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The Milwaukee Valuation

Different values were determined by the companies and
the Railroad Commission of Wisconsin in connection with
the Milwaukee fare case. The values on which the com-
pany claimed a return were published in the issues of the
ELECTRIC RAILWAY JOURNAL at the time of the hearings in
the case before the commission during 1909. The Railroad
Commission has now made public its figures of the values
in connection with the announcement that a final decision
in this long-pending case will be rendered by this fall. One
of the problems which enter into the consideration of this
case is the fair division of the total values between the
different elements of the plant which furnish the railway
service and the electric power and lighting service respec-
tively. Many questions of fundamental importance are con-
cerned in this segregation. The report of the conmission
indicates that in its segregation it allowed 62 per cent of the
total cost new of the property of the Milwaukee Electric
Railway & Light Company for the railway plant. Of the
balance the principal item was the light and commercial
property, which is placed by the commission at 27 per cent
of the total cost fixed. By reason of its joint operation of
railway and electrical power and lighting plants the com-
pany is able to conduct its business at a lower cost than if
as an independent railway company it produced the smaller
amount of power that would be sufficient for the needs of
the railway alone. Probably both the railway and the power
and lighting customers of the company would like to secure
the benefit of this saving, but this appears to be one of the
advantages arising from economical management and com-
bination which should accrue to the company as one of the
returns to which it is entitled because of its form of organi-
zatton.

Philadelphia Transit Report

The Philadelphia Rapid Transit Company gave publicity
on July 17 to its annual report for the year ended June 30,
1911, and both the statistics and the discussion, published
elsewhere in this issue, contain indications of the new policy
upon which the system is now operated. The new method
of the provision of 15 per cent of gross earnings for main-
tenance and renewals is that recommended by Thomas E.
Mitten, the expert adviser to the interests represented by
Mr. Stotesbury. One of the principal features of the report
is the improvement in gross passenger carnings. The ag-
gregate receipts from passenger sources are much larger
than in any previous calendar vear, showing an increase of
14.57 per cent over the results reported for the fiscal year
ended June 3o, 1910. In that year the operations were

affected adversely by the strike of trainmen. The gross
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passenger earnings of $20,012,687 reported for 1911 com-
pare with $18,317,530 for 19og and $18,300,080 for 1908.
It is of particular interest to note that in connection with
the readjustment of the affairs of the company which is
now under way Mr. Mitten, in estimating future require-
ments and probable earnings, figured upon an average
annual increase of 4 per cent in gross earnings for five
years.

per cent per annum.

The actual increase from 1902 to 1909 averaged 4.2
This average was exceeded in 1911,
not only as compared with 1910, but when the average in-
crease from 1909 to 1911 is computed. Another change is
in the operating ratio, which, including taxes and the larger
provision for maintenance and renewals, amounted to 61.07
per cent of total gross earnings from all sources. Interest
and rentals were 40.80 per cent of the total revenue, leaving
In the fiscal year 1909

rentals and interest were equal to 43.6 per cent of gross.

a net deficit equal to 1.93 per cent.

Employces’ Social Organizations

The transportation employees’ social clubs of the Public
Service Railway of New Jersey, which are described else-
where in this issue, demonstrate how successful such as-
sociations can be when the men are thrown practically on
The

management does little more than to provide an assembly

their own resources for means of entertainment.
room in each carhouse, to offer prizes for divisions com-
peting in a few lines of sport and, occasionally, to make
sociable. The men do the

up a deficit arising from some

rest and do it well, too. The Public Service Railway has
a very large mileage, which is spread over a great deal of
territory.  As a result the clubs are quite numerous and in
sonmie cases as independent of one another as if they were
Most of these
This

condition, however, is really a benefit because it enables a

on the properties of different companies.

organizations are, therefore, comparatively small.

much larger percentage of the men to take an active part
in the work than is the case on railways where there is
The officials
make it a point to be present at the festivities as often as

but one association to cover all divisions.

possible, but in accordance with the policy of the manage-
ment they wisely refrain from talking “shop.” The time
to talk business to the men is at business meetings, which
are also held on the Public Service Railway, and not when
It is
often a matter of astonishment, when such organizations

the men are surrounded by their families and friends.

are formed, to discover the amount of latent talent for
different forms of entertainment which will be found among
Some of this will be in the musical line, and it is
not at all uncommon on systems of even moderate size to

the men.

find an amateur band superior to many of the professional
organizations of similar character in the same city.. Dra-
matic talent is also not unusual. We have seen perform-
ances given by men whose daily work is on the platform
of an electric car which would be of credit to any vaude-
ville stage in New York or Chicago. Athletes there will
be, of course, in abundance and of all kinds, and where an
electric railway system has several divisions contests for
supremacy in baseball, boxing, bowling and other sports
between teams representing these different divisions can
usually be arranged with ease, without interfering with the
regular work and to the benefit of all.
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THE JOINT USE OF POLES

The joint use of poles by telephone and telegraph, electric
light and electric railway companies involves many com-
plex questions of engineering practice, franchise require-
ments and public policy. The National Electric Light Asso-
ciation has already adopted a standard form of agreement
and specifications for the joint use of poles.by electric light
and telephone and telegraph companies which was prepared
by its committee on overhead line construction in co-opera-
tion with representatives of the telephone and telegraph
companies. The committee on power distribution of the
American Electric Railway Engineering Association also
has been draiting a form of agreement and specifications
which it expects to present at the next October convention,
At the Cooperstown meeting of the Street Railway Asso-
ciation of the State of New York, W. J. Harvie presented
still another form of agreement and specifications as the
report of a committee of that association. The latter agree-
ment and specifications differed in many important respects
from those adopted by the National Electric Light Associa-
tion, and were accepted and referred back to the committee
for further consideration. While some preliminary steps
have been taken looking toward a general conference at
which an agreement and specifications acceptable to all
concerned will be drawn up, nothing vet has been done
along this line.

Because of the extended use of poles by two or more
companies on the basis of joint ownership or rental for
attachments applied, it 1s very desirable that a standard
form of agreement and specifications covering the construc-
tion of all classes of attachments on such poles be formu-
lated and used wherever joint occupancy is necessary or
economical. Such an agreement should provide first of
all for standard types of construction which will insure
maximum safety to all circuits on the poles and to em-
Secondly, it
should be broad enough to cover the wide variety of condi-

ployees who may be working on the poles.

tions which are to be found in large cities, small towns,
and in open country; and, finally, it should provide for
practicable working arrangements in such matters as main-
tenance, liability for damages, apportionment of rental
charges, abandonment of attachments and extensions of
lines not covered in the original agreement.

For such a purpose the standard forms of the National
Electric Light Association would be inapplicable, one rea-
son being because they have been drafted primarily for the
joint use of poles by electric light and telephone and tele-
graph companies only. Provision for wires of railway com-
panies is made in one article in the specifications, but seems
to have been inserted only as an afterthought. Even this
article does not cover poles used for lighting and railway
attachments, As a matter of fact, the National Electric
Light Association form agreement and specifications are
substantially the same as those prepared and generally used
by the American Telephone & Telegraph Company. Some
of the construction drawings accompanying the specifica-
tions are copies of those used by the telephone company
and the notes contain references to such titles as “chief
engineer” and “division plant engineer.” The agreement
also contains certain restrictions which might prevent its
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use by many companies. Thus, in Article 11 the right is
denied the lighting company to permit any other telephone
or telegraph company to use any of its poles for any pur-
pose whatever within the territory already occupied by the
telephone company. The same restriction applies to the
telephone company, with respect to competing with the
electric light companies. Such restrictions are contrary to
the spirit which should underlie a general and equitable
agreement, designed for use by any and all interests.

The form of agreement and specification submitted to the
Street Railway Association of the State of New York is
much broader than that of the National Electric Light
Association and the text has been greatly simplified and
condensed. It includes ten of the twelve construction
plates which form part of the National Electric Light
Association specifications. Plate 6 is modified so as to
show railway bracket-arm attachments on poles carrying
electric light wires, telephone wires, railway feeders and
an arc lamp attached to the pole. Plate ¢ i1s modified to
show electric light wires, telephone wires and telephone
cable boxes.
dispose of any portion of any of the poles or attachments

The right to sell, assign, lease or in any way

covered by the agreement is conditional upon obtaining the
written consent of all parties to the agreement, but it is
specifically stated that this shall not be construed to limit
the right of any party to the agreement to make a general
lease or assignment of all its rights, property and franchises
or to enter into any combination authorized by law. An-
other important difference between this agreement and that
of the National Electric Light Association is in the matter
of lability for damages. The latter specifies that the
liability assumed by each of the two companies is one-half
of the damages for injury to persons not in the employ of
either of the companies, one-half of the damages for in-
jury to property not belonging to either of the companies
and the entire damage for injury to each company's em-
ployees. The New York agreement provides that each
party shall be responsible for the effect of its own attach-
ments and the acts of its employees and agents.

It is not necessary at this time to discuss at length other
differences in the two forms of agreement and specifications
which have already been made public.
surmountable obstacles preventing the drafting of a form
fair to all

There are no in-
of agreement and specifications which will be
interests concerned and will provide safe and economical
construction. It may be necessary for each of the companies
to waive its preferences on some points, but we feel sure
that none of the interests involved would seriously insist on
the incorporation of provisions which were unfair to any
of the others.

Such an agreement would be beneficial to all of the
cooperating companies in other ways than simply in the
reduction of the cost of construction and maintenance of
their aerial lines. In many cases it would remove the
principal cause for a demand for the burial of all overhead
wires, which has some excuse when an unreasonable atti-
tude of the different electrical companies requires three,
But
where this unsightly forest is replaced by a single line of

four and even five sets of poles on the same street.

neat overhead structures to carry all of the wires there is
very little to which even a most captious critic can object.

ELECTRIC RAILWAY JOURNAL.

THE NEW YORK SUBWAY SITUATION

The
during the present week has been the rejection on July 2o
by the Board of Estimate of New York of the final pro-
posal of the Interborough Rapid Transit Company to build

feature of the subway situation in New York City

the subways assigned to it by the McAneny committee. At
the time of going to press with this issue the indications
were that the city authorities would grant to the Brooklyn
Rapid Transit Company the opportunity of constructing
the subway lines north on Lenox Avenue into Bronx Bor-
ough and of building the QQueens extensions and the Eastern
Parkway line, declined by the Interborough; but the situa-
tion changes so rapidly that it is impossible to predict what
the outcome will be.

From the beginning of the negotiations and up to within a
week ago Mayor Gaynor seemed to be favorable to the gen-
eral plan under which the Interborough Rapid Transit Com-
pany was to construct a portion of the rapid transit systen.
But his announcements of July 13 and July 20, in which he
stated that he was strongly opposed to any guarantees by the
city of the rate of return to the railway companies under the
proposed franchises, showed clearly that the Interborough
plan could not expect his approval. The profits which
would have been derived by the company if it had con-
structed the routes covered by its proposal are, of course,
entirely a matter of conjecture. Its experts believed that
these profits would not have been large; the experts of the
city took a more optimistic view. But the majority in num-
bers (although not in votes) of the Board of Estimate had
agreed that the offer of the company should be accepted.

Undoubtedly the Interborough decided that it would be
better not to jeopardize its present excellent financial con-
dition for the problematical benefits of a greatly extended
subway system under any less advantageous terms than
those which it offered.
that reached by the Berlin Elevated & Underground road
some years ago.

Its decision is closely parallel to

That company, like the Interborough,
had a financially successful rapid transit enterprise in
the heart of Berlin and was urged by the city to extend
this system into the suburbs, but declined. The outcome
in that case has been the construction by one outlying
suburb, which is a separate municipality, of an extension
which is to be operated as part of the main subway svs-
tem on a profit-sharing basis by the old company. In
London the situation was, or is, not greatly different.
The success of the Central London Railway, the first long
underground tube line in that city, was followed by the
construction of a number of other similar lines which have
not proved so profitable. In Paris the subway system is
still confined to the congested parts of the city, and it vet
remains to be shown that subways can be built and oper-
ated at a profit except in the cities of the largest size and
on routes of the greatest traffic.

The Interborough has always claimed that the terms
accorded it were less favorable than those offered to the
Brooklyn Rapid Transit Company, on which it would now
secem the problem of providing rapid transportation within
the greater city may devolve. Such an undertaking would
be greater than ever before assigned to any urban railway
corporation, but we have no doubt that it would be vigor-
ously prosecuted and successfully accomplished.



146

ELECTRIC RAILWAY JOURNAL.

[Vor. XXXVIII, No. 4.

Combined Carhouse and Shop, Bridgeport, Conn.

This Building Is a Noteworthy Example of a Reinforced Conerete Fireproof Carhouse, Supplemented by an
Elaborate Aisle Sprinkler System.

The Connecticut Company, which operates most ot the
clectric railway mileage in the State of Connecticut, recently
completed a car maintenance structure which will serve as
the principal storage and repair depot of the lines of its
Bridgeport division. The new building is interesting not
only for its durability and fireproof construction, but also
for the mcorporation of various conveniences for the em-
ployees of the car maintenance and transportation depart-
ments.

The structure is of the double-ended type, and comprises
a ground floor, 331 ft. 8 in. long x 241 ft. wide, with an
upper floor, 2ro ft. long x 51 ft. 8 in. wide, for part of the
shop and transportation department quarters. As shown on
the accompanying plan, the ground floor is divided as fol-
lows: A car storage section, 134 ft. 4 in. wide, which con-
tains ten through tracks, spaced 12 ft. or 15 ft. centers,
depending upon the position of the roof columns: a truck
overhauling section, 120 ft. 10 in. long x 54 ft. wide, which

forced concrete columns which are spaced 15 ft. apart.
This car storage section is separated from the several repair
shops by a 12-in. brick wall, furnished with five pairs of
gravity fire doors. The other side of the repair shop sec-
tion is separated from the utilities rooms by a similar brick
wall and double fire doors leading into each room. The
paint shop, which is a part of the general shop section, is
1solated from the rest of the structure by the first 12-in.
brick wall mentioned, by a fireproof partition made up of
6-in. porous hollow tile blocks and by rolling steel doors at
cach end. The block partition mentioned is also furnished
with three gravity fire doors. The several utility rooms are
separated by fireproof partitions of 6-in. tile. In general,
the openings in these partitions are protected by- gravity
fire doors, which, like those in the rest of the structure, are
215 1n. thick, covered with tin and fitted with fusible links
and other appurtenances of approved fire doors. All ot the
doors shown on the first and second floor plans are of the

Bridgeport Carhouse—General Exterior View of Track Work, Carhouse Entrance, Side and Skylights; Also Shop
Section at the Left

contains four tracks, two of which are continued into the
carpenter shop, which extends to the opposite end of the
carhouse, and the other two into the pamt shop: a utilities
section, 49 ft. wide throughout. The utilities rooms on the
first loor comprise a blacksmith shop, 30 ft. 10 in. long; a
machine shop, 120 ft. long; a fan room, 3o ft. long; a fire
pump room, 13 ft. x 24 ft. 6 in.; a carpenter shop and
mill room, 30 ft. long; a main stock room, 79 ft. 8 in. long,
and toilet, locker and office rooms, with a hallway leading
to the Congress Street end. The second floor arrange-
ments, shown on another plan, comprise a hallway, office,
locker and toilet rooms; men's room, 34 ft. 8 in. x 49 ft.;
men's locker room, 30 ft. x 49 ft.; stockroom, 15 ft. and 75
ft. x 49 it.; and armature room, 30 ft. x 39 ft. Access to
the second floor is had by stairways in the hall, from the
lower to the upper stock room, and from the machine shop
to the armature room. There is also a 1-ton capacity elec-
tric freight elevator between the lower and upper stock
rooms, and a I-ton capacity trolley electric hoist working
through the extended hatchway at the stairs between ma-
chine room and armature room, with a track over the
benches of the latter room.

The several divisions mentioned are separated by fire-
proof partitions of various kinds. The carhouse proper
has no partitions, but is divided into seven bays by rein-

sliding type except the hinged doors in the stock and arma-
ture rooms on the second floor.
GENERAL CONSTRUCTION

The nature of the ground on which this structure was
erected is such that part of the foundation is on rock and
part on piling. The footings are of concrete. The walls
and main partitions are of brick, while terra cotta tiling
is used for coping the walls and parapet. The carhouse
portals are formed by steel columns made up of L’s and
plate which carry horizontal steel girders composed of
paired I-beams supporting the brick front. The roof beams
are of reinforced concrete. The roof is of hollow tile, cov-
ered with slag, and between skylights it is pitched 14 in.
to the foot in the carhouse section. A terra cotta tile para-
pet 4 ft. high separates this section from the rest of the first
floor roof, which is pitched 34 in. to the foot. The first
floor roof is built to carry its own weight plus 40 1b. live
load per square foot, while the floor on the same level over
which the second story portion is built can carry a live
load of 150 Ib. per square foot.

Concrete is also used in the construction of the car-
house floors and for the devil strips. The floors are laid
on 8 in. of gravel and are 5 in. thick, with a I-in. cement
finish. The devil strips are built up on steel beams, ex-
panded metal and concrete, with a like cement finish, and
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are capable of carrying a live load of 100 lb. per square
foot. All flooring in the carhouse, except that of the pits,
is divided into 4-ft. x 4-ft. squares, with sand joints for the
full depth. All of the tracks throughout the storage and
repair sections are finished with open pits, as shown in the
halftone illustrations on page 150.

The devil strips are carried on concrete piers 5 ft. high.
One of the accompanying drawings shows the cast-iron
shoe with which ecach pit pier is fitted to give a base for
the girder running rails. The pit floors are pitched 4 in.
to the foot to 6-in. drains under the devil strips, as shown
in the cross-section of the carhouse, so that the pits are dry
at all times. These drains lead to a main cross drain, which
in turn leads into a manhole where an electric sump pump
of 100 gal. per minute capacity raises the water through a
trapped discharge pipe to the sewer, the pump starting
automatically when the water reaches eclevation go.o, the
pit floor being at elevation 94.6. The carhouse is on the
harbor front and mean tide is at elevation 93.0, with a
maximum high tide some 2 ft. higher. To prevent back
flooding, the discharge from the pump is carried up to ele-
vation 96.0 and then dropped to the sewer at elevation 94.0.
The pits are illuminated by lamps placed under the devi
strips at intervals of 15 ft. The pit steps are made up o
steel channels filled with cement.

2.

1
f

G
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steel angles, bolted to the steel channels and covered with
14 -in. slate treads. This stairway has a wooden railing.
Different mixtures of concrete were used in the con-
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Bridgeport Carhouse—Cast-Ircn Shoe for Girder Pit Rail

struction of this building, according to the service required.
The concrete for walls, floors and other non-reinforced
sections was made up of one part of cement, three parts of
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Bridgeport Carhouse—General Plan, Including the Lighting Layout

The general construction of the utilities section is also
fireproof except that in some of the offices and employees’
rooms wooden floors are used over the concrete and that
ash wainscoting is installed. The stairways in the machine
and stock sections are built up of channels, cast-iron treads
with open risers and a pipe railing. The stairway in the
main entrance hall at the Congress Street end is built up of

sand and five parts of broken stone or gravel. The concrete
for reinforced work, such as columns and roof girders for
the floor or roof slabs, was composed of one part of cement,
two parts of sand and four parts of gravel or broken stone,
the broken stone not being permitted to exceed Y2 in. in
diameter. Partly for efficient protection from fire, the mini-
mum concrete coats specifiecd were as follows: Reinforced
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Bridgeport Carhouse—Transverse Section through the Line H-H on the General Plan of the First Story.
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Bridgeport Carhouse—Elevations and Other Details of the Trolley Lift Devices
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columns, 2 in.; steel in reinforced slabs, 1 in.; girders and
beams, 1% in.

All windows opening into the carpenter, repair and pamc
shops on the first floor, and the windows on the second
floor which open on the roof, have double wrought-iron
shutters. Wire glass of double thickness is used for all
windows opening onto the repair and carpenter shops from
the west wing of the building; also from all windows which
face the second story roof.

FIRE PROTECTION

The fireproof nature of this structure is clear from the

preceding description, but its construction alone will not be
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Bridgeport Carhouse—Track Layout and Application of
Trolley Lift Device

relied upon to prevent fires. As shown in the half-tone
illustrations on pages 150 and 151 there has been installed
a comprehensive system of automatic sprinklers with
sprinkler heads spaced to cover not over 200 sq. ft. of floor
area per head. The main storage structure has aisle sprink-
lers opposite the upper sash of car windows, and spaced 7
ft. apart, all on the dry-pipe system. No ceiling heads are
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in case the city pressure drops below this pressure, while a
12-in. suction to the harbor gives an independent supply in
case of the total failure of the city service. Steamer and
hose connections outside the building permit the fire depart-
ment to reinforce the system or the pump to be made avail-
able against exposure fires.

There is further a system of alarm boxes in the building,

-

Firnsh at Ends
Section looking down

3
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Bridgeport Carhouse—Section and Details of Puttyless
Saw-Tooth Skylight

connected with a private box of the Bridgeport fire depart-
ment, while an extension of the annunciator circuit of the
sprinkler system gives duplicate indication in the main
office, as well as in the valve room. The patrol inspection
is checked by a watchman's clock system.
TRACK ENTRANCES
The track entrances at both sides of the carhouse are
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Bridgeport Carhouse—Plan of Second Floor

used in this section. Aisle sprinklers also are used in the
paint, carpenter and repair shops, but as these sections are
well heated they are on the wet-pipe system, as are the
heads in the utility section, where ceiling heads only are
used. In controlling wet and dry valves, pump, pressure
tank and annunciator are in a fireproof pump room with
no opening into the rest of the structure. Water is sup-
plied by the city mains, through a 4500-gal. pressure tank.
An electric pump of 1300 gal. per minute capacity auto-
matically maintains a pressure of 8o Ib. per square inch

protected by rolling steel doors which are built in two sec-
tions with central guide post because the width of 27 ft.
to 27 ft. 6 in. between the columns required too lieayy single
doors for hand operation. As the width of the carhouse
was too limited to give good clearance for both tracks, the
sections were made unequal. One section in each door
gives full clearance for the largest car: to handle large
cars on the other track requires raising both doors and
swinging up the post by means of the chain tackle shown in
the illustration.
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LIGHT, VENTILATION AND HEATING

The excellent natural lighting of the carhouse is obtained
through thirty-two saw-tooth skylights, each approximately
40 ft. long, 5 ft. wide and totaling 6300 sq. ft. in area.
These skylights are inclined at an angle of about 71 deg.
Each light of glass is bedded on cow hair with a top cov-
ering of cow-hair felt and a rust-resisting metal cap which
is held by brass nuts to brass studs placed at intervals of
16 in. and set into the skylight rib. As no cement or putty
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of two single-inlet, multiple-vane fans, each of which can
deliver 60,000 cu. ft. of air per minute at its normal speed.
These two fans are set side by side. Their inlets are con-
nected by a steel plate inlet box to the chamber formed by
the jacket surrounding the heater coils. Each is driven by
a direct-connected center-crank horizontal engine which
operates the fans at normal speed with a steam pressure of
only 25 Ib. An outside-packed, brass-fitted pump with re-
ceiver is placed near the heating apparatus to return the

Bridgeport Carhouse—Maintenance Section, Adjacent to
the Machine Shop

is used, this construction permits the easy removal of any
light of glass at any time for cleaning or replacement. The
illustration on page 149 of a typical saw-tooth skylight
also shows the continuous clip which permits the light to be
attached to the building structure despite the differences in
the angle of the concrete at cach end.

The artificial illumination of the carhouse is furnished by
100-volt series arc lamps with clear globes overhead, and

Bridgeport Carhouse—Steel Shutter for Isolating the Paint
Shop from Rest of Maintenance Section

water of condensation from the heating coils to the boilers
which are located in a passenger station adjoining the car-
house. The exhaust steam from the fan engines is utilized
in the heating coils and the rest of the steam required
is supplied from the boilers at a pressure of 23 Ib., as noted
before.

The air from the fans is carried across the carhouse by
means of a galvanized-iron duct from which branches are

Bridgeport Carhouse—View Through a Storage Bay

110-volt series 16-cp incandescents in the pits. Arc lamps
are also used in the shop rooms in addition to incandescent
lamps placed singly or in clusters, as shown on the general
plan.

The carhouse is ventilated through louvers which are
set at both ends of each skylight. The carhouse proper,
the shops and the various utility rooms are heated on the
indirect system from an equipment which is installed on the
first floor of the utilities section. The apparatus consists

Bridgeport Carhouse—Motormen’s and Conductors’ Room
1

run to the underside of the devil strips. These branches
have outlets at suitable intervals so that the hot-air is dis-
charged directly into the pits. The utilities sections, both on
the first and second floors, are heated by means of galva-
nized-iron ducts with outlets in each room, all of which are
supplied from a galvanized-iron riser from the fan-dis-
charge chamber.

In order to make the heating as economical as possible,
most of the air is taken from within the operating portion
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of the building. This is done by connecting together the
ends of one row of skylights on the roof so that they form
a continuous passage and then bringing a connection from
the fan room up through the second story of the building
and coutinuing it to the end of the return duct thus formed.
UTILITIES ROOMS

The dimensions of the atilities rooms on the first floor
have already been given. The blacksmith shop contains
two down-draft forges with motor-driven blowers and ex-

iy
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boring mill, a double 12-in. emery grinder, a 30-in. automa-
tic knife grinder and a magazine hack saw, all belt-driven
from a 15-hp motor. An overhead trolley rail carries a

I-ton tripl¢x hoist which serves the larger tools; in addi-
tion, the wheel drill has a small motor-operated crane
attached to its pillar.

Bridgeport Carhouse—Machine Shop Section on the First
Floor

hausters, one 150-lb. helve hammer, a combined punch and
shear, and a babbitting furnace. The hammer and punch
are driven by a shaft extended from the machine shop.
The main machine shop has a 42-in. steel-tire wheel lathe
with motor-operated tailstock, a 300-ton wheel press, a 200-

Bridgeport Carhouse—Valve Room with Fire Protection
Apparatus

The wood-working shop contains a two-spindle shaper, a
single-head tenoner, capacity 20 in. x 7 in., a 20-in. x 84-in.
buzz planer, a 26-in. x 8-in. single-surface planer, a 36-in.
band saw, a rip saw, a I4-in. variety saw bench, a 16-in.
swing saw, a mortiser and borer, two vertical wood-boring

Bridgeport Carhouse—Interior, Showing Construction

ton wheel press and a vertical-wheel boring mill, each with
individual motors. In addition, there are two vertical-drill
presses, a horizontal cotter and key seat slotter, a 36-in.
radial-drill press, a 25-in. back-geared shaper, three cngine
lathes, a pipe-threading machine, a small planer, a babbitt

.of Roof, Aisles and Pits; Also Aisle Sprinkler System

wet grinder, all belt-driven
20-in. patternmaker’s lathe

machines, and a 14-in, emery
from one 7-hp motor, also a
with individual-motor drive.
The armature room on the second floor has an electric
hoist for handling armatures from the machine shop below
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to the benches, an oven, and the motor-driven combination
banding, heading, grooving and turning lathe. The elec-
trically heated armature oven has brick compartments with
counterbalanced sliding doors of iron and ashestos. It is
a modification of a design originated by W. D. Wright,
master mechanic of the Rhode Island Company.
REPAIR SHOP

In the repair shop on the ground floor of the main sec-
tion is a motor-driven wheel grinder for truing wheels
without removing from car; two 5000-ib. capacity pneuma-
tic jib cranes with 11-ft. arms and 5-ft. lift; and four car
lifts, each consisting of four screw jacks, two on each
side, each pair carrying a I12-in., 31%-lb. I-beam 30 ft.
long. . Needle beams placed on these and under the car
body allow the jacks to lift the latter. The jacks are
motor-driven by worm gears affording a positive lock in

all positions, each hoist having its own motor. One of
these lifts is shown in an illustration on page 130.
In addition, air piping with outlets every 23 ft. is pro-

vided for small pneumatic tools, and there is a portable
vacuum car cleaner,
MISCELLANEOUS

The overhead trolley circuit inside the building consists
of a 2-in. x 2V4-in. 3.7-1b. angle on a 2-in. x 12-in. strip of
spruce hung from the roof beams. Outside, a No. 0ooo
grooved trolley wire is used .An interesting feature is the
drawbridge shown on page 148. - The track from Con-
gress Street passes under a low viaduct with but 13-ft. 7-in.
clearance, immediately alongside of which is a service
freight track over which must be had at least 15-ft. clear-
ance to pass large box cars. This condition made a fixed
trolley wire impossible for either the straight crossing or
for the crossing by a branch-off to the run around the car-
house track. The problem was solvea by an angle-iron
conductor, hinged at one end to an overhead support and
at the other to a bell-crank lifting device with a locking
quadrant about 4 ft. from the ground. As a precaution
against attempted mischief the operating lever can be de-
tached and kept m the carhouse office except when needed.

This structure was designed and built for the Connecti-
cut Company by the engineering department of the New
York, New Haven & Hartford Railroad under the direc-
tion of E. H. McHenry, vice-president in charge of engi-
neering; Edward Gagel. chief engineer: Charles Rufus
Harte, assistant engineer in charge of the construction de-
partment; C. W. Lord, chief draftsman, and R. J. F.
Gerstle, resident in charge. The track work, overhead
work, tool installation and lighting were done by company
forces; all other work was done by contract.

o

BULLETIN ON ATLANTIC

The American Electric Railway Association has issued
convention Bulletin No. 2, which presents information on
the hotel rates and facilities for the next convention, to be
held in Atlantic City, N. J., Oct. 9 to 13. 1911, inclusive.
The exhibit of the Manufacturers’ Association will again
be held on Young's Million Dollar Pier. The hotels se-
lected as headquarters for the 1911 meeting of the several
associations are as follows: _American Association and
Manufacturers’ Association, Marlborough-Blenheim; Ac-
countants’ Association, Chalfonte; Engineering Association,
Dennis; Claim Agents’ Association and Transportation
& Traffic Association, Traymore. The schedule of rates
and accommodations given in the bulletin covers the thirty-
three hotels which have combined to defray the expenses
necessary to provide proper facilities for convention pur-
poses. Reservations should be arranged for directly with
the hotels. \listakes may be avoided by stating that such
reservations are desired in connection with the convention.
The request should be accompanied by an explicit statement
as to the kind of room desired. whether with or without

CITY HOTELS
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bath, and the dates of arrival at and departure from the
hotel. Special rates have been made with the understand-
ing that hotel charges will be for the full time of reserva-
tion. It is recommended that convention visitors communi-
cate promptly with their respective hotels regarding reser-
vations in order that the best choice of rooms may be
obtained. The bulletin contains a half-tone of the exhibit
pier and a map of Atlantic City showing the location of the
principal hotels. Subsequent bulletins will give details of
transportation matters, registration, programs, meeting
halls, etc.

0 Q-0
HEARING ON TAUNTON AND PAWTUCKET FARES

The Massachusetts Railroad Commission recently gave a
public hearing at Boston upon the petition of Representa-
tive Bellamy for the introduction of free transfers on the
Taunton & Pawtucket Street Railway between Taunton,
Attleboro and Pawtucket. Mr. Bellamy represented the
petitioners, and the company was represented by J. W.
Burke, Attleboro, Mass. The principal points brought out
by the company follow: The Bristol County Street Rail-
way, preceding the Taunton & Pawtucket Street Railway,
had a total through fare in 1904 of 15 cents, divided in
three 5-cent fare zones. In 1903 the company went into the
hands of a receiver, and was purchased by the present in-
terests. The earning capacity, after the property had been
improved, was tested and the necessity of raising fares
became apparent. In 1908 four zones of 5 cents each were
established, making the through fare 20 cents. The mileage
in the different townships required that in Taunton, where
the ride was more than 6 miles, the mileage would have to
be split so as to provide a full zone and part of another
zone. In connection with the establishment of the four
zones a petition for a change was presented to the Rail-
road Commission, and the board approved of the new fares.

The petition presented by Mr. Bellamy aimed to permit
all riding in Taunton to be enjoyed for 5 cents, embracing
a present zone wholly in Taunton and in addition a part of
an adjacent zone. No change by way of increase in the total
earnings of the company warranted such a concesssion.
Nothing in the earnings of the company warranted the
change; the number of local passengers affected was found
to be very limited, and the petitioners appeared to fail to
consider the effect of a change upon the company’s through
fares. The commission has since sustained the company in
the following finding:

“The petition, briefly stated, is an application for a rec-
ommendation by the board that the Taunton & Pawtucket
Street Railway establish a 5-cent fare zone coextensive with
its line in Taunton. However desirable a single 5-cent
fare within the limits of a municipality may be, the ques-
tion reserved for the board’s consideration in all cases of
this character must be the reasonableness of the rate.
Among other factors to be taken into consideration, and by
no means the least important, in making any adjudication
with respect to such reasonableness, is the return upon the
capital invested, and the necessity of permitting the carrier
to make adequate provision for maintenance.

“On May 21, 1908, the board dismissed a petition for a
recommendation that there be a decrease in rates then
effective on the Taunton & Pawtucket Street Railway. At
that time the board made a careful study of the whole
situation, including the finances of the company. A fur-
ther examination, made at this time, convinces us that the
fares established by the company on that part of its line
in the city of Taunton are not unreasonable. Upon the
filing by the company of the return for the year ending
June 30, 1911, the board will have before it certain addi-
tional information that may tend to modify its present
views, and in such event will be prepared to modify this
finding if in its opinion the public interest so requires.”
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Social Activities of Employees
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of the Public

Service Railway

The Transportation Employees of This Company Ilave a Remarkable Group of Coeial Organizations Which Have Done
Mueh to Foster Good Fecling Throughout the System.

The Public Service Railway Company, which operates
throughout the greater part of New Jersey, has always been
a strong believer in the policy of maintaining the most pleas-
ant relations among the employees themselves and between
the employees and the officials. As a result of this attitude
there are in existence on the Public Service system to-day a
large number of social organizations made up of the trans-
portation men of the various divisions. There are five clubs
on the Essex Division, four on the Hudson Division, two on
the Central Division, one on the Southern Division, etc.
The dues paid by the members are nominal, namely, 5 cents
or 1o cents a month, except for slight assessments to cover

annual dinners given by the men, but there is an unwritten
law that the visitors must not unburden themselves of
speeches on “shop” subjects. When the management con-
siders it necessary to give a talk on discipline, rules or simi-
lar matters the superintendent of transportation, his assist-
ant or division superintendents provide a special smoker
where nothing but the subject of the meeting is discussed
as man to mamn.

It 1s natural that in an organization employing thousands
of men there should be found all kinds of musical, dramatic
and athletic talents for club room festivities. Each organi-
zation has plenty of entertainers in its own ranks, but occa-

>
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Public Service Employees—A Hallowe’en Celebration at the Camden Carhouse

the expense of special entertainments. The clerk of the
local division headquarters always acts as the secretary-
treasurer and the expense accounts may be scen by inter-
ested parties at any time.

All of these bodies are of a purely social character. They
have no financial connection with the sick benefit and pen-
ston fund which was instituted the first of this year by the
Public Service Railway Company, nor with the original em-
ployees’ sick and death benefit societies, which were organ-
ized long before the different properties were consolidated
under one management. The direct financial participation
of the company is limited toward making good any small
deficits which a club would find embarrassing if it relied
entirely upon the resources of the men. It is not the policy,
however, to promise any predetermined sum for such pur-
poses.

The headquarters of every society is the club room at the
carhouse. These club rooms vary in size according to the
number of men employed, but in all cases their seating
capacity is large enough to seat an additional number of
people at entertainments; thus the West Hoboken club room
serves 400 employees but has room for 600 people. Officers
of the company, prominent local citizens and public officials
are frequently invited to attend the entertainments and

stonally “star” performers from one division are invited to
entertain at other club rooms. The men greatly favor the
presentation of comedy sketches, such as “Ye Olde Districkt
Skule,” because they give many of them as well as their
families an opportunity to appear in all kinds of amusing
costumes. Barn dances are also very popular for the same
reason. Two of the accompanying illustrations show the
high degree of skill in make-up attained by participants in
theatricals of this kind. )

At Camden, in the Southern Division, the regular organi-
zation is reinforced by a Ladies’ Auxiliary composed of
relatives of the motormen and conductors. The auxihiary
renders much help in decorating the club room for gala
occasions, and on several occasions has arranged entertain-
ments for the trainmen in the carhouse auditorium. One of
the illustrations shows the interesting effects obtained by
the use of pumpkins and holly at a Hallowe'en celebration.
The Camden club is the only one that has a ladies’ auxiliary.
It is also unique in possessing a brass band of twenty pieces.
The instruments were furnished by the company.

Christmas, of course, 1s the time when the entertainments
are devised with the special view of pleasing the childreun.
The club rooms are appropriately decorated and jolly-
spirited carmen discard their customary uniforms for the
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traditional garb of Santa Claus to distribute toys and candies
to the cager youngsters. The funds for these donations are
raised by the men by means of annual balls, barn dances and
the like. In addition, every married man is taxed 23 cents
and every bachelor 5o cents. FEach man is entitled to dis-
tribute two gift tickets, One of the illustrations shows a
typical Christmas celebration at the West Hoboken club
room. At Paterson last year Santa Claus was provided with

a sleigh which was driven by a horse, as reindeer are not
found in the environs of the Silk City.
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affair is conducted both afternoon and evening, so that the
greatest possible number of men will be able to attend with
their families. An interclub feature which has always
aroused considerable interest among the men is the annual
pool tournament for the silver loving cup offered by the
president. It has been decided to provide a new cup for the
ensuing year, owing to the fact that the Montclair carhouse
has won this cup for five years in succession, and shows no
likelihood of losing it in the immediate future.

At the present time there is a baseball league composed of

Public Service Employees—The Pavonia Boys Ready for a
Barn Dance

Practically all of the club rooms are equipped with gym-
nastic apparatus of some kind, including boxing gloves and
wrestling mats.  Two employees of the company are profes-
sional bag-punchers, who go on tour for two months every
year and serve the company as trainmen the rest of the time.

Probably the greatest attention has been paid to boxing at

Public Service Employees—Santa Claus in the Carhouse at
West Hoboken

eight teams, each of which plays twenty scheduled games.
IFirst, second and third prizes are awarded to the teams
which have scored the greatest number of runs respectively.
These prizes are usually presented by the winning nines to
their best or most popular players. The pennant-winning
team becomes the custodian of a silver loving cup which is
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Public Service Employees—Characters in the Comedy Sketch “Ye Olde Distrikt Skule”

the West Hoboken carhouse, owing to the fact that it is the
training headquarters of a noted colored pugilist who was
formerly a car cleaner on this system. Quite a number of
the men have become proficient boxers under his instruction.

Aside from the local entertainment, to which members
from foreign divisions are always welcome, other events are
given to bring together men from several districts. The
main attraction is a general entertainment and ball which is
given twice a year at the expense of the company. This

an object for annual competition. The carhouse teams also
play games with nines from the police department, fire de-
partment and large manufacturing organizations. To enable
the men to enjoy this athletic feature to the greatest advan-
tage the company has laid out a park at Springfield Avenue
and Forty-third Street, in the suburbs of Newark. The first
baseball game at the new field was played on Saturday,
May 20. These grounds have been laid out for baseball,
football, cricket and the various sports of the cinder path.
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Aside from the entertainments made possible through the
facilities furnished by the company, the clubs also have out-
side entertainments, such as picnics, fishing parties and
bowling. In order to encourage the growth of the last-
named sport the company is planning to build one bowling
alley at the Springfield club house and another at West
Hobokern.

TRACKLESS TROLLEYS Il:il BRADFORD AND LEEDS,
ENGLAND

On June 20 a trackless trolley line in Bradford and
another in Leeds, England, were opened with appropriate
ceremonies. These are the first trackless trolley lines in
Great Britain. The line in Leeds extends from the center
of the city to IFarnley, a distance of about 424 miles. It
traverses a thinly populated territory which heretofore
has had no transit facilities. The Bradford line is shorter,
being a trifle less than 1% miles long. Unlike the line
in Leeds it traverses a thickly populated manufacturing
district and connects with tramway lines at each end. The
construction features of the Bradford and Leeds lines are
very similar, as the work was carried out under the joint
supervision of J. B. Hamilton, general manager of the
Leeds tramways, and C. J. Spencer, general manager of the
the Bradford tramways. The adoption of the trackless
trolley system for these two lines followed a visit of
the Leeds tramway committee to the Continent two years
ago to inspect the trackless trollevs then in operation in
Germany and Italy. The contract for both lines was given
to the Railless Electric Traction Company, Ltd., London,
which owns the patents on the apparatus employed.

The overhead construction consists of four No. cooo
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5 mile. The negative wires are not sectionalized and
wherever possible they are bonded to the rails of inter-
secting or parallel tramway lines so as to decrease the
drop in the return circuit.

The trolleys on the cars are of the double under-running

\ -

Bradford Trackless Trolleys—Car Passing Two Wagons

type and are mounted on the roof near the forward end.
Both the trolley base and the trolley wheels are free to
revolve about a vertical axis, and the length of the poles
is such that the car can travel at a distance of 13 ft.
outside the center line of the trolley wires. Oue of the

RS \

Bradford Trackless Trolleys—Overhead Construction at Terminal Loop

grooved copper trolley wires which are suspended in pairs
from yoke hangers. Span wire construction using orna-
mental iron poles at the curb line is employed in Bradford,
but in Leeds the trolley wires are carried by bracket arms
18 ft. long. The two positive wires carry current at
525 volts and they are sectionalized at distances of about

illustrations shows one of the Bradford cars passing two
trucks which, together with the car, occupy the entire
width of the street.

In Leeds the trackless trolley cars run for a distance
of nearly a mile on a street in which an electric tramway
is already in operation. In order to avoid the use of
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two sets of overhead wires the trackless trolley cars use
the positive wire of the tramway system and they are
also fitted with a collector which runs on the trannwvay
rail and makes the negative conmection. This collector
consists of a skate hinged at the rear end of the vehicle
and arranged. so that it may be raised and lowered. It
permits a deviation of 5 ft. from the center line of the

track.
The cars, of which two have been ordered for Brad-
ford and four for Leeds, resemble a motor omnibus.

The Bradford cars are entered from a rear platform and
have a motorman and a conductor, but the Leeds cars are
entered from the front platform and only a motorman
is required. The bodies of both types of cars have cross
seats upholstered in rattan and they have a total seating
capacity for 28 passengers. The wheels are of the artillery
type, with solid rubber tires. Single tires are used on
the front wheels and double tires on the rear wheels. The
wheel base is 13 ft. The cars are equipped with two
Siemens interpole motors of 20 hp each. These motors
have shunted ficlds and are suspended below the frame
of the chassis. Fach motor drives a countershaft through

\\ // !
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Bradford Trackless Trolleys—Type of Rolling Stock

worm gearing imunersed in oil and the drive from these
countershafts to each of the rear wheels is by chains
and sprockets which are inclosed in a metallic dust-proof
case. A large part of the weight of the cars is carried
on -the rear wheels. This increases the tractive effort
and facilitates steering by the front wheels. The motors
have a maximum speed of 10350 r.p.m. on 325 volt current
They are geared to give a maximum speed of 10 m.p.h.
to the car. The controller is of the Siemens series-parallel
type and is provided with special connections for cutting
out either motor. The controller has nine positions, of
which five are running positions, giving various rates of
speed up to 10 m.p.h. The steering gear is designed
to permit the car to be turned in a radius of 12 ft. measured
from the rim of the inside rear wheel. The cars are
lighted from incandescent lamps connected in the trolley
circuit.  Two sets of brakes are provided., one operated
by a pedal and applied on the countershaft on each side
and the other operated by a hand lever with a ratchet
catch and applied on drums bolted on the rear wheels.

Regular operation of the Bradford line was begun on
June 24 with a thirty-minute headway. the one-way fare
for the journey of 174 miles being 1 penny, equal to 2 cents
in the United States.
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DEPRECIATION ACCOUNT OF THE KOKOMO, MARION &
WESTERN TRACTION COMPANY

After an inventory of the depreciable physical property
of the Kokomo, Marion & Western Traction Company,
Kokomo, Ind., Thomas C. McReynolds, the secretary and
treasurer, established a depreciation account which is de-
signed to provide for current replacements and future re-
quirements on account of losses due to age and wear. The
inventory was made at the beginning of the year 1gog and
the account established to cover the operations of that

vear. It was then arranged to make an arbitrary charge
DISTRIBUTING LINES OF THE ELECTRIC LIGHT DEPARTMENT.
Per Cent. Per Cent.
Wire 2 Nernst lamps 10
Poles 7 Electric arches 20
Wire attachments 7 Signs 2
Guy wires and anchors 2 Lwhtmng arresters 10
Street arc lamps and rigging — Meters 6
Commercial arc lamps and rig- Transformers 6
ng 8 Iligh-tension transmission 3
Incandescent street light fixtures 8
CITY RAILWAY, )
Per Cent. Per Cent.
Rails 3 Brick paving 5
Ties 10 Dridges 5
Spikes 5 Special work 13
Angle bars & Poles &
Bolts 3 I'eeder and trolley wire 2
Crossings 20 Span wires 5
Nut locks 5 Insulators, braces, etc,
Bonding 7 varying from 3tol5
Excavations 3 Rolling stock i
Track laying 3; Rolling stock equipment,
Ballast motors, trucks, etc. 7%
INTERURBAN RAILWAY,
Per Cent. Per Cent.
Track rails Tiling 3
Track laying 3 Bridges 3
Bonding 7 Paving 4
Failroad crossings 20 Rolling. stock, car bodies 7
Special work 11 Rolling stock, trucks 7
Bolts and spikes 3to 5 Rolling stock, motors and
Ties 8 their equipment 6
Ballast 1
SUBSTATIONS,
Per Cent. Per Cent.
Duilding 2 Rotary converter and booster 5
Lightning arresters 7 Storage battery (too low)
Jut-outs and transformers 5 Poles
DISYRTBUTION SYSTEM,
Per Cent. Per Cent.
Trolleay wire 1-1%5 to 2% Brackets, cross-arms,
Hangers, cross-arms, etc., for transmission 7
ctc, 5 tolo Tc]ephone line, cross-
Transmicsion wire arms, insulator wire 7 to 10
(aluminum) 2
POWER PLANT,
Per Cent. Per Cent,
Duilding 2 Turbo-generators, rotary con-
Battery buildings 2 verters, booster, etc 4to 5
Coal trestle 6 Condensers 4
Boilers 3 Engine foundations 4
Steel smokestacks 12 Arc-lighting transformers 6
Piping, heaters 3 Lightning arresters 8
Water tanks 17 1ligh-tension cut-outs, etc. 10
Pumps . Storage batteries (too low) 8
REFAIR SHOP,
Per Cent.
All machinery 8
CAR SHOPS,
Ter Cent.
Building 2to 5
OFFICES.
Per Cent. Per Cent.
Furniture and fixtures 10 Adding machines, typewriters,
Safe and vaults 2 addressographs and electrical
instruments 10

AMUSEMENT PARK.
Per Cent.
Buildings 2

of a certain per cent against each class or division of the
property. About the same percentages that are used by
the Wisconsin Railroad Commission were adopted. At the
end of each month there are set aside to the credit of the
depreciation account for the various departments the
amounts required by the percentages upon the appraisal of
190g. The annual percentages adopted by Mr. McReynolds
are shown in the table published herewith.

Close account of the different departments is kept so as
to demonstrate whether or not the amounts charged to each
department will be sufficient to take care of the accruing
depreciation. So far some accounts, such as ties and special
work, have been overdrawn, while a great many- other
accounts have not been disturbed. That some accounts
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have been overdrawn is due in part to the fact that the
depreciation accounts were not started until about four
years after operation of a portion of the property was
started. It is believed by Mr. McReynolds, howevcr, that
the amounts now being set aside for maintenance and
depreciation of ties and special work will have proved
adequate at the end of ten years from the time the accounts
were first established.

Mr. McReynolds says that to be really accurate the com-
pany should have taken into consideration the cost of the
new construction and equipment for the year 1910, or the
additions to the property, and charged off a certain per-
centage for depreciation. This, however, was not done, but
at the beginning of the year 1912 all additions to the prop-
erty since the last inventory will be taken into account and
a certain additional per cent deducted for the dcpreciation
which has taken place.

In the calculation the cost prices of apparatus were taken
and the different elements were separated into electric
light properties, city railway, interurban railway and other
propertics. In the determination of the percentage basis
of annual depreciation the value of the salvage of the
various articles and different materials inventoried was
taken into consideration. Allowance was also made for
an accumulated interest on the reserve, compounded when
not used. This accounts for the low percentage on many
of the items involved. During the two years and four
months that have passed since the account was established
the company has expended only about one-half of the
amount set aside for depreciation.

Mr. McReynolds stated that the depreciation account
was started as an experiment to determine the amounts
that it was really necessary to set aside for the protection
of each division of the property in order to maintain if
properly and also to provide, where replacements could not
be made from time to time, a reserve fund to take care of
extraordinary replacements and future emergencies. So
far the account had worked out satisfactorily and the
amounts set aside, except in one or two instances, appeared
to be adequate to take care of the depreciation.

Total charges for depreciation in 1909 were $20,253, of
which $3,673 was spent for replacements, leaving a reserve
balance of $16,580. In 1910 the total charge was the same
and $13,199 was required for replacements, leaving a bal-
ance of $7,054 for the reserve fund, which amounted on
Dec. 31, 1910, to $23,634.

The company received gross earnings in Iglo of
$261,485, divided as follows: Interurban railway, $99.420;
city railway, $62,146; light and power department, $99,919.
Operating expenses were as follows: Interurban, $44,490;
city railway, $30,531; light and power, $38,364; total,

$113,385. Against the net income of $148,100 the follow-
ing were charged: Bond interest, $50,000; preferred
dividend, $6,000; taxes, $8,220; miscellaneous, $4.749;

depreciation, $20,253; and common dividend, $30,000. The
surplus was $28,878.

Total track mileage is 367, of which 28 miles are in the
interurban department and 874 miles in the city department.
Three passenger cars and one freight car are operated on
the interurban line and six cars on the city road in Kokomo.
The interurban departments ran 359,107 car miles last year
and the city road 292,753 car miles. In the light and power
department there were 2090 consumers.

o
4

H. Hall, vice-consul at Montevidco, Uruguay, reports
that a local engineering firm, representing a syndicate of
French capitalists, has been authorized by the Uruguayan
Ministry of Public Works to makc surveys for an electric
railway from Montevideo along the coast to Maldonado and
Punta dcl Este, a distance of 75 miles. The power is to be
generated by means of low-grade coal and peat, of which
there are large deposits in the neighborhood of Maldonado.
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CURIOUS SUBWAY SUGGESTIONS

Following its policy of giving a hearing to all comers
with suggestions relating to the proposed passenger sub-
ways in Chicago, the local transportation committee of
the City Council of Chicago has given onc or two hearings
to proposals which seemcd to be of an impracticable nature.

One of these was presented by J. M. Farrar, and was
called by him a “sub-sidewalk railway rapid transit sys-
tem.” He said that he had been trying to bring his plan
before the city authorities for thirty years, but with-
out success. Mr. I'arrar proposes to utilize only the space
under the sidewalks for his combined subway and under-
ground-utilities arrangement. The accompanying cross-
section illustrates the inventor’s proposal. The sewers are
to be placed at each side of the street, under the sidewalks.
They may be circular in shape, or, as illustrated, oval in
section. The proposed sewer is about 7 ft. in diameter,
and is much larger than really needed. Space is conse-
quently afforded for brackcts at the side which will sup-
port water and gas pipes and electric conduits, as well as
other underground utilities. The top of this sewer is
about 10 or 11 ft. below the surface of the sidewalk and,
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Cross-Section of a Proposed Sub-Sidewalk Railway Rapid
Transit System

as it is to be made of reinforced concrete, it is utilized for
the tracks of the subway railway, which will run immedi-
ately under the sidewalk, the latter being made largely of
glass, to admit light.

Mr. Farrar contends that his system would cost only
$300,000 a mile for one side of the street, or $600,000 a
mile for both sides, while the space occupied would only
be from 10 to 20 per cent of that of the other systems
proposed. The cars would have no roofs, and would be
provided with cross benches seating 48 or 50 passengers.
The total depth of the system, including the sewer, would
be about 17 ft. or 18 ft. Mr. Farrar thinks there would
be no objection to grade crossings in such a system, al-
though if desired one line could be made to dip under
another in the central part of the city. He insists that
such a system would be pleasant to ride in, casily ven-
tilated and very accessible, as well as economical. A
speed of 30 m.p.h. could be attained by the cars. The
cntrance to the subway would be gained through rentcd
stores in adjoining buildings, with basement connection.
The inventor declared that the betterments to adjacent
property would more than cqual in value the total cost of
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the proposed system. The committee did not seem to be
greatly impressed with the idea, however, and only a few
questions were asked.

J. W. Jenkins was another inventor who addressed
the committee briefly. His idea, which is not particularly
new, is to have a system of feeder cars running on auxili-
ary tracks, side by side with the express tracks. These
feeder cars are to be brought from rest to the speed of the
express trains, with arrangements for transferring pas-
sengers from one car or train to the other while both are
going at full speed. This is to prevent the necessity of
starting and stopping the express trains. During the oper-
ation of transfer the motorman of the express train is to
control electrically both trains while they are running side
by side. This idea also struck the committee as imprac-
ticable, and several objections were enumerated.

A suggestion of a more practical nature was that of
Max E. Schmidt, of New York, who has urged the use
of moving platforms or “sidewalks” as auxiliary means for
handling heavy short-haul traffic in the new Chicago sub-
wayvs when built. Mr. Schmidt declared that his patented
devices will permit practically noiseless platform operation
at speeds up to 12 m.p.h,, and cited engineers’ opinions to
show that for distances under 4 miles the continuous moving
platform is actually quicker than a combination of express
and local train travel, such as is employed in the New York
subway. The continuous moving platform, he added, would
avoid waiting for trains, would provide seats for a far
greater number of passengers, would pernut passengers to
board and leave platforms at any point, and would obviate
the heavy power demand necessary to accelerate ordinary
trains. .\ platform operating at- 12 m.p.h. would have
boarding platforms traveling parallel to it at 9 m.p.h., 6
m.p.h. and 3 m.p.h. respectively. Mr. Schmidt offered no
definite plan for the use of his continuous-transit system in
connection with the proposed Chicago subways, but urged
the device as an auxiliary to the regular train service in
conveying large masses of people over short hauls, thus
offsetting the heavy costs of the regular long-haul travel
In case the moving platforms svere built pathways for
pedestrians might be provided alongside, with merchants’
windows opening onto these underground arcades.

&

MEETING OF THE COMMITTEE ON EXPRESS AND
FREIGHT TRAFFIC

A meeting of the committee on express and freight traffic,
American Electric Railway Transportation & Traffic As-
sociation, was held at the New York headquarters of the
association on Tuesday, July 18. The committee members
present were: Chairman H. E. Reynolds, assistant general
manager Boston & Northern Street Railway; F. W. Watts,
general freight agent Utica & Mohawk Valley Railway, and
F. D. Norviel, general passenger and freight agent Indiana
Union Traction Company. The committee discussed a draft
of its proposed report to the 1911 convention. The final
report will be based on replies made to the questions on
data sheet No. 72 by 110 companies, of which ninety are
doing an express or freight business. These replies relate
to population, character of industries, class and limitations
of franchises, solicitation and advertising, method of hand-
ling claims, transportation of newspapers., baggage, milk
and cream service, accounting methods, contracts with ex-
press companies, etc.

Mr. Norviel proposed that the committee embody in its
report some suggestions as to whether or not the express
and freight department should receive credit for the trans-
portation of departmental supplies. Advance copies of the
report will be mailed by Chairman Reynolds to certain
freight and express business managers, who will be .asked
to open the discussion on one or more of the subjects men-
tioned in the report. The meeting closed after a number
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of eliminations had been made in the committee’s original
synopsis and the tabulation of data upon which the ultimate
report will be based.

PS

AWARD OF ARBITRATORS IN THE RICHMOND CASE

An award has been made by the board of arbitration ap-
pointed to consider the value of operating rights over cer-
tain tracks of the Virginia Railway & Power Company,
Richmond, Va., demanded by the Richmond & Henrico
Railway, and the amount which each company should pay
for the privilege of transferring passengers to the lines of
the other company. The Richmond & Henrico Railway is
an interurban line recently constructed to enter Richmond,
while the Virginia Railway & Power Company owns the
local system. The board of arbitration consisted of three
members, of whom H. W. Fuller, general manager of the
Washington Railway & Electric Company, was selected by
the Virginia Railway & Power Company; William W. Cole,
of Dodge, Day & Zimmerman, Philadelphia, was selected by
the Richmond & Henrico Railway, and R. E. Danforth, gen-
eral manager Public Service Railway, was selected by these
two arbitrators.

The award of the arbitrators is dated July 6, 1911, and
specifies the tracks of the Virginia Railway & Power Com-
pany which the cars of the Richmond & Henrico Railway
will be allowed to use. It then states that for the use of
these tracks the Richmond & Henrico Railway should pay
7145 cents per car mile. While on these tracks the cars and
their employees are to be under the control of the Virginia
Railway & Power Company and must comply with its rules
and the orders of its officials. The equipment of the cars
is to be at least as efficient as that on the cars of the
local company, and in weight and dimensions of car body
and wheels the cars should be able to be operated without
injury to the tracks, except as regards ordinary wear and
tear. The cars of the local company are to have the right-
of-way at all crossings or connections. The Richmond &
Henrico Railway is to be responsible for all damages
caused by its cars or employees when operating over the
local tracks. except where the Virginia Railway & Power
Company or its employees are responsible.

The conditions laid down as to transfers provide that
the Richmond & Henrico Railway is to redeem all of its
transfers which are collected by the Virginia Railway &
Power Company at 3 cents each, whereas the latter com-
pany is to redeem all of its transfers collected by the Rich-
mond & Henrico Railway at 1 cent each.

The Richmond & Henrico Railway is to pay for the power
used by its cars while on the tracks of the Virginia Railway
& Power Company 4% cents per car mile, unless the cars
weigh over 42,000 1b. In that case the sum per car mile
is to be increased by 0.225 cent per car mile for each 2000
Ib. or part thereof in excess of 42,000 lb.

The contract provides for the maintenance of cowaplete
records by each company and other usual clauses in con-
tracts of this kind, and also that all payments between the
companies for the car miles run or transfers collected dur-
ing each calendar month shall be made on or before the
tenth of the following month.

In the argument before the arbitrators in the matter of
transfers, attorneys for the existing lines represented that
on the basis of mileage the Virginia Railway & Power Com-
pany had nineteen and one-half times the mileage of the
new; on the basis of car mileage in operation it had ten
times; on the basis of average distance to be traversed by
passengers boarding at transfer points it would carry pas-
sengers four and one-half times as far. It was also repre-
sented that the new line would not originate traffic, but
merely divert patronage from existing lines, since it goes
into no new section of the city and serves to develop no
new territory. The findings of the board of arbitration are
understood to have been accepted by both companies.
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COST OF MAINTAINING MOTOR CAR EQUIPMENTS ON
THE BROOKLYN RAPID TRANSIT SYSTEM

The mechanical department of the Brooklyn Rapid
Transit System maintains mileage card records and sepa-
rate costs of the principal electrical elements of both the
surface and elevated motor cars. This practice makes it
easy to determine the mileage cost of any one or all of
these items whenever such data are desired for comparison
with earlier periods or with the costs of other companies.
The electrical car maintenance costs of the Brooklyn Rapid
Transit System are of particular interest because they show
what can be done with old motors when every effort is made

TABLE I.—SURFACE CAR MOTORS USED FOR THE 1910 SUM-
MER SCHEDULE OF THE BROOKLYN RAPID TRANSIT SYSTEM.
(JULY-AUGUST-SEPTEMBER.)

No. Type. Motors per Car,
s & 43-4 motor
732 Westinghouse No. 68 1 280-2 mutor
1794 Westinghouse No. 81 S 2
424 Westinghouse No. 93 2
1136 Westinghouse No. 101 4
184 GE-6 2
500 GE-80 &
40 GE-57 2

4810 motors in all.

TABLE IL—SURFACE CAR MOTORS USED FOR THE 1910 WINTER
SCHEDULE OF THE BROOKLYN RAPID TRANSIT SYSTEM.
(OCTOBER, NOVEMBER, DECEMBER.)

No. Type. Motors per Car,
378 Westinghouse No. 68 13% ;::3:31
1530 Westinghouse No. 81 2
424 Westinghouse No. 93 2
1136 Westinghouse No. 101 4
184 GE-64 2
500 GE-80 4
40 . GE-57 2

4192 motors in all.

TABLE HIL—MOTOR EQUIPMENT FOR THE ALL-YEAR SCHED-
ULE ON THE ELEVATED DIVISION OF THE BROOKLYN
RAPID TRANSIT SYSTEM,

No, Tvpe. Motors per Car,
874 Westinghouse No. 50-L 2p

72. Westinghouse No. 50-B 2

172 Westinghouse No. 50-E 2

202 Westinghouse No. 300 2 .

1320 motors in all.

TABLE 1‘\’.—I)ETA!LED COSTS OF MAINTAINING ELECTRIC
CAR EQUIPMENT ON THE BROOKLYN RAPID TRANSIT
SYSTEM FOR THE LAST SIX MONTHS OF
THE YEAR 1910.

Total sUrface MilEage. . uuuureenunsvnnneeonnneeanneeaneenns 24,079,484
Total e]cvateq MIeATe: s wwzis v smme s o 588 o B B oo m e ool o 17,055,340

Per
{ Surk g;()otal gost. Cgr d\IiIZCS

SUTTACE! 55 3 5 s o 5 Rupsaner olnle ,105.19 0.001
Armatures I Elevated "L.0 0L 17,889.02 0.00105
B NETACE oo o oo giei o< e o 2,778.10 0.00011
Commutators Elevated voiioiiiiiiiil, 1,384.32 0.00008
Fields SULEACE 5 o nitare: o s o0 ket 5,330.34 0.00022
Ele\t[ated ................ 742.84 0.00004
SUTTACE o < oleiaione o o) mtater i ore 45,903.94 0.00190
Car control Elevated . ooovnoonnononns 45130071 0.00265
Gears, pinions S Surface voveviinnnnnnnnnn 27,151.11 0.00112
and gear cases Elevated ....... ookt ld 4,834.05 0.00028
SUPFACE: o6 6tim et omnenes 20,763.10 0.00086
Llotorgcatings Elevated 1.1 Y 831.36 0.00005
= MEFACET e oo ielamenns afs aisiv ol o 5,789.66 0.0002
Brusiioliess Elevated \.....loi il §725.22 000028
: > UTEACE & ox s o 5 s v 35 13,532.34 0.00056
[ AURRIETE o T s Li. 437427 0.00023
Cost per mile of all surface equipment parts listed............. $0.00626
Cost per.car mile of all elevated equipment parts listed ........ 0.0047

to maintain them in the best possible condition. As a matter
of fact no new surface motors have been installed since
1907, the latest designs being the GE-80 and Westinghouse
No. 101, The elevated motors, however, include the new
Westinghouse No. 300 interpole design. Practically every
motor on the system has a slotted commutator.

The general character of the Brooklyn surface equip-
ments is shown in Tables I and II, which present the lists
of motors used for the summer and winter schedules re-
spectively. Only one list of elevated motors is presented
in Table III, as the elevated schedule does not differ ma-
terially throughout the year except that for three months
no cars are in the shop for varnishing.

The detailed costs of maintaining the twe classes of
c®r equipment for the last six months of 1910 are given in
Table IV. It will be noted that the total cost of the ele-
vated equipment is only 0.47 cent per car mile as compared
with 0.626 cent per car mile for the surface equipment.
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This 1s due to the fact that the maintenance cost of the
individual elevated items is much less with the exception of
control and brush holders. Furthermore, the control is the
most costly item in both classes of equipment, the respective
car-mile costs for surface and elevated (multiple-unit con-
trol) being o.190 cent and 0.265 cent. In general, the term
“maintenance” as applied in this table includes all labor
and material charges for inspection and repairs.

The accompanying cost figures would not be complete
without mentioning some of the items for which extra-
ordinary amounts have been required to make compara-
tively old equipments approximate the reliability of new
motors. Thus a great expenditure was required to slot all
the commutators on the system in order to secure the oper-
ating advantages of high-grade brushes. In like manner, it
has also been found advisable to begin reboring and relining
all motor shells.

OPEN DOORS ON CLEVELAND PAY-WITHIN CARS

As stated in a recent issue, Street Railway Commissioner
Dahl, of Cleveland, has issued an order that the doors on
the rear platforms of the pay-within cars on the Cleveland
Railway Company should be kept open during warm weather
while the cars are in operation. In an interview with a
representative of this paper Mr. Dahl stated that the pri-
mary reason for this order is to secure better ventilation,
and he denied that the order was issued because of accidents
caused by the closing of the doors on women's skirts, as

reported.
V'S

EXHIBIT COMMITTEE OF THE MANUFACTURERS’
ASSOCIATION

H. G. McConnaughy, of the Dearborn Drug & Chemical
Works, has been appointed chairman of the exhibit com-
mittee of the Manufacturers’ Association for the 1911 con-
vention. Mr. McConnaughy has held this position for sev-
eral years. He will assist E. H. Baker, of the Galena Sig-
nal Oil Company, who, as has already been announced, has
been appointed vice-president of the Manufacturers’ Asso-
ciation in charge of exhibits. The other members of the
exhibit committee of the Manufacturers’ Association, be-
sides Messrs. Baker and McConnaughy, are:

L. R. Ashhurst, Jr., William Wharton, Jr., & Company,
Philadelphia.

A. E. Carrier, National Carbon Company, New York.

E. F. Chaffee, O. M. Edwards Company, Syracuse, N. Y.

F. J. Drake, Lorain Steel Company, Philadelphia.

A. R. Foley, Home Rubber Company, Trenton, N. J.

F. H. Gale, General Electric Company, Schenectady,
N. Y.

N. M. Hench, Carnegie Steel Company, Pittsburgh, Pa.

William M. Henderson, Pennsylvania Steel Company,
Steelton, Pa.

J. A. Kucera, ELecTrIC RATLWAY JoURNAL, New York.

Frank Martin, Jenkins Brothers, New York.

J. C. McQuiston, Westinghouse Electric & Manufactur-
ing Company, Pittsburgh, Pa.

F. \W. Sargent, American Brake Shoe & Foundry Com-
pany, Mahwah, N, J.

Charles H. Thomas, Galena Signal Oil Company, Frank-
lin, Pa.

J. V. E. Titus, Electric Service Supplies Company, Phila-

delphia.
S. M. Wilson, The J. G. Brill Company, Philadelphia.

Among the exhibits at the American Land & Irrigation
Exposition to be held in Madison Square Garden, New
York, N. Y., next November, the Pennsylvania Railroad
will exhibit models showing the evolution of its rolling
stock from the Conestoga wagons to the electric trains.
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CHUCK FOR BORING BEARINGS

The accompanying drawing and half-tone show the de-
tails and application of a chuck which was designed prin-
cipally for boring split bearings as built by F. J. Stevens,
then master mechanic of the Lackawanna & Wyoming
Valley Railroad, Scranton, Pa., and now master mechanic
of the Ft. Wayne & Northern Indiana Traction Company.
The old way of boring these bearings wis to place a clamp
on one end before putting the bearings in the lathe chuck.
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Detail of Motor-Bearing Chuck

After the bearings were in the chuck some time was re-
quired to line them up properly before the cuts could be
started.  Now the bearings are placed in the chuck and
tightened with two ring-nuts. The bearings are bored
absolutely true both as to center and end or face. while the
work itself is done in less than one-half the time required
by the old method.

The chuck consists of a cast-iron cylinder, one end of
which is of a size that can be threaded to fit the lathe
spindle and the other large enough to admit the bearing.
First the casting is put in the lathe and the threads are
cut for the spindle, whereupon it is put on the spindle and
the remaining machine work finished.  In this way the

¥

\1

Chuck Applied to Motor Bearing

chuc. is made absolutely true. After this four slots are c'1f
go deg. apart for the jaws and then threaded from each end
toward the center with right and left-hand threads for
the two ring-nuts. The ring-nuts are also slotted on the
quarter to permit the use of a spanner wrench for tighten-
ing. The inner side of each ring-nut is tapered to fit the
taper of the jaw. A recess is cut in the jaw (section - B)
and cylinder to admit a coil spring. This spring serves to
hold the jaw in place as well as to release the grip on the
bearings when the latter are finished and the ring-nuts are
released.

This chuck can be used also on solid bearings of any size
that can be put in it. The taper of the jaws can be made to
fit the conditions. The range of the device for split bear-
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ings is limited by the size of the collar on the end of the
bearing. To insure an absolutely true face on each half of
a split bearing it is necessary to have something with
which it can be lined up and placed in the same position in
which 1t would be on the motor. The chuck is a great labor
saver where there are many bearings to bore, since it saves
time in truing up bearings and the grip is tight enough to
admit the taking of deep cuts up to the finish cut. The
work can be concluded with a light cut at a high speed, as
there is no danger that the bearings will become loose o
that the chuck will be thrown out. The dimensions of th.
chuck can be varied to suit conditions.

VALUATION OF MILWAUKEE PROPERTIES

The Railroad Commission of Wisconsin has made pub-
lic its valuation of the property of the Milwaukee Electric
Railway & Light Company, the Milwaukee Light, Heat &
Traction Company and the Milwaukee Central Heating Com-
pany. The valuation was made by the commission in con-
nection with the hearing of the case started by the city of
AMilwaukee to secure a lower rate of fare on the Milwaukee
street railway lines. J. H. Roemer, chairman of the com-
mission, announces that a final decision in the fare case
will be rendered before fall. The figures announced by the
commission put the cost of the properties of the three
companies new at $23,877.906 and the present value at
$18.850,037. These figures are divided by the commission
as follows:

Present

Cost New. Value.
Milwaukee Electric Railway & Light Co....... $16,310,947 $12,485,260
Ailwaukee Light, Heat & Traction Co..ovun... 6,920,911 5,725,777
Milwaukee Central Heating Co...ovvvuninnnen.n 646,948 639,900
0N R R s o S SRR o, i o s $23,877,906 $18,850,937

The details of the values placed by the commission upon
the property of the Milwaukee Electric Railway & Light
Company are as follows:

Present

Cost New. Value.
T TRl RSSO I P - - 00 0 $1,308,200 $1,308,200
INGAANEAN - co v o s 5502 2 covmometh 8858055 618 inpne o o B fosies o G 2,323,631 1,533,224
Transmission and, disEribution .. s s s s svens s 5o 3,252,592 2,7335703
Buildings, fixtures, and grounds............. 1,969,888 1,649,705
Power plant and equipment........oevuvun.n. 2,163,454 1,450,795
Rollinig Stock and eqUIPTENT: s swes o < 5 aare o & s@ o 8 2,476,560 1,591,631
TERATI TR 3 fsronvcss Dl e koo s s rotvse) s 5 % s vt o o ASEeE T o le ozt i 539,504 356,073
TOVALSL 0 ois 536 a% 6 8 8 & & - o0 8 5 5 Bk $14,033,829 $10,623,331
Oxerhend, 12 per CeNts s smmwsss wmim s v o o s w0 1,684,059 1,274,800
Totals. .. v i ereniiiieneneneennn $15,717,888 $11,898,131
Materials and SOPDIES: s s 5 ¢ o= mwws 565690 555 @wa 592,159 587,129

Grand totalS. .. .vei it erneennnnennn $16.310,047 $12,485,260

The values are further segregated by the commission as
follows:

THE MILWAUKEE ELECTRIC RAILWAY & LIGHT COMPANY.

Present

Cost New. Value.
Railway .ooeerrnrennens $10,147,745 $7,591,764
Light and commercial 4,367,418 3,494,310
Heat . 103,059 88,799
Investment . 431,760 424,704
NON-OPET BTN S & wress 3 55 waie 8 o 5 6 530 & 5 5 5500 8 5 8 akoneetls 1.260,065 885,683

TTRGHATE ot o 00 0 temer oo vsois o N R S $16,310,047 $12,485,260
MILWAUKEE LIGHT, HEAT & TRACTION COMPANY.
Present
Cost New. Value.
RailWal' . 505695 e o0 8 50 0 o 60 8 5 g et $6,132,999  $5,110,211
Light and commerci 414,606 315,057
TIVESHMENE 4 it vttt et aeas cnseenennanannnan 49,028 49,028
N ON-ODETALINE - o ce ormcuiais s sosves o8 & 5 = e e e e 324,278 251,481
1710 fral] IS S $6,920,911  $5,725,777

In the report of the commission the miles of single track
of the railway companies are stated as follows: Milwau-
kee Electric Railway & Light Company, 147.002; Milwau-
kee Light, Heat & Traction Company, 229.173. L4

A summary of the brief in the fare case, filed for the
company by Miller, Mack & Fairchild, attorneys, and Sul-
livan & Cromwell, counsel for the company, was published
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in the ELecTrIC RAILWAY JourNaL of June 10, 1911, page
1025.  Full accounts of the various hearings before the
commission in this case were published in the ErLectric
RarLway JoUrRNAL of 1909.

>

COMMUNICATION
THE ARCH ROOF

1

i CrLevELAND, Owuto, July 17, 1911,

To the Editors:

I note your editorial on the name of arch roof cars in
he JournaL of July 15. The Niles name for this car, as
used in all our literature and advertising, has heen “single-
arch roof,” and we believe this is the best descriptive name
for this type of car as the roof is a single arch in all direc-
tions in distinction from the monitor deck style, which con-
sists of two or three sections of broken arches. \We shall
continue to refer to this style of car as single arch for the
reason that it is the best descriptive name.

This merely as a matter of interest.

J. A. HANNA.

v

CREOSOTED WOOD PAVING IN THE CHICAGO BUSINESS
DISTRICT

Charles K. Mohler, consulting engineer of the Loop Pro-
tective and Tmprovement Association, of Chicago, is dis-
tributing a sixty-two-page pamphlet containing a report and
suggestions for improving the pavement in the congested
business district of Chicago. This report considers meth-
ods for laying street substructures so that sinking of the
pavement will be avoided, presents designs for manhole
covers, criticises concrete pavement foundations and in-
cludes general observations and recommendations regard-
ing paving, cross-walks, gutters, etc. That part of the re-
port of particular interest to electric railway engineers
includes the following regarding the junction of paving
with the rails:

“To secure a satisfactory junction between the roadway
paving and the rail is a problem which is seldom settled
with entire satisfaction. Ou Madison Street west of Dear-
born Street the new paving has been in only a little over a
year and that adjoining the car track is already in very bad
condition in many places: Failures of the kind developed
on Madison Street seem to be the result of improper meth-
ods of laying rather than any inherent fault of wood block
paving. In fact, granite block failures from the same
apparent causes are very common.

“The causes of failures are probably as follows:

“First—Open spaces or voids in the concrete. The
vibration and jar produced from cars and trafic tend to
work the sand of the bed on which the blocks are laid into
these voids. The failures may be in part due to the above
cause or any of the following:

“Second.—The spaces about aud under the rails are not
completely filled and the sand bed works in and allows the
paving to settle.

“Third.—When the concrete bed has not had enough time
to set before the paving is put in place and traffic resumed
it may become more or less granular and loose, allowing
the sand of the bed to work into it.

“Fourth.—Too great depth and too fine sand in the
bedding of the blocks. With a deep bed of fine sand there
is a tendency under a line of concentrated traffic for the
sand to be forced out from under the more frequentlv
loaded blocks and in under those less frequently loaded.
That in time will result in depressions and ruts. Examples
of this result are often very noticeable in brick pavements
and to a less degree in granite. With a deep bed of fine
sand there is nothing to keep a heavily loaded block from
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sinking but the friction of the confined sand aund the force
that prevents the adjoining blocks from rising. Under fre-
quently repeated concentrated loads the blocks are cventu-
ally displaced.” )

Mr. Mohler has the following to say regarding the Chi-
cago type rail with the beveled head:

“The rail used in Chicago has one feature that appears
to be quite objectionable in connection with \\'ufnl Mnc}(
paving. That is the beveled edge on the outside of the.l‘illl
head. Tt is believed that better results would he obtained
if the head were practically flat to the outer edge, so that
the paving could be brought up flush with the side and even
with the top, for the following reasons:

“First.—When a heavy load, carried on a narrow tire and
drawn parallel to the rail, is just at the point r)f.tuki.ng or
leaving the rail, there is 34 in. of its width that is without
support. As a result a concentrated load is thrown on the
edge of the pavement blocks.

“Second.—The edges of the blocks which stand out next
to the beveled edge of the rail become broomed and worn.

“Third—Water which finds its way into the groove
formed by the bevel of the rail and the edge of the pave-
ment cannot drain out. This keeps the broomed edge of
the blocks constantly damp or wet, lowers their crushing
resistance and thus contributes to the more rapid wear of
the pavement.

“Fourth.—If the top of the paving is only brought up
even with the beveled edge of the rail, then a bad condition
results, producing at least three detrimental effects: (a)
A wagon wheel passing over the rail will first rise and
then drop, giving a rough road surface. (b) The drop
from the rail to the pavement will tend to produce ruts and
broom the surface of the blocks; this will be particularly
liable to happen on lines of concentrated travel. (c¢) When
the wheel crosses from the pavement to the rail at an acute
angle it will tend to slide along the rail before mounting.
The result will be that the fiber of the blocks will be torn,
not only by the wheel next the rail but by the other one

as well.”
. ....,,

BLOCK SIGNALS TO BE TESTED IN INi "™*

At a recent meeting of the block signal committee ap-
pomted by the Indiana Railroad Commission M. H. Hovey,
signal expert of the commission, was authorized to secure
proposals on continuous-track circuit block signals using
lights instead of semaphores to be installed on sections of
three of the important interurban roads in the State. The
proposals are to cover signal equipment for 18 miles of
track of the Indiana Union Traction Company, 15 miles of
the Terre Haute, Indianapolis & Eastern Traction Com-
pany and 10 miles of the Indianapolis, Columbus & Southern
Traction Company. Tf the prices asked for signal equip-
ment of this type are not prohibitive these trial installa-
tions will be made in order to determine the relative merits
of the continuous-track circuit system and the short-track
circuit system which is being tried by some of the Indiana _
companies,

&
-4

SPECIAL COMMITTEE ON ASSOCIATE MEMBERSHIP OF
THE AMERICAN ELECTRIC RAILWAY ASSOCIATION

President Arthur W. Brady, of the American Electric
Railway Association, has appointed James 7. Shaw, Thomas
N. McCarter and Gen. George H. Harries a special com-
mittee to consider certain adjustments in the present plan
of associate membership. This committee will mect with a
commiittee of three, consisting of Henry C. Evaus, Janes H.
McGraw and Edwin II. Baker, who have been appointed
by President Charles C. Castle, of the Manufacturers’
Association.
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PREPAYMENT CARS FOR THE
CALIFORNIA

“KEY ROUTE,”

The interesting car shown in the accompanying cuts is
one of sixty now being completed by the St. Louis Car
Company for the San Francisco, Oakland & San José Con-
solidated Railway known as the “Key Route.” This design

is for prepayment service, but gates instead of doors will
The body is divided

be used on the vestibuled platforms.
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in.; height from the bottom of sill to top of roof, 8 ft.
714 1n.; distance between truck centers, 25 ft.

All wooden members of the bottom framing are mor-
tised and tenoned to cach other with double tenons. The
side sills are of composite steel and wood construction.
They consist of 8-in. channels, extending in one length
along the side of the car and bent around the ends. They
meet in the center and are bolted together by means of a
6-in. x V4-in. splice plate. A yellow pine sill, 154 in. x 2%
in., is bolted on the outside of this channel. The whole

Side View of Prepayment Car

into three compartments by two bulkhead partitions which
have single sliding doors. The end sections have a 3-ft.
O-in. open entrance from the platforms and a 16-in. wide
single sash placed opposite the ends of the longitudinal seats
which are used throughout. The side sash are stationary.
The use of composition steel and wood for the under-

View of Rear Platform

frame and of an arch-type roof were important factors
in obtaining low weight. Although the car body is 48 ft.
over the crown pieces, it weighs only 15,000 Ib. The lon-
gitudinal seats carry forty-eight passengers, while the in-
side standing capacity is seventy-two. The other principal
dimensions follow: Length over the corner posts, 35 ft.
2 in.; length of the vestibules, 6 ft. ¥4 in.; width over the
side sills, 8 ft. 634 in.: width over the side posts, 8 ft. 1134

for the “Key Route,” California

side sill is trussed with a 124-in. rod upset to 134 in. ends,
resting on bolsters, extending through the end sills and
having two cast-iron struts in the center of the car. The
end sills are composite construction, comprising oak bolted
against channel ends and having a sub-sill. The cross
sills are of yellow pine, 274 in. x 4 in., fitted with blocks

- View of Front Platform

into the side channel and bolted to the same by means
of wrought-iron angles. The diagonal bracing consists of
134-in. x 6-in. yellow pine, notched over and bolted to all
cross and side sills. The flooring is of yellow pine with
maple strips.

The bolsters are of wrought iron, 8 in. x 1 in. and 8 in.
x 7 in. The top and bottom members are of the truss-
plate type constructed with cast-iron filler. They have
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malleable-iron side bearings. Wrought-iron rub plates arc
used to suit conditions of truck and center plates.

The body framing is arranged for twelve stationary sash
on each side of car. One corner of each sash is rounded
to a radius of 6 in. and the sash is arranged to give a
double-window effect. End bulkheads are provided; also
two intermediate bulkheads, which divide the car into three
sections of approximately 11 ft. 5 in. each. The bulkheads
of the center compartment are provided with single slid-
ing doors, sliding toward the same side of the car to clear
the register rod. The end bulkheads have open entrances.
The corner posts are of white ash, 214 in. by 3 1/16 in. in
one piece. The side posts are of white ash, 114 in. x 2
in., bolted directly to the side frame and extended straight
to the vertical top plate. The opening between the side
posts is 3334 in. The sheathing is I1-in. x 6-in. tongued
and grooved yellow pine and is placed on the inside of
the body posts between the steel sill and window rail. It
is continuous from end to end of car. The window rails
are gained into the side posts and held with flat-head steel
screws. The top corners of the body framing are pro-
vided with malleable-iron castings for guards. An inside
truss rod, 275 in. x 34 in., with a substantial malleable-iron
stand is installed at the bolster on the inside of the car
behind the seats. The side panels are of straight-side
construction made of V-cut tongued and grooved poplar,
14 in. x 2 in., extending from the window rail to the top
of the bottom steel plate on the side sill.

The roof is of the turtle-back pattern. It extends the
entire length of the car body and is supported on one con-
tinuous steel carline over each pair of side posts securely
fastened to top plate of car. There is a steel carline 174 in.
x 3% in. over each post, so placed and blocked with bolted
wooden carlines as to prevent any sagging or vibration of
roof due to trolley pole connections. The wooden carlines
are of white ash, 34 in. x 11§ in., spaced about 10 in. apart
and extending from rail to rail. Two star ventilators are
installed in the roof of the closed central compartment of
the car.
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and for forming the partition between the entrance and the
exit on the rear platform.

The platforms are supported on the sides by a 7 in. 9.75
1b. channel extending under the side sill up to the bolster and
securely hung from the inside end sill channel in a mal-
leable-iron casting by 7% in. bolts and sccured by a wrought-
iron stirrup. The center platform knees are of oak 334 in.
X 434 in., reinforced under the end sill by 4 in. x }% in. plate
bent to reach against the center sills and bolted to the knee
and center sill. The bumpers are formed of 8 in. steel
channels rivcted to the platform knees and intermediate
sills with angle clips.

The side sash are single, made of mahogany, with one
corner rounded. All bulkhead sash are stationary, except
in the center bulkheads where door pockets require double
sash, the inside one being hinged to give access to the door
pocket. The doors in the center bulkheads arc single,
made of mahogany 1 1/16 in. thick. The interior finish
of the car is plain mahogany. The headlinings are of ma-
hogany, triple veneer, with plain strips of black-edged
silver leaf, without any decoration. All trimmings are of
bronze, The curtains are of pantasote.

The operating equipment includes the car builders
vertical wheel brakes and illuminated signs. The weight of
these cars without electrical equipment is approximatcly
23,800 1b., divided as follows:

(DAT IOl p e eIt tc & semnet o ¢ = = ress) 315 Suastintn s niasisaes o » o imoniotmis mpoge) = infio pseed s = 15,000 1b.

TErGTos REoIe s eieiin o o o izuat s o oomeiie ol amstn ) 5 acensses = o1 SR & & & BRI € 3 B GHRRS 8 8 9,600 Ib.

Aut=brake COUIDTIENTs oo s s s @bms s o 9 s 5o o s s Ges 3 55 Swa a3 1,200 1b
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LARGE GAS-ELECTRIC MOTOR CARS

The accompanying illustration shows one of the six
gas-electric motor cars built by the General Electric Com-
pany for the “Frisco Lines,” and referred to by W. B.
Potter, chief engineer railway and traction department
General Electric Company, in the paper read by him at the
annual meeting of the Street Railway Association of the
State of New York, Cooperstown, June 28. These cars are
70 ft. long and 10 ft. 5 in. wide over all. The width, inside
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Gas-Electric Motor Car for “Frisco Lines”

The vestibules are of the curved-end type extending the
full width of the platform. Each vestibule front above the
dash consists of three sash, the center sash lowering inside
of front framing of the vestibule. An illuminated sign is
installed over the center sash. The outside of vestibule
front, below the cash, is sheathed with tongued and grooved
matched poplar like the side panels and is provided with a
suitable water-tight molding at thc bumper. The platform
flooring is white maple 7% in. thick. The platforms are ar-
ranged for prepayment service with suitable railings and
gates at the entrances and exits. The steps at the exits are
operated simultaneously with the gates. The step at the
entrance side is folded by hand. The motorman’s side of
vestibule is inclosed for a distance of 2 ft. 10 in. from
end toward the car body. The entrance side of the vesti-
bules are open 6 ft. 6 in. from the end of the car body. The
exit side is open 2 ft. 8 in. from the end of the car body. The
step from the platform to the floor of the car is 11 in. high.
The gatcs are of two types; a vertical rod gate is used at
the exits and a channel iron gate is used at thc entrances

measurement, is g ft. 6 in. The seats are nearly 4 ft. long,
and as they have no arms three people can comfortably
occupy one seat. The aisle is narrower than is customary
on steam railroad cars, but nevertheless is wider than on
many electric cars. Aside from the passenger section,
which seats ninety-eight passengers, the car has a 6-ft.
baggage compartment. The gas-electric equipment con-
sists of an eight-cylinder gasoline enginc driving an electric
generator. The motors are of standard railway type and
the car is controlled by varying the voltage of the generator
combined with series parallel connection of the motors.
The engine control has a combination air valve and gas
throttle by which the engine is started on compressed air
and as soon as it begins running on gasolinc the air is shut
off. 'With this arrangement the engine need be run only
when the car is being propelled. The auxiliary equipment
includes a gasoline-clectric sct for lighting and means for
securing compressed air. The car described has a maxi-
mum specd of about 50 m.p.h. on level track and a scheduled
speed of 25 m.p.i with stops 274 miles apart.
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ORDERS FOR NEAR-SIDE CARS

The Philadelphia Rapid Transit Company announced this
week that it had placed an order for fifty near-side cars with
The J. G. Brill Company, and that the cars will be put in
operation on the Twelfth and Sixteenth Street lines in
Philadelphia within the next few months. The near-side
car has been put in operation in Buffalo, as described in
the ErecTrRIC RAILWAY JoUurNAL for July 8 As stated in
that issuc, this car was devcloped by Thomas E. Mitten. A
“car full” sign will be used. In this connection the state-
n.ent issued by the management says:

“The fifty new cars of the near-side type, now ordered,
Lave a seating capacity of fifty-thrce persons, will com-
fertably accommodate a maximum load of eighty-three per-
sons, seatcd and standing, and are provided with a ‘car
full’ sign, which it is purposed to display when the car
has hecome fully loaded, thus preventing the extreme over-
loading of the cars. The limiting of the number of persons
carried, together with the extremely wide aisle possible in
this type of car, will makc it easy for passengers seated
in the rear portion of the car to leave by way of the front
platform, without expericncing difficulty in passing stand-
mg passengers.”

The company stated that illuminated destination
signs in which the different routes will be indicated by a
series of letters will be used.

also

INTERURBAN CARS FOR THE BRITISH COLUMBIA
ELECTRIC RAILWAY

The British Colunbia Electric Railway, Vancouver, B, C,,
has purchascd from the (i C. Kuhlman Car Company threc
interurban cars of the handsome design shown in the accom-
panying exterior view. The passenger and smoking com-
partments of these cars have a combined seating capacity
of fifty-cight. Rattan are used in both com-
partments.  The principal car dimensions are as follows:
Length of body, 42 ft. 95% in.: length over the vestibules,
53 ft. 1034 in.: width over the sills. 8 ft. 3 in.: width over
all, 8 ft. 434 in.; height from rail to sills, 3 ft. 4 15 16 in.
The general construction is of steam coach style with
monitor roof and Globe ventilators. The interior trim is
African mahogany with sanitary finish and headlining in

Cross-scats
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TELEPHONE APPARATUS FOR TRAIN DISPATCHING

The accompanying illustration shows the dispatcher’s
switchhoard of the telephone train dispatching system made
by the lLafayette Electric & Manufacturing Company,
Lafayette, Ind. The turret or switching cabinet is built
for twenty circuits. It is also provided with pigeonholes
and book stalls. The turret and table are made of quarter-
sawed oak with durable fittings.

A strong feature of this system is that instantaneous con-
nection can be made without plugs or cords. The drops or

Dispatcher’s Switchboard

signals are known as the Army type because they were
originally designed by the United States Signal Corps for
army service, A continuously ringing bell, which may be
switched off or on at will, is connected with each drop.
When the operator is away from the board the continuous
ringing notifics him of a call, although he may not be in a
position to see the drop. [Each drop has a jack through
which any signal may be connected one with another as the
services and operator may require. The coils used in these
signals are wound for rooo ohms and the wire is silk-
sulated.

[

Latest Type of Interurban Car for the British Columbia ‘Electric Railway

full Empire style. The trimmings are of bronze. There
are seven arched double windows on each side with Panta-
sote curtains, Hartshorn rollers and Keeler eccentric fix-
tures. The bodies are mounted on Brill 27-M.C.B.-3 trucks
carrying 34-in. diameter Midvale steel-tired wheels. Among
the equipment specialties on these cars are \Westinghouse
ADNLDM. air brakes, Tomlinson M.C.B. couplers, Hedley
anti-climbers, Consolidated heaters, Crouse-Hinds head-
lights and Mason safety treads.

The board has an answering key for each circuit, so that
it is not necessary to use plugs and cords to answer a call,
but by depressing a key lever connection is made with the
circuit over which the call has been made. These keys have
long phosphor-bronze springs. Each contact-making spring
has platinum points to insure perfect and clear service.
The key plates are nickel-plated and the key levers are insu-
lated with rubber handles. The board also has two cord cir-
cuits for interconnecting lines as service may require.
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Each pair of plugs has ringing and listening keys to per-
mit the dispatcher to ring on any line or circuit he may
desire. A special dcsk telephone is used to communicate on
any line or circuit at will. It is possible to furnish either
an operator's telephone, as shown, or an arm and suspended
transmittcr. In either case there is included a double-pole
receiver of the standard telephone rcceiver type or a head
receiver with supporting band. The hand generator fur-
nishes enough current to give loud, clear ringings at all
telephones along the line if not more than thirty arc in the
circuit.

A call is displayed by the opening of the small shutter
or drop. This denotes that some one is calling at a tele-
phone connected with the signal mentioned. The dispatcher
answers this call by depressing the corresponding key lever,
which is located under the calling signal. The lever is rc-
stored to its normal position after the talk is over by touch-
ing it lightly underneath the spring mcchanism. This action
disconnects the line from the dispatcher's telephone. The
dispatcher may talk on two or more circuits at one time or
. give two or more orders over circuits in different direc-
tions by depressing the proper key levers. Plugs and cords
are furnished should he desire to connect one signal with
another for any purpose. He does this by inserting the
plug in the jack underneath the signal, turning the hand
generator and depressing the key which corresponds to the
plug connected to the line to be called. The operation of
this system is extremcly simple. The wear of the cords
and plugs is negligible since they are not used except in
the rare instances when the signals are to be interconnected.

&
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OUTDOOR OIL CIRCUIT-BREAKERS

The Westinghouse Electric & Manufacturing Company
has modified its type GA oil circuit-breaker for use as
an outdoor high-tension switch at points on high-ten-
sion lines where it would not pay to have a substation.
The breaker is like
the indoor type, but
has weatherproof pro-
tection for the operat-

ing mechanism and
terminals. It is made
for either hand or
electrical  operation,
automatic or non-
automatic, for cir-

cuits of from 44,000
volts to 110,000 volts,
300 amp capacity.
Each pole is a sepa-
rate unit. A multi-
polar breaker consists
of two or more units
connected by pull-
rods, which work the
contacts and tripping

mechanism, Each

tank 1s made of

welded hoiler sheet .

iron with an insulat- Outdoor Type Oil Breaker on
ing lining and is e

filled with insulating oil, the height of which may be
determined by a sight gage. The pull-rod is surrounded by
a stuffing box where it passes through the tank. This box
wipes the oil from the rod and prevents its being thrown
over the operating mechanism. The upper or fixed contacts
are sccured to the lower ends of the leads, which arc of the
condenser type. This upper contact consists of a circular
piece of brass of greater area than the moving contact so
that the cntire surface of the latter will bear upon the
stationary upper contact. This construction eliminates the
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necessity for accuratcly centering the contacts one upon
the other. The lower or movable contacts are carricd by a
metallic cross-bar and consist of pieces of cylindrical brass
backed by compression springs which insure alignment.

The electrically operatcd breakers have opcrating coils
wound for direct current or standard voltages. They also
have a tell-talc consisting of a double-throw knife switch
and colored lanips which indicate the position of the con-
tacts. The automatic breaker may be tripped by current
from standard series transformers mounted at any con-
venient point or by special transformers built around the
leads of the breaker. The latter method is considered stand-
ard and is usually furnished when the tripping current is
100 amp or over. Another method of tripping is furnished
by a series relay which opcrates in connection with springs
to trip the breaker.

These breakers are adapted to outdoor use by placing a
two-part hinged cast-iron housing over the operating
mcchanism and rail shields over the condenser terminals.
The housing forms an integral part of the breaker cover.
In the electrically operated type of breaker the operating
solenoid is also protected with a cast-iron housing and the
operating leads are brought out through brass bushings,
thus permitting the use of lead cables and wiped joints.
There is also furnished a small knife switch mounted under
the housing to control the incandescent lamps which may be
placed at any convenient point to indicate the position of
the circuit-breaker contacts.

The condenser typc terminal with which these breakers
are equipped has simplified the problem of successfully
bringing the high-voltage leads through the tops of the
iron tanks because this terminal lends itself readily to
weatherproof protection by means of porcelain rain shields.
These shields are porcelain petticoat insulators secured to
the terminal on the inner side by a waterproof gum and
on the outer side, where exposed to the weather, by a
waterproof cement.

Many of these breakers have been installed by the South-

Three-Phase, 88,000-Volt Outdoor Type Oil Circuit Breaker

ern Power Company, which traverses over 1300 miles of the
Piedmont section of North Carolina and South Carolina.
In this region very great extremes of tempcrature and ex-
cessive moisture are experienced during short periods, and
during the summer months there is an average of one rain
and lightning storm every day. Neverthcless, the 44,000-volt
and 88,000-volt breakers are said to behave very well. This
company has used these breakers as sectionalizing switches
m parallel lines of loops which have becn built to insure con-
tinuity of service. By this means a defective scction can be
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cut out and a good line cut in without any interruption to
the service. This would not be possible by the use of dis-
connecting switches alone. Some of these breakers are also
used 1in testing the lines to locate trouble. On its 100,000-
volt double-circuit steel tower trunk line the company de-
sired to supply certain customers from ecither one of the
two lines which might or might not be operated in parallel.
This was accomplished by using two of these outdoor-type
oil circuit-breakers and mechanically interlocking them so
that but one breaker could be closed at a time, securing in
effect a three-pole, double-throw breaker.

— e

A SIMPLE HEADLIGHT

The Trolley Supply Company, Canton, Ohio, is now
manufacturing a headlight known as the Peerless, Jr,
which is notable for the small number of parts and several
other points noted hereinafter. The lamp is 14 in. high to
the top of the hood,
634 in. deep, and
weighs only 22 1b. The
clutch has a friction-
less double lift which
insures great durability.
Another important fea-
ture is the use of one
solid casting for the
magnet bracket, carbon
guide and top carbon
holder. This casting is
carefully machined to
msure the permanent
perfect alignment of
the carbon. The top
carbon is g in. x 3% in.
in size. The bottom
holder, which is made
for a 4-in. x 34-in. car-
bon. is of brass and is
machined to align with
the upper carbon holder. The 334-in. x 2V4-in. diameter
magnet is made of double cotton-covered wire and weighs
3 Ib. The carbon does not pass through the center of the
magnet, but is placed at the rear to permit simple con-
struction and a better focus point in the reflector. Instead
of depending on a center screw the reflector is held by
four brass posts, which are fastened to the back plate and
to the rim of the reflector. The globe is 314 in. long and
3 . in diameter. The resistance is 8 in. long and 715 in.
in diameter. Great care has been taken to obtain the best
possible insulation from the binding posts and from the rod
which holds the porcelain knobs. The covering is made of
perforated steel with ample air space to keep the resistance
cool. Only one hanger is used in the center of the lamp
and two rubber bumpers are placed at the bottom with a
screw and wheel to make certain that the light will be
thrown directly in the center of the track at all times.

Side View of Headlight

&

CAR EQUIPMENT INSTRUCTION BOOK

The transportation department of the Metropolitan Street
Railway, New York, has recently prepared a seventy-one-
page, cloth-bound instruction book for the guidance of em-
ployees who wish to become starters, inspectors or instruc-
tors. The contents are therefore more elaborate than is
usual in a book of this character. Several chapters are
devoted to definitions of the principal electrical terms and
to explanations of railway motor action in regular running
and in emergencies. Detailed illustrated descriptions are
presented of the standard air and electrical equipments of
the cars; also of the contact and hand plows required for
the conduit system and of the electric track switches. The
list of “don’ts” offers a convenient summary of the causes
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which result in the greatest number of car troubles. Most
of the data are in question and answer form for the con-
venience of the student. In preparing the text care was
taken to avoid slipshod definitions and terms which would
tend to confuse the learner who wants to widen his knowl-
edge by studying standard electrical books.

D

ROLLER-BEARING TROLLEY BASE

The Trolley Supply Company, Canton, Ohio, is making
for high-speed cars a roller-bearing trolley base known as
the Peerless No. 1o. One of its important features is that
if perfectly balanced when set at any angle and at any pres-
sure against the wire
the base will come
down on adding only
¥, 1b. weight. The
base will not return to
its previous position if
the weight is removed,
thus showing that the
tension is stronger
when the pole goes up
than when it comes
down. It is asserted
that other bases re-
quire from 10 1b to 25
Ib. to accomplish the
same end. The fric-
tionless features of
this base have been
obtained in part by
taking the friction off
the cross-pin  which
forms the up and down
bearing of the trolley
pole. This pin now carries the heavy pressure of the
spring by means of a knife-edged bearing instead of the
ordinary round bearing. A stronger upward tension of
the pole has been obtained by changing the bearing
point on the cross-pin. If the pole is pulled down on one
side the cross-pin travels upward and if the pole is pulled
down on the opposite side the cross-pin travels downward.
The friction on the cylinder has been minimized by means
of a 3/-in. ball at the rear end. Since there are two sets
of bearings the pole can be used with equal ease for for-
ward or backward running.

The roller hearings are in a machined malleable hous-
ing which has a steel bushing and eight %-in. x 3%-in. in-
dependent rollers. To prevent binding these rollers are
supported by means of a malleable cage. The rollers work
steel against steel. This is considered superior to other
roller-bearing bases, which have thirty to forty 4-in.
or 5 16-in. diameter rollers whose bearing action is against
a malleable casting. Such rollers tend to become embedded
in the malleable iron and so prevent the base frem working
freely when going around curves. The springs and roller
bearings are inclosed for protection from the weather. No
oil is used on any part of the base. A simple adjustment of
the trolley tension is secured by means of a screw nut, one
turn of which increases the tension 4 lb.

&
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Roller-Bearing Trolley Base

The problem of repairing controller handles which have
become loose from wear has been met by the Charlestown
Interurban Railroad, Charlestown-Kanawha, W. Va., in the
following manner: The hole into which the controller stem
fits is drilled out to 124 in., then cross drilled three times
with 4-in. holes. The handle is set in a mold made from
a controller stem and copper is poured in four holes and
babbitt in two. An electric bonding machine melts the cop-
per. Should these handles need repairs again, the babbitt
and copper can be taken out and the handles refilled.
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News of Electric Railways

Rapid Transit Contract Decision in New York

On July 20, 1911, the Board of Estimate, of New York, re-
jected by a vote of ten to six the proposed compromise em-
bracing an annual preference payment to the Interborough
Rapid Transit Company out of the earnings of the new
subways ahead of the payment of intercst on the city’s
bonds issued for construction of the extended lines, and by a
vote of eleven to five declared in favor of an award of the
entire new subway system to the Brooklyn Rapid Transit
Company. The rules of the Board of Estimate require
twelve affirmative votes to pass a resolution on its first
presentation, and another mecting of the board was called
for July 21, 1911, the members of the majority who voted in
favor of the Brooklyn Rapid Transit Company on July
20 declaring their intention to repass the resolution. The
six votes in favor of the preferential payment to the Inter-
borough Rapid Transit Company were cast by President
McAneny, of Manhattan; President Steers, of Brooklyn;
President Miller, of the Bronx, and President Cromwell,
of Richmond. Those against the proposal were cast by
Mayor Gaynor, Comptroller Prendergast, President Mitchel,
of the Aldermen, and President Gresser, of Queens. On
the award to the Brooklyn Rapid Transit Company the
eleven votes in favor were cast by Comptroller Prendergast,
President Mitchel, of the Aldermen, and Borough Presi-
dents McAneny, Steers and Cromwell, and the five against
by the Mayor and Borough Presidents Miller and Gresser.

The subway plan which it was proposed finally to ap-
prove on July 21, 1911, involves a total expenditure by the
city of approximately $123,000,000 in addition to $27,800,-
ooo invested in lines now under construction. The Brook-
lyn Rapid Transit Company will spend approximately $75,-
000,000 in construction of new lines or reconstruction of
existing lines and in the equipment of the system. There
are added to the Brooklyn Rapid Transit System about
44 miles of double-track subway and various extensions
to its existing elevated lines, bringing the total elevated
mileage up to more than 8o miles of two-track or three-
track road. More particularly the joint report of the com-
mittee of the Board of Estimate and the Public Service
Commission, on which the award is to be based, proposed
that the city should, under the division of territory between
the Interborough Rapid Transit Company and the Brook-
lyn Rapid Transit Company, spend $38,400,000 in the con-
struction of new lines in addition to the $27.800,000 in-
vestment in the Center Street loop and the Fourth Avenue
subway, to which the company added $26,400,000 for con-
struction and $24,000,000 for equipment. The addition to
the Brooklyn Rapid Transit routes of most of the lines
proposed for the Interborough Rapid Transit Company
will bring the investment of the Brooklyn Rapid Transit
Company up to $75,000,000 in round figures and will add to
the city’s investment for lines to be operated by that com-
pany the sum which the city previously proposed to spend
for Interborough subways—$54,800,000 plus an additional
sum of approximately $10,000,000.

A map showing the proposed division of territory be-
tween the Brooklyn Rapid Transit Company and the In-
terborough Rapid Transit Company was published in the
ELecTric RATLWAY JOURNAL of June 17, 1011, page 1070.
Under the plan of award in favor of the Brooklyn Rapid
Transit Company which it was proposed to adopt on July
21, part of the lines which it was proposed to allot to the
Interborough Rapid Transit Company will be awarded to
the Brooklyn Rapid Transit Company, thus materially
modifying the routes for the Brooklyn Rapid Transit Com-
pany which were shown on that map.

The Public Service Commission has adopted a resolution
submitted by Commissioner Cram, instructing the commis-
sion’s counsel to submit a form of certificate for the third
tracking of the Second, Third and Ninth Avenue elevated
lines of the Manhattan Elevated Railway, operated under
lease by the Interborough Rapid Transit Company.

The City Club of New York has sent to the Board of
Estimate and the Public Service Commission a report of its
transit committee, with the suggestion of Walter Wellman
that in the construction of future subways provision be
made for trains of twenty cars or more, instead of eight and
ten cars. The transit committee of the City Club consists
of Homer Folks and Henry C. Wright. The Board of Esti-
mate and Public Service Commission are asked to consider
the suggestion, particularly in connection with the proposed
Broadway subway in Manhattan.

The formal order from Judge Lacombe authorizing Adrian
H. Joline and Douglas Robinson, as receivers for the Metro-
politan Street Railway, to consent to the entry of an order
brought by the State of New York to compel the forfeiture
of certain licenses held by the Broadway & Seventh Avenue
Railroad for surface tracks which have not been opcrated
for many years has been filed in the clerk’s office of the
United States Circuit Court. The order will permit the tear-
ing up of these tracks, which are considered an impediment
to ordinary street traffic.

Decision in Rental Suit in Detroit

In a decision handed down recently by the Wayne
County Circuit Court, Corporation Counsel Hally, of De-
troit, is upheld in his contention that the city las a right
to fix such rental as it sees fit for the occupany of the streets
by the Detroit United Railway where franchises have ex-
pired, and that the reasonableness of the rental does not
enter into the question. [f the company does not choose to
pay the rental fixed by the city, the court says it must
vacate the streets. The case was brought against the com-
pany by Corporation Counsel Hally to compel the company
to pay a rental of $200 a day in addition to what it was
already paying for the use of the streets occupied by the
Fort Wayne lines. The city, however, is refused judgment
for the back rental since the date of the action of the City
Council in increasing the rental. Ten days are given to the
company in which to settle this point with the city.
After the expiration of this time, if the company has not
paid, the Council may take such action as it deems best.

The decision reads in part:

“The city is at all times in possession of its streets, in
order to secure their proper use and enjoyment by and for
the public. Its own title may be only an equitable one. but
it is a paramount one for the objects stated. The rights
conferred by the grant constituted an easement. A right
to the use of the streets, superior in character to that pos-
sessed by any other individual or portion of the general
public, was conveyed, and to that extent an interest in
realty in the nature of an incorporeal hereditament passed
to the defendant.

“The exercise of such an easement, in the absence of
authority permitting it, is, in legal contemplation, an ob-
struction in the streets in the nature of a nuisance, to abate
which equity has jurisdiction. There is distinct authority
for this holding in our own State, and ample adjudications
to the same effect in other jurisdictions.

“But it is urged that assent to continued operation is to
be implied from the failure of the city to take action
directing stoppage of operation, and that, therefore, the con-
tinuance of operation has been with the municipality’s tacit
approval. Whatever force, if any, this claim may have had,
has been destroyed by the resolution of the Council of date
June 13, 1911, when that is taken in conjunction with other
allied facts.

“We come now to the claim that there can bc no termi-
nation of a street railway franchise except by the mutual
consent of grantor and grantee. Fairly statcd, this position
is grounded upon these propositions: The State, in giving
to the street railway its charter, by which it obtained cor-
porate capacity to accept a grant from the city (Sec. 6446
Comp. Laws), intended that the corporation should enjoy
any grant received during its corporate life. Likewise, the
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city contemplated a continuance of operation, subject only
to the right to fix terms by mutual agreement, as required
in the statute for the organization of railway companies,
just cited. The whole public is said to have a right to trans-
portation facilities of which neither the city nor the com-
pany may deprive them.

“It is difficult to deal in seriousness with a position so
manifestly untenable, and so at variance at once with right
reason and all established authority. Here are grants def-
infte in their time limit. Their import is so clear that it
cannot be made clearer by argument. To state them is to
repel all inference of indefiniteness, and to negative all im-
plication of extension beyond the plain letter of the grant.
Moreover, the subversion of the public interest which would
accompany such a denial of the city’s power to control
its streets under the authority conferred by its charter and
by the constitution, and which would give to a limited
easement an indefinite, if not a perpetual, tenure needs only
to be stated to carry its own refutation.

“Guided by the evidence herein, and planting our position
upon legal principles which receive universal recognition,
the conclusion must be reached that the franchises have
severally expired as claimed.

“The defendant insists that the fee for continued opera-
tion must be subjected to the test of reasonableness. If it
deprive the company of a fair net revenue it is said to be
invalid as confiscatory. The language of the city charter
gives the city a very free hand in the regulation of its
The Common Council determined the manner in
which the company could continue use of the streets beyond
the grants, by the terms of the resolutions passed before
the franchises had expired. Being revocable at will, the
authority granted was not subject to the constitutional re-
quirements of a referendum. The resolutions permitted a
temporary use of the streets to one whose occupancy other-
wise was without right. In the absence of any right to be
in them, the company is in no position to question the city’s
terms.

‘By virtue of its conferred powers of regulation we can
find no limitation upon the municipality in prescribing the
conditions upon which one without right of user may be
given temporary, revocable use. The authority to determine
the character of the conditions rested in the Common
Council, and its legislative discretion, upon the facts here
presented, is not subject to judicial review.”

streets,

Report of Cleveland Railway for June

The report of the Cleveland (Ohio) Railway for June.
1911, shows a deficit of $63,064.74 and the surplus in the
interest fund, which amounted to more than $200.coo, has
been reduced by $6;7,780.58. The deficit was caused by the
heavy traffic and the fact that the lines are now operated
at a straight fare of 3 cents. The franchise provides for the
expenditure of 1224 cents per car mile for operation in June
and 6 cents for maintenance. The actual expenditure for
operation was I1.81 cents per car mile and 6.49 cents for

maintenance. The car mileage for the month was 2.419,900.
The statement follows:
Cents per
car mile.
Maintzrance of Property. oo iieeanenenas S 6.49
Operating expenses. . 11.81
Taxes . 1.29
Interest +4.86
Total wost of operalionm ;e s« s s oo iise $591,649 24.45
Earnings from operation v anee 15240.896 21.69
MiSCEllANEOHS ANCONIC A « & » iornsd o ¥on 1ases 0§ 2 mimin § 5 on Blior & o w558 3.687 15
Total  CaATRIZS cresne o o ovest o 3 wroe sugiose: 5 o 5% e s s % i $528,584 21.84
DIBFICTE v oo vioieie v o oivioin o0 oo o oo miorn s » wrasar o o 0 iaigcn s s @ winie $63.064 261

Councilman French has announced that at the meeting of
the City Council on Aug. 28 he will offer a resolution asking
Street Railway Commissioner Dahl to report on the cost of
constructing a crosstown line on East Seventy-ninth Street.
This is about midway between the Fifty-fifth Street and the
105th Street lines. At the last meeting of Council Messrs.
Shimmon and Townes offered resolutions calling for a re-
port on the cost of an extension of the 1osth Street line to
Denison Avenue across the Denison-Harvard bridge. These
matters are coming up because of the agreement of the
company to expend $2,500,000 in extensions and betterments
at once.
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Strike in Trenton

On July 17, 1911, twenty-two of the forty employees of
the New Jersey & Pennsylvania Traction Company, Tren-
ton, N. J.. went on strike to enforce their demands for a
flat rate of pay of 25 cents an hour and a closed shop. The
company has always paid a graduated scale of wages.
When the strike was declared this scale was as follows:
First year, 21 cents; second year, 23 cents; third year, 25
cents. A few weeks ago some of the men who received 21
cents an hour formed a union and by intimidation, coercion
and misstatement they succeeded in getting about twenty-
two men out of the total of forty men to join them in
demanding that C. M. Bates, president and general manager
of the company, sign an agreement for two years giving
a flat 25-cent rate and a closed shop.

On July 17 the men demanded that one of the organizers
who had been brought to Trenton should be received in
conjunction with the committee of employees to discuss
the agreement. MNr. Bates refused to receive the men
under such conditions, but told them he would discuss any
alleged grievances with the employees. Four hours later,
without any notice or warning, the men turned in their
cars. The company arranged to run its full schedule with
men who had remained loyal to the company, but during
the night the strikers and their sympathizers cut the signal
and telephone wires, spiked the switches and greased the
rails on grades. This made it impossible for the company
to run cars except on the Lambertville division, where re-
pairs were made at once. On July 18 Mr. Bates received a
committee of three employees and it was agreed to submit
the differences to arbitration, as required by Section 3o of
the ordinance of the city of Trenton. At none of the con-
ferences was anybody present but Mr. Bates, representing
the company, and employees of the company.

.

The Toledo Valuation

On the evening of July 10, 1911, the committee of the
whole of the City Council of Toledo,” Ohio, authorized
Mayor Whitlock to inform the Toledo Railways & Light
Company by written communication that the city is un-
willing to consider the appointment of any one but Judge
Jonn M. Killits, of the Federal Court, as arbitrator in the
valuation of the company's property. The company had
suggested that an engineer would be better fitted to per-
form the duties of arbitrator.

The letter from the company regarding the appointment
of Judge Killits was read to Council by Mayor Whitlock.
He said he believed the city had been fair to the company in
sclecting Judge Killits and that as a rule experts leaned
toward the companies. The vote to reject the suggestion
for appointing an expert stood 135 to 1.

Mayor Whitlock's letter follows in part:

“Inasmuch as the gentleman to be selected to represent
your company will, as you say, undoubtedly be as skilled
and experienced in this service as is Professor Bemis, we
are confidently of the opinion that they together would en-
counter only negligible differences in agreeing on the value
of the physical property, and that therefore the chief points
of variance necessarily would arise in ascertaining the ex-
tent of those intangible values to which the company lays
claim. The principles applicable to the evaluation of the
intangible elements of the property are largely, if not
wholly, of a legal or abstract nature, and have been dis-
cussed and applied by the judges of the courts and an-
nounced in their reported decisions.

“We incline the more strongly, therefore, on this account
to the conviction that in Judge Killits we would be fortu-
nate in having to our aid not only a distinguished citizen
of our own city, in whom the people have confidence, but a
jurist abundantly qualified to pass on these recondite ques-
tions, and the city is ready now to proceed in a joint evalu-
ation with him as the determining arbiter. While he would
not, of course, as you say, possess in that capacity the legal
power to isste subpcenas, he no doubt would be ready to
be enlightened by the opinions of the professional gentle-
men of whom you speak, and we are sure that on further
reflection the reasonableness of this view will more seri-
ously impress you and that thereby will be removed the
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only immediate obstacle to that satisfactory, creditable and
just solution of the transportation problem which we all so
much desire.”

City Solicitor Schrciber has been instructed by the com-
mittee to investigate the franchises under which the com-
pany operates with particular reference to their forfeiture.
In an interview Mr. Schreiber was reported to have stated
that he thought the Robison line franchises could be for-
feited because the company has not paid the 1 per cent of
the net earnings which it is claimed is due under the con-
tract. These lines include the Huron Street, South Strect
and Bancroft Belt routes.

Valuation of Washington Water Power Company’s Prop-
erty.—Prof. C. L. Cory has been retained by D. L. FHunting-
ton, president and general manager of the Washington
Water Power Company, Spokane. Wash., to make an inde-
pendent valuation of the company’s holdings.

Municipal Railway Considered in Los Angeles.—The con-
struction of a municipal railway from the business center
of Los Angeles to the harbor district was discussed at an
executive conference held by Mayor Alexander and mem-
bers of the City Council recently. Those who favor the
construction of the line urge that at least $200,000 or $250,-
000 of the city’s reserve fund could be spared to start the
work.

List of Members of Central Electric Railway Association.
—A. L. Neercamer, secretary of the Central Electric Rail-
way Association, Indianapolis, Ind., has issued “Yellow
Book No. 2, dated Indianapolis, July 15, 1911, which pre-
sents a list of the officials of each of the roads which is a
member of the Central Electric Railway Association and
a list of the members of the association who are connected
with the supply trade.

Three Reports Required of Electric Railways in Ohio
Each Year.—Under laws recently enacted in Ohio electric
railways are required to make three annual reports. One of
these goes to the new Public Utilities Commission and the
other two go to the State Tax Commission. One of the
reports to the State Tax Commission requires a statement
of the gross earnings of the companies on which a tax of
1.2 per cent is to be collected. The cther one requires a
full exposition of the business.

Need for Comprehensive Subway System in Chicago.—
William Schuyler Jackson, who represents the Chicago Mu-
nicipal Subway Company, in presenting the plan of that
company to the committee on local transportation of the
City Council of Chicago on July 13, 1911, said: “To attempt
to build a small subway loop in the downtown district
would be a makeshift policy, would tend to add to conges-
tion and would not provide any additional transportation
facilities for the straphanger. A comprehensive system
which can be expanded with the city’s growth can be had
without delay. Such a system alone is practicable and
worthy of the dignity of the present and future Chicago.”

Hearing on Power Brake Ordinance in Pittsburgh.—The
committee on public service and surveys of the City Council
of Pittsburgh, Pa., met on July 13, 1911, to consider the
ordinance to compel the Pittsburgh Railways to equip all
its cars with power brakes. S. L. Tone, second vice-presi-
dent, represented the company. Mr. Tone asked that the
committee amend the ordinance so as not to require power
brakes on trail cars, and to permit hand-brake motor cars
to be run on routes like the Carson Street line, where there
are no severe grades. Mr. Tone said that only fifty cars out
of nearly 1800 motor cars were not equipped with power
brakes. These fifty were of a type that the company hoped
eventually to replace with new cars. When the Smithfield
Street bridge was widened the company would be willing
to run cars equipped with power brakes on the Carson
Street line. Mr. Tone suggested that the company be al-
lowed a year to equip or replace the [ifty cars to which
he referred. It was finally decided to recommend to the
Council that the company should be required to equip all
motor cars with power brakes by Jan. 1, 1912, and to equip
all new double-truck trailers with power brakes. The com-
pany will, however, be permitted to continue to use hand
brakes on its single-truck trail cars.

Hoosac Tunnel Inspected.—A party of 200 Boston and
other Massachusetts newspapcr men inspectcd the newly
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electrified Hoosac tunnel on July 11, 1911, under the guid-
ance of Vice-president Byrnes, of the New York, New
Haven & Hartford Railroad. A spccial train took the party
to North Adams. Mr. Byrnes stated that the capacity of
the tunnel has been doubled since electrification.  The re-
turn trip through the tunnel was made aboard two open
freight cars attached to the special train. Thisgave the
newspaper men an excellent opportunity fully to note the
improved atmospheric conditions. Other railway officials
besides Mr. Byrnes who made the trip were Vice-president
Frank Barr, of the Boston & Maine Railroad; Assistant
General Superintendent G. H. Folger, Superintendent A. S.
Cheever, of the Iitchburg division; Superintendent G. 1., R.
IFrench, of the terminal division. Boston: H. I1. [Fabian.
manager of purchases and supplies; Assistant Superinten-
dent J. D. Tyler, of the Fitchburg division; C. M. Burt,
general passenger agent; W. L. Pratt, Western passcenger
agent: B. T. Wheeler, engineer of construction; W. S. Mur-
ray, electrical engineer: E. H. Ryder, secretary to the presi-
dent; . P. Lyon, of the press department ¢f the New York,
New Haven & Iartford Railroad, and H. A. Moulton. press
representative of the company in Boston.

LEGISLATION AFFECTING ELECTRIC RAILWAYS

CONNECTICUT

Governor Baldwin, of Connecticut, has signed the public
utilities bill passed recently by the General Assembly. The
bill provides for a commission of three members to succeed
the Railroad Commission and have supervision over all
public service corporations. The Governor has named the
members of the present Railroad Commission to be mem-
bers of the new commission. The appointees and their
respective terms follow: Richard J. Higgins, Winchester,
until July 1, 1917; Theodore V. Ford, Bridgeport, until July
1, 1915; John H. Hale, Glastonbury, until July 1, 1913.

NEW YORK

Senator Pollock has introduced a bill to give the Public
Service Commissions the right to supervise the issuance
of securities when public service corporations are reorgan-
ized. The bill was introduced primarily on account of the
appeal by the Third Avenue Railroad to the Appellate
Division of the Supreme Court in the case of the reorgani-
zation of the Third Avenue Railroad, the claim being made
by the attorneys for that company that the commissions
are empowered at present only to regulate the issuance of
securities of new or going concerns and have no control
over reorganization issues. The cities committee of the
Senate has reported favorably the bill introduced by As-
semblyman Goldberg to compel the restoration of free
transfers in Manhattan Borough, New York, without wait-
ing for action by the commission to compel the companies
to re-establish the transfers which were discontinued fol-
lowing the segregation of the street railways in New York.
The motion of Senator MacManus to have the Senate pass
the MacManus-Boylan bill over the veto of Mayor Gayvnor
of New York was defeated on July 17. The MacManus-
Boylan bill sought to compel the New York Central &
Hudson River Railroad to remove its tracks from Eleventh
Avenue,” New York, and was vetoed by Mavor Gaynor on
the ground that the act was unconstitutional in that it did
not outline a route for other tracks to take the place of
those which is sought to remove.

The Assembly has passed the Jackson resolution propos-
ing an amendment to the Constitution so that the Legisla-
ture may pass an employers' liability act. The amendment
would give the Legislature authority to make provision for
the security and protection of the lives, health, and safety
of workmen; for compensation for injuries to workmen
caused by accidents arising out of their employment. and for
insurance against accidents, sickness, or old age. There
was considerable objection to the resolution on the ground
that it was too broad in scope, but on Mr. Jackson under-
taking to have 1t modified in the Senate, the Assembly ap-
proved the resolution. After a public hearing on July 18,
1911, on the McClelland-Walker bill, which provides for the
removal of the tracks of the New York Central & Hudson
River Railroad from Eleventh and Twelfth Avenues, New
York, under an agreement to be made between the railroad
and the city, Mayor Gaynor signed the measure and re-
turned it to Albany.
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Financial and Corporate
New York Stock and Money Markets

July 19, 1011.

News of approaching settlement of subway matters on
Tuesday caused an advance of 3 points in Interborough-
Metropolitan shares, followed by gains throughout the list.
Although some hesitation was shown at the opening on
Wednesday, trading became active and further advances
were made. Prices closed, however, at the level of the
preceding day. The influence of the crop situation is a
strong factor in the market. Time money is slightly firmer,
but the demand is not especially heavy. Quotations to-day
were: Call, 204@23§ per cent; ninety days, 234@3 per cent.

Other Markets

Local tractions have been the features of the Philadelphia
market and new records have been reached in Philadelphia
Rapid Transit and Union Traction. The latter was in good
demand in to-day’s market and trading in general was brisk.

Trading in Boston has been on a narrow scale. There
have been but few price changes of importance. Massa-
chusetts Electric preferred at 9524 made a new record last
Saturday.

Chicago Elevated Railways preferred was traded in to-day
for the first time on the Exchange. Sales were made from
85 on opening to 88 at the close. The common stock rose
to 26 in the course of the day’s transactions.

Nothing of moment as concerns traction issues has been
shown in the Baltimore market of the week.

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

. ) ) . July 12 July 19,
American Light & Traction Company (common)...... a3l0 a30s
American Light & Traction Company (preferred)....al08 alos
American Railways COMPany........eeerueenennnn oo, 44 a44
Aurora, Elgin & Chicago Railroad (common). . oo ALY ad474
Aurora, Elgin & Chicago Railroad (preferred).. . a87 a7
Boston Elevated Railway.......o.oveurnnnnnon. .. al29
Boston Suburban Electric Companies (common). ... Y

Boston Suburban Electric Companies (preferred). . ..
Boston A \\Vm‘ce\lc-r ]Clm*tri_c Companies (common)....
Boston & Worcester Electric Companies (preferred)..

Brooklyn Rapid Transit Company.................. 8354
Brooklyn Rapid Transit Company, Ist ref. conv. 4s.. 8774
Capital Traction Company, Washington..............al27
C‘hi.cago ity RallWam oy - e s ¢ 50 55 aibin o o o s s al90
Chicago & Oak Park Elevated Railroad (common).... *3
(wln.cngn & Oak Park Elevated Railroad (preferred).... *5
Chicago Railway, pteptg., ctf. 1 a90

(,:hgcago Railways, pteptg., ctf. 2
Chicago Rajlways, ptepte., ctf.
Chicago Railways, pteptg., ctf, 4

Cincinnati Street Railway............. a13014

Cleveland Railway......c..vuuuerennnunn. 000 a27v

Columbus Railway (common)........... 814

Columbus Railway (preferred)......... 92~
Consolidated Traction of New Jersey......... a76

Consolidated Traction of N. .5 per cent bonds. alos

Dayton Street Railway (common)............. a2s

DA)'to}l Street Railway (preferred).... algo

Detroit United Railway.................. . .. 79

General Electric Company...............ooueovnino. 1621

Georgia Railway & Electric Company (common). ..... al63

Georgia Railway & Electric Company (preferred).... 093

[nterborough Nletropolitan Company (common)..... 18

Interborough Metropolitan Company (preferred)... 50%
Iptcrboroggh Metropolitan Company (414s)..... .. 784

Kansas City Railway & Light Company (common).... al9 al9
Kansas City Railway & Light Company (preferred).. 44 a4l
Manhattan ~ Railway.................. N el 13744 ‘1411/
Massachusetts Electric Companies (common), ... .. .. 22315 373/3/%-
I\Iassachu_setts Electric Companies (preferred)........ 39:13:4, 54;?
Metropolitan West Side, Chicago (common)........... i a27v%
.\Ietropolgtan West Side, Chicago (preferred)........ a75 :1;5'2
Metropolitan Street Railway. New York............ 15 15
Milwaukee Electric Railway & Light (preferred). . *110 *110
I\orth Amcri_can Company................... a’741; a’73v;
Northern Ohio Light & Traction Company... 24934 *4934
Northwestern Elevated Railroad (common) ] a30’
Northwestern Elevated Railroad (preferred) a70
Philadelphia Company, Pittsburgh (common) co a55%
Philadelphia Company, Pittsburgh (preferred)...... a43y; a44’”
Philadelphia Rapid Transit Company § a2234
Philadelphia_ Traction Companv..................... a8634 a8614
Public Service Corporation, 5% col. notes (191:3) 5 sy = g *101
Public Service Corporation, ctfs............... alo7z
Seattle FElectric Company (common).. all0y
Seattle Electric Company (preferred)........... 10215 1023
South Side Elevated Railroad (Chicago)..... a80% a76
Third Avenue Railroad, New Y aloys 11
Toledo_ Railways & Light Company. a’y azv%
Twin City Rapid Transit, Minneapolis (common) ..al08Ys alloy
Union Traction Company, Philadelphia......... .. a50% a5234
United Rys, & Electric Company, Baltimore. . .. *1914 *191,
United Rys. Inv. Co. (common)............ +. a39 al37
United Rys. Inv. Co. (common)... al39 a3’V
United Rys. Inv. Co. (preferred) 70 az70
Washington Ry. & Electric Company (common)...... ad234 a427%
Washington Ry. & Electric Company (preferred).... af9 a9
West End Street Railway, Boston (common) s a8814
West End Street Railway, Boston (preferred). al021;
Westinghouse Elec. & Mfg. Co.vvvvnrnnn... 757%
Westinghouse Elec. & Mfg. Co. (1st pref.)... al20

a Asked. *Last sale.
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ANNUAL REPORT '
Philadelphia Ra_p;(;_T;-ansit Company
The income account of‘t;—;ﬁPhiladelphia Rapid Transit

Company for the years ended June 30, 1911 and 1910, com-
pares as follows:

EARNINGS.
Per Cent
Year ended June 30 1911  Increase. 1910
Gross passenger €arnings............... $20,612,687 14,57 $17,991,100
Receipts from other sources....... 916,781 19.05 770,047
$21,529,468 14.76 $18,761,147
EXPENSES.

Per Cent

Maintenance and renewals: Earnings.

Amount expended ............ .. $2,624,692 12,19

Unexpended baiance ......... & 604,728 2.81
Total appropriation ...... §anenn o e mine e s $3,229,420 15.00  $2,420,220
Operation of power plants..... 1,427,022 6.63 1,460,677
Operation of cars 5,348,479 24.83 4,527,961
GONETAL .7 38 oiaver o2 siesn 1,988,648  9.24 1,853,123
TaXesS swmwssvemsssnmess 1,155,491  5.37 1,194,635
$13,149,060 61.07 $11,456,616
Net earnings from operation............ $8,380,408 38.93 $7,304,531

FIXED CHARGES

Interest $1,469,748  6.83  $1,337,468
Rentals 7,326,220 34.03 7,296,785
$8,795,968 40.86  $8,634,253
Deficit  «xmossss mwesommnaes ST § § § S § 5 SO 8 $415,560  1.93 $1,329,722

Following is a statement showing the operation of the
reserve fund for renewals for the year ended June 30, 1911:
Special appropriation in accordance with the Stotesbury re-

QUITEINCIIL: o 5 ¢ twrovin g6 § toserevn s '» 53660 & 5 3 SUESL & 3 S0 % 5 3 AES 4 5 5 S1K8 € 5 igils $1,500,000

Unexpended balance of appropriation of 15 per cent of the gross
earnings for the year ended June 30, 1911.......... ceeee.e. 604,728

$2,104,728
From which deduct the deficit for the year; this amount repre-
senting that proportion of the total appropriation of 15 per
cent of the gross earnings which is to be obtained from this

renewa] reserve Tund o s soensssem s s sy s o450 5 8 s s dals 415,560
Balance of fund, June 30, 1911....c0uieirrnunnnennnnnnnn ...$1,689,168

Charles O. Kruger, the president, says in part:

“Prior to Mr. Stotesbury’s assuming financial control of
the company a most exhaustive audit of the books and
accounts was made, and upon the recommendation of the
certified public accountants representing the city and the
formal approval of Councils, an entirely new method of
accounting was adopted.

“To meet the known capital requirements of the com-
pany during the five years next ensuing, a bond issue of
$10,000,000, to bear 5 per cent interest annually, was ar-
ranged for. In consideration of the remaining equity in
the Market Street Elevated being conveyed to it, the Union
Traction Company agrecd to guarantee the principal and
interest of these bonds. and to pledge as security for the
paymient of the principal and interest of the said bond issue
the entire issue of capital stock of the Market Street Ele-
vated Railway, which represents the equity in property,
over and above the first mortgage of $10,000,000.

“To insure the proper maintenance and renewal of the
property, an annual expenditure of an amount equaling 15
per cent of the gross earnings was set forth as being neces-
sary under Mr. Stotesbury’s plan. Owing to the financial
straits of the company the expenditure in this regard had
not heretofore been in excess of an amount equaling 12
per cent of the gross earnings.

“The earnings of the company, are not as yet sufficient
to bear the cost of operation, including this 15 per cent, in
addition to the payment of its fixed charges, which now
represent an amount approximating 41 per cent of the
gross earnings. The fund of $1,500,000 in current assets
was required by Mr. Stotesbury to meet a deficit of $415,560
occurring this year, and to provide a sufficient reserve
against the anticipated shortage of the succeeding years.

“Mr. Stotesbury’s conditions having been met, and the
necessary consent of the city obtained, the following new
members were duly elected at the regular meeting of the
board held June 5: E. T. Stotesbury, chairman; C. E. In-
gersoll, H. G. Lloyd, C. S. W. Packard, T. E. Mitten.
These gentlemen now constitute the members of the new
executive committee, of which Mr. Mitten has been selected
to act as chairman, he also acting as chairman of the board
of directors during the absence of Mr. Stotesbury, who,
relying upon Mr. Mitten’s estimates and continued assist-
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ance, is now directly represented by him in all matters
pertaining to the operation and development of the prop-
erty.

“The gross earnings for the current year show an in-
crease of 14.76 per cent over the previous year. This ab-
normal increase is occasioned by the reduced gross earn-
ings of the fiscal year ended June 30, 1010, due to the strike
conditions which then prevailed. The normal increase in
gross earnings is estimated to be slightly in excess of 4
per cent per annum, this based upon the actual average
increase of 4.2 per cent per annum for the years 1902 to
1000, during which period the population increase approxi-
mated 2 per cent per annum.

“The division of the 15 per cent between the amount from
earnings and that from the reserve fund follows:
Per Cent
Earnings

earnings:
...$2,624,692  12.19

Expended ...

Unexpended 189,168 .88
$2,813,860 13.07

From reserve fund:
Inexpended| .« cis s s o5 556w o 5 S0 155 o =6 0 s wistem 415,560 1.93
Total........ OECOa005E0 000500000 RAG0 000500000830 $3,229,420 15.00

“The reserve fund for renewals as at June 30, 1011, con-
tains the sum of $1,680,168, made up as follows: Seccurities
from fire insurance fund, $1,200,000; cash appropriatcd from
current funds of the company as at Dec. 31, 1010, to make
the total reserve of $1,500,000 required by the Stotesbury
management, $300,000; unexpended balance of appropria-
tion from earnings for maintenance and renewals for year
to June 30, 1011, $180,168; total, $1,680,168.

“The last two items in the above summary, aggregating
$480,168, have been advanced temporarily from the reserve
fund for renewals, to meet construction expenditures and
the refunding of capital obligations. When renewal expen-
ditures make it necessary the reserve fund for renewals
will be reimbursed the amount of these advances for capital
requirements from the proceeds of the new $10,000,000
bond issue.

“The capital expenditures to June 30, 1911, aggregated
$665,026, as follows: Construction expenditures, $474,026;
refunding of capital obligations, $191,000; total, $663.026.
Of this total, $480.168 has, as stated, been advanced from
the reserve fund for renewals, the remaining $175.858 hav-
ing been taken from the current working capital cf the
company. Bonds of the new $10,000,000 issue will later be
used to finance these capital expenditures.

“Summarized, the transactions in the surplus account for
the six months ended June 30, 1911, are as follows: Surplus
as at Dec. 31, 1910, $607,000; operating loss for the six
months to June 30, 1911, occasioned by charging against
earnings a sum sufficient to make the appropriation for
maintenance and renewals 15 per cent of the gross for the
twelve -months to June 30, 1911, $200.745; miscellaneous
charges to surplus, $48,103; balance at June 30, 1911,
$358,251.

“The expense classification ‘operation of cars’ includes
the amount paid to the trainmen, which represents 21.81 per
cent of the gross passenger earnings, as follows:

Wages: Per cent
Timetable €OSt viviiiiivinrnneronenrannnns 4w mrmaes o $4,414,987 21.42
Unearned wages at the rate of $2.00 per day paid to

returning strikers under agreement of April 5, 1910 60,273 .29

Pension and death benefits...oveiveieiiiiaiiinnnnn. 20,830 .10

$4,496,090 21.81

“The fixed assets as at Dec. 31, 1910, included an amount
of $034,346, which represented the unabsorbed portion of
the costs of the 1910 strike. Following the recommenda-
tion of Vollum, Fernley, Vollum & Rorer, the certified
public accountants auditing the books of the company, this
amount will be written off to surplus at the rate of 10 per
cent per annum.

“Fire insurance to the amount of $18500,000 has been
placed with companies authorized to do business in this
State. This amount is considered to be sufficient fully to
protect the company against loss by fire.

“Mr. Stotesbury’s expressed desire and intention is to
rehabilitate the physical property of the company and to
improve its operating methods to the end of developing the
best street car service which it is within the financial ability
of the Philadelphia Rapid Transit Company to produce.

ELECTRIC RAILWAY JOURNAL.

“The new capital represented by the $10,000,000 bond
issue now authorized is recognized as being a very small
amount with which to attempt to accomplish such a mate-
rial change in conditions, and it can only by the exercise
of the utmost care be made sufficient to complete the re-
habilitation of the present property.

“The authorized $10,000,000 bond issue would, if mar-
keted at an average price of 96, produce $0,600,000, of which
approximately $1,600,000 will be required to pay present
outstanding capital obligations which mature during the next
five years, leaving an amount approximating $8,000,000 avail-
able for the capital requirements of the company.

“It is estimated that the expense, including the main-
tenance and renewals, will be approximately $I1,500,000
in excess of earnings during the three years ensuing,
to mect which deficit the company now has set aside in a
special fund cash assets which will be marketed as may
be found necessary. The remaining two years of the five-
year period, it is thought, will result in a small earned
surplus which should continue to grow larger cach year
thereafter.

“The estimates for the immediate future are not based
upon a reduced cost of operation, as all of the economies
effected, it is thought, will be offset by the larger number
of seats necessary to be supplied to the public during the
rush hours and the increased wage of 4 cent per hour, now
approximating $100,000 per annum, which the company is
under published promise to pay to its motormen and con-
ductors on July 1 of each year. The company is also by
its previous action obligated to pay a pension of $20 per
month to those employees who are over sixty-five years of
age and who have been in the service twenty-five years,
and to pay an amount of $500 to surviving relatives at the
death of any motorman or conductor who has been over
two years in the service of the company.

“It 1s now understood that the Stotesbury management
will, commencing as of July 1, 1911, pay to its trainmen
that amount which in total will represent 22 cents out of
every dollar collected in payment of fares. During the year
ended June 30, 1911, the amount expended by the com-
pany to its trainmen represented 21.81 cents out of every
dollar collected in payment of fares.

“The introduction of larger cars and better operating
methods, together with proper co-operation between the
men and the management, should very materially improve
the operating efficiency of the company, thereby making
possible such an increased scale of wages during the inter-
vening years as should result in a maximum wage of 28
cents per hour in the year commencing July 1, 1915, or the
fifth year of the Stotesbury management.

“This added increase in wages of motormen and conduc-
tors over that promised in the company’s published notice
of April 5, 1910, must of necessity depend upon the de-
gree of co-operation displayed by the men in assisting the
management in its efforts to improve the methods of oper-
ation. Such an increase of wages would necessarily be
deferred and perhaps be made tmpossible should the com-
pany be put to expense on account of labor trouble with
its motormen and conductors, as in that event the costs
incident thereto would have to be spread over the remain-
der of the five-year period.

“Summarizing, the Stotesbury management will now at-
tempt with the limited resources at the company's com-
mand. and with its very heavy expenses as compared with
its earnings, to build up a perfect system of transporta-
tion and at the same time satisfy the three parties at
interest.

“To the public it promises an adequate system of trans-
pertation within a five-year period, but counsels patience
during the accomplishment of this object: to the motormen
and conductors it promises recognition of their efforts in
the way of co-operation by such wages as the resulting in-
creased efficiency makes possible; but to the stockholders
of the Philadelphia Rapid Transit Company it can only
promise the building up of their property to the end that it
may be a credit to its owners and productive of return
upon the $30,000,000 of capital actually paid in. There can
be no hope of dividend upon this stock, however, until
good service to the public has become an established fact
and the wages of the motormen and conductors placed
upon a satisfactory basis.”
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American Railways, Philadelphia, Pa.—It is stated that a
syndicate composed of Bioren & Company, Philadelphia,
P’a.. and Newburger. Henderson & Loeb, New York, N. Y.,
has been formed to underwrite $2,500,000 of the twenty-year,
5 per cent gold bonds of the American Railways which are
to be issued to refund $2,500,000 of bonds of the company
which mature on Dec. 1, 1911. The instrument which secures
the bonds is a closed mortgage for $3,000.000 and the syndi-
cate is said to have an option to purchase the $500.000 of
bonds which will remain after the issue of the $2,500,000 of
bonds previously mentioned.

Boston (Mass.) Elevated Railway.—The so-called Tink-
ham bill, which provides-for the consolidation of the \West
End Street Railway and the Boston Elevated Railway at
the termination of the lease of the West End Street Rail-
way to the Boston Elevated Railway in 1922, has passed
both branches of the Massachusetts Legislature. The terms
of the censolidation provide that the Boston Elevated Rail-
way shall 1ssue additional capital stock to cover the stock
of the West End Street Railway, of two kinds: First pre-
ferred stock, which shall be exchanged for the preferred
stock of the West End Street Railway. share for share,
and which shall be entitled to a preferential dividend of 8
per cent; and second preferred stock, which shall be ex-
changed, share for share, for the common stock of the
West End Street Railway, and which shall be entitled to a
7 per cent dividend. The bill authorizing the construction
of additional tunnels and subways in the city of Boston
has been ordcred to a third reading in the House. Two
amendments proposed to the transit bills were rejected by
large majorities: An amendment providing that the hours
of labor on the Boston Elevated Railway be limited to
nine in cleven, and one which provided for the abelition of
the 1-cent toll charge through the East Boston tunnel,

Cincinnati, Georgetown & Portsmouth Railroad, Cincin-
nati, Ohio.—It is reported that negotiations have been
closed by which the Comstock estate of Detroit, Mich., has
disposed of a controlling interest in the Cincinnati, George-
town & Portsmouth Railroad to a syndicate of Cincinnati
capitalists in which E. E. Galbreath, president of the Second
National Bank, Cincinnati, is interested. \r. Galbreath
and his brother are interested in the Ohio River & Colum-
bus Railway, which intersects the Cincinnati, Georgetown &
Portsmouth Railroad at Georgetown.

Chicago & Milwaukee Electric Railrcad, Chicago, Ill.—
Federal Judge Grosscup concluded, on July 11, 1911, a
hearing on the validity of the $10,000,000 bond i-sue of the
Chicago & Milwaukee Electric Railroad. He took the mat-
ter under advisement to be definitely decided later. Tt
developed that virtually all the bends issued to build the
Wisconsin end of the road were sold at a discount ranging
from 10 per cent to 25 per cent. whereas the bonds issued
to provide funds to construct the line in Illinois were sold
at par. Judge Grosscup is reperted to have <aid at the
close of the hearing: “Now, this is my present impression:
With respect to the bondholders, if I can find a way in
which they are entitled to participate in the proportion they
paid for their bonds, T will follow such a way. because that
1s only fair and just. If T cannot find such a way, my
present impression is that T will hold the bonded issue as
an entirety without preference to anybody.”

Columbus, Delaware & Marion Railway, Columbus, Ohio.
—Judge Babst, in the Marion County Court. on July 11,
1911, appointed George \Whysall receiver of the Columbus,
Delaware & Marion Railway, on application of John B.
Webb, president of the company. Mr. Whysall was re-
moved as co-receiver with Mr. Ely \West about two years
ago. by order cf the Franklin County Court. Mr. Whysall
is also one of the receivers of the Columbus, Marion &
Bucyrus Railroad.

Massachusetts Electric Companies, Boston, Mass.—By
special legislation enacted early in 1911 and with the ap-
proval of the Massachusetts Railroad Commission, the
Boston & Northern Street Railway on July 1, 1911, absorbed
the Old Colony Street Railway. Both roads are owned by
the Massachusetts Electric Companies, a voluntary holding
company. The order of the Railroad Commission approved
an increase in the capital stock of the Boston & Northern
Street Railway of $§776.700 in preferred stock and $8.00.4.-
100 in common stock.
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Republic Railway & Light Company, New York, N. Y.—
The Republic Railway & Light Company, the incorporation
of which was noted in the Erectric RaiLway JournNaL of
July 8 1911, page 94, has organized as follows: James
Parmalee, president; De Forest Candee, vice-president;
George A. Galliver, vice-president and treasurer; G. F.
Ravenell, secretary: Henry H. Wehrhane, chairman; Anson
W. Burchard, Samuel McRoberts. George A. Gallier and
Harrison Williams, executive committee; J. J. Bodell, of
Bodell & Company, bankers, Providence, R. I., and director
American Textile Company: R. R. Breed, president of the
American Gas & Electric Company: Anson W. Burchard,
assistant to the president of the General Electric Company;
De Forest Candee, president of the Federal Utilities, Inc.;
Norman McD. Crawford, president Mahoning & Shenango
Railway & Light Company; George A. Galliver, director
of the FFederal Utilities, Inc.: Myron T. Herrick, president
of the Society for Savings, Cleveland, Ohio; Parmeley W.
Herrick, director of the Cleveland Electric Illuminating
Company; Samuel McRoberts, vice-president of the Na-
tional City Bank of New York: James Parmelee, president
of the Cleveland Electric lluminating Company: Thomas A.
Reynolds, assistant cashier of the National City Bank of
New York; Henry W. Wehrhane, of Hallgarten & Com-
pany, bankers. and a member of the executive committee of
the American Gas & Electric Company; Harrison Williams,
of the American Gas & Electric Company, Federal Light &
Traction Company, Federal Utilities, Inc., and president
Springlield Railway & Light Company, Springfield, Mo.,,
directors.

South Side Flevated Railroad, Chicago, Ill.—The directors
of the South Side Elevated Railroad have declared an extra
dividend of 5.0 per cent. or $5.90 a share, to be paid July
26. 1911, to the stockholders of record on July 15, 1910, out
of the accumulated surplus.

Toronto (Ont.) Street Railway.—The directors of the
Toronto Street Railway have called a meeting of the stock-
holders of the company for Aug. 14, 1911, to authorize an in-
crease in the capital stock of the company from $8.0c0,000 to
$12.000,000. It is intended to issue $2,000.000 of the new
stock at par to stockholders in the proportion of one share
per every four shares now held. In addition it is proposed
to give the stockholders a stock bonus of $1,000,000, or one
share for every eight shares now held. The balance of the
$4.000,000 of common stock, or $1,000,000. will be retained
in the treasury.

Tri-State Railway & Flectric Company, East Liverpool,
Ohio.—Subscription books were cpen at the Nunicipal &
General Securities Company, Ltd., London. Eng.,, from
July 3. 1011, to July 6, 1911, for the sale of $668,000 of 6
per cent first mortgage and collateral trust sinking fund
gold bonds of the Tri-State Railway & Electric Company,
at 03 per cent, with a bonus of 20 per cent in common
stock. The bonds are part of an authorized issue of $2,500,-
000.

United Railways & Electric Company, Baltimore, Md.—
Alexander Brown & Sons, Baltimore, Md., announce that
the subscriptions to the $3.1235,000 of three-year, 5 per cent
notes of the United Railways & Electric Company aggre-
gated more than $10,600,000, although the subscription list
was closed a week ahead of the day originally announced.
The stockholders, who were given precedence in the allot-
ment, will receive more than go per cent of the notes. The
remaining notes will be allotted to subscribers who are
not stockholders. The subscriptions of the latter aggre-
cated abcut twenty times the amount of the notes available
for allotment.

Waco (Tex.) Street Railway.—The \Waco Street Railway.
which was incorporated recently with a capital stock of
$1,000,000, has taken over the property of the Citizens’ Rail-
way Company, which was purchased recently under option
by H. S. Shear. Waco, representing J. F. Strickland and
his associates. It is proposed to transfer the property of the
Waco Street Railway to the Southern Traction Company
when it is incorporated. The officers of the Waco Street
Railway Company are: J. F. Strickland, president; Osce
Gocedwin, treasurer: James P. Griffin, secretary; J. F. Strick-
land. Osce Goodwin, M. B. Templeton, Dallas, Tex.: Judson
H. Boughton, Thomas H. West, J. G. Holliday and George
L. Edwards, St. Louis, Mec., directors.
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Dividends Declared

Albany Southern Railroad, Hudson, N. Y., ¥4 of 1 per
cent, preferred.
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Columbus (Ohio) Railway, quarterly, 1Y per cent, pre-
ferred.
Commonwealth Power Railway & Light Company, Grand
Rapids, Mich,, quarterly, 174 per cent, preferred.
Georgia Railway & Electric Company, Atlanta, Ga.. quar-
terly, 1Y4 per cent, preferred.
Grand Rapids (Mich.) Railway, quarterly, 174 per cent,
preferred.
Havana Electric Railway, Havana, Cuba, quarterly, 1%
per cent, preferred and common.
Jacksonville (Fla.) Traction Company, quarterly, 134 per
cent, preferred; quarterly, 114 per cent, common.
Railways Company General, Philadelphia, Pa., quarterly,
1 per cent.
South Side Elevated, Chicago, I11., special, $5.90.

United Traction Company, Pittsburgh, Pa., 214

preferred,

2

per cent,

MONTHLY ELECTRIC RAILWAY EARNINGS

AURORA, ELGIN & CHICAGO RAILROAD.

Gross Operating Net Fixed Net
Period Revenue Expenses Revenue Charges  Income
1m., May, ’11 $152,751 $89,935 $62,816 $35,843 $26,974
14 - ’10 142,644 82,338 60,306 33,662 26,644
T i '11 1,574,293 912,121 662,171 380,107 282,064
18 < ’10 1,444,926 809,098 635,829 340,928 294,901
JATON ROUGE ELECTRIC COMPAKY,
1m., May, ’11 $10.110 $5,853 $4,257 $2,034 $2,223
1te b 10 8,937 6,127 2,810 1,938 871
12 ) 211 113,339 69,965 43,374 23,611 19,763
12 ¢ - il 105,176 69,302 35,875 22,890 12,985
BROCKTON & PLYMOUTH STREET RAILWAY,
1m., May, Il $10,070 $7,621 $2,449 $1,565 $884
TG ,524 7,526 1,998 1,765 234
[ s « il 120,14 83,543 36,603 19,044 17,559
12 ¢ . ’10 127,228 93,281 33,947 20,920 13,027
CAPE BRETON ELECTRIC COMPANY,

im., May., ‘11 $27,651  $14,969  $12,682 $6,157 $6,525
10 £ ’10 26,030 14,557 11,472 6,155 5,318
12 « o '11 328,924 170,268 158,556 73,731 84,926
12 i '10 305,453 170,428 135,225 74,083 60,942
DALLAS ELECTRIC CORPORATION.
1m., May, ’li $132,585 $88,079 $44,506 $27,941 $16,564
1« & ’10 115,593 81,398 34,194 26.621 7:57.3
12 i kil 1,554,194 975,209 568,985 314,477 254,508
12 < & ’10 1,383,893 892,743 491,151 326,007 165,143
EAST ST. LOUIS & SUBURBAN COMPANY.

1m., May, 11 $193,181 $99,286 $93,896
L « '10 183,478 102,739 80,740
5ace “ ‘11 905,984 487,222 418,763
Ses £ ’'10 918,799 493.189 425,611
EL PASO ELECTRIC COMPANY,

lm., May, ’11 $54,161 $30,972 $23,189 $8,295 $1-4,894
14 & ‘10 51,148 30,918 20,230 8,218 12,613
112 - ‘11 658,208 381,959 276,249 98,144 178,104
12 « < ’10 628,482 361,564 266,918 100,917 166,001
GALVESTON ELECTRIC COMPANY.

Im., May, 11 $37,626  $19,594  $18,033 $8,557 $9,486

T 27,954 17.939 10,015 6,462 3,552
124 0 Al 395,577 218,587 176,990 97,64+ 79,346
12 « o 10 364,664 228,979 135,686 T:l-s 205 58,421

NORTIHERN OHIO

TRACTION & LIGIIT COMPANY

im., May, ’11 $228,693  $124,657  $104,037  $44,329  $59,708

(O ) 207,323 111,250 96,074 43,375 52,699

Fui i 977,579 562,041 415,538 221,774 193,764

5 <10 865,662 501,105 364,557 216,542 148015
SEATTLE ELECTRIC COMPANY.

lm., May, 'l $447,989  $256,821 $191,168 $114.389  $76,279
i Sy 467,961  273.933 194028 105,737 88,291
iR ] 5,565,586 3,122,359 2,443,027 1,329,043 1,113,984
o e 6,060,384 3,51 2,545,128 1,281,233 1,263,395
TAMPA ELECTRIC COMPANY.

im., May, ’'II $55,302  $30,749  $24,553 $6.914  $17,639
1 T 50,421 30,724 19,697 4.533 15,164
faes S| 608,447 325,435 238,293 74247 209,046
e cd 2 611,925 350,384 261,541 55,474 206,067
TWIN CITY RAPID TRANSIT COMPANY,

Im., May, ’I1 $658,739  $311,974  $346.765 $140,079  $206,685
1 « g 627,946 289,382 338,564+ 140,113 198,452
EEENN ] 3,100,450 1,602,445 1,498,005 700,396  797.609
S5« « 10 2,931,643 1,446,451 1485192 701,029 784,163
UNION RAILWAY GAS & ELECTRIC COMPANY.

Im., May, '11 $256,574 *$152.456 $104,118  $62,621  $41,497
190« 228955  *139.074 89,881 57,837 32,044
SR 1,281,049  *756,639 524,410 301,907 222,503
G T 1,211,883  *730,444 481,439 290,018  191.42]
UNION RAILWAY.

Ira,, Alar., ’I1 $168,446 *$141,069  $27,377 ... ... .
WIIATCOM COUNTY RAILWAY & LIGHT COMPANY.

Im., May, ’il $32,651  $16,136  $16,515  $10,929 $5.586
L 35,404 19,143 16,261 8,370 7.891
izal S| 428,510 218,738 209,772  120.053 89,719
12 “ 0 418,364 237,584 180,779 101,178 79,602

*Including taxes.

173

Trafficand Transportation

Fare Reduction Ordered on Syracuse & South Bay Railroad

The Tublic Service Commission of the Second Dis-
trict of New York has ordered the Syracuse & South Bay
Railroad to cease, after Aug. 1, 1911, charging its present
to-cent fare between Stop No. 5 and the city line of Syra-
cuse, and to establish a one-way fare not exceeding 6 cents.
Complaints on the 10-cent fare were filed with the com-
misston some time ago. In its order the commission points
out that the distance from Stop 5 to the city line is 2.46
miles, making a rate of 4 cents a mile by charging the 10-
cent fare. The same fare applies from North Syracuse
to the city line, although the distance is 4.27 miles, making
the rate per mile about 2.3 cents.

It is further declared that the company sells round trip
tickets between Syracuse and North Syracuse for 25 cents,
but that these tickets are sold only in Syracuse and in North
Syracuse. They are also good from Stop No. 5 into Syra-
cuse and return, but no ticket office is provided at Stop
No. 5 or at intermediate points, and the conductors are
not allowed to sell tickets on the cars.

The commission relates that the regular one-way fare
into Syracuse from Stop No. 5 is 15 cents, 10 cents to the
city line and 3 cents from the city line into the city; that the
round trip fare is 3o cents; that Stop No. 4 is only .57
of a mile nearer the city line, but that the fare from Stop
No. 4 to the city line is only 5 cents and only 10 cents into
the city. The commission declines to fix a 5-cent fare,
but finds that the fare of 10 cents from Stop No. 5 to the
city line and 15 cents into Syracuse is unreasonably high
for the service rendered. The company is, however, given
the option of putting in ecect a 6-cent fare or of keeping to
the multiple of five basis, and thereby reducing the fare
to 5 cents.

Side-Rod Prepayment Car in Cincinnati—The Cincinnati
Traction Company, Cincinnati, Ohio, has put into service
a double-truck prepayment car, equipped with trucks with
side rods, The car was designed by Thomas Elliott, chief
engineer of the company, and was built by the Cincinnati
Car Company.

Coney Island Express Service Satisfactory.—The Public
Service Commission of the First District of New York has
served upon the Brooklyn Union Elevated Railroad. the
Nassau Electric Ratlway, the Sea Beach Railway and the
South Brooklyn Railway an order dismissing the com-
plaint of the Luna Park Company et al with reference to
the summer express service to Coney Island.

Abusing the Baggage Privilege.—At the monthly meeting
of the Western Passenger Association at Mackinac Island,
Mich., on July 12, 1911, the advisability was considered of
amending the rules of the association so as to prevent the
grewth of the practice among patrons of the steam railroads
of using their mileage books to check baggage by the steam
railroads and then patronizing the electric railways.

Small Children Must Be Accompanied.—Alexander Shan=,
general manager of the Indianapolis, Columbus & Southern
Traction Company, Columbus, Ind., has issued an order
that all small children who travel on the company’s cars
must be accompanied by some person old enough to care
for them properly. Trouble experienced recently by the
crew of a car in determining the destination of an unaccom-
panied child prompted the order.

Transfer Modifications in Louisville.—As a result of the
announcement of the Louisville (Ky.) Railway that it will
establish a number of additional transfer points, the ordi-
nance now pending in the General Council of Louisville,
to compel the company to institute a so-called universal
system  of transfers, will probably not Dbe acted upon.
Several years ago the company substituted transfers to be
given by the conductor for the car-to-car transfer station
arrangement.

Record Traffic in Rochester.—Traffic figures compiled by
the New York State Railways, Rochester Lines, for Carni-
val Day, July 12. 1011, indicate that the patrol drill of the
Shriners and the Water Carnical at Genesce Valley Park
combined to make a new record for the company. During
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the day 283,165 revenue passengers and 101,423 transfer
passengers were handled, making the total 387,583, or a
gain of 23,558 over the previous high record of 354,030 pas-
sengers carried on July 3, 1910. ¢

Coney Island Fare Case Reopened.—The Public Service
Commission of the First District of New York has adopted
on the motion of J. Sergeant Cram an order setting a
hearing for July 24 to determine whether all the compaines
operating from New York to Coney Island shall not be
obliged to reduce their fare to 5 cents except in the
rush hours. The order just adopted affects all the com-
panies, elevated and surface, in the Brooklyn Rapid Tran-
sit System operating to Coney Island, and the Coney Island
& Brooklyn Railroad.

Decrease in New York Subway Traffic in Summer.—\
comparison of traffic on the subway division of the Inter-
borough Rapid Transit Company, New York, N. Y., for the
period from July 35, 1911, to July 12, 1911, with the period
from Dec. 3, 1910, to Dec. 12, 1910, shows that a total of
14,047,418 tickets were sold for the eight days from July 5
to July 12, 1911, while for the eight days from Dec. 5 to Dec.
12, 1910, 6,085,748 tickets were sold. The daily average for
the eight days in July was 505,927, whereas the daily aver-
age for the eight days in December was 873,223.

Record Traffic in Portland, Ore.—Iigures compiled by
the Portland Railway, Light & Power Company, Portland,
Ore., with regard to its passenger traftic on July 4, 1911,
show that in point of numbers more passengers were
carried that day than on any other day in the history of the
company, not excluding the Rose Festival. The company
reports as follows: Rose Festival, June 9, 1910, 372.017;
June 10, 1911, 372,171; July 4, 1010, 371.970; July 4 1011,
439,154 In the compilation transfers are included, and
these are estimated to total 235 per cent of the whole num-
ber. The increase on July 4. 1011, over July 4. 1910, Was
67,175.

Pacific Electric Railway Uniforms.—On Aug. 1, 1911, the
Pacific Electric Railway, Los .Angeles, Cal., will adopt a
single-breasted blue suit as standard for all its trainmen.
The white caps will be replaced by black silk ones, and men
who have been in the service of the company more than
three years will be distinguished through a gold braid stripe
on the left sleeve. IFor each three years' service a stripe
will be attached to the wearer’s uniform until the ninth year,
when a star of gold braid will form the distinguishing mark.
Depot masters and other employees not connected with the
passenger service will wear silver trimmings in place of the
gold. Stripes to designate length of service will be added
in the same manner.

Increase in Wages for Chicago & Joliet Electric Railway
Employees.—The board of arbitration which has been con-
sidering the question of increasing the wages of the em-
ployees of the Chicago & Joliet Electric Railway, Chicago,
111, has decided that the men are entitled to an increase of
I cent an hour. The award will date from July 1. 1910, and
each employee will receive a bonu~ of about $40 in back
pay. J. S. LeBosky represented the men of the board of
arbitration, Clayton E. Crafts represented the company,
and Chief Justice Harry Olson, of the Municipal Court at
Chicago, was chosen by Mr. LeBosky and Mr. Crafts as
the third member of the board. Mr. Crafts filed an opinion
dissenting from the findings of Justice Olson and Mr. Le-
Bosky.

New Destination Signs in Hartford—The Connecticut
Company has placed in service on its Asylum Avenue line,
in Hartford, three cars equipped with new illuminated front,
rear and side destination signs, which it is proposed to
adopt as standard for use in Hartford. W. T. Bristol, man-
ager of the company in Hartford, in referring to the signs.
said: “As a whole they seem to be more satisfactory than
any others we have adopted. The only car line other than
the Asylum Avenue to have the illuminated sign is the one
to Glastonbury. Glastonbury cars are closed. The side
signs are the same as on the Asylum Avenue line. The
front and rear signs differ, inasmuch as the Glastonbury
cars are provided with a Pullman hood, and the sign is at-
tached to the roof, while on the Asylum Avenue cars the
front and rear signs are fastened into the window casing
under the main roof of the car.”

ELECTRIC RAILWAY JOURNAL.

[Vor. XXXVIII, No. 4.

Boston & Northern Street Railway Literature.—A variety
of literature has been issued this year by the Boston &
Northern Street Railway, Boston, Mass. One booklet,
“Trolley Facts,” is devoted entirely to detailed information
as to rates, fares, distances, where to take cars and where
to make changes to hundreds of points on the lines of the
company and connecting roads. This also has a detailed
map of the section of Massachusetts east of Worcester, the
southern part of New Hampshire and Rhode Island. An-
other folder, “Trolley Trips.,” is devoted to descriptions of
the principal trips. In the center is an “Aero-View Map,”
while through the book individual route maps are used to
depict more plainly the special trips referred to in the text.
Besides these folders another is devoted to the special Bos-
ton and Providence summer service operated by the com-
pany, another to the Blue Hills reservation, ten smaller
ones suggest trips and how to take them from the principal
cities on the company’s lines, and others are equally inter-
esting. “Get the trolley habit” is the slogan adopted by the
company.

Hearing on Fares and Transfers Before New Jersey
Commission.—Argument was heard by the Board of Public
Utility Commissioners of New Jersey at Newark on June
30, 1911, in the case of Commissioner William Mungle, of
the Board of Works of Newark, against the Public Service
Railway on the subject of the extension of transfers and of
round-trip fares to New York. L. D. Howard Gilmour ap-
peared for the company and Joseph G. Wolber represented
Mr. Mungle. Mr. Mungle contended that the company
should allow a passenger to board any car going in the
direction of his destination and permit him to transfer
rather than compel the passenger to wait for the car which
is routed direct to where the passenger desires to go. In
regard to the excursion fere to New York Mr. Mungle peti-
tioned for an order to compel the company to meet terms
of city ordinances which he contended require that the
round-trip fare to New York to passengers on the South
Orange line should be 20 cents and to passengers trans-
ferring to the South Orange line 23 cents. The company
contended that the board had recently handed down a de-
cision adverse to the petitioner in a similar case in Jersey
City. Mr. Gilmour said that at a previous hearing no one
testified that there was any demand for the 25-cent rate, and
that there had been no complaints on the subject since Jan.
1, 1910. He said that the excursion rate is only 25 cents if
the passenger buys ten ferry tickets at once and is only 26
cents if ferry tickets are bought one at a time.

Service Changes in Oneida.—An agreement has been
reached by the Oneida (N. Y.) Railway with the city where-
by a connection will be built from Madison Square through
Madison and Sconondoa Streets to the New York, Ontario
& Western Railway’s tracks before Oct. 31, 1911. The
company also is to cause local cars operated on its main
line to leave the West Shore tracks at or near their inter-
sections with Main Street and Lenox Avenue and proceed
through Main Street and Lenox avenue or Central Avenue,
connecting again with the West Shore R. R. at Oneida
Castle, at or near the Lenox Avenue bridge, effective Oct.
31. Two additional cars are to be put on by Oct. 31, dur-
ing the rush hours, between Sherrill and Oneida. The com-
pany has also agreed that on or before Oct. 31, 1911, it will
sell for 10 cents a round-trip workingman’s ticket between
any point in Oneida on Main Street, Lenox Avenue, West
Street, Centfal Avenue, Madison Street and Sconondoa
Street and Kenwood; the tickets to be good for passage
from the West Shore between Main Street and Lenox Ave-
nue and between Sherrill and Oneida in the rush hour.
The tickets in question are to be good only for continuous
passage between 6.30 a. m. and 8.30 a. m. and 5 p. m. and
7 p. m. on each week day. The city of Oneida has agreed
to grant the company permission to construct the extension
referred to and to repeal or modify the provision in the
railway company's franchise relating to the speed limit for
cars in Oneida. The city has also agreed to certain other
amendments to contracts and franchises now held by the
company. The agreement made between the city and the
company has been approved by the Public Service Commis-
sion of the Second District, with the full understanding
that the commission does not relinquish any of the powers
vested in it.
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Personal Mention

Mr. Theodore P. Shonts, president of the Interborough-
Metropolitan Company and the Interborough Rapid Transit
Company, New York, N. Y., and president of the Chicago &
Alton Railroad, has been elected a member of the board of
directors of the Kansas City, Mexico & Orient Railway.

W. I. Barley has been appointed chief engineer of steam
plants of the Portland Railway, Light & Power Company,
Portland, Ore., to succeed Mr. B. W. Slocum, resigned, who
has been appointed general manager of the Oregon Dry
Dock Company, Portland, Ore., as mentioned in the ErLec-
TRIC RAILWAY JoURNAL of July 13, 1011.

Mr. Frank W. Frost, assistant secretary of the Oakland
Traction Company and the San Francisco, Oakland & San
Jose Consolidated Railway, Oakland, Cal, has been elected
secretary of the companies to succeed Mr. Samuel J. Taylor,
resigned, who has been elected secretary of the People’s
Water Company, San Francisco, Cal.

Mr. Clarence P. King, who is president of the Washing-
ton-Virginia Railway, has been clected president of the
Washington Railway & Electric Company and the Potomac
Electric Company to succeed Mr, Clarence F. Norment,
who resigned on account of the pressure of private matters.
Mr. Norment will continue with both companies as a di-
rector.

Mr. W. T. Buchanan, who has been connected with the
staff of The Oregonian, has been appointed publicity agent
of the Portland Railway. Light & Power Company, Port-
land, Ore. Mr. Buchanan will have charge of the advertis-
ing of the company and the relations of the company with
the press and will assist in editing the official journal of the
company, The Portland Carman. ’

Mr. R. B. Grimmet will be appointed assistant superin-
tendent of the railway department of the Little Rock Rail-
way & Electric Company, Little Rock, Ark., the office of
superintendent of transportation being abolished. Mr.
Grimmet has been in the employ of the company for the
last ten years. He was first employed as a conductor. Te
was promoted from that postion to dispatcher and has
since continued as dispatcher.

Mr. Dow S. Smith has been appointed general manager
of the Minneapolis, St. Paul, Rochester & Dubuque Elec-
tric Traction Company, Minneapolis, Minn. For some time
past Mr. Smith has been connected with power development
work in the West. From June, 1902, until July, 1907, he
was general superintendent of the Brooklyn (N. Y.) Rapid
Transit Company. Before that Mr. Smith was connected
with the Twin City Rapid Transit Company, Minneapolis,
Minn., for eight years.

Mr. Hugh Patterson, who recently resigned from the
Pennsylvania Tunnel & Terminal Company, New York, N.
Y., to act as electrical engineer for the Chicago Electrifica-
tion Commission, to study the electrification of the steam
railroad terminals in Chicago, was tendered a farewell din-
ner at the New York Athletic Club on July 19. There were
fourteen in the party which consisted for the most part of
Mr. Patterson’s old associates in electric railway work.
Mr. Patterson will assume his new duties on Aug. I.

Mr. Richard Eick will be appointed superintendent of the
railway department of the Little Rock Railway & Electric
Company, Little Rock, Ark., vice Mr. C. J. Griffith, pro-
moted. Mr. Eick has been superintendent of the transpor-
tation department of the company since 1904 He was
formerly division superintendent of the North Jersey Trac-
tion Company, from which company he went to the United
Railroads, San Francisco, Cal., as division superintendent.
He resigned from the United Railroads to become superin-
tendent of transportation of the Little Rock Railway &
Electric Company, which position he has filled up to the
present time.

Mr. J. V. H. Torner has been appointed foreman of shops
and carhouses of the Chippewa Valley Railway, Light &
Power Company, Eau Claire, Wis. Mr. Torner was born
in Newport, Ohio, and was educated at the Ohio Northern
University, Ada, Ohio, and at the Ohio State University at
Columbus, Ohio. He Dbegan his railway carcer with the
Chicago City Railway, and after a year of service with this
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company was appointed night foreman of one of its car
houses, and was later transferred to the company’s new
carhouse at Thirty-eighth Street and Cottage Grove Avenue
as night foreman. e was subsequently appointed assistant
day foreman of the carhouse and shops of the Calumet &
South Chicago Railway. He resigned from this company to
become division shop foreman of the Rockford & Inter-
urban Railway at Beloit, Wis.

Mr. Charles J. Griffith will be appointed general superin-
tendent and treasurer of the Little Rock Railway & Elec-
tric Company, Little Rock, Ark., to succeed Nr. D. A.
Hegarty in charge of operation. Mr. Griffith has been
superintendent of the railway department of the company
since 1905. He entered the employ of the Little Rock
Traction & Electric Company in 1802 as master mechanic,
and remained in that position until 1897, when he became
general superintendent of the Southern Engineering Com-
pany, installing electric light plants and water works. He
re-entered the service of the Little Rock Railway & LElec-
tric Company in 1901 as master mechanic and continued
in that position until he was promoted to superintendent of
the railway department, which position he has held up to
the present time.

Mr. M. J. Hill has been appointed general superintendent
of the Trenton, Bristol & Philadelphia Street Railway, Bris-
tol, Pa. After completing the course in electrical engineer-
ing at the University of Wisconsin Mr. Hill entered the
mechanical department of the Grand Rapids, Grand Haven
& Muskegon Electric Railway, and about a year later be-
came connected with the engineering department of the
Westinghouse Electric & Manufacturing Company at East
Pittsburgh, Pa. He resigned from the Westinghouse com-
pany, however, to become master mechanic and chief engi-
neer of the Winnebago Traction Company, Oshkosh, Wis.
About two years later he accepted the position of chief en-
gineer of the Philadelphia & Western Railway. Subse-
quently he purchased an interest in a gas and electric com-
pany in the South and acted as president and manager of
the company for several months. Mr. Hill became elec-
trical and mechanical engineer of the Trenton, Bristol &
Philadelphia Street Railway on April 1, 1910, and continued
in that capacity until July 1, 1911, when he was appointed
general superintendent of the Trenton, Bristol & Phila-
delphia Street Railway.

Mr. J. J. Doyle, who has been acting manager of the
Washington, Baltimore & Annapolis Electric Railroad,
Baltimore, Md. was appointed general manager of the

company on July 1, 10911,
B | to succeed Mr. J. N. Shan-
b i ‘| nahan, resigned, who has

become connected with
J. G. White & Com-
pany, Inc, New York,
N. Y. Mr. Doyle has

long been connected with

steam railroad and elec-
tric railway work. He
was employed in the

maintenance of way de-
partment of the Pennsyl-
vania Lines, West, from
188 to 1893 in various ca-
pacities. In 1893 he ac-
cepted a position with the
freight department of the

Wheeling & Lake Erie
J.J. Doyle Railroad at  Cleveland,

Ohio, and served that company until 18935, when he entered
the service of the L. P. & J. A. Smith Contracting Company.
After a connection of two years with this company Mr.
Doyle accepted a position with the Cleveland & Eastern
Railway, Cleveland, Ohio, which he served as train dis-
patcher, division superintendent and general superintendent,
continuing with the company until Jan. 1, 1908, at which
time he entered the service of the Washington, Baltimore &
Annapolis Electric Railway as engineer of track and over-
head lines. On Nov. 18, 1909, he was made general super-
intendent of the Washington, Baltimore & Annapolis Elec-
tric Railway and continned in that capacity until July 1,
1911,
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Mr. Jay P. Graves, who recently disposed of his interest
in the Spokane & Inland Empire Railroad, Spokane, Wash,,
and was succeeded on July 1, 1911, as president of the com-
pany by Mr. Carl Raymond Gray, as noted in the ELEcTRIC
RatLwAY JoUrRNAL of July 8, 1911, has been president of the
company since its incorporation on Jan. 1, 1906. Mr. Graves
went to Spokane from Illinois in 1887, when the estimated
population of Spokane was 7000 persons. He was one of
the incorporators and the first president of the Spokane Trac-
tion Company, which was organized on Feb. 18, 1903, whcn
the estimated population of the city was 40,000. The Spo-
kane & Inland Railway, now the Palouse & Moscow branch
of the Spokane & Inland Empire Railroad, was incorporated
on Dec. 13, 1904. Mr. Graves was also first president and
one of the incorporators of this road, as well as of the
Spokane Terminal Company, which was organized on
March 5, 1905. He was one of the incorporators of the
Cceur d’Alene Railway, of which Mr. F. A. Blackwell was
the first president. The Cceur d’Alene Railway was pur-
chased and consolidated with the other companies when
the Spokane Terminal Company was organized.

Mr. D. A. Hegarty has resigned as vice-president, gen-
eral manager, treasurer and director of the Little Rock
Railway & Electric Company, Little Rock, Ark., to become
general manager of the
railway and lighting de-
partments of the New Or-
leans Railway & Light
Company, New Orleans.
La., to take effect on Aug.
1, 1911. MNr. Hegarty was
one of the picneer oper-
ators in the electric field
and the railway. lighting
and gas business. He was
educated at the University
of Pennsylvania. On leav-
ing the university he be-
came connected with the
engineering department of
the Pennsylvania Railroad
as rodman. He was assist-
ant engineer of construc-
tion and maintenance of way of the Pennsylvania Railroad
when he resigned from that company to become associated
with Mr. A, Langstaff Johnston, pioneer electrical engineer
in the railway field. When Mr. Johnston took charge of
the work of electrifying the railways in Philadelphia Mr.
Hegarty was engineer-in-charge of construction. On com-
pletion of the construction work he became general man-
ager and chief engineer of the Hestonville, Mantua & Fair-
mount Passenger Railway. When the companies in Phila-
delphia were merged Mr. Hegarty resigned to accept the
position of general manager and chief engineer of the
Norfolk (Va.) Railway. Subsequently he became manager
of the Railways Company General, an operating and con-
struction company having railways and electric light and
gas plants in Michigan, New York, Pennsylvania, Ohio and
Cuba. This company also made a large number of reports
and carried on construction work with properties all over
the United States and in South America. Resigning this
position, Mr. Hegarty became vice-president. treasurer and
general manager of the Little Rock Railway & Electric
Company, and has been in charge of that property for the
last five vears. The Little Rock Railway & Electric Com-
pany is one of the properties operated by Ford, Bacon &
Davis. New York, N. Y., and is admitted to be one of the
best constructed and operated public service properties in
the country for a city the size of Little Rock. Mr. Hegartv
has been closely identified with the progress of Little Rock.
and is one of the directors of the Board of Trade aund a
member of the board of governors of the Chamber of
Commerce. He is a member of the committee on city rules
of the American Electric Railway Association and was one
of the organizers of the Arkansas Association of Public
Utility Operators, and was formerly president of that asso-
ciation. The Arkansas Gasette said editorially: “The
Little Rock Company has always given good service and
Little Rock has every reason to regret losing Mr. Hegarty,
both as a street railway manager and as a citizen.”

D. A. Hegarty

.
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Constru(Lion News

Construction News Notes are classified under each head-
ing alphabetically by States.

An asterisk (*) indicates a project not previously re-
ported.

RECENT INCORPORATIONS
*Benton Traction Company, Benton, Ark.—Incorporated
in Arkansas to build a street railway. Capital stock, $100,-

ooo. Incorporators: M. H. Holleman, L. L. Lansing and
L. B. White.
*West Peak Railroad, Meriden, Conn.—Incorporated

in Connecticut to build an electric railway from the sum-
mit of West Peak, in Meriden, to connect with the lines
of the Connecticut company at Southington. C. J. Danaher,
Meriden, is interested. .

*Albany Transit Company, Albany, Ga.—Application for
a charter has been made in Georgia by this company to
build an electric railway in Albany. Capital stock, $75,000.
Incorporators: C. W. Rawson, S. B. Brown, F. F. Putney,
\W. W. Pace, and others.

*St. Louis, Cedar Rapids & Minneapolis Railroad, St.
Louis, Mo.—Application for a charter will be made by this
company in Missouri to build an electric railway to con-
nect St. Louis, Mo., and Minneapolis, Minn. Capital stock,
$20,000,000. The Missouri, lowa & Minnesota Construc-
tion Company is promoting this proposed line.

Columbia Falls & Southern Railroad, Columbia Falls,
Mont.—Incorporated in Montana to build a 26-mile electric
railway bhetween Columbia Falls, Jessup and Big Fork.
Capital stock authorized, $100,000. Officers: A. L. Jordan,
Columbia, president; H. F. Snow, Jessup, vice-president;
W. P. Snow, Big Fork, secretary; John T. Robinsrn.
Columbia Falls, treasurer, and H. E. Waggener, Columbia
Falls, chief engineer. [E. R. J., May 13, '11.]

Cheat River Development Company, Pittsburgh, Pa.—
Incorporated in West Virginia to build electric lines in
Preston County. Capital stock, $50,000. Incorporators:
Charles W. Held, William L. Hyatt, John M. Gleason,
Frank P. Weaver and Glenn Hunter, all of Morgantown.

*Hancock County Electric Company, New Cumberland,
W. Va.—Incorporated in West Virginia to build an electric
railway in Hancock County. Capital stock, $12,000. In-
corporators: Nelson D. Miller, John F. Flood, Harry E.
Armstrong, Samuel E. McCoy and Samuel G. Stewart, all
cf Steubenville, Ohio.

FRANCHISES

Fort Smith, Ark.—The Fort Smith Light & Traction
Company has asked the Council for two franchises in Fort
Smith. ]

Chico, Cal.—The Northern Electric Railway has asked the
Board of City Trustees for a franchise to build over the
entire length of Ninth Street, and on Oak Street from
Fifth Street to Ninth Street.

Sacramento, Cal.—The Sacramento Electric, Gas & Rail-
way Company has asked the Board of Supervisors for a
franchise to extend its tracks through the suburbs to the
east and southeast sections of Sacramento, making several
loops. This application covers three sections of single or
double tracks, as the company may hereafter decide.

*San Luis Obispo, Cal.—W. G. Lincoln, San Luis Obispo,
has asked the Board of Supervisors for a franchise
to build an electric railway in the city and county of San
T.uis Obispo. He has also asked the City Council of Paso
Robles for a franchise to build an electric railway in Paso
Robles.

*Watts, Cal.—The city clerk will receive sealed bids up
to Aung. 8 1011, for a fifty-year franchise to maintain and
operate a railroad, with two or more tracks, along certain
streets of Watts; to be operated with electricity.

Canaan, Conn.—The Berkshire Street Railway has had
transferred to it, from Henry J. Loraback and S. F. Eddy,
a franchise to build an electric railway from Canaan to
the Massachusetts State line, to connect there with a line
now being built from Ashby Falls, Mass.



JuLy 22, 1911.]

New Haven, Conn.—The Shore Line Electric Railway has
asked the Railroad Commission to approve two petitions
for constructing its tracks in New Haven, East Haven,
North Branford, Branford, Clinton, Westbrook, Old Say-
brook and Essex.

Attleboro, Mass.—The Interstate Consolidated Street
Railway has received permission from the Board of Rail-
road Commissioners to rebuild its tracks over South Main
Street, in Attleboro.

*Bay City, Mich.—Alex J. Grosbeck has asked the Com-
mon Council for a franchise to build an interurban railway
over certain streets in Bay City.

Marquette, Mich.—The Houghton County Traction Com-
pany, Houghton, has received a franchise from the Village
Council to build an extension on Ingot Street, in Mar-
quette, to the railroad crossing.

*Little Falls, Minn.—The American Engineering & Con-
struction Company has asked the Council for a franchise
to build an electric railway and power plant in Little Falls.

St. Louis, Mo.—The St. Louis & Jennings Railway has
received a franchise from the Municipal Assembly to build
a I-mile electric railway from the end of the Union-Floris-
sant line to West Walnut Manor in St. Louis. [E. R. ],
July 15, ’11.]

Geneva, Ohio.—The Cleveland, Painesville & Eastern
Railroad, Willoughby, has received a 23-year extension on
its franchise in Geneva.

Hamilton, Ohio.—The Ohio Electric Railway has asked
the City Council for a franchise in Hamilton.

Beaver Falls, Pa.—The Beaver Falls, Koppel & New
Castle Street Railway has asked the City Council for a
franchise in Beaver Falls. This is part of a plan to build
an electric railway to connect Beaver Falls, Koppel, Wam-
pum, Mahoningtown and New Castle. It will connect with
the Pittsburgh, Butler, Harmony & New Castle Railway.
[E. R. J., June 24, ’11.] ‘

Butler, Pa.—The Butler Passenger Railway has received
a franchise from the City Council to build a 750-ft. viaduct
in Center Avenue, Butler, to span the Bessemer & Lake
Erie Railroad and the Baltimore & Ohio Railroad tracks.

Greensburg, Pa.—The West Penn Traction Company has
asked the Borough Council for a franchise for the Greens-
burg Terminal Company. This company proposes to lease
the tracks of the Pittsburgh, McKeesport & Greensburg
Company and the Greensburg & Southern, Greensburg,
and to build extensions within the borough limits.

Lebanon, Pa.—The Ephrata & Lebanon Street Railway
has received an extension of time on its franchise from
the City Council in Lebanon.

Northumberland, Pa.—~The Sunbury, Lewisburg & Mil-
ton Railroad, Sunbury, Pa., has asked the City Council for
a franchise to build its tracks over the principal streets in
Northumberland to the borough limits. W. H. ILyons,
Sunbury, president. [E. R. J., Nov. 3, '10.]

Philadelphia, Pa.—The Philadelphia Rapid Transit Com-
pany has asked Councils for a franchise to extend its Ches-
ter Avenue line in Philadelphia.

Houston, Tex.—The Houston Electric Company has re-
ceived a franchise from the City Council to relay its
tracks over certain streets in Houston. Another franchise
was granted to this company and to the Galveston-Houston
Electric Company to enter into supplemental contracts with
each other for the joint use of track in and around Houston.

Wenatchee, Wash.—E. J. Felt, Tacoma, representing the
Wenatchee Valley Railway & Power Company, will ask
the Council for a franchise to extend this line in Wenatchee
to Leavenworth. [E. R. J., April 15, '11.]

TRACK AND ROADWAY

Pacific Electric Railway, Los Angeles, Cal.—Plans arc
being made by this company for the immediate construc-
tion of an extension on Colton Avenue, from Urbita Springs,
south of San Bernardino, to Colton.

San Joaquin Valley Electric Railway, Modesto, Cal.—T.
K. Beard has been awarded the contract by this company
to construct an extension in Modesto from the city limit
at Elm Street, to Eighth Street and F Street. As soon as
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this line is completed the company will build north to the
Stanislaus River.

*Stockton and Bay City Short Line, Stockton, Cal.—This
company proposes to build an electric railway between
Stockton and Byron, and ultimately to Antioch and Oak-
land. Application for a charter will be made soon.

Florence, Col.—D. F. Foor, Florence, advises that he
has secured all right-of-way and franchises and that con-
struction will be begun as soon as he has secured the neces-
sary capital to build a 6-mile electric railway to connect
Florence, Williamsburg, Rockvale and Coal Creek. [E. R.
J., June 10, ’11.]

*Tampa, Fla—James R. Reid, Augusta, Ga. it is said,
plans to build an electric railway to connect Miami and
Tampa, via the Everglades.

*Albany, Ga—Jesse & Earnest, general agents of the
Dixie Pecan Orchards Company, 206 S. Ia Salle Street,
Chicago, Ill., and Albany, Ga., are reported to be consider-
ing the construction of a 30-mile electric railway out of
Albany.

Atlanta & Carolina Railway, Atlanta, Ga.—Work has
been begun by this company laying its tracks from Atlanta
to Oxford.

City & Suburban Railway, Brunswick, Ga.—This company
will build a 1-mile extension.

*Jackson, Ga.—It is reported that W. F. Smith, Jackson,
is interested in a plan to build an electric railway from
Indian Springs to Jackson, with a branch line to Griffin.

Illinois Traction System, Champaign, I11.—This company
has appropriated $100,000 for improvements on its lines in
Peoria this year. Among other improvements this company
will reconstruct its tracks in Averyville.

*Quincy & Western Illinois Electric Railway, Quincy,
Ill.—This company has been formed to build a 73-mile
electric railway between Quincy and Niota, with branches
to Keokuk, Warsaw, Nauvoo and Carthage. Construction
will be begun in about three months. Henry Dayton,
Quincy, president and general manager.

St. Joseph Valley Traction Company, Elkhart, Ind.—This
company completed on July 15 its line between Elkhart,
Middlebury, Lagrange and Angolia.- A portion of the line
has been operated for about five years by gasoline-electric
motor cars. Electric cars are being used on the western
end of the line.

*Keokuk, Ia.—Right-of-way has been obtained to build an
interurban railway from Rock Island to St. Louis via
Adams, Pike and Calhoun Counties. It is reported that
Stone & Webster, who are financing the Keokuk & Hamil-
ton Water Power Company, Keokuk, are interested in the
project and that power to operate the line will be obtained
from this company.

*Excelsior Springs, Kan.—D. A. McKibben and W. B.
Walker, Excelsior Springs, and associates plan to build
an electric railway from Leavenworth to Excelsior Springs
via Bveerly and Platte City.

Kentucky Traction & Terminal Company, Lexington, Ky.
—Work has been begun by this company relaying 8o-pound
rails in concrete in place of the lighter ones now in service.

Aroostook Valley Railroad, Presque Isle, Me.—It is
stated at Presque Isle, Me., that the St. John & Quebec
Railway, of which A. R. Gould is general manager, has
arranged with the Canadian and the New Brunswick au-
thorities for a subsidy for a new railroad from St. John,
N. B, to Grand Falls, N. B, with a ‘connection at or near
Aroostook Junction, N. B., with the Canadian Pacific Rail-
way branch to Presque Isle, Me. Mr. Gould obtained per-
mission from the Legislature last winter for the Aroostook
Valley Railroad (electric) to build three extensions—one to
New Sweden, one to Caribou, and one westerly across
northern Maine to the Canadian boundary in I.Islet
County, Que., where counnections might be made with a
railroad from Quebec, and also obtained charter rights to
acquire and electrify the Presque Isle branch of the Can-
adian Pacific Railroad so as to form links in a new route
from Quebec to the Atlantic seaboard at St. John, N. B,
In the recent announcement from Presque Isle it is not
stated whether the St. John & Quebec Railway is to be
operated by steam or electricity.
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Boston & Eastern Electric Railroad, Boston, Mass.—

This company has filed with the State Treasurer of Massa-
chusetts a bond for $1,000,000, approved by the Attorney
General of the State, to assure the construction of the
road. This line will connect Boston, Beverly and Danvers.
John H. Bickford, 110 State Street, Boston, chief engineer.
[E. R, J., July 1, ’11.]

Boston (Mass.) Elevated Railway.—\Vork has been
begun by this company retracking Pleasant Street, in Mal-
den.

Springfield (Mass.) Street Railway.—\Work has been be-
gun by the Fred T. Ley Company on the construction of
the extension of this company’'s Brightwood line through
East Street in Chicopee.

Detroit (Mich.) United Railway.—This company has
placed in cperation its extension on Detroit Street to the
interscetion of Court Street and Saginaw Street, in Detroit.
The company will begin rebuilding its Griswold Street line
between Grand River and Jefferson Avenue, in Detroit, at
once.

Michigan United Railway, Jackson, Mich.—This company
placed in operation on July 8 its third-rail line between
[Lansing and Owosso. The Jine is 33 miles in length and
will, it 1s said, eventually be extended to Saginaw.

Minneapolis, St. Paul, Rochester & Dubuque Electric
Traction Company, Minneapolis, Minn.—Shepard & NMorse,
St. Paul, have been awarded the contract by this company

to grade its extension from Northfield to IFaribault, ulti-
mately to extend to Owatonna.
Cape Girardeau-Jackson Interurban Railway, Cape

Girardeau, Mo.—During the next six months this company
will place contracts to build 9 miles of interurban railway.

Missouri Interurban Railway, Jefferson City, Mo.—This
company is constructing an extension to connecct the east-
crn and western part of Jefferson City.

St. Louis & Jennings Railway, St. Louis, Mo.—Contracts
will be awarded at once by this company to construct its
i-mile electric railway from the end of the Union-I'loris-
sant line to VWest Walnut Manor in St. Louis: to be ope-

rated as an extension of the Bellefontaine and the Union
Avenue lines between Walnut Park and West \Walnut
Manor. Richard [. Baldwin 1s interested. [E. R. J.,

July 15, "11.}

Public Service Corporation, Newark, N. J.—This com-
pany is said to be planning extensive improvements in the
service of its Montclair line. Plans are also being per-
fected for the construction of a loop on the plaza in front
of the proposed ILackawanna terminal, in Montclair. A
third new line for which right-of-way has bheen offered is
to extend through Essex Falls to Roseland.

Trenton-Mercer County Traction Company, Trenton, N.
J.—Richard Newton has been awardea the contract by this
company to reconstruct this company'’s tracks over State
Street, from the canal bridge to Broad Street in Trenton.
|E. R. J.. Oct. 15, '10.]

Suffolk Traction Company, Patchogue. N. Y.—The Public
Service Commission, Second District, has determined that
the crossing of the right-of-way and tracks of the Long
[sland Railroad on Ocean Avenue, in Patchogue, by the
tracks of the Suffolk Traction Company shall be at grade.
The crossing is to be protected by interlocking and derail-
ing devices to be approved by the commission, and the ex-
pense of installing the crossing and necessary interlocking
and derailing devices is to be paid entirely by the Suffolk
Traction Company, and the expense of maintenance and
operation of the safety devices 1s also to be borne by the
Suffolk Traction Company.

Syracuse, Lake Shore & Northern Railroad, Syracuse,
N. Y.—The extension between I'ulton and Oswego has been
completed by this company and will be placed in operation
as soon as the work on the Fulton Bridge is finished.

Syracuse, Watertown & St. Lawrence River Railroad,
Syracuse, N. Y.—It is reported that this company will soon
award the contract to construct its 6-mile line from Stop 9
on the South Bay road to Brewerton. [E. R. J., July
I, 11.]

Akron, Canton & Youngstown Electric Railway, Canton,
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Ohio.—The filing of a mortgage for $15,000,000 by this
company is said to mean that the counstruction of this rail-
way to connect Akrom, Canton and Youngstown will be
begun this summer. [E. R. J.,, May 21, "11.]

*Cleveland Underground Rapid Transit Company, Cleve-
land, Ohio.—The capital stock of this company has been
increased from $10,000 to $3,500,000, of which $2,000,000 is
common stock and $1,500,000 is 6 per cent preferred.

Hills & Dale Railway, Van Buren, Ohio.—This compamy
has placed in operation its 1-mile electric railway between
the Dayton Automobile Club and the Country Club.
Eventually this line will be extended throughout Hills and
Dale, a distance of about 4 miles. Edwin P. Matthews,
Clayton, is interested. [E. R. J., April 8 "11.]

West Penn Railways, Pittsburgh, Pa.—Plans are being
made by this company to build an extension across the
Pennsylvania State line to Morgantown. W. Va. The com-
pany is also building several extensions from its main line
toward tlre Monongahela River.

Jefferson Traction Company, Punxsutawney, Pa.—This
company has completed the extension of the Mahoning
Valley Street line throngh Big Run. [t connects with the
United Traction Company of Dubois, which makes a through
line from Punxsutawney to Dubois.

Waynesburg & Blacksville Street Railway, Waynesburg,
Pa.—The Bardella Construction Company, Fairmont, W.
Va., has been awarded the contract by this company to
crade and construct 5 miles of its electric railway between
Waynesburg and Blacksville. The American Bridge Com-
pany received the contract to build a 1to-ft., double-track
<teel bridee over Tenmile Creek, and the H. F. Stark Com-
pany has been awarded the contract to grade the remaining
8 miles of track on the south end of the line, leaving Blacks-
ville and connecting with the Bardella contract 5 miles
south of Waynesburg. Samuel Eakin, Wadestown, W. Va,,
president. [E. R. J.. June 17, '11.]

Nashville-Gallatin Interurban Railway, Gallatin, Tenn.—.
The Fidelity Securities Corporation, which is building this
30-mile electric railway from Nashville to Gallatin, is mak-
ing arrangements to extend this line northward to Franklin
and Bowling Green. H. H. Mayberry, Nashville, president.
[E. R. J., June 24, ’11.]

Kittitas Railway & Power Company, Cle Elum, Wash.—
This company has filed a deed of trust for $500,000 in the
County Auditor’s office at Ellensburg, as a step toward
raising funds for building an electric railway between Ros-
lyn and Cle Elum, via Ronald and Janesville. Paul L.
Richards, Tacoma, president. [E. R. J., June 17, '11.]

#Clarksburg (W. Va.) Northern Railway.—A contract
has been awarded by this company to Contractor Fucci,
Clarksburg. to build this electric railway between Clarks-
burg, New Martinsville and Middlebourne. T. Moore Jack-
son and I. M. Underwood are interested.

Ohio Valley Electric Railway, Huntington, W. Va.—This
company plans to double-track about 8 miles of its road
from Guyandotte to Camden Park, via Huntington.

SHOPS AND BUILDINGS

Northern 