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Dust Guards

The Engineering Association standard journal boxes ol
all sizes are designed with a dust guard slot in the rear
wall and the standard axles of the association have a dust
guard seat from 2 in. to 2% in. wide between the journal
and the wheel seat.  While this would seem to indicate that
dust guards were intended to be used in all electric car
journal boxes they seldom are used. The purpose of a dust
guard is to prevent oil from working back along the axle
into the motor axle bearings and out on the wheels and to
prevent dust and dirt from getting into the waste and oil in
the journal box. Great care is taken to machine the lid and
hold it down tight by springs or bolts in order to keep dirt
from getting in the front of the box, but the opening in the
back of the

guard is not used.

box is left entirely unprotected when a dust
It is true that most dust guards are
not so effective as they might be in keeping the oil in and
the dust out, but even a poor dust guard is better than none
at all.

maintain them in all journal boxes.

Dust guards are very cheap and it is worth while to
One company has a
standing rule that a new dust guard shall be applied to every
box that is removed from an axle for any reason, regardless

of the condition of the old dust guard. This keeps them

in fairly good condition all the time. The journal lu-

brication costs of this company. it might be mentioned.

are low, due to the small waste of oil and the better con-

dition of the packing in the boxes:

Ecanomy and Efiiciency

In discussing the application of efficiency methods to

engineering work many persons confuse efficiency with

economy. To the engineer in charge of new construction

or routine maintenance a mandate from the executive office

to economize conveys only one meaning, to lay off every

possible man, stop buying and using material, and, in gen-

eral, to skimp the job. Much the same idea prevails regard-

ing the institution of efficiency methods. The engineer

who attempts to increase the cfficiency of his department

by reducing the number of men emploved. using second-
o S & el

hand material where new material is needed and in other
similar ways reducing the expenditures is working in the

wrong direction. Efficiency does not necessarily  imply

doing the same work with fewer men, but, instead, doing

The
bad effects of a policy of retrenchment and cconomy are

more and better work with the same number of men.

sure to follow a temporary saving, whereas the highest
degrec of efficiency work may cost more at the start but
Much

tenarice work on an electric railway property remains un-

save large amounts in the future. routine main-
done because no men can be spared to attend to it or no

money is appropriated to buy the necessary material for



1018

proper repairs. The useful life of the apparatus is
materially shortened by such neglect and the annual cost
is greatly increased. For example, a few loose joints de-
velop in a piece of track laid in a paved street, and no
attention is paid to them because the track force is engaged
on some large job. The track foundations, the rails and
the paving are soon badly damaged, and it is necessary to
make expensive repairs which are not warranted by the
remaining life of the whole piece of track. The temporary
economy secured by not spending a little money on the bad
joints is a mere fraction of the value of the shortened life
of the track which results from a policy. The
efficiency method would be to tighten the joints and grind
them to a smooth surface as soon as possible and before

such

the foundation or the paving was badly damaged, thus
prolonging the life of the whole track at small expense.

Regulation of Capitalization

Complete regulation of railway capitalization was not
favored by all the representatives of public commissions
who attended the last annual meeting of the National As-
sociation of Railway Commissioners. The report made on
this subject, an abstract of which is published elsewhere in
this issue, refers specifically to the law of New York State
and the administration of the statute by the commission
which has jurisdiction. As the commission of the Second
District has authority over practically all of the steam
railways operating in the State, it is evidently that body
which the members of the committee had in mind in the
preparation of the report. The important results men-
tioned are that full money value, or as nearly as may be
estimated, is obtained for bonds and notes, while par is
paid for stock. The proceeds are then applied to proper
capital purposes, not replacements, with wholesome effect
on the fixed capital accounts. During the discussion on
the report the opinion was expressed that governmental
regulation went far enough if it supervised merely to
make sure that the money realized from the sale of se-
curities was applied to expenditures that could properly be
capitalized. This would avoid the unfortunate results ex-
perienced in at least one prominent instance in Massa-
chusetts, where the sale of additional shares of stock is
authorized only at prices close to the market values. In
that State the analysis of earnings of a large railroad cor-
poration showed that its full dividends had not been earned
and adequate provision for maintenance had not been made.
The dividend rate was reduced and the price of the stock
declined many points below the figures at which the shares
had been sold by order of the regulating commission. While
the sale of stock at par, pro rata, to existing shareholders
would afford a profit to the purchasers in the case of a pros-
perous company paying a sufficient rate of dividend to main-
tain the price of the security well above par, the holders
could realize the profit if they chose to sell and would there-
fore have less, if any, ground for complaint against the
State, should the price decline greatly in the distant future
In the same degree in which a State supervises railway
capitalization it is morally, if not legally, responsible and
will be so held by the public. Reasonable regulation, which
opens opportunities for fair profit, will accomplish more
in the development of public utility properties than a
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rigid supervision which leaves no hope of gain for en-
terprise.

PLANS FOR INCREASING THE ASSOCIATE
MEMBERSHIP

An important question now before the new executive
committee of the American Electric Railway Association is
the best method of carrying out the recommendation of
President Brady at Atlantic City of an enlarged field of
usefulness for the association through a greatly increased
associate membership. With the general advisability of
such a step all will agree. The association is capable of
greater things that it can now do with its support of less
than 400 companies and only about 1300 associate members.
To live up to its opportunities it should have at least twice
that number of active members and ten times that number
of associate members. We believe that the time will come
soon when the management of every electric railway com-
pany will feel that active membership in the association is
necessary. But it is our purpose here to discuss only the
possible plans for increasing the associate membership, be-
cause the opportunities for growth there seem greater at
present.

There are two ways in which the associate membership
can be increased. Onmne is through the addition in large
numbers of railway men who are not now associate mem-
bers. The other is to place the associate membership on
such a basis as to make it appeal to all others who are
closely identified with the industry, such as those engaged
These
are the problems to be solved by the committee on asso-
ciate membership, and some light may be thrown on their
answer by a study of the organization of similar national
bodies.

So far as the first class of members is concerned, the
feature of the associate membership of the National Elec-
tric Light Association which has been the greatest factor
in the growth of that association has been the plan of “com-
pany sections.” In fact, the tremendous increase in mem-
bership of the National Electric Light Association during
the past two years under its present plan of organization
has undoubtedly suggested the adoption of a somewhat sim-
ilar plan in the railway association.

in the manufacture of electric railway apparatus.

The membership in
cach company section in the electric light association is con-
fined to the employees of one member company, except
that occasionally several member companies in one city
unite in forming a company section. These sections have
their own meetings under the auspices of the national body
and discuss matters connected with the industry but related
principally to the local property. The popularity of these
local organizations is shown by the fact that the New York
Edison Company’s section—{for instance—has a member-
ship of over 1000 and the Commonwealth Edison Com-
pany's section in Chicago has a
1300.

membership of over
Some railway men have expressed doubt as to
whether there is the same opportunity to organize company
sections among the employees of a railway company and say
that the employees of an electric lighting company include a
proportionately larger number of men with considerable
engineering knowledge, like inspectors, line men and station

engineers. Others on the contrary believe the opportunity
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among the railway companies to be far greater and advocate
the inclusion in a railway company section of trainmen, as
well as of inspectors and other higher officials. If this was
done the opportunities in the railway industry would greatly
exceed those in the lighting industry.

These matters would have to be settled by a careful study
of the field. Nevertheless, we believe in the general plan
of company sections. Its success among the lighting com-
panies is certainly a strong argument in its favor. More-
over, as practically 25 per cent of the railway companies in
this country also do a lighting or power business and so are
familiar with the company sections plan, it does not possess
the element of newness to a large proportion of the com-
panies which are members of the American Electric Rail-
way Association.

The second plan which we have mentioned for increasing
the associate membership of the association relates to the
manufacturers and their representatives. At present they
come in contact with the association and the policies which
it represents only once a year, yet their prosperity is closely
bound up with that of the railway companies and all should
be working for the common good. In this connection it 1s
interesting to recall that at the time of the reorganization
of the American Electric Railway Association in 1903 the
relation of the manufacturers to the association formed
one of the most serious problems considered. One sugges-
tion made by the manufacturers was that their association
should be an affiliated association, somewhat on the same
basis as the other affiliated associations, and should be part
of the main organization; but other counsels prevailed and
the Manufacturers’ Association was made in the constitu-
tion an “allied” association and not an “affiliated” associa-
tion. The proposition to change this plan of organiza-
tion comes now not from the manufacturers but from the
parent association. The best way in which this may be
done cannot be decided offhand, but President Brady’s
address pointed out the desirability of uniting for the com-
mon welfare all of the interests concerned in the industry
represented by the association.

The electric railway industry is passing through a critical
period in its history and needs the assistance and support
of all those who wish to see the industry develop instead
of stagnate. It has been estimated that there are more than
250,000 officials and other employees of electric railway
companies in the country and that there are in addition
more than 100,000 men engaged largely in the manufacture
of electric railway apparatus. If even a small portion of
this number—say only 5 per cent—should become associate
members of the association within the next two or three
With even 10,000
interested members, a small number compared with the im-

years it would be of immense advantage.

portance of the industry, in touch with the main office of
the association and acquainted with its plans and policy, a
great deal of good would be accomplished. President Mc-
Carter has already announced, in behalf of the new exec-
utive committee, the intention of directing the work of the
association along even broader lines than have heretofore
been attempted and the inauguration of plans which will
make membership in the association even more attractive
than before. Now is the time to pull together in the

furtherance of this policy.
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THE SOUTHERN PACIFIC ELECTRIFICATION

Those of our readers who have followed the descriptions
published in the ELECTRIC RAILwAY JoUrRNAL of the elec-
trification by the Southern Pacific Company of its Alameda,
Oakland and Berkeley suburban lines will realize that =«
piece of work of considerable magnitude has been carried
out in the Far West quietly aud without attracting any-
thing like the attention from the electrical engineers of the
country that the same work would have attracted if it had
been executed, say, within 1000 miles of New York City.
These articles appeared in our issue of Feb. 4, 1911, which
described the power house and substations; in the issue of
June 17, 1911, which described the motive power equipment
and repair shop, and in the issues of Oct. 21 and 28, 1911,
which contained an account of the overhead line construc-
tion and distribution system of the company.

The total cost of the first stage of this work, as just
Ordi-
narily a piece of electrification involving such a first cost

nearing completion, is approximately $10,500,000.

receives the distinguished consideration of many consulting
engineers and manufacturers, all of whom are naturally in-
terested to devote a considerable part of their time and
attention to its successful outcome. The past history of
large electrification problems bears abundant testimony that
often these influences complicate an already complex situa-
tion. The Southern Pacific project, however, is unique ir
that the entire work of design, specification, purchase and
construction was carried out wholly within the organization
of the railroad company as it stood at the time the work was
ordered, with its engineering force augmented by assistant
engineers and draftsmen who had received their training
It is
also unique in that in every case the contract requirements

in the larger electrification undertakings of the East.

have been excecded by the performance of the apparatus
under acceptance tests. In all the work that passed through
the hands of the designing engineers no appropriation has
been exceeded, there has been no extra on any contract, nor
has there been a single error that cost money to rectify;
and the total cost of engineering has been less than 3 per
cent.

The construction work was executed by the organized
construction forces of the company, its work being inspected
and in general directed by the designing engineer's office as
regards compliance with the plans and specifications, It
no casc was it necessary to go outside of the company's
organization for any part of the work. [Even the dinuer
given in the Fruitvale power house to the San Francisco
Section of the American Institute of Electrical Engineers,
described in our issue of June 3, 1911, was carried out to
an admittedly successful conclusion by the commissary
department of the railroad company, one of its standard
dining cars being placed within the power house for this
occasion, .

The entire work may be taken as an example of the in-
dependence of thought and action of the engineers in the
Far West, a condition brought about largely, no doubt. by
their geographical isolation from the large FEastern centers
of engineering activity. It also affords a striking illustra-
tion of the resources in men, money and materials of one
of the larger railroad organizations.
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Electric Locomotives of the Prussian-Hessian
State Railways |

This Article Describes Three Locomotives with Novel Types of Drive Built or Under Way for the Reeently Electrified

Dessau-Bitterfeld Line

An artcle on the Dessau-Bitterield electrification of the
State railways of Prussia and Hesse published in the Nov.
4 issue described the power generating and distributing sys-
tem. The present article relates to the three locomotives
which have heen furnished for this line by the Allgemeine
company.

DESIGN OF II1GH-SPEED PASSENGER LOCOMOTIVE

I'he passenger locomotive shown on page 1021 is built for
a speed of 68 m.p.h. Its total length over buffers is 41 ft.
and its fixed wheel base 15 g ft. 8 in. A diameter of 63 in.
was selected for the driving wheels, which revolve at
1400 r.p.m. or more at the maximum speed.  This speed.
which is high compared with that of steam locomaotives,

operates the warning whistle.  The form of the driving
rods corresponds to the usnal construction on German steam
locomaotives.
ELECTRICAL EQUIPMENT OF IIIGH-SPEED PASSENGER LOCOMO-
TIVE

The locomotive 1s driven by an a.c. commutator motor
of about 1000 hp on the hourly rating. The motor frame
1s attached to the transverse girders of the locomotive and
can be adjusted in place by means of wedges and pressure
Its open construction permits a convenient in-
spection of the commutator brushes. Its tractive effort
and speed are regulated by the ordinary contactor control.
The current is taken at 10.000 volts by means of two panto-

SCrews.

Dessau-Bitterfeld Electrification—Express Train in Service

was adopted without hesitation by the engineers in charge
of the work because of the absence in the electric locomo-
tive of large reciprocating masses,

It will be noted that the two leading axles of the passen-
zer locomotive are combined in a pony truck, while a single
or “Adam™ axle is used at the trailing end. The two driv-
ing axles have a parallel crank drive with an intermediate
crank shaft which is driven from a motor mounted high
in the frame. This arrangement provides such good bal-
ance that the locomotive runs smoothly at all speeds. It
has even run without difficulty at the highest permissible
speed with the trailer axle in front.

The motor is placed vertically over the intermediate
crank shaft, an arrangement which is advantageous in
motor mounting. The intermediate crank-shaft bearing is
constructed in four parts and is adjusted both vertically
and horizontally by means of wedges. TFurther, as this
bearing is somewhat inaccessible, a safety device in the
form of a fusible metal plug is placed in the bearing and
is connected with the main air tank by a pipe. This pipe
leads to an alarm whistle in the motorman’s cab. If the
bearing becomes hot, the plug melts and the compressed air

graph collectors, is led through a choke coil which serves
as a protection against excess pressures, and thence is con-
ducted to the main oil switch. The latter has auxiliary and
main contacts. An equalizing resistance is placed behind
the auxiliary contacts in order to reduce the shock when the
motor is switched in to the circuit. The current passes
from the oil switch to the high-tension winding of the main
transformer and from the latter through a current trans-
former to ground. The low-tension winding of the main
transformer has scveral taps so that the motor voltage may
be varied .according to the tractive effort and speed re-
quired. These different transformer voltages are switched
i by eight contactors, and the circuit is broken by two
pairs of contactors, each of which is connected in parallel.
Thus there are twelve contactors in all.

A\ static balancer with special taps is provided to adjust
the armature winding to a special voltage, thus enabling
the ratio of the voltages between the armature wind-
ing and the compensating winding to be regulated in ac-
cordance with the speed at which the locomotive is trav-
eling. The regulation of the tractive effort and speed
is carried out at the controller, whose upper and lower
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cylinders  can be revolved independently of one  an-
ather. The upper cylinder regulates the tractive effort and
the lower cylinder adjusts the commutation.  Their opera-
tion from the motorman’s cab is cffected by two hand-
wheels placed one above the other. The different speeds
are marked on the lower hand-wheel so that the motorman
can easily adjust the wheel to the correct position in ac-
cordance with the position of the speed indicator. The
armature of the motor is short-circuited at starting by
means of a throw-over switch, which is operatcd by means
of a compressed-air cock on the controller,

Another feature worthy of note is a release device for
the oil switch. This device is operated by the brake and
prevents the motorman from switching in the oil switch
when the brake 15 on. The oil switch may be released hy
a push-button i the motorman’s cab.  The control cur-
rent for the contactors is supplied by an auxiliary coil of
the main transformer. This transformer is erected in a
ventilated shaft adjoining one of the cabs. The main oil
switch 1s mounted above it, so that the switching-in and
release handles project mto the cab. The contactor cham-
ber adjoins the apparatus comparument,

ELECTRIC RAILWAY JOURNAIL.
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»
speed of 3.4 mop.he A axles are used for driving, so that
the entire weight of the locomotive can be utilized for ad-
hesion.  The total length of this locomotive is 34 ft. 5 in
over the buffers and its total wheel base is 15 ft. g in.  Onc
of the end axles has a play of Y2 . on cach side to obtain
flexibility on curves.  With a driving wheel of 41-in.
diameter the locomotive can develop a naximum tractive
effort of approximately 22,000 Ib. measured at the periph-
ery of the driving wheel. .\ parallel crank driving
through an intermediate crank shaft is used as on the pas-
senger locomotive. In this case, however, the motor is' not
placed vertically over the intermediate crank shaft, but m
such a manner that the driving rods form an angle of 432
deg. with the horizontal. This arrangeient gives a much
more favorable distribution of the strains on the inter-
mediate crank shaft because only a part of the torque has
to be transmitted from one side of the intermediate crank
shaft to the other. The two cranks arc <ct at an angle of
9o deg. to one another. .\ rigid connection i~ abtained be-
tween the motor shaft and the intermediate crank shaft in
this locomative by the use of a steel casting which is bolted
to the frame. The form of the intermediate crank shafts,

Dessau-Bitterfeld Electrification—High-Speed Passenger Locomotive

Two ball-bearing current collectors are used for current
collection. They easily follow any alteration in the height
of the trolley wire. The bow type of current collectors
originally used proved unsuitable for high speeds as they

- would not remain in position when under heavy wind pres-
sure.

The working results hitherto obtained with this loco-
motive have been exceedingly satisfactory. In tests at Bit-
terfeld the locomotive developed a maximum tractive effort
of 20,900 Ib. at starting. The average starting acceleration
with a train of 280 metric tons was 0.62 ft. per second
per second. To determine the efficiency of the locomotive
seven trips with short lay-overs were made between Bitter-
feld and Dessau and back, with a train weighing 250 tons.
On one trip from which the hourly rating was determined
the weight of the train was 350 tons. With an external tem-
perature of 20 deg. C. the maximum temperature of the
motor was 70 deg. at the end of the seven trips. The loco-
motive was also successful in drawing a freight, train
weighing 596 tons.

FRETGIT LOCOMOTIVE
The freight locomotive is constructed for a maximum

the motor bearings and the other parts of the driving mech-
anism corresponds to that adopted for the passenger loco-
motive. The driving and coupling rods li¢c in the same
plane, however, and the coupling rods are connected to the
driving rods by links.

The electrical equipment of the high-tension circuit and
of the low-tension circuit, including the apparatus for such
auxiliary purposes as lighting and compressed air, corre-
sponds to that of the high-speed passenger locomotive. The
arrangement of the apparatus in the locomotive is also
exactly alike. The chief difference is in the smaller size of
the motor and the system of brush regulation.

The locomotive has oue single-phase motor with an
hourly rating of Soo hp. The regulation of the motor at
starting differs from the method followed in the passenger
locomotive, as an attempt has been made to change the di-
rection of rotation and to effect starting by a shifting ot
the brushes. The axis of the brushes is moved from the
neutral position to one side or the other according to the
desired direction of travel until there is obtained a given
angle of torsion which corresponds to the end position of
the brushes.  \n indicator in the engincer's cab gives the



1022

brush position or the commutating step. The shifting of
the brush rocker is done through a screw drive. The brush
rocker is mounted on rollers and is connected with the nut
of the driving screw through a driving rod. The driving
screw is turned mechanically from the engineer’'s cab by
means of the controller. A view of the motor with the
movable rocker is shown on this page. Further regulation is

ELECTRIC RAILWAY JOURNAL.

Dessau-Bitterfeld Electrification—Cab of Freight Loco-
motive

effected by altering the motor voltage by means of a step
transformer, the separate steps of which are switched in
by a mechanically operated controller. A static balancer
is employed to obtain good commutation at all speeds. This
balancer is constructed as a step transformer, and its
function is to permit the regulation of the ratio between
the voltages in the main winding and the compensating

[Vou. XXXVIII, No. zo.

will also be delivered this year for test on the Dessau-
Bitterfeld line. It is intended for heavy train service on
tracks with steep grades similar to those, for example, on
the Lauban-Koénigszelt line in Silesia, the electrification of
which will be undertaken shortly. This locomotive must
be capable of drawing express trains at speeds up to 68.2
m.p.h. and heavy freight trains at lower speeds.

This locomotive will have four coupled axles to permit
the development of maximum tractive effort. Accordingly
the locomative is to be equipped with two motors, each hav-
ing an hourly rating of goo hp, which will give it a maxi-
mum tractive effort of 23,100 1b. The motors will drive
the axles by means of a parallel crank drive, both drives
being connected to one intermediate crank shaft, which
will be supported between the two center driving axles.
The driving rods will be placed at an angle of 45 deg. to
the horizontal. This arrangement will allow a favorable
distribution of the strains on the intermediate crank shaft.
Even when two motors are used, only one intermediate
crank shaft is required, and, owing to the special nature
of the drive, it is Dbelieved much more favorable condi-
tions will exist than if two separate crank shafts were used.

This locomotive will differ appreciably from the other
two designs, both in its external construction and in its
system of control. The regulation of the motor voltage
will not be effected in steps by means of a transformer
but uninterruptedly through a rotating transformer whose
core will be revolved by an auxiliary motor controlled from
the motorman’s cab. The commutation, however, will also
be adjusted with a static balancer, the separate steps of
which will be placed in circuit by a special switch, corre-
sponding with the speed.

The two motors will be mounted near the center of the.
locomotive. The main transformer will be placed between
them but will be slightly raised to enable the heat generated
to be dissipated easily through the ventilators in the roof.
The rotating core transformer will be mounted near one

Dessau-Bitterfeld Electrification—View of Freight Loc omotive and of Its Single-Phase Motor with Brush Rocker

winding. An extra pair of controllers is provided so that
the locomotive can also be used for switching.

The locomotive is now employed for drawing passenger
and freight trains. It is well suited for passenger service
because its high starting torque gives rapid acceleration,
so that it can easily keep to the schedule notwithstanding
its lower maximum speed.

THIRD LOCOMOTIVE

In addition to these two locomotives, the railway au-
thorities have placed an order with the Allgemeine com-
pany for another locomotive of special construction, which

cab, and the mechanically operated switches for cutting out
the motors and adjusting the commutation will be placed in
a single case mounted above the motors. The motor-com-
pressor and heating boiler will be placed close to the other
cab. Arrangements have been made also to heat this
boiler with electrical energy by the use of resistances.
The principal data for this locomotive are as follows:
Total length measured over the buffers, 46 ft. 3 in.; toral
wheel base, 31 ft. 9 in.; diameter of driving wheels, 58.5
in.; diameter of trailer wheels, 39.2 in.; pressure on driving
wheels, 16 tons; weight available for adhesion, 64 tons.

L]
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Printing Shop of the Milwaukee Electric Railway
& Light Company

This Printing Department Has Been Conducted by the Company Sinee June, 1906—During the Last Year This Departiment
Turned Out $24,000 Worth of Stationery

The printing shop of the Milwaukee Electric Railway &
Light Company was established as a department of that
company in June, 1906. When this office was started, the
only work which it handled was that of the transportation
department and comprised the printing of transfers, trip
sheets, etc. Gradually the scope of the work was enlarged
until now practically all the printing of the company, with
the exception of Milwaukee city tickets, is done at the
printing shop, which is located in the Public Service
Building.

As an indication of the variety of the work handled, it
may be stated that nearly goo forms are printed for the
company. The work includes ruling of an intricate nature
on some of the larger forms. On some of the larger books
used in the aceounting department the binding is done out-
side, but with this exception all the binding is done in the
office. The superintendent of printing, H. A. Rogers, is a
practical printer with a knowledge of press work. The
total force consists of eleven persons, including the super-
intendent. The shop is an open one and employees wbrk
nine hours a day and are paid on a monthly basis.

REQUISITIONS

When. a department is in need of a new form a requisi-
tion is made and sent to the purchasing department. The
heading of this requisition is published herewith. The
copy is then sent to the comptroller's office, where it is
edited and censored and a form number supplied, after
whieh it is sent to the printing shop. When the stock of a
standard form becomes exhausted, the stationery store-
keeper requisitions the purchasing department for a supply
and this order is sent to the printing shop. The finished

The Milwaukee Electric Railway & Light Co.

PRINTERY TIME SUIP

D BTG n 2 g o A R Date.. . s conoms i o252 A5
Occupation .. .. .......
JOB NO. CHARACTER.,OF WORK FROM TO TOTAL TIME

Each Employe is expected to fill out this dlip and plage it on Superintendent's desk at the close
of each day. Time spent on work not directly chargeable 10 a specific job should be distributed

among the various job numbers.

Milwaukee Printing Shop—Time Slip Filled Out by
Employee

product is sent to the stationery storeroom, where all de-
partments must procure supplies of this nature on a form,
“Requisition and Receipt for Supplies.”
JOB TICKET

When the requisition is received in the print shop a job
ticket is made out in envelope form for the purpose of a
record of all details in connection with the work. This
envelope is 614 in. X 94 in. It has spaces for a job order
number and several divisions in which provision is made
for a statement of the name of the person who ordered the

work, the authority for the order, the dates on which the
order was issued and received, the name of the person to
whom the material is to be delivered and the date on which
the material is needed. There is also provision for a state-
ment of the quantity and description of stoek and of the

ORDER NO. M’_.

The Milwaukee Electric Railway & Light Co.

REQUISITION FOR PURCHASE

REQUISITION NO.

Material Required for B e

To be delivered at

00 HOT wRITE

DESCRIPTION N THia coLuMN

QUANTITY

/\/W‘{/\—"/\“

Milwaukee Printing Shop—Requisition for New Stationery

color of ink desired. The details of the binding are also
noted on the envelope. The face of the envelope is repro-
duced on page 1024.

COST TICKET

When the work on the material is begun in the printing
shop a cost ticket is made out by the superintendent. The
form of this ticket is also shown. It is designed to show
all the details of the men employed, time, amount, etc., in-
volved in each job. In order that these details may be kept
accurately, employees are required to use time slips which
are given to the superintendent at the close of each day.
The time that is spent on work and cannot be charged
directly to a specific job is distributed among the various
job numbers. The form of the time slip used by employees
is reproduced.

In accounting for the operations the superintendent of
printing makes out a monthly report. The form of this
statement is shown and it provides for a statement of the
cost of production of thé work handled each month. In
computing this cost the superintendent of printing uses, as
a basis, the figures of the National Cost Congress; that is
to say, he computes the cost of doing the work on the
basis adopted as standard by that congress and then deducts
10 per cent from the figures. The net cost therefore is
assumed to be go per cent of the standard cost fixed by the
congress. With these figures as a basis the department
showed last year a profit of over 13 per cent on the output.

The classification of printing bureau accounts used by
this department in its reports is as follows:

851: Salary of superintendent and clerks. Salary of
superintendent of printing bureau and salary of clerks
keeping cost accounts not directly chargeable to specific
job numbers,

852: Operating wages, wages of printers, apprentices
and helpers. This accouut to be distributed on cost sheets
from daily time report of the various job numbers.

853: Materials. Cost of paper, cloth for banners,
plates, directly chargeable to job numbers and all material
purchased or drawn out of stock for the various job num-
bers. This account to be distributed on cost sheets from
invoices or from stock manifest. (Make no charge to this
account unless accompanied by a job number.)

854: Miscellaneous expense and supplies. Stationery
and printing used in the printing bureau, benzine, kerosene,
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rags, gage pins, inks, staples, binding cloth, glue, padding,
etc. not charged to specific job numbers.
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The floor space occupied by the print shop measures
20 x 127 ft. in area. The shop is charged by the company

8s5: Power. Cost of power to operate equipment. the regular commercial rate for all power used. During
Rs6: Rent. Cost of rent including light and heat, $125.  the last year the printing department charged $23,000
worth of work to the Milwaukec
JobNa ... 5063 ||t te FormNo . Electric Railway & Light Company
) o . The Milwaukee Efectric R"‘lway & Light Co, and $1,000 worth of work to com-
The Milwaukee Electric Raitway & Light Co. PRINTEAY COST TICKET s affili .
PAINTEAY 108 TICKET usaty et panies affihated with that company.
Ortered by Authorey I'rom the sale of scrap paper $250
Sdbrediby, i1 T Dite Ondered Order Recened was realized. Some of the costs
Authority Date Delivered . Delivered 1o . of the dcpartment are as follows
L el 2! sl e Salaries. $3.000; materials and sup-
Dare ﬁeuj"td 191 DATE NAME,()F CMPVL(JVE (;)?’LDVU\TIOYtl‘k< LM[- ‘AM'T p]ies ute(" 59.000; rcpairs, il1c]u(l-
o be dulivered 1o ] ing some installation work, $225:
Not later thea . | o o g = .o
T power, $9o: rent, $1,500; renewal
Ousaury sad Description - of type and plates, $30.
i In meeting the charges in the
R ImAE classification  the  proportionate
SRR monthly amount is deducted each
I month. The cost of the work is
5 | !
i T kept down by the fact that the com-
Stock Ordered 191 . trom L
. - ! pany has no overhead charges or
w | I - I expenses  for  solicitors and no
Color. a1ita s e i T[T debts to consider. Everyone em-
{ i T el S e
o [ T plo_v.ed 1s actively _enga.ged m pro
ke Glechiindiag — - ducing \_\'ork which is deﬁmtel;
Stitchiog . Ctot } ! needed for some purpose in the
Numberiog Hall Leather ‘ e | operations of the company.
Bloctiog Pacophict . . Con The plant consists of a Harris
Perforating Frice automatic press which prints trans-
" Romei fers and conductors’ receipt books.
L emarks o8 e J

Milwaukee Printing Shop—Job Ticket and Cost Ticket

Repairs and renewals.  Repairs to printing presses.
lllllﬂ"' machines, paper cutters, and all other tools and ap-
pliances, including replacement.  ( Sharpening of knives to
be charged to account No. 854.)

858: Renewal of type and plates.
type, cost of plates not chargeable to account No.

859 : Insurance. taxes, interest  and
Monthly charge to cover insurance, taxes,
vestment and depreciation.

Equipment valuation

worn-out
833. ctc

depreciation
mnterest

Replacing

on in-

20,000

Insurance ... L L per cent
Injuries and damages ......... .. ... I per cent
I'axes N e 2 per cent
INECTESt oo 5 per cent
{DEPTERIAtION & cowms smes smms sss paes 10 per cent

Total—$3800 ................. Iy per cent

Charge $316.67 per month for fixed charges.

besides doing other work; a 42-in.
Miehle press, a Colt job press and
a Chandler & Price-Gordon job
press: a Bloomfeld & Rapp special ticket-printing machine,
a punch, perforator, paging machine, stitcher, Hickok ruling
machine and a baling machine. The latter is used for wastc
paper.

The net result of operation of the print shop is that the
work of printing is done as a rule for about to per cent
less than the price of outside printers. In the effort to
lceep the cost of production as low as possible, the stock
for transfers is bought in car-load lots. The net cost of
transfers to the company is about 814 cents per thousand
and this price does not include any allowance for the print-
ing office for changes m forms, which amounts to some-
thing each vear. No charge is made for experiments in
forms.

As an example of the many classes of forms and books
printed by the printing department. the following may be
mentioned: Cash-fare receipt for interurban cars; income
account, employees’ record, condensed income account and

The Milwaukee Electric Railway and Light Company

REPORT OF PRINTING BUREAU FOR MONTH OF

cosT
sosmo | Re® | euanmiry DESCRIPTION W avmomry | p0are ) | Bare, | PrgEne 77T R vaLge  |Chener REMARKS
| seary sorvane | b e
——— T —— e~
— »
—_—f—— —i

€OST1 OF PRODUCTION

adcsce and Operating Labor Aces 831:852]
Matcrisl s0d Sopplies used for Ourpat [ Acct 853]
Reot, Lighi and Heas [Acst 888) .

£.1ed Charges |Acct 859].

Toal Eapenses (Less Acets AS4-835-857.858) ... ..

Ourpst Value

T Puont
Loss

REMARKS

“Ia Charge.

Milwaukee Printing Shop—Form of Monthly Report

Monthly charge to cover any possible expense in con-
nection with injuries and damages is 1 per cent on the total
output.

balance sheet, line article record, daily record of contracts
secured, conductors’ record of transfers issued, daily re-
port of conductors’ ticket and transfer errors, daily report
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of cars operated, record of transfers issued (o couductors.
register readings and mileage and conductors’ returns, blue-
print record, meter test record, utility department order,
clectric salesman’s daily report, feeder report, boiler inspec-
tion report, record of names of witnesses of accidents, car
repair notice, conductors' daily cash remittance slip, com-
plaint card, conductors’ trip sheet, substation load record,
consuniers’ electric service record, time slips for rolling
stock and other departments, load record of transformer
station, report of unusual electrical operation and trouble,
wstallation record, conductors’ report of accidents, form
for statement of accidents by witnesses, voucher, bill for
electric service, consumers' billing record, work order noti-
fication, statement of distribution of stores delivered, pay-
roll analysis, traffic statistics, pay roll, balance sheet, state-
ment of tickets issued by conductors, passengers carried
and earnings by davs and stations.

R Yy
REASONS FOR THE CHOICE OF 16 2-3 CYCLES FOR
PRUSSIAN STATE RAILWAYS

An article by an dfficial of the DPrussian State Railways
m Elektrische Kraftbetriebe und Bahuen for Oct. 4, 1911,
explains why the Prussian State Railways have decided to
make 1624 cycles their standard frequency for trunk-line
electrification. In the first place, it was desired that the
generating plants should bhe of such character that they
could supply current most economically for both the rail-
way service and lighting and industrial motor circuits
thereby securing the best possible lpad factor. The stand-
ard frequency in Germany for lighting and industrial pur-
poses is 50 cycles, which is tdo high for the most efficient
railway operations. To effect a compromise advantage
will be taken of the efficiency of synchronous converter
sets, which are better and cheaper than asynchronous
motors for changing three-phase current to single-phase
current. When synclironous motor-generator sets are used
there is a definite ratio between the frequency of the three-
phase current and that of the converted current. For in-
stance, a 50-cycle synchronous motor-generator set changes
the frequency in the ratio of 50:3, giving an output of 1624
cycles, which is 124 cycles higher than the frequency
hitherto used in Germany for heavy electric traction. The
use of 1624 cycles gives a greater choice in the selection
of converter sets, as either synchronous motors of high
efficiency or asynchronous motors may be used, according
to conditions. Furthermore, the use of synchronous motors
improves the power factor of the distribution systeni.
\What has been said about synchronous machines with re-
gard to generating single-phase current from three-phase
current is also true of the opposite case.

The use of 1624 cycles will also increase slightly the
capacity and efficiency of the transformers. The weight
of a 1623-cycle transformer is 4 per cent to 5 per cent less
than that of 15-cycle transformers of the same capacity.
The conditions for the turbines and motor-generator sets
are also a little more favorable, and there is no great dif-
ference in the cfficiency of the distribution systems in the
Lwo cases.

Of course the reason for choosing a very low frequency
for railway electrification was to insure the most favorable
conditions for the locomotives and other electrical parts of
the railway equipment. It was not absolutely essential to
choose 15 cycles, and, as a matter of fact, the present
15-cycle machines will operate on 1624 cycles with very
little loss in efficiency or increase in commutator sparking
and heating. The writer in the German paper mentioned
points out that under American conditions, where Go-cycle,
three-phase current is so largely used for lighting and in-
dustrial motor circuits, synchronous converter sets could
he used to change it economically to 13 cycles, of which
it 1s a perfect multiple.
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INSTRUCTING TRAINMEN IN THE ECONOMICAL USE
OF POWER

“Special empliasis has been laid of late upon the efficient
application of power at the hands of trainmen and other
car service employees, and both in preliminary training
and inspection of operating performance much has been
accomplished in the direction of educating the men mos.
closely concerned in the handling of equipment in its
cconomical use. To carry this work of conservation a step
further the Boston Elevated Railway Company has just
had printed a 32-page pamphlet on the “liconomical Usc
of Power,” the text being based upon a paper read several
months ago before the Boston Illevated Efficiency Club by
John W. Corning, electrical engineer of the company. The
pamphlet is planned for the special use of motormen and
other employees more or less intimately connected with
the use of power for car and train propulsion, heating and
lighting of rolling stock, buildings and stations. [t con-
stitutes a species of elementary .practical texthbook which
s certain to be found of great value in the broadening of
the training of transportation employees in the principles
and uses of electricity on the system.

The booklet presents the general theory of power gen
cration and supply from a central alternating-current plant
through to the rolling stock, the technical points involved
heing explained in clear and simple language. There are
half a dozen excellent diagrams giving analogies between
the How of water and the transfer of electricity along a
circuit, and the chain of operations occurring between the
unloading of the coal barge at the power station wharf and
the return of current to the negative bus from the track.
Many points of gencral interest are also covered, such as
the annual expenditure of about $1,000,000 by the company
for power, the fact that modern standards of car design
and speed require at least 50 per cent more power per pas-
senger than a few years ago, the evils of wasted power,
differences between “power’ and “energy,” underlying prin-
ciples of generation, transmission, conversion and dis-
(ribution.

The fundamental electrical units encountered in elec-
tric ratlway work are then explained, together with the
clements of lighting, motor service and heating. An in-
teresting point is that the ordinary eight-bench open
cars of the company require about 8 kw in power station
capacity, compared with 12 kw for a ten-bench car; 24 kw
for a 25-ft. closed car; 26 kw for a 26V4-ft. closed car:
56 kw for a No. 3 semi-convertible car; 76 kw for an ele-
vated car, and 120 kw for a Cambridge subway type of car.
Of the vearly power output of the company, 78 per cent is
used in car propulsion, g per cent in line losses, and light-
ing and heating from 5 to 6 per cent cach. Air brakes re-
quire 2 per cent of the yearly output. The power required
for car lighting in Boston varies from 640 watts to 2.56 kw.
and at present about 1500 surface and 216 elevated cars
are in use on the Boston system. Dctween the best and
poorest motorman the difference in power consumption for
a given run may be as high as 30 per cent. The booklet
also gives the following results of tests, showing the effect
of keeping the brakes on: First run, brakeshoes clear of
wheel, power consumed Dby wattmeter measurement 1.72
kw-hours per car-mile; second test, pressure of 24 Ib. ap-
plied to brake handle, power required 3.54 kw-hours per
car-mile, or an increase of 106 per cent over free running:
third test, pressure 36 Ib., power required 5.36 kw-hours per
car per car mile, an increase of 212 per cent over free run-
ning.

The Dbooklet also includes brake diagrams showing
the pressures at different points in the rigging under
various conditions of service and emphasizes the importance
of always aiming to secure the maximum safety in
operation.
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Reports at the Convention of the National Asso-
cliation ot Raillway Commissioners

The Reports of Especial Interest to Electric Railway Companies Were That on Railway "I'axes and Valuations and That on
Railway Capitalization—Abstracts Are Presented

At the annual convention of the National Association of
Railway Commissioners held in Washington, D. C., Oct.
10-13, a report was presented by the committee on railroad
taxes and plans for ascertaining a fair valuation of railway
properties. The report was prepared by Edward M. Bassett,
formerly a member of the New York Public. Service Com-
mission, First District, and was approved by the members
of the committee with one exception.

An abstract of the report follows:

USES FOR A VALUATION OF A PUBLIC UTILITY PROPERTY

“A valuation of a railroad or other public utility may be
made for various purposes: (1) private purchase, including
the purchase or marketing of securities; (2) public pur-
chase for municipal or government ownership; (3) taxa-
tion; (4) rate making; (5) accounting and capitalization.

“A state commission will have nothing to do with valua-
tious for the first purpose above stated but will be required
to make valuations for any or all of the other four pur-
poses. Thus the \Wisconsin Railroad Commission has been

" required to make valuations of waterworks for the purpose
of municipal purchase; the official valuations of railroads in
Michigan and Wisconsin were for tax purposes, the official
valuation of railroads in Minnesota, \Vashington and South
Dakota primarily for rate purposes, and the official valua-
tion in Texas for the purpose of regulating the issue of
stocks and bonds.

“It is a question of prime importance whether a valuation
for one of these purposes may be used for the other pur-
poses also. It may happen that fair value for one purpose
is the same as fair value for another, but in order to deter-
mine what is fair value for any specific purpose it is neces-
sary to think it out with reference to this purpose only,
and when we discuss the theory and elements of valuation
it seems necessary that we should have in mind a specific
purpose that the valuation is to serve. It appears to us that
considerable confusion in the discussion of the subject of
valuation has arisen either from lack of attention to this
fact or from the false assumption that value may be ascer-
tained without reference to purpose.

CONFUSION OF THE TERMS “C0ST” AND “VALUE”

“Some of the trouble doubtless arises from a confusion of
the terms ‘cost’ and ‘value.” Cost is not necessarily value
for any purpose, though it is an element in estimating fair
value for almost any purpose. Thus fair value for rate
purposes may be based largely on actual cost or on repro-
duction cost or on a composite of actual cost and reproduc-
tion cost. Considerations of equity may, as to certain ele-
ments of cost, lead to the acceptance of actual cost as the
fairer basis, while as to other elements the cost of reproduc-
tion may be a better indication of present fair value for
rate purposes. Take for example the question of promo-
tion and other preliminary development costs. In a valua-
tion for rate purposes, though cost of reproduction may be
used as a general rule, it may seem more equitable to use
actual cost of promotion, that is, the necessary cost of pro-
moting the small initial plant, rather than the cost to-day of
promoting a plant of the size of the present one, may be
taken. Or, on the other hand, promotion cost may be en-
tirely excluded from a valuation for rate purposes and con-
sidered only in fixing the fair rate of return.

“This leads to a fundamental distinction” between fair
value for rate purposes and fair value for purchase, con-
demnation or taxation. The thing of real importance in a
rate case is not the fair value of the property alone or the

fair rate of return alone, but thé product of the two. This
product is the net return that the owners are to receive for
the use of their property. If the total net return is ade-
quate, it 1s immaterial, in so far at least as the justice of
the result is concerned, whether, for example, there is al-
lowed a 7 per cent return on a valuation of $1,000,000 or
a 5 per cent return on a valuation of $1,400,000, as the net
return is $70,000 in either case. In a case of condemnation
or municipal purchase, however, the valuation is final and
all important. In fixing commercial value, market value
or fair value under condemnation for the purchase of a
plant operating under a perpetual franchise, the net return
under legal or reasonable rates is often the chief determin-
ing factor. The net return is capitalized at the rate con-
sidered fair for the purpose, and the result is taken as the
fair market or commercial value. Thus, recurring to the
above illustration, a net return of $70,000 capitalized on a 5
per cent basis gives a valuation of $1,400,000. And if in
this case the present value of the physical plant has been
found to be $1,000,000, the difference, $400,000, is attrib-
uted to franchise and going value. Owing to the fact that
the rate of return ordinarily deemed reasonable in a rate
casc is in excess of the rate of capitalization that deter-
mines commercial value, the commercial value will ordinar-
ily exceed the fair value for rate purposes. One rule for
determining fair rate of return that has considerable merit
is to allow a rate of return that would be adequate at the
present time to induce investment in a new enterprise of
similar character. The state must consider the effect of its
action on new enterprises as well as merely seeing that the
property of the present owner is not confiscated. In doing
so a going value is created for purposes of sale.

VALUES FOR RATE-MAKING PURPOSES AND FOR TAXATION

“If it is decided that a public utility should be taxed on
its total value as a going concern—that is, its commercial,
market or sale value—then franchise and going value will
be included. 11, on the other hand, the public-utility plant
is to be taxed precisely as other real estate, the cost of re-
production less depreciation will be the basis. There is no
inherent inconsistency in using one method of valuation
for tax purposes and another method for rate purposes.
The tax, by whatever method assessed, is considered an
operating expense in fixing rates, and is therefore borne
by the user of the service wherever rates of charge are
strictly regulated. Methods of ad valorem taxation must
be worked out with an eye single to what is just and prac-
ticable in taxation, and methods of valuation for rate pur-
poses must be worked out with an eye single to what is
just and constitutional in rate making.

VALUE OF MISPLACED OR PARTIALLY OBSOLETE PLANT

“The misplaced or partially obsolete plant or road is the
one that causes greatest difficulty in valuations for any pur-
pose. A street railway is constructed chiefly to carry pas-
sengers to a certain terminal, but currents of travel hav-
ing changed it cannot possibly earn interest on its actual
cost. Under such conditions the plant or line as a whole
must be recognized as partially obsolete, and the best gage
of its present depreciated value will in many cases be its
fair market value. A general reduction in the rates of a
road or plant of this kind seldom comes up for official con-
sideration, but it very frequently happens in valuing any
comprehensive railroad or street-railway system for rate
purposes that there are certain lines that are partially
obsolete though the system, as a whole, is earning a profit.
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IFor such partially obsolete or partially used lines, neither
actual cost nor reproduction cost, nor reproduction cost less
existing physical depreciation, furnishes any basis for fixing
fair value for rate purposes. The value that will be most
appropriate will be a value based on the earnings of the
line as a part of the system and will thus be closely related
to market or commercial value. But though in a rate case
we can base the value of a particular part of a comprehen-
sive system on earnings or market value, we cannot base
the value of the whole system on market value, as the mar-
ket value depends on the scale of rates charged, and the
rate scale is the question at issue. The market value of
the system will depend largely on the net return that may
be earned under the rate scale allowed.

RELATION OF CAPITALIZATION TO VALUE FOR RATE-MAKING
PURPOSES

“The books of a company, kept from the start in accord-
ance with a correct accounting system, would show a cap-
ital account that would be closer to what seems a just, fair
value for rate purposes than any other single basis. But
owing, perhaps, to lack of accounts kept as above, the court
decisions have given greater weight to cost of reproduction
or cost of reproduction less depreciation than to actual cost
in determining fair value for rate purposes. Capitalization,
or the amount of stock and bonds issued (which may be a
very different amount from the book assets), might also, if
issued under strict supervision from the start, be a most
important element in fixing fair value for rate purposes.
1f the bonds, however, were issued either at a premium or
at a discount this fact would have to be taken into account.
The same may be said of stock issued at a premium. Both
brokerage and deferred interest or discount proper are a
part of the amount that the company must pay on its bor-
rowed capital. They should both be paid out of earnings
during the term of the bonds.

“An ideal system of capitalization and accounting would
assume that the stockholders contributed and dedicated a
certain amount of money for the construction, equipment
and operation of the public utility; that they added to this
contribution from time to time as capital purposes de-
manded ; that proper repairs were always made and charged
to operating expense; that no deferred maintenance was al-
lowed to creep in; that the life of each element of construc-
tion and equipment was accurately estimated and reserves
out of earnings set aside, so that as each element was worn
out or became inadequate or obsolete it could be exactly re-
placed, no more and no less, out of its respective reserve;
and that all payments made for the use of money were made
out of earnings and not in any case added to capitalization.
Let us suppose that the stockholders of this ideal system
would expect only a reasonable interest return on their in-
vestment, perhaps plus a sum to represent their service in
carrying on the public utility. In such a corporation the
capitalization shown on its books could be taken as a valua-
tion for rate making, or for capitalization in case of mer-
ger, consolidation or reorganization. It would not neces-
sarily be a valuation for taxation, condemnation, sale or
sale of securities, The process of rate making would be the
adjustment of rates from time to time so that they would
yield a fair return to the investors. The valuation for
taxation, condemnation, sale or sale of securities might
be either more or less, according to supply and demand
and the various causes that produce fluctuations in price.
The ideal conditions of our illustration can probably never
be realized either on the corporation or the governmental
side. No human prescience can fix the time when construc-
tion or equipment will become obsolete or inadequate.
Even the period of normal wear is at best a good guess, for
wear is never uniform and materials always will vary in
quality. Consequently the valuation for rate making and
the capitalization and hook value will tend to differ.

CONCLUSION

“We have said enough perhaps to indicate that valuation
for any purpose is a very complicated matter, but that
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“and. G. McD. Hampton, South Carolina.
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valuation Lor rate purposes is the most difficult and compli-
cated of all. We have shown, too, that the term value is
meaningless unless made with reference to some particu-
lar purpose, and that any attempt to find a common single
basis of valuation is futile.

“We wish to acknowledge, with thanks, the assistance
of R. H. Whitten, librarian of the Public Service Commis-
sion of the First New York District, in the framing of this
report.”

The members of the committee who signed the report are
as follows: Edward M. Bassett, New York, chairman;
John T. McClure, Indiana; Clyde B. Aitchison, Oregon,
Mr. Hampton
added to the report that he believed in arriving at a fair
and just valuation of railroad properties, and that to this
end the net earnings of such railroads should be taken into
consideration.  John C. Lawrence, of Washington, dis-
sented from the opinions expressed in the report.

RAILWAY CAPITALIZATION

A report of the committee on railway capitalization was
presented at the annual meeting of the National Associa-
tion of Railway Commissioners held in Washington, D. C.,
on Oct. 10 to 13. An abstract of the report follows:

REGULATIONS IN DIFFERENT STATES

“The regulation of the issuance and sale of railway stock

and bonds and other forms of railway securities has been

practised in Massachusetts and New York during many

yvears. Wisconsin provides in its statutes for such regulation
by its Railroad Commission, and several other states have
undertaken the task. lLatterly the statutes of various states
have been amended, with a view to rendering more precise
and effective the restrictive legislation in those states upon
this subject. For a long period Massachusetts has under-
taken to place regulating restrictions upon railway capitali-
zation. In that state much of the pioneer work in the
development of this class of regulation has been done.
Regulation of railway capitalization by the states is ex-
tending and becoming a fixed part of effective schemes
of governmental railway supervision.

“It has not been practicable for the committee to com-
pare the work of the state commissions as relating to regu-
lation of railway capitalization issues, but it is important
that such labor of comparing statutes, extensive though it
be, should be undertaken by a committee of the association
at an early day, so that it may be definitely stated how far
uniformity has progressed, and conclusion be reached as
to the extent that greater uniformity is desirable. The
committee on this subject should also take under considera-
tion the practical necessity of uniform treatment by two or
more state commissions of a stock or bond application
presented by a carrier operating in each state. These ap-
plications have hitherto been given like determination in
Massachusetts and New York as to lines operated in both
states. This is not a matter of great difficulty, since the
principles underlying the regulations are simple in the
main and the object to be attained is the prevention of im-

~ proper charges against the property.

INTEREST OF PUBLIC IN REGULATIONS FOR ISSUE OF SECURITIES

“In the issuance of these railway securities primarily the
public is concerned in that they shall be sold for their full
value and the proceeds applied to the construction or im-
provement of railway property. Secondarily, but in an im-
portant degree, the general public has strong interest in
the proportion of stock to bonds and in the improvement of
railway properties without unnecessary additions to the
bond interest or fixed charge account. Unnecessary addi-
tions to the carrier’s debt account impose limitations upon
the ability of the carrier to keep up or improve its service
and directly charge the revenues of the carrier which are
derived from the carrying of passengers and property. [t
is not difficult to see how the existence of heavy debt
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burdens impels railway H]«lll'l‘)Crb to seek in every pmctlcal
\vay to increase rates.

“The owners of railway! stock and the owners of railway
mortgage securities have direct interest in the prevention
of unnecessary additions to bond and other general debt
accounts. \Whatever increases the equity of shareholders
serves their interest. and whatever adds to the property
value without increasing the debt renders more secure the
imvestment of the bondholder. Nevertheless, the history
of our railroads bristles with financial transactions inimical
to the mterests of the owners and creditors of these great
properties. The interests of stockholders and bondholders
and of the people as compulsory customers of the railways
have not been, in the absence of governmental regulation,
protected m any reasonable degree. That such regulation
1s indispensable to the conservation of the true interests
of the corporation, its sharcholders and creditors, and
the interests of the general public. is fast coming into gen-
eral recognition.

REGULATION IN NEW YORK STATE

"Regulation of railway corporations in New York in re-
spect to capitalization may be referred to briefly. IFor
many years the State has had upon its statute books a law
prohibiting the issuance of stock or bonds except for
money, property or labor performed. The law was a mere
form, and its prohibitions were ¢vaded with ease and im-
punity. In 19o7 the public-service commissions law was
enacted, providing for full investigation and restriction by
the commission of the i1ssuance and sale of stock, honds,
notes and other evidences of indebtedness for certain speci-
fied purposes, namely, acquisition of property: completion,
extension or improvement of facilities; improvement or
maintenance of the service, or discharge or lawful refund-
ing of obhgations. To this was added in 1910 a provision
permitting reimbursement of the carrier’s treasury for
moneys expended from income during five years preceding
for any of such purposes. except maintenance of
and except replacements.

“Under the law as it has been interpreted by the com-
mission and courts of the State, replacements are not per-
mitted to be capitalized. Under the most exceptional con-
ditions and for very short terms an order may
cover a temporary financial exigency. The minimum price
at which bonds or other evidences of debt may be sold is
specified 1 each order. and all stock must be issued upon
the basis of par value. The policy of the commission in
respect of new companies authorized to build a railroad is
to make such allowance for preliminary work and for
organization as n each case seems reasonable. This justly
takes the place of the former extravagant absorption of
stock and sometimes of bonds for the purpose of satisfy-
ing individual claims for promotion services. The com-
mission allows full and even ample compensation for such
services as may be shown in each case. This fully recog-
nizes valid claims but prevents exploitation of the corpora-
tion.

“These statutory provisions and their administration are
referred to generally as an example of regulation for capi-
talization that is working well and without creating hard-
ship upon the carriers. The important results are that the
full money value, or as nearly as that may be estimated. is
obtained for railway bonds and railway notes. All stock
issued under the law represents a full par value return.
the proceeds are applied to proper corporate purposes, and
fixed capital accounts of the companies, which represent a
statement of the cost value of the property, are growing
more and more to be mathematical statements instead of
estimates of value designed frequently to swell the asset
side of general halance statements.

EFFECT OF PROPER REGULATION OF CAPITALIZATION

“The proper regulation of railway capitalization avoids
determination as to the propriety of proposed improvements
or betterments or the extension of lines by new construc-

service

1ssue to
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tion, and in general those matters of earporate policy which
should be left undisturbed in the Judgment of the com-
pany's board of directors. Omn the other hand, such regu-
lation to be effective does necessarily include prevention of
the capitalization of replacements and any other part of
operating expenses or any of the interest charges. While
emergency measures must be recognized, and at times
heroic steps to save a company from insolvency should be
sanctioned, they constitute rare exceptions to be treated
on their merits with a full view as to the company’s ability
shortly to recover from the financial embarrassment so
presented. The duty of a railroad company to refrain from
producing “water' in its capitalization is so thoroughly rec-
ognized that the terms ‘prevention of fraud’ and ‘prevention
of waste’ in the issuance and sale of stock, bonds and other
evidences of debt and use of the proceeds may be taken as
the underlying purposes of the exercise of governmental
power in respect of railway securities. Such recognition
has been reached through the exposition of repeated mis-
takes on the part of railway managers in the past, decisions
of courts, frequent agitations resulting in expressions of
public opinion, the concurrence of wise railway officials
and of financiers, and latterly the successful operation and
administration of restrictive laws in the states.

“In the operation of such laws it has been demonstrated
that, after all, fiinancial arrangements can be made as they
were before, while the purchase price of new security issues
is increased greatly by the knowledge of investors that the
corporate purposes to which the proceeds of the securities
are to be applied have been subjected to an impartial gov-
ernment investigation and have been found to call for ex-
penditure of the money involved. Those only who have
interest in charging the debt securities of railroads with
extortionate selling discounts or in serving other personal
ends opposed to the welfare of the corporation are to be
counted as opposed to reasonable restrictions upon the
issuance of such securities.

RELATIVE EFFECT OF THE ISSUE OF STOCK AND BONDS

‘A practice followed by a great number of carriers in
the past and at the present time is to issue bonds for all,
or practically all, betterments and improvements. Tt is
clear that starting with a stated amount of stock and a
stated amount of bonds and constantly increasing the
bonded debt as the necessity for capital expenditure arises
does not operate at any time to increase the value of the
<hareholders’ equity. Tt does operate to increase the fixed
charges. After long operation a railroad company should
be able to decrease rather than increase its mortgage debt.
or at least be paying a substantial percentage of the cost
of betterments and improvements from the income without
issuing bonds to cover such percentage of betterment or
improvement cost. It should do this while at the same time
accumulating a surplus which it keeps available for use in
times of sparse traffic offerings. This is no more than
ordinary business prudence should dictate and a course that
is pursued by prosperous business corporations. The ever-
swelling fixed charge, except as met by increased traffic
returns, tends constantly to diminish net corporate income.
It prevents or diminishes the return to stockholders and
is well calculated to destroy in the end the value of the
<hareholders’ equity in the property. By that course the
reproduction value of the property may be increased, but
the net earning capacity of the property may be decreased.
The real test of the commercial value of a railroad property
1s found in its net earnings.

“The practice of capitalizing all improvements and bet-
terments has been followed in Great Britain to such extent
as to awaken serious apprehension for the continued pros-
perous operation of various companies and fear that gov-
ernmental aid may be necessary in the not distant future.
It is encouraging to note that banking interests are not
oblivious to the situation and that in the case of many
smaller companies they have insisted that new mortgages
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shall contain a clause that future improvements and better-
ments shall not be made from mortgage bonds beyond a
stated per cent of their cost. A similar safeguard might
well be inserted in the mortgages of all companies and the
influence of financiers be directed upon boards of directors
to the end that some fair percentage of the cost of im-
provements and betterments shall always Dbe paid from
income without subsequent capitalization.

If the railroad companies of this country had been sub-
jected to reasonable regulation of their capitalization dur-
ing all of the past five or six decades, Black FFridays would
rarely appear upon the pages of financial history and sud-
den receiverships of railroad corporations with makeshift
reorganizations would not constitute frequent blots upon
the record of our greatest of business industries. \With
such sane regulation and common bhusiness prudence in
railroad affairs, is it not altogether probable that rates
scheduled upon a low basis with reference to actual trans-
portation conditions would have remained low and the vio-
lent disruption of rate adjustments due to asserted necessity
for increased revenues would rarely have occurred?

FEDERAL AND STATE REGULATION

“As all are doubtless advised, federal regulation of rail-
way capitalization has been proposed and is now under con-
sideration. State commissions are not necessarily opposed
to a policy of federal regulation on this subject. The in-
terests of the states are concerned chiefly in the preserva-
tion of state authority over corporations which must be or-
ganized under state laws. All questions as to the exercise
of state and federal authority in matters of railway capi-
talization must be deferred for consideration pending the
actual proposals for federal supervision which may be
announced.”

The members of the committee who made the report were
as follpws : Martin S. Decker, New York, chairman; O. P,
Gothlin, Ohio; James M. Ambler, Maryland; Charles A.
Prouty, Interstate Commerce Commission; H. T. Clark,
Jr., Nebraska; C. 1. Glasgow, Michigan, and Robert R.
Prentis, Virginia.

&

IMPROVEMENTS OF THE INTERNATIONAL RAILWAY OF
BUFFALO

The International Railway of Buffalo is reconstructing
bioo ft. of double track on Main Street, which is the
principal thoroughfare in the city. Fight inches of crushed
stone are placed under treated ties. which are spaced 2 ft.
apart. A 124-lb., 9 in.,, open-hearth girder rail. section
124-432 of the Lorain Steel Company, is used. Tie plates
and screw spikes are used and, at distances of 3 ft., tie
rods. Concrete filling is employed between the ties and
Medina sandstone blocks have been adopted for the paving.
In the reconstruction a great deal of special work located
in places where it was not in constant use, as at switches
for emergency purposes, has been replaced by unbroken
main-line frogs and switches of the \Wharton type.

One of the principal changes affecting the movement of
traffic which has been made hy the International Railway is
the rerouting of the Elmwood and [Hoyt lines, two of the
heaviest lines of residential traffic in the city. These lines
were formerly operated on Main Street in the central busi-
ness district and their transfer has relieved materially the
congestion of traffic on that thoroughfare. The opening
of a new street by the city permitted the company to route
the two lines on Franklin Street. which is two blocks from
Main Street. .

L’Industric Electrique for Oct. 1o, 1911, contains an illus-
trated description of the single-phase traction system of
the Haute-Vienne district in France. The total length of
the lines is 345 km (207 milés) and comprises four lines,
all starting from Limoges. Use is made of single-phase
current at 10,000 volts supplied from two stations.
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THE HUMANE SIDE OF ACCIDENT WORK

BY F. W. JOIINSON, SUPERINTENDENT OF BUREAU FOR PREVEN -
TION OF ACCIDENTS, PHILADELPHIA RAPTD TRANSIT
COMPANY

Of the many complex problems presented by modern elec-
tric railroading, none offers wider scope for discussion or
greater latitude for the exercise of genius by minds of a
practical turn than does that portion of it which has to do
with its resultant casualties. It is inevitable that in all
manner of human progress there must be an expenditure or
sacrifice of one character or another commensurate with
Whether the cost so in
curred will be excessive necessarily depends primarily upon
the peculiar circumstances surrounding cach individual
effort. i

The present age, admittedly intensely practical, experi-
ences difficulty in viewing a business proposition from any
standpoint other than that of pure commercialism. Appeals
to the higher emotions invariably are looked upon as evi-
dences of weakness or of sentimentality, and therefore de-
serving of no special consideration in business. Selfishness,
unfortunately, all too often seems to form the keystone of
the standard of ethics consciously or unconsciously adopted
by many who have achieved success in commerce.

\Whatever may be one's views upon such matters, it is
pertinent to inquire whether such standards may justly be
mvoked when one is charged with a high moral responsi-
bility : when the physical well-being, nay the very existence,
of another may rest in the balance. Can one consistently
take into consideration only the legal aspects of so great a
responsibility 7 Are we, as public servants, entirely fulfill-
g our duty toward humanity when we merely apportion a
certain stipulated sum of money as recompense for the tak-
ing of a life or the infliction of severe personal injuries,
when by the exercise of greater diligence we might have
avoided entirely this loss to society? 1t is one thing to con-
sider such matters as abstract problems. It is quite another
to look upon them as concrete examples of our own short-
comings.

ITS APPLICATION TO ELECTRIC RAILWAYS

[ know of no public movement which arouses within one
a truer appreciation of our real duty toward others than
does this. There can be no greater responsibility placed
vpon us than that of being intrusted with the lives and
safety of our fellow beings. \Whether we are proving our-
selves worthy of this stewardship can Dbest he answered by
an appeal to our innermost conscience. | recall a case in
point which occurred some years ago and will serve to make
plain the principle involved. A carpenter, in very moderatc
circumstances, had fallen asleep upon the track at night.
while in an intoxicated condition, and shortly thereafter
had been struck and killed by a passing car. The accident
clearly was of an unavoidable character, and so far as |1
can recall, no claim for damages ever was presented by his
heirs. The matter subsequently attracted the attention of
an executive. Actuated solely by humane impulses of a
high order, he forthwith ordered the cars of this particular
line to be equipped with headlights of a more powerful
tvpe, as a means of preventing the recurrence of similar
mishaps, irrespective of any question of legal responsibility.

Ome can arrive at a proper appreciation of this kindliness
of heart only by considering it in conjunction with other
incidents of a like naturc. Comparisons arc odious only
in so far as they reflect adversely upon ourselves, and it
is but natural that we should disapprove in others what
we may at times condone in ourselves.  Suffice to say. the
nioral obligations involved in the conduct of our daily
affairs are not always so clearly recognized as in this in-
stance, nor always obeyed ceven when so recognized.

[ cannot but look upon the man who responds to these
nobler emotions, more particularly when endowed with a
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special responsibility, as a public benefactor. His part in
the general scheme may be ever so insignificant, yet if he is
laboring genuinely and sincerely 1n the interest of safety for

his fellows, he cannot but inspire confidence and arouse

admiration. If his contemporaries are of insufficient depth
of mind to appreciate his true worth, it is their misfortune
and not his. The better qualities in our lives are bound to
prevail, the less worthy to sink into oblivion.

AVOIDABLE ACCIDENTS

The ultimate results of serious mishaps oftentimes are
so far-reaching in their effects as to seem almost incredible.
[ once knew of a single case which permanently changed
for the worse the entire course of several persons’ lives.
Instances wherein a person’s subsequent usefulness, either
to himself or to others, has been seriously impaired or even
destroyed are of too frequent occurrence to justify mention.
Many of these injuries arise out of what are commonly
termed “avoidable accidents,” and in this sense they in-
stantly become of vital importance to our subject. Avoid-
able accidents may be either liability or non-liability in
character, serious or otherwise in consequences, costly or
inexpensive in results, and they may occur through the
negligence of either the plaintiff or the defendant. The
term is a most liberal one, and its field of activity to one
engaged 1 accident work is proportionately broad.

It 1s not to be inferred that 1 advocate the exercise of
this compassion along impracticable lines or to fantastic
lengths. It is neither to be expected nor desired that one
shall take up with every new safety device which may be
perfected or with every new theory which may be exploited.
Such a course would shortly defeat its own ends. There is,
however, middle ground upon which one may safely tread
and which is not difficult of ascertainment if only one
sincerely and conscientiously seeks it.

CAUSES OF AVOIDABLE ACCIDENTS

Many causes doubtless contribute to permit of the con-
tinued existence of a condition which makes possible the
constant recurrence, without serious opposition. of severe
mishaps of an avoidable character. We shall eliminate most
of these for the moment and consider only such as have a
more or less direct bearing upon our immediate subject.
These may briefly be summarized under the following
captions :

“Indolence.” A disinclination to act, not openly admitted
or even recognized in some instances, but constituting never-
theless a very real obstacle to the successful development of
our subject. It does not necessarily extend to nor impair
activities in other directions.

“Inherited acquiescence.”” The acceptance, consciously
or unconsciously, of the erroneous impression that “acci-
dents are a part of the business,” and something, therefore,
to be looked upon with feelings akin to complacency. “In-
herited,” because of its intimate connection with the sub-
ject of railroading in past years.

“Skepticism.” A natural aversion to anything new in
railroading and especially to prevention-of-accident work.
Usually encountered in representatives of the old school,
50 to speak.

“Talse economy.” The apparent inability to realize that
good business principles are just as applicable to this phase
of railroading as to any other. It requires the expenditure
of money to make money, and inversely. in accident work,
to save money.

The precise application of these citations may at first
seem somewhat obscure until it be known that these factors
have in the past militated strongly against the successful
introduction into railway accident work of the broad prin-
ciples of humanitarianism. Obstacles such as these may
not be swept aside in a day; greater forces will eventually
be brought to bear upon a subject of such vital import to
society; the march of human events is irresistible, however,
and it is not given to any individual long to stay its progress
or to retard its ultimate destinies.
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INDIFFERENCE CHANGED TO REALIZATION

I have often remarked the seeming indifference with
which many successful men of affairs will regard an ap-
parently abstract theorem until suddenly some striking
incident arises which instantly gives concrete, definite ex-
istence to that which formerly had appealed to them only
as a vague, intangible possibility of the future.” Of incalcu-
lable assistance is this to the development of advanced
accident work in the electric railway field. A simple illus-
tration will suffice: )

A prominent operating official of an interurban property
had never devoted any especial thought to the accident
situation upon his lines other than in so far as it directly
affected his receipts and expenditures. His interest in the
subject was purely a commercial one, and in this respect he
differed in no essential degree from many others similarly
situated. One evening, quite unexpectedly, he chanced to
be an eye-witness to a most distressing fatality which might
have been entirely avoided through the instrumentality of
certain reasonable changes in operating conditions at this
particular point. Not only were these changes immediately
effected but other situations of like nature received similar
consideration.

Almost against his will, and probably without realizing
the fundamental changes in his very nature, that official
forthwith became a humanitarian of a practical type.
LEqually serious accidents, almost identical in character, had
produced no such startling effect upon him in past years.
That the impression received that night was not of a pass-
ing nature has since been well demonstrated by the ceaseless
vigilance with which he now scrutinizes every such detail
of his management.

Can we say that such a man isn’t bigger and broader and
better in his acknowledgment of human impulses? Can
we consistently compare with him the man who, under
similar circumstances, considers only the financial or legal
possibilities involved? Can we justly characterize such a
man as being sentimental or emotional or impractical,
because his dominating consideration is that of safety for
the traveling public of which even the very members of
our own immediate families form a part? Is he the less
valuable to his employers and to the general public because
lie possesses sufficient wisdom to recognize the existence of
a very real community of interests between the two?

There comes to mind a tragic occurrence which happened
many years ago, when advanced accident work was more
or less of an unknown quantity, and has ever since appealed
to me most strongly. An established rule of the company
concerned prescribed that motormen should pass standing
cars, on double track, at a very slow rate of speed. Late
one afternoon a comparatively new motorman thought-
lessly disregarded this regulation as he approached a stand-
ing car. An instant later a small child darted out from
behind the stationary car, and to his horror he recognized
his own daughter. Had the dramatic intensity of that
tragedy been strikingly portrayed at the time to all motor-
men throughout that system, it could not but have proved’
a most powerful agent for good. But, unfortunately, there
was lacking within the management the requisite germ of
humaneness, for its officials concerned themselves almost
exclusively with  the examination of the probable legal
principles involved. In other words, the commercial in-
stinct predominated over the humanistic.

The really ideal combination in accident work comprises
a happy blending of the practical with the humane, each
enhancing the value of the other, and both contributing to
the common good. The true significance of this will in
time appeal to us with ever increasing force as the various
stages of its irresistible development unfold.

&

In Accident Bulletin ‘No. 40 the Interstate Commerce
Commission reports 410 persons killed and 3264 injured on
electric lines doing an interstate business.
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Assoclation Committee

on Standards

Eight Proposed Standards and Three Recommended  Practices Submitted to the Committee for Approval Before Being

Sent Out to Member Companies for Adoption by Letter Ballot Were Considered in Detail

r

I'he Proposed

Standards Were Approved, but the Proposed Recommended Practices Were Rejected and Will

Not Go to letter

Ballot—Manufacturers Were

Called in to Discuss the

Specifications for Heat-Treated Axles

The committee on standards of the American Electric
Railway Engineering Association held a meeting in New
York City on Nov. 6 and 7 to discuss the proposed standards
and recommended practices submitted by the various stand-
ing committees and approved at the convention held in
Atlantic City last month. Under the new rules of pro-
cedure which were adopted at, the last convention the com-
mittee on standards is continued in office until a new com-
mittee is appointed. It is necessary under these rules for
the committee on standards to pass on all proposed stand-
ards and recommended practices approved by the conven-
tion but not previously passed on by the committee on
standards. Eight proposed standards and three proposed
recommended practices were discussed by the committee
at this meeting. The following members of the committee
were present: Paul Winsor, Boston, Mass. (chairman);
M. H. Bronsdon, Providence, R. I.; J. H. Hanna, Wash-
ington, D. C.; H. H. Adams, New York; M. V. Ayres,
Nyack, N. Y.; J. M. Larned, Pittsburgh, Pa.; Martin
Schreiber, Newark, N. J.; A. F. Hovey, New York; E. R.
Hill, New York, and E. B. Katté, New York. Two mem-
bers of the committee, F. G. Simmons, Milwaukee, and
L. T. Crecilius, Cleveland, Ohio, were unable to be present.
Charles Hewitt, Philadelphia, also was not present as he
has resigned from the committee owing to his company’s
withdrawal from membership in the American association.

Secretary Litchfield first read the new rules of procedure
for the committee on standards. Mr. Winsor pointed out
that the committee on standards was not empowered to
amend in any way the proposed standards submitted to it;
it could only approve or disapprove. In the latter event
the proposed standard would not be submitted to member
companies for letter ballot and the subject would have to
go over for at least one year. He requested that in order
to save time the discussion be confined to the desirability
of approving or disapproving the proposed standards as
submitted.

SPECIFICATIONS FOR CABLES AND SECTIONS OF TROLLEY WIRE

The first proposed standard discussed was the specifica-
tions for high-tension, three-conductor, paper-insulated,
lead-covered cable, submitted by the committee on power
distribution. The specifications were considered paragraph
by paragraph. There was some discussion as to the inter-
pretation of the first paragraph under “Insulation.” The
committee on power distribution amended this paragraph
on the floor of the convention in order to make it clear
that the thickness of the paper insulation should be deter-
mined by multiplying the thickness of a single layer of
paper by the number of layers and not by measuring the
thickness of the insulation, including the gum filler, as it
was laid on the cable. On motion, the specifications for
high-tension cables as submitted were approved by a unani-
mous vote of those present. After the vote was taken it
was suggested that the attention of next year's committee
on power distribution be called to the possible ambiguity
of the first paragraph under the heading of “Insulation.”

The specifications for single-conductor, paper-insulated,
lead-covered cable for 1200-volt circuits were considered
next. There was only short discussion of these specifica-

tions, and they were approved by unanimous vote of those
present.

The proposed standard sections for grooved trolley wire
of sizes other than No. 0000 were approved by unanimous
vote of those present.

SPECIFICATIONS FOR OVERHEAD CROSSINGS

The specifications for overhead crossings of electric light
and power lines were then taken up. Mr. Katté, who is
also a member of the committee on electricity of the
American Railway Engineering Association, said that
these specifications had not yet been approved by ecither the
American Railway Association or the American Railway
Engineering Association. The steam railroads had raised
a number of objections to them. Among these objections
Mr. Katté mentioned the following:

Section 13. The clearance hetween conductors carry-
ing current not exceeding 10,000 volts should be g in.;_that
between conductors carrying current exceeding 10,000 volts
but not exceeding 14,000 volts should be 12 in.

Section 18.  Strong objection was made to the use of
ungrounded guy wires, and the addition of the words “pro-
vided guys are not grounded to permanently damp earth”
after cach sentence was suggested.

Section 27. The wind pressure assumed in calculating
the loads on the conductors should be 12 1b. per square foot
instead of 8 Ib.

Section 30. The wind loads assumed in the design of the
poles and towers should be 18 1b. per square foot instead of
13 b,

Section 49. The species of timber which may be used
for wooden poles should be specified definitely.

Section 51. Open-hearth steel should be definitely speci-
fied for use in steel structures.

Section 55. The ratio of length of compression members
to least radius of gyration should be reduced so as to
prevent weak and flimsy structures from being used.

The members of the committee were impressed with the
inportance of the objections raised by Mr. Katté, but it
was not believed that the objections warranted holding up
the adoption of the specifications for another year. \When
the vote was taken Mr. Katté was the only member of the
committee who was opposed to approving the specifications
as submitted. He agreed to incorporate his objections in
a minority report, and a motion was then passed that a
recommendation be made to the executive committee to
incorporate this minority report together with a majority
report in the letter ballot to be sent out. Another motion
was carried that a recommendation be made to the executive
committee requesting it to instruct the committee on power
distribution to keep in touch with the disposition of these
specifications by the American Railway Association and the
American Railway Ingineering Association during the
coming year so that such amendments to the specifications
may be drafted and approved next year as will meet the
objections of the steam railroads to the specifications as
they now stand.

SPECIFICATIONS FOR NO. 00 COPPER TROLLEY WIRE

The next subject considered was the specifications for

No. oo round hard-drawn copper trolley wire. Secretary
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Litchfield pointed out the ditference between these specifi-
cations and those recently adopred by the American So-
ciety for Testing Materials. The principal difference in
the two specifications was that the Engincering associa-
tion specification required a torsion test whereas the
American Society for Testing Materials specification did
not. Mr. Winsor and Mr. Hovey spoke in favor of the
torsion test, as they believed this test would disclose de-
fects in the wire which could not be discovered hy any of
the other tests to which the wire might be subjected.

To ascertain the reasons for omitting the torsion test in
the American Society for Testing Materials specification,
Mr. Gray, of J. Gi. White & Company, who was a member
of the committee of that society which drew up the specifi-
cations, was asked to explain the reasons why this action
had been taken. Mr. Gray said that the committee of the
American Society for Testing Materials originally began
its work by preparing specifications for all sizes of hard-
drawn copper wire. Trolley wire came under this classifi-
cation, but the specifications were not meant to cover that
class of wire only. 1lis experience had been that the
torsion test was easily affected by many conditions which
it was impossible to control, particularly in the case of the
smaller sizes of wire. For this reason the committee of
which he was a member did not believe it was a very re-
hable test. IHowever, he thought that there was no ques-
tion about its value in detecting certain kinds of defects
in trolley wire, and he had irequently purchased trollex
wire under specifications requiring such tests. On motion
the specifications as submitted were unanimously approved
as standard.

SPECIFICATIONS HEAT-TREATED ANLES

On Tuesday morning at 1o0:30 the committee met by ap-
pointiment representatives of the Carnegie Steel Company.
the Midvale Steel Company, the Standard Steel Works.
Gulick-Henderson & Company, the Pennsylvania Inspection
Bureau and the Jones & Laughlin Steel Company. The
subject for discussion was the specifications for heat-
treated shafts and similar parts. The specifications were
read and discussed paragraph by paragraph.

Mr. Gulick thought that the amount of discard should he
definitely stated.  1le suggested a minimum limit of 23
per cent. This could be obtained at all mills making hlooms
for axles. [Ile favored inspection of the blooms as they
were produced from the ingots. :

Mr. Barba, Midvale Steel Company, said that a require-
ment of 25 per cent discard would be entirely acceptable to
his company, but he did not believe it would produce the
desired results.

FOR

[t was possible to discard 235 per cent on
some blooms and still have segregation.

In "a written communication Mr. Replogle, Cambria
Steel Company, suggested that the chenucal composition
be changed so as to make the matimum phosphorus o0.04
per cent for steel made by the acid process and 0.02 per
cent for steel made by the basic process. NMr. Winsor
asked if steel made by the acid process containing 0.05 per
cent phosphorus was better than steel made by the basic
process but containing the same percentage of phosphorus.

Mr. Barba said that all steel for axles should he low in
phosphorus.  The basic process of manufacture tended to
reduce the amount of phosphorus in the steel. In order to
get as low as 0.05 per cent phosphorus in acid steel, care-
ful sclection must he made of the materials. Referring to
the chemical composition required by these specifications
he thought it would be impossible to make steel having a
chemical composition with the maximum values permitted
by the specification and at the same time meet the physical
tests required. The manufacturers did not object to the
physical tests imposed by these specifications, as they were
being met every day in practice.

Mr. Gulick called attention to the requirement that the
elastic limit should be determined by an extensometer. Ile
thonght an elastic limit of 30.000 1b. measured in this way
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was easily equivalent to an elastic limit of 58,000 Ib. meas-
ured by the drop of the beam.

Attention was called to the possibility of interpreting
Paragraph 6 to mean that a test should be taken from
every ten axles or every 1oo axles. The treating-plant
heat referred to in this paragraph included at least two
processes, in one of which the axles were handled in lots
of ten, and in the other in lots of 100. The intention of
the specification was that the test should be made from
every ten axles in a heat.

. R. Phillips, Pittsburgh Railways, wrote a letter calling
attention to the fact that the methods of heat treatment of
different manufacturers were widely different, and he
thought that the exact method of heat treatment should
be specified. The consensus of opinion of those present
at the meeting was against this conclusion, as it was be-
lieved that the details of the treatment should be left to each
manufacturer.

After a vote of thanks had been given to the representa-
tives of the manufacturers, a motion was made and car-
ried that the specification be approved for adoption as
standard.  The vote was unanimously 'in favor of adoption.

Mr. Schreiber then moved that the executive committee
be requested to refer these specifications to the proper
standing committee during the coming year, with instruc-
tions to keep in touch with the action of the American
Society for Testing Materials, and to call the attention of
the standing committee to the fact that the following points
were raised in the discussion:

(1) The possibility of reducing phosphorus and sulphur
m the steel. :

(2) The desirability of defining a standard for extenso-
meters to be used in determining the elastic limit.

(3) The desirability of designating precisely the number
of axles represented by one treating-plant heat,

(4) The desirability of describing more exactly the
round-edge mandrel used for making cold-bend tests.

(3) The necessity of limiting the number of times that
steel may be re-treated if it fails to meet the requirements.

THIRD-RAIL CLEARANCES v

The third-rail clearances and the definitions of third-rail
gage and bond, submitted by the committee on heavy elec-
tric traction, were unanimously approved.

ACTION ON RECOMMENDED PRACTICES

The three proposed recommended practices submitted for
approval included the location of automatic train stops.
code of instructions to employvees for fire protection, and
book of rules and regulations for the government of em-
plovees of the way department.

Mr. Hill moved that in view of the fact that the American
Railway Association and the American Railway Engineer-
ing Association had appointed committees to study the
location of automatic train stops this subject be referred
back to the committee on heavy electric traction, with in-
structions to confer further with the committees of those
two associations,  The motion was unanimously carried.

AMr. Adams opposed the adoption of the rules of instruc-
tions to employees for fire protection. He thought that
the indorsement of the association in convention was suf-
ficient in cases of this kind. and that it was not necessary
or desirable to adopt such rules as recommended practices.
On motion the committee on standards indorsed these in-
structions. but did not approve them for adoption as recom-
mended practice.  The same objections were raised to the
rules for the government of employees of the way depart-
ment and the same action was taken.

The meeting then adjourned.

&
A 4

Sir H. Bell. in his remarks as chairman at the annual
meeting of the Buenos Ayres Western Railway in London
an Oct. 17, stated that it was the intention of the directors
to electrify the suburban syvstem as far as Moreno, a dis-
tance of 22 miles.
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ELECTRIC EXPRESS SERVICE OF BAY STATE STREET
RAILWAY

The electric express service of the Bay State Street
Railway Company, which was extended Sept. 11 to connect
the service already established with Boston, added to the
company's shipping points the important industrial centers
of Quincy, Braintree, South Braintree, Ran-
dolph, Avon and Holbrook, as well as afford-
ing an outlet from Boston for the company’s
express service south of that city. The com-
pany now has 142 shipping points, including
those of conmecting electric express service Company’s
by other companies. Symbol

During the season the Bay State Street Railway handled

a car of peaches a day from Somerset, Mass., and Ports-"

mouth, R. 1., to the market towns in southern Massachu-
setts and to Boston. Other farm products handled were

ELBeTRy

No. 18

Latest Type of Electric Express Car

strawberries from Dighton and cranberries from the pro-
ducing centers. Industrial products from Brockton, Taun-
ton, Providence, IFall River and other manufacturing cen-
ters are being shipped largely by the Bay State's electric
service. Merchandise shipped, to Boston is landed at the

Loading Peaches from Farmer’s Auto Truck to Express Car

newly enlarged Neponset freight station on the southern
edge of the city and thence distributed by team and -auto
truck to various parts of Boston. The development of the
service during the first month of operation is very gratify-
img to the officers of the company.

&
A 4

CIRCULAR ON A. E. R. A. WORK

In a communication addressed to the associate nrembers
of the American Electric Railway Association under date
of Nov. 6, 1911, 1. C. Donecker, sccretary, announces that
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the proceedings of the recent convention are well under way
and that it is hoped to have them ready for distribution
before Jan. 1, 1912. Pamphlets containing the addresses
delivered at the recent convention ar¢ now being prepared
as part of the publicity work of the association and will
soon be ready for distribution. Attention is directed to the
need of educational work by the associate members, who
are requested to read the remarks made by President Brady
in regard to the part that associate members should take in
this campaign.

The executive committee of the association, recognizing
that associate members frequently desire to secure copies
of the proceedings of the affiliated associations, has ruled
that these volumes be sold to associate members by the
association at cost on application to the secretary.

The association is not prepared to make a definmite an-
nouncement concerning its plans for the coming year, but
hopes to address a communication shortly to the associate
members in regard to plans for still further broadening the
scope of the association. The dues of the associate mem-
bers for the year ending Sept. 30, 1912, are payable. Lven
with the increased membership, delinquencies in the matter
of dues among associate members in 1911 amounted to
only 4 per cent.

Appreciation is expressed of the increase in the at-
tendance of associate members at the various sessions at
the last convention, and of the more general participation
of associates in the discussions. The hope is expressed
that there will be no dimiution in this interest in the
future years.

&

FARE HEARING BEFORE CONNECTICUT COMMISSION

The Public Utility Commission of Connecticut has before
it for consideration the petition of residents of Manchester
for a reduction in the fare from 15 cents to 10 cents over
the line of the Connecticut Company between Hartford and
Manchester, a distance of 9.2 miles. The first hearing was
held in Hartford on Oct. 18, 1911. At this hearing it
developed that there were three 3-cent zones between Hart-
ford and Manchester. The first extended from the Hart-
ford City Hall to Burnside, a distance of 3.8 miles with a
short lap-over. The second fare zone, from Burnside to
Laurel Park, was 1.6 miles, and the.third zone, from Laurel
Park to Manchester, was 3.8 miles. On a commutation
ticket the fare was 10 cents. A transfer was given in
Hartford.

On Oet. 19 M. J. Leary, general passenger agent of the
company, gave some statistics on other fares in the State.
He said that the rate on the Manchester line was about
14 cents a mile. On the Farmington line the fare was
15 cents and the distance 9.332 miles. No transfer was
given beyond Farmington. On the South Glastonbury line
the fare was 13 cents and the distance 9.74 miles, without
transfer at the terminus. On the Branford line the fare
was 15 cents and the distance 9.6 miles. FFrom New Haven
to Derby the fare was 15 cents and the distance 9.3 miles,
but transfers were given. From New Haven to North
Haven the fare was 15 cents and the distance 8.3 miles
with a lap-over.

C. V. Wood, traffic manager of the Springfield (Mass.)
Street Railway, testified that it was not possible to charge
less than 175 cents a mile without jeopardizing the original
investment.

L. S. Storrs, vice-president of the Connecticut Company.
said at the continued hearing on Oct. 25, 1911, that it was
impossible to tell just what the receipts of the Manchester
line were, because they could not be isolated from the com-
ponent parts of the system in Hartford.

J. K. Punderford, general manager of the Connecticut
Company, said that to operate on a mileage basis would
mean the establishment of many fare stations, with stops



1034

only at the stations. Very few people were affected by
the short zone mentioned in the present instance. He said
that in 1904 the average wage of conductors and motor-
men on all the systems of the Connecticut Company was
20 cents an hour. On June 1, 1911, the average was in
excess of 25 cents an hour. Last year the company paid
the State about $3500,000 in taxes, and about $75.000 had
been paid toward a new bridge in Hartford. Street
sprinkling cost the company about $20,000 a year. The
company paid about $40,000 annually for the removal of
snow. An appropriation of $84,000 had been made to
double track the Manchester line and provide new cars. 1t
the present conditions continued Mr. Punderford saw no
way for the company to meet its obligations but to increase
its fares.

On Oct. 26 Mr. Leary testified further in regard to dis-
tances and fares on other lines in Connecticut. At this
hearing counsel for the petitioners asked to have the books
of the company produced at the hearing. The commission
took this request under advisement. Benjamin I. Spock.
counsel for the company, said that he was willing to have
the books on hand for convenience in answering any
specific question that might be asked, but he could not see
the utility of an extended investigation of the accounts of
the company, as the returns of the company were all on
file with the commission for reference.

&

STANDARD STEEL WIRE GAGE

Upon the recommendation of the Bureau of Standards,
at Washington, a number of the principal wire manufac-
turers and important consumers have agreed that it would
be well to designate the wire gage known as the \WWashburn
& Moen gage as the “steel wire gage.,” In cases where it
is necessary to distinguish it from the British standard wire
gage it may be called the “United States steel wire gage.”

The only gage for steel wire which has been recognized
in acts of Congress is the Dirmingham gage. The
Treasury Department has for many yvears used this gage in
comnection with importations of steel wire, and the adop-
tion of succeeding tariff acts with provisions for the assess-
ment of duty according to gage numbers gives legislative
sanction to the gage. Until certain provisions of the tariff
act are amended the Treasury Department probably cannot
discontinue the use of the Birmingham gage. It should,
however, be abandoned by all other users. since the gage
itself is radically defective, and it is nearly obsolete, both
in  the United States and in Great Britain, where it
originated.

For copper wires and wires of other metals the gage
universally recognized in the United States is the “Ameri-
can wire gage,” also known as the “Brown & Sharpe gage.”
No confusion should arise between the steel wire gage and
the American wire gage, because the fields covered by the

two gages are distinct and definite.

&
A4

SIMMEN SIGNALS FOR INDIANAPOLIS AND CINCINNATI

The Indianapolis & Cincinnati Traction Company,
Charles L. Henry, president, has arranged with the Simmen
Automatic Signal Company for the installation of its pro-
tective apparatus on 18 miles of this high-speed single-
phase railway. The Simmen signal system provides the
dispatcher with continuous records of not only the position
of each car in the protected territory, but also the speed at
which it is running through the blocks; also it gives the
dispatcher means for setting “proceed” and “caution” sig-
nals in the motorman’s cab. The principle of operation of
these signals has been described in this paper and was
recently outlined in the report of the joint committee on
block signals of the American Electric Railway Engineer-
ing and Transportation & Traffic associations.
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A NEW TYPE OF AIR COMPRESSOR FOR CARS

A new and improved type of air compressor for car and
locomotive brake equipments recently has been developed
by the Allis-Chalmers Company, Milwaukee, Wis. The ac-
companying illustration shows the general appearance of
the machine, which is designated by the makers as Type
AA-7. While intended primarily for brake equipments the
compressor is equally well adapted for stationary use
where moderate volumes of compressed air are required at
pressures up to 100 lb. per square inch.

The motor, in general, is very similar in design to rail-
way motors. The armature is built upon a spider so that
the shaft may be removed and replaced without rewinding.
Particular attention has been given to the design of the
brush holders and their insulation. A simple and reliable
adjustment is provided for regulating the tension of the
brush springs. This device is self-locking and the adjust-
ment cannot be lost. The motor field frame is split and,
the entire armature may be taken out by removing the
bearing caps and upper half of the field frame. The bear-!
ings are made of bronze and are of extra large size.
Herringbone gears cut from solid steel blanks are used. The:

[

gear is cut from o.40 carbon cast steel and the pinion is’

V

New Type of Air Compressor

cut from o.50 carbon bar steel, heat treated. The use of
a large pinion and coarse pitch teeth adds to the life of
the gears.

The compressor body is carefully designed to provide
ample strength where needed and at the same time to elim-
inate unnecessary weight. An opening is provided opposite
the cylinders for inspection of the crank-shaft bearings,
connecting rods, etc., and to facilitate the removal of the
pistons without removing the motor base. An improvement
in the design of the cylinder head is the absence of all pipe
connections. The suction and discharge ports in the cyl-
inder head register with ports in the compressor body
which lead to the suction and discharge pipe connections
on the top and bottom of the compressor body. The cyl-
inder head may be removed, therefore, without disturbing
the piping connections.

&

STARTING OF 20,000-KW TURBO-GENERATOR IN
NEW YORK EDISON STATION

The first of the three 20.000-kw Curtis turbo-generator
sets which are being installed by the General Electric Com-
pany in the Waterside Station No. 1 of the New York
Edison Company was placed in regular service on Nov. 3.
This is the largest turbo-generator yet built, and the three
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machines with a total capacity of 60,000 kw will displace
four reciprocating engine units with a total capacity of only
14,000 kw. The floor space occupied by one turbine unit is
297 sq. ft., whereas one of the 3500-kw engine-driven units
occupies 918 sq. ft. The dimensions of the base of the
machine are 17 ft. 6 in. x 17 it. The weight is approxi-
mately 420 tons, of which 112 tons are in the revolving
field, shaft and turbine wheels. The turbine wheels are
13 ft. in diameter, contain 7200 buckets and operate at a
normal specd of 730 r.p.m. The generator is of the four-
pole, three-phase, 25-cycle type, wound for 6600 volts.
The turbine is of the six-stage type, designed to operate on
175-1b. gage pressure, 100 deg. superheat and 1'% 1b. per
squarc inch absolute back pressure in the exhaust chamber.
The guaranteed steam consumption under these conditions
is 15 Ib. at half load, 14.4 Ib. at three-quarters load and
15 Ib. at full load. An idea of the size of the unit may be
gained from the statement that if the turbine were fully
loaded for twenty-four hours it would require about
7,200,000 lb. of steam, to generate which would necessitate
burning 4oo tons of coal in the boilers. To condense the
steam 86,000,000 gal. of water would be required, and to
cool the generator windings would require 115,000,000 cu.

ft. of air.

&
A4

RECENT DEVELOPMENTS IN OIL-SWITCH DESIGN

The motor-operated “H" type of oil switch for rupturing
large capacities was developed by the General Electric
Company at a time when the kilowatt capacity of generat-
ing units was comparatively small, the operating spceds
low and the regulation poor. The introduction of large
high-speed steam turbines has brought about a demand for
switching apparatus of high rupturing capacity. The com-
pany has therefore added the “H-6" and “H-7" types,
which are identical with other “H" switches except for
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a few details necessary to adapt them to different styles
of cell construction. Both switches carry the different
phases in separate cells, but in the “H-7" oil switch further
separation is secured by adding barriers between the brealks
of each phase,

The secondary contacts consist of a movable cylindrical
rod, which makes contact with the inner surface of four
segments of a cylinder, which are secured in position by
helical springs. This arrangement insures heavy and uni-
form contact pressure_and also automatically compensates
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for any wear of the surface of either the stationary con-
tact segments or the cylindrical contact rods. When the
arc is ruptured any resulting burning takes place on the bell
mouth of the stationary contact and the rounded tip at the
lower end of the movable contact rod. In no case is dam-
age caused to the working contact surfaces. The contacts
are self-aligning and easily renewable. Additional con-
tacts, known as primary contacts, are also provided for
current capacities above 300 amp. These serve only to
carry most of the entire current while the switch is closed.

Locking Device for H-6 Oil Switch

The movable primary contacts consist of double sets of
contact fingers made of drop-forged copper, fastened to a
movable cross-head by flat springs with copper laminations
and reinforcing springs. The tension of these springs in-
sures good contact, but does not retard the opening of the
switch. The stationary primary contacts are wedge-shaped
copper blades which are fastened to the top of the oil ves-
sel.  This construction imparts a distinct rubbing move-
ment to the contacts when they open and close.

The diameter of the oil vessels has been increased from
8 in. to 10 in. and the thickness of the steel walls has also
been increased. Another improvement consists of baffle
plates of the new design illustrated. These plates check
the movement which is imparted to the oil by the expansion
of the arc-formed gases and allow the gases to escape while
the oil itself drops back into the oil vessel.

The switch is opened and closed by compression springs.
The operating motor does not actually throw the switch, but
serves merely to compress the springs. The weight of the
movable parts of the switch is counterbalanced so that
when the switch operates the force of the compression
springs closes the contacts by throwing the lever to approx-
imately 1% in. from the opposite position, after which the
motor compresses the springs for the remainder of the dis-
tance. The operating springs are held in compression by
the main operating toggle of the switch and by a dog bear-
ing against a roller-stop which, when released, allows the
switch to operate. The main operating toggle is slightly
over center when the switch is at rest. Thus the pressure
of the dog against the roller stop is merely suthcient to
overcome the tendency of the main toggle to buckle.

A new locking mechanism has been developed to remove
the chance of trouble which might occur with the old
switches if the toggles were not properly set. Although
primarily developed for the “H-6" and “H-7" switches,
this feature will henceforward be embodied in the design
of all switches of the “IT" type. The “H" type switches
are built in current capacities up to 4ooo amp and 14,000
volts. They are also made for potentials up to 70,000 volts
and will operate satisfactorily on systems whose combined
load is not greater than 50,000 kw. In many cases, how-
ever, they can be recommended for rupturing capacities in
excess of this, depending upon the particular features of
the installation. They are supplied in two forms according
to the character of service in which they will be used. 1In
one form the poles are in parallel sets of two; in the other
the poles are arranged in tandem.
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News of Electric Railways

Progress of Negotiations for Unification in Chicago

The negotiations for the unification of the traction prop-
erties in Chicago, which were opened as a result of the
joint letter from Samuel Insuil, Henry A. Blair and Ira
M. Cobe to Mayor Harrison, as noted in the ELECTRIC
Rarnway Journan of Oct. 28, 1011, page 963, have resulted
m a number of conferences being held. At the opening
conference Gilbert E. Porter represented Mr. Insull and the
clevated railroad interests, Lennard A. Busby spoke for
Mr. Cobe and thc Chicago City Railway, and Williston Fish
represented Mr. Blair and the Chicago Railways in the ab-
scnce of W. W. Gurley. Mr. Busby read a statement from
all the companies as a basis for negotiations, but said that
later each company might desire to speak for itself. Eight
considerations were set forth by the companies as a basis
on which the problem must be worked out, as follows:

1. Universal transfers, not only between surface lines,
but also betwecn surface and elevated lines for a single
fare.

2. A subway system for the usc of both surface and ele-
vated lines in the congested downtown district.

3. Adjustment of all matters in controversy in connec-
tion with the clevated loop structurc.

4. Rapid transit service for each of the three great
divisions of the city by means of through routing over ele-
vated lines.

5. Through car servicc on both elcvated and surface
lines to bc installed from time to timc and maintained to
the extent nccessary and economically justifiable to meet
traftic conditions.

6. Yirst-class service and maintenance of the entire sys-
tem in a high state of efficiency,

7. The right on thc part or thc city or its licensee to
purchase the entirc unified system at a fixed price.

8. A division with the city of net receipts, upon a basis
to be agreed upon.

The statemcnt made by the companies follows in part:

“This statement is made on behalf of all the companies.
It is not intcnded to cover all the various phases of the
traction situation, but is limited to a brief survey of the
most important matters that will be discussed by the com-
mittec and thc representatives of the companies. To the
extent that the subjects are treated in this communication,
however, thc companies are a unit in their opinions. As to
other matters which may arise in the course of the discus
sion, the companies will speak for themselves separately.

“There has been no formal declaration on the part of the
Mayor and City Council as to changes and additions de-
sired in the present transportation facilities, but, from state-
ments appearing from time to time in the public press and
from our expericnce in the transportation business, it may
be said that an ideal transportation scheme for the city
would includc the following:

“(a) Universal transfers with a single fare.

“(b) Subway system to relieve downtown congestion.

“(¢) Adjustment of all elevated loop questions.

“(d) Rapid transit by means of through routing on all
elevated lines.

“We are of the opinion that with the ownership of the
present lines vested in the eight different companies, with
interests competitive in certain localities, and at times con-
flicting in matters of service, it is not possible to realize an
ideal system of transportation.

“It is evident therefore that in order to obtain an ideal
system unification of the present system 1s necessary.
This means physical consolidation of the properties if pos-
sible. and the operation of all lines under single franchise,
or under substantial franchises and with single ownership
and control.

“The companies are a unit in the belief that a subway
system is necessary to relieve the congestion of the surface
and elevated lines in the business district and to afford
adequate transit throughout the city. We tender the com-
mittee the companies’ operating executives in all subway
matters so far as they involve practical transportation
problems.

“These men, by virtue of their experience, the positions
that they hold, and the information in their possession, are
far morc familiar with the practical side of transportation in
Chicago than any one not engaged in the business in the
city could possibly be.

“in order that the present congestion in the downtown
terminals may be relieved, the city is proposing to con-
struct a system of subways to use in connection with the
clevated and surface lines. It is clear that material errors
in subway construction will forever impose a heavy burden
upon the traction services.

“By universal transfers we mean the right to ride in any
general direction over any surface or elevated line for a
single fare. This would involve transfers from surface
to elevated lines, in the main using the elevated lines for
long hauls and the surface lines for carriers to and dis-
tributers from the elevated lines, so that a passenger could
select the most rapid and comfortable route to his destina-
tion.

“Thc most rapid and comfortable transportation between
the three great divisions of the city can be provided best
by through routing of the elevated trains. Universal trans-
fers, subject only to restrictions necessary to prevent fraud,
would work an enormous change for the better in the
transit facilities of the city. They would bring distant
points within easy reach of each other and would encour-
age removal from the congested parts of the city to the
suburbs, where land is chegp and home surroundings are
cheerful and healthful.,”

As a result of the conference between the sub-com-
mittee of the transportation committee of the City Council
and representatives of the traction interests the following
plan of proccdure has been agreed upon:

“A commission of experts is to be selected by the city
to value the elevated properties, the basis of valuation to be
agrecd on between the committee and the elevated com-
panies; a tentative unification ordinance is to be drafted by
the railway companies with a representative of the city’s
legal department for submission to the general committee;
all subway plans will be submitted to the general commit-
tee and the subway commission; a series of public hear-
ings i1s to be held by the general committec for discussion
of all questions.”

Amendments to Detroit Municipal Ownership Act

Corporation Counsel Hally of Detroit has sent to the
committee on charter and city legislation of the Detroit
City Council several amendments to the Glinnan municipal
ownership charter amendment which had been requestcd
by that body. One of thc principal points the committee
desired to cover was the privilege of granting a franchise
to private parties in case that course became advisable.
Mr. Hally submitted the following clause:

“Nothing herein contained shall be so construed as to
prevent the city of Detroit from making a grant to private
parties in relation to a street car system on its streets.”

Another amendment provides for filling vacancies on the
board of street railway commissioners temporarily and
permanently, and still another makes it possible to con-
demn street railway property if it cannot be purchased.
This clause follows:

“Said board may purchase or lease or by appropriate
proceedings as described by law,” and in the name of the
city of Detroit, condemn all or any part of the existing
street railway property in the city of Detroit.”

Mr. Hally said that a serious legal question arises with
1espect to the language used in Section 8 of the charter
amendment, which makes it necessary for the street rail-
way commissioners to negotiate not longer than six months
and to determine in that time what steps may be taken in
condemnation proceedings. The time might be too short
to accomplish this work, as the plan and purchase price
would have to be submitted to the electors for approval.
The question that arises is whether the Legislature has
the right to limit the timc for negqtiations. after the con-
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stitution of the State has been amended to allow cities of
the size of Detroit to exercise the right of municipal own-
ership. Mr. Hally has suggested the following clause for
the charter amendment to cover this point:

“If it shall be found impossible or impracticable to pur-
chase or lease existing street railway properties or 1if it
shall be found impossible or impracticable to institute con-
demnation proceedings as aforesaid, then said board may
with the consent of the people of Detroit in the manner
prescribed by law make the necessary purchase of land,”
£tc.,

The municipal ownership committee, at a mecting on

Oct. 30, 1911, adopted a resolution to the effect that the
Common Council be informed that the committee recom-
mends that the proposition of municipal ownership be sub-
mitted to the people for approval before the proposed
street railway settlement is put to a vote.

Labor Changes on the Riverside Traction Company’s Line

An interesting development of the strike on Oct, 11, 1910,
of the employees of the Riverside Traction Company, of
Camden, N. J., occurred Oct. 27, 1911, when the local union,
which was No. 550 of the Amalgamated Association of
Street and Electric Railway Employees of America, was
dissolved. This local was formed immediately after A. Mer-
ritt Taylor was elected president of the company. ['rior to
the strike, the Riverside Traction Company had been in the
hands of a receiver for about two years, the property was
very much run down and the discipline on the road was
lax. Immediately after he assumed the management of the
company Mr. Taylor took steps to place the property in
first-class operating condition and secure efficient opera-
tion. A number of men were discharged for disregarding
the rules of the company, and the men joined the union al-
most over night. The strike lasted thirty-six hours. At its
conclusion certain of the men who were discharged were
reinstated, and a committee was formed to take up all
grievances with the officers of the company. Thereafter,
nearly every time that the committee urged the reinstate-
ment of a discharged employee the evidence presented
against him was so convincing that the committee reported
that the discharge was justified.

As a result of the improved physical condition and dis-
cipline, the business of the company began to increase very
largely, and the employees realized that their condition had
really been very greatly improved. Finally this feeling
took concrete form in the following letter dated Oct. 27,
1917, which was addressed to A. Merritt Taylor, president
of the company, and was signed by every trainman who was
a member of the local union:

“We union men, who are members of Division No. 350
of the Amalgamated Association of Street and Electric
Railway Employees of America, decided to notify you that
when you were elected president of the Riverside Traction
Company the employees of this company who did not know
you and the other officers you had appointed when you took
charge were afraid that their interests might not be prop-
erly looked after unless they worked in a body, and for this
reason they joined the union.

“You have been running the road over a year, and your
management has been so fair to your employees we have
decided there is no good reason why we need to keep the
union up, as we can depend on you to protect our interests
and deal fairly with us.

“We beg to notify you that the union on your road has
gone out of business, and we have placed our future in
your hands, because you have proved to us how fair you
are to your employees under all conditions and at all times,
and we are willing to depend entirely on your fairness with
us in the future. This i1s why we put our future interest
entirely in your safe-keeping.”

Every man who signed this letter received the following
letter in reply from Mr. Taylor:

“In reply to letter addressed to me under date of Oct. 27,
1911, signed by you and others, T shall endeavor to further
your interests in every way that T consistently can, so long
as you remain loyal in every respect to the Riverside Trac-
tion Company and conform to the rules thereof. Therefore.
the records of conduct of all employees of this company
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prior to Oct. 27, 1911, will be discarded and a new book of
records, beginning with Oct. 27, 1911, will be opened.

“I thank you for the kind expressions contained in your
letter, and I hope that your new record from Oct. 27, 1911,
on will enable me to vouch for you as a loyal and efficient
trainman, which 1 shall be glad to be able to do.

“A duplicate of this letter is being mailed to every em-
ployee who signed the letter addressed to me under date of
Oct. 27, 1911."

Changes in Organization in Milwaukee

A\ reorganization plan under which the business of The
Milwaukee Electric Railway & Light Company and of its
assuciated and controlled companies will be divided into
three main departments went into effect on that property
on Nov. 1, 1911. Heretofore the plan had been in effect
which was followed under former [President Beggs, the
twelve department managers reporting direct to the presi-
dent. Under the new system the general manager will deal
with only three men directly. They are R. . Stearns and
S. B. Way, assistant general managers, and C. N. Duffy,
comptroller.

Mr. Stearns, as assistant general manager in charge of
the railway department, will have jurisdiction over the fol-
lowing departments of The Milwaukee Electric Railway &
Light Company and Milwaukee, Light, Heat & Traction
Company: way department, building department and
drafting bureau, shop department, transportation depart-
ment and claim department.

Mr. Way, as assistant general manager in charge of the
light and power department, will have jurisdiction in the
same companies over the following departments: power
plant department, electrical department and sales depart-
ment. He will also have charge of the following companies,
whose managers will report directly to him: Milwaukee
Central Heating Company, Racine Gas Light Company,
Kenosha Gas & Electric Company, Watertown Gas & Elec-
tric Company and North Milwaukee Light & Power Com-
pany.

Mr. Duffy, as comptroller, will have jurisdiction over the
following departments of The Milwaukee Electric Railway
& Light Company and the Milwaukee Light, Heat & Trac-
tion Company: accounting department, purchasing and
stores department, printing department and advertising and
publicity department.

Several other changes in the organization have been an-
nounced. One is that Egbert Douglas, having resigned as
commercial engineer. has taken charge of the sales depart-
ment of The Milwaukee Electric Railway & Light Com-
pany, the Milwaukee Light, Heat & Traction Company and
the Milwaukee Central Heating Company, with the title of
sales manager. Another is that T. D. Crocker, while re-
taining his position as general superintendent of the Mil-
waukee Central Heating Company, has also been appointed
commercial engineer, and, as such, will be in charge of the
commercial engineering department of The Milwaukee Elec-
tric Railway & Light Company, Milwaukee Light, Heat &
Traction Company and the Milwaukee Central Heating
Company.

Operating Details in Cleveland

G. M. Dahl, street railway commissioner of Cleveland,
was in Buffalo on Nov. 1, 1911, to investigate the operation
of a fare register which he will probably recommend for
use on the cars in Cleveland.

Since the cars in Cleveland have been fitted with stoves
complaint has been made because conductors close the
rear doors of the prepayment cars. Mr. Dahl, who ordered
the doors left open during the summer in order to secure
better ventilation, has not indicated what action he will
take in this matter.

Emporia Line Opened—The Emporia (Kan.) Electric
Railway, promoted by Judge Dennis Dwyer, Dayton, Ohio,
and his associates, has been completed and placed in oper-
ation.

United Railroads to Appeal Geary Street Case.—The
United Railroads, San Francisco, Cal, has announced that
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it will appeal to the Supreme Court of the United States
the decision rendered recently by the Circuit Court of Ap-
peals at San Irancisco dismissing the injunction which the
company had obtained restraining the city from proceed-
ing with the work of re-equipping the Geary Street, Park
& Ocean Railroad in Market Street west of Thirty-third
Street for municipal operation.

Ohio Tax Commission’s Authority Questioned.—The
Ohio River & Western Railroad has begun proceedings to
secure an injunction against the members of the Ohio State
Tax Commission to restrain them from certifying to the
State Auditor a tax of $6,653 against the company. The
company asserts that the law under which the commission
was created violates Sections 2 and 16 of the State Bill of
Rights, sections of the Federal Constitution relating to in-
terstate commerce and the fourteenth amendment to the
Constitution. .

Short Strike in Augusta.—A strike which lasted only a
few hours occurred among the employees of the lines of
the Augusta-Aiken Railway & Electric Company, Augusta,
Ga., in Augusta on Oct, 31, 1911. The men who went on
strike alleged that three employees had been discharged on
insufficient grounds to warrant summary dismissal. It
was agreed to submit the differences to a board of arbitra-
tion to consist of five members. This board upheld the dis-
charge of one of the men, but recommended that the other
two should be reinstated.

Employers’ Liability.—The federal joint commission on
employers’ liability and workmen’s compensation has voted
to recommend a bill to Congress at the opening of the next
session for a compensation system based upon a specified
schedule of loss of earning power due to different classes
of accident. The present idea is to have the losses deter-
mined by an administrative board of some kind, thereby
eliminating lawyers' fees as far as possible. The railroads
asked the commission to recommend only an elective or
voluntary system. Hearings are now being held in Wash-
ington before the committee.

Another New York Subway Contract Let.—A contract
for the comnstruction of another section of the Lexington
Avenue subway has been let by the Public Service Commis-
sion of the First District of New York and sent to the
Board of Estimate for its approval. The section is No. 15,
and lies just north of the Harlem River, including the begin-
ning of the two branches, the Pelham Bay branch as far as
133th Street, just east of the Alexander station, and the
Jerome Avenue branch to River Avenue and 157th Street.
The contract was awarded to the Hagerty-Drummond
Company, Philadelphia. Pa., whose bid was $3,820,120.

General Franchise Ordinance Passed in Los Angeles.—
By a unanimous vote the Council of Los Angeles, Cal., has
passed the general franchise ordinance prescribing the mode
of procedure to be followed in granting franchises. The
ordinance provides that a franchise can be awarded on the
basis of the net annual receipts; on the basis of the gross
annual receipts; for compensation in the way of reduction
of fares; for a lump sum, or for monthly or annual com-
pensation. The right is reserved to the Council to reject
any and all bids when received. The ordinance has been
approved by the Mayor and will be published in full by the
city by Dec. 1, 1911,

Pearson Syndicate Proposes Development Work in
Spain.—The Barcelona Company has been organized under
the laws of Canada with a capital of $23,000,000, and with
the head office at Toronto, to develop water power aggre-
gating over 250,000 hp and also construct hydroelectric
power plants to supply light and power to Barcelona and
the northeastern section of Spain. The company has ac-
quired one of the tramways in Barcelona and valuable
concessions for suburban railways. The syndicate that will
finance these enterprises is headed by Dr. F. S. Pearson.
Associated with him is the same group that controls the
Rio de Janeiro Tramway Light & Power Company, the
Sao Paulo Tramway Light & Power Company and the
Mexico Tramways.

Projected Electric Freight Railway.—The Nebraska Coal
Company, Rawlins, Wyo., acting as the parent company,
has had plans, estimates and surveys prepared for a rail-
road 200 miles long, to travel the lignite fields of Central
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Wyoming and provide transportation for coal from the
mines of the company; oil from the Larsen oil field; lime
and sandstone from the Rawlins Stone Company’s quarries
and ore from the hematite and nitrate deposits of the
Seminole region, as well as wool and other products of the
district. The plans include three large gas producer power
plants operating electric units, the extension of the mines
and quarries and addition of machinery. About twenty
miles of the system will be equipped for electrical opera-
tion. H. Larsen, Rawlins, Wyo., is president and general
manager, and Captain Hiram A. R. Gray, vice-president and
consulting engineer.

Proposed Panama Trip.—A trip to Panama to view the
work there is proposed by members of the American In-
stitute of Electrical Engincers. The work on the canal
has reached such an advanced stage that by May, 1912, the
authorities expect to begin flooding the Gatun ILake and
letting water into the various levels of the canal. The com-
ing winter will therefore afford the best, and also the last,
opportunity to inspect the work, as the canal will have ap-
proached completion without any part of it being under
water. The committee hopes to receive sufficient applica-
tions to cover the capacity of two ships, one from New
York and one from-:New Orleans, making a total of 176
passengers. The probable date of sailing from New York
is between Jan. 20 and 30. The round trip fare per pas-
senger not including accommodations on the Isthmus will
be $125 from New York, or $05 from New Orleans.

Investigation of Railway Values in California.—More
than fifty representatives of the various railroads of Cali-
fornia appeared at an informal conference in San Francisco
on Now. 1, 1011, called by the Railroad Commission of Cali-
fornia to discuss preliminary arrangements for an investi-
gation into the value of railway property within the State
by R. A. Thompson, engineer of the commission. As a
result of the conference the railroads promised to present
within thirty days blueprints and profiles of right-of-way,
station and terminal properties designated by the Interstate
Commcrce Commission as “useful for public purposes,”
and Mr. Thompson, acting for the State Commission,. ex-
tended the time of ninety days designated by the commiis-
sion for the submission of permanent data and records to
be retained by the board for reference. Later the railroads
will supply an inventory of the rolling stock and other
property in California.

Plans for Improving New York’s River Front Railway.—
Calvin Tomkins, commissioner of docks of New York, has
submitted to the Board of IEstimate his plans for the im-
provement of the West Side, including the elimination of the
tracks of the New York Central & Hudson River Railroad
from Eleventh Avenue. The railroad’s own proposals had
been referred to him, and in reporting them he suggests
important modifications. While providing for an increase
of the company’s facilities, he opposes the permanent ac-
quirement by the company of control of the water front.
In general the two plans are alike. The company has pro-
posed to spend $63,000,000 in increasing to six its present
two-track line from Spuyten Duyvil to the Seventy-second
Street yard, and in building an elevated road along the
marginal way from the end of its Sixtieth Street freight
vard to Cortlandt Street, on which the tracks now running
at grade along Eleventh Avenue might be placed.

State Regulation of Public Service Corporations in the
City of New York.—This is the title of a sixty-page pamph-
let prepared by James Blaine Walker, assistant secretary
of the Public Service Commission of the First District of
New York, on the work of that commission from 1907 to
1011 in supervising subways, elevated roads, street surface
roads and steam railroads, carrying 1,600,000,000 passengers
and collecting from the public $77,043,772 in a year, and
gas companies and electric companies selling $31,843,272
worth of gas and $25,382,823 worth of electricity in a year.
I[n an introductory summary Mr. Walker reviews the
changes and improvements made in the service and prop-
erty of the public service corporations in New York City
and the city’s rapid transit lines in the four years follow-
ing the creation of the Public Service Commission in 1907.
The pamphlet is subdivided under the following headings:
The Commission; Corporations Subject to Regulation;
Regulation of Transportation Lines; Street Surface Car
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Companies; The Elevated Railroads; Elimination of Grade
Crossings; Gas and Electric Companies; Regulating Secur-
ity Issues, and Rapid Transit Work.

Commissioner Lane Favors National Corporation Com-
mission.—Franklin K. Lane, of the Interstate Commerce
Commission, is reported to favor the creation of a national
corporation commission similar in character to the Inter-
state Commerce Commission, with power to control and
regulate large business enterprises and prevent ruinous
competition. He is reported to have said: “It is my belief
that the government should have power to determine, in
the first instance, whether a railroad should run. I think
it is only consistent with the theory upon which we are
now proceeding that we should protect the railroad that is
in existence against a competition that may be ruinous to
it—that we should guarantee in a sense a certain territory
to a railroad whose rates and services are under control and
regulation by the State. I have in mind two instances
which illustrate the necessity for such protection: One a
case in which a railroad was built for the purpose of hold-
ing up a competing line to which it was eventually sold;
another a case in which a territory was well served and
the carrier in existence preparing for improvements which
had been entirely stopped by reason of its being paralleled
by another line.”

PROGRAM OF ASSOCIATION MEETINGS
American Society of Mechanical Engineers

At the meeting of the American Society of Mechanical
Engineers to be held in the Engineering Societies Building,
New York, N. Y. on the evening of Nov. 14, 1911, three
papers will be presented on autogenous and electric weld-
ing. One will deal with the general aspects of the subject,
the origin and principles of each process and the apparatus
used in each. The other two papers will deal with special
phases of the subject. The paper on the origin and prin-
ciples of each process will be presented by H. R. Cobleigh,
of the International Steam Pump Company. The other
papers will be presented by G. E. Pelissier, superintendent
of the Goldschmidt Thermit Company, and C. B. Auel, as-
sistant manager of works of the Westinghouse Electric &
Manufacturing Company. These papers will be entitled, re-
spectively, “Thermit Welding” and “Electric Welding.” It
is intended to confine the discussion to the topics of electric
resistance welding; electric arc welding; thermit welding;
oxy-acetylene welding; oxy-hydrogen welding.

Central Electric Railway Association

The following program has been announced for the
meeting of the Central Electric Railway Association, which
is to be held on Nov, 23, 1911, in Parlor D of the Galt
House, Louisville, Ky.:

MorNING SESs1ON, 9:00 A. M.

Business session and reports of committees.

Paper, “Publicity,” by J. J. Rockwell, of the special serv-
ice department of the McGraw Publishing Company, New
York, N. Y.

Paper, “Traffic,” by F. D. Norvicl, general passenger and
freight agent of the Indiana Union Traction Company, An-
derson, Ind.

AFTERNOON SESSION, 1:00 P. M.
“Electric Locomotives for Interurban Freight
by F. E. Wynne, of the engineering department
Pitts-

Paper,
Haulage,”
Westinghouse Electric & Manufacturing Company,
burgh, Pa.

Paper, “Lightning Protection,” by E. J. Burdick, superin-
tendent of power of the Detroit United Railway,

Paper, “Substation Operation,” by J. E. Cochran, superin-
tendent of lines and substations of the Ohio Electric Rail-
way, Lima, Ohio.

This is the last regular meeting of the association for
1911 and the first meeting to be held in Louisville. The
executive committee of the association will meet at 7:30
p. m. on Nov. 22, 1911, at the Galt House. Space for ex-
hibits should be secured from Frank Eckert, manager of
the Galt House.
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Financial and Corporate

New York Stock and Money Markets

November 8,

Trading has broadened and prices until to-day have been
on an upward scale. Steel shares, Reading and Union Pa-
cific headed a downward movement in the early trading to-
day, and, while partial recovery was made later on, many
of the active stocks showed losses at the close. Approval
of the reorganization plan for the American Tobacco Com-
pany was given by the United States Circuit Court to-day.
The money market is devoid of feature. Quotations to-day
were: Call, 214@2% per cent; ninety days, 35@334 per
cent.

1911,

Other Markets

The railway securities figured prominently in the Chicago
market to-day. The Chicago Railways series 1 and 2 made
advances of 2 points, and the series 4 made a slight ad-
vance. Trading was fairly active throughout the entire list
in Chicago.

Philadelpliia Rapid Transit certificates advanced to 2334
to-day, and Union Traction sold at 519%.

Business on the Boston Exchange has been brisk, and
prices have been well maintained. United States Steel was
the leading issue in to-day’'s market.

Demand for bonds in Baltimore has been fair, but other-
wise the market has been without feature.

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

Nov. 1. Nov. 8.
American Light & Traction Company (common)....a291 a296
American L]ght & Traction Company (preferred)....al07 alo7
American Railways Company....ooeveeecensennnaens a44v. a4+
Aurora, Elgin & Chicago Railroad (common)........ a4l 40
Aurora, Elgin & (,hu:ago Railroad (preferred)....... a83 a841ls
Boston Elevated Railway....ouoeeeeeeeeoeeeneennenns al26 a127%5
Boston Suburban Electric Companies (common)...... als als
Boston Suburban Electric Companies (preferred).... a75 a7s
Boston & Worcester Electric Companies (common).... al2 ad
Boston & Worcester Electric Companies (preferred).. 50 as8
Brooklyn Rapid Tratsit Companyes s ssess s sww s s swse 75% T2
Lirooklyn Rapid Transit Company, lst ref. conv. 4s.. *8414 8433
Capital Traction Company, Washington............. 12715 125
Chicago: City RallWay: ssamwoss s d o055 s s 908 5 5 s 8 al80 180
Chicago & Oak Park Elevated Railroad (common).... 3 3
Chicago & Oak Park Elevated Railroad (pxefened) 3 5 b
Chicago Railways; pIeDtgs; otfe leoeessssmessmmes . a98
Chicago Railways, pteptg., ctf. 2....c.civvenn. v AV a34
Chicago Railways, pteptg., ctf. 3.oeeieiiiiiineennn all
Chicago RENWHYS; Dteples, ©ff: Limessismwrvitumesiss E a6l
Cincinnatl Street " RAllWayeses s s snwsssommssevemaseos 129¢
Cleveland RATIWAT wsvar e ol twivie o s v auvio o oo s o wiviol s « e alo4?!
Columbus Railway (COMMON)...ouevereninenernencns 83
Consolidated Traction of New Jersey 2 a75%
Consolidated Traction of N. J., 5 per cent bonds. al04?
Dayton Street Railway (common)...........c.o... i ; a25
Dayton Street Railway (preferred)........ccvvvevnen. al01
Detroit United Railway......ooveveerennennnnnnnns a79
General Electric Company......veveeeernerneeennns 15334
Georgia Railway & Electric Company (LOHH‘HDH) al6o al60
Geongm Railway & Electric Company (preferred).... a93 a93
Interborough. Metropolitan Company (common)....... 15 1434
Interborough Metropolitan Company (preferred)..... 46
Interborough Metropolitan Company (4%s) . 79%%
Kansas City Railway & Light Company (common). *161y
Kansas City Railway & Light Company (preferred).... 4 ad44
NEAhatian Tl WaVie o o ionne o5 2 mone & » &% sins 5 & o 104 8 oz all6 al40
Massachusetts Electric Companies (common)......... a2y a22
Massachusetts Electric Companies (preferred)....... a94 a%94y;
Metropolitan West Side, Chicago (common)........ *07 *27
Metropolitan West Slde, Chicago (preferred)........ *79 S
Metropolitan Street Railway, New York............ 8 *
Milwaukee Electric Railway & Light (preferred)....*110 *110
Nozih American COMPEINGie oo = meis s = reiins o5 o wivre: o o 5 orwisr o a74 a73
Northern Ohio Light & Traction Company........... *571 as57%
Northwestern Elevated Railroad (common).......... *30 *30
Northwestern Elevated Railroad (nreferred)........ *70 *70
Philadelphia Company, Pittsburgh (common)........ a5234 aS}F,;
Philadelphia Company, Pittsburgh (preferred)........ ad4234 a43
Philadelphia Rapid Transit Company................ a235% 121",
Philadelphia Traction Company.............. o 8415 8434
Public Service Corporation, 5% col. notes (1913).... *94 *94
Public: Service Corporation,, CtESme:s s semws s 55 i 7 o § s allo allo
Seattle Electric Company (common).......veeesee0s alo8 2108
Seattle Electric Company (preferred)............... alol alol
South Side Elevated Railroad (Chicago)............ *95 14 *9514
Third Avenue Railvoad, New Yotk sww.osssmesssns 91 11
Toledo Railway & nght Company.....ovvurninnnennn 10 10
Twin City Rapid Transit, Minneapolis (common)....al07 al0g
Union Traction Company, Philadelphia.............. aS1% aS5134
United Ry. & Electric Company (Baltimore)........ 18 1815
United Rys: Inv. Co. (COMMONYsvssonnnssinsosssos 3414 35
United Rys: Inv. Co. (preferre@Y. s s «me o s 1w s s o 58 6015
Washington Ry. & Electric Company (common)...... a4l1g a431g
Washington Ry. & Electric Company (preferred).... a9l 290
West End Street Railway, Boston (common)........ a87v a88
West End Street Railway, Boston (preferred)........ alo2 al02
Westinghouse Elec. & Mfg, Co.vvvevnvnrennnnnnnnnn 647% 65
Westinghouse_Elec. & Mifg. Co. (lIst pref.)......... al20 alls

aAsked, *Last sale.
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ANNUAL REPORTS

Montreal Street Railway

The annual report of the Montreal Street Railway for
the year ended Sept. 30, 1011, makes the following showing:

Gross EaArNINES: cioim s 6« o oo o o iotero s o aiorai v o sipionn o o0 & foze. 85 B s o5 sie s 594,775,300
Operating eXpPensesS......eeeoess & i o 5 BN 8 EAT UG £ 8 S AEY G0 0 g v o 2,679,806
Nt @ATTITIESE. 5 & » 65ha.d § 5 A6 3 & G 555100 6 8 B451 5 Fapei 616 o fodmilel o o m sl i o $2,095,494
Interest from Montreal Park & Istand Ry. Co...... 05 G B0 T b 114,808
Total THCOIIE ¢ « e o 5 ¢ iies o0 5 o tosst o o o sasmias o 0 oot o 8 41 P o 5 5 B & ..$2,210,302
From which deduct:
City percentage on earnings $325,194
TREETESE . « « wpiw e o aewensdl o 8BTS 5 % R AR F ¥ & 185,087
Rental leased lines. 7,123
TFAXEs wasssmmsgsws 56,500
— 583,904

$1,626,398
1,000,000

_ Net income
Dividend 10 per cent
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the city of Montreal for the purpose of making a new con-
tract which would be more applicable to the present day
conditions.

“It is hoped that the amalgamation of this company with
its subsidiary companies under the name of the Montreal
Tramways Company will help spcedily to complete the ne-
gotiations for a new franchise.

“The property has been maintained in a high state of effi-
ciency, and a considerable sum has been spent in the upkeep
of the track and rolling stock; the power plants and build-
ings are in excellent condition, it being the policy of your
directors to spare no efforts or expense in this direction;
vet, notwithstanding this -the surplus earnings of the com-
pany are the largest in its history.

“Notwithstanding the above the operating expenses per-
centage of earnings has decreased.

“The company has continued its liberal policy toward its
employees in respect to their wages, having increased them’
during the year.

“The company has paid to the city of Montreal taxes and

SHTDIIS 5585 ow s r 8 5 wiwre 5 0 e & 5 oo s 5 & mkm s 8w w3 30 o oomin 8 wcnon $626,398 percentage on earnings anlounting to $380,678’ on account
From which has been appropriated for o6f snow removal $73,364, a total of $454,043, being an in-
CONLIMEETIE: AWCCOUIMT. ¢ n « v e o o wmios i v+ wimie p @ wisi s 8 52 imew 6180 $250,000 2 36
Fire inSurance FUTT. « « s e s s s siee § 8 856 4 66 & 8 ¢ as & s 25,000 . crease over the previous year of $15,860.
—— 275,000 “The gross earnings of the Montreal Park & Island Rail-
R : : - e way show an increase of $60,073, the operating expenses an
teral SUTPIUS. vuvevreenenreneronerrnnennsons $351,
TAnSICRred 'tos gEREra; sUIRUS increase of $27,843, the net results heing $II4 807, against
E. A. Robert, the president, says in part in the report $85.878 for the previous year.
I-GRoss REcEIPTY -Car MiLEnGE | FFotaL Passercers 2-Revenve Passencers | 1~GRross RecerTs  2-OperarinG Expenses
3-Earningy Fer (AR MiLe CAREARNINGS PERPassenaer 3-Revenve 4-Totan 3-OFPERATING EXPENSES / OF EARMINGS
) E y =
Da;m ey BIT8IHY: 901 0030 9]05'7“"/“ | A3 sENGER 3163718941697 90 901501503 90405108l i90 aaeliso 0] it Dovt. 7 990190001901 1902{19031904190 5{150811907]1 9081 9091910191}
T T 60000000 | | [ I [£8000
H- - [ 156000000 I 8 [azc000e
4 4500000
4 2000 00000 7
i B i | 06600
1 W [136.9cag00 4200000
I I |_i32 000000
SuEEn {(126.000000
I IILDO0.0DD L4
- C ne.aaoooo 1 | [360000 i
-] I |.3-30000 |
i S [ozo ooooa I [ 340000 7/
F~r EEE H 100000.000. T 30,00
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Diagrams of Statistics of the Montreal Street Railway Covering the

“The gross earnings increased during the year $322,749,
or 0.71 per cent; the operating expenses $224,504, or 9.14
per cent; the net earnings $108,243, or 10.45 per cent.

“The gross ecarnings continue to show very satisfactory
increases. The percentage of expenses to gross earnings is
56.12 per cent, against a percentage of 56.31 for the previous
year.

“Your directors appr(lprlated $25000 from the surplus
earnings as a credit to the fire insurance fund. The amount
now at the credit of the fund is $571.530.

“During the past year the company secured an amend-
ment to its charter, authorizing the sale, lease or transfer
to any person or company of all its undertakings upon
such terms as may be approved by the majority of the hold-
ers of the shares.

“On Oct. 5 last a special general meeting of the share-
holders of the company was held for the purpose of con-
sidering the sale of the whole of its undertakings to the
Montreal Tramways Company. The proposition as submit-
ted was carried by the majority of the issued shares of the
company.

“Owing to the continued rapid growth and congestion of
the city our directors during the past year negotiated with

ul

Years from 1830 to Date.

“Gross earnings of the Montreal Terminal Railway for
the year are $134,010, the operating expenses $122,116, and
taxes and percentage on city earnings $4,279, leaving a net
result of $7,624.”

Tn the table which follows there is given a comparison of
traffic and other statistics of the Montreal Street Railway
for the last three years:

1911 1910 1909

(GT0SS) EATIITINES: o « « seeas w o e el = = oinans s e abal $4,775,300 $4,352,551 $3,874,838
Operating expenses........... % 2,679.806 2,455,301 2,255,019
Expenses per cent of earnings 56.12 56.41 58.20
Net CATTTIES 5 o » ivzecein o wioioio s e o .. 2,095,494 1,897,250 1,619,819
Passengers carried..........c000nt ..118,268,080 107, 241 406 95,376,373.

ar earnings per passenger—cents.... 3.94 3.95. 3.96
Transfers = 40,488,545 36,437,123 32,285,208
Total passengers carried 158,756,625 143, 678 529 127,661,581
Car earnings per passenger total carried

—Ceritst s swevss Siiwzsnn oI5 stk olate ehonaie s 2.93 2.95 2.96

As will be seen there has been a continuous increase in
gross and net earnings. The increase in transfers issued in
1011 over 1910 is about the same as the increase in 1910
over 1900.

J. M. McIntyre has been elected to the board of directors
of the Montreal Street Railway to succeed D. Lorne Mc-
Gibbon, resigned.
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Boston Elevated Railway

A summary of the business of the Boston Elevated Rail-
way for the year ended June 30, 1911, follows:

Gross revenues from operation ..$15,635,965

Operating expenses........ § e eneed R e e 8 i ) 10,119,064
Net operating revenue of owned and leased lines........... $5,516,901
Interest on deposits, and from securities owned and interest
charged to cONSEruction.....c.oeeescoovensienosossaces o 344,742
$5,861,643
iBremont Street subway renfalsa: - cemsscsmes s semais s $211,750

l.ess amount collected from Boston & Northern St. Ry 26,445

$185,304

Interest on funded debt of West End Sts Ry...... 716,180
Dividend on preferred stock of West End St. Ry., 8

DEG N CETIE: 26 siein & & 5 510, 3 @ $7aia 5 & & Sesie 3 SRloEiens o 8 5 e 5 oo 512,000
Dividend on common stock of West End St. Ry., 7
eI et L e aUn s Floie elels iliaie SIS fadshols & s fois

Dividend on stock of Somervnlle Horse K

Taxes on West End St. Ry..
Interest and taxes on leased
Colony St. Ry.:isviessns
Interest on leased property of the Boston & Northern
Sh BSioqno000000050 0090550003000 600080055000 50 904
Rent of \e\vtonvﬂle & Watertmvn St. Rywiisssmeassn 9,727
Total payments on account of leased railways.... 2,990,828
$2,870,814
IritereatlonRTIITId ed ) A eDE e e bt et oy o ke funetts e esil $556,000
Taxes Boston Iilevated Ry. Co..vvvivniniiniivnnennnn 437,462
Tax on earnings and U. S. corporation taX........... 145,109
Washington Street tunnel rental.................... 324,000
Fast Boston tunnel rental................. ...ooivnn. 57,782
1,520,353
: $1,350,461
Dividend No. 21, paid Aug. 15, 1910, 3 per cent..... $598,500
Dividend No. 22, paid Feb, 15, 1911, 3 per cent...... 598,500
— 1,197,000
SURPINS for the  Year . . o o voumma s ompiisia o mis e e o $153,461

The details of the gross earnings and operating expenses
follow: :

‘Earnings from operation:

0T DASSENEET TEVENIE: v uic s ma v n oo s s o6 i & o s g o 5 & iste 4,15 199,971
From parlor, chair and special car revenmuUE.....c.oveeesan ,01
ORI 1] e VETHIC e o o ool o1 s sjmimarane ol /o) st b sl s o o o huva infe o o ioie cm 37,290
From miscellaneous transportation revenue................ 3,669
Erom) station and car pPriVileges s s« wmie s s somin s s s simi x5+ v 187,818
From rent of tracks and terminals..............coieuuun.n 46,193
From rent of buildings and. other property................ 106,652
IBIRO I DO ET & eiss s &5 oisis & § 5 SioiE 8 & & S0 5068 5581 & & 5 6 FI95: & Shske & 8 & v 26,358

T o 000000 0 0.0 USRS R S o S $15,635,964

Operating expenses

For miaintenance of way and structiireés............cvceena. $1,556,163
Eord maintenance of equipments cee s s siue s » s & 5 oo o s o 1,269,899
For general eXpemses..........oeivieuinnorecenssonneenns 1,645,023
IR OTETATTIC  EXNETISE St 5 5 = 50816 ¢ o SA0HE ¢ 5 % Blthains 5 5 Bes 8 ¥ % @ s A 105,730
TioT transportation ‘eXPenSes: . :smwvqs: simsiss s oe o 85 @ o 5 5 wiers 5,542,249

TURENL b o s 6 A D O I R S S SR RS $10,119,064

William A. Bancroft, the president, states in part in his
report to the stockholders:

“The fiscal year now ends on June 30, and the annual
meeting of the company is held on the first Monday of No-
vember.

“By vote of the stockholders of this company and of the
West End Street Railway, Chapter 740 of the Acts of 1917
has been accepted by the respective companies. By vote of
your directors and by vote of the City Council of Boston,
approved by the Mayor, Chapter 741 of the Acts of 1911
has been accepted also. By these acceptances the consolida-
tion of the properties and franchises of the Boston Elevated
Railway and the West End Street Railway, amounting to a
sale of the latter to the former, has been provided for in ac-
cordance with the terms of the act, and authority has been
given for the construction of certain additional tunnels or
subways, to be leased to this company, as well as for the
extension of certain existing leases.

“No additional stock or bonds were issued during the
year.

“Work has been prosecuted on the Cambridge subway
and its attendant provisions, which are built by the com-
pany, as well as upon its connecting tunnel under Beacon
Hill and the station under Boston Common and Tremont
Street, which are built by the Boston Transit Commission
under, or near, the existing Park Street subway station.

“The construction of the East Cambridge elevated exten-
sion js progressing. There remains to complete the station
at Causeway Street, and to supply the ballast, track, signal
equipment, and such other minor provisions as are neces-
sary for operation. While it cannot now be determined with
certainty at what time both these Cambridge thoroughfares
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will be in operation, it seems likely that they will be ready
not later than next spring.

“Some expenditure has been mad¢ and some work donc
upon the Everett and Malden elevated extension. Land has
been bought and considerable work done in the alteration
of the Sullivan Square terminal, to adapt it to the operation
of this new service. The company has nearly three years in
which to build this extension.

“The company has had built fifty pre-payment cars, so
called. They are an adaptation of the principle of the pay-
as-you-enter cars, without the barriers and passages pro-
vided in cars so named, and which would make such car-
unsuitable for our summer service. These cars are of the
semi-convertible type, and are somewhat longer and wider
than our previous types. The advantage of these cars, both
to the public and to the company, is considered to be great.
IFifty more of these cars have been ordered.

“To meet the requirements of our increasing patronage we
have ordered twenty additional elevated cars, and deliveries
are expected soon. We have ordered forty cars of unusual
length and width and of large seating capacity for the
Cambridge subway. As this subway will have no track con-
nection with the Washington Street tunnel it is feasible
to operate such cars on this line and on its extensions, as
provided by the recent legislation. .

“The Stone & Webster Engineering Corporation has
prosecuted with vigor the erection of the new power sta-
tion at South Boston. The company is installing two 13,000-
kw turbo-generators, and has an option on a third, room
for which has been provided, although the boiler supply is
intended for two units only. The main building is now ap-
proaching completion, and the construction is well ad-
vanced upon the necessary substations. About 150 miles of
underground conduit have been laid to convey feeders.

“The several increases in wages have been maintained.
We have made the usual contributions to meet the expenses
ol the two employees’ mutual aid associations. We have
continued our allowances to aged and worthy employees,
incapacitated for further service, and awarded in satisfac-
tory service money in December, in sums of $20 or $25, to
such of the employees deemed worthy thereof, the sum of
$79.765.”

Traffic statistics compare as follows:

ioninitl 90 o0 00 e me0 0 e T HIEI00 T 05 C0 00 Tr0 00 D T G D = O S0 5,990,691
Revelnue car miles, Clevated. . o ..oove s oibin s oo sonainssas o 8,523,434
Revente 6ar miles; SUTTAEE v &5 mme ¢ 55 Si & 5 Sroie o & 4 & sk 5 ¢ o%eson s 45,895,457
Revenie car miles; T 8. mimil CarS: o 5 siserz o s oo = oo okt v o o utoses o 228,305

Total Tevenue Car MILES. ; . s v s s s oo o 5 5 @ ¢ 4 st & @ wisiee s 54,647,19¢
Revenue passengers on elevated and surface cars........... '..305,098,665
Total revemie from Car GPEFAtION. s« x viois s = o wisis o s oo s oniomes $15,265,274
Average receipts Per revenue PaSSENZEr...........eceercooes 4.991 cents

The meeting at which the report was presented was held
on Nov. 6, 1011. It was voted to increase the number of
directors from ten to twelve, Charles P. Hall was elected
to the board to succeed Quincy A. Shaw, resigned, and
George P. Gardner and Eugene V. R. Thayer were elected
as the new members.

Chicago & Milwaukee Electric Railroad, Chicago, 11l.—
Judge Carpenter, of the United States District Court at
Chicago, set Nov. 9, 1911, for a hearing of the motion of
attorneys for the Merchants’ Loan & Trust Company to
set aside an order made on June 23, 1011, to take the
Chicago & Milwaukee Electric Railroad foreclosure case
out of the hands of Master Morrison for the purpose of
endeavoring to have a final decree of sale passed by the
federal court. Inasmuch as the decree was not signed, the
Merchants’ Loan & Trust Company desired the matter to
be placed again in the hands of the master.

Chicago & Southern Traction Company, Chicago, Ill.—
Judge Walker of the Circuit Court at Chicago has signed
a decree authorizing the sale of the property of the Chicaga
& Southern Traction Company under the mortgage to the
Western Trust & Savings Bank, 7The amount of this mort-
wage is $2,500,000. At the date of the filing of the bill the
amount of the unpaid coupons was $403,875 and the interest
due thereon was $34.209. There is now due under the mort-
gage a total of $3,138,761.

Devils Lake & Chautauqua Transfer Company, Devils
Lake, N. D.—The Stotlar Investment Company, Devils
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Lake, N. D., has purchased the property of the Devils Lake
& Chautauqua Transfer Company, which operates a five-
mile railroad between Devils Lake, Greenwood, North
Dakota Chautauqua Grounds and the State Military
Grounds. It is proposed to electrify the line in 1912,

Georgia Railway & Electric Company, Atlanta, Ga.—
Charles C. Harrison, Jr.,, & Company, Philadelphia, Pa.,
have purchased $510,000 of the refunding and improvement
mortgage 5 per cent bonds of the Georgia Railway & Elec-
tric Company, due 1049, and sanctioned by the Railroad
Commission of Georgia in July, 1911, on account of recent
extensions and additions.

Milwaukee Electric Railway & Light Company, Mil-
waukee, Wis.—The Wisconsin Railroad Commission has
authorized The Milwaukee Electric Railway & Light Com-
pany to issue an additional block of its 415 per cent re-
funding and extension mortgage bonds dated Jan. 1, 1006,
and due 1931. The authorized issue is $20,000,000 and with
the $2,000,000 now to be put out there will be outstanding
$9,728,000. Part of the issue is reserved to take up the
$6,500,000 of first consolidated 5 per cent bonds.

New Hampshire Electric Railways, Haverhill, Mass.—
Judge William M. Chase, Burns P. Hodgman and Albert S.
Patchelder, masters appointed by the United States court
to determine the facts on the motion of the New York Trust
Company against the Portsmouth & Exeter Street Railway
for a final degree of foreclosure and sale, have filed their
report with the United States Court, in which is detailed the
condition of the property and the masters’ finding that the
road can never be made to pay. .

Salisbury & Spencer Railway, Salisbury, N. C.—Bird S.
Coler, of Coler & Company, New York, N. Y., and president
of the North Carolina Public Service Company, Greensboro,
N. C., has concluded negotiations whereby Coler & Com-
pany have acquired a controlling interest in the Salisbury
& Spencer Railway, which operates between Salisbury and
Spencer. The company also operates a gas plant at Salis-
bury and does electric highting.

Slate Belt Electric Street Railway, Pen Argyl, Pa—A
syndicate composed of L. H. Mountney, general manager
of the Slate Belt Electric Railway, and E. A. Spear, Pen
Argyl; Milton Flory and \W. F. Jordan, Bangor; Dr. J. C.
Keller, Wind Gap; G. A. Schneebeli, E. Schneebeli, D. M.
Leopold and Dr. O. D. Schaeffer, Nazareth, and others is
said to have concluded negotiations for purchasing a con-
trolling interest in the Slate Belt Electric Street Railway.

San Francisco, Vallejo & Napa Valley Railroad, Napa,
Cal.—M. McIntyre, of the San Francisco, Vallejo & Napa
Valley Railroad, Napa, Cal., wrote as follows under date
of Nov. 1, 1911, in regard to the affairs of the company:

“The road defaulted on its interest of $I1 1500,000 in bonds
and was sold at public auction in San Francisco for $700,000,
the purchaser. taking care of the floating debt of $400,000.
Three bids were received, one for $500,000, a second for
$600,000 and a third for $700.000. The first and third bids
wére made by the bondholders’ committee consisting of
James Irvine, John McKee, San Francisco, and G. R. Shel-
don, New York. Mr. McKee is vice-president of the Mer-
cantile Trust Company. The bondholders held all the stock
of the company. The bondholders are to organize a new
corporation. The bondholders’ committee has appointed
M. McIntyre as general manager of the property and T. V.
Maxwell and M. Mclntyre as direct agents of the San
San Francisco, Vallejo & Napa Valley Railroad.”

Toledo, Ann Arbor & Jackson Railroad, Toledo, Ohio.—
The Toledo, Ann Arbor & Jackson Railroad, which was
incorporated on Sept. 21, 1911, has taken over the property
of the Toledo, Ann Arbor & Detroit Railroad, sold under
‘foreclosure recently. The Toledo, Ann Arbor & Jackson
Railroad will connect Toledo, Lambertville, Petersburg,
Dundee, Azalia, Milan, Ann Arbor and Jackson, and Britton,
Ridgeway, Tecumseh, Tipton and Jackson. The property
of the Toledo, Ann Arbor & Detroit Railroad, which it
took over, consisted of 18 miles of road, partly constructed.
The line as now proposed will be 50 miles long.

‘Trenton & Mercer County Corporation, Trenton, N. J.—
The Trenton & Mercer Traction Company, which oper-
ates the Trenton Street Railway under lease, has filed with
the Secretary of State of New Jersey a certificate of in-
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crease of its capital stock from $IO 000 to $400,000, consist-
ing 1(zf $200,000 of preferred stock and $200,000 of common
stoc

Wichita Railroad & Light Company, Wichita, Kan.—The
Public Utilities Commission of Kansas has granted the
Wichita Railroad & Light Company permission to issue
$165,000 in bonds to refund outstanding bonds and improve
the plant.

Dividends Declared

Northern Texas Electric Company, Ft. Worth, Tex., quar-
terly, 174 per cent, common.

Pensacola (Fla.) Electric Company, 3 per cent, prefecred.

Portland Railway, Light & Power Company, Portland,
Ore., quarterly, 1 per cent.

ELECTRIC RAILWAY MONTHLY EARNINGS

BANGOR RAILWAY & ELECTRIC COMPANY.

. Gross  Operating Net Fixed Net
Period. Revenue. Expenses. Revenue. Charges. Income.
1 m., Sept., "11.... $57,994 *$22.885 $35,109 $13,159 $21,950
1 ‘: « ’10.... 54,806 *21,998 32,808 12,005 20,803
3 . “ "11.... 173,719 *73,768 99,951 39,235 60,716
3 “ ’10. 166,878 *72,688 94,190 35,720 58,470
CHATTANOOGA RAILWAY & LIGHT COMPANY.
L m.,, Sept., 11 $83,116  *$48,959 $34,157 $20,134 $14,023
1 “: :‘ O osdh e 77,022 43,541 33,481 18,537 14,944
9 o ¢ M1 697,236  *406,756 294,180 177,933 112,547
9 2 *10.. _650,947 *379,897 271,050 164,523 106,527
('LE\'EI.;\X]'). PAINESVILLE & EASTERN RAILROAD.
1m., Aung, °’Il.... $39,901 *$20,058 $19.843 $8.705 $11,138
s “ ’10.... 40,275 *19,052 21,224 8,163 13,061
8 £ £ '.11.... 244,915  *131,592 11:3.323 65,734 47,590
B = 10....... 235,734 *120,879 114,855 64,491 50,364
COMMONWEALTII POWER, RAILWAY & LIGHT COMPANY,
1 m., Seit., .. $473,287 *$268,557 $204,730 $108,382 $96,348
1 :‘ L :]O. ... 428,778 *250,927 177,851 100,624 77,227
9 : & _11. ...3,980,458 *2,304,382 1,676,076 939,646 736,430
9 ¢ o 10....3,695,777 *2,109,972 1,385,805 910,749 675 056
GRAND RAPIDS RAILWAY COMPANY,
1m.,, Sept. °'l1....$107,168 *$55,497 $51,671 $15,007 $36,664
1 # £ 105 « o 101,019 *56,669 44,350 15,286 29,064
9 ‘: b 11.... 872,874 *492,785 380,089 135.361 244,728
9 ¢ A 10.... 856,661 *457,896 398,765 136,830 261,935
LAKE SHORE ELECTRIC RAILWAY.
1 m., Aug.. ’11....$143,584 *$68.508 $75,077 $34,913 $40,164
1 i ,’10. ... 139,896 *59,962 79,934 34,719 45,215
8 ‘: 2 ~11. oo 837,469 *443,620 393,849 277,687 116,162
8 ¢ “ 10.... 198,656 *418.744 379,912 280,081 101,831
LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY.
1m., Sept., "1] ... $54,924  *$29,568 $25,356 $14,559 $10,797
1 o= 0. 53,599 *25,084 24,515 13,149 11,366
3 “ "lewis 178,907 *91,236 87,671 43,399 44,272
3 £ *100e s 174,621 *92,610 82,011 39,415 42,596
MILWAUKEE ELECTRIC RAILWAY & LIGHT COMPANY.
1m., Sept., '11....$442,099 $229,850 $212,250 $135,091 $76,758
1« « ’10.... 407,651 203,364 204,287 116,123 88,164
9 « “ ....3,739,981 1,985,576 1,754,405 1,126,657 627,748
9 « “ '10....3,504,128 1,861,724 1.642,404 1.017.941 624,463
MILWAUKEE LIGHT, HEAT & TRACTION COMPANY.
1m., Sept., ’11.. . $157,357 $46,094 $111,264 $75,214 $36,050
1 < 4 10 . 154,076 42,817 111,259 73,532 37,727
9 ¢ “ 1 s e 15301, 312 371,541 929,772 652,793 276,979
9 « 58 P10 eie < o 145224795 350,733 877,063 637,380 239,682
NORTHERN OHIO TRACTION & LIGHT COMPANY.
1m.,, Aug, ’'l1....$272,624 *$143,666 $128,958 $4,321 $84,638
TS “ "10+4:2 263,149 *135,833 127,316 43,496 83,821
S 2 Mde o 1,723,731 #*981.692 792,039 354,749 437,290
g« “010...01)612)504  *892,000 720,504 346,769 373,734
PORTLAND RAILWAY, LIGHT & POWER COMPANY.
1m., Sept., ’11....$517,830 *$261,841 $255,989 $127,604 $128,385
1 % “« " 910.... 490,200 253,424 236,785 119,784 117,001
g « « 11....4,697.608 *2,208,416 2,399,192 1,119,544 1,279,648
9 « “ 010....4,106,489 *1,979,753 2,126,736 1,034,480 1,092,256
ST. JOSEPH RAILWAY, LIGHT & POWER COMPANY.
1m, Sept, ’11.... $96,209 *$65,508  $30,701  $19,381  $11,320
1« “«7 0100, 92,034 *50,932 41,102 18,558 22,544
9 « “ 11.100 811,865 *510,294 301,571 173,475 128,096
9 « “  °10.... 766,750 *453,350 313,400 164,859 148,541
TWIN CITY RAPID TRANSIT COMPANY.
1m., Sept, ’1l....$689,096 $315396 $373,699 $140,079 $233,621
155 £ ’10.... 694,853 323.061 371,792 140.286 231,505
9 « ¢ ’11....5,852,439 2,898,788 2,953,651 1,260,713 1,692,939
9 ¢ “ ’10....5,620,369 2,688,107 2,932,262 1,261,653 1,670,609
UNION RATLWAY, GAS & ELECTRIC COMPANY, ROCKFORD, ILL.
1 m., Sept.; 11. ... $257,203 *$140,513 $116,690 $64,297 $52,393
i ) . 241,764 *137,616 104,148 58,502 45,646
9 < & ’11 .2,275,402 *1,322, 1692 952,710 552,772 399,938
9 « “ ’10....2,137,596 *1,266,694 870,902 523,930 346,972

*Including taxes.
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Tratticand Transportation

New Folder of Cleveland, Southwestern & Columbus
Railway

The Cleveland, Southwestern & Columbus Railway,
Cleveland, Ohio, of which E. F. Schneider is general man-
ager, and J. O. Wilson general passenger agent, has issued
a new twelve-page, two-color timetable folder which con-
tains in addition to the train schedules a list of the officers
and station agents, a double-page map of the interurban
railways in Ohio with its own lines printed in red, an ad-
vertisement of the chartered-car service, general informa-
tion and the following concise statement of the safety work
which has been done by the officers of the company:

“The Southwestern has developed in its employees in all
departments a high degree of efficiency and caution which
has thereby reduced the accidents on its property to a very
marked degree; likewise, with the hearty co-operation of
superintendents, teachers and boards of education of all
the schools along its property, has reduced the accidents to
school children to the extent that not a single boy or girl
has been injured or killed for over two years.

“This company now asks for the support and co-opera-
tion of the passengers and the public in order to make still
further reductions. Therefore, any suggcstions from our
patrons upon any subject will be gratefully received and
promptly acknowledged by the management.

“Thousands of people are injured or lose their lives each
year on the railroads through their own acts of carelessness.

“Passengers are askcd to be very careful when boarding
or alighting from cars. Wait until the car stops. DBetter
safe than sorry.

“The public, especially children, are warned to keep away
from any and all wires.

“Drivers of automobiles and vehicles, as well as pcdes-
trians, are asked and urged to keep a sharp lookout in each
direction before crossing a car track.

19

“Stop, look and listen!

Accident Prevention Campaign in Lexington, Ky.

The Kentucky Traction & Terminal Company, Lexington,
has begun an aggressive campaign of education to prevent
accidents on its lines. Several thousand placards which
contain suggestions for getting on and off cars have been
printed and posted in the cars and in conspicuous places,
and a special campaign is being conducted among the
school children of Lexington, 10,000 cards about the size
of post cards caving been distributed among them. The
advice on these cards follows:

“Don’t play on the car tracks.

“Don’t hang on behind the car.

“Don’t stand on the car steps or platform.

“Don’t touch a wire; it may be a live one.

“Don’t put your head or arms out of a car window.

“Don’t cross the track in front of an approaching car.

“Don’t cross immediately behind a standing or moving
car.

“Don’t drive across the track without looking to the rear.

“Don’t jump on or off a moving car.

“Don’t take any chances.

“Stop! Look! Listen!”

The newspapers of Lexington are co-operating with the
company, and have printed news stories describing the
work of the company and urging the public to take heed.

Readjustment of Owl Service in Boston.—The Boston
(Mass.) Elevated Railway has found it necessary to read-
just to traffic necds the increased night service made ef-
fective in December, 1910, for experimental purposes, and
to divert to the subway some of the night cars which leave
Adams Square.

Petition to Discontinue Line During Winter.—The Ex-
eter, Hampton & Amesbury Street Railway Company, Ex-
eter, N. H., has petitioned the Public Service Commission
of New Hampshire for permission to discontinue the opera-
tion of the Seabrook & Hampton Beach Street Railway
until April 1, 1912,
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Fare Inquiry Ordinance Introduced in Los Angeles.—
The ordinance has been introduced into the Council of Los
Angeles, Cal, which provides for an investigation by the
Public Utility Commission of Los Angeles of the reason-
ableness of the present fare of 5 cents charged by the
street railways which operate in that city.

Automatic Bell Ringers Constitutional.—The Indiana Su-
preme Court has declared constitutional the law passed
by the last Legislature which requires Jocomotives to be
cquipped with automatic bell ringing devices. The rail-
roads contended that the law was unconstitutional because
it undertook to control the construction of engines to be
used in other states.

Reasonableness of Freight Charge Questioned.—The
Philadelphia Record has requested the Railroad Commis-
sion of Pennsylvania to inquire into the reasonableness of
the charge made by the Bangor & Portland Traction Com-
pany, Bangor, Pa., for transporting newspapers. The
Record alleges that it 1s being charged for this service at
the rate of 84 cents per 100 1b.

Fenders in Terre Haute.—T. . Grover, general manager
of the Terre Haute, Indianapolis & Eastern Traction Com-
pany, Terre Haute, Ind., has announced that the company
feels that the fenders in use on its cars which operate in
Terre Haute comply with the provisions of the fender
ordinance passed by the Council recently giving the com-
pany three months in which to comply with the new ordi-
nance.

Wheel Guards in Philadelphia.—The Philadelphia (Pa.)
Rapid Transit Company has sent to the Councils of Phila-
delphia a letter stating that the promise which was made
on June 5, 1911, by the company to equip all of its cars
with fenders or wheel guards by Nov. 1, 1911, has been ful-
filled. Of the 2000 cars which the company has in opera-
tion, 1800 are equipped with H-B wheel guards and the re-
maining 200 are equipped with Parmenter wheel guards.

Village Opposes Detroit United Railway.—The village
of Hamtramck has placed a guard on duty to prevent the
Detroit (Mich.) United Railway from building across the
Michigan Central Railroad tracks on Joseph Campau
Avenue into the town. The company collects an extra fare
from people who board the cars in Hamtramck and only
every fourth car is run through. The village desires the
Detroit United Railway Company to carry passengers be-
tween Hamtranck and Detroit for one fare and establish
through service.

New Destination Signs in Reading.—The Reading (Pa.)
Transit Company is equipping its cars with new destination
signs similar to those in use in Harrisburg and Lancaster.
The new signs indicate the routes by a large initial which
stands for the terminal town to which the car operates.
The three terminal towns Annville, Meyerstown and Pal-
myra are designated by A, M and P, respectively. The
names of the towns reached by the cars were printed on
the signs previously in use, but the letters were not large
enough to permit the names to be distinguished at a dis-
tance.

Traffic on Subway and Elevated Lines During Fleet
Days.—Traffic was very heavy on the subway and elevated
lines of the Interborough Rapid Transit Company, New
York, N. Y., during the time that the warships were an-
chored in the Hudson River off New York City for review,
the riverfront being especially accessible to patrons of the
subway. In commenting on the work of the company in
handling the extra traffic so suddenly imposed upon it,
Frank Hedley, vice-president and general manager, said:
“On Oct. 27, 1911, we carried more than 1,000,000 people
in the subway and more than 1,000,000 people on the
elevated, and on Nov. 1, covering a twenty-four hour period,

" the entire equipment on the elevated and subway ran with-

out a single failure, the subway carrying 1,039,832 passen-
gers with a car mileage of 180,000 miles. The elevated
carried 930,415 passengers with a car mileage of 195,000
miles, making the total car mileage for the day 375,000 car
miles. The record was made,possible by the concerted
action and efficient performance of the employees of the
company, and the management appreciates the care and at-
tention which it is apparent were exercised by every man in
its employ.” )
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Persona_!__ Mention

Mr. G. E. Bernsmeyer has been appointed storekeeper of
the Wichita Railroad & Light Company, Wichita, Kan., a
newly created position with the company.

Mr. Charles H. Smith, general superintendent of the
United Traction Company, Albany, N. Y. has been ap-
pointed assistant general manager of the company, a newly
created position.

Mr. A. C. Kingman, Battle Creek, Mich., has been elected
president and general manager of the Battle Creek, Cold-
water & Southern Railway, Coldwater, Mich., to succeed
Mr. E. F. Pangborn.

Mr. John T. Straub, acting treasurer of the United Rail-
ways & Electric Company, Baltimore, Md., is the subject
of a brief biographical sketch which appeared in the Balti-
more Star of Nov. 2, 1911,

Mr. Edgar M. Graham, Muskogee, Okla., has accepted the
position of chief engineer of the Rapid Transit Interurban
Company, Tecumseh, Okla., in charge of the work of locat-
ing and constructing the lines of the company.

Mr. Arnold von Schrenk, who has been general manager
of the Plattsburgh (N. Y.) Traction Company, has been
appointed general superintendent in charge of the Troy
division of the United Traction Company, Albany, N. Y.

Mr. C. H. Lewis has been appointed superintendent of
transportation of the Wichita Railroad & Light Company,
Wichita, Kan. Mr. Lewis was formerly superintendent of
the Troost Avenue division of the Metropolitan Street
Railway, Kansas City, Mo.

Mr. H. L. Barber has lheen appointed general manager of
the I’lattsburgh (N. Y.) Traction Company, to succeed Mr.
Arnold von Schrenk, whose appointment to the Troy di-
vision of the United Traction Company, Albany, N. Y, is
noted clsewhere in this column.

Mr. J. H. Butterfield, formerly city clerk of Hot Springs,
Ark.,and son of a former general manager of the Hot Springs
Street Railway, has been appointed superintendent of the
company to succeed Mr. Edward IHardin, whose resignation
was noted in the ELectric RAiLway JournaL of Oct. 28, 1911,

Mr. Addison L. Gardner, of the law nrm of Gardner,
Foote & Burns, Chicago, Ill, has been appointed general
counsel of the Chicago elevated railways. Mr. Gardner has
been the general attorney for the Metropolitan \Vest Side
Elevated Railway and counsel for the South Side Elevated
Railroad, Chicago.

Mr. Albert Sherman, who for twenty years has been in
the employ of the street railway companies operating in
Toledo, Ohio, and for the last six years division superinten-
dent of the Toledo Railways & Light Company, Toledo,
Ohio, has been appointed superintendent of transportation
of the Saginaw-Bay City Railway, Saginaw, Mich.

Mr. S. E. Dillon, general manager of the Hot Springs
Western Railroad, Hot Springs, Ark., before that line was
taken over by the Iron Mountain system, has been appointed
general manager of the Hot Springs Water Company. Hot
Springs, Ark., which controls the local central-station, gas,
water and street-railway utilities. Mr. Dillon succeeds
Mr. H. . Martin. whose duties have been divided between
Mr. W. C. Fordyce and Mr. H. J. Lehman.

Mr. Walter H. Eyans, formerly superintendent of motive
power of the Indiana Union Traction Company. Anderson,
Ind., has accepted the position of manager of the motor
gear department of the Edgar Allen American Manganese
Steel Company. The headquarters of Mr. Evans will be at
the general offices of the company in the McCormick Build-
ing, Chicago. A biography of Mr. Evans was published in
the ELectric Rammway Joursar for Sept. 10, 1910.

Mr. A. B. Coryell, who has been general manager of the
Dayton Construction Company, the Greenville Railway &
Light Company and the Greenville Amusement Company,
Greenville, Tex., and built an 8-mile street railway and
a park at Greenville this year, has resigned. effective on
Dec. 1, 1011, Mr. Coryell has been connected with the
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railway and lighting business for more than twenty years.
He has not yet decided on his plans for the future.

Mr. J. R. Ong, superintendent of substations of the Ft.
Dodge, Des Moines & Southern Railroad, Eoone, Ia., has
been appointed assistant electrical engineer of the company.
Mr. Ong is a graduate of Purdue University. Previous to
his present connection he filled various positions with the
Indianapolis & Cincinnati Traction Company, Indianapolis,
Columbus & Southern Traction Company, Chicago, Lake
Shore & South Bend Railway and the Westinghouse Elec-
tric & Manufacturing Company.

Mr. James F. Hamilton, who has been superintendent of
transportation of the Schenectady (N. Y.) Railway since
November, 1908, has been appointed general superintendent
of the United Traction Company, Albany, N. Y., to succeed
Mr. Charles H. Smith, whose appointment as assistant gen-
eral manager of the company is noted elsewhere in this
column. Mr. Hamilton entered the employ of the Schenec-
tady Railway in May, 1902, as assistant superintendent. He
had previously been connected with the operating depart-
ment of the International Traction Company, Buffalo, N. Y.,
for six years.

Mr. W. R. Morrison, whose appointment as the repre-
sentative of Mr., Willilam B. McKinley and his associates,
in the Barbados Islands, was referred to in the ELECTRIC
RarLway JourNar of Oct. 14, 1911, page 886, has relin-
quished his duties as general superintendent of the Wichita
Railroad & Light Company to leave for Bridgetown, where
it is proposed to establish an electric railway. Mr. Mor-
rison has been, connected with the Wichita Railroad &
Light Company for eleven years. His duties with the
company will hereafter be performed by Mr. A. M. Patten,
general superintendent of the Topeka (Kan.) Railway.
who will divide his time between Wichita and Topeka.

Mr. Milan V. Ayres has just accepted an offer to become
connected with the Mobile Light & Railroad Company, Mo-
bile, Ala. Mr. Ayres will have charge of the power station,
track and other engineering work of the company. Mr.
Ayres was electrical and mechanical engineer of the Boston
& Worcester Street Railway for many years, but resigned
that position last July to undertake the creation of a depart-
ment of scientific management for the Rockland Light &
Power Company, Nyack, N. Y. He is a graduate of the
Massachusetts Institute of Technology and is chairman of
the equipment committee of the American Electric Railway
Engineering Assoctation. He has been a frequent contribu-
tor to the proceedings of that association and to the tech-
nical press. His title with the Mobile Light & Railroad
Company will be that of chief engineer.

Mr. L. D. Mathes, who has been manager and purchasing
agent of the Union Electric Company, Dubuque, Ia., since
1903, has been appointed general manager of the Mont-
comery (Ala.) Traction Company and the Citizens’ Light,
Heat & Power Company, Montgomery, Ala., effective Dec.
1, 1911. DBefore becoming connected with the Union Elec-
tric Company Mr. Mathes was general superintendent of
the Trenton & New Brunswick Railroad. He was gradu-
ated from the University of Tennessee and gained his first
experience with the Memphis & Charleston Railroad at
Memphis, Tenn. He became connected with the Edison

_General Electric Company- and also served the General

Electric Company and the Westinghouse Electric & Manu-
facturing Company, engaging for five years in the con-
struction, equipment and operation of electric railways in
various parts of the country. He accepted an important
position with the construction department of the Buffalo &
Niagara Falls Electric Railway at the time of the construc-
tion of that road. Later he was appointed superintendent
of the Norfolk & Ocean View Railway. After a short con-
nection as general superintendent with the Charleston &
Sea Shore Railroad, Charleston, S. C., Mr. Mathes accepted
the position of general superintendent of the Norfolk &
Atlantic Terminal Company. During his connection with
the Union Electric Company at Dubuque, Mr. Mathes has
been very active in the work of the Iowa Street & Inter-
urban Railway Association. He was secretary and treas-
urer of the association for several years and at the meeting
of the association in Sioux City, Ia., in April, 1910, he was
elected president of the association.
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Conslrugtion News

~ Construction News Notes are classified under each head-
ing alphabetically by States.
An asterisk (*) indicates

ported.
RECENT INCORPORATIONS

*Cement, Tolenas & Tidewater Railroad, Cement, Cal.—
[ncorporated in California to build a 6-mile electric railway
from Cement to Tidewater. Capital stock, $500,000. R. B.
Henderson, A. D. Plaw, W. T. Barnett, Paul C. McCarthy
and F. D. Madison, all of San Francisco.

Modesto & Empire Traction Company, Modesto, Cal.—
Incorporated in California to build an electric railway be-
tween Modesto and Empire. Capital stock, $20,000. In-
corporators: T. K. Beard, W, H. Frazine, J. M. Waithall
and L. L. Dennett. [E. R. J.,, Oct. 28, "11.]

Florence & Interurban Electric Railway, Florence, Col.
—Application for a charter has been made by this company
in Colorado to build an electric railway to connect Flor-
ence, Rockvale, Williamsburg, Coal Creek, Lincoln Park,
Portland and Concrete. Capital stock, $125,000. Incor-
porators: D. F. Floor, J. V. McCandless, H. A. Hicks,
Charles Roach and W. K. Hurd. ([E. R. J., Aug. 5, '11.]

*Scenic Incline Railway, Manitou, Col.—Incorporated in
Colorado to build a cable railway to the top of Pike’s Peak.
Incorporators: J. Frank Campbell, Oliver D. Dick and D. H.
Rupp.

*Alton & Southern Railway, Springfield, Ill.—Incorpor-
ated in Illinois to build an electric or steam tramway from a
point on the easterly banks of the Mississippi River in St.
Clair County, opposite St. Louis, Mo., and extending in an
easterly and northerly direction to a point in St. Clair
County, near the northeasterly limits of East St. Louis.
Headquarters, East St. Louis. Capital stock, $10,000. In-
corporators and first ‘board of directors are: Arthur V.
Davis and R. Mellon, Pittsburgh; Charles M. Hall, Niagara
Falls, N. Y.; C. B. Fox, Gilbert McCulloch, C. B. Hodgson.
and Charles W. Souder, all of East St. Louis, Il

Eugene Belt Line & Interurban Railway, Eugene, Ore.—
Incorporated in Oregon to build an electric railway to con-

a project not previously re-

nect Eugene, Springfield, Coburg and Junction City. Cap-
ital stock, $250,000. Incorporators: P. C. Lavey, J. H.
Tingle and C. H. Lavey, all of Portland. [E. R. J., April

16, '10.)

Washington Trunk Railway, Olympia, Wash.—Applica-
tion for a charter will be made in Washington by this com-
pany to build an electric railway from Vancouver, Wash., to
North Yakima and Ellensburg, also an extension to Port-
land. Capital stock, $5,000,000. Incorporators: Lawrence
Harmon and E. R. Ernsberger. [E. R. J., Oct. 28, "11.]

FRANCHISES

Los Angeles, Cal.—The City Council has been asked to
grant a franchise for new cross-town lines on Jefferson
Street, Vernon Avenue and Vermont Avenue.

Oakland, Cal.—The Oakland Traction Company has asked
the Board of Supervisors for a fifty-year franchise for an
extension of its line.

Boulder, Col.—The Boulder Electric Light & Power
Company has received a franchise from the City Council
to extend its lines into the northern section of Boulder.

East Pueblo, Col.—The IEast Pueblo Tramway has
asked the City Council for a railway franchise in East

Pueblo.

Centerbrook, Conn.—The Shore Line Electric Railway,
Saybrook, has asked the Selectmen for a franchise in Cen-
terbrook and to cross the highway in Ivoryton with its
Chester extension.

Norwich, Conn.—The Connecticut Company has asked
the Common Council for a franchise to extend its tracks
down Shetucket Street in Norwich.

Tallahassee, Fla.—The Palm Beach, Okeechobee & West-.

ern Railway, Palm Beach, has asked the Council for a fran-
chise in Tallahassee. This is part of a plan to build a 140-
mile electric railway from West Palm Beach across the
peninsula with terminus at Fort Myers on the west coast.
R J. Martin is interested. [I5. R. J., Oct. 28, "11.]
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Huntington, Ind.—A. 13. Terrill & Company, purchasers
of the Marion, Bluffton & Celina Traction Company lines,
have petitioned the Commissioners of Huntington County
for an amended franchise permitting the electrification of
the Chicago, Bluffton & Cincinnati steam road through the
county. The plan is to purchase the road and convert it
into an electric road.

Valparaiso, Ind.—The Indianapolis, Chicago & Meridian
Railway, Indianapolis, has received a fifty-year franchise
from the City Council in Valparaiso. This line will connect
Indianapolis, Sheridan, Gary, Valparaiso, Hammond, Mon-
ticello and Warsaw. M. J. Mooreland, secretary. [E. R.
J.. Oct. 21, '11.]

Northampton, Mass.—The Northampton Street Railway
has asked the Board of Aldermen for a franchisce to extend
its lines in Northampton.

Orange, Mass.—The Miller’'s River Street Railway, Mil-
ler’s Falls, has asked the Railroad Commission for a loca-
tion of its tracks in Orange. This line will connect Mil-
ler’s Tralls, Montague, Irving and Orange. D. P. Abercrom-
hie is interested. [E. R. J., Oct. 7, '11.]

Romeo, Mich.—IL.. A. Clark, Detroit, has received an ex-
tension of his franchise to Sept. 1, 1914, in Romeo. This
is part of a plan to build a gasoline-motor railway between
Romeo, Imlay City and Almont. [E. R. J. Oct. 28, "11.]

Nashua, N. H.—The Nashua Street Railway has asked
the Public Service Commission for authority to extend its
LLake Street line in Nashua.

Orange, N. J.—The Orange Mountain Traction Company,
South Orange, has asked the Common Council for a fran
chise over several streets in Orange.

Monongahela, Pa.—The Pittshurg, Monongahela &
Washington Street Railway has asked the Common Council
for a franchise to extend its lines up Pigeon Creek, via Ells-
worth and Marianna to the county seat.

Pittsburgh, Pa.—The Monongahela Street Railway has re-
ceived a franchise from the City Council over certain
streets in Pittsburgh.

Williamsport, Pa—The Williamsport (Pa.) Passenger
Railway has applied for a franchise through the borough
of South Williamsport and through Du Boistown. The
company already has a franchise through South Williams-
port as far as Maynard Street.

Dallas, Tex.—]John T. Witt, Dallas, has asked the County
Commissioners for a thirty-year franchise over the right-of-
way of the West Dallas-Commerce Street pike from the
Trinity River westward to the west line of Beckley Avenue
[E: R, J., Sept. 16, "11.]

Keyser, W. Va.—The Ridgeley & Miller Avenue Railway.
Ridgeley, has received a franchise from the Commissioners
of Mineral County to build a 3-mile electric railway from
the bridge crossing the Potomac River at Cumberland, Md.,
to Knobmont, W. Va. It is expected that the line will .con-
nect with the Cumberland Electric Railway. John L. Mil-
ler is interested. [I. R. J., Nov. 4, '11.]

TRACK AND ROADWAY

Mobile (Ala.) West Shore Traction Company.—Surveys
have been begun by this company on its proposed route
from a point a few miles south of the city limits of Mobile
to Pascagoula. George H. Clark, engineer. [E. R. J.,
Oct. 28, ’11.]

Alberta Electric Railway, Calgary, Alta—Surveys arec
heing made by this company for a line between Carbon and
the Red River. [E. R. J,, May 27, "11.]

Jonesboro-Nettleton Electric Railway, Jonesboro, Ark.
—Work has been begun by this company on its 3-mile line
between Jomesboro and Nettleton. Preston Ilatcher,
Jonesboro, is interested. [E. R. J., Sept. 30, '11.]

British Columbia Electric Railway, Vancouver, B. C.—
Plans are being made by this company for an extension of
its Main Street line in South Vancouver at Sixty-third
Street to meet the New Westminster-Eburne line.

Pacific Electric Railway, Los Angeles, Cal.—Plans are
being made by this company to build an extension from
its present terminus on Colorado Street at Lamanda I’ark.
Pasadena, to the west city limits of Monrovia.
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Redlands University Railroad, Redlands, Cal.—This com-
pany advises that it will award a contract about Dec. 1 for
overhead equipment and the construction of its 3-mile elec-
tric railway between Redlands and Crafton. Rails and ties
have been ordered. The company's repair shop will be
located at Redlands and it will purchase power from the
Edison Company. Capital stock authorized, $130,000.
Officers: Gardner S. Turrill, Redlands, president and gen-
eral manager; J. W. Curtis, San Bernardino, secretary, and
E. A. Moore, Redlands, treasurer. [E. R. ]., Oct. 28, '11.]

Point Loma Railroad, San Diego, Cal.—A 3-mile exten-
sion is being planned by this company from Roseville
Junction, where the present line starts, through Carlson
Canyon to Ocean Beach, southwesterly around through
Roseville and La Playa to Fort Rosecrans at Ballast Point.

Vallejo & Northern Railway, Vallejo, Cal.—Hard Brothers
lave been awarded the contract for 3 miles of the Wood-
land-Sacramento branch of this railway. The contract
covers that section of the line between Russell Flint farm,
north of Washington, and a point 1 mile south of Elkhorn.
The company is receiving bids for the construction of
10,000 ft. of trestle.

*Colorado Springs, Col.—It is reported that Eastern cap-
italists, through F. H. Dunnington, are considering plans
to construct an electric railway between Manitou and Crip-
ple Creek.

St. Petersburg Railway & Electric Company, St. Peters-
burg, Fla.—This company has awarded a contract to Messrs.
Snell and Hamlett to build a 174 mile extension from Sec-
ond Street and Seventh Avenue in St. Petersburgh north to
Coffee Pot Bayou

Ft. Wayne & Northern Indiana Traction Company, Ft.
Wayne, Ind—\Work has been begun by this company to
improve its lines in Lafayette.

Capital Circuit Traction Company, Indianapolis, Ind.—
U. Z. Wiley has been appointed receiver for this company,
organized to build an electric line around Indianapolis at
an average distance of 25 miles to connect eight county
seat towns. The petitioners for a receiver are employes
and the secretary, who allege that the company is insol-
vent. The assets of the company consist of franchises and
the right-of-way. [E. R. J., Aug. 26, '11.]

Indianapolis & Cincinnati Traction Company, Indianap-
olis, Ind.—It is stated that the route for an extension of
this company’s line to Cincinnati has been decided upon
and contracts will be awarded this year.

Louisville (Ky.) Railway.—This company and the city
officials of Louisville have agreed upon a route for the pro-
posed cross-town line, which will be about 6 miles long.

Bangor Railway & Electric Company, Bangor, Maine.—
The Railroad Commissioners of Maine have ordered the
construction of a new highway and electric railway bridge
at Stillwater to cost $30.,000, the cost to be shared by this
company and the town in the ratios of 6o per cent and 40
per cent.

Detroit (Mich.) United Railway.—Plans are being made
by this company for the construction of a crosstown line
dividing Woodward Avenue, between Bagg and High
Street, and connecting the Mack Avenue and Myrtle Street
lines. Another crosstown line is being planned north of
Forest Avenue in Detroit.

*Manistee, Mich.—Planz are being considered for the con-
struction of an electric railway to connect Muskegon, Lud-
ington, Manistee, Arcadia, Onekama, Frankfort and Tra-
verse City. J. C. McLaughlin is said to be interested.

St. Louis, St. Charles & Northern Traction Company,
Mexico, Mo.—Preliminary arrangements are being made by
this company for the construction of its 77-mile electric
railway to connect St. Louis, St. Charles, Old Monroe,
Middletown, LLaddonia and Mexico. C. B. Duncan, Corso,
president. [E. R. J., Sept. 2, "11.]

Reno (Nev.) Traction Company.—The immediate con-
struction of an extension from Sparks to the Arkell mine
in the Wedekind district is being planned by this company.

Atlantic Coast Electric Railroad, Asbury Park, N. J.—
Plans are being made by this company for an extension
through the western part of the State encampment grounds
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at Sea Girt for the purpose of connecting Manasquan and
Sea Girt.

Jersey Central Traction Company, Keyport, N. J.—Nego-
tiations are being made by this company to build a new
Long Branch-Red Bank route through Little Silver and
Elkwood Park. It is proposed to enter Long Branch at
Myrtle Avenue and to continue down Broadway to the new
pier, which is now nearing completion.

Oneida (N. Y.) Railway.—This company placed in oper-
ation on Nov. 1 its new Madison Street extension in
Oneida.

Durham (N. C.) Traction Company.—Construction has
been begun by this company on a 2-mile extension from
Durham to Watts Hospital.

Devils Lake & Chautauqua Transfer Company, Devils
Lake, N. D.—The Stotlar Investment Company, which has
recently purchased the property of this company, advises
that the 3-mile railway between Devils lLake, Greenwood,
Chautauqua grounds and the state military grounds, which
has been operated by steam, will be electrified probably
about May 1, 1912, [E. R, J,, Oct. 14, '11.]

North Randall Railway, Cleveland, Ohio.—Plans are be-
ing made by this company to begin soon on the construc-
tion of its 3-mile electric railway from Windfall Avenue,
Cleveland, to the Randall race track. [E. R. J.,, May 2o,
1911.]

Oregon Electric Railway, Portland, Ore.—This company
lias ordered 284 tons of structural steel from the American
Fridge Company for the bridge over Rock Creek.

Petersburg, Pa—A company with a capital of about
$400,000 1s being formed for the construction of a 15-mile
electric railway to connect Petersburg and McAlevy’s Fort,
via Shavers C(reek Valley. Samuel Longnecker, Peters-
burg, and Albert Myton, Huntingdon, are interested. [E.
R, J., Oct. 28, '11.]

Pittsburgh (Pa.) Railways.—Plans are being considered
by this company to construct a belt line to Pittsburgh be-
tween downtown sections and the North Side.

Westmoreland County Railway, Pittsburgh, Pa.—It is re-
ported that this company is considering plans to construct
an extension from Latrobe to Perry and Blairsville.

Sioux Falls & Southern Minnesota Traction Company,
Pierre, S. D.—Surveys have been completed by this com-
pany from Worthington, Minn., to Albert Lea, Minn., and
engineers are now engaged in looking over the territory
west and northwest of Albert Lea for the most advanta-
geous routes for entering the city limits of Albert Lea.
This line will connect Sioux City, S. D., and Albert Lea,
Minn., via Worthington, Sheppard, Spring Valley, Dresden,
LLoon Lake, Petersburg, Dwinnell, Ceylon, Silver Lake and
Pilot Grove, Minn. G. P. Peterson, Pierre S. D, is inter-
ested. [E. R: Ju Oict. 21, "Lix]

Chattanooga (Tenn.) Traction Company.—This company
has announced that its line up Lookout Mountain will be
built over a circuitous route to enable its regular service
cars to make the ascent. It is stated that work will be be-
gun as soon as the city commissioners issue the necessary
permits.

Clarksville, Tex.—A\ company is being formed to build a
100-mile electric railway to connect Clarksville, Paris,
Greenville, Rockwell and Dallas, Preliminary arrangements
are well advanced. Joseph F. Nichols, Greenville, is inter-
ested. [E. R. J., Oct. 21, '11.]°

Houston (Tex.) Electric Railway.—This company plans
to expend about $750.000 for the betterment of its lines in
Houston before 1912.

Gray's Harbor Railway & Light Company, Aberdeen,
Wash.—The TFederal Light & Traction Company, New
York, N. Y., which controls the Gray’s Harbor Railway &
Light Company, has announced that it will build an inter-
urban railway from Aberdeen to South Bend and Raymond,
on Willapa harbor; also an interurban line from Aberdeen
to Puget Sound. In addition. the company is considering,
besides its B Street extension now in course of construc-
tion, an extension on West Sixth Street to cross the gulch,
and an extension in Hoquiam, and will within a year re-
place its rails on Heron Street west from K Street with new
rails.
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*Lancaster, Wis.—Thomas McDonald, Lancaster, is pro-
moting an electric railway proposition in Grant County.
It is proposed to build a belt line from Lancaster through
South Lancaster, Beetown, Glen Haven, Bloomington,
Patch Grove, Mt. Hope, Mt. Ida, Fennimore, North Lan-
caster and returning to Lancaster. The main line will ex-
tend through La Fayette County, connecting with the
Chicago & Great Western Railway at Warren, Ill. The
power is to be supplied from two dams on lower Grant
River, one on Platte and one on Apple River, with a large
auxiliary steam plant at Lancaster.

SHOPS AND BUILDINGS

Vallejo & Northern Railway, Vallejo, Cal.—Bids will soon
be asked by this company for the construction of a new
station in Woodland. The structure will be 150 ft. x 80 ft.,
and will be located on the block bounded by Main Street,
Second Street and Lincoln Avenue. The cost is estimated
to be about $15,000.

Philadelphia & Wilmington Traction Company, Wilming-
ton, Del—This company has completed the addition to the
machine shop at the rear of its carhouse on Delaware Ave-
nue and Du Pont Street in Wilmington.

Ft. Wayne & Northern Indiana Traction Company, Ft.
Wayne, Ind—Bids are asked by this company for the con-
struction of a new carhouse in Peru.

Union Street Railway, New Bedford, Mass,—This com-
pany has completed its new carhouse at Weld Square, which
will house 83 cars.

Ohio Electric Railway, Cincinnati, Ohio.—This company
has begun the construction of its new carhouse and repair
shop at Berkeley Heights, south of Dayton.

Niagara, St. Catharines & Toronto Railway, St. Cathar-
ines, Ont.—This company plans to replace its present depot
in Welland with new passenger and freight depot. E. F.
Seixas, St. Catharines, general manager.

Pittsburgh, McKeesport, & Greensburg Railway, Pitts-
burgh, Pa.—Work has been begun by this company on its
new carhouse and repair shop in Irwin.

Pittsburgh (Pa.) Railways.—The West Park carhouses
of this company in McKees Rocks were damaged by fire
on Oct. 26. The loss is estimated to be about $32,500.

Everett Railway, Light & Water Company, Everett,
Wash.—This company is now occupying the new two-story
brick building erected by Stone & Webster on Colby Ave-
nue and Pacific Avenue in Everett. In this building are
located the operating department of the Seattle-Everett
Traction Company, the waiting room and ticket office of
the interurban lines and the general offices of the Everett
Railway, Light & Water Company.

Ridgeley & Miller Avenue Railway, Ridgeley, W. Va.—
It is expected that this company will build its carhouse
near Knobmont. John L. Miller is interested. [E..R. J,,
Nov. 4, '11.]

Milwaukee Electric Railway & Light Company, Milwau-
kee, Wis.—Among the improvements planned by this com-
pany in the near future will be the construction of a new
carhouse at Fond du Lac Avenue and Thirty-fifth Street
in Milwaukee.

POWER HOUSES AND SUBSTATIONS

People’s Railway, Wilmington, Del.—This company will
build a 150-ft. brick smokestack in the rear of its power
house at Sixth Street and Hawley Street in Wilmington.

Wilmington & Philadelphia Traction Company, Wilming-
ton, Del.—The General Electric Company, Schenectady,
N. Y., is delivering to this company the 4000-kw turbo-
generator ordered in January, 1911, to be installed at the
Brandywine plant in Wilmington. [E. R. J., Jan. 3, 1011.]

Portland & Brunswick Street Railway, Freeport, Maine.—
This company has ordered a motor-generator to replace
the steam-generating plant at Freeport so that the current
to operate the line can be taken from Brunswick for use at
Freeport.

Rochester, Syracuse & Easterr: Railroad, Syracuse, N. Y.
—Work has been begun by this company on a change of
location of the pumping station of its power plant located
in Lyons.
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Manufactures & Supplies

ROLLING STOCK

Elgin & Belvidere Electric Company has ordered two
single-truck cars from the St. Louis Car Company.

Oregon Electric Railway, Portland, Ore. has ordered
sixteen large interurban cars from the American Car Com-
pany.

Bartlesville (Okla.) Interurban Railway has ordered one
28-ft. car body mounted on No. 47 St. Louis trucks from
the St. Louis Car Company.

Bellingham & Skagit Interurban Railway, Bellingham,
Wash., has issued specifications through Stone & Webster,
Joston, Mass., for five 57-ft. cars.

Chicago (Ill.) City Railway has ordered four GE-210
motors with K-36 controllers and one straight-air-brake
equipment from the General Electric Company.

Chillicothe Electric Railroad, Light & Power Company,
Chillicothe, Ohio, has ordered two 25-ft. 4-in. pay-as-you-
enter car bodies from the G. C. Kuhlman Car Company.

Honolulu Rapid Transit & Land Company, Honoluly,
Hawaii, has ordered twenty-one straight-air brake equip-
ments for double-end operation from the General Electric
Company.

Fitchburg & Leominster Street Railway, Fitchburg, Mass.,
has ordered three 30-ft. 8-in. semi-convertible pay-as-you-
enter motor car bodies mounted on Brill 27-GE-1 trucks
from The J. G. Brill Company.

Fresno (Cal.) Traction Company has ordered, through
Pierson, Roeding & Company, three 38-ft. 8-in. California
type motor car bodies mounted on Brill 27-G-1 trucks
from the American Car Company.

Pueblo & Suburban Traction & Lighting Company,
Pueblo, Col., has ordered six 28-ft. 10-in. semi-convertible
pay-as-you-enter car bodies mounted on Brill 27-GE-1
tiucks from the American Car Company.

Walnut Ridge & Hoxie Light, Power & Transit Com-
pany, Walnut Ridge, Ark., has ordered one 29-ft. combina-
tion passenger and baggage car mounted on Brill 27-G-1
trucks from the American Car Company.

Poughkeepsie City & Wappingers Falls Electric Railway,
Poughkeepsie, N. Y. has ordered one 18-ft. 3-in. semi-
convertible motor car body mounted on a Brill 21-E truck
without wheels and axles from The J. G. Brill Company.

Toledo, Bowling Green & Southern Traction Company,
Findlay, Ohio, has ordered four quadruple equipments of
No. 304 interpole railway motors with type HI control
from the Westinghouse Electric & Manufacturing Com-
pany.

Norwich & Westerly Railway, Norwich, Conn., has or-
dered four 30-ft. 8-in. semi-convertible motor car bodies
mounted on Brill 27-GE-1 trucks from The J. G. Brill Com-
pany and one 32-ft, express car body from the Wason
Manufacturing Company.

Central Pennsylvania Traction Company, Harrisburg,
Pa., reported in the ELECTRIC RAILWAY JOURNAL of Aug. 20,
1011, as having ordered six semi-convertible pay-within
cars has specified the following details for these cars:

Weight (car body only) Gears and pinions..... solid
16,000 b. Gongs ............ Dedenda
Length of body......25 ft. Hand brakes........Peacock
Over vestibulc....37 ft. 6 in. Heaters .............Consol.
Width over sills.7 ft. 734 in. Headlights ....Crouse-Hinds
Over all...........8 ft. 2 in. Journal boxes s........ Sym.
Sill to trolley base.11 ft. 9 in, Motors........2 West. 101-C
BOdy s ss smewsmes s wood Motors .............. outside
Interior trim...... mahogany Paint...:ss. o Ry. co’s Std.
Headlining .ve.sAgasote Registers .......... Internat.
Roof ........ Brill plain arch Sanders ::.:wiocsuivin. Ohio
Underframe .......... wood Sash fixtures ......Edwards
AIT brakes: e om: s omas Nat. Seating material.......rattan
Axles..... 4% in. and 374 in. Springs ................F 3rill
Bumpers Step treads sis:swses Mason
Hedley anti-climber Trolley base ......... Union
Cables . .u5wssmns csamies Brill Trucks .escsses s Brill 30-12
COUDLERS ) vevim oo drill Ventilators .......... Globe
Curtain fixtures.........Nat. Wheels
Curtain material... Pantasote 33-in. and 21-in. St. Louis
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TRADE NOTES

H. W. Johns-Manville Company, New York, N. Y., has
removed its branch office in Birmingham, Ala., from 1220
Empire Building to 606 Chamber of Commerce Building.
This office will continue under the management of H. W.
Fleming, who was connected with the New Orleans branch
of the company for a long time.

St. Louis Car Company, St. Louis, Mo., has shipped one
train of twelve cars and one train of thirteen motor cars on
their own wheels for the San Francisco, Oakland & San
Francisco Railroad, San Francisco, Cal. These cars are 70
ft. long, seat 86 passengers and each has spring buffer
platforms, mounted on St. Louis 23-B MCB type trucks.

Ackley Brake & Supply Company, New York, N. Y., was
awarded a gold medal for the exhibit of the Ackley adjust-
able brake made at the recent meeting of the International
Congress for the Application of Electricity at Turin, Italy.
The company received a silver medal for the same type of
hrake at the International Railway Congress at Brussels
last year.

McGraw-Hill Book Company, New York, N. Y., has pur-
chased the book department of the Engineering News Pub-
lishing Company, New York. This adds to the list of the
McGraw-Hill Book Company a considerable number of im-
portant standard treatises, primarily in the field of civil
engineering. The transfer of this business was made on
Nov. 6, 1011.

American Ship Windlass Company, Providence, R. I.,
manufacturer of the Taylor stoker, announces that its plant
at Providence is being abandoned and the entire business
15 being removed to Philadelphia, where the company has
a large plant in operation. A foundry was recently erected
im Philadelphia to accommodate the growing business of
the company.

Union Switch & Signal Company, Swissvale, Pa.,announces
the following changes in the personnel of its engineering
department: J. P. Coleman has resigned as chief engineer
of the company and has been appointed consulting engi-
necr. L. I'. Howard has been appointed engineering manager,
in charge of the engineering department. . B. Corey, for
some years with the General Electric Company, entered
the service of the company on Nov. 1. His immediate duty
will be the reorganization of the inspection department as
engineer in charge of inspection.

The J. G. Brill Company, Philadelphia, Pa., has received
the following foreign orders for equipment: E. G. Long
Company, from Koya-Tozan Railway, Japan, twenty-four
Brill 27-GTE-1 trucks; Noyes DBrothers, Australia, twenty
Brill 30-E trucks; Societa Italiana Westinghouse, Italy,
eight Brill 27-GE-1 trucks without wheels and axles; A. E.
G. Thomson-Houston Iberica, Madrid, Spain, two 16-ft.
semi-convertible motor car bodies mounted on Brill 21-E
trucks; Lisbon (Portugal) Tramways, seven 17-ft. 6-in.
closed motor car bodies mounted on Brill 21-E trucks.

Power Specialty Company, New York, N. Y., has recently
received contracts for Foster superheaters from the follow-
ing companies: New York, New Haven & Hartford Rail-
road at Cos Cob and Bridgeport plants, 10,620 hp in Bige-
low-Hornsby and B. & \W. boilers; Delaware, Lackawanna
& Western Railroad, at Loomis Colliery, goo hp in Erie
City boilers; Indiana & Michigan Traction Company, 3200
hp Wickes boilers; Wilmington & Philadelphia Traction
Company, 2400-hp Edge Moor boilers; Penn Central Light
& Power Company, 2400-hp Edge Moor boilers; Citizens’
Light & Power Company, Montgomery, Ala.,, 3200-hp Stir-
ling boilers,

Westinghouse Electric & Manufacturing Company, Pitts-
burgh, Pa., announces that it has either shipped or has on
order 3000-kw rotary converters for the following compa-
nies: Brooklyn Rapid Transit Company, three; Chicago
Railways Company, two; Philadelphia Rapid Transit Com-
pany, two; Metropolitan Street Railway, Kansas City, one.
As noted on page 83 of the ErLecTrRic RATLWAY JOURNAL for
Jan. 14, 1011, two rotaries of this size were installed by the
Interborough Rapid Transit Company, New York, N. Y,
at the end of 1000. Since then the company has ordered
seven more of the same type and two are in service in
the Hudson substation of the Brooklyn Rapid Transit
Company.
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General Railway Signal Company, Rochester, N. Y., has
appointed A. G. Moore advertising manager with head-
quarters at Rochester. Mr. Moore began his signaling
experience in 1001 with the Pneumatic Signal Company,
and for two and one-half years was engaged in construc-
tion work. He then became a draftsman with the Taylor
Signal Company, and after three years of service in various
lines of work for that company was appointed chief drafts-
man of the signal department of the Illinois Central Rail-
road at Chicago. In September, 1910, Mr. Moore became
connected with the General Electric Company, where he
was identified with the design and manufacture of that
company’s signal apparatus, from which position he has
recently resigned.

ADVERTISING LITERATURE

Tool Steel Gear & Pinion Company, Cincinnati, Ohio, has
issued a booklet which contains records of tool steel gears
and pinions.

Ingersoll-Rand Company, New York, N. Y. has issued
a bulletin which describes and illustrates its Imperial type
X duplex steam-driven air compressors.

Stromberg-Carlson Telephone Manufacturing Company,.
Rochester, N. Y., has issued the second edition of its Bul-
letin No. 1002, describing local battery telephones. This:
bulletin has been revised to include one or two instruments
of improved types which have been developed since the
first edition was issued.

Hayes Track Appliance Company, Richmond, Ind., has
issued Circular No. 66, which describes double-end Hayes
derails. These are designated as models CX and EX.
Model CX is for operation by switch stand or pipe line;
model EX is for direct hand operation. These double-end
derails are a combination of a right-hand and ‘a left-hand
derail and will derail in either direction.

National Metal Molding Company, Pittsburgh, Pa., has
issued a catalog which lists and illustrates the various
types of National metal molding. Attention is called to
the many improved National metal molding fittings with
particular reference to No. 363, which has been designed
to permit extension work from existing fixture outlets
in National metal molding without removal of the fixture.
The company has also printed a folder which shows a com-
plete line of its products.

Westinghouse Electric Manufacturing Company, Pitts-
burgh, Pa., has issued descriptive leaflet No. 2373, which
describes the No. 303-A box frame interpole motor manu-
factured by that company. Complete specifications for the
motor, brief descriptions of the important parts and per-
formance curves are given on the sheet. Another de-
scriptive leaflet, No. 2374, gives speciﬁcatiom and brief
descriptions of the parts of the company’s box frame mter-
pole railway motor No. 310-C. :

Jeffrey Manufacturing Company, Columbus, Obhio, has
issued Catalog No. 50, which describes the complete line
of Jeffrey power transmission machinery. Besides listing
dimensions and sizes of every part in this line tables are.
presented giving the horse-power of steel shafting, belts,
standard sizes of key seats for shafting, gears, pulleys, etc.
Among the parts listed are couplings, hangers, pillow
blocks, counter shafts, belt tighteners, clutches, quills.
Jeffrey improved split iron pulleys, wood split pulleys and
rope driving. The catalog also lists a complete line of
Jeffrey gears, including spur, bevel miter, angle reduction
and angle miter types.

Westinghouse, Church, Kerr & Company, New York,
N. Y, has issued a 50-page catalog entitled “Central Power
Stations,” which describes and illustrates ten steam tur-
bine power stations built by the company for railway, light
and power service in various parts of the country. These
stations have been selected as they represent a wide range
of sizes and combinations of equipment. Comparisons of
these stations bring out the following facts: Four types of
building construction are used; six types of boilers; three
methods of stoking; three kinds of draft for furnaces; ten
methods of handling coal; two types of turbines and gen-
erators; seven types of condensers; exciters of four types
and various characteristics appertaining to electrical
equipment.





