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" Deceleratio n " or " Retardation" 

We are glad to second the protest made by C. 0. Mailloux, in 

the current issue of the Transactions of the A. I. E. E., against 

the use of the words "deceleration" and "decelerate," because 

the same ideas can be expressed by the words "retardation" and 

"retard," which are etymologically correct. In an industry which 

grew so quickly and is still expanding so rapidly as the elec

trical industry it is not surprising that some barbarisms should 

have crept into the nomenclature employed. Certain of these 

have been used so long to designate a particular kind of appa

ratus, or some special process or effect, that they seem to have 

become engrafted on our language. This is not true, however, 

with regar d to "deceleration" and "decelerate," which are based 

on a misconception of the fundamental meaning of the word 

''accelerate" and are philological counterfeits. It may not be 

possible to purify the English language from all of the question

able terms which have come into it as a result of the electrical 

industry, because in many cases there is no proper and well

recognized equivalent. But this is not the case with "decelera

tion" and "decelerate," and the effort to abolish these words 

from exact writing should have the support of all. 

Larger Depreciation Fund in St. Lo uis 

A still further increase in the percentage of gross earnings 

set aside for depreciation has been made Ly the United Railways 

Company of St. Louis. According to the annual report of Pres

ident Robert McCulloch, which has just been published by 

the company, the charge of IO per cent of gross for this 

purpose is due to the fact that experience had shown that this 

proportion was "required to provide for the present annual 

depreciation of the property." The allowance for depreciation 

was computed upon the total gross revenue and amounted to 

$1,153,777-that is to say, it was computed upon the revenue 

from transportation plus the revenue from operation other than 

transportation. The operating expenses were 52.8 per cent on 

$6,096,794 of the gross earnings, so that the total of the expenses 

and the depreciation c~arge was equal to 62.8 per cent of gross. 

The taxes were not included in these expenses and amounted 

to an additional expenditure of 5.7 per cent of gross. It is 

unfortunate that the report does not give the details of oper

ating expenses as charged. They would show the proportion of 

earnings applied to maintenance before the expenditures on this 

account were supplemented by the appropriations for deprecia

tion. The policy under which the United Railways started the 

establishment of a depreciation reserve fund was inaugurated 

in 1905, when 5 per cent of gross was set aside. This rate was 

maintained annually until the middle of 1909. The rate was 

increased then to 6 per cent, and the total reservation for 1909 

was equal to about 5.5 per cent. 
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Improving Old Shops 
Time and money expended m the improvement of old repair 

shops on systems wh ere the conditions do not justify the erec

tion of new plant fo r maintenance purposes seldom fail to 

· return high rates of interest. It pays to go over such proper

t ies thoroughly every year or two in the effort to improve the 

conditions of production. for, irregular as may be the work of 

rolli ng-o.tock maintenance even on a large system, it has many 

points in common with ro utin e production in the factory. A 

recent sun-ey of machine shop practice disclosed the need of 

the fo llowing improvements, many of which are capable of im

mediate applicat ion in electric railway service: The increasing 

practice o f making pat tern s locally necessi tated the en largement 

of a pattern storage annex to contain al 1 patterns used on the 

sys tem in orderly classification; the erect ion o f a small, tem

porary storage room for the reception of machine and supply 

parts st ripped from equipment undergoing overhauling was de

sirable, as it obviated trouble from the accumulat ion of scattered 

material around th e yard and the frequent loss of good stock 

carelessly thrown into the sc rap bin ; the provision of an electric 

drying stove to be installed for use in connect ion with a blue

printing outfit. Other needs \\'ere the r eplacement o f a decayed 

and broken wooden fl oor with one of concrete. surfaced with 

new boarding, and with the electric wiring fo r machine tools 

transferred to pipe conduit beneath the floor in stead of being 

allowed to run loosely through the shop, and the installation of 

overh ead crane facilities, with a stronger roof con~t ru ction. 

The Neck of the Bottle 
On Jan. 23 the I nterborough Rapid Transit Company began 

operating the fi r st of the 10-car express trains in the New York 

subway. As soon as all the station platforms have been length

ened to accommodate longer trains a ll the express trains will 

have IO cars and the local train s will be increased in length 

from six cars to eight. The maximum possible number of 

trains is now being operated during the rush hours and no 

further relief from congestion of traffic can be expected after 

the longer trains are put on. \\Then the subway was first 

opened the Brooklyn Bridge terminal was the point of greatest 

congestion and delay to trains. Later the junction of the 

Broadway and Lenox Avenue divisions at Ninety-sixth Street 

became the criti cal point as the number of trains was increased. 

The separation of grades at this point was avoided by the intro

duction of speed-control signals which permitted the passage 

of trains through the junction at closer inter\'als than were 

allowed by the length of station stops below Ninety-sixth 

THE \,\, EIGHT OF ~TEEL CAR.S 

The possibility that the use of steel can still further reduce 

the weights of street car bodies by the employment of pressed 

and structural steel in car construction is attracting the atten

tion of many designers who fo r a long tim e held to the theory 

that, pound fo r pound, wood was stronger and stiffer than steel 

when properly framed into a complex structure, such as a car 

body. The first attempts at building all-steel passenger cars 

did not go far toward disproving this theory, but recent develop

ments in the art of pressing and bending steel plates and rolled 

sections into almost every conceivable shape have made pos

sible the use of many novel forms of construction having great 

strength and ext remely light weight. Wood is an uncertain 

material as regards strength, and hence when it is used a large 

factor of safety must be employed. Designers have been 

guided in selecting sizes and shapes of timber for the principal 

members of the car-body framing more by the results of experi

ence with the cut-and-try method than by exac t mathematical 

calculations of strength and deflection under load. The formulas 

which enable the bridge engineer to design the details of a steel 

, structure from a stress diagram have no place in the design of 

a wooden car. As the study of car design has deve loped, how

ever, the stresses to which the different members are subjected 

under given conditions of loading have been more accurately 

ascertained and the application of these data to the design of 

steel cars should result in an appreciable decrease in the 

weight without sacrifice o f the necessary strength or stiffness 
of any part. 

A comparison of the weights o f some recent steel cars shows 

how far the reduction of the weight has been carried in the 

latest cars as /Compar ed v.rith those built a few years ago. 

The all-steel pay-as-you-enter cars of the Chicago Railways 

which were bui lt in 1909 were very carefu1ly designed with 

respect to the reduction of weight, and as a result they have a 

weight substantially the same as that of the wooden cars of the 

same general design and dimensions, of which the Chicago Rail

ways have more than 6oo in service. The body weight 
1

is 19,800 

lb., and the cars have the following unit weights : Weight of 

body per seat, 494 lb.; weight of body per foot of length, 403 

lb.; weight of body per square foot of floor area, 46 lb . These 

weights may be compared with the corresponding unit weights 

of the bodies of the Third Avenue Railroad's semi-convertible 

cars, which ar e of extremely light-weight wooden construction. 

The respective unit weights of the Third Avenue cars are 337 

lb., 376 lb., and 43.5 lb. I t will be seen that the wooden cars of 

Street. The time of station stops was next reduced by fitting the Third Avenue Railroad are much lighter than the steel cars 

the cars with center-side doors and automatic starting signals 

operated by the closing of all the doors in a train. Now the 

neck of the bottle is the stretch of track between Ninety-sixth 

Street and IIoth Street on the Lenox Avenue division. There 

are no stations between these points, but several curves re

quire slow-speed running, and the capacity of this section is 

taxed to the utmost. As the Broadway trains are alternated 

with Lenox Avenue trains no more trains of the former division 

can be operated as long as the capacity of the latter division is 

limited beyond the Ninety-sixth Street junction. Speed-control 

signals are now being installed on the congested section in the 

expectation of crowding through perhaps one or two more 
trains an hour. Little did the builders of the subway think that 

a long stretch of track on one division beyond the four-track 

section would ever limit the capacity of the entire system. 

of the Chicago Railways when compared on any one of the 

three bases of unit we ight. 

The type of semi-steel cars built last year for the Pittsburgh 

Railways is much lighter than the Chicago steel cars. The en

t ire body below the windows is built o f steel, while the roof 

and interior trim are wood. Owing to the elimination of the 

front platform and the utilization of this part of the car-body 

floor for seating passengers, the Pittsburgh cars have an ex

ceptionally large seating capacity for their length and weight. 

The weight of the body per seat is only 315 lb ., or 22 lb. less 

than the Third Avenue cars. The weight per foot of length is 

385 lb., which is slightly more than the Third Avenue cars. The 

weight per square foot of floor area, however, is even higher 

than that of the Chicago steel cars, being 46 lb. This is due to 

the fact that a large part of the total floor area which is 
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represented is occupi ed by seat s instead of Ly pla t fo rms. 

The lightest stee l car bodies of which we have data of weight s 

and dimensions are the new pay-as-you-enter car s of the J ack

sonville E lectric Company. Only a small amount of wood is 

used in these car s, and it is employed fo r such structura ll y un 

important purposes as the fl ooring, seat-arm caps, doo r and win

dow frame s, etc . The bodies a re 39 ft . 6 1/2 in. long over plat

forms and weigh only 12, 179 lb . T he weight of th e body per 

seat is 276 lb.; weight pe r foo t uf length , 308 lb. ; \\'e ight per 

square foot o f fl oo r ar ea, 35.4 lb. These weights a r e 20 per 

cent less than the corresponding weight s of the Third Avenue 

Railroad wooden cars. They were obtained largely liy the use 

o f very ligh t T-sectioris fur one-piece posts and curved car

lincs , the substitution of sheets nf composition board cu\'e recl 

with canvas on the oubicle and pain ted on the in ~i de in place 

o f steel roof sheets, and se\'e ral other r adical departure s fro m 

ELEVATED RAILWA VS AND SU BWA VS 

The elevated rail way reached the height of it s popularity in 

1 his country about ten years ago. At that time there were about 

340 miles of elevated track in the United States, all operated by 

electri city. Over half nf this was in N ew York and B.rooklyn. 

T he r emainder was divided among Chicago, Baltimore, Boston, 

Kansas City and Jersey City. The m ost important elevated 

~t ructures built during the last decade have been those in Phila

delphia and the e levated extensions of the Interborough Rapid 

Transit Company in New York and of the Long Island Rail

road in Brooklyn. In all three of these cases the elevated lines 

were built simply as extensions to subway systems. It seems 

worth w hil e at this time, when subways are being seriously 

projected, not only by the largest cities but also in such places 

as Cleveland, Toronto and Los Angeles, to consider the relative 

previous practice. Time alone will show whether the reduction ad vantages from an operating standpoint of both elevated and 

in weight has been made at the expense of cost of maintenance. 

Perhaps the best example o f the reduction of weight in steel 

cars of successive designs is shown in the subway cars of the 

Interborough Rapid Transit Company. The bodies o f the fi r st 

steel cars, built in 1904, weighed 34,000 lb. This was r educed to 

32,000 lb. in the 1907 type cars and w;i.s still furth er reduced t o 

28,540 lb. in the 1909 type car s. The body weight of the 1909 

type cars compares favorably with the weight of wooden inter 

urban car bodies of equal o r greater length. The weight per 

foot of length is only 557 lb. and the weight per square foot of 

floo r area is 65.7 lb. A typical high-speed interurban car body 

built almost entirely of wood weighs 710 lb . per foot of length 

and 78 lb. per square foot o f fl oo r area. 

The above comparisons show that steel car bodies do not 

necessarily weigh m or e than wooden car bodies o f the same size 

and type. The question of weight, however, is n ot the only fac

tor to be considered. The fi r st cost of steel ca r s at the present 

time is in most inst ances higher th an that of wooden ca rs 

owing to the expen sive di es and templets required fo r pr essin g 

and punching the various m embers of the framing. The main

tenance cost of stee I passenger car bodies has not yet been 

definitely established, and in a shop not properly equipped to 

handle repairs of steel cars the cost might be excessive. 

Another problem which is a serious one in the operation of 

steel cars is the difficulty of insulating them against the tran s

fer of heat from the inside to the outside during cold weather. 

Owing to the narrow ove r-a ll width permissible in cars operated 

on city streets, no width can be sacrificed on the inside of the 

car for dead-air spaces, o r even for a moderate thickness of 

insulating material. In some r ecent steel suburban cars it 

was found necessary to install 68 electric heaters in each car m 

order to maintain a comfortable temperature. In spite of these 

objections the steel car seems to be destined to come more an d 

rnore into general rn,e. Thr Pullman Company, the· P ennsyl

vania Railroad and several other large steam railroad systems 

have definitely abandoned the wooden car in favor of the all 

steel car, principally because of the greater sa fety o f the latte r 

in collisions. Safety is not such an important consideration in 

the construction of cars for city service, because of their com

paratively low speed, but it nevertheless is of sufficient impor

tance to turn the balance in fav or o f the steel car if the first 

cost can be kept down, and experience. shows that the main

tenance cost, including painting, is at least no higher than that 

o f wooden cars. 

subway systems. 

S ince th e opening of the Boston and New York subways 

little has been heard of elevated structures. Undoubtedly this 

is largely because the most conspicuous work of a rapid transit 

charac te r in the largest cities recently has been underground. 

But in situations which would often warrant the construction 

of an elevated structure a subway at four to five times the 

expense would be out of the question. Again, at the same ratio 

of cost, from four to five times as many miles of elevated track 

can be built as would be the case if the tracks were under

ground. At the same time an elevated structure will afford 

practically e\·ery advantage from a traffic standpoint possessed 

by a subway and will in addition provide much more agreeab le 

and prac ti cally as rapid transit for passengers. 

T he two pri ncipal objections to an elevated system. as com

pared with a subway, a re its appearance on the street and the 

fact that owners of abutting property can collect damages for 

noi,e an d the deprivation of light and a ir. Both of these objec

tions a r e based largely upon existing elevated structures, and 

we believe that the ob jections to the appearance and the noise 

of elevated railways would disappear in large measure with a 

modern design of structure. The actual damage suffe red by 

the abutting property from loss of light depends very largely 

upon the width of the street on which the elevated road is 

l uilt. If the road is the property of a private company and 

the courts construe the common law strictly, the expense from 

property damages of various sort s may be, and in some cases 

has been, a lmost as m uch as the cost of the construction of the 

road itself. Even then, however, an elevated road is much 

cheaper than a subway, which also is liable to some damages 

because o f encroachment upon underground vault s. But we 

~eli eve that it will be possible by proper design largely to reduce 

these consequenti a l damages. 

In other words, we believe that the day of elevated railway 

construction is by no means past. For all except the very 

largest citi es it affords a means for relieving street congestion 

not otherwise possible, and it should be particularly useful 

as providing a m eans by which high-speed suburban cars can 

enter a city without undue delay from st reet t raffic. f n fact. 

th e elevated road should prov e desirable in practica lly every 

case where a subway is consider ed except in those in st ances 

where the extent of traffic is such as to require a fo ur-track 

line. In such cases a subway would probab ly be preferable to 

an elevated road. 
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IMPROVEMENTS ON THE LEHIGH VALLEY TRANSIT 
SYSTEM 

During the past year ( 1910) the Lehigh Valley Transit Com
pany, A llentown, Pa., under R. P. Stevens, president, has in
stituted a number of physical and operating improvements and 
important changes in the o rgani zation. The foll owing para

graph s wi ll describe in detail the work 
which has been done or which is now 
under way in each department. 

TRACK LI NE, DISPATCHING AND SIG NALS 
The 50-lb. and 55-lb. T-rails, which 

were the fo rmer standard on suburban 
lines, have been rep laced by r ail s weighing 
80 lb. per yard, which weight will be the 
future standard for suburban cons truc
tion. Continuous j oints haYe been adopt
ed fo r these rail s, and the entire sys tem 
has been rebonded with the electric-weld 
rai l bond of the E lectric R ailway Improve
ment Company, Cleveland. The company 
is permitted, and, in fact, in some cases is 
ordered, to use T - rails in the streets of 
certain cities. It therefore uses T -rail 
paving in those cities where paving is re
quired and where the street traffi c is not 
exceptionally heavy or severe. Such r ails 
weigh 90 lb. per yard ; the groove is 
formed by special beveled blocks. Allen
town is the only city on the system where 
girder rail s are installed. Another general 
track improvement has been the installa
tion of so lid manganese special work to 

Map of System replace manganese center construction. 
These changes have had an excellent ef

fect on the traffic of the company. On the 21 -mile line from 
Allentown to Slatington, fo r instance, the receipts have ri sen 
33 r/ 3 per cent, due primarily to eliminating a number of 
cur ves and grades and otherwi se improving the track struc
ture. The increased business is ca rried on two cars instead of 
three because the running time was reduced from ,one and a 

sonable expense. The company is also investigating the stand
ard steam road block signals manufactured by the Union Switch 
& Signal Company and the General Railway Signal Company. 
Propositions from these companies are now being considered 
and it is quite probable that an experimental outfit of either 
one of these signals will be tried out. 

Isola ted curves will be equipped with individual signals, but 
only one signal will be needed for the protection of several 
curves in proximity. 

A feature which is contributing greatly to the safety and 
di spatching facilities of this railway is the installation of 
W estern E lect ric telephone outfits on the cars of the Phila
delphia and Slatington lines. Wires from the car boxes are 
pl L gged into jack boxes which are placed on the line poles at 
convenient intervals. The railway's contract with the Bell Tele
phone Companies in this vicinity permits connection to be made 
not only to the local system but also to the long-distance serv
ice. Consequently a person on one of these cars has the same 
telephoning facilities as if he were at a regular Bell telephone. 
This arrangement has proved a great convenience to the offi
ce rs of the company when they wished to communicate with 
employees or others on parts of the system which could not 
be reached by the limited private telephone. Another favorable 
feature of this contract is that the telephone company main
tains all instruments and the wires inside of the city limits, 
while the railway maintains only the lines outside of the city 
and has nothing whatever to do with the maintenance of the 
instruments. 

POWER CONDITIONS 
The industries of the territory se rved by the Lehigh Valley 

Transit Company have been growing so rapidly that the com
pany has already found it necessary to increase its power sta
tion equipment,· despite the fact that it completed but recently 
the power station described in the ELECTRIC RAILWAY JOURNAL 
of July 30, 1910. This growth in power business is not due so 
much to the normal increase in the railway load as to 

the demand from the numerous silk mills and tobacco factories 
in this vicinity. The additional equipment which has been 
ordered includes a Westinghouse turbine, rated at 4500 kw, 
but capable of a continuous maximum output of 6800 kw. At 
the lower rating this turbine wi ll take 16.2 lb. of steam per 

Lehigh Valley Transit-Concrete Bridge at Bethlehem 

half hours to one hour. T he increase in the business of thi s kw-hour. With this turbine there will be installed a Le Blanc 
line will warrant half-hour service in a very sh ort time. 

The management has been giving a g reat deal o f thought to · 
securing the best possible signal equipment. It has now in
stalled two trial equipments of the N achod trolley contact block 
signal. Should this device prove satisfactory, it will be in
stalled to protect all curves which cannot be eliminated at rea-

condenser, B. & W. boilers, Roney stokers; also a set °" f Ven
turi meters for accuratefy measuring the amount of water 
evaporated per pound of coal. 

The load on the station has increased so that the feed-water 
pumps are working at their capacity. Instead of installing ad
ditional feed-water pumps of the plunger type, it was decided 
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to use centrifugal pumps, manu factured by the J eanesvil!c 
Pump W orks and driven by T erry steam turbines, on ac
count of the increased economy obtained by thi s fo rm of pump 
over the o rdinary plunger pump; the other auxiliary apparatus 
provides plenty of steam fo r feed-water purposes. 

As noted in the general descri ption of the power station pre
viously mention ed, the company is obliged to maintain 25-cycle 
and 60-cycle distributing systems. T his, of course, makes it im 
possible to obtain the maximum output from the machinery, so 
that separate rese rve equipments must be available. T he r ail 
way substations receive three-phase current at 25 cycles, 13,200 
volts, but a 60-cycle circuit is employed fo r the lighting and 
industrial circuit s. T he rates charged by the company fo r 
power are very reasonable. T he standard rates quote power as 
low as 2.4 cents per kw-hour, but the company ha s special power 
rates considerably below this fo r special customers, depending 
on the amount of powe r required and the load cond itions. In 
other instances the contract ca lls fo r a fixed sum per ki lowatt 
connected plus so much per kw-hour, as shown by the watt
meter. 

ROLLING STOCK 

Last summer the company purchased from T he J. G. Bri ll 
Company IO conv ertible ca rs o f the type shown in the accom
panying illustrations. These cars will be the company's stand
ard, except for high-speed se rvice. They a re simila r in con
struction to the convertible prepayment cars of the T hird 
Avenue Railroad, N ew Yo rk, except that the panels are not se
cured with clips, but have malleable iro n stri ps such as are used 
on the No. 4000 type convertible cars of the Brooklyn Rapi d 
Transit System. In all there are nin e removable panels on each 
side of the car, reaching from the top of the sill plate to the 
letter board. There a re also t wo fi xed pane ls of steel at the 
corners of the car. A ll panel sash are of French plate glass, 
which not only looks better than the usual window glass, but is 
really cheaper in the long run because o f it s lower breakage 
factor. 

In planning these cars the management desired to obtain a 
design which would be as attractive as a summer car without 
having the drawback of a running board. In part, thi s end was 
attained by the substitution fo r the panels of secti onal sc reens 
which are placed between th e posts and which extend from the 
top of the sill plate to a height of 44 in. from the fl oor. How
ever, th e. feature which actually has led the publi c to pre fer 
this type to the ordinary open-bench car is the doo r arrange
ment. The t wo doors in the end bulkhead slide alongside each 
other toward the center of the car , so that with the doo rs open 
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Lehigh Valley Transit-Waiting Room at the Philadelphia 
Terminal 

and the vestibule sash clown a draft o f air passes directly over 
each line of transverse seats. 

The cars are double-ended and have full vesti bules with the 
standard pay-as-you-enter arrangements. Four-section fo lding 
doors are provided on the controller side of the car, and a 
single sliding door on the brake shaft or exit side. W hen the 
folding doors are closed a pipe which is pivoted on the doors 

ex tends across them and latches to the corner post . When the 
doors are opened the pipe is held ve rtically behind t he door. 
The sliding exit door enter s a pocket, which has a hinged win
dow on the inside fo r easy access to the door m echani sm and 
fo r cleaning the outside wind ows. P rimarily, this prepayment 
des ign was adopted for the value o f its operating and alighting 
features. 

Lehigh Valley Transit-A View in Coopersburg 

T he passenger s are being educated in the use of the fron t 
platform for exit, but the management has no early intention 
to use the prepayment fare system, on account o f the fact that 
practically all of its lines are at least two-fare lines, or, in othe r 
words, have more than one collection. The city service in the 
different cities is made up almost enti rely of suburban and 
interurban cars running through city streets, an d because of 
the fact that the company would not get as much benefit from 
the prepayment features on this account as it would if the cars 
were all operated with one col!ection, the management has de
cided to wait until these pay-a s-you-enter features are more 
developed befo re any decision is reached as to which method 
will be adopted. 

The general dimensions and other stati sti cal data o f these 
ca rs a re as foll ows : 

Len gth of ca r body over the corn er post s ............... . 
Len gth of each pla t form .. . . . . . . .... . . ...•............ • . . 
Len gth o f the ca r over t he vestibules ................ .. . 
Length over the bumpers .... .... . .. . ........ . ........ .. . 
W idth over the sill s , includ in g pla tes . . ... . ..... : . ... .... . 
\Vid t h over the posts . ... . . . . .... ... . .. .. ... ... . ....... . 
\ Veiiz ht o f the car and trucks, including \Vestinghouse air 

b rakes, fo ur 101- B m otors . . .. ... . . .• ... .. .. . ......... 

20 f t. 

·' ft 41 f t . 
43 ft . 

8 ft. 
8 ft. 

I in . 
IO in . 

9 in. 
I in. 
8 in. 
8 in. 

49,420 lb. 

T here are nine reversible rattan seats on each side of the 
ca r and longitudinal seats at th e front corner, giving a total 
seating capacity of 44 persons. A s a part of the removal panel 
construction the side sills, which ar e 4½ in. x 7 in. long-leaf 
ye llow pine, are covered with 14-in. x 9/16-in. steel plate, ex
tending above the level of the fl oor. The trucks are of the 
Brill No. 27 M. C. B. type, with 6- ft. wheelbase, 34-in. rolled
steel wheels, with 3-in. thread and ¾ -in. flange. The axles are 
5 in. in diameter and the journal 4¾ in. x 8 in. 

The interio r finish of the car s is cherry with compos 1t10n 
ce iling. A Consoli dated push-button passenger signal system 
is installed to facili tate operation. A nother interes ting feature 
of these cars is the lighting by t antalum lamps. T hese lamps 
are being used experimentally only, as the company's low power 
cost makes the use of the more expensive high-efficiency lamp 
of doubtful economy. 

T hese cars are equipped with the Cooper Heater Company's 
improved pressed -steel, automatic-feed, hot-water heaters. 
T hese heaters are ve ry much lighter than the previous styles of 
heaters manu factured by this company. It has been demon
, t rated that in add it ion to the saving in weight the advantages 
of the automatic feed of the coal, the little space which the 
heater takes up and a few minor improvements over the former 
Cooper heater result in a fue l consumption whi ch is but a little 
over one-half of that required by the other type of heaters to 
give the same amount of heat. 

T he company has made adequate preparation fo r snow fight
ing by equipping its work and freight ca rs with Russell plows 
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. .md Root sc raper s and purchasing five Kuhlman long-b room 
sweepers, which have just been completed by T he J. G. Bri ll 
Company. Eac h sweeper is 27 ft. 8 in. long and 8 ft. wide over 
.ill. The cab is 24 ft. 1¾ in. long and 7 ft. 8¼ in. wide. The 
cab is ves tibuled at each end and has two sliding doors and fiv e 
windows on each side. The center door s a r e carried on bag
gage-door hange r s. The height from the rail to the top o f the 
platfo rm is 4 ft. 4:}i in. and to the top of the t ro lley boa rd II 

ft. 1¼ in. T he fr aming of the sweeper is of yellow pine with 
side sill s plated with ¾- in . x 8-in. stee l. T he truck has a wheel-

woodworking tools, such as a car mortiser, planer, saws, shaper, 
lathe and a "Universal" Fay & Egan machine, all of which will 
be belt-driven from below the floor. The machine shop equip
ment has r ecently been enlarged by the addition of a McCabe 
two-in-one lathe, which handles all steel wheel turning besides a 
variety of general work. The overhauling facilities are also 
to be improved by the installation of Q M S pneumatic car
raising apparatus and a car-hoisting outfit from the Columbia 
Mac hin e Works & Malleable Iron Co:11pany. 

As noted in the description of the new cars the standard truck 

Lehigh Valley Transit-Standard Convertible Car as Used in Warm Weather 

base of 6 ft. 1 in. T he brooms are 35 Vi in. in di ameter, extend
ing 14 in. outside of the tr ack. The two side plows, which a re 
thoroughly braced, a re 6 ft. long and are m ade of ½- in. st eel. 
T hese plows are 24 in. high and clea r the snow fo r 4 ft. out
side of the rail. Two \Vestinghouse No. 56 motors ar e used 
fo r traction and one motor of the same type fo r operat ing the 
broom. 

T he company has a lso adopted a combination express car 
and snow plow fo r its standard type of heavy equipment The 
la rge double-truck express cars in addition to the work cars 
a re all equipped with the standa rd Russell nose and in this 
way it is possible to get 12 months of the year se rvice out of 

fo r suburban service is the Brill l\o. 2 1 M.C.B.-I. The stand
ard high-speed passenger trucks a r e of Baldwin design. Sym
ington journal boxes a r e used throughout on all class of 
trucks. Schoen and Standard solid steel wheels 34 in. in diameter 
ar e r eplacing the 33-in. cast-iron wheels formerly used on all 
closed car s. T he standard brake shoe head of the American 
Brake Shoe & Foundry Company has been adopted as standard, 
and all brake shoes, a half-dozen different types of which have 
been tried out during the past year, have been made to fit this 
head. These shoes are either of the steel-back type as used 
successfully on the solid stee l wheels o f the Philadelphia
Allentown ca r s or of pla in gray iron. The brake shoe cost 

,,,,,,,,_ __ _ ' #'f'< -
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Lehigh Valley Transit-Standard Convertible Car as Used in Cold Weather 

these cars. The comrany now has six o f these heavy cars, 
each equipped with No. 121-A 90-hp motors , in addition to 
IO of the older type of Brill and T aunton single-truck plows. 

MAINTENANCE FEATURES 

At present the company is handicapped m maintaining its 
cars owing to outgrown shop facilities, but eventually a larger 
structure will be built on another site. To afford immediate 
relief, however, the paint shop has been removed to a new 
brick and concrete building, thus giving room for a larger 
carpentry shop. The latter is being equipped with modern 

for September, 1910, was I.2 cents per 1000 car miles. Three
fourths of the shoes used during that month were gray iron 
and the rest were steel-backed. 

ORGANIZATION OF THE TRAFFIC DEPARTMENT 

An important departure in the organization of the Lehigh 
Valley Transit Company has been the recent founding of a 
traffic department. Under the direction of President Stevens 
this department has been taken over by E. C. Spring, who was 
formerly general superintendent of the Dayton (Ohio), Cov
ington & Piqua Traction Company. As assistant to the presi-
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dent and as traffic manager Mr. Spring's work includes the 
handling of passenger and excursion business, park operation, 
freight and express se rvice, the indtist rial department and 
publicity covering the relations with press and public. 

The creation of an industrial department is rather unusual 
for Eastern elec tric railways, although such an organization is 
quite common on steam railroads and on some of the Western 
interurban railways. The efforts of this department will be 
devoted to inducing manufacturers to locate their industries 
along the lines of the company. The traffic manager will keep 
a list of all manufacturing sites which are avai lable for bui ld
ing or for rental, and will strive to bring together the se llers 
and buyers of such facilities, co-operating in particular with 
the local boards of trade. T he company has already per
suaded several manufacturers to locate buildings along its lines. 

The Allentown district is unfamiliar with the advantages of 
electric fr eight hauling, but it is believed that the possibilities 
for business therein are even better than on many Western 
roads because the proximity of the towns to one another 
should give a g reate r revenue per car-mile. Express service 
in competition with the steam railroads and the old line ex
press companies is given for shipments, which are handled at 
the rates g iven in regular freight classifications. \Vhile no 
carload lots are taken, nor is a wagon service maintained, th e 
company is willing to make special arrangements for collection 
and delivery through local truckmen. The r ates from Allen
town to Philadelphia, a distance of 52 miles, range from 16 
cents to 25 cents per roo lb. 

An agreement has been closed with the Philadelphia Rapid 
T ransit Company to carry goods to the latter's freight t erminal 
at Front and Market Streets in the heart of P hiladelphia via 
express car connections at Chestnut Hill. T he Lehigh Valley 
Transit Company has made a list of all Philadelphia concerns 
which ship to towns along its lines and is mapping out a cam
paign in which every single shipper will be made acquainted 
with the advantages of routing his goods by the electric line in 
preference to the steam railroad. 

In line with the policy of attracting new business the com
pany has greatly improved its schedule; the mileage of the 
express cars has been doubled and there are now three daily 
trips to Philadelphia, each car making a total run of 147 miles. 
The principle is to maintain a schedule so much better than 
that offered by competitor s that it will create business. 

Freight stations for the convenience of shippers are being 
placed in the more important cities and fr eight houses will be 
put up at isolated points where shippers can store their goods 
under cover. These isolated buildings will be slate-roofed 
wooden structures approximately 12 ft. x 12 ft. in size. Some 
of the town stations will be on the premises of local store
keepers. In two places the brick buildings will inclucje room
ing quarters for the agent. A freight station for transfers 
has been erected at Chestnut Hill, Philadelphia, because of the 
difference in the gage between tracks of the Lehigh Valley 
Transit Company and the Philadelphia Rapid Transit Com
pany. 

In its campaign for traffic the company will depend more 
upon advertising its service through personal work and private 
literature than upon newspaper advertising. The agents 
who will be placed in all the large towns along the line will 
also look out for the passenger excursion business in their 
respective localities. The company believes that it is a most 
vital thing to have local representatives everywhere to look 
after the details of its business. This practice saves much 
mileage and time for the officials while keeping them in close 
touch with the local freight and passenger business. It is the 
plan also to have the head of the traffic department give talks 
to the trainmen on what they can do to encourage the public . 
to take advantage of the company's facilities, thereby making 
each man a publicity agent for the railway. 

The traffic department will make a strong effort to get the 
local public interested in long distance riding. The company 
is rather fortunate in having on its route such exceptionally 
attractive trips as the one to the Delaware Water Gap and 

through the historic territory between A llentown and Phila
ddphia, wh ich is ri ch in Revolutionary lore. Hith erto the pub
lic has had the impress ion that the Gap was access ible only by 
steam railroad, but by active adverti sing the company is in
ducing it to prefer the more conveni en t and pleasing combina
tion of electric car and auto-bus. During next summer t wo or 
three limited trains a day will be run to the Gap. The patron
age fo r this business will be worked up through an excursion 
agent in Philadelphia and by local r epresentatives. 

The long trip to Philade lphia has been aptly termed the 
Liberty Bell Route. Th e many places o f histori c interest along 
this line should prove espec ially attracti ve for school r iding. 
The management, there fo re, has placed itself in close touch 
with the different schools in its terri to ry for the purpose of 
persuading teachers to organize excursions to di ffe rent places 
from time to time. Th e company gives away a booklet which 
describes the points of interest along th e lin e, but whenever 
desired large parties are personally conducted by its r epre
sentatives. It is worth mentioning that special r ates are never 
offered for this or other excursion business. It is considered 
a mistake to offer reduced rates when the service is so evi
dently worth the regular rates and is so far superior to that 
offered by competing lines. 

A large number of minor improvements have also Leen made 
on the Philadelphia division, such as the establishment of 
smoking compartments, Ohmer registers and hot-water heaters 
in all these ca~s. a ticket system and terminal stations. A large 
number of line improvements have also been made by con
structing the track on private right-of-way in a great many 
instances where it was formerly either on or alongside the 
highway. 

The company is planning also to give more attention to the 
park business. It is the own er of Central Park, which is situ
ated at Rittersville, midway between Allentown and Bethlehem. 
This is a resort of great natural beauty, which can be reached 
by a 5-cent fare from the two large citi es mentioned. The 
principal attractions have been free band concerts, vaudeville, 
musical comedy and comic opera, in addition to the standard 
amusements, such as the midway, roller coasters, temple of 
fun, bowling alleys, dancing pavilions, water rides and other 
standard attractions. It is worthy of note that this park is not 
only paying operating expenses, but shows a sufficient surplus 
to pay for the interest on the entire investment. The real 
estate is increasing in value sufficiently so that the investment 
always represents the actual value which can be turned into 
cash in case the park should be eliminated. 

Another new traffic-creating feature will be the encourage
ment of local celebrations, such as " Old Home Week." To 
this end the company will co-operate with the commercial and 
social bodies in the several towns. 

SUGGESTIO N S FRO M EMPLOYEES 

The management firmly believes in encouraging the em
ployees to ~ubmit suggestions for the improvement of the 
service. Last year $mo was offered in prizes for suggestions 
and some exceptionally good ideas were found among the roo 
replies. The conductors especially gave the management some 
excellent suggestions on improving the transfer system and 
cutting down unprofitable mileage. The transfer changes alone 
have more than saved the amount of the prizes. Some con
ductors reported that they had heard many complaints about 
the ventilation o f the cars , particula rly on long runs where the 
doors were closed for considerable intervals. As a result of 
this matter having been called to the attention of the manage
ment 20 equipments of Ford ventilators were purchased from 
the Automatic Ventilator Company for the equipment of the 
interurban cars and eventually all cars will be supplied with 
these devices . 

Some three years ago this property was a strong union prop
erty, but the unions have all been disbanded and now the feel 
ing against unions is very intense. T he company has system
atically raised wages each year. It has provided a pension 
system and an employees' benefit association, besides an em
ployees' outing and picnic each year. 
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These methods have established a spiri t of good feeling be
tween the officials and the employees which could hardly be im
proved upon. 

The pension and sick benefit systems wer e inaugurated on 
Jan. I, 19n. All employees who have been in the company's 
service continuously for 25 years or over will receive a pen
sion of $5 per week as long as they live. The following para
graphs will give some particulars of the benefit association. 

Membership in the association is limited to employees over 
18 years and under 50 years of age who have been in the serv
ice for at least three months. Membership ceases when the 
member leaves the employ of the company, but sick benefit 
payments continue under certain conditions if the resigning 
member is suffering from sickness incurred while in the com
pany's employ. Employees who are dishonorably discharged 
immediately forfeit all association benefits. An applicant for 
membership must be approved by an authorized medical exam
iner of the association and indorsed by the superintendent or 
head of hi s department. The ordinary initiation fee is $1 
plus 50 cents for the dues of the first month and a fee to the 
examining physician. 

Date Filed .... 191 

Paid .. . .. 19 1 

Check No • .. 

LEIDGH VALLEY TRANSIT BENEffi ASSOCIA TlON 

NOTICE OF DISABLL \ I ENT 

APPLIC ATION FOH SICK BENEFIT 

...... .. 19 1 

To T H E. SECRETAR\' · 

,, ... residing 

aL . . and employed as ......... . 

in .. 

No . . 

. Department, and holdi ng Cer tificate 

. hereby cer tif)' that I was compelled to qu it my 

work at ................... . o'clock .. ------ 19 1 

on account of .. 

whic h rendered me totally un able to con tinue my usu::i l du t ies 

DR ....... ····• 

Address ... 

R hF BR RE D TO SECRETARY 

....................... --- -------
Head of Dcpartm,.nt 

REM A F(KS ·········-········----···-······ 

...... ··· ·········· 
Sic:k Member 

Tbl~ b! .e. nk i~ lo be lill td out by 
a.nym,:mbcrof t h,: As..-oc ialion ?.ho 
l11uoa.bl,:to p,:dorm h is u•ua.1,dutit•. 
on a.N:Ount of ,,ckn<:u, 11.ud no da.im 
forbcnt 6 tswillbcconsldtrtdunleu· 
t hh?Jolice,propt rly lilltd oul, a.ad 
.e.pprovcdbybesdofdt pa.rtmtntbu 
been re=h-td. promptly by t b t Ste• 
rt1-1')', Full a.ddrtM 110d corrt d 
tlm t ,acd col urt of disability must 
bc g-kt n. 

Lehigh Valley Transit-Form for Reporting Illness 

The regular d..1es are 50 cents a month. Special assessments 
must not exceed 50 cents in any one month or $3 in any one 
year. Members are not required to pay dues while receiving 
benefit payments. In case the net balance at the time of the 
annual meeting is over $500 any excess will be divided pro 
rata among the members in good standing. Sick or injured 
members are entitled to receive $1 for each day after the first 
seven days and for each period not exceeding 90 days in any 
one year. No payment is made on account of disability last
ing less than seven consecutive days. On the death of a mem
ber the heirs receive $150. 

The · accompanying blank shows the procedure followed in 
applying for a sick benefit. The applicant's statement must be 
indorsed by the head of his department. If not indorsed, the 
latter must write his reasons on the form and transmit the 
report to the secretary of the association. The secretary then 
details the physician to examine the member in question. Pay, 
ment is made only if the doctor's report is favo rable. The 
physician also keeps the secretary advised of the progress made 
by sick members. Sick benefits are paid weekly and death 
beneJits are paid within 30 days . after proof of death is filed 

with the secretary. Advances may be . made by direction of 
the president of the association for funeral or other urgent 
expenses incidental to the death of a member up to and in
cluding $60. These advances must not exceed the sum men
tioned if they are made without the written consent of the 
person to whom the death benefit is payable. 

The president (.or general manager) of the -Lehigh Valley 
Transit Company is the president of the association. The first 
vice-president is elected at the annual meeting by a majority 
vote of the members present. The treasurer of the Lehigh 
Valley Transit Company is always the treasurer of the asso-. 
ciation. The secretary is appointed by the board of trustees; 
The management of the association is vested in a board of 
trustees, which consists of a chairman and six members. The 
president is also the chairman of the board of trustees. The 
president of the Lehigh Valley Transit Company appoints 
th r ee members of the board, one of whom is the company'.s 
treasurer, one the company's vice-president and one a repre
sentative of either the railway or the lighting department. The 
other two trustees are elected by a majority vote of the mem- 
bers present at the annual meeting. The term of office of the 
trustees is one year and they meet at least once a month. 

FINANCIAL 

T he preliminary report on the company's earnings for the 
year ended Nov. 30, 19ro, shows a surplus of about $211,000 
above all charges. The report shows considerable additions to 
income from the railway business and al!' from the sale of 
power, electric lighting and express business. The surplus 
compares with a surplus for 1909 of $ror,688. The company 
has now doubled its surplus for each of three successive years 
and has followed a conservative policy of investing it in im
provements . 

---·-·•♦··----

ADJUSTING WESTINGHOUSE ELECTRIC PUMP GOVERNOR 

BY CEO. H. COLEMAN 

When the adjusting attachment is not used with the West
inghouse electric pump governor, type G-r-A, it is regulated 
with difficulty. Those using this type have found that when 
the governor is set to cut out at 90 11:i. it will not cut in again 
until the air pressure has been reduced to about 68 lb., making 
a variation of 22 lb. When the ai r is thus reduced the brakes 
give poor service. On the magnetic type the piston is held 
by the magnetic coil and spring. Consequently, when the 
pressure against the piston is sufficient to overcome the magnet 
and spring the armature begins to move away from the magnet. 
As the power of the magnet decreases faster than the tension 
of the sp:-ing increases, the rate of movement of the piston and 
armature increases more and more rapidly until the current is 

Adjusting Attachment for Electric Pump Governor 

broken at the contacts. Then the electromagnet loses all its 
power, and the entire load is thrown upon the spring. As a 
result the armature and ci rcuit closer are forced away from 
the magnet and contacts with a quick movement. 

To correct this fault use a piece of cardboard about 3 in. 
in diameter, with a hole cut in the center large enough to 
admit the shaft. Cut the cardboard as shown in illustration, 
so that when the armature and circuit closer are released from 
the magnet it can easily be placed at "B" without taking the 
governor apart. Put a little shellac on the cardboard and it 
will hold firmly to the armature. This will make a magnetic 
gap the same width as the thickness of the cardboard, so that 
the variation will be between IO-lb. and 15-lb. air pressure. _ ,, 
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SNOW-FIGHTING EQUIPMENT FOR THE 
RAPID TRANSIT SYSTEM 

BROOKLYN 

The mechanical department o f the Brooklyn R apid T ran sit 
System has recently completed the equipment of seven long
broom snow sweepers, six of which are of the Smith & W allace 
type and one of McGuire-Cummings manu facture. T hese 
sweepers are approximately 28 ft. over all and about 7 f t. wide. 
The trucks are of ordinary freight design and a re fi tted with 
4¼-in. x 8-in. M. C. B. journ als ar-
ranged to take the B. R. T. st andard 
freight car axles, which ar e 5-in. 
diameter at the motor bearings. The 
trucks are equipped with solid steel 
wheels . 

These sweepers ar e fitted with 
sand spouts at each end, hand 
brakes with inside b rake rigging, 
Nuttall No. II trolley stands and 
Dayton No. 8 headlights. A rather 
unusual feature for ser vice car s is 
that all the wires are run in separ
ate loricated conduits which have 
junction boxes at the place where 
the r esistance and motor leads. are 
taken out. 

~tee! li nk roller chain opera ting on cast-steel sprockets. The 
broom motor drive leads from th e motor shaft to a sprocke;: 
idl er and fro m the sprocket id ler to the broom by a separate 
chain. T he idler sprocket is mounted on the shaft which 
carri es the broom arms so th at the r aising and lowering cf 
the brooms wi ll not cause any difference in the slack of the 
d ri ving ch ain. T he side wings are of ;Vs-in. x 22-in. x 6-ft. 
rein fo rced sheet steel. T hey are a ttached to the truck framing 
on each side and are se t at an angle of approx imately 45 deg. 
The wings are controlled from the cab. 

The underframing of the six 
sweepers is of standard structura l 
steel shapes throughout. T he side 
sills ar e of 6-in. 12¼-lb. I-beams. 
the cross framing of 6-in. r2¼-lb. Fig. 2.-Brooklyn Snow-Fighting Equipment-Another Type of Sweeper 

I-beams and channels, and the diagonal bracing of 6-in. 7- lb. 
channels and 3-in. x 3 in. x ½-in . ang le iron. T he under
fr ame is rein fo rced with rs-in. 33-lb. channels r i,·eted to 
the same and extended beyond the pedestals The fl oor 
o f the sweeper is of r¼-in. yellow pine. The cab, which 
is also fr amed in pine, has sliding doo rs at each side, one drop 
sash on each side and fo ur drop sash at each encl. 

T he McGuire-Cummings sweeper, shown in Fig. 2, has sub
stantially the same equipment and dimensions as the others. Its 
fr aming is m ade up oi 8-in. r8-lb. I -beams for the side sills; 
8-in., n ¼-lb. channels for the end sills and smaller channels 
for the cross members, as indicated on the drawing. The ex
treme width of the car and brooms is 8 ft. II in . The truck 
v. heelbase is 6 ft. 6 in. The overhang of the mechanism 

and sills is braced to the truck 
pedestals with p1pmg. The 
broom is 32 in . in diameter and 
is operated by means o f 
wrought-steel links over cast
steel sprockets which are fas t
ened to the motor shaft and to 
the broom shaft. A feature of 
this sweeper is the flexible 
hanging of the brooms which is 
so necessary in going over un
even pavement. The brooms 
are journaled in slots at the 
center and each encl so that 
they can be r emoved merely by 
loosening three bolts. The 
brooms are driven at 300 r.pm. 
to 350 r.p.m. by a 60-hp motor, 
which is set on a journaled 
shaft in the center of the cab. 
T his shaft has a clutch on each 
end to throw the brooms in and 
out of gear. The side wings 

Fig. 1.-Brooklyn Snow-Fighting Equipment-One of Six Long-Broom Sweepers 
Ready for Service 

are raised and lowered by an 
operating wheel on the cab. 

T he equipment for propelling these sweepers consists of two 
Westinghouse Sr 60-hp motor s. One motor o f similar type is 
used for the broom dri ve. T hese brooms have the long sweep 
o f 14 in. outside the rail s. T hey are made up in eight seg
ments of 5/16-in. rat tan and are 36 in. in diameter when as
sembled. The brooms are raised and lowered at approx imately 
45 deg. to the track by a hand wheel located in side the cab 
They can be lifted to a max imum of 3 in. above the head 
of the rail. The brooms are dri ven hy means o f a for ged 

The diagonal encl sills of this 
car vrevent the snow from packing under the body. The gen
eral construction is such that a draft gear can be located on 
the end sill without interference from snow thrown off by the 
brooms. The underframe of this sweeper is shown in Fig. 3. 

TEMPORARY SNOW PLOW S 

The Brooklyn Rapid Transit System owns quite a number 
of freight cars, some of which are idle in the winter owing to 
the decreased freight business during that season. It has, 
therefore, been found feasible to increase the snow-fighting 
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Fig. 3.-Brooklyn ~now-Fighting Equipment-Steel Underframe of One of the New Sweepers 
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Fig. 4.-Brooklyn Snow-Fighting Equipment-Combination Surface Box Car and Snow Plow 
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Fig. 5.-Brooklyn Snow-Fighting Equipment-Details of Shear and Framing of Combination Box Car and Snow Plow 
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equipment at little expense by taking two box cars and equip
ping them for service as temporary snow plows. The shears 
and li fting mechanism are operated with air like th e company's 
large pneumatic plows, but ha nd operation for emergencies is 
a lso provided. T hese box car plows were built up from two 
steel gondola cars. T he snow-fighting equipment is removed 
in the spring to permit these cars to be employed for freight 
service. 

T he orig inal gondo las had very light platforms and were 
without a vestibule. In order to fit them for snow-plow serv
ice the plat fo rm s were removed entirely and a IO-in. 15-lb. 
channel iron was attached to each side of the sill for a dis-

Fig. 6.-Brooklyn Snow-Fighting Equipment-Interior of 
Sweeper, Showing Arrangement of Apparatus and 

Conduit Wiring 

tance of 26 in. back of th e bolsters and extending outward 
far enough fo r a plat fo~m and vestibu le to carry the plcw 
nosings as well as the lif ti ng apparatus placed inside the cab. 
A roller was placed on each truck with a radial casting 0n 
each nosing, and between the two trucks a girder was in
stalled with a 9-in. channel bent to the radius of the truck 
swing. This construct ion wi ll carry the thrust from one truck 
to the other without go ing th rough the center plates or the king 
pins. The plow nosings are arranged to rise about IO in. 

---•♦•---

PROPOSED SHUTTLE SYSTEM OF CHICAGO SUBWAYS 

In a paper read before the vV estern Society of Engineers on 
F eb. 8, 19n, A. S. Robinson outl ined a proposed subway system 
to r elieve the congest ion of sur face cars on the streets within 
the Loop district. The essential feature of Mr. Robinson's 
plan was the through rout ing of cars from north to south and 
looping of cars to and from the west side. Four separate north 
and south routes were proposed and four separate loop routes 
from the west side. The subways would be built close to the 
surface of the streets and at intersections the west side loop 
routes would be carried under the north and south subways. 
T he plan a lso contemplated a crosstown transfer subway at a 
lower level, intersecting all routes so as to avoid the necessity 
of providing means for transferring at each separate intersec
tion of the through routes. A total of 18 miles of subways 
would be required fo r the complete system. W hen the width 
of the st reet wo uld permit, th r ee or even fo ur tr acks would be 
built and the cross-section of the tunnels would be large enough 
to accommodate elevated cars as well as sur face cars. One 
feature of M r. Robinson's plan on which he laid great stress 
was that it wou ld permit the construction of the subways as 
independent sections o r unit s which could be used immediately 
a ft er they were completed with corresponding relief to the 
streets now occupied by the lines which would be diverted into 
them. Mr. Robinson est imated that cost per mile for double
t rack subways, not including rolling stock, would be $2,513,000, 
or a tot al of nearly $45,000,000 for the complete system. 

THE ARNOLD PITTSBURGH REPORT 

The complete report of Ilion J. Arnold on the Pittsburgh 
transportation problem was submitted to Mayor Magee, of 
Pittsburg:1, this week. It is contained in a volume of over 200 

pages with a large number of diagrams and other illustrations. 
Portion s of this report which were made public before the 
completion of the entire report were published in the ELECTRIC 
RAILWAY JouR NAL for July 23, July 30, Aug. 13 and Aug. 20, 
1910. 

INTRODUCTORY 

The report begins with a copy of a letter of authorization 
from Mayor Magee to Mr. Arnold to take up the subject of the 
transit situation in Pittsburgh. Mr. Magee stated that the city 
was about to enter upon a new era of physical improvement 
and was planning to widen, extend and alter the grade of 
streets at congested points in the business district, to eliminate 
steam railway grade crossings, to regulate vehicle traffic on 
streets, etc., and desired to know "what new rapid transit facili
ties we need and to what extent capital would be justified in 
making this investment and what technical and financial limita
tions may exist in the promotio1, of subways, elevated roads 
and electrified steam roads, etc." 

In the introduction to his report Mr. Arnold stated that he 
had confined himself almost entirely to the surface railway 
system in Pittsburgh because, in his opinion, the city's immedi
ate transit needs can and should be supplied mainly by the 
present street railway system, although Mr. Arnold adds a pre
liminary report on r apid transit in connection with the discus
sion of future developments. He said he did not attempt to 
show in detail either the corporate history of the interrelation
ships between the various underlined companies forming the 
system or the distribution of the fix ed charges, nor would he 
attempt to determine whether the fixed charges were excessive 
either in whole or in part. He believes that this would require 
an appraisal of the existing physical property, but this Mr. 
Arnold did not adv ise at the present time. He shows, how
ever, comparative records o f the Pittsburgh system with trac
tion systems in nearly all of the large American cities. In his 
introduction he also emphasizes the benefits of having one 
operating system for the entire district and acknowledges the 
co-operation of Mr. Callery and other officers of the Pitts
burgh Railways Company in supplying information. 

IMMEDIATE NEEDS 

After a discussion of the immediate needs of transportation 
in the Pittsburgh district, which had been discussed in previous 
reports by the State Railroad Commission and others, the diffi
culties to be overcome, the general direction in which improve
ments must be made in the opinion of Mr. Arnold an<l a gen
eral discussion of the transportation problem, as abstracted in 
the ELECTRIC RAILWAY JoURNAL for Aug. 13, 1910, Mr. Arnold 
gives a history of surface traction in Pittsburgh. 

As a basis for a permanent settlement, he states certain con
siderations which he considers are fundamental in reaching a 
satisfact0ry conclus ion. The first of these is that the company 
"shou ld be assure<! on the basis of an agreed rate of return on 
the actual present value of the property ( cost to reproduce 
minus depreciation); this value to be determined by an ap
praisal of the present physical property, to which should be 
added an agreed allowance for development expenses. A fair 
return should also be allowed upon all money spent upon the 
property to rehabilitate it and put it in first-class operating con
dition so as to give adequate service, as well as on all moneys 
spent on extensions and improvements." 

The second considerat ion is that the "properties to be rehabili
tated and maintained up to an average operating condition equal 
to at least 70 per cent of its cost to reproduce new, all future 
maintenance to be paid for out of operating expenses and re
newals to be made out of the earnings of the property." 

The system should also have the benefit of the latest improve
ment in the arts, so as to be kept up to date, and the service to 
be supplied should preferably be measured in a percentage of 
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the income so that the ! greater the yearly income the better will 
be the service. 

Mr. Arnold also believes in re-routing, not only to elimi
nate useless car miles, but to reduce transferring. Transfers, 
he thinks, should be provided so that a continuous single ride 
can be secured in one general direction with at least one free 
transfer. 

All of the technical details, -expenditures o f money on prop
erty, methods of operation, standardization of accounts and 
general auditing of books "should be under the supervision of 

E ARNING S 
PER YEAR, 

pie increases from year to year as the community grows, as its 
business, family and social life become more and more complex 
and as its facilities of intercommunication improve. Broadly 
speaking, the traffic increases as the square of the population. 
In this connection the report .shows records of the growth of 
traction earnings and of the population of several different 
American cities on the logarithmic chart reproduced herewith. 
In this diagram the "earnings per year" are used as ordinates 
and the "tributary population" used as abscissas. 

A peculiarity of logarithmic section paper is that equations in 
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On this logarithmic section paper relation s between 
two variables a r e p lotted in the same mann er as on 
linear section paper But in the resulting p lot there 
is this difference:-Assuming for example that earn
ings increase as the square of the population. on linear 
paper this relation would result in a g radually ascen d
ing- curve~ on log paper, however, it becomes a strai'ght 
line with a slope of two to one. And any other data 
that plot out with a slope of two t o one may be a t 
once recognized as embodying the squ are. Similarly 
a relation plotting out with a slope of three to one 
embodies the cube, etc. H ence it is only necessary to 
focus attention on the slop, of the lines p lotted. 

Now in the diagram two points are plo tted for each 
city in order to defin e the average growth during the 
p ast decade . For the upper point the earnings for the 
last fiscal year are plotted with the corresponding 
population derived from the I 9 IO census . A line con 
necting these points represents the true average rela
tion between these variables and the slope of the line, 
the r a t e of change as expressed by a power such as 
the square, cube, etc; or fractional parts thereof. To 
illustrate- if in I 900 there were 1,000,000 people an d 
$10,000,000 earnings a n d in 1910 there were 2,000,000 
people and S40,000,000 earnings, respectively ,then the 
vertical rise in earnings is twice the horizon tal g rowth 
in population. which m ean s that earnings increase 
as the squ are of the population 
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Pittsburgh Report-Relation Between the Increase of Population and 
Logarithmic Section Paper 

of Traction Earnings as Plotted on 

some board (upon which both the city and the company might 
be represented) empowered with authority to initiate reasonable 
improvements, control operation and cause its acts to be en
forced. The records of this body should be open to the public." 

Finally he thinks that "the new agreement should be in the 
form of an indeterminate permit or franchise which can be 
terminated by the city at any time upon the payment of a fair 
compensation fo r the value of the property, exclusive of fran
chise values." 

FUTURE TRA NSIT DEVELOPMENT 

On this subject Mr. Arnol'd states that the riding habit of pea-

which one number varies as the power of another are repre
sented by straight lines instead of by curves and the slope of the 
line representing an equation indicates the exponent of the 
variable whose power varies with the first power of the other 
variable in the equation. In the diagram herewith a small 
chart in the upper left-hand corner gives the key to the ex
ponents shown on the large chart. Small index numbers are 
also given on the chart to show the slope of the line and the 
corresponding relation between the earnings and the population. 
As will be seen, some of the lines show in parts of their 
curves a relation greater than y = x', where y is the earnings 
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a nd x is the population. Others have a lower ratio, but prac
ti cally none show as slow a growth as a direct ra tio between 
the earnings and the population. 

In di scuss ing thi s diagram Mr. Arnold gives several reasons 
fo r the varia tions o f the line showing the P it tsburgh r a tio, the 
principal one being th at some years ago the system was extended 
r apidly into outlying territory and that business depressions 
have been parti cularly fel t in the P it tsburgh district. 

I N VESTJIIE N T I N I N CR EAS I NG FACILITIES 

On thi s po int Mr. A rnold says : 
''All o f the deve lopments of the science o f t ransportat ion ha ve 

a decided tendency toward r ed ucing the actu al operating cost o f 

A P PROX I MATE EXPEND I TURES FO R T t<A NS ir FACILITIES 
Inc r eased 
Annual Average Additional 

Sha re A ppo rtioned t o Earnings. Ra te. Investment. 
S urfac e sy s ll"m s . .... , ..... . ......... $ I 5 ,000 ,0 00 $3.50 $52, 500,000 
S u bwa ys a nd o the r " ra pid t ra n s it" 

faciliti es ..... . .. . .... . . .. . .... . . .. 1 0,00 0 , 000 70,000,000 

E lect ri fied rai l roads.. .... .. . . . ..... ... 5,000 ,000 25,000,000 

T ot a l . .... ..... . ... . . . ........ .. $30,000_.0_0_0 _____ $_1_-1 _7 ,_s_o_o_,o_no 

m oving passenge rs. O n th e sur face lines the use of larger can, 
reduces the cost per seat per m ile; the electr ifie d rail road lines 
are operating at a less cos t per car mi le with electric 
motors than they fo rmerly did with steam locomoti ves, 

ings in crcast d, the result lJ eing th at the ea rnings per car mile 
showed a decided increase du r ing th is last year. St. Louis has 
consistently shown ea rn ings near th e 28-cent line unti l 1909, 
when the r ecord shows 28.57 cents. Pittsburgh's r ecord has been 
more errat ic than the other cities. During the pan ics of 1904 
and 1908 there was a much g reater red uction in car miles in 
Pittsburgh than in any other city. O n the other hand, P itts
bu rgh shows a large r in crease in ca r mi les in proportion to the 
in crease in earnings dur ing the last yea r than any other ci ty." 

T he r eport a lso call s atten tion to the fact that the resu lts 
repor ted from Boston, Brookl yn and P hil adelphia include the 
earnings from operati on of the elevated roads, which in those 
ci ti es fo rm a part of the complete system with transfer pr ivi
leges, and also th at corresponding cur ves, showing the operati ng 
expenses and the cost of tran sportation and power, are given. 
In general, th ese groups o f cu r ves show the same characteristics 
as th e cun- es already mentioned. For ready reference, the 
operating r atio both with and without taxes is plotted along the 
upper margi n of the diag ram. The dotted line indicates that 
taxes are not inc luded. 

For furthe r comparison the relation betvyeen the track mile-

TTT I TT, -,.. 
I I I J 1J I 

COMPARATIVE OPERAT ING RESULTS 120,000 and subway car s o f twice the capacity o f sur face cars 
can be run a t double the speed and at almost half the 
operating cost per car mile o f the t roll ey car . In other 
words, a larger investment per doll ar ea rn ed can be made 
with the more modern· equi pment , and thi s fac t ex pressed 
within r easonable limits in actu al figures may be stated 
a s fo llows: 

Revenue_ 
Car Miles 

j 
--

"For sur face systems each additional dollar ea rned will 
justify an investment o f $3 to $4. 

"F or electri fi ed r ail roads each addit ional doll ar earned 
will justify an investment of $4 to $6. 

"For subway systems each additional doll ar earned will 
j ustify an investment o f $6 to $8. 

"Following is an approximate estimate o f the summa
tion o f future expenditures fo r tran sit fac ilities in the 
Pittsburgh district to be macle by the ti me the district 
has a popul ation of 2,000,000. This is be lieved to be con
ser vati ve and possible of execution. 

' 'This mean s that a comprehensive transpo rtati on pro
g ram should involve the plans for the expenditure o f be
tween $140,000,000 and $150,000,000 in the P ittsb urgh dis
t rict. T hese figures give a fa ir idea o f the magnitude o f 
the P it tsburgh t ransportation problem.'' 

A :\'AL YSIS OF OPERATI NG RES U LTS ON CAR-MI LEAG E BA SI S 

T he diag ram on page 259 is from the r epor t and shows 
the results in a large number of A meri can cities on the 
car-mileage basis, with the corresponding ea rnings and 
the operati ng expen ses. 

Reven ue car mi les are plotted along the hori zontal axis 
and gross earnings along the verti ca l axis, thu s showing 
the variation between two quantiti es instead o f the yearly 
var iation in one. In explanati on o f thi s diagram the 
re port says, in par t : 

"O n account of the slight diffe rence in fa res, the dif 
fe rence in the average length o f rides in the va rious citi es, 
t he va ri ati on in the size of th e cars and the cha racte r o f 
the riding in differ ent localities, earnings per car mil e 
is not an exact measure, but taken in connection wi th 
the other elements of the analysis it is the most consistent 
one fo r comparing each system with it self from time to 
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Results of 

time and for making a relative study of the different systems. 
" It will be noted, for in stance, that in Brooklyn the ea rnings 

per car mi le increased fro1h 24 cents in 1902 to 29 cent s in 1906 
and then decreased to 26.85 cents in 1910. In P hil adelphi a the 
earnings per car mile fi rst decrease d from 23-4 cents in 1906 to 
22-48 cents in 1907 and then increased to 25.6 cents in 1910. 
In Boston the tende ncy has been to increase the earnings per 
car mile slightly Pach ) ear until 1909·, when fo r some reason th P 
number o f car miles opera ted was r educed, although the earn -

age and ca r mil eage has al so been plotted on thi s pl ate. In the 
repor t it self tabks are publi shed showing these relati ons and 
other s. 

The diag ram on thi s page shows graphically the comparati ve 
results 6iven in most o f these t abl es, and states that P it tsburgh 
ranks ~ix th among th e cit ies in ea rni ngs . ca r mile s and passen
ge r tr affi c, and relati ve ly highe r ( fourth) in track mi leage, but 
that it rank s eleventh or twelfth in car miles and ea rnings per 
mil e uf track. T he car-mile reco rds are rendered somewhat 
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uncertain by varying practice in counting t ransfers and com
puting car-mileage. Thus P ittsburgh ranks third in earnings 
and expenses per car mile, but eleventh in passengers per car 
mile. This is explained largely by the fact that P ittsburgh gives 
few transfers. In other cities revenue passengers are recounted 
more times than in Pitt sburgh-in Chi cago as high as 58 per 
cent more. A ll the car-mile ratios from Pittsburgh are influ
enced by the fact that trailers are counted as fu ll car mi leage. 

Mr. A rnold believes these records show that the Pittsburgh 
system is relatively over-expanded as compared to larger and 
more densely settled cities. This indi cates there is oppor tunity 
for cultiv ation of traffic along the lines already constructed an d 
he suggests the development of the " riding habit," the possi
biliti es of a saving in maintenance and power cost and prob 
ably the introduction o f a more li beral t r ansfer policy and a 
greater at tention to a short-haul business. 

CITY PLANNING AND TRANSPORTATION 
T he report then discusses the relation of city planning and 

transportation. It points out that a community appears to 
cryst alli ze about n atural centers and that when the traffic be
tween these center s develops along the natural li nes these lines 
should be encouraged and perpetuated. In this connection the 
plan of di ffe rent American cities and thei r transportation sys
tems, publi shed on page 260, is presented. 

In d iscuss ing the equipment which should be provided for a 
good se rvice with growing demands. Mr. Arnold says that 
the expenditures for thi s purpose in P ittsburgh should amount 
to $ro,ooo,ooo. He then says : 

"Future renewals of equipment should be provided fo r out 
of earnings at the rate of at least $I,ooo,ooo per year, which 
means an annual depreciation fund for fu ture obsolescence 
equal to about ro per cent of the gross ea rni ngs. 

"Equipment to provide fo r future extensions, betterments 
and imp rove ments should be purchased at the rate of at least 
$3 of new investment for each additional dollar of annual 
earnings. As ea rnings are increasing about $800,000 per year, 
the new capital available annually should amount to $2,500,000." 

H e believes additional track connections are necessary an d 
that a universal t r ansfer system might be tried with the under
st anding that if it did not produce sufficient revenue a charge 
should be made fo r certain transfers. P ittsburgh is not yet 
ready for a subway systt:m, but i f its t ranspor tati on earnings 
should increase as the square of the populat ion and the down
town terminal fac ilities of a subway system could be properly 
combined with the rapid t r ansit surface of the electrified subur
ban lines, the ci ty may be ready for a subway system in 
about 1920. In conclusion he r ecommends a syst em of city con
t rol to cover the entire P ittsburgh distr ict, wi th suffici~nt power 
to lay out a genera l plan fo r the entire communi ty, to dete rmine 
the rate o f r eturn on the investment. the rates o f fa re to be 
charge d, the amount of funds to be set aside fo r insurance, 
depreciation, etc., to adjust t axation, paving and other r equire
ments, to bring about a combination of sur face and subway 
faciliti es with electri c, steam and suburban lines, etc. 

In the appen dices the r eport discusses the question o f re
routing, and gives the method employed fo r counting passen
gers on individual roads; a comparative an alys is of traction 
ordinances in Chicago, Cleve land and Philadelphia ; a digest of 
public service laws and an account of traction ordinances in 
Chicago, Cleveland, Philadelphia an d Los A ngeles. 

---➔••·----
At the annual convention o f the Wi sconsin E lectrical Asso

ciation, held in Milwaukee on Jan. IS, W. J. K elsh, superin ten
dent of rolling stock, Wisconsin E lectric Railway Company and 
Eastern W isconsin R ailway & Light Company, read a paper on 
"Electric R ailway Repair Shop Practice." A n abstract of th is 
paper was publi shed on page I22 of the ELECTRIC RAILWAY 
JOURNAL of J an. 2r. Mr. Kelsh said that when oil was 
used 50 per cent less babbitt was required th an when grease 
was used as a lubricant. This statement w as incorrectly re
ported on page I66 of the issue of J an. 28. Mr. Kelsh advises 
that with oil lubrication he gets 50 per cent more mileage or 
longer wear fo r his bearings than with grease lubrication . 

CENTRAL ELECTRIC RAILWAY ASSOCIATION COMMITTEES 

E. B. P eck, president of the Central Electric Railway Associa
tion, has announced the following committee appointments for 
the year I9II : 

STANDI NG AUDITI NG COMM ITTEE 
W alter Shroyer, chairman, auditor Indiana Union Traction 

Company. 
L. T. H ixson, auditor T erre Haute, Indianapolis & Eastern 

Traction Company. 
E. L. Kasemeier, audito r Ohio E lectric Railway. 
COMMITTEE ON RULES AND REGULATIONS GOVERNING ANNUAL 

TRAN SPORTATION 
W . S. W hitney, chairman, general fr eight and passenger agent 

Ohio E lectric Railway. 
H. A. Nicholl, general manage r Indiana Union Traction Com

pany. 
F. W . Brown, general fr eight an d passenger agent Michigan 

United Railways. 
J. 0. "\N ilson, general passenger agent Cleveland, South

western & Columbus Railway. 
M. J. Insull, general manager Loui sv ille & Northern Railway 

& Lighting Company. 
CONSTITUTION AND BY-LAWS COMMITTEE 

F. D. Carpente r, chairman, general manager W estern Ohio 
Ra ilroad. 

A. A. Anderson, general manager Springfield Consolidated 
Railway. 

1-\. W. Brady, president Indiana U nion Traction Company. 
F. W. Brown, general freight and passenger agent Michi gan 

United Railways. 
W. S. Whitney, general freight and passenger agent Ohi o

Electri c R ailway. 
CLAIMS COMMITTEE 

E. C. Carpenter, chairman, claim agent I ndiana Union Trac
tion Company. 

J . H. Shan, claim agent Cleveland, Painesville & E astern 
Railroad. 

Wm. Tichenor, claim agent Terre Haute, Indianapolis & 
Eastern Traction Company. 

F. E. Rankin, claim agent Det roit , Monroe & T oledo Short 
Line R ailway. 

H. R imelspach, claim agent Lake Shore E lectric R ailway. 
M. J. Insull, general manager Louisvi lle & N orthern Railway 

& Lighting Company. 
A. L. N eercamcr, secretary Central E lect ric R ailway Associa

tion, Indian apoli s, Ind. 
FINANCE COMMITTEE 

F. D. Car penter, chairman, general manager W estern Ohi o 
Railroad. 

A. W. Brady, president Indiana U nion T raction Company. 
W . G. Irwin, president Indianapolis, Columbus & Southern 

Traction Company. 
H . E. Vordermark, auditor Fort Wayne & Wabash Valley 

Traction Company. 
C. N . Hawley, auditor T oledo, P ort Clinton & Lakeside Rail

way. 
C. N. Wilcoxon, general manager Chicago, Lake Shore & 

South Bend Railway. 
HOTEL COMMITTEE 

W. H . Bloss, chairman, Ohio Brass Company. 
L. J. Drake, Jr., Galena Signal Oil Company. 
T. A. H ankie, E lectric Service Supplies Company. 
S. D. Hutchins, Westinghouse Traction Brake Company. 
J. A. Gohen, Cleanola Company. 
F. A. Willard, Burroughs A dding Machine Company. 

INSURANCE COM MITTEE 
H. N. Staats, chairman , American Railway Insurance Com

pany. 
F . W . Coen, general manager Lake Shore Electric Railway. 
H . B. Clegg, president Dayton & Troy Electric Railway. 

LIGHTNING ARRESTER CO MMITTEE 
E dw. Reydon, chairman, superintendent overhead construe-
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tion Terre Haute, Indianapolis & Easte rn Traction Company. 
F. T. Bundy, master mechanic Ohio Electric Railway. 
Fred Heckler, master mechanic Lake Shore Electric Rail

way. 
C. E. Mo1·gan, general manager Indianapolis, Crawfordsville 

& Western Traction Company. 
H. D. Murdock, superintendent Indianapo lis & Louisville 

Traction Company. 

COMMITTEE ON COMPENSATION FOR HANDLING UNITED STATES MAIL 

A. W. Brady, chairman, president Indiana Union Traction 
Company. 

F. W. Brown, general freight and passenger agent Michigan 
United Railways. 

Geo. Whysall, r eceiver Columbus, Marion & Bucyrus Raii
way. 

W. A. Carson, general manager Evansville Railways. 
PUBLICITY COMMITTEE 

Geo. S. Davis, chairman, editor Electric T raction TV eekly. 
L. E. Gould, Western editor ELECTRIC RAILWAY JouRNAL. 
E. B. Grimes, vice-president Ohmer Fare Register Company. 

STANDARDIZATION COMMITTEE 

H. H. Buckman, chairman, master mechanic Louisville & 
Northern Lighting & Railway Company. 

W. P. Graydon, master mechanic Wes tern Ohio Railroad. 
W. H. Evans, superintendent motive power Indiana Union 

Traction Company. 
F. J. Foote, master mechanic Ohio Electric Railway. 
W. E. Ralston , superintendent power and shops Cleveland, 

Southwestern & Columbus Railway. 
L. W. Jacques, master mechanic Fort Wayne & Wabash 

Valley Traction Company. 
L. M. Clark, master mechanic Terre Haute, Indianapolis & 

Eastern Traction Company. 
R. N. Hemming, secretary, general manager Ohio & Southern 

Traction Company. 
SUBJECT COMMITTEE 

Geo. Whysall, chairman, receiver Columbus, Marion & Bucy
r us Railway. 

H. A. Nicholl, general manager Indiana Union Traction 
Company. 

C. D. Emmons, general manager Fort \Vayne & \Vabash 
Valley Traction Company. 

J. Jordan, general manager Cleveland, Painesville & Eastern 
Railroad. 

G. W. Parker, general fr eight agent Detroit, Monroe & To
ledo Short Line Railway. 

C. C. Collins, trainmaster Western Ohio Railroad. 
Will H. Bloss, Ohio Brass Company. 

SUPPLY MEN'S COMMITTEE 

S. D. Hutchins, chairman, Westinghouse Traction Brake 
Company. 

John F. Ohmer, president Ohmer Fare Register Company. 
W. H. Bloss, Ohio Brass Company. 
L. J. Drake , Jr., secretary Galena Signal Oil Company. 
H. C. Marsh, General Electric Company. 

TRANSPORTATION COMMITTEE 

G. K. Jeffries, chairman, general superintendent Terre Haute, 
Indianapolis & Eastern Traction Company. 

H. C. Warren, general manager Toledo & Indiana Traction 
Company. 

Geo. Whysall, receiver Columbus, Marion & Bucyrus Rail
way. 

A. Shane, general manager Indianapolis, Columbus & South
ern Traction Company. 

J, F. Keys, general passenger agent Detroit, Monroe & Toledo 
Short Line Railway. 

E. F. Schneider, general manager Cleveland , Southwestern 
& Columbus Railway. 

B. J. Jones, general manager Ohio Electric Railway. 
C. F. Franklin, general superintendent Winona Interurban 

Railway. 

VIGILANCE AND MEMBERSHIP COMMITTEE 
C. D. Emmons, chai rman, general manager Fort Wayne & 

Wabash Valley Traction Company. 
F. W. Brown, general freight and passenger agent Michigan 

United Railways. 
Geo. Whysall, receiver Columbus, Marion & Bucyrus Rail

way. 
R. A. Crume, general manager Dayton & Troy Electric Rail

way. 
T . F. Grover, general manager Terre Haute, Indianapolis & 

Eastern Traction Company. 
F. H. Cuttshall, auditor Chicago, South Dend & Northern 

Indiana Railw ay. 
Will H. Bloss, Ohio Brass Company. 
L. E. Gould, Western editor ELECTRIC RAILWAY JOURNAL. 

----·♦·----

CENTRAL ELECTRIC RAILWAY TRAFFIC ASSOCIATION 
COMMITTEES 

The committees of the Central Electric Traffic Association 
for the year 191 I are given in the following paragraphs. The 
chai rman of the associat ion is A. L. Neereamer, whose office is 
in 308 Traction Terminal Building, Indianapolis, Ind. 

STANDING AUDITING COMMITTEE 
\Valter Shroyer, chai rm an, auditor Indi ana Union Traction 

Company. 
L. T. Hixson, auditor Terre Haute, Indianapolis & Eastern 

Traction Company. 
E. L. Kasemeier, auditor Ohi o Electric Railway. 

INTERCHANGEABLE MILEAGE TICKET COMMITTEE 
F. D. Norviel, chairman, general freight and passenger agent 

Indiana Union Traction Company. 
W . S. \Vhitney, general freight and passenger agent Ohio 

Ohio Electric Railway. 
C. C. Colli ns, trainmaster Western Ohio Railway. 

INTERLINE BAGGAGE COM MITT EE 
C. 0. Sullivan, chai rman, gene ral fr eight and passenger agent 

Winona Interurban Railway. 
R. W. ·waite , treasurer Louisville & Northern Railway & 

Lighting Company. 
0. H. Murlin, general passenger agent Dayton & Troy Elec

tric Railway. 
JOINT PASSENGER TARIFFS COMMITTEE 

vV. S. \Vhitney, chairman, general freight and passenger 
agent Ohio E lectric Railway. 

F. D. Norviel, general freight and passenger agent Indiana 
Union Traction Company. 

C. J. Laney, trainmaster Toledo, Bowling Green & Southern 
Traction Company. 

JOINT FREIGHT TARIFFS COMMITTEE 
C. C. Collins, chairman, trainmaster Western Ohio Railroad. 
F. I. Hardy, superintendent of transportation Fort vVayne & 

Wabash Valley Traction Company. 
L. D. Johnson, general freight agent Dayton & Troy Electri c 

Railway. 
S. Ridlen, general freight and passenger agent Indianapolis, 

Crawfordsville & Western Traction Company. 
Chas. A. Floyd, general freight and passenger agent Grand 

Rapids, Holland & Chicago Railway. 
OFFICIAL INTERURBAN MAP COMMITTEE 

G. M. Patterson, chairman, trainmaster Toledo & Chicago 
Interurban Railway. 

J. H. Crall, general freight and passenger agent Terre Haute, 
Indianapolis & Eastern Traction Company. 

0. H. l\Iurlin, general passenger agent Dayton & Troy Elec
tric Railway. 

G. S. Henry, trainmaster Indianapolis & Cincinn ati Traction 
Company. 
• C. C. Trees, auditor Kokomo, Mari on & \Vestern Traction 
Company. 

OFFICIAL INTERURBAN GUIDE COM MITTH: 

C. C. Co
0

llins, chairman, train master Western Ohio Railroad. 
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W. S. Whitney, general freight and paosenger agent Ohio 
Electric Railway. 

]. H. Crall, gene ~al fre ight and passenger agent T erre Haute, 
Indianapolis & Eastern T raction Company. 

F. D. Norviel, general fr eight and passenger agent Indiana 
Union Traction Company. 

R. J. Thompson, train dispatcher Indi anapol is & Louisville 
Traction Company. 

BCOSTER COMMITTEE 

F. D. Norviel, chairman, general fr eight and passenger agent 
Indiana Union Traction Company. 

C. C. Collin s, trainmaster Western Ohio Railroad. 
J . H. Crall. general freight and pasoenger agent Terre Haute, 

Indianapolis & Eastern Traction Company. 
0. H. Mur!in, general passenger agent Dayton & Troy E lec-

tric Railway. . 
C. 0. Sullivan, gene ral freight and passenger agent Winona 

Interurban Railway. 

---·•·♦·----

PRIZE ARTICLE BY PORTLAND (ORE.) TRAINMAN ON 
"HOW TO AVOID ACCIDENTS t> 

Prizes were offered recently by the Portland Railway, Light 
& Power Company, of Port land, Ore., for articles by train
men on the subject: "How to Avoid Accidents." Sixty articles 
were received. The first prize was won by Paul Bartholomew. 
An abstract of Mr. Bartholomew's article follows: 

"Trainmen about to enter upon the duties of tl1eir day's 
wo rk should be in good physical condition. 

"The conductor and the motorman assigned to the same 
car ought to b~ on good terms with one another and work in 
harmony constantly. 

"A motorman should know before taking his run that his car 
is in good working order and that he has sand in the sandbox. 
The hand brakes of car s that are equipped with air brakes 
ought to be tested frequently. The motorman should know, in 
case of hand brake and air brake fai ling, what to do to stop 
his car. 

''A motorman should never attempt to pass a car on the 
opposite track while hi s car is run ning ove r a switch the point 
of which is pointing toward him, no matter if the style of 
switch is a lock switch, for it is known that sometimes cars 
will split those switches. A motorman should never pass 
another car on a paved st reet or other improved street at a 
high rate of speed, but rather throw off power and be ready 
for any emergency that might arise. Should the passing point 
be at a cross street he should sound his gong and hold his car 
in check \Vhere another car is standing to let off or take on 
passengers or for some other cause the motorman should have 
hi s car controlled so that he can stop instant ly. 

"Where streets are partly obstructed by building material 
or by standing vehicles, etc., and the view of the street is not 
complete, the motorman should sound his gong and at the same 
time have perfect con trol of his car. In passing vehicles that 
are moving in the same direct ion the motorman should ascer
tain if the driver is conscious of the approach of hi s car. 

''In passing horses, cows, etc., tied at the back end of wagon s 
motormen should exercise great care. Care should also be 
taken in passing refractory horses: always wait ti ll such 
animals are subdued before attempting to pass them. 

"l\fotormen should exercise the greatest care in passing 
school houses during the recess and closing hours. 

"Motormen should exercise the greatest precaution during 
holidays, circus days and festivals, etc .. when the st reets a re. 
one mass of humanity and cars are loaded to suffocation; 
then, above all things, they must be on their guard. 

"In loading up his car, especially after dark, where people 
board with a rush at both ends and possibly his car has not had 
time to stop, the motorman should place himself in such a 
position as to protect his con troller and brake. \Vhen the 
conductor gives him the signal t o go ahead he should start his 
car just as slowly as possible, for as long as the car is standing 
people will catch hold of handles or put a foo t on the step, 

even if they know that it is quite impossible for them to get on . 
"When he begins to unload he should be just as careful in 

starting his car, for on loaded cars it is always necessary for 
some one to step on the ground to make room for others to 
get off and perhaps the conductor is inside collecting far.es. 

"Greater care should be exercised after dusk, when objects. 
are not so easily discernible. The motorman should have his 
headlight burning and the conductor should have the car 
lighted up. In dark streets the m otorman should never let his 
vigilance lapse. During stormy weather, if unable to keep the 
front window clear, he should lower window in order to obtain 
an unobstructed view of his path. 

"Trainmen should at all times exercise the greatest care in 
the handling of passengers. In starting or stopping his car the 
motorman should do it as eas ily as possible. Before starting 
his car he should be sure that no one is in the act of getting 
on or off the front entrance of car. 

"In following a car a motorman should use good judgment. 
If the car ahead is moving slowly and he is close to it he 
should carefully keep his distance. If moving rapidly he 
should allow a space of at least a block between his car and 
leader. If the track is slippery or the car is running down 
grade he sho uld increase the intervening space, always bearing 
in mind that the other motorman might have to make a sudden 
stop. During the h ours when t raffi c is congested and cars move 
a little distance at a time he should be very watchful, always 
allowing his leader to take a little headway so that when his 
car st arts he may be able to move some distance without hav
ing to throw power off and on. 

"Another place where a motorman has t o be vigilant is on 
the bridges, especially after th e draw has been opened and 
long lines of cars and vehicles of all so rt s have accumulated 
so that the approach is congested. During foggy weather a 
motorman should endeavor to run hi s ca r as carefully as pos
sible. Motormen should always take good precaution in running 
down grades. The car should never be allowed to get beyond 
you r control where the g rade is very steep. 

"At steam road crossings, where the conductor has to get off 
the car to flag, a fter making the stop the motorman should, 
before starting his car across, be sure no one is getting on or 
off: if it is dark the fron t door should be left open so that he 
can see. The car should be started as slowly as possible and 
before reaching the danger line he should satisfy himself that 
he is safe to go ahead. 

":\Io tormen upon hearing unusual sounds perta'.ning to the 
working of thei r cars should investigate the cause thereof. 

"Don't leave your car standing on a gr ade; if compelled to 
do so have the conductor station himself at the forward end 
with instructions what to do. 

"Don't talk to passengers when operating the car. Your 
whole attention should be with you r work 

"Don't allow children to play around or on your car when 
at the end of the line . . Don't allow small chi ldren around the 
controller when operating the car." 

----·•·----
RECENT EXTENSIONS IN CONNECTICUT 

During the past six months the Connecticut Company has 
extended its lines an aggregate of 12.752 miles. These ex
tensions are divided among the different districts as follows : 
Bridgeport . ... .... ...................... • • • .... • • • • • • • • • • 
East Haven .. ..................... ...................... . 
Hartford ........................... • •. • • • • • • • • • • • • • • • • • 

lVI:anchester .................................... • . • • • • • • • • 
Meriden ... ......................................... • • • • • 
New Britain ............................................. . 
New Haven ......... . ................................... . 
New London ........ .. .................................. . 
Norwalk .............. •. • • • • • • • • • • • · · · · • · · · · · · · · · · · · · · · · 
Waterbury .......................................... • • • • • 

5,873 ~~le, 
.4 16 

2,893 :: 
.006 
.122 

.977 

:~~~ " 
.015 

r.7 II 

Total . ...........•.................................. 12,752 

On June 30, I9IO, the track mileage of the system, as_ re
ported to the Railro ad Commission, was 768.628. From the 
extensions made during the past six months 0.409 mile should 
be deducted for shortening of extensions, renewal of cross
overs, etc., so that the aggregate mileage on Jan. I, I9II, of the 
Connecticut Company was 780.971. 
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COMMENTS ON THE SAFETY OF OPERATION OF 
ELECTRIC ROADS 

DY A. GOJ<lJON 11 \"E, RO C HE S TER, N. Y, 

I have read the reports o f th e J an . 19 con fe rence at Syracuse , 
N. Y., with interest, but it seems to me fro m my personal ex
perience as conductor, motorman and train di spatcher that there 
is one point on which greater stress migh t be laid. I believe 
that greater effort should be made to r educe the chance o f for
getfulness to a minimum. Some men are natu rally ne r vous, 
erratic or irrespons:ble, and if these cha ract er istics a re detect ed 
in an employee he should be disch arged before he has a chance 
to get into trouble. nut the great majority o f accidents happen 
to men who are experien ced and methodical and ca nnot justl y 
he accused of ca relessness or stupidity. In fact d uri ng my past 
five years' connection with a high-speed, single-t r ack electri c 
rnad I have not known of a single case wher e a crew has made 
a mistake because they have misunderstood the ru les or an order, 
but I have known of several cases where mi stakes have been 
made as the result of forgetfuln ess and fortuitous circumstances 
alone prevented serious wrecks. 

In view of thi s experience, which I believe may be duplicated 
on almost any road, it is worth while to ask ourseh·es why we 
remember and why we forget. A little introspection wi ll show 
that a large number o f things contr ;bute causes to the fl ow of 
thought. A glance at the dock may bring some duty to mind, 
a chance sound or word may start another sequence of thought, 
a statement heard or read may arouse strong feeling, and one 
thought will crowd another out o f the mind. 

Introspection will also show that all or nearly all o f the 
thoughts which pass through one 's fi eld of consciousness are 
there because they have been suggested by some other thought 
or by some impression received through the sensory organs. 
Therefore if we wish to reduce to a minimum the chances• o f 
forgetting a given th:ng we must surround ourselves with thi ngs 
which will suggest th at which we wish to remember. V ariou s 
devices may be used to remind us of a given fact, duty or 
obligation, and ordinarily the mere routine of our work is ~uffi
cient to accomplish thi s. It is in this respect that experience 
is valuable in railroading. If a man is accustomed to meet a 
train at a given point the physical sur roundings of that point 
will tend to remind him of the meet, even though he may b~ 
thinking of someth ing else as he approaches the meeting point. 
His habits of thought and action wi ll also tend to make him 
remember where a man who has not acquired these r ailroad 
habits might forget. 

But routine alone is not sufficient at a ll times to prevent im
portant things from being supplanted in the consc:ousness at 
inopportune times, as is evident from the slips of memory that 
have occurred. Hence we must suppl ement routine with devices 
to suggest and help the memory. Most roads hold the condu ctor 
and motorman equally responsible for train movements. yet no 
means are used to compel the conductor to check the moto r
man on meets. with the result that conductors become very 
negEgent in this respect. This leaves only the motorman to 
safeguard the train. T o overcome this it might be well to ar
range a small rack in the cab in which the numbers o f train s 
to be met could be arranged in order before a train leaves it s 
terminal and require the conductor to go to the cab and remove 
the train numbers in order as the trains are met. Thi s woul d 
forcibly call the attent:on of both conductor and motorman to 
the meet and should prevent both from forgetting. \ Vhere 
meets are made on double track or long sidings the motorman 
should be required to call the attention of the conductor to an 
approaching train by a bell and the conductor should give the 
motorman a bell when approaching a meeting point. A ll special 
orders affect ing the movement of a train should be hun g where 
they may be easily seen and read from time to time. T f hv such 
means we can reduce the ch ances of forgetfulness we · ought 
to be ab le to operate safely und er the standard American Rail 
way Association rules. 

TESTIMONY BEFORE THE RAILROAD SECURITIES 
COMMISSION 

T he Rail road Securiti es Commi ssion, whi ch is investi gating 
the subj ect o f the issue o f secu r ities, held sess ions in Chicago 
during the week beginning Jan. 23. T es timony was r ece ived 
from bankers, rail road and other co rporation officia ls and mem
bers of commi ssions. 

P ro f. Henry C. Adams, statistician of the Inter state Com
merce Commission, said that i f possible the actual cost of rail 
road properti es shoul d be ascertained and a rea sonable return 
allowed on the in vestment thu s determined. 

Mar vin H ughit t, chairman of the board of director s o f the 
Chi cago & Northwes tern Railway, said that he was impressed 
with the necessity o f proceedi ng in the matter o f regulat ion 
with as much freedom from prejud ice and haste as was con
sistent , because it was cl ear to him that the States had r ights 
and that they woul d cling to them tenaciously. H e doubted the 
advantage to the public of hav ing the fed eral govern ment go 
much further than it had gone in the control o f rail roads. 

E. K . Boisot, vice-pres ide nt of t he First Trust & Savings 
Dank of Chi cago, expressed the opinion that the unrestri cted 
sa le o f r ailroad stocks and bond s was necess ary in order to 
carry out full y the developm ent of te rritory in the W est. 

J ohn J. M itchell , pres ident of the Illin ois Trust & Savings 
Bank of Chicago, sa id that if the r ailroads were r estri cted to 
the issue of stock at par constructi on woul d be confin ed solely 
to the extension and improvement o f existing lines. 

F. A. Delano, president o f the W abash Rail road, said that if 
roads were to be valued on the bas is of original cost or the 
cost of r eproduction the ill -con ceived roads woul d be over
valued and th e we ll -conceived roads woul d be undervalued. 

Rufus C. Dawes, president of the U nion Gas & E lectric Com
pany, sa id th at since the government ex ercised the power of 
r egul ation and could not guarantee earnin gs it mu st not inter
fe re more than was necessa ry with the mann er by which capital 
was att r acted to enterprises. 

Burton Han son, general coun se l o f the Chicago, .J\I ilwaukee 
& St. Paul Rail way, said that he was not su re but that federal 
regulation o f securities was entirely practicable. If the issue 
of securiti es by inter state carriers came within the righ t to 
r egul ate commerce he thought that Congress could exe rcise 
that power to the exclusion of the States. It was im practi cable 
to have two kinds of regulation at the same time. and the 
feder al government ought to be supreme. 

George M. Reynolds, pres ident o f the Continental and Com
mercial National Bank of Chicago, although fav oring feder al 
supervision as pr efe rable to that o f the States, was opposed to a 
too rigid control. H e pointed out the danger th at the public 
might assume that the government was over seeing the manage
ment of the r ailroads and might hold it to account in th e case 
o f failure or deprec iation o f securiti es. 

J ohn H. R oemer , member of the R ailroad Commission o f 
\ Visconsin , said that in cases of overcapitali zation the question 
shoul d be taken into considerati on whether such capitali zation 
had been honest or had been the r esult o f mi srepresentati on. 
It was in the interest of the publi c that such bu siness mistakes 
should be prevented in future by stri ct supervision. \Visconsin 
was preparing new laws for the issue of r ail road secur iti es 
without-a designated money value. 

\V. H. \Villiams, member o f the T exas Rail road Commission, 
upposecl th e ex tension o f federal control .•~ an interfere ncP \vi th 
State control. 

---·•·♦·----

The report of J. Lambert Payne, Comptro ller nf Rai lway 
Stati stics, shows that the mileage o f electri c r ail ways in Can
ada increased from 989 mi les in 1909 to 1049 in 19ro. Capital 
li ability increased from $91,604,989 to $102,044,919. Gross 
earnings for r9 ro were $17,100,789, an in crease of $2,275,853. 
Net ea rnings r eached $5,389,276 ; 360,964,786 passengers and 
853,294_ tons o f freight were carried, while th e employees m 1111-

bered Ir ,390 and the wages paid a mounted to $6,316,777 . 
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REPORT TO STOCKHOLDERS OF CLEVELAND RAILWAY 

At the annual meeting of stockholders of the Cleveland 
Railway on Jan. 25 a report was presented by John J. Stanley, 
th-c pres ident, which gave the earnings and reviewed the condi
tions with which the company is now confronted. 

1\fr. Stanley recalls the fact that under the ordinance which 
went into effect on March 1, 19IO, the company was required 
to put into operation a cash fare of 3 cents and I cent charge 
fo r a t ransfer, this rate to continue in fo r ce for eight months 
or longer if the comp any should not within five month s have 
installed 450 pay-enter cars. Mr. Stanley adds: "Although 
more than 450 pay-enter cars have been placed upon the road, 
the initi al rate of fare is still in fo rce. 

"The company's suburban franchises, o f course, were not re
pealed by the new Cleveland grant , except as to such parts of 
the city as were within the city limit s at the time of its passage, 
and the r ates of fa re now collected in Lakewood and several 
other suburbs, and in that part of Cleveland that was fo rmerly 
Collinwood, are the same as were in effect before the Cleveland 
grant was accepted, viz., 5 cents cash fare or I I tickets fo r 50 
cents. T he ave rage rate of fa re, therefore, on the system bas 
been considerably in excess of 3 cent s. To be exact, the com
pany's passenger receipts in the IO months of operation unde r 
the Tayler grant, including receipts from the sale of tran sfe rs, 
have been 3.39 cents per passenger. The gross earnings from 
all sources have been 3.57 cents per passenger. 

"The ordin ance provides for the establ ishment of what is 
called an 'interest fund, ' which is to be maint ained from earn
ings at all t imes at a sum equal to $500,000. The purpose o f this 
fu nd is to assure the payment of taxes and interest, including 
payments to stockholders quarterly of I½ per cent upon th e 
face value of their stock. There was in the interest fund at 
the close of the fiscal year $750,921 in cash. Part of this was 
fo r interest accrued on bonds to Dec. 1, but not payable until 
March 1, and part of it for accrued taxes. 

"The ordinance limits the amount that may be expended fo r 
operating expenses to 11 ½ cents per car -mile, and the amount 
that may be expended fo r keeping up the company's property to 
substantially 5 cents per car -mil e, unless the allowance is in
creased by th e Council or by arbitration. The cost of ope ra
tion has exceeded these allowances, and your director s have 
asked that the operating expense al lowance be r aised to 12½ 
cents per ca r-mile. To provide fo r the renewals that ought to 
be made in 191 r and 19 12 it wi ll probably be necessary to 
increase also the maintenance allowance. 

"The earnings and the cost of maintenance and operation, 
including taxes and interest on bonds, notes and capital stock, 
in the 10 month s of operation at the initi al rate of fare fixed 
in the ordinance, have been as follows : 

!Jjsbursements for main~enance . .. ........ . $, ,283,058 
Disbursements for operat10n ...... .......... 2,593,2, 8 

r:I~tt· :: :: : :: : : : :: :: :: : : :: : : : : : : : : : : : : : :$::ntm 
Total ................................. . 

Gross earnings from operation ............. $5,166,370 
Miscellaneous income...................... 30,101 

Total ...................... . ........... . 

Defiicit ............................... . 

Cents Per 
Car l\Iile. 

5_76 
11.64 

5,196,471 

$118,.r26 

17.40 
1.39 
5.07 

23.86 

23.33 

-53 

"The ordinance allowance of 11 ½ cents per car mile for 
operating expenses was $32,011 less than the actual expenses. 

"The ordinance allowance fo r maintenance of the property 
fell short of the amount needed and expended for the purpose 
by $140,138. 

"The reports for December and for the IO months have just 
been completed, and the city street r ailroad commissioner has 
had very little time in which to audit them. They are submitted 
to you subject to his correction. 

"To complete the report for the entire 12 months of 19rn 
there should be added to the IO months' statement the earnings 
and expenses of the first two months of the year, under the 
management of Mr. Bicknell. The earnings of the property 

and the cost of operating it in those months were as follows, 
as shown by Mr. Bicknell's report: 

O
Gross !'!arnings from operation ..... ... ....••......• .......• $957 ,271 ,56 

pera tmg expenses.... ....... ...... ...... ........ ......... 639,466.67 

~':'t e
1
jrnings f:om operation .... ................... ........ $317,s04.s9 

1sce aneous mcome...................................... 6,635.5 1 

~f· ross income, less operating expenses ............. ......... $324,440.40 
axes . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 52,064.24 

i~~;~:t less operating expenses and taxes ......... .•....••• $272,376. 16 
. . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . • . . . . • . . . • . . . . . 225,428.60 

Surplus . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $46,947.56 

"These figures added to the figures for the IO months give 
the following totals for the year: 

~ishursements for maintenance and operation .. .. .. $4,51 5, 743 

1:1:~!st· · ·.: ·. ·. ·. ·. ·. ·.: ·. ·. ·.: ·. ·.:: ·. ·. ·. ·. ·.: ·. ·.: ·. ·. ·.: ·. : ·.: ·.: ·. ·. ·.: 1 ,~~~;~~~ 
Total ......... ... ............. ... ...... . 

Gi:oss earnings _from operation .................. :: :$6,123,641 
M1scellar- eou s mcome. . . . . . . . . . . . . .. . . . . . . . . . . . . . . 36, 73 7 

$6,231,857 

Total 6,160,378 

Deficit . . . . . . . . . . . . . . . . . . . . . . . • . • • • . . • . . . . . . $71,478 

"The expenses of the last four months of the year were pro
portionately greater than in the six months from March I to 
Sept. I. The increase was due largely to an increase in wages. 
In May the motormeu and conductors of the company, acting 
under an agreement made with them in December, 19o6, de
manded an increase in their wages from an average rate of 
about 25 cents to a flat rate of 32 cents per hour. Your officers 
refused to grant the increase, and demand was then made for 
arbitration, in accordance with the agreement. A board of 
arbitrators, consisting of Elroy M. Avery, Robert D. Beatty 
and Judge Willis Vickery, was selected. After the hearing 
of testimony and a rguments, the arbitrators ordered an increase 
to 27 cents per hour during the fi rst year of service and 30 
cents per hour during the second and subsequent years. In the 
hearing your officers exerted their best efforts to show that the 
increase asked was not warranted, but their arguments were 
only partially successful. 

"Realizing that the increase in wages thus authorized would 
make it impossible for the company to operate -its road for 11½ 
cents per car mile, your officers made application to the City 
Council in June for an increase of the allowance. Their re
quest was refused. The cost of operation since the change in 
rates of wages confirms the statement we made in June that an 
increase in the operating expense allowance would be needed, 
and we are hopeful that the Council will now grant the re
quest. If it does not, the question will have to be submitted to 
arbitration, as provided in the ordinance. 

"Soon after the property was restored to the company the 
directors _offered fo r sale, fi r st to you and then to the public, 
about $1,500,000 of stock, at the minimum price fixed in the 
ordinance, namely, par and interest. Under this offer the 
company had received, to the end of the year, $386,200. 

"Being unable by the sale of stock to raise the money needed 
for improvements, the company borrowed from the bank s of 
the city sums that raised the floating indebtedness to $1,222.500. 

"We have con ferred with bankers and financiers, in Cleve
land and elsewhere, with a view to interesting them in the stock 
of the company. W e have tried to ascertain from them also. 
upon what term s and to what amount an issue of bonds could 
be floated. These conferences led to a careful examination of 
the company's franchise by them and their attorneys. It is not 
surprising that in a document so long and so full of detail 
some imperfections and inaccuracies o f expression should de
velop. N. Vv. Harri s & Company, New York, bond dealers a'1d 
leading authorities on street-railway finances, stated to us 
that, in their opinion, the company should be in a position to 
finance by the sale of stock as well as by the sale of bonds, 
and, this being so, that the investment in stock, as well as that 
in bonds, should be amply protected by the company's fran
chises; that investors in new stock of the company could not 
be sure of the full return of their principal, because, first , 
the ordinance failed to provide a sinking fund for the retire
ment of Judge Tayler's valuation of the old franchises, which 
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valuation was incl uded by him in the company's capitali zation, 
and, secondly, because the ordinance seemed to permi t the com
pany to maintain newly acquired property at a value only equal 
to 70 per cent of its cost , and to provide no sinking fund tu 
take care of the 30 per cent deprec iation that it was assumed 
the property wo uld suffer. 

"These suggestions have made it still more difficult to sell 
stock. Your directors, while believing that the proper ty can 
for the prec: ent, under the o rdinance, earn interest upon the 
bon9s, fl oating debt and capital stock, are un able, in view of 
these criticisms of the ordinance, to assure investors that their 
stock will at all times, and especially at the end of the grant. 
be intrinsica lly worth par. 

"In the hearing before Judge T ayler it was publicly stated, 
both by Mayor J ohn son, r epresenting the city, and by M r. 
Andrews, representing the company, that it would be more 
desirable to raise money for extem ions, additions and per 
manent improvements by the sale of stock than by th

0

e sale 
of bonds, both believing and stating that it would be bette r 
for the city to have the ownershi p of the property remain in 
Cleveland than to have it go to New York or New England, 
as it probably would do i f bonds were sold fo r future im
provements. 

" It is for these, among many, reasons that we have attempted 
persistently to sell stock, r ather than to mor tgage the property 
of the company to secure the payment of additional bonds. 

"If the ordinance does not protect the additional capital that 
the company needs, then an increase of the bonded indebted
ness would decrease the equity and value of each share of 
stock, in case of a sale o f the property at an appraised price 
at the end of the grant. 

"Under the se circumstances, we addressed a communication 
to the City Council, the Mayor and the City Street Railroad 
Commissioner, suggesting a conference with them or their rep
resentatives t o see whether amendments to the o rdinance could 
not be agreed to that, while sa feguarding the city's int erest 
in every way, would so express Judge Tay le r 's intention of 
protecting the investment in the property as to make it possibl e 
for us to fin ance by the sale of stock, or, if not, then by the 
sale of bonds at a lower rate o f interest than would prob
ab ly be asked if the ordinance were not amended. T he city 
administration has so fa r declined to con fe r with us on thi s 
subject, saying that our needs fo r t wo or three years can and 
should be met by the sale of bonds. 

"Because of the necessity o f refunding next year the pres
ent bonds, the desirability of taking care of the fl oating indebt
edness in a more permanent way than by promissory notes, and 
for the purpose o f meeting the urgent n eeds of the company 
for additional power and equipment t o take care of the large 
increase in travel that is surely coming with the certain g rowth 
of Cleveland, the directors submit for your considerat ion the 
,esolution that was embodied in the notice of this meeting. If 
you adopt the resolution, it will not mean that the bonded debt 
of the company will be increased immedi ately, or in the near 
future, to $35,000,000. Bonds to the amount of $3.15 1,000 will 
be due Jan. 1 next • and o utstanding bonds to t he amount 
of $5,000,000 mature on March 1, 1913. These bonds must 
be provided for at their maturity, and this can undoubt
edly best be done by an issue o f refunding bonds. In addition 
to these outstanding bonds, the fl oating debt of the company 
should be provided fo r and funds for necessary betterments 
raised. 

"The present outstanding capital stock of the company is 
about $15,000,000 ; the bonded and floating debt amounts to 
about $9,400,000. We may la~fully issue about $5,600,000 of 
additional bonds, therefore, before the capital stock is in
creased. But when the amount of the bonded debt equals 
the amount of the stock outstanding it is our understanding 
that additional stock must be sold before more bonds can be 
disposed of, and, as, the ordinance fi xes the minimum price of 
the stock at par, it will be necessary then, if not befo re, that 
the franchi se be so amended that stock may be sold." · 

Mr. Stanley then gives the correspondence with the city on 

thi s subject. IVIost of thi s correspondence was published in 
the issues of the ELECTRIC RAILWAY JouRNAL for J an. 7, 14 

and 21, 191 I. 

T he directors of the company were re-e lected. The board 
consists now, as it did last year, of Hor ace E. Andrews, C. F. 
E mery, L. C. Hanna, R. A. Harman, Samuel Mather, II. P. 
McIntosh, W . C. Rhodes, T homas P . Schmidt, John J . Stanley 
and J . H . W ade. A t a meeting of the d irectors fo llowing the 
stockholders' meeting, J ohn J. Stanley was elected preside nt and 
genera l manager, C. F. E mery and R. A. Harman vice-presi
dents and H. J. Davies secretary and t reasurer. 

T his resolution was adopted by a vote of 104,593 shares: 
"Resolved, by the stockhol ders of the Cleveland Ra ilway Com

pany, that consent is hereby given to the issue by the Cleveland 
Railway Company of an amount of bonds not exceeding $35,-
000,000, and that the board of directors of the Cleveland Rail
way Company be, and said board is hereby, authorized to do all 
acts and things in it s judgment necessary or proper to author ize 
an issue of bonds, said bond s to bear interest at a r ate not 
exceeding 6 per cent per annum, payable semi-annual ly, to be 
dated and to mature at such times, an d to be secured, issued and 
di sposed of on such terms and conditions and at such prices as 
the board of director s may determine, and as t he necessities of 
the company may requ ire, as the same shall be determined fro m 
time to time by the board of directors." 

---.... ·•·•---
BROWN BOOK OF THE CENTRAL ELECTRIC RAILWAY 

ASSOCIATION 

The 19u " Brown Book" of the Central E lectric Railway 
A ssociation and the Central E lectric T raffic Association has 
been issued from the offi ce of the secretary-treasurer, A . L. 
Neereamer, Indianapolis. This publication contains an official 
li st of the office r s, rai lroad members, committees, annual r eports, 
et c. The dates of the meetings during the coming year are 
g iven as follows : March 23, May 25, Sept. 21 and Nov. 23. 
The next annual meeting and election will be held on Jan. 23, 
1912. The report shows a membership of 46 interurban rail
ways aggrega t ing 3480 miles of t r ack and one city r ailway with 
34 miles of track. Practically all of the information now gath
ered in the " Brown Book" in convenient form has been pub
li shed in prev ious issues of the ELECTRIC RAILWAY J OURNAL dur
ing the past year , with the ex ception of committee appointments 
for the Central Electric Railway and the Central Electric T raffic 
A ssociations fo r the year 19u, which are published elsewhere 
m this issue . 

TRAFFIC ASSOCIATION PROPOSED FOR ILLINOIS 
ELECT RIC RAILWAYS 

Steps were taken at the meeting held in Chicago, Il l. , on Jan. 
28, 19u, t o form a t raffic association as an auxiliary to the 
Illinois E lectri c Railways A ssociation, which will meet in Chi
cago on F eb. 17, 19II, to organize permanent ly. I t is proposed 
at thi s meeting of the Ill inois Electric Ra ilways Associat ion to 
organize a traffi c association among the employees of the electric 
railways which become members of the Illinois ~ lect r ic Rail
ways Association, and Robe rt A. Barnett , special agent of the 
Chicago & Southern Tract ion Company, has been appo inted tem
porary secreta ry of the Illinois E lectric Traffic Association to 
issue a letter to the electric railways in Illinois, requesting the 
presence of their traffic managers at the next meeting of the 
Illinois E lectri c Railways Association. At the meeting in Chi
cago at which the plan to organize a t r affic association was dis
cussed Richard Breckinridge, general freight and passenger 
agent of the A urora, Elgin & Chicago Railway ; W . C. Wood
ward, traffic manager of the Chicago, Lake Shore & South Bend 
Railway ; vV. A. R ussell , superintendent o f the E lgin & Belvi
dere E lectric Company; C. C. Shockley, general express and 
passenger agent of the Rockford & Interurban Railway, and 
Rober t A. Barnett we re present . 
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AUTO MA TIC BLOCK SIGNALS FOR ELECTRIC RAILWAYS * 

BY W. K. HOWE, CHIEF ENGINEER, GENERAL RAILWAY SIGNAL 

COMPANY 

In view of the fact that the operating problems of interurban 
electric railways are comparable in many respects with those 
of steam roads, it seems fit ting that the principles ~ hich are 
employed on steam roads in the operation of trains, and which 
have been found by long experience to be safe and reliable, 
should have careful consideration by the managements of in
te rurban roads. T he controlled space interval is rapidly super 
seding the indefinite and uncontrollable time interval method. 
T he space interval method, as its name suggests, consi sts in 
maintaining a definite space or distance between trains and i~ 
commonly known as the block system. The block system s in 
use may be divided into three classes, the manual block, the 
controlled manual .b lock and the automatic block. 

T he manual block sys tem is one in which trains are con t ro lled 
by signa ls operated manually upon information by telegraph, 
telephone o r electric bell s. It consist s of a series of section s of 
track or blocks with a block stat ion at the entrance to each 
secti on at which there are placed s ignals to be used by the 
attendant operator or blockman to cont rol trains entering and 
occupyin g the block. Information concerning the conditi on of 
a given block is obtained by communi cation between the opera
tors at bo th ends of the block. A ll of the block station opera
tors in a given district are under the general supervision o f a 
train dispatcher, from whom orders are received governing the 
irregular movement of trains, etc. The safe ty of operation 
under the manual block sys tem depends upon the accuracv with 
which orders are received and transmitted, there being no ·check. 
eit her electrical or mechani cal, to prevent the display of a wrong 
signal. Errors in receiving or transmitting ord ers or informa
tion relating to block operation ha\'e resulted in some verv 
se rious accidents. \,Vhil e many thou1.ands of miles of singl;
track steam railroad are to-day being operated unde r the 
manual system with fairly sati sfactory results, this system is 
out of the question on electri c roads on account of the com
paratively g reat number of pass ing points and the consequent 
expen se were opera tors to be maintained at such points . Fur 
thermore, there remains the entire dependence upon the human 
element which is greatly rednced in other systems. 

T he controlled manual block system is the same as the manual 
block except that the signals at the ends of each block are 
electri ca lly interconnected in such a manner that co-ope rat ion of 
the signalmen at both ends of the block is required to display 
a clear signal. The co-operation referred to is the physical 
moving of certain le\·ers in a predetermined manner and is in 
addition to, and affords a valuab le check on, co-operation bv 
communication only as in the manual system. It is a great im·
provement over the manual system, but still docs not prevent 
two operators from making simultaneous errors. This latter 
fa ult is overcome by the use of a continuous track circuit so 
arranged that a train having entered a block will automaticallv 
set the proper signals to stop and hold them in that positio;1 
until it is entirely out of the section, regardless of anv at
te:mpt on the part o f the op<"rators to clear them. The· con
trolled manual system has been largely used on steam road~ 
and is regarded as a safe and flexible method of handling trains. 
especially on single-track lines with a mixed traffic. Its use 
on many electric lines is prohibited on account o f the la rge 
expense involved in maintaining operators at so many point s. 

Another form of controlled manual block system is the so
called staff, tablet or token system, which has been applied 
only to single-track lines. In its operation no train is al lowed 
to occupy a block section without the possession of a tan o-ible 
object or token such as a staff, ball or tablet. The tokens

0 

are 
obtained from instruments located at the opposite ends of each 
Llock, which are so interconnected electrically that but one token 

* A_bstr~ct of a paper present ed a t a conference called by the Public 
S ervice lommt~~ton, S eco nd District. New York, Syracuse. Tan. 1 0. 1911. 

~an be removed at a time and until this one has been deposited 
m one o f the two instruments no other token can be withdrawn 
from either instrument. As but one token can be removed from 
the pair of inter connected instruments at one time and as the 
possession of a t oken is the only authority to enter a block 
it is evident that there can be but one train in a section at ~ 
time, except where permissive blocking is permitted, in which 
case the t_okens are made in pieces, each of several following 
train: takmg part of a token and the last train taking all that 
remams. When this divided token is put together and de
pos ited in the instrument at the outgoing end of the block 
another token can be withdrawn from either instrument. The 
strong feature claimed for this form of controlled manual 
blocking is that it r equires the train crew to take part in the 
operation and gives the engineman tangible evidence of his 
ri ght to occupy the block. Its drawbacks are that thus far it 
has r eguired the train to stop to deposit and withdraw the tokens 
o r _e lse requires operators at each passing point to receive and 
dehver them to the crews of passing car s. 

The use of thi s system ha s made very slow progress, as 
shown by the fact that up to Jan. r, 1910, only 270 miles of 
railroad were being operat ed by it in the United States. It can
n_ot be considered th e equi valent o f any system using a con
tmuous track circuit fo r the r eason that a train can enter a 
blo~k wit l~out a token and not indicate its presence to an op
posmg tram, whereas with a track circuit system a train cannot 
enter a block without doing so. Furthermore broken or re
moved rails or a car in or fo uling the block cannot be indicated 
by the staff without the track circuit . It is believed, therefore, 
that thi s system as it stands to-day is not we 11 adapted to high
speed elec tric tractj on. It may be applicable where station stops 
can be made coincident with passing points, although even under 
such conditions if the car must slow down or stop to obtain its 
authori ty to enter a block it would be possible to use miniature 
block signals, which could be made very inexpensive. 

Sti ll another method o f cont ro lling train s, although not a 
block system, is the dispatcher's signal system in wl1ich signals 
located at the passing points are under the direct control of the 
~rai~ dispatcher and are used to stop trains for the purpose of 
1ssumg orders over the telephone. With modern selective sys
te ms signals of thi s kind can be oper ated with a high degree 
of accu racy and be made to give a return indication that the 
desired signal has been set. T hey have not been successful. 
however, in a ll cases and the dispatcher has no check on the 
trains He cannot be absolutely sure that a train has not 
passed by the signal he proposes to set un less the trains are 
required to stop at every signal, which would be out of the 
ques tion on most lines on account of the delay occasioned there
by. The liability o f changing a signal from clear to stop in the 
face of a high-speed train is undesi rable. Even though these 
defects could all be overcome there still r emains the objection 
to any purely manual system that sa fety depends on human 
agency alone. Any er ro r in transmitting or receiving orders 
may result in an accident. It would not seem advisable to 
depend entirely on such a system except as supplementary t o 
an automatic block system for the purpose o f stopp:ng trains 
to give them order s. 

In the automatic block system signals govern the entrance to 
each block. The signals are automatically controlled by the 
trains as they proceed in such manner that complete head-on 
and rear-end protection is a ff orded. Different fo rms of the 
autorpatic block system have been and are being used. The 
essential differences between them lie in the manner in which 

· the control of the signals by the train is effected. The wheel 
contact method, using the so-called track instrument, was at 
one time used by some of the steam roads, but later abandoned 
in favor of track circuit control. Trolley contacts are being 
used by a number of electric lines at the present time with 
more or less success. Short track circuits at the entrance to 
each block have also been used. The continuous track circuit 
is the only method embo dying the fundamental principle of a 
car or train controlling at all times the signals governing the 
specific section of track occupied. There are in the United 
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Sta tes over 17,000 miles of rai lroad protected by continuous 
track circuit signals, and during the year 19 10 an increase of 
over 3 000 miles was made in automatic block signaling as 
against about 450 miles o f a ll other forms. I n some instances 
roads have abandoned older form s of signaling fo r the auto
matic block. This is adequate testimony as to the safety and 
reliability o f the continuous track ci rcuit method o f signal 
control. 

Some of the advantages o f the automatic block signal system 
using track circuit control as applied to interu rban lines are as 
follows: 

No operators are r equired at passing points; hence it is com
paratively inexpensive to operate. 

Trains are not required to stop or even slow up to find out 
whether they can enter the next block. 

It does not place dependence for sa fety on human agency 
a lone. 

The ce rtainty with which signals are g iven is independent of 
the train speed. 

The proper signals will indicate stop under any of the follow
ing conditions : A train or a car o f. any description anywhere 

Fig. 1-Automatic Block Signals-Diagram of Track and 
Signal Circuits Using Batteries 

111 the block or fo uling it, an open switch or draw span, a 
broken or removed rail or any failur e o f the power or the 
breaking or cro ssing of the connecting wires. 

The main obj ection to automatic signaling for m any electri c 
lines has been the high initial cost. However, ce r tain o f the 
signal companies have fo r . some time been at work on the 
problem with a view of devising methods and apparatus which, 
while maintaining the same degree of sa fety and r eli ability that 
is fo und on th e steam roads, are much less expensive. Auto
matic block systems em ploying the tr ack circuit are now avail 
able a t a cost which should appeal strong ly to the managements 
of many of the electri c roads. T he continuous track circui t 
automatic block system is confi dently recommended to electri c 
railways as the best known means of providing for the safe and 
expeditious operation of trains. 

T he track circuit, as it s name indicates, is nothing more t han 
an electri c circuit of which the t rack r ails are made to fo rm a 
part. Fig. r shows in perspect ive a section of r ailroad t rack 
with two signals numbered I and 2 and with the necessary 
batteri es, relays, etc., re(Juired for their control. Each rail is 
electrically separated by insulating r ail joints CC, placed op
pos ite each signal and also opposite tr ack ba ttery D. 
T hese are fo r the purpose of dividing the t r ack into 
electri cally independent sections. A track batt ery at D 
is connected by wires to th e rail s at one end of each sec-

tion and the coil of a relay R to the rails at the other end. 
T he secondary electri c circuit is shown complete, leading from 
a set of signal bat teries through the track relay armature and 
the signal motor mechanism M. The pair of wheel s W repre
sents a train. Owing to the presence of the wheels the relay 
fo r signal I is shor t-c ircui ted and the armature contacts held 
open, with the result that no current can flow from the signal 
batt eri es into the motor mechanism for that signal; therefo re, 
the semaphore wil l drop by gravity to its horizontal or danger 
positi on, indicating to a fo llowing train that the train W is in 
the block ahea d. T here being no train in the block ahead of W 
the relay fo r that section will receive current through the rails 
fro m battery D , which wi ll cause its armature to close the 
motor circuit. Thi s in turn will cause the motor to rotate, 
moving the semaphore arm to the "clear" or "proceed" position 
as shown, thereby indi cat ing to t rain W that the block ahead is 
clear. By means of the continuous track circuit and signals 
con trolled thereby th e tra ins automatically protect themselves, 
putting signal af ter signal at stop and allowing each signal to 
move to the clear posit ion only after the train has proceeded 
into another block under the protection of another signal. 

Signals are fr equently controlled not only by their own im
mediate t rack circuit, but by others in advance by means of 
line wires running from one signal to the next and broken 
thro ugh separate contacts on the t rack relays of the various 
sections invo lved. A signal may also be contro ll ed by ano ther 
signal in advance over li ne wires in such way that its semaphore 
cannot move to the verti cal pos ition indicat ing proc(ed unt il 
the signal in advance has moved to the inc lined or 45-deg. 
posit ion indicat ing caution. T hus one signal can give advance 
info rmation t0 an approaching train of the condition of the 
next signal beyond. An endless var iety of combinations of this 
kind can be maee to suit varying needs. Signals can be spaced 
any distance apar t up to several mil es and sti ll have cont:nuous 
track circui t cont ro l. If they are too fa r apart fo r one t rack 
circuit two or mo re may be employed, one controll ing the other 
in such way that the signal w ill be held at stop till the train has 
left the last track ci rcuit in the se ri es. \Vhen two or more 
t r ack circuits are employed in thi s way they are spoken o f as 
"cut sections." 

Fig. I shows the r ails divided into sections by insulating joints 
in such manner that they cannot serve as a r etur n fo r the pro
pulsion cur rent. T o provide for thi s and at the same time keep 
the va rious block section s elect rically independent for signaling 
pu r poses reactance bonds TT are used, connec ted ac ross the 
rails and to each other as shown in Fig. 2. T hese r eactance 
bonds c0nsists of a few turns of a very heavy copper wire wound 
around a mass of laminated iron, something like the construct ion 
of a transformer. W hen connected as shown in Fig. 2 the re
turn propulsion current flowing through both rails in the same 
direction passes through the bonds in such manner as to have 
no magnetic effect on the iron cor e, whereas the alternating 
current, whi ch is used in place of the t r ack battery current . 
encounters a comparatively high r esist ance. This causes some 
of the current to flow thro ugh the t rack r elay, whi ch is con
nected across the r ails exactly as in Fig. 1. A track winding 
on a transformer is connected ac ross the rai ls at the other end 
of the track section to supply the alte rnati ng signal current in 
place of the track battery shown in F ig. r. Track circuits of 
this type, clue to Yari ous improvements which have been made, 
can now be operated up t o lengths of 2 miles without cut sec
ti ons and with reasonab le energy consumption whe re the ballast 
is good. U nder like conditi ons, by feeding energy in at th e 
center of the section and using a relay at each end, track cir
cui ts approx imately 5 miles long can be operated. Track cir
cuits of this kind are known as center-fed circuits. The effect 
of the condition of the t rack ballast on the permissible length 
of encl-fed track circuit s is very marked. vVith poor ballast 
such as occurs when the rai ls ar e buried in wet earth or when 
wet cinders are brought up around the base o f the rail the 
permiss ible length of track ci rcu it is roughly 6000 ft. \Vith 
medium ballast such as wet gravel, etc ., the length 1s abou t 
8000 ft. and with good rock ball ast kept away fr nm the base 
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of the rail, even when wet, the track circuits can be upward of 
10,500 ft. in length. 

In calculating the length o f track circuits the worst conditions 
must always be considered, viz., when the ballast is soaked 
after a continued rain. The figures given above, of course, are 
only approximate, as conditions wi ll vary wide ly, depending 
on the size of rail,· amount and nature of propulsion current, 
frequency of the alternating signal current, etc. The figures 
given are based on 80-lb. rail using a signaling current of 25 
cycles. 

On account of the greater amount of power avai lable and the 
absence of all batteries, track circuits operated by alternating 
current are even more reliable and require less attention than 
the battery-operated track circuits on steam roads. Any con
dition of the bonding that would be tolerated from a traction 
standpoint is good enough for the operation of signals. What 
to a traction return would be equivalent to an open circuit 
would not be noticeable in a track circuit. Reports received 
from a number of electric traction signal systems covering a 
number of years show very little trouble due to this cause. In 
view of the fact that alternating current must be used for th< 
track circuits and hence a transmission line must be used 
to distribute the current to the track transformers, the various 
signals, relays, signal lights, switch lights, etc., can also be 
operated from the same source, thus avoiding all batteries and 
reducing the operating charges to a minimum. 

On electric lines using alternating current for propulsion a 
signaling current having a different characteristic from that 
of the propulsion current is used and relays are provided 
which are responsive only to such signaling current and not to 
the traction cur rent. The cost of such a system would be 
somewhat higher than with direct current propulsion on ac
count of the greater number of cut sections that would have 
to be employed. It is possible to operate track circuits where 
a. c. propulsion is used by employing ordinary direct-current 
batteries. In such event one of the rails would have to be 
abandoned for the return propulsion current and used for 
signaling only, the other rail being continuous fo r the propul
sion current return. It is believed to be inadvisable, however. 
to attempt the use of battery-operated track circuits on al ter
nating current lines because of the danger of false indications 
due to the flow of stray direct current through the track rails. 

The proper indications of signals form an important part of 
the problem of signaling. Block signals may be divided into 
two general classes, viz, absolute and permissive. Absolute 
signals ("stop and stay") are those which normally permit 
but one train in a block at a time except by special permission 
such as an order from the dispatcher. Permissive signals 
("stop and proceed") are those which normally permit trains to 
follow each other into the same block under certain prescribed 
rules. Absolute signals are used to govern the entrance to a 
piece of single track, which of course could n.ot be used by 
trains in the opposite direction at the same time. Permissive 
signals are used to govern the movement of train s following 
each other. 

Figs. 3 to 9, inclusive, show a series of day and night indica
tions in which an arm in the horizontal posit:on or a red light 
always means stop; the arm inclined upward at an angle of 
45 deg. or a yellow light displayed above a white light always 
means proceed at normal speed prepared to stop at the next 
signal, and a blade in the vertical position or a green light 
always means proceed at normal speed prepared to pass the 
next signal at normal speed. Furthermore, a yellow light 
displayed below a white light, Fig. 9, gives authority to proceed 
into an occupied block and is named a "call on signal." The 
white light next below the semaphore is used as a marker to 
show whether a signal is absolute or permissive. Lights in a 
vertical line indicate an absolute signal, as shown in Fig. 3, 
and when staggered, as shown in Fig. 4, indicate a permissive 
signal. 

In planning this series of indications it was the aim to 
have as few and as simple indications as possible, always having 
each arrangement of arms or lights indicate only one and the 

same thing, so that · the motormen could easily learn and 
remember what they mean and could comprehend their meaning 
in an instant when the signals were seen. The system of signal 
indications shown is the result of a prolonged and careful 
study of the subject made by prominent members of the Rail
way Signal Association. It is a safe, uniform and consistent 
scheme and will meet practically all of the conditions to be 
encountered in automatic block signaling on electric lines. It is 
worthy of careful consideration by those having such matters 
in charge. 

Light signals corresponding as regards their day and night 
indications to the light indi cations of F igs. 3 to 9 can also 
be used. By the use of large and powerful lenses and re
flectors and by providing suitable hoods over each light they 
can be seen clearly at a distance of several hundred feet in the 
bright sunlight and of course very much further at nignt. 
They a re recommended where the speeds are moderate or 
where the trains slow up at all sidings. They are very simple 

and inexpensive as compared with 

A ==~~::=;::::iic=::::;:,:= semaphore signals, the on.ly ob-
- - jection to them being that they 

cannot be seen so far in the day
time. T heir use for electric rail-

=
-======-c:==~-= way signaling is more justifiable 

B than in steam road signaling. 
Fig. 2-Automatic Block 

Signals-Connections 
for Reactance 

Bonds 

light signals have the advantage 
as compared with semaphores in 
that the re are no exposed moving 
parts to be interfered with by 
sleet, ice or broken wires. 

In the location and control of signals for single-track opera
tion several points must be considered ; fi rst, with respect to 
intermediate sections of track and, second, with respect to 
passing points. Each secti on of single track should be pro
tected by absolute start ing signals, one placed at each entrance 
thereto and so controlled that two trains approaching from 
opposite directions can never both get clear signals and pro
ceed into the same block at once. This is accomplished by 
•·overlapping" one signal by the other, that is to say, by having 
the control of one signal extend beyond that of the other. Be
fore a proceed signal can be given into a piece of single track 
the opposing signal should be required to be at stop. This 
can be guaranteed by electrically interlocking opposing signals 
and by so designing the ci rcuit s and apparatus that no breaks 
or crosses between the line wires controlling such signals can 
by any possibi lity cause the opposing signals, which should be 
at stop, either to remain in or be moved to the proceed posi
tion. T hi s can be accomplished in a very simple manner. 

·with regard to the arrangement of signals at passing points, 
it must be recognized that as conditions are at present there is 
a great difference between steam road and interurban electric 
railway practice as regards the weight, speed and make-up of 
the trains moved and hence as regards the braking distances 
which can be depended upon. For equal safety electric lines 
operating practically uniform equipments can dispense with 
some of the provisions necessary on steam roads. On single
track lines various arrangements at passing points are used. 
namely, the distant signal, stagge red signals, siding signs or a 
combination of such schemes. 

To take care of certain situations, signals on single-track 
roads frequently are staggered, that is to say, opposing signals 
are placed at a certain distance from each other. In this ar
rangement approaching trains stopping at their signals will 
have a predetermined space between them. The need for this 
separation becomes less as speeds become less and the equip
ment becomes more uniform and li ghter and therefore the 
braking distance shorter and more uniform. It also becomes 
less as the distance at which a signal can be clearly distin
guished is greater than the braking distance or when distant 
signals or fixed siding signs are used to indicate the approach 
to and the condition of the signal at the point of danger. The 
siding sign indicates to a motorman that he is approaching a 
danger point and must be on the lookout to see that the switches 
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are properly set and no other trains are in the way. Siding 
signs are frequently set 2 000 ft. in advance of the point of 
danger, on a level with the headlight and close to the track, 
and are very large and conspicuous. There is therefo re very 
little chance that siding signs will be missed. A distant signal 
is both a siding sign and a means of giving advance informa
tion as to the conditions at the point of danger. It is a time 
saver, especially in bad or foggy weather, and is very use ful 
where the view of the home signal is obscured by a non
removable obst ruction. Distant signals, if used, should be fully 
automatic, that is, they should go to stop behind a train and 
remain so until the train is under the protection of the next 
signal in advance. T o make a distant signal fully au tomatic 
a track circuit must be used: The larger and more conspicuous 
the home signal is made th e less the need for a distant signal, 
especially where siding signs are used. 

It is evident that any degree of protection desired can be 
given and that the protection required depends large ly on the 
braking distance. As the requirements become more severe 
the expense will go up. For moderate speeds or when traffic 
conditions permit slowing up on the approach to each passing 
point the simple scheme o f using light signals opposite each 
other with siding signs will be found sat isfactory and is the 
least expensive. It should be remembered that a starting signal 

o w 

passing sidings two signals, with or without distant signals, 
wi ll generally be fou nd sufficient, but where long passing sidings 
a re employed fo ur signals, with or without distant signals, 
should be used. The practice employed by some roads of re
quiring cars to head in and back out is to be heartily com
mended from the standpoint of safety, insuring as it does the 
setting of the swi tch in the main line position. Wherever spurs 
or sidings exi st other than at regular passing points they should 
be protected by switch indicators so arranged that they will 
show whenever it is safe fo r a car to leave such a siding; and 
when the switch is thrown the proper signals should Le set at 
stop, indi cating to any other train which may be approaching 
that the block is occupied. Furthermore, the proper signals at 
pa ss ing points should be controlled by the switches in such a 
manner that they will give the proper danger indications when 
the switches are opened. 

An import ant consideration in determining the number and 
ar rangement of signals is the cost of stopping or slowing down 
high-speed trains in order to ascertain whether or not the next 
hlock is clear. Systems initially less expensive than the track 
circuit system may be employed where trains are required to 
slow down or stop at all passing points, but it is a question if 
their use can be justified, especially on high-speed lines, in 
Yiew of the higher operating costs, loss of time, etc. Based 

FIG 3 
STOP AND STAY 

FIG. 4- FIG. 5 
STOP AND PROCEED PROCErn AT NORMAL 

SPE (D PREPARED TO 

STOP AT NEXT SIGNAL 

FIG 6 
PROCE:tD AT NORMAL 

SPEED PREPARED TO 

PASS NEXT SIGNAL AT 

FIG 7 
PRO CEED AT NORMAL 

SPEED PREPARED 10 

STOP AT NEXT SIGNAL 

FIG 8 
STOP AND STAY 

FIG . 9 
PROCEED BLOCK OCCUPIED 

NORMAL SPEED 

Figs. 3 to g-Automatic Block Signals-Recommended Semaphore and Light Signal Indications 

permitting entrance into a given piece of single track, when 
clear, tells the motorman that the block is clear and that it is 
safe for him to proceed to the next signal only. He mu st 
approach the next signal prepared to stop short of it. If upon 
approaching this signal at high speed he is unable to distinguish 
the indicati on he must apply the brakes and continue under 
control until the indication of the signal which he is approach
ing is visible. With a full-si ze semaphore in moderately clear 
weather either day or night and when the view is unobstructed 
the motorman of a high-speed electric car will be able to sight 
the signal in plenty of time to stop if the signal is at danger. 
It is necessary to slow down, when the signal is clear, only in 
foggy weathe r. With light signals high-speed cars would have 
to slow down in all kinds of weather; hence such signals are 
only recommended where the speeds are moderate , say about 
30 m.p.h. 

In view of the foregoing it is believed that on many electric 
lines it is neither necessary to stagger the home signals or use 
distant signals where the view of the home signal is unob
structed, where siding signs are used and where a full -sized 
semaphore is employed. If the locality is such that much. bad 
weather occurs, or if the view of the home signal is obstructed 
by a curve, or if fo r any reason the view of the home signal is 
often obstructed, it would be economical to use di stant signals . 
The arrangement of signals at passing points also is largely in
fluenced by the nature of the siding. For stub end or short 

upon in formation furni shed by an officer of one o f the large 
interurban lines of the country, it was found that the cost 
to stop and st art an ordinary 40-ton car, running at 40 m.p.h., 
including powe r, wea r an d tear on the brake shoes, brake rig
ging and trucks, is approximately J cents per stop, based on a 
cost of power o f 1¼ cents per kw-hour. Assuming a move
ment of 20 trains a day in each direction the cost per day at 
one passing point would be $1.20 and per year $438, which would 
pay the interes t on an investment of $8,750. For higher speeds 
and greater car weights this would be more, and for slower 
speeds less: also, if the train did not come to a full stop it 
would be less. If these figures are anywhere near correct it 
shows conclusively that any system in which trains have to stop 
frequently for the sake of getting indications is a poor invest
ment. Not only is stopping expensive, but it involves a loss of 
time. In the case cited above about one minute was lost per 
stop. Where a road gives limited service and where there are 
many sidings and only a few stops for the limited train it would 
be a se rious handicap to stop or even slow up at the various 
passing points. 

[The writer then gave a series of cuts, which are not re
produced here, illu strat ing various a rrangements of signals to 
meet different classes of traffic, with a full description of each 
arrangement, especial attention being directed to a system 
which will allow close fo llowing movements under a distinctive 
signal with absolute head-on protection using the track circuit 
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as the medium of control and without the use o f intermedi ate 
s ignals.] 

The statement is sometimes made th at trainmen will not 
obey signals and therefore t heir use is not justified. W hile it 
is true that trainmen have in many instances disr egarded sig
nals, it by no means proves that their use is not justi fied. The 
disregard of signals has been due large ly to their improper loca
t ion or operation. For example, signals have frequently been 
allowed to be at stop when they ought to have been a t clear , 
which has led to their disrega rd, and which in turn has resulted 
in some very serious accidents. A nother important point in se
curing obedience to signals is to locate them properly. For ex
ample, if a d ist ant signal is set too far away the moto rman wi ll 
soon find out that he need not shut off and app ly brakes when he 
passes it, for if he does he will lose t ime and he soon learns 
that he can just as well apply t hem later and stop in time. He 
may under such cond it ions do it too late. Cases have also 
come to the writer 's attent ion where, due to misplaced signals, 
trains were regularly delayed when they need not have been; 
hence the ten dency on the part o f the engineer or motorman to 
disregard the signals. In short, whatever disobedience there may 
have been to signals is largely due, in the opini on of the writer, 
to faulty apparatus, mi splaced signals or faulty practices in 
their operat ion. With up-to-date systems and mechani sms, 
together with a better understan ding of traffic r eq uirements, 
the operation goes on with surprising accuracy with the result 
t hat the causes leading to the di sobedi ence to signals have been 
very greatly reduced. 

Some of the reasons which may justify an electri c line in 
spending the money necessary to install proper signals are: 

Increased capacity of the line, reduced liability to accident, 
avo idance o f delays and increased confidence of the traveling 
publi c. With strong line const ruction a properly designed 
signal sys tem will give much less trouble than a telephone 
system with its delicate apparatus, thus making it possible to 
operate with comparative freedom with the teleph one line in 
trouble. The telephone should not be abandoned , however, 
as it is a very valuable adjunct in the handling of trains on 
single trac k. A suit able signal system will permit schedules to 
be maintained safely in all kinds of weather, which is an im
portant consideration in sections of the country where there is 
much foggy weather and the like. 

AUTOll!ATIC STOPS 

There is a wide difference of opini on on the subject of auto
matic stops, some claiming that automatic stops will have a 
tendency to make motormen relax in vigilance and other s that 
they will have the opposite effect. If automatic stops are used 
in interu rban service they should record every time they operate 
a nd the motorman should account fo r each r ecord. Under 
these conditions no relaxation in vigilance would result. Stops, 
if used, sh ould be so connected with the air system that an 
emergency appl icati on wi ll not result when the trips are caused 
to operate. This will frequently require the use of auxiliary 
a ir-controlling apparatus on the car. To make automatic stops 
o f their highest value it frequently becomes necessary to re
a rrange the signals on single track to secure the nece1,;sary 
braking distance and when so rearranged the signal installati on 
may become much more expensive. On double-track roads a 
full block overlap is us ually provided. ·with this arrangement 
about 33 per cen t more signals are needed than without stops 
to maintain the same headway. 

In conclusion the writer wishes to emphasize the following 
points in this paper: 

(r) \,\There the tra,ffic conditions on electric railways are such 
as to require block signals the automatic system employing con
tinuous track circuits is recommended. Its use is urged from 
the standpoint of safety, reliability and economy. It is now 
successfully employed on over 17,000 miles of steam road in 
this country and its use is rapidly increasing, to the exclus ion 
o f other block systems. 

(2 ) Automatic block systems employing track circuits for 
e lect ric lines are now available which, while maintaining a full 

degree o f safety, reliability and economy, are much less ex
pensive than ever before. 

(3) Of the various systems of single-track signaling available 
the one in which opposing moves are controlled absolutely and 
fo llowing moves permi ss ively under a distinctive signal is 
r ecommended for those roads where following moves closer 
than the distance between passing points are required. 

(4 ) The adoption by the various electric railroads of the 
country of a uniform system of signal aspects and indications 
is urged. The system proposed by the Railway Signal Associa
tion, as far as it will apply and as described in this paper, is 
recommended. 

----·♦·•·---

REPORT ON SUBWAYS FOR CHICAGO 

O n Monday of this week Bion J. Arnold, chief subway engi
neer fo r the City o f Chicago, submitted to Mayor Busse and 
the local tran sporta tion committee o f the City Council a 
report on a proposed system of subways to be used as the basis 
for fo rmula ting a we ll-defined policy on the part of the city 
with rega rd to future extensions o f rapid transit facilities in 
the congested loop district. 

Mr. A rnold submi tted two plan s fo r future subway construc
tion. T he fi r st plan con templates the construction of a com
prehensive system of high-speed subways desig ned ultimately to 
cover t he entire city and make it possible to remove the present 
elevated stru ctures in the down town di st ri ct . Such a system 
of subways would provide not only fo r the operation o f high
speed exp ress and local trains, but also for the operation on sepa
rate tracks of sur face cars which could be defl ected into the 
Stibway~ at out lying points and th erefore greatly relieve the 
congestion on the sur face of the streets. This plan contemplates 
using the subways to be built first fo r some of the present sur
face ca r lines; later the tra ins of the elevated roads and, finally, 
fo r high-speed subway trains, reaching fa r out into the r esi
dential dist r icts. These subways could be built by the city or 
by pri vate capital, or by calling upon the surf ace street r ailway 
syst ems for financial supp ort. If the city decided to enforce the 
clause of the tr action ordinances of 1907 under which the 
surface lines are operating, these lines could be required to 
furnish money toward the constructicn of the subways, pro
\' ided that they had the full use of the subways so con structed 
up to the capacity which they required. 

The second plan proposed by Mr. Arnold is fo r a syst em de
signed to be used exclusively by surface ca rs fo r the immediat e 
relief o f the present congestion on the streets in the business 
dist rict. T his plan would uti lize the existing tunnels under the 
Chi cago River an d the routes and levels would be so located 
that there would be no interfe rence with the subsequent con
~truction o f the high-speed subway system, as proposed in th e 
fi r st plan. Under thi s second plan the city could allow the 
surface lines to const ruct a subway system suitable only fo r 
surface cars with their own money, or call upon the sur face 
lin es fo r the money required to construct such a system and 
built it jointly with them or not, as might seem• best . 

l\fr . Arnold strongly recommends the fi r st plan. The general 
principles upon which the system he favo rs is based are as 
fo llows : ( r) Through ope r ation from north to south with as 
straight tracks as possible. (2) The const ruction of loop routes 
for the Wes t Side lines which would encircle and cross the 
business district. These east and west subways would have th e 
grades separated where they cross the north and south subways. 
(3) Subways under diagonal avenues leading to the northwest 
and southwest sections o f the city. \ ,\Tith such a system pas
senger s from the West Side could be carri ed directly to the 
lake fro nt without t ransferring, or by transferring onc,:e could 
take any of the north and south routes. Similarly, passengers 
fr om the North and South Sides could be carried from one 
end of the city to the othe r without t r ansferring, or by trans
fe rring once tbey coul d reach any point on the West Side of 
the city. 

The construct ion of subways . rn Chicago 1s som ewhat 
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hampered by the fact that 33 ft. below the sur face of the 
s treets the Illinois T unnel Company has constructed a system 
of nearly 6o miles of fr eight tunn els w hich cannot be di s turlJed. 
T hi s would necessita te very sha llow construction fo r the new 
subways, es pec ially at stree t inter secti ons w here the north and 
south lines cross the east and west linl' s o n two lev els. l\ l r. 
Arnold proposes the use of combination I-beams and r einforced 
concrete construction for the new subways so as to permit cross
sections of sufficient size to admit the present standard elevated 
cars in the tunnels within the narrow limits of depth. Sufficient 
space would be left at the sides of the tunnels to pe rmit build ing 
pipe ga ll e ri es which would accom m od ate all of the subterranean 
structures of th e various public utility compani es. Specia l atten
t ion is g iven in the repo rt to the subj ect of the dispositi on of 
the sewers. The sewers will e ither he con structed in the street s 
not wholly occupied by th e high -leve l subways o r in spec ial 
ga lleries which will fo rm a part of th e hig h-level structures. 
It is proposed to provide fo r ventil at ion of the tunn els lJy l1av
ing the bore o f each track inclosed. except a t stat ion s, ,u a s to 
produce a piston action by the movement of trains. 

The report outlines the pr og ressive step s in th e cun,,tructi on 
o f the complete system. The fi r st step would be to r eline th e 
congestion o n Clark Str eet , w hich at the pr esen t tim e is mos t 
in nee d of such re li ef. The plan wou ld be to con struct a two
track subway from the present so utherly po rt al of t he L a S all e 
Street tunnel unde r the Chicago Riv er; south to Mad ison Street , 
east to Clark Street a nd thence south under Cla rk Street to a 
portal at Archer Avenue. The estimated cost of this section, 
which would include 4.28 miles o f single track and fo ur station~. 
is $3,000,000, exclusive of damages to property. The next step 
would be the con struction o f a terminal loop from the east en 
t r a nce of the \Vas hington St reet tun nel under the Chicago River. 
via Franklin and Madison Streets. l\Iichigan ,\ venue, Jacks on 
Boulevard and F r anklin Street l:ack to the east entrance o f the 
Washington Street tunnel and a simil ar loop under the same 
streets from the east entrance of the Van Buren Street tunnel. 
This route comprises 3.663 miles of single track and six sta
t ions, and the estimated cost, exclu sive of damages to property, 
is $5,000,000. Subsequent exten sions of the system would con
sist of routes substantially parallel to these. The total cost o f 
the complete system comprised in the first plan as outlined in 
the report, comprising a total of 49. 185 miles of single track 
and 44 stations, is estim ated at $48,900,000. The cost of the 
complete system proposed in the second plan is estim ated at 
$13,200,000 for 9.8 miles o f single track and r r st at ions. 

The r eport is accompanied by a number of m aps showing the 
success ive stages o f con structi on in each of the p roposed plans 
and cross-sections at seve ral d ifferent points, sho wing the shal 
low construction proposed and complete studies of station plans 
and o th er det ail s. 

---·•·•·•---
STANDARD CLASSIFICATION OF STREET RAILWAY 

ACCOUNTS IN NEW JERSEY 

The Board of Public Utility Commission er s of the State of 
New J ersey has adopted as a standard cl assifica ti on of accounts 
fo r the electric r ailw ays in its juri sdiction the standards o f 
the American Electric Railway Accountant s' Association, with 
two slight changes. One of th ese is in operating expen ses 
account No. 26, "Depreciation of W ay an d Structui-cs.·• The 
other is in operating expense account No. 42, "Depreciation o i 
Equipment." As modifi ed these read as fo llows: 

"26. Depreciation of Way and Structures. Charge to thi s 
account, m onth by m onth , th e amount estimated to be necessary 
to cover such wear and tear, obso lescen ce and inadequacy as 
have accrued during th e month on all way and structures of 
the accou nting corpor ati on, less an amount equal to the sum o f 
the amounts charged for that m onth to the various repair ac
counts in 'Maintenance o f Way and Structures.' 

"N ote.-Until otherwise presc ribed the 'am ount estim ated to 
be necessary to cove r such wear and tear and obsolescence and 
inadequacy as have accrued during any month shall be based 
on a rule to be determined by the an:ounting corporat itJ11. Su ch 

rule m ay be deri ved from con sideration of the said corporatio n 's 
hi story an d experi ence. A ge nera l statement o f the rule in 
use by each com pany, togethe r with the general information 
upo n which it is based, is to he fi led with t he l\ oanl o f Public 
Utili ty Commiss ioner s." 

'·42. Depreciation of E quipment. Charge to thi s account, 
month by month, the amount estimated to be necessary tu cover 
such wear and tear, obsolescence and inadequacy as have ac
crued during the month on a ll ec1uipm ent , less an amount equal 
to the sum of the amounts charged for that m onth to the various 
repa ir accounts in 'Maintena nce o f E quipment. ' See note under 
Account 26." 

- --•·•·•·---

GOVERNORS' MESSAGES 

The fo llowing abstracts from the messages o f gove rnor s sup 
plement those published in the ELECTRIC R AIL WAY J ouRNAL o f 
Jan. 14, I<)II, page 75; Jan. 2 1, 1911, page 125, and F eb. 4, 1911 , 

page 229. 

GOVERNOR EDWI N L. NORRI S OF MONTA NA 

Tl 1e issuance of capital stock, an increase in stock o r the 
creation of an indebtedness by corporations should not be 
allowed until som e State authority has made an examination 
and become satisfied that the fa ir market value in money or 
property has been paid fo r stocks or bonds, except that a rea
sonable amount of promotion stock or premiums might be 
allowed for or ganizati on, promotion or sale purposes. 

T hi s duty might appropriat ely be performed by a public 
service commiss ion , fo r the organization of w hich recom
mendation s will be made. A ll r ealize that none but laws that 
deal justly with capital should be passed, but, upon the other 
hand, laws that will compel capital to deal justly with the pub
lic are in sisted upon. I cannot believe that the enactment of 
any laws justly and fai rly reg ul ating corporations wi ll prevent 
in\' estments and development in ;\1ontana. 

Public se rvice commission s with fu ll power to r egul ate will 
cut the taproot of corpor ate evils and bring about cond itions 
that are fair alike to the corporations an d the public. Many 
fa,·o r electi\'e commission s, while others advocate appointive 
bodies. · I am not so much concern ed w ith the method of selec
ti on as I am impressed with the necessity for a publ ic serv ice 
commission. 

GOVERNOR SPRY OF UTAH 

In my message to the Legislature two years sm ce I called 
attention to and made certain recommendations r egarding the 
creation of a public service commi ssion in the State of Utah. 
which I again pr esent for your consideration. in part, as 
follows: 

"The affairs o f quasi-corporations and associations should 
have publicity. Intelligent investigation of combinations and 
public service corporations will greatly aid the people of Utah 
and tend to es tablish just an d fair dealin g. 

"\Vhatever act ion is taken should be in the spirit of co n
se rvatism and fairness to both individuals and corporate 
interest s. such as has characterized the past hi story of the 
State, and which w ill make for the public good. 

" F or the attainmen t of this end I r ecommend the creation 
o f a public ser vice commission, to be composed of citizens of 
ability to deal with matters of such weighty importance; the 
commi ss ion to be clothed with ample powers to make r egula
tion s nece,sary to con serve the public we lfare in this regard. 
Su ch a commission should be entirely accessible to all of the 
people upon all of t he subjects withi n its jurisdiction and the 
law be sufficiently broad to include every public utility operat
ing within the State. The prompt adjustment upon an equitable 
and inexpensive basis of the m any difficulties and co mpla ints 
arising in th is class of business should be provid ed fo r in 
creating a commission of th is ch aracter, which thus w ould be 
beneficial to every in terest involved. In fairness to all the 
people of thi s S tat e the c reat ion of a puhlic ser vice cnmmis
sion sh ould not be longer delayed." 

GOVERNOR J. M. CAREY nr WYOMI NG 
I r ec ommend to the Legislature that in all co rpor ate o r"' ani -
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zations unde r the laws of the State the right of cumulati ve 
voting in the select ion of board s of directors of said companies 
be provided for. In other words, that the min ority stockhold
ers shall have representation up on these boards by pooling 
thei r stock if they so desire and electing at least one o f the 
board. 

GOVER N OR GEORGE W. DONAGH EY OF AR KANSAS 

The fact that publi c service corporati ons are organi zed 
under our State laws and have home men on th eir boards of 
directors does not alter the real situati on, for these home men 
are sometimes selected merely fo r thei r supposed local influ
ence, while the rea l cont ro l is. o f cunr se, in the people who 
own the shares o f stock in the corporation. That fore ign 
capital is invested in them is no ground for complaint, but 
abuses in the management o f these properties are permitted to 
grow up that would hardly exist if those in control we re on 
the ground and able to know what was being done. 

Under existing laws corporations oper ating stree t railroads 
have an un due advantage in th eir lit igation . If a citi zen from 
any part o f the State is injured by a street car in Little Rock, 
Fort Smith, Pine I3iuff, H ot Springs, T exarkana or Eureka 
Spr ings he is not permitted under the law to bring suit in his 
home county, but mu st sue in the county where the car li ne 
is operated. I t is not fair to make th e de fendant go to the 
pa inti ff' s county, nor is it fair to make the plainti ff go to the 
defendant' s county fo r tri al. Neith er party to a suit should 
have any advantage over the other in the matter o f the court 
where the case is to be tri ed. A law ought to be passed giving 
the plaintiff an absolute right to a change of venue me rely 
upon his fi ling a peti t ion, ve ri fie d by him self , asking therefo r 
in every case where it is necessary under the law to bring suit 
in the county where a corporation has it s principal offi ce in 
order to get legal service o f summons in the action. It does 
not meet the case to say that the law already gives any party 
the right to a change o f venue when he can show the court 
that the other has an undue influence in th e county wh ere the 
case is pending, fo r when the plaintiff, who is o ft en a st ranger 
in the county, under takes to make this showing he is very ap t 
to be met by the friend s of t he corporati on willing, ready an d 
eager to testify that he can get a fair tri al. Not only should 
ther e be legislation to remedy the abuses here referred to, but 
it will be eminently proper to place all public se rvice corpora
tions under the jurisdiction and supervision of a commission 
with ample authority and power to m ake and en fo rce all rea
sonable r ules and r egulations governing t heir operations. If 
the financial condition of the State will not admi t of the crea
tion of such a commission at this t ime, the jurisdiction of the 
Rai lroad Commiss ion should be so ex tended as to cover such 
matters. 

\Vithin the last decade the General Assembly of thi s State 
has enacted many beneficial laws for workingmen engaged in 
hazardous occupations to recover compensation for injuries 
sustained for which at common law there could be no recov
ery. T he aboliti on of the fellow-sen ant rul e has been a step 
in the right direction. But I am of the opinion that the time 
has ar rived to take another forw ard step and provide by legis
lation for compulsory compensati on for industrial acc idents, 
regardless of the r ules of the common law kn own as assump
tion o f ri sks and contributory negligence. F or the latter I 
would recommend to your honorable body the enactment o f a 
law based on what is known as comparative negligence, an d in 
addition to these I would recommend to your favorable con
sideration a compulsory compensation law provid ing in all 
cases of injury to an employee, unless it is caused by his own 
wilful act, compensation based on his earnings. If the injury 
results in death, a sum equal to the earn ings of a certain 
number of yea rs sh ould be paid to the family of the deceased 
dependent upon him fo r support, and a similar proviso sh ould 
be made for him in case of permanent or temporary di sabili
ties. At present the burden is placed enti relv on the shoulders 
of the worki ngmen, those least able to bear- it. 

GOVERNOR E MMET o' N EAL OF ALABAMA 

My views on th is important question are so fu lly and clearly 

expressed by the Democratic platform adopted on May 17, 
19ro, that I quote it i~ full: 

"The public has a right to require from public service cor
porations just and impartial service, without rebates, discrimi
nations or exactions, and an efficient and courteous perform
ance of their duties. Such corporations, on the other hand, 
are entitled to just and fair treatment and to equal protection 
of the law, and capital invested in such enterpri ses should not 
be denied th e opportunity of earning just and reasonable com
pensation. W e favor legislation which will safeguard the 
rights o f the public as against such corporations, but condemn 
any legislative attempts to cripple such corporations by enact
ments which are harsh or inspired by a spirit of hostility." 

I would suggest that the powers of the present Railroad 
Commi ssion be so enlarged as t o embrace telephone and tele
graph compani es with full power, after hearing, to adjust and 
regulate intrastate rates. 

GOVERNOR H IRA M W. J OH NSON OF CALIFOR N IA 

The people are, indeed, fortunate now in having a Railroad 
Commission of ab ility, in tegrity, energy and courage. I sug
gest to you, and I recommend, that you g ive to th e commission 
the amplest power that can be conferred upon it. The presi
dent of th e Railroad Commission, J ohn M. Eshleman, in con
j unction with A ttorney-Gener al \Vebb, Senator Stetson and 
others, in all of whom we have the highest confidence, has 
been at work prepar ing a bill which shall meet the require
ments of the case , and I commend to your parti cular attention 
this instrument . 

I would suggest that an appro priati on of at least $75,000 be 
made for the use of the commi ss ion that it may, by careful 
hearing and the taking of evidence, determine the physical 
value of the transportation companies in the State of Cali
fo rnia, and that th e commiss ion may have the power and the 
means to determine this physical value justly and fairly, and 
the reaft er ascertain the value of improvements, betterments 
and th e like, and upon the values thus determined may nx the 
railroad rates within th e State of California. 

GOVERN OR OSWALD WEST OF OREGON 

T he four year s' work of t he Railroad Commission speaks for 
itself. Since the creat ion of the commission the public has 
seen a marked improvem ent in the roadbed, equipment, sta
tion faci liti es and train se rvice of our r ailroads and is receiv
ing the benefit of an annual saving of seve ral hundred thousand 
dollars through r ate reduct ion s. T he great task of ascertain
ing the original cost and cost of r eproducti on of all of the 
r ailroads in the State is about fi ni shed and the information 
thus obtained will be of in est imable value both for taxation and 
rate-making purposes. This undertaking has cost the State 
but a small fr action of what similar undertakings have cost 
other States. The commission is now working under a very 
eff ective law and but few amendments ar e necessary. Thes-e, 
however, will be submitted to you for your approval through 
measures which are being prepared by the commission. Its 
fur ther needs are fully set out in its annual report and will no 
doubt be called to your attention by the members of the com
mission. 

There is a demand from many quarters for the better regu
lation of all public service corporati ons and a movement is now 
on foot to place those not now subj ect to control under the 
jurisdiction o f some commission. E x perience has shown that 
just rates and treatment come only through such effective 
r egulation and there is no excuse for further delaying action 
in this State. 

The constant con solidation and reorganization of our public 
service corporations and the lack of proper regulation in the 
matter of issuing stock sh ould attract the attention of the 
members of this Legislature and convince them thaf there is 
g reat need o f legislation which will protect the public from 
all unwarranted issues of watered stock. It may be that this 
is a matter for federal r egulation, but in the absence of any 
~ction on the part of Congress it is surely within the province 
of the State to take action in the matter. 
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NEW EXPRESS-PASSENGER MOTOR CARS FOR ILLINOIS 
TRACTION SYSTEM 

The growth of long-di sta nce traffic on the Illinoi s Traction 
System has brought about the construction of motor cars of a 
novel type, four of which recently have been put into service. 
These cars are designed for handling mail or baggage and ex
press and a small number of passengers. They are supplied 
with complete motor equipment and arranged for use as loco
motives in hauling trains of passenger, sleeping or express cars. 
An illustration of one of four of these cars, just delivered by 
the McGuire-Cummings Manufacturing Company, is presented. 
Two of the new equipments have been put into service hauling 
the through sleeping car s between Peoria and St. Louis. These 
t rains make a run of 175 miles between the two terminal cities 
da ily, leaving one terminus at midnight and arriving at the 

the passenger compartment conform s to the standard practice. 
T he new cars are mounted on Curtis trucks and equipped 

with four GE-205 motors with type M multiple-unit controL 
They are heated with Peter Smith hot-water heaters and are 
provided with toilet rooms at the forward end of the passenger 
compartment. In addition to the hot-water heating system eight 
cross-seat heaters and one cab heater of Consolidated Car Heat
ing Company manufacture have been installed. The cross-seat 
heaters are arranged to supply 1 deg. of heat only. The cab 
heater is connected on an independent circuit and all heaters 
are controlled from the motorman's compartment. 

Some of the special equipment on these cars includes the 
following: Dayt on toilet fixtures. 5-in. Globe ventilators, Em
pire safety treads, Edwards trap doors, F orsyth No. 88 ring 
curtain fixtures, Pantasote curtain material , U. S. No. 13 trolley 
base, No. 2 Knutson trolley retrievers, Wagenhals headlights, 

Illinois Traction System New Motor Car, the Greater Portion of Which Is Reserved for Baggage 

other at about 7 a. m. T he two other combination cars are 
used in pulling local milk trains in and out of St. Louis. These 
t rains have early morning runs making all stops, and it is de
sired to be able to haul a milk car and yet have the motor car 
arranged so that the few passengers using the ea rly morning 
run can be carried conveniently. The new cars are admirably 
adapted to this service. 

The most noteworthy feature in connection with the design 
of the new type of motor ca r is the use of the turtle-back roof 
which was adopted a little over a year ago by the Illinois Trac
tion System when its latest sleeping cars were built. The 
bodies of the new motor cars are of heavy construction, 52 ft. 
6 in. long and designed for single-end operation. The front 
compartment of the car is 24 ft. long. Its windows and doors 
have been so placed that this compartment may conveniently 
be equipped for railway mail service. A motorman's cab of 
the type standard on the Illinois Traction System has been set 
off at the left-hand forward corner of th e car. The doors and 
windows in the forward compartment have been made small to 
provide maximum wall space. 

The middle compartment is 12 ft. long and is provided with 
wide side doors. This compartment will be used for handling 
baggage. The rear compartment of the new type of car is 
similar to a section of a standard passenger coach, having six 
Hale & Kilburn reversible and two leather-upholstered seats 
Twelve campstools also are carried in this car. The passenger 
compartment is trimmed with mahogany and is fully up to the 
standard of other passenger cars. The window arrangement in 

Westinghouse schedule AMS type air-braking equipments. 
The general dimensions of the combination motor cars are as 

follows: 
Feet. Inches. 

Length over all ................•..............••...•..•.. 52 6 
Width over sheathing. . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9 3 
\Vidth over all at eaves. . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . 9 5 ¼ 
\Vidth inside between ~heathing.. . . . . . . . . . . . . . • . . . . . . . . . . . . 8 s 
Height, bottom of sill to top of roof boards ....•.•.....•.... 9 4 13/16 
Height, top of rail to bottom of sill. . . . . . . . • • • • . • • • • . . . . . . . 3 s 
Height, rail to top of draw bar ............................. 2 10 -----.. ·•---

REPORT ON EUROPEAN RUSH-HOUR CONDITIONS 

The consular report fo r Tuesday, Jan. IO, issued by the 
Bureau of Manufactures, Department of Commerce and Labor, 
gives particulars of the methods adopted in Liverpool, Bir
mingham, Manchester, Leeds, Belfast, Marseilles, Brussels, 
Berlin and Moscow for reducing or preventing the over
crowding of cars during the rush hours. Most of the cities 
mentioned limit the number of passengers who are allowed to 
stand in the cars or on the platforms. In Leeds, Belfast and 
Moscow this limit is eight persons. In Berlin the usual num
ber is seven, but under certain conditions a larger number is 
permitted, such as during sudden showers, snowst orms, on 
Sundays and holidays after 3 p. m., etc. The ni.tmber of pas
sengers allowed to stand in the other cities mentioned in the 
report is not given. Where the number is limited in this way 
passengers form in a line, called in England a "queue," and 
await their turn to be admitted on the cars. 
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News of Electric Railways 
Plans for Electrifying the Revere Beach & Lynn Road 

A t the h earin g held before the j o int committ ee on 
railroads o f t h e L egislature of Massac hu setts on the appli
catio n o f t h e New Y ork, New Haven & Hartford Railroad 
for permission t o ta k e over the Revere Beach & Lynn Rail
roa d T. E . Byrnes, v ice-p res iden t of the New Y ork, New 
Have n & H artford Rail roa d, said: "The New Y ork, New 
H aven & Hartford Rail road prop os es t o build a nd equip a 
dou ble-t rack tun ne l un der Bost on h arb or, connectin g the 
eas t ern branch of th e Bost on & Main e and the R evere 
Beach road with the Sout h Station , usin g a lower level of 
th e South S tatio n for station, to co nn ec t w ith t he m ain lin e 
tracks of the New Haven at a point between the track s of 
the South Termina l Co m pany a nd th e Back Bay station. 
It is prop osed to equi p and ope rat e by electricity at least 
two t rac k s of t h e New Yor k, New Haven & Hartfo rd Rail
road fro m R ead vill e to th e tun ne l ; a lso the tracks through 
the tunn el, a nd two addit iona l tracks from th e tunn el to 
Lynn a nd th e t r ack s of the Revere Beach & Lynn Railroad 
from th e tun ne l t o Lyn:1. It is a lso propose d to four -track 
the m ain lin e o f th e Bes t on & Maine Railroad beyond Lynn 
to Beve rly, build in g a fo ur-trac k tun nel through the city of 
Salem , a nd as soo n as th e g rade c r oss in gs on the line are 
eliminate d a n d t h e Salem tunn el comp let ed t o op erate by 
el ec tri city a t least as far as Beverly. The tunnel will cost 
about $ 12,000,000, w hil e t h e o ther wor k outlined will amount 
to n earl y as much." 

Letter on Proposed Cleveland Railway Bond Issue 

H. J . Davies, sec re t a ry of t h e Cleve land Rail way, re
turn ed t o Clevelan d fr om New York on J a n. 31 , r9rr, with 
a pro p os it io n fro m Harri s, For bes & Compan y t o purchase 
a certain a m ount of bon ds of th e compa ny. J . J. Stanley, 
president of the compa ny, and Mr. D av ies decided to sub
mit th e o ffer to t h e City Coun cil befor e g ivin g out detailed 
in fo rmation regar ding it. al thoug h M r. Stanl ey s tated that 
it r elates t o a S pe r ce nt bo n d a t a d iscount. If t h e City 
Coun cil r efuses to make suc h changes in t h e g rant a s will 
a ll ow th e sa le of t h ese b on ds th e com pany m ay demand 
arbi tr a ti on . The fo ll owin g lette r , bea ring up on the bond 
issu e, was submitted t o th e Ci t y Coun cil by th e Cleveland 
Railw ay on t h e evenin g of Feb. 5, r9 rr : 

" W e h a ve a t presen t ou t standing $3,151,000 m ortgage 
bonds du e J an . I , 1912, but optio nal on 60 days' no t ice , an d 
a n exis tin g fl oa ting in deb t ednes s of abou t $1,250,000. The 
la tt er o ught to be fund ed a t once, a nd it is des ira bl e t o 
refund th e fo r m e r at t hi s time instead of waitin g until 
th eir m aturity. Pursua nt t o th e franchise un de r w hich we 
ar e n ow oper atin g, we h ave auth orit y t o refun d our b onded 
o r fl oa tin g indebtedness at a ny t ime without askin g the 
co nsen t of t h e city of Clevela nd , bu t if t h e bonds necessary 
t o be sold t o refund suc h in debtedness b ring less tha n par 
it becom es necessa r y for u s t o ask t h e consent of th e ci ty. 

" \V hil e t h e existing o rd inance auth orizes t h e city t o ap
prove a sa le of bonds at a d iscount, th er e appea r s to b e 
some dou bt as t o w hether or not t h e discou nt m ay b e 
amortized. In other wor ds, if t h e o r d in a n ce doe·s n o t per
mit t he amorti zing of t h e d iscount, a sale of bon d s below 
pa r, even with t h e consen t of the ci ty, may involve a direct 
los~ t o u s of t h e amount of th e d iscoun t. T h e exis ting 
ord in a n ce auth or izes th e com pany to se ll a t p a r with out 
th e con sen t of t h e ci ty an y bon ds bearin g int eres t n ot in 
excess of 6 per cent. Of course, it is entirely pra cticable 
fo r us t o sell a 6 per cent bond at par, but we do n ot desire 
te, have t h e securities of t h e com pany bear a h igh er rate 
of interes t than is absolute ly necessa r y o r than goo d busi
n ess judgm ent dictates. T o th e stoc kholders of t h e com
pany it makes n o d irect fina nci al difference wh eth er t h e 
bonds bear 6 pe r cent o r S p er cen t int er est . 

" \ Ve have a n offe r from Harris, F o r bes & Company to 
pur ch a se $5,000,coo of 20-year S p er cent bon ds at 97, but 
it m ay b e that, under th e ordinanc e as it s ta nd s, t o do this 
would involve a loss t o u s ultimately of $150,000 on this 
$5,000,000 issu e. At 97 a S per cent bond, includin g amortiz-

ing th e discount, is equivalent to about s¾ per cent. We 
do not think it possible for us to sell at par any bonds bear
ing a lower rate of interest than s½ per cent, and, therefore, 
the price of 97 fo r a S per cent bond, including amortizing 
the discount, is a direct savin g of fi x ed charges to the extent 
of approxim a tely ¼ of r per cent. We are wi lling to make 
this savin g , but he sitate to do it at the expen se of the stock
holder s. N eith er d o we think it sound financing at the 
prese nt time to issu e bonds bearin g a rate of interest in 
excess of S p er cent. 'vV e ar e a lso sa ti sfied that the offer 
of 97 is a fair price, and that we ca nn ot hope to receive 
more tha n tha t a m ount for a 5 per cen t bond at the present 
time. 

" In this situati on we desire t o obtain from the city its 
cons truction o f the o rdinance o n the question of our right 
to amort ize th e discount in the event that the city approves 
t he proposed sal e, a nd if the city sh ould maintain that the 
existi ng ordinance d oes n o t confer up on us that right we 
w ish t o suggest our w il lin gnes s t o accep t an amendment 
to the o rd inance w hich w ould accompl ish t'hi s purpose and 
result in a n et savin g of fixe d intere st cha rg es. " 

Transit Affairs in New York 

Contro ll er Prendergas t and President Mitchel of the 
A lde rmen sent to t h e P ub lic Ser v ic e Commission on Feb. 
4, 19 1 r, a lett er urgin g that b o dy, in its consid eration of the 
subway offer of t h e Interboroug h Rapid Transit Company, 
t o consider t he possibilities o f an independent subway 
rout e, p articul a rl y as r ega rd s the cost of construction. A 
copy of the let te r w as sent to Borou gh President Mc
A n eny, who is cha irman of the subway conference commit
t ee of the Board of Estimate. Mr. M itch el and Mr. Pren
derga st p o int out that, according to figures they have re
ceived dire ct from P r es ident Shonts of t h e Interborough 
Rapid Tran si t Company, the c ost of c onstructing an exten
s ion fr om Thirty-fi fth Street t o 135th Street is figured by 
th e Interborough Rapid Tran sit Company a t $34,200,000, 
wherea s the low es t b id s received by the P ublic Service 
Commi ssion for th e corresponding section of the Lexington 
Avenu e lin e of the triboroug h subway from Fortieth Street 
t o 138th Street ag gregated only $26,673,362. Adding in an 
es timate o f $760,000 fo r s tati on fini sh, t r ack and ballast , 
which were n ot included in the trib orough bids but were 
included in M r. Shonts' e stimate , a differenc e of $6,766,634 
app ea r s in favor of the trib orough bids on this section. 
The triborou gh bids, moreover, were based on a tube suffi
ci ent to accommodat e cars of the standard size, w hereas 
th e Int er bor ou gh Rapid Transit Company's es tima t e was 
fo r a subway built on the lin es of t he present tube. O n 
the bas is of t h ese comparisons Mr. M it ch el and M r. Pren
der gas t su gges t that the whol e scheme as laid out by the 
Interb orou g h R apid Tran sit Company may be enti r ely mis
leadin g, an d tha t, with th e city' s investment fixed at $53,-
000,000, t he ac ceptance of such a proposition might place 
up on th e city a n undue prop ortion of the total cost. 

A n o rd er g ra ntin g an application of the Hu dson & M an
ha ttan R ail roa d fo r a n ext ension of the time. within which 
t o build the ext en sion of the Sixth Aven ue subway through 
N inth Street t o F ourth Avenue, from Jun e 15, r9rr, to 
Jun e IS, 1913, has been adopted by the Public Service Com
m1 ss1on . 

W ork h as been commenced by the Third Avenue Rail
road at th e corner of Third Avenue and Sixtieth Street, 
Manhattan, t o extend a line from Third Avenue to First 
Avenue and there connect with the tracks on the north 
s id e o f the Queensborough Bridge. Direct connection with 
the Third Avenue track s is t o be made at Third Avenue 
and Six tieth Street. A t Thi rd Avenue and Fifty-ninth 
Str eet a connection is to be made with the Third Avenue 
tracks and the lines now on Fifty-ninth Street. The Third 
Avenue Railroad, under a franchise which has been granted 
by the Board of Estimate and the Public Service Commis
sio n, proposes to run cars over Fifty-ninth Street, connect
in g with the tracks n ow on the south side of the bridge, 
then c ontinuing t o Long Island City, to the Queensbornugh 
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1:.-lridge pl aza and out as far a s Jack"on Avenue , there loop
ing to the sot1th s ide of the p laza a nd thence rett1rning to 
Manhattan over th e tracks on the south side of t he bridge. 

The Pt1blic Service Railroad Commission has denied th e 
app li ca ti on of the Brooklyn Heights Railroad, the Nassau 
E lec tr ic Railroad a nd the Coney I s land & Brooklyn Rai l
road for a r ehearing on th e grant of a cer tificate last July 
to the Manhattan Bridge Three-Cent Fare Line, which pro
pose s to constrt1ct a surface road across the bridge and 
Ma nhattan t o the North River via Canal Street. The com
mission told the company that unl ess it obtained operating 
rights across Manhattan it wou ld refu se to approve the 
exe rcise of a fr anchise later on. The Brooklyn companies 
in th eir app li cation declared the Three-Cent Fare Line 
would never be able to get the operating rights. 

Railway Affairs in Detroit 

T he M ichigan Supreme ourt, sitti ng at Lan sin g, J\lich., 
on Feb. 1 d ecided that Detroit does n ot posses s the right 
under its charter to submit th e l\Io ore municipal owne r
ship plan fo r acquiring th e st r ee t railways a nd ot her util
ities t o a vote of the p eop le. The court holds that a general 
revision of the charter mu st precede amendment s such as 
the on e providing for this vote, and that amendment s 
ad opted oth erwise a re null and void. The decision nullifies 
the civil service and a number of other amendments made 
to the chart er at th e fall e lec ti o n, as well as th e one apply
ing to muni cipal owner shi p. 

The city has a right to issue two kind s of bond s. one 
permissible by th e cha r ter limits and the o th er chargeable 
to th e utilit y for t h e purpose of acquiring public utilitie~. 
according to th e decision. Bo th Ju stic e Blair a nd Justi ce 
Hooker wrc te opinions, but in th e main they co incid e. 
Just ic e Hooker discussed a t len gth the sugges ti on that if 
the relators have a r emedy at this stage of the proceedings 
it must be by injunc t ion bill a nd n ot by ma ndamus. Both 
opinion s agree in that the cha rter o f th e city wi ll not permit 
an amendment such as was adopted in this case, a nd that 
the plan for issuing bonds is legal. 

Two courses are n ow open t o the city to obtai n th e right 
to submit th e question of muni cipal own er ship to the voters. 
A complete r ev ision of the charte r can be o rd er ed or the 
Legislature may be indu ced so to amend the home rule law 
that a revi s ion of t he charter wi ll not b e r equ ired. 

Corporation Coun se l Ha ll y estimates that th e cost ot 
revising th e charter would be a bout $80,oco a nd wou ld 
necessitate th e ho ldin g of fo ur elec ti on s. If th e proposal 
for revision carried, a primary would fo ll ow fo r the nomi 
natio n of members of a cc mmi ss ic n to m ake th e r evision. 
Finally the charter in its rev ised fo rm would be submitted 
to a vote of th e "e lectors. 

O n Feb. 1, 19 11 , the Detroit United Railway fi led an 
answer and cross b ill in th e sui t begun by t h e city to col
lect r ent on the Fo rt St r ee t line, on w hi ch th e franchise is 
all eged to have expired. The company cla im" that the 
franchi ses fo r thi s lin e do not expire until Dec. q. 1921 , 
and has asked fo r a n inju nction t o r es train the city from 
co ll ecti n g rent and from interferin g wit h the operation of 
ca r s on the line by s tartin g suit s at law or otherwi" e. The 
com pany_ alleges that the city ha s n ever demanded that 
the streets m enti oned in t he b ill of complaint shou ld be 
vacated and a ll eges that th e city has n o legislatin authority 
over rates and terms und er wh ich th e ccmpanies operate, 
as such rights were n ever give n it by th e Legislature. The 
compa ny admit s knowl edge of th e r esolu ti ons passed by 
the Commo n Council w h ich o rder ed it to pay $2co r ental. 
but denies th at the cit y or any one else knows that the 
rig ht of th e compa ny t o mainta in and ope rate railways on 
th e streets named has expired. The company deni es that 
its claims con sti tute an irreparable injury t o th e city: that 
they cloud the city's title t o control of the streeb, and that 
they embarrass th e city in its dealings with other co rpora
tions w hi ch desire to operate o n the stre ets at terms more 
favorab le t o t h e publ ic than a re afforded by the Detroit 
U ni ted Railway. On th e o th er hand, it avers that th e citv 
ha s m ade no effort t o dea l with eith er th e Detroit United 
Rai lway or other street ra il way compani es n o r taken any 
steps whatever to supply tran sportation to the public other 
than that g iv en "by th e defen dant. T he a n swe r alleges that 
the Common Council has n ever r equeste d th e company to 

vacate the streets named or authorized any action a t law 
to di spossess th e Detroit United l{ailway Co111pany from 
the s treets. 

An agre ement ha s been reached between the Detroit 
United Railway and th e village of St. Clair Heights as a 
result of w hich cars will be run through the village for the 
accommodation of the people. Heretofore many of the cars 
have been turned before they reach the village boundary. 
The loop at this point will b e removed and a d ouble track 
will be built on Mack Avenue. 

Estimate to Be Made of Cost of Electrifying London & 
Port Stanley Railway.-Th e directors of the London & Port 
Stanley Railway, London, Ont., of which S. Baker is secre
tary and clerk, ha ve in stru cted the civil engineering depart 
m ent of the company t o prepare e~t imates of the probab le 
cost of electrifying the road between London and Port 
Stanley. 

Mayor Whitlock's Illness Delays Matters at Toledo.
Althoug h Drand Whitlock, Mayor of Tol edo, Ohio, ha s so 
far recove r ed from his rec ent ope ration as to be able tu sit 
up in bed and read, nothing is being done toward a set tle
ment of th e st r ee t railway question. It is possible that the 
c ity authorities will await the result of a vote on th e pro
po,;ed Geleerd bill, which will be before th e Legislature at 
this se~s io n and which aims t o make it poss ible for cities 
to purchase and operate street railway s. 

Convention of Manufacturers of Corrugated Steel Cul
verts.-The firs t an nual convention of the manufacturers of 
stee l culverts in the No rthwestern States was held at Min
neapolis, Minn. The purpose of the association is to 
s tandardize the gage and weight of the material u sed in 
cu lverts, to ob ta in adequa te transportati on facilities and 
proper freight rates, to educate the public to the value and 
efficiency of metal culverts and for general publicity pur
poses. Officers of the association are: T. M. Thomp son, 
president; B. W. Harris, vice-president: N. V. Lux, secre
tary-treasurer. 

Work of A. E. R. A . Reviewed in Daily Press.-Th e New 
York Trib1111e of Feb. 5, 1911, conta ined a long article on 
the America n Elect ri c Railway Association and its work 
with abstrac t s from the speeches by Arthur W. Brady, 
president of the association, on "The Association," and by 
Col. H. G. Prout, vice-president and general manager of the 
Un ion Switch & Signal Company, on "The Manufacturer," 
made at the annual banquet given by the American Elect ric 
Railway Manufacturers' Association to the American Elec
tric Railway Association in connect ion with the mid -year 
meeting on Jan . 27, 1911, at the Hotel Astor, New York. 
The article was accompanied by portraits of the following 
officers of the association: Arthur vV. Brady, president; 
Gen. G. H. Harries, second vice-p resident; C. N. Black, 
third vice-president; H. C. Donecker, secretary, and W. 
Caryl E ly, p ast -president. 

Resoluticns Regarding Mr. Winter's Retirement.- The 
follow in g preamble a nd r esoluti ons were adopted by the 
directors of the Brooklyn Rapid Transit Company at their 
meetin g o n Feb. 7, 1911: "'VVhereas E. \V. \Vint er has 
declined to be re-elected a director and the president of this 
company; now. there fo re, be it r eso lved , that th is board 
has accep ted l\Ir. vVint er's decision ,vith great regret. 
During the eight years in which h e ha s been president of 
the company h e has built up a strong and efficient working 
organiation, has directed the expenditur e of upward of 
$._i5,coo,ooo in the enlargement a nd improvement of the 
transp ortati on facil iti es of the company's system, has in
creased its g r c ss earnings from $12,695 .000 in 1902 to $2 1,-
130.000 in 1910 a nd its surplus ea rnings from $531,000 to 
$2,793,000, ha s, by hi s broad a nd intelligent appreciation of 
transportatic.-11 needs and opportunitie s, removed many 
causes of public criticism. and by hi s ability. ener gy, <;ense 
o f fairne ss . hi gh ideal s a nd indep enden ce of judgm ent has 
justly earned a n enviable reputation as an executive cor
porate officer. In terminating official relations ,vit h Mr. \Vin
te r we assure him of ou r earnest appreciation of hi s services 
to th e com pa ny and exte nd t o him our best wishes for his 
continued success and good h ealth ; and be it further re
solve d, tl' at the sec retary be in s tructed t o transmit to Mr. 
Winter an engrossed copy of this resoluti on under th e seal 
of the co rp o rat ion." 
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LEGISLATION AFFECTING ELECTRIC RAILWAYS 

Connecticut.-Feb . 2, the last day fixed for the introduc
tion of new measures, was anticipated by a flood of bills 
and r esolutions. There are many re soluti ons for exten
sions of elect ric railways now in operation and a number 
of resolutions extending t he time for the construction of 
new lines. There are seve ral workmen's compensation acts, 
an act to provide a telephone, water and light commission 
and a bill which would make it a misdemeanor for electric 
railways to charge more than 3 cents for passengers who 
a re not provided with seats. Perhaps the most important 
happening thus far was the hearing held on Feb. 2 by the 
judiciary committee at which the subject of public utility 
legislation was taken up. The bills considered were the 
ones introduced by Senator Fenn, by Repres entatives Banks 
and Corey and by Repre sentative Hotchkiss to es tablish a 
court of commerce. The last m easure is fathe red pre, 
sumably by the New York, New Haven & Hartford Rail
road. Some weeks ago President Mellen of that company 
suggested such a court as a subst itute for the proposed new 
utility commision. Mr. Mellen proposed that an a dditional 
Superior Co urt judgeship should be created and that on e of 
th e Superior Court judges should be appoint ed by the chief 
ju stice to be a court of commerce for a year with power to 
employ such exp ert s and ass istan t s as h e might deem neces
sa ry to carry out the law. A ppeal from the proposed court 
o f commerce to the Supreme Court could be taken only on 
quest ion s of law, not of fact. The principal speakers were 
Representative Chandler and Prof. W. A. Henry, ex-dean 
of the department of agriculture of the University of Wis
consin. Mr. Chandler said that the la st three Governors 
had favored a public utility commission and that there was a 
general sentiment through out the State on the part of 
business men in favo r of such a commission. He regretted 
that the proposed commerce court idea had not been ad
vanced sooner so that it might have received the same 
careful con sideration w hi ch was given the o ther publ ic utility 
mea sures. Prof. Henry, who is now a resident of Con
necticut , reviewed the work of the Railroad Commi ss io n of 
Wisconsin. He said that the commission in that State had 
met with the general approval of the corporati ons, the public 
and the pres s. The hearing was adjourned until Feb. 8. 

Delaware.-A bill has been introduced in the House to 
cr eate a public utility commission with five m embers to be 
elec t ed by the people and to have control over all public 
se rvice corporations in the State. 

Indiana.-Among the m easures reported for passage is 
Senator Ne ttervi lle's bill to regulate the clearances of wires 
crossing railroad and interurban tracks. Representative 
Seidenslicker's bill to g ive the Railroad Commi ssi on power 
to compel steam and elect ri c railroads to install block 
signal systems has been reported favorably. The House 
committee failed to bring in a unanimou s report on the 
Wide r bill to provide that no person shall be emp loyed as 
an interurb an motorman unless he has had one year's ex
perience on an electr ic o r steam railroad. The majority 
report, however, favo red the bill. The Senate bill which 
p r ovides for the examination of interurban employees and 
officia ls by the Railroad Commission was killed by the 
committee. Several hearings on the bill t o conserve water
power sites have been held by the committee on naval 
resources. Representatives of the Indiana & Michigan 
Electric Company say that this bill would restrict further 
development of water-power plants to the detriment of 
the power industry in the north ern part of the State. A 
number of new bills have been introduced. A Senate bill 
provides that at least two members of a section ga ng em
ployed on a steam or electric railway shall understand Eno-
lish and be able to pass an examination on the flaggi 1~g 
rules. A House bill provides that electric railways may 
contract with hydroelectric companies for electric power. 
A House bill w ould regulate the time and mann er in which 
passengers shall be tran sported by railroads and the tolls 
and compensation t o be paid therefor. A Senate bill would 
permit railroads w hi ch operate lin es less than 15 miles long 
to charge 4 cents a mile for pas se nger service. A House 
bill would provide that when a public-service franchise ex
pires a year's notic e shall be given and the renewal fran
chise be award ed to the highest bidder. 

Kansas.-The committee on railroads of the Senate, to 

which has been referred all public utility legislation pre
sented in the Senate, has appointed a sub-committee to draft 
a committee public utility measure. 

Maine.-The fi r st m onth of the Legislature has seen the 
introduction of many bills affecting public service corpora
tions for which committee hearings and legislative action 
will probably come during February. The most important 
general measure introduced provides for a public utilities 
commission to r ep lace the railroad commission, and to exer
cise authority over telegraph, telephone, express and other 
companies. The commission would have the power to regu
late capitalization, service and rates. It would number five 
men, with a chairman drawing $4,000 a year and the others 
$3,500. Appeal from a decision of the commission could be 
taken to the Supreme Court. This bill is more drastic than 
the one introduced in the Legislature of 1909 and referred 
to this Legislature. The most unusual special measure 
is for the Canadian Pacific Railway to turn over to the 
Aroostook Valley (Electric) Railroad its 33 miles of branch 
from Aroostook Junction, N. B., to Presque Isle, Me., the 
latter road to opera te it by electricity. Two other bills 
would charter a line of the Aroostook Valley Railroad from 
Washburn to Presque I s le and from Washburn to the 
west line of th e State. The road would afford a short 
lin e from Queb ec to the Canadian harbor of St. John, N. B. 
A charter ha s been asked for a st eam or electric railroad 
from Friendship via Waldoboro, Union, Hope, Lincolnville, 
Searsmont and Belmont to Belfast, by Cyrus F. Stackpole, 
Will iam F. Curran, Harry J. Chapman, Bangor, Me., and 
oth er s, the road to be known as the Knox County Central. 
Charter extensions have been asked for two years for the 
Lin coln County E lectric Rai lway, which is proposed from 
Damariscotta to Boothbay Harbor, for the Waldo Electric 
Railway between Belfast and Camde n, and the Winter Har
bor & Easte rn to run from Winter Harbor to Cherryfield or 
vicinity. A charter is asked for the R. & T. Cement 
Railroad to take over the Rockland, South Thomaston & 
Owl's Head Electric Railway, an d extend it to T ennant's 
Harbor and Port Clyde. Two railroad taxation bill s have 
been introduced. One is the bill introduced in five previous 
Legislatures for a valuation of railroads and taxation accord
ing to valuation. The other was introduced by Representa
tive Pattangall, and provides fo r an increase of the limit 
fo r railroad taxati on to 6 per cent of the gross receipts. 
The pre sent tax is a percentage of gross receipts graded 
according to the r eceipt s per mile, with the limit at S per 
cen t. Two other bill s concern th e Wiscasset, Waterville & 
Farming ton narrow-gage steam railroad and also may affect 
the Lewiston, Augusta & Watervi lle E lectric Railway. 
O n e of them would ext end th e c harter of Waterville & 
Winslow Bridge Company and revive the plan by which 
the narrow-gage road from Wiscasset was once expected 
to enter Wate rville. 

New York.-A bill ha s been introduced in the Assembly 
to limit to S cents the rate of fare which may be charged 
by a steam or an electric railway for tran sportation between 
two stations in the Boroughs of Man hatt an a nd the Bronx. 
A bill has also been introduced in the Assembly to require 
st r eet railways in citi es to carry school children at half 
fa re. Governor Dix has transmitted to the Senate the 
appointment of W. A. Huppuch as a member of the Public 
Service Commission o f the Second Di strict of New York to 
succeed John N. Carlisle, Watertown. O n Feb. 1, 1911, 
t he Governor was r eported to have stated that he had not 
ye t considered the appoin tment of a successor to Edward 
1\1. Bassett as a m emb er of the Pu blic Service Commission 
of the First D istri ct. Mr. Bassett's t erm of office expired 
on Feb. I. 

Ohio.-Representative Meyer Geleerd, of Toledo, has 
completed hi s municipal own er ship bill. It would permit 
municipali ti es to own and operate street railways, lighting 
plants and water p lants, with the privilege of furnishing 
commercial se rvice. In the construction of new municipal 
lines the consent of owne rs of abutting property. will not 
be necessary. Bonds fo r the purchase of public-service 
properti es are not t o be included within the present limit 
fo r cities, but only after a vote of the people at a regular 
election or a special elect ion called for that purpose. The 
committee on labor of the House has recommended the 
Calvey bill, which would provide for closed vestibules to 
protect conduct or s in the winter. 
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Financial and Corporate 
New York Stock and Money Market 

Feb. 7, 1911. 
T he stock market has be en fair ly act ive during the past 

week and prices have remained firm at the advances re
corded since the middle of January. There is undeniably 
a very much better ton e in the market and traders are 
begi nning to beli eve that there wi l! be moderate business 
during the spring, even if prices do not a dvan ce mate
rially. The excellent bond market is the brig htest feature 
of the situation. T here is a healthy demand for all good 
issues. 

The money market continues to be very easy. Rates 
to-day were: Call, 1¼@2½ per cent ; 90 days, 3¼@3½ per 
cent. 

Other Markets 
T here was only moderate trading in traction shares last 

week in the Phi ladelphia market. For the most part prices 
held firm. Both Rapid Transit and Union Traction closed 
to-day at about the figures quoted a week ago. 

In the Chi cago market th ere has been less activity in trac
tions. A few small lots of Chicago Railways certificates, 
mostly Se ries 2 and 3, have been sold a t former prices, but 
Series 1 has been out of th e market. 

Massachuse tts E lectric shares a re s till sold in odd lots 
in the Boston market, but pri ces are unchan ged. Boston 
Elevated has been under some sellin g pressure and within 
the week prices have sagged about two poin ts. 

In the Baltimore m arket some United Railways stock 
has sold in the neighborhood of 17½ and the bonds have 
continped to be active a t unchanged prices. 

Quotations of traction a nd manufacturing sec urities as 
compared with last week follow: 

F eb. r. 
American Light & Traction Company (common) ..... a288 
American Light & Traction Company (preferred) .... a1 05 
American Railways Company .......... ............. a45 
Aurora, Elgin & Chicago R ai lroad (common)..... . . a4 2¾ 
Aurora, Elgin & Chicago Railroad (preferred) ........ a87 
Boston E levated Railway ... ......... ............... a129¼ 
Boston Suburban E lectric Companies (common) ...... a 16 
Boston Suburban Electric Companies (preferred) .... a71 
Boston & Worcester Electric Companies (common) .. a10 
Boston & Worcester Electric Companies (preferred) .. a40 
Brooklyn Rapid Transit...... .. .. . ... .............. n½ 
Brooklyn Rapid Transit Company, 1st ref. conv. 4s.. 83 ¼ 
Capital Tr.action. Company, W ashington .....•....... 128¼ 
Chicago City Rai lway .........................•..•. a195 
Chicago & Oak Park Elevated Railroad (common).... *3 
Chicago & Oak Park Elevated R ailroad (preferred).. *7 ¼ 
Chicago Railways, ptcptg., ctf. 1 .. ....... ........... a93 
Chicago Railways, ptcptg., ctf. 2 .................... a25 ½ 
Chicago Railways, ptcptg., ctf. 3.................... a9 ½ 
Chicago R ailways, ptcptg., ctf. 4................... a6¼ 
Cleveland Rail way ................................. *91½ 
Consolidated Trac tion of New J ersey ............... a74 
Consolid ated Traction of N. J. , 5 per cent bonds .... a 105 
Detroit United Railway ............................ a72 
General Electric Company ...........•.............. a 154 
Georgia Rail way & Electric Company (common) ..•.•. a1 20 
Georgia Railway & Electric Company (preferred) .... a88 
Interborough-Metropol itan Company (common)...... 19 ¾ 
Interborough-Metropolitan Company (preferred)...... 54 
Interborough-eMtropolitan Company (4 ½ s). . . . . . . . . . 79 
Kansas City Railway & Light Company (common) .... a22 
Kansas City Railway & Light Company (preferred) .. a71 
Manhattan R ailway ... .. ... ... ..... .. ..........•... 137¼ 
Massachusetts Electric Company (common) ...•...•.. a18 
Massachusetts Electric Companies (preferred) .....•• a85 ½ 
Metropolitan West Side, Chicago (common)........ 23 
Metropolitan West Side, Chicago (preferred)........ 68 
Metropolitan Street Railway, New York . .. .. ........ *1 9 ½ 
Milwaukee Electric Railway & Light (preferred) ...... *r 10 
North American Company...... .. ..... .. .... ....... 72¾ 
Northwestern E levated Railroad (common) .......... a23 
Northweste rn Elevated Railroad (p referred) ........ a63 
Philadelphia Company, Pittsburgh (common)....... .. 53 
Philadelphia Company, Pittsburgh (preferred)........ 44½ 
Philadelphia Rapid Transit Company. . . . . . . . . . . . . . . 20 ¼ 
Philade lphia Trca tion Company. . . . . . . . . . . . . . . . . . . . . *86 ½ 
Public Service Corporation, 5 per cent col. notes ...... a96½ 
Public S ervice Corporation, ctfs ........•.. ......... aror½ 
Seattle Elcetric Company (common) .•••...•....•. . . ar 10 
Seattle Electric Company (preferred) ..........•.•.. a101 ½ 
South Side Elevated Railroad (Chicago) ............ a70 
Third Avenue Railroad, New York .... .. ............ aII 
Toledo Railways & Light Company. . . . . . . . . . . . . . . . . . a9 
Twin City Rapid Transit, Minneapolis (common ) .... arro 
Union Traction Compan~ Philadelphia .........•.... a47¾ 
United Rys. & Electric 1...,ompany, Baltimore ......... ar8 1/s 
U nited Rys. Inv. Co. (common)................... 44 ¼ 
United Rys. Inv. Co. (preferred)................... 69¼ 
Washington Ry. & Electric Company (common) ....•.• a38 
Washington Ry. & Electric Company (preferred) ...• a89 ½ 
West End Street Railway, Boston (common) ........ a91 
West End Street Railway, Boston (preferred) ...... a ro, 
Westinghouse Elec. & Mfg. Co............. .. ...... 68 
Westinghouse E lec. & Mfg. Company (1st pref.) .... 119 

a Asked. *Last sale. 

Feb. 7. 
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Report on the Proposed Consolidation and Other Matters 
in Boston 

Under date of Jan. 14, 1911, the Senate of Massachusetts 
received a report from the Board of Railroad Commission
ers and the Boston Transit Commission sitting jointly on 
various m atters re lating to the three following subjects: 

First, the acquisition by the Boston Elevated Railway of 
stocks and bonds of other street railway companies, or for 
the acquisition of the property and rights of other street 
railways in any othe r way. Second, extensions of the exist
in g contract s for the use of subways and tunnels. Third, 
methods for conti nuin g the advantages of a single control 
of the systems of the Boston Elevat ed Railway and the 
West End Street Rai lway. 

With regard to authorizing th e Boston Elevated Railway 
to acquire and hold the stock and securiti es of other rail
ways, the joint board refers to a report made by it to 
the General Court of 1910, under date of Jan. 8, r910, in 
which it arrived at the general conclusion that "a holding 
bi]] should be enacted permitting th e Boston Elevated Rail
way t o acquire and hold the stock of o th er str eet railway 
compani es." The joint board, after a r eview of its previous 
conclusions, s tates that by virtue of existing contracts and 
leases between the company and the Commonwealth and 
the City of Boston advantage cannot be taken of the general 
law relative to the consolidation of street railways. The 
question thus placed before the joint board was whether 
consolidation by special act present ed the necessary ele
ments of feasibility and practicability. While it has always 
been conceded that a special consolidati on bill could be 
drafted no action can be required under such a bill without 
t he consent of th e Boston Elevated Railway ; an act pro
viding for consolidation w hi ch w ould have to be permissive 
would remain inoperative unless accepted. The joint board, 
however, deems it advisable to include a special provision 
relative to consolidation in its draft bi ll. This section, 
taken as a whole, is in aid of the consolidation. It will tend 
to bring about consolidation of all those companies in 
which the Boston E levated Railway may become a s tock
holder, for in case such consolidation is not effected the 
company must by Jan . 1, 1924, cease to be a stockholde r, 
an d dispose of any stock or bonds of other street railways 
w hich it may then hold. 

Section 1 of the draft bill permits the Boston Elevated 
Ra ilway, subject to th e appronl o f the Board of Ra il road 
Commissioners, to acquire th e s tocks and bonds of any other 
stree t railway, except the W est End Street Railway, incor
porated under the laws of the Commonwealth which has 
a physical connection wi th any railway now owned, leased 
or operated by the company. T he company, subject to the 
approval of the board, may issue its own stocks or bonds, 
to prov-ide means for payment, but their par value shall 
not exceed the par value of the securities so purchased, and 
in no case shall the amount of the bonds so issued exceed 
the amount of bonds so purchased. The company is not 
authorized to acqui r e the stocks or bonds of any street rai l
way organized after Jan. 1, 191 I, whose lin es may here
after be constructed where the Boston Elevated Railway 
now owns, leases or operat es a st r ee t railway. Section 2 

pr ovides that whenever the Boston E levated Railway ac
qui r es 35 per cent of the stock of another company it shall 
no tify a ll stockholders of the company in question that it 
will purchase all remaining stock tendered to it within 
six m onths thereafter at a price per share equivalent to 
the average price paid by it for such 35 per cent. 

Section 3 states that the stocks or bonds of other street 
railways acquired by the Boston E levated Railway shall not 
thereafter be sold or otherwi se disposed of except with the 
consent of the board, but this provision shall n ot be so 
construed as to impair the ri ghts of the creditors of the 
other company. Section 4 stat es that no contracts relating 
to j oint traffic or to the sale of power between the company 
and any other st reet railway in w hich it owns any shares 
shall be valid until approved by the board. Section 5 states 
the provisions of section ro of chapter 500 of the act s of 
the year 1897 r el a ting to tolls or fares shall be extended 
to include within a distanc e of 5½ miles from the State 
House the road of any street railway in which the Bos to n 
Elevated Railway has acqu ired 35 per cent of th e s tock 
under the provisions of this act, but this shall not be con-
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sid ered as affecti ng the said section so far as it relates to 
roads owned, leased o r operated by the company at the 
t im e of the passage of this act. Section 6 relates to taxa
tion. Section 7 states that for the purpose of effecti ng any 
consolidation the vote of a m ajority in interest of the stock
holders of each of the contracting corporations shall be 
suffi cient but such con sol idati on shall n ot be valid and 
bin ding until its te rms h ave been approved by the board. 
The author ity granted to the Boston E levated R a ilway to 
acquire stocks and bonds of oth er stree t rai lways shall 
terminate on June IO, 1922, a nd not lat er than J an. r, 1924, 
the said co mpany shall dispose of any stock or bonds of any 
other st reet railway acqu ired by it und er t h e provisions 
of this act, and shall have no authority t o h old t h e same 
thereafter. Section 8 relates t o the provisions for en fo rcing 
this act or preventing violation thereof. Section 9 s tates 
that the act shall take effect upon its acceptance by the 
compa uy by vote of its board of directors and return 
t her eof to the secret a ry of the Commonwealth within s ix 
months of its passage. 

The r eport on extensions considers whether it is advisable 
to provide in advance of the expirat ion thereof for exten
sions of existing contracts for the u se of the Tremont 
Street subway, the Washin gton Street tunnel and the East 
Boston tunnel, and if so o n what terms. The report says 
t hat there should be a uniform date upon which the leases, 
not on ly of the existing subways and tunnels. but also of 
subways and tunn els to b e constructed sho uld expire. The 
finances of the subway and tunnel construction, including 
both those completed and those prop osed, s hould provide 
for the payment at maturity or r enewal of a ll bonds here
tofore or he rea fter is sued by th e city for subway and tunnel 
purposes. Th e j o int board hold s th at the question of ex
tending the existing leases s hould be dealt with as part of 
a comprehensive plan of unifying the finances of subway 
and tunn el construction. Such a plan has been worked 
out in a draft bill which proYides for a 25-year extension 
of the three existi n g lines- the Tremont Street subway, 
the East Boston tunnel and the \Vashin g ton Street tunnel
so t hat all will expire o n July 1, 1936. Provision is also 
made that the lea se of the Boston Hill tunnel n ow under 
construction and of the Rin·rb an k subway which is author
ized but n o t yet begun, shall expire on th e sam e date. Thi-. 
would extend the lease of th e Tremont Street subway for 
about 19 years. of the East Boston tunnel abou t q years, 
and of the \Vashingt on Street tunnel for about three years, 
and would extend fo r four years the lease of the Beacon 
Hill tunnel if such lea se is made in 1912 to run for 20 
yea rs from its opening for use. On the other hand, 
the RiYerbank subway lease would be shortened by about 
three years. The lea ses for the proposed South Station• 
tunnel would a lso expire on the same date. The bill call~ 
fo r no change in the rates of rental payable under existing 
lease s until aft er such lea ses have expired. From and 
after the respective dates of expiration the rental is fixed 
at the uniform rate o f 4½ per cent per annum for all 
subways now constructed or authorized. The bill only 
establishes this rate of rental, however, until July I, 1936, 
as it has not seemed wise to undertake a definite rate for 
a longer period than 25 years. 

Certain proYisions are made t o give the city such oppor
tunity to require suc h further extension as may be found 
necessary to provide for the retir ement of all its subway 
and tunnel bon ds at maturity. but the period of such exten
sion beyond 1936 is limited t o 25 years as the maximum. 

A dissenting statement with rega rd to the foregoing re
port on lea ses was made by George G. Crocker. of the 
Boston Transit Commission, who thinks it desirable that 
a more definite provision shou ld be made for payment of 
the b onds which have bee n issued or may be issued fo r 
subway and tunn el construction. He believes, first. that 
4½ per cent fo r the extension of city leases is insufficient 
and. second. that the plan proposed, while it does not re
quir e. nevertheless contemplates. the fixi ng of the r ental 
from 1936 on a basis which will not wipe out the indebt
edness of the city until 25 years from 1936, o r p ractically 
in 1961. In his belief the payment of interest and sinking 
fund requirements calls for a rental of approximately 4¾ 
per cent per annum, continuing until the general expirati on 
of all leases on July r, 1950. T hi s would g ive an avera ge 
tern1 of use o f 40 years. 

The report on the proposed consolidation of the Boston· 
Elevated Railwa y Company and the West End Street Rail
way Company says that the advantages of a single control 
of these two systems are obvious. The present lease would 
exp ire II years hence. There are only two methods 
by which a continuance of this · single control can be 
assured. These methods are either a long extension of the 
present lease or consolidation. The joint board is em
phatically in favor of consolidation, and recommends 
unanimously that the acts of 1908 should be amended 
by extending to Dec. 30, 191 r, the time within which 
the consolidation may be authorized by the stockholders 
of the two compa nies. The members of the joint board, 
however, are unab le to agree a s t o the dividend rate which 
should be fixed upon the purcha sed s tock, which would 
become the second preferred stock of the Boston Elevated 
Railway. The major ity report r ecomm end s a n 8 per cent rate 
rather than have the consolidati on indefinitely postponed. 
T he change fr om t he present 7 per cent lease rate t o the 
proposed 8 per ce nt would mean a n additional fixed charge 
of $125,000 a year. 

The minority report st a tes th a t an increase to 8 per cent 
would be an unwarranted g ift to s tockholders and would 
to that extent impair the ab ility of the Boston Elevated 
Railway to serve the public properly. 

Boston & Worcester Street Railway, Boston, Mass.
The Boston & Worcester Street Railway has petitioned the 
Railroad Commission fo r authori ty to issue 4370 shares of 
preferred stock at $no a sha r e. The p roc eed s of 2970 
!:-hares will be used to purchase or cancel a like amount of 
common stock, and the r emainder wi ll be applied to float
ing in debtedne ss. 

Brooklyn (N. Y.) Rapid Transit Company.-At the! m eet
ing of the directors of the Brooklyn Rapid Tran sit Com
pany on Feb. 7, 1911, the fo llowing officers were elected: 
A. N. Brady, chairman of the b oa rd o f directors; Col. T. S. 
\Villiams, president; C. D. M en eely, vice-president, member 
of the b oa rd of directors and treasu rer; J. F. Calderwood, 
vice-pre sident ; J. H. Bennington, secretary. The ann ounce
ment o f the retirement of Edwin W. Winter as a director 
of the company and as president was made in the ELECTRIC 
RAILWAY JouRNAL of Feb. 4, 191 r. 

Central Pennsylvania Traction Company, Harrisburg, Pa. 
-The Ce ntra l Pennsylvania Tract ion Company paid a divi
dend of 4 per cent on Feb. 1, 1911 , on the 42,000 shares of 
cap ital s tock of the company, wh ich h ave a par value of 
$50 a share, but w ith only $46 heretofor e paid in . The divi
dend is c r ed ited in payment of an ass essmen t o f 4 per cent 
cal led for payment at that date. The stock of the com
pany, $2,100,000, is now h alf paid in. 

Chicago (Ill.) Railways.-Mention was made in the ELEC
TRIC RAILWAY JouRNAL of Feb. 4, 1911, of th e purchase of 
$15,000,000 of fi r s t mortgage, 5 per cent bonds of the Chi
cago Railways by Harris, Forbes & ~ompany and the 
National City Bank, New York, N. Y. lt 1s announced that 
this entire issue has been dispos ed of, a co n sid er ab le amount 
of the bonds going abroad. Judge Grosscup in the United 
States Court ha s entered an order permitti n g Andrew Cook, 
w h o pu r chased the property of the Chicago Con solidated 
Traction Company, the right to 'take up a number of re
ceiver bonds against th e company. The amount and the 
holders of th e bonds follow: Nort h Shore Electric Railway, 
$160,728; Chicago Electric Tran si t Compa ny, $98,500; Cicero 
& Proviso Railroad. $381,200; Ogden Street Railway, $49,772, 
and North Chicago Electric Railway. $ 160,728. 

Cleveland, Painesville & Eastern Railroad, Willoughby, 
Ohio.-A n increase from $2.000,000 to $3,500,000 in the 
cap ital stock of th e Cleve land , Painesvi ll e & Eastern Rail
road ha s been approved by th e s tockholders. 

Fairmont & Clarksburg Traction Company, Fairmont, 
W. Va.-On Ja n. 31, 1911, the Fairmont & Clarksburg Trac
tion Company purchased the stock and bonds of the Fair
m o nt & 1\f annin g t o n Rai lroad and assumed active control 
of th e road. 

Federal Light & Traction Company, New York, N. Y.
A t the annual meetin g of the stockholders of the Federal 
Light & Traction Company, M. D. Thatcher was elected a 
director to succeed Dunlevy 1Tilbank. 
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Greenville, Spartanburg & Anderson Railway, Anderson, 
S. C.-The Duke interest s propose to incorporate th e Pied
m ont & Northern Railway with a cap ita l s toc k of $5,000,000 
to take over the Greenville, Spartanburg & And er son Rail
way and other properties which they control but which are 
not yet spe cified. The company will be incorporat ed by 
]. B. Duke, Somerville, N. J.; n. N. Duke, New York City; 
Samuel McRoberts, New York City; W. S. Lee, Charlo tte, 
N. C.; Ellison A. Smyth, Greenvill e, and Lewis W . Parker, 
Greenville. 

Indianapolis & Cincinnati Traction Company, Indian
apolis, Ind.-The Indian apoli s & Cincinnati Trac ti on Com
pany, r eorganized, has m ade a mortgage under dat e of July 
I, 1910, to the Ce nt ra l Trust Company, N cw York, N. Y., 
a n d E. Francis Hyde, New Y ork, N. Y ., as tru s te es to 
sec ure an issue of $4,850,€>00 of bonds divided into classes 
A, B and C. Of thes e bonds $1,300,000 of class A will be 
used t o retire the rece iver's debts, etc., and classes B and 
C will be used largely for exten sions, improvements, etc. 
The German-American Trust Company, Indi anapol is, Ind., 
has charge of the exchange of receiver's certificates for the 
new bonds. 

Interstate Railways, Philadelphia, Pa.-The leases of the 
several prc p erties contro ll ed by the Int erstat e Railways 
are made t o the fo ll ow in g companies and run as follows: 
(a) Properties in and around Wi lkes-Barre (Wilkes-Barre & 
,i\Tyom in g Valley Tracti on Company) from Jan. I, 1910, fo r 
800 years to the Wilkes - Barre Railway. (b) Those in and 
arou nd Norri stown, l{ eading and L eba non (United Trac
tion Company, Read in g, et c.) from Apri l I, 1910, for 900 
yea rs to the Reading Transit Company. (c) Tho se in and 
around Trenton (Trenton Street Railway, etc.) t o the 
Trenton & Mercer Coun ty Traction Corporation. (Incor
porated in New Jersey on Oct. 6, 1910, by Geo. W . Mac
Phcrson, Rankin Johnson and Oscar T. Crosby, Warren
ton, Va.). ( d) Those in Delaware County, Pa. (Delaware 
County & Phi lade lphia Electric Railway), were leased July 
I, 1910, for 999 year s to the Sout hern Pennsylvania Trac
tion Company. (I ncorporated in Pennsylvania in June, 
19rn, with $10,000 sto ck.) Incorporators. Geo. R. vVebb. 
Ba ltimore, Md. ; Oscar T. Crosby, Warre1iton, Va.; Wm. 
Henry Snyder, Chestnut Hi ll , Pa. Treasurer, D. L. Evans, 
II I N orth Hanover Street, Pottstown, Pa.) ( e) Those in 
Delaware (Wilmington & Chest er Tract io n Company, etc.) 
t o the Wilmington & P hilade lphia Tracti o n Company from 
July, 1910, fo r 999 years. The two leasing companies last 
named are under th e same management and execu ted the 
leases simultaneously. 

Joliet & Southern Traction Company, Joliet, 111.-Judg
ment for $10,000 was ent ered in the Kane County Circuit 
Cour t in Illin ois o n Feb. 6, 191 I, against the J oliet & South
e rn Traction Company in favor of John 1\1. Raymond. 
Aurora. On the petit ion of M r. Raymond. J oy Morton and 
o ther creditors, Judge Ca rn es appointed H. A. Fisher, Joliet, 
president of th e Joliet & Southern Tra ction Company, and 
Daniel Peterkin, representing J oy Morton and the Conti
nental National Ba nk, Chicago, Ill. , as r ece ive r s to operate 
t h e road. 

Kentucky Securities Corporation, Lexington, Ky.-Brief 
menti on was made in th e ELECTRIC RAILWAY JOUR NAL of Feb. 
4, 1911, page 243, of the incorporation of the Kentucky Se
curities Corporation. The company wi ll take over the 
Lexington & Interurban Railways. It has an authorized 
issue of $2,500,000 of 6 per cent preferred st ock and $2,500.-
000 of common stock. Of the preferred stock $2,160.240 
will be issued imm ed iately and of the common stock $2,053,-
100 wi ll be issued immed iately in exchange fo r securities of 
the Lexington & Int erurban Railways and for cash. The 
officers o f the Kentucky Securiti es Co rporation follow: 
Percy M. Cha ndler, Philadelphia, president; John A . Mc

' Carthy, P hilade lphia, vic e-pres id ent; J. K. Trimble, Phila
delphia , sec retary and treasurer. 

Meadville & Conneaut Lake Traction Company, Mead
ville, Pa.-Judge Buffington, in the U ni ted States Circuit 
Court at P it tsbu rgh, ha s confirmed the sale of the property 
of the Meadvi ll e & Conn eaut Lake Traction Company and 
the Meadville Street Ra ilway at foreclo sure on Jan. 14, 1911, 
to a committee r epresentin g the bondholders of the com
panies, as n o ted in the ELECTRIC RAILWAY JouRNAL of Jan. 
2 1. 101 1, page 135. 

Missouri & Kansas Interurban Railway, Kansas City, 
Mo.-W. R. McKinley, pre sident of the Illin ois Traction 
Syst em, o n behalf of hi s associates, is negotiating with 
W. B. Strang, president o f the Missouri & Kansas Inter
urban Railway, for an intere s t in that company and operat
ing rights which will provi<le an entrance to Kansas City 
for lines which Mr. McKinl ey and hi s associates have in 
contemplation as part of their program for new construc
tion. The McKinley intere sts now ope rate the street rail
way systems in Atc hi son and Topeka. 

Ocean Shore Railway, San Francisco, Cal.-The sale of 
the property of the Ocean Shore Railway, under foreclosure 
to the bondholders, of which mention was made in the 
ELECTRIC RAILWAY JouR NAL of Jan. 28, 1911, has been con
firmed by the court. 

Oklahoma Railway, Oklahoma City, Okla.-A meeting of 
the s tockh olders of th e Oklahoma Railway ha s been called 
for Feb. 24, 191 I, to v ote on a proposal to inc rease the au
thorized capital stock of the company from $3,000,000 t o 
$15,000,000, o f which $5,000,000 is t o be preferred stock and 
$10,000,000 common stock, and to sanction an increase in 
the bonded indebtedness of the company to $12,000,000. 

Philadelphia (Pa.) Rapid Transit Company.-! t was an
nounced on Feb. I, 191 I, that 350,000 of the total of 600,000 
shares of the s tock of the Union Traction Co mpany had 
been deposited with the officials of that comp ;i ny, or more 
than the number requir ed. t o authorize the proposed re
financi ng plan. 

United Railways Investment Company, San Francisco, 
Cal.-The seri es E 6 per cent n otes of 1908 of the United 
Ra ilways Investment Company, which are due Feb. 15, IQI 1, 
wi ll be paid, principal and intere s t, at maturity at the office 
of the New York Trus t Company, New York, N. Y., or a t 
the office of the U nit ed Railroads of San Francisco, San 
Francisco, Cal. 

Wilmington & Southern Traction Company, N cw Castle, 
Pa.-The Wilmington & Southern Traction Company has 
been incorporated at Dover, Del., to succeed to th at part of 
t he vVilmington, New Castle & Southern Railway between 
New Cast le and Delaware Ci ty, which was purchased re
cently at foreclosure by R. H. Richards, as n oted in the 
ELECTRIC RAILWAY JOURNAL of Jan. 28, 1911, page 183 

Dividends Declared 

El Paso (Tex.) Electr ic Company, 2½ per ce nt, common. 
Fed eral Light & Traction Company, New York, N. Y., 

qua rt erly, 1 I/2 per cent, preferred. 
Portland Railway, Li ght & Power Company, Portland, $1. 

ELECTRI C RAILWAY MONTHLY EARNINGS 

AURORA , ELGIN & CHICAGO RAILROAD. 
Gross Operating Net Fixed N~t 

Period. Revenue. Expenses. Revenue . Charges. Income. 
1m., Dec. 10 $124,874 $85,363 $39,511 $34,8 50 $4,661 
I" '09' I 17,202 72,794 44,4 08 30,9 12 13,496 
6 .. '10 934,4·5 7 503,834 430,6 23 20 I ,893 228,730 
6 .. '09 858,00 7 4+4,903 413,104 177,57 4 235,s30 

BANGOR RAILWAY & ELECTRIC COMPANY. 
Im .. Dec. '10 $47, 5 15 • $20,826 $26,689 $12,165 $14, 524 
I" '09 4 _:;, I 56 * 22,22 7 22,929 I l,708 I I ,22J 
6 .. '10 310,332 • 135 ,600 171,7 32 72,089 l"',1'43 
6" '09 300,63 3 *131,955 168,678 70,637 98,041 

CH.\TTANOOGA RAILWAY & LIGHT COil1PANY 
1m. 1 Dec. '10 $7 5,6 59 *$47,33 I $ 28 ,3 28 $ I 8,862 $9,466 
1" '09 64,417 • 40,964 23,453 I 7,675 5,778 

12 
11 'rn 875,078 *511,453 363,625 220 .897 142,728 

12 
11 '09 771,582 •50'\,677 264,905 198,665 66,240 

EAST ST. LOUIS & SUBURHAN CO?11PANY. 
Im., Dec. '10 $202,814 •$98.246 $104,568 $44,989 $59,579 
I" '09 185,225 •94,507 90,718 45,042 45,676 

12 ff '10 2,364,142 *1,287,604 1,076,s 38 54 1,2 12 ,35, ,126 
I 2 

11 '09 2,035,790 • 1,146,746 889,044 538 ,398 350 ,646 
GRAND RAPIDS R.\ILWAY. 

Im., Dec. I 0 $96,274 •$59,872 $36,402 $q,349 $2 2 ,0 SJ 
J " '09 90,144 * 48,26 I 41,883 I 5.J06 26 ,,77 

I 2 " '10 1,132,578 *619,646 5 I 2,932 1 81 . 272 .13 I ,660 
]2 If '09 1,029,011 * 543,008 486,003 176 ,903 309 , I 00 

LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY. 
Im. , Dec. 'I 0 $37, 69 4 •$25,34 1 $1 2,353 $1 3,100 t$ -47 
I" '09 36,417 *25,423 I 0,',94 I 1,687 t_i,693 
6 " '10 292,985 • 170,292 12 2,693 78,7,8 ~ 1,955 
6 " '09 293,088 ... 161,1 40 131 ,948 86,694 45,254 

PORTLAND RAILWAY, LIGHT & POWER C0111PAN\'. 

11;!·· f;;c. 'I 0 $5 29 ,960 •$233,69 5 $296,274 $1 2 ~.333 $172 ,941 
I 09 4 32,667 *201,2_1"1 23 1,437 I 1 r-, 860 I 20,5 77 

I 2" IO 5,638,896 '2,7 2 4,378 2,9 I 4,5 I 8 I ,398,029 I ,5 16,489 
J 2 

11 09 4,818,022 •2.4 18 ,91 0 2,.190,1 I 2 I , 270,62_s 1, l 28 ,487 
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Traflieand Transportation 
Tacoma Safety League 

According to the Live Wire, which is issued by the Seattle 
(Wash.) E lectric Company for the benefit of Stone & 
Webster employees in the Northwes t, the Tacoma Rai lway 
& Power Company is making a great effort to reduce its 
accident s to the lowest possible limit and to bring its train
men to the hig hes t poss ibl e degree of effic iency. The claim 
department of th e company ha s formed a safety league and 
suc ceeded in interesting many hundreds in the scheme, the 
school children being members in large numbers. This 
safety league has the obj ect in view of making the public 
more careful in their m ovem ent s. In order to make the 
trainmen more painstaking and to give them a clearer 
understanding of the rea so n why certain rules and methods 
are desirable a daily bull et in is issued. In it an attempt is 
made to present different pha ses of the transportation busi
nes s, in a t er se, point ed way, in terms easily understood. 
Occasion is take n in thi s bull etin to commend trainmen for 
merito riou s work, as well as t o ca ll atte nti on to discipline 
ad ministered. 

The correspondent of the Live Wire in Tacoma, in dis
cus sin g the work bein g ca r ried out, says th a t the examples 
furnished by Portlan d and Seattl e in this re spect are being 
fo ll owed. He continu es as fo ll ows in r ega rd to the work 
being don e among th e school children: 

"We succeed in ge ttin g the a t tent ion of the children by 
some appropriate story w hi ch in a manner wil l furnish 
an analo gy to the production and use of e lectricity, and 
then warn them of th e dangers of li ve w ires an d third rails. 
Then we impress o n their mind s tha t s treet cars are an 
econ omic n ece ssi ty and that they, all their lives, will be 
comp elled to m ak e use of them eve ry day, and that there 
are certain precautions on the s treets that must be taken 
and th a t certain rules in regard to the cars must be 
obser ved. 

"After the lec ture eac h child is furnished with a button, 
the wearing of which makes him a member of the Tacoma 
Safety League. The children take th eir impressi ons home 
and talk them over with their parents, and in thi s way we 
reach the whole family and bring about a close relation 
between the company and the home." 

Relations Between Public Service Corporations and Public 

Henry E. Huntin g to n contributed an article on the mutual 
relations between public servi ce corp orations and the public 
to a r ecen t special · editi on of the Los A ngeles Times, in 
which he sa id : 

"I am asked to say a word in r egard to the r elation which 
should exist between a public service corp ora ti on and the 
city which it se rves. 

"The questi on is a large one , and every phase of the 
5ituations that ar ise ca lls forth some new side of the ques
tion. In sp it e of this fact, howeve r, the principles involved 
are s impl e ones-and if they are kept in mind there should 
be n o diffi cult y in adjusting the points of difference as they 
may come up from day to day. 

"In the fi r st place, it is the duty of the public service 
corporati on-say in the case of a street railway-to pro
vide safety, speed and co mfort to the traveling public of 
the city which it serves. 

"In this service safety mus t come first and all the time, 
and both fo r the sake of the ci ty and the sake of the operat
ing company other questions must be secondary. The Los 
Angeles Railway is doing its utmos t to provide this through 
the pay-as-you-enter typ e of cars a nd innumerable safety 
devices that are placed in operation, and of which in many 
cases the public kn ows nothing. · 

"It must provide rapid and frequent service. In many 
cases it is impossible to live up to the highest demand 
which service requires through the inability to obtain cars 
for the service, but on the local lines we are doing our 
utmost in this regard. 

"The question of cars also must be taken into considera
tion when the comfort of passengers is consider ed, to
gether with the condition of the traffic of city streets. 
· "There is another duty of the companies. That is to 

aid in the growth of the city served. We are building for 
the future. Many of the lines now constructed are operated 
at a loss, but in the end they will pay through the building 
up of the out lyin g territory and th e bringing of additional 
thousands to the city. 

"On the oth er hand, the city owes a duty to the financial 
interests that place their m oney in public service corpora
tions that in their turn serve the city's needs. 

"Like the corporations themselves , the city government 
is itself a servant of the peop le, and sh ould n ot unneces
sarily hamper a fellow servant in the carrying out of his 
duties. 

"When a franchise is asked fo r to care for the city's 
growth, it is the duty of the city government not only to 
see that it is granted, but it is an additional duty, moral, at 
least-upon the city gover nment-so to legislate as to 
make t h e burden upon the public servic_e corporation as 
light as possible in the carrying out of its work. 

"It is imp ossible to provide necessary lines for the growth 
of a city without proper franchises, and it is impossible to 
operate tho se already bui lt without some profit from the 
m oney invested. 

"When these facts are understood by the city, and when 
the dutie s of the corporations to the city are understood 
by the corporation officials, there is littl e difficulty in reach
ing any fair compromise. 

"The average man is a pretty fair-minded individual and 
wherever it is possible t o r each his ear with s traight facts 
it is comparatively easy to sett le any dispute at once and 
with out argument." 

Petition for Near Side Stops in Memphis.-The Memp hi s 
(T enn. ) Street Railway has been petiti oned by citizens to 
sto p it s cars on the near side of the street. 

Increase in Wages for Employees.-The employees of 
the Roanoke Street Railway r eceived an increase in wages 
of I cent an hour, effective on Feb. 1, 19rr. 

Social Rooms for Employees.-The York (Pa.) Railways 
has fitted up social rooms in the city for its emp loyees, and 
in the spring the company will add a read in g room con
taining the latest bo oks and magazines for their use. 

Increases in Wages in Houston and Galveston.-The 
Hou ston (Tex.) Electric Company an d the Galveston (Tex.) 
E lectric Company, both controlled by Stone & Webster, 
Boston, Mass., have increased the wages of the motormen 
and conductors in their employ 6 per cent. 

Appearance of Kansas City Trainmen.-The Metropolitan 
Street Railway, Kansas City, Mo., r ecently orde red its train
men to wear white collars and ties while in service, since 
which a m a rked improvement in the appea rance of the men 
ha s been n ot ed at the m onthly inspections. 

Complaint Against Increasing Fares.-The Public Service 
Commission of the Second District of New York ha s re
ceived a complaint fr om r es ident s of Bolivar, Pa., against 
the \Ve stern New York & P enn sylYania Traction Company, 
prot es tin g aga in s t th e increase in rates w hich the company 
proposed to put into effec t on Feb. 5, 191 r. 

Change in Fare Between Wilmington and New Castle.
The Wilmington, New Cast le & Southern Railway, New 
Castle, Pa., has announced a change in fa re over its line 
between New Cast le and Wilmington. He reafter the fare 
will be 10 cents each way. Coupon tickets, however, good 
for the round trip will be sold for rs cents. 

Agreement Between Schuylkill Railway and Its Em
ployees.-An agreement has been entered into between the 
Sc huylkill Railway, Gi rardville, Pa., and its employees re
ga rding wages and te rm s of se rvice w hich will cover a 
peri od of two yea r s. According to the n ew a greement the 
employees will receive an increase in wages of 15 cents per 
day and will be required her eafter to wo rk one-half hour 
less than heretofo r e eac h day. 

Loops Suggested in Downtown St. Louis.-The. United 
Railways, St. L ouis, Mo., has sugges ted to the joint United 
Railways committee of the M unicipal Assembly of St. Louis 
a plan for the operation by the company of a number of 
loops in the downt own section o f the city which woufd 
require grants of franchises on three streets. The con
struct ion of the new loops would, it is thoug ht, tend greatly 
tn reduce congestion, particularly in the rush hours. 
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Pri~es for Subway and Elevated Motormen in New York. 
-The Interborough Rapid Transit Company, New York, 
N. Y., has a nnounced that p ri zes amounting to IO per cent 
of the monthly wage s of m otorm en operating subway an d 
elevated trains will be a warded to the fo ur m en who show 
t h e bes t records o n the coas ting clocks w ith which the ele
vated and sub way trains a re bei ng equipped. The in st a lla
tion of these clock s has been referr ed to p r eviously in the 
E LECTRIC RAILWAY J OURNAL. 

Complaint in Regard to Transportation of Newspapers 
Dismissed.-The P ubli c Servic e Commission of the Second 
District of N ew York has closed upon its records t he com
plaint of M o rris Man son, Roch es ter , against the New York 
State Railways as to t h e r efu sal of that company to carry 
newspap ers a nd packages upo n its cars in R ochester. An 
arrangem ent now in effect by t he company p rovide s for 
carrying newspapers o n date of issue o r th e fore noon of the 
foll owing day on t h e fro n t v es t ibule of all sch edul e c ars, at 
25 cents per 100 lb., in accor dance with the p rovis ion s n oted 
in th e item "Handlin g Newspapers in R ochester ," wh ich was 
publ ished in th e ELECTRIC RAIL WAY JOURNAL of Feb. 4, 101 r. 
page 241. 

Another Hearin g O rdered on S ervice in Albany.-T h e 
P ub lic Service Commission of the Second Di s t rict of New 
York has appointed a furt h e r hearing t o be h eld Feb. 16. 
1911, o n the order to show cause direct ed against the 
United Traction Company, Albany, N. Y. , as to w hy it 
sh ould not purchase la r ge d oubl e- tru ck pa ssen ger cars fo r 
use upon it s Pine Hi ll s and W es t A lb any lines. The reply 
of t he company to the commission in regard to service 
ove r its P ine Hill and W est A lbany lin es based on the 
investigation m ade for the commission by Charles R. 
Barn es, the el ectric rai lr oad in specto r of the commission, 
was referred to at length in t h e ELECTRIC RAILW AY J ouRNAL 
of J an. 28, 191 I, page 183. 

Portland, (Ore.) Employees as Stockholders.-B. S. 
Josse lyn, p resident of t he P o rtland Railway, L ig ht & Power 
Com pany, P o rtland, O r e., has a rranged to permit employees 
of the company to purchase stock of the company a t $75 a 
share, a nd m a ny men have avai led themselves of the privi
lege of becoming stockh older s by subscribing for five sha res 
of stock each. M r. Josselyn in commen ting on th e plan 
was quoted a s foll ows : "The employees have the privilege 
of buying as much as they can pay for; we have placed n o 
limit on the amount that may be purchased, but it is under
stood t h at th e purchasers w ill hold t he stock a r easonable 
length of t ime, at least durin g th eir peri od of serv ice 
with the company, otherwise the obj ec t sought woul d be 
defeated." 

Operating A gr eement Reported B etween Detroit United 
Railway an d M ichigan U nited Railway.- It i_s s tat ed tha t 
th e D etroit ( Mich. ) U n ited Railway and the Michi gan 
Rai lway are r eady to enter into a traffi c c ontract for 
th rough passenger and freig ht traffi c bet ween D etroit on 
the south and L ansing and Kalam azoo on th e n orth. One 
lin e of the Michigan U nited R ailway extends from Jackson 
to Lansing, and another to Kalamazoo. There is an 
arrangement with the F ruit Belt Line, which operates be
tween Kalamazoo and B ent on Harb or , for the qui ck sh ip
m ent of frei ght between Detroit and Chicago, a b oat line 
between B enton Harbor and Chicago filling in th e lin k. 
Heretofore shipm ents made by the D etroit United Railway 
to any of the nort h ern points had to be reloade d a t J ack
son. A new line between L ansing and Owosso will be in 
operation within a short t im e, and it is said tha t a lin e will 
be built from Morri ce to Durand and Flint, so that the 
Det roit U nited Rai lway will have a double connection with 
the Mich igan United R a ilway. Arrangements for pas
senger and freigh t termina ls in Detroit have not been 
announced. 

Dominion Commission Fixes Suburban Electric Railway 
Rate Outside of Montreal.-The B oard of Railway Commis
sioners fo r the Dominion of Canada, a t a meeting in Mon
treal , on J an. 25, I9II , re fu se d t he app li cations of t he 
Mont real Ter minal Railway a nd t he Mont rea l Park & Island 
Railways, w hich operate in the rura l district s surrounding 
M ontreal, fo r the r ight to adop t a standar d of 3 cents per 
m ile and a minimum fa re of S cents. M r. Hague and Dun
can McDona ld, general m anager, r ep resenting the two com
pani es, contended t hat unl ess t h e r ai lways w ere g ranted the 

3-ce nt mil eage ra t e t hei r abi lity to expand would be de
stroyed. Chairman Mabee, in re fu sin g the appl ication, 
s tated t hat a s th e represe nta ti ves of the compa ni es had 
acknowledged t h e p oss ibili ty of o pe rating the roads o n a 
standar d t a riff of 2½ cents per mi le, and as that tariff was 
in u se by th e o ther rural electric rai l ways, th e board 
was willing to a ll ow th e adoption of the 2½-cen t 
ta riff. J udge M a liee po int ed out that a num ber of 
o t her Canadia n rura l elect r ic railways were compe ting 
with s t eam ra ilways on t he 2½-cent basis, an d, a lthough 
th ey ha d a 3-cent tar iff, none of them charged t his rate 
in rural di stricts. 

Stopping Cars at Street Crossings in Denver.- O n Dec. 
2 0, I9IO, the Denver (Col. ) City T ramway adop t ed a rule 
wh ich prescribes that a ll car s w ithin t h e district bounded by 
N ineteen th Stree t, Broadway, West Colfax Avenue, Four
teenth Street a nd W ynkoop S treet stop for t he reception 
and discha rge of passenge rs with the rear end of t he car 
o r t rain clear of th e property lin e. The rul e says: "Within 
t his di s tri ct ca r s moving in opposite d irections must not 
pass on e another within t h e space included between the two 
property lines of any street. Outside of t h e above-men
tioned di s trict cars w ill stop to take on or let off passengers, 
where there are crosswalks w ith the s teps opposite the 
cr osswalk, and, wh ere ther e a re no c rosswalks, with the 
r ear end of th e ca r o r t r ain of ca rs clear of the curb lines. 
Cars moving in opposite direct ion s must not pass one an 
o ther whi le b o th a r e in mot ion w ithin t he space included 
between the two cu rb lin es of any street or, where the r e 
a re n o curb lines, t he traveled r oadway. I n passing cars 
nea r intersections, or w hi ch a r e stopp ed to either discharge 
o r take on passe ngers, t rainmen sh ould exerc ise p roper 
judgment and have thei r car s under rea sonab le con trol." 

F a res Out of Baltimore.-Attorneys Morris A. Soper and 
Allen C. Gi rw ood, actin g on beha lf of the Federa t ed A sso
cia t ion of the Suburbs of Balt im or e, fi led a compl ain t w ith 
the Public Service Commission of M aryland as th e d irect r e
sult of t h e action taken by the company some ti m e ago, 
when it discon tinu ed the sale of commutat ion ticket s to 
r esident s of certain suburban communities. In support of 
the application for a r educti on in the rat es on th e suburban 
lines the petition avers that t he r eturns to the company 
fr om lines which serve t h e te rrito r ies in w hich the com 
pla inants reside are m or e than suffic ient to pay expenses 
of operation, maint en an ce, r epair, renewal and a fair return 
on the capital invest ed. Ch airman A mbler, of th e P ublic 
Service Commission, has dec ided in the case of Mar ion G. 
Dinsmore and other s against t he United Railways & Electric 
Company that the fa re fr om Sparrows Point t o Bal timore 
sha ll n ot be reduc ed from 15 cent s to IO cent s. The cha ir
man said that the charge of 15 cents is n ot exorbitan t and 
th at the situation did no t warrant an inves tig at ion by t h e 
commission to ascertai n whether the fi nances of the com
pany warranted th e r eduction in fa r e asked by Mr. Dins
more and others . 

Another Whitridge Letter.- Frederi ck W. Whitridge, re
ceiver for the Third Avenue Ra il road, New York, N. Y., 
w h ose corresp ondence with t he Public S ervice Commission 
republished in book form at his own expense has attracted 
consi derable attention, sent a letter r ecent ly containing a 
refund of 20 cents to a complainant w hose housekeeper 
had dropp ed a quarter in t o on e of the fare boxes on a 
pay-as-you-en ter car. Change had been r efused by the con
ducto r, b ut he had given a receip t for the money. Mr. 
Whitridge cash ed t h e r eceip t . He wrot e as follows: "I 
inel ose to you t h e 20 cent s ca ll ed for by the voucher of 
the conduc tor. The r ea son w hy that fi n ancial transaction 
cou ld not have been concluded on t h e platform is that owing 
to t h e d isabi liti es of m ost of the people w h o take the position 
of con ductor-which in som e cases are moral and in others 
intell ec tual- it has been fo und best to have a fare box to 
w hich the c onduct o r c a nnot have access, and therefore a 
quarter onc e dropped in t h e box is gone beyond recall. 
W e are tryin g a box in which t he coin, when dropped in 
r egist er s and a ft er h aving t hu s recorded itself, may be 
obtained by the condu cto r for t h e purpose of making 
change, but m os t of our fa r e boxes are built on the fi r st 
p rincip le. I am sorry you r housekeeper was inconven i
enced, but as you wi ll see from the inclosed 20 cen ts, I am 
st ill en deavorin g to do right." 
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Personal Mention. 
Mr. R. L. Payne has been appointed master mechanic of 

the San Angelo (Tex.) Street Railway to succeed Mr. H. H. 
Lyttl e. 

Mr. E. T. Thomas has been appointed superintend ent of 
the Ab ilene (Tex.) Street Railway to succeed Mr. B. M. 
Dunlap. 

Mr. John W. Harris has been elec ted pres id en t of the 
Sa n Angelo (Tex.) Street Rai lway to succeed Mr. Samuel 
Crowt her. 

Mr. F. H. Murray has been elected treasurer of the 
Seat t le-Tacoma Short Line, Seattle, Wash., to succeed Mr. 
A. G. Pritchard. 

Mr. Joseph Winship ha s been elected vice-president of 
the Sea ttle-Tacoma Sh ort Line, Tacoma, Wash., to succeed 
Mr. A. C. Ewing. 

Mr. W. R . Nelson ha s been appointed chief engineer o/ 
the power station of the Springfi eld (O hi o) Rai lway to suc
ceed Mr. F. E. Shank. 

Mr. A. H. Chitty has been appointed comptroller of the 
Int ernati on al Transit Company, Sault Ste. Marie, Mich., to 
succ·eed Mr. J. S. Wynn . 

Mr. S. Z. Dean has been appointed maste r mechanic of 
the Wes tmor eland County Railway, Pittsburgh, Pa., to 
succeed l\1r. R. 0. Kline. 

Mr. Clyde M . Graves ha s been elected first vice-p resident 
of the Spoka ne & Inland Empire Railroad, Spokane, Wash., 
to succ eed Mr. A. L. White. 

Mr. Richard E. Cochran has been appointed associate to 
t-.lr. Geo rge S. Schmidt, who has been counsel for the York 
Railways for severa l years. 

Mr. L. F. Wyman has been appointed master mechanic 
and elec trical eng in eer of the Loyal Ra il way, Balla rd , Wash., 
to succeed Mr. F. C. tlenage. 

Mr. Charles McCloud ha s been appointed comptroller of 
the Co rni ng & Painted Post Street Railway, Corning, N. Y., 
to succeed Mr. F. E. Ramsen. 

Mr. N. M. Fruehauf has been appointed acting au ditor of 
the Sa n F ra ncisco Vallejo & Napa Valley Rai lroad, Napa, 
Ca l., to succeed l\l r. Cha r les E. Watkinson. 

Mr. C. C. Graham has been appointed master mechanic 
and engin eer of the power station of the Alexandria (La.) 
Electric Railways to succeed Mr. L. A. \Villiams. 

Mr. W. M. Case has been appointed engineer of the power 
stati on for th e Clarksville Railway & Light Company, 
Clarksv ill e, Te nn. , to succeed Mr. R. L. Edwards. 

Mr. R. G. Arthur has been appointed general manager, 
su perintendent and purchasing agent of th e Douglas (Ariz.) 
Street Railway t o succeed l\lr. Daniel A. O'Donovan. 

Mr. Alfred Anderson was appointed purchasing agent of 
th e Metropolitan Street Railway, New York, N. Y., effec
tive on Feb. l, 1911, to succeed Mr. F. C. Nordsiek, re
s ig ned. 

Mr. L. E. Loomis has been appointed acting chief engi
neer of the Twin City & Lake Superior Railway, Minne
apolis, Minn., to succeed Mr. H. L. Laughlin, who died 
recently. 

Mr. M . C. Harper has been elected general manager of 
the Oklahoma, Kansas & Missouri I. U. Railway, Miami, 
Okla. Prior to entering promotion work M r. Harper was 
for many years connected with the steam railroads of 
Texas and Oklahoma. 

Mr. Winfield A. Huppuch, chairman of the Democratic 
State Committ ee of New York, has accepted the appoint
ment by Governor Dix of New Y ork as a member of th e 
Public Service Commission of t he Second District, to suc
ceed Mr. J ohn N. Carlisle. whose t erm o f office has ex
pi r ed. 

Mr. Smith Hood, general superintendent of the Fair
mont & Clarksburg Traction Company, Fairmont, W. Va., 
which has taken over the Fairmont & Mannington Railroad, 

wi ll he reafter perfoqn t he duties relinquished by Mr. Wm. 
M. Laws as vice-p resident and general manager of the Fair
mont & Mannington Railroad. 

Mr. Leroy F. Wynne has be en appointed claim agent of 
the Georgia Railway & Electric Company, Atlanta, Ga., to 
succeed Mr. C. H. Matthews, wh ose appointment as assist
ant superintendent of tran sportation of the company is 
noted elsewhere in this issue. Mr. Wynne was formerly 
chi ef clerk to Mr. W. H. Glenn, manager of railways of the 
company. 

Col. Theodore Roosevelt visited the car houses of the 
Th ird Avenue Railroad, New York, N. Y., on Feb. 3, 1911, 
as the guest of M r. Frederick W. Whitridge, receiver of 
the company, and Mr. J ames A. Roosevelt, general super
intendent of th e company, w h o is a relative of Col. Roose
velt. Col. R oosevelt manifest ed particular interest in th e· 
club rooms w hi ch have been fitted up for the employees in 
t he var iou s car h ou ses an d in the benefit association which 
has been o r ganized amon g th e empl oyees of the Third 
A venue Railroad. 

Mr. C. H. Matthews, claim agent of the Georgia Rail
way & Electric Com pany, At lanta, Ga., has been appointed 
assistan t super intende nt of transp ortation of the company. 
M r. Matthews en tered th e empl oy of the company as a 
s tenographe r in t he claim department in 1903. In the fall 
of 1904 he was appointed a claim investiga tor, and in 19o6 
h e was appointed claim agent of the company. Mr. Mat
th ews was gradua ted from the hig h sc hool in Atlanta in 
Jun e, 1898, and was connected wi th Sande rs, Swann & 
Company, Atlan t a, in the cotton business for about three 
years. Before becoming connected with the Georgia Rail
way & Electric Company, Mr. Matthews was secr etary to 
the gene ral passenger agent of the Southern Railway at 
Washington. 

Mr. C. D. Meneely, secretary and treasurer of the Brook
lyn (N. Y.) Rapid Tran sit Company, was electe d first vice
presiden t. m ember of th e board of directors and treasurer of 
the company at the an nual m eetin g of the directors on Feb. 
7, 191 I. Mr. Meneely was fo rmerly a member of the firm 
of G. R. Meneely & Son, wit h office s a t Watervl iet, N. Y. 
He ente red the empl oy of the Brooklyn Rapid Transit 
Company on Feb. 1, 1896, as auditor, about the same tim e 
tha t Colone l Williams, the new president of the company, 
became co nn ected with the company. In 1898 Mr. Meneely 
was appoin ted assistant sec retary and a ss istant treasurer of 
the company. On Feb. 28, 1900, h e was elected secretary 
and treast1rer of the company and has continued in that 
capacity since that time. 

Mr. Ira A . McCormack has been appointed ass·istan t gen
eral sup erint endent of the New York Central & Hudson 
Rive r Railroad, with headquart er s at the Barclay Street sta
ti on o f th e company in New York. M r. McCormack was 
forme rly manager of the Gran d Centra l Station of the New 
York Cen tra l & Hud son River Railroad in New York and 
gene ral superin tendent of the electric division of the com
pany out of New York and was a lso assistant to the general 
manager of the company. Mr. McCormack has been con
nected with steam and elec tric railroading for many years. 
He has been gener al superintendent of the Brooklyn (N. Y.) 
Rap id Tran sit Company, vice-president and managing di
rector of the Syracuse (N. Y. ) Rapid Transit Company and 
general m anager of the Clevela nd (O hio ) Electric Railway 
Company. 

Mr. H. M. Hobart, the well -known author and consulting 
engineer, wa s tender ed a dinner in London, Eng., on Jan. 
21, by hi s profess ional fri end s in view of his coming de
parture fr om Gr ea t Britain to join the engineering staff of 
the General Electric Company a t Schenectady. Mr. H. F. 
Par sh all pre sided and about roo of Mr. Hobart 's friends 
wer e p resent . M r. Hobart is a native of America and a 
graduate of th e Massachu sett s Institute of Technology. He 
went to Europe in 1895 to join the British Thomson-Hous
ton Compa ny . From 1900 to 1903 he was chief · designing 
engin eer of direct-current machinery with the Union Elek
t ricitat s Gesell schaft. Since that time he has been consult
ing engineer in Lond on and has always given a great deal 
of attention to the design of notors for railway service 
a nd to other electric r ailway problems. 
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Mr. R. A. Harman, whose e lect io n a s vice -president of 
the Cl eveland Railway was a nn o un ced in the ELECTRIC RAIL
WAY JoUR NAL of Feb. 4, 191 I, is primarily a manufacturer. 
H e was a direc t o r of th e East C leveland Railway before 
it s consolidation with th e city road s, a nd ha s been a 
director of the Cleve land Railway since it was organi zed. 
Mr. Harman was secretary of th e Clevelan d E lectri c Rail
way fro m 1893 t o 1900, wh en h e was c hose n vice-pre sid ent. 
He served three years, a portion o f th e time und er th e 
administration of Mr. Henry A. Ev er e tt, until the con so li 
dation o f the Cleveland City Railway a nd t he Cleve la n d 
Electric Railway, in Jun e, 1903, w h en h e r es ig ned and Mr. 
C. E. Emery t oo k th e office as a r eprese ntative of t h e 
Cleveland City Railway inte r ests. Thi s, therefo r e, m ake s 
the second tim e Mr. Harman ha s h eld th e o ffi ce. Il e w a s 
als o int er es t ed in som e of th e Eve r ett int e rurba n a nd o th e r 
e lec tric railway properties. 

Prof. Milton J. Brecht, sup erint endent o f public sc h ools 
of Lancast e r County, has been n omin at ed by Gove rn or 
Ten er o f Pennsylvania a s a member of th e Stat e R a ilroa d 
Commission for five years. Professor Brecht is a n a ti ve 
of Lancast er County, w h ere he was b orn in D ece mb er . 
1855. He attended the public sc ho o l until h e w as 16 years 
old, when h e began t o teach a di s trict schoo l. La t e r h e 
att ended M ill e r sv ill e Norma l School, fr o m which he was 
graduated in 1875. Sub sequently he became prin c ipal of 
the schools of l\Ianheim. Lancaster Coun ty. He was 
chosen principal of th e l\Iount J oy S oldi er s' Orp hans 
Schoo l in July, 1880, and served in that capacity un t il 1883. 
when he wa s e lected cou nty superint end ent of sch ools, to 
which pos itio n h e was e lec t ed nin e successive t e rm s. He 
has been a trustee of M ill e rsville State N o rm a l Sch ool fo r 
IO y ears. Pro fessor Brecht is a n Ind ep endent R epub lica n 
and was twic e a cand idate for Co ngre ss , but wa s d efeat ed 
both tim es. 

Mr. F. M. Johnston, auditor of the Fort Dodge, D es 
Moines & Southern Railroad, Boone, Ia., w h o se app oin t 
m ent as purchasin g agent of the compa ny was n o t ed in t lie 
ELECTRIC RAILWAY JouRNAL of Feb. 4, 191 1, be g an hi s rai lroa d 
career in the office of the superintendent o f t he Chicago , 
Burlington & Quincy R ailroad at Keokuk, Ia., in 1888. In 
1891 he r es igned from thi s compan y to ac cept th e p os it ion 
of car accountant in th e office of the audit o r o f th e Keoku k 
fl Western Railroad, and was adva n ced to various p os iti on s 
in the auditor' s office until that road was taken over in 1901 
by the Chicago, Burlington & Quincy Railroad. From 1901 
till 1909 Mr. J o hnson was connected with the operating 
departm ent of the Chicago, Burlin gto n & Quincy R ailroa d 
as chief clerk to various divi sio n superin t endent s and was 
subsequently appointed audit or of the Fort Dodge. De s 
Moines & Southern R ail road. In add iti on to hi s duti es as 
aud itor of that company l\Ir. J ohnston will h ereaft e r ac t as 
purchasing agent of the company. 

Col. Timothy S. Williams, vice-president of the Broo klyn 
(N. Y. ) Rapid Transit Company, was elected presid ent o f 
the company at the meeting of the board of directors o n 
Feb. 7, 19 11 , to s ucceed Mr. Edw in 'vV. Winter, w ho r e
signed that day as pre sident of the compan y, and wh ose 
resignation as a direc t or and in tended r esign ation as pr es i
dent was noted in the ELECTRIC RAILWAY Jou RNAL of F eb. 4, 
1911. Mr. Williams was born in Ithaca, N. Y. H e w a s 
gradua t ed fr om Cornell Un ive r si ty in 1884 a nd imm ediately 
entered public life. During the t erm of Roswell P. Fl ower 
as Governor of New York Mr. Williams acted as hi s secre
tary a nd since th e close of M r. F lower ' s term as Governor 
he has been con n ect ed with the Brooklyn Rapid Transit 
Company. Mr. Williams is chairman of t he board o f dire c
to rs of th e Ameri can Railway Traffic Company and is a 
director and office r of the subsidiary companies of th e 
Brooklyn Rapid Transit Company. He is also a dir ector 
of the Port Jeffers on Light & Power Company, Sult epec 
Electric Light & Power Company, Toluca Electric Light & 
Power Company and the Mechanic s' Ba nk o f Brookly n. 
He is a member of th e University Club, Cornell University 
Society and other club s. 

Mr. W. E. Squires has been appointed superintendent of 
the lines of the Indiana Union Traction Company at Mari on , 
Incl., to suc ceed Mr. B. E. Parker , wh ose appointment as 
superintend ent o f tran sporta ti o n of the Rockford & Inter
urban Railway, Rockford, Ill., wa s announ ced in th e ELEc-

rn1 c RAILWA Y Jo u trnAL o f Jan . 28, 1911. M r. S quires began 
work with o n e o f th e co n s tituent compa nie s o f th e India na 
Un io n Tracti o n Co mµany in th e mul e-ca r days a nd has been 
µromoted fr o m time t o tim e until r ece ntly he h as b een in 
cha r ge of the l\Ia ri o n F lyer o f th e co mpa n y a s co nducto r. 
This is a train de lux e a nd a s condu c to r o f it a nd through 
his long µreviou s service in Mario n M r. Squires is w ell 
known in a ll Grant Count y and be t ween Mar io n a nd Indian
apoli s. The M ari o n Chro11icle a fter complim en t in g Mr. 
Squi r es on hi s app ointm e nt took occasion t o u se hi s career 
as a text for an edit o rial o n ho n es t a n d fa ithful se r vic e by 
emp loyee s in th e r a nk s whic h it co n clu de d as fo ll ows: "The 
man w ho c an w ear th e uniform of a co nductor fo r 15 y ears 
without acqu iri n g a trace o f ' swe ll h ead' is not lik e ly to 
ca tch it n o w. Th e qu a li t ies d esc ri bed in thi s edit o ri a l are 
with in the r each o f eve r y o n e; t hey do not co n stitu t e genius , 
but they ar e be tt e r tha n ge niu s. Co mm o n se n se an d goo d 
humor a r e within th e r ea ch of eve ry o ne a nd th ey are t h e 
m os t valuabl e equipment a ny m a n can have fo r th e duti es 
of life a nd for th e enj oym ent of life." 

Mr. J. H. Bennington, wh o has fo r ~o m e t ime been pri
va t e secret a ry to Col. T. S. Williams, t he newly elected 
pres id ent of the Brooklyn (N. Y.) Ra pi d T r ansi t Company, 

was elected secreta ry of 
the compan y at t he meet
in g of th e d irec to r s o n Feb. 
7, 19 1 r, t o succeed M r. C. D . 
M en eely, w hose e lectio n as 
fir st vice-preside n t a nd 
treasure r of the com pa ny is 
n ote d elsewh ere in this 
co lumn . M r. Ben nin g ton 
has had a ve ry in t e r esting 
ca r ee r wit h th e Brooklyn 
R a pid Transit Compa ny. 
He ente r ed th e e mpl oy o f 
th e comp a n y 16 yea r s ago 
an d se rv ed for a tim e as 
condu ct or o n th e H alsey 
Stree t lin e. Sub se qu ently 
h e w as ap poin ted a tran sfer 

J. H. Bennington age nt . In 1899 h e took a 
cle rkship with the trea sure r 

111 the ge n eral o ffi ce of the co mp an y . In 1903 th e work of 
M r. Be nnington cam e to t h e a ttentio n o f C olon e l William s 
an d he ap poi n te d l\Ir . Ben nin gton hi s private sec r etary. 
l\Ir. B enni ngton' s e lec ti o n t o t h e p os iti on o f s ecre t a ry of 
the compa ny comes in recogniti o n of hi s fa ithful a n d effi 
cien t se rv ice. 

OBITUARY 
M. L. Newton, consulti ng en g in eer of th e vVate rl oo, Cedar 

Falls & North ern Rai lway, 'vVat erloo, Ia ., is d ead. 

J. McM. Smith, forme r ly v ice-p r es ident and gen er a l man
ager of th e North ern Ind ia na Ra il way, S outh B end, Ind. , 
is dead. 

William 0. Seymour, a m em ber of th e Conne cticut Board 
of Railroad Co mmi ss ion er s fo r 23 years, is d ead. H e was 
born in Rid gefie ld, Co nn ., o n Oct. 16, 1833. In 1868 and in 
1869 h e was a mem ber of t he Ge n er a l Assem bly. La st fall 
he was e lec t ed a r ep r ese nta ti ve fr om Ridgefi eld again. 

E. John Nichols, th e la t e secr e tary of th e T. H. Syming 
to n Com pa ny, Baltim o r e, Md ., w as made the subject of the 
followi n g r esolu tio n w h ic h was passed by the boa rd of di
recto r s of t hat comp a n y J a n. 3 r , 19 1 I : '' R esolved, That in 
the un t im ely death of E. Jo hn Nich o ls, wh o , startin g with 
th e comp any as a s t en ograp her a t it s formati on, by ability 
and un t iri11 g indu s try r ose t o th e p os iti on of secr e ta r y and 
w h o b y hi s u nfa ilin g courtesy ende ar ed himself t o all his 
asso ciates, t hi s compan y ha s suffered irreparable loss." 

Louis R. Alberger, pr es ident of the A lberger Condenser 
Compan y and o f th e A lb e r ge r Pump Co mpany, New York, 
N. Y., di ed a t hi s h om e in N ew York on Jan. 31, 1911. Mr. 
A lberger was b orn at Buffalo, N. Y., on April IO, 1864. 
A ft e r leavin g Yale he went into business with hi s father, 
J. L. Alberger , Buffal o , who was experi enced in the vacuum 
processes used in the salt industry. In 1887 Mr. Alberger 
ent ered the employ of Henry R. Worthington in New York, 
but left t h e Worthington employ in 1901 and formed the 
A lb er ge r Conden ser Company. The Alberger Pump Com
pany was formed in 1907. 
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Construction News 
Construction News Notes are classified under each head

ing alphabetically by States. 
An asterisk (*) indicates a project not previously 

reported. 
RECENT I NCORPORATIONS 

Humboldt & E astern Railroad, Eureka, Cal.-Application 
for a charter has been made in Califo rnia by this company 
to build a railway from Eureka to the Sacramento Valley, 
via Trinity County. Capital stock, $250,000. Incorporator s: 
W. S. Clark, C.H. Palmtag, H. J . Jackman, Brousse Brizard, 
William Metson and G. L. Dillman. [E. R. J., Dec. 18, '09.] 

*Sacramento Short Line Railway, Oakland, Cal.-Incor
porated in California as a subsidiary company of the 
United Properties Company. Capital stock, $10,000,000. 
Incorporators: B. M. Aikens, Gavin McNab, R. P. Hen
shall , L. Elkins, G. W. Mordecai and F. L. Stewart. 

*San Jose Short Line Railway, Oakland, Cal.-Incorpo
rated in California as a subsidia ry of th e United Properties 
Company. Capital stock, authotized, $80,000. Stock issued, 
$44,000. Incorporators: Gavin McNab, B. M. Aikens, R. P. 
Henschell, Luther E lkind, George W. Mordecai, N. Schmul
owitz, R. V. Whitney and F. L. Stewart . 

*High River, Saskatchewan & Hudson Bay Railway, 
Ottawa, Ont-Application for a charter will be made by 
this company to the Parliament to build an electric railway 
in the provinces of Alberta and Saskatchewan, thence to 
Pas, in the northwest territories. 

*Joliette & Lake Manuan Colonization Railway, Ottawa, 
Ont.-Application for a charter has been made in Ontario 
to the Parliament by this company to build a steam or 
electric railway from Joliette, Que., to Montreal. 

*Wilmington & Southern Traction Company, New Cas
tle, Pa.-Incorporated in Pennsylvania to succeed that part 
of t he Wilmington, New Cast le & Southern Rai lway be
tween New Cas tle and Delaware City which was purchased 
recently at foreclosure by R. H. Richards, as noted in the 
ELECTRIC RAILWAY JOURNAL of Jan. 28, 191 I, page 183. 

FRANCHISES 

Alameda, Cal.-Th e Southern Pac ific Railroad will ask 
the City Council for two new franchises, one along Clement 
Avenue from Alameda mole to the High Street bridge, 
then to Fruitvale and Hayward; the other franchise is for 
a freight line along Blanding Avenue and Atlantic Avenue. 

Hayward, Cal.-The Oakland Traction Company has 
asked the City Council for a franchise t o build an electric 
railway from the foothills to the Southern Pacific Railway 
station in Hayward. 

Modesto, Cal.-The South San Joaquin Improvement 
Company has asked the Board of Trustees for a 25-year 
franchise to build an electric railway system over certain 
streets in Modesto. 

Petaluma, Cal.-The Petaluma & Santa Rosa Railway 
will ask the Petaluma Trustees for a franchise to extend 
its line through certain streets in Petaluma along the river 
to Point Pedro, where it will meet steamers and convey 
passengers and freight to San Francisco. E. M. Van 
Frank, president. 

San Francisco, Cal.-Thomas W. Forsyth, representing 
the United Railways, ha s received a franchise from the 
Board of Supervisors to build a double-track extension on 
Parnassus Avenue and N inth Avenue, in San Francisco. 

Vallejo, Cal.-The San Francisco, Vallejo & Napa Val
ley Railway, Napa, has asked the City Council for a fran
chise to change the present existing span construction of 
its electric railway along Sonoma Street, from Illinois 
Street north to the city limits of Vallejo, to a single-pole
T-arm construction. 

Belfast, Maine.-The Waldo Street Railway, Belfast, has 
re ceived a two years' extension of time to its franchise in 
which to build its projected 19-mile electric railway between 
Belfast, Northport and Camden. John A. Jones, Lewiston, 
is interested. [E. R. J., Sept. 18, '09.] 

Syracuse, N. Y.-The Syracuse Rapid Transit Railway 
has been granted permission by the Public Service Com-

mission to extend its double tracks in Willow Stree t, and to 
abandon it s tracks in Lodi Stree t between Green Street 
a nd Wi llow Street, in Syracuse. 

Chillicothe, Ohio.-The Sciot o Valley Traction Company, 
Columbus, has r eceived a franchi se from the City Council 
to extend it s railway on Bridge Street , in Chillicothe. 

*Middletown, Ohio.-E. E . Hackett, engineer of the 
Ameri can Rolling Mills, has r eceived a franchise from the 
City Coun cil to build an electric railway in Middletown. 

Brantford, Ont.-The City Council has passed a bylaw 
providing that th e Grand Valley Railway,. Brantford, con
struct a lin e to Holmedale by April 1, in default of which 
the company must fo rfeit the fra nchise for operating there. 

Johnson City, Tenn.-T he J ohn son City Traction Com
pany has received a fr a nchise from the City Council to build 
a 2-mile extension from Johnson City to the Soldiers' 
Home. 

Memphis , Tenn.- The Memp his Str eet Railway has re
ceived a franchise from the City Commission ers t o extend 
its railway on Lane Avenue, from Montgom ery Street to 
Claybrooke Street, in Memphis. 

Spokane, W ash.- The Spokane Traction Company will 
ask the City Council for franchises to extend several of its 
lines in Spokane. Abou t 2 miles of track wi ll be built. 

TRACK AND ROA D W AY 
*Mobile, Ala.-C. V. Shoub, Mobi le, is p r om oting plans 

for the construction of a 1½-mile street ra ilway in Mobile. 
Edmonton (Alta.) Radial Railway.- This company will 

award contracts during the next two months fo r building 
4 miles of track in Edmonton. It expects t o p lace the line 
in operation during the coming summer. 

Phoenix (Ariz.) Railway.-This company is now build
ing a 3-mile extension fro m Phoenix to Glendale. 

Little Rock Ra ilway & Elect ric Company, Little Rock, 
Ark.-This company is r ebuilding 2 m iles of track in Little 
Rock, using Lorain high T-rail and har d steel center work 
from the Wm. Wharton, Jr., & Company. Creosoted ti es 
are used on stone ballast and paving consis t s of cr eosoted 
blocks. 

Oakland (Cal.) Traction Company.-This company w ill 
place contracts during the next six weeks fo r building 20 
miles of new track in Oakland. J. Q. Brown, purchasing 
agent. 

United Railways, San Francisco, Cal.- This company ex
pects to build about 3 miles of new track in San Francisco 
during 191 I. 

Quebec Railway, Light & Power Company, Quebec, Can. 
- About 6 miles of track w ill be built from Beauport to 
Montmorency Falls by this company during this year. 

Colorado Railway, Light & Power Company, Trinidad, 
Col.- About I mile of new track will be constructed by this 
company in Trinidad during 1911. 

Pensacola (Fla.) Electric Company.-This company will 
soon r econstruct about I mil e of track in Pensacola. 

Chicago-New York Electric Air Line Railroad, Chicago, 
Ill.- The stretch of track between La P orte and Chesterto n 
reported to have been placed in operation by the Chicago, 
South Bend & Northern Indiana Railway, South Bend, Ind., 
is an extension of the Chicago-New York Electric Air L ine 
Railroad and was opened by that company. [E. R. J., 
Feb. 4, '11.] 

*Evansville, Ind.-E. Q. Lockyear, Evansville, is pro
m oting an elect ric railway from Paducah, Ky., to Fu lton, 
Ky., by way of La Center, Wickliffe, Mayfiel d and Murray. 
A meeting of the Commercial Club was held at P aducah 
to discuss the plan and a committee of whic h S. B. Caldwell 
is chairman was appoint ed to look into the p r oposition. 

Kokomo, Marion & Western Traction Company, Ko
komo, Ind.- It is sta ted t ha t this company will build a 
27-mile ext ension from Kokomo to Frankfo rt during 1911. 

Tri-City Railway, Davenport, Ia.- T his company expects 
to bu ild about 35 miles of track between Davenport and 
Muscatine and S miles of n ew track in Davenport and 
Muscatine du ring this year. 

Joplin & Pittsburg Railway, Pittsburg, Kan.-This com
pany will ex tend its railway to connect with the city park 
in Pi ttsburg. 
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*Shelbyville, Ky.-N. B. Waugh, Shelbyvill e, Ky., is pro
moting the construction of an electric rai lway from Shelby
ville to Mou nt Eden. He has stated that fi nanc ial backing 
for the constru ction of t he lin e has been secured and is 
now engaged in securing the ri ght s-of-way. 

Berkshire Street Railway, Pittsfield, Mass.-This com
pany will build a 30-mile extension to con nec t Great Bar
rington and Huntington and Berkshire. 

Crystal Valley, Mich.-Irving C. Harwood, Crystal Val
ley, states that as yet n o thin g definite has been arranged 
for building an electric railway between Crystal Valley 
and Pentwater. [E. R. J. , Jan. 28, 'II.] 

Granite City Railway, St. Cloud, Minn.-One mile of new 
track will be built by this company in St. Cloud during 
191 I. 

*Irondale, Mo.-James P. Ward, Irondale, states that 
preliminary arrangements are being made for building an 
electric railway and hydroelectric plant in Irondale. 

Billings (Mont.) Traction Company.-This company an
nounces that preliminary arrangements are now being made 
and that con st ruction will begin in the· spring on its pro
jected line in Billings. John A. Connolly, Muskogee, is 
interest ed. [E. R. J., Nov. 26, 'IO.] 

New Jersey Rapid Transit Company, Sea Isle City, N. J.
A 2-mile ext ension wi ll be built by this company in Suff
ren during 191 I. 

Elmira, Corning & Waverly Railroad, Elmira, N. Y.
This company has awarded contracts and has completed 
more than half of the 12-mile line from E lmira to a con
nection with the Corning & Painted Post Street Railway 
in Corning. Equipment a nd material have been purchased 
and power is obtained from the Elmira Water, Light & 
Railroad Company. The Corning divi sio n, when con
structed, with th e Waverly division now in operation, will 
make a continuous lin e from Waverly to Corning. 

Hudson & Manhattan Railroad, New York, N. Y.-About 
3 miles of new track will be built by this company in New 
York during 1911. 

Auburn & Syracuse Electric Railroad, Syracuse, N. Y.
This company· will double-track several of its lin es in 
Syracuse during 191 I. 

North Carolina Traction Company, Danbury, N. C.-It is 
reported that thi s company has let a contract to the Propst 
Contraction Company, Charlot t e, to build from Winston
Salem north to Rural Hall, Lawsonville and Danbury, N. 
C., and F loyd, Va. This work includes one 600-ft. steel 
bridge and several tres tl es. H. P. MacKnight, Southern 
Pines, N. C., chief engineer. [E. R. J., Jan. 28, 'II .] 

Columbus, Mt. Vernon & Mansfield Railway, Columbus, 
Ohio.-Active preparat ion s a re be in g made by this com
pany for building an electric rai lway to connect Columbus, 
Mansfield and Mt. V ernon, with a p robable extension to 
New A lbany and J ohn stown. L. P. Stevens, general man
ager. [E. R. J. , Nov. 26, ' rn.] 

Sapulpa (Okla.) Interurban Railway.-This company will 
build a 15-m ife exten sion from Sapulpa t o Tul sa during 
191 I. 

Mount Hood Railway & Power Company, Portland, Ore. 
-This company will construct a 22-mile extension from 
Portland to Bull Run during 1911. 

Philadelphia & Easton Electric Railway, Doylestown, 
Pa.-It is sa id that this company is considering plan s for 
building an ext ension from Lansda le to Doylestown in the 
spring. 

Bristol (Tenn.) Belt Line Railway.- This company will 
bui ld about 2 miles of new track in Bristol during 191 I. 

Lake View Traction Company, Memphis, Tenn.- This 
company, which hold s franchi ses fo r th e construction of 
7 mile s of track in Memphis, ann ounces that it will now 
proceed with the construction of th e lin e. W. 'vV. Hayden 
is engineer. 

El Paso, Tex.-Richard Burgess, E l Paso, it is reported, 
is interested in a plan to build a mo-mile electri c railway 
from Engle, N. M., to Febans, T ex. 

Citizens Railway, Waco, Tex.-About 6 miles of track 

will be built by this company m Waco during the present 
year. 

Danville Railway & Electric Company, Danville, Va.
About 1 mile of new track will be built by this company in 
Danville durin g 191 I. 

Morgantown & Southern Railway, Morgantown, W. Va.
This company is building and expects to soon complete 5 
miles of new track in Morgantown. 

Chicago & Wisconsin Valley Railroad, Madison, W is.
This company has awarded a contract to Brown Land & 
Lumber Company, Rhinelander, for 20,000 ties. It has 
also let a contract for 1,000 tons of steel rails to be used in 
building it s interurban railway to connect Janesville, Friend
ship, Easton, Portage, Lodi, Middleton, Wausau, Stevens 
Point, Madison and Merrill. Allen T. Russell, Chicago, 
general manager. [E. R. J., Feb. 4, '11.] 

Wausau (Wis.) Street Railway.-Thi s company is plan
ning to double track Main street in Wausau during the 
summer. 

SHOPS AND BUILDINGS 

Northern Electric Railway, Chico, Cal.-This company is 
considering p lans for buildin g a new depot at the corner of 
Fifth Street and Main Street in Chico. 

United Railways of San Francisco, San Francisco, Cal.
This company will place contracts during the next two 
weeks for the construction of an addition to its repair shops 
in San Francisco. The cost is estimated to be approxi
mately $16,000. 

Illinois Traction System, Champaign, 111.-This company 
is considering plans for building a freight station at Peoria. 
The structure will be one story, 63 ft. x 130 ft., of brick 
construction. T he cost is es timated to be about $rn,ooo. 

Detroit (Mich.) United Railway.-This company expects 
to build an addition to its car house on Jefferson Avenue 
and St. Jean Road in Detroit. The structure will be three 
stories, 44 ft. x 56 ft., of brick construction. Smith, Hinch
man & Grylls, Detroit, architects, are taking the bids. 

Michigan Central Railway, Detroit, Mich.-This company 
has awarded the contract to H. L. ·Vanderh oist, Kalamazoo, 
for building a freight hou se at Kalamazoo. The cost is 
estimated to be about $28,000. 

POWER HOUSES AND SUBSTATIONS 

Edmonton (Alta.) Radial Railway.-This company will 
soon purchase a 500-kw motor generator for its substation 
in Edmonton. 

Little Rock Railway & Electric Company, Little Rock, 
Ark.-This company has purchased a 2500-kw Curtis tur
bine from the General Electric Company for its power plant 
at Little Rock. 

Colorado Springs & Interurban Railway, Colorado 
Springs, Col.-A con tract has been placed by this company 
fo r 2000-hp Green stoker s for its power plant at Colorado 
Springs. 

Joplin & Pittsburg Railway, Pittsburg, Kan.- This com
pany will soon build a power plant in Pittsburg. It also 
expects to purchase one 400-kw genera t or, one 600-hp en
gine and o ne 150-hp boiler for its new power plant. Wil
liam A. Satterlee, Pittsburg, purchasing agent. 

Elmira, Corning & Waverly Railway, Waverly, N. Y.
This company ha s purchased from the General Electric 
Company three 3000-kw r otary converters, with transform
er s and switchboard, for its power plant in Corning. 

Cincinnati (Ohio) Traction Company.-This company has 
purchased and is installing two additional 525-hp Babcock & 
Wilcox boilers for its Pendleton power station, equipped 
with Murphy furnaces. 

Wilkes-Barre (Pa.) Railway.-This company expects to 
purchase during the next two weeks one 1500-kw low-pres
sure turbine, one 750-kw motor-generating set and condens
ing outfit, four 500-kw rotary converters and two 300-kw 
rotary converters. Thomas A. Wright, general manager. 

Charleston Consolidated Railway & Light Company, 
Charleston, S. C.-This company has purchased from the 
General Electric Company two 2000-kw turbo generators, 
two 125-kw turbo exciters and three 500-kw, 550-volt motor
generator sets for its plant in Charleston. 
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Manufactures & Supplies 
ROLLING STOCK 

Electric Power Company, Vicksburg, Miss., expect s to 
purchase two passe ng er cars complete w ith trucks. 

Detroit ( Mich.) U nited Railways ha s ordered fr om th e 
Genera l E lectric Company 60 two-motor, 70-hp ca r equ ip 
ments. 

Shreveport (La.) T raction Company has ord ered fi ve 
28-ft. ro-in. cl osed cars and IO Br ill 39-E trucks fr om the 
A m erican Ca r Company. 

South Covington & Cincinna t i Street R ailway, Covington, 
Ky., ha s order ed rs semi-converti b le car bodies fr om the 
Cin cin na ti Car Com pany. 

Northern Ohio Traction & Light Com pany, Akron, Ohio, 
has order ed fr om the General E lectric Compa ny eig ht four
m otor ca r equi pm ents, includin g contr olle rs. 

George Wehner, 420 Habersham Street, Savannah, Ga., 
expects t o purchase a number of ga soli ne m otor ca r s for 
service b etween T ybee I sland and Savannah. . 

Elmira, Corning & Waverly Railway, Waverly, N. Y. , has 
o rder ed fr om t he Gen era l E lect ri c Compan y fi ve GE-87 
qua drup le m oto r equipm ent s w ith type M co ntrol. 

Edmonton (Alta.) St reet Railway has ordered 14 car s of 
t he sin g le-end t ype, IO t o be built by the Ottawa Car Com 
pa ny a nd fo ur by th e P r es ton Car & Coach Company. 

Central Kentucky Traction Company, Frankfort, Ky., has 
p ur chased c ne 50-ft. baggage a nd r efr igerator ca r and two 
B rill 27- M C B t ru cks fr om th e A m erican Ca r Comp any. 

Norfolk & Southern Railroad, N orfolk, Va., has pur
ch ased fou: 36-ft. semi-convertible passe nger and sm okin g 
car s a nd eig ht 27-MCB t ru cks fr om T he J. G. Brill Com
pan y. 

Western Ohio Railroad, Lake Shore Electric Railway and 
the Fostoria & Fremont Railway have j ointly pu rcha sed 
fo ur 60-f t. int erurban passenger ca rs from th e J ew ett Car 
Compa ny. 

Citizens' Railway, Waco, Tex., noted in the E LECTRIC 
RAILWA Y J OURNAL of Ja n. 28, 1911 , as be in g in t he ma rke t 
fo r six ca rs, has pu rchased fi ve 20-ft. 8-in. se mi-conve rtib le 
car s from th e D anville Car Compa ny. 

Second Avenue Railroad, New Yor k, N . Y., has orde r ed 
fro m the General E lec tri c Company 200 two-m otor GE -216 
car equi pm ent s w it h K-39-A contr oll er s. These m otors 
a r e of th e lat es t commutating pole typ e and ar e rated at 
50-h p eac h. 

P ennsylvania Railroad, Philadelphia, P a ., ha s order ed 
~ine electr ic locomotives of 4000 h p each fr om th e \Ves t 
mghouse E lectri c & Ma nufa ct urin g Comp an y. T hese loco
motives a r e exact duplic a te s of t hose t hat wer e orig inally 
bu ilt by t he \ Ves ting hous e Compan y for th e New York 
tunn e 1 servi ce. 

TRADE NOTES 

Joseph T . Ryerson & Son, Chicago, Ill., have elected 
Clyd e I'v1itch el Car r pr es id en t of the company to succeed 
E . L. R yer son. 

E . S. Taylor h as accepted a pos1t10n with For ,,yth Bros. 
Compa ny, Chi cago, Ill. Mr. T ay lor fo r m er ly was em
p loyed in the sa les departm ent of t h e Pullman Com pany. 
· Indianapolis Switch & Frog Company, Sp ringfield, Ohio, 
has ope ned a sale s office in the Balboa Building, San Fran
c isco, Ca l. S. I. \Vailes will be in cha rge as coast r epr e
se ntative. 

Robert Mather, chair man of the Westinrrhouse Elec t ric & 
l\Ianu fac turing Com pany, w ho ha s r ecently returned fr om 
Eu r ope, s tate s that business condit ions in E urop e, par ticu
larly Grea t B rita in , a r e ve ry sa tisfacto ry. 

Western Electric Company, Chica go, Ill. , has r ece n t ly 
o pen ed branch houses a t Buffa lo, N. Y.; Port la nd , O re. , 
a nd M i~wau_kee, W is., whic h g ives th e com pa ny 23 branch 
houses 111 differ ent parts of the Un ited States. 

G. S ._ Ack_ley, proprietor of the Ackley Br ake Company, 
~as arn ved 111 ~ ondon, Eng. , after a successfu l business t r ip 
111 S outh A m enca, where he r eports havin rr r ec eived orde r s 
from diff er ent South A merican t ram way; fo r 842 Ackley 
a dju stable b rakes. 

American Bridge. Company, New York, N. Y., has been 
awarded the con t ract for the construction of foundries No. 
r a nd No. 2 for the W estinghouse Electric & Manufactur

.ing Company a t T rafford City. The buildings will be of 
s t ee l and r ein fo r ce d concrete. O ne will be 250 ft. wide 
and 500 ft . long and the o th er, for smaller ca stings, will 
be 65 f t. w ide and 200 .ft . long. T he fo undries are the first 
of three la rge p lants that a r e to form the central foundry 
p lant of the com pany, and wh ere all of the foundry work 
will be done in the future. 

Wonham, Sanger & Bates, New York, N. Y., have re
ce ived or ders t o equip IO car s of the Ottawa El ectric Rail
way and the sam e number fo r t he Norfolk & Portsmouth 
Railway with "H. B." life guards. This company also 
stat es that r ep eat or der s have been r eceived from the East 
S t. L ouis & Suburban Railway, t he Mon treal Stree t R ail
way and t he Westches ter Stree t Railway, and that a con
tr~ct ha s been r ec eived fr om the Sao Paulo Tramway, 
L ig ht & Power Company for th e equipme nt of all cars 
with the " H. B." life guards. 

ADVERTISING LITERATURE 
Carnegie Steel Company, Newark, N. J., ha s issued stock 

list No. 6 of the W averly wa rehouse s. 
Ar ch ib old-B rady Company, Syracuse, N. Y., has issu ed a 

very t as te ful de sk calendar and memorandum pad for r9 II . 
Sangamo Electric Company, Springfield, Ill., has issued 

bull etin No. 22 descr ibi ng portable and switc h board type 
g raphic r eco rder s. 

Massachusetts Saw Works, Ch icopee, Mass., have pub
li sh ed a sm all boo kl et entitl ed "The Gentleman from Mi s
souri ," which d escri bes by comparison the way Victor saw s 
a re m ade. 

Hart & Hegeman, Hartford, Conn., have issued catalog 
:'.'Jo. H on "H. & H. Barri er 600-V olt Switches," illustrating 
and desc ribing t he differ ent types of switch es, an d also 
co ntain ing a number of price lis ts . 

General Vehicle Company, Long Island City, N. Y., has 
pub li shed "Elec-Trick s" fo r J anuary, r9 rr. It con ta in s a 
view and de script ion of the fi r s t American elec t r ic auto
m obile and other interestin g a rticl es re lat ing to electric 
co mme rcia l vehi cles. 

National E lectri c Lamp Association, Cleveland, Ohio, has 
p rint ed bull etin s Nos. 5C, 8 B and 15, desc ribing different 
styles of lamps. Bull etin No. 5C show s the Tantalum multi
p le lamps, No. 8B the " Mazda" minia ture and low-voltage 
lamp s, a nd No. rs lam p s fo r elec tric sign lightin g. 

Sprague Electric Company , N ew York, N. Y., has pub
lish ed cat alog No. 436 illu stra t ing and d escribing "Sp rague" 
condui t products. The compan y has al so issued bull etin 
N o. r rr , g ivin g a partial li st of installa ti ons of engine type 
generator s and showin g a number of views of the genera
t or s after being in stall ed. 

General Electr ic Company, Sch enectady , N. Y., has issued 
bull etin s Nos. 4787, 479 1, 48rr, 4812 and 4813, w hich have 
th e fo ll owin g titl es : "W ires and Cabl es," " F eed er Vol tage 
Re gula tors," " Drum Controllers for Industrial Service," 
"Small D irect- Current Be lt ed Generat or s" and "Oi l-B reak 
Switc hes fo r P ole Lin e Service." 

Joseph D ixon Crucible Company, Jersey City, N . J., has 
publi shed "Graphite" fo r F eb. , r9 rr. It contain s arti cles on 
the "Advantage of Graphi te fo r Be a t Bot tom s," "Phoenix 
Br idge," "T h e New Hudson Co unty Court House," "Ameri
can I'11anufac turer s' Export As sociation" and th e " Graphite 
Industry in the State of N ew Y ork" 

E lectric Service Supplies Company, Philadelphia, Pa., in 
t h e "Keyst on e T r aveler" fo r J anuary, 191 r, discusse s the, 
"pay-within" type of car w h ich ha s been adopt ed by the 
Boston E levat ed R ail way. Som e of the o ther a rticl es in 
thi s issue a re : " Prot ec ted Rail Bonds ," "G. D . Arresters," 
"Reinfo rced Nose Brackets " an d " Unc ont r oll ed Power." 

Ohio Brass Company, Mansfield, Ohio, has published the 
''O -B Bull eti n" fo r Jan.-Feb., r9 rr , w hich conta in s articles 
on "O-B Extruded Trolley Ear s," "Important Point s W hich 
Should Govern the Selection of High-T en sion In sulators 
from the Standpoint of Line Operation,'' " T wo New O-B 
Min e Han g ers," " Modoc T r olley Clamp," "A Novel Mine 
Haulage System" and "Mee ting of th e West Virginia 
Mining I n stitut e." T his magazin e is published every two 
months. 




