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PR.OGRAM TO=DA Y 

CONVENTION MEETINGS 

9.30 a.m. Joint Session of Accountnnts' and Engineering Associn 
tions, Marine H a ll, Convention Pier. 

9.30 a.m. · Session of Transportation & Traffic Association. Greek 
Temple, Convention Pier. 

fl.30 a.m. SPssion of Claim Agents' Association, Traymore note!. 

11.30 a.m. Session of Enginef>ring Associntion, Marine Hall. C'on
vention Pier. 

11.30 a.m. Joint Session of Accountants' and Transportation & 
Traffic .Associations, Greek Temple, Convention Pier. 

::?.00 p.m. ExPcutive Session of American Electric Railwn v Asso-
ciation, Greek T emple, Convention Pier. · 

~.00 p.m. Closing Session ·of Claim Agents' Association, T1·nyrn01·e 
Hotel. 

SOCIAL EVE:-.TS 

10.00 a.m. Ob8tacle Golf, Lnwn of :\lnrll,orough-nJ enheim Ilotel. 

11.30 a.m. Concert by Leps nnd His Sympho.ny Orchestrn, Lobby. 
C'onven tlon Pier. 

1.4(; p.m. Laclies' Afte!"Iloon, Atlnntic City Co untry Club. 

4.00 p.m. Obstacle Golf, Lawn of l\Iar!borough-Blenh E'im Ilotel. 

8.30 p.m. SN.-ond Annual Indoor Athletic CnrniyaJ nnd Smoker, 
Marine Hall. Convention l'in. 

1 J.00 run. l11for111al Dancing, Ballroom, Con,·Pntion Pkr. 

ddress of President Brady 
The addrnss of President Brady at the opening meeting of 

the American Association yes t erday was a comprehensive 
discussion of the activities of the association and the status 
of the industry. \Ve recommo1d its careful verusal to all 
who did not have the pleasure of listening to it yesterday, 
and those who were present at the meeting- will undoubtedly 
wish to review in printed form the remarks of the president. 
The association is shown by him to be in a very prosperous 
condition, not only as regards membershi11 and finance, but, 
what is much more important, as regards helpfulness to 
the industry and activity in the technical development and 
improvement of the art. The center of this work during the 
year is of course at the association headquarters in New York, 
whose facilities for the service of members a r e constantly 
becoming bette'I' through the continued gathering of data. The 
prosperous condition of the association does not have a 
counterpart in the status of the industry as a whole. lt 

is to this condition and to the possible remedies that Mr. 
Brady directed attention in the latter part of his address. 
In unmistakable language h e attributes it to lack of knowl
edge of the r eal conditions on the part of the public, and 
advocat€S publicity as the r em edy-this publicity to be 
carried on not only systematically but by all. With this 
r ecomm€ndation, which was also made by other speakers at 
the m e€-ting, we feel confident the opinions of the leading 
compani€s will coincide . Such a plan would involve ,iola
tions of some railway traditions, but the time has arrived, 
if indeed it has not passed, whe'Il these t raditions should 
be forgotten and the new order of things accepted. In 
such work a larger membership would be most helpful, 
in fact almost n £cessary, and the concluding portions of 
Mr. Brady's addr€ss outlined a suggested method by which 
such an incre-ase certainly seems attainable. This subject 
will be one of the important matters to be taken up by 
the in·coming executive committ€e. 

End Connections and Automatic Stops 
Two of the three subjects presented- yesterday in the re

port of the committee on heavy electric traction are of in
terest to nearly all large interurban roads. These subjects 
are the end connections on cars and the location of auto
matic train stops. The location and clearances for third
rail working conductors, which were also considered by 
the committee, affect the practice of only a few member 
companies outside of the m etropolitan districts. Standard 
locations for encl conn ec tions on cars have been considered 
by the Central Electric Railway Association , which has 
approved recommended locations for headlights, train-light 
ing cables and other end fittings. The h eavy elec-tric. trac-
tion committee is of the opinion that it would not be 
feasible at this time to standardize fully the location of all 
electrical end connections on cars. Hence, in its r eport. it 
recommends that for the present a certain definite space at 
the ends of cars should be reserved for the electrical con
nections and that the determination of the exact arrange
ment and location of the different jumper sockets, brackets. 
etc., within this space should be postponed until further 
developments take place. In the Central States, however. 
there is an immed iate nPPd for standardizing thP lcwation 01' 
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h eadlight ha ngers and conn ections, and the location of 
l ighting jumpers, because of the rapid extension of two-car 
t rain operation on th e longer interurban lines. So far as 
t h ese interurban roads are concerned the locations which 
have been approved by the Central Electric Railway Asso
c-iation appear to be satisfactory , and pending the time when 
t ll e h eavy elec tri c t r a ction lines can r each a d efinite con
c lu sion as t o the ir requirem ents , these locations might well 
be a dopted by the E n gineering Associa tion as r ecommended 
p ract ice. 

T he location of clearance lines for autom a tic stops which 
i~ recommen ded by t he committ ee on h eavy electri c tra ction 
is a dapted fo r use on ly on road-beds t h a t are fully p r o
tected from tres.pass by th e p ublic. On most of t he c ross
country in t erurba n li nes on w hich block s ig na ls w ill be 
i n stalled during t h e next few years it would be impr a ct icable 
to ha ve a u tom atic t rain s tops in the middle of the track. 
Two Western roads, t h e ·washi n gton ·wate r P ower Com pan y 
at Spokane, Wash .. and t he K ey Route a t Oakla n d, Cal. , 
ll a ve r ecently installed a utom a t ic stops in connection with 
t heir block s ignaling, but both employ a trip a rm pla ced 
a lJove t h e roof of th e ear. T his location is prnba bly the 
m ost s ui table fo r interu r ban roads., The block s ig na l com
mittee n ext year might 1woperly cons id er t hi s su bject and 
formulate cer tain requirem en ts for a utom a ti c s tops wh ich 
woul d tend to encou rnge the use I,y in te r ur ban roa ds of 
a utom atic stop apparatus moun ted so nwwh ere with in a 
li mited spaC'e n ear the top of tlw car !Jorl y. 

Work of the Bloc h. S i~nal Committee 
E lectric rai l way engineers a n d manager s will fi n d i n the 

1·evort of the joint committee on lJlock s ignals a large 
a m o unt of valuable in formatio n . In compiling the revort 
t he c·o mmi ttee realized that the elec t r ic railway assol"iations 
11ad n ever before had availab le for r efer en ce a co mpn
h ens ive desf'r ip tion of the t h eory a n d pract ice of block :- ig
na ling fo r electri c railways. HenC'e, in p la n ni n g its yea r 's 
work. the committee llel'iclecl to include not only the historic 
:rnd statistic-al ph ases of the subject but also defi n itions a n d 
1l esc-riptions of the esse nt ia l parts of each signalin g system 
which is in practical use to-clay for p rotection of train s. 

T he com mittee, whic-h was chosen f rom t h e Enginee ring 
a ncl T ransportation & Traffic Associations, was unha m pered 
hy a ny p recedents. The pu rport of its inst ru dions was tbat 
t he eom m it tee s hould present to t he assoc iations a r es ume 
of the pr esen t s tat us of e lect r ic rai lway s ignalin g. A r eport 
12 -1 pages in length test ifi E'S to th e t hor ou ghn ess wit h whi ch 
t he c-om m ittee f ulfi ll ed its assign men t. T h e p la n fo llowell 
was to summa r ize bri Pfly t he h isto r y of elect ri c r a ilwa ~· 
s ig na l in g, t hen t o prese n t t h e pl"in cip les of c-ontrol fo r t he 
cl iffe r ent types of signal system s arlapt ab le to elec-tri c ra ' l 
way ser vice, a n d t hen to supplPm Pn t t h ese techn ical <lat 1. 
with illust rated descr iption s of signa l apparat us now in 
sen ·ice on e lec-t ri c rail ways. 

"\Yhile this r eport is the most co mp let e on the subjec t t hat 
has ever been publ ish ed, blol"k signal a ppa ratus, in so fa r 
as e lect ri c railways a re conce rned, h as deYeloped so r a pidly 
w ithin the past few years a n d g iYes prospect of s uch frequent 
ehanges durin g the next few years th a t future committees 
neE'd ha ve little fea r of a lack of suitabl e m a t eri a ls for suc
c-eeding r eports. 

A fea ture of thi s yea r 's report is the t abulated infon na
tion secured from m ember compan ies about their existing 
signa l insta llations. It was expected that th ese r eplies would 
be of considerable valuP to t h e com m ittee in summarizing 
the presen t status of electri c r ailway b lock s ignal inst alla
tions, but unfortunately t h er e WPr e only fifty w h ich were 
s ufficiently adequate for use in th e r epor t. This numb er is 
so small tha t we do not cons ider a sum mary of t h em to be a 
fu ll exhibition of the extent of sign al ing at p res en t on 
electri c r a ilway lin es. l\1oreoYer , the a nswers in m a n y in
stances show that varyiug in terp retations w er e put on t h e 
committee·s inquiries. Thus the com mittee asked for the 

maximum s ervi ce braking distance observed in the different 
class~s of service, but the replies vary so widely that 
definit e conclusions cannot be drawn. Nine roads report 
the use of automatic block signals with continuous track 
circuits, and the average length of block varies from 400 ft. 
to 15,840 ft. But two roads report the use of automatic 
s igna ls controlled by short track circuits, while only twenty 
roa ds r eport the use of automatic signals with trolley con
tact devices. Obviously this number includes only a small 
portion of the roads which have been equipped with signals 
of this t ype. Practically every large interurban system and 
a g r ea t number of the smaller systems use at least a few 
block s controlled by trolley contacts, and it is understood 
that cl nring the last year the sale of this form of signal has 
g reat ly increased. Dispatch er s' signals are reported in use 
by but s ix roads, with len gths of blocks varying from 3,000 
f t. t o 1::) ,200 ft. T his t ype of s ignal apparatus, which greatly 
increases t he di spatch ers ' control of trains and has been 
fou ncl a valualJle m eans for facilitating train movement, has 
m e t wit h widespread a pproval a nd is in much greater use 
tll a n th e da ta sh eet s indicate. Of the miscellaneous types of 
s ign a ls r eported , t he hand-oper a tive bloc!{ is very largely 
in the m ajo ri ty. 

T he n ewness of a u t omatic s ignaling in electric railway 
work is in dic-ated by column 19 of the dii.ta sheet . With 
t he e x< ·eption of some of the m etropolitan transportation 
lines on which a u tomati c blocking s yst em s are> employed, few 
e ledrir· rai lways report hav ing used automatic signals for 
m or e t han five yea rs. Column 23 of the data sheet really 
contai ns the m ost val uab le informa tion r egarding signaling 
that is in clud ed in the r esume of th e r eplies. The question 
askul wa s . " in your exper ience, has the use of block signals 
a icled or r et arded th e m ovem ent of t rains?' ' With but three 
except ion s ever y r oad r eplied tha t the s ignals had aided the 
hanrll ing of t rains. This a nswers the question so frequentfy 
ra isell in connection w it h a utom atic block signals. Two of 
the three exr·ept ions a lso indorse s ignaling because the 
roads say that while th eir s igna ls have r etarded traffi c they 
have increased t he safety of t ravel, a nr! thi s of course is the 
C' hi ef des ideratum of sign a ling . 

Accounting fo r Sma ll Companies 

The paper by Mr. Gault outlining a n ac-c-0nnting syst em 
fo 1· small elect r ic· ra il way companies, which was presented 
., este rday before the Accountants ' Assodation , is a contl"i 
Lut ion of especial Yalu e to proper t ies of short mileage and 
low gross Farnings. 1 t g ives a gen eral summary of the 
acrnun t ing mEthocl s t hat may be adopted. While many of 
t h P details of the r-om plet e s yst em descri1led are similar to 
th ose t h a t are in use by oth er companies, there are mmor 
poin ts of d iffe rence t ha t are of in ter est. Attention may be 
c·alled t o thE! stat em ent t ha t a r eser ve fund for damage 
claims should be d eposited in a separate bank a ccount. This 
is a practi ce that is to be r ecommended. The classification 
of a mu sem en t pa rk accounts m ight be refe-rred to the con,
m ittee on a s ta ndard c- lass ifica t ion of accounts and form of 
r eport for con s id eration of its applicability to other prop
e rt ies in si milar pos it ion s. Of course, the operation of 
amusemo1t parks is one t hat is properly out side of real rail
way opera t ion , notwithstan ding t hat it is an enterprise in 
which many companies are en ga ged. Othe r companies have 
ferryboats , t oll roa ds, summer en campments or other simila,· 
opera t ion s , wh ich m igh t also be considered to advantage if 
th e classifica tion committee intends to take up outside opera
tion s of this cha r act er . Papers of this kind touching on the 
problem s of small companies are of the utmost value, whether 
t he subject d iscussed be of interest to the manager, the ac
countant or the en gineer. The smaller companies seldom 
can afford t o employ competent experts to work out these 
problem s for th em , and it is from just such he'lpful sugges
tions a s are con tained in this paper that a large majority 
of the m embe r companies derive their greatest benefit from 
associat ion work. 
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Conventionalities 
Herman Piffletiff is Dutch. 

Don't get Boardwalkitis. 

A. note of thanlrn is due the weather man. 

T h e pretty green h edge is to look at, not to walk through. 

Charlie Chap in has donated one do zen Nat ional League 
baseballs for the gam e Wednesday evening. 

J. J. l\lorse and F. 0. Grayson. of the St. Louis Car Wh eel 
Company , were include d in t he party on the s pec ial con 
vention train from St. Louis. 

A lady's badge, bearing number 3771, h as bee n lost. It 
belongs to Mrs. Robert F, Carr, wh o can he fou nd at space 
7, Dea rborn Drug & Chemica l "\Vorks. 

Frank Hedley, veranda golf cham11ion of th e United 
States, was out early upon the obstacle go lf course at 
practice, respl encl-ent in his new out ing snit. 

A sm a ll oval Masoni c p'n has been fou n d o n th e Co11ven 
t'.o n Pin. The o wn er ca n secure hi s proper ty hy calling a 1. 
t h e booth of the' ELECTRIC R .\ILW.\Y Jou 1rnAL. 

Ray D. Lillibridge, of New York, technical a dvertising 
specialist, is at the Marlborough-B'enh eim with Mr s . Lill :
bridge. H e says h e is here pure' y for r ecr eation. 

The present is to be distinctly a bricles' convention. 
:'.\ewlywe ds in many of the booths are r eceiving congratnla-
t ions. Ask Messrs. Rosw ell , F arnum. Haye'a and B ertram 
Berry. Busin ess s uffers very lit tl e t'.rom hck of atte ntion. 

A visitor at Atlantic City who ha d n ever seen a street rail
,rny convention in the process of makin g dropped the re
mark on Thursday of last week that the exhibits on the 
Pier p r esented the appearance of a conglomer ation of un
for eseen difficulties_ 

"\V. C. Burdick, assistant engineer of the Falk Com1mny. 
i\Iilwaukee, Wis., has been appointed manager of the spe
cial worl{ department of this com pany, su cceeding W. F. 
Carr, who resigned on account of poor h ealth. Mr. Burdick 
is r egistered at the Dennis, 

Two young Indianians named Morgan and Clark- not J. P. 
and Champ, but C. E. and L. J.- sldpped ginger ly from 
hotel to hotel early Monday morning challenging the world 
at large and anyone in particular to a game of pool. When 
it com es to pool they clean 'em up like the Gold Dust kids. 

Several of the passengers on th e St. L ouis special tnin 
to t he conven~on advised Nie LeGrand to keep afte r tha t 
" s ix bits" which he felt Mr. Paton should pay him, but the 

I 

wiser h eads intimated to Mr. LeGrand that inasmu ::h a s 
l\Ir, Paton was a canny Scot, he might as well save himseli 
t he t rouble. 

H . A. Goode is at t h e convention fresh from a tri11 to tb e 
Coa st. H e reports a good time in San F rancisco, J, lVI. 
Yount ancl Thomas Finigan of the United Railroads showed 
him the difference between San Francisco and New Yorlc 
H e bargained to reverse the process while they a r e in t h e 
East attending the convention. 

Very favorable comment was expressed in regard to the 
preparedness of the exhibits at the opening of the conven
tion and many delegates who visited · the Pier yesterday 
morning remarked on the fact that they did not h ear even 
the sound of a hammer. This condition is certainly v ery 
creditable to the exhibit co mmittee of the Manufacturers' 
Association. It is also worthy 01'. notice that the area occu
]lied by the exhibits this year is g reate r than at any previous 
convent ion, either of this or of any oth eT national association. 

'Walte r H . Evans, chairman of the committee on ~nginecr 
ing a [)prentices, which })resented its inter esting r eport to 
the Engineering Association Monday afte rnoon, r ecently re
signed hi s position as superintendent of motive power of 
the Indiana Union Traction Company, Anderson , Ind. Mr. 
E va ns will be s ucceeded at Anderson by R . M. H emming, 
fo rm erly general manager of the Ohio & Southern Traction 
Co mpany, Columbus, Ohio. Both of these m en are deeply. in
terested in the work of t he Central Electric Ra il way Asso
ciation . 

The gr eat educational value of the exhibits to he seen on 
the Pier, a ncl the businesslike m ethods pursu ed in ins tallin~ 
th em , were matte rs of general comment among those who 
very early in t h e convention weel{ tool{ th e opportunity to 
give even a cursory examination to the di s [)lay. It is a 
matter of general eomment that if many of th e clireetors of 
electric railway properties , banlrn rs inter est e ,l in their wel
fare and the effici ency of their managem ent , could vi s it the 
con vention ancl study th e exhihits . the r esplts would be of a 
decidedl y beneficial charact er , both to v isitors a nd exhibitor s. 

H. R. Harper , electric-al enginee r of the city of Melbourn e, 
Australia, who is making a short trip through the United 
States on ftis way from Lonclon to his home, hoves to vis it 
the convention. The lighting ancl power syst em in Mel
bourne is owned by the municipality and is und er the en
ginee ring charge of Mr. Harper , but he is a lso inter ested in 
railways , as the city government is again seriously cons ide r
ing the electrification of its suburban sys tem of r ailroads. 
This is the property on which a r eport was render ed about 
three year s ago by C. H. Mer z, of London. It comprises abou t 
300 miles of track. 

Have yo n see n h im- a tall, lean , lank man of the n e wl y
w ed brand ? H e is lost somewhe re among the many allure
m en ts 01'. the Boarclwa lk . H e was las t seen holding hand s 
with his three-clay bricle in a limousine wheel chair, 
a nd hi s tlevotion to h e r was common gossip among the 
guests at the i\Iarlborough-Blenheim. The life•savers along 
1he beach re11ort no evidence of his whereabouts even 
though their vigilance has not cea sed day or nigh t. H e is 
K H. Marti nda le. brush expert of the N ational Carbon Com 
i,a ny of Cleve land, which ha s an exhibit on the so uth s id e 
of the 1\1 ill ion Dollar Pie r jus t opposite the sc a lions. . It 
is s aid that i\farty is as attentive to his business and work 
as h e ev idently is to his charming bride. 

A t a le is being t old of a c ruel praetical jolrn recently 
played at the expen se of one of the prominent supply men 
at this convention. The victim has the r eputation of be ing 
one of the best dressed m en on Brnadway. His sartorial 
taste excited the envy of his many friends in the supply and 
railway field, who decided that if they could not equal him 
in fine r aiment they might at least make a contribution to 
his wardrobe. Soon afte r , they learned by chan ce that the 
tmsus11ecting object of th eir machinations was planning a 
w eek-end visit at the country home of one of his af'
qnaintances, not far from New York. R eal izing tha t he 
wo uld need a choice selection of clothing in that fas hion 
able resort. they 11roce€'cled to fit him out. One contributer! 
a somewh at u sed Tuxedo suit of ancient cut , a nother a 
variety of under habiliments which showed signs of wear 
but we~e n eatly darned and patch ed , another brought a selec-
tion of soclrn with gorgeous checks, and so on . 
vats of impossible colors com11let ed the li s t. 

A few era
Th ese gifts 

wer e packed in a cheap imitation leather trunk . which was 
marked with the name of the vi f' tim of the joke and was 
sent by express to t h e house whi ch h e expec-ted to visit two 
days before he was to a rrive the r e. To complf,te the dia 
bolical plot a letter was sent in his name to his expected 
hosts saying that his trnnk harl bee n forwanl ed in advanrc 
a nd asking them to 1m11a c-k it. Th e sPqu0l h as not been told. 
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Many of the ladies are affecting walking canes . Some of 
t he leader s a mong the ladies of th e conven t ion in tend that 
this shall be a feature of a ll com plete' Boa rdwalk toilet s. 

The members of the committee on sched ules a nd time
tab les a re planning to present Secretar y Donecker of t h e 
Transportation & Traffic Associat ion wit h a loving cup as 
a token of their a ppreciation of h is ser vices as secretary of 
t he committee during the past yea r . 

A. H. Ford, presiden t of the Birm in gham (Ala.) Rai lway, 
Ligh t & Power Company, is t he only r epresentative of his 
compa n y in attendance th is year . T he other officers had t o 
stay at home a nd handle a State Fair crowd th is week. Mr . 
Ford is accompanied by Mrs. Forrl , who is experi encing t h e 
deligh ts of her first convention. 

Earnest Sharp, direct or of Chamberlain & Hookha m , 
Birmingha m , E ngland, is at the conve nt ion in the int er es t 
of Cha mberla in & Hookham ampere-hour meter for rolling 
stock equipment, h a ndled in the Un it ed Sta tes by Wonh am, 
Sanger & Bates. · Mr . S harp is a n en cyclopedia on me ters, 
h a ving equipped 85 per cPnt. of a ll t he electric cars in 
Grea t Br itain a nd lrP!an,l. 

Th e ma ny fr iends of L. T . E l.J uson, w!J o attended the c-o n
ventions som e yea rs ago as a rPvre,:ent a tive of t he Gener al 
E lec-tri C' Com pa ny, will be 1;lad t ei lea rn t h a t he has been 
promot ed rer·ently by th e Met ro politan Street ~ a il way of 
Kansas City from t he position of trave ling ins pecto r t o t h ,· 
position of super visor of ro lli ng stock. !\Ir. E bbson h as been 
conneet ed with t he Chicago R a ilways a nd with tli e Ne w 
Y01·k Centra l P!ect r ification in l\'ew York Cit ~- sincP he Ir ft 
tlw GenPral ElPl't r i<- Com11a ny. 

J . H. MacAdams, manager of the Exeter , Ha mpton & 
Am esbury S t reet Rail way, Hamvton, N. H., is hein g con
g ratulated on h is narrow escape f ro m dea th by e lectric 
s hock last J ul y. "\Vhile using the t ele phone in his h ome 
the tele phone wires becam e crosse<l wit h a 1:3,200-Yolt 
t ransmission line of the Rockingham Coun ty Ligh t & P owe1· 
Compa ny, a nd he reeeiverl the full. voltage th rough one 
h a nd, w hi ch was resting on the tran smii.ler, a n d t he 
othe r hand , wh ich was against the wall. T he shock con 
tinu ed unt il the circuit-breakers opened in the power house 
at Portsmouth. Mr. MacAdam s was ter rib ly burned a n d 
was un conscious for several days, but he has recoverPd suffi
ciently to permit his comi ng to Atlantic City for the con
ven tion. 

l'. B. Vorse, consulting e ngineer British Columbia r:lectric 
Railway, of Vancouver, is onei of the Pacific Coast delegates 
an rl confirms the reports which have been published of the 
tremendous d evelopment now in progress in t h e Canadia n 
F a r \ \'est, particularly about Vancouver. The rapid increase 
in the value of real estate in this region, as a result of 
t he in fl ux of settlers, has brought many fortun es a lmost 
overn igh t. One motorman on the British Col umbia Electric 
Railway, for instance, is worth $150,000, owing to a fortu na te 
in vestmen t in real estate a few years ago, bu t he still 
re mains with the company from habit rather than from 
necessity. A noth er example of the rapid in crease of prop
nty values is fu rn ished by one site which was fo r sa le a 
few years ago for $G5,000 a n d recent ly changed h a n ds at 
$5,1100,000. Accordin g to . l\ Ir. Vorse, if the present ·r ate of 
increase in popula tion in Vancouver continues, t he city 
will possess 500,000 inha bi tants in 1920. The Bxiti ~h Co
lumbia Electric Railway Com pan y i s __ :!,:_ee ping pace with th~ 
rlevelopment of t he ci ty, an d las t yea r !~id 100 miles· · of 

SOCIAL EVENTS TO-DAY 

This morning at 11: 30 L eps and his symphony orchestra 
will give another del igh t ful concert. In the' afternoon from 
1: 45 to 5 p. m . the Atlantic City Country Club will be the 
centre of attraction for th e ladies. In the eve'D.ing at 8 : 30 
t h e monster indoor athlet ic carnival and s moker will t ak e 
place in Marine Hall on the' Convention Pier. 

:IIOR N I NG CON CEUT 

The program of t h e orchest ra concert, which will be giyen 
in t he lobby on th e Convention Pier, will include thei fo l
lowing n umbers : 

1. OveTture, "Mer ry Wives of Windsor" ...... .. Nicolai 
2. ( a ) E vening Star from " Tannhauser " ....... Wagner 

(b ) Pilgrims' Chorus from "Tannhauser" .. Strauss 
:3. Waltz, "Wine, Woman and Song" . ........... Wagner 
4. Fanta isie from " Carmen " ...... . ............ . Bizet 
5. Coronation March . ... . ....... . .............. Meyerbeer 

LADIES' AFTER:.\'OO:-. AT T H E COUNTRY C LUB 

T h e privileges of t he Atlant ic City Country Club have been 
extended to a ll of t h e ladies of the convention for this after
noon. T he enter ta inment committee has arranged a clock 
golf competition , cards, music, t ennis a nd t ea and refresh
ment s. Handsom e prizes w ill be g iven to t he winners in 
t he clock golf cont est a nd in eard games. The golf contest 
will be h eld on the clock golf g reen in front of the club
house. 

T h e Atlantic City Country Club has an a ttractive home a t 
::\'ort h fi eld, which is about s ix mile's from Atlantic City on 
the mainland. A suffi cien t n umber of p r ivat e touring cars 
have been secured to take a ll of t h e gu ests to and from the 
elub. The'Se a u tomobiles w ill leave t h e Marlborough-Blen
h eim and t h e Ch a lfon te h otels promptly a t 1:45. The elu 1J 

can also be r each ed by t h e Shore F ast Line cars. 

AT JILETIC' CARN IVA L AND SMOKER 

The a thleti c carnival , w h ich will t ake place to-nigh t in 
:Marine Hall on the Con ven tion P ier a t 8:30, promises t o be 
th e g rea test success of convent ion week. The program con
s ists of four events. Event ~o. 1 will be a game of indoor 
hasehall between t ea ms r epr esenting the American Electrk 
R a ilwa y Association anrl the Manufacturers' Association , 
which will be captain ed respectively by Presidents Brady anrl 
Castle. Even t No. 2 will be a lifelike imitation of the Van
derbilt r·up race with th e Sauerkraut Ki n g a nd the Pride 
of Ireland at th e wh eels of th e contesting cars. The spee<l 
limit is off. The third event on th e program will be a · push
baU -contes t b et ween teams representing the Engineering:As~ 
sociation and t h e peddlel's;-.To°B "las t -ev:ent-wilf b e a :tria l ot; 
st rength bet ween a11 or t~ ~ra'.i1 way>i'nen that: c~n" be erow<led 
on the floo1; :a:n-d the suppl y irien.:: .:: ~n.e"' la<lies 'are especiall.y 
inv ited to w itness these trials- of .str ength and tests of skill. -· . . ' . .. ,. . 

T h ~ .will be pressnted-' with attractive souvenirs. Th e gen-
tlem en w ill be permitt ed to smoke until the,, r eferee decid es 
that the a ir can he cut with a knife. 

-----·-+·-----
Birner J. Smith, of the P et er Smith Heater Company, is 

h ere with his big 90-h p Oldsmobile.. H e · dr'ove th e . car 
through from Buffalo, making t he trip in record-brea kin g :· .. , .· 
t ime. · ·· 

Charl es N. Black, third vice-president Ame r ican Elect ric 
Ra ilway Association, w ilI be un able to oe· present at -t11{s •: 
con vention. President Taft is to visit San F r an·cisco this 
we_ek .• and to present an address at t he Stadium, Golden 
Ga te Park, on October 14. As this will m ean considerabl~ 
extra t ~affi ~ for the United Railroads, a n d as Mr. Black· is 
a m ember of the reception comm ittee, he could _ not wel~ 

track. Its pla n s for the fut11re .are exten sive and include leave. The United Ra il roads, h owever, are well r epresented 
expenditures ct.ming the n ext few y ears of something like 
~20,000,000. l\1r. Vorse' s vis it Eas t is partly for the purpose 
of studying the latest meth ods of track con struction for use 
e n the sy!,tem of th e Br itish Columbia Electric Railway .. 

at this convention by Thomas Finnigan , purchasing agent, 
a n d J . M. Yount, mast~-r-~mecha nic,--both of whqm have a t 
t ended man;• former con,en tkms of . the -association in pr""
Yious years. · 
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IN A PERSIAN GARDEN 

Surrounded by green hedges in a cozy inclosure in the 
(·e nter of the lobby of the Pier 120 ladies enjoyed an after
noon at cards yesterday. At eight tables the game was 
fl ve-hundred, while at fourteen tables bridge was played, 
and at the remaining eight tables euchre was the choice. 
All of the games were prngressive, the winners moving and 
t he losers pivoting. At 4.30 play stopped and the scores 
were counted. 

The winners at bridge were: First, Mrs. G. H, Hill; second, 
Mrs. W. E. Davis; third, Mrs, Merriman; fomth, Mrs. C. 
D. Emmons; fifth , Mrs. W. R. Lee; sixth, Mrs. Denning. 

The winners at euchre were: First, Mrs. Haefeker; second , 
Mrs. W. E. Harrington; third, Mrs. W. R. Kerschner; fourth, 
Mrs. O'Brien; fifth, Mrs. Burgess; sixth, Mrs. vV. J. Harvie, 

The winners at five-hundred were': First, Mrs. Crawford; 
secon,d, Mrs. Emory; third, Mrs. H. H. Adams; fouth, Mrs. 
Babcock; fifth , Mrs. Slocum; sixth , Mrs. Gennet, 

The corresponding prizes for all three games were the 
same, The first prizes were silver water-pitchers; second 
prizes, silver combination vegetable dishes; third prizes, 
filigree silver pie dishes; fomth prizes, invalids' silver tea 
sets; fifth prizes, German art silver jewelry boxes; sixth 
1n·izes, German art silver tea caddies. 

During the play the ladies were served with punch and 
d ishes of bon-bons were on all the tables. The prizes were 
all given out in twenty minutes after play stopped. Only 
one tie score was made and the two ladi es drew cards for 
the choice of prizes. 

----·♦·------

ROASTS BY THE PEDDLERS 

(Printed at the Request of the Broadway Club) 

Commish Dahl, of Cleveland, is sojourning in our midst. 
He is a pretty nice fellow for all that. If you doubt this 
conventional statement ask Dwight, Kuhlman's gentlemanly 
representative. He bought us a drink day before yesterday 
and we know, don't we, Dwight? 

It is rumored that Old Bill Wood is a farmer. At any 
rate, he has a large crop. Did you get it from Tom Lyming
ton out at Elk Ridge last Saturday week? 

E. Peck and wife are visiting the convention this week. 
He says Atlantic City makes him think of Schenee because 
it's so different. Ed. runs a railroad (electric) up in New 
York State in the Second District, don't you, Ed.? 

The rumor that young Harries has a new job is confirmed. 
Welcome, Gen., to the ranks of the pedlers, the army of 
the unemployed. 

There must be lots of special work going, for Kid Evans 
was seen to-day on the Boardwalk with a new lid on. It 
looks fine, Harry. Don't believe all that the knockers try 
to tell you. 

Charlie Castle is exhibiting with great pride a large red 
apple which he says his wife raised from a plate of apple 
,:auce. Charlie is our W. K. Pres. 

Have you noticed how much Pop Sisson is getting to look 
like another celebrity? It's all right, Pop, only look out for 
the copyright law. 

Rumor has it that Neddie Lawless was making a loud 
noise on the Boardwalk last night. This is groundless. It 
was Jimmy Rutherford's golf hat talking to itself. Good 
hoy, Jimmy, you are a fine little rose buyer if your hat is 
talkative. 

Clarence Laskay is suffering from a disabled left mit. 
Says he was stung-by a spider. 

Harry Adams has a game knee, the first on the list of 
<-ripples. Kid Evans has strainerl his conscience, rendering 
it improbable that he will last through the second game 
to-night. 

THE MANUFACTURERS' VAUDEVILLE 

Last night was a gala occasion on the Pier. The Manu
factu rers' Amateur Vaudeville, which was the drawing card. 
was presented with an all-star cast, a fine orchestra and a 
perfect stage setting. Long before the orchestra began the 
overture, "Poet and Peasant," the seats in Marine Hall were 
filled with an expectant audience. Boxes had been built to 
tlrn right and left of the stage in which seats were reserved 
for the association officers and their ladies. 

The h ead lin ers at Keith's or Hammerstein's had nothing 
on acts which R. M. Campbell, master of ceremonies and 
stage manager, had provided. Old favorites and new met 
witll an equally enthusiastic reception. E, F. Wickwire, by 
court€sy of the Ohio Brass Company, talked a little Dutch 
and interspersed some dialect songs in bis inimitable style. 
At last Herman Piffletiff was discovered. A. L. Atkinson 
and J. P. Thompson, by courtesy of the General Electric 
Company, put one over with a skit entitled "Sons of Rest," 
which was an imitation of two peddlers waiting for an 
order. 

Obidiah Oatcake, a delegate to the convention from some
where up state near Franklin, Pa., pou,·ed oil upon the 
trnubled waters and lubricated his voice with a few songs. 
(His real name is Ernest Wright.) Robert T. Haines and 
a capable supporting company presented a playlet by George 
Broadhurst entitled "The Coward." There was generous 
applause when the Pantasote curtain went down on this 
act to the accompaniment of a shower of American Beauty 
brake shoes. 

Perhaps t11e most enjoyable feature of the eve ning's pro
gram was the delightful music furnish ed by the University 
of Pennsylvania Glee, Mandolin and Banjo Clubs, which 
were down for three numbers, through U:.e courtesy of the 
U. S. Metal & Manufacturing Company, Allis-Chalmers Com
pany and the Westinghouse Companies. Each of these big 
organizations did stunts in mid-season form and came in 
for numerous enco res. The Mandolin Club tore off a 
"Madame Sherry" medley and a Consolation Rag that was 
not too bad, while the Banjo Club played a stirring march, 
and in addition gave a banjo-piano duet. The Glee Club 
made a big hit with its clever limericks. One of them ran: 

"A man from slow-town named Kruger, 
Where they a ll take their high-balls with sugar, 

Where you all pay-within 
And your wifey gets thin 

Holding straps so the men-folks won't hug her." 
Four members of the Glee Club disguised as conductors 

to ld in song how they loved Casey, not Casey Jones, but 
Casey T. W. The combination of "Piclde Nickers" and 
''Piffletiff" was a big success. 

At the last minute the committee was forced to announce 
that Bill Conwell and his troupe of diving sea lions would 
be unable to appear as the dew was not heavy enough to 
float the hydrobile out on the Pier. No money was r efunded 
at the box office on this account however. 

-----♦·------

Thomas A. Edison has arrived home after a two months' 
automobile tour of Europe. Mr. Edison had seen a large> 
part of Europe and was greatly impressed with the prngress 
of the old countries. The automobile was used almost ex
clusively, and in the 2,000 miles that Mr. Edison motored 
he visited, in turn, France, Switzerland and Germany. He 
said that while he admired the energy and enterprise of the 
French and the Germans, he came back more than ever 
convinced that America is still the world leader in human 
endeavor. Mr. Edison is reported to have said: "I noted 
progress everywhere, but Germany is leading. I also noted 
that a lot of the machinery they are using was manufac
tured in America. I had an opportunity to visit many of 
the great electrical and manufacturing plants in the cities 
I visited. 
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PRESIDENT BRADY'S ADDRESS TO THE AMERICAN 
ASSOCIATION 

To-day, for the thirtieth time , our assoc iat ion m eets in 
annual con vention, but the organization which in 1882 was 
t he American S'treet Railway Assoc ia tion , and becam e in 
1905 the American Street & Interurban Railway Association, 
now e nd s its firs t year as the Am erica n E lectr ic Railway 
Association. This final chan ge of nam e makes e minently 
proper a brief r e fe ren ce to the amazing development which 
the association has witnessed in th e industry which it rep
resents. The tracl, mileage of the s treet rai lways of the 
United States, estimated at apprnximately :woo miles in 
1882, and grown to an amount s lightly more than 8000 miles 
by l 89 0, n ow excee ds, in the c-ase of various ki nd ,; of rail
ways, H,000 miles, an incr e'.lSP of more t h a n 1200 pe r 
ce nt , with over 4000 ad ditional miles nude r constru ction. 
The gross annual income, estimated at approximately $35,-
000,000 in 1882, now exceeds $500,000,000. Th e annual oper
atin~ expen ses, estimated for the earlier period at less than 
$25,000,000, now approx imate $:-rno,000,000. The number 
of employees, estimated in l 882 at less than 35,000, now ex
ceeds 250,000. T h e number of passenger s annually carried, 
est imated in l 882 at 1.212,000,000, is now 10.000,000,000. 
11ost wonderful of all, practically eve ry on e of the ninety 
t housand and odd car s now in operat ion has for its motive 
power a force alJsolutely unu secl and unlmown for the pur
pose in 1882. Few industries have manifest ed so gr eat a 
power of growth. None has added more to th e welfare, 
comfort and C'onveniencP of our people du ring the sam e 
period of time. 

In thi s drama of progn,>ss, continuin g for a lmost a t hird 
of a century, our assoc-iation has played an honorabl e and 
useful part. Thi:' growt h of th e association itself is ev iden ce 
of this. E mbracing within its m ember ship at the outset 
sew nty-l:'ight out of a total of four hundred and fiftee n 
cu mpaniE s, it no w bears on its roll s three hundred a nd 
sevt:>nty com panies. \Vllile these constitute only a little 
more than one-third of t he tota l numbe1· of elect ric railways 
within th e United States, Canada a nd l\Iexico, in th eir mil e
age t h ey include about seventy per cen t of the total elect ri c 
railway mileage, and in earning power represent over 
seventy-five per cen t of the total earn in g power of all elec
tric railway compani es within the countries named . These 
companies operate street railways, elevated railways, under
g round ra ilways, underwater railways, interurban r a ilways 
and partially electri fi ed steam railways. Furthermore. 
these companies are so widely scattered aR to afford ample 
representation to practically Pver y major governmental 
dh·ision within the jmisclictiona_I limits of the organizat ion . 
T he association is, therefore, n ot only free from sectionalism, 
but is b roadly representative of the electri c railway in
dustry throughout the entire territory comin g within its 
scope. 

Such a r eport of progress is cause for g ratifica tion, and 
co mpels the conclusion that an organization having a mem
bership composed of so large a nd influential a proportion of 
th e industry can and should accomplish resu lts of high 
value in the electric railway fi eld. 

ASSOCIATION ACTIHTIES 

Permit me to review briefly the work of the association 
during the past year. The four affiliated associations have 
g iven active attention to the various branches of electric 
railway operation falling within their respective fields. 
Their officers and ccmmittees have devoted much valuable 
time to the duties imposed upon them, and are entitled to 
the thanks of the association for their labors and to com
mendation for wh<it they h<1ve accompli,;hed. Noteworthy 
in the record of the Accountants' Association is its con
tinued co-cperation with the Interstate Commerce Commis
s ion in answering all quE\3tions propounded to the commis
sion touching matters of elec tric railway accounting. No 

question so propounded is a n swered until it has been con
s ider ed by both a committee trom the Accountants' Asso
ciation and represent1tives of the commission. It is grati
fy ing to note that the committee and the commission's r ep
sentatives have finally agreed upon the answers to be mad e 
to a ll question s except those fa lling within one narrowly 
limited class, wher e fu nd amenta l differences appe '.l r to exist. 
T h e importance of this work to all e lectric railway com
panies, whether subject to federal r egulation or not, and 
whether me mbers of thiR association or not , is clear. 
Through such co-op eration the dange rs ari s in g from the 
adoption of hastily fornwd, impracticable and erroneous 
theories a re minimized , a nd a consistent ·code of wise and 
worlrnble rules of accounting, having persuasive authority 
with governm ental bodi es everywhere, is being constructed . 
Matters of account conn ect ed with th e National Association 
of Railroad Comm iRsion ers ha ve also r eceived the attention 
of the Accounta nts' Association. The Accountants' Asso.
ciation has also, through a committee, undertaken a ~tudy 
of th e life of th e phys ica l property of e lectric railways. 
T he work of thi s committee has progressed sufficiently to 
make it clear that there will finally be gathe red a collec
tion of clata upon this intrica te subject exceed ing in value 
a ny h er etofore brou ght together. 

CO-OPERATIVE WORK 

The Transportation & Traffic Ai:: s cc iation and the Ac
counta ntR' As Rociation have co-operated, through a joint 
committee, in the !)reparation of a standard method for the 
compil a tion of the expenses of freight and express traffic . 
The work of thi s commit tee will be presented to the two 
a ffiliat ed associa tion s for the ir approval at this convention. 
The g rowing importance of the s ubject makes this report 
most timely. It should b e r emarked that the s pirit of co
operation between associations, manifested by the appoint
ment of this joint committ ee, is constantly growing more 
pronounced, thus insuring th e production of results adapter! 
to the cond ition s of a ll affec t ed departments of electric 
railway operation. Another instance is found in the elabor
ate and pioneer r e!)Ort on block s ignals for electric railways 
by a joint committee from the Engineering Association and 
the Transportation & Traffic Association. An instance of 
the co-operative ben e fit s a rising from association work, al
though not an in s tance of co-operation between affiliated 
a.;sociations, is fou nd in the fact that the Claim Agents' 
Association r e port,; frequent instances of aid being given 
by on e company to anoth er in connection with the investi
gation a nd settlem ent of cla im s as the r esult of the close 
relationship of cla im agents brought about through that 
association. 1t is a lso r eported by this association that 
the advantages of th e General Index Bureau m the dete~
t ion of fraudule nt claims are ext ensive, and justify con
tinued support. 

INTERl'RBAN RCLES AND STANDARDIZATION 

Turning again to t he individual work of the affiliated 
a ssociations, reference should be made to the report of th e 
committee on interurban rules from the Transportation & 
Traffic Association. This report may fairly be said to be 
now the r esultant of the best experience in interurban oper
a ting conditions from coast to coast. The code agreed on 
by this committee bears the distinction of having been 
a lready adopted by the New York Street Railway Associa
tion. The results of other good work of the Transportation 
& Traffic Associat ion will be found in the reports of the 
committee on city rules and the committee on schedules and 
timetables. The Engineering Association, besides a contin
uation of its excellent work in the direction of standardiza
tion, has this year, for the first time, undertaken to co
operate in matters of common interest with other technical 
associations, such as the National Electric Light Associa
tion, t he American Railway Engineering Association and the 
American Society for Testing Materials. In this way it is 
believed that the dangers arising from the adoption of dif-
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l't_-'rent methcds a nd conclu sions in t'efe l'enc e (o th e sa mP 
.matte r by organi,mtions approaching the subject fl'om dif
fe r ent view points will large ly be don e away with. The 
Engineering Association has a lso, through it s comm:ttee 
on way matter s, developed a set of rules for th e govel'n
ment of .the n11intenance of way department . Through it s 
committee 011 buildin gs and structures, a valua]Jle re port 
is 1iresen tecl, dea ling with various m atters of impcrtance, 
amo n g which i s that of fire protection of powel' houses and 
terminals, in c luding open yards. The matter of s pecifica
tions for overhear] cross in gs of e lec.tric ligh t a nd power 
transmissicn lin es and that of c le arances for third-rail work
ing conductors have a l so r 0ce ive I cons: de ration h y this 
associati on . 

l'Hll li BAMS OF ASSOCIAT IO:-.: S 

Your especial attention is cal led to the excellent prog ram , 
arranged by the affiliated associations, and your attendance 
at the m eetings at whi ch these programs will Im presented 
is urged. This association is engaged in serious work fol" 
t he betterm ent of the electric railway industry , and to the 
attainment of that end your participation in these m eeting; 
is necessary. In this conn ect ion, r efe r ence should b E! made 
to the exhibit which has been prepar ed by the a lli ed Manu
facturers' Association. This exhibit r epresents much 
thought, t im e and pains, as well as the expenditure of m ucn 
money, all fol' the purpose of bringing before us everything 
new and worthy of note in electric railway ap parn( us and 
materials. The magnitude of the enterprise is shown bv 
the fact that the space occupied this year is 7G,000 sq. ft. 
This exhibit is to be r egarded as one of the most valuabl e 
educational features of the convention , and a careful inspe-::
tion of it during the hours available for that purpose 1c; 

urged as one of the means of deriving the urmost benefit 
from the convention. 

·woRK AT ASSOCIATIO N HEADQ UA RTERS 

Passing to the work of the American Association itseH , 
the constantly increasing demands u pon t h e office in New 
York afford proof not only of greater activity upon th e part 
of both parent and affiliat(?d associations, but also of enlarged 
usefulness to m ember companies. The volume of business 
transacted during the past twelve month s h as been gr eater 
than in any previous year. To take a s ingle it em-the ad
vance reports and papers of the various associations to be 
presented at this convention show an increase of about 
fifty per cent over those of last year, thereby entailing mu ch 
additional work upon the office, through which all this mat
ter must pass, frequently more t han once. Parti cularly 
worthy of note are the constantly increa s ing requests ad
dressed to the association for practical data in all branch es of 
electric railway affairs. Some of thrne requests have in
volved much labor, in several instances even extending to 
the compilation of information relating to the practice of 
foreign compani ES. These inquiries frequentl y make it n ec
essary to call on member companies for data . Such appli
cations to member compani es are made on ly when n ecessar y 
to r eturn a sat isfactory response to the inquiring company , 
a nd every endEavor is made to reduce the amount of in
formation requESted to a minimum. As the basic idea of 
association work is co-operation , it is hoped t hat m ember 
companies will recognize the n ecessities of the case and the 
intention of th e association to ask for no n eedless informa
tion and will give prompt attention to the answering of data 
sheets when received. In th is connect ion referen ce shou lrl 
be made to the fact that perman ent files of information in 
respect to important subj ects are gradually being gathered in 
the office of the association and will become more complete 
from year to year. T h ese fil m of information not only en
large the amount and scope of inform 1,tion which may be 
furnish ed and make the rnme immediately a ccessibl e, but 
a lso tend to r educe the numb er of calls upon m ember com
panies. 

At t hi s point th P fact may propnly bP r econl1,c] that the 

Putire force at the office of t he association is entitleu to 
com m endation for it s careful att ention to the business in
tn1ste:d to it, and that to H. C. Donecker, secretary
treasure r of the association, are dn e especial p ra ise an,l 
t hanks for hi s loyal, energetic and intelligent intenst in 
and attent ion to the affairs of the asso<:iation. 

M lsJ\ IB E HSllll' A N D FlNANl'E 

That m EmlJe rs hip cond ition s and finances are in a souml 
a nd h ealthy condition will appear from th e r eport of thE:
seerEtary-trea surer, which will be presented at this m eeting. 
T lw aclllition during the year of forty C'Ompanies to the roll 
of active m em be1 s and of about 150 names to the roll of 
as::oeiat e m embership speaks for itre lf of the work of yom· 
committees on active and a ssociat e m ember s hip. 

J\'i-,LTHA N l 'fl 

'!'here is no s ingle ar t of the association during the pa st 
year more w01 thy of not e t han the action taken uvon t lH· 
r eeommendations of the committee on insurance. There 
ncommendation s for som e years have been to t h e effect 
that the asi:::ociat:on should organi ze a bureau of insuran ce, 
which should perform services having for their general ob
jects the securing of more definit e and fu ll inform::tion with 
respect to the cost of insurance to member eompanies 
a nd to the insurance companies themselves, the prevention 
of fires , the r eduction of the cost of insurance and the hettEr
rn ent of fir e prntection and insurance conditio ns generally. 
After carefu l deliberations on the part of yom· officers and 
executive comm ittee, it was decided that the time for action 
had arrived, a nd Mr. H enry N. Staats , of Cleveland, was 
chosen as t he expert of t h e arnoeiation in charge of the 
bureau, under the genera l direcCon of the committee o n 
insurance. By the arrang ement made, the ex pense of -t h e 
bureau to the association treasury will consist only of the 
('OS t of added clerica l work, if any, printing, postage, a nd 
other incidental expenses. wh ile a fixed scale of compensa
t ion is provided at which any company may ava:i itself of 
the special services of t he bureau. T h e appointment was not 
made until June of the p resent year, but it is believed that 
the r eport of the committee will a fford ample evidence of 
ihe wisdom of the action taken. There is no other d .rect:on 
in whi ch wisely gui ded efforts on the part of the association 
should be capable of accomplishing grrnter practical result , 
to the electric railway companies with in its membership . 
The indm:try for years treated the burden of insurance as 
one imposed by a s uperior powH, which could neither be 
shifted nor lessened. Th e basis upon which premiums were 
computed was unknown, as were a lso the results to the in
suran ce companies. The compilation of statistics in 1907 
a nd 1908 by your committee on fire insurance under the 
lead of the present chair man, showing that of t h e total 
premiums paid during a period of about e ight years only 
about th irty-eight per cent h ad been returned to the com
panies in the way of compensation for losse s, was the fir st 
disp lacement of guesswork by knowledge. This was fol 
lowed by wide-spread reductions in rates on the part of the 
insurance companies, affording a striking example of the 
beneficial results pornible from association work. Ther e is 
no reason why still further valuable results should not be 
accomplishEd in the future, both in the way of reduced cost 
to electric railway companies· of their instiran ce, and, what 
is of ye t greater importance, t he prevention of fires. T he 
n eed of a ctiv ity by the association to hieet recent proposed 
action by the insurance companies u pon the subject of ratings 
will doubtlESs appear from the r eport of the commit tee. I 
recommend that m ember companies give full support to 
the n ew undertaking of the association in order that th e 
possibility of secul'ing the benefits anticipat ed therefrom 
may be fairly tried and determined. 

,ED L' C.\TIO:', 

A wol'd should be'. said concerning t h e work of the com
mittee on edncation. This committee has frnm tim e to time 
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recommended putting into effect an edvcational system 
for t h e training of young men in electric railway service. 
Steps were taken t h is year, with the co-operation of five 
member companies, to try out experimentally the recom
mendations of the committee. The r esults w ill be shown by 
t he repo rt , which, being founded on actual experience, should 
be of more than usual interest. 

PUBLIC RELATIO N S A N D WELF ARE WO RK 

In connection with the work of t he comm ittee on public 
relations, your a ttention is called to a compilation of t he 
laws of the various state's u pon th e subject of public regula 
tion by commission or otherwise wh ich has been pr epared 
and is practically ready for issuance. It is believed that this 
compilation will be found of permanen t value to member 
companies. T he expectation is that t he information ther ein 
contained will be kept curren t from year t o ye•ar. 

In connection with the- work of the committee on public 
welfare, a bullet in covering mutual benefi t associations and 
other forms of welfa re wo rk was issued du r ing t h e year. 
Th is bulletin contains in con ven ien t form a la rge amount of 
information not h eretofore accessible, anu will doubtless be 
th e subject of frequent refe'rence by member companies on 
this timely and important matter. 

TAXATlON AND FEDE IUL RELATIONS 

Much and valuable work has been done by t he committee 
on taxation, the committee on compensation for the carry
ing of United States mail, the committee on federal relation s, 
and the newly appointed committee on fares, as will a pp@r 
from their reports which will be made to the meeting. 
Note shoulu be made in connection with the work of the 
committee on fe'deral relations that the associaion has 
undertaken to keep member companies advised of the more 
important features of proposed federal legislation relating 
to electric railway cohlpanies. Many of the member com
panies are engaged in interstate commerce and th erefor e 
directly subject to fecle'ral legislation. Moreover, the enact
ments of the federal congress are likely to serve as th 0:i 

models for similar legislation by other legislative bod ies. 
Hence it has seemed that every member company has a 
greate'r or less interest in every enactment of Congress relat
ing to electric railway carriers. There being no other con
veni ent source of information, it has appeared to be the duty 
of the association to keep its members advised of the more 
important proposed federal le'gislation affecting the industry, 
in order that members might, if they should see fit, commu
nica te with t heir rep resentatives in Congress or take other 
suitable measures to avoid the dangers of improper legisla
tion arising from ignorance, misconception or m isinforma
tion. 

LOCATION OF CONVENTION 

The selection of the place for hold ing the present con
ven t ion presen ted one of the perplexing problems of t he 
year. Doubtless when the convent ion of a yea r ago was 
adjourned practically a ll present supposed t hat t he n ext con
vention would be held at some point in th e cen t ral West. 
Such was the expectation of your offi cers and the decision 
of your executive committee. Committ ees from the Ameri
can Association and the Manufacturers' Association visited 
a number of Western cities, including Chicago , St. Paul, 
l\Iinnea polis and St. Louis, and ca refully canvassed the facil
ities of oth er cities asking to be considered. It was finally 
concluded by the joint committee that insufficient hotel ac
com modations, convention quarters and exhibit space pre
cluded t h e possibility of holding the conve'lltion this year at 
any of the cities mentioned except Chicago, which was there
fore provisionally se}ected as the location. On a reassem
bling of the committee at Chicago to make final arran ge
ments it was found that the information previously secured 
from a supposedly authoritative source to the · effect that 
the Coliseum building could be had for the convention was 
incorrect, and that that building had in fact a number of 
.months before bee'Il engaged for practically the entire period 

from the middle of September to the middle of November. 
No other convention or exhibit hall of sufficient size being 
available, and other cities properly located being unavailable 
this year for the reasons stated, the plan of holding this 
year 's convention in the West was reluctantly abandoned, 
and Atlantic City was finally chosen at the best Eastern 
point. Since arrangements were made to hold the conven
tion in Atlantic City a new suggestion has been made on 
behalf of Saratoga which may lead to that place being 
short ly available a s a point for the holding of a convention 
of t he magnitude of ours. This suggestion is free from the 
objectionable features of the proposition which was consid
ered by th e a ssociation a year ago. Proposed additional• 
fac ilit ies should r emove some objections found to exist this 
year in ·w estern cities other than Chicago. It should, how
ever, be borne in mind that the growth of the association 
r enders it increasingly difficult from year to year to find a 
city having to the n ecessary extent all those accommodations 
whieh the meetings, exhibits a nd delegates require. 

REGU LATION DY CO:i\I M I SSION 

During t he past year nothing novel or extraordinary has 
arisen in t he gen eral r elations between the electric railway 
industry and the public. P erhaps the most noteworthy de
velopment during this per iod is found in the extension of 
the id~a of r egulation by commission. Among the states 
which have n ewly a dopted this method of r egulation in its 
most modern for m, Ohio an d Connecticut are conspicuous. 
Even in conservative Massachusetts, whose pioneer railroad 
eommission, though weak in legal power , has yet been mighty 
in strength, the n ewer ideas were v igorously urged before the 
legislature, and t he attempt was made to confer on its com
mission practically a ll t he powers of compulsion possessed 
by any of the later commissions. In t h e words of one of 
its long honored and leading citizens, the attempt was "in 
conform ity with the tendency of modern thought, which 
recognizes no force in existence except the constable's staff, 
supported by the bayonet of t he soldier , and regards appeal 
to rea son as an archaic proposition," to substitute "for intel
ligence and r e'ason the physical forces of the Common
wealth." These various measu res, enacted or urged, taken 
with others of the past few ye'ars, demonstrate that the at
mosphere is now charged with the commission idea. Many 
students of the subject believe that the final step has been 
t aken and that this system of regulation is the method which 
will be permanently followed. H owever this may be, it is 
unfortunately true that in few of the states has this system 
been adopted as th e result of a well-conceived and carefully 
t hough t -out plan of procedure. It is universally conceded 
that power to regulate public service corporations resides Jn 
the legislative branch of government, and it is undoubtedly 
t r ue that from the stan dpoint of both the regulator and the 
r egulated it should be possible to secure wiser regulation 
through a proper ly const ituted commission, having oppor
tunity and facilities to investigate before acting, than through 
the legislature itself. This is the theoretical view, but prac
tical results do not always coincide with theory. Those wno 
appoint commissioners are not all equally wise or equally un
affected by the demands of partisan obligation, or equally 
unaffected by the demands of partisan politics. Then, too, 
comm issioners differ . Some are fairer , wiser, better informed, 
more thorough, m ore careful in r eaching a conclusion than 
are others. Some, t oo, take a higher view of their func
tions and duties than do others. The only true theory is 
that a commission in all matters of dispute should hold 
itself strictly impartial , should take no important step with
out fu ll investigation and hearing, and should reach its 
conclusions absolutely unbiased by any extraneous consiuer
ations. It is safe to say that the commission form of reg
ulation will fa il unless in the appointment of the commis
sioners the ideal is pur~ued of selecting men who are fair
minded, experienced in affairs, well informed as to the busi
n ess which they are to regulate, and, above all, thoroughly 
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imbued with a sense of their solemn duty as arbiters to 
decide all matters impartially and without bias, whether the 
result be pleasing or the contrary to public or corporation. 
Again, another proven weakness in the commission form of 
regulation is found in the inability exhibited in some cases 
t o discriminate between regulation and manageme'Ilt. If 
authority exists to cross this line, th e r esult of its exercise 
would be harmful, and even disastrous, to both public and 
corporation. When the State, through legislature, commis
s ion or otherwise, has enforced the duty which the law im
poses on every public service corporation to furnish to the 
public reasonably good and adequate service of the kind dealt 
in at fair, reasonable and undiscriminative rates, it should 
uot undertake, and, I submit, has no right to undertake, to 
go farther and supervise and control the internal affairs of 
that corporation. To do so means the substi tution of ir
responsibility for responsibility. It would constitute an un
warranted invasion of the right of property. Such inter
ferences were undoubtedly in the mind of the Supreme 
Court of the Uni ted States when it said only three years 
ago, in speaking of measures of rail road regulation, that "in 
no proper sense is the public general manage•r." 

Another difficu lty with the commission form of regula
tion is that in the past it has generally consisted of a mix
t ure of regulation by legislature and regulation by com
mission. In other words, it has not, in fact, been regulation 
by commission. A conspicuous instance arose in Wiscon
s in not long ago when the conclusion of the railroad com
mission of that State, formed, after a thorough investiga
tion, that two and one-half cents per mile was a fair and 
reasonable rate of fare for the railroads in that State, was 
repudiated by the legislature, which limited the rate to two 
cents. There are other instances. Now it is apparent that 
if the legislature will observe the conclusions of a com
mission only so long as they conform to the preconceived 
conceptions of the legislature, no great impartiality can 
be hoped from a commission in serious cases. The fear of 
being overruled, and in a sense discredited, by the legisla
ture, its creator, must constantly prejudice the commission 
mind. In short, so many weaknesses have been developed 
in the latest forms of commission regulation that the case' 
for their permanency and finality must be regarded as still 
in the early stages of the trial. The serious consequences 
which flow from regulatory measures of an improper char
acter render it highly important that the public entertain 
correct views on this subject. 

The most serious question in relation to our industry 
before the puhlic mind at the present time is perhaps 
that of the permissible rate of return on investments in 
public service utilities. By putting the question in this 
form it is not intended to admit that the rate of return 
upon these investments can be in fact directly limited. It 
is submitted that the fact is exactly the contrary. The 
rate of return may be, and frequently is, a factor, and often 
a controlling factor, in determining whether questioned 
rates are reasonable or unreasonable. Surely it is the law 
that a public service corporation cannot charge a rate un
reasonably high, or otherwise unfair, merely hecause with
out so doing it cannot earn a fair return, or any return, on 
its investment. If this he so, the conclusion is inevitable 
that if the rates of such a corporation are fair, reasonable 
and undiscriminative, and its service is reasonably good and 
adequate, the corporation has discharged its full duty to 
the public, and the return from such rates cannot, under 
the guarantees of the United States constitution, and of 
most, if not all, of the state constitutions, be reduced by 
a lowering of rates, or otherwise. The view stated is, how
ever, not the prevailing one, and in particular is not the one' 
held by legislatures and commissions. The view current 
in these bodies is that plenary power exists in the legisla
ture, and, if properly delegated, in a commission, to lower 
rates and exact enlarged service in any direction, subject 

to no condition save that such reduction s and such exa('
tions cannot be carried to the point where th e loss of rev
e nue or addition to expense th ereby caused would so reduce 
t he return as to amount in effect to a confiscation of the 
property. But pnblic power and public interest are not the 
same . "\Vhat on e permit s th e other often condemns. There 
is, however, a widely di sseminated belief that th e rate of 
return on public service utility investments not only can 
be but should be limitecl ,. and t hat t he limitation should 
approach the point of the ordinary interest rate, or less. 
There is no doctrine more ene1·get1cally preached than this 
by som e of the prominent would-be leaders in public opinion 
of the present clay. Jn those cases whe re th is belief is 
sincerely entertained as a proposition of general applica
tion to public service businesses, it can be termed nothing 
but a delusion. It adds another to the many examples 
s hown by the pages of history where a hasty gen eralization 
founded on false or insufficient premises is made th e rule 
of action iu matters of high concern. This belief can he 
due to nothing but a misconception of the real facts. It 
can have for its basis no other view t han that public serv
ice businesses differ from other businesses in being prac
tically free from risk, and offering a substantially assured 
source of income. 

CA USES OF THE POPULAR BELIEF 

How has such a view been created? Certain prominent 
cases of immense returns, actual or apparent, from electric 
railways and other· public service utilities, have done much 
to foster it. The sensational articles with which so many 
periodicals have teemed during recent years have greatly 
aided in its formation. More than a11 else, perhaps, the 
natural proneness of lnnnanldnd to see nothing that is- not 
open and apparent to their eyes has helped. The millions 
of our patrons are seen, and their payments into our treas
uries are known. The cost of the service we render to 
each is unseen and unknown. The burdens of daily opera
tion and maintenance, the struggle to meet the losses arising 
from obsolescence and depreciation, the strain to keep pace 
with public demands clue to the growth of population or to 
t.he desire for the latest refinement in the art of transporta
tion-these are unrecognized. The differences between 
properties are unappreciated. The case of the old estab
lished property, with an earning power demonstrated 
through many years, both good and bad, into which capital 
for improvements and extensions flows ·almost of its own 
momentum, is not regarded as widely different from the 
untried property with no history, or but a short one, behind 
it, with little margin between income and outage, with a 
future of doubt or distrust. 

THE CAPITALIZATION QUESTION' 

Generally coupled with the doctrine that returns should 
be limited to a minimum is the claim that the capitaliza
tions upon which this modest return is to be permitted 
should be reduced to an amount which represents the act
ual present replacement value of the plant furnishing the 
service. In other words, it is insisted that the entire burden 
of all losses that have arisen in the conduct of a utility 
shall be borne hy its owners. The reason for the loss is 
unimportant in the minds of the proponents of this proposi
tion. The men who installed the original horse car lines 
in our great cities should have foreseen that cable power 
would shortly offer a better means of propulsion, while 
those who introduced the cable car in place of the horse 
car ought deservedly to have been mulcted in the loss of 
their property because they knew not of the quick coming 
of electric traction. So, lilrnwise, the pioneers in electric 
railway construction should have waited for the full devel
opment of the industry before they laid their rails, built 
their power plants, or equipped their cars, unless they were 
ready to bear the loss of all investments made obsolete by 
advances in the art or by public demands impossible to 
anticipate. 
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\Vhat could more quickly blight the growth an d develop
m ent of the e lectric r ailway properties of a co un tr y t han to 
have such doctrines as these prevail? W hat could sooner 
end the promotion of new enterprises which would extend 
the 1.Jlessings of cheap and r apid transportation into n ew 
fields? To us the m ere s t a tement of these doctrines carries 
refut ation. Yet man y hundreds of thousand s of our fellow 
citizen s ho ld views like tllese, or closely akin to them . 

I have th us dwelt on t hese phases of our relations to the 
public because t hey clearly indicate t he pa th which a large 
part of the labor s of the associa tion should fo llow in the 
immediate future. The work of economically and effi c ientl y 
operating an<l maintain ing the properties with which we are 
connected is important, but economy a nd efficiency w ill 
little avail if the doctrines indicated are to prevail. \Vheth er 
t hey shall win or not dep~ncls on public opinion, which is 
nothing !Jut the resultant of the opinions of t he ind ividuals 
who compose the public. \Vhether that opinion shall be 
right or wrong, fair or unfair, depends upon whether t he 
opinions of those individual s are right or wrong, fair o, un
fair. During many years th e practice of public service cor
pora tions· was to observe silence a s to all their affairs. 
T here is little cause for wonder that as a result of this 
practice, taken in connection wi th some cases of serious 
corporate abuse, the public became imbu ed with suspicion 
and distrust. Prejudices and misconceptions were formed 
against whieh we must now eo ntend. The t emporary 
j udgment of the peopl e is often wrong. Our systems of 
government are found ed on the theor,y that the people rule 
and that their final judgment is right. Surely, ther efore, 
it is the part of wisdom to lay our case fully and fairly 
before the tribun al to whieh we mus t appeal. Nay, more, it 
is essential to us that we do this. The results of error in 
fundamental rn attPrs snch as those referred to cannot 1.Je 
ca lculated. \Ve can be certain of nothing saye that they 
wi ll lJe calamitous to a ll. \Ye therefore haYe no choice. 
V'le must demonstrate to the people the fallacies which under
lie these doct rin es. But let us not underestimate the dif
ficulties of orn· position. \Ye h an, no spicy story to tell. 
\Ve cannot drive out sensationalism 1.Jy still greater sensa
tionalism. No one will 1iay for the priYilege of reading our 
argunwnts. Our tale is one of sober fact. It will not be 
listened to hy eyeryone. Tl1P lweclless will turn from it ; 
the ]lrejudiced will close their ears. Our appeal will a t 
trad onl~· the man who is ready to stop an(l think. It 
must 1.Je a(ltlressecl to his reason and his sense of justice. 
By its fainwss it must cnmmend itself to him. 

In the warfare wbieh must thus be waged against the 
forces of error this association should play a leading part. 
It is the sole representatiYe on a broad seale of the entire 
electric railway industry. It should assume leadership. The 
Yarious state and district associations, which have been 
,wing splendid practical work during the past year, should 
ea-operate. The affiliated associations and the allied l\Ianu
facturers' Association should each do its share. EYery as
soPiate mernl.Jer should do his. But how shall the desired 
end be ol.Jtain eLl? you will ask. How shall actual results be 
accomplished? How shall we aYoi<l merely beating the 
wind or lashing the water? It is apparent that our activi
ties must be organized and concentrated. Our m embership, 
actiye and associate, must be aided in gathering and mar
shaling the facts an d arguments on which we r ely. Every 
meml.Jer must be impressed with a sense of personal duty. 
as well as interest, to present our position frankly, fairly 
and forcil.Jly as occasion may offer through personal argu
ment, as well as through the press and oth er recognized 
means of publicity. Here is a fi eld in which the smaller 
companies and those associated with them can do most valu
able and effective work for the good of the whole industry. 
They are generally in closer personal touch with t heir 
public than are the larger companies w ith theirs. They are 
more likely to be regarded as component par ts 'of the com-

nnmities wherein they operate. They will be listened to with 
less distrust. Their words will take deeper root. They are 
more widely scatter ed an d hence cover a broader field . It 
is of especia l importance that they undertake this work. 
Beyon d this a n extension of the activities of the association 
itself is n ecessary. A new field must be -enter ed. As a 
potent agency in accomplishing our a ims, I e arnestly rec
omme_nd that t he associa tion issue. at s ta ted intervals to 
its m embers, active and associate, a p ul.Jlication having as 
a chief encl the pr esenta tion of facts and a r guments which 
refute the fa lse doctrines we fear . Deta ils have no place 
h er e, but permit m e to add t hat such a publication could 
well be adapted to circulation beyon d our m embership and 
to quota tion in th e lay press. 

F ur thermor e, t he associa tion must wage a vigorous cam
paign to increase its m embership, both active and a ssociate. 
Greater meml.Jer ship m eans greater usefulness. The issu
ance of th e publication r ecommended would be of great im
portance in such a campaign. One importan t phase of that 
pul.Jlication would be th e distribution of practical in formation 
thro ugh the question box method and otherwise, a s well 
as the keepin g' of members in closer touch with all asso
ciation work. The interest of m embers in t he a im and 
work of t he association is essential to the attainment of 
those en ds a nd the e ffectiveness of that work. Such a 
publication would exercise a powerfu l influence in stimulat
ing the needed in terest. Anoth er mean ;; of increasing this 
interest is one that has been found t o operate successfull y 
in the case of another association engaged in kindred work, 
and the adoption of this has been strongly urged by promi
n ent mernl.Jers of our own association . This is t he com
pany section plan, by which a company may, if it so desire, 
fo rm a section of assoc iation members among its own 
forces. Such a section woul d be expected to1 study an d 
discuss the various practical branches of that particular 
company's a ffairs, being aided therein by t he association 's 
proceedings, publications and_ b ull etins. The a dvocates of 
this plan as~er t that thereby a more intelligent and per
sonal interest in company business is fost ered, employe-es 
are prepared for greater usefulness and the deaden ing rut 
of machine-like labor is avoided. I recommen d that t hi s 
plan .be given car eful consideration, with a view to the 
a doption of it, if the conclusion be favo rable. 

CH A~GES I N ORGANIZATION 

There is perhaps no way in which the campaign t o form 
just and correct public opinion can be better forward ed 
than through work of the alli ed. Manufacturers' Association. 
The interest of t he members of the association is our inter 
est, and yet they are sufficienHy removed from u~ and in 
touch with other lines of 1.Jusiness to occupy in public esti
mation a more impartial position than ours. Measures have 
been discussed during the year to amalgamate with our 
associate membership the personal membership of that 
association, and these measures are still under consideration 
by a joint committee r epresenting the two associations. 
The precise form in which such amalgamat ion may be 
agreed on by the committee, if it shall arrive at a n agree
ment, is comparatively unimportant, but that th e two asso
ciations shall come into closer r elations with each other is 
not unimportant. On the contrary, this is a matter of the 
highest importance to the welfare of the industry to for 
ward, which is the prime object of both associations. This 
association will be blind to its opportunities if it sh all not 
enlist the hearty aid a nd co-operation of t he Manufacturers' 
Association, not only in the generous way in which it has 
been shown in the pa st , but also by a closer r elation ship 
which will insure intelligent and harmonious efforts to a 
common end. I commend this matter to the earnest a tten
tion of the incoming executive committee. 

CON CLU SION 

Gentl em en of t he convention , a year has now elapsed since 
you honored me with the presiden oy of thi s association. 
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During that time the offi cer s, committees a nd members of 
t his, t he a ffili ated and a llied associa tions, as well as the 
fo rces of the t echnical press, have liberally and energet
ically airled in advancin g the in terests of the association, 
and to them I desire ,to express my s incer e thanks! and 
a pprec iation . 1\1 y conviction grows stronger as the year 
c loses .that, whil e- ·the past of this association has been 
h igiily honorable and useful , the w,ork of the future is of 
s till great er concern a nd value. The possibili ties are vast. 
Remem bm· ,t hat we play a part in th.at general division of 
industi,y w h ich more than any other perhaps has advanceJ 
t he cause ,of civili zation throughout a ll the centuries past
t ha t division which has to ·do with the breaking clown of the 
barriers to t he in tercommunication of mankind. We serve 
one of the strongest needs of human beings in t his day, and 
our industry is, tlierefore, fo unded on the solid rock. Our 
duty is to see that t he structure bnilt thereon is worthy 
of the fo un<lation. 

----·♦·----

TUESDAY AFTERNOON SESSION OF AMERICAN 
ASSOCIATION 

The opening session of the American E lectric Railway 
Associa tion was called to order yesterday afternoon at 2.30 
by President Brady. There was a large attendance. The 
first order of business was the presentation by the presi
dent of h is :annua1 address. T h is is published elsewhere in 
t his issue. At its conclusion Mr. Brady received long 
applause. 

The r eport of the executive committee was then read. It 
consisted of tbe minutes of the meetings held during the 
year. F ollowing the report of the executive committee was 
t he report of the secretary and treas1wer. It appears in 
abst ract e lsew11ere and included a list of th e members and 
as.sociate members of the association. Secretary DoneckEr 
announced while reading h is report that since its pulJlica
tion in printed form the numb er of companies which had 
joined the association this year had increased from thirty
seven to forty, makng the total active membership 373. 

The secretary then read the report of the committee on 
subjects, which was represented by the papers and reports 
to be read at the meeting. The reports of the committees 
on membeirship, which followed, called attention to the work 
of these committees during the year-work which was shown 
by the increased number of members. 

PUBLIC RELATIONS 
The report of the committee on public relations, which 

was brief , was then read by the secretary. It suggested the 
selection of some one experienced in pnblicity work to pre~ 
pare articles on different phases of electric railway operation 
and the making public of these articles. After the conclu
sion of the reading of this report the president announced 
that th e subject wr; open for discussion. 

James H. McGraw, ELECTRIC RAILWAY JOL'RNAL, then 
spoke. First he quoted a paragraph from the address pre
sented by Patrick Calhoun , president United Railroads of 
San Francisco, at the 1910 convention of the American 
Electric Railway Association, in which Mr. Calhoun said: 
"No men, not even those engaged in public life, come i~ 
such close contact with the people of the cities of .this 
country as those who manage their daily transportation. 
From this contact we learn an important fact-the utter 
indifference of th e general public to what may be termed the 
private side of street railroading." 

Continuing, Mr. McGraw said in part: 
"Let us ask the question '\,Vho is responsible for this utter 

indifference? How can the public understand the railway 
and its problems if no one tells the story?' Some few com
panies, to be sure, are doing effective publicity work, but 
many attempts on this subject are so feeble as to be pathetic. 
Much has been said and written on the subject of public r e-

lations, but the industry as a whole <loes not l'Palize the vos
sibilities of molding public sentiment so that there shall be 
co-operation instead of antagonism toward the purposes of 
the companies. Only a few understand the art of publicity 
or its effect on the public mind. Are we really studying it 
as a bfg problem or are we simply indifferent, or not think
ing about it at all? We all admit the great power of the 
public press. The companies that have created the machinery 
fo1• affording publicity re'garding their affairs are reaping 
the benefits of this policy. I believe for the larger com
panies a definite policy of publicity and a specially organized 
department, with a capable head to handle this feature of 
their operations, are as necessary as a general manager. 
Years ago the Pennsylvania Railroad reali zed the necessity 
of meeting the situation in this way and acted upon it to 
the everlasting benefit of that company. Many other large 
corporations have followed this example and some of the 
important electric railway and light companies are securing 
similar benefits from effective publicity work. But why 
should not this be done in a stronger and more concerted 
way? Why should not the railway manager take his rightful 
place in th e community as a man and a eitizen? Does it 
follow that because he is the manager of the railway and 
the railway is cor.poration-owned that he is not a real, 
true-blue citizen interested in the best welfare of the com
munity in which he lives? Why should not the manager 
hold public office, or at least belong to and take an active 
part in, the work of the chamber of comm erce, board of 
trade and other civic organizations which have for their 
objects the betterment of local eonditions? 

"Suppose we make up our minds to let 'bygones be ,by
gones' and that the public, which after all is fair, concludes 
to bold the same attitude toward us. Electric railways are 
absolutely essential to the well-being and comfort of the 
communities. The properties have been developed so rapiclly 
and wonderfully from the horse or mule cars of twenty or 
twenty-five years ago that it is almost impossible to realize 
that this evolution bas taken place in so short a space of 
t ime. But, notwithstanding the great progress in railway 
rnnstruction and operation, we appear to have gone from 
liad to worse in our relations with the public. The public 
relations side of the business has been neglected and the 
deadening results of this are apparent on every side. There
fore, I say it is time to have a fresh start in this end of 
the business.. Consider what attitude the railways invi_te, 
what attitude they are fairly entitled to have the public 
hold. The railway is helpless without the public, but so is 
the public helpless without the railway. There should be 
co-operation, a recognition of problems that affect the one 
as much as the other and a frank agreement to work together 
for the undoubted best interests of all concerned. 

''As a fundamental consideration, publicity should be real 
and not fancied. Newspaper men are human and have 
sympathies. They like to be treated frankly and trusted. 
They are the principal representatives of the public with 
whom the railway officials come in contact. They reach 
more people among the passengers than can be reached in 
any other direct way. If, when they come to the railway 
office on legitimate business, they are compelled to wait an 
unreasonable time for an audience and are not treated 
comteously, they resent it. If they are shown that the 
railway bas nothing to conceal, that it is glad to assist them 
in any legitimate inquiry and that officials are willing to 
see them at all possible> times, they will naturally assume a 
more friendly attitude. 

"Real publicity of financial matters has not been practised 
by. many electric railways. The companies should take the 
initiative in this matter and not wait for the public to lay 
down a new policy. Statements should be issued in snfficir.mt 
detail to show the principal classes of expenses. Such state
ments should permit the public to calculate bow much is 
being spent on maintenance in order that it may be shown 
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whether t he property is well maintained out of earnings. 
They should show the proportion of taxes paid in order that 
the public may r ealize that whateve'r is paid is a charge 
that has to be met from the earnings of th e company from 
fa res. 

" The companies should a nalyze t heir capitalization. in 
t he past t he capita l accounts have borne some expenses that 
.a re indefen sible and other expen ses that should be defended 
.to t he last ditch. T he public should r eeognize t he va lidity 
,of outstanding secur iti es issued in aceordance with t he law. 
While this is the logical position of the companies , there 'is 
more that can be done. A valuation of t he property should 
-be made by ever y company in order that th e officials may 
know what actual assets a re owned. This valuation, of 

•r·om se, should not be of t he purely physic-al items, lmt should 
include t he many classes of int angible va lues which repre
sen t actual cash investment that should be retain ed in the 
·capi talizat ion. lf, after a valuation , items are found that 
.should not be ke1)t permanently in t he eapita l accoun ts, t hey 
should lJe written off hy degr ees. If this policy is a dopted 
it will strengthen materially the position of the companies. 
\Vhile outstanding securities issued shou ld receive ful l public 
1•pcogn ition, th e companies, after the experiences of the past. 
.should live up to the highest standards of finance in a ll 
.tu ture issues of stocks and bonds. 

"Again, many questions of operating problPms can be 
trcate «l pulJlicly through the newspapers or otherwise to the 
everlasting benefit of the companies and the instruction of 
the public. If the companies have a difficult problem in 
routing so as to accommodate the rush-hour traffic, or in 
meeting reasonable transf0r needs while preventing abuse 
of the transfer l)riYilcge, the publiC' should know the facts. 
Why sho11l1l not the operating officials as well as tbe presi
dents and the hoards of directors be1 authorized to speak for 
their c-ompanies on all questions of public policy? If the 
pulJlie makC's a complaint it is mi1c-h better to giYe a ])rompt 
antl reasonable answer and to attempt to remedy the gricv
a11ee at onl:e than to write that tlw matter has been re
ferred to the proper departnw11t for inYestigation and-what 
may frpquPntly liappen to be the case-permit a long delay 
to intervene before the comvlaint is answPred. The com
panies should open the door to the public and welcome legiti
mate complaints, because thPY frequently disclose a source 
of friction which can be remedied easily .. It should be made 
easy for the public to do business at the railway office. lf 
the· principal officials are not accessible there should be 
competent subordinates who can take such action at once 
as will turn a dissatisfied passenger into a satisfied patron 
of the company. 

"lf a railway is a semi-public institution, it is also a semi
private business enterprise, and the two interests haYe to 
meet at a halfway point where they can co-operate and 
acco1111)1ish the best results. It goes without saying that ade
quate and efficient serYiCP is necessary. But what is reason
able to give on one line is unreasonable on another line. 
The public should be told this fact. Only so much service 
can be provided, and if passengers have speed in travel they 
do not always get seats or the utmost comfort. If they get 
seats and plenty of comfort they cannot always have speed. 
The steam railways do not give parlor-car and limited ac
commodations without extra payment, and street railways 
cannot do it, either. It is unfortunate that electric railways 
are still suffering from the sins of the past and the feeling 
that the public holds in many communities because of old 
cases of overcapitalization, poor equipment or shiftless ma n
agement. The corporations are berated by demagogues be
cause it is their ~tock in trade to follow that policy; by 
politicians who ·want to increase their public following; and 
by the public, largely because of ignorance of the facts. 
The · public has been misled by perverted statements. Over
capitalization and inefficient service in some places have 
given color to t h e char ges of t he opposition. Yellow journals 

and muckrakers have magnified these situations and en
larged upon them in a most brutal way. The voice of the 
alarmist a nd demagogue is still abroad in the land and 
many of the railways have been silent and failed to make 
their side of the case plain to the public. 

"The silence has been misconstrued and the public has 
been led to believe that in some instances the railway cor
porations did not dare to reply. We must remember the 
will of t h e people in this country is sovereign; public senti
m ent can be molded toward the right and the protection of 
proper ty as well as in the opposite direction. 

''When we consider all the facts from a broad point of 
view, we assert , and the public should agree with us, that 
t he street r a ilway has been the agency which has accom
plished m ore fo r this country in the settlement of outlying 
districts t han h as been done in any other important country 
of the world. l\'.Ian y of you , I think, will agree that the rail
ways have been too liberal with their extensions. In the 
future, extensions should be fina nced on a business basis. 
E ither they will pay an d t her efore should be constructed, 
or they will be a burden on t h e system for years and should 
n ot be constructed. It would not be better for the communi
t ies i f ext ensions were r estricted, but it probably would be 
be tter fo r many of th e companies . 

'"The t ime h as passe tl for concessions in fares and for 
a ny concessions in transfers that do not absolutely have to 
b0 made to ful'llish t he public th e accommodations to which 
it is reasonably en titled. Where there are state comm is-· 
sions, t hese bo dies ar e effecting a measure of publicity that 
is new to rnan,y companies. In a large number of states 
it is no longPr a question of whether there sh all be a com
mission, but a question of wh ether commission r egulation 
will work out sat is fact ory and acceptable conditions. The 
companies have the experience and every in centive to be 
in advance of me commission ; to lead, t hem in investiga
tions. an1l to teach them the fact s about the ra ilways. The 
companies antPda ted th e commissions and, should create 
within themselves condition s that will lead to public com
men,lation. not to more 1rnblic censure. 

"There is talk about the inadequacy of five-cent fares 
and that this is justified in many cases is indicated by 
the six-cent fares tha t h ave been establish ed in Massach u
etts under the authority of the conservative Board of Rail
road Commissioners of that State. In man y companies, 
however, thPre is insufficient knowledge about costs of 
operation for sc ientific consideration of this subject. I 
wish to emphasize before this association the need. for a 
careful analysis of costs in order that the position of the 
companies may be strengthened in every way. The true 
costs should include a ll expenses that should be charged 
on account of deprecia tion. It has not been possible for 
companiPs to m eet all the expenses aris ing from r evolution
ary changes in th e art without additions to their capital 
account. It is improbable, however, that an y such revolu
tionary changes w ill take place in the future, and cer
tain l-y from th is t ime on adequate provision should be made 
for the deprec iat ion that accrues each year . 

"In all th ese m atters of costs, as well as of capitaliza
tion an d operation, the r emedy is publicity. Every com
pau y should have a definite policy, well understood by all 
the offi cials and employees, regarding the r elations with the 
public. That policy must be one of frank confidence, and 
the company and every r epresentative who deals in any 
way' with t he public must t ell t he truth. Every official 
an d employee who thus tells the t ruth must have the ab
solute backing of the management. The public must come 
t o learn that the company is telling the truth on all occa
sions. If that policy is followed public confidence in the 
management will increase. It pays to deal with the public 
in this wa y.'' 

Continuing Mr. McGraw said that he believed that in 
following the suggestions of the president's address the 
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a ssociation should lead in t hi s importa nt work of pnblic 
relations. The association had, as shown by the secretary's 
1·eport, slightly less than 400 member. compa ni es. There 
were more than 1000 operat ing companies in th e Unit e d 
States. Why should the association not have 750 or 800 
members? T he association was doing a s pl e ndid worlc 
The foundation was well laid, but the biggest and brnadest 
work was yet to be done. There were about 12,UUO ott1 cial s 
a nd salaried employees of the electric rnilwa ys of th e coun
try, not including any wage earners. Why shoulrl not the 
American Association have 5000 or GOOO a ssociate m em 
bers instead of 1200, as g iven in the r e port of t he secre t a ry': 
About one-half of the associate m ember ship was mad e u p 
of representatives of the Manufacturer s ' Association. T h e 
speaker believed that every member of the affiliated organi
zations should become an associate me mb er of the pa rent 
organization, as well a s a ll of the mem!)er s of th e l\ lanufac
turers' Association and their re presentatives att t>1iding these 
conventions. The company section id ea, of whi ch th e presi
dent spok e, would be an effective m ean s of in cr easing tlw 
associate membership. T h e Manufacturer s ' Associa tion 
was doing a splend.id work a n d was livin g up to it s presen t 
opportuniti es. The speaker asked, ·why not make the oppor
tunity la rger and toge ther . preach th e gospel, a ll te llin g 
the same story in the interests of th e g1'eat in<! ns trv w hich 
this association represented? 

P. S. Arkwright, Georgia Railway & .E]lec tric Cc mp a n y, 
Atlanta, Ga., said that h e was connected with a co m11a ra 
tively small company in a Sout hern communi ty wh ich aske i 
t h e bes.t service, but was very responsive to a ny gener ous 
o r liberal treatment on t he part of t he streE:t railwa y com 
pany. He took it as a matter of course that a str e Et railway 
whi ch assumed to perform the s ervice of tran s po1 tation 
!J ad to give good service. It had to do so at a r easonabl e 
fare and he did not think that t h e compa n y should expect 
any parti cular returns from the public s imply because it h a<l 
furnish ed good service at a rearnnable fa r e. Owing to th e 
peculiarity of the business, railway compani es had many 
avenues through which to ra ise t he opvositi on a nd antag
onism of the public . The company m et the public under 
a ll sorts of conditions and in a ll sorts of humors. Its busi
ness was transacted on a publi c map, laid down in t h e 
streets of the city, before thE:' eyes of the public, which knew 
eYery mistake before even the company. The company 
limited the publi c on its tran'sfers, as to w hat time they 
should be used, as to what place the public should change 
from one car to a nother, etc. In t h e nature of the bm:iness 
the company had to have many r ules. It was running 
public conveyances for the convenien ce of th e genera l pub
lic, and to do so it had to nm coun ter to ever y separat e 
individual convenience. So the com pany had m an y ways 
to arouse the antagonism of the public. Again the company 
occupi ed the public streets and nearly every h our of the 
day did something that somebody di d not like or somebod y 
else did not approve of. 

The spea k er thought that in cultivat ing prnpe r r elations 
with the public the company should start out by giving 
good service, as good as it could r easonably give , k ee p it s 
tracks in good condition, keep its cars clean and well 
painted, keep its men as neat and as courteous as poss ib le. 
But it must not think that when this was done arnl a fare 
was charged it was at quits with the public and the public 
was at quits with the compan y. He thought that the com
lJany had to go beyond that. It had to g ive th e people some-
1 hing more than they had paid for; to treat t h em a s Mr. 
:vrcGra w had said, always with the utmost courtesy. Th 3 

.company was very close to the people. If a man had a 
dispute about a transfer, or if a conductor did n ot stop at 
one side of the street or the other, the passenger woull 
come to the president of the company and compla in ab out 
it. The company had to hold itself rea(l y to meet any patrnn 
of th e company who cam e in th e prope r way to r egiE t e r 

a comv laint or s peak abont t he rail wa y bu s'. ne:::s . Jn tlral 
\'fay th e comvany could accomplish good ; it could en ate a 
liking for a strett railway co mpa ny if it t r eat ed th e 1 nbli c 
ri ght , gave it more than it was entitled to, gave it mo re 
than it cou ld prnpel'! y de rn a n<l , t reated it with li!JPrality and 
generos ity. 

Mr. Arkwright sa id that if a com pany got fro m the 1mblk 
only wha t it had th e righ t t o dema nd, t he re was n ot a com
pa ny w hi ch could li ve. It was co n ti nua ll y askin g favors of 
t h e vublic; it wa s continua ll y a sking 1 he public to put up 
with conditions th e n :ason fo r whi ch its mana ger s kne w 
but the public did not lrnow, but w hi ch mPa11 t public di s
comfort. Th e publi c was crowded in t h e rush houn;, 1 h • 
compa n y knew that this could not b e h e l)J E'd , but it wa ·.3 
inco n ve•n ient and uncomforta ble. Th e compan y aske::l for 
new fra n chises a nd for r u1 ewa ls of it s fran chises; it a ske I 
t h e public n ot t o demand too long a r ide or too low a fare. 
It wa s alwa ys a sking fav o1·s of the publ ic. An y stH:et rail 
road compa ny or any other company 01· individual t hat e , 
)l cc t.ed a favor must g rant a favo r. Jt must cult ivate a 
kindly r cfation , a nd · a rail way compa n y must c nlti at ? 
k indly r elation s with t h e J)ubli c, not a lon e with words b{1 t 
by acts of ge n H csit y a nd acts of liberality to t hi s pu bl ic. 

T he s prn k c:.r sa id th a t wha teve r t he s ituation migllt be 
:n the la rger citi es, in those th e s ize o f At lanta the stree t 
ra il way was t h e m ost important indm tr y of the c ' ty, It 

re1:rE sc n t ed t he largrnt ind ust ry . It was the larges t tax 
pa yer : it had the grea t e s t numbu of e mvloyees; it h a 1 
th e larges t grorn and net business . It was the ti rs t thi ng tha t 
:i. visitor to t he city saw ; it was a lmost possibl e to judge a 
tow n by t he k ind of s tree t railway it ha d. T h e compa n Y 
was the m os t prominent thing in the cit y ; it was t he most 
1, rnminent citizen in it s community, a n d if i t occu1;ie::l t ha ': 
relation, h e thought that r ela tion ough t t o be sustained . 
Th e company ought t o contribu te within reason to a n y 
proper enterprise gotten up for t he ben etit o f the pub li<" . 
His own company invited r equest s of thi s kind a n d a lwa y.3 
rnmrlied with th em . In r egard to extensions , the street 
rail way could not extend ind efinit e ly, but it ought to mak ? 
r easonable extensions. It ought t o be the cam e of th e 
growth of the community and n ever le t it be said that it 
in any way unrEasona bly r estrict ed th a t growth . It shoul I 
mee·t demands for increased s ervice be fore it was compelle::l 
to do so by order. It ought to see far enough in advance 
r. nd endeavor to m eet th e demand befor e t he deman d 
10ached such a point a s to mean compulsion . H e did n ot 
mean unreasonably fr equent service, tut h e meant that th e 
<"ompany should k ee p a li ttl e in ad,a n ce of wha t the aut ho r
itie s could m ake it do. ::ometim es the co m ra ny wa s rnbbe I 
th e wrong way a nd unjust dem ands were mnde of it . fom e 
t im es these unjust demands preva iled and t he com pany 
knew it was being treat ed rnjustly . . It wa s hard in human 
nature not to get sore ancl som· abou t such a thing, bu t 
the speaker did not think t ha t even under unjus t treatmen t 
a compa n y should b ecom e sour and sore with the pub li c. 
It mi ght have a ti ght with the publi c but n ever a feud. 

EIJ UC ATJO N 

P1 of. H. H. Norris , Cornell Unive rsity, vre~ ented the r e
po1·t of th e committ ee on education and callecl att ention t 'J 
the essential features of th e pla n which had becm t r ied th ·. s 
year. If a young m an had no brain, th ere was nothing 
th at cor Id be don e with him; bi:t assum ing that he had a 
brain h e would become a better employee if his !Jrain was 
stimulated. That was the1 theor y upon which the com
mittee on education had been pro1·ee.d ing fo r t h e last fou r 
yea r s. This year th e committee put its th eories to a pra <·
ti ea l t , st. It inv it ed fiv e co mvanies c-on venien tly lol'a ted t o 
co-operate in an actual ex perim ent. Eal'h of t hese com 
panies was asketl to l'ontriht' te a reasonable sum of money 
and five young m en upon whom the committee could experi
ment. Th e re£u'.t s of that exp e!'imPnt were described in 
the re11ort. Th e iurn was th a t if a boy w: s wo1•ki ng a t 
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some particular job, no matter how dirty or commonplace 
t hat job was, there was more in that job than appeared on 
t he surface. If that boy or young man could be stimulated 
to go further t han the immediate demands of the job, then 
11 e was made to undergo a process of self-education. A 
you ng man might be turning commutators. He would be 
:a satisfactory ,employee if he turned off the commutators in 
.a satisfactory manner . However, he was not educating him
self by simply smoothing off the commutators. But a com
mutator was an e legant piece of equipment if it ·was properly 
,comprehended, so :the committee's plan encouraged the young 
man to study the commutator and see how it is made. 
The committee believed that the experiment had been rea
sonably successful a nd recommended that· the experiment be 
eontinued another year, and that th e number of students 
enroll ed be increased from 25 to 100. 

President Brady announced that discussion. of the report 
would he postponed to a later meeting owing to the lateness 
of the hour. He also announced that the addr ess by Wil
liam G. McAdoo on the subject of t he Hudson & Manhattan 
T_unnels had been unavoidably delayed until t he session of 
Wednesday afternoon. and the address of Charles L. Henry, 
p resident Indianapolis & Cincinnati Traction Company, on 
t he subj ect of "The Interurban" had been advanced from the 
session of vVeclnesday. In introducing Mr. H enry the presi
dent said that Mr. Henry ·was probably the only person 
(•onnected with the electric railway industry who had the 
honor of introducing a new word into 'Nebster·s dictionary. 
The word "internrban" owed its origin to l\Ir. Henry. An 
~1!Jstraet of :Mr. Henry's address is printed elsewhere. 

After the reading of the paper Presillent Brady announced 
that the discussion of l\Ir. Henry's paper would be postponed 
u ntil a later session. He urged all delegates to be present 
in attendance on Wednesclay so that the meeting could begin 
lJy 2.30 at the latest. A motion was made and canied that 
a telegram he sent to ,v. Caryl El y conveying the congratu
lations of tile association upon his recovery from his recent 
illness. 

The meeting then adjournecl. 

----•·♦·----

ANNUAL REPORT OF THE SECRET ARY AND TREASURER 
OF THE AMERICAN ASSOCIATION* 

At the close of the fiscal year 3G5 companies were en
rollee! as members, a net in('rease of fifteen over the number 
shown on Sept. 3il, 1910. T he growth , however, is more sub
stantial than this number would indicate. as the total mem
lJership was corn,ddei-ably reduced· because of a number of 
consoliclations duri ng the year, whkh brought about a net 
loss of seven companies. Inasmul'h, ho~·ever, as these con
solidated companies are still represented in t he membership 
of the association, it will be seen that there has been an 
aetual increase during the last fiseal year of twenty-two com
panies. lt is also gratifying to note the small number of 
resignations and the equally satisfaetory condition as re
ga rcls delinquents, which indicates that the· interest of the 
old members has been well maintained. 

Associate membership now totals more than 1200, or a net 
increase of about 12 ·per cent. The number of withdrawals 
from this class of membership was sixty-five, which in per
centage is considerably lower than t hat generally obtaining 
in organizations of a charaeter similar to the American Asso
eiation. The, delinquents, it will be noted, are fewer in num
ber ·than in 1!110. 

RECEIPTS AXD EXP ENSES 

The receipts for the year 1910-1911 were $43,353, or a net 
gain of $3,072 over the year 1909-1910, more than $2,200 of 
which can be attributed to · increases in_ annual dues of old 
member companies and dues from n ew member companies. 

* .\l,stract of report !'<•ad hefore the AmPrkan EI Pctric Ra ilway 
Assuciatinn, nt Atl:rntic eit~·. X .T ., Oct. r-13. Hlll. 

Expenses have increased' $4,214.62, to $40,289. Most of this 
increase is due to the .greater amounts appropriated to the 
affiliated associations and to the increased cost of printing 
the annual proceedings, which last year covered 2100 pages, 
as against 1750 in 1909, or a 20 per cent increase, which in 
connection with the larger number of volumes distributed 
is responsible for an added expenditure of approximately 
$1,200 . 

The operating expenses of the affiliated associations show 
an increase of $-2,200. The· change in· the· name of the ,.,asso
ciation, necessitating the free exehange of associate member
ship badges, entailed an outlay of more than $400; It will 
be seen, therefore, that these three items of extra·ordinary 
expense account for $.3,800 of the $4,200 · excess.. The amount 
paid in salaries is $1,900 more than in 1910. The figures for 
the two years, however, are not strictly comparable, for the 
reason that the expenditures for salaries during the past 
year should be considered in their relation to the total ex
pended for the same item in 1908, or $9;700. This because 
of th e fact that t he organization of the headquarters force 
was then identical with the 19U and normal arrangement. 
The offiee foree exactly equals in number that employed in 
1908, though in th e meantime · much work has been adde~, 
as may be seen from the consideration of the following. 
comparisons: 

For instance, in 1908 ther e were 262 active member com
panies; in 1911 there are 365. The associates in the same 
period have increased fro m 249 to more than 1200. 

GENERAL DATA 

The number of committees is now close to 50, as against 
34 three years ago; while the individual membership of these 
committees has grown from 168 to considerably more than 
300. Another item is the substantial increase in pages of 
printed matter distributed in advance of the conventions. 
In 1908 the assoeiation sent to the members 668 pages of 
s uch material, while in 1911 the total is approximatBly 1025. 
The headquarters also finds itself oftentimes able to assist 
the committees through the eompilation of data and in re
seareh work. As the fires of the association continue to grow, 
there will be more frequent opportunities to aid in work of 
this sort, and naturally these files will also add to the value 
of the work of your association. inasmuch as it will be better 
able to provide needed information promptly to the member 
companies. The data which are continually bei ng added will 
a lso be of value in the advarieement of such publicity plans. 
as the association may elect to carry on in the future. 

----♦·----
ODD AND EVEN STOPS 

The plan of s topping cars only at every other street has 
been inaugurated for t he rush-hour service on two of the 
lines of the Kansas City Railway & Light Company, and 
probably will be installed on other city lines. During rush 
hours signs r eading "odd" or "even" are placed on the front 
vestibules of these car s, thus indicating whether a car will 
stop at th.e odd-numbered or even-numbered street. On 
those streets which run east and west and are named instead 
of being number ed the company has a sign on the poles at 
the corners designating in black letters on a white back
ground whether that corner is " odd" or "even." It is well 
known that a eonsiderable proportion of the schedule time 
of a car is taken up in loading and unloading passengers, 
and James E. Gibson, general superintendent, states that 
while exaet figures are not available he is certain that the 
plan of stopping alternate cars at alt ernate streets has been 
of material assistance to the company and has improved 
the service from the standpoint of the public. 

----♦·----
The Ford & Johnson Company is showing in space 209 

a light, durable and sanitary, all-steel seat for street and 
interurban railway cars; also a line of fiber rush and reed 
furniture for buffet and parlor-car service. 
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OPENING MEETING OF THE ACCOUNTANTS' 
ASSOCIATION 

Preside'Ilt W. H. Forse, Jr., of the Accountants' Associa
t ion, called the annual meeting to order at the Hotel Chal
fonte at 10.15 a. m. yesterday. Mr. Forse then r ead th€' 
annual address of the president, which is published else
where' in this issue. 

H. E. Weeks presented the· report of the executive com
mittee and then his r e'port as secretary and treasurer. 

E. D. Gault, auditor Mahoning & Shenango Railway & 
Light Company, Youngstown, Ohio, then read his paper on 
the subject "Accounting System for a Small Electric Rail
way." 

Before the association proceeded with the discussion of 
this paper the chairman called on C. N. Duffy, Milwaukee 
Electric Railway & Light Company, who expressed his pleas
ure at_ being present and spoke in reference· to the plan for 
the establishment of company sections. Mr. Duffy said that 
the National Electric Light Association had developed com
pany sections very successfully. He realized that many of
ficials of member companies, as well as employees who would 
take an interest in the proce'edings, were unable to attend 
the annual meetings. The real idea of associate m embership 
is that the work of thei association shall be brought directly 
to the companies. 

In the company sections the meetings are held monthly, 
so that the worl{ is brought closer to the individuals thaa 
if they attended only the annual gatherings. Mr. Duffy re
ferred to the matter of expenses, which he · said would ba 
only slightly, if at all, greater than with the prese'nt form 
of organization, while the benefits would be multiplied many 
times. In these times much is he'ard about the education 
of the public, education and development of employees and 
welfare methods. The company section would afford abund
ant opportunities for work along these lines. Through the 
great development of company sections the m embeTship of 
the National Electric Light Association had been increased 
from 3000 to 10,000. Beforei the Milwaukee Electric Railway 
& Light Company section of the National Electric Light As
sociation was established in September that company had 
among its officials five associate m embers of the organiza
tion. When the first meeting of the company section was 
held 110 members were enrolled. To establish this plan 
would be the most important thing that the American 
Electric Railway Association could do. Mr. Duffy urged the' 
members to use their influence to secure the adoption of the 
plan. 

DISCUSSION ON "ACCOUNTING SYSTE:~I FOR A S lHALL ELECTRIC 

RAILWAY " 

The discussion on the paper read by Mr. Gault was opened 
by Robert N. Wallis, Fitchburg & Leominster Street Rail
way. Mr. Wallis said that the paper was practically a text
book and spoke of the large number of small companie's. 
According to the 1907 census report, seventy-six companies 
had gross earnings of over $1,000,000, fifty of between $500,-
000 and $1,000,000, eighty of between $250,000 and $500,000, 
182 of between $100,000 and $250,000, and 551 of less than 
$100,000. More than two-thirds of the companieis, therefore, 
had annual gross earnings of less than $100,000. The asso
ciation owed it to the representatives of these companies 
to assist them in all matters relating to their accounting. By 
such papers as that read by Mr. Gault help could be given 
to the small companies. 

Mr. Wallis suggested thei elimination of some features 
in order that gre'ater simplicity might be attained. The 
small road should adopt a system that was suited to the size 
of its operations. Mr. Wallis knew of a small system which 
combined the voucher record with the cashbook. There was 
no reason why a combined record of this nature should not 
be used. He would suggest the combination of several of the 
records. The use of the journal might be confined, as stated, 

very closely to a record of non-cash items. He thought that 
an accounts-payable ledger was absolutely necessary, e•ven on 
the smallest property, although personally he lilrnd cards a 
little better than loose-leaf sheets. The question of vouchers 
could be simplified a good deal on a small property by the use 
of the original bill and by sending a s imple voucher check. 
The classification of park accourits s uggested by Mr. Gault 
was complete and might be adopted. 

E. L. Kasemeier, Ohio Electric Railway, believed in keep
ing the accounts of a small road in the samei manner as n 
large road. Not much work would be required to do this on 
a small road and standard methods would be an advantage. 

G. B. Cade, Atlantic Coast Electric Railroad, said that he 
used the standard classification of accounts and two men in 
the accounting department did all the work of the depart
ment. About GO per cent of the total receipts were taken 
in during the four months of the summer season. All the 
books werei closed and the accounts completed inside of two 
days. H e did not lrnep a detailed job-order system, but kept 
a record for the purpose of reporting information and could 
te ll the cost of any job. 

E. L. Schmock, Cleve'land, Painesville & Eastern Railroad, 
kep t a separate ledger for job orders and made th e journa1 
entr y at t h e end of the month. If a car was rebuilt to any 
material extent or a side track, addition to the power house 
or lighting line should be constructed, a job order would be 
prepared. 

J. N. Joel, Utica & Mohawk Valley Railway, explained the 
job-order system in usei by that company. The road is divided 

_ into sections and to each section a number is given. As the 
work is done by uneducated m en , all t hat the time report 
shows is the number of the section and the number of hours' 
work on the job. Payrolls are distributed according to the 
job-order number and the accounting department furnishes 
the proper number and name of the construction account. 
Each ordeir shows the total expend ed for the month, divided 
under different h eadings. The job-order report covers 150 
pages each month. 

Perry L. King, San Antonio (Tex.) Traction Company, 
had used the job-order system to great advantage. Expendl
tures were carried directly into the general ledger and 
consolidated at the end of t h e year. 

Mr. Kasemeier r eferred to the use by the Ohio Electric 
Railway of "a.f.e.'s," or authorizations for expenditures. 
These are given numbers and charged on the books by 
numbers. A sheet is k ept for each job. This shows the 
amount authorized, the amount expended to date and the 
balance unexpended. The amount authorized cannot be 
exceeded unless additional authority is given. . 

W . F . Ham, ·washington Railway & Electric Company, 
spoke of the relative importance of the records affecting 
construction and operation. No matter how small the com
pany might be, it was very important that the expendi
tures for construction should be kept in such shape as to 
afford the necessary information and a permanent r ecord. 
The time would come when operating records would cease 
to be of particular importance, except that the general 
results should b"e known. But it was essen tial that a 
record of cost should be k ept in good shape. Jn many 
cases where information r egarding past costs was desired 
it was not obtainable, although at some t ime such informa
tion had undoubtedly been in the possess ion of some previ
ous official of the company. P ermanent r ecords should be 
made for the information of the official who would go over 
the property at some future time. 

Robert Morrison, Jr., Michigan United Railways, agreed 
fully as to the necessity of having the accounts complete . 
In the case of his company several properties had been 
consolidated and nothing was to be found in the records 
1egarding the early costs. Now a complete record was 
kept. The job-order system was used and a cost analysis 
sheet made up once a month. 
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Mr. Cade said he made up every year a detailed perma
nen t r ecord of construction expenditures . 

Mr . Morrison t hought tha t it was desirable to keep an 
accounts-payable ledger. It h elped to prevent the duplica
t ion of vouchers and wa s convenient for t h e purpose of 
showing expendi t ures over a certa in period. 

Will Browne, Utah Light & Railway Compan y, referred 
to t he desirability of entering biII s in th e accounts-payable 
ledger as soon as t h ey r eached the office. 

F . E. Smith, Chicago Rail ways, thought that if a r oa d 
purchased, for instance, f rom 1 00 m anufacturers t her e 
would not be occasion to know how much had been bought 
from more than two or three. 

C. E. Cal der , Easter n Pen nsylvania Railways, said t hat 
the accounts-payabl e Je'dger had been very valuabl e. It en
abled th e com pany to refer to former prices and firms with 
which t here h ad bePn transactions. 

J. H . Nea l, Boston El evated Railway, sa id that t here was 
great danger of t he payment of dupli cate bills. H e thought 
that in corporation accounting the accounts-payable ledger 
was disappearing rapidl y a nd a duplica te of the voucher was 
taking its pla f'e. Wh Pn bi Jl s were entned on a voucher 
a carbon copy of the vouch Pr was made and fi led alpha
beti caJiy. 

F . B. Lasher, Ne w York State R a il ways, submitted a 
vouchpr rPcord sh Eet tha t gives some det ail , but is a sub
stitutP fo r a voluminous r <-'cord shePt. 

Prnf. l\T. E. Cool ey, of t he Uni ve r sity of l\Iichi gan , who 
is to address tlw Ac·countants' Associa tion on T hursday 
morni ng on th r subjPct "Over h rnrl Cha rges," was requested 
by Pres ident Forse to s pPak to the member s and explain 
his regret at his inalJili ty to a ppear before the association 
las t yea!' a s he had ex pectc0 cl to do. Professor Cooley said 
he r eaJi zpeJ in h is own work in connec t ion with val ua tions 
of propn ties t hat the engineer labored und er a serious 
hand icap bec·a use of h is Jack of k nowl edge of accoun ts. H P 
wished that lw WPrP a t horough ac(•ountan t. Professor 
Cooley said t hat he would be glad to r eceive suggestions as 
to t he s 11ecific ch a rac-ter of ovel'head cha rges which th e 
mem bers woul d likP to have discussPd. 

On the motion of H . J . DaviPs, Clevelan d R a ilway, t h e 
pri vilege of th e ttoor was extend ed to Professo r Cool ey. 

REP ORT OF CO:IDllTTt::E ON INTERLINE ACCOUNTING 

In t he a bsPm e of L. T. Hixson. chai rm an of t he committee 
on intPrJine aef'ount ing, th e repo rt of this f'o mmittee was 
presPnted by E. L. Schmock. This report is published else
wh ere. 

Mr. Fo!'SP ca llNl at tent ion to t he last paragraph of t h e 
report. A prPv ious report on thi s subject , made aLout two 
yea rs ago, recomnwn dpeJ th e unit t ypp of waybill. There 
was a differpnee of opini on amon g in tP rurban a ccountants 
who had interline business rPg'l.rd ing th e use of the unit 
or t he blanket waybill an d opinions would be a h elp. 

H. S. Swift, Tol edo Railways & Light Compa ny, said t ha t 
some in ter line billing was done by his company. When the 
report rPcomm r nding the use of unit waybills was prPsente cl 
befor e th P arnoeiation hP thought of introducin g it in the 
Toledo com pany, but fo un d t hat it would not be acceptable 
to roads with which an int erline business was done. Except 
whPrP reasons of that ch aracter Pxisted. however , h e thought 
t hat the uni t type of waybill would be advantageous. 

H . B. Cavanaugh , Cl eveland , SouthwestPrn & Columbus 
Railway, said t ha t the use of the unit waybill made it 
necessary to carry one fo r Pach shipment and incr Pased the 
numbPr of bills to be handl ed. 

Mr. l\ior rison said t hat with h is com pan y a great m any 
small shippers required a copy of the waybil l. It would be 
manifestly impossible to have t he n ecessary three copies of 
a unit waybill made, par ticularly by other roads concerned 
in interline shipments. 

Mr . F orse said t hat for companies doing a purely local 
business he believed it was an a dvantage to have the ex-

pense> biII written by the forwarding agent. The unit way
bilJ was an advantage in case wagons were waiting for 
shipments. 

REPORT OF COl'ILi\llTTEE ON CAR MILES AND CAR HOURS 

The r eport of the committee on car miles and car hours 
was read by C. N. Lahr, chairman, Northern Ohio Traction 
& Light Company. This report is published elsewhere in 
this issue. 

Mr. Duffy said that the Milwaukee Electric Railway & 
Light Company was very much interested in the 1?1atter of 
the application of the car mile or car hour. It seemed to 
him that the weight of the car , the speed and the character 
of operation a s between city, suburban or interurban, had 
to be considered. In the Milwaukee operations one operating 
company owned the suburban and interurban lines and 
another company the city system. The suburban and inter
urban cars wer e operated by the city company inside the 
city limits. The company had gone very carefully into the 
quest ion of which would be the better unit for accounting 
fo r t he operations of the suburban and interurban lines in
s ide t h e city lim its. The wages of conductors and motor
men coul d not be apportioned on the car-mileage basis on 
aecoun t of t he varying speeds in the different classes of 
se r vi<-e. In addition to this question there was the problem 
of proper division of t h e Public' Ser vice Building terminal 
a nd of the administraCon expense. The car hour was le>ss 
unsati sfact ory th a n t he car mil e because of the impractica
bility of appor tion ing ma ny expensPs . It was entirely proper 
tllat some standard should be established, but ther e were 
t imes when va rying circumstancPs had to be taken into 
account. 

Mr. KasPmPier sa id t hat t he purpose of the committee was 
to a fford a bas is that would keep the comparisons fair from 
year to ypar . 

Mr. Ham said that th e Washington company had been 
confronted by peculiar conditions, and could not keep its 
ca r m il es in t h e manne'r suggested. He thought that the 
comm itt ee m igh t go a st ep furth er and show motor-car and 
tra il-car mil eage. In t he operation of trains on elevated 
roads and s ubways trail ca rs wer e used and the subject 
would be dealt wi th more full y if the committee took up 
t hose topics. H P would a lso like to have the committee 
c·onsiclP r the feasibility of the unit "seat miles." This unit . 
it appearPd to Mr . Ham . eliminated many of the disadvan
tages of the car mile unit. If th er e was any practical way 
of working out a mean s fo r t he adoption of this unit it 
ought to be considerPd. It would be desirable to continue 
t he committee with a r equest that it amplify its report so 
a s t o show separat ely motor and trail cars and a considera
tion of t he sea t-mile unit. Mr. Ham moved that this be 
done. 

Mr. \Vallis t hough t that t he sPat mile or passenger seat 
mile h ad been suggested by Frank J . Sprague about fifteen 
years ago. H e knew of one property which used this unit 
satisfaetoril y fo r comparison of results of operation of differ
ent divisions and Jines and to show whether single-truck or 
doubl e-t ruck cars should be OPP.rated on certain lines. 

Professor Cool ey said that h e thought that the subject was 
worthy of further work by the committee. The car-mile 
unit became an important item during the Chicago appraisals 
of 190G. In th e va luation of franchises it was finally decided 
to use t he ear mile as a basis. This was not wholly satis
fac tory, but it was the best unit known at that time. The 
accounts had been kept so that the>y showed the division of 
earnings by lines and earnings were distributed in propor
t ion t o t he car mileage on each section. A car-seat-mile unit 
might be ver y useful. 

Mr. King suggested consideration of the ton mile as a satis-
factory unit. 

F. E. Smith, Chicago Railways Company, said that the 
power-mile had been used by his company. 

In view of the discussion on the paper it was suggested, 
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in accordance wit h t he motion of Mr. Ham , that the com
mittee should be continued a nd asked to consider the other 
units suggested. 

M. R. Boylan, Public Service R ailway, asked wh ether t h e 
committee had found that work-car hour s a re r eported in 
t ota l car hours and t hus used for statistical pur poses. 

In t h e en suing discussion it was brough t out that com
panies showed the total car hours made by work cars, but 
d id not use them in the sta tistical compilati ons. 

P r esident Forse then announced the appointment of th e 
following committees : 

Nominating committee: W . B. Brockway, M. R. Boylan, 
E. L. Kasemeier, H . B. Cavanaugh , H. M. Grafton. 

Resolution committee : F . A. H enly, J . H. Neal , R. N. W al
lis, H. D. Vick e•rs, Arthur A. Wilbur. 

T he association then a djourned. A convention photograph 
was tak en immediately after the a djo urnment. The m ember s 
t hen wen t to the Marlborough-Blenheim H ot el for the annual 
" get- t ogether" lunch eon. 

----·♦··----

TUESDAY MORNING SESSION OF CLAIM AGENTS' 
ASSOCIATION. 

The first business meeting of the Claim Agents ' Associa
tion was h eld at the Traymore Hotel Tuesday m orning. The 
session was the best atten ded in the h istory of t h e associa
tion, over sixty-five me'rn.bers being present. T h e first order 
of business was the presidential address by H. V. Drown. 
Mr . Drown said he had confin ed his efforts to t h r ee main 
issues, not because there wer e' n o oth er perhaps equally 
impor tant m atters worthy of atten t ion , but because h ~ felt 
that to have attempted more would h avei r esulted in con
fusion and lack of accomplishmen t . H is first object had 
been to encourage a more general a nd systematic use of 
the inde'X bureau ; h is secon d, to pr omote a gen eral co
operation among claim men to t h e end t hat they m ight 
·work together and for each oth er wh enever and wh er
ever possible a nd practicable; his t h ird, t o increase the 
attendance at the conven t ions. He had received courteous 
and prompt r eplie's t o his various comm unica tions on these 
subjects , and had been greatly en couraged. 

He felt that the index bu reau was now a fixture, a n d t h at 
it would beicome proportionately more valuable as the num
ber of claimants' names on fi le incr eased. He had hammered 
so hard on this subject tha t som e might get the impression 
that he considere'd this work a sor t of panacea for claim 
department ills, H e did not so consider it, but b elieved t h e 
work absolutely essential to a well-conducted claim depart.• 
ment. In th ese strenuous days; when there w as so m uch 
more to contend w ith on all s ides than in t h e halcyon da ys 
of old, th e claim agent who did not use ever y legitimate 
m eans of minimizing his expenditures was losing his g rip. 

His second object, to en courage co-operation among cla im 
agents, apparently did not n eed much promotin g. H e h a d 
peirsonally received r equests from claim m en from all par-ts 
of the country to handle work for th em in his territory, 
and he had made many similar r equests. The work h e h a d 
t hus assigned had been admirably handled in each case, and 
at a g rnat saving in railway fares and incidental expen ses. 

The third object , that of increasing th e attendance at t h e 
conventions, had bee'n achieved, a s was shown by the attend
a nce. It was his hope and belief t hat those who had come 
for the first time would find it so well worth while that they 
would come each year the'reafter. Not a delegate or g uest 
should be allowed to go home with the feeling that the goon 
r ight hand of fellowship had not been ext ended to him 
or that h e had not had an opportunity to exchange his ideas 
with his fellow workers. In conclusion Mr. Drown ex
pressed his appreciation of the hearty support given him by 
the members of the association and the various committees, 
a nd said he was especially indebted to B. B . Davis, secre
tary of the Claim Agents' Association, and H . C. Doneck er, 
secretary of t h e parent association. 

T h e fir s t pa per s were on "Trainme n , The ir Selection a nd 
Method of In struction in Ord.er t o Obta in Complete and In 
te lligent Accident Re ports," by E. P. Welsh, attorney United 
R a ilways Company of St. Louis, and A. E. Beck, claim agent 
Bri tish Columbia Electric Railway. In th e absence of Mr. 
Beck , the latter 's contribution was read by George Carson, 
claim agent Seattle E lectric Company, There was a genual 
di scussion on this topic led by F. W. Johnson, P hiladelphia 
Rapid Transit Company. 

AFTERNOON SESSION 

The firs t business of the a fternoon session was papers on 
"The Practical Value of t he Index Bureau, with Some 
Stati s tics and Illustration s," by H. R. Goshorn , general 
claim agent P hiladelphia Rapitl Transit Company, a n d Cecil 
G. Ri ce, s uperintenden t of claim depar t m ent P ittsburgh 
Railways, Mr. Rice was present to read his paper, bu t 
C. B. H ardin, claim agent United Railways of St. Louis, 
read the paper of Mr. Goshorn in the latter's absence 

l\Iessr s. H ooper and Holmes, of th e Hooper-Holmes 
Bureau , w ere presen t. Mr. Hooper made an address on th e 
value of the index bureau in claim agen t work on electric 
railways. After some di scussion on this 8ub ject a t emporary 
adjournment was taken fo r t h e pur pose' of h aving th e an
nua l photograph made. 

Upon r eassemblin g, the first order of business was t h e 
papers on "The Prevention of Acciden ts," which wer ei divided 
in t wo parts as follows: (a ) "What Can Be Done t o Increase 
t he Interest of Employees of All Departments in This Work," 
(b ) "The Best Means of P rom oting Gr eat er Caution on t h e 
Pa rt of the Platform Men ," by E. C. Carpenter, claim ad
juster Indiana Union Traction Company, an d F. J. W hite
h ead, secretary a nd claim agen t Washin gton R ailway & 
Electric Company. In the absen ce of Mr. Carpenter, t he 
latter's paper was read by Mr. Hardin. After discussion of 
these topics, a vote of th anks was ext ended to the a uthors 
of t he pa pers of t h e day. 

Upon motion a committee was appointed to draft r esolu
t ions of condolen ce on the death of E. R. Roberts , claim 
a ttorn ey K noxville Railway & Light Company. These 
r esolutions will be forward ed to Mr. Roberts' widow and to 
the K noxvi lle company. 

T he following gentlemen were appointed as a nominat'.ng 
committee t o repor t Wednesday m orning: C. B. Hardin. 
St. L ouis; J a m es R. Pratt, Baltimore ; Will iam Tichen or, 
I ndianapolis ; George Carson , Seattle, and R. E. McDougall , 
Utica. 

Th e m eeting t h en ad jour n ed. 

----♦·----
OBSTACLE GOLF NOTES. 

Some phenomenal scores were made on t h e obstacle golf 
links yesterday. Frank H edley made t h e fi rst h ole in 1 
and returned a c

0

ard of 28 , or one under par for t h e n ine 
h oles . W. 0 . Wood earlier in t h e day made a score of 30, 
a nd the betting was lively t h at he would win. Excitement 
r an high a fter F r ank Hedley's first two h oles indicated t hat 
h e was out fo r a r ecor d , and t h e King of Queen s h elped out 
t h e noise by announcing the score of Mr. Hedley a fter each 
hole. The ladies are evincing great in terest in t h e game. 
Mrs. F rank Donohoe m ade a 27, a nd th is score is likely to 
stan d as the amateu r or even t h e professional record for the 
course. 

----♦·----
The numbe r of delegates and manufacturers ' representa-

tives r egister ed up to 5 p. m . Tuesday a lmost equa led t he 
registration for t h e entire' week last yea r. T h e Manufac
turers ' Association had given out 1098 badges. The Amer
ican Associa tion h ad registered 200 m embers, Accountants' 
Association 90, Cla im Agents' Association 70, E ngineering 
Association 235, Transportation & Traffic Association 130. 
In addition to t hese 125 guests, 60 a ssociate m embers, and 
290 ladies had been registered. The total a t t he end of t h e 
clay ther efore was about 2::100. 
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MEETING OF THE ENGINEERING ASSOCIATION 

The session yesterda y morning of the Engineering Asso
ciation was called to order at 10 o'clock by President H ar
vie, wh o reminded t he members that the fi rst meet ing of 
t he Amer ican Association would occur yesterday afternoon, 
that it w~s open to all members, an d that a ll t hose who 
could attend were urged to do so. 

I-IEA VY ELECTRIC TRACTION 

The report of the committee on heavy electri c traction 
was t hen r ead by E . R. Hill. This report is published else
where in t h is issue. 

The first discussion was on a letter from E . B. Katte, chief 
engin eer elect r ic traction New York Central & H udson 
River R ailroad. Th is letter was read by t he secr etary and 
fo llows: 

"Again I a m prevented from being present at t he session 
of The E lectric Ra ilway E ngineering Assoeiation at which 
t he report of t he committee on heavy el ectric tra ction will 

Electric Railway Engineering Association. Next year it 
might be proper to suggest eight or ten, or perhaps more, 
definitions. Mr. Hill thought the definitions of gage very 
important, as man y people think it proper to measure the 
gage of the third-ra il from the gage line of the track to the 
center of the third-rail , but as third rail s vary in width 
from 2 in. t o perhaps 4 in. , this was not a very accurate 
method. 

G. W. Palmer , Boston , said that with all due r egard to the 
good inten t of t he committee on standards · t h e best oppor
t u ni t y for th e full and free' discussion of the subject was in 
t he con ven tion ha ll. 

R eferring to paragraph 10 of th e specifi cations dealing 
with h eat treatment, F. R. P hillips, Pittsburgh, asked what 
consideration had been given t o heat t r eatment ; had it been 
t horoughly analyzed and had t he different makers of axles 
been consulted? 

E. R. Hill , chairmau of t he committee, said that the sub
committe which had h andled this matter in conjunction with 

be p resented. I am particula rly sor ry because I wish to th e Ameirican Society for Testing Materials h ad endeavored 
urge upou ou r association the adv isabil ity of adopt in g t h e 
t h ird-ra il clearance diagram presented by the committee in 
F ig. 1 of its report. This will be a. great step toward 
standardizing electric traction , and our assoc iation w ill be 
t he fi rst to have adopted a workable t hird-rail cleara nce 
diagram. 

" The sub-committee of t he commfrtee on electricity of the 
American Railway Engineering Association has adopted a 
similar diagram a nd the report has been sent to the com
mi ttee for comments , and I have every reason to believe that 
t hese will be favorab le and that the diagram will be pre
sen ted to the association at its spring meeting. If at that 
meeting it could be said that the American Electric Railway 
Associat ion had adopted the diagram it would not only add 
strength to the committee's report, but it would show that 
t he electric association was alive and ahead of the times, 
as it should be in electrical matters. 

" Regard ing t he r ecommended practice for location of auto
matic train stops shown on Fig. 2, this location could not 
be a dopted on the New York Centr a l & Hudson River Rail
road w it hout very costly cha nges in steam locomotive equip
ment, and l doubt very muC'h whether such a location could 
ever be accepted. However, as recommended for the guid
ance of companies designing new equ ipmen t I can see no 
objection to it. 

' 'Concerni ng t he specifications for heat-treated carbon steel 
ax les, sh afts and simi lar parts, I wou ld say t hat t here is 
little need fo r such a .specification in steam rail road or h eavy 
electri c traction practice , for the reason t hat t he clearances 
a re not so limited as to require t he use of t h is more expen
sive steel. However. as a specification for t nose who need 
t his character of steel I thin le it acceptable, and · it repre
sents a good deal of very hard and conscientious wol'lc on 
t he pa r t of t hose well qua lified to pass upon such matters . 

" I am looking forward to being present at the con vention 
on T hnrsday a nd F riday and will, I hope, be able to par
ticipa te in t he discussions on those days an d especially a t 
t he session devoted to t he committee on stan dards." 

R. C. Currie, New York Centra l & Hudson R ive r R ailroad, 
t hou ght the clearance diagram iu t he report parti cularly 
va lu able a nd agreed with Mr . Katte that it would be ve ry 
desirable for t he association to adopt such a diagram. H e 
asked wh y the committee had in cluded a definition of ra il 
bonds in its report and had suggest ed only two defin itions. 

Mr. Hill , in replying for t he committee, sai d that these 
t wo definitions had been approved by t he Am erican Rai lway 
E ngin eering Association (formerly the Ameri can Railway 
E ngineering & Maint enan ce of Way Association) , and as 
t hese defini t ions were satisfactory t o th e committee it bad. 
t hought it wise to recommend them to t he American Elec
tric Railwa y Association. Similarly t he committee of the 
former ascociation will recommend th e cl earances of the 

to le.ave it a s broad and open as possible to all manufac
t urers. The' specification simply said that there should be a 
h eat treatment and a lmost said "according to the standard 
practice of t he various manufacturer s." He did not see how 
it could be changed t o let all t he manufacturers in and 
mak e it more specific. Th e requiremen ts a s to chemical 
ana lysis and physica l tests wer e clea r and definite for the 
results wanted. Th e particular m ethods and processes of 
heat t r eatment wer e left to the manufac ture rs. 

Secr eta ry Litchfield sa id he could say absolutely for the 
committee that t he various manufacturers had been con
su lted. The specification which t he engineers of the Inter
borough Rapid T ran sit Compan y drew up about t wo years 
ago for heat-treated ax les specified directly wha t th e heat 
t reatmen t should be, but th e' company had departed from 
that specification and adopted the one recommended by this 
committee beca use t h e' committee had found in consultation 
with steel makers that it would be practically impossible 
to get all t he ph ys ical properties requ ired on on ei t est from 
each t reat ing plan t h eat by any heat treatment t hat was not 
very t hor ough. In other words, t h e specifica tion was t elling 
the manufacturer that h e m ust give the railway a physical 
and chemical test in say one· a xle out of twen ty. While one 
might be' able to get t hese physical properties occas ionally, 
th e man ufacturers would agree th at it could not be done a:, 
a regular thing on this number of tests, u nless t her e was a 
g reater and definite heat treatmen t. For t he information of 
those who were not fam iliar w ith the proceedings of the 
American Society for Testing Materia ls he said that all of 
their com m ittees on whi ch t h e Engineering Association was 
rep resented by this sub-committee were formed half of 
manufacturers and half of con sumers. Th is specification 
was sent out for letter-ba llot by a ll of t he membeirs of the 
T esti ng Society, and it was adopted as th eir standard. 

F. R. Phillips though t it was possible to get th e physical 
r equirements as specifi ed in t his r eport with out h eiat treat
m ent. 

Mr. Palmer said that t he specification cam e very near to 
being drawn upon the proper lines of a specification, whether 
referring to heat-treated axles or to any other subject. It 
fought shy, and rightly so, of prescribing any manufacturing 
processes. The spec ification simply named th e performance 
which the material u nder considera tion should give and 
named the t ests wh ich would det ermine' whether or not that 
performance was secure. 

Secretary Litchfield asked some makers' r epresentatives 
to state wheth er Mr . Phillips was correct in say ing that the 
physical proper ties prescribed in the' specification could be 
obtained consist ently without heat treatment. 

H . P . Tieman, Carnegie Steel Company, did not believe 
t hat t hese ph ysical properties could be obtained without 
h eat treatment and very careful heat tr.eatment at that. 
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George E. Thackery, Cambria Steel Company, agreed with 
Mr. Tieman that it was ordinarily impossible to obta in the 
qualities set forth in these specifications without heat t reat
m ent. There might, however , be an occasiona l heat t hat 
would almost come within the limits of ph ysical requi re
ments , but this could not be obta ined regularly in practice. 
In addition to giving the ph ys ical properties in t he t est 
a ccording to specification , t he heat t reatmen t went furth er 
than that in t reating t he axle as a whole, so that it was as 
uniform as possible throughout. 

H enry Gulicl{, Gulicl{-Hender son Company, r eferred to 
t he second clause as rega r ds discard. H e though t that , 
since this st Eel was intended fo r a very specia l purpose ,t 
should not be a hardship to require its identifi cation . Ther e 
should be something in these speci fi cations a s rega rdEd the 
checldng up or identificati on of steel. T he phosphorus and 
steel content was given as "not over 0.05 per cent." That 
surely should be reduced. It should not be over 0.0,1 per 
cent for both phosphorus a nd sulphur. Th e t ensile t est 
should be select ed from the location of t h e wheel fit a nd 
not at the direct-crop ped end, because t hat di r ect-cropped 
end got a part of the h eat, and it was not a fa ir an d true 
representation of conditions at th e point wh er e th e axles 
really break. This t est would r equire an extra axle for each 
lot to be tested. 

D. F. Kenney, Cambria Steel Company, said t ha t th e r ea
son for letting phosphorus and sulphur' go to 0.05 per cent 
was that some of the manufacturers m alrn acid st eel and 
some basic steel. The limitation of phosphorus and sulphur 
under 0.05 per cent would be ver y much of a hardship in 
acid steel. 

Mr. Tieman sa id with r egard to taking a t est around a 
wheel fit th a t th e directions for making the test wer e that 
it should be cut half-way between the. center an d th e out
side. The test specimen of an axle, say 5.5-in. a t th e jour
nal, would be approximately 5 in. long, which would put 
the center of that specimen 2. 5 in. from th e center of t h e 
axle, whereas measuring it from th e side it would be 1.5 
in., showing it was further to th e end of th e axle th a n it 
was to the side. H e thought this answered th e question 
regarqing the trea tment at the end rath er than furt her 
down. 

On motion the m eeting then a djourned. 

----♦·----
JOINT DISCUSSION OF BLOCK SIGNAL REPORT BY 

ENGINEERING AND T. & T. ASSOCIATIONS 

The joint session of the Engineering and Transportation 
& Traffic Associations was held in the Greek T emple. P resi
dents Page and Harvie presided. 

J. M . . Waldron, chairman, and C. D. Emmons, v ice-chair
man, of the committee on block signals, abstracted t h e re
port. Mr. Waldron explained that the committee had not 
reported on the cost of signal installations or maintenance 
and that these would be treated in future studies. The two
fold purpose for which signals wer e installed was the pro
tection of the public and the incr ease of earning power for a 
given trackage. 

H . S. Balliet , signal engineer New York Central E lectric 
Zone, had carefull y studied the paper and complimented th e 
committee ver y highly on the thoroughness of its work. 
The subject in hand was among the hardest to be handl ed 
because it was new. Mr. Balliet r ecommended t h at a ll th e 

' associations interested in signaling work a pprove a s standard 
the upper quadrant position for semaphore blades , and t h en 
if the steam and electric sig·nal m en could not agr ee t h e 
st eam m en could use t h e upper right-hand quadrant and th e 
electric m en the upper left-hand quadrant. The speaker 
told of his experience with light indications. For open work 
h e would use semaphores. In the Park A venue tunnel, how
ever , his company operated light signals with success. This 
t unnel had four tracks and the two outer track s wer e quite 

dark, so that t he ligh t s igna ls could easily be read for 
2500 ft ., the length of two blocks, when illuminated with 3-cp, 
55-volt lam ps. T h e cen ter tracks wer e not so darl{ and it 
was d ifficul t on these to loca t e light s ign a ls properly unless 
t hey ha d more powerful lamps a nd lenses tha n were used on 
t he dark traclrn. Accordingly 8-in. lenses and lG-cp candle
shaped la mps were used. These s ignals, with l ight indica
t ions only, had been operated successfull y s ince November, 
1906, under most exact in g conditions. Mr. Balliet thought 
that the development of s ignals with light indications was 
ve ry possibl!=) for interurban serv ice. It avoided the use of 
signa l-operati ng mechanisms and lamp sign als re quired little 
main t en an ce. Aft er all , no matter how much was spent for 
sign a ls, t hose which wer e maiptained the best gave the best 
service. Mr. Balliet said that in the a ppendices A, B, C a nd G 
t he interur ban railway m en would find an excellent outline 
for an up-to-date s ignal syst em. The informa t ion there was 
va luab le for both transporta tion m en and engineers. 

L. E. Gould , Western ed itor E LECTRIC RAILWAY JOl'RNAL, 
was reques ted to speal{ from the viewpoint of the public. 
It had been h is observation that the patrons of t hose in ter
urban r oads which had signal insta llations appreciated t hem 
very highly. The public felt that the signals h ad been in
stalled primar ily as safeguards and ther efore t ook gr eater 
inter est in them t han would be taken , for example, in a 
ch an ge in t h e motive-power equipment. 

John Roberts , signal engin eer New York, Westch ester & 
Boston , said that the greatest hindran ce to signaling work 
had been its cost. T he problem of the signal en gineer was 
to give sufficient protect ion an d com e within the appro
priations. 

W. K. H owe, chief engineer General Railway Signal Com
pan y, hoped t hat the interurban roads would adopt some 
defin ite system of s ignaling an d not get into the condition 
existing on t he st eam roads clue to each h avin g r equired a 
variety of a pparatus designed for a single service. R egard
ing light signals , Mr . Howe said that much could be done 
to insure k eeping t h e lamps ·burn ing. The arrangement used 
on the New Haven roa d was to put one lamp in the focal 
center of t he lens an d anoth er beh ind it. If t he first lamp 
went out, the secon d lamp was lit a utomatically. With the 
secon d lamp the in dication was not so brilliant, b ut it was 
sufficient for a signal. T his plan was not wasteful , because 
only one lamp was burned at one time. 

G. W . P almer, J r., Bay State Street Railway Company, 
viewed th e signal question from the stan dpoint of the power 
distribution engineer . Sign als primarily were n eeded by the 
tran sportation depart m ent , which sh ould outline its require
m ents full y, an d after these had been determined upon it 
was th e duty of th e engineer to provide the in dications and 
s ignal service n eeded. He fe lt th a t light signals w ere not 
so good as sem aphores. He said that many roads were in
terested in the first an d secon d recommendations of th e com 
mittee, t hat is for signaling on slow single-track ser vice. 

C. D. E mmons, Ch icago, Sout h Bend & Northern Indiana 
R ailway, expressed t he thanks of t h e signal committee for 
t h e assistan ce g iven it by t he manufactur ers . 

L. F. Howard , electri cal en gineer Union Switch & Signal 
Company , noted with pleasu re t h at the signa l problem had 
been thought worthy of a join t session. H e felt that ligh t 
s ignals in some cases would prove more satisfactory th an 
semaphores. The usua l colonnade poles a longside a n inter
urban track formed a bacl{ground which was better fo r dis
playing a light s ignal than a semaphore signal in so fa r 
a s visibility was con cer n ed. 

Char les Morrison, signal engineer New York, New H aven 
& Hartford R ailroad , New York, said that the subject of 
s ignals should be consider ed of gr ea t importance. He 
favored the use of semaphores where .possible, and believed 
t hat a st andar d design could be had wh ich would be ap
plicable t o both suburban and interurban roa ds. The cir
cuits should be designed very carefull y to provine against 
crossed wires giving a false proceed il1flication. The par-
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t icular design of signa l did not affect the question of 
maintenance. The most expensive and complicated signal 
syst em is not any better than the cheapest unless it is 
properly mainta ined. The New Haven r ai lroad had adopted 
t he center s uspen ded a rm fo r its entire system as the re
sult of its fi rst installa tion on the electrified sections where 
the signals were suppor t ed beneath cat enary bridges close 
to t he 11,000-volt trolley wires. This fo rm of signal a rm 
has also been used on the direct-curren t t rolley lines with 
sat isfaction. Mr. Morrison described t he a utomatic a rrange
ment for cutt ing in a second signal lamp wh en the first 
had burned out. The signal syst em on the New Haven road 
between .. Woodlawn and Stamfor d, about 20 route miles, r e
quired the c-apacity of a 130-kw generator for operating the 
signals, lamps and track circuits. The Har lem branch, a 
six-track li ne, now being electrified, would require 100-kw 
generator for its signaling system. 

H. M. Sperry, General Railway Signal Company, asked that 
a discussion be had Oil the proper methods for signaling 
single-traclc l ines. That was a very important problem. 

H. ,v. Griffin held that the continuous track circuit was 
very necessary and that light signals might be used prop
erly in many instances. The arrangement of single-track 
signals was very important and had been discussed at con
sidPrable length in the committee report. 

P resident Harvie called attention to thP value of joint 
eommittees Oil subjects of common interest to the two asso
ciations. Mr. 1:Valdron closed the discussion by emphasizing 
the need for thorough engineering work in connection with 
~ignaling t)raetice. A system of signals should be chosen 
which woulcl not only lend itself to ample protection for 
present traffic but would be capable of expansion without 
the necessity for scrapping material originally installed. In 
ilif-wussing ligllt signals the present high-po,Yer lenses should 
not lie confused with the old-styll:' colorPd window glass lens. 

'i' hP mPeting then adjo11rnecl. 

-----·♦··----

TUESDAY MEETINGS CF TRANSPORTATION & 
TRAFFIC ASSOCIATION 

P resident Page call ed t he meeting to order at 10 a.m. 
13efore t he report of the interurban rules was presented 

I. H. McE wen , Oneida Railway, Utica, made a m otion that 
t he report be referred back to t he committee : that t he 
nwmbersh ip of the ('Ommittee be increased to fi fteen m embers, 
at least th ree of whom should be member s who had had at 
least one year's exper ience in operati ng un der t he Amer
ican Rail way Assoc iation's standar d code of rules; t hat the 
f• ommittee a ])poin t a secretary to be selec·ted by t he chair
man of t he ('O mmittee, a n d that the committee should issue 
adva n('e copi es of its report not later than J an. 1, 1912. In 
Pxplaining his moti on l\Ir. 1\1:cE wen said t hat he did not 
wish to be underst ood as intendi ng to bP di sf•ourteous towar d 
t he committee, as h e t hought t hat th e committ ee had done 
a s pl endid piece of work. He had not seen a copy of the 
report until about t en days ago, a nd he had had an oppor
tunity of going over only a bout eighteen or t wenty pages of 
it. H e had found , however , many points on which h e could 
not agree with the conclusions of th e committee. H e thought 
that th er e were many other members who probably had 
l'eached t he same conclusion, and for this reason he believed 
it would be unwise for the co_nvention to go on record at 
this time a s approving the report as presented. 

At the suggestion of J. N. Shannahan, J . G. White & Com
pany, Mr. McEwen withdrew his motion in order to permit 
the report to be presented and discussed. 

Alexander Shane, I ndianapolis, Columbus & Southern 
Traction Company, then pr esented the r eport of th e com
mittee. Since the report was printed the committee had re
ceived written criticisms from thirty-nine members. These 
criticisms had been carefully consider ed by the committee, 
and in presenting its report the committee wished to make 
the following changes: 

In proposed Rule No. 95, insert Section K of old Rule No. 
·99_ Many companies thought it was very desirable to re
tain the answer to the signal of a train displaying signals 
for a fo llowing section. 

Proposed Rule No. 98 was amended by substituting the 
bell signals given in old Rule No. 103. These signals corre
sponded to the signals used in city operation. 

Old Rule No. 209, referring to extra trains clearing the 
time of regular trains, was restored in the code. The com
mittee in its r eport had eliminated this r ule. 

Mr. Shane said that the committee had no apology to 
mak e in submitting its report. The members of the com
mittee had used their best efforts to present a code of rules 
of such charact er that it could be used as a basis for com
piling operating rules by member companies. The committee 
was n ot unanimous in its conclusions on many points, but 
th e minority members had given way to the majority mem
bers on the committee and each of the members had signed 
t he report. He thought that the subject ought now to be 
brought t o a close. There were now and always would be 
differences of opinion, a nd he thought that if the committee 
had to go over the work a gain it would make some changes. 

Charles L . Henry, Indianapolis & Cincinnati T raction Com
pany, sai d th a t he did not wish to express any opinion as to 
t he detail s of the rules as presented, but he wished to men
tion one point' which was uppermost in his mind. At the 
Denver con vention in 1909 a code of rules was adopted by 
the association. The committee had worked on this code 
of rules for two yea rs and had made only a few changes 
which were unimportant in character. He thought the 
strongest a rgument in faYor of the adoption of the rules 
was that t he committee had found it necessary to make so 
few changes. In Indi ana the interurban roads had been 
discussing t he · question of rules with the State; Railroad 
Commission for more than two years, a nd the code of rules 
which was fin a lly adopted for nse by companies operati ng in 
t ha t State was ve ry similar to the code presented by th e 
com mit tee. H e anti cipated in the near fut ure some action 
on the question of rules for interurban roads by the Inter
sta te Comm erce Commission. He thought that it was most 
important t hat the interurban companies should place them
Eelves on r ecord a s to what they th ought was a proper code 
of rules. W ith r efer ence to Mr. McEwen 'S" suggestion that 
t he r eport be laid over for another year, he thought that th e 
delegates would come to the convention next year no more 
in r eadiness to discuss the details of the rules than they 
were at the present time. 

On motion of C. Loomis Allen, Utica & Mohawk Valley 
Railway, it was decided to discuss the changes in th e 
Denver code which had been recommended by the committee. 
These cha nges were considered one by one in the order in 
which th ey appeared in the report. 

C. D. Emmons, Chicago, South Bend & Northern Indiana 
Railroad , suggested that old Rule No. 11 be substituted for 
proposed Rul e No. 8, which refers to the responsibility of 
employees examining cars for defects before taking them 
out on the road. 

F. W. Coen, Lake Shore Eledric Railway, pointed out ·that 
in the State of Ohio a very rigid employers' liability law 
was in force which required companies to post notices of 
t his k ind in order to escape liability. The rule would be a 
valuable one in that State. 

Alexander Shane said that the committee had been ad
vised on this rule by the best legal talent that could be 
obtained, and he thought the rule should stay in. 

A motion was mad e to substitute Rule No. 11 in place of 
proposed Rule No. 8, but it was Jost. 

C. D. Emmons moved that the original separation of old 
Rules Nos. 85 and 84, which had been combined into pro
posed Rule No. 71, be retained. The motion was lost. Mr. 
Emmons also moved that the words "above or alongside" 
be replaced by the word "near" in proposed Rule 7 4. The 
motion was lost. 



OCTOBER II, 1911. ) ELECTRIC RAILWAY JOURNAL. 737 

Mr. Emmons then moved that in proposed Rule No. 113 
the words "in addition" be inserted before the words "a 
yellow light," so as to provide for both a flag and a. lamp 
at night and avoid any danger during the transition from 
<laylight to darkness. The motion was carried. 

Alexander Shane moved that the last clause of old Rule 
No. 130, which reads "but giving. no proceed signal," be 
added to proposed Rule No. 148. The Indiana Railroad Com
mission had recommended that this clause be added. The 
motion was carried. 

C. D. Emmons moved that the words "nor without proper 
signal from the conductor" be added to proposed Rule No. 
163. The motion was carried. With reference to proposed 
Rule No. 158, Mr. Emmons also moved that the words "after 
executing all train orders " be added to the second sentence. 
The motion was carried. Mr. Emmons then moved that old 
Rule No. 3Gl be substituted for proposed n ew Rule No. 180, 
on the ground that it afforded greater safety. The motion 
was carried. 

C. Loomis Allen then presented the following resolution: 
"Whereas the standing committee appointed by this asrn

ciation has prepared and reported changes to the standard 
code of rules governing the operation of electric interurban 
cars, which code is intended to include such general r ules 
as represent the best and most modern practice in electric 
railway operation, and 

''Whereas this association has duly and carefully consid
ered and amended the same in some particulars , and 

"Vlbereas it is for the interests of the members of this 
association that the association adopt, approve, promulgate 
and recommend a code of rules which shall be considered 
the standard code, except in so far as it may, in specific 
instances, be necessary to omit, add to or change rules in 
order to conform to state or municipal laws and regulations 
or to local conditions. 

"Now, therefore, be it resolved, 'That the rules reported 
by the committee and as changed, omitted or amended at 
this meeting be the standard code of rules of this associa
tion for the operation of interurban cars until such rules 
may be duly amended . or changed at a meeting of this 
association, and 

"That this association requests its members to adopt this 
standard code of rules for th e operation of interurban cars 
on their respective railways except in so far as such rules 
may conflict with state or municipal laws or regulations or 
be unwise or inapplicable on account of local conditions, 
and 
· "That the committee on interurban rules be continued, 

to report at the next meeting of the association such pro
posed changes or amendments as may seem wise or neces
sary." 

The resolution was adopted. 
A recess of five minutes was· then taken while the members 

of the Engineering Association entered the hall for the joint 
meeting on "block signals." 

----♦·----

FRONT DOOR FARE COLLECTION IN KANSAS CITY 

The' Metropolitan Street Railway Company of Kansas City 
<lecreases the rush-hour loading time of cars in the congested 
business district by stationing men on the street close to 
the front ends of the prepayment type cars so that passen
gers may be admitted through the exits and the fares col
lected before they enter. This is a system inaugurated 
some time ago which James E.' Gibson, general superin
tendent, says has proved to be of much advantage to the 
road. Previous to the adoption of this plan it was found 
almost impossible to induce people to move up to the front 
of the cars, and during rush-hour service this inertia of the 
passengers handicapped the service by limiting the standing 
load. 

ACCOUNTANTS' "GET TOGETHER'' LUNCHEON 

The annual "get together" luncheon of the Accountants ' 
Association was he ld yesterday in the Chevy Chase room at 
the Marlborough-Blenheim Hotel. The practice in previous 
years bas been to have a few informal responses to toasts. 
This plan was continued this year, but it was amplified by 
the addi tion of an informal tall{ by M. R. Boylan, general 
auditor of the Public Service Railway of Newark , N. J., 011 

the subject "Prepayment Fare Accounting." 
After the cigars had been passed President Forse spoke 

of the presentation last winter on behalf of the association 
of a silver cup to W. F. Ham, comptroller of the Washington 
Railway & Electric Company. This was given in recogni
tion of the valuable services performed by Mr. Ham through
out a number of years for the Accountants' Association. 
President Forse called on Mr. Ham, who expressed his feel
ing at the spirit that prompted the present and his ap
preciation of the act. 

Remarks were made at the request of the chairman by 
H.J. Davies, Robert N. Wallis, F. E. Smith, Elmer M. White,. 
P. S. Young, A. H. Morrow and Prof. M. E. Cooley. 

Mr. Boylan rn discussing the subject of prepayment fare 
accounting said in part: · 

"I want to make one point as emphatic as I can, and 
that is that there should he no further delay in the comple
tion of a system of prepayment fare accounting which will 
be at once simple, economical and satisfactory. In my judg
ment, the railway accountants have no more serious prob
lem confro nting them than this, nor can they render any 
greater ser vice than the preparation of a suitable plan which 
will be as nearly uniform as_ local conditions will pennit. 

"Th e first requirement to insure a safe delivery to the
company of fares collected on prepayment cars is the installa
tion of a satisfactory fare-box. Pre'l)ayment cars as equipped 
with gates, doors and other safety devices have helped to 
keep down the number of accidents, but without the use of 
proper fare-boxes they do not return the value which it is 
intended they should in the way of increasing revenue. 
While the company is assured of the collection of fares 
from all passengers it is necessary to adopt suitable means 
of guaranteeing that full returns be made by the conductor. 
After experiments which have covered a period of three 
years, and included about every type of fare-box that has 
been on the market in that time, I have been convinced that 
the regis tering fare-box, supplemented by the use of a 
register in the car, ofl'ers the basis of the most scientific 
method of accounting yet tried. 

"Last year I told of our company's experience with the 
four compartment locked box, which was in use at that 
time. We have since tried a single compartment box and 
find it more satisfactory than the four compartment type. 
It is more easily handled; it prevents the confusion of re
turns as between conductors and it simplifies the checking 
of cash receipts in the accounting department. The value 
of this latter advantage is that it means a saving in the 
cost of accounting. 

"In the us e of single compartment boxes, when a con
duc tor is assigned to a run and receipts for the cash he 
gets to us e as change, he is also given one of the fare-boxes 
which contains a movable receptacle for cash fares. This 
box is used by the conductor throughout the entire day. 
The conductor, at the beginning of his run, deposits an 
identification slip showing the fare-box number, cash box 
number, run number, etc., this card being similar to one 
outlined in the 1910 report. When the conductor is re
lieved, either temporarily or after finishing his day's work, 
be removes the fate-box from the car and delivers it to the 
receiver or clerk at the carhouse. When a conductor has 
completed his day's work the cash receptacle is removed 
from the fare-box by the receiver and is replaced with an 
empty one. The cash receptacles are locked in crates and 
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'.forwarded to the cashier, as outlined in the case of four 
compartment boxes in the 1910 report. On regular runs 
a conductor receives th e same fare box each day. This re
duces to a minimum the cost of repairs, as conductors 
h=.a rn to feel a personal responsibility for the care of 
the box. 

"Just as the single compartment box has an advantage 
over the four compartment box, so has the registering fare 
box a distinct advantage over the locked box. To begin 
with, a proper registering fare box would render unneces
sary the impounding of a large amount of ready cash to be 
supplied to conductors in the form of change. On the larger 
systems this item alone is important. The registering fare 
box would enable the conductor to get at his receipts for pur
poses of making change, but not until after the fares had 
been recorded. The car register would act as a check on 
the fare box returns and could be utilized for tickets and 
transfer s where they are us·ed. 

"Again, with the conductor using up the small change, 
t he making of r eturns at the end of his run would be sim
pl ified, as he would have currency and coins of the larger 
denominations, rather than nickels and dimes. The count
ing and handling of this money would not be as expensive as 
is the locked box system. 

" Ilut before registering fare- boxes can be generally adopted, 
it must be demonstrated that they are accurate and re
liable. We have encountered trouble of various kinds. The 
principal objection has been that the boxes become clogged 
or their operation retarded by mutilated coins or slugs. 
Progress has been made, and if it has not been as rapid 
as some of us would like to see, we must admit that thert 
is a valid reason. 

"Looking the facts squarely in the face, it would seem 
that the manufacturers have been handicapped, or, at least, 
not encouraged, by virtue of the fact that no two street 
railway systems handle their fare collections in the same 
manner, and that practically no two systems have agreed, 
up to the present time, on any one design of fare-box as 
standard. If any two or more systems accept boxes of the 
same design, tlley operate the boxes differently. Some 
companies insist that a fare box shall be a combined cash 
register and car register. Others want a fare box simp ly 
as a cash register working in conjunction with the register 
inside of the car. Others use the fare box as a cash register 
without any register inside of the car. Still others insist 
on trip registers and registers for three cent fares on boxes. 
Some want fare boxes equipped with a register for transfers. 

"This situation can only result in slower progress in 
improvements than would be the case if all companies 
would decide on a standard method of operation. Some 
one of the foregoing designs is the !)est for all companies. 
I beliese that the system that we are following, of using 
the fare box as a cash register and ringing up all fares 
on the register inside of the car, is the' most practical sys
tem, and if a d.iscussion of this matter would lead to the 
adoption of a uniform system, it would tend to more rapid 
progress in fare box manufacture, and the manufacture of 
far better fare boxes, as improYenH?nts c0uld be made grad
ually on a standard design." 

After the completion of Mr. Boylan's talk on this sub
ject there was a general discussion in which the following 
participated: J. H. Neal, F. E. Smith, Thomas Kilfoyle. F. 
Dabney, Robert J. Clark, James Adkins, W. F. Ham, Robert 
l\Iorrison, Jr., and ·wm Browne. 

----♦·----
During the year 1910, the Zurich (Switzerland) Municipal 

Railway installed tea sets at its shop and at all carhouses. 
Tea is provided for its employees without cost. The manage
ment states in its annual report that this service has les
sened the use of alcoholic liquors among the men. Every 
carhouse is also provided with two free bathrooms fitted 
with shower equipments. 

CITY TRACK PRACTICES IN GREAT BRITAIN 

At the tenth annual conference of the Municipal Tram
ways Association, held in Glasgow, Sept. 27-29, three reports 
on way matters were presented by James Grierson, H~ry 
Mattinson and Robert B. Holt, permanent way engineers of 
the Glasgow, Manchester and Leeds tramways respectively. 
These reports were comments upon an association data sheet 
which had been answered by over sixty undertakings. The 
following is a summary of the three papers. 

The British standard rail sections are widely used, but 
th ere is a general feeling that the standard of chemical com
position should be raised. Mr. Hult suggested that since 
most, if not all, tramway rails tended to wear convex on the 
tread, the t read ought to be made convex to begin with, 
thereby preventing much irregular wear of wheel tires and 
rails and reducing energy consumption. The only alloy steel 
used is the Sandberg silicon rail , of which over 30,000 tons 
have been rolled in England for tramway systems alone. 
Three systems gave a 33 per cent reduction in wear for this 
rail as compared with ordinary basic bessemer. While these 
ra ils were not free from corrugation markings, the latter 
did not develop as. in ordinary rails. It was recommended 
that other alloys like chrome', nickel, tungsten and titanium 
should also be given a trial. 

Most companies use solid manganese steel for switches and 
crossings. Thirty-two companies r eported that the wear on 
manganese steel exposed a honeycomb structure in the cast
ings. One important disadvantage of manganese steel 
tongues was th eir t endency to bend more readily than forged 
steel and to acquire a permanent set because their elastic 
limit is low. 

The authors recommended the adoption of standard 
switches for specific purposes, such as turnouts, crossovers, 
junctions and carhouse layouts. Manchester has established 
standard switches and also prepared templates for all switch 
parts, so that, for instance, a tongue from any switch is 
interchangeable with another of the same type. In Glasgow, 
where the radii of tournouts vary from 30 ft. to 490 ft., there 
has been no difficulty in satisfying this range of conditions 
with two sizes only-a 12-ft., 100-ft. radius switch and a 
14 ft., 200-ft. radius switch. Many companies now build their 
sharp curves to template before laying them. 

The thermit joint is widely used on the larger systems. 
In Manchester some 7000 of these joints have been laid 
within the past five years and the breakage has been less 
than 3 per cent. In Leeds, where 11,000 joints have been 
laid within the past eight years, breakages have been reduced 
from 3 per cent to 0.7 per cent, due to wider experience and 
better methods of application . It has been found in Leeds 
that the average conductivity of a thermit welded join is 
8.75 per cent lower than the rail itself, thereby showing that 
while the bonding is not absolutely necessary, it does in
crease the conduct ivity. Experiments on welds with 14-in. 
bonds showed that the cond uetivjty of the joint with the 
bond is 4.3 per cent better than the rail itself. 

The general method of removing corrugation is to employ 
abrasive blocks, which arei fitted into track brakes, or to use 
grinding machines. Mr. Grierson had found corrugations . 
develop on new track after running for three months. These 
were removed by scrubbing bloclrn and did not reappear for 
four years. He was using motor-driven rotary grinding 
wheels running at 900 r. p. m. and geared to travel along 
the rails at 8 ft. per minute. 

Mr. Mattison employs the oxy-acetylene blow-pipe for re
newing dished or cupped rail. The welding plant was compact 
and inexpensive, while little disturbance of the roadway was 
necessary. The new steel is fused into the rail by the blow
pipe, hammered during the process and a slight excess fused 
in. The surface is then ground and filled even and con
tinuous. Some 100 joints which were renewed in Manches
ter late in 1910 and early in 1911 are a success. 
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THE INTERURBAN* 

BY ClL\RLES L. HENRY, PRES IDENT Il\'DL\ NAPOLIS & CINCI NNATI 

TRACTION CO l\TPA NY 

The questions incident to transporta tion have o.uring all 
ages presented very difficult problems for solution. 

In the early days these questions were narrow and more 
simple in their character. There is no doubt that as soon 
as man first experienced the desire to get away from home, 
either for war or in peaceful pursuits, he discovered t hat 
transportation upon the waters , both rivers and seas, fur 
nished him with the best opportunity, and this he used for 
visiting his neighbors, transporting food a nd other com
modities, and spying out new lands. The winds of heaven 
wafted his ships into foreign seas and the commerce of the 
nations increased and multiplied to vast proportions. 

Until the first decade of the present century, although 
inventive minds were reaching out for new means of pro
pulsion, only the winds had been harnessed for use. Then, 
however, steam began to be used in navigation , and its use 
was so rapidly developed that the present ye-ar is to wit
ness a centennial celebration of the opening of the Ohio 
River to steam navigation. 

The use of steam power for navigation upon water soon 
led inventors in a quest for some mode to use it for trans
.portation upon land. It was not, however, until the year 
1830 that they were successful. In that year the first com
mercial steam railroad was put into operation in England, 
from Liverpool to Manchester. 

The steam railroad transportation field remained unaf
fected by a ny suggestion of the use of any other motive 
power until the year 1883. In September, 1883, there was 
opened the first practical commercial electric railroad, in 
the north of Ireland, running from Portrush to t he Giants' 
Causeway, a distance of about eight miles, under the direction 
of Siemen, the world-renowned electrical engineer. The 
road was built upon the highway. The electric current was 
generated by water-power and was delivered to the cars 
from a third-rail. This third-rail remained in use until 
about 1897, when the highway commissioners, on account 
of the numerous accidents caused by the third-rail, ordered 
its removal and the substitut ion therefor of the overhead 
trolley. 

No sooner had the first crude apparatus for the propul
sion of cars by electricity been put in use than it was seen 
that electricity was very desirable for the operation of 
street r a ilroad lines in cities and towns, and it was not Jong 
until the horse car and cable car commenced giving way to 
the electric car. In February, 1888, the first commercial 
electric street railroad in the United States was put in 
operation in the city of Richmond, Va., under the direction 
of Sprague, one of the great American pioneer electrical 
engineers. The equipment of city lines with electricity in
crease d so rapidly that it was only a few years until no 
cable car was to be seen and the horse car was almost a 
thing of th e past. 

By natural development these electric lines in the cities 
were gradually extended into the country for suburban 
purposes, and next came the idea of connecting city with 
city and the interurban came into existence, distinct and 
separate from the steam railroad on the une hand and the 
electri c city line on the other. The name given to this 
new kind of railroad so correctly described it that it has 
now become worldwide in its application. The first inter
urban roads were built in northern Ohio, and, curiously 
enough, the initial letters in the names of the cities con
nected by one of them, Akron, Bedford and Cleveland, were 
A, B, C, truly indicating that it was the beginning, as 1 he 
first letters in the alphabet are to the school child the 

*Ahstrnct nf a n address made before the Ameri can Electric Railway Asso
ciat ion, Atlantic City, N J., O ct 9-13, 1911. 

beginning of his education. The building of these roads 
increased year by year until all the important cities and 
towns, especially in this coun try, have been connected by 
interurbans. 

GROWTH OP INTEHUHBANS 

At first, both in the building and operation of the inter
urban, the plans and practices which had been adopted and 
grown up in the building and operation of the city lines 
were, very naturally, adopted, and the roads were built upon 
the country highways as if they were to be in fact only 
an extension of the city lines. They· were limited also ex
clusively to the carrying of passengers, no provision even 
being made for the passengers' baggage. The fares were 
based upon the 5-cent street ra ilroad idea, and whenever 
a passenger was carried farther than the company thought 
it onght to carry hi m for 5 cents the conductor went through 
the car and collected a nother 5-cent fare, and this was re
peated, section by section, until at the end of his journey 
Che passenger would have paid as many 5-cent fares as the 
distance traveled was divided up into 5-cent sections. The 
cars were of light construction, though somewhat heavie"r 
and larger than the ordinary city cars; the trucks carried 
motors of much the same capacity provided for the city 
cars, and the speed attained was about the same. These 
interurban cars at once attracted great attention and be
came very 110pular with the public, and the , patronage 
with which they were favored was much greater than had 
been estimated by those instru mental in their building. 
The cars ran at frequent intervals, which was at once rec
ognized as a great convenience; there was no smoke, as 
upon the steam railroads, and the stops, both in town and 
country, were arranged at proper intervals to accommodate 
the public. The people were attracted to them and their 
use became at once general. 

Soon, however, it became evident that the id eas con
trolling in the construction, equipment and operation of the 
first interurbans were too narrow and that they must be 
widened and broadened in order to make this new means 
of travel meet the requirements of the public, Private 
rights-of-way must be secured and the tracks removed from 
the highways, wherever possible, to avoid interference with 
and inconvenienee from the ordinary highway traffic. other
wise the requisite high speed could not be attained. The 
cars must be larger and more commodious, provided with 
all conveniences, including provision for the carrying of 
heavy baggage. They must be built in such a substantial 
way as to make . them secure for higher speed, which, in 
turn, required that the eleetric motor equipment must be 
increased. The electric current , which at first was furnished 
by power stations at short distances from each other, or 
transmitted· from a "booster," by means of a feed wire, 
allowing for the necessary drop in voltage, must be dis
tributed from a central power station over high-tension wires 
to various substations at which the voltage would be re
duced and fed into the trolley wires. A very rapid de
velopment ensued, until to-day upon the best intet·urban 
railroads of the country are found cars of practieally the 
same size, capacity al).d eonstruction as the best steam rail
road coaches, equipped in some instances with motors of 
more than 400-hp capacity to the car, running across the 
country on private rights-of-way, on tracks which compare 
favorably with the best railroad construction, and making 
speed equal to the fastest railroad trains, in some instances 
at a schedule speed, for country running, of approximately 
GO miles per hour. Instead of the collection of a 5-cent fare 
at each 5-cent section, through tickets are sold. good not only 
over the company's own road but also over connecting lines, 

This rapid development and change has from time to time 
brought the managers of the interurban roads face to face 
with the most serious problems. The entire situation is 
changed. In the beginning it was but natural that estimates 

·as to the character and cost of construction, the lixing and 
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collection of fares and the arrangements for operation should 
be controlled by the ideas regarding like questions in con
nection with city lines ; but the requirements under the new 
era of development were entirely different. Expensive equip
ment for air brakes must take the place of the simple but 
insufficient hand brake; h eadlights must be provided, ex
tending the motormen's range of vision at night to a safe 
distance ahead; the old 40-lb. rail track must be replaced 
by heavier rails; a perfected telephone system, for the use 
of the dispatcher, must be developed; the cast-iron wheel 
must be taken from the trucks, and in place thereof there 
must be sub stituted a steel-tir ed or steel-rolled wheel. These 
and many other things called for increased expenditures in 
construction and operation and caused the h eads of the 
managers to roll upon their pillows in sleepless hours of 
the night. It appeared, and it was in the beginning, sufficient 
to provide hand-operated signals from one switch to another 
on a single track, so that a north-bound car could not enter 
a section while a south-bound car occupied it, even though 
it occasioned a delay of ten or fifteen minutes in waiting 
at a siding, and it was not thought out of the way to delay 
a few minutes to enable a belated farm er, coming across the 
fi elds, to reach a stopping point. But the old ways have 
been completely changed. Bridges of light construction have 
been and are being r eplaced by those strong enough to carry 
an ordinary steam railroad train. Tracks laid with 70-lb. 
to 90-lb. rail upon standard cross ties are used. Dispatchers 
are maintaiued for the operation of the cars, their hours of 
service being limited by the Interstate Commerce Commis
sion to eight hours per day. The cars themselves are heated 
by hot-water systems, and even now the legislatures and 
railroad commissions of the va r ious states are requiring the 
installation of the block signal syste m. All this makes the 
cost of construction and equipment of in terurban roads three
fo ld or fourfold what was originally anticipated, and the 
cost of operation bas been very greatly increased. Skill is 
required in the operation of the cars. Track men are con
stantly employed in keeping up the tracks; overhead line
men , at high wages, are kept busy all the time. 

INCREASED BURDENS 

Coupled with and a(lded to this increased cost of con
struction anll operation are many burdens growing out of 
the changed condition of the public mind. In many towns 
it is now thought to be the proper thing to object to the 
running of freight ca r s along the streets, a lthough the idea 
has never occurred to prevent the hauling of freight in open 
wagons over these thoroughfares, or the driving through 
them of droves of cattle and hogs that may stray upon the' 
,H!jacent lawns, and are indeed a nuisance. Even in many 
tow ns of insignificant size the interurban will no longer 
be jlermitted to load and unload baggage, express and freight 
matter in the public streets, although the baggage wagon, 
t he express wagon, the wagon from the farm or the truck 
from the store or factory is, without comment, permitted and 
expected to do this. The interurban, it is urged, must pro
vide "'aiting rooms, with expensive toilets, baggage rooms, 
express offices, freight houses, in the heart of the city or 
to"·n, all at great expen se. In some cities and towns-I now 
recall one of less than 1200 inhabitants-it has been deemed 
wiser to require the interurban car, that may be carrying 
th ree score of passengers, to come to a full stop before cross
ing one of the principal streets, rather than to ask the 
cigarette-smoking speed fi end or the simpering thirteen-year
old high-school girl to slow up his or her automobile enough 
to avoid danger. Notwithstanding that teamsters of all 
classes and kinds use all parts of the streets without charge 
or compensation of any kind, the interurban must be re
quired to pave the streets between its tracks and out to 
the ends of its ties and to maintain this pavin g at its own 
expense; waiting-rooms or shelter stations must be con
structed at all stopping points in the country ; the fare must 
be limited by statute law to 2 cents per mile, so that a 

passenger pays no more for his ride upon an interurban car 
from city to city than a few years ago he paid for the 
privilege of driving his own horse and buggy over a toll 
macadam road the same number of miles. A passenger not 
only rides upon the car at this low rate of fare, but the 
company must in addition carry free of charge along with 
him 150 lb. of baggage, and if, perchance, a lady passengeir's 
trunk is lost, although it is carried free, the company re
ceiving not a cent therefor, it must make good in damages 
the value of the trunk and of all the beautiful dresses con
tained therein. In some of the states it is an accomplished ' 
fact, and in others a threatened one, that the interurban 
must also pay to an employee who is injured in working 
for the company the damages sustained by him, even when 
it is clearly shown that the carelessness and negligence of 
the employee himself was the sole cause of the injury. Laws 
of this class alone have been the cause of an increase of 
from 50 per cent to 100 per cent ,in the cost of liability 
insurance. 

In the early development of the steam railroads the cost 
of labor was one-half what it is at the present time. Rights
of-way were given fr ee and donations in addition were made 
to secure location of the roads. Cross-ties could be secured 
without any expense beyond the cutting and hauling, the 
present cost being 80 cents per tie. Rails cost $18 per ton 
as against $28 at this time, and all other expend,itures were 
likewise lower in amount. Notwithstanding all this the 
steam railroads were permitted to charge during their early 
days 4, 5 and in some cases 6 cents per mile for the carry
ing of passengers, and the charge for the transportation of 
freight was many times greater than now. Remembering 
a ll this, it indeed seems strange that the public should 
expect the interurban to bear all of this increased cost of 
construction and operation at a time when the purchasing 
power of money has decreased one-half, and yet only be 
permitted to charge 2 cents per mile for the carrying of 
passengers and the same low freight and eixpress rates as are 
now charged by the steam railroads after their full de
velopment. 

The problem for the future before the interurban is in
deed great, and to many it would seem that its solution must 
be similar to the answer which the boy gave in school to 
the problem in arithmetic stated by mistake on the part of 
tlie teacher as fo llows: " If a frog is in a well 15 ft. deep and 
jumps up 2 ft. at night an d falls back 3 ft. in the daytime 
how long will it take him to get out?" The boy covered both 
sides of his slate with figures and then, calling the teacher, 
said: "You did not say how long the frog has been doing 
this , but if he has been doing it very long he must be in 
hell by this time." 

However, those engaged in the building and operation of 
interurba n railroads have been and still are undaunted and 
look into the future without flinching. Understanding as 
they do that the cost both of construction and operation 
cannot be materially reduced and that many additional 
things will ari1;,e from time to time to increase this cost, · 
they are looking to the development of the business and the 
increase of receipts, and the changing of public sentiment by 
proper educational mean s, so' that the burdens placed upon 
them by reason of public clamor may be removed to lead 
th em out of the desert and into the promised land. 

REL.A.TIO:--S WITH THE PUBLIC 

First of a ll, it is important that public officials and the 
public at large shall be made to understand clearly that it 
is unfair to place burden after burden upon the interurbans. 
They are, indeed, as they were in the beginning, the peo
ple's roads, furnishing them at comparatively insignificant 
cost with conveniences which they could not otherwise · 
get. This idea must be brought back and strengthened in 
their minds, and they must be shown that the people can
not have the conveniences furnished by the interurban at 
such insignificant cost if burden after burden is to be piled 
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11 1 on t he compani€s, increasing t he exvense fo r construc
t ion a nd oper a tion- fo r , a fter a ll , t h e consumer must pay 
t he cost or t he inte rnrban cannot exist. Let the public 
be educated to the point wher e it sha ll be understood that 
the internrban is not to be a subj ect of prey on the 11art of 
1, ublic officia ls, but is to be favored and helped, to the 
end that t he people may, even at t he present r educed pas
senger fares a nd freight rates, receive the benefi ts ther eof. 
Every mean s should be taken to educate a ll members of 
t he community to a ssist in avoidin g accidents. They should 
!t lso be taught t hat wher e a pe rson , whether a passen ger 
or not, is injured he should not expect to r ecover an ything 
from the company unless the compa ny was at fa ult , and 
t h En only what is fa ir and reasonu ble com pensation for th e 
injury r eceived. 

In the matter of taxation t hey s hould a ga in be taught 
t he self-evident truth that, a lthough the interu rban is owned 
by a corporation, yet it is not morally honest or economi
cally right that its proper ty should be bur dened with a 
higher tax than other proper ty of t he community, and that 
ii any favors are t o be shown th ey should r ather be given 
to these companies which furnish to the people at large 
!" nch desirable service at s uch low fi gures. All th ese things 
can be accomplished in la r ge degree, if not ent irely, by a 
µroper and persistent plan for the education of t he public, 
and that this shall be done inte rurban people owe not 
only to themselves but to t he pa trons whom they serve. By 
the m eans indicated a very material r eduction , both in the 
cosf of construction and operation, may be secured . 

LONG-DI ST.\ N CE F I ELD 

While in the beginning th ere was no thought of the int er
urban entering into the fi eld eithe'r for the transportation 
of freight or express or fo r long-distance passen ger t ravel, 
it has become evident t ha t a ll t h ese fi elds are fertile for 
exploitation, both in the interest of t he public and for th e 
increased receipts from operat ion. Even now in some 
places through travel between la rge cities has been estab• 
lished and the passenger m ay purchase a t h rough ticket 
between t h e two t ermini and ch eck hi s baggage th rough, 
no twithstanding that the route of travel may carry him 
0Yer two or more interurban r a ilroads . The C€ntral E lec
tr ic Railway Association, com posed of electric city an d 
interurban railroads in the States of Indiana, Ohio, parts 
of Michigan , P ennsylvan ia and Kentucky, has made very 
great progress in this regard through its effi ciently man
c1ged traffic a ssociation, and in other parts of t he country 
the interurbans are doing likewise. This k ind of inter 
u1 ban t ra vel is being so rapidly developed that it is not 
too much to expect that in the near future th e traveling pub
lic will prefer t he interurbans for long-distan ce travel, the 
same a s the,y have heretofo re preferred them for short
oistance t r avel. It is a matter of in t er est that t h e Illinois 
Traction System has put in use sleeping cars equipped with 
rt ll the conveniences and comparing in every respect with 
the best P ullmans oper ated upon the steam railroads. 
These th ey a r e opera ting to and from the city of St. Louis . 
When the convenience of long-distance travel upon the 
interurban s on trains making few stops a nd running a t 
nigh speed is a dded to the convenience of short-distance 
travel on slower trains ma king frequen t stops it will be 
readily seen t hat the managem en t of these roads may ex
pect very largely in creased passenger receipts. 

EXPRES S A N D F REIGHT 

The express business, or expedited freight, carr ied on 
the passenger car s h as been developed to such an extent 
that it furn ishes a very handsome income, which gradually 
increases as the people get more accustomed to it an d 
therefor e depend ent upon it. Being permitted to make 
these shipments on the cars, usua lly running every hour, 
the merchants and others ar e enabled to get extremely quick 
shipm ent s and deliver ies; a nd, combined with the use of 
the telephone, in man y cases t he farmer gets r epairs for 

his mach inery in s uch a s ho rt time that while waiting he 
permits his t eam to s tand in t he fi eld without unhitching. 
Some of the old-line ex press companies have seen the 
a dvantages of inte rurbans for express business, and on 
man y roads they a re carry ing b usiness the same as on steam 
roads. On account of the conveni€nce and popularity or 
t his business it is sure to grow to very large proportions 
and thus swell th e interu rban receipts. 

As to the handling of fr eight on freight cars, it may be 
said that on many roads where it is carried but litt le beyond 
th e extent of package business th e receipts constitute from 
10 to 15 per cent of the gross receipts, and on others, where 
t he service has been broadened and extended, t he receipts 
have bee n very mater ia ll y increased. "\Vhat has been learn ed 
by experience lea r1 s us to believe that, with a proper de
velopment of thv handling of t he fre ight business, what 
furnish es now . an in significan t propor t ion of our receipts 
may ba made to furn ish a much la rger proport ion. We may 
not be able to reach the propor tion of freight receipts which 
t he r eports of the steam railroads show, but th is will not 
be necessary, for th e passenger receipts of t he in terurbans 
prom ise a lmost certainly to exceed greatly t he passenger 
receipts of t he steam roads over th e same territory. This 
extension of t he freight business, we well lrnow, cannot be 
brought about except by extending t he facilities for the 
handling of freight , but if diligent attention is given to the 
matter, as it certain ly will be, it is sure to demonstrate 
the fact t hat the incr eased expenditures occasioned ther eby 
will bring grea tly increased returns in the· way of r eceipts. 

On one road wher e the handling of a large a mount of 
grain on a certain section iri carload lots was deemed profit
able it was fo und that if the grain was turned over to t h e 
s t eam r oaos in th e cars furnished by t he traction compan y, 
it was diffi cult and practically impossible to secure t he re
t ur n of th e cars without long delay. The plan was a dopted 
of transferring th e grain from the interurban freight car to 
the steam road freight car a t a convenient ly construct ed 
elevator, wher e the roads connect, and it has been found 
t o work with en tire satisfaction, the transfer being thus 
made at very little cost. 

The comparat ively r ecent developmen t of the single-phase 
system and th e high-t rolley-voltage, di rect-current system 
h as greatly cleared th e field from doubts as to the ability of 
interurbans to handle heavy freight, and a careful develop
ment and extension of the busin.ess are a ll tha t is necessary 
to bring la rge r et urns into the t reasury of the interurbans. 

THE J\-IANAGER'S P OSI TION 

In brief, then , the in terurban manager must recognize that 
the cost of construction and the expense of operation have 
been and are being increased greatly beyon d t he expectation 
of t hose ea r ly in th e business, and also that unless th e pub
lic mind is educated to a different view of matters t here are 
to be very greatly increased burdens added by legislation. 
national, state and municipal. Then , recognizing a ll this, 
he must go forward in the developmen t of interurban busi
ness, extending it into the ne"'. fi elds, t hus bringing to his 
company th e greatly increased income which is needed. 
And, w ith it all, he must a id in educating the public mind 
along right lines, so that, while doing all it should rightly 
do , the interurban shall not be broken down and crushed 
by burdens that should not be placed upon it. 

The accomplishments of t he past are sufficient guarantees 
that th e inter urbans will , in th e future ev~n more than in 
t he past , fill the place fo r which they are so well fitted in 
the great fie ld of transportation, and that in so doing those 
who have shown th eir faith in t hem will be rewarded by fair 
returns on the capital invested. 

----·♦··----

Trolley bases in two styles with detachable pole feature, 
detachable trolley harps, and trolley wheels of various types 
and sizes, a r e being exh ibited by the Bayonet Trolley H a rp 
Compa ny, Springfield , Ohio, at space 27. 
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REPORT OF THE 
SIGNALS 

JOINT COMMITTEE ON 
RAILWAYS* FOR ELECTRIC 

BLOCK 

BY J. :i\I, WALDRON, CHAIRl\IAN; C. D. El\DIONS, VICE-CHAIRMAN; 
JOHN ROSS, G. H. KELSAY, J. N. SHANNAHAN, J . T. WALLIS 

The subj ects here reported upon were assigned to com-
mittee members, as follows: 

1. Instruction from Association ) 
2. Minutes of Meetings 
3. Introductory Paragraph on Signals I J. l\f. Waldron. 
4. Historical ( 
5. Resume of Data Sheets ) 
6. Necessity for El ect ric Railway Signals-C. D. Emmons. 
7. Digest of State and Interstate. Comr..:_ . sion Rulings a nd 

Laws-J. N. Shannahan. 
8. Block Signals to be Installed Durin g 1911- John Ross. 
9. Conclusions and R ecommendations for 1912 Committee 

-C. D. Emmons. 
Appendices.-Abstract s of Description s of Apparatus 

F urnished by Sign al Manufa cturers-G. H. K elsay, assisted 
by L. E. Gould, West ern editor of the E LECTRIC R AILWAY 
JOURNAL. 

Your com mittee in preparing the repor t thought best t o 
collect s uch data as would be of ben efi t t o the m ember 
companies for educational purposes an d in this develop
ment the committee has at all times been in close touch 
with th e work of the Block Signal & Train Cont rol Board 
of th e Interstate Commerce Commission anti w ith the 
various committees of the American Railway S ignal Asso
cia tion. 

TllE BLOCK SYSTE:\I OF RAILROAD OPERATION 
Th e block system of railroad operation reduced to its 

si m plest te rms means that each train is forbidden to pass 
a certain point. forming the entrance to a block, until the 
last preced ing train on the same track has passed beyond 
a eertain point farther on, forming the end of the block. 
No train enters a block section except and until its motor
man sees on the signal post or train order board a "Safety" 
or "Proceed" signal. Protection from butting collisions on 
single track lines depends upon the exercise on the part 
of motor runners anti train crews of intelligent and un
rem itting vigilance in the observance and execution of in
tricate rules and written orders and on the exercise of the 
utmost care by the train dispatcher. By far the greater part 
of the mil eage of railways in the United States and Canada 
is single track, and to this there has been added in the last 
few years a rapidly increasing mileage of electric inter
urban roads, which. in their operating conditions, present 
problems similar in character to those of the single track 
steam lines, but which from the nature of their traffic. make 
even more imperative adequate means of safeguarding train 
rnovements. 

According to the most authentic statistics at hand there 
were on January 1. 1911, block signals in use on 71,268 
miles of railroad , of which 17,711 were protected by auto
matic signals and 53,557 by non-automatic signals, r ,f 

practically three miles equipped with non-automatic signals 
to every mile equipped with the automatic or track circuit 
type. 

The interurban railway has lagged behind the steam rail
way in the matter of signaling and control of cars or train 
units. It is now becoming apparent, however, that in thi,: 
branch of operation of interurban roads as now developed 
the necessity for adequate control is urgent. This is due 
to tile distinctive lines on which interurban railway traffic 
has been developed, bringing to the front problems of its 
own differing widely from those encountered on steam rail
way lines. 

* Ab~trnct of rPPort read before tbe American Electric Railwa \' 
Engineering and Transportation & Traffic Associations, at Atlan t i'c 
('ity, N. J .. Oct. 9-13, 1911. 

The relative necessity for communicating with train crews 
on electric railways as compared with steam roads cannot 
be based on track mileage, for the reason that for a given 
number of miles the electric road will operate three or 
four times as many train units as the steam road under 
ordinary conditions, while on holidays and special occa
sions the electric road traffic will be greatly increased. 

EARLY ELECTRIC RAILWAY SIGNALING INEFFECTIVE 
The us·e of some type of protective signals is not new 

with electric railways, but unfortunately many signals which 
have been used have not been up to the standard governing 
steam railway practice either in mechanical construction or 
reliabilit y of operat ion. 

The application of automatic block signals to electric 
railways presents no greater difficulties from either the 
mechanical or electrical standpoint, although there are 
many important factors ent ering into the problem which 
are not inher ent in steam railway practice. The traffic is 
den se in comparison with steam roads and it is carried 
on comparatively short sections of single track line, with 
frequent stops, in combination with the operation of 
th_rough express train units, at certain intervals of the day, 
without the assistance of station agents or other employee3 
at meeting points or stops, to control the traffic. These 
factors , together with the increased holiday traffic pre
viou sly m entioned, requir e for the ir control a system of 
s ignals designed especially to meet these conditions. 

THE NECESSITY FOR ELECTRIC RAILWAY SIGNALS 
T h e safet y of the public who are· our patrons and from 

whom we derive the revenue which sustains us provides 
the fi r st n ecessity for signals. This developed the early 
and s till much used system of establishing what are com
m only known as "hand blocks" whereby a trainman of a 
car at on e siding, by throwing a switch by hand, turns on 
a light a t the next s iding, signifying to a car at that point 
th at h e intends to proceed to that s iding. , 

After t he safety of the passenger is assured, the n ext 
necessity for s ign aling is to ge t the passenger to his 
destination as promptly a s possible. In keeping the cars 
moving promptly and properly an obvious result is the in
~reased capacity of a track or system which has been 
properly signaled. The signaling, whil e adding to the 
c:apac:ity of a g iven system, is of great value in reducing the 
liabil ity to accidents and incr easing the confidence of the 
public. 

The requisites of signals on e lectric railwa~s vary natur
ally, with many conditions. Each system has its own 
problem and the keynote of the solution lies in the answer 
to the question ""What is n ecessary for the protection and 
safety of th e public under the conditions under which we 
operate?" 

DIGEST OF LAWS AND RULINGS 
A digest of la ws compelling the installation of bloc!-: 

signals on electric railways, and of laws conferring the 
necessary auth ority upon the various commissions to re
quire electric r a ilways to insta ll block signals, and of the 
various rulings made by the different commissions on this 
subject, occupied five pages of this report. 

Congress does n ot appear to have conferred upon the 
Interstate Commerce Commission any authority to compel 
c:ither steam or electric r a ilways to install block signals. 

The followi n g states have no laws or commission rulings 
bearing on t h e subject of block signals: Alabama, Arizona, 
California, Connecticut, Georgia, Iowa, Kansas, Missouri, 
Montana, Nebr aska, North Dakota, Ohio, Rhode Island, 
Tennessee, and Vi rginia. The commissions in Florida and 
South Carolina have no jurisdiction over electric railways, 
and in Pennsylvania none in so far as block signaling is 
con cerned. In Maryland, Massachusetts, Minnesota, New 
York, Nevada, Oklahoma, Oregon and South Dakota the 
legislature appears to have conferred upon the railroad or 
public service commissions the authority to require the in-



OCTOBER II, 1911.] ELECTRIC RAILWAY JOURNAL. 743 

stallation of block signals, but in none of these states has 
any ruling as yet been promulgated requiring such installa
tion. In Wisconsin during the last session of the legislature 
there was enacted a law which appears to confer upon the 
railroad commission of that State explicit and definite 
a uthority to r equire railroads to install and operate a block 
system in such cases as the commission decides that it is 
necessary so to do in order to render the operation of such 
railroad reasonably safe. 

In Indiana, during the last session of the legislature, a 
law was enacted by which it is provided that after January 
J, 1912, it shall be unlawful for any company owning or 
operating a line of steam or interurban railroad in Indiana 
to operate any train or car over such railroad "unless such 
milroad is equipped with and has in operation an auto
matic block system or other system approved by the Rail
road Commission of Indiana for the control of train or car 
movements thereon, unless the time therefor be extended 
by such Railroad Commission." 

There haYe been no rulings of the commission under this 
act wbich have any relation to electric railroads. A com
mittee on block signaling has, however, been appointed by 
the commission from representatives of the interurban com
panies, with M. H. Hovey, of Madison, Wis., the block signal 
expert of the commission, also a member. 

SIGNALS 'fO BE INSTALLED DURING 1911 
The collection of data concerning block signals that the 

various electric railway companies contemplate installing 
· during the year 1911 has brought out very forcibly the 
timeliness and importance of the appointment of a com
mittee for the investigation of this subj ect. 

Among the companies actually putting block signals into 
use the Illinois Traction System is making the largest in
stallation. This company has already in place and on order 
168 Union Switch & Signal Company's style B automatic 
block signals, to be operated in connection with continuous 
track circuits, protecting about 150 miles of track. It 
also has on . order 50 Nachod trolley contactor signals, 
which will be installed on various parts of the system. 
These will protect about 25 miles of track, making a total 
of 175 miles of track protected by signals. The Nachod 
signals will be used where city service is operating over 
intelurban lines and at the entrance to towns. 

The Public Service Railway Company of Newark, N. J., 
already has a system of 160 blocks and this year has placed 
an order with the United States Electric Signal Company 
for 121 more, making a total of 281 blocks, and taking care 
of 81 miles of track. 

The Hudson Valley Railway Company is using the trolley 
contact device of the United States Electric Signal Company 
and intends protecting this year 5 more miles of track 
with this company's type K signals, the average length of 
block being three-fourtfis of. a mile. 

The Wheeling (West Va.) Traction Company contemplates 
protecting 45 miles of track with the trolley contact device. 
This company is testing four blocks on one line equipped 
with Nachod signals and one block on another line with the 
United States signals. If these signals prove satisfactory, ali 
of this company's single track lines will be immediately 
equipped. The block signals are used only at turnouts. 

The Worcester Consolidated Street Railway Company in
tends protecting about 25 miles of track with the United 
States Signal Company's type G trolley rontact deYice, using 
an average length of block of about 2 miles. 

The Chattanooga Railway & Light Company intends protect
ing about 4 miles of track with the Nachod signals. In 
this case the average length of block is about 3,000 feet. 

The Elmira & Seneca Lake Traction Company will add one 
more block of 2 miles to its present system of United 
States electric signals. 

The Hudson & Manhattan Railroad Company proposes this 
current year to add to its present system of the Union Switch 

& SignaL Company's a utomatic electro-pneumatic signals by 
installing signals at nine locations on about 6,000 feet of 
track. 

The Boston Elevated Railway Company intends increasing 
its present system of electro-pneumatic s ignals so as to 
protect 3 miles of double track. 

The Syracuse, Lake Shore & Northern Railroad Company 
is preparing to install six signals, covering a distance of 
about 10½ miles of single track, on an extension. These 
signals will be of the a. c. continuous track circuit type, man
ufactured by the Union Switch & Signal Company, and sim, 
ilar to twenty-four others at present in use on double track. 

The Syracuse, Lake Shore & Northern Railroad Company 
is preparing to install six signals, covering a distance of 
about 10½ miles of s ingle track, on an extension. These sig
nals will be of the a. c. continuous track circuit ty,pe, manu
factured by the Union Switch & Signal Company, and simi
lar to twenty-four others at present in use on double track. 
This company is also installing on the Rochester, Syracuse 
& Eastern Railroad nine of the same type of signals, cover
ing a distance of about lG½ miles. 

The Boston & Worcester Street Railway Company intends 
installing this year signals distributed over 31 ½ miles of 
main-line double track. The blocks vary in length from 1,400 
feet to 3,200 feet and are in most cases independent of each 
other. The reason for the use of short blocks is that the 
operating department finds it necessary to operate double 
headers on close headway, The blocks are located in those 
places where there is t he most danger of collisions due to 
curves; etc. This company uses the O'Bryan signal. 

The Ohio & Southern Traction Company is intending to 
protect 7½ miles of track with the Stromberg-Carlson dis
patchers' signals. 

The Oregon Electric Railway is planning to protect seven 
miles of track with three-position automatic continuous track 
circuit signals. 

The Washington & Rockville Railway Company and the 
City & Suburban Railway Company, of Washington, D. C., 
intend protecting 2.S4 miles with a controlled manual sys
tem of signals of the Ramsey type, made in their own shops. 

The General Railway Signal Company is now installing 
t'.';o sample blocks for the Lehigh Valley Transit Company. 
This company contemplates protecting 60 miles of track this 
year. 

The ·waterloo, Cedar Falls & Northern Railway Compauy 
expects to protect eight or ten curves this year with block 
signals, probably of the alternating-current track circuit type. 

The Mir.higan United Railway Company also has been in
vestigating a number of a. c. track circuit signal systems re
cently but reports that the matter is not sufficiently far ad
vanced to give definite information. 

The Cedar Rapids & Iowa City Railway is planning to 
pl'Otect 25 miles of track, but has not determined what 
system to adopt. 

The Roanoke Railway & Light Company is planning to 
protect 10 miles of track, the system not yet decided upon. 

CONCLUSIOXS AND RECOl\IMENDATIONS FOR 1912 COMlllITTEE 

There can hardly be any question as to the fact that each 
road presents its own problem, possibilities, requirements 
and limitations. Manifestly, a small road earning scarcely 
enough to pay its operating expenses cannot make or hope 
for any expenditures for signals, yet the road which earns a 
large revenue per mile of track, with business that at times 
taxes its capacity to the utmost , must of necessity make large 
expenditures in the installation , operation and maintenance 
of signal systems. The signal companies are working to de
velop signals which will take care of the different phases of 
this subject -as presented by different properties. 

Because of this being the first year's work of your commit
tee on signals, and because of the rapid development of new 
apparatus and methods of signaling at this time, we do not 
feel it wise now to report any definite conclusions, but recom-
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men d that your committee for t he year 1912 continue tne REPORT OF THE COMMITTEE ON CAR MILES AND 
study of th e present and ever-increasing number of signal 
systems, and, if poss ible, a t the en d of that year's work, 
draw some conclusions and make s ignaling recommendations 
for the fo llowing classes of roads: 

A-
B-
c-
D-
E-

No. of Headway Speed 
traclrn 

1 
1 
1 
2 
2 

in minutes 
5 to 30 
1 to 10 

60 or more 
5 
5 

in m. p. h . 

20 or less 
30 or less 
40 t o GO 
40 to GO 
40 t o GO 

*Trn in~ of St•ve rn l seetions. 

BLOCK SIG NAL SYSTE~IS-APPENDIX 

The appendix to the signal r eport is a collection of material 
largely obtained from the engin eer s of s ignal manufacturing 
companies. This material occupi es lOG pages of th e report 
a nd is illustrated by seventy-five engravings. 

Appen dix A defines the various systems of blocking and 
describes and illustrates th e continuous track circuit system. 

The fundamental principles of control circuit s are presented 
in Appendix B, sho wing how parti cular ca re must be taken 
in making signal connect ions t o assu r e t hat a ny derangement 
of apparatus or wires will give a "sto p" indication. 

Appendix C, occup ying eighteen pages of t he r eport, pre
sen t s by m eans of illustra tion s and detail descriptions t ypical 
s ignaling plans for elec-tri c railways an d shows the common 
method of diagraming s ign als on pla n s. T h is section of the 
appendix al so includes a critical s t ateme nt by t he Union 
Swit c- h a nd Signa l Compa n y of signaling wi th auxilia r y indi
cations for r educed s peed foll owing movement s. 

Appendix D is a stat ement of th e General R a il way Signal 
Comvany favorable to t h e " a bsolute ve rm issive" block sys
tem. 

Appendix E descri bes ligh t s igna ls as developed fo r sub
wa y and interurban use. 

Appendix F describes automatic train stops, referring par
ticularly t o those in use on t he lines of the W ashington 
Water Power Company at Spokan e and the "Key R oute" at 
Oakland, Cal. 

A ppendi x G consists of brief descTiptions of th e more 
essen tial part s of a bloek signal installation, describing 
briefl y t h e re lays a nd signal mechanism s. 

Appen dix H is an il lu strated desc r ip t ion of the automa t ic 
block s ig na l system on t h e Illinois Traction Syst em wri t t en 
by John Leisenring, s ignal engineer, for the ELECTRIC R AIL
WAY JOURNAL of June 24, 1911. 

Appendix 1 is a descrip tion of t he automatic block s igna ls 
a nll tra in stops on the WashiHgton ·water P ower interurba n 
line, abstracted froru an article in the ELECTRIC R AILWAY 
JoURN • .\.L for December 17, 1910, mate r ial for which was fur
nished by R. M. Willson, assistant genera l manager. 

Appendix J describes th e Kinsman block system u sing 
shor t track setting sect ions. 

Appendix K describes the Naehod signa l system and its 
t rnll ey contactors. 

DISPATCHERS' SIGNAL S YSTE::II S 

Appe ndix L is devoted to dispatcher s' signal systems and 
presents illustrations a n d descri ption s of t h e dispatchers' 
signa ls manufactured by the follo wing companies: Blake 
Signa l & Manufacturing Company, General Railway Signal 
Compa ny, W es tern Electric Company, Ba ird Electric Com
pany, Stromberg-Carlson Telephone ManufactO.ring Com
pany, National Electrical Manufacturing Company and the 
United States Electric Company. This concludes with a n 
illus trated description of the Simm en dispatchin g system as 
manufactured by the Railway Improvement Company, New 
York, and the Prentice automatic t r ain stop and cab signal 
which has been the subject of experiments on t h e Canadian 
P acific Railway. 

CAR HOURS* 

CHA S. II. LAHR, CH A 1Kcl1AN ; l\I, W, GLOVER A.ND C. S, MITCHELL 

A car m ile is a m ile r un, wh ether it be by a small single
truck city car, a n urba n or an interur ba n Gar of different 
length or weight. Wh at ever revenue is collected for this 
<1 :st a n ce constitutes t h e earnings per car milE! and the expense 
incurred is the operating expense per car mile. 

Th e car mile is used at t he presen t t ime a lmost universally 
as t he unit of comparison. In the operat ion of a traction 
property its statistics are very valuab le a s a means of giving 
info rmation relative to its operating condition or general 
effic ien cy, but to stop there is to miss the greatest good of the 
statistical work. Comparisons of one property wit h another 
h ave always been unsatisfactory and always will be as long 
as the interests in control a re indifferent a s to the methods 
used in compiling these statistics. 

It is the opinion of your committee that mileage should be 
computed for each car operated, even th ough several cars 
may be opera ted in trains and some may be motor cars and 
some trai ler s. T his mileage should include a ll mileage run 
trom t h e tim e the car leaves the carhouse or t erminal until 
it reaches its r egular starting point, and all mileage made 
ciuring the day's operation and r eturn to the terminal. 

DI VISIO N OF CAR MILES 

Car miles shou ld be div ided into two classes, namely, 
revenue m iles and non-revenu e miles. These may be sub
divided as desi r ed. R evenue ca r miles should be divided into 
t wo classes: F irst, cars used in passenger and chartered car 
service and, second, cars used in fr eight, express a nd mail 
ser vice. Non-revenue car m iles are miles run by cars while 
be ing transferred from one point to another for the purpose 
of r epair and tran sfer; also miles run by cars used in the 
service of t he company, t h e expense of which is chargeable 
to th e company itse lf, including work, sand, sprinkling and 
wr ecking cars, snow s weeper s and plows. 

DIVISIO N" OF CAR HOU RS 

'.Vh en car hours are used as a unit of comparison they 
should be divided into two classes , namely: Revenue and 
non-revenue. These may be s ubdiv ided as desi red, but to 
obtain the best results they should be compiled l ike car miles, 
that is, the entire time t hat t he tra inmen are in char ge of the 
c-ar from the time of leavin g ter m inal or carh ouse until 
r eturn should be included, a n d th e time of each car operated 
should be in cluded in t he computations , whether such car s 
a r e operated in trains or sepa ra t ely. The data for compila
tion of ear miles and ca r hour s should be furnished by t he 
operating department by report of t he schedule trips of each 
line or division fo r th e day. If 11n y a dditiona l trips a re made 
or any trips lost th e carhouse fo r eman or dispatch er should 
r eport the same. 

We believe tha t man y economies can be effected if the 
management has accurate s tatistics of the car miles, and car 
h ours compiled u nder the above plan. The lines a re closely 
drawn between th e miles run a nd the hours in service of 
cars operated for r evenue and th e miles run and the hours in 
ser vice of cars operated for non-revenue purposes. The data 
may be r ead ily segregated in a manner t hat will permit the 
cost per car mi le and per car hour for various classes of 
service t o be ascertained as may be desir ed. 

I t is th e opinion of your committee that for comparative 
purposes the car mile and car hour are not entirely satisfac
tory as unit s on account of the different weigh t s and capacity 
of cars, but with the limited time in w hich the committee 
had to prepare it s r eport it was impossible to communicate 
with t h e m ember compan ies a n d seeure their opinions along 
th is line. 

* Abst ract of a pnper read before the American Electric Railway 
Ac<'ountants' Associa t ion. Atlantic City, N. J ., Oct. 9-13, 1911. 
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REPORT OF THE COMMITTEE ON IN TERLINE 
ACCOUNTING* 

L. T, HIXSON, CHAIRl\lAN; IRWIN FULLERTON AND E. L, SCIIMOCK 

Your committee on interline accounting desires to offer 
some recommendations which the previous committees have 
not taken up, as well as to suggest several methods differing 
somewhat from the recommendations of former committes. 

\Ve also desire to submit a system of accounting for inter
line business which may be of assistance to t he accounting 
offi cers of a company entering th is class of busin ess. 

TICKET REPORT AND IN'l'ERCI-IA NGEABLE COUPONS 

T he form of ticket report recomm en ded by the 190!) com
mittee has proved very satisfactory, and the forms as shown 
herein cover very slight changes. 

The bill for coupons accepted should be accompanied by a 
statement in duplicate giving the book number and the open
ing a nd closing number of the coupons. 

BAGGAGE REPORT AND FREIGHT ACCOUNTS 

Separate reports should be made covering baggage, taking 
the place of the combined baggage and ticket r eport. 

While the greater number of electric lines have been using 
the " unit" type way-bill for interline b usiness there seems 
to be a growing preference for the "blanket" bill. · When the 
blanlrnt bill is 1,1sed train crews and junction agents have 
fewer bills to handle and can check freight with g reater 
speed and accuracy. A number of lines also interchange 
business with steam roads and boat lines and must use 
blanket bills for such traffic. The blanket way-bill elimi
nates, to a great extent, the difficulty arising from lost way
bills. 

It has been the custom to make settlem ent for interline 
business in a variety of ways, thereby causing considerable 
confusion. One plan should be made compulsory for all 
interested companies. 

RECO:Ml\IENDATIONS 

Your committee desires, therefore, to make the following 
recommendations : 

Reports of ticket accounts to be made by the selling road 
not later than the fifteenth day of the following month. 

Bill to be rendered by the company accepting interchange
able coupons not later than the fifteenth clay of t he following 
month and to be accompanied by a statement sh owing book 
numbers and opening and closing numbers of each strip of 
mileage or coupons. 

Report to be made by the company checki ng baggage to all 
lines interested. In making corrections on reports from 
another line use correction blank, inserting th e word "bag
gage" where necessary. 

In lieu of the different names and colors of baggage checks 
generally used we suggest that free checks be white card, 
designated "free;" revenue checks which are prepaid, red 
c-ard, designated "prepaid ," and ch eck s for revenue or ad
"frnces to be collected at destination, blue card , m arked 
' ·collect." 

In the audit office settle~ent of the " bla nket" form of way
lJil] to be used. All bills covering freight received by a 
company during th e month to be i·eportecl not la ter than 
the fift eenth clay of the following month to the company on 
whose lines the shipments originated, as well as to all in
te rmediate lines over which such shipments were hauled. 
Reports to be made as follows: Abstracts, division sh eets and 
irnmmary. 

In addition to these regular monthly re11orts the following 
are used when necessary: 

STATEMENT OF DIFFERENCES 

Advising the line making the original report of errors in 
such r eports. This form is not used for unreported way
hills. 

* Abstract of paper read bcfore the Am<'rican El<>ctl'ic Railway 
Aeconntan ts' Association, Atlant ic City, N. ,T ., Oct. !l-1::1, l!Hl. · 

For all items listed on statement of differences, which a 
company accepts, a correetion account is issued a nd taken 
iuto account in t he summary the fo llowing month. 

Accounts should be settled in accordance with reports as 
rendered and corrections a djusted the following month, except 
for any large errors or errors caused by carrying footing for
ward, which should be corrected wi th advice to the report
ing company at once. 

Corrections on way-b ill s s hould lie taken into account in 
the month they a re received and accepted (regardless of the 
date of the original way-bill) by entry on abstract instead of 
the correction account, which is used by some companies. 
Th ese corrections may be noted 

I 
on the abstract and 

added or deducted, as t he case may be. This method 
greatly faci li tates t h e adjustment of the aceount. 

PASSl~G RECORD 

All fr eight passing junction s hould be entered on this 
fc,rm, wh ich may he used by the auditor to check up billing 

WESTERN TRACTION COMPANY 
ACCOUNTING DEPARTMENT 

ABSTRAC,- OF" WAV BILLS F"OR F"REIGH,- RECE IVC.O 
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Interline Accounting-Way-Bill Abstract 
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from or to foreign lines. This form is also useful in case 
of claim in determining the condition of a shipment when 
delivered to or received from a foreign line. 

All unreported way-bills or statements of difference wh ich 
have not been accepted are carried as ''unadjusted accounts." 
This list may be made in any form , as it is a m emorandum 
for the use of the road making it. 

BALANCING LOCAL AND INTERLINE FREIGHT ACCOUNTS 

The total interline forwarded by a company, added to the 
total received, as shown by agents' abstracts , must equal t h e 
total interline received by such company added to th e total 
forwarded, as sh own by agency abstracts. Th is balance is 
made before commencing the regular interline settlement 
steet and covers the current month only. 

A 11 freight aceounts from the various sources are entered 
on t he interline freight settlement sheet and the balanc·es 
for all agents, as well as each company, are shown. Th e 
" unadjusted accounts " totals for the previous month are de-

WESTERN TRACTION COMPANY 11o.34'.CL 

ln ferline Accountirig-Settlement Draft 

ducted a nd totals for the current month are added. lf the 
proper fi gures have been taken into a ccount the advances re
ceived and forwarded will check, and t h e prepaid r e<'eived 
a nd forward ed will a lso balance. The amount of forei~n 
roads' propor tion of revenue deducted from t he total r evP
nue freight column will g ive the net freight earnings of the 
company, and this amount, carried to the credit in the 
"balance" column, will make the total debit a nd credit foot
ing the same. 
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Ther e are very few electric lines interchanging equipment 
to any great extent, and those lines which are interchang
ing do so principally with steam roads, and follow steam 
road practice. Therefor e, the committee does not wish to 
offer a ny suggestions as to handling this class of business. 

As soon as all entries have been made for the month, a 
statement of interline account should be rendered to each 
road, giving the debits and credits as shown by the com
pany's books in order that duplicate reports may be requested 
at once, if any should be missing. 

All settlements should be made by draft for the balance 
of the account, including all classes of interline business. 
Such draft should be made by the creditor company at any 

WESTERN TRACTION COMPANY 
AUOITOR•s OFFICE 

CH IC AGO. ILL---- ~ --~_(q_J9U ... 
STA TEM ENT ')F INTERLINE ACCOUNT WITH 

_________ o.~--~----- -------COMPANY 

-----------------~~~-r-~--------
MONTH 0•----;- ~ • _ _o _____ __ J9!L __ _ 
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Interline Accounting-Monthly Statement 

time after the twenty-fifth day of the following month, and 
should cover t he items as s et forth in the interline state
ment. 

A condensed form of journal entr:v "-m answer the r equire
ments in the majority of eases. but the manner of keeping 
each company's books differs and this entry would conform 
of necessity to the regular practice. 

co:--cLU SION 

In conclusion the committee wishes to state that the 
forms and outline submitted herewith are intended to cover 
one " ·ay of handling interline accounts from the time the 
ticket or way-bill is issued until the entry is made on the 
general ledger. ,Yhile there a re other plans which will give 
t he same final results, we are of the opinion that the system 
recommended is the most satisfaetory. 

----~·•·-----
The l\lcConway & Tarley Company, of Pittsburgh, Pa .. 

has in its exhibit a full-size Janney radial coupler applied 
to the framing of a car platform. This coupler is of the 
sa me pattern as that used on many thousand. steam rail
road cars,. with arrangement for radial movement to provide 
for the service requirements on electric interu rban cars. 
The method of attachment is the acme of simplicity. It 
couples automatically hy impact, and can be uncoupled 
from either side of the car. This company was the orig
inator of the M. C. B. type of coupler, and its reputation in 
the coupler field is assurance of its ability to cope success
fully with the problem of evolving an efficient and prac
ticable deYice for interurban service. The use of this eq11ip
ment makes possible the interchange · of cars with steam 
roads. The company's engineering department will be glad 
to coop€rate with railroad officials or car builders in de
signing equipm€nt for special con ditions. 

REPORT OF COMMITTEE ON HEAVY ELECTRIC 
TRACTION* 

BY E. R. HILL, CHAIRl\fAN; E. B. RATTE, YICE-CHAIRMAN; W. S. 

l\lURRAY, J. H. DAVIS, HUGH HAZELTON, E. F. GOULD 

The committee confined its consideration to the following 
subj ects : 

1. The location and clearances for third-rail working 
conductors. 

2. The location of electrical end connections on cars and 
locomotives. 

3. The location of automatic train stops. 
TEIRD·RAIL LOCATION AND CLEARANCES 

Your committee arranged for conferences with repre
sentatives of the corresponding committees of the American 

I..- 1.•_ .J.. __ -=~~- ---- ----- --z'-10!;;" To gauge /,ne ---- -------- -- ------ - --

11 
1 
! 
I\ ,, 
'I 
I I 

~'~ \ 
7 \ 

\'-11,.· 14 •• 

\!:_ - - -- -~~-

Roll-;;1/Jh~m wes 
and ddlect,on 
track curre6 of 
radius mu 5 f be 
/his line ---~ I 
On curve~ of le:, 

;~;fb~oi,~;;:jh 
Third Rai l 5tructur

be within this line 
~nd on al/ curve:, h 

z~e:::;~~h:11:f 0 

ft third rail s tr 
be ..-.i/hm this Ii 

Note Wh~n local ~peed snd fr.,ck 
condit,ons msl< e tfdes irable 
Ifie third rail :1trucfure:, moy 
be moved outoncurveshaving 
rad11 gre~ter/han 8D0rt up 
foma i, 1mu,nshownbylt/ls line 

' ,j• ':zz· 
.. I 
-, I 

I 
1,:,J" 
1p· 
:':.':,:: :_ = -_-_-_-_-_- :~: r~ ga'!.gt1 ll~e ...;:_-~::: _: _ 

~ - '-(~--- -zoj' • 

·: ,ff· 

Horizontal P!sne of lo of both rsild 

Heavy Traction-Limiting Clearance Lines for Third-Rai1 
Structures and Equipment 

Railway Association and the American Railway Engineer
ing Association, and as a result has prepared a diagram 
showing location and clearance lines which we understand' 
will be satisfactory to the committees of those associations. 

It has been thought advisable, however, to confine our 
attention at this t ime to the establishment of such standard' 
location and clearance lines as affect the relation of the 
third-rail construction to rolling equipment, and leave for 
subsequent consideration such standard location and clear
ance lines as affect the r elation of the third rail to permanent 
way structures. The committee recommends that the 
committee on heavy electric traction next year take up· 
the question of permanent way construction lines as bear
ing upon the space required for the installation of third
rail working conductors, with the view to recommending a 
standard which shall be satisfactory to the committees of' 
the three associations. 

The committee recommends that the following standards 
be adopted by the American Electric Railway Engineering 
Association : 

(1.) The gage line of the third rail to be located not less 
than 26 in. a nd not more than 27 in. from the gage line of 
the track, and the contact surface of the third rail to be· 
not less than 2%, in . nor more than 3½ in. above the plane· 
of the top of th e track rail. 

(2.) The clearance lines for third-rail structures and roll
ing equipments to be as shown in the accompanying diagram. 

(3.) Encroachments on normal clearance due to deflec
t ion of springs and wear vary with the type of construction 
used and the practice of the respective roads as regards. 
permissible wear and deflection before repairs and adjust-

* Abstract of n•por t read before the AmE!riran Ellectric Railway.
Engineering Associat ion at Atlantic- City. N. J'., Oct. 9-13, l!l11. 
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ments are made. For the ge neral guidance of the roads in 
designing equipment, but not as a standard, therefore, a 
dotted line is shown on the diagram located 2 in. distant 
horizontally and 4 in. distant vertically from the limiting 
clearance line for equipment. 

Attention is called to the method of designating the 
points of the lines in the diagram, as follows: 

(a) The letter ' 'T" after a letter indicates that the line 
refers to the third-ra il structure. 

( b) The letter "E" after a letter indicates that t he line 
refers to equipment. 

(c) The figures after designating letters represent, r e
spectively, the elevation in inches above the plane of track 
rail when shown above the line, and t he distance in inches 
along the plane of track rails from the near est gage line of 
track when shown below the line. 

The committee further recommends the adoption of the 
following terms , which have already been adopted by the 
American Railway Engineering Association (American Rail
way Engineering & Maintenance of Way Association) : 

( 1.) Third-rail gage. Distance measured parallel to plane 
of the top of both running rail s, between gage line of run
ning rails and gage line of third rail. 

(2.) Bond. A metallic means for connecting two rails to 
permit of the passage of electric current. 

ELECTRICAL END CONNECTIONS ON CARS 

Considerable data have been collected with special refer
ence to heavy electric traction on steam railroads. How
ever, as the committee on equipment has a lso been con
sidering this subject, the data have been turned over to that 
committee. It is important for a ll roads to adopt as far 
as possible the M.C.B. standards for location of mechanical 
and hose connections, but, in view of the wide variation in 
practice regarding electrical connections, it will probably 
be impossible, at least for a considerable time to come, to 
adopt a definite standard for each type of connection. It 
would seem feasible, however, to define certain space at 
the ends of cars, to be used in electric service either at 
once or at some future time, which space should be re
served for the location of end connections at the time the 
cars are designed and built. 

LOCATION OF AUTO;\I-t\.TIC TRAIN STOPS 

The use of automatic train stops ac tuated in connection 
with the signal system is coming more and more to be the 
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practice, especially on electric railways operating in sub
ways and tunnels, and the committee deems it advisable at 
this time to make certain suggestions regarding the proper 
location of trip arms along the track and contact devices 
on cars which may be regarded as " recommended practice," 
until such time as the use of train stops becomes sufficiently 
gennal to justify the adoption of a standard location. 

\Ve offer the clearance line shown as defining the space 
which should be reserved along the track and on t he equip
ment for the use of the train s top. Th e location is the 
same as adopted for the station and tunnels of t he Penn
sylvania Railroad at New York and fo r the Hudson & 
Manh attan Railroad Tunnels. 

STANDARD AXLE S PECIFICATIONS 

A sub-committee was appointed jointl y representing the 
committee on equipment and the committee on heavy elec
t ric traction, consisting of J . S. Doyle, su perintendent car 
equipment Interborough Rapid Transit Company; John Lin
dall, superintendent rolling stock and shops Boston E le
vated Railway ; Hugh Hazelton, elec:trical engineer H udson 
& Manhattan Railroad. This sub-committee has held several 
meetings as part of committee A-1 of t h e American Sociflty 
for ·Testing Materials on st andard specifications for steel. 

As a resu lt ther e hav e been dra wn up specifications for 
heat-treated carbon steel axles, shafts a nd simila r par t s. 
These specifications have been sent to a ll members of th e 
American Society for Testing Materials with a view to adop
tion as standard of that societ y. 

----♦··----

THE NEW YORK AIR BRAKE COMPANY'S DISPLAY 

The New York Air Brake Company has in operation in 
Marine Hall , spaces 229-231, an electro-pneumatic a ir-brake 
equipment for a t en-car train. This equipment has been 
designed for use on electricall y operated trains of any length , 
being especiall y adapted for multiple-unit service. The 
special features of this equipment are simultaneous service, 
graduated release, maintenance of cylinder pressure ag~inst 
leakage and regardless of piston travel , simplicity of opera
tion and manipulation . service emergency , quick r echarge and 
l.Jigh pressure emergency. An instantaneous application oc
curs in both service and emergency when operating elec
trically. 

The brakes may be graduated on or off to any extent , to 
offer the greatest fl exibility of operation obtainable. The 
brake cylinder pressure is automatically maintained against 
leakage and regardless of piston travel in both pneumatic 
an d electric operation. An interruption of electric current 
on one or more cars in the train will not affect prompt ap
plication when the brakes on the rest of the train are oper
ated electrically. All electric and pneumatic positions o~ the 
motorman's valve are the same, so that in case the electric 
current fails the pneumatic will immediately apply when 
the motorman's va lve handle is placed in application posi
tion, resulting in no loss of time due to the necessity of 
moving the valve handle to another position. As the lap 
position is common for both electric and pneumatic opera
tion the brakes will not release should the current be inter
rupted after the brakes have been applied electricall y. This 
insures a positive brake upon trains from starting when 
held applied on grades, etc. In the graduated release posi
tion the system is completely r echarged aften an electric 
application. Any number of consecutive service applications 
can be made, after which, if an em ergency should a rise, the 
maximum cylinder pressure can be obtained instantaneously. 
An emergency application can be obtained electrically or 
pneumatically on all cars after any servi ce application has 
been made. Only one type of equipment is necessa ry for all 
diffe rent weights of cars. Should a conductor's valve or 
track trip be opened an instantaneous emer gency applica
tion will be produced. An emergency applicat ion produces a 
higher maximum brake cylinder pressure than is obtained 
in a full se rvice application. The compan y represen tatives in 
attendance are W. T. H enry, N. A. Campbell , C. E. Leach, 
J. D. Cartin, B. J . Minnier , H . E . Whitalrnr . 

----,·♦··----

A very extensive line of wire r ope and fi tt ings and bare 
and insulated wire and cables is being exhibited by the John 
A. Roebling's Sons Company, in space 225-9. 
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ACCOUNTING SYSTEM FOR A SMALL EL"ECTRIC 
RAILWAY * 

BY E. D. GAULT, AUDITOR MAHONING & SHENA "co R.\ILWAY AND 

LIGHT CO:.\IPANY 

A great deal depends on the office as well as the equip
ment provided. The office should be well ventilated and 
illuminated, as well as large enough to provide ample space 
for filing away all records. "While som e companies seem to 
think that almost any room or set of rooms not needed foi 
other purposes will do for an office, other companies are be
ginning to provide better accommodations for those em
ployed to keep track of the business trarn;actions of the 
company. 

It is the exception to find all the information gathered by 
the different departments collected in one place. There 
should be one place for gathering together all the infor-
mation relative to the financial and all other records per
taining to the construction and operation of any company. 
and this should be in the accounting office. All contracts and 
valuable papers should be filed in this department an d when 
tal{en for use in any other department a proper record should 
be made. 

The classifieation of "expPnclitures for road and equip
ment" adopted ais standard by this association on Oct. 15, 
190S, and conforming to the classi fi cation prescribed by the 
Interstate Commerce Commission. should be used. "\Ve are 
also asked thP cost of eertain lrnildings, power houses, sub
s1 ations, bridges , et<'., especially in aniving at valuations 
for insurance purposes, and for this reason the cost of each 
individual job should be kept. Before work is started on a 
particular job a work order should be prepared "'ivino- a 
description of the work and th(' estimated cost. Thi: sho:lct 
be approved by the proper offic-ials and sent to the accounting 
department to receive a distinguishing number. A record 
should be l,ept known as "charges to worl, orders,'' in loose
leaf form. A description of the work to be done should be 
written at the head of each sheet, and also the estimated 
cost together with the work order number given by the ac
counting department. The sheets are ruled with four col
umns to the right so that all charges may be segregated as 
bct~·een labor, material and miscellaneous, the last column 
being used for the total. A report should be made up each 
month showing all expenditures on each job. 

In addition a record should be kept known as "pxpenditures 
for road and equi pment." _T his may also be a loose-leaf 
form and the same form of ruled sheets may be used as t hose 
used in the record of work orders. At th e head of each sheet 
should appear the account number and the name of the 
account. The total of the entries each month wil-1 equal 
the total of the entries "charges to work orders." 

A column should be provided in the voueher record 
headed "expenditures for road and equipment." The total 
only should be entered in the voucher record under t he above 
heading and the detail with reference t o the classification 
should be entered in the record of "expenditures for road and 
equipment," while the amounts chargeable to the various 
work order numbers should be entered in the r ecord of 
"charges to work orders." If it is desirable, instead of 
having one column in the voucher record headed, "expendi
tures for road and equipment" three columns may be usea, 
as follows: !-"Expenditures for roads," 11-"Expendi
tures for equipment," 111-"General expenditures." At the 
end of each month the totals of these columns should be 
posted to the respective controlling accounts in the general 
ledger. 

Time slips for labor in connection with constr uction expen
ditures should be of a different color from those used in con-

• Abstract of paper read bC'fore the American Electric Railwa, 
Accountants' Association, Atla ntic f'it:,. X J., Oct. !l-1:\, l!lll. · 

nection with operation, and should be sufficiently large 
to permit a written description of the work. 

If it is not desired to keep job costs, the record known as 
"charges to work orders" may be omitted. It has been the 
writer's experience, however, that too little attention is paid 
to job costs. This information is of great assistance in 
placing insurance valuations, valuations for taxation, etc. 

Without job costs, while we may be able to tell the cost 
of the property as a whole, or any particular class of prop
erty indicated by the class ification of accounts, we can
not tell the cost of any particular building or of machinery 
and installation thereof. This is very val uabl e information, 
especially if the same officials are in charge of operation and 
construction, and unless this cost has been kept at the tim e 
t he work is done we can come no closer than an estimate. 

The other books used in connection with the construction 
accounts and for recording the transactions before operation 
are the general ledger, general ·cash book, journal voucher 
record, trial balance book, etc. These books should be large 
enough and ruled in such a manner that transactions with 
reference to operation may be recorded in the same books. 
This, however, is poss ible only when the company does its 
own construction work. 

GENERAL LEDGER AND JOURNAL 

The general ledger should be a bound book with regular 
ledger rulings on a good quality of paper and in a substan
tial binder. The accounts should be arranged systematically 
so that the balance sh eet and statement of the income ac
count may be prepared with minimum labor. 

A large number of the accounts are termed "controlling 
af'coun ts." These are t h e accounts presented in more de
tailed form in som e subsid iary account. 

The journal should be a bound bool{ of the same size and 
style as the general ledger, except the ruling, which, of 
course, should be the usual journal ruling. There are certain 
transact ions which cannot be recorded properly through 
oth er records , such as giving or receiving of notes, adjust
ment of general ledger accounts , closing entries, etc. Thes~ 
entries are made in th e journal. The entries in the journal 
are likely to r eceive s pecial attention in case of an exami
nation of the books, and it is, therefore, quite important that 
these ent ri es c·over all th e facts in connection with the 
transactions. 

The tendency of to-day is to shorten work in every manner 
po1,sible by doing as much posting directly from the books 
of ori~dnal entries as can be clone. Some companies use 
what may be called a journal voucher. Other companies have 
special columns ruled in t heir voucher record for transac
tions covered by journal vouch er, and a ll the journal 
vouchers are entered in the voucher r ecord each month, 
and the totals of the columns posted to the general ledger 
account. 

The method of entering journal vouchers in the voucher 
record works out satisfactorily and saves labor as well as 
space in the general ledger. 

CAS H BOOK AND TRIAL BALANCE BOOK 

The cash book should be a bound book of the same size 
and style as the journal and general ledger. While with 
a large property it m ight be best to have a book ruled with 
special columns and printed headings, for a small property 
this has not been found necessary. The system outlined in 
this paper contemplates the payment of all money by voucher, 
and , therefore, it is not necessary to have special ruling 
on the credit side of t he cash book. On the debit or receipt 
s ide, the total of all cash received would be entered, and the 
posting would be made directly to the general ledger. 

The t r ial balance should be made up from the general 
ledger each month. The balance of open accounts should 
be used r a ther than the footings. Many good forms of trial 
balance books may be found carried in stock at almost any 
good stationery house, and. therefore, it is not necessary 
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to go to the expense of having a book made. The treasurer's rated. You also have an opportunity of com pari ng t he show
and auditor's monthly reports should be made from the in g of any one month with any other month of a ny year. 
trial balance of the general ledger. You are enabled to make an analysis of an y account for any 

ACCOUNTS PAYABLE LEDGER AND VOU CH ER RECOHD 

Many accountants look at the accoun ts payable ledger as 
unnecessary, but many concede that it is a wiser policy to 
keep a ledger account with each person with whom we do 
business. 

The accounts payable sub-ledger can be utilized to show 
many valuable points of information , such as voucher 
number. In checking statements it saves much time in 
hunting up vouchers or reco rds. I also believe that every 
company owes sufficient attention to the creditors to lrnep 
a separate account with each. Properly handled this acts 
as a safeguard against duplicate payments. It also gives 
quick information as to th e amount of purchases from any 
given person during a given period. This ledger should be 
a loose-leaf ledger and regular stock sheets may be used 
without. any inconvenience. While the accounts payable 
ledger is not necessary to the operation of the system herein 
outlined, it has been the writer 's experience in the last 
few years that it has saved more time than it has coc;t 
to keep it. 

The voucher record should be a bound book with printed 
headings. The writer's exper ience with voucher records 
made up in loose-leaf form has not been as satisfactory 
as with voucher records made up in bound form. 

The following are the principal printed headings of a 
voucher record for a company using th e standard classifica
tion of accounts: Voucher number. Name. Paid by. Check 
number. Amount of voucher. Way and structure. Equipment. 
Traffic. Conducting transportation. General and miscella
neous. Insurance. Insurance advanced. Taxes. Taxes ac
f' rued. Interest on bonds. In terest on bonds accrued. 
Interest on notes and accounts. Interest on notes and 
accounts accrued. Dividends on stock . Expenses on real 
estate not used in operation. Improvem ents. Railway sup
plies. Park maintenance. Park operation. Park general. 
Sundry accounts. Construction. 

Several columns should be provid ed in addition to tho;;;e 
with printed headings, so that additional accounts may be 
added in case .this is desired. The voucher record provides the 
skeleton of conse·cutive genera l ledger headings or classifica
tion groupings that would' appear on th e monthly statement 
o:· balance sheet, but the "abstract of expenditures" supplies 
the detail of each classified a ccount. 

While it is only necessary to provide one column for con
struction charges in the voucher record. if it is desired three 
columns may be provided as follows: I. Road. II. Equipment. 
llI. General expenditures. ThESe columns would carry the 
total construction expenditures, but the record of "expendi 
tures for road and equipment" described above supplies the 
detail of each chtssified account. 

ABSTRACT OF EXPENDITURES AND VOUCHERS 

The abstract of expenditures is a loose-le'.l.f book with two 
se ts of covers, one for active material and one for a trans
fer. The sheets are ruled on both sides, with four f'Olumns 
to the right, headed, "labor," ''material,'" " miscellaneous" 
and "total." The same form may be used as that used for 
··expenditures for road and equipment," and also the rn me 
n~ed for "charges to work orders." 

Now it seems to the writer that no one can cr iticise a rec
ord of expenditures for either construction or 011eration 
which will take care of expenditures running from hundreds 
to millions of dollars. The grouping of the sheets is of the 
same order given in the vouch er record. The operating ex
pense statements are made up) from this record eac )1 month . 
These statements are provided with columns for labor, ma
terial , miscellaneous and tota l. In this one book you have 
a complete classification of all your accounts, no matte r how 
many, and you have labor, material and miscellan eous sepa-

period without t he necessity of hunting up your vouchers. 
Furthermore, any number of clerks can be utilized in collect
ing and tabulating information at any one time, as the rec
orcl is a loose-leaf r ef'ord and may be separated. 

The face of the voucher should show the distribut ion Qf 
t he va rious accounts. When there is a ny considerable 
amoun t of di stribution on any one voucher , a s in t he case of 
pay-rolls , a sPparate schedule may be a ttached givin g t he 
distribution. 

Each comluctor shou ld be provided with a form of r epor t 
or trip sheet for a r ecord of the movemen ts of hi s car and 
fares collected. The essential information th at should be 
shown is the starting time, t he direction of each t ri p, the reg
ister r ead ings, car number , r egist er number , conductor's num
ber and motorman's number. Also a column should be 
provided in wh ich the conductor might ind ieate t he turnin g 
point of each trip, for this information is importa nt if t h e 
car mileage and car hours are determined from th e conduc
tor's trip card. 

This trip sheet shoul d be turned in each day together with 
the cash colleeted. T he next day t he trip sh eets a re checked 
with the record of the register r eadings and the extensions 
are verified. 

The cash is deposited by th e r eceiver each day a nd a dupli
C- Hte deposit s lip properly initialed by t he bank is attaehed to 
the receiver's daily report , and this together with t he t ickets, 
tramfers, etc., is sent to the auditing department , where th e 
returns are re-ehecked aucl the trip sheets ve rified. A reeord 
is kept with eaeh car showing the number of miles run _each 
day and the total at t h e end of each month. 

Some companies make settlements of damage or personal 
injuries claims from a special reserve fund , setting aside 
eaeh month in a separate aceount a certain percent age of the 
operating revenues. Payments are made from thi s account 
for the Bettlement of all cla ims for damages, as well a s all 
expern,es. A separate voucher record should be used for pay
ments from this fund, as well as a voucher on different col
ored paper. 

Th e disbursements may. be classified according to the ac
com panying cla;ssifieation of a ccounts, which is used b,v sev
eral small lines. 

A- Dnmnges. 
R- Sn!nri es of claim d epartment employees. 
C- Salnries of phys icians . 
D- Attornev's servi c<'s. 
E- f'ourt co5ts nnd witness f ees. 
F- Hospita l anrl m edical services. 
<1- T'e rson a l and traveling expenses. 
fl - Incidental expenses. 

PURCHASE ORDERS A ND STORES DEPARTMENT 

An order should be written for all purchases made by t he 
company, giving complete information as to qualities, t erms, 
prices, etc-. 

A number of copies should be made of all orders, the orig
inal to be mailed or delivered to the parties from whom the 
material is purchased. 'l'he duplicate is sent to th e reeeiving 
clerk a ud plaeed on fil e to await the r eceipt of the material: 
the triplieate is placed on file in the auditing depar t ment t o 
await reeeipt of invoice and the quadruplica te copy is r e
tained by the superintendent. 

If the eompany is sufficiently large to have a purchas ing 
agent whose duty it is to do t he buying for a ll depar tments . 
this routine may be somewhat changed, a lthough the general 
method will be practically the same. F rom the copies of 
the orders in t he auditing department in formatio n may lJe 
obtained in respeet to obligation incurred, so tha t fi nances 
may be provided in advance. When t he goods a r e received . 
the receiving: clerlr checks the items against the copy of tlw 
order and r eturns it to th e auditing department. The eopy 
is attached to t he invoice as soon as r eceived. 

If mat erial is purchased in quantity to be used over a 
period of several months, it should be cha rged to "stoc-1< a('-
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count" until used or taken from the storeroom, when it 
should be charged to the proper a ccount. 

An inventory should be frequently taken to see if the 
stock called for by the controlling account on the general 
ledger is actually on hand. Scrap material should be re
t urned to the storekeeper and the proper acco unt credited, 
while at freq uent intervals th e, scrap should be sold. 

PETTY CASH ACCOUNT AND PAY ROLL 

Each day 's cash receipts should be deposited in the bank 
in full on the morning following. No disbursements should 
be made for the usual miscellaneous expenses, in conducting 
an office, from the cash receipts. 

To provide a fund from w hich to pay th e usual miscellane
ous expenses in conducting an office, a suitable amount of 
cash is advanced to the agent or cashier as a petty cash fund, 
from which all small expe nses are paid. 

Each employee worki ng by the day makes out a daily 
time slip showing his name, time he began work and the 
time off, the total numuer of hours and a description of the 
worl, performed. These time slips are then sent to the fore
man, who apprnves same and sends them to the auditing 
department, where the total number of hours is checked 
and the proper account uum!Jer indi cated on the card . They 
are th en entered on the pay-roll sheet and the total amount 
due C'ach employee computed twic-e eaeh month. 

All salaried men are ke1Jt ou a separate pay-roll, which 
is a lso made up twice each month the same as with other 
employees. These are paid by a separate voucher. 

.\l\lUSE:\IEX 'l' l',\HK ACCOUNTS 

The accompanying classification of expense accounts is in 
use by two parks s ituated iu different states and meets 
practically all the requirements of the two companies 
operating same. 

EXPEN&ES OF .L\ILTSE:'llEXT P.\RK 

illain teu:rnce. 
1 - Buildings 
:! <.:irolllHh. 
a - Lak e. 
-I - Equipllll'llt. 
:i.\- ~liSCt'llaneun><. 
. ·,1: !:all park. 

lJ[l l' l':l t iou. 
1; 'l'lleatre. 

. \ -.\ttradiou::;. 
D-\\"ages. 
C-Otll er expen,-e~. 

i --Dandng pavilion. 
i 1, 0 - :Skating rink. 
,, - t ·arousal. 
:, - Lake. 

. ·\ - Launch . 
D- Boats. 
t '-!lathing·. 

111- I.aun tlry. 
11- l'olice. 
1:?- .\[u;;ic. 
13-l'llotograpll gallery. 
1-J ltestaurant and refrl'slJ-

rnents. 
• \ - Meats. 
11-<; roce rie .s. 
C-Breatl and pastry. 

1-!-Hestanrant and r efresll-
rnents (Cuntinue>d). 

l>- Butter and rnilk. 
l':-Ice cream. 
F-Confections. 
t;-1•op antl soda. 
II-Ice . 
I -Tobacco :ind cigars. 
.J -Otller supplies. 
K- Uther expenses . 
L- \\'ages. 

1-~•-Light antl fuel. 
l \j-'.\l1~cel la neous. 

t ;, -n<>ral. 
1,- \\'a:::-es. 

A-Superintentl,•nts. 
B ~torek ee pers . 
l'-Excursion agents. 
l> - Otller 'i\·ages. 

l~- I'l'inting and stationery. 
HJ-Donations and concessions. 
:!IJ-,~,Ivertising. 
:!1- Bxcursion agents· expense~. 
:!:!- Mbcellaneous expc,nses. 
:!:3- :--t able expenses. 
:!-!- Taxes . 
:!5- lusurnnce. 

One controlling account is carried in the gen eral ledger 
for the pa1·k receipts, the details of which are carried in 
an auxiliary ledger or record. The receipts are classified 
as shown in the accompanying table: 

EARNINGS OF Al\IUSE1'IENT P,\RK 

Refresbments. 
Rest aurant. 
:-- tnnd No. 1. 
::,tnnd No. 2. 
:--tnn<l No. :~. 
Stand No. 4. 
:O-t:llld :'\o. 5. 
Stand No. 6. 
Gurn rnacllines. 

Arnusements. 
Theatre-afternoon. 
Tb<>a t re-evening. 
Dancing-afternoon. 
Dancing-evening. 
Roller skatin!!'. 
Carou;;al. ~ 
Launch. 
Howlloats. 
Bathing. 

Commissions. 
Roller coaster. 
Souvenir. 
Telephone. 
Photographs. 
Old mill. 
Ocean wave. 
Arcade. 
Cir cle swing. 

Cllecking. 
Dance pavilion . 
,_ ka ting rink . 
Stantl No. 5. 
Garage. 

Admissions. 
T erminal gate. 
l'pper gate. 
Lower gate. 
Darn gate. 
Conpons co ll ected . 

Three controlling accounts are carried in the g,.meral 
ledger, called "park maintenance," "park operation" a.nd 
"park general." being the subdivisions into which the park 

expenses are divided. At the end of the year these accounts 
a r e closed and t he net amount carried into profit and loss 
account. 

T ick et sellers or cashiers are stationed at convenient 
in tervals on the ground and settlement is made each night 
by a r epresen tative of the accounting or treasury depart
ment for t h e business done during the day. A daily report 
is made out by t he tick et seller or cashier in duplicate and 
signed by both the cashier and representative of the account
ing department each nigh t a t t he close of business. No 
payments are made from th e da ily receipts, which must be 
deposited in one amount the following day, except in the 
case of Sunday or holidays. A fun d is provided the park 
superintendent from which petty item s may be paid. 

UNITS OF COJ\lPARlSON 

While there is no one un it t hat seems to m eet the require
ments of all cases, the car m ileage unit is, perhaps, the most 
largely used, although the car hour unit is a lso used by a 
large number of roads. 

There is a point where the car mileage is not equal to 
its test, for in a blockade the car is stopped and, therefore, 
t he mileage is stopped, but the car hours go on. The ca r 
mileage unit is the most important unit of the st eam roads , 
as well as the electric railways; however, there a re many 
things that must be taken into consideration when making 
comparison with this unit, as some cars have double trucks, 
some have single truclrn , some are motor cars hauling a 
tra iler and some are trailer cars. 

The car mileage is very valuable to the mech anical depart
ment in determining the life ·of motors, trucks, axles, et c. 
This information may be compiled from the conductor's 
trip sh eet if a column is provided showing the starting point 
of each trip. 

Another test that is perhaps the most widely known is the 
ratio the operating expenses bear to the earnings.. The In
terstate Commerce Commission, as well as certain state com
missions, figures the ratio of each account to t he tot al gen eral 
account, also the ratio of each aecount to total ope rating ex
penses. 

--------+·-----
The U nion Switch & Signal Company, ocupying s pace 

300, is exhibiting s ignaling ap pl iances of particula r interest 
to interurban electric ra ilroads. Three differ ent arrange
m ents of continuous track circuit automatic block signals 
a r e shown by models having moving cars and signals. A 
fourth workin g model demonstrates the principle of curve 
protection. Full-size semaphore and light signals and mech
a. nisms as actually used on railroads are shown in operation 
as are also track relays,. track transform ers a nd impedance 
bonds. The electric train staff system for single track 
blocking is a lso shown in service. In its exhibit the com-
1,any h as aimed to present a practical ra~her than a theo
r etical demonstration of signaling systems e volved pa r
ticularly for interurban traffic. A conspicuous fea ture of 
the apparatus exhibits is the full-size specimen of th e Union 
Style B electric semaphor e si gnal, more than 50,000 of 
which are in service operation throughou t t he country. 
The Illinois Traction System has recently installed 175 
of these signals on its lines. 

--------+·----
The Kerwin ::l'Iacbine Company, Detroit, Mich., bas a very 

interesting working exhibit of t he K erwin-Detroit rail 
grinder. This grinder is a portable, self-propelled car which 
operates em er y grinder s mounted on a sliding carriage. 
This carriage may be adjusted automatically or by band to 
control the position of t he em ery wheels so th ey will take 
from t he head of the rail cuts of desired length and depth 
to obtain a perfectly smooth traction surface. It is used 
to grind down high and battered joints, cupped rail heads 
and ra il corrugations. The demonstrations are under the 
supervision of James J. Kerwin. 
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ADDRESS OF PRESIDENT FORSE TO THE ACCOUNT ANTS· 
ASSOCIATION 

It becomes the pleasant duty of your president to r eviev., 
briefly the work of the year that has closed. If in so doing 
I touch upon that which seems ancient history to some, 
and discuss matters that are pertinent to all, it will be done 
because of pardonable enthusiasm for things accomplished 
by the association as a close-knit working organization with 
high ideals, throughout the fourteen years of its busy life. 

The association, through its committee on standard classi
ficat ion 

1

of accounts and form of report, has r endered valuable 
service to the electric railways of America during the past 
decade. What was formerly chaos in records and accounts 
has been succeeded by order and uniformity, and there is 
now in use a system of electric railway accounting, inaugu
rated by this association, that has won international recog
nition. During the past year our association has been repre
sented at the meetings of state and national railroad commis
sions, when problems affecting the accounting of electric 
railways were under discussion. The privilege of represen
tation at such meetings and the harmonious spirit which pre
vails keep us in close touch with developments as they arise 
and a continuance of this policy is h eartily recommended. 

A few months ago our attention was directed by inter
urban railway accountants to correspondence had by them 
with the Interstate Commerce Commission relating to the 
matter of destruction of records. Orders have been issued 
by the commission permitting the steam roads to destroy 
records and memoranda after preserving them for certain 
periods of time mentioned in the orders. The commission 
has stated, in correspondence with some of our interurban 
member companies, that electric railways shall be governed 
by Section 20 of the act to regulate commerce, and that 
the permission given steam road does not apply to electric 
carriers. A committee of this association has accordingl y 
been appointed to investigate the subject for the purpose of 
making recommendations to the association and to the 
commission, relative to the adv~sability of having orders 
issued that will modify or place a clear interpretation upon 
t l1at section of the act which concerns the destruction of 
Tecords of interstate electric carriers. 

While on. the subject of interstate carriers it may be well 
to state that the association has been keenly alive to the 
,development of interstate traffic and the accounting prob
lems of interurban railways during recent years. Its com
mittee on interline accounting will present a report to this 
convention which treats the subject in a broad, comprehen
-sive manner. 

Coincident with the growth of interurban railways there 
has developed a traffic in the handling of packages and com
modities. While not in any sense to be compared with the 
vast tonnage movements of the steam railways its importance 
is such as to call for careful study on the part of accountants 
and operating executives. It is extremely difficult to deter
mine wh ether or not the rates charged for this class of ,serv
ice are adequate, as there are many items of expense that 
almost defy segregation as between passenger and freight 
traffic. Your new committee on freight and express account
ing has outlined in its report a plan for a uniform compu
tation of expenses. If some uniform plan is adopted and 
generally followed it will be an easy matter to compare the 
operating efficiencies of different properties when the local 
conditions are fully understood. 

The working arrangements between the various affiliated 
associations whereby matters of common interest are in
vestigated by joint committees result for the good of all. 
We have had such arrangements during the past year with 
the Transportation & Traffi c Association through the joint 
committee on freight and express accounting, and with the 
Engineering Association through a committee which will 

bring before this convention a very valuable and timely repot't. 
Features of this year's report of the joint committee with 

engineeris which lend added interest are the discussion of 
scientific management and the extensive list of published 
books and articles on the subject which the report contains. 
This is but another evidence of the fact that the association 
is quickly responsive to the desire for information upon any 
subject in the field of accountancy. 

The exponents of scientific management lay great stress 
upon the importance of time study, motion study and a full 
knowledge of existing conditions before radical steps are 
taken for the purpose of securing greater efficiency. The 
same doctrine of "be sure you are right, then go ahead" ap
plies to other phases of industrial life as well as to scientific 
management. For example, electric railway executives ann 
operators have made many individual efforts to secure ac
curate information regarding the life of railway physical 
property, in order to ascertain and properly account for the 
rate of return on investment or the cost of the service. 
Some of the railway engineering firms have accumulated 
considerable data, but the desire for lmowledge upon this 
subject is so widespread that your executive committee 
deemed it advisable to take up the investigation through a 
special committee of the association. The committee on life 
of railway physical prnperty has mad e an excellent begin
ning upon what promises to be a valuable work and one that 
will redound to the credit of this association. It will quite 
likely be found advisable to enlarge the committee by naming 
one or more engineers to co-operate in the work of the 
future. 

In summing up the work of the year it is no less a pleas• 
iue than a duty to mention the help derived through the 
hearty co-operation of our members in the work of the 
association. We owe much to those who have served on com
mittees and those who have prepared papers for discussion. 
Your executive committee has been active in promoting the 
welfare of the association and your secretary ha,s again ar
ranged an interesting exhibit of blanks and forms for the 
convention. 

,Ve are fully confident that our association will measure 
up to the opportunities of the coming years and that the 
accountant will continue to hold an honored place in this, 
one of the world's greatest industrios. 

----·♦·----

DECISION IN OMAHA BRIDGE CASE 

A decision handed down on Oct. 5, 1911, by the Commerce 
Court at ,Vashington sustained a ruling of the Interstate 
Commerce Commission that the commission has authority 
over the operations of electric railways doing an interstate 
business. The case was brought to the court on appeal from 
the United States Circuit Court of Appeals by the Omaha & 
Council Bluffs Railway Company. This com11any has charged 
a 10-cent fare from either Omaha, Neb., or Council Bluffs, 
Ia., across the Missouri River bridge a nd into th e loop dis
trict of either city and a ii-cent fare from the loop district 
to outlying portions of the city. Complaint having been 
made of the charges of the company, the commission ordered 
a reduction in the rates. The compan y denied the right of 
the commission to regulate interstate electric railway 
.business. The court held that there was nothing in the 
history of the legislation that marked the ,passage of the 
Interstate Commerce Act which indicated an intent on the 
part of Congress to exclude interstate passenger street rail
ways from the operation of the law. "On the contrary," 
held the court, "the terms of the act are broad and com
prehensive enough to include them." The preliminary 
history of this case was published on page 1281 of the 
ELECTRIC RAILWAY JOURNAL for Dec. 25, 1909, and on page 
1078 of the issue for June 18, 1910. 
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REPORT OF THE COMMITTEE ON EDUCATION* 

BY H. H, N ORRIS, CHAIRMAN; J. F. CALDERWOOD, W, F, KELLY, 

D. C. JACKSON, A. S. RICHEY 

During 1907 to 1909 the committee on education concerned 
itself principally with t he relation of technical graduates to 
the electric railway business. A plan for a cadet apprentice 
course was prepared a nd brought to the attention of the 
member companies individually and through the proceedings 
of t he association. 

Having done all that seemed practicable in the above 
dir ection, the committee turned its attention to a much 
larger and equally important field. Realizing that there are 
in the employ of the member companies many young men 
of limited educational advantages who are capable of de
ve loping into first-class mechanics and foremen, the com
mittee desired to do something for them. A correspondence 
course was planned, somewhat along the lines followed by 
the American Gas Institute. The plan was laid before the 
association at the 1909 and 1910 conventions a nd it met with 
a cordial r esponse on the part of the member companies. 

Correspondenc e with th e member companies was entered 
into, with the r es ult that a la rge number indicate d their 
desire to co-operate in putting th e plan into practice and 
tentatively offered to e nrnl several hun clred students in a 
eorrespondeuce course if it wer e instituted by th e association. 

Th e work of the past year has consisted in putting the 
eorrespondence plan t o a practical t est . Five compa nies 
were invited to co-opera te in an experim ent at their own 
expense. Each was asked to select fi ve young men from 
various departmen ts and to allow the committee to draw 
upon it for a sum not t o exceed $150. All the companies 
expressed their interest in th e experiment and an indication 
of their willingness to contribute any r easonable sum , even 
greater than tha t r eques ted, to in sure the s ucce~s of the 
experiment. The co-opera ting companies wer e the Boston 
& North ern Railway Company, the Boston Elevated Railway 
Company, the Brooklyn Rapid T ransit Compan y, the Indiana 
Union Traction Company, and the Public Ser vice Railway 
Company, and twenty-seven stud en ts wer e enrolled last 
spring. Th e committee was fortunat e in securing the serv
ices of Horace W. Flashma n as instructor. 

The plan which the committee t hen put into operation was 
bri efly this : In v iew of the everyday work of ea ch student, 
he was a ssigned a topic fo r report and questions to be 
answered, which wer e design ed to force him to observe his 
dai ly work closely a nd to record his observations a ccurately, 
As will be agreed, these are a mong the most important ele
ments of success not only in education but in all lines fJf 
hnm an activi ty. The work was laid out to lead from th e 
tangible apparatus and materials upon which the student 
was working to the reason s for the form and material and 
the underlying theory. The stud ents were stimulated to ask 
questions of their foremen. superintendents and shopmates, 
a nd to use other available sources of information. They 
were supplied at half cost with an elementary reference 
book on the applications of electricity, and the manufactur
ing companies willingly furnish ed bulletins and other trade 
literature. The committee prepared special r eport books and 
other stationery for the convenience of the students and the 
instructor. The instructor carefully examined the students' 
work and returned it for correction until it was reasonably 
satisfactory. [Samples of this work, as well as of corre
spondence between the instructor and the boys, are given 
in the appendix to this report, not 'reprinted.] 

The expenditures for the period of the experiment have 
been as follows: 

For instructor's salary . . . . . . . . . . . . . . . . . . . . . . . . $434 00 
For printing and stationery . . . . . . . . . . . . . . . . . . . 48 00 

• Abstract of n •port read befor P the Am eri can E lectric Rail"·ay 
AS><Ociation. Atlantic Cit,. N . .T .. Oct . !l-rn. l!ll] . 

For postage ............................. : .. .. .. 10 00 
For clerical work . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 43 00 
A total of $535, or $22 per student. 
It was not necessary, therefore, to call upon the co

operating companies for the maximum amounts which the 
committee had been given the privilege of using. The 
experiment continued from May 1 to Sept. 1, although most 
of the month of May was occupied in preliminary corre
spondence and registration. 

As is indicated by the letters from superintendents, fore-· 
men and the boys themselves [samples ofl which are given 
in t he appendix], the work has been helpful in stimulating 
the students to take a more active interest in their work, 
to ask questions, to stay at home at night studying into the 
reasons for the use of certain elements of railway equip
ment and current standard practice in electric railway worlc 
The duration of the experiment was so short that in spite 
of the encouraging r esults th e committee is not yet prepared 
to recommend the establishment of a permanent educational 
department. It, therefore, proposes the following resolution: 

In view of the encouraging results of the educational ex
periment conduct ed by the committee on education during 
the past year, and of the desirability of obtaining additional 
data r egarding the v irtues and faults of the methods used, 
the committee recommends: 

( 1) That the experiment be continued another year. 
( 2) That the number of students enrolled be increased to 

100. 
(3) That the number of students enrolled from each co

operating compan y be not limited to five, but include 
all students properly prepared, but 

( 4) That in assigning the' scholarships due regard be paid 
to proper geographical distribution, so that the work 
may be useful to as large a number of companies 
as poss ible. 

( 5) That each student be expected to pay the sum of $5 

as evidence of his appreciation of the work, and 
( 6) That each compan y be expect ed to pay a sum not to 

exceed $35 for each student enrolled. 
( 7) That the work be continued during the entire associa

tion year, or as much of it as remains after the plan 
has been put into effect . 

( S) That in awarding the scholarship due regard be paid 
to priority of application. 

In explanation of the above, it should be said that the 
committee estimates the maximum expense for all purposes 
to be $-±,000, of which from one-half to two-thirds will be 
necessary for t he salary of the instructor and the assistants, 
the remainder being for postage, stationery and stenographic 
work. This year the co-operating companies were willing 
to contribute $30 per student for three months' instruction, 
which is at the rate of $120 per student per year. It will be 
noted that the committee proposes next year to cut down 
this rate to about one-fourth. 

The committee on education desires to call attention i:o 
the work of the committee on education of engineering 
apprentices of the Engineering Association. The excellent 
work of this committee in attempting to standardize the 
practical training of electric railway mechanics is quite 
different from the work of the committee on education of 
the American Association ; in fact, the two lines of work 
fit in together in an excellent way, acting in a complement
a ry relation to each other. The two committees have kept 
in touch with each other's work. 

[The report is acco mpanied by seven appendices, of which 
one, that of t he r eport of the instructor, is reproduced in 
part]. 

APPENDIX D. INSTRUCTOR'S REPORT 
I take pleasure in outlining the work for correspondence 

students which I have been conducting under your direction. 
The first essential step was the establishment of confidence 

and sympathy between the boys and the instructor and con-
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fidenc e in the boys in themselves. The fil'st letter they 
wPre asked to write required a listing and description of the 
more striking pieces of apparatus they see and work with 
from day to day- controllers, motors , generators, etc. In 
this letter they gave some indication of how their intere'st:, 
lay-either by asking questions or by dwPlling on certai11 
points, and, based on this, t he second problem was assigned. 
Any misstatements were corrected and references to reading 
matter given where necessary. 

From the answeTs to the second problem the subj eet of 
· the third developed. The work tended with each lesson to 
become more and more individual and personal. 

Taking the case of one particular stuu.en t, the first lesson 
was on car equipment, th e second diseussed the difference 
between shunt and series motors for railway serviee; next 
problem, methods of suspension of motors , bearings and the 
magne'tic circuit; then an essay on brushes, while the fifth 
problem went into the theory of shunt and series motors. 

In another case the firs,t problem listed the apparatus 
manufactured by his employi ng company in its shops. The 
second. problem was an essay on bearings and lubrication, 
and the third on the suspension of motors, the use of malle
a ble iron, the magnetic circuit, et c. The fourth problem cov
er!')d a description of shunt and series motors and the 
essential differences be.tween them. In the fifth problem the 
question of trucks was treated. The sixth dealt with wheels. 
A more theoretical study of shunt and series motors made up 
the next two 'problems. 

SUBJECTS TREATED 

Answers were written by one or more on each of the fol
lowing subjects : Apparatus in a car equipment make-up, 
differences between shunt and series motors, motor suspen
sions, bearings, lubrication, trucks, wheels. brake shoes, 
operation and care of d. c. generators , the equalizer connec
t ion, car building. 

In all 227 letters were written to the boys. They were en
couraged to ask questions regarding t heir daily work and 
their problems were so framed as to provide opportunity for 
the embodiment of suggestions for increasing the effi ciency 
of such work. 

QUALITY OF ANSWERS 

To the first one or two problems the answers we're brief 
and hesitant. The boys felt that they were walking through 
unfamiliar fields of theory and investigation, and were adopt
ing a means of expressing themselves unusual to most of 
them. At the close of the course, in practically all cases, thp 
answers, though on more difficult subjects, are extended and 
complete. Sketches are used freely and the boys have learned 
to go to the manufacturers and to the technical magazines 
and books for the information needed. 

The advantage to the boys of asking questions of their 
foremen and superintendents has be'en pointed out to them, 
and most of the boys are alive to the possibilities of ad
vancement which go with a good showing. 

THE ATTITUDE OF THE STUDENTS 

Attached to this report are copies of letters received from 
a number of the boys who express in their own various 
original ways, but sincerely, their ap.preciation of what the 
committee has been doing for them. All are anxious to con
tinue the work and state that for themselves the best 
method of education has been adopted. 

CONCLUSIONS 

The educational experiment has demonstrated that the 
majority of young men are appreciative and will respond, 
and an improvement can be noticed in the value .of their 
work. It has shown among what men we should lool{ for 
students. 

are> many things more attractive than study. Later there 
comes a more mature view of life-an appreciat ion of life's 
responsibility and opportunities create's a desire to become 
equal to- them. Furthermore, in general , boys of sixteen to 
sevent een yea rs have> not seen enough of shop apparatus to 
appreciate its functions, and for several years ahead there 
is no prnbabili ty of their employing company imposing any 
very great rnspons ibility upon them. Our aim is primarily 
to make better workmen- better educated workmen. Take 
this in steps-see they are> first of all workmen-then edu
cate them. They will have then had practical experience 
enough to appreciate instrnction. 

-----·♦··----

A COMMERCIAL DUPLICATOR 

The commercial dup li c-ator of t he Duplicator Manufactur
ing Company, Chicago, lll. , is e'xhibited at the Chalfonte. 
This machine is used to prnduce from five to one hundred 
r,op ies. The original is written with duplicator ink if hand· 
written or with a duplicator ribbon or carbon if type-written. 
Reprnductions can be made in thirty seconds. The machine> 
consists of a rigid frame supporting a flat steel bed, over 
which travels a sheet of highly absorbent gelatine. By 
means of a feeding carriage, the original or master sheet is 
br~ught into contact with the gelatine band which takes an 
exact impre'ssion of the written matter. The copies are pro
duced by feed ing blank sheets in the same manner. After one 
portion of the 14-foot band is used, a new surface is obtaine>d 
by turning a handle which automatically winds up the used 
surface as well. No machinf' is rPquired to remove the> ink 
which remains afte'r copiPs have been taken off. The band 
auton1atically cleans itself. One band can be used over the 
enti re surface once each day and re-used for se>veral months. 
This feature makes the commerc-ial duplicator inexpensive 
to operate. The master sheets cost $0.004 or less each. 

----·♦·-----

REF ORT OF THE COMMITTEE ON INTERURBAN 
RULES* 

BY ,J. W. BROWN, CIIAIR:IIAN; W. R. W. GRIFFIN, C. F. HANDSHY, 

W, II. COLLINS, F. A. IlOUTELLE, A. S. SHANE 

The committee this year submits eeTtain suggested 
amendments to the standard code of interurban rules as 
adopted at the Denver convention in 1,909. This revision 
has been made to conform to the instructions of the execu
tive committee, which were to the effect that the standard 
eode of interurban rules of this association be again care
fully considered and that such, if any, changes be recom
mended as would seem to pi·ovide the maximum of safety 
for this class of transportation service; that the standard 
code of the American Railway Association be considered 
in so far as it appeared to be applicable to interurban op
Pration. and that the standard code of the Transportation 
& Traffi c Association in its entirety be prepared to compre
hend general conditions of service and thus admit of accept
ance and adoption by the largest proportion of our member 
companies. Your committee has endeavored to adhere to 
the above. 

Your committee has endeavored to keep in mind the 
widely divergent conditions existing in interurban service 
in the different sections of the country, and files its report 
with the understanding that the suggested revised code in 
its application by various companies will be added to or 
subtracted from to meet the requirements of local con
ditions. and the flexible method of numbering the rules is 
carried out with this in mind. 

Any opinion expressed is pure'ly personal and the subject 
can be v iewed from many other points of view, but in the 
writer's judgment, the best age is from twelve to twenty
four years. In the development from boyhood into manhood 
a stage exists around sixteen to eighteen years when there> 

[The code as amended has be'en in the hands of member 
companies since last June> and hence is not reprinted at this 
t ime.-Editors.] 

*Abstract of report rC'ad lwf,He the Amerlcnn Electric Railwav 
'l'ransportntion & 'rrnffic Association, Atlantic City, N. J., Octobe·r 
fl-13, l!lll. 
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THE J. G. BRILL EXHIBIT 

The exhibit of The J. G. Brill Company and allied com
pan ies occupies a prominent position covering 1500 sq. ft. 
on the left side of the Main Building. It includes a No. 
39-E single n::otor truck in operation on a testing platform. 
The operation close ly approximates service conditions and 
gives t he visitor an opportunity to see exactly how the 
brake system responds at a ll speeds and under various loads. 
The Brill representatives claim that there is no truck of 
the present day which fills so completely the requirements 
of highly developed city traffic as the No. 39-E truck. The 
operation of th e truck h ere shows the distribution of th e 
load on the two axles and its eff ect on braking, the danger 
of slipping during acceler ation under light loads, the action 
of th e springs under differ ent loads, etc. Those who are 
using four-motor equipments and are planning to reduce 
weights will be ahl e to secme figures to sbow how far the 
s ingle motor truck is th e principal factor in weight r educ
t ion. The Brill enginee r s who are in attendance have data 
on th e subj ed result ing from r ecent investigations of some 
of t he la rge systems. All will be interested in th e brake 
arran gement method adopted fo r this t ruck, which appli es 
pressure proportionat ely to t h e load on t h e wheels, and in 
t he ac t ion of t he Brill "h alf ball " bangers. The design of 
th e cast-steel bols t er , g ivi ng maximum str ength with mini
mum weight , is m u~ting with general approval. Th e cent er 
pl a tes with self-oili ng ri ng, giving positive lubrication for 
six mon t hs without att0nt ion , provide another fea t ure worth 
a ttention , as do the protection against wear of the bolster 
t ransoms and 1wdestal jaws by readily removable wear 
plates. 

Of special interest is a truck from an order of eighty for 
th e new C'amLridgP Subway cars of the Boston E levated 
Rai lway. The truC'k n1Pasures 11 ft. 8 in. over the fram8 

PREPAYMENT CARS 

The Prepayment Car Sales Company, Electri c Service 
Supplies Company, general sales agent, has on exhibit in 
space 311, Building 2, two platform models of typical pre
payment cars, one being of the pay-as-you-enter type, the 
other of the pay-within type. The pay-as-you-enter plat
form is of the center bulkhead design, this bulkhead ac
commodating two sliding doors by which means the entrance 
and exit from the car body to the platform is obtained. 
One side of this pay-as-you-enter platform has a sliding 
door, which gives a door opening of 30 in. This door is 
con trolled hy the' motorman when this end of the car is 
the front end and is closed entirely when used as the rear 
end. The other side of this platform, normally open when 
this end of the car is the rear, has a four-leaf door which 
may be used to close this side entirely. A folding seat is 
used to afford seating capacity on the platform. 

The pay-within platform is inclosed with four-leaf folding 
doors and disappearing st eps , manually operated. These doors 
give. a platform opening of 52 in. The door on one side of 
the platform is operated by the motorman when 'used for 
exit , while the door on the other side is controlled by the 
conductor when used for entrance. The platform has the 
extended car floor on which the conductor with his con
trol stand is located. 

F or convenience in exhibition, these car eqds are inter
connec ted by the floor which is built between them. En
tra nce to th e ear may be had from either of the platforms 
or by a set of steps running up to the car floor level on one 
side of the ca r . Th e Prepayment Car Sales Company also 
has on exhibition an angle iron skeleton model showing 
in deta il the operating m eehanism of the prepayment car 
cloor s and steps. Many other features have been incorpo
rated in t hese models to make them typical specimens of 

an rl S ft. 3 in. over the journal boxes. It weighs about prepayment cars for practical operating conditions. 
12,000 lb. a nd has a center plate capacity per car of about 
~10,000 lb. The soliJ forgc•d side fram€S and the frame con
struction throughout gi\'e to this t rucl{ a character unique 
a mong l\I. C. B. tnws. and pa rticularly the method of se
curing the side frarn.,s tmi:ether by the forged gusset plates 
of large, dimensions which are folded OYer the frames and 
bolted through the inside and outside transom cornn 
brackets. Th is constrnction can lw used only on solid 
forged sille frames because of their large section of metal, 
and this, as is known, is a vital point in frame construction 
on which squareness mainly depends. Another feature of 
the solid forged side-frame truck is the low curved exten
sion at eac-h end. gi\·ing more squareness and adding more 
to the squareness of the entire frame, the builders claim, 
than is })Q:;sible with any other construction. The highly 
dPn'lopEd method of securing the ends of the pedestals 
against longitudinal strains deserves inYestigation. A light 
interurban truck of the same type as the aboYe is also 
exhibited. 

A. trnek of the No. 2,-GE-1 tn)e is shown at the front of 
the Pier. The truck bears a sign with the legend "Six 
hundred of these trucks are being built for the Chicago 
Railways Company." Except that the wheel base is a trifle 
longer than usual--! ft. 101/2 in.-the truck has the standard 
features of this type. On the Boardwalk, next t he P ier, a 
Brill car for city service is the center of attention. This 
car has a plain ·arch roof, Br ill semi-com·ertible windows 
and prepayment platforms. A un ique appearance is im
parted to the extnior by t he color scheme, which is a 
Quaker gray with gold and Tuscan red stripin g. Th e Fitch
burg & Leominster ( l\ Iass.) Railway purchased this exhibi
tion ear on l\Ionday of this week. 

----♦·----
The Railway IIIaterials Company, Chicago, Illinois, has no 

exhibit this ,year , but is represented by J. F. Church, G. F. 
Allen, H. T. Marcur and E. C. Folsom-. 

----·♦·----

ALLIS-CHALMERS EXHIBIT 

Several very interesting exhibits are offered by the 
Allis-Chalmers Company in spaces 21 and 23 on the left 
aisle of the main building. Th e section of a steam turbine 
which is displayed presents the details of construction to 
advantage, the bladin g a nd balancing features being plainly 
shown. Both straight and automatic air brake equipments 
are mounted on raeks where the oper ation of the com
r1ressors, governors, engine valves, et c., can be plainly seen. 
A type 501 interpole ra ilway motor is disassembled to show 
the eonstruction, ·while types 301 and 302 standard railway 
motors are shown on skids. T ype S-3 controller, for two
motor equipments, an d t ype S-4, for four-motor equipments, 
are opened up to exhibit the main and reverse drums, which 
are made of a special composition called "Menite," which· 
is not affected by arcing and will stand a very high degree 
of heat before it s elertr ieal or mechanical qualities a re in
jured. 

A new type of self-cooled transformer is also shown. This 
has an external jae1{et which is connected with the main 
oil tanlc at several points at both top and bottom. This 
construct ion gives three cooling surfaces and provides for 
t he circulation and the r apid cooling of the oil. A complete 
line of repa ir parts for air brake equipment and compressors 
is di splayed on tables. Here are also shown the parts of 
the n ew Allis-Chalmers a ir compressor known as the AA-7. 

----·♦··----
The Illiois Traction System car which is being exhibited 

by the St. Louis Car Company, and which is one of twelve 
huilt by that company for that corporation, was brought 
from Venice, Ill., to Atlantic City on its·own wheels behind 
one of the regular through passenger trains of the Pennsyl
vania Railroad. 
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Among the Exhibits 
Atlas R ailway Supply Company is exhibiting its complete 

line' of rail joints, tie plates and braces , insu lated joints, etc., 
in Aquarium Court .. 

* * * 
Globe T icket Company, Philadelphia , Pa., has an in ter est-

ing eixhibit this year at space 279. Special attention is 
ca lled to its p. m. coupon transfer s, which a r e now in use 
by over two hundred companies throughout the country. 

* * * 
A new grade "M" carbon brush is bein g exhibited by t h e 

Speer Car bon Company at space 255. In t his connection the 
company is g iving away a neat sca le, with which to adjust 
t he spring pressure on the back of brushes. 

* * * 
Whittier Mills Company, of Cha ttahoochee, Ga., is show-

ing in space 43½ , buildin g 1, samples of bell and troll ey 
cord solid braided and centerless, in which each stran d is 
individually waterproof. 

* * * 
Paving blocks for all kinds of track paving a re being ex-

hibited by the U. S. Wood Preserving Company at Space' 
303-D. The fine condition of block s which have been in 
service for over eight years is also shown. T h e company's 
r epresentatives a re G. 0 . Strother and Alexander Reed. 

* * * 
National Lead Company, New York, N. Y., shows in spaces 

317, 319, Building 3, a complete lin ei of its products such 
as Phrenix babbitt metal , h eavy pressure m etal, anti-friction 
metal, bearing m eta l, sterling journa l metal and bar and 
wire solder. R epresent.atives in attendance are J. B. Men
denhall , Wm. A. Dail , E. A. de Campi. 

* * * 
C.-O .. -Wood-P r eserve.r Company, St . Louis, Mo., is show

ing in space 208 some interesting specimens of timbers 
which have been taken up from the tracks of the Long Island 
R ailroad, F r eeport Railway & L igh t Company, Denver City 
Tramway and Dallas Consolidated Railway, which show the 
exact con dition of the wood after many years of service. 

* * * 
The exhibit of the Nelson Valve Company, spaces 123-125, 

is of particular in terest to members of the engineering asso
ciation. T h e display includes power station valves for all 
pr essures and purposes. Perfect steel castings in rough and 
section u npainted are shown free from any shrink or de
fect. The seatl ess boiler blow-off type is also exi1ibited, in 
full size, sectioned. Represented by Carlisle Mason, W. J. 
Spencer, Russell Bonnell, M. D. Baldy, R. E. Thomas. 

* * * 
Conventionites who are interested in comfortable cars and 

window sash that operate easi ly and prevent accidents by 
falling should visit th e' exhibit of the McCord Manufacturing 
Company, space 330, ancl see t he demonstration of the Mc
Cord Universal weather stripping. This pr oduct is equally 
applicable to old and new cars, and it provides positive 
stormproof windows an d a llows the sash to be operated easily 
under a ll conditions. T h e compan y is also showing thirteen 
models of other improved car window devices. 

* * * 
The "Halsey" r adial truck, exhibi ted by t he Philadelphia 

H olding Compa ny, at spaces 332, 33-1, 336, is a ttractin g a 
great deal of a ttention as a departme in ro llin g sto ck. \Vith 
t his t ruck t he limit of permissible wh ee l base heretofore 
governed by curve radius is rem oved. Th e wheel base can 
be made of any required length to carry th e car borl y prop-

erly. T he truck as exhibited has a wheel-ha,;~ of lG ft. and 
is set on a 33-cleg. cur ve. 

* * * 
Unfo rtunately the car wh ich the Jewett Car Company 

shipped fo r exhibit at th e convention is still on t he road 
somewh ere between Newark, Ohio, and Atlantic City, and the 
chances seem to be t hat it will not arrive in time to be 
available. This car is on e of an order of 150 pay-within cars 
being buil t for the Capi tol Traction Company, Washington, 
D. C. It is 41 ft. long an d is equipped with the pay-within 
door operating mechanism. Sales Manager Besuden is, of 
course, at th e convention as usual. 

* * * 
T h e St. Louis Steel Foundries have an interesting exhibit 

&t. space 309C of manganese-steel special track work, show
ing a switch, mate and frog of solid manganese. The switches 
are built u p with only four parts. As these are massive and 
com posed of mangan ese steel , they are practically incte
structible. T he manganese used by the Foundries is manu
factured in t h eir own plant at St. Louis. The exhihits 
shown are par t of a lay-ou t built for the Los Angeles street 
railways. 

* * * 
As a n object lesson in substantial track construction, the 

New York Switch & Crossing Company, Hoboken, N. J., 
is showin g in spaces 248, 250, 252 a solid manganese anti
straddling ton gue switch and mate, a 9-in. rail hard-center 
combination tongue switch, a T-rail hard-center anti-strad
dling tongue switch and a hard-center mate frog and cross
ing; a lso modern girder rail sections. Representatives are 
W. C. Wood, H. R. Sherman, A. W, Kennedy, William Weller, 
John Madge. 

* * * 
T he new Root pneumatic scraper is shown by the Root 

Spring Scraper Company, Kalamazoo, Mich., at space 411. 
This scraper is connected with the main air line of the ear 
and is operated by the motorman by means of a three-way air 
valve located on the front platform. It was designed es
pecially to meet the growing demand for an automatically 
operated scraper. It does away with the wheel on the plat
form of the ordinary scraper, is much easier to operate 
and cheaper to in stall. It is impossible for the blades to 
drop when not in use. The scraper is so adjusted that when 
full air pressure is applied the scraper is held to the rail 
with proper tension, and when so adjusted the motorman ean 
make no mistake in handling the scraper. In operation one 
charge of air is ample to hold the blades to the rail for 
an entire trip. The other t ypes of spring scrapers manu
factured by the company are also shown as installed in 
working position on a car. Freel N. Root, manager, is in 
charge of the exhibit. 

The General Electric Company shows the "Ideal" steel
flanged trolley wheel now standard on all original equip
ments furnished by this company. The hub and tread is 
a one-piece copper ~asting which is afterward drop-forged. 
The flanges, which are soft steel stampings, are secured to 
the easting by turning over the ends of the hub again.st the 
flanges. This construction gives an almost perfect balance 
to the wheels. The flanges are stiffened by turning over their 
outer edges. Lubrication is accomplished by me1ns of graph 
ite bushings. Th e steel-flanged wheels are furnished in 4½
in. and G-in. sizes. Either size wheel has a ½-in. or %-in. 
bore. The length of ltnb of the 4½-in. wheel is 1½ in . while 
the G-in. is made either 1½ in. or 2 in. A new line of cast 
a lloy spoke wheels is also shown. Graphite bushings provide 
lnbriea tion and, in the larger sizes, this is supplemented by 
oil held in an a nnular reservoir. These wheels are made 
in 4¼ in., 4% in., 5 in., 5½ in. and G in. sizes. The hubs 
for t h e s:na!ler sizes are 1½ in. long and for the larger ones 
1½ or 2 in. long. Each size of wheel has a bore of either 
½-in. or %-in. diameter. 
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As usual, the tastefully decorated parlors of the Galena 
:Signal Oil Company are the haven of t h e ti r ed sightseers. 

* * * 
The Mica Insulator Company, New Yori{, is represented at 

t he convention by C. H. Bell and A. F. Tinnerholm. 

* * * 
Wheel Truing Brakeshoe, Detroit, Mich., has an attractive 

display of wheel-truing brakeshoes in sp~,ce 347. Building 4. 

* * * 
The Union Electric Company, Pittsburgh, Pa., is being rep-

resented this year by T. M. Cluley and George W. Provost. 

* * * 
Henry Gulick, of the Gulick-Henderson Company, is at

tending t he convention this year, renewing all of his old 
ac·quaintances. 

* * * 
The Flood Concrete Tie Company, Bridgeport, Conn., is 

located in s pace 274, where visitors will be welcom ed. John 
H. Flood is in charge. 

* * * 
The Under-Feed Stoker Company of America is showing 

in spaces 404, 406 a model Jones Stoker. The representa
tives are distributing stoker catalogs and the company's 
magazine. 

* * * 
M. Rounds, Stoughton, Mass., tile inventor of a prepay

ment, convertible car and of an articulated car, is a visitor 
at this convention. Mr. Rounds is prepared to furnish plans 
and specifications for cars of these types for city and 
suburban service and also to act as con:rnlting engineer on 
car design. 

* * * 
The Star Brass ,vorks, Kalamazoo, l\Iich., is showing in 

space 3H twenty styles of Kalamazoo wheels and eight 
styles of harps. This company asserts that it manufactures 
75 per cent of the trolley wheels used in this country. One 
of the reasons given for holding it the leading position 
in this respect is the use only of new metal in every 
wheel which it sends out, thus giving long life without injury 
to the wire. 

* * * 
The Hale & Kilburn Company, Philadelphia, Pa., located 

at spaces 421-42-1, presents several unique features not hitherto 
shown-one being its finished pressed-steel sections of all
steel interiors for coaches and cars. This material, which 
is manufactured in the company's factory and shipped to 
the car builders "knocked down," can be erected by the 
latter without refitting. The all-steel frame car seats also 
present a new feature of combined light weight and greater 
durability. 

* * * 

Among the exhibits is one made by the Chicago Railway 
Equipment Company. Creco and several other types of metal 
brake beams are shown, as well as Creco roller side bearings, 
Creco journal boxes and miscellaneous malleable castings 
for electric railway equipment. The representatives of the 
company are also showing a novel and exceedingly interest
ing relief map of the Panama Canal and surrounding country 
which they are distributing. Edwin F. Leigh and C. P. 
Williams are in charge of the exhibit at space 438. 

* * * 
The Positive Clutch & Pulley Works, Buffalo, N. Y., is 

showing at spaces 262, 264, models of the Positive combined 
jaw and friction clutch, which combines two features of 
friction and jaw drive. The combining of these two prin
ciples permits the picking up of the load without a strain 
or jerk on the motor and the transfer of the load to a 
positive jaw drive which gives a steady drive and with no 
loss of power. The exhibit is in charge of S. A. Benedict, 
treasurer and general manager of the company. 

The Curtain Supply Company, Chicago, Ill., is showing 
the Rex a ll-metal curtain roller at spaces 380, 381, 382. This 
roller was first brought out one year ago, but has already 
been widely adopted. The company is also showing a new 
Rex steel sash balance. This is an all steel roller used for 
operating balance windows. The roller is made of brazed 
steel tube with tempered steel ends. The operating chains 
are detachable, a llowing them to be repaired easily. The 
springs and other parts are interchangeable; also curtain 
ring fixtures and curtains and accessories are displayed. 

* * * 
A leather lubricating packing is shown by the Standard 

Leather Packing Compan y, Boston, Mass., in space 409. 
Prepared and treated shredded leather forms the principal 
absorbent used in its manufacture, the claim being that this 
packing requires much less atte.ntion than wool waste, as it 
remains plastic und er all temperature conditions. The ab
sorbent quality of the shredded leather, together with the 
ease with which it gives up the lubricant to the journal, is a 
unique feature of the product. Owing to its nature, the pack
ing automatica lly stirs itself. When the car changes direc
t ion the journal is automatically repacked. The exhibit is 
in charge of W. A. Farnsworth, treasurer, and P. H. Wil
helm, railroad representative. 

* * * 
The Cleveland Frog & Crossing Company, Cleveland, Ohio, 

is making an elaborate exhibit of track special worl{ at its 
large space, 168, which extends clear across the south end 
of Machinery Hall. Among the new things this year is an 
example of split-switch and s pring-frog construction for 
electric railway work. This follows steam railway practice 
more closely in weight and stren gth than the type in general 
use. A crossing for steam and electric roads is shown, 
the steam railroad part of which is made of rolled man
ganese rails, the construction of the entire crossing being 
of the "built-up" type. Another feature of the exhibit is a 
street intersection for electric railways "built up" of girder 
rails which is an example of accurate and careful fitting. 

• • * 
A motor-driven four-spind le drill is one of the new things 

shown by the American Steel & W ire Company. This drill 
is designed for use in installing twin terminal bonds. It 
has three wheels which run on the track rails. The operat
ing motor is accurately balanced between the rails. The 
drills are easily adjusted. T he company is also showing a 
new bond known as type S. C. S.-02. This is of the solid 
compressed-stud sold ered type. It is similar to the ordinary 
compressed stud bond, but has an enlarged crown. Other 
things shown are sampl es of the wires and cables, wire 
ropes and strands , various types of bonds and the Improved 
c·rown rail bond tester. This tester is said to be the only 
instrument that is wholly self-contained and that can be 
used on a dead rail or on rails used for A. C. return ci rcuits. 

* * * 
The Consolidated Car Heating Company's showing at 

spaces 376, 379 is of exceptional interest on account of the 
many new devices presented. A thermostat for controlling 
electric heaters is shown, maintaining the temperature of 
a box within 1 deg. of the proper temperature. A pneumatic 
door-operating device is exhibited in operation· with electric 
control. A small heater for heating water for house or use 
on Pullman cars is also in operation at this booth. An 
a uxiliary battery. lighting system of the automatic type is 
another feature. A new air-brake governor which provides 
a Yery close r ange of adjustment, a tilting heat deflector fo'r 
preventing overheating of seats, a hot-air ventilating stove, 
a full line of 600-volt and 1200-volt heaters and switches, 
fuse boxes, electric couplers and trolley voltage push buttons 
and signal systems are also on exhibition. 
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Railway Roller Bearing ComJ)any, Syracuse, N . Y., has 
received a second order for Rollway journal boxes through 
The J. G. Brill Company for four storage-battery trucks to 
be operated by the Third Avenue Railway, New York, mak
ing a total of forty-one Rollway journal cars operated by 
this company. 

* * * 
The Acme Indicator Company, Clevela'nd, Ohio, decided 

at the last moment not to make any. exhibit owing to the 
sudden death on Oct 3 of its president, Major C. W. Johnson. 
T. W. Small, secretary of the company, had ,planned to visit 
the convention , but finds it will be necessary to r emain in 
Cleveland, where the company's indicators are installed on 
two lines. 

* * * 
Malleable iron truck arnl brake forgings are a feature of 

the Columbia Machine \Vorks & i\Ialleable Iron Compan.y's 
exhibit. Forty-seven separate forgings are di splayed Pin
ion pulleys, controller h a ndles, brake handles, pressed steel 
gear cases and bronze bearings, etc ., are a lso shown. R. 
\V. Kerschner, James Grady anrl M. F. Zigl er a r e represent
ing the company. 

* * * 
The National Tube Company is showing at spaces 354-357 

a remarkable table which is made up of thousa nds of pieces 
of Shelby seamless, cold-drawn steel tubing. Each piece is 
from a tube made to customers' orders. This table is a 
valuable object lesson in demonstrating the extraordinary 
variety of shapes and sizes in which this tubing is mad e and 
in suggesting possibilities for other uses. 

* * * 
A striking feature of the. exhibit of l\lcGuire-Cummings 

:Manufacturing Company, Chicago, Ill., is the complete model 
of its solid steel Columbia truck for single truck cars, which 
is in service on cars of thei Chicago Railways Company, Twin 
City Rapid Transit Company and many other large city 
properties. One of the important features of this truck is 
the use of a spring over the journal box to prevent oscilla
tion. 

* * * 
The Wilson Remover Company, ~e'W York, space 43, is 

demonstrating paint and varnish removers and an advanced 
process of "stripping" steel equipment, showing the air 
motor and centrifugal steel brush (2000 r. p. m.) used for 
cleaning loosened paint and varnish from surfaces of pas
senger coaches, tender tanks, etc. J. MacNaull Wilson, 
president, and J. Whitney Wilson are representing thei com
pany. 

* * * 
The National Carbon Company, Cleveland , Ohio , is dis

playing some Laclede railway motor brushes which have 
given excellent results in long service. One set of these 
brushes was taken from an interurban railway motor after 
30,000 miles' service and shows only 3-16-in. wear on the 
brush surface. The armature and commutator of this motor 
are also displayed to show the fine condition in which they 
were found after the long run with these brushes. 

* * * 
Rail Joint Company, New York, N. Y., has space 120, 

Aquarium Court, wherei it is exhibiting some finely finished 
samples of Continuous, Weber and Wolhaupter standard 
joints, Continuous and Weber girder and high T-rail joints, 
Continuous and Weber insulated joints, and Continuous frog 
and switch and compromise joints. Over 50,000 miles of 
railway track are now equippeid with these joints. Repre
s·entatives are W. E. Clark, E. A. Condit, Jr., W. A. Chap
man, H. C. Holloway, R. R. Seward, R. W. Smith, G. W. 
Smith, J. C. Barr. 

* * * 
Two sizes of pressed steel hot-water car heateirs are shown 

by the Cooper Heater Company, Dayton, Ohio, in space 

:l,rn. The company is a lso di strib ut ing a bookle t on it s 
new forced ventilation hot-air car heate r, whkh is 
ma<le in three s izes. The induction draft or funnel-shaper! 
rnof intake used with the hot-air heater draws in suffici ent 
air, especially on int erurban cars, to operate the h eating 
sys t em without the use of a motor. In general, the h eater s 
are so constructed that they can be used with or without 
a blower motor, according to requirements. 

* * * 

Automatic lub!'icato rs, designed for use with air brake 
equipment, a re on exhibit IJy the Emery Pneumatic Lubri
cator Company, St. Loui s, Mo. , in space 219. This lubricato 1• 

is inserted in th e air supply pipe of thei brake system close 
to th e main reservoirs. All air in passing into the service 
pipes is t her eby charged with lubricant and is carried to all 
surface's with which the a ir comes into contact. The com
pany is a lso showing a sampl e of the Emery brake cylinder 
lubricant, which can be manually applied to the wearing 
parts of the air brake equipment. 

* * * 
A complete line of hot water and forced ventilation car 

heaters comprises the exhibit of the P eter Smith Heateir 
Company, Detroit , Mich. , in spaces 254, 256. This includes 
an improved h eater equipped with proteictive features and 
ball-bearin g motor; a lso two types of a forced ventilation 
electric heater which is shown in operation This latter 
heater is designed along lines similar to the forced ventila
tion coal-burning heater, but it is so small that it can readily 
be placed under a car seat or in another location as desired. 
Th e chief features of this heate'r are its ability to ventilate 
a <l equately and its economical current consumption. 

* . * * 

The Acme type d rop fender, which was reported to have 
rece'ived the highest rating ( 81.9 per cent.) at the ~ests 
made in May at St. Louis by thei Board of Public Works, is 
a feature of the exhibit of the Eclipse Railway Supply Com
pany, Cleveland, at spaces 265, 267. It is claimed that in 
case of collision this type of fender does not interfere with 
the action of bumper anti-telescoping devices. The Stand
ard Eclipse li fe guard, Style C, in connection with th~ new 
multiple' wheel guard is also shown. A striking feature of 
the exhibit is a Biogen moving-picture machine which shows 
an actual fender demonstration of a man being picked up 
by a car moving at 22 m. p. h. 

* * • 
Goldschmidt Thermit Company, New York, has spaces 212, 

214 for a moving-picture exhibit showing the welding of the 
full section of a rail in Everett, Mass., and the welding of 
locomotive frames; sample welds of compromise and straight 
rail; welding apparatus; various kinds of thermits and 
metals manufactured by the thermit process, and a broken 
motor case' completely welded. In space 169 the company 
is showing the new Pellissier rail grinder, the principal 
features of which are comparatively small s ize, the over-all 
dimensions being about 5 ft. 9 in. x 8 ft. 6 in.; weight about 
2,800 lbs.; two independent g rinder units having. vertical 
cind horizontal adjustment and special adjustment for bring
ing the surface of th e em ery wheel parallel with the rail 
surface; eccentric attachment for automatic ally grindin g 
out low joints to a true curve; derailing attachment for 
removing grinder quickly from the track; power and hand 
drive for moving the grinder along the track ; simplicity: 
ease of adjustment, and ability to remove largei amount of 
metal in a short time. Representatives are W. C. Cuntz, 
general manager; G. E. Pellissier, superintendent and engi
neer; L. Heynaman, manager Pacific Coast branch; W. R. 
Hulbert, sales manager; Dr. E. Beck, metallurgist; H. B. 
Atkins, comptroller; H. S. Mann, W. A. Aldrich, J. G. Mc
Carthy, sales representatives, and E. Begtrup, demon
strator. 
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The Tool Steel Gear & Pinion Company' s r epresentativ es 
hre as follows: C. E. Sawtelle, Cincinnati , stopping at the 
Dennis; Leroy Brooks, Jr. , Cincinnati, the Traymore, and 
S. I. Wailes , San Francisco, the Brighton. 

* * * 
Convenien ce and accuracy in handling coins of a ll denomi -

nations in large numbers are demon strated by the coin
rnuntin g machines of the Johnson Coiu Counting Machine 
Comvany, New York, N. Y .. at spaces 2G1 , 2G:3. The r epre
sentativ es on hand are C. H. Birdsall , W. P. Butler, S. F. 
Champion, Jr., J. M. Johnson. 

A full-sized model of a four-step en trance to an interurban 
or a steam railway car is exhibited by the Unive'rsal Safet y 
T read Company, Boston, Mass., at its space 387, Building 3, 
to illustrate more fully the application of Universal safety 
treads to car steps. Various types of Un iversal treads for 
other purposes are also shown. Represen tatives are F. "\V. 
Langford, A. L. Whipple. 

* * * 
A large assortment of armature a nd fi eld eo:ls m ade from 

Heany fireproof in sula ted wire is d isplayed by t he H ea n y 
Company , New Yor k, N. Y .. in space 41G. Samples of th .s 
wire ranging from No. :30 to No. IJ1 1 can be had on request . 
Hea ny tungsten lamps also occupyi a p romi nen t place, sev
era l being mounted on a s vec-ial stand to show the lamp 
under adverse <'onditio ns. Revresentatiws are R. K. Dana, 
F. A. Duff, F. A. R Hofferlitz. 

* * * 
Samples of a ll types of standard brake shoes are displayed 

Ly the Am erica n Brake Shoe &. Foundry Company, Mahwah, 
X J. The corps of representativfc•s includes \V. G. P ear ce, 
viee-prESid<:nt; \V. S. l\1c-Gowan, sa les manager: .J . B. Tar
lle ll, vice-1ffesideut; F'. \V. Sarge1Lt, c·hief enginE'er: J . S. 
T hompson, T. L. Coolidge, E. L . .James, G. R. Law, .\.. H. 
E lliot, T. Seaman, E. B. Smith, R. l\T. Bro\\"Pr, W . L . Boye r, 
R . J<j, Holt, L. H. Dewe~•. J. G. Tawse. 

* * * 
A notable va rt of the exhibit of the \Vhivple Sup ply Com-

pany, New York, is a large framed sc- he:lu le of the number 
of railways whkh bave equipped some or all of their can, 
with the Hedley anti-dimber. There are forty-uine road; 
a nd a total of 5719 cars. Besides the anti-climber <l isplayecl 
in the booth of this <'o mpany, are Universal safety tr eads 
an rl tool steel gears and pinions. Tlie company is reprE->-
8ented by A. L. \\1hipvl e and H. F. Ste\·emon. 

* * * 
The Standard Coupler CompanY, New York, ::-J. Y., is mal,

ing an operating exhibit of the Shim slack adjuster at 
s pa cE's 324, 326. After the first showing at last year's con
ve ntion, the company received a large number of t ri a l or
ders, During the year the r esults have proved so satisfac
tory that sixty-seven roads have equipped a large part of 
their cars with t his adj uster. All electric- cars on the Penn
sylvan ia Railroad are so equipped. The merits of this slack 
adjuster are explained by George A. Post, E. H. Wal l-er, 
George A. Post, Jr., C. D. Jenks, W. H. Sauvage. 

The National Lock Washer Company exhibit in spaces 
320, 322, Building 3, features this company' s ( non-creepi I! g) 
cam curtain fixture, which is made of steel tubing and has 
bronze heads and pinch handles. Creep'iug is pre7ent ,,-1_ by 

an eccentric grip, the tension may be adjusted, and release 
is accomplishe·d by direct action on t he eccentric, the heads 
remaining stationary in the grooves. Passengers cannot 
draw the fixture from th-3 groove•;_ Sash loclrn aoo sash 
balances and the National lock washers are also shown by 
t his company, which is represented by W. C. Dodd, F. B. 
Archibald, R. B. Brown, J. H . Horn, D. II. Hoyt. 

The Johnson Fare Box Company, New York, N. Y., is ex
h ibiting the Johnson registering fare boxes at spaces 261-
263. During tne ytar a, ce r tnorough tests orders and re
peat orders have been r eceived from the' following roads: 
Third Avenue Railroad, New York, N. Y. , 550 boxes; Public 
Service Railway, Newark, N .. J., 300 boxes; United Rail
ways Company of St. Louis, 185 boxes; Oakland (Cal.) Trac
tion Company, 122 boxes; United Railroads of San Francisco, 
11 boxes; Omaha & Council Bluffs Street Railway, 30 boxes, 
a nd Dayton Traction Company, 50 boxes. The c0mpany is 
rG]J r esent ed by C. H. Birdsall, W. P. Butler, S. F. Champion, 
.Jr., J . M. J ohnson. 

The General Ra ilway Signal Company, Rochester, N. Y., 
is distributing Bull etin No. 123, which describes its exhibit 
a t this conventio n. Among the a pparatus shown are uni
versal signals of various types, light signals, relays and in
di cators, r eactance bonds, s ignal transformers, switch boxes 
and telephone selectors. Attention is called to the fact that 
th·e s ignals, r elays, transformers and other parts are of 
universal application . a s they are made to meet the widest 
range of requirements w ith s light changes or by combina
tions of parts, t h ereby r educing to a minimum the stock 
which the user of a s ignal syst em \Yould have to carry. The 
convention bookl et eoutains m a n y v iews of electric railway 
installations made by this compan y, 

* * * 

P y rene l\Ianufacturing Company, Xew York, N. Y. , is at 
space 1 G5. Pyrene is a highly vola tile fire-extingui ehing 
liquid of a r ed color. It is contained in a squirt gun , and 
one qua rt wh e n squirted from the gun generates in con
tact with the a ir about 3700 cu . ft. of gas. This gas at a 
temperature of 200 deg. or over is condensed to a heavy 
blanket which envelops an incivi ent fire and completely 
suffocates the flame. The gas is a non-conductor of elec
tr icity. !n the power house a fir e between the commutator 
a nd brushes ca n be in s t antly extinguished, while in a car 
t he blowing out of a n a rmature and the con sequent likeli
hood of burning the car can also be stopped instantly with 
th is ch emical. Th e .Pyren e squirt gun is very handy for 
reac hing inconvenient places. Am ong the users of Pyrene 
are the Interborough Rapid Transit Company, Chicago 
City Railway, the Unit ed States government, and many 
electric railwaY, light and power companies. Represen ta
tives are H. T . Porter, G, H. P et er son , H. C. Futch, C. E. 
\\'are. 

* * * 
Railway lmvrovement Company, Ne w York, has spaces 

~ :35, 137, 1:39 for showing its coasting time recorder, which 
checks motormen a nd so reduc es current consumption. 
'C hese r ecorde r s are attractively mounted and their opera
tion is explain ed. The m ethods of keeping accurate record ; 
are a lso demon strated. The company is showing a terminal 
dock for ch ecking t h e arrival and departure of C'3.rs, and 
a lso exhibiting a s mall cnrrent clock and the F erranti trac
tion meter. The " Rico" sanitary h anJ. strap is an additional 
feature of inter est. Since the introduction of the coasting 
t im e r ecord ers , a year ago, many prominent railways in 
various parts of the world are using them. Among these 
a re : Interborough Rapid Transit Company, New York: 
Boston E levated Ra ilway, Chicago Railways Company, 
London Electric Railways (London Underground), Unite r! 
Tramways, Mon tev ideo, Uruguay; Rio de Janeiro Railway, 
Brazil; De nver City Railway, :Montreal Street Railway. The 
following officers and represent<itives of the company 
a re present: Frank Hedley, presid ent; Andrew J. Pizzini. 
vice-pr esident and gen eral m anager; Rufus L. MacDuffi ~. 
v ice-p resident: ·wmiam 0. · W elde, chief engineer; Harry 
K eegan, W estern representative: Garrit S, Cannon, Georg ? 
B. Cam pion , l\'ew York office. 




