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The New York Accident Conference 

The conference on accidents held on Jan. 19 last in Syracuse 

between the Public Service Commission and the electric rail

ways of the Second District , State of New York, brought out 

in the most forcible mann er the difficulties with which the man

agements are con f ranted in the selection and education of 

trustworthy trainmen and dispatchers. The cause for every 

accident quoted at this meeting was clearly traced to the break

down of men and not of apparatus. The possible failure of a 

signal device can be discounted by an emergency rule, but what 

wisdom can foresee the fai lure of an employee who has hither

to proved faithful to his duties? It was well, therefore, that 

there should have been so frank an interchange of opinions on 

this grave subject. The cardinal point of the whole discussion 

was the irresponsibility of the individual. As an applicant fo r 

work. he can submit false refe rences of character with little 

danger of detection and punishment; as an employee found 

gui lty of the grossest negligence, he can escape scot-free be

cause of the unwillingness of juries to indict him de~pite the 

provisions of the penal code. Electric railway companies, if 

left to themselves, cannot obviate these conditions to a measur

ab le degree. As Mr. Peck clearly showed, the question is not 

one relating entirely to the qualities of reliability or of intel

ligence in the employees, as these terms are usually employed. 

In that class of accidents which are attributed to "man failure" 

the record of the employee at fault usually shows that his 

general conduct has been exemplary and that his previous 

rail road record has been good. For this reason Mr. Peck 

suggests the desirability of introducing some means of main

taining the mind of the employee in the alert condition in 

which it should be in the case of a man in charge of the 

operation of any high-speed car or train, whether it is operated 

by steam or electricity. How to secure this combin ation of 

alertness, reliabi lity and intelligence, then, is the question which 

must be solved by any transportation manager who wishes his 

road entirely immune from accidents due to the human cause. 

Whether such a goal is possible is another question. · One real 

improvement in the standard of employees can come, however, 

if a public sentiment can be aroused to demand the passage 

and enforcement of laws penalizing men for making false 

statements 111 employment applications and also punishing 

those who are found guilty of disastrous disobedience to the 

prescribed rules of railway ope ration. 

Increase in Boston Earnings 

The last annua l report of the Boston Elevated Railway does 

not give opportunity for a comparison of results with pre

vious operations. As the Hoard of Rai lroad Com missioners of 

Massachusetts changed the fiscal year to end June 30 instead 

of Sept . 30. the report covers the period of but nine months 
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There is an advantage in the adoption of the new date, which 

conforms to the fiscal year of the Interstate Commerce Com

mission and of various State commissions, but it is un fo rtunate 

that the value of comparison not only of the r9 ro figures with 

1909 but possibly alsq of 191 r with r9ro is to be lost. An ab

stract of the report for the nine months ended June 30, r9ro, 

was published in the issue of the ELECTRIC RAILWAY J OURNAL 

of Jan. 7, 1911, page 47. It shows gross earnings from opera

tion for that period of $rr,383.686. This sum is equal to 78.5 

per cent of the total gross earnings for the fiscal year ended 

Sept. 30, 1909, which amounted to $14,493,853. It is therefore 

evident that the company earned gross in three-quarters of the 

year an amount greater than three-quarters of its total reven ue. 

for the previous year. It still had remaining, however, the three 

very good traffic months of July, August and September, and 

the revenue in that period brought the total gross income for 

the year ended Sept. 30, r9ro, to $15,503,000. This is an in

crease of more than $1,000,000 over the preceding year, or 6.9 

per cent. This compares favorably with the increase made in 

the fiscal year 1909 over 1908, which was 3 per cent. In one 

other important detail the last annual report permits a com

parison with the previous year. The report states that the total 

payments for taxes and public benefits during the twelve 

months ended Sept. 30, r9ro, reached the large proportion of 

13.2 per cent of the gross revenue of the company for the 

year. In the preceding year the corresponding payments were 

but 12-4 per cent. 

Handling Me n in t he Shop 

The statement made by Louis Brandeis a few weeks ago at 

the hearing on increase of freight rates before the Interstate 

Commerce Commission that the steam railroads of the United 

States could save $1,000,000 a day by the introduction of 

modern machinery and efficiency methods in all departments 

received wide publicity at the time and has been frequen tly 

quoted and commented upon since in the daily newspapers and 

popular magazines. The answer of one railroad officer was 

that if he were given a choice between all the latest shop facili

ties and methods and of an experienced, capable and efficient 

shop superintendent with only a fairly modern equipment of 

tools he would choose the latter. He believed that the result 

in any shop would be greater output and economy than with 

all the modern facilities, but without such a man to superin

tend their use. This is only another way of saying that a good 

carpenter can do good work with poor tools, but a poor carpen

ter cannot do good work with the best tools. The ability to 

handle men, to get the most and best out of their labor and to 

CO=OPER.ATION BETWEEN ASSOCIATIONS AND COM
MISSIONS 

The discussion at the Syracuse conference on Jan. 19 be

tween the P ublic Service Commission and the electri;: railways 

o f the Second District, State of N ew York, has already been 

commented upon in these columns so far as the subject of 

employees is concerned. It is instructive, however, to refer to 

another and very interesting matter brought up at this confer

ence, namely, the suggestion of Chairman Stevens, of the Pub

lic Servi~e Commission, that a further study shall be made of 

the subj ects considered at the meeting and of others relating 

to electric railway operation by joint committees composed of 

representatives of the commission and of the electric railway 

companies. 

A mong the topics mentioned by Mr. Stevens as being par

ticu larly desirable for consideration in this way were dispatch

ing, operating rules and a physical examination standard for 

trainmen. In making this suggestion Mr. Stevens candidly 

acknowledged the fact that the State association had been 

and still was working faithfully along the lines defined in its 

constitution as " the acquisition of * * * knowledge relat

ing to the construction, equipment and operation of street 

rai lways, and the d iffusion of this knowledge among the mem

bers of this association, with the view of increasing the accom

modation of passenger s, improving the service and reducing its 

cost." His reasons fo r suggesting committees outside of those 

in the associa tion were, fi r st , that not all of the companies in 

the commission 's terri tory were members of the association, 

and. second, that no action of the association was binding 

even upon the member companies. On the othe: hand, if the 

rep resentatives of the electric railways should in future agree 

on fixed standards of operation such standards could be made 

compulsory on all companies through the executive and judi

cial powers vested in the commission. 

The effect upon t he electric railways in New York State 

01 the adoption o f l\I r . Stevens' suggestion should be very 

beneficial. Up to this time the usual policy of railroad com

missions has been to devote themselves principally to the inves

tigation of the results of past operation rather than to lay 

down rules for future service. There is every reason, how

ever, why they should participate in the latter kind of con

structive work. Such co-operation should be beneficial to both 

the commissions and the companies because it would give the 

fo rmer a closer insight than they otherwise might obtain of the 

practi cal r easons for the adoption of various rules and meth

ods, and it would g ive a standing to the conclusions reached 

keep them satisfied with the conditions under which they work which they would not acquire in any other way. In this con-

is no less an essential qualification of the successful master 

mechanic· than of a successful general manager. Many master 

mechanics have been selected for the place they occupy because 

they were clever at devising shop "kinks'' to do a particular j ob 

of minor importance at a slightly lower cost o r because they 

were skilled workmen in some one line. The specialist or the 

man who rides a hobby usually is so absorbed in some one detail 

of the shop work that he fails to see the waste and lack of 

efficiency in other departmen ts. The ideal master mechanic is 

one who combines mastery of men with mastery of tools and 

an appreciation of the relative importance of the different 

branches of work placed under his charge with a true concep

tion of the r elations of the shop department to the operating, 

purchasing, claims and account ing departments. 

nection it might be said that the plan suggested is a common 

one abroad. There joint committee and association work 

between corporations and the authorities is very general and 

nearly all of the European governments regularly send official 

delegates to the conventions of the International Railway 

Congress and the International Street & Interurban Railway 

A ssociation to take part in the discussions and assist in reach

ing conclusions. 

Although the reasons given by Mr. Stevens for making the 

membership of the committees broader than that of the mem

bership in the State association are entirely logical, we believe 

that the plan proposed would also greatly widen the field of 

usefulness of the New York State Association. Its present 

membership comprises practically all of the important electric 
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railways in the Second District in the State and its commit

tees have already accomplished a great deal of valuable work 

on the subjects which would naturally receive first attention. 

T he resul ts already secured properly could, and undoubtedly 

would, be made the foundation for future action by any new 

commit tees. T he matter is still in an inchoate form, but is 

capa ble of becoming the basis for a practical working arrange

ment which may prove very beneficial to the railway companies 

in the State of New York. 

THE REDUCTION OF TAXES IS A FEASIBLE MEANS 
OF RELIEF 

In interviews published recently the executive heads of at 

least two great in dustrial corporations have discussed the im

practicability of a decrease in wages as a feasible remedy for 

existing or threatened conditions that might prove inimical to 

the interests of their compani es. These conditions consisted 

in the on e case of a stability in pri ces which has not led to a 

normal output in such tim~s as the present and in the other 

case of a threatened revision of the tariff. 

We _do not recall any recent instance where lower wages 

have been suggested for employees of electric railways as a 

means of lightening the burden arising from higher costs of 

operation and the decreasing return s pe r passenger carried. 

The various suggestions fo r relief advanced by the companies 

throughout the country pertain usually to the abolition or cur

tailment of transfers, the adoption of the zone system of 

fares in the hope that it will fu rn ish a larger average revenue 

per mile traveled, an increase in the rate of fare, or relief 

from taxation. 

In one or another of these directions some he lp has heen 

secured by a fe w companies, but the ex;imples which may be 

cited are so slight in number that they are an almost infinitesi

mal proportion of the whole number of companies in the 

country. W ith the large major ity of companies the introduc

tion of substantial relief measures in almost any one of the 

four directions mentioned will require some · form of legis

lative. com_mis"sion or municipal sanction. 

As the necessity for such sanction exists generally, a period 

of public education should be the initi al step in the move

ment of each company concerned. T he direction which this 

publicity should take is a problem that each company, because 

of its knowledge of local characteristics, should settle by itself. 

The Boston Elevated Railway follows the practice, in its annual 

reports to stockholders, of giving the details of its payments 

for taxes and other public benefits during the fiscal year and 

their percentage of the gross revenue. Other companies have 

compiled similar statements for their own information, and 

exact fi gures of the large outlays on these accounts might be 

made public with great advantage. 

The public is incl ined to fo rget that the payment which it 

makes in return for a commodity or a service is one which 

must be disbursed in large part before the small net return 

can be computed. T he payment for rail road t ransportation is 

not different in this respect from the cash paid to the merchant 

or the manufacturer. If a cash fa re passenger lengthens his 

ride by the use of a transfer, he does not refl ect that he dilutes 

the average fare received by the company
1 

He is likely to 

think that his s-cent piece goes to enrich the stockholder. He 

doe~ not remember that by fa r the larger p;i rt of his coin is 

devoted to operating expenses, taxes and fixed charges and 

that, after the deduction of the proportion required for these 

purposes, the return in most instances is not over a reasonable 

rate and that frequently it is less. It is the duty of the com

panies to make these facts plain. 

Good service is the first and essential feature of the business 

of the street railway company, and its maintenance has not per

mitted any general reduction in the scales of wages for train

men. Under existing conditions relief for electric railways 

should have come through other avenues. However, as the 

tendency of the wages of trainmen has been uniformly toward 

higher scales, the companies should demand some other form 

of definite relief in order to offset the rising tide of costs. Of 

all suggested methods, the one which is applicable most reason

ably to all companies is that of reduction in taxes. This would 

afford an equitable means of distributing the abatement among 

the entire community. 

THE MAINTENANCE OF HAND BR.AKES 

The increasing use of air brakes on cars of even moderate 

size tends toward a reduction in some cases in the amount 

of inspection given to hand-braking equipment. It is an 

easy matter to overlook apparatus which is used only in ex

treme emergencies, although the regulations of most roads 

provide for the frequent testing of hand brakes on all rolling 

stock. Like all equii,ment with many detailed parts, hand 

brakes are subject to many minor ailments which are capable 

of development into serious troubles on account of the vital 

relation of such apparatus to the safety of operation. Among 

these defects are disturbances of the mechanical system due 

to breaks in fittings, looseness and excessive wear. At the 

handle a common difficulty is the failure of the staff to wind, 

on account either of broken pawl springs or excessively worn 

ratchets. Experience indicates that steel springs give better 

service here than brass coils. Loss of set screws or exces

sive wear of the top of the brake staff so that the screw can 

pass by the butt also leads to failures in service. Another trouble 

sometimes encountered is the breakage of the handle proper 

on account of an effort to bend it back into shape after it 
has become deformed through shock. The best practice takes 

no chances on equipment of this character·, preferring to scrap 

the handle r ather than risk its failure when a strain is applied 

at a critical moment. 

The cutting of holes in the brake staff at points where 

the ratchet r ivet should be placed from time to time weakens 

the stock and tends to cause a break in the staff, and the plan 

of cutting the top entirely off and fitting on a new one is 
well known to be preferable. Care in the selection of links 

to be used in the brake chain forestalls no little trouble from 

the chain riding and slipping off the sprockets or else binding 

so as to cause the brakes to pull with extreme difficulty. In 
this connection it is important to discard the links before they 

wear down to the danger point, since the common fault of try

ing to utilize the maximum life of the chain opens the way 

towar d serious trouble in emergencies. The cost of a single 

accident, apart from the humanitarian side, will offset in a 

moment all the bone-cutting economies of many months in 

stock. Missing cotter pins, the excessive wear of brake-shoe 

links, poor welding of brake rods in the forge shop, failure 

to take account of the settling of the car body under load, 

cracks in castings and fractures in rods resulting from bends 

or shocks are all fe rtile causes of disaster and need to be 
looked after with special care by the inspection force. 
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FLUSH TRANSFER TABLE IN KANSAS CITY RAILWAY 
SHOPS 

The mechanic al department o f the Kansas City Railway & 
Light Company recently in stall eJ at its main repair shops a 
flush tran sfer table the design o f which includes a number of 
interesting details. Half -tone illust r ations and drawings of 
the transfer table a re shown. Probably the chief r eason why 
a flush table was installed r ather than one of the drop-pi t type 

plate g irders 37 ft . I O in. long by 3 ft. ¼ in. deep. The web 
plate of each is 5/16 in. thick and is stiffened and reinforced 
at the top by a IO-in. 25-lb. inverted channel iron and at both 
top and bottom by 3-in. x 3-in. angle irons. The floor system 
conn ecting the two main girders and supporting the car-track 
r ails is subdivided into panels 5 ft. between centers along the 
axis o f the bridge. The clearance between the sides of the 
bridge is r ft. less than the spacing of the main girders, which 
is IO ft. 9 111 . This leaves ample room in which to handle a 

Kansas City Flush Transfer Table-Side View 

was I.J ecau~e it does not mtcrfere with the use of any track~ 
nnw ex tending through the ca r house; also, it does not sec
tionalize the bays in which it is placed so as to make difficult 
the t ruck ing of materials and the passage from one end to 
the oth er. It is understood that where a sp rinkling system 
with drop heads has not been installed a substantial reduction 
in insurance rates may be expected, because a transfer table 
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the level o f the concrete floor of the car house. 
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Kansas City Flush Transfer Table-Cross-Sections and Details 

of the flush type does not interfere with the full use of tracks 
extending from one bay to another. 

The table designed and installed at the Kansas City shops 
has a bridge 37 ft. IO in. long. Under test this bridge carried 
a 58,000-lb. car with a deflection of but ¼ in. The bridge 
of the transfer table essentially is made up of two through 

Inclines 4 ft. long connect the track rails on the bridge with 
the rails buried in the ca r house concrete floor. The inclines 
are made of short sections of 70-lb. T - rail pin-hinged at the 
points where they join with the bridge rails. Normally the in
clines are supported clear of the car house floor by springs 
which permit the incline rails to rest on the c,ar house track 
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rails as soon as the car wheels touch the incline. Each incline 
rail is fitted with two guide plates which fit over the sides of 
the car house rails and prevent the incline from side-play 
while loaded. 

The t ransfer table is operated with 500-volt current. A K-10 
controller serves to regulate the speed of the driving motor. 
The control apparatus is installed on a platform 3 ft. 3 in. 
wide, bracketed to the driving side of the table. The current
collecting trolley pole also is installed on a platform so that 
the entire handling of the transfer table may be done by one 
man. The transfer table is moved by a GE-67-A motor driving 
two of the supporting wheels through a system of shafts and, 
gearing. This motor also serves to drive a hauling winch 
built as a part of the transfer-table equipment. The armature 
shaft of the motor, which is bracketed to one of the main 
girders of the transfer table, is 2 ¾ in. in diameter and is ex
tended at each end of the motor casing to carry a positive 
clutch. The clutch at one end of the motor drives the transfer 
table through a double-reduction gearing using 5-in. pinions 
with 15 teeth and 23-in. gear wheels with 69 teeth an<l 5-in. 
face. The clutch at the commutator end of the motor drives 

Kansas City Flush Transfer Table-End View 

a worm gear, which in turn operates a rope drum substantially 
mounted at the center of one side of the transfer table and 
so ahanged that one man may use this drum to haul a dis
abled car onto the transfer table. A friction band brake is 
connected to the armature shaft inside of the couplings so that 
no matter whether the motor be coupled to move the transfer 
table or operate the winch this single brake will be in 
gear. 

• THE BYLLESBY CONVENTION IN CHICAGO 
The second annual convention of the employees of H. M. 

Byllesby & Company and of this firm's affiliated public service 
companies was held in the Congress Hotel, Chicago, on Jan. 
17 to 20, inclusive. The registered attendance was 286; 128 
of this number were from the home office and 158 from the 
various affiliated companies scattered throughout the country. 
These companies operate electric service, street railway, gas, 
power transmission and telephone utilities in 82 municipalities 
throughout the 'vVest and South. 

In his address to the convention Mr. Byllesby referred to the 
fact that the employees directly on the payroll of the com
pany and those connected with the various local companies 
aggregated 2538, in addition to an average of about 2000 men 
in the field on construction, making a total of 4538. Mr. 
Byllesby also referred to the financial condition of the com
pany and its banking business in the sale of securities in dif
ferent public service corporations, both of which were in a 
very satisfactory condition. 

During the four-day convention papers were presented by 
men connected with the different companies on topics connected 
principally with the central-station industry. The meeti~g 
concluded with a banquet on the evening of Jan. 20 at the 
Congress Hotel. 

REPORT OF MASSACHUSETTS RAILROAD COMMISSION 

The forty-second annual report of the Board of Railroad 
Commissioners of Massachusetts gives returns of street rail
ways for the nine months ended June 30, 1910, as the fiscal 
year has been changed to end on that date instead of on Sept. 
30. Returns for the full period were received from 73 com
panies and to the date of consolidation or purchase from five 
companies additional. An abstract of the report follows: 

"The net increase during the past nine months in the mileage 
of the l\Iassachusetts companies is 7.746 miles of street railway 
line and 9.393 miles of second track, making 17.139 miles addi
tional main track. There was also a net increase of 4.883 
miles of side track, making a total net increase of 22.022 miles 
reckoned as single track. 

"The Massachusetts companies now own 2246.247 miles of 
street railway line, 456.485 miles of second main track and 
188.347 miles of side track, making the total length of track 
owned, reckoned as single track, 2891.079 miles. This does not 
include 3.195 miles of main line and 0.103 mile of side track 
of the Rhode Island Company located in this Commonwealth. 
All of the track owned is surface street railway track, with the 
exception of 9.983 miles of elevated line and 9.809 miles of 
elevated second track. Of the sidings all are surface track, 
with the exception of 4.378 miles of elevated track. 

"The gross assets of the companies, June 30, 1910, were 
$185,456,187. The gross liabilities at the same date, including 
capital stock (but not including sinking and other funds), 
were $175,470,489. 

"The aggregate capital stock of the 73 companies June 30, 
1910, was $84,345,065, an increase of $3,616,185 over the amount 
returned Sept. 30, 1909. The total amount of dividends de
clared during the nine months' period was $2,767,314.99. 
Thirty-five out of the 78 companies paid dividends ranging 
from 1.50 per cent to IO per cent, and 43 companies declared 
or paid no dividends during the nine months. One company 
paid 10 per cent; three paid 8 per cent; one paid 7.22 per cent; 
seven paid 6 per cent ; one paid 5.5 per cent; two paid 5 per 
cent; one paid 4.5 per cent; three paid 4 per cent; two paid 
3.75 per cent ; one paid 3.6 per cent ; one paid 3.5 per cent on 
common and 8 per cent on preferred; one paid 3.25 per cent; 
one paid 3 per cent on preferred; three paid 3 per cent; one 
paid 3 per cent on common and 3 per cent on preferred; three 
paid 2 per cent; one paid 2 per cent on common and 3 per 
cent on preferred ; one paid 2 per cent and 4 per cent on vary
ing amounts, and one paid 1.5 per cent. 

"The funded debt of the companies June 30, 1910, was $67,-
762,000, a decrease of $316,000 from the year ended Sept. 30, 
1909. The total unfunded debt, including mortgages, was 
$23,363,424, an increase of $3,542,153 over the year ended 
Sept. 30, 1909. 

"The average cost of the street railways of the State per 
mile of main track (including the cost but not the length of 
sidetrack), as returned by the companies June 30, 19IO, was 
$32,484 for construction, $11,654 for equipment, and $17,594 
for lands, buildings (including power plants), parks and other 
permanent property, making a total average cost of $61,732 per 
mile of main track. 

"The total income of the companies from all sources for the 
nine months ended June 30, 1910, was $25,329,312, and the 
total expenditures (including dividends declared) for the same 
period were $25,496,252, making a net deficit of $166,940 to be 
deducted from the surplus of previous years. 

"The total number of passengers carried during the nine 
months on the railways in operation of the 78 companies mak
ing returns to the board, computed on the basis of 5-cent fares 
collected, was 469,330,784. The total number of miles run by 
street cars during the nine months was 87,712,572. The operat
ing ratio during this period was 67.38 per cent 

"The gross earnings per mile of track owned averaged 
$8,892 for the nine months. The expenses of operation were 
$5,991 and the net earnings $2,901. Per car mile the results 
were: Gross, 27.39 cents; expenses, 18.45 cents; net, 8.94 cents. 
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The averages per passenger were : Gross, 5.12 cents; expenses, 
J-45 cents; net, 1.67 cents. 

''The whole number of persons in jured in con nect ion with 
street rail way operation, as returned by the companies for the 
nine month s en ded J une 30, 1910, was 5458, of whom 80 re 
ceived fata l inju r ies and 5378 inj uries not fatal. T he nt1111-

be r of passengers inj ured was 3730, of whom nine were injured 
fatally. T he injuries to employees were 246 in all, 12 of which 
were fatal. T he number of injuries to travelers and others on 
the street was 1482, of which 59 were fatal. Th ese figures in
clude a very large number of inj uries of a tr ivial character 
that have been returned by the companies. 

COMMUTATION RATES 

"During 19m the board has been engaged in a study of the 
equali zation of the rates fo r commutation tickets outside of 
the suburban distri ct and also of a uni for m commutation 
ticket, and in view of this study, together with its recommen
dation to the general passenger · agents o f the th ree principal 
railroads of the Commonwealth requestin g thei r study and co
operation, it deem s it in the public interest that a recommen
dation should not be restricted to the time limit of the tickets 
solely but should cover a uni formity of rate for eqlial dis
tance, so far as possible, not only upon each of the said rail
roads, but upon all of them. 

''The present inequalities of rate arise largely from the prac
tice of certain companies in establishing rates of fare many 
years before consolidation or lease, and public policy demands 
that these rates should, in many instances, be readjusted. This 
will doubtless result in raising certain rates and loweri ng oth
ers, but a complete fabric of rates in operation will tend to 
the same results as have been secured by the principle of the 
act of 1908, which has received the general acquiescence of the 
traveling public. 

"The board is now anticipating schedules from the several 
railroad companies within a few weeks, the rates being made 
upon the uniform basis of all commutation tickets limited to 
one month in duration. Upon presentation they will be 
carefully examined with a view to securing their un ifo rmity. 
[t is somewhat doubtful at the date of this report if any legis
lation will be necessary, as the board hopes to work the matter 
out to a satisfactory conclusion . If, however, occasion should 
present itself for the enactment of any statute, we desire, so 
far as we properly may, to reserve the right to submit a draft 
of any legislation necessary. 

THROUGH ROU TES 

"Chapter 138 of t~e Resolves of 1910 provides for a report as 
to the desirability of requiring street railway companies to 
convey cars of other companies. - In the opinion of the board 
the public interests require additional legislation makin g it 
compulsory under certain conditions for street r ailway com
panies to receive and con vey over their t racks traffic and cars 
tendered by conn ecting street railway companies. T he con
trolling reason therefor is as follows : 

"Under the permissive right a street railway company ex
clusively serving a community, especially on e of considerable 
size, is enabled to make its own terms or to refuse to make any 
te rms with a connecting street railway company which desires 
to route through cars into the thickly populated portion of the 
te rritory served by the terminal carrier . T he connecting car
rier, in most places an interurban street r ailway company, is 
thus left at the mercy of the terminal carrier. Some public 
supervision of this situation is necessary. W e do not believe, 
however, in view of the different sizes and weight of cars, dif
ferent weight of rails and differences of power equipment, that 
one street railway company should be required to r eceive and 
convey ove r its tracks cars o f another street rail way company 
except upon approval of the public authorities, for it is doubt
less t rue that in some instances the requirements of safety 
would preclude such arrangement. 

ISSUES OF SECURITI ES 

"T en orders approvin g issues of street railway stock, aggre
gating $2,479,500, have been signed. Of this amount $ro,ooo 
was original stock issued UP,0n the petition of the Point Shirley ' 

Street Railway Company, and three pet1t1ons for preferred 
stock were approved, the total amount being $208,000. 

"There have been nin e petitions by street railway companies 
for approval of issues of bonds, the total amount being $2,-
047,700. In each case an order of approva l was issued. 

"In three cases the board has required, under the provisions 
of Chapter 536 of the Acts of 19ro, the establishment of a 
sinking fund. The law provides for the designation by the 
board of some Massachusetts trust company as trustee and 
custodian of the fund . 

"Under the general law providing for the purchase and sale 
or consolidation of street railways no adequate provision is 
made for the protection of min ority stockholders. The board. 
therefore, suggests legislation upon this subject." 

---·•·•·•---
REGULAR AND COMMUTATION RATES ON WASHINGTON 

SUBURBAN LINE 

There is pending before the Interstate Commerce Commission 
a case in which the rates of fare charged by the City & Subur
ban Railway, of Washington, D. C., and the ·washington, 
Berwyn & Laurel Electric Railway are in question. The City 
& Suburban Rail way is a subsidiary of the Washington Rail
way & E lectr ic Company. At the time of the hearing in the 
case the \Vashington, Berwyn & Laurel Electric Railway was 
in the hands of receivers, but it has since been acquired by the 
City & Suburban Railway. After the hearing of the case be
fore a special examiner a brief for the defendant companies 
was filed by S. Russell Bowen, attorney. The following infor
mation is taken from the br ief. 
_ It was alleged by the complainants, residents of the district 
affected, that the existi ng rates for regular fares and commu
tation books were unreasonable, excessive, unjust and dis
crimin atory, and that the companies were subject to the act to 
regulate commerce. T he substitution of a reduced schedule of 
rates was requested. 

The City & Suburban Railway answered that it operated an 
electric railway from Washington to the District line for which 
a cash fare of 5 cents or a t icket amounting to 4 r-6 cents was 
collected; that it operated a line within the State of Maryland, 
commencing at the State line and extending to Berwyn, 11d., 
which was divided into two zones for which 5 cents for each 
zone was demanded, and that it did not give any through 
rates, although it sold a commutat ion book to points within the 
State of Marylan d. T he company denied the jurisdiction of 
the commission as to st reet railways engaged in passenger 
business and not carrying any express or freight traffic, and 
asserted that, therefore, it was not amenable to the act to regu
late interstate commerce. 

After the presentation of testimony by the complainants, the 
defendants moved for a dismissal of the complaint on the 
ground that the complainants had not made out a prima facie 
case and had not introduced any proof to show that the rates 
demanded by the defendants were unreasonable or unjust. 

The defendants introduced 'vV. F. Ham, comptroller of the 
City & Suburban Railway, who testified as follows: "The 
bonds of the City & Suburban Railway amount to $1,750,000, 
the stock to $1,750,000 and bills payable to $200,787. The 
deficit for the year ending Dec. 31, 1909. amounts to $6,946." 
Mr. Ham further testified that if the revenue of the City 
& Suburban Railway was reduced the bonds would be 
jeopardized and the financial condition of that company would 
be disturbed. He stated that it was impossible under the zon e 
system to eli min ate all inequalities: those living just across the 
point of collection had to pay a higher rate per mile than those 
who happened to be at the dividing point. 

Mr. Ham furthe r testi fied that the issue of bonds and sto,k 
covered the cost of the prope rty, and that the limit set by 
Congress was $150,000 per single mi le of track, whereas the 
ave rage cost had been $n o,ooo per mile of single track, in 
cludin g the makin g of changes in motor power, etc., by the 
City & Suburban R ailway as requi red by acts of Congress. 
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\ Ir. Ham tcstilied that the ren:m:e per ca r mi :e within the 
District of Columbia was 23.3 r cents and in l\ l aryland 23.62 
cen t s. He said that the defendants did not gi\'e any through 
r ates and that the rates with in the District of ColumLia were 
fixed by act of Congress. In the State o f l\la ryland on the 
City & Suburban Rail way there \\'er e two zones. The de
fendant s had never paid any dividends and the cost of the 
City & Suburban Railway for road and equipment had been 
$3,682,993. Mr. Ham made cert ain comparisons o f the r ates 
charged by the defendants with those o f the competing steam 
road. Tables showing some of these rates charged by the two 
defend ant companies are reproduced herewith. 

M r. Ham testified that the r ates proposed by the complain 
an ts in lieu o f existing rates were unreasonably low and con
fi scatory and that no electric railway could afford to operate ib 
line under such rates. 

STATEMENT SHOWI:\'G R EGULAR R .\ T ES OF FARE 
Between l\faryland points and \Vashington , of the Baltimor e & Ohi o 

Railroad, co mpared with the City & Suburban Railway. 

S tation. 
Brentwood ....... . 
Hyattsville ....... . 
Riverda le ..•...... 
College ..•........ 
Lakeland 
Berwyn ......... . 

,.--ll. & 0. R.R.-----, ,--- C. & S. R y. -----, 

:'\ I iles. 
5.6 
6.6 
7-5 
8.5 
9.6 
9, 8 

Regular R eg, fare. Regular Reg. fare 
fare. per mil e. :\files. fare. per mil e, 

$0.17 $0.03 
.20 .03 
.23 .03 7.72 I. I 9 C, 

.26 .03 

.29 .03 

.29 . 03 9-95 . q 1/6 1.43 c. 

Between 
STATEMENT S HOWING CO:'\L\fUTA TIO N R ,\1ES 

M a ryland points a nd \Vashin gton, of the Bal timore & Ohi o 
Railroad, compared with the City & Suburban Railway. 

,.-- B. & 0. R.R. ----. ~--- C. & S. R y. ---, 
Comm. Comm. Comm. Comm. Co mm . Comm. 

Sta tion. 
l{rentwoo,i 

:\[ ilcs 
5.6 
1,.6 I lva,t - ,,ille .. 

Riverdale •• , 
College .. .. . 
Lakel and .. . 
Berwyn 

7-5 
tl.5 
9.I, 
9.8 

ra tes ra te ra te rat es rate rate 
60 per per 52 per per 

tr ;ps. tri p. mile. \1 iles. trip,. trip. mile . 
$.p 5 .069 .01 23 

4 . . 1 <; ,074 . O ll c 
4.75 .079 .0 105 7.72 .ob 2 I 3 .008,; 
5.05 .o,q .0099 
5.Jv .088 .U 'J92 

5.40 .090 .0092 9.95 .1.80 .09 1/6 .0092 

STATEMENT SHOWTKG R EGU L A R RATES OF FARE 
Between Maryland points and \Vashi n gton , of the Baltimore & Ohio 

R ail road, compared with the Ci ty & Suburba n R ailway and 
\Nashingt on, Be rwyn & Laurel Electric Rail way. 

Station. 
Branchville ..... . 
Sunnyside ...... . 
Deltsvill e .....•.. 
Amm endale ..... . 
l\[uirki rk ....... . 
Contee ...•..•... 
Oak Crest ...... . 
Mistl eto e Sp .... . 
Laurel .... ..... . 

,.--B. & 0. R. R.-----, ,.-- C. & S. R y. ---. 
R egular Reg. fare. R egu lar R eg. fa re 

J\Ii les. fare. per mil e. l\liles. fare. pe r mile. 
1 0. 1 

I 2. 1 

Ii-i 
18.; 

$0.30 $0.03 
.36 .03 
.39 .03 13.19 
. . .p .03 
-45 .03 
.49 .03 16.49 
.51 .OJ 
-51 .03 
.56 .03 

.19 I /6 1.45 c . 

,24 1/6 

.29 1/6 1,54 C, 

STATEMENT S110\VING COi\fMUTATION R.\TES 
Between Ma ryland points a nd \Na~hinirton, of th e Baltimore & Ohio 

R ailroa•l. compared with the \\'ashing-ton. Berwyn & Laurel 
Ekctric R a il way ~nd the City & Suburban R ailway. 

Station. 
Branchville 
Sunnyr.ide . 
Beltsvilli- .. 
Ammendale 
11 1 uirkirk .. 
Contee .... 
Oak Crest .. 
Mistletoe Sp. 
Laurel 

,.-- n. & 0. R. R. ------, ,--- Electric linen.~ 
Comm. Comm. Comm. Comm. Comm. Comm. 
rates rate rate ra te rate ra te 

60 per per 52 pe r per 
:\Iiles tri ps. trip . mil e. J\1i les. trips. trip. mi le. 

l O. I $5.50 .092 .0091 
b.oo . 1 oo .0 083 
6.30 .105 .0081 13,19 $6.10 • 11 2 J .008~ 
6.60 . I I .00~9 
7.00 .II; .0078 
7.35 .122 .0074 16.49 .q 1/6 .0086 
7.45 .124 .0073 
7.60 .127 .0072 
8.05 .134 .0072 18.90 8.oo . I 5 l /J .0081 

Mr. Harn also testified that the pre5ent comm utation rates 
were not enough to compensate the defendant;,; that they only 
tended to denlop the territor y along the electric lines: that if 
all the business of the defendants were at those rates the de
fendants would show a greater deficit than now; that it was 
the policy of most tr ansportation companies to haYe a com
mntation rate whereby they could help to develop their business: 
that th e commutation r ates we re not profitable, but by haying 
the commutati on rates the regular traffic w as increased; that 
if the City & Suburban Railway was doing twice as much busi
ness as it was now doing the present rates would not be unrea
sonable. Mr. Ham said that the expenses of the City & Subur
ban Railway exceeded its income and that none of the expenses 
or charges for the past two years included improvements. He 
further testified that about $r50.ooo of new money had been 

put into betterments upon which no return had been received 
and that during the last IO years the total deficit of about 
$10,000 had accumulated. 

A lthough at the time of making the answer the City & 
Suburban Railway had nothing to do with the management of 
the \Vashington, Berwyn & Laurel Electric Railway, Mr. Ham 
testified as an expert accountant who had examined the books 
uf the latter company. He stated that the line of the Washing
ton, Berwyn & Laurel Electric Railway between Berwyn and 
Laurel was 8.95 miles; that the road was divided into three 
zones and that a fare of 5 cents for each zone was collected. 
He further testified that the monthly commutation rates 
charged by the Washington, Berwyn & Laurel Electric Railway 
were less than those charged by the competing steam road 
and that all of the proposed rates asked for by complainants 
\\'ere unreasonable and would be confiscatory. 

Concerning the jurisd iction of the commission the brief says: 
··At the outset we r espectfully urge that this honorable com

mis sion has no jurisd iction O\'e r street railway companies en
gaged in operating str eet car s for the transportation of pas
senge rs, not engaged as commercial r ailroads in the general 
transport.ation of fr eight and passengers and not doing an ex
press business. \Ve are supported in this view by the recent 
case of O maha & Council Bluffs Railway & Bridge Company 
,·s. l nterstate Commerce Commission in the United States Cir
cuit Court for the District of J:\ebraska. 

' '\Ve also contend th at this honorable commission has no 
juri sdiction over intrastate rates such as are demanded by the 
Washington, Ber wyn & Laurel E lectric Railway between Ber
\Yyn and Laurel. 

"The City & Suburban Railway charges merely local rates 
within the District of Columbia and in the State of Maryland. 
It gives no through r ates and sells no through tickets. 

"l t has also been held that commutation tickets as well as 
party tickets and mileage books are exempted from the pro
\'isions o f th e act to r egulate interstate commerce." 

An abstract of the argument follows: 
''Thc complainants neither called any witnesses nor submitted 

any proof to substantiate the allegations in their complaint, and, 
while not qualifying as experts on rate-making, testified in their 
ow n heh al f. in ~ubstance stating their own individual wishes 
ur what rate would suit them and their particular locality or 
place o f residence. A ll the complainants disclaimed attempt
ing to show the ya]ue of the service and the cost of the prop
erty employecl in rendering the same in determining their be
lief in the unreasonableness of the rates. They made no in
quiry into the character of the business, the amount of capi: 
ta! required, the hazard involved and especially the losses 
which the defendant s were meeting under the rates attacked. 
The complainants simply alleged that the rates are unreason
able per sc. 

"The complainants han not considered any point along the 
lines of the de fendant except where they reside, not caring 
what effect reducti ons demanded may have upon other points. 
The r espective complainants swore that they did not know 
what patronage was given to the electric lines; that they per
sonally had no knowledge of the effect of the rates complained 
o f upon the property or the development of the country along 
the line of el ectri c r ailways. They could not tell personally the 
actual 5traight or commutation rates charged by the defen
dants at thei'I" place of r esidence or at other points along 
the lines operated by the defendants and coul d not state what 
effect the rednctions demanded would have upon the defen
dants. They testified that they were not concerned whether 
the defendants were able to suffer the proposed reduction or 
not. They had not consider ed that the rates of the defendants 
carried with them certain transfer privileges which were not 
given by the competing steam road, which carries its passen
ge rs to the union terminal in Washington City. 

"The commission is not administering the law to regulate 
inter state commerce upon such a flimsy basis as that proposed 
by complainant s. It is not authorized under the act to order 
a r eduction in r ates in cases where it has jurisdiction upon 
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complaints of such character unsupported by competent evi
dence. The commission will only order a reduction of rates 
when it is made clearly to appear that existing rates are unjust 
er unreasonable, or unjustly di scriminatory. 

"The complainants fail to realize that many electric lines 
have to go through a sort of pioneer period and are real 
suburb builders. Complainants say that the de fendants have 
deterred settlers from sett ling in the locality conti guous to 
the line operated by the defendants, but , strangely enough, 
point to figures in their brief which prove the contrary. The 
defendants report an increase in the number of passengers 
carri ed in 1909 over those carried in previous years, which was 
to be expected. But how does this square with the complain
ants' charges that defendants' rates are prohibitory and deter 
development of the country along the lin es operated by the 
defendants?" 

Regarding the reasonableness of regular and commutation 
rates the bri e f says in part : "The issuance of commutation 
tickets is merely voluntary on the part of the carrier. They 
may be issued to induce people to travel or to meet a compe
tition, and may be withdrawn. 

"The complainants fail to realize that tickets issued upon 
the commutation principle owe their or igin to a different cause 
from that of the ordinary or regular kind \\·hid1 are fixed or 
made on a dissimilar basis . The complainants evidently fail 
to realize that if there should ever come a day when the regu
lar and ordinary rates of an el ectric railway should be super
seded by commutation fares entirely then the latter would 
take the form of a regular rate and should be reckoned with 
as such. The facts are that the defendants not only have an 
ordinary or regular rate in existence, but a commutation rate 
as well, which they give to develop territory along their lines. 

Revenu~ from transportation ... ... . . .. .. .................. $499,047.45 
Revenue from operations other than transportation . . ....... . 18,420.2 1 

Gro,9 ea rnings from operation .. .. . ...... .. ....... .. . ..... . 
Operating expenses: 

Way and structures ....... . ......... .. .... . 
Equipment ..... , . . .................. . .... . 
Traffic .................. , , , , , . , , , , , , •, •,,, 
Conducting transportation ................. . 
General and miscellaneous ............... . .. . 

$67,084.4 3 
33, 50.7.43 

624.3 5 
236,998.90 

60, 176.9 5 
_398,392.06 

Net earnings from operation . . ................ ..... .. ..... $1 19,075.60 
Miscellaneous income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 648.28 

Gross income less operating expenses . ....... . ..... ... .. ... . 
Deductions from income: 

$11 9,723 .88 

Taxes ...................... .... .......... $ 24,62 1.1 2 
Interest on funded debt ($1,750,000 bonds at 

5 per cent) . . . . . . . . . . . . . . . . . . . . . . . . . . . . 87,500.00 
Interest on bills payable . . . . . . . . . . . . . . . . . . . . 9,642.34 
Depreciation of equipment . . . . . . . . . . . . . . . . . . 4,906 .70 

Net deficit .. . ...... . ............ ... ... . ... . .. .......... . 

"This honorable commission has held that it has no juri s
diction over commutation rates of carri ers. 

"While the complainants fail ed t o introduce any evidence 
showing any of the rates charged to be unreasonabl e, the de
fendants on the other hand introduced material evidence prov
ing conclusively that the existing rates, both regular and com
mutation, are reasonable. 

"The law does not prohibit all discriminati on. T o be unlaw
ful discrimination it must be unjust and unreasonable. The 
law does not undertake to put persons in all localities on ex
actly the same footing at all times and under all circumstances. 
It prohibits only undue or unreasonable prefe rences or ad
vantage. 

"\Vhat the company is entitled to ask is a fair return upon 
the value of the property which it employs fo r the public con
venience. What are the fact s involved in this hearing? 
Neither of the defendant s has ea rned expenses, ancl both 
have suffered annually a deficit. The City & Suburban R ail
way has carried and is carrying a deficit to the amount of 
about $70,coo. Can it be said under such conditions th at the 
existing rates charged hy the defendants an : unreasonabl e and 
unjust? On the contrary, we respectfully submit that any 
reduction in present rates would be confi scatory. W e do not 
believe, even if this honorable commission holds it has j~ris-

diction over electri c ra ilways not doing an exp ress or freight 
business, it would, under the guise of regul ation, attempt to 
require the defendants to carry persons without reward, nor 
would it do that which in law amoun ts to a taking of pri vate 
property fo r public use without just compensation or without 
due process of law. 

"Defendant s, therefore, r espectfu lly urge, in view of the 
above, that the complaint herein shoul d be dismissed." 

The income account of the City & Sub urban Railway of 
W ashington for th e year ended Dec. 31, 1909, is shown in the 
table in th e fi rst column. 

----➔•♦·----

SPECIAL REPORTS BY JOINT COMMISSION ON BOSTON 
TRANSIT MA TIERS 

The Massachusetts Railroad and the Boston Trans it Com-
1nissiom, sitting as a joint board by order of the Legislature of 
1910, have submitted three reports on Boston transit matters 
to the General Court of 19rr, taking up in detail the subway 
propositions referred to It in the last sess ion. Three matters 
in connection with subway developm ent were ass igned to the 
joint board for investigation during the recent legislative 
recess . One covers the extension o f the Boston end of the 
Cambridge subway to the South Station via Winter and Sum
mer Streets, another the construction of a subway to provide 
additional rapid transit facilities from Park Street t o South 
Boston and Dorchester, and the third a proposed subway under 
the \Vest End district of Boston, from Park Street through 
Scollay and Bowdoin Squares to the vicinity o f the Charles 
River. 

SUBWAY TO SOUTH STATIO N 

In a report to the Legislature of 1910 the joint board pointed 
out that quicker and easier means of transit between Park 
Street and the South Station by means of a subway under 
\Vinter and Summer Streets are legitimately demanded, and the 
resolve passed last year directed the board to investigate the 
cost of construction and to report a bill in 1911 for the build
ing o f such a subway. In its present report the board reiter
ates the point that such a connection would co-ordinate the ex
isting lines of the Boston Elevated Railway Company and 
create a direct, rapid and easy means o f connection between 
the largest passenger terminal in the City of Boston and the 
territo ry now served by the Washington Street tunnel and the 
Tremont Street subway. The length of the proposed sub
way is but ½ mile between t erminal stations. The estimated 
cost of th e subway, with connecti ons, stations, entrances and 
exits, but exclusive of land damages, is $2,600,000. T he sub
way is to be designed for double-track service, and the plans 
provide for its construction beneath the exi sting subway and 
tunnel lines. The work would be done by the Boston Transit 
Commission, which has built all the existing subways and tun
nels in Boston proper. The extension o f the Cambr idge sub
way to the South Station will enable passengers to t r avel 
from Harva rd Square, Cambridge, to the Boston & Albany 
and New York, New H aven & Hart fo rd terminal in about ro 
minutes, as compared with abo ut 30 minutes at present under 
th e most favo rab le conditions. 

SUBWAY TO SOUTH BOSTON AND DORCHESTER 

[11 its report on additional r apid transit faci li ties to South 
Roston and Dorchester the joint board points out that the ob
jections cited in its r eport to the Legislature of 1910 against 
extending the Boston subway system from Park Street to 
:Marine Park and Milton Lower Mills , in South Boston and 
Dorchester respectively, st ill hold. The expense of such ex
tensive subways would be prohibitive. This year the joint 
board is able to deal with fa r more practicable proposals afford
ing the people of these distri cts r apid transit to a terminal at 
Andrew Square, with transfers to surface cars. The board 
estimates that such a subway will cost about $3,500,000. 

An interesting f eature o f the report in th is connection is an 
analysis o f r ecent subway development in Boston, which 
shows conclu sively that the rapid transit Jines have been laid 
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out according to a consistent general plan, meeting the needs 
of Boston and its more immediate suburbs with due regard to 
the radial character of the city. Studies of the acting-chief 
engineer of the Boston Transit Commission, Edmund S. Davis, 
show that the Boston metropolitan district is divided into the 
followin g somewhat arbitrary areas, with populations as tabu
lated tributa ry to the principal subway and elevated lines: 

Dir~ction of 
Dist. from Area in Rapi<l Transit Lines Population 

Urban Center. S(J. Miles. Serving Di str ict. o f Di st rict. 
N. & N. \V ... . .. 17.92 Sullivan SCJ. anJ !l lal<len "L" ........ 164,000 
N. E ....... ..... 14.60 East Hoston tunnel. ........ .... ..... 1 2 1,000 
W . ............. 19. Cam bridge subway an<l E. Cam h. "L". 1 8,1 , 00 0 
W, & S. \ V .••.. ,10. Tremont S t. anJ Riverbank subways . . 2 1 0 , 000 
S. & W .••...... 14. Wash. St. tunnel anJ Forest Hill s "L'' .. 186,000 
S. & E .......... . 10. New subway or "L" line ...... ....... 190,000 

In all cases the above districts are within IO miles of Boston 
City Hall. The board points out that, in addition to surface 
cars and steam ra ilroad facilities. rapid transit by elevated or 
subway lin es is very desirable, and that the existing surface 
facilities of the South Boston and Dorchester sections of the 
city are inadequate. The population of the Dorchester district 
is increasing with great rapidity, the gain in the past ro years 
in Dorchester being 55 per cent. In l\Ir. Davis' studies are 
included numerous va luable statistics of the character of the 
existing service on the elevated and surface lines serving vari
ous parts of South Boston and Dorchester through surface car 
transfers, the population of various portions of the metro
politan district and counts of traffic taken by the commission 

WEST E N D LOOP SUBWAY 
All members of the board sitting in this matter are agreed 

that it is inexpedient to .build a subway under the \Vest End 
as desired by various property interests and embodied .in the 
so-called Codman bills filed with the Legislature of 1910 and 
referred to the commissions for investigation. The project 
provided that the two tracks of the Cambridge subway, after 
entering Park Street stati,:m, shall be continued northerly under 
the Tremont Street subway to Scollay Square, and thence 
under Court Street, Bowdoin Square and Cambridge Street, to 
the authorized Boston elevated section of the incoming Cam
bridge subway, forming a loop through the \Vest End. The 
arguments in favor of the subway were chiefly from real estate 
interests desirous of revivifying one of the most retrograde 
sections of Boston. The board points out that many other ele
ments besides transportation affect the increase or decrease of 
real estate values; that easy and convenient access alone will 
not improve a district; that the presence of a subway will 
not in itself improve a territory; that much depends on the 
location and distance apart of stations and upon the number 
of persons that wish to reach a given area, and that a subway 
with stations considerable distances apart will not promote the 
growth of a district as well as a system of surface lines in 
which the cars stop at every corner. The board states that a 
subway is justified only when the congestion on the surface of 
the streets is so great that travel on the surface lines is seri
ously impeded and where the distances to be traversed are so 
great that some means of more rapid transit than can be per
mitted on the surface, even with congested streets, is neces
sary or desirable. A subway with stations far apart tends to 
increase real estate values disproportionately near the stations, 
and with surface car service no such disparity exists. The 
hoard shows that no porti on of the district is onr 7_:;o ft from 
some transportation line, that the trend of travel is in other 
directions, and that the proposed loop would duplicate the most 
expensive and least used portion of the Tremont Street sub
way. It finds that if further facilities are later needed in the 
West End they can best be obtained by the extension of the 
East Boston tunnel. No legislation is, therefore, recommended 
in favor of the proposed loop. ___ .... ___ _ 

At a recent meeting 
0

of the Hull (Eng.) corporation street 
railway committee it was decided to recommend the City 
Council to seek powers during the next session of Parliament 
for extending the tramway. When carried out the plan will 
nearly double the length of the lines. 

PUBLIC SERVICE COMMISSION CONFERENCE ON 
ACCIDENTS 

In accordance with the request of the Public Service Com
mission, Second District, State of New York, a conference 
was held in Syracuse on Thursday, Jan. 19, between the 
members of the Public Service Commission and the repre
sentatives of the electric railways under the ir jurisdiction. 
The meefng was very well attended. There were present 
about roo electric railway men from New York State and the 
five comm issioners of the Second District with their secretary 
and electric railroad inspector. There were also a number 
of guests from other States, inc luding Commissioner George 
W . Bishop, of the Massachusetts Railroad Commission; Com
missioner J. C. Sullivan, of the Ohio Railroad Commission ; 
Philander Betts, chief engineer Board of Puhlic Utility Com
missioners, New Jersey, and M. H. Hovey, safety dev =ce ex
pert, Railroad Commission of Wisconsin. There were two 
sessions, one from ro :45 a. m. to r : rs p. m. and the other 
from 2 :55 p. m. to 7 p. m. Frank W. Stevens, chairman 
Public Service Commission, Second District, presided at both 
sessions. 

MORNIN G SESSION 
Chairman Stevens opened the proceed:ngs with a brief ad

dress, in which he gave the reasons for calling the conference. 
He said that as long as cars are propelled at high speed and 
as long as human beings are not blessed with infinite wisdom 
accidents will happen. Neve rtheless, it was part , of the duty 
of everyone connected with electric railway operation to en
deavor to reduce such acc:dents to a minimum. The most 
forcible fact that was impressed on his mind was that all 
accidents of consequence seemed to be resolvable into fail
ures of the human being. Human negligence, human error 
and human inefficiency in some form or other were charge
.;ble with the serious accidents which had occurred on inter
urban railways. "Another factor was the fa :lure at times of the 
best trained men to perform their duties properly. Many 
serious accidents had resulted from the lapses of careful and 
highiy efficient men. There were two objects to be obtained: 
First, to procure skilled employees; second, to procure de
vices to prevent the mistakes of employees. The conference 
had been called that each operator might have the benefit of 
the exper ience of others and that the commissioners might 
have the benefit of the exper:ences of all the operators as to 
their difficulties, troubles and dangers, and how they can best 
be corrected. However helpful such suggestions might be, 
there would be no really valuable results unless the work of 
the conference was fo llowed up. Whenever it had been 
determined by a consensus of the opi nion of all the operators 
that something not now done should be done, or some device 
not now used should be used, then the carrying out of such 
policies and the in stallation of such devices would be made 
obligatory by the comm'ssion. 

C. E. Lewis, chief train dispatcher New York State Rail
ways, then read a paper entitled "Train Dispatching on Inter
urban Roads." Thi s paper was published on page r 14 of the 
ELECTRIC RAILWAY JOURNAL for Jan. 21. l\Ir. Lewis' paper 
was followed by a paper by E. H. Wade, train dispatcher of 
the Buffalo & Lake Erie Traction Company, entitled "Train 
Dispatching on the Buffalo & Lake Erie Traction Company'~ 
Line." This paper appears on page 158 of this issue. 

W. G. Park, train dispatcher Buffalo, Lockport & Rochester 
Railway, said that his c0mpany operated a dispatching system 
s=milar to that of the New York State Railways. All con
ductors must give their motorman a bell signal before reaching 
a meeting point, and this signal must be answered by tht' 
motorman. 

DISPATCHER'S CONTROL OF POWER CIRCUITS 

C. R. Barnes, electric railroad inspector of the commission, 
inquired what, if any, provisions were made for the shutting 
off of power by train dispatchers in cases of emergency caused 
by mistakes in train orders issued or for other reasons. 
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] . 1\1. Campbell, fo rmer receiver Buffalo, Lockport & 
Rochester Rail way, sa id that th is question had been taken up 
by his company w=th the N iagara, Lockport & On tario Power 
Company, fro m which energy is purchased. He thought that 
when power is cut off all o f th e substations should be affected 
and not one. 

H . C. P r ather, master mechanic and superintendent of motive 
power Buffalo, Lockport & Rochester Railway, stated that the 
present practi ce in shutting off power is to call th e operator of 
the substation nearest to the point where the power is to be cut 
off. \Vhcn the substation has only one operator there is no 
assurance that this can always be effected, because he may 
be outside o f the building on other duties. The company 
therefore took up the question of making ·the who le line dead 
in emergencies. T his obj ect probably could be accompl ished 
either by grounding or · short-c ircuit ing the high-tens=on line, 
assuming that the latter extends from one end o f the railway 
to the other. The obj ect desired could be carried out with 
some device like an electrolytic cell and operated by remote 
control from a button on the dispatcher's desk. 

J. K. Choate, general manager Otsego & H erkimer Rai l
road, thought that when there was any question of danger it 
was a good plan to stop the entire road. T here shoul d always 
be proper connection between the dispatcher 's office and the 
power station to permit the immediate stopping o f every car. 

C. 0. Weidman, superintendent o f transportation Otsego & 
Herkimer Railroad, said that a special wire from the dis
patcher to the power plant was in circuit with a large warning 
gong in the latter. Mr. Barnes did not think that this was the 
ideal way, as it involved loss of time and the possibility of not 
getting the power house attendant in time. There should be 
some plan whereby the train dispatcher himself could shut off 
the power. 

J. P. l\Ialoney, superintendent Albany Southern Railroad, 
which is a third-rail line, stated that all that company's stations 
were equipped with an iron bar which was placed in a conven
ient location, so that the agent could have immediate access 
to it in case he desired to stop a train after it had passed his 
station. He simply had to place the iron bar across the third 
rail and the running rail. This would short-circui t the line 
and "dead" that section of the rail between substations. Each 
car is also equipped with the same kind o f an iron bar for the 
use of train crews. In case of serious trouble a crew is able 
immediately to short-circuit the rail and "dead" that section 
of the rail between substations and in the immediate vicinity 
of its car. The dispatchers also have an arrangement by 
which they can immediately order the power shut off on the 
whole lin e or on a certain section of the line, as the case may 
require. This method had been in vogue for the past five or 
six years. 

W. J. Harvie, chi~f engineer Oneida Railway, said that after 
a conference between the officials of h is company it was con
cluded that the shutting off of power should be controlled by 
the dispatcher. Therefore, the crews have instructions to get 
the dispatcher first, to put the latter in immediate touch with 
conditions. Furtherm.:>re, the substation operato rs have in
structi.ons when called up by a crew which reports serious 
trouble to take the power off and notify the dispatcher. l\fr. 
H arvie saw no reason why it was not per fectly feasible to 
fo llow Mr. Barnes' suggestion that the cutting off of power 
should be effected directly bv the dispatcher. The car: were 
put on the road to serve the transportation department and 
were unde r the control of the transportat=on superi ntendent 
and his agents. It was his privilege, if he thought fit, to take 
the power off the entire system. Therefo re, ail delay should 
be el :minatecl in making this change. It should be possible to 
eliminate all waste time except that required to make the first 
call. 

REGISTER STATIONS 

Mr. Barnes brought up the question of where register sta 
tions should be maintained. 

Mr. Lewis said that on the New York State Railways there 
is a register station at all terminals and at the end of double 

track. The rules provide that all train crews which pass 
these stati ons must registe r. 

J. H. Cain, superintendent Buffalo, Lockport & Rochester 
Rai lway, said his prac ti ce was sim ilar to that of the New 
York State Railways. In addition to registering stations, 
the co mpany's rules require the trains to register at all 
terminal points. A terminal point meant any place where 
a tra in or section of a train is annulled for any reason. T he 
standard "31" order was used, but it was ruled to avoid mis
takes in time and place. Some steam lines and electric inter
urban lines use an order board for stopping trains. The 
usual practice is to di rect the operator to disp lay an order 
board and take the train order where the stations are at 
terminals and certain other stations spaced to give flexibility 
of train movement. On hi s system if there are no order boards 
the station itself is a positi ve stopping point. A train which 
leaves one block station cannot go beyond the next without 
commun icating with the train dispatcher. The obj ect is to pre
vent fai lures of operato rs to display the boards a ft er bei ng 
directed to do so. Should the operator fail to be awake the 
train crews will stop and arouse him. The block stat ions a lso 
permit the tra in dispatcher to have trains in indi vidual blocks 
without gett ing out train orders. The block stations are regis
ter stations only where the train terminates or leaves a line. 

Mr. Barnes asked if register stations were maintained at 
the end o f sid ings, say, I mile long. 

R. A. Dyer, Jr., assistant general manager of the Auburn & 
Syracuse Electri c Railroad, said that when a siding was I mile 
or even ½ mile long it would be good operati ng practice to 
register at t he encl. 'Where the siding was shorter there was 
not much danger that the motorman would forget whether he 
had passed a car. 

W . H. Collins, general manager Fonda, J ohnstown & Glov
ersville Railroad, did not agree with l\fr. Dyer in cases where 
the sidi ng was para llel to the main line. If such a siding were 
only I mi le long the register station would be quite unneces
sary. A register station was all right, however, on sidi ngs 
with a detour which would cause the motorman to lose sight 
of the other t rack for some time. 

1\1. D. K ilbride, superintendent transpor tation, interurban 
lines, New York State Rail ways, agreed with l\lr. Collins. He 
said his company had a parallel siding about 2 miles long. 
Should a motorman forget whether he had passed an opposing 
train the re was no reason why he shou ld no t call up and in
qu ire when he reached the end of the siding. 

l\fr. Cain asked whether register stations were maintained 
where there are pass ing points in city limits with city cars and 
if any accidents had ever occurred because of the absence o f 
such stations. l\ fr. Barnes replied that he could not recall any 
accidents from this source. In reply to a question by J. B. 
Potter, local manager New York & Stamford Railway, Mr 
Barnes said that the headway on lines where register stations 
are maintained varies from half an hour to 5 minutes. Yet 
each car is obliged to register. 

l\Ir. Campbell said that this was good practice. The only 
complaints had come from the public, who resented the loss of 
time taken by the conductor to register. 

MEETING POINTS AND OT HER DISPATCHI NG DETAILS 

Mr. Barnes inquired whether th e opposing regular train 
should not be no ti fied when orders are given to crews to run 
extra between two points. 

l\lr. ·wade thought it was more pr acticable to notify trains 
n :r.ning in the same direction rather than opposing trains. 
It was almost impossible to notify all opposing trains. One 
could not always tell when an extra was coming out. The 
extras look out fo r t hemselves, but the men who r un second 
sections depend too much upon the man ahead. T he trouble 
was that too many train orders were being issued. To notify 
the men on the extras about opposing trains would tend to 
make them more careless. 

Mr. Cain said that wherever they could not run specials or 
chartered cars as second sections they figured a schedule to 
m::ike meets with all opposing t rains. 
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Mr. Barnes asked what was the permissible number of meets 
which should be contained in one train order. He mentioned 
one instance where on a 40--mile to so-mile line the crew had 
an order given it which contained half a dozen meets, so that 
the train was run with one order for the entire length of the 
road. It seemed to him that there should be a limit to the 
number of meets on one order to reduce the chances of error. 

Mr. Cain said that an order was given his men for a par 
ticular meet only, but in the course of their runs they would 
receiYe a number of individual orders. 

There was an active discussion on this subject from which 
it appeared that the general opinion was that there should not 
be more than two or at most three meets on one order. 

Mr. Barnes inquired what methods were employed where 
crews were changed to insure that the train orders followed the 
change. 

Mr. Choate stated that he did not see how misunderstandings 
were possible unless the train ran without regular orders. 
Every one of his trains moves with an order, and that order 
must be handed over to the next crew or else the new crew 
will not move. In reply to a query from Mr. Campbell, Mr. 
Choate said that if the telephone got out of order the trains 
would be dispatched by time card and moved with a clearance 
order from the agent. Under these conditions, of course, 
extra trains could not be moved. 

Mr. Cain said that the man who runs the car has the order 
before him on a hook; if he takes the order away his successor, 
not finding the order on the hook, will immediately call the 
other motorman back. The new motorman will not move the 
train a foot without receiving the order. 

TRAINING OF DISPATCHERS. 
Mr. Barnes asked what examinations train dispatcher s were 

required to pass. 
E. J. Cook, general manager New York State Railways, said 

that his men were taken off the road. It was customary to 
t ry them out for a while to determine their fitness as dis
patchers. The men selected were those who had good records 
in the transportation department, but one could not tell without 
a trial whether a man would make a good dispatcher. 

Mr. Cain said that his train dispatchers are required to 
pass a written examinatio'n which embraces 275 questions on 
operating rules and 25 to 30 questions on the issuance and 
understanding of train orders. The men now employed were 
all recommended by the operators of other roads, but before 
direct responsibility was given them they were placed with the 
chief train dispatcher until it was clear that they understood 
the full procedure. 

Mr. Maloney stated that the Albany Southern Railroad also 
employs only experienced train dispatch ers. They are ques
tioned by the superintendent of transportation and are under 
his personal supervision for a long period before they are 
permitted to have entire operation of trains. 

R. R. Smith, superintendent Buffalo & Lake Erie Traction 
Company, did not believe in taking men from the transporta
tion department for dispatchers. He thought it better to get 
a well-recommended steam-railroad dispatcher. It seemed to 
him that this was the only safe way to handle a long interurban 
property, especially a new one, which required the building up 
of a sound organization. 

l\fr. Campbell asked whether it was possible to get out a 
'' lap" order under the standard system of train dispatching. 
Mr. \Vade said that this was possible where the telephone 
was used. 

Mr. Lewis added that ''lap" orders were possible on roads 
with t elegraph dispatcbing. Many "lap" orders were caused by 
operators not taking th e proper pains to trace the order from 
its original copy, or, if they made an error in the first place, 
they did not like to call up the dispatcher to ask for a repeti
tion of the order. 

Chairman Stevens suggested that the train dispatchers get 
together and discuss the points which had come up at the con
ference and any others which required their attention. If real 
action was to be secured it would be desirable to have the train 

dispatchers form committees to work in harmony with other 
committees of railway men to study, amend or approve existing 
practices. 

LIABILITY OF EMPLOYEES 
The next order of business was the reading of the paper en

titled "Collisions on Interurban Roads and Their Causes." This 
paper, which is published on page 159 of this issue, was pre
pared by E. F. Peck, general manager Schenectady Railway. 
As Mr. Peck unfortunately had a cold, his paper was read by 
W. B. Rockwell, general manager Eastern Pennsylvania Rail
ways. 

Chairman Stevens was particularly interested in Mr. Peck's 
fina l suggestion that one thing that would have a tendency to 
prevent collisions would be the enforcement of the present 
criminal law or the enactment of new laws that would severely 
penalize the negligence of railroad employees. If the motor
men mentioned by Mr. Peck had been indicted they would not 
have been convicted. He mentioned one case where the Grand 
Jury refused to indict a motorman despite his confession of 
negligence which had resulted in the death of another motor- · 
man. It was his experience that juries would not prosecute a 
railroad employee unless it was evident that he had wilfully 
intended to commit murder. He had never heard of a case 
in New York State where negligence alone had convicted any 
man. A brief discussion followed on the responsibilities of 
conductors. Mr. Cain said that there were several roads in 
New York which hold the conductor and motorman equally 
responsible for train movements. In approaching meeting 
points the conductor must signal the motorman, who is re
quired to answer. On his line the conductor pulls the emer
gency valve cord if he gets no answer from the motorman. 

Mr. Choate then read his paper entitled "Methods of Employ
men t, Instruction and Di scipline o f Motormen and Conductors 
on Interurban Lines." T his paper was published in the ELEC
TRIC RAILWAY JouRNAL of J an. 21, on page 120. After the 
reading of Mr. Choate's contribution the meeting adjourned for 
luncheon. 

AFTERNOON SESSION 
James McPhillips, claim agent Hudson Valley Railway, opened 

the discussion on the papers of Messrs. Choate and Peck. He 
said it was true that ac_cidents happened even under the oldest 
and best conductors and at times even three parties were at 
fault. If the employees realized that they were facing at least 
a possible term of imprisonment through negligence they would 
be deterred from taking such risks. 

Chairman Stevens said that there was already a statute 
to cover criminal negligence, but the trouble was the failure of 
juries to indict. 

Mr. Choate mentioned one thing wherein the railroad men 
needed the help and co-operation of the commission-it con
cerned the unwillingness of the railroad men themselves to 
prosecute. Possibly a law that would require sending to the 
commission and to the district attorney an account of all cases 
reported might be of help in having a deterring effect on the 
men. Something must he done to make the men feel their 
responsibility and to punish those who are reckless. 

EMPLOYEES 
Chairman Stevens replied that the object before the con fer

ence was not so much the punishment of men who had done 
wrong, but to determine ways and means which would obviate 
the employment of men of reckless or inefficient character. 
Continuing, Chairman Stevens asked what the railroad com
panies were doing to keep their men up to date .on the rules 
of operation. He had found great variations in prac_tice. Some 
companies even had no rules at all. 

Mr. Choate believed the men should be examined from time 
to time and that every railroad should have a skeleton instruc
tion car. 

A free discussion followed on the best method of estimat
ing the character of applicants for employment. There was a 
common sentiment that letters of recommendation were gener
ally worthless, as few men would undertake to give a had 
character to individuals who had been in their employ. 
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Mr. Choate thought that a man should swear to the truth fu l
ness of his record and that thi s record should be placed on fi le 
with the P ublic Service Commission. 

Mr. Cook said that so few men were employed on his inter
urba·n lines that it was perfectly feasible for the trainmaster 
and superintendent of each division to be in thorough touch 
with th e individual t rai nman. Both oral and written exami na
tions were given. T he company had no skeleton car, but in
struct ion was given by arrangement with the mechani cal de
partment. 

Mr. Kilbride said that a motorman employed on the inter
urban lines of the New York State Railways must have a 
year's exper ience under the standard code of rul es. After 
his breaking-in period he mu st pass an examinati on on that 
code wi th a minimum rati ng of So per cent. A conductor is 
not always an experienced man. He mu st pass the same exam
ination but is given si x mon ths to become thoroughly posted. 
He must pass the examination in the rules with the same rating 
as a motorman. It does not follow that the men who rece ive 
the highest percentages prove the best operators. I n one case 
a conductor learned the entire code perfectly and yet permit ted 
a passenger to ride from one end of the line to the other 
without coll ecting more than the first nickel. 

Mr. Dyer thought that books of ru les were a good thing, 
but in the fi nal ana lysis the selection o f men got down to the 
personality of the superintendent and his judgment of human 
nature. I t was just as impossible to make a motorman good 
by rule as it was to make people good by law. T he greatest 
safety of operation lay in getting men o f good character rather 
than judging them by their ability to pass examin ations. Hi s 
company did not hire steam railroad men, prefer ring to take 
inexperienced men who would more readily accustom them
selves to his company's operating meth ods. The number of 
accidents might be decreased by suitable signal systems, but he 
did not know o f much more that could be done to improve the 
present methods of selecting employees. H e had tried the merit 
system some years ago, but it had not proved ve ry successful. 
P ractically it was sometimes hard to penali ze a man for an 
accident. If a man had an accident which was at all excusable 
he was cautioned to follow the rules to the letter. Generally 
such a man returned to his work more reli able th an before the 
accident. On the other hand, if a man was r esponsible for an 
accident through direct negligence he was dischar ged at once. 
Mr. Dyer thought that a quiet reprimand usually was better 
than humiliating a man by laying him off . The merit system 
and the practice of laying off tended to promote ill fee ling be
tween the men and the company. 

Mr. Cook said that the New York State R ailways were us;ng 
the merit system. A man was di scharged when he had 60 
demerits. Ninety per cent of the men had voted for the adop
tion of this system. Mr. Cook thought that one of it s va lu
able features was that th e men could wo rk off demerits by 
exceptionally good behavior. 

W . 0 . vVood, president of the New York & Qu een,;; County 
Railway, thought that the greatest weakness of the Rochester 
merit system was that a specific penalty was provided for 
each offense. He had been very careful in his experience 
never to prescribe a penalty for any specifie d offense against 
the rules, but to gradu ate th e penalty in accordance with the 
circumstances of the case and the previous record of the man. 
Some managers thought th at the merit system was not severe 
enough, but as a matter of fact result s had shown that it was 
too severe, because a man may accumulate 60 demerits in a 
very shor t time. T he employment of an instructor was a 
great help in decreasing accidents. 

Mr. Potter said that rules could be compiled and bull etin s 
set up without end, but unless the inspectors and superintend
ents and managers saw that they wer e carried out with vigi
lance mere regulations we re useless. 

Mr. Peck suggested the possibili ty of making the physical 
examination of applicants fo r employment somewhat broader, 
so as to include test ;; fo r alertness, mentahy, etc. A com
mittee of physicians representing the di fferent New York 

rai lways might be brought together to determine the scope uf 
this new. form of examination. Surp rise tests would be a 
good thing in connection with keeping the men up to ela te on 
the operating rules. He thought that the P ublic Service Com
mission ought to sec that those New York electric r ai lroads 
which do not belong to the association ~houl<i follow the stand
ard rules adopted by the association. 

Chairman Stevens said that there was a difference of opin
ion as to whether these ru les were adequate for all condit:ons. 
Mr. Peck replied that of course some local rules would always 
be necessa ry bu t that the main ru les could easily be made 
standard. 

Mr. Cain said that as the basis of 75 per cent of train mov e
ments hinged on the accuracy of the trainmen's watches more 
attention should be given to specifying standard makes and 
allowable va r '.at ions. At the last surprise test made on his 
line it was found that about 85 per cent of the watches varied 
no more than 15 seconds. 

W . C. Callaghan, superintendent transportation, city lines, 
New York S tate Railways, thought that the interurban men 
had turn ed about completely in placing the man above the 
signal. He thought that accidents would be reduced when 
the men appreciate that the signals were secondary to them. 
He was greatly interested in the acc:dent prevention work done 
by E. F. Schneider, general manager of the Cleveland, South
western & Columbus Railway. Ra ilway managers did not talk 
often enough to the men abou t maintaining the same pitch of 
effi ciency every cl ay o s they do on extra clays. \Vi th regard 
to application for employment, his company had succeeded in 
securing s:x convicti ons out o f eight arrests of men who made 
false statements con cerning employment. 

John E. Duffy, superintendent Syracuse Rapid Transit Rail
way, said that the electric railways should leave no stone un
turned fo r the proper instruction of their men. He did not 
believe that a superintendent could always look a man in the 
eye and decide at once whether he was a good man. He 
thought that the formulated code of rules of the American 
Electric R ai lway Association fundamentally was proper and 
cor rect and could be used by any electric railway in the United 
States. The company should make sure by follow-up work 
and personal supervision that the employees under stand the 
rules. New men especially should not be lost sight o f until 
the management is sat isfied that they are going to make 
trustworthy employees. He had secured very good results by 
having frequent meetings at which the rules were explained to 
the men in detail. 

GEN ERAL 

Chair,n a11 Stevens said that to some extent the frequency 
of accidents depended upon the abi li ty of the supervising 
officers. H e asked whether it would not therefore be ad
visable for the Public Service Commission annually to publi sh 
a list of the accidents on different roads to show whether the 
supervision is good or bad. 

Mr. Potter said that the detailed publication of accidents 
was a feature of the Connecticut Railroad Commission's re
ports. He thought this practice was of material help in 
furthering improvements in the service. 

Mr. Rockwell said that there was hardly a general manager 
present who could not better his system if he had the means. 
There were a number o f roads in New York State whi ch could 
lessen their accidents at least 50 per cent if th ey had the money 
to put their roads in shape. It would consequently be unfair 
to a gr eat many managers to publish accounts of accidents 
which could have been forestalled had enough money been 
available for improvements. Thus, very few roads could afford 
to install a complete block signal system, although there was 
no doubt that such a system would help greatly to prevent 
accidents. Many road s which could not a fford to do so hav~ 
double-tracked their lines , thinking that the acci clents were clu e 
to single-track operation. Experience had shown, however, 
that there were more rea r-encl collisions on double tracks than 
head-on collis ions on single tracks. No steam rail roads would 
dare to follow the interurban railway practice of running 
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trains at 40 m.p.h. on a 2-minute headway, yet this was done 
right along when the annual State Fair is held in Syracuse. 

Mr. Barnes added that for the year ended June 30, 19m, 
there were three head-on and nine rear-end collisions in the 
Second District, New York. 

Mr. Cook said that the objects of the conference, as de
fined by Chairman Stevens, were exactly those of the Street 
Railway Association of the State of New York. \Vork of 
this character was being carried on at both its quarterly and 
annual meetings. 

Chairman Stevens said that he appreciated the point made 
by Mr. Cook, but the practical difficulty was that not all of the 
companies in the Second District were members of the associa
tion. The association had no other powers than to discuss, 
urge and recommend, but the commission had the power to 
enforce. If the representative of the ra ilways should make 
certain definite recommendations it was probable that the 
commission would order all companies under its jurisdiction to 
obey them. 

Calvert Townley, vice-president Connecticut Company, be
lieved that there were great possibilities for beneficial co
operation between the commiss ion and the association and that 
the result of this and similar conferences would be to bring 
into the fold of the association many who were now outside 
of it. The commission will get the benefit o f the experi ences of 
all the railway c~mpanies while the help of the commission 
would give new impetus and life to the association. 

Chairman Stevens concluded this discussion by stating that 
the commission would be very unwilling to do anything to 
injure the excellent work which the association is performing. 

BLOCK SIGNALING 
The next order of business was the paper by W. K Howe, 

of the General Railway Signal Company, Rochester, N. Y., 
entitled "Block Signaling for Electric Railways." 1'1r. Howe 
gave a historical review of signaling, including the time in
terval, space interval, manually con trolled and automatic block 
systems. After pointing out the principal characteristics of 
each and their unsuitability for high speed and efficient service 
he discussed the latest developments in automatic track-circuit 
block signals. His talk was illustrated by a number of dia
grams of circuits, illustrations of signal apparatus and full
size working installations which had been set up in the meet
ing room of the conference. Mr. Hewe laid particular stress 
on the fact that there has now been developed an automatic 
block signal system, the cost of which made it available for 
the average electric interurban railway. The speaker believed 
that the signal should be under the control of the dispatcher 
and that means should be provided to compel the obedience of 
the trainmen to signal indications. 

---➔♦•·----

MEETING OF CENTRAL ELECTRIC TRAFFIC ASSOCIATION 

The annual meeting of the Central Electric Traffic Associa
tion was held in the office of the chairman of the association 
at Indianapolis, Ind., on Jan. 16, 17 and 18, 19u. Regular 
routine business and work on the revision of Joint Passenger 
Tariff No. 3 consumed most of the time. On the afternoon 
of Jan. 18 the annual report of the chairman was presented, 
as shown in the ELECTRIC RAILWAY JOURNAL of Jan. 21, 1911, 
page I 13. It was decided to furnish a copy of this report to 
the companies which are members of the Central Electric 
Railway Association. The annual election resulted in the selec
tion of A. L. Neereamer as chairman for the ensuing year. 
The next meeting of the association will be held in the office 
of the chairman on Feb. 13, 14 and 15, 1911. 

---•·♦··----

A study is being made of conditions on the Congo River, 
between Matadi and Leopoldville, for obtaining power to elec
trify the railway between the two places operated by the Com
pagnie du Chemin de Fer du Congo, whose headquarters are 
at 48 Rue de Namur, Brussels, Belgium. T his railway is the 
connecting link between the Upper and Lower Congo, and is 
about 250 miles in length. 

TRAIN DISPATCHING ON THE BUFF ALO & LAKE ERIE 
TRACTION COMPANY'S LINE* 

BY E. H. WADE, TRAIN DISPATCHER, BUFFALO & LAKE ERIE TRACTION 
COMPANY 

The adoption of a standard book of rules by the electric 
roads of this country will open the way to make a more careful 
set of railroad men. Super intendents and assi stant superin
tendents try to see that rules are properly understood and 
obeyed, but they cannot do so regularly because of other pressing 
duties demanding a large share of thei r time. For this reason 
there sho11l cl be one competent man to supervise all examina
tions and to travel over the system as often as possible to see 
that his instruct ions arc understood and are being obser\'cd. In
structions upon the air brake are of minor importance compared 
with train ru les and orders. Th e examiner should call all 
employees in frequently and re-exam:ne them to keep them 
brightened up. It is only by these mean s that the company will 
reap the full benefit of the expense of issuing a book o f rules. 

Two years ago this company installed a train dispatching 
system on its 90 miles of single interu rban track between Buffalo 
and Erie, adhering to the steam railroad ideas as far as prac
ticable. Our dispatching force consists of th ree men on eight
hour tricks, all of whom .are steam road dispa tchers with sev,~ral 
years' experience. Our telephone system consi sts of a private 
di spatcher's wire and a commercial wire, both o f which are 
cut in at all sidings. We have register stat ions located at all 
terminals and ends of double track; our te lephon e booths are 
lighted by electricity and in each booth is a locked box in 
which condnctors deposit a copy o f all orders received. 

The double-order system on "31" blanks is the only system 
used by us, and must be persona)ly signed by the conductor and 
motorm;;.n. The orders are copied by the conductor and re
peated by both the conductor and .the motorman, then the word 
"complete" and the time are given by the d ispatch er. Our mo
torman must also thoroughly understand how to receive train 
orders. Handling train orders in thi s manner insures perfect 
safety in so far as the system is concerned. The results have 
been yery gratifying because we have a lot of unusually careful 
men, who are examined and thoroughly in structed regarding 
both train orders and standard steam road r ules, and they are 
not allowed to take charge of a t rain until they are thoroughly 
competent. 

In handling trains in sect ions the usual steam railroad system 
is used, that is, green flags by day and green lights by night. 
The same orders are used, the conductor of the first section 
copying a suflicient number o f orders to cover the sections of 
that t r ain, his motorman repeat ing same to the dispatcher. The 
followi ng sections repeat orders in turn to the dispatcher, re
ceiving "complete" when the d ispatcher is satisfied that the 
orders a re understood by all concerned. 

If one or more sections c rop out at a non-register station, 
this fact is promptly reported to the dispatcher, who satisfies 
himself at once that the proper exchange of orders has been 
made. Then he immediately notifies all opposing trains that a 
section of a cer tain train has been represented to that certain 
point, but if a t rain displays signals for one or more sections 
to a giyen point and if it takes down the signals at that given 
point they notify the dispatcher and then proceed as a single 
train to destination. They must also, in all cases, stop oppos
ing t rains and advise them of their having displayed signals 
to that certain point. A t all meeting points our trainmen arc 
required to noti fy each other personally what train they 
represent. 

W hen advance notice is given of special movements the 
dispatcher creates them as sections. When they are designed 
to run to non-regi.;ter stations all opposing trains are given a 
copy of the section order. While this insures double safety, 
it also gives the di!\patcher a chance to move special trains 
without delay. 

* A paper presented at a conference called by the Public Service Com• 
mission, Second District , New York, Syracuse, Jan. I9. 19u. 
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COLLISIONS ON INTERURBAN ROADS AND THEIR 
CAUSES* 

This company is nearly ready to install a method which should 
add to the safety of runni ng train s in sections. A box with 
lettered and numbered slides is to be placed in the front window 
of each car to indicate whether the car is the first, second 
or last section, or an extra. T his is to be used in addition to 
the present signa ls. As another means of adding to the pro
tection of such trains, I would suggest having a partly printed 
fo rm which could be quickly filled in, giving notice of such 
movements to all opposing trains concerned. I always feel that 
in the movement of trains in sections the chance of accidents 
is g reater than in any other movement, so no means should 
be spared to protect them. 

I would recommen<l the placing of semaphores at points where 
substations are located in the vicinity of sidings and instruct
ing the substation operators in the handling of train orders, 
etc. It is my opin ion that better movement thus would be 
gained with a certain amount of safety added. This would 
especially protect t rains which drop out at non-register sta
tions, and, in cases of breakdowns of cars between stations, 
their meets could be advance cl and serious delays averted. 

At present we a re inaugurating a freight system, which con
sists of a half dozen fr eight cars moved as extra trains. Inas
much as it is a diffi cult matter to move extras through sect ions 
where work extras and other extra trains are constantly usii1g 
the main track, I should like to see such trains placed on the 
timetable as second-class trains. This action would necessi
tate all irregular extras keeping clear, adding safety, giving 
better movement and requiring the issuance of fewer orders. 
The fewer orders the better, and in cases of wire trouble the 
cars will not be tied up. Then, again, regular schedule trains 
are seldom overlooked by trainmen. 

Our work extras are mann ed by a t rain crew of three men. 
When they receive an order to protect aga inst an extra after a 
certain time they are required to clear that extra five minutes, 
just as they woul d a regular train , unless where they are un
avo'dably rle tai ned ; then they are to protect with a flag. The 
extra is also giYen a copy of the work extra's order. If an 
extra be given an order through the ,vorking limits of a work 
extra, the crew receives an order to rrotect. To do this the 
crew must send a flag ahead on a regular t rain until the work 
extra is reached, when arrangements are made to allow the 
extra to pass. When circumstances permit we create the extra 
as a section o f a regular train through the working limits. 

We have practically built and r ebuilt our en tire system with 
this system of handling our work t rains. \ Ve have operated 
thousands of cars of slag, other ballast and material, the greater 
portion of which was handled in large-capacity steam railroad 
cars. 'Ne have also replaced ·and built bridges and we have 
as yet to hear the first complaint from our construction super
intendents regarding our system. 

The most dangerous proposition is the operation of snow 
plows on the interurban lines, because they are used only in 
storms and bad weather. W e have used extra precautions 
to avoid accidents, employing the same thoroughly instructed 
crews as on our regular cars. \ Ve realize the danger of moving 
regular or ex tra trains in proximity to a snow plow, owing to 
the fact that during storms the snow plow is covered with ice 
and snow to such an extent that the headl ight ancl markers 
often are practically useless, and in cuts or snowbanks the 
plow is liable to be stalled or derailed. In such case3 there is 
only a short notice for the flag to protect properly. In other 
words, we practically block from siding to siding in extreme 
weather . I would suggest that when it is necessary to drop 
a fl ag the fl agman be instructed always to go back to a 
stop, where the following train is more likely to observe the 
signal while looking to pick up passenge rs. 

Trainmen on electri c as we ll as on steam railroads occa
sionally forget their orders . As a remi nder to the motorman 
that he has orders to fulfil, we are to have pl aced in each 
ear, just above the motorman's order clip-boa rd a small red 
incandescent lamp. This lamp is to be turned on by the motor
man as soon as he places an order in the cl ip, and it will remain 
lighted until the order has been ful fi ll ed. 

BY E. F. PECK, GENERAL MANAGER, SCHENECTADY RAILWAY 

There is no man here to-day who will not admit that rail
roading, be it steam or electri c, is the most exacting and fasci
nating business in this busy world of ours; but there is one 
great and overwhelming obstacle to the complete happiness of 
railroad employees and that is the ever-present fear of acci
dents. The proper protection of passengers who are intrusted 
to our care is a duty that cannot be neglected. It must also 
be remembered that every person, be it man, woman or child, 
who rides on our cars is guaranteed insurance against accident. 
To some of our roads the cost of this insurance has been 
ex tremely hea\'y. 

In order to bring this subject before you in a practical way 
it is my purpose to outline a series of accidents that have 
happened on interurban roads during the past few years and 
the:r causes. 

On Sept. 21, 1910, a disastrous collision occurred on the lines 
of the Ft. Wayne & Wabash Valley Traction Company, result
ing in the death of a large number of passengers. The cause 
of the accident was the fact that the crew operating a south
bound extra car failed to make proper clearance, as required by 
the rules. Both employees had had proper training and in
struction and were apparently fully qualified to perform the 
duties in which they were employed. They had not been over
\Yorked, the motorman not having been on duty the day before 
and the conductor having had nine hours' rest since his ten 
hours' labor on the previous day; prior to the accident they 
had been on duty on,ly about three hours . They were given 
an order at Ft. Wayne to take car 303, southbound, to Bluff
ton, the order reading, "Run extra to Bluffton." They were 
fully aware of the rule and had passed written examinations as 
to the necessity of clearing regular trains by five minutes; the 
motorman himself ha<l been operating regular train No. 56 
northbound, with which they collided, so without doubt he was 
fully aware of the time of the northbound train at all of its 
points. By having the extra southbound train run at the speed 
of the "Lim:ted" schedule the farthest south the crew could 
have got and properly cleared northbound train No. 56 was 
siding No. 105. This they overran and also ran past siding No. 
106, meeting the northbound car at the point of a sharp curve, 
where the view was obstructed by a clump of trees. The south
bound extra was operated at a speed of about 40 m.p.h. and 
the northbound regular at a speed of perhaps 20 m.p.h. 

On Oct. 4, 1910, by overrunning a meeting point at Wall's 
Sid:ng, near Staunton, III., a head-on collision occurred on the 
lines of the Illinois Traction System. This accident resulted in 
the death of 36 passengers, serious injury to 12 and minor 
injury to 15. It occurred at 3 :38 p. 111. on a curve at the foot 
of a grade two mi les north of Staunton and one mile north of 
the meeting place and was due solely to the failure of the 
motorman to obey orders. T he motorman in quest'on was one 
of the oldest, most efficient, sober and careful employees in 
the service. He was noted for the care with which he executed 
train orders and there seems no tangible reason for his fatal if 
not criminal, absent-mindedness. . ' 

Last summer a coll ision occurred on the lines of the Albany 
Southern Rai lroad during a period when considerable construc
tion work was going on. This accident was due to one em
ployee leaving a switch open so that one of the regular pas
senger trains collided with the rear-end of a work train which 
stood on a siding. In this particular case the blame was placed 
entirely upon two employees who fa ' led to observe the rules 
of the company. T he motorman in charge of the car could 
have seen the switch in sufficient time to avoid the acci
dent had he noticed its position, and, of course, the party 
leaving the switch open was inexcusably neoli oent Both of 
these men had been first-class employees up t~ ;he ~im e of thl: 
accident. 

,* ~ paper presen~ecl. at a conference called by the Public Service Com
m1ss1on, Second D1stnct, New York, Syracuse, Jan. 19, 19·1 r, 
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On the night of Sept. 2, 1907, a serious rear-end collision 
occurred at a point known as stop No. I on the Albany division 
of t he Schenectady Railway Company. This was on the nigl)t 
of Labor Day, when traffic was exceptionally heavy and cars 
were scheduled five minutes apart. The first car was stopped 
on signal at the above-mentioned point to pick up a number of 
passengers. Just as the motorman was start:ng his car the 
second car ran into the rear end, causing the death of 4 pas
sengers and injuring 55. After a rigid inv estigation it was 
found that the fi rst car was on schedule t:me and the motorman 
of the second car by hi s utter disregard of all rules was r e
sponsible for the accident. The Albany division of the Sche
nectady Railway Company is a double-track line through from 
termi nal to terminal. The motorman who was re sponsible for 
the accident, before leaving Albany for Schenectady, knew that 
a car had preceded him fi ve minutes, as he was :n the terminal 
when the preceding car left. The first car was nm as an 
accommodation, making all regular stops on signal between 
Albany and Schenectady. The motorman of the second car 
knew he might overtake the car ahead and shoul d have used 
every precaution to prevent co lli sion. He disobeyed the rules . 
o f the company in running ahead of his schedule and also 
fa iled to obey a slow-up order in effect. 

Aga in on Oct. 9, 1909, on the Saratoga di vis ion of the Sche
nectady Rai lway Co mpany another colli sion occurred; this re
sulted in the death of the n1otorrnan o f the seco nd car and 
inj uries to passengers aboard both cars. After a ca reful in
vestigation it was brought out that the motorman of the second 
car was running ahead o f hi s schedule and was also v:olating a 
fog order which provided that a motorman who operated a ca r 
through fog banks or dark places where vision was obstruct_ed 
should reduce the speed of hi s car so that he cou ld stop withi n 
the length of hi s vision. 

A serious head-on collision which resu lted in a number o f 
deaths occurred on the \Vashington, Bal ti more & Annapol is 
Electri c Railway. This accident happened on a single-track 
line between Naval Academy Junct ion and A nn apolis. It was 
due to the fa'lu re of the crew of the westbound ext ra properly 
to take its siding to permit the regula r eastbound train to pass. 

My object in reviewing th e accidents that have just been 
cited is to call your atten ti on to the fact that wi thout exception 
80 per cent of the serious accidents which have happened on 
in terurban electric roads have been caused by the frailty o f 
human nature. In practically all the cases the rules were ade
quate and sufficien t to prevent the mishap if the employees had 
performed their duty. Internrban coll isions seldom are caused 
by fa ulty car equipment or defective roadbed, and, while it 
may be said that varying weather condi ti ons oft en contribute 
to the causes of such collis=ons, yet the largest percentage is 
chargeable to lack of judgment on the part of crews or to the 
gross carelessness of the motormen. This at once brings up 
the question as to whe ther or not the trainmen whom we 
employ are sufficiently examined as to their mental qualifica
tions and rigidly enough trained in obedience. 

I was recently asked to investigate the school report of a 
12-year -old boy on wh=ch the teacher had written the word 
"immature.': The teacher stated that the child lacked th e 
ability quickly to grasp the meaning of questions which were 
put to him. "\Ve found it was necessary to repeat the question 
several times before the mind of the ch ild would fully grasp 
the facts. The child was not stupid, but simply lacked that 
elast:city of mind to act quickly when questions were put to 
him. The teacher on being asked as to what training was 
necessary to improve this condition immediately replied that 
giving the child some regular t ask to perform and holding him 
strictly respons:ble for its performance would have a tendency 
to improve his alertness. Is it not true that the. railroads have 
many employees in -their organizations who have minds that 
are immature, men who can perform thoroughly their ordinary 
duties, but who in case of emergency or where decisive action 
is necessary fail to respond quickly? It may be that the 
monotony of the labor of a motorman has a· tendency to make 
his mind less alert. 

Must we wait until some other terrible accident occurs to 
demonstrate the incompetency of the employee, or should we 
have some form of examination and practical tests to weed out 
men of th:s type? It would seem that we hav e an intricate 
problem to solve, one which might be classified as mental or 
human engineering. It is a question that involves not only the 
motorman and conductor but also the trainmaster and dis
patcher. 

The collision of interurban cars has been minimized to a 
certain extent by the installation of double tracks, improved 
dispatching methods and the use of modern block signals; but 
no matter how perfect the protective device and clanger-proof 
appliances may be, as long as the forgetful or disobedient 
motorm an is assigned to cars the preventive virtues of up-to
clate railroad devices will amount to little. It is emphatically 
the man in charge of our cars to whom we must look for the 
prevention of collisions. He must obey his orders and be so 
trained that in case of emergency he can be trusted to use go od 
judgment . 

Another thing that would have a tendency to prevent colli
sions would be the enforcement of the present law or the 
enactment of new laws that would severely penalize negligence 
on the part o f r ailroad employees. It seems to me unjust that 
employees who a re the d"rect cause of death, personal injury 
and large property loss should be allowed to escape all re
sponsibility for their act s and suffer only the loss of their 
positions. 

----·♦·•---

WOOD PRESERVERY ASSOCIATION 

The seventh annual meeting of the Wood Preservers' As
sociation was held in the Auditorium Hotel, Chicago, on Jan. 
17, 18 and 19. P res ident \Valter Buehler, of St. Louis, was in 
the cha ir and F. J. Angier, of Chicago, the secretary, per
formed the duties of his office. The attendance was about 
100, composed principally of railroad men or commercial men 
interectecl in methods of wood preservation. The discussions 
were technical to the art of wood· preservation and were 
brought out by the followi ng papers: "What Railroads Have 
Done for Forestry," by E. A. Sterling, of Philadelphia; "Im
purities in Zinc Chloride," by C. M. Taylor, Port Reading, 
N. J.; "Piling of Timber,'' by J. H. Waterman, Galesburg, Ill.; 
"General Review o f Timber Treating in This Country," by 
Walter Buehler, St. Louis; "Results with Treated Ties Along 
the South Atlantic Coast," by William A. Fisher, Wilmington, 
N. C.; "The Covering of Retorts," by R. W. Yarbrough, of 
Texarkana, Tex.; "Plants in the North and in the South," by 
A ndrew Gibson, Brainerd, Minn.; "Grouping Timbers for 
Treatment," by W . F. Goltra, Clev eland, Ohio; "Penetrations 
from Different Amounts of Preservatives," by R. L. Allardyce, 
Texarkana, Tex.; "Prolonging the Life of Railway Cross Ties," 
by F. J. Angier, Chicago; "Treatment of Sawn and Hewn 
Ties," by H . J. Whitmore, Denison, Tex.; "Depths of Pene
tration with Different Amounts of Preservatives," by David 
Allerton, Madison, Ill. ; " Benefits of the Annual Meetings," by 
William Townsley, Jr., Cleveland; "Withdrawal of Creosote 
from Wood by Subsequent Vacuum," by C. E. Chanute, of 
Chicago, and "General Review of Timber Treating in This 
Country," by John T. Logan, Texarkana, Tex. 

This list of papers indicates the varied aspects of the art of 
wood preservation. It is the province of the Vv ood Preservers' 
Association to maintain a high standard of professional pro
cedure in the work. One point brought out which may be of 
some importance to electrical men interested in the preservation · 
of pol es is that creosote penetrates farther into wood than the 
discoloration of the wood would indicate. Officers were elected 
as follows: President, John T. Logan, Texarkana, Tex.; 
vice-presidents, Andrew Gibson, of Brainerd, Minn.; R. J. Cal
der, Galveston, Tex., and D. Burkhalter, of Bradford, Pa.; sec
retary-treasurer, F. J. Angier, 1033 First National Bank Build
ing, Chicago. The next annual meeting will be held in Chi
cago on Jan. 16 to 18, 1912. 



JANUARY 28, 1911.] ELECTRIC RAILWAY JOURNAL. 161 

TEMPORARY ORGANIZATION OF ILLINOIS ELECTRIC 
RAILWAYS ASSOCIATION 

A t a meeting of Illino is electric railway operators held at the 
Great Northern Hotel in Chicago on J an. 19 temporary organ
ization o f the Ill inois E lectric Rai lways A ssociation was ef
fected. H. E. Chubbuck, vice-president executive of the Illi
nois Traction System, Peoria, was elected temporary president, 
and C. E. F lenner , auditor of the A urora, E lgin & Chicago 
Railroad Company, Chicago, was elected temporary secreta ry. 
G. W . Q uackenbush, traffic manager of th e Illinois Traction 
System at Springfield, acted as tempora ry chairman o f the 
meeting. 

T he names of the companies represented at the meeting and 
of the gentlemen present fo llow: 

Chicago, A urora & DeKalb Railroad Company, A urora-Jo
seph O'Hara. 

Chicago & Southern T raction Company, Chicago-W . B. 
Tark'ngton, Robert A . Ba rnett and Charles Ol denburg. 

DeKalb, Sycamore & Ir:terurban Traction Company, DeKalb 
- A. Norman. 

Cent ral Illinois Public Service Company, Mattoon-Marshall 
E. Sampsell and Charles H . Cox. 

Chicago, Ot tawa & P eoria Railway, Ottawa-A. E. Black
burn and H. J. Vance. 

Sterling, D ixon & Eastern Electric Railway, Sterling
Henry S. Dixon. 

Joliet & Southern Tracti on Comp any, J oliet-L. D. Fisher. 
Aurora, Elg'n & Chicago Railway, Chicago-R. Breckinridge, 

B. E. Merriman, C. E. Flenner and J. W . Brown. 
Illinois Traction System-C. F. H andshy, of Springfield; 

H. E. Chubbock, of Springfield; G. W . Quackenbush , of 
Spr ingfield, and J. D. Maynes, of Champaign. 

Chi cago & Joliet Electric Rai lway, J oliet-]. R. Blackh all , 
W. H. Heun and A. vV. J ordan. 

Springfield Consolidated R a: lway, Sp ringfield, and Rockford 
& Interurban Railway, Rockfo rd-A. A. Anderson. 

East St. Louis & Suburban, East St. Louis, and Al ton, Gran -
ite City & St. Louis Traction Company, A lton-C. F . Hewitt. 

Elgin & Belvidere E lectric Company, Chicago-W. L. Arnold. 
T erre Haute & W estern Railway, P aris-T. F. Grover. 
Chicago & Milwaukee E lectric Railroad, Chicago-E. E. 

Downs. 
Galesburg & Kewanee Electric Railway, Kewanee- R. H . 

Haywood. 

Mr. Quackenbush called the meeting to order , and Mr. Flen
ner acted as secretary. M r. Quackenbush explained the pur
pose of the meeting, which was to form a permanent organiza
tion of the electric railway men of Illinois. He reci t ed the 
history of the Interstate E lectric R ailway Associat ion, formed 
in Illinois six yea rs ago to act as a clea ring house for inter
change of mileage, and said th at through lack of interest that 
association had virtually gone out of existence. The present 
organization is, in a way, a successor to it. On Dec. 1 last a 
preliminary meeting was held to form an association to em
t race all the street railways, elevated rai lways and interurban 
railways in the State, and Mess rs. Q uackenbush, Fish er and 
Flenner were named as a committee at that meeting to issue a 
call fo r the present meeting. 

C. D. Emmons, general manager o f the Fort Wayne & 
\Vabash Valley Traction Company, Fo rt Wayne, Ind., was in
troduced as representing the Central E lectr ic Railway Associa
tion and made a pl ea to the Illinois men to join that associa
tion. H e related its history and sai d that it had fifty-two mem
ber companies in Mich;gan, Ohio, Indiana and Kentucky, with 
a total mileage of 4000. Its scope is broad enough to take in 
other States, and the speaker urged the appo intment of a com
mittee to consider th e matter of joining the Central E lectric 
Railway Associat ion. T he latter, he said, would be per fectly 
willing to change its organization so that Illinois would have 
full representation. The Cen tral E lect ric Railway Association 
holds meetings every two month s, and if it be urged th at there 
is no physical connection between th e Indiana and Illinois roads 

Mr. Emmons argued that that was also true in the case of 
some of the territories already served by member companies 
of the Central Associati on. He spoke of the advantages of the 
association's mil eage book, which could be changed to embrace 
Illinois, and spoke of the good work done by his association's 
committees on standardi zation, insurance and carrying United 
States ma: I. The associati on's claim index bureau is also of 
g reat value fo r the prevention of fraud. The importance of 
the properti es in Illinois was appreciated. At the same time 
Mr. E mmons thought that the Illinoi s men needed the support 
of the Interstate o rgani zation, especially as in a short time it 
is probable that the electr ic ra' lways of Illinois and Indiana 
will be connected physically. The matter should be considered 
fro m a broad business point of view, and if the Illinois men 
wo uld join th ere would be a strong electric railway association 
in the Central W est only second to the national assoc'ation. 

F. I. Hardy, Fort Wayne, Ind., also spoke for the Central 
Associati on, directing his remarks particul arl y to the advantages 
of th e Central E lectric Railway Traffic Association. He spoke 
of the benefi ts o f the common mil eage book and also of the 
work of the standardization committee, the latter having been 
a great help in traffic relat'ons of the various companies and a 
great incentive to th e shipping of freight over different roads, 
so that now a shipment may be made from Toledo to Indian
apolis, a distance of 2 70 miles, within twenty-four hours. 
Standard for ms of tickets, st andard passenger tariffs, through 
ticket s, through check'ng of baggage, official classification 
books and uni fo rm exception sheets are also some of the bene
fits which have accrued fro m the efforts of the Central Asso
cia tion. These advantages and also such details as excess bag
gage rates, milk tariffs and other result s of concerted action 
have given the electric r ailways of the States mentioned pres
tige with the t raveling publ:c and wi th steam railroads. A 
permanent secretary and a central office are ma intained. 

A. A. Anderson, of Springfield, Ill., a form er president of the 
Central E lectric R ailway A ssociation , said th e work of that 
association had been very beneficial, and he believed that the 
Illinois compan'es should consider se riously the desirability of 
affi li ating with it. 

Mr. Emmons added that the Central A ssociation is about to 
issue an official interur ban rail way map o f the territory which 
it covers, and also an official interurban guide. I llino is roads 
should be shown in both these publications. It was explained 
that the State work is taken care of by the State peopl e, as the 
Central Association is exclusively an interstate association. 

The matter of affiliating with the Central Assoc'ation was 
discussed in executive session by the representatives o f the 
Illinois companies, and if was decided to go ahead with the 
temporary organization of the Illinois associat:on and take up 
th e mater of possible affi liation later. 

After an adjournment for luncheon Messrs. Blackhall, Hand
shy, Hewitt, F lenner an d Tarkington, who had been named in 
the executive session as a committee to nomi1,ate a temporary 
president and secretary, repo rted the names of Messrs. Chub
buck and F lenner, and these gentlemen were elected, as stated 
above. 

To get the new association in working order various com
mittees were appointed, as fo llows: 

Executive Committee-E. C. Faber, Chicago ; A. A. A nder
son, Springfield; C. F . Handshy, Sp ringfield; M. E . Sampsell, 
Mattoon, and J. R. Blackhall, Joliet. 

Constitution and By-Laws-George W. Quackenbush, Spri ng
field ; L. D. Fisher, Joliet, and T. F . Grover, P aris, Ill . 

On Affi liat:on with the Central Electric Railway A ssociation
H. J. Vance, Ottawa; Charles H. Cox, Mattoon, and B. E. 
Merriman, Wheaton. 

Membership-W. L. Arnold, Chicago; J oseph O'Hara, Au
rora, and R. Breckinridge, Chicago. 

The companies represented at the meeting subscribed to the 
temporary organization, although some of the rl'.presentatives 
did so with the proviso that their action was subject to formal 
approval by super:or officers. The name " Ill inois Electric Rail
ways Association" was adopted, and the questi on of admitting 
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supply men was left to the committee on constitution and 
by-laws. After a general discussion and the adopt:on of a 
resolution of thanks to the representatives of the Central Elec
tric Railway Association for their attendance adjournment was 
taken until IO a. m. on Feb. 17, when a meeting will be held at 
the Great Northern Hotel, Chicago, to perfect the organization. 

---•·•·----
ANNUAL MEETING OF THE CENTRAL ELECTRIC 

RAILWAY ASSOCIATION 

At the annual meeting of the Central E lectric Railway Asso
ciation held at the Claypool Hotel, Ii;idianapolis, Ind., on Jan. 
19, 19rr, officers for the ensuing year were elected as follows: 
President, E. B. Peck, vice-president Indianapolis Traction & 
Terminal Company, Indianapolis; first vice-president, 'vV. S. 
Whitney, general freight and passenger a6ent Ohio Electric 
Railway, Springfield, Ohio; second vice-president, A. VI/. 
Brady, president Indiana Union Traction Company, Anderson, 
Ind. ; treasurer, A. L. Neereamer, India,1apolis. The members 
of the executive committee elected for the year are as follows: 
H. A. Nicholl, C. N. Wilcoxon, J. H. Crall, T. C. McReynolds, 
C. L. Henry, George Whysall, R. A. Crume, F. W. Coen, E. F. 
Schneider, S. D. Hutchens, F. W. Brown, J. F. Jeys , M. J. 
Insull and A. A. Anderson. 

The meeting was well attended by members of the associa
tion and 19 new members were elected to membership. The 
day's proceedings were not confined so closely to the reading 
and discussion of set papers as is ordinarily the case. During 
the morning session the report of the standardization commit
tee was read and approved without discussion. The report was 
substantially as presented in the ELECTRIC RAILWAY JouRNAL 
of Jan. 14, page 70. In substance, the committee recommended 
the adoption of the automatic system of air-brake equipment 
for electric interurban railway service. Other recommenda
tions made by the committee related to the desirability of 
adopting standard heights for bumpers on electric railway 
cars and the use of anti-climbers on the faces of bumpers. 

President Whysall stated that as there were no members of 
the insurance committee in attendance at the meeting a report 
from this committee would be deferred until such time as 
definite action has been made by a similar committee appointed 
by the American Electric Railway Association. He also 
stated that owing to the absence of the members of the vigi
lance and membership committee no report would be forth
coming from that committee. He said that C. D. Emmons, 
chairman of this committee, was attending a meeting of the 
electric railway men of the State of Illinois at Chicago and 
endeavoring to get them to join the Central Electric Railway 
Association instead of organizing a new association for the 
State of Illinois. Later in the day the president received a 
message from Mr. Emmons stating that the Illinois men had 
perfected a temporary organization, but that a committee had 
been appointed to confer with the members of the Central 
Electric Railway Association to determine on what basis the 
railway men of Illinois could join forces with the Central 
association. 

The paper read by C. G. Young, New York City, on "Logi
cal Basis of Valuations of Interurban Street Railways," which 
was published in abstract in the ELECTRIC RAILWAY JOURNAL 
of Jan. 21, r9II, page rrs, opened up many new lines of thought 
regarding the relations that exist between the public and the 
public service corporations. Following the presentation of this 
paper a discussion prepared by F. Lavis, consulting engineer, of 
New York City, was read. An abstract follows: 

In beginning his remarks Mr. Lavis asserted that most 
of the opponents of the policy of valuation started off with the 
argument that the value of the purely physical elements did 
not represent the value of the property. Of course it did not. 
One would hardly suppose that this could be put forward 
seriously, but it had been, not only once but frequently, and 
recently. The so-called intangible values must be considered 

in making any valuation for the purpose of protecting the in
vestor from the effects of improper inflation of capital, the 
public from the imposition of unjust rates, or to compel ade
quate service. In a determination of the real worth of a prop
erty a careful appraisal of the value of the physical elements 
must be the · first step taken. The gross or net earnings, market 
va;ues and amounts of stocks and bonds, etc., all had a cer
tain weight, but the weight or value they had could not properly 
be determined without due reference to the physical value. If 
it were not for so many statements to the contrary, this would 
seem to be self-evident. Mr. Lavis favored decidedly the cost 
of reproduction as a basis for valuation, with unit prices 
based on a fair average for several years, although the Supreme 
Court of the United Sta1rs had apparently decided that the 
original cost must be taken into consideration. 

Mr. Lavis had been surprised in looking up some informa
tion on the subject of valuation to find a widespread objection 
among railroad men to valuation for any purpose whatsoever, 
but he believed that this was largely because they felt that 
they did not know how or by whom such valuations were to 
be made, or what use was to be made of the data after they 
were obtained. He believed that the valuations should be 
undertaken by the federal government if for only one reason, 
to get away from the almost insuperable difficulties incidental 
to division of the property of railroads at the State lines by 
the States themselves. If valuation was to be made a basis 
for rate regulation, such regulation should be of the aggre
gate rates, and the adjustment of individual rates should be 
left to the railroads themselves. There should be an under
standing that the ascertainment of the value of the physical" 
elements was simply an item of information for the use of the 
government authorities. Such valuation should be intrusted 
only to a thoroughly competent body of men, some of whom 
at least should be engineers , and all we ll qualified by training 
and exper ience in railroad affairs. 

Mr. Lavis thought that the classification of the rate of re
turn made by Mr. Young was admirable as a basis on which 
to start a consideration of the proposition. There must not, 
however, be any definite rate as the maximum. If one of the 
rates should be fixed as the amount which the operating com
pany was to have all to itself the property should be allowed 
to earn as much more than this as it could and divide the 
extra amount in some equitable way with the State. No scheme 
would work which removed the incentive to continued im
provement, and the only incentive which really counted was 
money. 

It seemed to Mr. Lavis that it was incumbent upon the rail
road men of the country to present their ideas of the con~ 
trolling elements in valuation instead of lying back and say
ing that valuation was entirely useless and leaving it to the 
various commissions to say how it ought to be carried out and 
what ought to be done. 

A. W. Brady, president of the American Electric Railway 
Association, stated that the paper read by Mr. Young was one 
of the most able and thorough treatises to which· he had ever 
listened. He thought that it would be useless for the mem
bers of the association to endeavor to discuss all of the vari
ous commendable references made in the paper without a 
further opportunity to digest them. Mr. Brady believed that 
the fundamental subjects so carefully treated by Mr. Young 
were of the greatest importance to all electric railway men. 
The experiences during the past few years at Chicago and 
Cleveland, and those now being had at Detroit and Toledo and 
a few other large cities, made the questions of valuations, rate 
of return, securities, capitalization and operating expenditures 
of the greatest possible interest. The questions involved in 
Mr. Young's paper could not be solved in a year or in a quar
ter of a century. In the minds of a large part of the public 
to-day some public service companies had no· right to live. 
This reflection of the mind of the public was due to a lack of 
knowledge of just what rights the companies had and what 
they were really trying to accomplish. The public had an idea 
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that public-service properties owned by independent interests 
must be treated differently from properties owned by com
panies engaged in other lines of work. Since railways enjoy 
certain public privileges they must expect some kind of regu
lation. There seemed to be a prevailing idea that the public 
service companies should be curtailed in their earning capaci
ties in order that the properties should earn only a minimum 
rate of interest on the investment. Instead of giving the rai l
ways the same privilege of earning a fair rate of pro fit that is 
expected in other lines of business, the public seemed to think 
that they should not be allowed a fr ee hand in the matter of 
developing their business to make a fai rly good earning propo
sition. Mr. Brady cited the case of railroad projects which 
had been developed at a great expense in mountainous and 
sparsely settled districts. H e stated that wherever financial 
men were induced to place their money in a proposition involv
ing tremendous difficulties they should at least be allowed to 
expect to get a larger percentage on their money than they 
would if they were supporting a less speculative venture. He 
did not think that the American public should continue to ex
pect financial men to place their money in projects without a 
chance of a fair interest return. H e stated that a great deal 
o f criticism had been directed toward the railroads because of 
the so-called "watered" stock. He did not believe that the 
electric railways of the United States need apologize for their 
''watered" stock, as th is was the only means that was per
missible to-day whereby the investor could get an adequate re
turn on his money. H e thought that the tentative percentages 
which M'.r. Young laid down as a fa ir rate of return on invested 
capital formed a very commendable schedule, al though he 
stated that the questions involved could not be discussed off
hand. He suggested that if careful study of the subject 
referred to was made by the railway men present , a very inter
esting discussion of the subj ect could be had at a future meet
ing of the association. 

At the afternoon session Joseph A. McGowan, secretary and 
treasurer Terre Haute, Indianapolis & E astern Traction Com
pany, gave a pleasing impromptu talk on "Relation of the Com
mon Carrier to the Public." After paying tribute to the mem
bers of the Central E lectric Railway Association for the good 
work they had done in the past for the electric railways of the 
States which they represented, he said that the deve lopment of 
th-: electric interurban railways during the past IO years, as 
compared with the development of the steam roads during the 
past 60 or iO years, was next to marvelous. H e believed that 
the progress made by the electric railways was due to a great 
extent to the close relations that had existed between the pub
lic and the railway companies and between the ra ilway com
panies and their employees. H e stated that i f these pleasant 
relations should be continued he could see a great future for 
the electric railways, as, with loyalty and enthusi asm existing 
between the interests mentioned the public service companies 
would be able to accomplish great things. Because of the im
provements that had been made in the means o f t ranspo r tation 
in the past he stated that we might well expect wonderful 
achievements to be accomplished during the next decade. 

The report of the secretary and treasurer for the year 1910 

was read. This report was published in last week's issue of 
this paper. 

President Whysall took occasion to compliment the members 
who had given their hearty support on the various committ.ees 
to which they were appointed during the past year. He stated 
that the work done during that period by the members of the 
Traffic Association was commendable. T hese men have met 
frequently to discuss matters pertain ing to tariffs, etc., and 
although they had not been given, in many instances, a free 
hand to develop the ideas that had come to their attention 
they had accompl ished a great deal of good for the industry 
in the Cent ral States. He thought it was the duty of every 
railway company to give its best suppor t to this association. 
He also expressed his gratitude to the members of the stand
ardization committee who had worked conscientiously during 
the past year to bring about uni fo rm standards in car equip-

ment. He recommended that the superior officers o f railway 
companies should insist that the members of committees from 
their companies, appointed by the president of the Central 
E lectric Railway Association, should attend all meetings of 
those committees. He also thanked Secretary N eereamer for 
the good work he had done during the past year. 

A fter his election and upon being conducted to the chair 
President-elect Peck made a short address. He said he had 
noted in the report of the secretary that the association had 
lost one member company during the past year. He urged that 
every member of the association do everything possible to get 
this member back into the association during the coming year 
and with it several other companies which are not now mem
bers. He stated that he believed this association was the 
strongest and most successful of the State associations and 
that more than ever before could be done in the future for 
the benefit of the industry through close application and 
thorough co-operation of the members. 

When called upon in behalf of the executive committee 
Martin J. Insull, general manager Louisville & Northern 
Railway & Lighting Company, recommended that a claim ad
justers' assoc iation be organized as a part of the Central 
Electr ic Railway Association. He stated that there were sev
eral members of this association who had a national reputation 
because of the ir advanced ideas on matters pertaining to the 
equitable adjustment of claims. If such an association was 
organized he thought much good could be accomplished and 
the heavy drain now made on railway companies by unjust 
claims could be reduced materially. 

James A nderson, general manager of the Sandwich, Windsor 
& Amherstburg Railway, Windsor, Ontario, in a very pleasing 
address expressed the hope that the United States and Canada 
would have even closer trade alliance than at present. He 
thought this would be equally beneficial to the residents of 
both count ries. 

A. Shane, general manager Indianapolis, Columbus & South
ern Traction Company, stated that the paper presented by Mr. 
Young earlier in the day suggested a line of thought regarding 
the valuation of proper ties that is se r ious to contemplate. He 
said the present agitation throughout the United States regard
ing the earnings of public carrying companies is unjust. He 
reviewed the history of railroads built in the United States. 
The men who fi nanced the first railroads, with but few excep
tions. lost all of the money they invested in the properti es. He 
said that the people who have had their money invested in 
properties for the past few years are get ting very small interest 
on thei r money and the phys ical value of the properti es has de
preciated largely. He stated that with but very few exceptions 
there are no first-class railway systems in the Uni ted States. 
The roads have been built and rebuilt from time to time to meet 
the existing demands for additional transpor tation facilit ies 
until the money originally invested has been r eplaced many 
times by investors. For th is reason he thought that the com
plaints made against railroads for having so-called "watered" 
stock were far-fe tched. Unless the investor could be assured 
that he would receive a fair percentage on the money invested 
it would be a difficult matter in the future to get the necessary 
money with which to make improvements. The future growth 
of the industrial world of the United States depends to a 
large extent on the maintaining of the credit of the carrying 
companies. He recommended that the electric railway com
panies keep the public well informed of the things they are 
doing. By thus educating the public and by being frank and 
open regarding company matters many of the troubles of the 
past can be eliminated and better conditions will result. 

G. W. Parker , general express agent Detroit U nited Rail
way, stated that the interests of th e railway companies could 
be better conserved by closer co-operation between the rai lway 
men and the public. 

W. H . Evans, superintendent of motive power Indiana 
Union Traction Company, stated that the standing of the 
Central Electric Rai lway Association in the railway field is 
shown by the fact that several of the members hold importan t 
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offices in the American Electr ic Railway Association and in the 
past have origin ated many things that have resulted in good 
for the electric r ailway cause. He urged that the railway men 
of the Central States aid the committees of the American 
association materially in their work by replying promptly t o 
requests for information sent out by the big associat ion. 

The next meeting of the association will be held at Colum
bus, Ohiq, on March 23, 191 r. 

---•·♦·----

WISCONSIN ELECTRICAL ASSOCIATION AT MILWAUKEE 

The Wisconsin Electrical Association convention, compri s
ing representatives from the elec tric lighting and electric rail
way properties of the State, was called to order Wednesday 
morning, Jan. 18, at the H otel Pfister, Milwaukee, by Vice
president George B. Wheeler, o f Eau Claire, in the absence of 
President Clement C. Smith , who was deta ined from the ses
sions by illne ss. Nearly roo members, including operating men 
and supply salesmen, were present. A commendable feature of 
the convention arrangements was the provision o f identi fica tion 
tags bearing the inscription : " I am --- ( name), from---. 
My company is ---. Glad to meet you. W ho a re you?" 
with blanks fo r the insertion of names. At the special sug
gestion of IVI'.r . Wheeler these tags were pp t on and worn by 
every member of the convention, including the older m en, so 
that the younger and newer members might more easily be
come acquainted. T he minutes of the summer meeting at Osh
kosh and the secretary's r eport were presented by Secretary 
D. S. A llen, o f Lake Geneva. It showed the assoc iation to be 
in a fl ouri shing condition with more than $ r ,ooo deposited to it s 
cr edit in bank and all bills paid. 

P UBLICITY 

Ernest Gonzenbach, of Sheboygan, read a pape r on " Pub
licity Campaigns," in which he advocated care fully prepared 
advertising directed to the ultimate consumer o f public-utility 
service. The good will of customers should be cultivated di
rectly, without reverting to political middlemen for favors. 
The speaker discussed newspapers, company publications, bill
boards and street car cards for advertising purposes, and 
pointed out that in any case the material used must be exceed
ingly well-written and pungent to compel attention and be suc
cessful. He advocated the use of space in those newspapers of 
largest circulation, regardless of editorial policy or journalistic 
class, observing that the large number of the lower element of 
readers are quite as good public service customers as the so
called better class of cit izens. \Vhen the newspaper's editor ial 
policy is app reciative of the company it is well enough to use 
advertising space, said Mr. Gonzenbach, but the reasons are 
far greater fo r doing so if the paper is an tagonistic, as care
fu lly prepared rebuttals should then be employed to counteract 
un favo rable statements in the reading columns. Street car 
advertising should supplement the use of billboards, espe
cially where the electric light company operates both util ities. 
The best adverti sing space in the ca rs should be retained for 
th is purpose. Before closing, Mr. Gonzenbach deplored the 
act ions of those public service managers who to secure peace 
at any cost submit to impositions from customers or interests. 
Such peace, without honor, and at t he cost of self-respect, will 
never bring prosperity. The public admi res a plucky fighter, 
and if it can be convinced that the cor poration's position is 
sound and is undergoing attack from unworthy motives the 
offending elected representative will be thoroughly discr edited 
and the contest result to the company's advantage. 

W. H. Winslow, of Superior, spoke of the n ecessity for 
care in preparation of advertising matter, and Glenn Marston, 
of Chicago, urged that newspaper advertising sh ould be un der
taken only with the view of securing direct resul ts f;om read
ers, avoiding any purpose of tribute. He advocated the use of 
copy prepared by experts who understand public sentiment, 
which tells its story directly and avoids technicalities. Mr. 
Marston recommended a policy of absolute frankness in public 
service management. 

At the opening of the afternoon session a brief address was 
was heard from T. F. Grover, former president of the associa
tion, now at Terre Haute, Ind., and telegrams of congratula
tion to the convention were read from Messrs. H. J. Gille, 
Minneapolis, Minn.; J. H . Harding, Los Angeles; D. C. Jack
son, Boston, and Harold Almert, Chicago, all of whom were 
fo rmerly identified with the association. A. W. Brady, presi
dent of the A merican Electric Railway Association, also tele
graphed extending the national association's greetings and ask
ing the co-operation of the vVisconsin men. 

SOME PRINCIPLES ESTABLISHED BY THE WISCON SIN RAILROA D 

COMMISSION 

Edwin S. Mack, of the law fi rm of Miller, Mack & Fair
child, Milwaukee, then presented an instructive and carefully 
prepared d iscussion o f the " Principles Established by the De
cision of the \1/isconsin Railroad Commission." An abstract of 
his paper follows. 

Mr. Mack first reviewed some of the principles established by 
the Wisconsin Railroad Commi ssion regarding public utilities . 
Good service to the public was exacted by the commission, and 
if, upon investigation of a case, it was found that an increase 
of rates was necessary to enable good service to be rendered 
the commi ssion was disposed to o rder an increase. The adjust
ment o f rate cases involved study of many factors. From the 
gross ea rnings the operating expenses and taxes must be sub
tracted, wh:!e the rate of dep reciation due to age and wear, the 
reasonablen ess of return, the cor rect prin ciple on which the re
turn was to be based and the percentages allowable for interest 
and profit must be determined. T he costs must be properly 
proportioned among the various classes of se rvice so that each 
should pay its share. 

Mr. Mack said that the gross earnings and operating ex
penses were usually taken from the company's books and were 
verified by examination and study of the property in operation. 

In cons:dering the principal on which the return was to be 
based, Mr. Mack pointed out that different principles apply from 
those in the case o f property havin g an open market value. 
The principal used might be taken as the funded debt or bond 
issue, plus the capital stock and investments. If it was neces
sary to appraise the tangible property its orig=nal cost, including 
additions, might be considered, or cost of reproduction new, or 
present value-that is, reproduction value minus depreciation. 
Added to this was the "service" value, engineering, etc., neces
sary to m ake up the integral parts of an efficient mechanism. 

T he "actual total investment" was generally taken as the basis 
fo r r ate making when it could be shown that the expenditures 
had been prudent compared w ith the present value of the in
vestment and that o rdinary busin ess sagacity had been em
ployed. W hen excessive o r imprudent investments, not com
mensurate with the valu e of service to the customer, had been 
made a corresponding reduction would be ordered in the prin
cipal amount. All values, whether gifts, surplus earnings or 
new capital, were considered as actual parts of the investment 
by the commission. The sale of bonds was recognized by the 
commiss=on as the modern method of raising capital, and bond 
discounts were viewed as prop er items of cost. 

"Cost o f going value"-that is, the expenditure necessary 
before the bu siness reached a profitable condition, with organ
izat ion perfected, customers connected and harmonious opera
tion prevailing throughout its mechanism-:,vas also regarded as 
an item of the investment. The "cost of going value" was 
computed by the commission by the method illustrated in the 
diagram published herewith. This shows the elements of the 
business during the first year, given over to construction; the 
secon d year, when partial operation began, and the following 
years, during which the business expanded normally until the 
income finally exceeded the costs and a profit was realized by 
the company. 

Mr. Mack stated that interest at the rate of 6 or 7 per cent 
would be allowed on go ing value, the higher figure where the 
service was good and it could be shown that the plant was not 
bu:lt ahead of public needs or in an excessively expensive or 
unwise manner, that there were no present prospects of profits, or 
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that" the past management had not been incompetent. Obviously 
according to the commission's doctrine, public utilities could re
trieve errors or losses, as could be done by private enterprises. 
When a good return had been earned continuously from the 
beginning of work no cost of go=ng value would be allowed by 
the commission. 

When the investment in the property was not ascertainable 
or it became necessary to check or approximate such invest
ment recourse was had to the appraisal of the elements of the 
property by the valuation staff of the commission. Added to 
the sum of the costs of the elements of the plant as appraised, 
a general allowance of IO to 12 per cent was usually made for 
the expenses of combining the plant in '' harmonious opera
tion." Of the usual 12 per cent allowance, which applied to all 
\mt store supplies and paving, s per cent was credited to engi
neering, 4 per cent to _interest during construction and 3 per 
cent to legal expenses, commissions and contingencies. In addi
tion there had been allowed fo r stores and supplies, as part of 
the working capital, up to 1.5 per cent in some cases. The 
depreciation factors for getting present values were obtained 
from curve sheets issued by the commission, showing var:ous 
rates of depreciation applicable to elements suffering different 
degrees of wear and obsolescence. 

The commission had refused to place a capital value on "suc
cessful good judgment" employed in locating a site, allowing 

Interest 
1 2 s 4 .s 6 ? B 9 10 11 rn 13 1-q; 

Diagram Showing Method of Computing "Going Value" 

only for the amount of money actually expended in acquiring 
the site. Allowance was made for non-operating property held 
for reserve or emergency use, but not for discarded equipment 
or equipment held beyond plant requirements. 

"Good will" as an element of public utility value was not 
recognized by the commission. Mr. Mack said that the commis
sion held that this intangible asset, applicable to a private com
petitive business, did not hold in a public monopoly. Franchises 
were recognized as having value, but this vahte could not prop
erly be considered for rate-making purposes, the commission 
had declared. The commission carefully d:stinguished the ele
ments of interest and profit, decreeing for the first a reasonable 
rate of return on the investment, beyond which the surplus 
became profit. The commission frequently allowed 8 per cent, 
chiefly for electrical industries, while water companies were re
stricted to 7 per cent and sometimes 6 per cent. Municipal 
plants were limited to 4 per cent. 

Mr. Mack added that there had been a tendency in Wisconsin 
to lose sight o f the parts of a business in consi deration of the 
whole, although this, of course, was contrary to cost distribu
tion methods. The cost of service was generally held to con
trol the rate to be charged, although this had been modified in 
the case of small customers so as to enable them to secure 
service at a cost which should not be prohibitive. 

Following the presentation of Mr. Mack's paper, State Sena
tor G. B. Hudnall, of the Wisconsin Legislature, was intro
duced to the convention as "the fat her of the public utili.ty 
commission law of Wisconsin." He remarked that the success 
of the act had been due to the high personnel of the commis
sion and to th e co-operation of the companies themselves. 

BUSINESS MEETING 
A new constitution for the Wisconsin association was pre

sented by Irving P. Lord, of Waupaca, chairman of the con
stitution committee, and was ratified by the convention after a 
1,rief discussion. The committee on affiliation with the National 
E lectric Light Association, consisting of P. H. Korst, of 
J anesville; L. L. Tissier, of De Pere, and W. R. Putnam, of 
Marinette, reported against such affil iation owing to the dif
ference in eligibility rules and the resulting possible exclusion 
of valuable members from the local association. Co-operation 
in every way with the national association was recommended 
by the committee. 

BANQUET 
The association dinner was held W ednesday evening m the 

Red Room of the Hotel Pfister. Acting-president G. B. 
Wheeler introduced as toastmaster C. N. Duffy, of Milwaukee. 
This genial gentleman, between appropriate introductory re
marks of his own, called upon F. C. Bolles, Milwaukee; C. M. 
Axford, Chicago; I. P. Lord, Waupaca; Professor Brecken
ridge, of Yale University; Oliver C. Fuller, banker, Milwaukee, 
and Prof. Shailer Matthews, of the University of Chicago, all 
of whom responded in humorous vein. The address of Profes
sor Matthews, however, included also a more serious and con
templative view of the changes under way in industrial condi
tions and their significance. The increasing personal consid
eration gran ted employees, the responsibilities of capital and 
wealth, and the hopeful signs for the future of business and 
industry directed by trained men were some of the subjects 
discussed in this talk. 

ELECTRIC LIGHTING SUBJECTS 
Thursday morning's session was opened by A. ]. Goedjen, 

superintendent of tests for the Milwaukee Electric Railway & 
Light Company, with a paper on "Meters and Meter Testing." 
Mr. Goedjen's paper was discussed by J. M. Cadby, meter ex
pert of the Wisconsin commission; I. M. Lord, E. Gonzeribach, 
Prof. C. M. Jansky, of the University of Wisconsin; Mr. 
McNaughton and H. G. Nutting, of Fort Atkinson. 

Frank A. Cannon, secretary of the Citizens' Association of 
Milwaukee, appeared before the association to enlist its 
sanction and co-operation for an electrical show to be held at 
the Auditorium in Milwaukee next January, following the 
Chicago show. C. M. Axford, of Chicago, also read a paper 
on "Ornamental Street Lighting" discussing electricity as an 
adverti sing medium. M. C. Ewing, of Wausau; R. M. Kim
ball, of Kenosha, and C. N. Duffy, of Milwaukee, also re
counted their own companies' experiences with special lighting. 

REPAIR SHOP PRACTICE 
At the a fternoon session \V. J . Kelsh, master mechanic and 

chief engineer of the Eastern Wisconsin Railway & Light 
Company and the Wisconsin Electric Railway Company, Osh
kosh, read a paper on "Electric Railway Repair Shop Prac
tice." An abstract of this paper was published on page 122 in 
the ELECTRIC RAILWAY J ouRNAL for Jan. 21. W. H. Stevenson. 
Chicago, commenting on the costs of car repairs given by Mr. 
Kelsh's paper , pointed out that the overhead items of heat, 
light, rental, etc., were omitted, and that these items would 
increase the figures by 20 per cent to 30 per cent. A 38-ft. car, 
he said, could be painted and finished for $120. While this 
figure includes the cost of removing old paint, this is offset by 
the resulting fi lled condition of the wood, which avoids the 
use of several fi rst coats of fillers. 

Mr. Kelsh said about 2.5 gal. per coat would be required 
for a 38-ft. interurban car, while I gal. per coat was needed for 
an 18-ft. car . A single-truck car can be scraped, cleaned, 
painted and released from the shop in 15 days, three men work
ing alternately on two cars. 

J. C. Justensen, of Wausau, told of the method used to 
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keep his commutators in good shape where his cars are re
quired to make 400 miles a day. Once a week each car is run 
back and forth on a three-block length of t rack near the 
barns while one of the crew holds a piece of grindstone against 
the commutator. By this method the commutators need truing 
only once in three years. 

Mr. Mullet, of the Milwaukee system, said this scheme had 
been used without success on the commutators of single-phase 
motors on 80,000-lb. cars operated by his company, but that 
the commutator required turning every three months. Emery 
shoes, he said, enabled wheels to show service of 180,000 miles 
before being trued. 

Mr. Kelsh advocated the slotting of commutators now that 
efficient tools are available. The early method was to mount 
the armature in a lathe and then with a narrow tool bolted in 
the tool rest to plow along the slot by manipulating the car
riage feed back and forth several times. This was a tedious 
task, but the modern tools enable the mica to be undercut 
quickly by a little motor-driven saw. Mr. Kelsh also said 
that 50 per cent more babbitt metal was required with oil than 
with grease. 

INSURANCE 

C. N. Duffy, comptroller of the Milwaukee Electric Railway 
& Light Company, discussed the subject of "Insurance," re
counting the experience and policy of the Milwaukee company. 
After referring to the excessive insurance rates generally 
charged on central station and electric railway properties, in 
spite of modern construction methods. Mr. Duffy pointed out 
that the subject of insurance affects railway properties more 
than electric lighting companies on account of the farmer's 
large proportion of perishable properties in car stocks. In 
1908 the Milwaukee company expended $15,000 in carrying out 
changes in its car houses recommended by the insurance in
spectors, including the institution of fire drills, approved stor
age of oils and paints, cleaning of pits and concealed spaces. 
lowering of trolleys in car houses, provision of waste cans, 
extinguishers and sprinklers, etc. These changes at a cost of 
$15,000 secured a reduction in rate from $1.40 to $1 per $100, 
involving a yearly saving on $2,000,000 of the difference 
between $28,000 and $20,000 for the Milwaukee city lines car
barn property. The placing- of this insurance is divided 
among all of the Milwaukee agencies, following a policy estab
lish ed by Mr. Beggs a number of years ago. No insurance is 
carried on the fireproof Public Service Building or the two 
power plants of the company. The Milwaukee company has 
instituted a fire-insurance reserve of $500,000, the 5 per cent 
annual interest on which, $25,000, goes back to the fund. Five
eighths of r per cent of the gross earnings of the company are 
also credited to the fund in monthly instalments, after paying 
the current insurance premiums. The ability of the company to 
carry its own insurance risk if necessary probably exerted a 
potent influence in obtaining the reduction which the insuranc,: 
companies finally consented to give. Mr. Duffy advocatd the 
display of consideration and reasonableness by both e;ectric 
companies . and insurance agents in securing the desired de
crease in rates on electric properties. 

A. K. Ellis, of Appleton, explained how, by the expenditure 
of several hundred dollars in carrying out recommendations, 
his company had secured a rate reduction from $1.84 to $1.50. 
R. M. Kimball, of Racine, said that in the case of the first fire 
his company sustained under classified insurance rates the 
company was forced to share the loss with the insurance peo
ple. Later he insisted on a blanket rate, without classification, 
and when the second fire occurred the adjustment was a satis
factory and simple matter. F. A. Hecker, of Antigo, told of a 
reduction from $2.50 to $o.8o secured by rebuilding the 
plant. 

Mr. Douglass, commercial engineer of the Milwaukee com
pany, deplored the often too literal interpretation of insurance 
ruling without individual judgment, citing a case where a 
500-volt motor in the center of a found ry where molten metal 
was poured was required to be inclosed in a brick compartment 
for "fire-protecl ion reasons." 

PU BLIC SERl'ICE· COM M ISSION S 

John I. Beggs, president and general manager of the Mil
waukee Electric Railway & Light Company, was called upon 
for a brief address, and urged co-operation between the public 
utility corporations. Such mutual assistance, he said, is espe
cially needed by the smaller companies which cannot afford to 
employ specialists in their technical, accounting and operating 
departments. Mr. Beggs spoke of the fair treatment received 
by the companies from the Wisconsin commission in spite of 
public clamor, and declared that proper principles, resolutely 
adhered to, would in the end win out. Mr. Beggs was warmly 
applauded. 

ELECTION OF OFFICERS 

A special committee on street lighting was appointed, con
sisting of Messrs. W inslow, Ewing and Axford. The selection 
o f officers made by the nominating committee, Messrs. Gonzen
bach, Vallier and B. G. Broad, was unanimously approved by 
the convention and the following officers were declared elected: 
P resident, George B. W heeler, Eau Claire; first vice-president, 
Irving t- Lord, Waupaca; second vice-presid 0 nt. R. M. Kim
ball, Kenosha; secretary-treasurer, George Alliscn, Milwaukee 

-----·+-•---
ELECTRIFICATION DISCUSSED AT NEW ENGLAND 

STREET RAILWAY CLUB MEETING 

The regular month ly meeting of the New England Street 
Railway Club was held at the Amer ican House, Boston, on the 
evening of Jan. 19, with President C. H. H ile in the chair. 
After the usual dinner and election of new members, President 
Hile pointed out the difficulties in transportation which arise 
from the growing tendency of modern population to concen
trate in large urban centers during the daylight hours and prac
tically to desert the business area's at nightfall. He touched 
upon the objectionable features of the steam locomotive and 
cited the electrification of terminals as a tendency likely to 
grow more and more important as time passes. He then intro
duced as the speaker of the evening Lee H. P arker, of the 
Stone & Webster Engineering Corporation, Boston, Mass., 
who read an extended paper on "The Electr ification of Railroad 
Terminals." 

Mr. Parker pointed out that the entire steam railroad organi
zation of the present day is specially trained on the basis of 
operation by the steam locomotive and that there is naturally 
great inertia to be overcome before the accelH ation of service 
possible with electrified operation can be realized. These great 
systems of transportation are firmly intrenched as going con
cerns; they have acquired great momentum, as it were, along 
existing lines, and some powerful economic force is required 
to produce such a radical change as electri fication would in
volve. To have railroads at c,nce throw aside their steam 
equipment and organization and adopt the electric· motor car 
and locomotive with all their auxilia ries immediately after it 
was found possible to move trains electr ically simply because 
it was a cleaner and quieter method was too much to expect. 
The public little realizes the magnitude of the additional capi
tal expenditures involved and the so far apparent inadequacy 
of the savings through electrical operation to offset the in
creased fixed charges. 

After giving an extended list of single-phase, direct-current 
and three-phase electrified steam roads, with data as to the 
mileage, line voltage employed, number of motor cars and 
electric locomotives and a table of similar data relating to the 
principal elevated railway lines in this country, the salient fea
tures of the New York Central and New York,- New Haven & 
Hartford electrifications at New York were reviewed. Mr. 
Parker pointed out that if there are any important instances 
where steam has superseded electricity they are yet to be 
made public. As the different systems of electric traction arc 
being developed we are gradually learning the kind of service 
for which electricity is especially fitted. The relative economy 
of the different systems depends on the headway and spacing 
of trains, the size or weight of the trains, profile of the line, 
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distance between stops, slow downs and schedule speed re
quired. 

Mr. Parker submitted an interesting tab le showing the com
parative cost of equipment and operation of an interurban road 
having a practically level track with a few easy curves, with 
the 6600-volt a.c. system, the 1200-volt d.c. system and the 
600_.volt d.c. system. 

T ABLE OD' COSTS OF CONSTRUCTION AND OPERATION, 

Cost per mile of roa d, typ ical single-tr~ck interurban railway. Singl_e 
50-ft. cars, hourly head wa y, norma l service, half-hourly headway, maxi• 
mum. Catenary trolley, So-lb. rail ; schedule speed, 30 m.p.h.; maxi ,num 
speed, 45 m.p.h. ; stops, one in 2 miles; sea ting capacitv of cars, 54; no 
baggage compa rtment , separa te baggage and express cars. 

6600-volt a.c. 1200-volt d.c. 600-volt d.c. 
Temporary construction ........... .. $250 $250 $250 
fower _st<!ti on. .. . . . . . . . . . . . . . . . . . . . . 2,900 2,700 2,700 
fransmlSSIOn Jm e , , . , , , , , , , , , , , , , , , I ,000 1,0CJ0 I ,000 

Telephone line .. ................... roo 100 roo 
Substations . . . . . . . . . . . . . . . . . . . . . . . . 270 r ,300 r ,800 
Catenary t r olley ... , ................ 2,800 2,800 2,800 
Track and roadbed .. ....•....... , ... 17,500 17,500 17,500 
Copper feeder .. .. .................. 575 1,100 
Rolling stock .. ... . . ............ . . . . 4,300 2,800 2,400 
Car house and offic e. . . . . . . . . . . . . . . . 1 ,ooo , ,ooo 1,000 
Organization, eng'g. , etc ............. 7,530 7,506 7,662 

Total ...••.. .•.•...........•.. $37,650 $37,53 I 

Cost of operation, maintena nce, gen P.ral expense per mil e per year; 
total mileage of all rollin g st ock , 16,800 ; power cos t, 1.5 cents per kw-hour, 
including maintenance of power s tation: 

6600-volt a.c. 
Wages, trainmen. . .... ....... . . . . . . $400 
Car hou se expense ..... ·. . . . . . . . . . . . . so 
Cost of power. . . . . • • . • . . . . . . . . • . . . . 700 
Attendance sl.!bstations . ........• . ... 
Maintenance of car~ .... ........... . 
:.\fair.tenance, substations . .... . 
:\1aintenance, track and road way ... . 
Maintenance, electric lines ......... . 

335 
5 

320 
60 

Gen eral expense. . . . . . . . . . . . . . . . . . . . 1 ,ooo 

1200-volt d.c. 
$-100 

so 
620 
120 
250 

20 
300 

60 
1,000 

600-volt d.c. 
$400 

so 
620 
240 
245 
40 

300 
60 

1,000 

Total ..... . .... . ... ... . ....... $2,870 $2,820 $2,955 
P e r car mile .... .. ........... 17c 16.Sc 17.6c 

With 2-car train operation the ini t ial costs were $-1 7,2 19 for the 6600· 
volt a.c, system per mile, $46,962 fo r the 1200-volt d .c. system, and $~8,· 
200 for the 600-volt d.c. system. The costs of operation, maintenance and 
general expense were r espectively figu red at $3,990. $3,800 and $3,9 50, or 
23. 7 cents, 22.6 cents and 23.5 cents per train mile. 

In conclusion, Mr. Parker reviewed the recent reports to 
the Joint Commission on Metropolitan I mprovements made 
by the steam railroads entering Boston on the subject of elec
trification, giving the estimated costs of the work as deter
mined by the railroad companies. He pointed out that if the 
electrification should be begun in 1911 and fi nished in 1915, and 
if at that time, according to the trend o f curves given in the 
reports, there should be handled a total of 60,000,000 passen
gers at the North and South Stations in Boston, there would 
be a total of 600,000,000 passenger miles per year i f the aver
age length of the journey on the electri fied zones were IO 

miles. Assuming the fi xed charges and depreciation on 
the estimated cost of $40,000,000 to be II per cent (interest on 
bonds, 4.5 per cent ; sinking fund interest, 4 per cent; taxes and 
insurance, 1.5 per cent), then the annual fixed charges of 
$4,400,000 would probably be met by a terminal charge on 
each ticket sold. This would amount to nearly ¾ cent per 
passenger mile, or an increase of not far from 50 per cent to 
8o per cent on the present suburban fa res. M r. Parker quoted 
the increased fares charged by the Pennsylvania Railroad for 
suburban tickets as an ex ample of the t endency of railroads 
to make passengers pay for improvements in whose benefits 
they share. Vice-president A. H . Smith's warning to the Joint 
Commission that the public should be expected to meet the 
expense of maintaining an electrified service was also cited. 

In closing, Mr. Parker stated that the cost of electrifica tion at 
Boston might be somewhat reduced by proper credits for equip
ment released and by the purchase of electricity from either 
the Boston Edison Company or the Boston E levated Rai lway 
Company. It looks as if Boston, like Chicago and several 
other large cities, will have to wa it a long t ime before its rail
roads can be compelled to or will voluntarily electrify. Per
haps the situation will stimulate the building of high-speed 
interurban roads on private rights-of-way outside and in sub
ways inside large cities. They could make .money h an dling 
from I0,000,000 to 15,000,000 suburban passengers per year. 
The day may come when all through freight and passenger 
steam traffic will be stopped at terminal points 5 miles or IO 

miles outside the city limits and the passen&ers and freight 
transshipped to all parts of the city proper over 'the urban trans
portation system by electric cars, locomotives, taxicabs and auto
trucks on city thoroughfares. The existing steam road tracks 
could be leased to the city transportation company for use in 
combination with its existing equipment. Such an arrangement 
would effectually rid the city of smoke, dust, cinders and the 
noise incident to steam operation. 

---... ·• ·•---
COMMITTEES OF THE AMERICAN ELECTRIC RAILWAY 

TRANSPORTATION & TRAFFIC ASSOCIATION 

P resident Henry C. Page of the American Electric Railway 
Transportation & Traffic Association has announced the fol
lowing comm ittees of that association for the present year: 

JOINT COMMITTEE ON EXPRESS AND FREIGHT ACCOUNTING 

P. P. Crafts, co-chairman, general manager, Iowa & Illinois 
Railway, Davenport, Ia. 

W. S. Whitney, general freight and passenger agent, Ohio 
Electric Rai lway, Springfield, Ohio. 

Geo. H. Har ris, manager railway department, Birmingham 
Rai lway, Light & Power Company, Birmingham, Ala. 

vValter Shroyer, co-chairman, auditor, Indiana Union Trac
tion Company, Anderson, Ind. 

E. L. Kasemeier, auditor, The Ohio Electric Railway, Spring
field, Ohio. 

J. C. Collins, secretary and auditor, New York State Rail
ways, Rochester, N. Y. 

COMMITTEE ON CONSTRUCTION OF SCHEDULES AND TIMETABLES 

(For city roads.) 

N. vV. Bolen, chairman, superintendent of transportation, 
Public Service Railway, Newark, N. J. 

Timothy Connell, t imetable clerk, Boston Elevated Railway, 
Boston, Mass. 

J. H. Van Brunt, vice-president and general manager, St 
Joseph Railway, Light, Heat & Power Company, St. Joseph, 
1\10. 

F. L. Hubbard, secretary to the general manager, Toronto 
Railway Company, Toronto, Ont. 

(For interurban roads.) 
J. J. Doy le. general superintendent, Washington, Baltimore 

& Annapoli s E lectric R ailway, Baltimore, Md. 
F. Ha rdy, superintendent of transportation, Fort Wayne & 

Wabash Valley Traction Company, Lafayette, Ind. 
B. E. Merwin, superint endent of transportation, Aurora. 

Elgin & Chicago Railroad, W heaton, Ill. 
I. H. McE wen, superintendent, Oneida Railway Company, 

Utica, N. Y. 

COMMITTEE ON TRANSFERS AND TRANSFER INFORMATION 

M. R. Boylan, chairman, general auditor, Public Service 
Railway, Newark, N. J. 

F. T. Wood, assistant to general manager for receivers, 
Metropolitan Street Railway Company, New York. 

T. C. Cherry, superintendent, Utica & Mohawk Valley Rail
way, Utica, N. Y. 

E. D. Hibbs, general super intendent, United Railroads of 
San Francisco, San Francisco, Cal. 

Bruce Cameron, superintendent of transportation. United 
Rai lways of St. Louis, St. Louis, Mo. 

J. V. Sullivan, general superviso r, Chicago Railways, Chi
cago, Ill. 

COMMITTEE ON EXPRESS AND FREIGHT TRAFFIC 

H. E. Reynolds, chairman, assistant general manager, Bos
ton & Northern Street Railway, Boston, Mass. 

Chas. F. Berry , general manager , Portland Railroad, Port
land, Maine. 

Geo. W. Q uackenbush, traffic manager, Illinois Traction Sys
tem, Springfield, Ill. 

F . W. W atts, general freight agent. Utica & Mohawk Val
ley Railway, Utica. N. Y. 
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COMMITTEE ON PASSENGER TRAFFIC 

L. D. Pellissier, chairman, secretary, Holyoke Street Rail
way, Holyoke, Mass. 

F. G. Buffe, manager of publicity, Illinois Traction System. 
Champaign, Ill. 

J. E. Gibson, general superintendent, Kansas City Rail
way & Light Company, Kansas City, Mo. 

T. A. Cross, general manager, United Railways & E lectric 
Company, Baltimore, Md. 

E. C. Hathaway, general manager , Norfolk & Portsmouth 
Traction Company, Norfolk, Va. 

Frank Caum, general manager, Scranton Railway Company, 
Scranton, Pa. 

COMMITTEE 0:-1 TRAINING OF TRANSPORTATION EMPLOYEES 

G. 0. Nagle, chairm an, general manager, Wheeling Traction 
Company, Wheeling, W. Va. 

M. J. Feron, superintendent of transportation, Metropolitan 
West Side Elevated Railway, Chicago, Ill. 

W. H. Douglass, general superintendent, Northern Ohio 
Traction & Light Company, Akron, Ohio. 

C. A. Sylvester, general manager, Middle sex & Boston 
Street Railway, Newtonville, Mass. 

C. B. \Velis. superintendent o f transportation, Denve r City -
T ramway, D enver, Col. 

C. S. Krick. superintendent , Penn sylvania Tunnel & T er
minal Railroad, New York, N. Y. 

COMMITTEE ON INTERURBAN RULES 

J. W . Brown, chai rm an, superintendent of transportation, 
Auro ra, E lgin & Chi cago Railroad, W heaton, Ill. 

F . A. Boutelle, superintendent of transportati~m, T acoma 
Railway & Power Company, Tacoma, \Vash. 

W . R. W. Gri ffi n, general manager, East Liverpool Traction 
& Light Company, Eas t Live rpool, Ohio. 

C. F. H and shy, general superintendent interurban lines, Illi
nois Traction System, Springfield, Ill. 

W . H . Collins, general manager, F onda, J ohnstown & Glov
ersville Railroad, Gloversville, N. Y. 

A. S. Shane, general manager, Indianapolis, Columbus & 
Southern Traction Company, Columbus, Ind. 

F. 1\1. Durbin, general manage r, operating department . J. < ; _ 

White & Company, New York, N. Y. 
COMMITTEE ON CITY RULES 

H . W . Fuller, chairman, general manager, Washington Rail 
way & E lectric Company, Washington, D . C. 

D. A . Hegarty, general manage r, Little Rock Railway & 
Electric Company, Li ttle R ock, Ark. 

F. I. Fuller, vice-p resident, Portland Railway, Light & 
Power Company, Portland, Ore. 

M. C. Brush, assistant to vice-president, Boston Elevated 
Railway, Boston, Mass. 

C. B. Buchanan, superintendent of railways , Virginia Rail 
way & Power Company, Richmond, Va. 

Marshall M. Phinney, president , Northern Texas Traction 
Company, Boston, Mass. 

COMMITTEE ON SUBJECTS 

J. N. Shannahan, chairman, vice-president and general man
ager, Washington, Baltimore & Annapolis Electric Railway, 
Baltimore, Md. 

J. K. Punderford, general manager. Connecticut Company, 
New Haven, Conn. 
. H. M. Beardsley, acting general manager, Elmira Water, 
Light & R ailroad Company, Elmira, N. Y. 
JOINT COMMITTEE ON BLOCK SIGNALING FOR ELECTRIC RAILWAYS 

C. D. Emmons, co-chairman, general manager, Fort Wayne 
& Wabash Valley Traction Company, Fort \Vayne, Ind. 

J. N. Shannahan, vice-president and general manage r, \Vash
ington, Baltimore & A nnapolis Electric Railway, Baltimore, 
Md. 

D. H. Lovell, superintendent, West J ersey & Seashore R ail
road, Camden, N. J . 

J. M. Waldron, co-chairman, signal engineer , Interborough 
R apid Transit Company, New York. N. Y. 

John Ross, assistant superintendent of tracks, Detroit U~ited 
Railways, Detroit, Mich. 

G. H. Kelsay, superintendent of power, Indiana Union Trac
tion Company, Anderson, Ind. ., 

COMMITTEE ON ASSOCIATE MEMBERSHIP 

W. L. Wood, Jr., secretary, treasurer, general manager and 
purchasing agent, Texarkana Gas & Electric Company, Tex
arkana, Ark. 

J . E. Duffy, superintendent, Syracuse Rapid Ti:ansit Railway, 
Syracuse, N . Y. 

W. I. Sturtevant, manager, Everett Railway, Light & Water 
Co1T1pany, Everett, Wash. 

Duncan McDonald, manager, .Mlontreal (Que.) Street Railway. 
C. D. Emmons, general manager, Fort Wayne & Wabash 

Valley Traction Company, Fort Wayne, Ind. 
M. ] . Feron, superintendent of transportation, Metropolitan 

West Side E levated Railway, Chicago, Ill. 
Thomas A. Cross, general manager, United Railways & Elec

tric Company, Baltimore, Md. 
W. J. Jones, president, Austin Electric Railway, Austin, Tex. 
T. W. Passailaigue, superintendent railway division and 

t raffic manager, Charleston Consolidated Railway & Lighting 
Company, Charleston, S. C. 

C. H. Burnett, manager, Los Angeles & Redondo Railway, 
Los A ngeles, Cal. 

H . C. Page, general manager, Worcester Consolidated Street 
Railway, Vvorcester, Mass. 

----·♦·----

CHANGE IN BROOKLYN INTEGRAL OIL CUP 

The JJrooklyn Rapid Transit System has recently made a 
change in the oil feeder post of the integral typ_ babbitted oil 
cup for Westinghouse 8I motors from the constru ction shown 
in F ig. 2 on page 83 of the ELECTRIC RAILWAY JOURNAL for 
J an. q . As shown in the accompanying drawing, the post is 
now built in two parts to permit the wicking to be inserted 
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Oil Feed Attachment for Motor Bearings with Babbitted 
Oil Cups 

before installation in the oil cup. ~inety-two strands 4 in. 
long are placed in each hole for the armature bearings and II2 

strands 4 in. long are placed in each hole for the axle bearings. 
T he brass casting into which the feeder post is screwed is
babbitted into the bottom of the cup. The dimensions shown 
are not always the same, as this construction is used on West
inghouse 68, Westinghouse 81 and GE-57 motors. 

----·♦ .. ---

Bion J. Arnold has had conferred upon him by the Uqi
versity ,of Nebraska the honorary degree of doctor of 
engineering. Mr. Arnold began his higher education in the 
university which has thus tendered to him the highest de
g ree within its command, completing his technical training 
in the East. In 1884 he achieved his B. S. from Hillsdale 
College, Mich. ; in 1887 M. S., and two years later M. Ph. 
from the same institution. The University of Nebraska 
co nferred on him the degre e of E. E. in 1898, and in 1907 
the Armour In stitute gave him the honorary degree of 
D. Sc. Mr. Arnold received a "diploma extraordinary" in 1907 
from Hillsdale College for distinguished learning and achieve
ments in invention and in mechanical and electrical engineering. 
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COMMITTEE MEETINGS ON JANUARY 25 IN NEW YORK 

The conferences held in connection with the annual mid
year meeting of the American E lectric Railway Association be
gan on Jan. 25, at the New York headquarters of the associa
tion. Sessions of committees of the parent body and of the 
affiliated associations were also scheduled for Jan. 26 and 
Jan. 27. The meetings were to conclude with a banquet ten
dered to the visiting delegates on F riday night, Jan. 27, at 
the Hotel Astor, by the Manufacturers' Association. An ac
count of the committee meetings held on Wednesday, J an. 25, 
is given in the following paragraphs : 

COMMITTEE ON STANDARD CLASSIFICATIO N 01' ACCOU N TS 

The committee on standard classification of accounts and 
form of report of the Accountants' Association met to consider 
questions pertammg to the uni fo rm system o f accou nts. T he 
following members of the committee were present : \V. F. 
Ham, Washington, D. C., chairman ; H. L. \ Vilson, Boston, 
Mass.; W. H. Forse, Jr., A nderson, Ind.; W. B. Brockway, 
New York, N. Y. F. E. Smith, of Chicago, Ill., was unable 
to be present. The Interstate Commerce Commission was rep
resented by F. W . Sweeney, examiner, and by A. H. Morrow, 
of the Bureau of Statistics and Accounts. The meeting was 
held for the consideration of all questions which have been 
raised in reference to the uniform system since the publication 
of Bulletin No. 5 of the series issued by the Interstate Com
merce Commission, relating to the questions and answers upon 
the accounts for electric railways. Between ninety and one 
hundred new cases were before the committee. It is expected 
that the decisions in the cases will be published soon. 

CLAIM AGEN TS' MEETING 

A joint meeting of the executive committee and of the index 
bureau committee of the Claim Agents' Association was held 
on Wednesday afternoon. The following members were pres
ent: H. V. Drown, president, general claim agent Public 
Service Railway; H. K. Bennett, fir st vice-president, claim 
agent Fitchburg & Leominster Street R ailway ; H. R. Goshorn, 
general claim agent Philadelphia Rapid Transit Company, 
proxy for C. A. Avant, second-vice president, claim agent 
Birmingham Railway Light & Power Company; W . F. Web, 
claim agent Cleveland Electric Railway, proxy for W. S. Hea
ton, third vice-president, claim agent Los Angeles-Pacific Rail
way; R. E. McDougal, claim agent for the Utica & Mohawk 
Valley Railway, executive committee proxy fo r J. H. Handlon, 
claim agent United Railroads of San Francisco; William 
Tichenor, executive committee member, claim agent Terre 
Haute, Indianapolis & Eastern Traction Company; S. \V. Bald
win, claim agent Connecticut Company, executive committee 
proxy for James R. Pratt, claim agent United Railways & Elec
tric Company, Baltimore; B. B. Davis, secretary, claim agent 
Columbus Railway & Light Company. 

Four subj~cts were chosen for discussion at the next con
vention. The nature of these subjects will be announced later 
in a circular to the member claim agents in connection with 
an account of the committee proceedings. 'The secretary was 
instructed to notify the members designated to write the 
papers and also to send a circular to the member companies 
requesting that the claim agents who attend the convention 
be prepared to discuss th ese papers. It was decided to elimi
nate the question box at the 1911 convention, but the renewal 
of this feature will be left to the pleasure of that convention. 
The executive committee then discussed a report on the 
Hooper-Holmes index bureau and expressed itself as thor
oughly in accord with the arrangements now in operation be
tween that bureau and the American Electric Railway Asso
ciation. President Drown said that the answers hitherto made 
by the claim agents to inquiries were satisfactory, and he 
hoped that they would keep on sending in good reports of 
accidents to increase the efficiency of the bureau. After dis
cussing several minor subjects relating to claim agents' work, 
the meeting adjourned. 

COMMITTEE ON SCHEDULES A ND TIMETABLES 

The meeting of the committee on construction of schedules 

and timetables of the T ransportation & T raffic Association 
was attended by the foll owing: N. \V. Bolen, Newark, N. J., 
chairman; J. J. Doyle, Baltimore, l'vld.; Isaac H. McEwen, 
Oneida, N. Y.; Timothy Connell, Boston, Mass., and F. L. 
H ubbard, T oronto, Ont. H. C. Donecker was made secretary 
of the committee. Mr. Bolen r ead a memorandum of subjects 
suggested for the considerati on of the committee by the ex
ecutive committee of th e Transportation & Traffi c Association. 
It was recommended that the terms " tripper" and "extra" be 
defined; that the different methods by which companies de
termine the schedule speed of cars be investigated ; that the 
subj ect o f methods by which men are reli eved fo r meals be 
considered ; that inquiries be made as to the extent of adoption 
of the revolving ex tra list, and th at a complete report be 
made regarding schedule and timetable matters affec ting inter
urban lines. 

It was cl ecicle<I by t he commit tee that th e subj ect of defi nition 
of terms was one of th e most important to be considered. 
Definitions will therefore be fr amed concerning tripper, sched
ule, timetabl e, extra, patches, nm, ~pecial, run guide, run 
number, train number, block number, assignment sheet, train, 
run back and car. It was pointed out that the committee on 
interurban rules has adopted a number of definitions, including 
one for "timetable," as follows: "The authority fo r th e move
ment of scheduled trains subj ect to the rul es. It contains the 
classified schedules of train s with special im t ructions relating 
thereto." 

T he committee di scussed the terms to be d-efined and various 
subjects concerning which in fo rmation will be compiled for 
the report to be made at the next annual meeting. A data 
sheet containing questions in reference to the research work 
of the committee ,,·ill be sent to member companies. 

COMMITTEE ON TRA NSF ERS AND TRANSFER INFOR MATION 

The committee on tr ansfers and transfer information of the 
Transportation & Traffic A ssociation met 'vVednesday at 2 :30 
p. m. Those present were : M. R. Boylan, chairman, Newark, 
N. ].; F. T. Wood, New York City ; T . C. Cherry, Utica, N. Y.; 
Bruce Cameron, St. Louis, l\fo. , and J oseph V. Sullivan, Chi
cago, Ill. The chai rman r ead the instructions of the executive 
committee which were to govern the work of the committee. 
They were, briefly, to consider the question of transfers in 
connection with prepayment car operation, to determine the 
percentage of waste due to dating transfers or to using trans
fers on which the date is punched out before the conductor's 
period of service begins, and the invest igation of the transfer 
laws of diffe rent States. These subject s were carefully can
vassed by the committee and a program was partially adopted 
for submission to the executive committee of the association. 

SIGNAL COMMITTEE 

The joint committee of the Engineering Association and the 
Transportation & Traffic Associations on "Signals for Interu~
ban Railways" held a meeting on \Vednesday afternoon. Those 
present were: J. l\L Waldron, signal engineer, Interborough 
Rapid Transit Company ; G. W . Kelsay, superintendent of 
power, Indiana Union Traction Company, and John Ross, 
assistant superintendent of tracks, Detroit United Railway, rep
resenting the Engineering Association, and C. D. Emmons, 
general manager, Ft. 'vVayne & Wabash Valley Railway, repre
senting the Transportation & Traffic Association. On motion 
of Mr. Emmons, Mr. 'vValdron was elected chairman of the 
joint committee. 

The committee then discussed the form and scope of questions 
to be incorporated in a data sheet regarding existing installa
tions of signals. Mr. Emmons read the report of the Indiana 
manager's committee on signals presented to the Indiana Rail
road Commission on Jan. 5, which contained a classification of 
automatic block, manual block and dispatcher's block signals. 
It was decided to adopt this classification of kinds o f signals 
in making up the data sheet which will be sent out. A rough 
draft of the data sheet containing 19 questions was made. This 
will include questions pertaining to mileage of single-track and 
double-track lines, minimum headway of cars, max imum speed 
of cars, maximum braking distance, kind of propulsion current, 
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types and number of signals in use, automatic stop installations, 
contemplated extensions of signal systems in use, action of State 
authorities with regard to signals for electric railways, effect 
of block signals on movement of trains, etc. At the next meet
ing of the committee it is planned to invite representatives of 
the signal manufacturers to present brief descriptions of their 
apparatus for the information of the members of the commit
tee. The data sheet is to be sent out as soon as it can be pre
pared. 

MEETING OF INTERURBAN RULES COMMITTEE 

The mid-year meeting of the interurban rules committee, 
American Electric Railway Transportation & Traffic Associa
tion, was held on Wednesday morning, Jan. 25, at the head
quarters of the association in New York. The committee mem
bers present were J. W. Brown, chairman, superintendent of 
t ransportation, Aurora, Elgin & Chicago Railroad; W. R. W. 
Griffin, general manager, East Liverpool Traction & Light 
Company; W. H. Collins, general manager, Fonda, Johnstown 
& Gloversville Railroad. 

Replies were read from several companies in response to 
the committee's inquiry as to their attitude toward the Amer
ican Railway Association code of rules and the T ransportation 
& Traffic Association's Denver and Atlantic City codes. 
The committee then discussed the rules which should be jointly 
considered with the city rules committee of the Transportation 
& Traffic Association and also took up the question of learning 
from the State railroad commissions their feeling toward a 
standard code of interurban rules. It was suggested that the 
committee make a careful analysis of the several codes of 
rules with a view to determining the real differences between 
them and if possible reconciling any important differences 
which may be found. 

OTHER COMMITTEES 

The meeting of the passenger traffic committee, which was 
scheduled for IO a. m. on Jan. 25, r9rr, has been postponed 
until Jan. 27, 19n, at 9 a. m., owing to the inability of several 
members of the committee to be present. 

The meeting of the committee on express and freight traffic 
was also postponed for the same reason until ro a. m. Thurs
day. 

---... ·♦·----

STOP SIGNS SET IN STREET PAVEMENT 

The accompanying drawing shows the dimensions and con
structional features of a cast-iron car stop sign which is ar
ranged to be set in the pavement between street railway tracks 
at busy intersections. The cover is worded "Cars Stop Here" 
in 8-in. x 3-in. letters, which are raised ¼ in. This cover plate 

Stop Sign Set in Street Paving 

is,, supported on three I-in. transverse webs and one 1-in. 
longitudinal web, as shown on the drawing. This type of sign 
was devised and installed by E. D. Latta, Jr., when he was 
general manager of the Charlotte Electric Railway, Light & 
Power Company, Charlotte, N. C. 

REPORT OF F. W. WHITRIDGE TO THIRD AVENUE 
RAILROAD BONDHOLDERS 

In a report addressed to the bondholders of the Third Avenue 
Railroad System, of New York, dated Jan. I, 1911, F. W. 
Whitridge discusses the physical condition of the property and 
other general matters pertaining thereto, including the relations 
with the Public Service Commission. An abstract of the report 
follows: 

BUILDI NGS 

"The building at Bayard Street is unchanged. I have been 
unable to make a lease of it upon satisfactory terms. The 
building on Forty-second Street I have not touched. It is 
superfluous for the uses of the railroad, and I suppose the 
company will ultimately wish to sell it. It is rented to a satis
factory tenant. The car barn at Fourteenth Street and Avenue 
B belonging to the Dry Dock road is now under process of 
complete repair. The car barn at Kingsbridge I have not been 
able to complete, but expect to put it in order this spring at an 
expense of $30,000 or $40,000. All the other buildings belonging 
to the system have been put in first-class condition; many of 
them have been almost rebuilt and equipped with sprinkling 
apparatus, which has materially diminished the cost of insur
ance, and the hotel at 130th Stree t and Third Avenue has been 
turned into an appropriate office building. An entirely new sub
station and ducts thereto have been constructed for the Union 
Railway. 

CARS 

"All of the cars of the system have been thoroughly over
hauled. Many of those turned over to me by the Metropolitan 
receiver s I have sold, and I have purchased 676 new cars, 75 
of the old standard box cars, 50 of the old kind of open cars 
and 551 pay-as-you-enter convertible cars. I have also changed 
248 of the old cars to pay-as-you-enter cars and have added 
platforms to 86 of the cars of the Union Railway for the pur
pose of making that change. The cars of the new type speak 
fo r themselves, and many of the bondholders have had an op
portunity to look at them. 

"I was subjected to some criticism in the beginning for intro
ducing the cross-seats, but I find they have met with almost 
universal approval, Gnd the inclosure of the open cars with a 
wire grill has prevented practically all the serious accidents 
which used to occur on the lines running through streets where 
there is an elevated structure. On nearly all the cars I have 
installed the simplest kind of fare box, which insures the col
lection of all fares, except in exceptional cases, and has, I 
think, proved a convenience to the public as well as a saving 
to the company, for I find that a very great majority of the 
passengers now have their nickels ready to deposit in these 
boxes. 

REPAIRS TO TRACK 

"I have done what was absolutely necessary to put the track 
in order and presented to the reorganization committee an esti
mate of $r,ooo,ooo to relay the whole of the Third Avenue and 
Forty-second Street track. This would be a very desirable 
expenditure, and by using Belgian blocks instead of the present 
asphalt pavement I think $40,000 a year can be saved in repairs 
to pavements. This improvement, like many other improve
ments of a capital character to be made out of the funds usually 
provided in a reorganization, is held up in consequence of the 
failure of the Public Service Commission to approve the plans 
of the committee submitted to them. 

POWER 

"The agreement with the receivers of the Metropolitan has 
worked satisfactorily and has resulted in saving a large capital 
expenditure both to the Third Avenue and to the Metropolitan, 
and I think may now fairly be considered to be a permanent 
working arrangement between the two systems. 

NEW LINES 

· "With the concurrence of your committee, I have applied for 
franchises for several new lines, some of which have been con
structed. 

"A loop was constructed at the end of the Third Avenue line 



J ANUA RY 28, 191 I.] ELECTRIC RAILWAY JOURNAL. 

at Fort George, a great operating convenience, about 1500 ft. of 
double track. 

"A similar loop is under way at the W est 130th Street ferry. 
"Franchises have been obtained in the name of a new company 

fo r operation over the Queensboro Bridge and the material has 
been ordered. T he line will be put into operation as soon as the 
special work has been obtained. 

"Several lines have also been constructed during the present 
receivership. Applications are pending and I have every reason 
to believe will ultimately be granted for various additional 
lines. 

SELF-PROPELLING CAR 

"I have made many experiments to find a self-propelling car 
and have now had built in our own shops 25 cars which we 
have equipped with battery motors, which so far have worked 
perfectly satis factorily, as a substitute for horse cars. I have 
been using them now fo r three months on the I 10th Street line, 
which while it was operating with horse cars produced 75 cents 
to $1 per day and now is averaging between $40 and $so per 
day. I do not feel justified in spending any larger sum on 
these cars until they have been through the winter and we have 
had a longer period for test ing them, but if, as now appears 
to me to be probable, they are successful I propose to replace 
all the horse cars on the Third Avenue system by cars of this 
character. 

FRANCHISE TAX ES 

"After long negotiations and the final decision of every point 
in controversy by the Court of Appeals, all the franchise taxes 
due upon any of the T hird Avenue properties have been paid. 
The State Board of Tax Commissioners have appraised the 
value of the franch ises of the Third Avenue properties for the 
current year at substantially the same fi gure at which they were 
appraised at the beginning of the nine years' litigation, exactly 
as if the courts had never spoken or as if their decisions
reducing the appraisal about half- had never been communi
cated to this board. It will now therefore be necessary to 
embark upon a new litigation to reduce the taxes for the cur
rent year. This is a surprisingly abominable situation, which I 
cannot but think will attract the attention of the new executive, 
and it ought to result in replacing the present board with a 
more law-abiding body. 

CLAI MS AGAI N ST TH E METROPOLITAN 

"All the claims made against me by the Metropolitan re
ceivers have been paid. Claims made by me against the Metro
politan-New York City Railway receivers are dragging on 
before the masters in chancery, with no appearance of an early 
termination. It is greatly to be regretted that a settlement of 
all these questions could not have been arranged. 

THE BENEFIT ASSOCIATION 

"With the permission of the court and the concurrence of the 
bondholders' committee, I established two years ago a benefit 
association, by the terms of which the permanent force of the 
r ailroad's employees were invited to pay 50 cents a month to 
the association, which should supply a doctor and free medical 
advice. The money was to be used in case of illness, to pay a 
man after the second day $1.50 per day, and in the case of 
death $250 to his widow. The funds are invested by the Cen
tral Trust Company in securities in which trust fun ds may be 
invested under the laws of this State, and I stated that if 75 
per cent of the men joined the association the companies would 
contribute $1 for every dollar paid in by the men. T his associa
tion has been a great success, over 8o per cent of the permanent 
fo rce becoming members. It has now accumulated $27,194; it 
has given relief in 590 cases and has paid insurance upon the 
death of 15 employees. After a few years this insurance against 
death can be materially increased and a pension feature can be 
added. 

"For the use of members of the association I have constructed 
at Sixty-fifth Street, 130th Street and W est Far ms club rooms 
fo r their exclusive use. At each of those places and also at 
129th Street and Amsterdam Avenue a lunch counter has been 
provided, and in connection with each of the cl ub rooms a 
library has been installed by the New York F ree Circulating 

Library, together with a number of shower baths for the use 
of the men. 

EXPENDITURES 

"All my expenditures have been met from the net earnings 
of the railway and from the proceeds of the sale of receiver's 
certificates. Two mill ion five hundred thousand dollars of these 
were originally issued and subsequently another $1,000,000 to 
provide money for paying part o f the fr anchise tax. I was able 
to pay off $500,000 of these certi ficates last summer and a 
second $500,000 within the past few days, leaving outstanding 
$2,500,000 of certificates. 

EARNINGS 

"The result o f the improvements in your propert ies is a 
material increase in their earnings. I have endeavored to charge 
everything which possibly could be so charged to 'Operations' 
or 'Maintenance,' and there is included in the latter for the year 
ended June 30, 1910, upward of $125,000 paid for masters in 
chancery and lawyers' fees incidental to the receivership and 
the operations of the Public Service Commission, and the in
terest on loans and mortgages also includes the interest on 
$3,500,000 of receiver 's certi ficates, which had the property been 
reorganized would have been, together with most of the money 
paid for legal expenses, applicable to the payment of interest 
upon new securities. Making these deductions, the total 
amount of net earn ings would have been upward of $2,000,000, 
but there was in this statement no allowance made for the 
franchise taxes and no allowance fo r depreciation, which I 
have estimated to be in the fi rst instance for the new company 
about $300,000 a year. I believe the Public Service Commission 
does not agree with me as to what this amount should be, but I 
think no more-at least for the present-is necessary. I have 
stated that-th=ngs remaining in a normal condition-I antici
pate an annual increase fo r the nex t three or four years over 
and above these figures of about $200,000, and I am happy to 
say that for the first six months of the year the increase is 
actually over $125,000. In addition to this, upon the reorganiza
tion of the company, I have counted upon receiving at least 
$100,000 a year from the Yonkers and Westchester companies. 
This I think is a moderate estimate. 

S U BSIDIARY COMPANIES 

"The Yonkers company, in the hands of Leslie Sutherland, 
rece iver of the State court, and the W estchestet company, in 
the hands of J. Addison Young, receiver of the State court, 
have both shown marked improvements during the current year. 
On both of them, however, very considerable sums should be 
expended. 

"The Tarrytown, White Plains & Mamaroneck was sold at 
foreclosure sale. A po rtion of it was bought in your interests 
for $110,000. It appeared that the Public Service Commission 
considered that it could be valued at only $46,000 ; it was 
accordingly sold for $117,000. 

PUBLIC SERVICE COMMIS SIO N 

"The various suits at law brought against me by the com
mission, including one for the payment of $800,000, were all 
unsuccessful and were a waste of time and money for every
body concerned. The bondholders may not be aware that under 
the present law of this State it has been considered necessary 
to present the plan of reorganization to the commission and to 
ask their approval of the issue of new securities. It is this 
which has prevented the reorganization, a complete rehabilita
tion of the property and the termination of this r eceive rship 
months ago. Two plans of reorganization have been submitted 
to the commission and rejected. In rejecting the second plan 
the commission have announced views which are very ser ious, 
not only for your property but for the whole community. An 
appeal from their decision has been taken to the courts, but 
should it be decided that the jurisdiction of the commission is 
exclusive and these views should not be retracted or modified, 
it is plain enough that no property within the jurisdiction of 
the commission of the First District can ever be reorganized, 
and that no capital can be obtained for any publ ic service cor
poration in this city fro m any banker on any terms whatsoever, 
and in the ca5e of the Third Avenue it may become necessary 
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by some contract between the security holders themselves to 
avoid all reference to the commission and let the company limp 
along as best it can. 

"The plan submitted to the commission provided: 
•'First-For a reduction of the fixed charges by about 

$1,000,000. 
"Second-For upward of $7,000,000 of new money. 
"Third-For new securities about $4,000,000 less in the aggre

gate than the old securities. 
"The commission in considering this plan would not distin

guish between the case of a company which was already capi
ta lized and had an assured income and the case of a new enter
prise which was issuing securities fo r the first time to secure 
capital for construction. So far as I can understand their 
views, the comm=ssion thought further that the amount of 
securities to be issued for the Third Avenue Railroad was to 
be decided without reference to the old securities or to the 
necessities of the situation of the property, but solely with 
reference to the value of the property. 

" Now, value is a subjective conception; it is not a dimension 
to be measured by an external standard. The commission, 
however, have fixed the value of your property, not with regard 
to its cost, nor to the amount of cash paid into it, nor to its 
earning capacity, nor to its actual earnings, nor to the report 
of their own bureau of appraisers, which they have had at 
work at great expense and without legal authority; they have 
fixed it by asking their own engineer about it, and from his 
appraisal they have deducted a theoretical depreciation of 
$11,000,000, leaving ahout $20,000,000 as the amount of the new 
securities which may be issued in exchange for $38,000,000 of 
your bonds and $16,000,000 of stock of the old company. That 
is to say, a man who has two bonds is invited to destroy one 
of them, and it is perfectly useless to explain to him that his 
property has suffe red a theoretical depreciation of $11,000,000, 
because hi s own eyes enable him to see that such is not the 
fact. Moreover, were it not for the necessity of raising $7,000,-
000 and paying interest on it his property would appear to be 
now earning substantially the whole of the interest upon the 
bonds he paid for. To his mind, the commission invite him to 
a senseless sacrifice. Their activities, though of a different 
d1aracter, seem to h=m to be more devastating and more inde
fensible than the performances of the old :t-.Ietropolitan com
pany which the commission were appointed to abolish, and he 
cannot be persuaded that the commission are not 'playing the 
fool' with his property. 

"I believe I am disinterested in this matter, for I am only the 
temporary guardian of your property. I own nothing the com
miss:on can destroy, and personally I find the commission col
lectively amusing and individually rather amiable, though per
haps Mr. \Villcox's disposition is not so sweet as it was, but I 
confess that when I read the letters of this commission, reflect 
upon their opinions, contemplate their activities, when I con
sider the course of the Board of State Appraisers in Albany, 
the vexatious confusion of the statutes and the muddling 
administration of the law, I am reminded of a saying of a 
distinguished journali st some years ago, 'This is the hardest 
country in the world to love.' 

"This is a note of despair and not justifiable, for we know by 
long experience that somehow or other things right themselves. 
We are a very level-headed people, and Lincoln's epigram, 'You 
cannot fool all the people all the time,' is profoundly true. So 
even in the case of so powerful a body as the Public Service 
Commission in the First District, with the people at first heavily 
prejudiced in their favor, when it becomes obvious that they 
have made a mess of their jobs something is done about it. 
Sometimes the <ES triplex of the self-esteem of such a body is 
shattered, and they learn or resign. Sometimes public disap
proval which has long been passive suddenly blows them away, 
or sometimes a new executive who is without the parental affec
tion for lame or blind offspring which the Governor who ap
pointed them must be supposed to cherish comes into office and 
is able to v=ew them with a just and open mind and, officially 
speaking, decapitates them, or in some way or other they are 
disposed of. 

"This commission in the First District have, in my judgment, 
demonstrated that they must return to the shades whence they 
emerged. I think the people are of that opinion. By removal, 
consolidation or res:gnation we must part with them. In the 
slang of the day, they have not 'made good,' and they must go." 

Mr. Whitridge gives a summary of the expenditures on roll.: 
ing stock and equipment, which amounted to $3,707,458, less 
$201,401 derived from the sale of cars and old material; on 
additions and improvements to buildings, $1,029,024; extensions, 
special work and improvements to track, $612,450, and fran
chise taxes, $1,000,000; total, $6,147,531. A statement is also 
given of the income accounts of the operating companies in the 
system fo r the year ended June 30, 1910. Total gross earnings 
were $6,570,o85, and operating expenses, $4,250,760, leaving net 
earnings of $2,319,325. Income, including the net revenue from 
sale of power, rental of equipment and interest and miscella
neous sources, was $3,071,136. Interest, taxes and other deduc
tions left a surplus of $1,302,332. 

----·•·----
MANAGER'S LOOSE-LEAF POCKET RECORD 

The accompanying cut shows the front and back of a monthly 
loose-leaf pocket record which was designed and used by E. D. 
Latta, Jr., when he was general manager of the Charlotte Elec
tric Railway, Light & Power Company, Charlotte, N. C. This 
form is of special interest as it was successfully applied in 
watching the operations o f a system which operates gas and 
electric service departments in addition to a city and suburban 
railway. It will be observed that this record, which is only 
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s½ in. x 3¼ in. in size, is divided to show the principal ex
penditures for labor and material, both as unit costs and as 
totals, such as the output of each power station and the fuel 
consumed ; the car mileage ; the mileage per kw-hour; power 
and plat fo rm payrolls; lighting and gas services connected or 
disconnected; gross, net and unit income together with the 
operating ratios. This form also provides for income compari
sons with the same month of the preceding year and for gen
eral remarks. Comparisons of the other items shown can be 
made, of course, by referring to the records of other months, 
which would be bound in the same book for any desirable 
period. 

·• 
The Northern Ohio Traction & Light Company, Akron, Ohio, 

will equip Meyers Lake Park, near Canton, with tank, water 
plugs and hose for fire protection this spring. New walks will 
be laid, the grounds beautified and numerous other improve
ments will be made. 
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AN INTERESTING STEEL TOWER AND CABLE INSTALLA
TION IN DENVER~ COL. 

Through the courtesy of \V. G. Matthews, superintendent 
overhead lines Denver City Tramway, the following particulars 
are available concerning an interesting installation of steel tow
ers and cables covering the feeder layout for this railway's 
power house : 

Early last year it was decided to enlarge the power station. 
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Old and New Plans of the Power House and the Tower 
Circuits 

The building, therefore, was extended up to the street line for 
approximately 140 ft . The plans called for increased trackage 
facilities and for a scheme of waterways, well s, etc., for con
densing purposes. It was soon observed that the or:ginal d. c. 
feeder arrangement both in the tunnels and on the poles on the 
grounds would seriously interfere with the proper car rying out 
of the plan as a whole. It was then decided to rea rrange the 
entire d. c. feeder distribution between the switchboard and the 
main feeder line "pole leads." A n underground duct scheme 
was first mapped out, as the local conditions precluded the pos
sibility of properly guying heavy pole line corners in the usual 
way, but on inve stigation it was found that this was not prac
ticable, on account of the water pipes, railroad tracks and river. 
Consequently it was decided to make four self-sustaining steel 
towers for the dead ends and angles. It was also decided to use 
nothing small er than 1,000,000 circ. mil cable , in order to cut 
down pin positions and space. The spacing between the cables, 
the number of cables, their size and weight, height of towers, 
etc., were turned over to the F . 0. Brown Structural Iron 
Works, of Denver, who prepared the details of towers and 
foundations and who also constructed and erected the towers. 
The concrete foundations and footings were placed by the 
building and bridges department. 

The II poles used between towers Nos. 2, 1, 3, and 4, desig
nated on the accompanying plan with small circles, are made up 
of two old "cable slot" rails latticed together and spli,·ed out. 
making a 38-ft. pole. Pieces of ¾ -in. x 3½ -in. x s½-in. angles 
were bolted on to the slot rail poles, on which the cross-arm~ 
rest, thus eliminating cross-arm braces and making a much 
stronger construction. 

Steel tower No. I is of the same length as the switchboard. 
Thus the cables go straight down through the floor from the 
nut on the switchboard (in order to leave the floor space be
tween the switchboard and the wall clear and unobstructed), 
back up through floor and are cleated up the wall at the height 
of 23 ft. from ground outside of the building, then pass straight 
out to each position on the tower. Provision was made to 
string 24 1,000,000 circ. mil cables from tower No. I to No. 2 at 
Platte Street, where the new cables were cut in to the old 
"lead." Provision was made also to string 24 1,000,000 circ. mil 
cables from tower No. I by way of No. 3 to No. 4, where they 

were also cut into the o ld " lea d." When both sets of cables are 
installed there will be displaced all cables in the tunnels and on 
the poles Yia the old terminal towers between th e points which 
are indicated on the new plan as the present locations o f steel 
towers Nos. 2 and 4. 

The abandoned cables of all sizes and makes thus reclaimed 
and put in stock for future use amounted to 71,119 lb. , while tht 
new cable put in to elate on the new route am ounted to 47,237 
lb. This gives a di fference of 23,882 lb. in favor of the new 
ro ute, while maintaining in all cases the same circular mils be
tween the switchboard and the main leads. In many cases the 
capacity for ·future growth was increased to avoid beginning 
at the switchboard when re'nforcing a given fe eder. 

Selected locust pins and heavy glass insulators (Locke No. 
22) were used on all wooden cross-arm s, which are on the 
"slot-rail" poles only. Each pole carries 6-6 pin 4-in. x 6-in. 
x 6-ft. selected Oregon cross-arms coated with P & B paint. 
The steel towers have special malleable iron pins which are 
bolted direct to the angles comprising parts of the towers. 
They are placed to act as cross-arms. 

The only positions where the cables are cut are at towers 
J\:os. 2 and 4, where the circular mils on the main leads art 
made up of all kinds of combinati ons. The cables were taken 
direct from the power house wa ll to tower :N'o. I, then divided, 
one-half going to tower No. 2 and the other half going to tower 
No. 4- They were dead-ended in each case in the following 
nanner: 

The cables were served into the eye-bolt of an Ohio Brass 
¾-in. Brooklyn strain insulator, the in sulator being attached to 
a ¾ -in. eye bolt, which goes clear through a piece of 4-in. x 
6-in. se lected oak. The nut is CO\'ered up and protected, to 
avo id contact with the metal parts of the tower. These oak 
dead-end pieces each hold six cables and are fastened to the 
tower proper with ¾-in. machine bolts placed between the cable 

View of Portion of One of the Denver Steel Towers 

positions and extending through between two channels laid 
together with an open space suffic ient fo r the bolt, with a 2-in. 
square washer under the nut on the back side. The channels 
referred to ar e designed and placed so that each set takes the 
strain of six 1,000,000 circ. mil cables with a dip of 8 in. in a 50-
in, span. 

The placing of the "oak" dead-ends, in addition to the Brook
lyn strain insulators, between the feeder and tower was thought 
necessary on account of lightning discharges. All bends or 
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angles were carried around by means of Brooklyn strains and 
W. N. Matthews & Brother's cable clamps, which made a very 
neat piece of construction. Formerly the company braided on 
a piece of 5/16-in. span wire for the same conditions under 
which the clamps are now used. Hence, the saving in copper 
over the old method · is not large, but the clamps are preferred 
because they are quicker to apply, they give more uniform 
splices, they look better and they permit readjustment without 
the necessity of unserving a lot of strands. 

The accompanying illustrations show towers No. 2 and No. 3. 
Tower No. 2 is rectangular in plan, with sides IO ft. x 15 ft. 6 
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TROLLEY LINE SECTION INSULATOR 

To meet the demand for a sturdy trolley line section insu
lator, with renewable wearing parts, the Westinghouse Electric 
& Manufacturing Company has developed the new form type 
"KB" which is shown in the accompanying cuts. A No. 0000 

phono-electric wire has been broken "on a jerk" without any 
sign of failure in any part of this insulator. 

The tension is taken by two ¼-in. x 3-in. hickory bars. Ver-

Side View 

ti cal slots are provided in these, and projections from the end: 
castings engage in the slots. The stress is thus transmitted to 
the hickory bars without the bolts assuming any shearing 
stresses. The bolts serve only to clamp the end castings to the 
bars. Sherardized malleable-iron caps inclose the ends of the 
hickory bars to protect them against splitting and injury from 
"wild" trolley wheels. The sectioned portion of the plan view 
details this construction. The renewable bronze approaches 

- L _ are identical with those used on Westinghouse "Detroit" 

j _ 

Framing Details of Denver Towers Nos. 2 and 3 

in. The four legs are made up of columns each composed of 
four " L''s, 3 in. x ¼ in., and two plates, 20 in. x ¼ in. with in-
terior bracing. Tower No. 3 is triangular in plan with the two 
shorter sides each IO ft. 1¼ in. in length. The respective 
weights o f the towers are as follows: No. 1, 15,820 lb.; No. 2, 
18,400 lb.; No. 3, 7330 lb., and No. 4, 9620 lb. I. I 

A congress of the municipal officers of the principal c1t1es in 
America and abroad is to be held in Chicago, Sept. 18 to 30. 
19n. The organizations in Chicago which have indorsed the 
congress are the Association of Commerce, Citizens' As
sociation, Industrial Club, Civic Federation, City Club, United 
Charities and the Rotary Club. Among the topics are "Control 
of Public Service Companies by City and State," "Indeterminate 
F ranchise," " Municipal Ownership" and "City Planning." 
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Construction Details of Section Insulator 

frogs. They have sufficient length to be flexible and they ef
fectively prevent crystallization of the trolley wire. When worn 
out the approaches can be replaced in a few minutes by taking 
out the two bolts previously mentioned. 

T he renewable runner is of fiber with bronze tips which 
take the brunt of the arcing. By removing the two cotter pins 
shown in the plan a worn-out runner can be removed and re
placed with a new one in a few minutes. Tapered sle~~es--hold 
the trolley wire in the end castings. the renewable approach 
serving as auxiliary holding device. The sleeves are internally 
threaded and are slotted longitudinally. Before being driven 
into position they fit the trolley wire with a small clearance 
and when tapped into the correspondingly tapered conical seats 

Bottom View 

in the end castings they grip the trolley wire tightly. The 
sleeve cannot lose its grip when the wire is under tension, but 
by pulling the slack in the trolley wire toward the section insu
lator the sleeve is loosened and can be easily removed without 
cutting the wire. The sleeves are furnished for round, grooved 
or Fig. 8 trolley wires. 

Feeder lugs are provided on this section insulator. One lug 
is cast in each of the end castings and a strong steel set screw 
is supplied. These lugs may be used either for feeding energy 
into the adjacent trolley wires or for connecting a "jumper'~ 
around the section insulator. The middle casting is tapped and 
can be furnished to accommodate either a ¾-in. or a ¼-in. stud. 
The middle casting is also formed to constitute a supporting 
yoke. All metal wearing parts of the insulator are of bronze
and all other metal parts are of sherardized iron or steel. 
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MONTREAL DUMP CARS 

T he Montreal S treet R ail way Company has recently added 
to its freight equ ipment a new type of car for h andling stone 
which dumps its load all to one side, as shown in one of the 
accompanying illustra tions. O ne car was built by the Dominion 
Car & Foundry Company in March, 1909, and 24 more were 
built between July and September , 1909. A n addit ional 25 
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Side View of Dump Car 

more have s:nce been o rde red fro m the Canad ian Car & Foun
dry Company. On th e ca rs last orde red a plow is added to 
the rear truck to spread the rock after the ca r has deposited 
it beside the track. T his plow is de tachabl e and is fo lded in 
when the car is in the running posit ion. T he car can be 
dumped and rights it se lf in one minute. 

The car is built entirely of steel with the except ion of the 
cab. The center sill s are composed of 12-in . 25-lb. channels, 
braced with six 8- in. 8-lb. channel separators at the rocker 
bearing point, and furth er tied together with a ¼-in. rocker 
plate. T he side is composed of 10- in. 15-lb channel reaching 
from end sill to end si ll secured with rolled connection angles. 
The end sill s are also 10-in. 15-lb cham~el faced with an oak 
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End View of Dump Car 

beam 5 in. thick and securely bolted to the web of the end 
sill channel. The body bolsters are composed o f 5-ir:, 11.6-lb . 
Z-bars with ¼-in. cover plates top and bottom and secured t o 
side and center sills with ¼ -in. gusset plate. 

The car is not symmetrical, as the 10-in. side sill is on one 
side only. There are four channel diaphragms 5 in. deep, 
reaching from the center sill to the side sill ~n the non
dumping side of the car; riveted to these channels are the 
bearing plates that secure the operating sha ft. Th e ca r body, 
composed of light angles and ¼-in. plates securely ri veted 
together, as shown in the upper illustration in thi s co lumn, is 

divided into five separate compartments, each 5 ft. wide x 
7 ft. I I in. long. 

T he car body rest s on cast steel rockers, one at each end and 
at each partition. The cast steel rockers have lugs that engage 
open ings in the ¼-in. rocker plate. These rocker castings allow 
the car to rock easily to the dumping side of the car without 
any undue shock, and the car body is so balanced that it can 
easily be righted again. The dumping mechanism is composed 
of two cast-steel racks w:th pinions secured to the operating 
shaft, a ll easi ly controll ed from the motorman's cab. 

There are five doors of 3/16-in. plates reinforced with bars. 
They are hinged at the bottom and open downward, so that 
when the car is dumped they form an extension and help to 
throw the load away from the track. The locking device for 
the doors is composed of a shaft 1½ in. round extending the 
fu ll length of ca r body. Secured to this shaft are ten malleable 
iron hooks, two to each door. The hooks lip over the top edge 
of doors, thus holding them securely in place. At each end of 
the door shaft there is a short lever which is connected to a 
toggle on the center sill by a connecting bar with turnbuckle 
for adjusting. \Vhen the car body reaches a certain angle in 
dumping it operates the door locks automatically and releases 
the doors. Buffers are provided for the doors to fall on. 
\Vood buffers are also provided on the trucks . 

The trucks are the Montreal Street Railway pattern, but any 
standard truck may be used, although a truck w:th a short 
wheel base is preferred. The car is built with motors on 
each axle, hand brakes only, with the usual electrical equip
ment in cab. A sand box and fenders are also used. The fol 
lowing are the general data: Length over end sills, 33 ft. : 
truck cen ters, 21 ft. 3 in.; width of box, 7 ft. 3 in.; length of 
box, 25 ft .; height of box, 21¼ in.; box spring draft gear; 
angle of dump, 35 deg.; capacity, 40,000 lb ; cubic contents, 20 

cu. yd.; weight, 26,ooo lb. without motors. 
Dump car s of this design are now being manufactured in 

this country by the Simplex Self-Cleaning Car Company, New 
York City. 

TURTLE-BACK CARS FOR KANSAS CITY 

The fvle t ropolitan Street Railway, Kansas City, Mo., is now 
operating 25 car s of the flat-arch single-end design shown in 
the accompanying illustration. These cars were built by the 
Cincinnati Car Company and are used for pay-as-you-enter 
operation. The car bodies are 24 ft. long, while the distance 
between bolster centers is 21 ft. 10 in. The width over the 
posts at the belt is 8 ft. 7 in. The car body weighs 18,388 lb 
and seats 44 passengers. The body is of wood with steel panel
ing over the sides and vestibules, as illustrated. The body 

Turtle-Back Car for Kansas City 

bolsters are o f cast steel and the bumpers of steel plates. Each 
car is mounted on two Standard 0-50 trucks, each carrying 
two Westinghouse 306 motors . T he braking equipment con
sists o f the National Brake & E lectri c Company's air brakes 
and Peacock hand brakes. As the car s will be operated on the 
pay-as-you-enter system they have been equipped with Fara-

. day push-button buzzer s ignals. Roof ventilation is furn ished 
by means of IO Garland ventil ators per car. Among the spe
cialties supplied with these equipments are Eclipse fenders, 
International registers, H ale & Kilburn rattan seats and Panta
sote curt ains with Forsythe and Dayton fixtures. 
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DOUBLE SPINDLE SHAPER 

The accompanying cut shows th e principal features of the 
No. 277 double spindle shaper recently brought out by the 
]. A. Fay & Egan Company, Cincinnati, Ohio. The spindles are 
made of forge d crucible steel and are mounted in \'ery rigid 
hou sings which are fit ted into planed giLbed ways their entire 
length. These housings are ad justable vertically by inde
pendent hand wheels operating through cu t spiral gears. Both 
spindl es drop below the table The spindle bearings are tape red 
and made of phosph or bronze They have oil r eservoirs com
,pletely around the inner bearing, and arc so designed that a 

Double Spindle Shaper 

continuous fl ow of oil is assured. Each bearing is independ
ently acljustable with one screw, with provision for taking up 
wear. The oil resen-oir is covered so that no dirt can ge t 
into the bearings. This construction is designed to permit the 
highes t speed possible. 

Another valuable feature is the construction of the counter 
s haft the base of which is cast in one piece, on which all 
the ;ulleys and belt shifters are mounted. This distinctiY~ 
featu re makes the most rigid design and also eliminates all 
assembling on arrival at destination. Adjustable independent 
idlers are proYided to take up the slack in either belt to main
tain the proper tension at all times. The t able is planed true 
and firmly bolted to the column. It is fitted with removable 
concentric rings, ro in. in diameter. The column is a single
cored casting with a broad fl oor support. It is n ot in the 
operator's way and it supports the working parts without 

vibration. 
---·•·•·•---

PORT ABLE RAILWAY TELEPHONE 

A new portable railway telephone is being manufactured by 
th~ Kellogg Switchboard & Supply Company, Chicago, Ill. This 
telephone weighs 6 lb. S oz. The height is 6 r3/r6 in.; width, 

Portable Railway Telephone 

6¼ in., and depth, 6 in. The containing cabinet is strongly 
built with a heavy hinged cover. 

The accompanying illustrations will show the compactness of 

arrangement of transmitter, receiver, batteries and the induc
tion coil. The telephone is used by trainmen, signal men, 
officials and linemen for talking to dispatchers' headquarters, 
and is arranged to connect at any point on the circuit. 

An adjustable leather strap handle makes the telephone box 
very handy to carry. 

----·♦··----

NON-AUTOMATIC OIL SWITCH 

A llis-Chalmers Company, Milwaukee, Wis., has recently 
brought out a new type of oil switch designed for either switch

board or wall mounting, for pressures of 3300 volts 
and under, and in capacities up to 600 amp. They 
are furni shed with or without automatic tripping 
features, as may be desired. These switches are of 
th e vertical up-break type. The oil tank is made 
of cast iron and constitutes the main frame of the 
switch. It h as a cast- iron cover which is held in 
place by hinged bolts and thumb screws and which 
holds a felt packing ring tightly in place so that 
practically no dust can get in or oil escape from 
the case. The level of the oil in the case is shown 
by an indicator on the outside and provision is 
made for drawing off the oil by means of a drain 
pipe. The working parts of the switch, including 
the stat ionary and bridging contacts, are made in 
a unit which is removable from the tank without 
disturbing the leads or connections. An inter-lock 
is provided so th at the switch unit cannot be removed 

from or inserted in the tank unless the contacts are in the 
"open'' pos ition. The contacts are :,o a rranged that a rubbing 
action takes place when they are brought together, tending to 

Non-Autcmatic Oil Switch 

keep them clean and to squeeze out the film of oil between 
them. Auxiliary removable arcing contacts are provided which 
break after the main contacts have spread approximately ¼ in. 

\Vhen the automatic tripping feature is applied three tripping 
coils, for the three-pole automatic switch, are arranged for 
connection to three series trans formers, which are furnished 
with the switch. This construction affords protection under all 
circumstances. The two-pole switches are provided with one 
series transformer and the four-pole switch with two. The 
tripping mechanism is rugged in construction and at the same 
time sensitive to overload conditions and positive in its action. 
The switches are calibrated for from 80 per cent to 16o per 
cent of the rated current of the switch. 
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News of Electric Railways 
Personnel of Consolidated Companies at Los Angeles 

Following the plan of o rganizati on which g overns the 
steam railroads of the Southern Pacific Company, the man
agement of the Pacific Electri c Railway and th e Los An
geles-Pacific Company, w hich will be m erged on Feb . I, 
19II, as the Pacific E lect ri c Ra il way, will be conducted 
by department heads, who will be suprem e in their juris
diction, subject to the general supervi sion of Paul Shoup, 
who has assumed the active manag ement of the properties, 
as announced in the ELECTRIC RAILWAY J ouRNA L of Jan. 14, 
19II, page 96. Under Mr. Shoup will be th e n ew depart
ment heads, whose quarters wil l al so be in th e P ac ific E lec
tric Buildin g, Los Angele s. With th e exception of the o ffic e 
of auditor, which department will contro l th e account s of th e 
Pacific Electric, the Los An geles-Pacifi c Rail way, th e L os 
Angeles & Redondo Railway and relat ed companies, th e 
chan ges ann ounced do not affect th e Los A n geles & 
Redondo Railway. On F eb. I the followin g department 
heads w ill take up their new duties: 

J . McMillan, gen eral manag er, in charge of th e operating 
department, formerly g en eral manager of the P a ci fi c E lec
tric Railway. 

George E. Pi ll sbury, chi ef engineer, in charge of con
struction, formerly chi ef engineer of the Paci fi c El ectric 
Railway. 

E. C. Johnson, assistant chief engineer, in charge of 
maintenance of way, a s well as work now under his juris
diction, formerly engineer of Los Angeles-Pacific Railway. 

D. W. Pontiu s, t raffic manager, in charge of all traffic 
affairs, formerly traffic manager Los Angeles-Pacific Rail
way. 

S. A. Bishop, general claims agent, formerly claims agent 
Pacific E lectric Railway. 

George L. Bugbee, land agent of the Pacific Electric 
Land Company and related companies, formerly land agent 
of the Los Angeles-Pacific Company. 

W. V. Hi ll , tax and contract agent, form erly tax and 
contract agent of the Los Angeles-Pacific Company. 

Fred F. Small, mechanical en gineer, formerly m echanical 
engineer of the Pacific Electric Railway. 

H. A. Culloden, auditor of th e Pacific Electric Railway, 
Los Angeles-Pacific Company, L os An g eles & Redondo 
Railway and related companies, form erly auditor of the 
Pacific Electric Railway. 

S. H. Anderson, electrical engineer, formerly electrical 
eng in eer of the Pacific El ectric Railway. 

M. S. Wade, cashier, fo rmerly cashier of the Pacific Elec
tric Railway. 

W. G. Sherlock, assistant cashi er, formerly cashier of the 
Los Angeles-Pacific Company. 

No new announcem ent has b een m ade affecting the or
ganization of the legal departments of the road s. Judge 
J. W. McKmley is in charge of the legal d epartment of 
the Pacific E lectric Railway, the related land companies 
and the Los A ngel es & Redondo Railway. The legal de
partment of the Los Angeles-Pacific Company, of which 
G. E. N ewlin is chief counsel, r emains intact , and whether 
the two legal departments are to be consolidated has not 
yet been announced. 

W. A. Sigsbee, who has be en a ss istant auditor of th e 
Los Angeles & Redondo Railway, Los Angel es, Cal., for 
some time, has been tran sferr ed to the S outh ern Paci fi c 
Company as a special auditor, with h eadquarters in San 
Francisco, and the position of assis tant audit o r with th e 
Los Angeles & Redondo Railway has been abolished. 

Earnings of Cleveland Railway 

The figures shown in the sta t ement of the Cleveland 
Rai lway for D ecemb er, 1910, and for the IO months of 
operation under th e Tayler grant indicate that somethin g 
will have to be done to increase the operating a llowance, 
as the past four months show a deficit of $54,305.45 and 
December a deficit of $19,742.87. The grant provides that 
any surplus in this allowance shall be transferred to the 
interest fund at the end of each six months. This prevents 
carrying over the surpluses shown in favorable months of 

operation to take care of th e m onth s when expenses a re 
heavy. 

The surplu s accru ed unde r th e old scale of wages 
pa id condu ct or s and m otormen. T h e award of the board 
of arbitration g iving th e employees a n advance of sub
sta ntially 4 cent s a n h our and ot her in creased costs of 
operation during the w inter m onths r esulted in a deficit. 
Officials of th e compa ny n otifi ed th e city auth orit ies of 
the probable in adequacy of the a ll owa nce to cover t h e 
additiona l expenses in curred by t h e in cr ease in wages, but 
th e ci ty r efu ses to change t he o rd in ance. It is stated that 
th e company w ill ask the city for a n increase in the ope rat
in g allowan ce, w hich is now r r ½ ce nt s per m ile. Such an in
crease w ould prob ably enda nger t h e 3-cent fa r e, as t h e 
m arg in is a lready ve r y small. Shoul d th e r equest of t h e 
company be refused, it ca n then d emand a r bit rat ion, under 
th e franch ise, a nd bo th c ity an d com pany m ust abide by 
th e d eci sion of the board. 

T a bl e No. I pub li shed h er ewith shows t h e results of 
opera ti on for D ecem ber , 1910, and fo r th e peri od of IO 
m onth s end ed D ec. 31, 1910, based on th e a ll owance made 
in th e o rdinan ce. T ab le No. 2 shows t h e results of ope ra
ti on fo r D ecem ber , 19 ro, based on th e actual expenditures 
fo r operation a nd m ain tenance expe nditures on t he basis 
a ll owed in the o rdin anc e: 

TABLE No, 1.- BASED ON THE ORDINANCE ALLOWANCE, 
Ten Months 

December, Cents Per Ended Dec. Cents Per 
1910. Car M ile. 31, 1910, Car Mi le. 

Gross earnings from operation .... $525,885 22.50 $6,166,370 23 .20 
l\1aintenance a llowance...... . .... 93,496 r,142,919 
Ope ra tin !\' a ll owan ce ............. 268,799 2,561,207 . 
T ota l allowan ces . •. .............• 362,295 15.50 3,704, 126 1°6 ,63 

Net earnin gs fr om operation ..... $163,590 
M iscella n eo us income. . . . . . . . . . . . 3 ,61 r 

Gross in come less a llowances . . .. $167,201 
T axes .. .. .. .. .. .. .. .. .. .. .. .. .. 32,107 

Incom e, less all owances, etc ..... $135,094 
Interest . ..... . .... . ............ 114,836 

Surplus .. . .... .. .•......... $20,258 

7.00 $1,462, 244 
.rs 30,ror 

7, I 5 $1 ,492,34, 
1.37 3 ro, 598 

5.78 $1;181 ,747 
4 .91 r,128,022 

BASED ON ACTUAL DISBURSEMEN TS. 

Gro ss earnings from operation ... $525,885 
Disbursem en ts fo r m 3intenance ... $68,705 
D i,,bu r$ements for operation ...... 288,542 
To ta l disbursements ....... . ..... 357,247 

Net earni n gs fro m operation ..... $168,638 
Miscellaneou s income...... .. .... 3;6 10 

Gross income, less d isbursemen ts.$172,248 
T axes .. .. .. . .. .. .. .. .. .. . .. .. .. 32,106 

Income, less disburs. and taxes ... $140,142 
I nterest •........... . .... . ..... r 14,836 

Surplus ..............•..•.. $25,306 

*Defi cit . 

22.5 

15.28 

7.22 
.15 

7.3 7 
1.37 

6.oo 
4.9 1 

1.09 

$<;,166,370 
$1,283,0 58 

2,s93,218 
3,876,276 

$1,290,094 
30.ror 

$ 1,320,19<; 
31 0,598 

$1,009,597 
1,128,022 

*$r 18,425 

23.20 

17.40 

5.80 
.13 

5,93 
r,39 

4.54 
5.07 

.5 3 

TABLE No. 2.-BASED ON ORDINANCE ALLOWANCES FOR l\!AINTENANCE AND 
ACTUAL D ISBU RSEMENTS FOR OPERATION, DECEMBER, 1910. 

Gross earnings from operation ..................... $525,885 22.5 0 
Allowan ce for m aintenance .............. , ........ ,. 93,495 
Disbu rsements fo r operati on . ..................•.... 288,542 

Total .. .. .......... . ... . ...................... $382,037 16.34 

Net earnings from o pe ra tion .. ...................... $ 143,848 6.16 
Misce llaneous income...... .... .................... 3,610 , 15 

Gross income, less allowan ce a nd disbursemen ts ..... $147,4 58 6.31 
T axes • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . 32, 107 r. 37 

I n com e, less all owance, di sbursements and tax es ..••. $11 5, 351 4.94 
Interest : . .. ... . . . . .• ... ... . .. . .. . ... .. •.. . .•.... ,. r 14,836 4.91 

Su rplus 

B AS ED ON THE ORDI NANCE A LLO WANCE, 
(See Table No. r.) 

SI 5 .03 

Surplus a s sh own in statement .•..•. •. ....••••••.•.. $20,257 .87 
Deficit in operating reserve.... .. .. .. .... ........... 19,742 .84 

Actual surplus for the month.. ........ .. ........... $515 
MAINTENANCE RESERVE, 

Allowance for the month .•.•••.•.... . . . ,. ,, •• , ..•.. $93,495 
Expended for the month .•.....•. , ... . . . . .•• ,...... 68,705 

Balance to be credited to previous deficit. •....•...... $24,790 
OPERATING RESERVE. 

Allowance for the month ..•.......... . .. . •• •• , , ••.•. $268,799 
Expended in the month ..••.•...• , , ...•. ••.•• , •..•• 288,5 42 

Deficit to be added to previous deficit. .•• . .... , ••.•. $19,74 2 
Deficit for four months (o.6r cents per car mile) .•..• $54,30 5 

,03 
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Toledo Tra ction Situa tion 

Mayor W hitl ock of Toledo has continued to improve 
s teadily. His illness, however, has de layed the franchise 
negotiation s, as the City Council and city officials refuse 
to proceed without his aid. 

On J an. 18 th e Mayor began to go over the tentative 
franchise prepared by City Solicitor Schreibet and the 
data t hat ha ve been collected. It is said that differences of 
opinion over the proposed franchise have developed among 
the city officia ls. There has been some discussion as to 
t he points that will be taken up fi r st w hen the Council 
meets as a committee of the whole to begin the negotia
t ion s. Valuation and the rate of fa re were to be taken up 
last, according to the understanding, and blanks were to 
be left in the draft of the ordinance to be filled in when 
the se points were agreed upon. Paving, bridges, control 
of interurban cars, tracks and many other points wi ll prob
ably be taken up before property valuation and rate of 
fare are touched. 

An informal conference of the officia ls of the Toledo 
Railways & Li ght Company was h eld on Jan. 17 to discuss 
th e provi sions of t h e tentative ordinance, but no statement 
will be made until the city takes definite action upon the 
vari ous point s. At the annual meeting of the stockholders 
of the company on Jan. 19 Frank Hafer, treasurer of the 
Milburn Wagon Works Company, and Charles F. Meilink, 
of th e Meilin k rvianufa cturing Company, were e lected direc
tors to succe ed Dr. J. F. Demers, w h o died recently, and 
William B. Ha le, who retired. T h e board organized by 
re-electing all of th e o ld officers. The executive committee 
for the prese nt will consist of President Albion E. Lang, 
Jay K. Secor, Toledo, and William E. Hutton, Cincinnati. 
The annual statement of the company will 'be presented 
at th e meeting in February. 

Subway Urged' by Mayor of San Francisco 

P. H. McCarthy, Mayor of San Franc isco, Cal., has ad
dressed a communication to the Superviso1-s of that city, in 
which he refers to the steadily increasing congestion in 
Market Street and recommends that they consider the ad
visability of constructing a sub way sys tem. In his letter the 
Mayor says, in part: 

"Between 4 p. m. and 6 p. 111. we find the sidewalks 
on both sides of Market Street, between Sansome Street and 
Sixth Street, inclusive, crowded to the extent of being un
comfortab le for the pedestrian and a handicap to traffic and 
transportati on wherever thi s moving mass of humanity is 
obliged to leave such sidewalk. What is true of Market 
Street in this regard is likewise true of other locations in 
this city, perhap s, howeve r, in a lesser degree. I hav e in 
mind, for instance, certain intersectio ns and transfer points 
in the Mission district and on Fillmore Street. 

"I would respectfully recommend and urge that your 
honorable board, in view of the above facts, take under 
advisement the proposition of constructing subways which 
shall safeguard the pedestrian and facilitate both traffic and 
transportation, thereby proving of incalculable benefit and 
advantage to our people. The subway in this, as in other 
great cities, is inevitable, and particu larly is that true of 
San Franci sco, since Market Street is the great intersecting 
thoroughfare in a rapidly growing city, having as its feeders 
all the streets north of Market Street." 

The public utilities committee of the Council will consider 
the recommendation . 

Transit Affairs in New York 

The Bradley Contracting Company, through its president, 
Frank Bradley, made an offer on Jan. 21, 1911, to the Public 
Service Commission to construct with the city's money 
the entire subway part of the triborough as laid out by the 
commission, to equip it , as well as the Fourth Avenue sub
way in Brooklyn and the Bridge loop, at its own expense , 
and to operate these lines upon such terms as th e com
mission might determine. The proposal offers the city the 
r ight to take over these routes at any time by payin g the 
cost of the equipment, plus 10 per cent. The offer to the 
commission foll ows: 

"We hereby offer to coHstruct the tribQro1,1gh route, fo r 

w hich bids we re submitted on O ct. 27, 1910, in accordance 
with th e plans, sp eci fi cations and terms w hich accompanied 
sa id b ids, fo r t he sum of $85,437,561 , or in accordance with 
su ch modi fica ti ons for the triborough route as you may 
dec ide up on , a t a cos t proportionate to the above figure. 

"We agr ee t o equip at our ex pense the said triborough 
rout e, th e Fourt h Avenue route and th e Brooklyn loop line 
route, and to opera t e them all in such manner and upon 
such terms as you in y our judgment shall determine to be 
reasonable to us and t o the city of New Y ork, giving proper 
security for such equipment and operation. 

"We agree a t any time, up on you r r equest, to turn over 
sa id roads or routes to t h e city of New Y ork on payment 
of actual cost of the equip m en t, p lu s IO per cent on such 
cost, or we will equip at our own expense said roads or 
routes and operate them for a period of years to be agreed 
upon. " 

William G. McAdoo, pre sident of the H udson & Man
hattan Railroad, speaking at a meeting in Brooklyn on Jan. 
19, 1911 , outlined a plan for construction by the city of an 
independent subway system embracing the main features 
of the triborough route. The physical features of the sys
tem to which Mr. McAdoo referred are p ractically those 
of the o riginal triborough with these modifications: Con
nec tions between the Centre Street loop subway with the 
three downtown East River bridges and the trunk line in 
Broadway, so as to allow the operation of trains from 
Brooklyn through the bridge loop subway up and down 
town over the main stem in Manhattan; these connections 
consisting of a link from Centre Street into Br oadway at 
Spring Street and a link from the Brooklyn Bridge into 
Broadway at Vesey Street. The construction of a local 
loop from Lexington Avenue and Forty-second Street 
through Forty-second Stree t and Sixth Avenue to Thirty
fourth Street and thence down Broadway to rejoin the 
main line at T en th Street. Reduction of the size of the 
tr ib orough tube as adopted by the Public Service Commis
sion to a ·cross sec ti on 9 inches higher t han t he subway 
ope ra ted by the Interborough Rapid Transit Company. The 
elimination of reservoir s tations and the substitution t h ere
for of separate loading and unloading platforms to avoid 
the collision of two streams of traffic at the express stations. 
An operating contract giving the city the r igh t to take over 
the subway not only at the end of IO years (a s r equired by 
the present law) on payment of cost to the operator plus 
15 per cent, but the right to take ove r at any t ime after one 
yea r on payment of the operator's cost p lus 20 per cent. 
If universal subway transfers are deemed desirable, a pro
vision in the ope rati ng contract of the independent line 
that it transfer at intersections wi th the subway operated 
by the Interborough Rapid Transit Company and a stipu
lation that the grant of such transfers by the Interborough 
Rapid Transit Company shall be a condition precedent to 
any extensions or third-tracking of its elevated lines. This, 
M r. McAdoo estimates, could be built, with roadbed, track 
and signal sys t em s, for $107,000,000, and equipped by the 
ope rat o r with electrical apparatus of th e mos t improved 
des ign, cars, power house s, storage yards, shops, &c., for 
$47,000,000. 

At the request of the Board of Estimate and A pportion
ment a hearing attended by members of the Staten Island 
Chamber of Commerce and several officials of that bor
ough was held on Jan. 18, 191 I, before the Public Service 
Commission on the proposed tunnel to connect Staten 
Island with either Brooklyn or t he N ew Jersey shore. 
Several rou tes wer e suggested, but one from St. George to 
Sixty-fifth Street, Brooklyn, connecting with the Fourth 
Avenue subway, was t h e most fav ored. Borough President 
Crom well said h e t h ought any new subway system , should 
include ben efit s for a ll bor oughs, and that the work .should 
begin in all five at once. He fa vored the St. George route 
because of th e converging of all the railroad lines of his 
borough there . H e said h e had been informed by engineers 
that a tunnel could be built fo r about $6,000,000 . . 

T h e Pennsylvania Railroad has announced that unless 
some unforeseen hindranc e should be introduced the high~ 
speed line of the Hudson & Manhattan Railroad from the 
Saybrook Place terminal, N ewark, to New York, will be 
placed in operation in Jul y, 1911. 

The Board of Estimate a djourned on Jan. 18, 1911, with~ 
out taking any action on the subway proposal of t·he Inter-
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borough Rapid Transit Company. A resolution was 
adopted, a t the suggestion of Borough President M cAneny, 
that the Mayor should appoint a committee to confer with 
the members o f .the Public Service Commission on rap id 
transit matters. Comptroller Prendergas t ra ised the point 
that such conferences should be on subway matt ers in 
general and not only on proposals of the Inte rborough 
Rapid Transit Company. Communi ca tions received by the 
board which set forth r ea sons why the Broadway ( Brookly n ) 
subway should be built were referred to com mittee of the 
whole. 

Another Suit to Set Aside Chicago Settlement.-Clar ence 
H . Venner has fil ed a suit in the U nited States Circui t Court 
at Chicago in which he asks the court to an nul t he agree
ment entered into between the Chicago Rai lways and the 
City of Chicago and to require a ll paym en ts from the ea rn
ings of the company to the cit y ther eun der to be refu n ded. 
He has also asked for an injun cti on to res t rain fu r th er oper
ations by the company under the agreement w ith t he cit y 
pending a hearing of the suit . H e a lleges ill egality of con
tract. The dismissal by t he Sup reme Cou r t of t he United 
States of a similar suit b rought by M r. Ve nn er as a stock
holder of the Chicago Ci ty R ailway to set as ide t he stree t 
railway settlement ordinan ce of Chicago w hich was ap
proved in 1907 and und er which the Chicago City R ailway 
now operat es was noted in \ he ELECTRIC RAILWAY JouR NAL 
of Jan . 14, 1911, page 90. ' 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 

Connecticut.-The report of th e committ ee on th e init ial 
public utilities bill of 1909 has be en r eferred to t he jud iciary 
committee of the H ouse. Senator Spellacy's resolut ion for 
a special joint committee to consider all measures re lat
ing to workmen's compensation a cts was tabled a gain after 
brief consideration. The opinion seem s to prevail t hat th is 
matter should go to the judiciary committee. The Senate 
bill for an extension of time until N ov. 1, 1912, for con
structing the Danbury & Bethel Stree t Railway has been 
referred to the committee on railroads . Feb. 2 ha s been 
fixed as the last date for th e introduction of new measure s. 
This date has also been selected fo r a hearin g on a ll public 
utility measures. 

Indiana.-The committee on ra ilroads has recomm ended 
persons and corporations inter ested in the passage of legis
lation affecting railroads to con fe r w ith the R ailroad Com
mission before havin g bills introduced. Senate bill No. 44, 
which makes railroads liable for damages by fi r es which 
escape from rights-of-way, has been passed. This m easu re 
gives the roads an insurable inter es t in p rop erty adjacen t to 
the rights-of-way. House bill 15 6 would prohibit interurban 
railroads from employing m otormen unless they have had 
at least one year's ex perience eith er as a st eam or inte r
urban trainman, and would make it obligat ory for interu r
ban roads to operat e und er -a uni fo r m set of rules ratified 
by the commission. Anoth er bill would amend the R ai l
road commission act so as to r equire a report of an acci
dent involving loss of life by t elegraph to t he commission 
immediately. The present law a llows fi ve days in which 
to make a report to th e commission . House bill 155 woul d 
require all railroads t o build, establi sh and main tain farm 
and foot crossings and provide gates a t crossings where 
tracks cross a farm . A bill introduced in the Senate speci
fies a clearance of 21 feet for wires and obstructions w hich 
cross railroad tracks and regulates fastenings to prevent 
swagging. Senate bill No. 196 prescribes the distances at 
which interurban train s shall stop before crossing tracks 
of other lines. 

Kansas.-Two bill s to creat e public utility commission s 
have been introduced. One is known as th e administra
tion bill and the other as the Hodge measure. The so-called 
administration measure provides that th e name of the 
Railroad Commission shall be changed to the Public Utili
ties Commission. -The jurisdiction of the commission is 
extended to street railways, suburban electric railways, in
terurban railways, equipment and pipe line companies, 
railroads, water companies, electric companies, telephone 
and telegraph companies, etc. The bill would confer rate
making powers on the commission and give it power to 
prescribe the amount of stocks and bonds to be issued. 
Home rule jurisdiction is provided for Councils over local 

ut ilities, w ith pow er to appeal to t he comm ission where an 
amicable se ttlemen t betwe en such Coun cil s and companies 
cannot be eff ect ed. The H edg es m easure call s fo r the elec
tion of a commissio n of t h ree to have jurisdiction over 
ra ilroad s, stree t cars in two or more coun t ies, te lephones 
in five cou nt ies , p ipe lines in two or m ore counties and 
other ut il ities. St rict home rule regula tion is allowed for 
wa te rwork s, elec tric lig ht s and kin dr ed utilities. 

Massachusetts.- A bill ha s been introduced into the 
H ouse to aut hori ze th e Worceste r & Southbridge Street 
Rai lway t o acquire th e Worces ter & Webster Street Rail
way and the W ebst er & Dudley Str ee t Rai lway. A bi ll 
has a lso been introduced into the H ouse to prov ide for 
p lacing un derground within two years of t he passage of 
the bill all electric w ires in Bos ton which carry cu rrent at 
600 volt s or over. Th e r ecommendation s of the Ra ilroad 
Comm ission a nd Boston Tran sit Commi ss ion in rega rd to 
Boston subway exten sions a re m et by a b ill w hich would 
authorize th e Boston T ransit Commission to construct a 
subway or tunnel from a point in A tlantic Avenue, near the 
Sout h Sta t ion , under Fort Point Chann el a nd Dorchester 
A venu e to A ndrew Square. The cos t of the subway is to 
be provided by the issue of bond s by Bos ton . At th e peti
ti on of t he Ma ssachu setts Stree t R ailway A ssociation a bill 
ha s been introduced to eliminate so far as possib le abuses 
of t he scholars' tickets w hich are re quired to be issued by 
com pan ies in t he State (excluding the Boston E levated 
Ra ilway ) . By Chapter 267, A ct s of 1904, all stree t rail
ways are requ ir ed to print on transfer t ickets issued to 
passengers t he conditions under w hich such tickets may be 
used, and fo r the misuse of a transfe r ti cket a penalty is 
provided in t he s hape of a maximum fi ne of $50 or a maxi
m um imprisonm en t of Jo days. T he new bill provides that 
t he same course shall be fo ll owed with respec t to scholars' 
t ickets, with a n a dditional section w hich provides that 
w hoever uses or att empts to use a scholar's ticket for any 
purpose excep t to a t tend a session of t he school in which 
he is a pupil or to retu rn therefrom to his home, or dis
poses or a t tempts to dispose of a scholar's ticket, and 
w hoever, not bei ng such a pupi l, attempts to use or dispose 
of such a ticket to a person not kn own by him to be a 
p upil, shall be subject to t he above fine or imprison 
ment. A bill in troduced in t he Senate provides that dam
ages for the loss of life t hrough the negligence of a railroad 
or street railway m ay be coll ected with in two years instead 
of one year , as a t pr esen t provided. A bill introduced into 
the House provides for the State and city ownership of 
st reet rai lways. Bills have also been introduced which 
require the use of fe nde rs, lifting jacks and other t ools on 
st r eet ra ilway cars, fo r an investigation into the affairs of 
the Boston E leva ted Ra ilway and to provide for a determi
na t ion of the va lue of the share s of stock of consolidated 
railroads and st reet railway s. 

Pennsylvania .- L it tle was done in the Gen ~ra l Assembly 
du ring the week w hich ended on Jan. 21 , 19II , beyond the 
appoin tment of committees and the passage of the supple
m ental appropriation m easure. T he d raft of the proposed 
railroad com mission bill extendin g the powers of the com
miss ion has been p repared. It con tains about JO sections. 
In the appoi ntment of the committees Senator Keyser and 
R epresentative R iebel, Philadelph ia , aga in head t h e com
mittee s on elec tric ra ilways. Nearly 200 bi!ls were intro
duced in the Se nat e an d House at t he open ing session during 
the week commencin g on J an. 23, am ong them the follow
ing : To prohibit trespassin g upon the r ights-of-way of 
steam and electric r a ilways; to requ ir e street railways to 
inclose t he p la tforms of t hei r car s; to require that from 
Nov. 1 to May 1 the front end of t rolley cars should be 
inc losed fo r t he p rotect ion of th e m otorman , with a penalty 
of $500 for viol a tion ; to give th e t ru stees of Vall ey F orge 
Park powe r to g r ant e lec t ric railway franchises t hrough the 
park ; to prohibit side running boards on summ er cars, an d 
to require motormen to be placed on all trai lers of t he 
P hiladelphia Rapid Tra nsit Com pany. Mayor Magee, of 
P ittsburg h, is interested in pre sent ing a b ill to supplant the 
Ra ilroad Commis sion with a p ublic uti lities commission. 
T he new bill would ve st t he commission with authority to 
compel compli ance with its rulin gs and r ecomm endation s 
a nd would confer upon municipalities t he right to construc t 
and operate street ra ilways an d to acquire by c0ndemnation 
street ra ilways now in operation. 
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Financial and Corporate 
New York Stock and Money Market 

Jan. 24, 1911. 
Under the persistent manipu lation of profess ional traders 

the Wall Stree t market was pushed up a few poin ts last 
week and the volume of trading increased s lightly. There 
is considerable increase in activity in bonds a nd the invest
ment demand is very encouraging. 

M o ney co ntinues to be plentiful and rates easy. Quota
t ions to-day were: Call, 2¼@2¼ per ce nt; 90 days, 3¼@3½ 
pe r cent. 

Other Markets 
In the Philadelphia market thousands of shares of Rapid 

T r a n sit and Union Tracti on cha nged ha nd s during the week, 
but prices h ave not advanced. There h as a lso b een c on 
sid erab le dea ling in American Railways w ith fractionally 
higher prices. 

In the Chicago market there was increased activity last 
wee k in the certificates of the Chicago Railways. Series 2 

was the most ac ti ve o f the lot and the price for t hi s issu e 
advan ced abou t 2 points. There h as a lso b een very lib era l 
trading in Railways, Met ropolitan a nd North western E le
vated bonds. Price changes have n o t been imp ortant. 

Whil e t h ere was some dealing o n the Boston Stock Ex
change last week in Massac husetts Electric and Boston 
Elevated, trac tions as a rul e were dull. Prices were so m e
what low er. 

In the Baltimore market there was very little trad in g in 
traction share s during th e week; in fac t , no important sales 
we r e made. The bonds of th e U nit ed Railways continu e 
fair ly active at un changed prices. 

Quota tio n s of tractio n a nd manufacturing securities as 
compared with last week follow: 

Jan. 17. 
American Li ght & Traction Company (common) ..... . 
American Light & Traction Company (preferred) ... . 
A1ne rica n H .. ailways Co1np:1ny •...••••.•...•.....•..• a44½ 
At1rora , Elgin & Chicago Railroad (common) ...... a40 
Aurora, El gin & Chicago Rail roa d (preferred)....... 83½ 
Rost on Ekvated Railway ........................... 129 ½ 
Bosion Suburban Electric Companies (common) ...... ar5½ 
Boston Sulmrb«n Electric Companies (preferred)...... 71 
Boston & \V orcester Electric Companies (common) .. aro 
Hoston ~ \Vorcester Electric Companies (preferreci) .. a39 ½ 
Brooklyn Rapid Transit...... .. .................... n½ 
Brooklyn Rapid Tra nsit Company, 1st ref. conv. 4s.. 83 Vs 
Capital Traction Company, \\' ash ington ............ a129 
Chicago City R ai lway ........ . ..................... a200 
Chicago & O ak l'ark Elevated R ai lroad (common).... * 3 1/4 
Chicago & ,')ak Park Elevated Railroad (preferred).. *7 ¼ 
Chicago Railways , ptcptg., ctf. r .................... a99 
Chica•_o l{ailways, ptcptg., ctf. ~- ................... a24¼ 
Chicago Rail\\' ays, ptq,tg .• cti. 3.................... a9¼ 
Chic~go Rail wavs, ptcJJtg., ctf. 4................... a 6 
Cleveland Railway ....................•...•.•.•... *91½ 
Consolidated Traction of New Jersey ............... a73 
Consolidated Traction of N. J., 5 per cer. t bonds .•.... a104 
Detroit United Railway ........................... a67¼ 
General Electric Company ......................... a 1 52 
Georgia R a ilway & Electric Company (common) ...... a 118 
Geor~ia Railway & Electric Company (preferred)..... 87½ 
Jnterhorou 2h-Metropolitan Company (common)...... 19 ¾ 
Interborough-i\ le tropolitan Company (µreferred).... 54¼ 
Interborou gh-Mctropolitan Company (4½s).......... 79¾\ 
I"a1nas City l{ailway & Li ght Company (common) .... a20½ 
I, arisas City Hdilway & Light Company (preferred) .. a71 
1\1:anhattan Rail way. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 140 
i\Iasrnchusetts Electric Company (common) ......•... a 18 
Massachu setts Electric Companies (preferred) •...•• a84 ½ 
Met:·opolitan \Vest Side, Chicago (common)......... 22 Vi 
Metropolitan West Si<le, Chica'(o (preferred)....... 69½ 
Metropolitan Street Railway, New York ............. *19½ 
Milwaukee E lectric Railway & Light (preferred) .... * r 1 o 
North American Company...... .......... .... .. .... 66 
N orthwe~tern Elevated Railroad (~ommon) ........• a22 ½ 
Northwestern Elevated Rail road (preferred) ........ a65 
Philadelphia Company, Pitt ,bmQ·h (common)..... . . . 5 r ½ 
Philadelphia Company, Pittsburgh (preferred)....... 44 ¼ 
Philadelphia Rapid Transit Company................ 20¼ 
Phil adelphia Traction Company......... . . . . . . . . . . . . 85 
Public Service Corporation. 5 per cent col. notes ...... a96 
Public Service Corporation, ctfs ....•.........•..... ar !O ½ 
Seattle Electric Company ( common) ........ .. ...... a r 1 o 
S eattle Electric Company (prefened) .............. a1 03 
S outh Side Elevated R ail road (Chicago) ....... .... . a72 
Third Avenue R ail road. New York ................. arr 
T oledo R ai lways & Light Company................. a8 
Twin City R apid Transit, Minneapolis (common) .... ar 10 ½ 
Union Tracti on Company, Phi!ddelphia .... ......... a46¾ 
Uni ted Rys. & Electric Company, Baltimore ...•..... *17 
Uni ted Rys. Inv. Co. (common)................... 42¼ 
Unite<\ Rys. Inv. Co. (preferred)................... 66½ 
Washi ngton Ry. & Electric Company (common)...... 34 
Washincton Ry. & Electric Company (preferred) •.•. a90 
W est End Street Railway, Boston (common)........ 92r4 
West E nd Street Railway, Boston (preferred) ...••. 104¾ 
Westinphouse· Elec. & Mfg. Co.................... 67 
Westinghouse Elec. & Mfg. Company (1st pref.) •...•. *124 

a Asked. *Last sale. 

Jan. 24. 
a288 
a105 
a44½ 
a42 

83 
129 ½ 
a16 
a71 
a10½ 
a39 ½ 
n¼ 
83½ 

a130 
a200 

*3 ~4 
*7¼ 

a93 
~-25 

a9 
ao½ 

*91½ 
a73½ 

a104½ 
a71½ 

a152 
a118 

88 
19¼ 
52½ 
79 

a21 

a71 
140 
a18 
a86 

21 
*69½ 
*19½ 

*1 IO 

70 ¾ 
a22½ 
a63 

53 
44 ½ 
20 ½ 
86 ½ 

a96½ 
aII5¾ 
aII0 
a102 

a70 
aro½ 

a8 
ar ro 

a48 
a17 

43 
68 
38½ 

a89½ 
a91½ 

a105 
68 

*124 

Annual Report of the Interborough-Metropolitan Company 

The a nnual report of the Interborough-Metropolitan 
Company for the year ended Dec. 31, 1910, presented by 
Theodore P. Shonts, th e president, at the annual meeting of 
s tockholders, sh ow t h ese receipts and disbursements: 

Surplu9 balance of income account, Dec. 31, 1909 .• 
RECEIPTS. 

Dividend of 9 per cent on 339,128 shares Inter-
borough H.apid Transit Compar.y stoc:k . . .... . .. . $3,052, r 52 

Interest on bank balances and loans.............. u8,325 
Credit allowed by the State of New York in the mat-

ter of revi sion of capital stock tax assessed and 
paid for, 1908... ................... .. ......... 90,766 

Total. .................•........•..... 
DISBURSEMENTS. 

Paid and accrued interest on $67,825,000 Inter
borough-Metropolitan 4 ½ per cent collateral 
tru st bonds .... .. ............................. . 

Admi nistra tion and general expense account ...... . 
T axes ...... ....... .......•................ ..... 

Add amount of cla im of Interborough-Metropolitan 
Company against the New York City Railway, 
cancelled in accordance with a greements of June, 
1910 .•.•••..•......••..•.•....•.••••••••••... 

Surplus income ................................. . 

Mr. Shonts says in his statement: 

$3,999,551 

117,203 

36,405 

$3,205,733 

$793,818 

"On F eb. IO, 1909, a judgment was rendered against the 
:Metropolitan Securities Company in a suit of the receiver 
of the New York City Railway Company for the balance 
a lleged to be due under agreement of May 22, 1907, amount
ing t o $5,271,582, which judgment was subsequently affirmed 
by the circuit court o f appeals. Various payments upon 
this judgment reduced the amount to July 1, 1910, with 
inte r est, to approximately $4,495,000. In the meantime the 
receiver o f the New York City Railway had in s tituted an 
action t o collect t h e amount of the judgment from the 
st ockholder s of the Me t ropolitan Securities Company upon 
the g r ound that 25 per cent of their stock subscriptions 
rema in ed unpaid. Your company being the owner of 
293,920 shares o ut of a total issue of 300,000 shares, its 
liab ility fo r such unpaid balance would have amounted to 
$7,348,000. 

"Th er e was also in stituted by the receiver of the New 
York City Railway a suit again s t the Metropolitan Se
curi ties Company a nd certain of it s former directors indi
vidually to r ecove r the discounts o n $9,324,000 of IO-year 
3 per cent debenture notes of the New York City Railway 
issued under agreement wi th the Metropolitan S ecurities 
Company, dated Feb. 14, 1902, at 70 per cent of par and 
subsequently r edeemed at their face value amounting, with 
interest to July 1, 1910, to approximately $4,000,000. 

"Other suits were threatened and in course of prepara
tion involving indirectly the In terborough-Metropolitan 
Company throu g h its ownership of stock in the Metro
politan Street Railway and Metropolitan Securities Com
panies which, w hile there did not appear to be any sound 
lega l ground upon which they could be maintained, never
theless had their effect upon the company's credit. The 
certainty al so that the company, in the most favorable 
as p ect of the ca se, would have to pay out large sums of 
money, and the immense advantage of rescuing it from a 
mass o f vexatious and possibly dangerous litigation im
pelled your directors to join in negotiations with the 
various claimants and the court having jurisdiction over 
the various receiverships for a final adjustment of all liti
£ation. Under the terms of this setlement agreements 
were enter ed into and orders filed in court disposing, so 
far as possible, of all pending and threatened litigation 
upon the payment by the Metropolitan Securities Company 
of $4,000,000, its contribution toward the amount required 
to effect such settlement. This amount was advanced by 
your company under an agreement by which it will be 
cr edited upon its unpaid subscription to the stock of the 
Metropolitan Securities Company. 

"The franchise or capital stock tax assessed by the State 
comptroller for the year ended Oct. 31, 1908, was fixed at 
$104,251. . The company believed the amount and the prin
ciple on which it was assessed to be inequitable and insti
t uted litigation to review the comptroller's determination. 
The courts upheld the company's contention and as a 
result the franchise tax for that ·year was reduced from 
$104,251 to $13,485, a saving to the company of $90,766. A 
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like basis of r eduction was ap p lied in t he taxes assessed by 
the S tate fo r the years 1909 and 19IO. 

"The admini stration exp enses of your company for th e 
year ended De c. 31 , 1909, were $rn4,803 a nd fo r t h e yea r 
ended D ec. 31 , 19 IO, $92,426, a r eduction of $12,377. 

"The r eorganizati on of th e M et ropolita n S tree t Ra il way 
is still under active consid erati on, no defi ni t e agre em en t 
having yet been arrived a t bet wee n th e s tockhold ers and 
the joint bondh old ers ' commi t t ee. T he sa le of the property 
wa s postponed on Jan. 5, 1911 , t o F eb. 16, 1911. 

"The surplus earnin gs of th e lnter boroug h Rapid T ransit 
Company after the payment o f th e regular 9 per ce nt divi
dend for th e fi scal year ended Jun e 30, 19IO, were $2,932,147, 
an increase over the previous fi sca l year of $1,492,323." 

Modification of International Traction Company Bond
holders' Plan 

On Jan. 20, 1911 , the committee of bond h olde rs of t he 
International Traction Company, Buffa lo, N. Y ., whi ch con
sists of R. L. F ryer, Thom as D e W itt Cuyler , L ew is Cass 
Ledyard, T. E. Mitt en and Cha rles S t ee le, issued a n otice 
to the own ers of the 50-ycar, 4-per ce nt colla t eral trust 
gold bonds of the Internationa l Traction Company, and to 
the depositors under th e bondh olde r s' agreem ent , dated 
June 21 , 19 IO, in which they said, in part : 

"Pursuant to the t erm s of Art ic le 5 of t he bondh olders' 
agree m ent, da t ed Jun e 21 , l 9 IO, t h e com m ittee ac tin g 
under the said ag ree m ent has fi led w ith J . P . M or ga n & 
Company, New Y ork, N. Y ., a s tat em en t of a prop osed 
change, m odific ation or departure fr om the 'bon dh old ers ' 
plan' set forth in said agre em ent . T h e com mittee an
,nounces that more than tw o-t hirds of t he above-m entioned 
bonds have been d eposited, and t hat such m odifica tion o r 
change is made in complian ce with the expressed wi shes 
of the owners of large numb er s o f both d eposited and non
deposit ed bond s. In pla ce of th e a lternat ive rig ht s of 
bondholders under the o rig ina l bon dholders' pla n, to re
ceive eith er 5 per cent bon ds of t h e new co m pany to t he 
amount of 80 per cent of th e par va lu e of th e depo sit ed 
bonds or cash to the amount of 70 per ce nt o f t he par 
valu e th ereof, th e 'modi fied bon dholder s ' p la n ' o ffer s the 
singl e rig ht t o all holders of the com pan y's bonds w h o 
have deposited or shall in the futur e depos it t he sam e with 
the c ommittee, upon the consu mmat ion of th e pla n, new 4 
per cent bonds of the same par valu e as the deposit ed bon ds , 
secured by a direct mortgage upon th e phys ica l proper ti es 
and the franchises of the underl y in g and operatin g com 
panies. 

"The bonds of one of said se rie s w ill bea r inter es t at t he 
rate of 4 per cent per annum and will be limit ed to an 
amount sufficient to enable th e committee to make de live ry 
thereof at par to deposito rs of so-year, 4-per ce nt colla tera l 
trust gold bonds and coupons of th e Traction Company 
deposit ed under the agreement a s ab ov e se t fo rth. 

"The bonds of the other of sa id se ri es shall bear int er es t 
not exceeding the rate of 5 per cent per a nnum, and sha ll 
comprise all bonds secured by the said mortg age that shall 
be required for the other purposes of th e 'm odi fied bond
holders' plan' and of the said bondh olders' agreem ent . 

"No formal act of assent to the 'modified bo ndh old er s' 
plan' is necessary on the part of the present depos ito rs. In 
case of dissent, withdrawals of deposited bond s mu st be 
made on or before Feb. 17, 1911. 

" Pursuant to and in connection with the foregoin g m odi 
fied plan , the committee also ann ounces that it has a r 
ranged for an ad vane e to the h olders of certifica t es of de
posit to be issued for the 50-year, 4-per cent collat eral 
trust g old bonds of the Internationa l Traction Company 
.which shall be deposited with th e committee under th e 
bondholders' agreement and the m odified plan, of the inter 
es t du e July 1, 19IO, and Jan. 1, 19 11 , on th e bon ds r epre
sent ed thereby, and al so to th e holders of certifica t es of 
depos it heretofore issu ed by the committee, o f th e inter es t 
due Jan. 1, 1911, on the bonds r epresented the reby, upon 
presentation of such certificates a t the offices of J . P . 
M organ & Company, the deposita ry under th e agreem en t, 
the Manufacturers & Trader s' Na tional Bank, Buffalo , 
N. Y ., or the United States Trust Company, Louisville, Ky. , 
sub-depositaries, for the proper ind orsement of such ad
vanc es and for formal acc eptance of such chan ged or modi
fied plan thereon ." 

Austin (Tex.) S t reet Railway.- T h e Austin Street Rail
way h as been incorp ora t ed in Texa s as t he successor to t h e 
Austin E lec tric Rai lway a nd has m ade a m ortgage to the 
Equitab le Tru st Company, New Yo rk, N. Y., as trustee, 
t o secu re an issue of $1,500,000 of first a n d r efunding mort
gage S per c ent gold bonds. At prese nt th e company will 
issue $250,000 o f these bonds; $350,000 w ill be reserved to 
reti re $350,000 of fir s t m or tgage 5 pe r ce nt bonds of the 
old company and $900,000 will be reserved for future exten
sio ns, addition s, e tc. The new bo nds a r e dated J an . 2, 1911, 
and are due J a n. 1, 1936, but a re subj ec t t o call a t a ny time 
at rn2½, The auth ori ze d capital stock of t he company is 
$1,250,000, con sis t ing of $750,000 of common s tock and 
$500,000 of 6 per cent n o n-c umul a ti ve preferred s tock. Of 
t h is stock $500,000 of comm on an d $250,000 of p refe rred are 
ou t standin g. Th e o ffi ce r s of th e co m pany a re: W. H. 
F o lt s, Au stin , presid ent ; A. L. Kc ll och, sec r etary; E. P. 
Wilmot, treasurer. 

Babylon (N. Y.) R ai lroad.-Judge Cha t fie ld, in the United 
Stat es Court in Brooklyn, has ap poin ted Paul T. Brady and 
Will ard B. K in g r ece ive r s fo r th e Babylon Rai lroad, a 
subsidiary of th e South Sh or e Trac ti on Company, which 
w a s rec ently put into th e han d of the sam e receivers, as 
n oted in the ELECTRIC R AILWAY JOURNAL of Jan. 7, 1911, 
page 50. 

Buffalo, Lockport & Rochester Railway, Rochester, N. Y . 
- Cont ro l of the Buffal o, L ockpo rt & R oc hes t er R a ilway 
ha s fo rm all y passe d to th e so-ca ll ed Beeb e E lec tr ic Ra il way 
System. The n ew o ffi ce r s of t he com pany fo ll ow: C. D. 
Beebe, Syracuse, N. Y. , pr es ident ; J . M. Campbe ll , Roc hes
t er, N . Y., vice-pres ide nt and gen eral man age r ; F rank A. 
Dudley, N iagara Fall s, N. Y ., secon d vice-presiden t; H a rold 
C. Beatty, Syracuse, N. Y. , sec reta ry; A. M. Mic hael, Syra
cuse, N. Y., a ss is tant sec ret a ry ; Will is A. H olden, Syracuse, 
N. Y ., t r easur er ; W. W . Fos ter, Syracuse, N. Y., assistan t 
t r easu r er; William N ottingh am, Syracuse, N. Y., g eneral 
coun sel ; C. D. Beebe, J . M . Campb ell , F ra nk A. Dudley, 
H . C. B eatty, W . A. H old en , William Nottingham, C. W . 
Seaman s. New York ; E. R. Wood, T oro nt o; F. W. R oeh
lin g, Jr. , T r en ton , and H. J . Clark, Syracuse, direc t o r s. T he 
gen era l o ffi ces of t h e compa ny are in Syracu se, N. Y. The 
operat ing offic es are in R oche st er. 

Chambersburg, Greencastle & Waynesboro S tree t Rail
w ay, Waynesboro, Pa.-T he direc to rs of the Chambersburg, 
Greenca stl e & Waynesboro Stree t Railway paid a n initial 
dividen d of 5 p er cent on the $300,000 of preferred non
cumu la t ive stock on Jan. 16, 19 11 . 

Chicago City & Connecting Railways, Chicago, I ll.
W hite, Weld & Com pany, N ew Y ork, N. Y., and Chicago, 
Il l., offe r fo r subsc rip tion at IO0 and in t erest yielding 5 per 
cent $1,250,000 of Calu met & S out h Chica go Railway first 
m or tg age 5 per cent r ehabi litati on gold bond s dated Feb. 1, 
1908, an d due F eb. 1, 1927. T he bo nd s a r e callable a s a 
w hole a t th e opti on of th e company a t I05 and interes t on 
any int erest dat e b efore Jul y 1, 1912, on 30 days ' notice. If 
t he property of t he company is pu rchase d by the City of 
Chi cago th e bonds m ay be call ed fo r pay m ent at par and 
interest on any interest da te befor e matu rit y. 

Chippewa Valley Railway, Light & Power Company, Eau 
Claire, Wis.-The Wiscon sin R a ilroad Commiss ion has au
thorized the Chippewa Vall ey Railway, Light & Power 
Co mpany to issue the fo ll ow in g securiti es: ( 1) $300,000 of 
a dditional common stock in o rde r t o acqu ir e t he property 
of the Chippewa Fall s W ate r ·works & Lighting Company 
an d to finance additions and exten sion s made and to be 
made th ereon ; (2) $250,000 of fi r st mortgage 5 per cent 
20-y ear gold bonds of 1907, fo r ex t en si ons and addition s 
an d additi onal equipment . T h e c ommi ssion 's authorization 
of Feb. 24, 1910, so far a s it r elates t o $rno,ooo of common 
s tock, has been canceled. 

Denver (Col.) City Tramway.-Cla rk , Dodge & Company, 
New Y o rk, N. Y., and E . W . Cla rk & Company, P hiladel
p hia, P a ., offer for sub scription a t 95 and in te r est yiel d in g 
5.38 per cent $1,653,000 of D enve r City Tramway fi r s t an d 
r e"fund in g sinking fund m ortgage 25-year 5 per ce nt gold 
bonds da ted N ov. r, 1908, and due Nov. I, 1933. Inter est is 
payable May 1 and Nov. I a t t h e office of th e Mercan til e 
Trust Compa ny, New York, N . Y ., or at the office of the 
Denver City Tramway, D enver, Col. The Mercantile Trus t 
Company is tru stee unde r the m or tgage which secures the 
bond s. 
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Fonda, Johnstown & Gloversville Railroad, Gloversville, 
N. Y.-The Public Service Commission of the Second Dis
trict of New York has authorized the Fonda, Johnstown & 
Gloversville Railroad to issue $38o,ooo of its 4½ per cent 
so-year bonds, secured by its first consolidated mortgage, 
the bonds to be sold at not less than 85 and the proceeds to 
be used for the payment of indebtedness to the amount of 
$185,129.73, payment of various notes made for payment 
for pavements in Gloversvi ll e and Johnstown, new cars, cost 
of new carpenter shop at Gloversville, new railroad sidings 
at Amsterdam, ash track at power house at Tribes Hill and 
double tracking Main St reet in Amsterdam. The authoriza
tion is made upon the condition t hat the company shall 
credit to its capital account and charge to its surplus the 
sum of $22,000, the amount of replacement made in con
nection with the construction of the new double track in 
Amsterdam. 

Johnstown (Pa.) Traction Company.-The Johnstown 
Traction C<ilmpany has announced an initial annual dividend 
of 3 per cent on its $500,000 capital stock, of which $200,000 
is said to be paid up. 

Lancaster & Southern Street Railway, Lancaster, Pa.
A syndicate managed by George B. Atlee, Phi ladelphia, 
Pa., proposes to merge the Lancaster & York Furnace 
Street Railway, the Lancaster & Southern Street Railway 
and the Coleman Water & Power Company. For four 
years the Lancaster & York Furnace Street Railway and 
the Lancaster & Southern Street Railway have been em
barras sed financially, and George B. Atlee conferred with 
representatives of the three companies recently and sub
mitted a proposition for taking them over which was ac
cepted and the syndicate which Mr. Atlee represents will 
pay the int erest on the loans and assume the liabilities and 
pay t he owners a fixed amount for their equity in the prop
erties. An agreement has been made with the Conestoga 
Traction Company whereby it is to pay to the Lancaster & 
York Furnace Street Railway one-third of the fares of the 
passengers delivered to it by the Lancaster & York Fur
nace Street Railway. 

Los Angeles (Cal.) Railway Corporation.-The Los 
Angeles Railway Corporation has made a mortgage to the 
Los Angeles Trust & Savings Bank as trustee to secur e an 
issue of s pe r cent bonds of $1,000 each, limited to $20,000,-
000 in amount, dated Dec. 1, 1910, and due in 1940. Of the 
new bon~s $5,500,000 are reserved to retire an equal amount 
of underlying bonds that remain outstanding. The mort
gage covers the purchase of the Los Angeles Railway, a 
portion of the Los Angeles & Redondo Railway, and nar
row-gage lines in Los Angeles formerly operated by the 
Pacific Electric Railway. 

Louisville & Eastern Railroad, Louisville, Ky.-Th e Fed
eral Court at Louisvi lle has confirmed the purchase of the 
Louisville & Eastern Railroad by the Louisville & Inter
urban Railroad, which was announced in the ELECTRIC RAIL
WAY JOURNAL of Jan. 7, 1911, page 50, and the formal trans
fer of the property has been made. 

Montreal (Que.) Street Railway.-The General Trusts 
Corporation, Montreal, Que., has addr essed a letter to the 
shareholders of the Montreal Street Railway in l\lontreal 
asking for a 60-day option on their holdings at 235 a share 
on behalf of a client who desires a la rge block of the 
stock. 

Northern Texas Traction Company, Fort Worth, Tex.
The No r thern Texas Traction Company has fi led wit h the 
Secretary of State an amendment to the charter of the 
company increasing its capital stock from $3,500,000 to 
$4,500,000. 

Ocean Shore Railway, San Francisco, Cal.-The property 
of the Ocean Shore Railway was sold under foreclosu re 
in San Francisco on Jan. 17, 1911, to representatives of the 
bondholders for $r,035,ooo, the upset price. 

Ohio Electric Railway, Cincinnati, Ohio.-Drexel & Com
pany, Philadelphia. Pa., a re said to have placed privately 
with financial institutions in Philadelphia an issue of $7,000,-
000 of 6 per cent notes of the Ohio Syndicate which was 
organized to finance certain Ohio public service properties 
with which United Gas Improvement Company interests 
are identified, among them it is said the _Ohio Electric 
Railway. According to the Philadelphia Financial Bulletin 

the details, such as the time for which the notes are to run, 
the price at which they were sold to the institutions, the 
names of the members of the syndicate, etc., are known 
only to the participants in the negotiation. Continuing the 
Financial Bulletin says: "It is understood, however, that 
some of the leading interests in the United Gas Improve
ment Company are largely interested in the syndicate, that 
the negotiation is for the purpose of financing the further 
development of a number of going gas, electric lighting and 
trolley properties in Ohio, and that $4,000,000 of stock in 
the ente rprise has also been sold to Philadelphia investors. 
In general the financing has been arranged on much the 
same lines as were successful in the case of the 'Indiana 
Syndicate,' in which the same set of capitalists was in
terested." 

Pacific Electric Railway, Los Angeles, Cal.-The merger 
of the Pacific E lectric Railway and the Los Angeles Pacific 
Railway will become effective on Feb. I, 191 r, under the 
name of the Pacific Electric Railway. It is said that the 
merger of the Los Angeles & Redondo Railway and the 
Pacific E lectric Railway has been decided upon, but that 
it has not been accomplished as far as the appointment of 
operating officials is concerned. 

Puget Sound Electric Railway, Tacoma, Wash.-The 
Puget Sound E lec tric Railway has announced its plans for 
refunding $r,500,ooo of coupon notes due in 19n and 1912 
and paying floating debt of $r,100,ooo incurred in making 
improvements. Of th e coupon notes $1,000,000 mature on 
Feb. 1, r9rr, and $500,000 on Feb. 1, 1912. It is proposed 
to sell $r,700,ooo of new not es which are to be secured by 
pledging $2,429,000 of consolidated S per cent and new re
funding bonds and also to se ll $500,000 of unissued preferred 
stock and the further amount of $116,700 of preferred stock, 
which is part of the $625,000 of preferred stock of the com
pany heretofore report ed as outstanding, which has been 
held in trust for the company. 

Quebec Railway, Light & Power Company, Quebec, Que. 
-The Quebec Railway, Light & Power Company proposes 
to apply to the Railroad Commission of Canada for per
mission to deed certain parts of its lines to the Quebec 
County Railway. 

Rochester Railway & Light Company, Rochester, N. Y.
The Rochester Railway & Light Company has applied to 
the Public Service Commission of the Second District of 
New York for permiss ion to issue mortgage bonds to re
fund obligatio ns which amount to $810,000. 

Seattle (Wash.) Electric Company.-Harris, Forbes & 
Company, New York, N. Y.; Lee, Higginson & Company, 
Boston, Mass., and Esterbrook & Company, Boston, Mass., 
offe r for subscription at 98½ and inte rest yielding S¼ per 
ce nt $2,721,000 of Seattle Electric Company consolidated 
and refunding mortgage sinking fund 5 per cent gold bonds 
dated Aug. r, 1907, and due on Feb. 1, 1929, with interest 
payable on Feb. 1 and Aug. I in Boston, Mass. The bonds 
ar e callable at 105 and interest on or after Aug. I, 1912, in 
blocks of not less than $500,000 or for the sinking fund. 
The Old Colony Trust Company, Boston, Mass., is trustee 
under th e mortgage which secures the bonds. 

Somerset Water, Light & Traction Company, Somerset, 
Ky.-The property of the Somerset Water, Light & Trac
tion Company was sold under foreclo sure on Jan. 16, 1911, 
at Somerset, Ky., to J. H. Gibson, Somerset. 

South Penn Railways & Light Company, Cumberland, 
Md.-The South Penn Railways & Light Company, which 
was incorporated in New Jersey on Nov. 17, 1910, with an 
authorized capital stock of $4,500,000, proposes, it is said, to 
merge the electric railways and electric light and power 
plants between Cumberland, Md., and Garret, Pa., including 
the Cumberland & Westernport Street Railway, and the 
Pennsylvania & Maryland Street Railway, and to construct 
an electric railway from Frostburg, Md., to Bcynton, Pa. 
V. A. Murray, D. Bellinger and J. R. Bradley, Camden, N. J., 
were the incorporators of the company. Among those who 
are said to be interested in the company are James Harts
horne, W. Hicks and George K. Preston, New York. 

United Properties Company of California, San Francisco, 
Cal.-The United Properties Company of California, the 
incorporation of which was noted in the ELECTRIC RAILWAY 
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JouR,NAL of Jan. 14, 19II, page 92, ha s o rganized as follows: 
F. M. Smith, president; William S. Tevis, first vice-presi
dent; R. G. Hanford, C. B. Zabriskie and W. R. Alberger, 
vice-presidents; C. B. Zabriskie, treasurer; F. W . Frost, 
secretary; Gavin McNab, general counsel. It was arranged 
that each official of the new company should be a ssigned 
to certain duties. F. M. Smith will have general supervision 
of all of the various kinds of business that are to be ab
sorbed by the new company, but he will give most of his 
attention to the devel opment of existing rail ways a nd those 
to be created. W . S. Tevis will assum e direct ch ar ge 
of the water, electric light, heat, power a nd the land hold
ings. R. G. Hanford will have th e fina ncing under hi s 
direction. C. B. Zabriskie, in additi on to hi s duties as 
treasurer, will attenJ to the handling of the funds and 
securities in New York. W. R. Al berger will be responsible 
for the railways, the water lines and general tra ffic matters. 

Washington-Oregon Corporation, Vancouver, Wash.
!he _Washington-Oregon Corporation, which was organ
ized m Vancouver on Dec. 9, 1910, with a capita l s tock of 
$5,000,000, has concluded negotiations to take over the Van
couver Traction Compa ny, the Vancouver Gas Company 
and the Vancouver Water W orks Company. 

Wilmington, New Castle & Southern Railway, New 
Castle, Pa.-Robert H. Richa rds purchased at fo reclosure 
sale on Jan. 14, 1911, the portion of the Wilmingto n, N ew 
Castle & Southern Railway between New Castle and Dela
ware City. Mr. Richards is said to represent the bond
holders. 

Dividends Declared 

Cities Service Company, New York, N. Y., monthly, ½ of 
l per cent, preferred; monthly, ¼ of I p_er cent, common . 

Commonwealth Power, Railway & Light Company, 
Grand Rapids, Mich., quarterly, 1 ½ per cent, preferred. 

Harrisburg (Pa.) Traction Company, 3 per cent. 
Helena Light & Railway Company, Helena, Mont., quar

terly, 1¼ per cent, preferred. 
Jacksonville (Fla.) Electric Company, 3 per cent, pre

ferred; 3½ per cent, common. 
Metropolitan West Side Elevated Railway, Chicago, Ill., 

quarterly, ¾ of I per cent. 
North American Company, New York, N. Y ., quarterly, 

1¼ per cent. 
Union Street Railway, New Bedford, Mass., quarterly, 2 

per cent. 

ELECTRIC RAILWAY MONTHLY EARNINGS 
AMERICAN RAILWAYS COMPANY. 

Period. 
Gross Operating Net Fixed Net 

Revenue. Expenses. Revenue. Charges. Income. 
$340,57 5 ;rn·, ~;c. 

6 .. 
6 .. 

'r-,o 
'09 
' 10 
'09 

316,867 
2,084,498 
1,943,386 

EL PASO ELECTRIC COMP ANY. 
1m., ~pv. '10 $59,985 $33,438 $ 26 ,548 $8,224 
I" 109 56,069 31,302 24,767 8,398 

12 u 'IO 635 , 157 364,66 3 27 0,494 IOo,91 6 
12" '09 596,484 364,863 231,621 96,580 

GALVESTON-HOUSTON ELECTRIC COMPANY. 
Im., ~?V• :IO $118,251 $69,922 $48,~28 $26,026 
I u 09 109',058 61,246 47,iH2 22,986 

12.. '10 1,298,730 786,239 512,491 287,639 
12.. '09 1,202,675 705,482 497,193 251,536 

GRAND RAPIDS RAILWAY COMPANY. 

$18,324 
16,370 

169,578 
135,041 

$22,~02 
24,827 

224,851 
235,657 

Im., 11rc, '10 $96,274 $54,973 $ .. p,301 $19,248 $22,053 
I" '09 90,144 45,186 44 ,958 18,383 26,576 

12" '1 0 1,132,578 563,265 569 ,313 237,653 ' 331,660 
12" '09 1,029,01 I 492,85 5 536,156 227,056 309,100 

KANSAS CITY RAILWAY & LIGHT COMPANY. 
1m., ~;c. '10 $684,385 $417,682 $266,703 $191,069 $75,633 
I" '09 622,049 377,571 244,478 172,062 72,416 
7 :: " :IO 4,513 ,591 2,701,178 1,812,413 I,323,245 489,168 
7 09 4, I 73,697 2,396,205 I ,777,49'2 I ,209,122 568,370 

LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY. 
~~-• ~;C• 1f0 $37,694 $24,706 $12,988 $13,735 *$747 

6
., 09 36,417 24,925 11,492 15,186 *3,694 

6.. :~; !~;:m ;~f:~:~ ;;~:~~~ ~~::~~ :tm 
Im., 
1" 
3 .. 
3 .. 

1m., 
1" 

12 u 
12 u 

' 10 
'09 
'10 
'09 

'111 

'09 
'10 
'09 

MONTREAL STREET RAILWAY. 
$377,274 $235,209 $142,065 

337,563 212,006 125,557 
1,130,060 668,401 461,659 
I ,026,441 586,879 439,562 

TAMP A ELECTRIC COMP ANY. 
$43,249 $22,980 $20,269 

52,900 28,583 24,317 
602,099 334,243 267,856 
589,977 346,280 243,697 

$37,642 
34,481 

101,653 
96,345 

$6,213 
4,594 

63,202 
56,362 

$104,423 
91,076 

360,006 
343,218 

$14,056 
19,723 

204,654 
187,335 

TraUieandTransportatton 
Service in Albany 

The United Traction Company, A lbany, N. Y., has replied 
to the Publi c Service Com mission of the Second District of 
N ew York r ega rdin g the recommendations which it made 
to the company in regard to service over its Pine Hi lls and 
W est A lbany lin es based on the investigation made for the 
commi ssio n by Charles R. Barnes, its electric railroad in
spector. These recom me ndatio ns were referred to at length 
in the ELECTRIC R AILWAY JOURNAL of Dec. 31, 1910, page 1283. 

The company takes issue with many of the figures sub
mitted by M r. Barn es, and states finally that an analysis of 
its a ffa irs will show that carrying out the wishes of the 
commi ssio n w ould greatly impai r t he credit of the com
pany. If la rge car s a re put on a ny line in Troy or Albany 
the compa ny would be under pressure to equip every line in 
both cit ies with such car s, and as t here a r e 237 closed cars 
on th e compa ny's lin e, of which 184 are 20 feet or under 
in size, a se ri ous situat ion would be produced. 

A numbe r o f important ~atte rs will have to be taken care 
of in t he next few year s other than the one now under 
considerati on. A mong them is the p lacing of the feed wires 
in the busin ess dist ri ct of A lbany underground. The com 
pa ny says that thi s will involve an enor mou s outlay an d the 
ma t te r is of such vita l importance tha t th e engineer of the 
co mm ission and the comp any 's electr ical engineers should 
reconcile th eir differ ences in figures, and the commission 
should g ive th e offi cia ls of th e company an opportunity to 
di scuss the entire ques tion aft er the figures have bee n r econ
ci led. 

In rega rd t o th e cost of power, th e company assert s t hat 
actual con ditions woul d make the cos t 60 per ce nt m or e t han 
the commission 's figures. The company also qu esti ons the 
figures on th e additional cos t of p ower on the la rge ca rs 
over the 16-ft . ca rs, and says tha t th ere are many item s of 
expe nse due to double- truck car s beyond the· addit ional 
power consumed, nam ely, the w ear and t ear, t h e in cr eased 
cos t of acc ident s, the m otor an d tru ck rep airs and the m ain
tenance and paving expen ses. The company conc edes the 
correctn ess of th e fi gures of th e commission's engin ee r on 
th e question of car house s, but says that if the small cars 
a re replaced by doubl e-truck cars th ese would have to be 
placed in the op en or destroyed, and the book value of each 
car is placed in the nei ghborh ood of $2,200. 

The company al so in sist s that a new transformer station 
w ould be necessary. The company has in the past four years 
inves ted $750.000 in a power sta ti on a t Mechanicsville and in 
power lin es, and is n ow considerin g a further investment of 
$175,000. Had it not be en for this in vestment Albany would 
have suffer ed in more ways than lack of street car facilities. 

The company in sists that th e doubl e-truck car which was 
recently tested ran m ore slowly than schedule during the 
ru sh-hour periods, whereas the schedule was maintained 
with th e single-truck cars. Aft er studyin g th e re sult of the test 
of the three cars the. officers of the company are sure that 
the r equirements of Albany will be well cared for by pro
vidin g a n ew design of sing le- truck car, tha t it will be 
possible for the company to run t his car continuously at 
more fr equent interval s than it could run th e double-truck 
ca rs, tha t during the ru sh-hour peri od it will loa<l a nd unloa d 
more quickly, that it will be operated at le ss cost, a nd that 
such a car can be provided by rebuilding the present 16-ft. 
cars. The company stat es that it would welc ome a n order 
to increase the speed of its cars in the downtown districts 
of Albany from 8 m.p.h. t o 12 m.p.h. , and will m ak e eve ry 
effort to obey such an order if made . 

In r elation to the body of the remodeled ca r No. 82, now 
running on the Pine Hills lines, the c ompany says that the 
criticism is not a serious one, and th at in remodelin g other 
cars the platforms, height of steps, shape, size of seat s or 
other changes can be made to suit the re quirem ents; that the 
car was changed hurriedly t o show and prove wha t could 
be don e, with the special view of getting a ca r w ith exits 
at either end, wide platforms, wide doors, and tha t without 
inconvenience would carry a large number of people and 
allow them quick ing ress or egr ess. The car p robably r ode 
le ss comfortably than th e double-truck car be cause it was 
equipped with new springs. 
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The company is not aware of any double-truck car that 
weig hs on ly 15 tons w hi ch is suitabl e for op eration on the 
A lbany bi ll s. No quest ion as t o abili t y to op era te doubl e
t ruck cars has been involved. The ques tio n has been 
only as to the advisability of op eratin g such cars. The CQst 
of rebuilding all the o ld 16-ft. car s int o cars o f the type of 
No. 82, but changed to m eet t he ob jections o f the c ommis
sion's expert, would be not mor e than $1,200 eac h, w hil e 
a complete new car of t hi s type w oul d cost at leas t $3,000. 
T he cost of t he double-truck car s woul d be $7,000 eac h, 
and this wou ld nec essitat e t he scrappin g of t he 16-ft. car s, 
at a loss of $2,200 each, le ss scrap va lue. 

Adverse Report on Bill to Fix Fares of Standees 

The fo llowing bi ll was recent ly introduced in t he House 
of Representatives by Mr. Clark, of Florida, "to p r escrib e 
passenger rates on stre et cars within the City of Wash ing
ton and to provide punishment for violating the provisions 
of t he same": 

"Be it enacted by the Senate and House of Rcpt esenta
tives of the United States of America in Congr ess as
sembl ed, That no passenger on any street car operated on 
any lin e within the city of Washington who on boarding a 
car is not furnished with a seat before traveling one block 
shall be required to pay more than 2 cents fare for such 
tran sportation. 

"Sec. 2. That any conductor who shall coll ec t more than 
2 cents fare, in vio lation of the provisions of Section r of 
this act, and who, up on demand therefor, sha ll refuse to 
return the amount over and above the said 2 cents so col
le cted, shall be deemed guilty of a misdem eanor and on 
convicti on shall be fined not less than $10 n or m ore than $50 
for eac h and every offense. 

"Sec. 3. That in addition to the punishment prescribed in 
Section I the co mpany on who se line such overcharge 
shall occur s hall be liable in damages in the sum of $10 for 
each such overc harge to the passenger at his suit in any 
cou rt of competent juri sdiction. 

"Sec. 4. That thi s act shall take effect immediately upon 
its passage and apprm·al by the President or upon its 
becoming a law without suc h approval." 

The bill was referred to the Committee on the District 
of Columbia of the House, and was in turn referred to the 
Commissioners of the Di strict of Columbia for examination 
and r eport. The Commissioners of the District have re
ported as follows: 

"The bill provides that no passenger boarding any st reet 
car in Washington who is not furnished with a seat before 
traveling one block shall be required to pay more than 2 
cents fare for such transportation, a nd makes it a mi sde
mean or, punishable by fine , for any co nductor to violate its 
provisions. It also provides that the street railway on 
whose line an overcharge of fare is made shall be liable in 
damages, at the suit of the passenger, in the sum of $10 for 
eac h such overcharge. 

"Street railway companies operating in the District of 
Columbia under charters from Congress are authorized to 
charge a cas h fare of S cents, but are required to sell six 
tickets for 25 cents. By section 16 of the Act of Congress 
approved May 23, 1908, entitled, 'An act authorizing certain 
extensions to be made o f the lines of the Anacostia & Poto
mac River Railroad, the Washington Rai lway & E lect r ic 
Com pany, the City & Suburban Railway of Washington , an d 
the Capital Traction Company, in the Dist ri ct of Columbia, 
and for other purposes,' it is provided as fo ll ows: 

"'Sec. 16. That every street rai lroad company or co rpo
ration owni ng. controlling, leasing or operating one or 
more street railroads within the District of Columbia sha ll 
on each and all of its railroads supply and opera te a su ffi
cient number of cars, clean, sanitary, in good r epai r , with 
proper and safe power, equipment, appliances and service. 
comfortable and convenient, and so operate t he same as to 
give expeditious passage, not to exceed 15 m .p. h. w ithin 
t he city limits or 20 m.p.h . in t he subu rb s, to a ll per
sons desirous of the use of sa id cars, w ithout crowd
ing said cars. T he Interstate Commer ce Comm ission is 
hereby given power to requ ire a nd compel obedience to 
aII of th e p rovisions of thi s section, an d to make, alter, 
amend a nd enforce aII needful rules an d regulations to 
secure said ob edi ence; and said commis sion is given power 

to make all such orde r s and r egulations necessary to the 
exerci se of the powers herein g ranted to it as may be 
reasonabl e and prop er ; and su ch railroad companies or 
corporation s, their offic ers and employees, are hereby re
quired to obey all the provi sions of this section, and such 
regula tions and orders as may be made by said commis
sion. A ny such company or corporation, or its officers or 
employees, v iolating any p rovision of this section, or any 
of th e sa id ord er s or regula ti ons made by said commission, 
or p erm itting such violation, shall be punished by a fine 
of not m or e th an $ 1,000. A nd each day of failure or 
n eglect on th e p art of such company or corporation, its 
officer s or employee s, t o obey each and all of the provisions 
an d r equirem ent s of t hi s sec tion , or the orders and regu
lations of t he commi ss ion m ade thereunder, shall be re
garded as a separa te offense.' 

"As will be seen by thi s sec tion, street railroads are 
required t o furni sh and operate a suffici ent number of 
cars to a ll per son s des irin g t he u se o f said cars , without 
cr owding, a nd the Int er sta te Commerc e Commission is 
g iven power t o enforce a compliance with these require
men t s. T he commi ssi oners beli eve that the enforcement 
of t he provis ions o f t hi s b ill w ould be a ttended with so 
many difficu lt ies tha t it woul d be practically inoperative, 
and would give r ise t o condi ti on s of di sorde r, endan gering 
the comfort and safety of t he trave lin g public . During the 
rush hours of t he morn ing and afte rn oon the street cars 
frequently car ry many more passengers than are provided 
for by their seat ing capacity, and it is beli eved that it would 
be an imp oss ibili ty fo r one conductor , or even two, to at
tempt to enforce t he provision s of thi s bill. Such an attempt 
to carry out its provisions by coll ec tin g t he lower rate of 
fare from all passengers on boar din g th e c ar, and then col
lecting an additional fa re fr om those w ho obta in seats, or 
by collecting the full fare and giving a rebate to those 
passengers who are no t p r ovided with seats, would undoubt
edly lead to interminab le disputes between passeng ers and 
conductors, which woul d in a ll probability t erminate in 
breaches of the peace. Mor eover, it is no t improbable that 
the practical effect of t he passage o f thi s bill might be to 
put a premium on travelin g in a cr owded car, and th ereby 
aggravate the ve ry co ndition w hi ch th e bill intends to 
relieve, as a la rge p roportion of the traveling public, to 
whom it w ould be no hardsh ip t o stan d for one square, 
would deliberate ly boa rd a car a lready over-crowded .i_n 
order to effect a savi ng of car fa re. 

"The commissioner s beli eve that th e authority g iven the 
Interstate Commer ce Com mi ss ion to r equire a r easonably 
suffici ent number of car s fo r ca rryin g the traveling public 
should be ample to secure the des ire d result as far as it can 
be practically obtained, and they recomm end adverse action 
on the bill. 

"In this connec tio n th e com m ission ers invite att ention to 
the b ill now pendin g in Congr ess conferring upon them 
the powe rs of a public service commission. If this legisla
tion was passed m atters of a cha ra cter contained in this bill 
could be given co nsidera ti on by the commissioners." 

The Objection of the Interborough Rapid Transit Company 
to Service Order 

T heodore P . Shont s, pres ident o f the Interborough Rapid 
T ransi t Com pany, New Y ork. N. Y., has issued a statement 
expla nat ory of the company's application for a rehearing 
on th e recent order of the Pub li c Service Commission of the 
F irst D istrict of N ew York r egardin g service in the subway. 
T he comp any does not obj ect t o the order to furnish a seat 
to every passenger during the non-rush hours, but to the 
m eth od of determining whether or not the order is obeyed. 
T he statem ent of the company fo ll ows: 

"In view of the impression which seems to exist that the 
r ecent a cti on of the Interboroug h Rapid Transit Company 
in r equ es ting a rehearing regarding the last · order of the 
commis sion , bearing dat e of Dec. 28, 1910, was a protest 
again st this company's furnishing a seat to every passenger 
during non-rush hours, it is felt that in justice to ourselves 
the public should be t old that the company has entered no 
such protest. There has been for some time in effect an 
order providing a seat for every passenger during non-rush 
hours, but the feature of the order of Dec. 28 which caused 
this company to request a rehearing was the fact that this 
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last order so modified th e rul e es ta b lished by t h e com 
mission w he n it fi r st came into power, a n d w hich it has 
si nc e ad hered to, for determini ng w het her t he order was 
be ing vio lated as to double the chances of a technical viol a· 
tion of th e commission's order by th e company, be s id, j 

making no a ll owances for accidents , unavoidab le interrup
t ion s to t he service, or an un expect ed inflow of pa ssen ge r s 
at some point. What t h e company has obj ec ted to is n ot 
the order p roviding a seat for every passe nger durin g th e 
non-rush hours, but to the method of determining whether 
such o rder has been viola t ed." 

T h e rehearing before t h e commission, w hich was origi
na lly set for J an. 12, 191 I , has be en p os tp on ed on account 
of th e ill ness of cou ns el. 

Five-Cent Zone Extended in Los An geles.-The Los 
Angeles-Pacific Railway, Los Ange les, Cal. , has extended 
t he 5-cent fare zone on it s Six tee nth Street-Venice lin e 
fr om Arlin g t o n, t h e forme r city li mits, to t h e new city limit s 
a t V in eyar d. 

More Trains Added.-T he Cen t ral Ca li fornia Traction 
Compa ny has added two m ore trains eac h way between 
Stockton and Sacrament o. O n e of t h em wi ll b e called th e 
"Lodi Express" a nd w ill run via L odi , without change of 
cars at Lodi Junction. 

Want Car Stops Changed.-T he Cincinnati Traction Com
pany has receive d a r equ est from Service Di r ec tor Sund
ma ker to have car s make regu la r stops on t h e near side 
of the streets ins t ead of o n t h e far side as at present, 
especially in t he business district. 

Record of Accidents in Pemisylvania.- During th e year 
1910 187 peop le we re ki ll ed and 4n6 inju red on Pennsyl
vania electric ra ilways. T h e fata lities includ ed r6 em
p loyees, 18 passen ger s a nd 27 trespasser s. As compared to 
1909 t here was an increase of four killed on the elec tri c 
rai lways. 

New Car Service.-T he P hilade lp h ia Rapid Transit Com
pany is n ow operating cars between De laware Avenue and 
Market S treet an d Sixty-nint h Street and Market Street, in 
conjunc tion w ith the P hiladelphia & West Chester Trac
tion Company, ove r which route west of Sixty-third Street 
the car s pass. 

Another No-Seat Ordinance.-Sup ervisor Hocks, of San 
F ra n cisco . Cal., h as sub mit ted t o t h e Counci l of t hat city 
a proposed ordin ance which p rovides t hat passengers unable 
to secur e sea t s on board ing a street car sha ll not pay m ore 
than a 3-cen t fare. T h e b ill has been r efe r red to t h e public 
u tilit ies committee of th e Counci l. 

Recommends Subway Where Canal Now Occupies Land. 
- A speci a l committee of th e E ng inee rs' Club of Cincinnati, 
Ohi o, has r ecomm ended tha t a proviso be in se rt ed in t he 
propose d bill w hich call s fo r th e aban donment of a por t ion 
of the cana l in Hamilton Cou nt y, t hat a subway be con
struct ed, t o be unde r th e cont rol o f t he city, and t hat it be 
use d by the int erurban roads fo r a n en t r ance t o t h e c ity. 

Ten-Car Trains in New York Subway.-T h e In terborough 
Rapid T ra n sit Com pa ny, New York, N. Y., has p laced sev
eral 10-car t r ain s in r egu la r se r vice on its subway expres s 
lin es. T he comp any has a nn ounce d th at t h e work of extend
ing the s ta tion platform s t o accom modat e the IO-car t r a in s 
is well adva n ced, an d that the numbe r of IO-car trains in 
ser vice w ill be incr eased as fast as the faci lities of th e com
pany wi ll pe rmit. 

Prepayment Cars in Brooklyn.-T h e Bro oklyn Rapid 
T ran si t Com pany has p laced t wo pay-wit hin cars in opera
tion o n its F ift h Ave nue line t o op era t e from Thirty-s ixth 
Street t o Bay R idge Avenue, a nd w ill soon p lace two pay
as-you-ent er ca r s in operatio n on th e same li ne. One of 
the pay-within car s has cross seats a n d the ot h er has longi
tudin al seat s. O n e of the pay-as-you-en te r ca r s w ill have 
cross and t h e o th er lon g itudina l sea t s. 

Reply Made to Protest.- T h e U ni ted Ra ilways & E lectri c 
Com pa ny, Ba ltimo re, Md., sent a r ep ly to t h e p r otest of 
State Senator J am es Young a n d o th er s conce rn ing t he fare 
an d ser v ice on th e Middl e R iver lin e. At p rese n t ca r s a r e 
opera t ed on a half-h our sch edule wi t h a 10-cent fa re to Back 
Rive r a n d a 15-cent fare t o Middl e R iver . In t he rep ly 
the com pan y· cl aims t hat th e schedule is a rranged. t o meet 
traffi c conditi on s and th at th e fare is just. 

O ffice r s O rgan ize Club.-T hc executi ve officers and the 
depa r tme nt man age rs of th e Le hi gh Valley Transit Com
pany, Allentown, Pa., have organ ized a "Get Together 
Club ," w hich wil1 mee t o nce a month for a dinner, after 
w hi ch a di scu ss ion of var ious matt er s pertaining to the 
welfare and improvem ent of th e company's service will be 
taken up. The idea of th e club is not on ly to di scu ss the 
affa irs of t he company, but also to create a closer friend ship 
a m ong the depa rtm ent heads. 

Employees to Receive Increase in Wages.-The Philadel
phia & Westch es ter Traction Company has announced that 
the wages of its emp loyees wil l be increa sed I cent an hour, 
beginning Feb. I, 191 I. In th e notice to the emp loyees, 
A. Merritt Taylor, pre sid en t of the company, sa id: "It be
comes my pleasant duty to inform you that the increase in 
the business of our com pany this winter ha s ~Jeen larger 
than I anticipated and that the time has arrived when we 
can a nn ounce a new wage scale." 

Service in Atlanta.-The Railroad Commission of Georgia 
ha s adopted a n o rd er fo r a h earing in A tl a nta on Feb. 2, 
1911, at which th e Georgia Railway & Elect ri c Company 
has be en asked to show w h y, among ot her thin gs, a 5-min
ute h ea dway sh ould n ot be adopted o n certain specified lines 
of the compa ny during the ru sh hours, w hy a 2½-mi!lnte 
headway should n o t be adopted on ot her specified lines dur 
in g the ru sh h ours and w hy a properly regulated all-night 
service should not be in au gurated and m ainta in ed by t h e 
company. 

Toronto Railway Si t uation.- As previously stated in the 
ELECTRIC RAILWAY J oURNAL, the Ontario Railway and l\1unic
ipal Board on Dec. 19, 1910, orde r ed the suspension for on e 
month of the pay-as-you-enter system on such ca r s of the 
Toronto Railway as were not equipp ed with a fare box 
upon the rear p latform. The company obeyed the o rder of 
the board and the pay-as-you-enter sys t em ha s sin ce been 
in ope ration o nly on the Yonge Street and College Street 
lin es. In the m eantim e A. B. Ingram, vice-chairman of the 
board, has b een on a tour of th e different cities in the 
Uni ted Sta t es collecting data in r egard t o prepayment sys
tems so as to rep ort to the board a nd have that tribun al 
decide upo n the type of car to be used by th e Toronto 
Railway. 

R uling by Maryland Commission.- In the case of the Old 
Frederi ck Road Improvement Association against the United 
Railways & Electric Company, Baltimore, Md., the Public 
Service Commission of Maryland h as ordereJ the company 
to es tablish satisfactory connections between the present 
terminus of its Catonsville line a t Stoddards and its Ellicott 
City line at a point one-half mil e away. The commission 
in passing on the matter pointed out the inconvenience 
caused by the abandonment of the trackage. The com
mis sion was further asked to r educe the fare on the Ellicott 
City line and o rder certain changes in the routing of the 
car s operated over it, but declined to do so on the ground 
that the facts set forth did n ot warrant such action. It 
has, however, accepted the proposition of the company 
which was made voluntarily to g rant transfers from eas t
bound Ellicott City cars to eastbound Towson cars. 

To Save Human Life.- The great number of deaths due 
to railway acciden t s in California has caused Frederick S . 
Hugh es, founder of the Ametican Safety League, t o or
ganize a branc h of the order in Southern California. The 
next two month s will be spent in giving instruction t o some 
65,000 pupi ls in the schools and colleges throughout the dis
trict arou nd Los Angeles, the whole expense of which will 
be borne by the Pacific Electric Railway and the Los An
geles Rai lway. T he rule;, 1 ~ . - ~: patrons as to h ow to ride 
in safety are: "Wait until the car actually s tops before 
getting on or off." "Don't step off a car backwards. 
Broken heads have resu lted from this indiscretion." "Wait 
a second before starting to cross a street. Look. Open 
your ears. Then cross safely and go home without the 
he lp of an ambu lance." "Teach the children that streets 
are not public p laygrounds. Keep them on the sidewalks. 
Tell them every day to look out for wagons, automobiles 
and st reet cars." "Don't put your head or your arms out 
of car windows." "Don 't r ide on street car steps unless you 
must, t h en be careful." "Warn children against stea lin g 
r ides ." "Eterna l caution is the secret o f safety." 
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Personal Mention. 
Mr. Edwin A. Barnitz, ·who has been purchasing agent 

of th e York (Pa.) Railways , has be en elected treasurer o f 
th e company. M r. Barnit z will a lso r e tain th e positi on of 
pu r ch asing agent. 

Mr. Charles R. Scot t has been appointed m as t er mech a ni c 
of the Dedham & Fran klin St r ee t Railway and th e Med 
field & Medway St ree t Rail way, West wood, Ma ss., to sue~ 
ceed Mr. J . H. Smit h . 

Mrs. Lena Irwin Sweeney ha s bee n el ect ed vice-p re~ i
de nt of th e Indianapoli s, Columbu s & Southern T raction 
Company, Columbus, Ind., to succeed Mr. W . G. I r win , w ho 
has b ee n elected president of the company. 

Mr. B . E. P arker, formerly divi sion sup erintend ent o f t h e 
J:nd iana Union Tractio n Company a t M arion, Ind., has been 
appointed superint endent o f tra n sporta ti on o f th e R oc k 
ford & Interurban Rail way, R ockfor d, Ill. 

Mr. M. G. Stees, contrac tin g agen t fo r t h e E dison Ele c
tric L ig ht Company. Y <Jrk. P a. has bee n elec t ed secretary 
of the Y ork Rai lway" .:\'Ir . S t ees will a lso continu e a s con
tract agent for "th e E di son Li g h t Company. 

Mr. W . G. Irwin, vice-p resi den t a n d purchas in g ag ent o f 
the Indi a n apo li s, Co lumlrn ,-, & Sou t he rn Trac tion Company, 
Columbus, Ind. , has bee n elected pres id ent of t he comp a ny 
to succee d hi s fa th e r , J os. I . Irw in, decease d. 

Mr. J. B. Hamm on d, w h o has been co nne cted with th e 
Galve s to n-H ouston Ele ctri c Railway, Galve ston, Tex., since 
the co ns tructio n o f th e road was s tarted, ha s been appointed 
assi sta.nt superint endent of the co mpany in charge of co n
st ructi o n. 

Mr. Wm. P . Kellett has r es ig ned a s g en era l manag er and 
chi ef eng in eer of t he Gra nd V a lle y Railway, Brantford , 
Ont ., to become ge nera l m a nage r a nd chief engineer of the 
Lake Eri e & North ern Railway. Brantford, which w ill build 
a n elect r ic railway from Brantfo rd t o P o rt Dover. 

Mr. W . A . Sigsbee, wh o ha s bee n ao.o. i~ta n t audit o r o f th e 
Los Angele s & R edond o R a ilw ay, Los An ge le s , Cal.. for 
some tim e, has bee n tra n sfe rred t o t h e South ern Paci tic 
Company as a sp ec ial audit o r, with h ea d quarter s in San 
Francisco , a nd t he pnsitinn oi a.;; ~i~ta nt auditor with th e 
L os An ge les & R edo nd o Ra il way has be en abolish ed 

Mr. W . G. Ross, fnurth vi ce-pres id ent of th e Ame rican 
E lectric Railway A ssocia ti o n, is spending J a nuary in E gypt. 
He left Montreal Nov. 1 2 on a trip abroad, and he does not 
expect to return until n ex t June. While in London he 
c ompleted financial arrangem ent s fo r imp ortant ext en sio n s 
to th e ele ctric railway ,., y~t em o f t he Qu ebe c Railway, 
Light & P ow er Co mpany. oi w hi ch he is pre sident. 

Mr. James F. Shaw, pres ident o f th e Providenc e & Fall 
River Street Ra ilway, Swan .;;ea Cent e r, 1Iass . pres i
dent of th e Citizen s' Electric Street Railway, Newbury
port, Ivla ss ., and fo rmerly president of the Ameri can Street 
& Interurban Railway A ssociati on, has been elected pre si
den t of th e L o ng A cr e E lectric Light & Power Company , 
New Y ork, N. Y .. w hich ha s r ecent ly p assed t o th e co n trol 
of New England int ere s t s. 

Mr. George H. H art, wh o has bee n foreman of t h e car 
house of th e Pawcatuck V a ll ey Street Rai lway, W esterly , 
R. I., fo r three years, ha s bee n appointed superintendent 
of th e compa ny. :Mr. Hart w a s foreman of the New Lon
don (Co nn. ) Stree t Railway for seven y ears, and was also 
foreman of th e N ew L ondon & East Lyme Street Railway 
for two years. F o r se veral years previous to entering str eet 
railway w ork he wa s employed by the New London No r th
ern Railroad. 

Mr. W ilbur B. Foshay has resigned as manager of th e 
Pac ific Power & Light Company, Walla W alla, W a sh ., t o 
be come manager of the Washi n gton-Or egon Corporation , 
Vancouve r , Wash. , which has taken ove r t he Vancouver 
\\Tater Works Compa ny. the Vancouver Traction Compa n y 
and t h e Vancouver Ga s Company. :Mr . Foshay was w ith th e 
New Yor k Central & Hudson R ive r Railroad fo r about 
five years . H e t h en entered the em p loy of the United Gas 
Impr ovem en t Com pan y at its bran ch at Tarrytown, N. Y. 
He next b ecam e assistant to th e manager o f the water , 
ligh t a n d gas compa ny a t H u tchin son, K an. Subsequently 
h e enter ed th e employ of on e of th e subsidiary companies 
of the New J ersey Z inc Comp any at Depew, Ill. He was 

al so general m anager of the gas and electric properties at 
Fort Dodge, la., and manager of the natural gas and elec
tric prop erti es at Wichita, Kan. 

Mr. George B. Wheeler, who was elected president of the 
Wi scon sin El ectrical A ssociation at the annual meeting of 
t he assoc ia ti o n in 2\Iilwaukee on Jan. 18 and 19, 19n, was . 

g raduat ed from Bowdoin 
Co llege. After engaging in 
j ournali sm for a number of 
years Mr. Wheeler entered 
the electric railway field in 
1891 as general manager of 
the Eau Claire Street Rail
way, Light & Power Com
pany, Eau Claire, Wis. 
Subsequently h e was re
c eiver o f the property in the 
U nit ed State s Court; and 
aft er th e r eorganization he 
was elect ed secretary and 
ge n eral manag er of the 
p rop erty, which has since 
b ee n succeeded by the Chip
p ewa Valley Railway, Light 

G. B. Wheeler & P ow er Company. This . 
company now owns all the 

wa ter powe r o n th e :\I eno min ee River a n d a valuable water 
pow er on t he Chipp ewa R ive r and suppli es a ll th e current 
used in Eau Cla ir e. Ch ippewa Fa ll s, :\Ien omonie- and 
Bloomer, Wis ., Red \Vin g, Minn .. a nd numerous small 
t owns. 

Mr. L . H . McCray, w h o was sup erint endent of the At
la nt ic S ho r e L in e Ra ilway, has b een elect ed g en eral mana
ge r o f t h e A tla n t ic S hore Railway, K ennebunkp o rt , Maine, . 
w hich has succeeded t h e At lanti c Sh ore Lin e Railway. Mr. 
lVIcCray ent er ed t he emp loy of the Atlanti c Shore Line 
lfai lway in 1908 a nd sh o rtl y a ft erward was app ointed train
mas ter a nd a ss istant to Mr. E. B. Kirk, g eneral manager of 
t he com pany . I\I r. McCray began his railway work with 
the W innebago Traction Company, Oshkosh, Wi s., which 
he se r ve cl in variou s capacities fr om 190-4 until 1907, when h~ · 
r esign ed as as sistant fore m an o f t he tra n sportati on depart
ment o f t he compa ny to become superintendent of the 
Sterling, D ixon & East ern R ailway, Sterling, Ill. Mr. Mc- -
Cray con ti nued with the S t erling, Dixon & Eastern Rail 
way, Sterli ng, Il l. , until March 15, 1908, when he resigned 
from t he company t o becom e conn ected with the Atlantic 
Shor e Lin e Rai way. 

Mr. E. B. Peck, Indianap o li s, I nd., t he newly elected 
pres ide nt o f t h e Central E lectric Railway Association, was 
born in t he western par t o f N ew York State in 1860 and 

E. B. Peck 

was educat ed in the com
m o n sc hools of that State. 
During hi s early business 
car eer Mr. Peck moved to · 
Kansa s City, Mo., where he 
was associated with the 
Barber A sphalt & Paving ~ 
Block Company for several 
years. A bout 11 years ago 
he w ent to Indianapolis as . 
secret a ry t o Mr. H. J. l\Ic
Gowan, wh o had recently~ 
secured control of the 
properties in and around 
Indianapolis with which he 
is now associated, and 
gained his first railroad ex
perience while acting as . 
secretary to Mr. McGowan .. 
In 1900 Mr. Peck was ap

p ointed manager o f the Broad Ripple Traction Company, 
I ndianapolis, and since that time has had many executive · 
duties in connecti o n with the McGowan properties. In 
r907 h e was elected vice-president and comptroller of the 
Indianapolis Traction & Terminal Company, in which ca
pacity he ha s general supervision of terminals and build
ings owned and controlled by the company. 

Mr. John Fennimore, who was appointed assistant general ' 
manager of the Joplin & Pittsburg Railway, Pittsburg, Kan,, _ 
recently, was born in Pittsburg on July 15, 1881, and has -

• 
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been connected with th e Joplin & Pittsburg Railway for 
se ven years. Prior to Jun e r, 1908, Mr. Fennimore se rved 
as a motorman and a co nductor. On June r, 1908, Mr. Fen
nimore was placej in the depa rtm ent o f claim s and served 
as head of the claim department till he was made a ssistant 
general manager of all the lin es of the Joplin & Pittsburg 
Railway. Prior to June, 19ro, Mr. Robert Bil es was in 
charge of the south lin es of the J oplin & Pittsburg Rai lway, 
coverin g about 75 mile s of trac kage , and Mr. L. H. P hillips 
was gen eral manager and superintende nt of th e Pittsburg & 
Kansas City Railway, coveri n g about 30 miles. T ho se two 
r oads were consolidated in Jun e, 19 10, a nd Mr. Fennimore 
was subsequently g iv en th e po:, iti un of ass is ta nt ge neral 
manager of the ro5 miles of tracka ge, as both Mr. Phillips 
a nd l\I r. B il es res ig n ed. T he com pany a lso jqes a li ghting 
business in the town s in Southwest Missouri in wh ich it 
operates. 

Mr. H. E. Chubbuck, executiv e vice-pre si dent and general 
ma nage r of the Illin o is Traction System, Peoria, Ill. , was 
e le ct ed pres ident of th e Illin ois Electr ic Railway Associa
tion at the me et in g h eld 
in Chicago, I lL , on J an. 19, 
191 r, at which t h e associa
tion orga ni zed perma
nently. Mr. Chubbu ck is 
on e of the m os t influ ential 
men in th e e lectr ic railway 
fie ld in the :Middl e West. 
For more than r2 years 
now h e has been asso
ciated with Mr. \Villi am 
B. McKinley in the man
agement of the Illinois 
Traction System and 
other properties familiarly 
referred to a s McKinley 
propertie s. Biograp hical 
sketch es referring at 
length to .'.\lr. Chubbuck's H. E. Chubbuck 
railway anJ business ca-
reer were published in the ELECTRIC R AILWAY JouR NAL of 
Oct. 17, 1908, and Feb. 19, 1910. T h e syste m s embrac ed 
in the Illino is Traction System and the \Ve tern Railways 
& Light Company aggregat e about 700 mil es of lin e and 
are g r eatly diversifi ed. Despit e t hi s .M r. Chub buck ha s 
been very successful in bringing them to a hig h state of 
operating efficiency and in preservin g a nd fos t erin g the 
friendly relations between the comp an ies and t he public a nd 
in maintaining an esprit de corpis am on g th e empl oy ees. 

OBITUARY 

G. E. Schmelz, vice-president of the Newport News & 
Old Point Railway & Electric Comp any, Ne wport N ews, 
Va., is dead. Mr. Schmelz was a member of Schmelz 
Brothers, bankers, Newport News, Va. 

Charles J. Hughes, Jr., Democratic Un ited States Sen a
to r from Colorado, died at his home in Denver , Col., on 
Jan. II, r9rr, after nearly a year's illn ess. Mr. Hughes was 
born in Kingston, Mo., on Feb. r6, 1853. He was graduated 
from the University of Missouri in 1873 and taught school 
for a time, but abandoned teaching for the law in 1877, 
when he went to Colorado. Mr. Hughes was counsel for 
the Denver (Col.) Tramway Company before h e went to 
Washington as Senator from Colorado. 

Henry W. Brown, auditor to the receivers of the l\Ietro
politan Street Railway, New Y ork, N. Y., and president of 
the Transportation Equipm ent Company, died at hi s apar t
ment in New York on J an. 19, r9rr. Mr. Brown was born 
at Wilkes-Barre, Pa., March 4, 1876. He was educated in 
the public schools of Buffalo, N. Y. \Vhen a young man 
he went to St. Paul and became connected with the St. 
Paul & Duluth Railroad, w ith which he continu ed until its 
acqui sition by the Northern Pacific Railroad. H e came to 
New York in 1900 and in 1906 wa s m ade comptroll er of the 
New York City Ra ilway. In 1907 h e was appointed ge neral 
auditor of the New York City Railway and controlled com
panies, and on Sept. 25, 1907, was made auditor to the re
ceivers of the Metropolitan Street Ra ilway. He was a 
member of the New York Railroad Club and the Am eri can 
Electric Railway Accountants' Assoc iation. 

Construction News 
Const ru ction News Notes are cla ssified und er each head

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

rep orted. 
RECENT INCOPORATIONS 

*Willimant ic & Stafford Street Railway, Stafford Springs, 
Conn.-App lication for a charter has been made in Con
necticut by thi s company to build an electric railway through 
Tolland and Windham Counti es to connect Willimantic, 
Mansfie ld Cente r, South Willington, Spring Hill, Storrs, 
Mansfie ld and Stafford Sprin gs. Incorporators: L. T. 
Storrs, A. W. Buchanan and C. W. Comstock. 

*Indianapolis , Nashville & Southern Traction Company, 
Indianapolisb Ind.-Applicat ion for a chart er ha s been 
made by this compan y in Indiana to build an electric rail
way to connect Indianapolis, Bloomington , Bedford, 
J\litch ell , Nas hvill e, Paola. French Lick and Evansville. 
Capital stock, $ 150.000. H eadquartcrs: Indianapoli s. In
co rpora tors: John A John son, Th omas F. Wakeland, John 
J\ . Shaffer, Robert J. Espy :ind George W. Long. 

Twin City Electric Company, South Bend, Wash.-Incor
porated in Washington to build an electric railway from 
South Bend to Raymond, a franchise has been granted 
in South Bend and work will begin in the spring. Capital 
stock. $ro,ooo. Incnrporator s: J . D. Creary, Aberdeen, and 
J. B. Bridges [E. R. J., Jan. 21, ' rr.] 

FRANCHISES 
Burbank, Cal.-The Pacific E lectric Railway has received 

a 50-yea r franchise fr om the Board of Supervisors to buil<f 
a line o n Fou rth Street in Burbank. 

San Diego, Cal.-The San Diego Electric Railway ·ha s 
received a franchise from the City Cou n cil to extend its 
railway from Old T own t o La Jolla. 

Bridgeport, Conn.-T h e Bridgeport & Danbury Electric 
Rai lway, Brid geport . will as k the Common Council for a 
fra nchise to bu ild a sin g le track line from the present termi
nal of the Conn ec ticut company on North ~Iain Street, in 
Bridgeport, to the Trumbull town lin e. A. W. Sperry, chief 
enginee r . [E. R. J ., July 9, '10.] 

Terryville, Conn.- The Bristol & Plainville Tramway, 
Bristol, has aske d the Secretary of State for an extension 
of it s franchise so that it may extend its lines on Agency 
,-\venue and South Main Street, in Terryville. 

Louisville, Ky.-The Louisville Railway will ask the City 
Council for a fran chise to extend its Main Street line to 
T hirtieth Street in Louisvill e. 

East Orange, N. J.-The Publ ic Service Railway, New
ark, has asked the City Council for a franchise to connect 
t he O 1-a nge and Passaic Vall ey line with the O ran ge road 
lin e, in :\fontclair , by means of a track through North Park 
St reet. 

Patchogue, N . Y.- The Suffo lk Traction Company, Pat 
chogue, has asked the Town Board for an extension of 
tim e on it s franchi se for the completion of its cross-island 
section between Patchogue and Port Jefferson. 

Hamilton, Ohio.-The Cincinnati Traction Company will 
ask the City Council for certain franchise s to build exten
sions of its lin es in Hamilton. 

Medford, Ore.-Dr. J. F. Reddy, representing a syndi
cate of capitali s ts who contemplate building an electric rail
way through the Rogue River Valley, will ask the City 
Council for a franchise to construct a railway in illedforJ. 
[E. R. J. , J an. r, ' 10.] 

*Chattanooga, Tenn.-C. E. James will ask the City 
Cou ncil fo r a fr anc his e t o build several interurban railway 
lin es into Chattanooga. 

Palestine, Tex.-The Corpus Christi & Interurban Rail
way, Corpus Christi, wi ll ask the City Council for a fran
chi se to build its railway through Palestine. V. S. Heinly, 
Co rpu s Christi, secretary., 

TRACK AND ROADWAY 
Mobile Light & Railroad Company, Mobile, Ala.-This 

company will build an ex tension of its Spring Hill Avenue 
line severa l mil es long to conn ect with t he GoYernment 
Street line in Mobile. 
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*Arkansas Interurban Railway, L ittle Rock, Ark.- T his 
com pa ny is p reparing p la ns fo r btti ld in g a 70-mile railway 
fro m L itt le Rock to Hot Sp rings and a belt lin e at L ittl e 
R ock. H. H . Edward s, 764 Oakwoo d Bouleva r d, Chi cago, 
is inter est ed. 

Stockton Terminal & E astern Railroad, Stockt on, Cal.
T hi s company a dvises t ha t it is now c onst ruct ing a 13-mi le 
st ea m ra ilway between Sto ckton an d Lind en, and th at it w ill 
elec t ri fy t hi s line next y ea r . No thin g ha s y et b ee n d ec ided 
as to th e necess a ry equ ip m ent. It a lso ex pec t s to bui ld a 
ra ilway "fro m Be ll o ta to J en ny L ind, a d is ta nce o f 13 mi les, 
during 19 11. 

Wilmington, New Castle & S outhern Railway, New Cas
tle, Del.- T hi s c ompany co ntempla t es num erous imp rove
m ent s t o it s r a ilw ay, and it is n ow surveying fo r seve ra l 
ex tensions. 

*De Leon Springs, Fla.- It is s tated that Co l. R. A. Ham
m ond, N ew Yor k, has o r gani ze d a co mpa ny to b ui ld an e lec
t r ic r a ilw ay from De L eon Sprin gs to D e L a nd. 

Illinois Traction System, P eoria . Ill.-Durin g 19r r t his 
co mpa ny proposes to buil d fr om M or r is t o J ol ie t , via 
Minooka a nd R ockda le, a di s ta nce of a bout ·22 mil es. T his 
will b e an ex tension to th e Ch icago, O ttawa & P eoria R ail
way, o n e of th e co rpo ra ti on s of the W es tern Railways & 
L ig ht Co mp any, und e r sa m e m anage m ent a n d con trol a s 
t hi ~ co m pany. 

B loomington, Pontiac & Joliet Electric Railway, Pontiac, 
Ill.-I t is said tha t thi s co mpany will buil J an ex ten sion of 
it s lin e from Ch en oa t o Bloom ing to n. 

*Goshen, Ind.-J oh n M . K inn ey is co n sid er in g t he con 
st ruc t ion o f an in t e ru rban rai lway from Gosh en t o A lbion 
a nd Ke nd a ll vil le . T h is w ill complete t he gap betw een But 
le r a nd South Bend. 

Ft. W ayne & Toledo Electric Railway, H a rla n , Ind.
T hi s co mpany sta t es t hat c onsiderab le g radin g h as b ee n 
d on e a nd so m e bridges a r e bui lt . It exp ec t s t o bui ld its 
pr opose d 4-1- -rn ile elec tri c rai lway t o co nn ect F t. V\Tayn e 
,1 11 cl l\ I a rysvill e. Ind., an d Hicksvill e, B ryan , Farm er an .:l 
To ledo, Ohi o, w ith a spu r o f r r mi le s t o Montp elier. O hi o. 
durin g 191 1. R. T. Bas tres , H a r la n, ge ner al m ana ge r. [E. 
R. J ., Nov . 12, ' 10.] 

Indiana Northwestern Traction Company, Monticello , Ind. 
- O wing to th e fa ilure of E uge ne Pu rtell e, of Chi cago , w ho 
was int eres ted in t h e Indiana No rth wes tern Tra ctio n Com 
pa ny, it is probable t ha t t he plans o f th is company to bui ld 
a n electric ra ilway t o co nn ec t Ceda r Lake. Hammon d,_ 
Crown P oin t and Chicago wi ll probably be a ba n don ed, es
pec ia lly as th e company wa un abl e t o sec ur e a fr an chi se in 
H amm ond . Surveys had been pa rtia lly c omp leted a nd fo ur 
m il es of g radi ng had be en don e. [ E. R. J., Sept. r 7, ' 10.] 

Boone (Ia.) Electric Company.- T hi s compan y con t em
p la t es bui ld in g a mile ex t ension t o it s r a ilway in Boo n e. I t 
a lso expec t s t o const ru ct an am useme nt pa rk at a n init ia l 
co s t of a bout $15,000. 

Charles City & Western Railway , Charles City , Ia .- Thi s 
compa ny comp let ed a n d p laced in opera tion on Jan . r it s 
14-m ile rai lway between Cha rl es City and Marb le Rock. C. 
'vV. Hart . p res ident . 

P ortland (Maine) Railroad.- T hi s compa ny ha been 
ask ed t o ex tend it s elec tri c railway lin e in Cap e E li zab eth 
fr om its present st oppin g p lace at th e P on d Cov e Sch ool 
H ouse t o Crescent Beach . 

F rederick (Md.) Railroad.- Thi s co m pany will b ui ld from 
J effe r son to Brun sw ick, a dist an ce of 8 mi les. during 191 r. 

*Crystal Valley , Mich.- 1. C. Harwoo d. Crysta l Va ll ey. 
a n d a ssocia t es a r e said t o be pr om otin g p lans fo r buildin g 
an elect ri c r ai lway to conn ect Cryst al V a ll ey an d P ent water . 

Lansing & N ortheastern Electric Railway, Detroit, Mich. 
- It is st at ed th at this company, whic h h a s n ea rl y com
p let ed its 30-mile electric rai lway from Lansing t o O wosso, 
will t ak e over th e O w osso & Corunna E lectri c Company's 
lin e and operate it in conn ection w ith its n ew lin e. 

Meridian Light & Railway Company, Meridian, Miss.
About 2 mile s of n ew t r ack w ill be con st ructed _by t h is com 
pany du r in g r9rr. 

Met r opolitan Street Railway, Kansas City , Mo.- T his 
co mpany has comp leted a nd p laced in operation th e exten-

sion of it s R oan ok e lin e, known as t he Forty- fi fth Street 
loop, in K an sas City . 

Helena L ight & Railway Company, Helena, Mont.-This 
company is secu r in g rig ht of way fo r b uildin g a 2-mile ex
tension of it s r a ilway in He lena. 

Newark & Marion Railway, Newark, N. Y.-This com
pany h a s under considera ti on a proposition t o ex tend its 
ra ilway fr om Mar ion to W illi am so n, N . Y ., and thence to 
La ke Onta rio, probably to Poul tn eyvill e. Such an ext en
sio n wi ll g ive thi s com pa ny a lake port as well as connec
t ion with t h e R ome, Watertown & Ogdensburg divis io n of 
t he New York Centra l lin es. 

New York State Railways, Rochester, N. Y.-Ab out 2 
m il es of ra il way will be buil t by t hi s co mpany in R och es ter 
du r ing r9 r r. 

Syracuse & South Bay Electric Railroad, Syracuse, N. Y.
This c omp any is n ow m ak ing surveys fr om a point just 
no rth of Nor th Sy racuse, a t St op 9, on th e Bay R oad, by 
way of Brewert on to Cent ra l Squar e. It is expec t ed to 
ex tend thi s b ra nch to Watert own. 

Syracuse, North Shore & Northern Railroad, Syracuse, 
N. Y. - T his co mpany, w hich is building an ex t ensio n o f its 
ra ilway fr om F ulton to Osw ego, h as been ab le to per fo rm 
but littl e wo rk owing to the extrem e sev er ity of the w eather 
since D ec. rs, but it is ex pect ed that th e lin e will be in 
op er ation by mi dsummer , w hen th rou g h lim it ed service will 
be in st a ll ed fr om Syracu se to R och es t er. 

Tidewater P ower Company, Wilmington, N . C.-This 
company w ill build about 2 mil es of t rack during 191 r. 

Carolina Traction Company, Winston-Salem, N. C.-Con
t ract s wil l be awarded imm ediate ly by thi s comp any fo r 
bui lding it s 92-mi le inte ru rban ra ilway to connect Winst on
Salem, Rura l H a ll, Lawsonvil le and Da nbu ry, N . C., a nd 
Floyd, Va. The compa ny has secur ed wat er right s and w ill 
erect a pow er p lan t a t D an River. A. M. Cla!:k, South ern 
P in es , N. C., p res ident . -

Columbus, M arion , Upper Sandusky & Toledo Traction 
Company, Mari on, Ohio.-F rank M . O hl , To ledo, is en
g aged in int erest ing local m en at T iffin an d o ther places 
in t he p ropo sed elec t ri c railway t o con nec t Mari on, Tiffin , 
U pp er Sandu sky, F os toria, Columbus and T oledo. [ E. R. 
J ., Feb. 19, 'ro. ] . 

Hamilton & Buffalo Railway, Hamilton, Ont.-It is re
por ted that t his company is co nsid er ing plans fo r th e elec
tr ifica ti on of th e Hamilton and W at erfo rd b ra n ch of its 
r a ilway. 

Niagara , St. Catharines & Toronto Railway, St. Cath
arines, Ont.- T hi s co mpany h a s co mp let ed an d place d in 
operati on its n ew lin e from W elland t o Po rt Colbo rne, on 
L ake E ri e. P as senger s wi ll b e t r a nsfe rred t emporarily at 
t he Michi gan Centra l R a il way cro ssin g so uth of Welland, 
pendin g p ermi ss ion from t he Railway Commissioners t o put 
in g rad e cross in g, a ft er whi ch t hrou gh ca rs w ill b e operated. 

Oregon Electric Railway, Portland, Ore.-During r9 rr a 
75-m il e ex ten sion w ill be co nst ructed by this company be
tween Salem a nd E ugen e. 

Lancaster & York Furnace Street Railway, Lancaster, 
Pa.-George B. At lee, of George B. At lee & Comp any, 
P hiladelp hia. Pa. . ha s arr anged t o tak e ove r this com
pany and t he Lanca st er & Southe rn Stree t Railway, and 
proposes t o m ak e a num ber of ch anges in th e route of the 
two rai lroads so a s to make t h em cont inuous anJ also to 
build severa l ext ension s. 

Aberdeen (S _ D .) Street Railway.-From 2 to 4 miles of 
track w ill be built by thi s com pany in Aberdeen during this 
yea r. 

Houston (Tex.) Electric Railway.- About 4 miles of new 
track w ill b e built by thi s company in Houston during 19n. 

*Malad, Utah.-E a rl e M. Dives and Lewis D. Jones, 
Malad, a re sa id to b e completing the preliminary arrange
ments fo r building a 65-mile electric ra ilway to connect 
Malad and A m eri can F ali s. 

Bellington-Skagit Railway, Bellington, Wash.-This com
pany w ill con stru ct it s 32-mile railway from Bellington to 
M ount V ern on du ring r9 rr. A branch will be extended to 
Sedro W ooll ey. Ch arles M . Drummond, president. [E. R. 
J. , Aug. 6, '10. ] 
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Spokane (Wash.) Traction Company.-Preparation s are 
being m ade by this com pany to extend its Corbin Park line 
a d is ta nce of 2 m il es, a nd its North Howard Street line 
a bout a mile in Spokane. 

Morgantown & Dunkard Valley Railroad, Morgantown, 
W. Va.-The buildin g of a 27-mil e extension from Morgah
town to Fairmont is being p lanned by this company. E. 
H erch, general manager. 

SHOPS AND BUILDINGS 

Los Angeles Pacific Company, Los Angeles, Cal.-It is 
reported that t his co m pany w ill buil d a new car house on 
the Southern Pacific Athletic Park. The company's n ew 
car hou se at S h er ma n is about completed. 

Iowa City (Ia.) Electric Railway.- It is r eported that this 
comp a ny has awarded t he contract to T. S. Leabke & Com
pany, I 12 Clar k St reet, Chicago, for building a I-sto ry sta
tio n a t M urp hysbo ro, Il l. T h e structure will b e 24 ft. x 123 
ft ., and of b ri ck construction. It is expected to begin work 
soon . 

Old Colony Street Railway, Boston, Mass.- This com
pany h as com pleted and p laced in operation its n ew car 
h ouse a t Brockt on. It has a capacity of 75 cars, and has 
cement fl oor s, p its a n d san d-d r y ers for t h e cars . It a lso 
has a steam-h ea t ed lobby for the men. 

Detroit (Mich.) United Railway.- This co mpany is pre
paring p lans to build a dep ot a t Roya l Oak, l\Iich., in th e 
spring . 

Minneapolis, St. Paul, Rochester & Dubuque Electric 
Traction Company, Minneapolis, Minn.-This company is 
said t o be con sider ing p la n s for buil ding a I-s tory station 
in Lakevill e this summer. T he cost is estimateJ to b e about 
$2,500. This company is a lso p lannin g to bui ld a station 
in Northfie ld. 

Twin City Rapid Transit Company, Minneapolis, Minn.
T his com pany an d th e Minneapoli s, St . Paul. Roch es t er & 
Dubuque Trac tion Co m pany are con siderin g plans for 
build in g a passenge r st at ion in Min n eapo li s, to be u se d 
join t ly by bo th t hese companies. T h e cost of the structure 
will be ab ou t $5,000. 

Great Falls Electric P r operties, Butte, Mont.- The car 
houses a nd r epair sh ops of thi s co mpany a t B lack E ag le 
Par k, Grea t Falls, were des t royed by fire on J an. 12. Th e 
loss is estima ted to be about $20,000, a ll of w hich is cov
er ed by in surance. It is expected tha t t h e compa ny will 
build new ca r h ouses an d repair sh ops on a new site to be 
se lected a nd constructio n w ill begin as soon as t h e weath er 
pe nnits. A temporary building w ill b e er ected near th e 
o ld site. 

Morrisburg & Ottawa Electric Railway, Ottawa, Ont.
It is s ta ted that t hi s com pany w ill soon erec t a fr eight an d 
passen ger t ermin al st a tion a t Main Stree t a nd Hawth orn e 
Ave nu e, in Ottawa, in th e near future. [E. R. J ., J an. 
21, 'II .] 

Chambersburg, Greencastle & Waynesboro Street Rail
way, Waynesboro, Pa.-A site in Waynesb oro has been 
boug ht by this co m pany upon w hich a n ew car house and 
war eh ouse will be erec t ed during t h e p rese nt yea r. 

POWER HOUSES AND SUBSTATIONS 
Boone (la.) Electric Railway.-T his c ompany w ill insta ll 

fo ur 300-hp b oil er s, one 500-kw unit , 2300-volt , 60-cycle 
t hree-phase; on e 200-kw m otor gen erat or se t 500-volt d.c. 
fo r stree t ra ilway an d switchboard fo r above. It wi ll also 
buil d a concrete stack 210 ft. h igh, IO ft. at top. J oh n Key
no lds Boon e, purchasing agent . 

Lancaster & York Furnace Street Railway, Lancaster, 
Pa.:--Geor~e B. A tlee, of Geor ge B. A tl ee & Com pany, 
P hilade lp hia, Pa., has a r ranged to take over thi s compan y 
and th e Lancaste r & Southern Street Railway, and will 
operat e these proper ties in th e future as one, from a com
mon power h ouse. 

Warren & Jamestown Street Railway, Warren, Pa.- This 
co_mpany exp ec t s t o change the line a n d equipmen t of it s 
railway from the p resen t sin g le~pha se a lternating current 
to. t ~e direct-curren t system, t h ereby necessitating t h e 
bt:d dm g of two new rota ry convert er substations, w h ich 
will p robably be located at F r ewsburg and North 
V/a r ren. 

Manufaet~res & Supplies 
ROLLING STOCK 

City & ~uburban Railway, Brunswick, Ga., will purchase 
o ne gasolm e mot or ca r. 
. ~hiladelphia & Easton Electric Railway, Doylestown, Pa., 
1s m t he market for two additional cars. 

Manhattan City & Interurban Railway, Manhattan, Kan., 
will purchase t h ree n ew interurban cars. 

Union Street Railway, New Bedford, Mass., will purch ase 
32 new cars as authorized by the directors. 

Norfolk & Portsmouth Traction Company, Norfolk, Va., 
has o r dered from 8 to 15 pay-as-you-enter ca r s. 

Sydney & Glace Bay Railway, Sydney, N. S., will pur
c hase one four-mot or equipm ent for snow plow. 

Sioux F alls (S. D.) Traction System is in the market for 
two semi-convertibl e cars and one o r two open cars. 

Shawnee (Okla.) Electric Railway is in the market fo r 
eight interurban passen ger ca r s and ·one baggage car. 

Citizens Railway, Waco, Tex., is in the rnarket for s ix 
30-ft. 8- in. se mi-conve rtible, sin gle-e nd prepayment cars . 

W inona Railway & Light Company, Winona, Minn., is in 
the market for four 20-ft. passenger cars, with complete 
equipment. 

Corpus Christi Str eet & Interurban R ailway, Corpus 
Christi, Tex ., is in the m a rket for four 32-ft. or 34-ft. semi
co nvertible cars. 

Denver ( Colo.) City Tramway has o rdered 16 45-ft. c losed 
ca r s, wi t h Brill trucks, a nd 25 38-ft. trail car s, for ci ty serv
ice, fr om the Woeb er Ca r & Manufacturing Comp any, Den
ve r, Colo. 

Geary Street Municipal Railway, San Francisco, Cal., 
n oted in t h e E LECTRIC RAILWAY JOUR NAL of Jan. 21, 1911, as 
being in t h e ma·rket for 200 cars, will purchase only 20 st eel 
cars of the pay-as-you-enter type. 

Connecticut Company, New Haven, Conn., ha s ordered 
200 GE-So, four-motor car equipments, with K-35 controllers 
and 20 GE standard straight-air brake equipments. with 
CP-27 compressors, from t h e Gen eral E lectric Company. 

Portland Railway, Light & Pow er Company, Portland, 
Ore., has p laced an order with t h e General E lec tric Com
pany for 40 70-hp, two-motor car equipments. Of these 
25 will b e GE-218, type B motors, with K-11-A co ntroll er s, 
while 15 wi ll be GE-210, type E motors, with Sprague-Gen
era l Electric type M contro l. 

Lake Shore Electric Railway, Cleveland, Ohio, noted in 
the ELECTRIC RAlL\-VAY JoURNAL of Jan. 21, 19II, as having 
ord er ed four passenger, baggage and smoking cars from 
the J ewett Car Company, Newark, Ohio, ha s spe cified the 
fo ll owing detai ls: 
Seating capacity .......... 64 Air brakes .... Westinghouse 
'vVeigh t ............ 30,000 lb. Car trimmings ........ bronze 
L eng th of body ... 49 ft. 7 in. Curtain fixt . .. Curtain S. Co. 
Over ves tibu le ...... . .. 59 ft. Curtain material. .. Panta so te 
Width over sill s .... 8 ft. 4 in. Hand brakes ......... geared 
Over post s at belt .. 8 ft. 4 in. Heating system ... hot water 
Si ll t o tro lley base .. 9 ft. 5 in. Headlights ...... Mosh er arc 
Height , ra il to sill s . . .. 40 in. Sanders ...... D e France Air 
Body ................. wood Seats ....... H. & K. r IO CE. 
Interior trim . ... .. mahogany S eating material ....... plush 
Underframe ...... composite Trolley retriever s .. Knut so n 

TRADE NOTES 
Sangamo Electric Company, Springfield, Ill., ha s made a 

large ship m ent of in tegra ting m er cu ry flotation watt-hour 
meters to Manila, P hi lippine Is la n ds. 

McKeen Motor Car Company, Omaha, Neb., has shipp ed 
two 70-ft., 200-hp gasoline m otor car s to the Southern Pa
cific Rai lroad under t h eir own power. 

Lackawanna Steel Company, New York, N. Y., has ap
po in ted H. H. Bar bour distr ict sa les agent for the m etro
po li tan di strict with offices at 2 Rector Stree t, New York. 

Baldwin Locomotive Works and the Standard Steel 
W orks Company, Philadelphia, P a ., have m oved thei r St. 
Louis office s from 914 Security Building to 1613 Wright 
Bui ldin g . 
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Carnegie Steel Company, Pittsburgh, Pa., announces that 
H. P. Bope, vice-president of the company, has been ap
pointed general manager of sales, to succeed S. A. Benner. 

McGuire-Cummings Manufacturing Company, Chicago, 
Ill., has appointed M. L. Kirschke, Jr., mechanical engineer 
of the company. Mr. Kirschke was forme rly connected 
with the Pullman company. 

Chicago Pneumatic Tool Company, Chicago, Ill., has ac
qui red the gasoline hand-car business of the Duntley Manu
factur ing Company, Chicago, Ill., and in future will make 
these cars on a la rge scale . 

Hall Signal Company, New York, N. Y., has appointed 
H. B. Taylor special designing engineer of the company. 
Mr. Taylor formerly held a simi lar position with the Fed
eral Signal Company, A lba ny, N. Y. 

Ackley Brake Company, New York, N. Y., has shipped a 
la rge number of brakes to the Sociedad Comercial de 
Montev ideo and also to the Trasatlantica Gomp3,nia de 
Tranvias Electricos, Montevideo, Uruguay. · 

Perry Ventilator Corporation, New Bedford, Mass., has 
r ece ived an order to equip with its ventilating system 50 pay
wi thin cars now bein g built for the Boston Elevated Railway 
at the works of th e L aco nia Car Company. 

Pittsburgh Wood-Preserving Company, Pittsburgh, Pa., 
has elected Grant B. Shipley president of the company. Mr. 
Shipley recently resigned as engineer of mining and timber 
prese rving machinery of the Allis-Chalmers Company, Mil
waukee, Wis. 

Indian Refining Company, Cincinnati, Ohio, has appointed 
William Stevenson specia l representative, with headquar
ters at Chicago, Ill. Mr. Stevenson ha s be en connected 
with the McGuire-Cummings Manufacturing Company for 
a number of years. 

Henry B. Seaman has opened an office as consulting en
gine er for ra il way, bridge and va luation work, at 165 Broad
way, N'ew York. Mr. Seaman resigned in September, 19w, 
as chief engineer of the New York Public Service Commis 
sion, J<irst District, after se rvi ng three years. 

National Brake & Electric Company, Milwaukee, Wis., 
has completed additi ons to its steel foundry which will now 
give a fl oor space· of 80 ft. by 725 ft. The new machine 
shop and warehouse, w hich are now under construction, 
w ill be completed about April I, 191 1. Vvith the se new 
fac iliti es the capacity of the plan t will be more than doubled. 

Edgar Allen & Company, Limited, Imperial Steel Works, 
Sheffield, England, whose principal American office an<l 
warehouse is at Chic ago, Ill., announces that agency ar
rangements have been made with Roehm & D avison, De
tro it, Mich., J. L. OsgooJ, Buffalo, N. Y., and J ohn J . Greer 
& Company, Inc., Baltimore, Md. 

American Ship Windlass Company, Providence, R. I., has 
so l.:! eight Taylor stokers to the Sprin gfie ld Street Railway 
w hich is making a determined effort to eliminate smoke in 
it s powe r plant. Each stoker is to be used under a 375-hp 
B. & VI. boiler. In addition to the elimination of smoke 
this compa ny expects that the Taylor stokers will enable 
it to carry it s entire load on one boiler room, whereas at 
present it is ope rating two boiler rooms, one of whi ch 1s 
hand-fired and the other stoker fired. The present type of 
stoker is to be replaced by the Taylor. 

William S. Turner has resigned as managing engineer 
of the northwes tern office of W. S. Barstow & Company 
at Portland. Ore., having practically completed the work 
upon which he has been engagej in that city during the 
past three years. This has consisted in a considerable 
a mount of interurban railway construction for the Oregon 
E lectric Railway a nd supervising the contract which W. S. 
Barstow & Company had for underground electric conduit 
constructi on for the Portland Railway, Light & Power Com
pany. Mr. Turner has had long experience in electric rail
way construction. having been a member of the firm of 
Woodbridge & Turner, which did a great deal of pioneer 
work in electric railroading. Later Mr. Turner built some 
electric ·railroads in New Zealand for J. G. White & Com
pany, with whom he was connected for some eight years. 
After a short vacation in the East Mr. Turner expects to 
make Portland his home anJ possibly to engage in business 
there on his own account. 

American Brake Shoe & Foundry Company, New York, 
N. Y., has issued its report for the fiscal year endeJ Sept. 
30, 19w. According to Otis H. Cutler, the president, the 
company enjoyed the most profitable year in its history, the 
net earnings being $1,022,684, after making the usual liberal 
provision for depreciation and reserve accounts. While the 
it em of cost of melted metal showed a slight increase per 
ton for the year over the preceding year, the shop cost of 
brake shoes at all plants for 19IO was substantially the same 
as for the previous year. On Feb. 24, 1910, the stock- -., 
holder s of the company authorized an increase in the capital 
stock fr om $3,000,000 preferred stock and $3,000,000 common 
stock to $5,000.000 of each c lass, immediately following 
which $1,000,000 of preferred stock was issued and sub
sc ribed for by the stockhol.:lers at 105, and $1,000,000 of 
co mmon stock was issued for property acquired, making 
the total out standing issue on Sept. 30, 19rn, $4,000,000 of 
preferred stock a nd $3,600,000 of common stock. Subse
quently the company acquired the patents and properties 
of the Featherstone Foundry & Machine Company and the 
Nationa l Brake Shoe Company, Chicago, Ill., thereby add
ing three foundry plants-one at Burnside, Ill., one at Mel
rose Park, Ill., and one by lease in Chicago. A new plant 
in the Chicago dist ric t is made necessary, however, by the 
sale by the company of its Chicago Heights brake-shoe 
foundry and plans have been m a.:le fo r a new plant which 
the company believes represent the most complete, efficient 
and economical brake-sh oe foundry that it is possible to 
design at this time. A suitable sit e has been purchased 
and it is proposed to erect this plant. at a total expense for 
sit e. buildings and equipment of approximately $300,000, 
with a guaranteed outp11t of at least roo ton s of brake shoes 
per day. 

ADVERTISING LITERATURE 
N. W. Halsey & Company, New York, N. Y., has issued a 

booklet entitled "The Most Satisfactory Bonds." 

Arthur S. Partridge, St. Louis, Mo. , has issued list No. 36, 
of second-hand electrical and steam equipment for Janu
ary, 1911. 

Federal Storage Battery Car Company, New York, N. Y., 
has issued a cata log illustratin g and describing Beach cars, 
which are equipped with Edison stor age batteries. 

Electric Storage Battery Company, Philadelphia, Pa., has 
recently issue.:! bulletin No. 130, on the installation of the 
"Chloride Accu mulator" fo r the Slate Belt Electric Street 
l{ ai lway, Pen A rgyl, Pa. 

Whiting Foundry Equipment Company, Harvey, Ill., has 
issued catalog No. 82, illustrating and describing "Whiting" 
cranes. The catalog also contains a number of views of 
installations and a list of principal users of these cranes. 

Precision Instrument Company, Detroit, Mich., has issued 
catalog E, illu stra ting and describing the "Precision" 
pressure and vacuum recorders and indicators. The catalog 
also contains a number of tables pertaining to the instru
ment s. 

Paragon Sellers Company, Chicago, Ill., has issued the 
January, 1911, number of the "Paragon Bulletin," contain
ing a rticles on "Grounding fo r Protection Against Electro
lysis," "Grounding of th e Common Battery," "Grounding 
Telep hone Train-Dispatching Circuits" and "Railway Signal 
l nstallations." 

Robert W. Hunt & Company, Chicago, Ill., has published 
a sm all pamphlet on the in spection and testing of cement. 
1 t is designed to give the purchaser some idea of the value 
of inspection by trained and reliable engineers. The pamph
let also contain s a partial li st of structures. in which all 
t he ceme nt was tested by the company. 

General Electric Company, Schenectady, N. Y., has issued 
bu lletins Nos. 4685, 4784, 4785, 4793, 4798, 4804, 48o7, 4808, 
--1809 and 48rn, which have the following titles:· "Belt-Driven 
Alternat ors," "Electric Drive in Pulp and Paper Mills," 
"Electric Drive in Wood-Working Plants," "Steady vs. 
Unsteady Voltage," "Straight-Air Brake Equipments," 
" Direct-Connected Generating Sets," "Small Plant Alter
nating Current Switchboard Panels," "Washington, Balti
more & A nnapolis 1200-Volt D. C. Railway," "4500-Volt Oil
Break Switches" and "Portable and Stationary Air Com
pressor Sets." 




