of th e Schuylkill Railway, 
Gira rdvill e, Pa., and fro m F ebru a ry, 1907, until D ec. 1, 19IO, 
he w as ge neral m anager of the City R ailway and the City & 
Elm Grove Ra ilway, W h ee ling, W. Va. 

Mr. F . W. Bacon, w hose r es ign ation as general manager 
of the New J er sey & H udson Rive r Ra ilway & Ferry Com
pany, E dgewat er , N. J ., fo llowed the purchase of the prop
er ty of t hat com pan y in October, 19IO, by th e Public Service 
Ra ilway, ha d been con- · 
nec ted with that com pany r----::========= 
and its predecessor s for the 
las t IO year s. During t his 
t ime the r oa d g r ew from a 
small sin g le-track suburban 
proper ty of a few mil es to 
a n int erurban system 45 
mil es in length opera ting 53 
car s. M r. Bacon , w ho is a 
brother of Mr. George W. :l' 
Bacon, of Ford, Baco n & 
Davis, New York, N. Y., be
gan his r ai lway wor k in 1895 
in the r eco nstru ctio'n of t he 
Can al & Claibo rne Railroad, 
New O rlean s, La., w here 
he was engaged in t he gen -
er a l en gin ee ring depart- F. W. Bacon 
m ent and late r was placed 
in cha rge of t h e ove rh ead line constru ction. F ol
low ing t hi s, he wa s engaged in th e reco nstru ction 
of the New O rleans & Car ro ll ton Railway, of w hich work 
he h ad ch arge, 'in cluding t he comp licated constru ct ion o n 
Cana l Street. In 1896 t hese two companies we r e con
solida t ed an d M r. Bacon se r ved as t r affic superintendent 
unt il 1900, wh en h e became connected as general sup erin
te nd ent with th e Ber gen Count y Traction Company, of 
E dgewate r , N. J . T h e Riverside & For t Lee Ferry Com 
pan y and th e H udson River Tract io n Company we r e add ed 
to the Bergen Coun ty T ractio n Compan y, th e prop erties 
be ing aft er ward consolidated u nder t h e name of th e New 
J er sey & H udson Railway & Ferry Com pany. Mr. Bacon 
was appoin ted ge n er al manager of t h is property in 1905. 

OBITUARY 
R. Winder Johnson, p res ident of Lawr ence J oh nson & 

Com pany, who was a lso connected w ith t he Abra sive 
Material Company, died sudde nly at Jeffe r son Hospital, 
P hilade lphia, Pa., on D ec. 27, 19IO, from inj uries which he 
had r ece ived a short time before. 

Sir Charles Scatter, the chairman of the London & 
Southwes tern Ra ilway, London, E n gland, is dead. Born at 
Hull, in 1835, he enter ed th e se rvice of th e Manches ter , 
Sh effiel d & L incolnsh ire Railway, at t h e age of 18, as a 
clerk. In 1860 he was appointed passenger superin tendent. 
Twelve yea r s later h e became ass is tan t goods m anager and 
goods manager in 1873, un der Sir Edward Watkin, w ho 
was th en chairman of th e company; an d again 12 year s 
later he left the l\Ianchester, Sh effield & Lincoln shire Rail 
way to become general manager of the London & South
wes t ern Railway. This position also h e h eld fo r m ore than 
12 yea r s. Subsequently he was elected direct or and became 
fi r st deputy chair1nan and then, in 1904, chairman , in place 
of L ieuten ant-Colonel H. W. Cam pbe ll. The Wat erl oo & 
Cit y R a ilway was added to the Southw estern system 
th roug h Sir Charles, who advocat ed t h e const ruction of a 
deep-level el ectric railway which sh ould virtually prolong 
the Waterloo & City Railway to th e Bank. A n other line in 
which Sir Ch arle s was inter ested was th e Great Northern 
& City "tube" from Moorgate Street to Finsbury Park, Lon
don. 

Construction News 
Cons truction News N ates are classified under each heaa

ing alphabetically by States. 
An as terisk (*) indicates a project not previously 

reported. 
RECENT INCORPORATIONS 

*Shreveport & Memphis Railway Company, Shreveport, 
La.-Incorporated in Louisiana to build an electric or 
s t eam rail way to connect El D orado, Homer and Minden, 
a distance of 45 miles. Later it is expected to extend this 
railway to Memp his. Surveys have been completed. Chi
cago capitalists a r e Sfl, id to be backing the project. Incor
porators: 0. C. Ferguson and A. R. Johnson, Homer, La. 

Northern Minnesota Railway, Virginia, Minn.-Incor
porated to build an electric railway in MinnesQta. Capital 
st ock, $25,000. Incorporators: Edward Himes, Chicago; 
S. J. Gu ss on, Virginia; G. F. Lindsay, Davenport, Iowa; 
W illiam O 'Brien, St. Paul; H. C. Hornby, Cloquet. 

Oklahoma-Kansas Railway, Joplin, Mo.-Incorporated in 
Mi ssouri t o build a 23-mil e electric railway to connect 
Columbu s, Ga lena and Baxter Sp rings, Kan., and Sunny 
S id e, Linco lnville, Hatt anville and Miami, Okla. This 
comp any was r ece ntly inco rp orated in Kansas as recorded 
in the ELECTRIC R AILWAY J OURNA L for March 12, 'IO. C. F 
Lamb ert, Ka nsas City, chi ef engineer. [E. R. J., July 
16, ' IO. ] 

*Oklahoma Short Line Electric Railway, Shawnee, Okla.
Incorporated in Oklahoma fo r the purpose of connecting 
t he electric and interurban systems of Kansas, Missouri, 
T exas and O klah om a. The main lin e will be 175 miles and 
will connect Oklah oma City and J oplin, Mo. A branch 
lin e of 125 m iles will be built from Shawnee, Okla., to 
D eni son, T ex. Con struction will begin about Jan. 20. It is 
th e intention to bui ld from Shawnee to M uskogee and 
O klahom a. City fi r s t. It is expected to lay 90-lb. steel and 
to con stru ct the railway for hau ling freight, passengers and 
m ail. O ptions and right-of-way have been secured through 
a ll the counties through which th e lines will pass. The 
pow er pl ant and car shops will be located east of Shawnee. 
Capital st ock, $IOo,ooo. Incorporators: C. C. Wright, Ada; 
M. J. B entley, T ecumseh; Peroy Paddock, Oklahoma City; 
Z. V . Sander s, A lbermarl e; S. C. and Thomas E. Armen
trout, K irkwood, Mo. 

FRANCHISES 

Montgomery, Ala.-The Montgo mery Traction Company 
ba s a sked the City Council for a franchise to build several 
ext en sions t o its railway in Montgomery. 

*Phoenix, Ariz.-Se lim Michelson, Phoenix, has asked 
th e Board of Supervisors for a franchise to build an elec
t ri c ra ilway ov er Center Street bridge in Phoenix to Tempe 
and M esa. Dr. H . H. Stone and Charl es Goldman have 
a sked for a franchi se t o build an electric railway from • 
Phoenix to M esa. 

Nanaimo, B. C.-A by-law is being prepared authorizing 
th e N anaim o Electric Railway to build its railway over 
certain stre et s in N anaimo, B. C. 

San Jose, Cal.-The San J ose & Santa Clara County 
Railroad, San J ose, has asked the Common Council for 
switch and turn privileges and the use of T-rails in Santa 
Cla ra Street . In return the company will lower its tracks 
and pave streets at once in San Jose. 

Danbury, Conn.-The Danbury & Bethel Street Railway 
w ill ask the General Assembly for a franchise to extend its 
line s from the present terminus of its lake division . on 
Ken osia Avenue, Danb.ury, to the New York. State lj11e. 
Plans are also being considered to extend this . railway 
between Danbury and Brewster. 

Waterbury, Conn.-The Waterbury & Milldale Tramway, 
Waterbu ry, ha s asked the General A ssembly for an exten
sion of time to it s franchise in which to build its proposed 
9-mile electric railway from Milldale to Waterbury over 
Wolcott Mountain. The company wants the time limit 
for . building the railway extended t o July 1, 1915. John H. 
Cassidy, Waterbury, secretary. [E. R. J., Aug. 13, '10.] 

*Oak Park, Ilt.-D. 0. Ward has asked the Village Board 
fo r a franchise to build an electric railway from Harrison 
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Stree t on the south to Chicago Ave nu e on th e n orth in be opera t ed by s t eam a nd n o t by electricity. [E. R. J., 
Oak Pa rk. De c. 24, ' 10.] 

Pekin, 111.-T he Pekin & P etersburg Interurban Rai lway Sterling-Moline Traction Company , Sterling, 111.-The 
has r eceive d a franchise from t he City Co.unci l to bui ld an contract awarded the Northwes tern Engineering & Con-
elec tric ra ilway t hrough Pekin. T his proj ected line wi ll struction Company, Milwaukee, has been ratified by t h e 
connect Pekin and P ete r sburg. J . E. M elick is interested. directo r s of thi s compan y an d work wi ll begin in t h e 
[E. R. J ., Dec. 10, '10.] • sp ring on thi s proposed elec tri c ra il way to connect Ste rl ing, 

*South Bend, Ind.-P. E . Hall , r epresenting the South Morri son , L yn edon, P rop het stow n, Erie, Hi ll sdale and 
Bend E lec tric Com pany, ha s asked t h e City Counci l for a Moline. A. V an Fe tten, Sterling, ge neral manager. [ E. R. 
fr anchi se to build an elect ric rail way in South Bend. J ay J., Nov. 26, ' 10.] 
D. Cr ary has also asked t he City Coun cil fo r a similar Evansville ( Ind.) Ra ilways.-P lans a r e bein g made by 
franchi se. th is company t o build a 15-mil e exte nsion of its r a ilway 

Waltham, Mass.-T h e Bos ton & vVes tern E lec tri c Rail- from Mount V ern on to New Harmony. T he company has 
way will fi le a p eti tion wi t h the R ail road Commi ss ion ers comp leted a nd placed in opera t ion a 6½-mile extension from 
askin g fo r a loca t ion for t racks in Marlboro, W altham, R ockp ort t o Grandview. 
Wes ton , vVayland and Sudbury. [E . R. J ., Oct . 1, 1910.] *Evansville , Ind.-J . A. Brow n, wh o is build ing a new 

Worcester, Mass.-T he W orcester Co nso lid ated S tree t 
Ra ilway has acc epted ·t h ree fran chi ses fo r sh or t ex t ensions 
in W or cester. 

*Eveleth, Minn.- T he Range E lectric R a il road has ask ed 
the City Cou ncil fo r a franchi se to build it s r ailway th rough 
Eveleth . 

Virginia, Minn.-T h e Great Northern Powe r Company, 
D uluth, will ask th e City Council for a fra n chise to build 
a n electric ra ilway t hroug h Virg in ia. This propose d 40-mil e 
railway w ill conn ect H ibbin g, Chish olm, Buh l, K inn ey and 
Gil bert, w ith a probable ex t ension to Stevenson and Kewatin 
on the west to Elb, McKinl ey and Biwabik on the east. 
[E. R. J. , Dec. IO, '10. ] 

*St. Louis, Mo.-Benjamin W esthus and assoc iates will 
ask th e City Council fo r a franchi se t o build an eleva t ed 
ra ilway conn ect ing t h e cent ra l business di strict of St. L ouis 
with South Broadway, and ex t endin g to South ampt on and 
the southwes tern city lim it s. 

Lambertville, N. J.-T h e N ew J e rsey & P enn syl vania 
T raction Company, Tren ton, has r ece ived a fr a nchi se from 
t he City Council to const ruct a t rack on Lambert Street 
in Lambertville t o be used for fre ight pu rpo ses. 

Corning, N. Y.-The E lmira, Corn ing & Waverly Rail
road, E lmira, has rece ived a fr an chi se from t h e T own Board 
to cross th e high ways of t h e town at convenient points 
and a lso t o occupy wit h it s double tracks t h e new Corning
Caton road •a t Br ow n's Crossing. In r eturn the company 
will pr ovide a subway u nder t h e Erie Rail road track s. 

Wilson, N. Y.-The W il son Railway has asked the City 
Council fo r a fran chi se to bui ld a 2-mil e electric railway 
over certain st reets in Wilson. I t wi ll connect the rail 
road s tation in W il son with Is lan d Lake Park and Sunse t 
Beach on L ake Onta ri o. S. M. Conant, \ Vil son , president. 
[E . R. J ., Oct . 15, '10. ] 

Memphis , Tenn.-T he Clar ksdal e, Covin g t on & Collier
ville Interurban Ra ilway ha s rec eived and accepted the 
fra n chi se fr om th e City Counci l t o build a rai lway over 
certa in st r eets in Memphis. 

Seattle, Wash.-T he Seattle E lectric Company has re 
ceived a fra nchise from th e City Council t o build an eiec
tric r a ilway over certa in st ree ts in Seattle. 

*Tomahawk, Wis.-Joh n Oe lhafi er , A ndr ew O elha fie r , 
Robert T hi elman an d W . G. Foss have asked t h e City 
Counc il for a fra n chi se t o build an elec tri c railway in 
Tomahawk. · 

TRACK AND ROA DWAY 
Calgary (Alta.) Municipal Railway.-Thi s company has 

decided to extend its rail way in Calgary in th e sprin g. 
Northern Electric Railway, Chico, Cal.- Thi s comp an y 

will build an extension of it s rail way from D el Paso station 
in O roville t o F a ir Oaks an d Orangevill e durin g 191 I. 

Los Angeles-Pacific Railway, Los Angele s, Cal.- This 
comp any has awarded t o Palmer , McB ride & Q uayle Com 
pany, Pacifi c El ec tri c· Building, L os A ngeles, th e contract 
fo r the constructi on of a IO-mil e extension of its r ail way 
from H ollywood to Lanke r shin e and K es ter. 

*Monrovia, Cal.-J. M. Holmes, San Diego, a nd V./. R. 
Stoa t s, Pasadena, a re said to be a rran ging to bui ld a pro
posed electri c railway to the summit of Mount Wils on . 

Chicago, Terre Haute & Southeastern Railway, Chicago, 
111.-T hi s company r eports t h a t this prop ose d railway will 

indust ria l town on th e Ke ntucky side of the O hio R iver, 
opp osit e Evansville, Ind ., to be known as ''.Mor ta li es," will 
build a trac tion lin e to connect wit h Eva nsville, accord ing 
to s tatem ent s credi ted to him . Car s w ill be t r an sferr ed 
ove r th e rive r by fe rry and work on th e const ru cti c n of t h e 
lin e will begin Feb. I , 19II . 

Kendallville, L igonier & Goshen Tracti on Company , Ken
dallville, Ind.-J. M. K inn ey is sa id to be int eres t ed in a 
p lan to bui ld an electr ic railway to co nn ec t Ke n da llvill e, 
Brim fie ld, Wawaka, Ligonier, Mille rsburg, Benton and 
Gosh en. [ E. R. J. , Oct. 3, '08.] 

Wate rloo, Cedar F alls & N orthern Railway, W aterloo, 
Ia.- T his company has completed and placed in operati on 
it s 8-mile extension fr om D enve r Ju nct ion t o W averly. 
The line will be ex t ended from Ce dar Fall s to Dike in th e 
sp r in g. 

*Paducah, Ky.- S. A. Fowler, ·secreta r y of th e Com
mercia l Club, Paducah , st a te s t hat New York promoters 
have pur cha sed th e r ig h t-of-way fo r a n elec tri c railway 
betwe en Wickliffe and F ulton, a nd it will likely be ex ten ded 
to Paducah. 

*Cumberland, Md.-It is sa id th at engin eer s a r e at work 
on a survey between M ey er sdal e, P a ., an d F rostburg, Md. , 
for a prop osed ele ctric rail way betwe en th e Cumb erland & 
W es ternp ort Ele ctri c Rai lway , Cumberland , and the Penn
sylvania & Maryla n d lines operating t h roug h the M eyers
dale field. T h e intention of the promot er s is t o connect 
Johnstown, Pa., and Cumberland, Md. 

*Columbia Falls, Mont.-Jame s A. T albott , Butte, and 
associa t es a r e planning to bui ld an elect r ic ra ilway to extend 
from Columbia Falls t o Pol son. vVork is scheduled to 
begin by Mar ch. A comp any is b eing fo rmed, and will 
probably fil e art icles of incorporat ion soon. 

F orty-second, Manhattanville & St. Nicholas Avenue 
Railway, New York, N. Y.-T his company has applied to 
t h e Publi c Service Commission fo r app roval o f a change 
of motive pow er on it s I 10th Street lin e. The company 
proposes to operat e sto rage batt ery cars. 

Syracuse & South Bay Electri c Railroad, Syracuse, 
N. Y.- T his company is making surveys fo r an exten s10n 
fr om Syracuse to \ Vat ertown via Brewert on , Central 
Square, Mall o ry, H as tin gs, La cona and A dam s, a di st anc e 
of about 73 mi les. 

North Carolina T raction Company, Danbury, N . C.-A t 
a rerent m eeting of t he incor porato r s of t hi s company it 
was decided to a ward contract s fo r cc nstru ction work dur
ing J anua ry fo"r bui lding a proposed 92-mil e elec tric railway 
from W inston -Sal em , N. C., to F loyd, Va. T wenty miles 
of this r ail way a r e now r eady fo r tie s and rail s. T he First 
Na tiona l Ba nk of L umberton an d H. M . l\IcA list er will be 
t ru stees of th e $2,000,000 bon d issue authori zed by t h e 
board of d irect or s. T h e company was fo rmally organized 
Dec. 28, ' IO, by t h e elec ti on of the fo llowin g offi ce r s: A. M. 
Clark, South ern P ines, pres ident ; J . VI/ . Sykes, Raleigh, 
vice-p res ide nt ; E. L. Kraft, In dianapoli s, genera l m an
age r ; H. P. McKnight , ge n era l director ; T. F. vValker, 
Cin cinna ti , sec r eta ry ; J . W . K raft , Indianapolis, purchas
in g agent , and H . M. McAlis t er, Lumberton, N. C., treas
urer. [E. R. J., -Sept. IO, ' ro.] 

*Fort Ransom, N . D .- Pl ans are 1,;>e ing conside r ed to 
o rga nize a company to build an electri c railway to connect 
Fort Ransom a nd E nd er lin. 

*Miami Transit, Light & P ower Company, Lebanon, 
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Ohio.-Th is co mpany advises that negotiations are now 
pe nding which promi se to r esult in t h e compl eti on of this 
vroposed ra ilway in the nea r future. Furth er in fo rmation 
will be g iven later. Charles A. Hcug h, pr es id ent . 

Fostoria-Fremont Railway, Lima, Ohio.-This company 
has completed eig ht miles of track on the lin e which w ill 
connect the vVestern O hi o Ra ilway w ith the Lake Shore 
Electr ic Railway a t Fremont. T h e company expec t s to 
complete t h e work in Janu;iry a nd to inaugurate limited 
service between Cleve land an d Dayton by April I. [E. R. J ., 
Oct. 8, '10.] 

Muskogee (Okla.) Electric Traction Company.-This com
pany expect s to beg in work thi s month on its n orth ern 
extension of its railway from Fo nd du Lac Street and Fourth 
Street in Muskogee to the facto ry add iti on. The fa ir 
ground extension will also be extend ed as far as the Mid
land Vall ey addition and the car shops. 

Baker Interurban Railway, Baker City , Ore.- A nthony 
Moh r, promoter of this company, states that work wi ll 
begin early in the sprin g on thi s proposed 100-mile electric 
rai lway t o ccnnect Baker City, North Powder and Eagle 
Valley. [ E. R. J. , Jun e 25, '10.] 

Farmers' Electric Railway, Vale, Ore.-Sur veys have been 
completed by this compa ny fo r it s proposed 16-mile electric 
railway t o cc nnect Vale and lVl alheur Canyon. It is ex
pected to exte nd thi s line to Ontario, Ore. G. \V. Tnomas, 
Ontario, Ore., president. [E. R. J., Dec. 17, 'rn.] 

Lehigh Valley Transit Company, Allentown, Pa.-This 
compa ny w ill soon begin to extend its lin e from Slatington 
to Lehigh Gap and Palmerton and con nect w ith the Carbon 
Transit Co mpany at Le highton. This will provide a d irect 
line from Pottsvi lle to· P h iladelphia via Mauch Chunk. 

Lewisburg, Milton & Watsonville Passenger Railway, 
Milton, Pa.-Plans for building a n extension from Watson
town t o Montgomery and eventually to Muncy and Mon
toursv ill e, conn ecting Su nbury and Williamsport, a re being 
consider ed by this company. It is negotiating w ith the 
commiss ioners of Northumberland and Union counties with 
a v iew of strengthening the Allenwood bridge to be used 
by it s electric railway. 

*Philadelphia, Pa.-J. T. Sil\'errnan, P hil adelphia, is sa id 
to be pr om oting plans for building a proposed electric 
railway from Eddystone between the Philadelphia & Read
ing Railway and the Philadelphia Railroads as fa r as the 
o ld rifle range in Tinicum, fr om which point it wi ll branch 
across the marsh lands to \Vest Philadelphia. 

Chambersburg, Greenca~tle & Waynesboro Electric 
Railway, Waynesboro, Pa.- This company is m aking con
sider-ab le progr ess in the grading fo r its ex tension fr om 
Pen l\Iar to Blue Ridge Summit. It is expected to be 
ready for track laying by Feb. I. 

Montreal (Que.) Street Railway.- This company is ready 
to begin the constructio n of a belt lin e underground rail
way as soon as the cor porat ion of the city will give them 
the necessary legislation. The ge n eral scheme fo r the 
tunnel is to cut through under Cote des N eiges Hi ll , start 
ing in with the entrance near Guy and Sh erbrooke streets 
a nd comin g out near Shakespea re Road, making a total 
underground distance of som e 5500 ft. Three tunn els have 
been suggested on thi s route , a double-track one in the 
middle for rapid transit service an d a wide one on either 
side, about 30 ft., for Yehicular traffic goin g in al t ernate 
directions. 

*Franklin, Tenn.- Jt is reported that plans are bein g 
made to build a proposed electric railway from Frankli n 
to Shelbyville Yia FayetteYill e. 

Tennes see Traction Company, Memphis, Tenn.- It is said 
that this company is planning to begin construction soon 
on its proposed 210-1111le electric r ailway to conne ct Mem
p hi s, Na shvill e and J ack son. Geor ge E. Busnell, Memphis, 
general m anager. [E. R. ]:. July 30, '10.] 

Tennessee Rapid Transit Company, Nashville, Tenn.
This company ann ounces that work w ill begin at once on 
its proposed I 10-mile electric railway to connect Nash
ville, Lewisburg, Cfarksvi ll e and Springfield. It has secured 
fina ncial backing. J. M. Gray, Franklin, is inter es ted. 
rn. R. J., Dec. 17, ' 10.] 

Mount Adams Railway, White Salmon, Wash.-This 
company will beg in work in the spring on its proposed 
40-mil e e lect ri c ra ilway to connect vVhite Salmon, Bingen, 
Bristol, P ine Flat, Sn owden, Timber Valley and Glenwood. 
It has recent ly elec ted the fo ll ow in g officers: W. W. Swan, 
p r es id en t ; T . vVyers, vice-president; T. F. Shepler, secre
tary, and R. F ield, treasurer, all of White Salmon. [E. R. J., 

• July 30, 'rn.] 

*Montgomery, W. Va.-1\L J. Simms, Montgomery, is 
makin g arrangements for clo sing contracts preparatory to 
the const ruction of a 3½ -mile railway t o connect Mont
gomery a nd Boomer, v'ia Harewood and Lonacre. An 
entrance will be mad e into ·Montgomery over a new bridge 
recently co mpl eted and equipped for rail and team traffic. 

SHOPS AND BUILDINGS 
Southern Pacific Railroad, Los Angeles, Cal.-This com

pany is co nsidering plans for building new car shops at 
Tucson, Ariz. It is sa id that work will begin in the spring. 

Alton, Granite & St. Louis Traction Company, Alton, 111.
I t is r epo rted that thi s company will soo n build a new car 
house a t Grani te City. The cost is estimated to be about 
$25,coo. 0. C. l\Iacy, A lt on, superintend ent. 

Illinois Traction Company System, Champaign, 111.-This 
compa ny has just opened a new s ta ti on at Sawyerville. 

Otsego & Herkimer Railroad, Hartwick, N. Y.-This 
com pany's ca r h ouse at Oneonta was r ece ntly destroyed by 
fi r e. 

Ft. Wayne & Wabash Valley Traction Company, Ft. 
Wayne, Ind.-C. D . E mmon s, ge neral manager of this com
fJany, announ ces t hat sa ti sfac to ry progr ess is being made 
in a rrang in g for the con~tru ctio n of a j oint station by the 
fo ur trac ti on lin es cent erin g in Bluffton. 

Metropolitan Street Railway, Kansas City, Mo.-This 
company has completed pl an s fo r er ec ting a new office 
bu ildin g to occupy th e n ortheas t corner of E leventh Street 
a nd Main Street in Kansas City. 

Galveston-Houston Electric Railway, Houston, Tex.
This company a nn ounce s t ha t plans and specification s for 
its new car houses to be built at Broadway and Fifty-first 
Street in Galveston are r eady to be placed in the hands of 
bidde r s. Co nst ruction will begin as soon as the contract 
is award ed. The structure is to be built of concrete and 
steel, and a ll m ode rn equ ipment will be in stall~d. 

POWER HOUSES AND SUBSTATIONS 

San Diego (Cal.) Electric Railway.-This company has 
awar ded to Cha rl es W. Carbal ey, W ilcox Building, L os 
Ange les, the con trac t fo r the construction qf an intake 
for it s n ew power plant at San Di ego to consist of two 5-ft. 
conduits leading from the bay at the foot of E Street to the 
powe r house, w hi ch w ill be located at A rctic Street and E 
Street. 

Augusta-Aiken Railway & Electric Company, Augusta, 
Ga.-Thi s company has purchased from the General Elec
tric Company one 2750-kw turb o generator with station 
equipment; cne 500-kw motor gene rato r se t with step
down transformer s and one 300-kw m otor generator set 
with st ep-down tran sfo rmer s. 

Metropolitan Street Railway, Kansas City, Mo.-This 
company ha s 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 
wi ll be of brick. It w ill h ouse two engines to be moved 
in fr om the Blue River power h ouse. 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 b_y about 3300 hp. 

Sheboygan Light, Power & Railway Company, Sheboy
gan, Wis.-This company has just instaded in its power 
house a 350-hp boiler, equipped with an automatic stoker. 
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Manulaetures & Supplies . 
ROLLING STOCK 

Scranton (Pa.) Railway will purchase 10 double-truck 
car s early in 191 I. 

Savannah (Ga.) Electric Company, it is reported, will pur
chase a number of double-truck, semi-convertib le cars . 

Augusta-Aiken Railway & Electric Company, Augusta, 
Ga., has purchased five quadru ple General E lectric m otor 
equipments. 

Scranton & Binghamton Traction Company, Scranton, 
Pa., it is reported, will purchase immediately six 45-ft. pas
senger car s. 

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 standa rd sem i-converti ble, double-truck pas
senger cars. 

Holmesburg, Frankford & Tacony Elect ric Railway, Ta
cony, Pa. , will purchase t wo p r epaymen t, semi-co nvertib le, 
dcuble-truck cars. 

Norfolk & Portsmouth Traction Company, Norfolk, Va., 
is in the m arket fo r eight pay-as-you-enter cars, t o be 
delive red next sprin g. 

Omaha & Council Bluffs Railway, Omaha, Neb., ha s pur
chased fr om the Br owning E ngineerin g Company, Cleve
lan d, 0 ., o ne elec tric locom ot ive crane. 

Hoboken (N. J.) Manufacturers' Railroad ha s purchased, 
through W . J. Wilg us, one 80-ton electric locomotive, from 
the General Electric Company, Schenectady, N. Y. 

TRADE NOTES 
Railway Track-Work Company, Philadelphia, Pa., r e

cen tly or ganized, has taken ove r the busin ess of rail grind
ing fo rmerly conducted by W illiam D. Gherky. 

National Brake & Electric Company, Milwaukee, Wis., 
has received an order from th e Westchester Street Rail way, 
Whit e Plains, N . Y., to equip 20 car s with air brakes. 

Ackley Brake Company, New York, N. Y., has received 
an order through R. W . Cameron & Com pany fo r 50 Ack
ley adjustabl e brakes fo r the Adelaide (Australia) Tram
ways. 

Thomas F . Fournier has resigned his positi on with the 
T aunton & P awtucket Street Ra ilway, Taunton , Mas s., t o 
accep t a position as con sultin g engineer with the U nited 
Traction I mpr ovem ent Company. 

William Stevenson, who fo r five years has been designing 
engineer fo r the McGuire-Cummings Manufacturing Com
pany, Chicago, Ill., has been appoin t ed sp ecial repre sen
tative of the Indian Refining Company, Inc., Cincinnati , 
O hio. 

Root Spring Scraper Company, Kalamazoo, Mich., has 
received an order from the Bost on E leva ted Railway for IO0 
scrapers fo r its 50 new ca r s. This company has a lso re
ceived an order from the Michigan Un ited Rai lways, Lan
sing, Mich., for 2 four-"\\' heel scraper s. 

Murphy Iron Works, Detroit, Mich., will open an office in 
the Empire Building, Atlanta, Ga., in charge of Roland B. 
H all, Jr., who will handle this business in . connection with 
that of the Harri sburg Foun dry & Machine Works, which 
he has represented in the southern te rr itory for some time. 

McKeen Motor Car Company, Omaha, Neb., has sh ipped 
one 55-ft. 200-hp st eel gasolin e m ot or car to the Charl es 
City (Ia.) Western Railway, under its own power. This 
company has also shipp ed to the Arizona Eastern Rai lroa,i, 
Globe, Ariz ., a 70-ft. st~el gasoline motor car under its own 
;>0wer. 

Curtain Supply Company, Chicago, Ill., has received a n 
order from the Third Avenue Railroad, New York, N . Y., 
to furnish cur tains w ith N o. 089 protected groove ring fix
tures and Rex roller s fo r IO0 car s. T his company has also 
received an order from the P hilade lphia Rapid Transit Com
pany to furnish cur tains with N o. 48 rin g fi x tures and Rex 
rollers for 15 cars. 

N. W. Harris & Company, New York, N. Y., bankers 
and brokers, changed their nam e on Jan. I to Harris, Forbes 

& Comp any. The firm membership remains the same. 
All en B. Forbes, w hose na m e will appear with that of Mr. 
Harris in th e firm' s title, has been associated with N. W . 
Harris & Company in an im portant capacity for 20 years, 
and has b een th e managin g partner of the New York office 
for the last decade. The o th er par tners resident in New 
York are Arthur M. Ha rr is, Lloyd W. Smith, Everett B 
Sweezy and Charles W. Beall. 

H. M. Bylle sby & Company, Chicago, Ill., have acquired 
co ntro l o f a numb er of a ddit iona l public util ity properties in 
Ca lifornia, which in clude the Stockton Gas & Electric Cor
pora tion, the R ichmond Gas & Electric Company, the 
Am erican River E lec tr ic Company, which includes service 
by lon g-dis tance trans mi ssion lines to the towns of Stock
ton, P lac erville, F lorin, E lk Grove, Sh eldon, Gault, Lodi and 
Plymouth, and th e Humboldt E lec tric Company, which 
includes se rvice to the t owns of Arcata, Alton, Ferndale, 
F ields Landing, Fo r tun e, Hydesville, Loleta and Rohners
vi lle. 

Ohmer Fare Register Company, Dayton, Ohio, gave its 
annual dinn er to local employees of th e company at the 
Phill ip s H ouse, in D ayton, on t he evenin g of D ec. 28, 1910, 
O ne hun dr ed dollars in p ri zes were distributed to 17 em
ployees for valuable suggestions made fo r the bett erment 
of t he vari ous types of O hm er r egisters. Speec hes were 
made by pres iden t of t he com pany, J ohn F. O hmer ; E . 
F rank Brews ter, vice-presiden t , an d J. H. Stedman, secre 
ta ry. Addresses wer e also made by Super in tendent W. J. 
Kuhn s and by F. G. Colby, E. H. Bridenbaugh, Harry N el
son, C. V . Funk, the hea ds of var ious departments. E . B 
Grimes, assistant general mana ger of th e company, was the 
toastmaster of the evening. The m us ic was furnished by 
the Ohmer Fare Register Company Band, consisting of 20 
pieces. 

AD VERTISING LITERATURE 
Ingersoll-Rand Company, New York, N. Y., has issued 

fo rm N o. 4202, illus trating and describing "Sergeant" rock 
drill s. 

General Vehicle Company, Long Island City, N. Y., has 
issued a c a tal og describing and illustrating electric com 
m ercial vehicles. 

Trussed Concrete Steel Company, D etroit, Mich., has is
sued a very attractive catalog illustrating and describing the 
uni ted stee l sa sh. 

Colorado Por tland Cement Company, D enver, Colo., has 
issued a catalog describin g the alkali-proof Portland cement 
which it manufactures. 

Heywood Brothers & Wakefield Company, W akefield, 
Mass., has issued a very a ttra ctive ca talog, illustrating and 
describing several different styl es of U niversal car seats. 

McGraw-Hill Book Company, New York, N. Y., has re
cently issued two ca talogs, 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 
ve ry att ractive fo lder desc ribing the Hedley anti-telescoping 
and anti-climbing device. A number of illustrations are also 
contained in this fo lder, sh owing the effects of collisions 
between cars equipped with this device. 

Chicago Bearing Metal Company, Chicago, 111., has issu ed 
the Graphose Age, dated December, 19IO. This publication is 
di stribut ed occasionally by the company to call attention to 
it s products, am ong which are brass castings for steam an d 
stree t ra ilways and general machinery. 

J oseph Dixon Crucible Company, Jersey City, N. J., has 
pub lish ed the J anuary, 19II , number of "Graphite." In this 
issue is a short article by J ohn M. Turner, United States 
commercia l a ge nt, on th e "Slowness of the United States," 
a nd an other on " Crea tive Sa lesmanship," by E . St. Elmo 
Lewis, adverti sing manager of the B ur roughs Addin g Ma
chin e Company. 

Goldschmidt Thermit Company, New York, N. Y., pub
lishes in "Reactions," for the la st quarter of 19 10, th e fol
lowing articles: "Rail W eldin g in Ma ny ·coun t ri es," "Rail 
Welding in Holyoke. 1\I ass.," " Making Semi-St eel by the 
Thermit Process," " Further Applications of Thermi t in 
Ship Repairs." "The Cruise r Dixie," "Thermit for L oco
mot ive R epairs," "Welding Two Side Rods at One Opera
tion," and "Waterwheel W elded in 1907 Still in Operatio n." 
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TABLE OF MONTHLY EARNINGS. 
N ot ice-These .statistics will be carefull y revised from m onth to m onth, u pon information received from the companies d irect, ·or from official sources. The tabl, 

hould be u sed in conn ection with our Financia l Suppl em ent, "American S treet Railway Inve&tments," which contains the annual operating reports to· the ends of tlle 
various financial years. Similar statistics in regard to roads not reporting are solicited by the editors. •Including taxes. t Deficit. 
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25,143 
23, 208 

14 1,9 11 
133 ,320 

12,43 7 
12,777 

113,380 
123,3 51 

13,703 
15,093 
68, 679 
74,405 

t t,276 
t 2,316 I 
44,701 
48 ,946 

B ELLINGHAJ\\ , . 
WASH. Whatcom ' 
Co. Ry. & Lt. Co. I 

11" .. '10 282,817 1 106, 12 5 

Im., Oct. '10 37 .695 18, 142 19,554 
16,064 

190 ,7 82 
175,546 

9,229 
8,469 

104,976 
100 468 

10,325 
7,595 

85,807 
75,0 78 

MJLWAU KEE,WIS. , Im, Nov.'10 4 13, 20 1 283 ,391 129 ,810 47,244
1 

82,566 
48,5 61 81,757 

51 6, 217 788,692 
520,3 18 826,58 1 

1" " '09 35 ,6 72 19,608 1'\ilwaukce Elec. I 1" " 'QC) 383, 156 252, 839 130,317 
12" " '10 430,020 23 9 ,23 7 Ry. & Lt. Co. 11" " '10 4 ,329 ,236 3,0 24,328 1,304-,908 
12" " '09 401,186 22 5,640 11" " '09 3,9 19,653 2,57 2,7 58 1,346,895 

C HAMPAIGN, ILL. , 
Illinois Tr. · System I 

Im., Oct. '10 6 14,476 *338,360 276,11 5 .. ... ... . 
1 " " '09 509,171 *265 ,1 45 244,026 .•.....•. 

10" " '10 5,018,865 *2,966,046 2,052,819 .. •..... . 

I 

10" " '0 9 4,379,325 *2, 520 562 1,858,763 ... ..... . 

C HATTANOOGA, -~W, o.~t. :6g 
TENN. Ch~ttap~o"• 

10
,, ,, 'I0 

gaRy. & l;t.Co. : 
10

,, ,, 'OCJ 

CH ICAGO, ILL. 
Aurora, f;:lgin 
Chicago R.R. 

& 
Im ., Nov.'10 
I" " '00 
5" " '1 0 
5 " " '09 

CLEVELAND, 0. Im. , Nov.'10 
Cleveland, Paincs- I " " '0 9 
vi ll e & Eastern 11" " '10 
R.R. t 11 " " '09 

• 77,903 
67,570 

72R,940 
642,355 

132,508 
122 ,789. 
809,583 
740,805 

27,037 
25,900 

328,235 
297,573 

31 591 I 
38 3 721 

371,1 10 
372,844 

74,422 
69,526 

418,471 
372,108 

*I 5, 11 2 
* 15,950 

*170 ,5 55 
* 161,380 

Lake Shore Electric 
Ry 

Im., Nov.'10 91,802 *50.79 2 

DALLAS, TEX. 
Dallas Electric Cor• 
poration. 

1 " " '09 90,705 *48,084 
11" " 't(: 1,110, 54 1 *579,893 
11" " '09 1,020,022 * 538,429 

Im., Oct. '1 0 165,37 2 
1" " '0 9 147,838 

12" " '10 1,443,966 
12" " '09 1,29 1,1 64 

89,152 
80,397 

943,99 1 
809,000 

40,402 
29,1 98 

357,830 
269,511 

58,086 
53,2 63 

391, 11 2 
368 696 

11 ,925 
9,951 

157,681 1 
136,193 

41,010 
41,721 

530/148 , 
48 1,592 

76,2 19 
67,441 

499,975 
48 1,264 

23,700 
22,21 8 

234,601 
215,Wl I 

~6'.~~~, 
167,044 
146.663 

7,047 
7 .52'l 

88,638 
82,956 

34,669 
35.393 

382,347 
379,939 

23 ,748 
27 .471 

3 16,4 10 
338,780 

16, 702 
6,980 

123 .220 
54,230 

2.3,48.'l 
23 n7 7 

224.01\9 
222,034 

3.097 
2.42.3 

60,043 
53,237 

6.341 
6,328 

148,30 1 
101,653 

52,471 
30,070 

183.56 5 
142,484 

Mil waukee Lt., Ht . 
&_Trac. Co. 

Im., Nov.'10 125,088 
1 " " '09 118,001 

11" " ' 10 1,487,170 
11" " '09 1,353,010 

MINNEA POLIS, Im., Oct. '10 
MIN'.\/. Twin City 1 " " '09 
Rapid Trans it Co. Jg:: '.'. :6g 

MO'.'IITREA L, QUE. 
1'\ontrcal St. R y. 

I m., Nov.'10 
1" " '09 
2" " '10 
2" " '09 

NASHVILLE.TEN\/. Im., Nov.'10 
Nashville Ry. & Lt. 

1 
t
1 

:: '.'. :n 
Co. 

OTTU ,\\\V A, I A. 
Ott um wa R y. & Lt. 
Co. 

PA D UC AH , K Y. 
Paducah Trac.& Lt. 
Co. 

11" " '09 

Im., Oct. '10 
1" " '09 
6 " " '10 

:: .. 0°:t :~:1 
1" " '09 

12" " '10 
12" " '09 

645,358 
596,963 

6,2 65, 727 
5, 7 7 3,3831 

366,098 
334 87 1 
752,786 
688 8781 

158,739 
149,426 

1,662,003 
1,565,102 

22,257 
20,003 

123,113 
111,207 

20,949 
18,0 24 

245,52 1 
22 5,608 

DETROIT, 1'\ICH . 
Detroit United R y. 

Im., Nov.'10 754,924 478,304 27 6,6 20 174,312 102,308 11 P ENSACOLA, FLA . 
1 " " '09 687,093 440,750 246,343 157 .91 Q 88.424 Pensacola Elec. Co. 

11" " '10 8,718,014 5,486,787 3, 231,22 7 1,863,862 I 367 365 
11" " '09 7,483,524 4, 614,783 2,868,741 1,723,399i 1'.14S::342 

1 m. , Oct . ' 10 
I" " '09 

12" " ' 10 
12 " " '09 

23,650 
21 ,027 

264,701 
242, 539 

EAST ST. LOUIS, 
I LL. East St . Louis 
& Suburban Co. 

I m., Nov.'10
1 

1 " " '09 
5 " " '10 

307, 376 
296 ,087 

1,743,688 

so, 101 
45,039 

593,915 
503, 1911 

308 ,743 
277,175 

2,996,849 
2,709,74 2 

74,987 
72, 962 

893, 255 
849 ,819 

55,383 19,604 
53 ,044 19,91 8 

608 ,250 285, 005 
566 ,030 283,789 

. 336,6 16 140,32 1 196,295 
319,788 140 ,251 179,537 

3,268,877 1.401,9 74 1,866 ,904 
3,063,645 1,388 ,76 1 1,674 ,879 

227,442 I 38,656 
200,1 38' 134,7 34 

32 ,013 106,643 
30, 78 5 103,949 
64,011 255,583 
6 1,864 252, 141 

433,192 319,594 
374,873 314,006 

85,847 
83,181 

959,077 
919,503 

11,934 
12,543 
66,650 
59,683 

11,747 
11,764 

144, 283 
132,238 

13,578 
12,379 

155.488 
139,127 

....... .. 
······ ··· ..... .... 

72,892 
66,245 

703,0 16 
645 ,599 

33 ,390 39,502 
33 ,023 33,222 

369 ,03 6 333,980 
361,330 284.269 

10,323 .•. .• , •.. 
9 .460 ••• ...•.. 

56,463 • • •...••. 
51,52 4 ..••..... 

9 ,202 
7,160 

101,238 
93,370 

10,072 
8,648 

109, 21 4 
103,412 

. .. ..... . 

. ........ 

. ........ 

7,1 69 
6,625 

83,921 
8 1,72 6 

5,106 
4, 47 4 

59,4 52 
52,077 

····· ···· ....... .. . ....... . 

2,032 
53 5 

17,317 
11, 644 

4 ,967 
4,174 

49 ,762 
51,335 

······· · ····· ··· . .... ... J=·· 0

::t. :?~ J~tm 1 :in~i :itm:::::::: :I:::::::: p~1~~;~~
1

:ys. 
10" " '0 9 1,67 2, 853 '911'.212 1 761 641 Co. 

I ' ············· ···· I 5 " " '09 1,626,519 .•.•.. •.• ········· ......... ..... ... 
EL PA SO, TEX . 

El Paso Elcc. Co. ~ '!; .. , o,7t. :ig ~tm ~tm n:rn tm t::m I 
12" " ' 10 63 1,241 362,528 268,7 13 10 1,090 167,623 

PLYMOUTH, MASS. I m. , Oct . '10 
Brockton & Pl y- 1 " " '09 
mouth St. R y. g :: :: :6g 

12" " '09 588 ,012 368,245 219,7 67 95,691 124,076 

FT. S,\\ITH , ARK. 
Ft. Smith Lt. & 
Trac. Co. 

1 m., Oct. '10 
1" " '09 
6" " '10 
6" " '09 

38,022 
32,30 2 

210,137 
181,100 1 

FT. W AYNE, IND. Im., Oct. '10 
Ft. Wayne & \Va b• I" " '09 

131,360
1 

122,805 1 
ash Valley Trac. 10" " '10 
Co. 10" " '09 

1,266,085 
1,161,1561 

FT. WORTH , TEX . 
Northern Texas 
Electric Co. 

GALVESTO N, T EX. 
Galvesto n- Houston 
Elec. Co. 

I m., Oct. '10 
1 " " '09 

12" " '10 
12" " '09 

154,007 
1,350 697 
1,409,3 11 
1,236,5 45 

Im., Oct. '10 113,476 
1 " " '09 102,0 14 

12" " '10 1,289.537 
12" " '09 1, 180,064 

20,565 
17,5 50 

121,317 
10 1,978 

67,366 
70,38 6 

706,280 
678,925 

71,1 23 
64,595 

753,871 
684,563 

65.937 
64,65 2 

777,563 
703,830 

GRAND R APIDS, I tm., Oct. '10 425,742 224,373 
1'\ICH . Common- 1 " " '09 389,368 202,296 
wealth Pwr., R y. & 10" " '10 4,081,714 2,104,066 
Lt. Co. 10" " '09 4,560,631 1,829,016 

Grand Rapids R y. 

HOUGHTON.MICH. 
Ho ughton Co.Trac. 
Co. 

J ACKSO NVILLE, 
FLA. Jacksonville 
Elec , Co. 

Im., Nov.'10 88,376 
1 " " '09 80,327 

11" " '10 1,036.304 
11 " " '09 938,868 

Im., Oct. '10 
1" " '09 

12.. " ·10 1 
12 " " '09 

Im,, Oct. '10 
1" " '09 

12" " '10 
12 " " '09 

26, 192 
26,543 

3 14,642 
315,393 

48,367 
41,567 

566,403 
468,002 

46,365 
43, 201 

508,292 
44 7,670 

12 ,8 19 
13.070 

166, 160 
170,131 

27,088 
22 ,136 

302,028 
265, 784 

63,994 
52,420 

559,80 6 
48 2,231 

82,884 1 
71,102 1 

655,440 
551,982 

47,539 
37,3 62 

511,975 
494,234 

I 

201,3 69 
187,072 

1,977,648 
1,731 ,6 1 SI 

g:m1 
528,0 12 
491.198 

13,373 
13,473 

148,481 
145,262 

21 ,279 1 19,430 
264,3 75 
202 ,21 9 

45,829 
42 ,285 

45 1,383 
423,7 29 

PORTLAND, ORE. Im., Nov.' 10 
Port la nd R y., Lt . & 

1
1
1 

:: '.'. :n 
P wr. Co. 

11 " " '09 

18.165 1 ROCK FO~ D. ILL. I 
10, 135 Union R y., Gas & 

108,423 Elec. Co. 
58,50 1 

I m ., Oct. '10 1 
1" " '0 9 

10" " ' 10 
10" " '091 

20, 290 62,594 
16, 190 1 54,913 

ST. JOSEPH , MO. }II.1 ·· o.7t. :igl 
22 8,01 1 427,429 
200,9 73 35 1,009 

St. Joseoh R v., Lt., 
Ht. & P wr. Co. 10" " '10 

10" " '09 

Im., Oct •10
1 

1" " '09 
25.565 21,974 SAVANNA H,-GA. 
22,486 14,877 Savan nah~Elec.Co. 

12" " '10 284.599 22 7,376 
12 " " '09 259,49 2 234 ,743 I 

79,366 SEATTLE, WASH. I Im., Oct. '10 . 122,033 
11 8,735 

1,231,698 
1,183.30 1 

19,475 
18,590 

218,406 
208,676 

6,637 
6, 21 S 

77,8 21 
71,645 

9,346 
9 ,4 52 

112,295 
112,187 

68,37 7 Seattl e Elec. Co. 1 " " '09 
745,9 50 12 " '10 
548,3 14 12 " " '09 

22 536 SY DNEY,-c:B. I Im., Oct. · 10 I 
18,536 Ca pe Breton Elec 1 " " '09 

309.606 1 Co., Ltd. 12 " " '10 
282, 522 12 " " '09 

6, 736 
1 

TACO .11\A, WASH . \ Im., Oct. 'IOI 
7,258 I Pue;et Sound Elec. 1 " " '0Q 

70 .660 R y. 12 " " 'to 
73 ,61 7 l 12 " .. •09 

11 933 , T AMPA FLA I I m., Oct. ' 101 
' 11 . . 1 " .. '09 9,978 Tampa Elec. Co. 

2
.. • , 10 152,080 l .. " '09 

90,032 1 12 I 

9, 797 
10, 253 

120, 557 
130,4 50 

498,953 
411,00 1 

5,108,927 
4,38 5,3 56 

284, 293 
266, 263 

2,421,889 
2,282, 98 7 

8 7,6 13 
82 ,36 2 

854,36 3 
805, 170 

53, 795 
50, 618 

623,35 5 
611,387 

469,033 
544,077 

5.5 58,439 
5,734, 623 

30 ,496 
27 ,253 

320 ,975 
281,104 

"'· ''°I 170 199 
l ,89S;o45 
1,850,012 

43,2 54 
so, 7 59 

611 ,750 
586, 2 53 

7,337 
7,592 

84,930 
92,3 11 

222,58 1 
174, 270 

2,2 14,968 
2,0 14, 219 

139,652 
136 ,286 

1,336,8 21 
1,166,937 

44,446 
43, 167 

458,896 
417,69 7 

35,5 18 
. 32,973 
407,071 
394,081 

239,639 
32 6,201 

3,249,493 
3,330, 894 

13 ,447 
14,047 

170,322 
167,3 32 

101,0 79 
110 ,590 

1,248,589 
1,227 ,270 

23,998 
26, 792 

339 ,846 
349 ,110 

2,46 1 
2,661 

35,626 
38 ,1 39 

2 76,372 
236,731 

2 ,893 ,9 59 
2,371 ,137 

144,64 1 
129,97 7 

1,085,068 
1,116,050 

43, 167 
39,1 95 

395,467 
38 7,473 

18,277 
17, 646 

216 ,2 85 
2 17 ,306 

229 ,393 
21 7,877 

2,308,946 
2,403,729 

17 ,0 49 
13,206 

150 ,654 
113,772 

,o, os,] 
59,609 

646,4 56 
622,7 41 

19,2 561 
23, 968 

271,904, 
237 ,143 

' 

1,57 8 883 
1,756 905 

20 ,579 15,048 
22,37 5 15,764 

151,217 125,155 
125,01 9 111,712 

1, 550,411 1,343,548 
1,363,227 1,007,910 

66,845 
52,7 39 

660,301 
643,21 8 

23,297 
21,521 

227,05 6 
21 3,602 

18, 220 
17 ,621 

21 5,2 51 
209,1 8 1 

77,796 
77,238 

424,767 
472,732 

19,870 
17,674 

168,411 
162,951 

sz 
2s I 

16,033 I 

1,125 

109,.914 119,480 
102,1 69 115.708 

1,301, 74411,007,201 
1,225,881 11,177,848 

6, 160 10,889 
6, 199 7,007 

73,933 76,720 
74,195 39,577 

50,01 8 
49, 777 

606,3 23 
458,7 92 

6,130 
4,6 241 

61,584 
56, 182 1 

10,663 
9,832 

40,133 
63,949 

13,126 
19,344 

210,320 
180,961 




