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tion in calling attention to the correct standing of tres-

One of \the public services “'Q‘i(‘f
LAWS AGAINST G
TRESPASSERS

National

passers on the private right-of-way of railways. A railway
seeking to operate with a minimum of accidents in a hazard-
ous business should not be forced to take, as it frequently
is in the uninformed public mind, the respousibility for acci-
dents to trespassers on its own property. A railway buys a
right-of-way and fences it in for the purpose of having
a controlled thoroughfare for the transportation of its
passengers at high rates of speed.

it serves notice that trespassers not only are not wanted

By fences and signs

but that if, in spite of that fact, they go on the right-of-way
they do so at their peril. At the last meeting of the
National Association of Commissioners the report of the
committee which touched on this subject said that tres-
passers can be kept off only by penal laws rigorously en-
forced. All that the state commissioners can do to bring
about a public recognition of this fact and corrective steps
will help to reduce the total of accidents and in particular
those accidents for which the railways are not responsible.

The modern safety valve is one of
the most delicate parts of the steam
boiler and demands constant care
Like
many other pieces of apparatus associated with the “steam
end” of the station, any neglect of the equipment not only
opens the door to a possible accident or interruption of
service but also tends to reduce the operating economy

SAFETY VALVE
MAINTENANCE

and attention if accurate working is to be assured.

through the escape of heat in the form of vapor or ex-
cessive condensation. Experience has led in one important
railway plant to the practice of quietly lifting all safety
valves off their seats at least once in twenty-four hours
in order to avoid the formation of a so-called skin on the
spring and seat.

If a valve is not lifted for a wéek, the.

effect of this skin is to increase the lifting pressure and
consequently to expose the boiler to a clightly larger strain
in operation than may be desirable. The above method of
handling the safety valve is that commonly used in practice.
but for close regulation careful engineers raise or lower
the cushion seat according to the range within which it is
desired to have the valve act. The custom of striking the
safety valve spindle or any other of its parts in order to
make it close is a dangerous one and may cause serious
results.  Where station logs provide for regular records of
the condition of valves, high-pressure and low-pressure
steam lines, fire-protection systems and water valves, the
safety valve equipment may well be included and periodical
entries made as to the setting, the blow-offs which take place
and the adjustments or repairs required at various times.
In any case full instructions should be secured from the
valve manufacturers and these, with the details of construc-
tion and setting, should be carefully studied before adjust-
ments are attempted in service. Under no circumstances
should any attempt be made to change adjustments except
under direct supervision of the head of the power station
organization, as the result of setting, even accidentally, a
safety valve to pop at a pressure higher than that author-
ized will vitiate the boiler insurance and open the way for

legal difficulties in case almost any kind of accident occurs.

what
should constitute the value of a pub-

Important questions as to

THE NEW JERSEY

GAS DECISION . v :
lic utility when appraised for rate-

making purposes promise to be brought before the courts
for adjudication in New Jersey as the result of the gas
decision by the Public Utilities Commission of that State,
reported in the issue of this paper for last week. The Pub-
lic Service Gas Company has accepted the rate established
by the board, but has reserved the right to test at its con-
venience the legality and constitutionality of the board’s
valuation of its property. Undoubtedly one of the most
irhportant matters to be settled during the next few years,
concerning both public service companies and the public, is
this question of the proper basis for the valuation of public
utility properties for rate-making purposes. The statutes in
nearly all States which grant rate-making powers to public
commissions authorize them to establish rates which shall
be “just and reasonable,” but these words are meaningless
without some generally accepted standard as to what per-
centage constitutes a “fair return” on the investment and
what assets should be included in a “fair valuation.” As
our readers know, the views on these two points, even among
the rate-making bodies, are practically as far apart as
are the poles. A long hearing extending over the past
three years and involving these points, so far as electric
lighting rates are concerned, is fast drawing to conclusion
in the Westchester lighting case, which is being considered

by the Public Service Commission of New York, Second
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District. There are other cases before the courts involv-
ing other public utilities, but none other, perhaps, so far
.as the electric lighting companies are concerned, which is
being considered so thoroughly.
in the matter will have to be pronounced by the highest
court in the land. Until then the financial status of new
capital in such enterprises will be uncertain, and investors

will be unwilling to risk much menéy in public utilities.

PUBLICITY IN THE CLAIM DEPARTMENT

That the attitude of publicity in methods and policies on
some electric railways has been effective in molding public
opinion and bringing about more {friendly relations be-
tween the public and the managements is evidenced by the
There still
is room, however, for improvement along the same line in

results obtained by those taking this attitude.
the claim department. Recently this department of a large
railway system was made the subject of very strenuous
attacks by the press concerning what were assumed to be
underhand methods in caring for injured persons and ad-
justing their claims. These attacks continued until the
general claim agent decided that the best policy to pursue
A printed
letter in pamphlet form explaining the methods and policy

under the circumstances was one of publicity.

of the railway company in cases of personal injury was
mailed to the managing editor of each of the papers. The
result of this open letter was that the attacks were dis-
continued and friendly relations now exist.

We believe that this example is an excellent one to fol-
low. The claim department should have nothing to con-
ceal and certainly has many things to expose to public
view. Little does the public know of the methods employed
by the unprincipled in personal injury cases. The “ambu-
lance chaser” is ever ready to take up the case of the
iaker and, in many instances, the innocent, asserting that
The
usual result follows; the claimant receives certain dam-
We believe

that many of the legitimate cases for damages would be

others have received large sums for similar injuries.
ages, but it all goes to pay the attorney's fees.

settled out of court to the benefit of both claimant and com-
pany if the same methods of publicity were pursued in the
claim department as in other branches of the industry.
This policy would also bring about a spirit of fairness on
the part of the public in its dealings with the railway com-
pany.

Without doubt any claim department can cite innumer-
able cases i which claims were admitted amicably and
letters were received praising it for its fair methods. These
recommendations in the form of letters of praise should
not be filed immediately; the public should know about
them. The limelight of publicity is not a cure-all, but it
At first it will be found
that the public is suspicious of the company’s motives, but

is a step in the right direction.

in the end it will become educated as to the new condition
of affairs. and the fruits of the changed policy will be
apparent to the railway company. As has been remarked
at meetings of the Claims Association many times recently,
the modern claim agent must be an educator of public
Efforts of the Boston Elevated Railway in these
directions, described in this issue, illustrate this point.

opinion.

After all, the final word"
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WHAT CONSTITUTES A FAIR TEST OF MATERIAL

Every engineer is confronted by the problem of so con-
ducting his department as to reduce the amount of waste
and lost motion to a minimum. To do so he must get the
best results out of both the labor and the material with
which he has to deal. As a rule each is as important as the
other, and an error in judgment in the selection of the
proper material for repairs may be just as expensive as.
slackness in the conduct of the work. This fact points to
the importance of testing materials and to the question
of what constitutes a fair test. Shall the engineer base
his judgment on the service tests of a sample or shall he
purchase a small quantity from which an average may be
obtained under varied service conditions?

At first thought the solution appears simple enough; that
1s, to request samples from the different manufacturers and
draw conclusions from the results obtained under actual
service conditions. This method may serve as the basis
for the placing of the first order, but it should not be
conclusive evidence, It may be unfair to the road, as the
material obtained may not be up to the original sample,
and again some of the samples of other manufacturers may
have been tried under more severe conditions than the one
apparently giving the best results.

In the purchase of paint or varnish, as an example, we
believe that one’s judgment should not be based on the
fife of a paint as given by a sample on a paddle but should
be based on a sufficient amount to paint a car or bridge.
The chemical tests are very good as a means of elimination,
but where the results obtained from several samples are
about the same service conditions only should be trusted,
as a chemical test is only secondary at best. The same
method holds in the selection of parts of car equipment
Cme should base his conclusions on the averages of several
We do not believe in
It may serve in some instances, but not

samples from each manufacturer.
“snap judgment.”
when true economy is desired. One may be able to procure
information relative to results obtained by other companies,
but at the same time one should be sure of the other com-
pany’s service conditions and the fairness of the test.
Another point which must receive consideration is the
question of price, but not to the extent of eliminating a
sample from the test.
found that the material which will give the greatest econ-

In numerous instances it will be

omy will be one costing considerably more than the other
samples. For instance, we know of a case where paint cost-
ing one-third more than that already in use not only cov-
ered one-third more surface per gallon but gave a greatly
increased life in service. It also decreased the cost of labor
per square foot of surface covered, as it eliminated one-third
of the lost motion, namely, that of dipping the brushes
Before
one chooses any material as against another, he must be

into the paint and refilling the painters’ buckets.

sure in his own mind that the test conditions were abso-
lutely fair to himself and the manufacturer and that he
has considered the expected economies from every possible
angle. Although the net saving effected may be small on a
single gallon or piece of any material where great quantities
are used each year, the total saving is worth while and
will materially assist in adding to the net profits.
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THE STATUS OF THE INDUSTRY AS SHOWN BY

STATISTICS

A great deal has been said during the past few ycars
about the condition of the electric railway industry, but no
descriptive statement could illustrate so clearly and point-
edly the actual status of the electric railway lines of the
country as the statistics in regard to miles of track built
and cars ordered during 1912 published in the last issue of
this paper. In brief, they show that while the number of
cars ordered is in excess of those ordered during 1911—in
fact, is greater than during any one of the past five years
during which the ELectric RATLWAY JoUrNAL has compiled
statistics of this kind—the length of new track built or elec-
trified is practically the smallest during the same period.

We use the word “practically” because, while nominally
the miles of track built or electrified in 1912 were more
than those built during 1909 by 63 miles, the excess is more
than accounted for by the extensions of two electric rail-
ways which are not properly either city or interurban rail-
ways and so should not be considered as being included in
the class of roads which we are now discussing One of
these was the electrification of part of the main line of the
New York Central & IHudson River Railroad,
amounted to 58 miles, and the other was a 78-mile exten-

which

sion of the Oregon Electric Railway, which is controlled by
the Spokane, Portland & Seattle Railroad, a steam railroad.
These two extensioris alone account for 136 miles, or more
than 14 per cent of the total. The fact clearly shown by
these figures is that while the business on existing electric
railway lines is increasing, owing to the increased popula-
tion and expanding business of the country, and cars have
to be purchased by electric railway companies to carry
these passengers, the construction of new lines and of ex-
tensions to old lines has almost ceased.

It should be remembered in this connection that during
the past year there has been on the whole a marked revival
of business and that the population of the country has been
Nor-

mally one would expect the electric railway lines to increase

increasing at the rate of about 2 per cent a year.

in length in about this proportion, especially because of
the small amount of track built during the previous few
vears. But in such a state as New York, outside of the
main line of the New York Central Railroad, already men-
tioned, and the New York, Westchester & Boston Railroad,
which was also built practically for steam railroad condi-
tions, there was only 17 miles of new track, or an increase
of less than one-half of 1 per cent, although during the
decade from 1900 to 1910 the population increased at the
rate of 214 per cent yearly. Similarly, Massachusetts last
year reported an increase of only a little more than 13
miles, also lcss than one-half of 1 per cent of its trackage.
Ohio reported only 16 miles and Indiana only 13 miles.
Several states, including Georgia, Kansas, Kentucky, Mary-
land, Missouri, Nebraska and Virginia, reported less than 5
miles of track each.

Tt would be foolish not to attach significance to these
figures. No one, we believe, will claim that the real needs
for transportation facilities in the states mentioned in-
creased only at the trivial rates which this added mileage
would indicate. We do not intend here to discuss the
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causes, but the facts disclose a condition which is of
serious import to the public at large, if city and inter-
urban railways are really as great factors in the prosperity
of urban and interurban communitics as they are generally
credited with being. The question is not one simply of
concern to the railway companies. They need not attempt
to serve any more territory, but can devote their attention
to the more intensive cultivation of the lines which they
have. DBut how will such a plan help those communities
which are not now served by any existing railway line and
lience are deprived of the transportation facilities which
might be a factor in their growth? \We bring this question
and the figures already quoted to the attention of the legis-
latures which are now meeting in most of the states in this

country.

NEW MOUNTAIN ELECTRIFICATION

The announcement made this week of the decision of the
Chicago, Milwaukee & Puget Sound Railroad to electrify
some 440 miles of its main line between Harlowton,, Mont.,
and Avery, Idaho, proves the correctness of the arguments
often advanced by electrical engineers on the desirability
of electric locomotives for service on mountain grades.
Not only is the available fuel in the far Western mountain
districts of low grade, but water-power is usually near at
hand. Finally, the capacity of the locomotive, and hence
of the track, can be greatly increased by the substitution of
electric for steam power, as shown in the article on this
subject by Mr. Armstrong published in this paper last week.
The proposed installation will be similar in general char-
acter of service required to that of the Denver & Rio
Grande proposed electrification, announced a few weeks
ago, but will be considerably more extensive, as nearly four
times the length of track to be equipped electrically is men-
tioned in the dispatches. On neither of these lines has a
definite selection been made yet of the electric system to
be used, but in an interview a prominent official of the
company in Chicago is reported to have said that the
chances favored the use of 2400 volts.
the voltage adopted for the Butte, Anaconda & Pacific Rail-
road, which will also be supplied with electrical energy

This is, of course,

from the same power distribution system, and possibly the
choice for the Butte, Anaconda & Pacific road was made
in contemplation of the future electrification of the main
trunk line. Recuperation, an especially valuable factor
on mountain-grade divisions, is also mentioned as a prob-
ability, although whether this was, or will be, a factor in the
choice of the electric system to be used is yet simply a
matter of conjccture.

In one respect it seems at first somewhat of an anomaly
that the superiority of electric power to steam power should
have been recognized first at what appear to be the two
extremes of railroading, namely, for rapid transit com-
muter service near densely populated cities and in the
But
these two classes of service have this point of similarity,
the question of increased track capacity is a very important

sparsely scttled mountain districts of the country.

one, and electric power affords the cheapest means of
securing it. On the whole, the outlook for an increase of

heavy electric traction lines during 1913 is promising.
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Accident Prevention in Boston

Speeial Form of Inquiry Which Follows Accidents in Boston—Campaign of Education to Avoid Accidents Conducted
with Owners of Vehieles, Trainmen and Publie

BY EDWARD DANA, ASSISTANT SUPERINTENDENT OF TRANSPORTATION DBOSTON ELEVATED RAILWAY

The street car accidents which occur daily are numer-
ous, and their reduction imposes a task of the first magni-
tude. Such an end demands the constant application of
all the intelligence that a company can command. One
often hears of certain accident “campaigns™ being pro-
ductive of results. These usually are of a temporary na-
ture, but indicate what is within the range of possibility
and the goal to strive for. Novel methods are employed
tntil the enthusiasm weakens, whereupon a period of rising
accidents sets in and lasts until such time as the com-
pany awakes to the need of another “campaign.”

The successful company of the future must plan to exist
without these sprints. The “campaign” must be a con-
sistent, perpetual movement productive of results. It must
strive to prevent rather than cure, for cures are not always
permanent. The underlying causes of accidents must,
therefore, be analyzed to the finest degree possible. Proper
record should be secured to the end that if some condition
attracts attention it can be traced back, as well as watched
in the future, without prohibitive expense.

must receive their proportional share of the growth, and
even more if possible.

The narrow streets of the business section of Boston are
conducive to vehicle collisions. During the autumn the
company mailed the following letter to as many owners of
vehicles as it was possible to reach.. The tone of the replies
received indicated an appreciation of the situation:

CIRCULAR LETTER TO VEHICLE OWNERS

“DeAr Sirs: During the last twelve months the surface
cars operated by our company have been concerned in
4087 collisions with vehicles upon the public highways.
Some have been slight, others have been more serious in
their consequences. In the aggregate, however, they rep-
resent a financial loss of no mean proportions to both the
company and the owners of the vehicles. It is safe to
say that but a very small percentage were unavoidable.

“We have exerted ourselves to the fullest degree to
prevent the occurrence of these collisions. We have
evolved a thorough method of instruction and system of
following up our motormen. We find that these efforts

Boston Safety Campaign—View from Moving-Picture Film

BLANKS FOR RECORDING CAUSES

In Boston there has been dcveloped for this purpose a
series of forms which pertain to the three classes of colli-
sions, namely, with car, with vehicle and with pedestrian.
Of these the first and the last are shown on page 6o. The
remaining one contains questions similar to most of those
in either one or the other of the blanks reproduced, with
the addition of questions to show the direction in which the
vehicle was going. The information called for is readily
obtained in the form of a memorandum at the time a
superintendent interviews the employees concerned. The
blanks are then sent to the superintendent of transporta-
tion, where they are filed and analyzed, and, if cailed for
by the claim department or vice-president, they are easily
accessible.

It has usually been difficult to shoew managers that an
expenditure calculated to reduce accidents was warranted
because of the fact that it is well-nigh impessible to secure
tangible evidence which can be attributed thereto. The
two surest avenues, however, to fewer accidents are com-
petent instruction and reinstruction and efficient street
supervision. Modern managers must be liberal in supply-
ing appropriations for these two items if results worth
while are to be expected. As a system enlarges these items

have not been in vain, and that, during the period quoted,
in 40 per cent of the collisions our men were in no wise
to blame and in 40 per cent more they were not responsi-
ble for the collision, but we deemed it wise further to in-
struct and caution them. In 8o per cent, therefore, of the
collisions cited the responsibility for them has rested with
the drivers of the vehicles. In the remaining 20 per cent
our men have been responsible and have suffered the conse-
quences of their negligence.

“The volume of vehicular traffic here in Boston is on the
constant increase, and the modern tendency is for speed at
almost any hazard. The conditions, therefore, will be more
conducive to accidents as time goes on.

“This, however, is the age of co-operation, and we ask
you, for your own interests, our interests and the interests
of the community at large, to co-operate with us in a prac-
tical, effective manner to reduce the collision account.

“We recommend to you the practice of having talks given
to your drivers and the good which bulletins or caution-
ary instructions might do. A careless driver is in more
ways than one as unprofitable an investment for you as is
his counterpart with us.

“We should be glad of any suggestions, and any informa-
tion which you may desire concerning the difficulties of car
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operation on bad rails, ctc., we should be glad to afford you.

“We trust you will look upon the matter along the broad
lines which we endeavor to, and we earnestly hope that
you will see fit to expend encrgies along this line.”

This letter was signed by the superintendent of trans-
portation.

TALKS BY SUPERINTENDENTS AND “ACCIDENT CLERKS”

Much good can result from periodic, forceful talks to the
men collectively by superintendents and others. If these
are held too frequently, however, or are too protracted, the
results secured are much lessened.

Within the past ycar “aecident clerks” have been ap-
pointed in Boston, and it is the general opinion that the
company has profited by the appointment to a considerable
degree. Iiducated in the claim department, these men are
in a position to show trainnmien how serious the aceident
question really is from the viewpoint of the department
where the income of the company flows the wrong way.
The three men assigned spend a week in one division and
then move to the next, and it is so arranged that they are
not assigned to the same division more than once in two
months. Their duties require them to study all conditions
which may seem conducive to accidents and to point out in
individual conference at the time that accident rcports are
made the ways in which the employee was negligent,

As indicative of the manner in which a proper atmos-
phere can be created in which to present the accident prob-
lem to the men, the following letters were mailed to the
home addresses of conductors and motormen. They were
signed by the superintendent of transportation. The letter
to conductors was dated Nov. 18, 1912, and that to motor-
men Sept. 30, 1912. It was thought that as these letters
were read around the home table in the evening there would
come a deeper realization of the responsibility of him who
day in and day out wears the, to him, commonplace uniform.
Undoubtedly other members of the families read them and
conceived ideas which caused the subject to be brought up
again at a later date. Replies were received from some

.

Boston Safety Campaign—View from Moving-Picture Film

and they were most gratifying as showing the sentiment

of responsibility which existed upon the platforms.
LETTER TO CONDUCTORS

“To Conductors:

“This company comes in contact every day with about a
million and a half individuals, all of them different. To
them you represent the policies as well as the kind of serv-
ice which it provides. We deal in the commodity of trans-
portation and you are the agents of the company as it is
delivered. Tt is recognized as sound business policy to
discriminate against no one. More especially is this true
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in this business, a public service, at a uniform rate, that all
must be accorded the same treatment.

“Doubtless it is true that no agent in other lines comes in
contact daily with as many customers as you do. Many
of them, for want of clse to do, observe with interest the
manner in which you perform your duties. It should be a
source of satisfaction therefore to know that if your work
is well done others observe it, not infrequently call it to
the attention of the management, and in any event inwardly
respect you. By proper conduct you build up the good
will of the business. If the good will of the busiuess is
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strong, it is by just so much an easier matter satisfactorily
to explain matters which may not suit the individual.

“If a passenger aggravates you, retain always your self-
control. The next time the same passenger rides make no
allusion to the past and conduct yourself properly. You
cannot but change his attitude from one of anger to respect
and probably a feeling of shame upon his part. By simply
doing right in such a case ycu have done unquestionable
good in that you have taught a moral lesson.

“Always bear in mind that by your careless act a board-
ing or alighting accident is likely to occur., You may be
responsible not only for the financial loss which the com-
pany may sustain but for suffering and injury. It may be
a young, active person who must carry the burden of this
injury down the years of life, or it may be an elderly
person whose brief remaining span of life is shortened be-
cause of this injury. In either case it is too great a toll
for a few seconds which the company has never asked
that you save or spend in such a way.

“A comparatively fixed relation exists between the gross
receipts of the company and the amount which can be
disbursed as wages. Failure therefore because of inatten-
tion, carelessness or inefficiency on the part of a conductor
to collect the revenue rightfully due the company for serv-
ice rendered bears direetly upon the company, the general
public and the conductor himself, as well as upon his
fellow employvees. Much there is to try you, but in the
short dealing you have with passengers it is not for you to
know the burdens each may be carrying which, in their
cutward expression, bear heavily upon you.

“Remember that your work well done is constructive
effort making stronger the company, those who observe
you and yourself, and further remember that you will never
be regarded. as ‘a good railway man’ till you run your car
without accident and with civility to passengers.”

LETTER TO MOTORMEN
“To Motormen of Surface Lines:

“In these busy autumn days let your energies be exerted

to the avoidance of the accidents which heretofore have
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been peculiar to the season. Bear in mind that each
collision leaves a scar, and no one wishes to cause a scar.

“That scar may cause human suffering, and no one
wishes even to reflect upon the fact that many homes each
Christmas are saddened from the scars of street car acci-
dents during the previous twelvemonth. That scar may
cause the company to pay out money for repairs to car or
object damaged, in which case it is an economic loss, merely
replacing what formerly existed.

“If the company did not have to pay out these sums it
could, by just so much, improve the facilities for trans-
portation as well as the compensation of its men. In the
last analysis every accident is the result of carelessness or
failure of judgment on the part of someone and conse-
quently is preventable. '

“Every motorman has but one duty to himself, the com-

[Vor. XLI, No. 2.

“Do not allow yourself to imagine that the other users
of the highways will make any move except the one most
unfavorable to your position and be prepared for it. Re-
member, when on a car you should concentrate your atten-
tion on your work just as much as should a surgeon who is
performing a delicate operation in which life hangs in the
balance. Enter upon this reduction of the accident account
with a determined mind and surprising success well worth
while from any point of view will result.”

MOVING PICTURES

A wide range of persons were also reached by means of
running a series of pictures at twenty-one of the moving
picture theaters in the city. Typical views from these
pictures are reproduced. Appropriate wording was dis-
played before each was thrown upon the screen. Just how
valuable such an outlay really was can only be presumed,
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Boston Safety Campaign—Blanks Used for Obtaining Information of Collisions with Cars and Persons

pany and humanity while his car is in operation, and that
is to give his entire attention to operating it safely. This
company has stood in the front ranks of street railway
operation in this country. The incentive should be there-
fore not to be satisfied but to progress and be a leader in
every way.

“The management believes that this {all a successful stand
can be taken against accidents. It has communicated with
the schools, the public authorities and others who use the
public highways. It now appeals to its men to strive
earnestly for this end and show results.

“Each day from Oct. 1, 1912, there will be posted the
number oi collisions which occur during October and No-
vember with those that occurred during the same time the
previous year.

“Be sure you have sufficient sand for an emergency,
making allowance for the frosty rails of this time of year
as well as the falling leaves. If you observe a motorman
younger in the service than you are make a careless move
which, if repeated, might cause a serious accident, make it
your duty at some time, in a friendly way so that he cannot
help but appreciate it, to warn him.

but it is inconceivable that serious impression was not made
upon a good many, old as well as young, and that some acts
of carelessness were not by this means prevented.
ACCIDENT CHARTS FOR TRAINMEN

To focus the attention of trainmen concretely upon the
accident standing from day to day, charts, similar to that
shown on page 59, were posted at all carhouses, and each
day the number of the several classes of accidents was
drawn in beneath the average record for the previous two
years. There seemed to develop a genuine purpose among
the men not to allow the current year line to creep up on
the “bogey,” they realizing the consequences to the com-
pany if it did. Simple as is this plan, there is no question
that it accomplished good results. It might be well if
prizes of some sort were given to the division makmg the
best record against its own previous performance in this
connection,

OTHER PRECAUTIONS

The words “Do not talk to the motorman” have long
been stenciled on some part of the vestibules of electric
‘cars. In most cities the observancé of these words is the
exception rather than the rule. How many accidents might
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have been avoided had this not come to be the case can
only be conjecturcd, but ccrtain it is that violation of the
rule is conducive to accident, and up-to-date operation
should combat it vigorously. Policemen and firemen arc
frequent offenders and should be reachcd through their
respective departments. :

It has been said that drivers of horse-drawn vehicles
should be licensed, and there is considerable merit in the
proposition, although the labor organizations would in all
probability oppose such legislation. It is a fact that many
of the vehicle drivers are unfit for the responsibility and
should be prevented by law from jeopardizing in the public
highways their own lives and those of pedestrians or those
of a carload of passengers.

In congested cities harrowing accidents result from the
street gamins and newsboys stcaling rides. Here is pre-
sentcd a problem, the scriousness of which is incrcasing as
congestion increases. It has its pathetic side which must
be studied and mct, for many of thc boys stealing rides are
the product of families which have been wrecked. Often
their mothers are away all day earning the wherewithal to
support them, while thcir fathcrs have deserted them or
are ‘“‘good-for-nothings.” This task is one for the church,
the schools, the juvenile courts and the railroads to pursuc
earnestly and thoughtfully if we are to have a reduction in
this class of accidents.

In conclusion, it more and more becomes an economic
problem of far-reaching consequence to reduce the acci-
dents of common carriers in this country and bring to pass
a conservation of our human rcsources.

ILLINOIS TRACTION T-RAIL PAVEMENT CONSTRUCTION

The engineering department of the Illinois Traction
System has recently developed a type of track construction
in pavements which includes several novel features. A
section of this new construction is shown in the illustration.
It was designed for both creosoted block and brick pave-
ment and its advantages are found in the method of handling
the pavement between the T-rails. The section was de-
signed for go-lb. A. S. C. E. rail on 6-in. x 8-in. x 8-ft.
wooden ties with a 6-in. concrete foundation under the
pavement. By employing a template which will prepare the
sand cushion between the rails and give a crown at the
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street and provides drainage fromn both sides as far as the
building lines. [ts installation is limited, however, to streets
where an outlet can be provided to thc city sewer system
or othcrwise.

CROSS PIT TRUCK TRANSFER TABLE

One of the problems confronting thc master mechanic
of a small road where the amount of rolling stock does not
warrant the installation of an overhead cranc in the repair
shop is the replacement of trucks at a minimum expense.

Cross Pit Truck Transfer Table

This problem is particularly pertinent on interurban roads
where it is necessary to jack up the heavy car body to a
sufficient height not only to clear the trucks but to allow the
trucks to pass out under the pilot. In case it is not possible
to do this, the pilot and possibly the draft rigging must be
removed, a task which entails considerable expense. In
solving this particular problem the master mechanic of the
Fort Dodge, Des Moines & Southern Railroad Company
built a cross pit between the inspection pit and the track
on which truck repairs are made. He also designed and
built a comparatively inexpensive transfer table of scrap
material found in the company’s storeyard. A sketch show-
ing the transfer table construction as well as the cross pit
is shown. The numerals on the drawing give the dimen-
sions of the several parts in inches.

Since the cross pit has been built and the transfer table
installed the cost of removing trucks from
cars has been reduced to a minimum. An

interurban car is run on the inspection track

L]

so that the trucks rest on the table. Two

Standard T-Rail Construction in Paved Streets—Illinois Traction System

center equal to the height of the ball of the rail no special
filler block in the pavement is required. In case brick is
used a special brick may be purchased which is 3 in. deep,
or the paving block, if the width is less than the depth,
may be turned on the side. In case a creosoted block is
employed, the shallow block may be purchased at no addi-
tional cost over the price of the standard size. It has been
found that the public expressed no objection to this type
of construction, and at the same time it affords a cheaper
method of paving between the rails.

Another feature is the method of preparing the subgrade.
Usually the trench containing the ballast under the ties is
rectangular in section, but in order to provide drainage to
a 6-in. farm tile, which is installed at the center of the
trench, the subgrade is sloped from the ends of the ties to
the tile, 14 in. to 1 ft. The installation of farm drain tile
with outlets in the center of the track trench is advantageous
in that the trench is usually below the subgrade of the

Elgetric Ru.Journal

IR jacks are placed under the side sill of the

car and bear on the concrete cross pit walls.
After the car body has been raised to a
sufficient height to clear the center bearing
plates, the transfer table is pushed by hand
to the truck repair track, where the defec-
tive truck is removed and one in good order replaces it on
the table. The transfer table is then moved back to the
inspection track, the car body lowered, the king pin dropped
in place, and the car is again ready for the road.

One of the largest hydroelectric plants thus far installed
has recently been placed in service at Trollhittan, in Swe-
den. It is a government enterprise utilizing as its storage
basin Lake Vinern, the third largest lake in Europe, with
an area of 2150 sq. miles. With the regulation possible to
be applied on the lake the minimum flow can be considerably
increascd and the possible output will rise to not less than
200,000 hp. Approximately half this amount is the output
planned for the present installation. The equipment of the
initial plant consists of eight turbines, six of which are
already in operation. These turbines are double-runner
units of the Francis type, working under 108-ft. head, each
dircetly coupled to a 11,000-kva generator.
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Reports on San Francisco Conditions

One Report Just Rendered Recommends the Construction of 72 Miles of New Track Within the Next Five Years and
Says the City Must Adopt a Definite Railway Policy—Another Report Analyzes the Rush-Hour Traffic—
The Third Discusses the Probable Growth of Traffic and Required Investment

Three reports have recently been submitted to the Board
of Supervisors of the city of San Francisco by B. J. Ar-
nold. The first is a continuation of report No. 10, of
which an abstract appeared on page 1240 of the ELECTRIC
Rainway JournaL for Dec. 21. It refers to the extensions,
imniediate and future, of street railway facilities in San
Francisco which Mr. Arnold considers necessary. This
report was submitted Dec. 2, 1912. An addendum to the
report, dated Dec. 11, 1912, refers to the defeat of the
proposed charter amendment No. 34 by a small majority
at the referendum.

The second report, No. 11, was submitted Dec. 23 and
relates to traffic and service in the downtown district of
San Francisco. The third report, No. 19, was submitted
Jan. 2, 1913, and discusses the growth of traffic in San
Francisco, past and future, and the investment which will
be required to provide new transportation facilities in the
city adequate to care for the future traffic. The reports are
of especial interest because of the expressed policy of the
municipality to own all of its electric railway systems.

In the earlier reports Mr. Arnold showed the necessity,
especially in view of the approaching exposition, for the
city to provide some means by which the transit facilities
should be made adequate to the needs that will arise in
1915. A charter amendment which permitted the co-opera-
tion of the city and of private capital to make certain ex-
tensions to care for this situation was defeated by popular
vote, as already mentioned. The addenduym to Report
No. 10, abstracted first below, outlines the courses now
opened for the city and urges the adoption of a definite
transportation policy. The final report, No. 19, then dis-
cusses the requirement for rapid transit during the next
forty years and shows that under the constitutional debt
limitation of the city the assessed valuation of its property
will not provide sufficient margin to enable the city to make
the improvements and extensions which would be required
yearly.

A DEFINITE POLICY IMPERATIVE

The addendum to Report No. 10, Part 2, made immediate-
ly after the election already referred to, says that it is now
incumbent upon the city:

“First—To finance, by local assessment or bond issue,
all or a large part of the extensions called for and to se-
cure the right of exchange of its own cars with the con-
necting United Railroads lines (involving an adjustment
of wage scalcs) ; or

“Second—To build the roadbed only and grant private
operation rights there-over; or

“Third—To secure private capital to finance these ex-
tensions and secure the right of through service under
present charter conditions.

“The time has now arrived for the city of San Fran-
cisco to establish a definite transit policy, either to under-
take a prolonged warfare of competition with established
lines or else to accept a reasonable compromise and sub-
division of territory served between the municipal and
private systems until such time as it is ablc to assume the
financial burden of the entire transit system.”

NEEDS OF THE FUTURE

In the full report, which was submitted before the elec-
tion, Mr. Arnold says in part:

“While the necessities of the present are being consid-
ered it is equally necessary that those of the near future
and of a decade hence shall be anticipated as far as pos-
sible in order that piecemeal development may be avoided

and a transit system planned which will eventually co-
ordinate all of these successive steps into one efficient and
unified operating system, whether under one or several
managements, municipal or private. The extensions herein
recommended are designed as parts of such a unified sys-
tem, irrespective of ownership, i. e, with a system devel-
oped only with reference to the best needs of the respec-
tive districts, and with duplication of capital investment
eliminated.

“This unified plan does not in any manner prevent the
future control by the city of all of its traction lines but
may be regarded at the present time as simply the best
means to a much-desired end—adequate service. From the
standpoint of the patron, the ideal condition of service
necessitates one city, one fare, universal transfers.

“However, plans have been prepared for the subdivision
of this unified program of development into its component
parts, one of which contemplates a privately operated sys-
tem and the other a municipally operated system, both cov-
ering the entire city as far as possible and operating in
direct competition. But such a plan necessarily results in
extensive duplication of investment along parallel streets
and consequently duplication of service.”

Among the conclusions and recommendations set forth
are the following:

“A study of the relative growth of population, operated
trackage and riding habit indicates that the principal trac-
tion system in its extension program is at least six years
behind the average rate established by the company from
1900 to 1905, which was 6 2/3 miles of single track per
vear. During the preceding decade an even higher rate
was maintained—834 miles per year. Furthermore, ex-
tensions are by no means keeping pace with the growth in
population, and only about 8 miles more track is now being
operated than in 1905.

“The apparent needs of the immediate future, deter-
mined independently of the above facts, require the con-
struction of about 72 miles of single track, 94 per cent of
which is under municipal jurisdiction, and by far the greater
proportion of this mileage is to be regarded as simply com-
pleting a delayed program.

“Upon the completion of the above construction, five
vears hence at the most, a second construction program
should be entered upon, involving about 50 miles of single
track, which may possibly be warranted within the present
decade.

“After this period further extension work should be
steadily carried out as indicated, both in the outlying dis-
tricts and within the city proper, solidifying and perfecting
the present system. Inasmuch as San Francisco is hardly
half developed, there remains much to be accomplished
before a so-called saturation point shall have been reached
to justify retrenchment in extensions.

“This work will call for an approximate expenditure of
about $6,000,000 in track and equipment within the next
five years and $11,000,000 for all the extension work in-
dicated herein, exclusive of all special street improvement
work, such as regrades, tunnels, etc., and exclusive of all
rapid transit undertakings, except the Twin Peaks tunnel
project already recommended.

“At a very conservative estimate the investment in physi-
cal property should increase at the rate of $3 per $1 earned
per year, and possibly at a higher rate. As the earnings
for the future are conservatively estimated as doubling in
from fourteen to eighteen years, this means that within the
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next decade probably ‘$18,000,000 will have to be invested
in extensions, additions and betterments to the transpor-
tation facilities of San Francisco.

“A large proportion of these extensions must be oper-
ated as part of the private system having no possible con-
nection with the municipal lines, present or contemplated.
But if these various outlying fragments were built by the
city, some form of contract should be entered into to guar-
antee through service during the life of the trunk line
franchise.

“As the maximum benefit from service will be derived
from extensions nearest the business center or into com-
paratively thickly scttled suburbs, these should receive con-
sideration before lines into thinly settled districts.

“Single-track construction, with turn-outs, will be justi-
fiable in the case of some extensions into very thinly set-
tled districts. This, together with the lighter construction
employed, will so reduce the relative investment as to make
it possible to serve a much greater territory than if stand-
ard construction were used throughout. But such single-
track lines, if of reasonably permanent construction, espe-
cially as regards the substructure, should be laid at the side
of the street, so as to be in position when the line is
double-tracked and re-railed.

“In outlying territory, where the streets and topography

permit, a spacing between adjacent lines should bhe adopted
which will divide the undeveloped territory with reason-
able equality of service, as herein indicated. In other
words, parallel lines should not be located nearer than
three or four blocks apart, unless through exceptionally
dense settlements. Otherwise unwarranted duplication will
occur. :
“It is probable that a number of the extensions recom-
mended, especially those not in a direct line of through
traffic, may be better handled for the present by means of a
shuttle service rather than to attempt through service to
the downtown district.  On such -lines smaller car equip-
ment would be permissible, such as would not be of suffi-
cient capacity to warrant operating through the business
district.

“In conclusion, it is again necessary to draw the atten-
tion of vour board and the citizens of San Francisco to
the serious fact, with which they are confronted, that cap-
ital must be found to build these extensions. The munici-
pality, of course, has a free hand in this contemplated use
of its streets; but many of the extensions are of such
a fragmentary character that it is a grave question whether
it should undertake, under present conditions, a capital
burden of this nature. The only alternatives are for these
extensions to be financed by assessment upon the property
benefited thereby, or else by private capital, and to make
this possible the passage of charter amendment No. 34,
with proper restrictions, is therefore necessary and vital
to the proper development of your city, particularly in
time for the Panama-Pacific exposition.”

A table which accompanies the report gives figures of
approximate cost for extensions. The estimates assume
that electric power wou'd be purchased, thus excluding the
cost of power stations and transmission lines, and they
include only roadbed, overhead, cars and power-converting
equipment. They are as follows: Immediate, city, 66.92
miles of single track; outside control, 4.76 miles; cost for
total of 71.68 miles. $5,730,000; after five years, city, 44
miles; outside control, 3.79 miles; cost for total of 47.79
mi’es, $3,820,000; ultimate, city, 21.37 miles, cost $1,710,000.

TRAFFIC CONDITIONS IN DOWNTOWN DISTRICT

Traffic and service in the downtown district of San Fran-
cisco are discussed in preliminary report No. 11, submitted
under date of Dec. 23, 1912. An abstract of this report
follows :

“Owing to the variation in travel from day to day, this
traffic study cannot represent all conditions that occur but
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rather is intended to give an impression of typical operat-
ing conditions existing during a normal business day, that
is, excluding Saturdays and Sundays and other days of
unusually light or heavy travel. Further, the report is
confined to the ‘downtown’ or loading district, the outer
limits of which may be defined, from a traffic standpoint, as
including the points of maximum outbound loading on the
individual routes; that 1is, the limits within which the
loading of cars is completed. These points form the basis
of a so-called ‘cordon count’ of traffic, the object of which
was to itercept during the maximum rush hour every out-
bound passenger on his homeward journey.
SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS

“Adequate city transportation is largely a question of
meeting, on the one hand, the capacity demands of the
four rush hours, when one-half of the total day's travel
must be handled, and, on the other, of providing a rea-
sonably frequent headway during the remaining hours of
light travel. The former requires, for four hours only,
about twice the number of cars and crews necessary for
the rest of the business day.

“Outside of the extra investment in rush-hour equipment,
the greatest problem is to provide a reasonable day’s work
for rush-hour trainmen without running idle cars during
the day to fill out the working day of ‘tripper’ men.

“Of the two rush-hour periods, the evening has by far
the heavier travel—easily 100 per cent greater than the
average for the business day and 20 per cent greater than
the morning peak. On practically all lines, maximum
travel occurs within a short period from 5:15 to 5:30 p. m.
and is approximately 10 per cent higher than the hourly
average,

“A composite passenger count of all lines leaving the
business district during the evening rush hour indicated a
total homeward travel of about 49,000 passengers per hour,
84 per cent of whom were cify-bound and only 16 per cent
transbay commuters. Although nearly 13000 commuters
cross at this time each day, ferry-bound riding was found
to be generally light, as over half of the commuters, en-
couraged by street and terminal obstructions, walk to the
ferry.

“The operations of the traffic squad have been effective
and should be encouraged, as street congestion is respon-
sible for a considerab’e reduction in speed and carrying ca-
pacity. The average operating speed in the terminal dis-
trict is exceedingly low, but since 1903 the average sched-
ule speed for the city has increased from 7.6 to 8.5 m.p.h.,
or over 12 per cent.

“Every effort should be made to eliminate unnecessary
stops.  Within the usual range of speed, a reduction of
one stop per mile will result in an increase in speed of
about 5.6 per cent.

“The prepayment principle for collecting fares has not
had a fair trial in San Francisco especiaily as applied to
short platform cars designed for non-prepay collection, par-
ticularly those fitted with fare boxes, which require about
two-thirds more time to load a passenger than for the
long platform of the latest Oakland cars. With a properly
designed platform, passengers can load at a speed of about
one second each.

“A comparison of official schedules of 1909 and 19712
indicates on the whole a small increase in equipment oper-
ated as determined by trips scheduled. Checks against op-
erating schedules covering every car in the system showed
that practically all of the available rolling stock is being
operated, there being only 8 per cent idle cars out of the
total, 5 per cent being held for emergencies and the re-
mainder undergoing repair.

“Comfortable standing should be limited to 50 per cent
above seating capacity for cross seats, 100 per cent above
for longitudinal seats, or 3 sq. ft. per standing passenger
allowed for normal maximum capacity.
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“Analysis of service standards indicates excessive load-
ing on many routes. While the average car loading
throughout the city during the rush hour was 58 per cent
in excess of seats furnished, that of Mission Street was
112 per cent for the hour and for the heaviest 13-minute
period both Market and Mission throats showed 135 per
cent excess loading over seats furnished.

“Individual car loading was frequently so excessive as
to make it impossible for conductors to reach passengers
on non-prepay cars. In one case ninety passengers were
missed on a singlc trip—38 per cent of the registration—
which shows the necessity for prepayment platforms,
properly designed.

“The most prolific cause of excessive car loading is
irregularity of headway, due to street obstructions, care-
less dispatching or improper schedules. At present de-
lays of three to four times the headway are common.

“The great mterchange of transfer passengers clearly
indicates the effectiveness and need of crosstown lines in
city service.

“The new equipment now under construction will prob-
ably reduce thc average excess rush-hour loading from
58 per cent now to about 38 per cent, which will hardly
suffice for the present, even neglecting the needs of thc
exposition in 1915, unless by means of a general re-routing
much car mileage now unused can be conserved where
most needed, thus giving more service for the same num-
ber of equipments and trainmen on duty,

“In conclusion, permanent relief from the conditions
above enumerated may be obtained only by, first, an in-
crease in car mileage (carrying capacity) to be secured
through effective re-routing and additional equipment ; sec-
ond, more uniformity in headway to be secured by im-
proved schedules, inspection and dispatching and decreased
street obstruction, and, third, increased operating speed,
both in the loading of passengers and along thoroughfares.

GENERAL DISCUSSION

“During the four rush hours approximately one-half of
the total day’s travel must be handled. Furthermore, a
considerable difference exists between morning and eve-
ning travel in the suddenness and severity of the peak
loads. Thus, the outbound evening peak is two and two-
fifths times that of the morning, while the morning in-
bound peak is only one and two-fifths times as great as
the mbound evening peak. And finally, the difference in
this fixed riding habit is shown in a total evening peak,
both inbound and outbound, one and one-fifth times, or 2o
per cent, morc than the morning peak,

“With an adequate day service the rush-hour service
must be exceedingly poor. With an adequate rush-hour
service the day service must be unnecessarily good. This
condition, in effect, has occurred in the street car opera-
tions of this city. While the maximum evening travel is
two and two-fifths times the minimum midday travel, the
maximum car movement is only one and thirteen-twen-
tieths times that of the minimum midday—that is, 65 per
cent additional trips are run during the evening rush
period. which is far too low for a proper balance of serv-
ice. In most large American cities practically double serv-
ice during evening rush hour is found necessary. This
rush-hour service ratio must be interpreted with caution,
however, and in the last analysis the only absolute cri-
terion is actual average loading of equipment,

“One very serious cause of the increased difficulties of
giving adequate service is the interference of vehicle traf-
fic. A very material improvement, however, has resulted
from the institution of traffic regulation in this city by
the traffic squad. While the average schedule speed for
the entire city is 835 m.p.h., the actual operating speed in
the terminal district is but little over half—4.4 m.p.h.; in
the next zone of operation, 6.7; further out in the dis-
tricts where vehicle interference is small, 89, and finally,
on streets clear of interference, as high as 11.3 m.p.h.
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“This exceedingly low speed in the central terminal dis-
trict, averaging about the same speed as brisk walking,
undoubtedly accounts for the loss to the railway company
of a very large amount of short-haul traffic, which is by
far the most lucrative of all the traffic handled. There-
fore, any measures tending to increase running speed will
make possible more service in the poorly paying outlying
districts for the same total income per year.

“Since the electrification of the cable lines, the schedule
speed has increased about 12 per cent and .is continually
mproving, thus rcalizing one of the greatest advantages
of electric service: In 1905 it was 7.509 m.p.h.; in 1906,
7.647; 1907, 6.85; 1908, 7.91; 1909, &113; 1910, 8.284; 1911,
8.43; 1912 (eight months only), 83509. These average fig-
ures are based upon the actual car hours or running time
of trainmen.

“Another important element in preventing high sched-
ule speed is too frequent stops. Numerous observations
made on various routes indicate a relation between stops
and speed as follows: Ten stops per mile, 528 ft., 7.5 m.p.h.;
eight stops per mile, 660 ft., 8.4 m.p.h.; six stops per mile,
880 ft., 9.4 m.p.h.; four stops per mile, 1320 ft., 11 m.p.h.;
two stops per mile, 2640 ft., 13.7 m.p.h.

“The results of a large number of observations on the
various types of cars in service referred to in a previous
report on lower Market Street indicate that the prepay-
ment principle has not had a fair trial in San Francisco,
because of its being applied to cars designed for non-
prepay service with short or constricted platforms. Thus, -
for a group of twenty-five passengers boarding at one
point (a condition which occurs at the ferry regularly),
the short-platform cars fitted with fare boxes require
about two-thirds more time per passenger than for the
long platforms in the latest Oakland cars fitted with a
movable handrailing.

“Comparisons of headway, past and present, show not
only a general improvement in service, although small,
but also no evidence of attempt by the operating company
to improve temporarily the service on particular lines
counted while the traffic record was being obtained. The
operating company is using its available rolling stock to
the best possible advantage, and it is a creditable showing
that so large a percentage of its equipment remains in
service, which indicates a high degree of maintenance.

“Tt is recommended that reasonable standards to be ap-
plied to all types of cars are as follows:

“(1) Comfortable standing, 50 per cent in excess of
cross seats and 1oo per cent in excess of longitudinal
seats.

“(2) Normal maximum capacity, 3 sq. ft. per standing
passenger.

“(3) Emergency maximum capacity, 2 sq. ft. per stand-
ing passenger. '

“A summary of observations on all the various outbound
routes shows that for a typical composite business day
slightly less than 49,000 passengers travel homeward on
the surface cars during the maximum rush-hour period—
5 to 6 p. m. Of this total 42,500, or about 87 per cent,
were handled by the electric lines and less than 13 per
cent by the cable lines, and 41,000, or about 84 per cent,
represents city-bound traffic, the balance, or 16 per cent,
representing trans-bay commuter traffic to the ferry termi-
nal.

ANALYSIS OF SERVICE

“Taking the hourly basis, it was found that the average
loading for all lines of city-bound passengers only was
158 per cent, i. e, 58 per cent excess passengers over
seats; or for every Ioo seats outbound fifty-eight passen-
gers were forced to stand. For the electric lines only the
corresponding loading was 158.5 per cent and for the
cable lines 155.4 per cent of the seating capacity. These
figures give due credit to the operating company for all
unoccupied seats—that is, they recognize the standing by
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preference, due to the fact that many people stand even
with seats vacant, as has been previously cxplained.

“If the trans-bay traffic to the ferry be included, the
average loading for the system is then reduced to I131.1
per cent, due to the fact that the ferry-bound traffic is rel-
atively light, averaging for the hour only 69.2 pcr, cent of
the seating capacity, i. e., one-third morc seats than pas-
sengers. But it is not deemed proper to include in the
final analysis this trans-bay commuter traffic to the ferry,
for the rcason that it is handled almost entirely on inbound
cars and has no bearing on the outbound city service.

“It is necessary to state herc that thc above percentage
loadings, while apparently fair considered on the rush-hour
basis, are in reality entirely too high. The ratio between
rush-hour and basc midday schedule indicated too low a
rush-hour service standard. The throat counts fully con-
firm this conclusion. In modern urban transportation,
where the rush-hour load much cxceeds 133 per cent of
the seating capacity on an average, excessive standing re-
sults. THere the rush-hour average of city-bound trafhc is
158 per cent, or nearly 20 per cent higher.

“Disparity betwecn the records of the operating depart-
ment and those found by actual count may largely be ac-
credited to the fact that it is a physical impossibility for
any conductor to keep an accurate record of passengers or
fares where continued car loading as excessive as that
enumerated above is encountered. And here exists the
most forcible argument for the installation of the prepay-
ment principle on all lines.

“To make sure of results, as many as five observers were
stationed on the non-prepayment cars of both double-truck
and single-truck type. These counts showed the following
missed fares or passengers missed by the conductor on a
single trip: One line was ninety passengers short; four
lines were fifty passengers short; eight lines were twenty-
five passengers short; thirteen lines were ten passengers
short.

“In comparison therewith, only two prepayment lines
showed ten passengers or more missed by the conductor,
the average being four or five, and in these two cases the
excessive crowding on the rear platform (which is against
the rules of the company) prevented the conductor from
reaching the passengers clinging to the rear step.

“It is therefore deemed unquestionable that the prepay-
ment car has served a most useful purpose in securing the
proper income that should be derived from the passenger
traffic handled, which should not be considered for the sole
purpose of increasing dividends, as often considered, but
also for the purpose of securing from this justly increased
revenue the additional car service made possible thereby.”
GROWTH OF TRAFFIC AND INVESTMENT IN TRAFFIC FACILITIES

On Jan. 2 Mr. Arnold presented a report to the Board of
Supervisors on the growth of traffic in San Francisco and
investment in traffic facilities. It was entitled “Preliminary
Report No. 19.” It discusses the general laws of cities and
makes predictions as to the future income of the transit
lines in San Francisco with their necessary equipment
investments. The city at present contains 450,000 people,
and Mr. Arnold believes that this will double in twenty-six
years and will reach 1,000,000 in 1945. The city is now
growing more rapidly than before the fire, but not as
rapidly as other large cities on the Pacific Coast. The re-
port says further:

“An analysis of railway earnings shows that they are in-
creasing in proportion to the square of the population—
that is, when the population doubles earnings quadruple.
United Railroads earnings alone should double in the next
thirteen and one-half years—i. e., should reach $16,000,000
by 1924-3—and should quadruple by 1942. Earnings per
capita are now the highest in the country—$20 per capita
for all companies.”

On the other hand, “in extension of track mileage San
Francisco is at least six years behind the necessities cf
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the growth in population. Trackage should extend at least
as fast as the population, if not faster. The total track
mileage 15 now about the same as before the fire, due to
abandomments, and the last fifteen years show a slower
growth than at any period of the city’s history. This de-
laycd construction must now be made up. The present
necessities for track extension requirc about 15 miles per
ycar up to 19z0.”
DIFFICULTIES OF MUNICIPAL OWNERSHIP

The city’s expresscd policy of municipal ownership of
public utilities makes an analysis of the purchasing power
of the city with respect to its utilities of interest. The
report shows that the underlying property valuation is in-
creasing at a slower rate than the necessary railway invest-
ment—viz., as the 1.7 power of the increasc in population,
instead of the square as in the case of earnings. At the
very lowest estimate, $3 of capital must be invested for
every $I gross earnings. Under the present bond limit,
therefore, the city’s liability to purchase or build is becom-
ing morc and more inadequate, thus rcquiring a progressive
refunding basis.

The present available purchasing power of the city is
approximately $51,000,000 for all purposes, including water
supply. By 1930 the total railway.investment required will,
be $62,000,000; by 1950, $123,000,000. This means that over
one-third of the total bonding capacity of the city on its
present 15 per cent basis would be continually pre-empted
for railway investment alone, assuming the city entirely free
from debt.

The conclusion from this situation is that “if the city of
San Francisco declines to accept the assistance of private
capital in financing its utilities both for the present and the
future, the conclusion cannot be evaded that a revision of
the bond limit must be secured immediately in order to
provide the capital necessary for preserving the normal
rate of growth of the city.”

PROBABLE INCREASE IN EARNINGS

The analysis in the report of the predicted growth of the
city and its suburbs in population and territory occupies
considerable space in the report, but no abstract of this part
of the report is presented here because it does not relate
directly to street railway traffic. Portions of the discussion
on the growth of the carnings of the street railways are as
follows:

The report lays down the general law that the total annual
railway earnings increase approximately as the square of
the increase in population; or, in other words, the earnings
per capita will increase approximately in direct proportion
to the increase in population. In this connection the dia-
gram on the next page is presented. This diagram is plotted
on logarithmic cross-section paper, like other similar dia-
grams in previous reports by Mr. Arnold, so that ratios
represented by } = X" appear as straight lines, the value
of n being indicated by the angle which the line makes to the
horizontal line. In the case of San Francisco, the earnings
of the railway system have increased more rapidly than
the square of population and the value of the property at
a somewhat less ratio. The broken guide line indicates the
square relation, and any line parallel to it conforms to this
law. In the chart the rate of earnings for the distant future
has been conservatively decreased, as the report refers
largely to surface transportation and is not intended to
include expensive rapid transit projects.

INCREASE IN EQUIPMENT

The track mileage in San Francisco up to the time of the
consolidation of the properties had increased at a more
rapid rate than the population, but not lately. According
to the report, a proper development of the transit facilities
requires that it should increase at a rate at least propor-
tional to the increase in population. The seating capacity
of the cars in San Francisco is now practically the same as
before the fire.

An estimate of the proper rate of increase in car equip-
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ment and car mileage can be made, according to the report,
by several methods as follows:

“(1) Assuming a uniform density in cars per mile of
track, and increasing in proportion to track mileage.

“(2) Assuming a fixed income per car year, and thus in-
creasing in proportion to the gross earnings.

“(3) Assuming a fixed operating ratio, expenses per car
mile, and car mileage per car year, and increasing in pro-
portion to the gross earnings.”

Considering these in their order, on the first basis, “the
car density resulting from a total of 741 cars averages for
1911 2.52 cars per mile of track. Ior a total trackage in
1920 of 414 miles there will be required 1043 operating cars,
or adding 5 per cent for reserve and repair, a total of 1095
cars, equivalent to thirty-nine cars added per year. This
represents a minimum, as the car density in San Francisco
is low.”

According to the second method, “the average income in
1911 for 741 cars was $11,600, which is much higher than
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San Francisco Report—Chart of Future Growth and Rail-
way Earnings

in other cities. For gross earnings in 1920 of $13,100,000,
a total of 1176 cars would be required, or forty-eight per
year.,”

According to the third method, “taking the present ratio,
including taxes, of 65 per cent, an operating expense of
20 cents per car mile and the present yearly mileage per car
of 36,700 miles, the estimated earnings for 1920 of $13,100,-
coo will require a total of 1218 cars, or fifty-three per year.

“Thus 1t appears that on the present operating basis
thirty-nine to fifty-three cars per year should be added to
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INVESTMENT NECESSARY
The deductions from these data are of interest not only
to San Francisco but to every municipality contemplating
exclusive municipal ownership. As the future earning
power has been determined, it is possible to deduce the total
investment which will be necessary to extend the railway
system according to the policy. These figures appear

below :
FinanciaL SumMary o FUTURE GROWTH.
WCAT | sovswrs s 508 5w 5 6 5 5 06 6.5 % 981 & 5 6 181 & § & 5y 1912 1920 1930 1940 1950
Population (thousands) .............. 443 558 722 909 1,121
Street railway earnings (mll]lons) . 84 13 21 30 41
Total assessed valuation for ecity and
county {(millions) . v .qmum as s pmmies 511 750 1,160 1,710 2,420

Investment in street railway property of
$3 to $1 earncd (minimum) (millions) 25 39 62 90 123
Bond limit (15 per cent of valuation)

GIATTTOMS)S, o eliesmiie o e hatyenes of ons kololten i o uigonol oo s 74 113 174 257 363
Per cent of preseut bond limit neces-
sary ftor railway investment......... 33 34.8 35.9 3551 33.9

This table shows that an average investment of at least
$1,750,000 per year will be required to 1920. The invest-
ment ratio assumed is $3 to each $1 earned. This, the
report says, applies only to a system which is properly
extended year by year in proportion to the growth in popu-
laticn and is probably the minimum investment necessary.
If rapid transit undertakings in any form should be carried
out during the intervening period, a considerably higher -
investment ratio would result, somewhat according to the
following plan

Rapid transit subways............ $6.00 to $8.00
Electrified steam lines............ 4.00 to  6.00
Street TAllWAYS: cuws cmss smms osmas 3.00 to  4.00

CONCLUSIONS

The conclusions reached arc that unless some revision is
made in the basis of the bond limit for the purposes of
investment in municipal utilities, the city can never hope to
acquire, much less to construct, a complete transit property
of the character necessary to meet its future. The table
shows that more than one-third of the total bonding capacity
on the present basis would be continually pre-empted for
railway investment alone, assuming the city entirely free
from debt. It was for this reason that the provisions of
Charter Amendment No. 34 were so drawn as to permit
private capital to assist municipal development until such
time as the city could take over its utilities upon an ade-
quate bonding basis, as in the case of New York City in its
latest subway acquisitions.

PADLOCKING CONTROLLER HANDLES

As a result of several serious accidents, two of which
were fatal, the Lincoln (Neb.) Traction Company made
the removal of the controller and reverse handle compul-
sory. After this rule became effective the car crews and

repairmen  at the shops
experienced considerable
difficulty in keeping a

sufficient number of extra
handles on hand to take
care of emergencies. To
eliminate this trouble all
controller handles were
slotted to receive the han-
dles of the reverse levers
and holes were

HOLE FOR LOCH
SLOT

Interlocking Controller and Re-
verser Handles

the entire system.

That this latter rate is entirely prac-

4-in.
drilled in the ends of the
latter. Now when a crew

ticable is shown by the fact that it would permit earnings
of about 10 per cent on the investment, assuming $3.50 in-
vested for each $1 of earnings.

“The only way in which this car purchase schedule can be
reduced for the same service is that proportionate econo-
mies in operating car mileage be introduced by means of
increased speed and effective re-routing of present lines.”

leaves a car at the close of the day both handles are re-
moved, the reverse handle 1s slipped through the slot in
the controller handle, and the lever of a padlock, perma-
nently attached to the brake staff bracket, is passed through
the 14-in. hole in the reverse handle and locked. This
arrangement keeps a set of handles with each car, and all
properly authorized parties have keys to the padlock.
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Electric Arc Welding on the Pacific Coast

An Account of the Experiences of Two Electric Railways in Re ll‘ll)lllt‘ltll]g Worn Track and Equipment by Building Up with
New Metal Welded Into Place by the Electrie Arce

The commercial development of the art of electric arc
welding, placing as it docs an opportunity before the user
for almost unlimited rehabilitation of worn or broken ma-
terial, is a mattcr of great interest to eclectric railways, as
such enterprises, having always availablc a supply of cheap
electric current, are in a peculiarly advantageous position
for its utilization. Although arc welding is still in its
early stages, the development has been exceedingly rapid,
and on chcra] railways enough progress has been made
already to demonstrate beyond any doubt the practicability
of the method and the satisfactory results which may be
obtained from it.

On the United Railroads of San I'rancisco eight or nine
electric wclding outfits of the portable type, manufactured
by the Indianapolis Switch & I'rog Coempany, have been in
use since the beginning of 1912 and have proved thor-
oughly satisfactory in every rcspect. Through their use

rehabilitate the crossing, thereby prolonging its life for
possibly scveral years at a cost of between $75 and $roo.

It is, of course, the feature of portability which affords
the grcatest opportunity for saving. In many cases where
welding is done at a forge or furnace by a blacksmith by
far the greatest part of the cost of the complete opera-
tion is that which is involved in dismantling the damaged
picce, transporting it to and from the forge and reassem-
hling it after the repairs are finished.  The ability to bring
the welding flame to the work and to apply it from almost
any direction or angle climinates practically all of this in-
direct expense, and through the localization of the weld-
ing heat it has now bccome possible to make the so-called
spot welds, to weld in narrow strips along crooked lines, or
to operate upon material of a degrce of thinness which
would prohibit its being handled on a forge or on an anvil.

This accounts largely for the great varicty of work

Electric Arc Welding—Different Classes of Car Equipment Repaired in the Shops of the United Railroads of San
Francisco

the road has been able to reclaim and rehabilitate many
thousands of dollars’ worth of material in the repair shops
as well as a very large amount of rail and special work in
the streets. In the latter case corrugations and cup-outs
have been built up easily and satisfactorily in addition
to plates in hardened center special work where the points
have become broken or worn.

For repairs to track and special work the apparatus is
especially economical. The road reports that, for a very
nominal sum, material to the value of several thousands of
dollars is reclaimed annually and the life prolonged for
several years. It is, of course, almost impossible to esti-
mate the exact saving on track work through the use of
electric arc welding for the reason that, while the value
of a new piece of special work may be $1,500 or $2,000,
the actual cost of replacing the worn-out piece will amount
to considerably more when the cost of labor for installa-
tion and the amount involved in tearing out and replacing
the pavement is considered. As an example, it is reportcd
that at one of San [Francisco's busiest corners considerable
complaint arose on account of the noise caused by cars
running over a worn double-track section. This layout
cost about $1,400, and the cost of replacing it with new
material would have amounted to $1,000 additional, but
through the usc of the new process the road was able to

which can be done with the electric arc, an example of
which is given in the list of material repaired by the elec-
tric arc on the United Railroads of San Francisco. Here
they report that they regularly make repairs to gear cases,
motor cases, axles, truck frames, axle bearings and brake-
shoe heads where the dowel pin has become oblong, arma-
ture shafts where the keyway and the tapered pinion seat
have become worn, axle caps, brake levers, bolster cast-
ings, brake hangers, controller backs, step castings, and in
fact all of the material used in their repairs of cars. In
the track department the road has used the electric arc
for repairing switch tongues, frogs and mates, for filling
up cup-outs and corrugations in rail and for filling up low
joints in both straight rail and special work.

An interesting example of the application of the electric
arc welding on this road occurred soon after the introduc-
tion of the process, when about 6oo half gear cases which
were taken from the scrap pile were reclaimed at a price
not exceeding 50 cents each. The new valuc of these
gear cases was about $4,000, so that the saving on the lot
amounted to about $3,700. These gear cases could not be
repaired by ordinary methods. To all intents they were
scrap matertal, quite iucapable of being reclaimed com-
mercially until the introduction of thc new process per
mitted patches to be welded ovcr the holes worn through
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the original metal. The use of a localized flame which
could be directed around the cdges of the patch regardless
of its irregularity naturally made these repairs rapid as
well as inexpensive,

In the car repair shop the ability of the electric arc to
weld cast iron is the most surprising of its features, and

[JANUARY II, IQI3.

The three illustrations on this page show a badly broken
piece of special work in the various' stages of rehabilita-
tion. At the left the joint is shown in its original condi-
tion before repair, and the adjoining two illustrations show
the same joint immediately after welding and after the
grinding of the built-up metal had been commenced. This

Electric Arc Welding—Cart Containing Resistance Grids
for Use with Trolley Voltage

this adds very materially to its sphere of usefulness. One
of such pieces of repair work is shown in the accompany-
ing illustration of various parts of car equipment re-
claimed in the shops of the United Railroads of San Fran-
cisco. This is a cast-iron controller back which was broken
into several pieces, but was welded together into its orig-
inal form without the necessity for any further labor or
machine work. .

One of the illustrations shows the carriage for the re-
sistance grids used for cutting down the trolley voltage
where the current is collected from the trolley wire in
order to make repairs to the track. Alongside of this

Electric Arc Welding—Typical Built-up Cup-outs Before
Grinding

was stated to be a somewhat difficult task for the reason
that the frog was in such a worn-out condition as to be al-
most beyond reclamation. The railroad officials consid-
ered that in this case the frog might better have been re-
placed. However, it shows the really extraordinary possi-
bilities of the process.

Of the two upper halftones on page 69, one is of a
hardened center crossing which has been built up by the
welding of additional metal both on the manganese plates
where they had become chipped and also on the rail which
had cupped out. The operation has undoubtedly prolonged
the life of this crossing for several years. The other illus-

Electric Arc Welding—Progress of Repairs to a Badly Worn Frog, Showing Its Condition Before Welding, After
Welding and During Process of Grinding

illustration is another showing two cup-outs in the head
of a typically worn rail, the photograph having been taken
immediately after the welding operation and before the
application of the grinder, which is used to grind the filled
portion of the rail to a smooth surface even with the
adjacent track.

tration shows an electrically welded built-up crossing in
which no bolts or rivets have been used. The rivet heads
which are on the corner plates are installed merely to keep
horses’ hoofs from slipping and do not enter in any way
into the construction of the crossing.

The two illustrations on page 70 show an “electrically
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welded fishplate and bond which has been proved through
actual service on the United Railroads of. San Francisco
to be able to withstand the severe stresses and strains of
the heaviest city traffic. It is stated to possess greater
conductivity than the usual bolted fishplate joint with cop-
per bonds and can be made at a cost of from 40 to 50 per
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1b. applied to the head of the rail. After this application
the rail was reversed and the same load was applied at
the base of thc rail. The final result of the reversed loads
is shown in the photograph. The two rails when welded
were close together, and the separation which is shown was
caused by the elongation of the fishplates. The joint itself

o

2K

i

Electric Arc Welding—Built-up Crossing with all Joints
Welded, No Bolts or Rivets Being Used

cent of that of an ordinary joint. The company has in
service over 400 compromise joints, connecting rails of two
different sections, and with this welded fishplate installed
on them they have met with excellent success. The officials
of the road feel that if the joint can withstand the severe
stresses of the compromise joint it naturally should prove
even more satisfactory for straight rail. The joint which

Electric Arc Welding—Hard-Center Crossing with New
' Metal Welded Onto Treads and Grooves

was found after this extremely severe test to be in perfect
condition, with the exception of a very short space along
the top of the plate where the elongation of the plate had
broken the weld between it and the rail. This elongation of
the plate is clearly shown by the patches of scale broken
off from it on each side of the rail joint in the form of a
roughly shaped triangle, and this would indicate that the

Electric Arc Welding—Apparatus Used for Applying the
Arc

is shown in place in the street was installed during Ieb-
ruary of last year, and in order to give it severe service the
ties were left untamped. It is still in service and reported
to be apparently in perfect condition.

The other illustration shows a specimen test joint which
had been suspended on 6-ft. centers under a load of 140,000

Electric Arc Welding—View Showing Apparatus in Use on
Track Work

plate had nearly reached its elastic limit. As the usual
spacing between ties 1s 2 ft., the suspension of a specimen
joint on O-ft. centers provides an unusually severe test, and
it is surprising that any joint could have withstood it with
so little damage. On a tensile strength test of the joint a
load of 380,000 1b. was reached without signs of rupture.
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The officials of the United Railroads of San Francisco
state that the welding can be done by any intelligent
laborer after receiving reasonably thorough instructions, and
that, in general, Greek laborers are being used for perform-
ing all the operations in the track department. In the
repair shop the operators are developed from a similar
class of labor for much of the work which is done.

On the Pacific Electric Railway Company a machine

Electric Arc Welding—Welded Fishplate Which Eliminates
Necessity for Bonds

similar to those used in San Francisco was placed in service
several months ago. This is reported to be kept busy
almost all of the time since its purchase and is stated to
have done exceedingly satisfactory work in building up
cupped rails. It is stated to have prolonged the lives of
crossings and special work from eight months to a year
and although there has been no occasion to use the machine
on any manganese special work as yet, the operating officials
‘con_sider that it will prove satisfactory for this service, It
is in fact_used at present to a considerable extent for
cutting rails ‘and boring holes in manganese steel. The
operating cost to make a weld in a rail is reported to be

Electric Arc Welding—Welded Fishplate Joint After Test of
Reversed Load of 140,000 Lb. with a 6-Ft. Span

approximately $3, Mexican labor being used, as it has been
found that the apparatus does not require any special skill
after the operators have been advised how to handle it.
This paper is indebted to Thomas Finigan, purchasing
agent United Railroads of San Francisco, for the illustra-
tions and the account of the work on that railway and to
E. C. Johnson, assistant chief engineer Pacific Electric
Railway Company, for the comments on its practice.

The mechanical department of the Metropolitan Street
Railway, Kansas City, Mo., has decided to abandon all other
methods of preparing exposed steel in car bodies for paint
in favor of sand blasting. This method assures a complete
removal of old paint scale, exposing a bright, pitted metal
surface to which paint is sure to adhere. If compressed
air is available, this is the cheapest of all methods.
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ELECTRIFICATION PLAN OF THE CHICAGO, MIL-
WAUKEE & PUGET SOUND RAILWAY

An important step in the electrification of the mountain
divisions of transcontinental railroads between the Rocky
Mountains and the Pacific Coast was made this week when
President A. J. Earling of the Chicago, Milwaukee & Puget
Sound Railway announced that that company expected to
electrify its main line division from Harlowton, Mont., to
Avery, Idaho, a distance of 440 miles. The electrification
will be in operation within the next three years, and the
number of electric locomotives required is estimated to be
between 50 and I1oo. Nine separate water-power develop-
ments will supply the required energy for the full stretch
of 440 miles, which traverses the Belt Mountains, Rocky
Mountains and Bitter Root Mountains. No contracts have
yet been placed, and no detailed plans have yet been made
for the electrical equipment, but C. R. Goodnow, assistant
to the president, in a recent interview, said that the plans
in general provide for the handling of all of the traffic
with electric locomotives and that probably the 2400-volt
system will be used. Regeneration is being considered
seriously and plans for the equipment and overhead con-
struction are being pushed forward rapidly. The installa-
tion will be begun within eighteen months and the com-
pletion rushed.

Part of the railroad power will be supplied by the Great
Falls Power Company, which has secured from the federal
authorities for a term of fifty years the grant of a right-of-
way across the public domain for a 150-mile transmission
line. In fact, the first announcement of the proposed rail-
way electrification was made through a statement by Walter
L. Fisher, Secretary of the Interior, that this grant for. a
right-of-way had been made. :

The grant embodies the fundamental principles of water-
power policy which Secretary Fisher has been advocating
for the past two years and the transmission line, in matter
of fact, is already in operation, but it was built under.a
revocable permit issued in 1909. At that time no better
right could be given for any power development. but the
agricultural appropriation act of March 4, 1911, authorizing
the making of fifty-year grants for transmission, telegraph
and telephone lines, provides that the grants are to be made
under general rules and regulations to be fixed by the
Secretary of the Interior. The act further provides that old
lines already constructed can have the benefit of the statute
on like “terms and conditions” as new lines. In view of the
importance of this application to travelers and shippers by
rail, and in further view of the fact that only transmission
lines, not water-power sites proper, are involved, Secretary
Fisher felt justified in ruling that he has the power to
grant the more permanent right obtained. The installation
of the new system will involve the expenditure by the rail-
road of many million dollars and the railroad company was
unwilling to invest so large a sum while the power com-
pany’s rights were revocable in the discretion of the govern-
ment. Therefore Secretary Fisher’s grant is conditioned
upon the power company’s entering into and performing its
obligations under a contract to supply electricity for the
motive power of the railroad.

Energy at 110,000 volts and at 60,000 volts will be fed to
the railroad company at eight different points on its right-
of way, the minimum requirement for power being 25,000
kw and the maximum for.the present 50,000 kw. Ulti-
mately five stations of the Montana Power Transmission
Company, three stations of the Great Falls Power Company
and the station of the Thompson Falls Power Company will
supply the load. The Thompson Falls Power Company is
now constructing a 50,000-hp hydroelectric station at
Thompson Falls, Mont., and the Great Falls Power Com-
pany has also under construction a 130.000-hp hydroelectric
development on the Missouri, at Great Falls, Mont.
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POWER PLANT EXTENSION FOR THE UTAH LIGHT &
RAILWAY COMPANY

An instance of rapid power plant construction will be
found in the extension to the Jordan steam station of the
Utah Light & Railway Company at Salt Lake City, Utal,
which was designed and constructed by Westinghouse,
Church, Kerr & Company, constructing engineers, New
York City. The original station was built in 1910 and con-
sisted of an 8500-kw single-unit steam turbine station, de-
signed to act as an adjunct to various hydroelectric plants
operating in the vicinity and also to form the nucleus for
such steam generating equipment as might be later required
to serve Salt Lake City.

The new work, which consists of an extension to the old
station, comprises in general a brick and steel building,
approximately 100 ft. x 6o ft. The building walls rest on a
pile concrete mattress composed of 36-ft. piles, overlaid
with about 3 ft, of concrete. Condenser intake and overflow
flumes are formed in the foundations. The boiler room
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through the length of the bunker over the boilers. Ashes
are dumped from ash pits into side dump cars, which run
on an industrial railroad in the boiler room basement, are
lifted to ground level by an clevator and are run out by
hand to dump on adjacent land which is being filled.

The new turuine equipment consists of one Westing-
house-Parsons unit of 8300-kw capacity running at 3600
r.p.m. and delivering current at sixty cycles, three-phase,
4400 volts.  The unit is served by a lLeblanc condenser
placed directly beneath it in the turbine foundation, the con-
denser having turbine-driven air and circulating pumps.
The main generator is provided with the usual air ducts
for ventilation and is excited by a turbine-driven set of
10o-kw capacity. General Electric switching apparatus is
contained in concrete cells, and the ring type of bus is used
to secure the desired flexibility 1 switching operations.

The construction of the extension and the installation of
the equipment were carried out with unusual rapidity owing
to the necessities involved by operating conditions. The
extension to the plant was authorized on March 27, 1912,

Utah Light & Power—General View of Salt Lake City
Power Plant

consists of a steel frame structure supnorting an overhead
coal bunker with brick walls and concrete floor and roof.
The turbine room is similarly constructed, the only steel,
however, being in the crane rails, floor beams and roof
trusses.

The new boiler equipment consists of six Stirling boilers
and Roney mechanical stokers, supplied with natural draft
by means of a radial brick stack 11%2 ft. in diameter by
225 ft. in height. The boilers operate at 200-lb. pressure
and 125 deg. superheat. The piping is thoroughly modern,
designed with welded flanges for high-pressure work and
cast-steel fittings and valve bodies. Valve seats, disks and
spindles are of Monel metal, particular attention being given
to providing for expansion and contraction in view of the
high steam pressure and the superheat.

In this station it was not necessary to store coal in large
quantities and the coal and ash handling equipment is com-
paratively simple. It consists of a track hopper into which
coal is dumped from railroad cars and carried by an inclined
bucket conveyor up to the top of the boiler house, where it
discharges on a horizontal belt by which it is distributed

Utah Light & Power—General View of Turbine Room
Showing New 8500-kw Turbine

and completed on Aug. 26, 1912. Actual field work was
commenced ten days after authorization, so that the time
spent in actual construction up to the time when the new
unit went under commercial load was only 142 days. The
work described in this article was carried out under the
direction of O. A. Honnold, electrical engineer Utah Light
& Railway Company.

APPROVAL OF MELBOURNE ELECTRIFICATION

It is announced that the resolution providing for the
electrification of the Melbourne (Australia) suburban lines,
which was recently passed by the lower house of the Vie-
torian Legislative Assembly, has now passed the Legis-
lative Council, or upper house. The plan of Messrs. Merz
and McLellan, providing for electrification at 150c-volt
direct current, has therefore been approved. Tt is under-
stood that the contract will be arranged as early as possi-
ble. The principal features of the approved report were
published in the ErecTtric RAILwWAY JoUrNAL for Dec. 14,
1912,



72
SCHEDULE BOARDS FOR CITY LINES

In the modern American city of 50,000 population and
more the quality of the electric railway scrvice rendered
is measured largely by the regularity of the schedule. To
facilitate the actual arrangement of a schedule or a number
of schedules which interspace, the schedule board as de-
scribed in this article has been introduced on the surface
lines in the city of Fort Wayne, Ind. While the purpose
and principle of the board were taken directly from the
boards in use on many steam roads and some interurban
lines, the application to city work, where the track lay-out
is generally much more complicated, is comparatively new.

It has been found therc that a well-designed board offers
to the trained cye a graphical process in which every car
will be portrayed, as well as its exact location at every
moment during a trip, its relation to all other cars on the
same route in both dircections and its relation to all other
cars on the same and parallel routes at switches, sidings,
junctions and turn-outs. In fact, almost any desired condi-
tion relative to the car movements can be instantly and
accurately determined. In addition to the car movements the
exact car speeds can be determined at any point along the
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track length, is 3§ in. to each half-minute space. For a
sixty-minute board, the best one for most uses, this gives
45 in. of time space; and by adding to this the space re-
quired for the track lay-out, scales, street names, etc., a
total length (or height if used the other way) of from
50 in. to 60 in. is established.

In laying out such a board the best results can be ob-
tained with a ruling pen and inks on a flat white surface.
After the lay-out is complete a number of thin varnish
coats should be put on to complete the appearance of the
board as well as to protect it. In preparing the track lay-
out care should be exercised to be accurate and to show
the location, diagrammatically if possible, of all points
necessary to the make-up of the future schedules. In
other words, all topographic conditions, factories and other
points affecting operation should be shown.

The actual procedure of arranging any particular schedule
by strings will be greatly facilitated if thumb tack plugs
are used. These plugs are the ordinary brass furniture
tacks used in upholstering, and if the receiving holes are
of the proper size they can be most conveniently removed
and re-inserted. The size of the hole should be slightly
smallcr than the shank of the tack and not over 34 in. in

depth. The tack must fit the
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hole snugly but not so tightly
as to cause difficulty in re-
moval.

To determine the speed of
a car at any point a scries of
i e slant lines are drawn close
enough to each other to allow
the operator to campare the
i slant of the string with the
nearest series of speed lines.
These speed lines naturally
slant at an angle depending
on the scale used. In other
words, the speed slant is a
function of the distance, ver-
tically, and of the time, hori-
L 3 zontally, or vice versa if the
: board is placed in the position
shown in the illustration.
R This paper is indebted
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Schedule Board for Four Interspacing Routes, Showing an

line. The schedule can be made to fit the track and traffic,
lessened in some places and increased in others. \Where
single track plays an important part in the make-up of the
schedule, the speed, delays and other conditions can be
shown accurately. Lastly, the board can be used in an
educational way to instruct inspectors, starters and even
the carmen themselves how the running time is determined
and what affects the time points which they know to be so
important.

The experience at Fort Wayne shows that the following
specifications are well suited for the purpose of such a
board. It should be made of well-seasoned white pine or
other soft wood, 1 in. to 1%4 in. thick, depending on the
outside dimensions of the board. It should be carefully
joined and cleated on the back to prevent warping.

The height should be a direct multiple, to scale, of the
longest route combination possible. In some cases where
there are suburban lines much longer than this a second
scale for such routes may be chosen. A good scale for a
line length of § miles is 4 in. to 100 ft. Where the length
of line is greater than 7 or 8 miles, it is very desirable to
have the track lay-out extend horizontally, as in the accom-
panying illustration, in which case the board can be made
long with only the limits of the room as a determining
factor. The length of the board depends upon the scale
of time chosen. A good value, regardless of the maximum

for the suggestions printed
above, as well as for the ac-
companying illustration, to
C. E. Warwick and R. R. Ritchie, both of Fort Wayne, Ind.

Hour’'s Run with 36 Cars

REPORT OF THE BOSTON TRANSIT COMMISSION

The eighteenth annual report of the Boston Transit
Commission, covering the year ended June 30, 1912, has
been made public. It is a pamphlet of 218 pages, and re-
views the work of the board in the period above stated,
with special reference to the completion of the Boston con-
nection of the Cambridge subway, the subways now under
construction under Winter Street and in the Back Bay, and
the extension of the tunnel and subway leases of the Boston
Flevated Railway Company until 1936. A large amount of
miscellaneous legislative matter, canvasses of bids, costs
of work accomplished and reports upon transit bills is
included in a lengthy appendix. The board had expended
to the date of its report $19,120,207 in the construction of
subways in Boston, including the Charlestown Bridge.

Work is actively in progress on the Boylston Street sub-
way, which is to be a two-tracked structure about 1.9 miles
long designed for large surface cars. It begins at an in-
clined entrance in the Commonwealth Avenue parkway, at
Kenmore Street, and after passing under the Fenway dis-
trict runs under Stony Brook conduit and Newbury Street
to Massachusetts Avenue, and thence through city property
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to Boylston Street. It then continues in nearly a direct
line in and under Boylston Street to Tremont Street. From
this point to Park Street the precise location of the subway
and its stations have not yet been determined. Other sta-
tions will be located at Massachusetts Avenue and Copley
Square. At the lowest part of the subway the track level
will be 19 ft. below mean low water of the sea and 27 ft.
lower than the surface of the Charles River Basin.

An extension of the East Boston tunnel is now under
construction. Under Court Street the grade of the tunnel
is to be changed so as to run under the present Scollay
Square station of the Tremont Street subway, with a sta-
tion for the [Last Boston tunnel traffic at this point. Thence
it will continue westerly to Bowdoin Square, coming to the
surface near Chambers Street in the West Iind. A station
in the vicinity of Bowdoin Square is contemplated, and
the extension, although only 2300 ft. in length, will mate-
rially facilitate the entrance and egress of surface cars be-
tween Cambridge and Boston, and will permit, so far as
required, the operation of through cars between East Boston
and Cambridge. Still another important extension now
under construction is that of the Doston connection of the
Cambridge Main Street subway under Winter and Summer
Streets to the South Station, and thence to South Boston
and Dorchester.

COMMUNICATIONS

A REMARKABLE SERIES OF COINCIDENCES

AvucusTA-AIKEN RAILwAY & ELECTRIC CORPORATION
. Avgusta, Ga,, Jan. 4, 1913.
To the Editors:
Quite accidentally I noticed the frequency of the figures
1 and 3 in connection with a big wreck we had at North
Augusta at 3 a. m. on Dec. 29, 1912. There was no loss
of life nor serious personal injury. After the first 13 was
commented on as being the final figures on Car 25,213, 1
found a lot of 13’s right on the spot. I send you a list I
made out the other night, thinking it will have some interest
for your readers. I also inclose a photograph of the
wreck, just to let you know it was no insignificant affair.
The express car was thrown on its side, down the road, a

Accident at North Augusta, S. C.

distance of 190 ft. All trucks were dismembered from the
three cars, and they took all sorts of directions. The
express car is back in the shop, but the steel gondolas are
still in the canal they dug. A track has been built for
them to the main line, and jacks are being used to elevate
them to the level of the road.

The two gondola coal cars were being shifted from
Clearwater, S. C., to the Hampton Terrace Hotel, in that
State. The train was handled by the following men:
Charles Herron, motorman; Yeoman Padgett, conductor;
Thomas Hawkins, colored, helper. Count the letters in
each of the names:
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Cligrlcsl EleTRons san  sus s e sses @m0 e & e 25m s 13
Yeoman Padgett: ccrs oo sims cmme 5055585 @8 amms dame o 13
Thomas Hamwins: «: s oes 5655 cons 55m5 Snimnione smnnnn 13

The year was 1912, Add those figures; result........ I3
Add the letters in the name of the State, South Carolina. 13
It happened Sunday morning. Count the letters in
“Sunday morning”. ... 3
Onc of the coal cars had defective brakes. [t was
C. & O, No. 52,150. Get the result by adding the
QUIES o e 13
The other coal car was C. & O., No. 25,213. Take from
the five the last two figures, and you have.......... 13
Or, for amusement, add the figures in the number,
i o P 13
The smash-up was on twelfth, 29, 1912, Add the letters
in the number of month and the digits in the dates.. 13
The cars jumped the track in front of the home of
James U. Jackson. See if the lctters in his name don't
B TG 0 c 000000 05:0@6E 50 00 80 FHL GG a0 E RS o RS 0L 13
The number of the express car which hauled the coal
cars was 130. Cut off the cipher and gaze at beauti-

EL o e rom (055 S0 B 0 7 I B 5 VR C ) G B 13
The coal cars chewed up thirteen cross-ties. Without
purpose in so doing, except to get them out of the way,
eight were sent to James U. Jackson and five to George
Jackson ... I3
Just for fun, count the letters in the last name—George
Jackson, at whose door the cars were demolished.
Hush! oo 13
Take the middle figure from the conductor’s badge num-
ber—T123. Ofi€e MOTe We @etuu: swnsmmas sas cms s sme s 13
And what do you get if you take the final figures from
the same badge number? Skiddoo!................ 23

GeorgE H. Coxkrin, Claim Agent.

RIVETED-WELDED JOINTS

CLEVELAND Rairway CoMPANY
CLEvELAND, OHIo, Jan. 4, 1913.
To the Editors:

[ note with interest the article in your issue of Dec. 21,
1912, on “The New Type of Joint for Baltimore.” This
heading is rather misleading. This is not a new type of
joint, although I note in the article that you give a slight
credit to me by saying that it is somewhat similar to the
“Clark joint.” This, of course, is practically so. However,
there is nothing about this joint which we have not already
developed. In fact, a saving could be made in this joint of
about 2 1b. of thermit if the shape of the mold was changed.
\We found by experimenting, five years ago, that the bottom
of the mold under the base of the rail should not be level but
should be brought up to within 14 in. of the base of the rail
at the center. This allows the thermit steel to flow through
this opening and heat the base of the rail as it flows by.
This change would permit a saving of 2 1b. of thermit to
each joint. We also undercut our rails by mitering them
at the base three years ago.

Another criticism which I would make of the joint is the
fact that the riveting is being done by hand, the rivets being
backed up with a “dolley.” I am very sure that the plates
cannot be made as tight in this way as in our method of
using a rivcting machine which squeezes the rivets with a
Ioo-ton pressure. Another improvement which we have
made, but which is not mentioned in connection with the
Baltimore joint, is that we drill our rails 3 1/32 in. from the
center of the first hole to the second hole, and the other
two holes are spaced 3 in. The joint bars are rolled from
the same material as the rail, and the drilling is 3 in. to the
center of the first hole and 3 in. from center to center of the
remaining holes. This small difference of 1/32 in. in the

<drilling allows a drift pin to crowd the heads of the rail

CuarLEs II. CLARK,
Engineer Maintenance of Way.

together.
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Messag'es of the Governors

The Regulation of Public Service Corporations, Minimum Wages and Workmen'’s Compensation Measures Are Discussed

Legislative sessions are held in nearly all the states this
year, and most of the sessions will be begun this month.
Among the states where the sessions are now in progress
are the following: New York, Massachusetts, Pennsyl-
vania, Rhode Island, Connecticut, Oklahoma, Maine and
South Dakota. Extracts from the messages of the Gov-
ernors of all these states follow:

GOVERNOR SULZER OF NEW YORK

“The question of the conservation of the natural re-
sources of the State, and their development and utilization
for the benefit of ail the people, is a matter of vital im-
portance to our Commonwealth and demands the most care-
ful consideration at your hands. We should favor the pres-
ervation of our forests by intelligent forestry legislation.
We should protect our watersheds and utilize to the utmost
our numerous rivers as they flow from the hills to the sea.

“To secure for those less accustomed to the competitive
struggle protection that other workers have won for them-
selves through organization, we shou'!d carefully consider
the establishment of wage boards with authority to fix a
living wage for conditions of work below which standards
no industry should be allowed to continue its operations.

“Another type of legislation beneficial to the state that
aims to conserve human life and health is that which re-
quires the use of safety appliances and establishes safety
standards. Practical results of such legislation prove that
these regulations are a good investment. Statistics prove
that the welfare of the worker is indissolubly involved in
permanent industrial progress.”

GOVERNOR FOSS OF MASSACHUSETTS

“The railroad situation in New England, and especially
in Massachusetts, is such as to cause the deepest concern.
In this day and generation no public service corporation can
prosper if it lacks public confidence. The continued hos-
tility of the press and the public to the great railroad sys-
tem upon which we depend is sure to lead to serious results,
The situation to-day clearly demands something more than
criticism. It behooves us to take fully into account the
probability of the acquisition and operation of the railroad
systems of the United States by the national government.
We must do our part by providing adequate regulation in
this Commonwealth to make national ownership and oper-
ation unnecessary. The only way to postpone national
ownership of railroads and to retain in the Commonwealth
the power to regulate our transportation system is to assert
that power at once and to apply it without delay. I there-
fore renew my recommendation, that a powerful public
service commission be created, armed with mandatory
authority over the public service, so far as this is within
the power of Massachusetts to control. This comimission
should have power to compel the adoption of an interchange-
able mileage. It should enforce such train schedules as
will provide convenient connections hetween trains at junc-
tion points. This commission should have authority to fix
freight and passenger rates on an ecquitable basis, to ex-
amine and audit the books of all transportation companies
at any time, and to hold the railroad corporations to a
sworn statement of their current operating expenses and
disbursements. It must have authority to order the con-
struction of railroad extensions, side tracks and spurs wher-
ever required.

“It is equally important that this commission should have
power to supervise and force the electrification of all the
railroads within the metropolitan area, and their connec-
tion through whatever tunnel system is required to unite
our principal railroad and water terminals into a complete
system, giving us adequate facilities for rail and deep-

water connections. If you were to fail in this crisis to
create a public service commission with mandatory power,
this Legislature would fall under just public condemnation,
It is your obvious duty to exhaust every means within your
constitutional power to regulate our public service and to
compel from its existing agencies the full discharge of their
duty to the public.

“A second measure, by which the benefits of both pri-
vate and public ownership may be secured, would be to
enact a law providing that henceforth the Governor shall
appoint a number or the majority of the directors of every
corporation which owns, operates or controls a railroad in
Massachusetts, proportionate to the mileage of that rail-
road in the State. Thus, if every state in which the rail-
road operates shall pass a like statute, the directors repre-
senting these states shall constitute a majority of the board
of directors of the railroad. The act should provide fur-
ther that the Commonwealth shall obligate itself to pur-
chase at any time, at a price to be fixed by a court of com-
petent jurisdiction, any share of stock offered to it for
purchase, unless the Commonwealth shall at the time of
said offer already have acquired and then hold shares of
the capital stock of that corporation equal in proportion
to the total capital stock to the proportionate representa-
tion of the Commonwealth in the majority of the direc-
torate of that corporation. Also, the directors of any rail-
road shall not have the power to withhold the declaration
and payment of any dividend that has been earned over
and above a reserve for depreciation.

“Such a measure would accomplish directly every result
which could be achieved indirectly through the condemna-
tion, purchase and operation by the Commonwealth, or any
other state, of every mile of railroad over which it has
power. It would also preserve to the public every advan-
tage of private ownership and management. It wou!d not
only be fair to the stockholders, but would benefit them.”

GOVERNOR TENER OF PENNSYLVANIA

“I earnestly urge the carly passage of a sane, sound, com-
prehensive and effective public utilities law, framed along
substantially the same lines as that drafted by Attorney-
General Bell, which failed of passage at the last session of
the General Assembly. No doubt several bills will be in-
troduced concerning this subject. I therefore recommend
the early reference of all such proposed legislation to an
active committee, which shall forthwith give intelligent con-
sideration to the same, with a view of reporting to the Leg-
islature the best of such proposed enactments, or, if deemed
wise, a new or composite bill, which shall contain the best
provisions to be culled from any or all of those suggested
bills and from the field of such legislation in other states.

“I strongly urge the enactment of the workman’s com-
pensation bill, and the other related bills included in the
report of the industrial accidents commission, without
change in their essential features, and without delay, es-
pecially the bill regulating the employment of women and
children. ‘

“In my inaugural address I called attention to the neces-
sity of the State exercising jurisdiction over the issuance
of obligations by public utility corporations, to the end that
such obligations should represent actual value. I renew
that recommendation, with the further recommendation that
every corporation, company, copartnership or association,
organized, proposed to be organized, or which shall here-
after be organized, within or without this State, whether
incorporated or unincorporated, shall not be permitted to
sell, or negotiate for the sale of, any bonds, stocks or other
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evidences of property or interest in itself or any other com-
pany, unless subject to regulation and supervision by the
proper departments of the Commonwea'th, to the end that
such securities shall represent actual value only.

“An enlarged application of the water policy already be-
gun by the State, through the co-operative relationship of
the Department of Health-and the Water Supply Commis-
sion, is one of Pennsylvania's greatest needs.”

GOVERNOR POTHIER OF RHODE ISLAND

“Public regulation of the public utilities in Rhode Island
had been undertaken none too soon, and the efficiency of
such regulation should be maintained by vesting sufficient
power and authority in the commission to enable it to
achieve the results for which it was created. The rates
charged for the service rendered by the various utilitics are
now matters of record with the commission, but with no
authority to inspect their securities or to make a physical
valuation of their properties, the commission finds it diffi-
cult to determine whether or not the rates charged are just,
or such as would be warranted to insure a fair return on
the capital invested. Provision for such physical valua-
tion of the property of all public utilities operating in the
State, and also for the inspection of their securities by
the commission, should be made by an amendment to the
present law. The commission also should have the power
of prescribing proper and uniform accounting methods,
and of requiring, from all companies under its jurisdiction,
reports of operating expenses and financial and other data.
Provision should be made in the law for the appointment
of experienced men to act as inspectors of the equipment
of steam and electric railways, and of the gas and electricity
supplied for public consumption. The most important
need, however, is some provision for the physical valuation
of utilities and the inspection of their securities, and the
General Assembly should enact an amendment to the pres-
ent law containing such provision.

“I recommend the passage of an amendment to the work-
men’s compensation act, requiring employers to report all
accidents in their several establishments to the commis-
sioner of industrial statistics, immediately after each acci-
dent has occurred, upon blanks to be furnished by the com-
missioner, and also to make to him a further statement as
to the settlements made in all such cases, in order that the
State may be fully informed as to the benefits which ac-
crue as a result of the law.”

GOVERNOR BALDWIN OF CONNECTICUT

“The results attained by the Public Utilities Comumission
have fully justified the expectations of those who con-
tributed to its creation.

“A commission appointed pursuant to an act of the last
General Assembly to consider, among other things, the ex-
pediency of adopting a workmen's compensation act has
agreed on a bill for such an act, the passage of which it
unanimously recommends. The scheme is to place the ad-
ministration of the remedy mainly in the hands of four
commissioners, with an annual salary of $5,000 apiece and
a very moderate allowance for expenses.

“I think three commissioners could do all the business,
and that a salary to each of $3,500, with an allowance
of not exceeding $r1,200 for expenses, would be more
advisable than a salary of $3,000 and the allowance for ex-
penses recommended by the commission of not over half
that sum. With such changes in these respects as you may
think desirable, I should recommend the enactment of the
bill.”

GOVERNOR BYRNE OF SOUTH DAKOTA

“I believe that the time has come when all public utilities
should be brought under control of the Board of Railroad
Commissioners and it be given the powers and duties of a
general public utilities commission and charged with the
duty of regulating service and charges. The basis of suc-
cessful regulation and control must be the physical valua-
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tion of the property in use, the determination of proper
standards of equipment as to kind, quality and construc-
tion, and an accurate system of accounting to show the
gross earnings and the necessary and proper expenses and
thus the net income. For this purpose the board should
have a competent engineer and expert accountants and the
question of proper regulation and control be taken up broad-
ly, comprehensively and with a view to permanent results,
Considerations of cconomy should be kept in mind and the
utmost care exercised in appropriating public funds, but it
is to be remembered that it would be false economy indeed
to fail to put this board in a position where it can accom-
plish the important work there is for it to do in securing
good and efficient service from the public service corpora-
tions doing business in the State and saving to the people
large sums in rates and charges. The board recommends
the enactment of a law requiring the railways to report
annually their gross receipts and disbursements at each
station in the State. This is a matter of importance, and [
especially urge it upon your attention. In this connection I
call your attention to the recommendation of the Attorney-
General for the enactment of a law providing for appeal
from the Board of Railroad Commissioners to the Supreme
Court of the State, direct. This recommendation of the
Attorney-General relates to an important matter regard-
ing the enforcement of orders of the Board of Railroad
Commissioners and should receive your careful attention.”

GOVERNOR CRUCE OF OKLAHOMA

“I recommend that you give to the people a law upon
the subject of workmen's compensation, framed with the
view of dealing out absolute justice to the employer and
employee alike, based upon the experience gained from other
states in the Union that have adopted such a measure.”

GOVERNOR HAINES OF MAINE

“We now have nearly 80,000 wage-earners in thc manu-
facturing plants of the State. Under the rules of the com-
mon law now in force in this State, the employer is bound
to provide a reasonably safe place in which to work, rea-
sonably safe tools and machinery, to be reasonably careful
in hiring competent fellow workmen, and to make proper
rules for doing work. Under modern conditions these rules
work much hardship and injustice to the wage-earner.
Placing the liability for accident upon the employer only
in cases where his negligence is established, under these
rules, leaves the employee in a hazardous and uncertain
condition as to maintenance and support when injured.
Under modern manufacturing conditions these rules of the
common law can but result in great injustice. That we
have outgrown this system in Maine cannot be denied. I
believe it to be your duty to pass a workmen’s compensation
law such as will place our State abreast of other states, for
the protection of our wage-earners and the insuring of
friendship and a feeling of mutual interest and dependency
between employee and employer.

“The question of reasonable regulation and control of
persons and corporations furnishing public service of dif-
ferent kinds to the people of our State is one uppermost
in the public mind to-day. While our statute contemplates
some regulations in some cases in these matters, and the
common law undoubtedly clothes our court with such
authority, there is no easy and practical way for the average
citizen to get at this question; and the public seems to feel
that such a means should be provided. I believe that the
time has come when a public service commission or court
should be established for this purpose. Such a court could
do the work which is now done by the railroad commis-
sioners. It may also be vested with authority in the matter
of the issue of stock and bonds of corporations, which
would tend to give confidence and encourage the investment
of capital in new enterprises in our State. I recommend
its establishment, with proper authority for the regulation
and control of the public service business of the State.”
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A SIMPLIFIED FORM OF THERMIT RAIL WELDING

After considerable experimental work, the Goldschmidt
Thermit Company announces that it has devised a suc-
cessful method for welding the entire rail section without
incurring the risk of changing the composition or wearing
qualities of the steel in the head of the rail. In the method
of welding used until recently a space of 34 in. was left
between the rail ends. This space was filled with thermit
steel, which also flowed around the rail at a temperature
sufficient to melt the sections with which it came in con-
tact and to amalgamate with them to form a homogeneous
mass when cooled. Although this method proved satis-
factory, it involved much preliminary analysis of the rail
steel to determine the amount of alloy, such as chromium
or nickel, which would have to be added to the thermit in
order to produce a steel of the same wearing quality as
the steel in the head of the rail. The new method is a mod-
ification of the one just described and also of the procedure
for thermit rail welding followed in Europe.

In Europe butt welding is most generally used. The
reason for two thermit rail-welding methods is, of course,
the fact that abroad the high-carben rail (0.65 per cent to
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section with thermit steel, the difficulty was in providing
for the welded head a composition which would wear
equally with the original rail steel. After considerable
testing the following process was developed:

A 34-in. piece cut from the same rail section as the one
to be welded or from a rolled section of the same compo-
sition and of the shape shown in the accompanying draw-
ing is introduced between the ends of the rails. Although
this insert is cut to fit closely, its retention of its position
between the ends of the rails is insured by the process of
preheating, which, of course, expands the abutting rails.
No clamps are used, as their functions are performed by
a thermit weld on the outside edge of the ball of the rail
and by another weld on the lip. These welds are made in
one operation. The force due to the shrinkage of the two
welds compresses and butt-welds the white-hot rail ends
to the insert. It should be noted that the usual thermit
weld of the base and rail has been retained. From the fore-
going description, it is evident that as no part of the wear-
ing surfacc is replaced with thermit steel, there is no
further need for special alloys, chemical analysis of the
rails or other preliminary work.

The improved method has been found to result in an ab-
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0.08 per cent carbon) is an exception, whereas American
rails sometimes contain as much as 0.95 per cent carbon.
A low-carbon rail adapts itself very easily to a butt-weld-
ing process. The rails are lined up on temporary ties, and
a special patented clamping apparatus is adjusted on the
rails. An opening is left between the rail ends sufficient
to introduce a circular ratchet file. With this the ends
of the heads of the rails are very carefully filed to parallel
surfaces. The ratchet is then removed and the rails are
drawn together by means of the clamping apparatus. The
heads of the rails are preheated by a small charcoal fur-
nace, after which the molds arc applied quickly. The
thermit is then ignited in the crucible, and the thermit
steel is tapped into the mold, fusing and forming a collar
about the base and web of the rail, while the slag runs
over the head. A further addition of thermit is next
made and is directly ignited by the heat of the slag, so
that the rail head is thus brought to a welding tempera-
ture. This takes about four minutes after the pour has
been made. The powerful clamp is then again brought
into operation, and the heads of the rails become butt-
welded. Several modifications of this method, of course,
are also used for special cases.

As the American practice has been to weld the whole

solutely continuous running surface of the same composi-
tion and hardness as the rail itself. Furthermore, it gives
a joint which is stronger than the rail and has but a
slightly greater mass of metal at the joint than elsewhere
along the rail. The slight extra cost of using the insert
is-balanced by a decrease in the amount of grinding re-
quired to finish off the rail surface with the Goldschmidt
Thermit Company’s special grinder.

As the physical principles of the new method of weld-
ing may not be entirely clear, the following demonstration
may be of interest:

Assume that the rails are 30 ft. long and that the con-
traction is taken up locally in this rail length. Then the
total tension put in the rail by the contraction strain due
to the welded joint would under good track conditions be
about 10,000 lb. per square inch. This strain, however,. is
distinct from the secondary strain which is set up in the
added metal surrounding the insert. If with a 34-in. gap
the steel is made molten for a distance of 14 in. (the
molten steel contracting about 3/16 in. to the foot), there
would be a contraction of 1/50 in.n this distance, and in
the distance of the insert, 34 in., there would be half of
this, or 1/100-in. If a modulus of elasticity of 30,000,000
is assumed and the insert is considered cold, the strain
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produced on this insert would be more than 400,000 1b. per
square inch, which force would, of course, rupture the
joint. That the joint does not rupture and develops. its
full strength is proof that the larger part of this strain is
taken up in the upsetting of the insert, which, owing to
the preheating and to the added heat from the thermit
steel, is brought to a welding temperature and is, of course,
welded during this upsetting.

A NOVEL DISAPPEARING FENDER

The Fonger Fender Company, Chicago, has placed on
the market a new type of projecting fender which has sev-
eral unique features.

The illustrations show this fender

Disappearing Fender—View Showing Fender in Normal
Position with Scoop Held Up by Trigger

in three different operating positions as installed on one
of the cars of the Union Electric Company, Dubuque, Ia.
The most unusual feature of the fender is a tilting shield
at the lower end of the basket which, upon coming in con-
tact with an object on the track, automatically overturns
and serves as a scoop in picking up the object encountered.

Disappearing Fender—View Showing Fender with Scoop
Tilted

In its operating position the fender projects less than 2 ft.
beyond the bumper, and it is so attached to the car by
pivoted hanger rods that it may be swung out of the way
beneath the car when it is at the rear end.

One of the greatest advantages claimed for the new
type is that it can be easily released from the operating
position by the motorman and swung back under the plat-
form of the car when a collision with a vehicle or other
inanimate body is unavoidable. Its position is, in fact, gov-
erned by the judgment of the motorman, as a foot lever
and chain enable him to set the fender in operating or
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carrying position at will. The position of the scoop, how-

ever, is governed by a trigger spring which holds it in the
normal operating position.

After it has been tripped it

Disappearing Fender—View Showing Fender in Concealed
Position

is necessary to reverse the scoop and set the trigger by
hand. The fender is constructed entirely of steel with the
exception of the scoop, which is made of oak incased in
sheet steel.

POLE-TOP DISCONNECTING SWITCHES

Pole-top switches are coming into wider use as the sole
switch equipment of the high-voltage side of outdoor sub-
stations. Such switches should be made so as to open all
poles at once from the ground, in order to insure the safety
of the operator. As made by the Electrical Engincers
Equipment Company, of Chicago, Ill., they can be obtained
in single, double, triple or four-pole types of either the
single-break or double-break feature per pole, as well as
with the combination of these features for use in connec-
tion with fuses.

A single pole of a 30,000-volt, 150-amp pole-top switch
of the double-break type is shown in the first illustration.
The contacts are of the flexible, self-aligning type. The
switch is furnished so that it can be locked in either the
open or closed position as desired. This style of switch,
when equip-
ped with dis-
charging

horns, can
break consid-
erable loads.
A triple-
pole, 22,000-
volt, 100-amp
pole-top

switch of the
single - break
type is shown
in the second
view. This
style of switch
can readily be mounted either vertically or horizontally,
since the control handle adapts itself to either mounting, as
well as at either the center or the end of the switch as de-
sired. The switch illustrated in this view is not equipped
with fuse tubes or fittings, but can be so furnished if re-
quired. :

The third illustration shows a triple-pole, 15,000-volt,
100-amp combined switch and fuse, the usual switch blade
mn this type being supplanted by a hickory tube, boiled in
linseed oil, dried and then varnished. The hickory tube

30,000-Volt, 150-Amp Pole-Top Switch of
Double-Break Type
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contains the fuse, which is readily renewable. The switch
and control handle can be mounted in a manner similar to
that described above.

All three types of pole-top switches have been se de-
signed that the work required for installing them is of the
simplest nature, consisting of bolting the switch units, which
are shipped completely assembled, to the arms and attach-

22,000-Volt, 100-Amp Pole-Top Switch and 15,000-Volt, 160- Amp Switch and Fuse

ing the control. The switches are built with clamped pipe
arms and are capable of adjustment in every way, thus
affording a rigid construction readily adaptable to stand-
ard pole line framing. It is only necessary for the user
to furnish the required pole and cross-arm work.

Of the many uses to which switches of the pole-top type
have been put, the most usual are opening branch lines,
disconnecting transformer banks, diverting energy past sub-
stations when installed upon the roof, disconnecting port-
able substations from high-tension lines of electric rail-
ways, and as line sectionalizing switches.

CITY CAR WINDOW-GLASS TEST

The service obtained from car window glass has received
little attention from electric railways, yet window glass is
a continued source of expense. This expense is not only at-
tributable to glass renewals, but broken glass often results
in personal injury claims. It is also practically impossible
to obtain perfectly clear glass of a uniform thickness for
cab windows, where clearness is especially desirable and
when the glass must stand severe wind strains. Another
desirable feature is that if the glass has these qualities it
must also withstand the sandblast action of dust and re-
main perfectly clear as long as it lasts.

In 1910 a large street and interurban railway system in
the Central West received forty-four double-truck, closed-
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were operated along with the new ones so that service con-
ditions would be exactly similar.

The mechanical department had had previous unsatis-
factory experience with polished plate glass, and it was not
considered in this test, as it had been found to cost more
than the double-strength or
the blown glass, and did not
give the desired strength in
service tests with interurban
equipment.

The service tests from which
the accompanying data were
collected extended from Jan. 1,
1911, to Dec. 30 of the same
year. The difference in the
sizes of glass used, noted in
the column containing this in-
formation, was due to the fact
that a stock of one kind of
glass was on hand, while the other was purchased to size.
The stock of double-strength glass consisted of approximate
sizes for general use, it being considered better economy
to keep approximate sizes and cut to fit rather than pay

Double  Blown

" Strength  Glass
First cost of total glass per car, plus replacement per year $19.10 $44.35
Weight of total glass per.car, 1bee.euiee e iiinennnnrans 361 495
Average cost of replacement per car per year........... $8.41 $1.69
Interest on investment, at 5 per cent. per car per year.. 1.36 2.30
Cost of hauiing, at $0.05 per 1b. per year........eeev... 18.05 24.75
TOUA] COSE 55 srsis o 4 5 65566 5  5sisl § 5765576 o § 5 onane & 5 shogens, ol Shony $27.84 $28.74

interest on the large stock required to supply renewals for
the large number of cars in service. The blown glass was
purchased in two thicknesses, 5/32 in. for areas under
5 sq. ft. and 3/16 in. for areas more than 5 sq. ft.

Although the first cost of the blown glass was about
three times that of the double-strength, the saving made in
cost of renewals at the close of the test was 8o per cent,
or $271.42 for forty-four cars. In addition to the saving in
money the blown glass which remained in the cars gave no
evidence of any sand-blast action, which could be seen very
plainly in the double-strength cast glass.

Before drawing definite conclusions as to the economy to
be obtained in changing to the higher priced glass, the
question of car weight reduction and cost of hauling was
investigated. It was found that when cost of replacement,

TapLe Suwowing THE Cost oF GLass

Ordinary Double-Strength Cast Glass Broken. Forty-four Cars

No. Labor otal
Pieces Size Cost Resetting Cost
34 14x38 $6.12 $8.50 $14.62
2 18x30 .38 .50 .88
44 18x36 10.56 11.00 21.56
9 20x36 2.34 2.25 4.59
444 24x24 92.00 111.00 203.00
9 24x26 1.97 2:25 4.22
84 24x36 21.25 21.00 42.25
37 24x38 12.95 9.25 22.20
2 26x30 55 .50 1.05

2 30x30 .64 .50 1.14
37 30x36 14.80 9.25 24.05
Totals.. 704 $163.56 $176.00 $339.56

RePLACEMENT DUriNG a YEAR's TEsT

ImportedNCylinder-Précess Blown Glass Broken. Forty-four Cars
0.

Labor Total

Pieces Size Cost Resetting Cost
8 10 x24 $2.21 $2.00 $4.21

2 10 x28% .66 .50 1.16

5 1134x38 3.15 1.25 4.40

2 16 x33% 1.07 .50 1257

S 18 x23% 3.10 1.25 4.35

5 18 x35%% 4.27 1.25 5.52

1 21Yx23Y; 71 .25 .96

5 2214x38 7.70 1.25 8.95
26 2314,x24 20.30 6.50 26.80
6 2854x3454 8.72 1.50 10.22
Totals.. 65 $51.89 $16.25 $68.14

type cars from the Cincinnati Car Company. The specifi-
cations covering this rolling stock required that the cars
be glazed with a special quality of imported blown glass.
The master mechanic had heard of the advantages claimed
for this material but wanted to verify the claims to his own
satisfaction. After these forty-four cars had been in serv-
ice for some time his attention was called to the almost
negligible amount of breakage, as comparea witn cars
glazed with ordinary double-strength glass, as well as to the
clearness of the glass after considerable service. On re-
ceipt of this information forty-four more cars of the same
design were selected and glazed with the ordinary double-
strength cast glass. To make the test conclusive these cars

interest on investment at 5 per cent and cost of hauling
at $0.05 per pound per car per year was considered, the
total cost of the special glass was $0.90 per year in excess
of the double-strength glass. This small difference could
not be considered to offset either the charges coming from
the claim department due to broken glass or the advantages
of the clear condition of the blown glass after long service.
Another item which had to be taken into account was the
time consumed in selecting perfectly clear double-strength
glass of a uniform thickness for vestibule sashes. In view
of these indirect savings it was decided that the special glass
would be more economical and should be adopted' as
standard.
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News of Electric Railways

Pacific Electric Railway Development Plans

Paul Shoup, president of the Pacific Electric Railway, I.os
Angeles, Cal, has addressed a letter in part as follows to
the Public Utility Comimission of l.os Angeles in reply to
the letters from the commission published in the ELecTrIC
RAILWAY JoURNAL for Jan. 4, 1013, page 48, recommending
the addition of cars for usc in the city:

“This company has the following equipment, due in Los
Angeles, according to the latest advices from the factories,
in January or February: Forty-five interurban cars, latest
improved type, similar in general design but scating cight
more passengers than our present Pacific Electric Railway
interurban cars; ten center-entrance, all-steel type, seating
fifty-two passengers, suitable for short suburban runs; ten
pay-as-you-enter, end-entrance type, seating forty passen-
gers, our present standard city type. We have also
ordered for delivery within six months twenty center-en-
trance stepless cars, similar to type in use in New York
City. As soon as these cars are received and we dctermine
whether they are satisfactory we will order an additional
thirty, or if we evolve a better typc, will order thirty of
the latter.

“Further, we are about to order twenty long-distance in-
terurban cars, superior, we think, to any interurban cars
heretofore designed, for use on long-distance runs, which
we expect to have by the time our line is completed from
Los Angeles to San Bernardino and Riverside. Within
ninety days a further order of twenty-five interurban cars
similar in type to those we expect to receive during the
next two months will be placed. The cost of the above
equipment will be about $1,600,000. The foregoing does not
include any of the investmicnt in new electric locomotives
and freight cars which we are ordering or have recently
ordered. I trust this will satisfy you that we are keeping
abreast of the progress of Southern California. Thc Pacific
Electric Railway is trying so to do in the matter of new ex-
tensions, of adding to its equipment and in the reconstruc-
tion and betterment of existing tracks through replacing
light rail with heavier rail, ballasting tracks, etc.

“Our earnings show that during the first five months of
the present fiscal year beginning July 1, compared swith the
corresponding inonths of last year, we have been provid-
ing 4.4 per cent greater car mileage than has been the in-
crease in our revenue—in other words, on the whole, we are
giving 4.4 per cent greater accommodation for the same
number of passengers. With the Pacific Electric Railway
the difficulty is not so much one of car shortage as it is one
of street congestion, and your board is quite familiar with
the co-operative efforts of the city and of the railway made
during the last six or eight months to work out this problem.
Increasing the number of cars will not aid materially if they
cannot be got through the streets promptly at rush hours,
but I am hopeful that the use of San Pedro Street will mate-
rially lessen this rush-hour congestion.

“However, this is not a measure of permanent relief, ana
that can be secured only by the co-operation of the city
through liberal franchise provisions in connection with in-
terurban railways on private rights-of-way which will justify
the exceedingly heavy investment necessary to make and
keep easy of access to the business heart of Los Angeles
the surrounding territory within the radius of Pacific Elec-
tric Railway service. Indeed, with such co-operation from
the city, I think we mav reasonably expect the territories
so served to he with TLos Angeles one great urban and
suburban community. So fullv bas this subject been dis-
cussed that it is perhaps hardly necessary again to point
out that if the electric railways serving Los Angeles and the
surrounding territory are to be enabled to promote and keep
pace with the growth of this city and its tributary country.
the policy of the city toward investments made and yet to
be made must be one that will assure protection since the
railways must, in securing their funds, compete with all
other forms of possible investment and they will be able to
secure funds in such competition only as they, in proportion,
can demonstrate assurance of safety for the investment and
a fair return thereon to the investor.”

Re-routing Plan in Operation in Cleveland

Under the re-routing plan put into operation at Cleve-
land, Ohio, on Jan. 1, 1913, the interurban cars were forced
to stand on Prospect Avenuc while awaiting passengers
for their regular trips. This was found to be very incon-
venient for both the companies and the passengers, and
Street Railway Commissioner Witt has consented to per-
mit the cars to stand on Champlain Street, which is nearer
the Public Square. In departing from the city the cars
are routed over Superior Avenue for a short distance to
pick up passengers who do not desire to go to them on
Champlain Strect.

Mr. Witt states that fifty new motor cars will be in oper-
ation within a few months. It will not be long until the
company will have 1200 cars in operation.

IExpress cars have been put into operation on the Clif-
ton Boulevard line. After leaving the Dbusiness section
of the city they make fcw stops until they reach the sec-
tion of the city where most of the passengers reside who
patronize the line. Passengers pay their fares as they
leave the cars. They enter at the front door and leave by
way of the rear platform. In that way it has been ncces-
sary to make only a slight change in the location of the
fare box.

The Electric Depot Company has purchased about three
acres of land fronting on Eagle Avenue and East Ninth
Street, in order to be prepared for the increasing package
business and the electric freight business, if the interurban
lines finally take up that branch of transportation. This
will depend upon the action of the City Council in regard
to granting the right to haul freight cars over the tracks
of the local company. It is believed, however, that some
arrangement will be made to that end. The depot company
will not make any additions to its buildings now, but will
hold the land in readiness for future use.

The G. C. Kuhlman Company, Cleveland, was the lowest
bidder on the fifty new motor cars that are to be built
for the Cleveland Railway.

It is said that the actual surplus from operation for
December, 1912, will be between $6,000 and $8,000, while
the franchise surplus will be about $25000. The total re-
ceipts for the month are about $575,000.

Public Hearings on New York Subway Operating Contracts

The Public Service Commission for the First District of
New York has concluded its conferences with the officers
of the Interborough Rapid Transit Company and the Brook-
lyn Rapid Transit Company over the terms and conditions
of the proposed operating contracts fcr the dual system of
rapid transit, which is to cost more than $300,000.000. The
law requires that public hearings shall be held on such
contracts before they are executed. Accordingly the com-
mission has called for public hearings as follows:

On Jan. 14 at 1o a. m. on the proposed contract with the
Brooklyn Rapid Transit Company for the construction by
the city, with a contribution by the company, of the Broad-
way and Centre Street L.oop subways in Manhattan. a tun-
nel under the East River and the Fourth Avenue Subway
and its extensions, and the FEastern District subway in
Brooklyn, and for the operation of such lines in conjunction
with the existing elevated railroad system of the Brooklyn
Rapid Transit Company.

Jan. 14 at 2 p. m. on the proposed contract with the In-
terborough Rapid Transit Company for the construction by
the city, with a contribution by the company, of the Lex-
ington Avenue and Seventh Avenue subways in Manhattan,
the Steinway tunnel. a new tunnel under the ast River to
Brooklyn, and the Eastern Parkway and its extensions im
Brooklyn; also {for the construction by the city of the Co-
rona and Astoria rapid transit lines in Queens, for opera-
tion by both companies.

Jan. 17 at 10 a. m. on the proposed certificates to the
Tnterborough Rapid Transit Company and the Manhattan
Railway for the right to construct and operate certain ex-
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tensions to and third-tracks upon existing elevated railroads
in Manhattan and the Bronx.

Jan. 17 at 2 p. m. on the proposed certificate to the New
York Municipal Railway Corporation (Brooklyn Rapid
Transit) for the right to construct and operate third-tracks
upon existing elevated railroads in Brooklyn and Queens.

Jan. 18 at 10 a. m. on the proposed certificate to the New
York Municipal Railway Corporation for the right to con-
struct and operate certain extensions of existing elevated
railroads in Brooklyn and Queens.

After these hearings are held the contracts and certifi-
cates will be put in permanent form, adopted by the com-
mission and transmitted for approval to the Board of Esti-
mate and Apportionment, after which they will go to the
companies concerned for acceptance and execution.

The Public Service Commission for the First District has
received the report of the commissioners appointed by the
Appellate Division approving the Whitehall Street-East
River-Montague Street rapid transit route and the order of
the court confirming the report. This is the route selected
by the commission for the Brooklyn Rapid Transit Com-
pany’s tunnel to connect the proposed Broadway subway
in Manhattan with the Fourth Avenue subway in Brooklyn.
Commissioners were appointed by the court on the applica-
tion of the commission because it had been impossible to
obtain, as required by law, the consents of property owners
to the extent of a majority in value of the property along
the route for the construction of a rapid transit railroad
thereon.

Geary Street Municipal Railroad.

The placing in operation of the first section of the Geary
Street Municipal Railroad, San Francisco, Cal.,, on Dec. 28,
1012, was attended with elaborate ceremonies in which
practically all of the city officials of San Francisco par-
ticipated. The first car carried among its passengers the
Mayor and the city treasurer, and George Schaver, con-
struction engineer, and C. E. Heise, of the Westinghouse
Company. The operation of the property is in the hands of
T. A. Cashin, who was formerly superintendent of the
Tresno (Cal.) Traction Company. Ten cars are being used
at present, but forty-three semi-steel, double-end pre-pay-
ment “California” type cars, seating forty-eight passengers
cach, are under construction by the W. L. Holman Com-
pany, San Francisco. The section which is in operation is
about 3% miles long. The carhouse is at Presidio and
Point L.obus Avenues. It is constructed of concrete and
steel and has a storage capacity for sixty cars. It was built
at a cost of $228,363. A contract has been entered into
with the Pacific Gas & Electric Company for the purchase
of power, and current is delivered at 600 volts to the feeders
of the railway at Kearny and Geary Streets, Broderick and
Geary Streets and Presidio and Point Lobus Avenues.

The Geary Street Municipal Railroad is built over part of
the route formerly occupied by the Geary Street, Park &
Ocean Railroad, the franchise of which expired in 1903.
With the expiration of the franchise the first municipal
bond issue to build the road was proposed by the Super-
visors, but this was defeated as the vote in favor of the plan
did not meet the charter provision which required a two-
thirds vote in favor of any expenditure of this kind. The
second election to effect this purpose was held the follow-
ing year and the proposition again failed to carry. Nothing
more was done in this connection until 1907, when an issue
of $720,000 of bonds was authorized by the Supervisors.
Suit was brought to nullify this action, and the Supreme
Court upheld the contention that the Supervisors had acted
without authority. In June, 1900, the plan to issue bonds
to provide funds to construct the road was again defeated
by the voters. In December of that year, however, on re-
submission of the proposition the proposal was carried. An
injunction was secured, but the case was decided in favor
of the city, and on appeal the Supreme Court of California
affirmed the decision of the lower court. In February,
1911, the Legislature of California passed a bill to insure the
legality of the bonds, and in April, 1912, the entire issue of
bhonds was sold to Adams & Company, Boston.

The contract for building the road was awarded on April
1, 1912, to Bates, Borland & Ayre, but that firm forfeited
the contract and new bids were called. On April 17 the
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contract was awarded to B. H. Mahoney. He was allowed
180 days to complete the work, with a bonus of $200 for
every day which he saved in carrying out the work. The
operation of cars over the route by the Geary Street, Park
& Ocean Railroad was suspended on May 5, 1912, and the
construction of the municipal railway was begun on May
7. 1912,

Following is a statement compiled by the Board of Works
of San Francisco in regard to the expenditures on the road:

Bonids aatnorized ... cuw. o s p s« spa iy e 0 LN DU SRS $2,020,000
Geary street ConStruction............eeeeeeeennn.. $1,900,000
Market street eXteNnSION. .. .cveeueoronennnnnnnnn. 120,000
Bonds sold .vvviiiiiin i e o 5% e e A 1,900,000
DU, 57 5 555050 ¢ % n mmim nm imoniv = s msmi & & wigiuc o 0 wiatiasl Dhaba Saliolete 2,3
1,902,341
Donds to Le sold +.ovvniiiiiiiiiiiiiiiiieeennnn s isises o e Pl g 1201000
. Grand totall oo omniy snni e mes s s et ool T $2,022,341
Estimated expenditure 1o datCoics s . weis s e s sen o I oo 1,543,721
Balanee iz o s 55 5 5 50505 § £ 5 505 § 55 btenere sisthintet ool faters sl 8 cieinie oo aiaieie  $478 620

The principal expenditures of construction, right-of-way,
buildings and equipment are as follows:

:[wlley poles and overhead wires, labor and material......... $27,952
Track ccastruction, day labor, Fitth to Thirty-third and Tenth

AAVETITE! 2755 e S1austsl = o hasoionel o otorala olobs irate. siot AT R DI S 97,647
Track construction and paving Kearny to Fifth Avenue...... 5 267,490
Paving right of way Filth to Thirty-third and Tenth.......... 62,737
*Paving right-of-way Kearny to Devisadero................ & 7,244
Purchase Of CATS oo eecsononnesosoonosnnsseson o i 5 s e 00 s 337,725
Carhouse construction, possible extras and bonus............. 228,363
Electric icoitductons | Sk vaels e e 64,705
Underground conductors, Kearny to Presidio Avenue......... 31151
Gencral construction, materials, supplies, etC....o.uueeeenn.... 276,701
Lands and miscellanenns s s s s 5065 5 ¢ snnn on ors oe o s oare vssin 114,171

*Balance expended for this purpose included in track construction.

New Jersey Gas Decision

On Jan. 6 Thomas N. McCarter, president of the Public
Service Corporation of New Jersey, announced that the
Public Service Gas Company would accept the order of
the Public Utility Commission to establish a go-cent rate
for gas beginning on Feb. 1, 1913. This order was pub-
lished in abstract in this paper last week. The company
reserved to itself, however, the right to test at its con-
venience the legality and constitutionality of the board’s
valuation of its property upon which the order was based.
The company will also establish the same reduced rate for
gas on May 1 for the other divisions of the company’s
business, to remain in force, unless changed by the com-
mission, pending the termination of the litigation of the
principle of vaiuation upon which the order in the Passaic
division case was made.

The Board of Public Utility Commissioners has accepted
this date of May 1 as reasonable. It also adds that “the
board approves the desire of the Public Service Gas Com-
pany to test the legality and constitutionality of the prin-
ciples of valuation on which the board’s order was based.
The public, the company and the board should welcome a
definitive adjudication of this matter.”

President Brown of the New York Central Favors Perma-
nent Arbitration Body

W. C. Brown, president of the New York Central & Hud
son River Railroad, is reported by the Evening Post of Chi-
cago to have declared himself emphatically in favor of
action by Congress at the earliest possible date to make
compulsory the arbitration of all public service labor
troubles, with the public recognized as one of the three main
groups at interest. Mr. Brown is quoted in part as follows
in regard to the labor situation as it affects the railroads:

“One of the most significant and important results of the
arbitration of the controversy between the locomotive en-
gineers and the Eastern railroads is the emphasis that is
placed upon the fact that the public is a party, and a very
important party, to all controversies of this character.
When public service corporations and the labor organiza-
tions are a unit in recognizing the public’s right in these
disputes we shall have come to a basis where controversies
of this character will be less frequent and more easily set-
tled. The report of the arbitration board is one of the most
able and exhaustive that have been made, and I should like
to see Congress take up the recommendations in regard to
some permanent form and method of arbitration of labor
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troubles between employees of all public service corpora-
tions and the corporations themselves and express them in
a statute which will clearly define the rights of the three
parties to all controversies of this kind, so as to prevent
interruptions of the orderly conduct of the business of these
concerns, which arc so closcly related to the public and
upon which the public depends for light, water, heat, power
and transportation.”

The Yonkers Strike

Up to Jan. 9, 1913, no attempt had bcen made to operate
the cars of the Yonkers (N. Y.) Railroad. The Chamber of
Commerce suggested that the employees return to work
pending arbitration, but this the men refused to do on
the mere assurance of that body. Mayor James F. Lecn-
non of Yonkers sent a letter to President Whitridge on Jan,
5, recommending an arbitration committee of three, one to
be selected by the strikers, one by Mr. Whitridge himself,
and the other to be mutually agreed upon, or in case this
proved impossible the third member to be appointed by the
Mayor himself. Mr, Whitridge in reply said in part:

“So far as my willingness to negotiate with the men is
concerned, I sent for them and told them substantially what
I have told you and what is contained in my published state-
ment, and I emphasized particularly that, while in the na-
ture of things there could not be any binding agreement
with Mr, Sutherland in respect to thesc matters, I had not
the least intention of replacing them, or of interfering with
Mr. Sutherland’s settled policy, which is as stated, and I ex-
plained to them, at considerable length, the reasons why the
person they objected to had been appointed, and at the
time of their interview with me they seemed to recognize
the justice of 'what I said and quite to understand that this
man’s appointment was not in any way to be regarded as a
precedent or a breach of any understanding. I thought my
interview with them was entirely satisfactory to them, and
I was greatly disappointed to find that they should have
twisted it, aftcr some hours, into something quite different
from what I said.”

Mr. Whitridge also said in his communication to the
Mayor that he had not received any specific statement of
the reasons why there was a strike. From the public press
he understood that after the strike took place the men for-
mulated objections to certain rules and thereafter adopted
resolutions adding to their demands so that at the time of his
letter to the Mayor he did not know whether he was dealing
with the first thought, the second thought or the third
thought of the men. He suggested to the Mayor that the
men state the cause of the strike in writing. At the same
time Mr. Whitridge addressed a communication to the men
in which he said that he felt sure they did not understand
the attitude of the company and that they had been delib-
erately and grievously misled. He also reviewed the state-
ments which were contained in his communication of Oct.
20, 1912, to the committee representing the men.

On Jan. 8 Mr. Whitridge made public another letter to
Mayor Lennon in regard to the strike. He said:

“I believe it is my duty, as a public servant, to see that
this strike is settled permanently when it is settled. not in
any makeshift fashion which will enable it to be renewed
every three or six months. I see only three ways in which
this can be dcne: By the repeal of this pro-strike ordinance,
the operation of which is now so disappointing to the men;
by a legal decision which will enable me to man the road
and run it; by the return of the men to work voluntarily.

“If I find a disposition on the part of the men to resume,
I shall then be prepared to state the conditions, in addition
to thosc referred to in my statement on Jan. 1, on which
they may come back. I may be permitted to add that what
I have said in writing is not to be regarded as a mere form
of words, but is a precise statement of facts and my inten-
tions. Finally, I venture to feel quite sure that in demand-
ing a permanent settlement, which will permit discipline to
be enforced and prevent a recurrence of these performances,
I have the hearty support of the good people of Yonkers, in
whose interest as well as that of the company I have taken
up my position.” ]

In a statement which he issued at Yonkers on Jan. 2 Mr.
Whitridge referred to rules which he had .made to prohibit
men in uniform from drinking. requiring conductors to stand
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on the rear platform, and demanding that all men who de-
sired to be excused for sickness present a doctor’s certif-
icatc. He said these were requirements in the interest of
the public, and that cxperience had shown that such rules
were necessary and that he intended they should be en-
forced.

A local ordinancc of Yonkers complicates matters by re-
quiring men to have fiftcen days’ instruction on the cars op-
erated in Yonkers before they can qualify as motormen or
conductors.

Electric Service to New Haven by July.—Charles S.
Mellen, president of the New York, New Haven & Hart-
ford Railroad, is quoted as stating that the completion of
the work of electrification between Stamford and New
Haven, Conn., should occur about July 1, if everything goes
as planncd.

New Ohio Road Opened.—The Cleveland, Alliance &
Mahoning Valley Railway was placed in operation be-
tween Ravenna and Alliance, Ohio, on Jan. 2, 1913. Cars
are run on an hourly schedule. As soon as repairs have
been made to the bridge over the tracks of the Baltimore
& Ohio Railroad the cars will be operated to the husiness
district of Ravenna.

Preliminary Tax Assessments in Wisconsin.—The State
Tax Commission of Wisconsin has fixed the preliminary
valuation of the twenty-eight clectric railways and the light,
heat and power companies in Wisconsin at $55,505,000. This
is an increase of nearly $8,000,000 over the final assessment
of these companies last year, which was fixed at $47,365,000.
The largest valuation is that of The Milwaukee Electric
Railway & Light Company, the property of which is valued
at $30,500,000. Last year the property of the company was
valued at $26,750,000. The property of The Milwaukee
Light, Heat & Traction Company is valued at $8,250,000 in
the preliminary report, as comparcd with $6,500,000 in the
final assessment last year.

Proposal in Regard to Re-routing Suburban Cars in Cin-
cinnati—]. C. Ernst. president of the Cincinnati, Newport
& Covington Light & Traction Company, Covington, Ky.,
has informed Mayor Hunt of Cincinnati that the changes
deemed necessary for re-routing cars as desired by the city
will necessitate the expenditure of about $32,000 by the
company. Since the company’s franchise will expire in
about three years Mr. Ernst said he did not consider it
fair to the company to require it to make such an ex-
penditure at this time. Mayor Hunt has suggested that
the City Council grant a special franchise to the company in
the streets to be used under the re-routing plan, the new
grant to continue in force until the expiration of the orig-
inal franchise and the company to be reimbursed on the
basis of the value of the track if the franchise is not re-
newed.

Reasons for Activity of Tractions on Change.—The
writer of the column “News for Investors,” which appears
daily in the New York Evening Sun, referring to the recent
activity in the trading in the traction issues on the New
York Stock Exchange, said: “The tractions are neither
prosecuted for restraining trade nor threatened with re-
ductions in rates. In the Supreme Court they figure not
at all. Their earnings never fall below what they were last
vear, and if they suffer any radical change it is all in favor
of the investor. Public Service Commissioners may make
them put in center-door cars and ventilating systems and
electric lights, but for every electric light or ventilator
there is another new passenger, and the center side doors
are not to let people out but to let them in. The crops do
not fail along their lines and people do not stop riding on
elevated or subway trains when trade happens to be poor—
which are some of the reasons why Stock Exchange traders
turn to the traction stocks to the neglect of the others in
the interim of waiting for a decision in the Minnesota rate
case and a solution of the Union Pacific-Southern Pacific
puzzle.”

Pittsburgh Subway Matters.—At a special meeting of the
service and surveys committee of the Council of Pittsburgh,
Pa., on Jan. 6, 1013, the report on the subway ordinance
with its amendments was presented. This ordinance was
referred-to the law department recently for an opinion.
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Several amendments were added to the ordinance by coun-
cilmen. Charles K. Robinson, who appeared for the law de-
partment, said that he was not in favor of any company
being compelled to pay part of the salaries of the board
of supervisors and would leave that proposal to the judg-
ment of the members of the Council. Mr. Burns raised
the question of the disposition of the ordinance if the
detailed plans were not approved. Mr. Wilkins said that
in building subways all of the detail plans could not be
agreed upon at the time of the passage of the ordinance.
He thought that by adding a clause which would provide
for the consideration later on of such detail plans as
might be necessary the matter could be advanced. It was
finaily agreed that the ordinance should become null and
void if the Council and the company to which the award
was made could not reach an agreement in regard to such
details within ninety days after the passage of the
ordinance.

Report of New Jersey Board.—The DBoard of Public
Utility Commissioners of New Jersey has submitted its
annual report to Governor Wilson. A considerable part
of the report is devoted to the subject of the elimination
of grade crossings. The work of the year in disposing
of rate cases and other matters is also reviewed. Notwith-
standing the density of railroad traffic in New Jersey, the
large number of trains which are operated and the many
passengers carried, the commission points out that there
have been no collisions between passenger trains and no
derailments of passenger trains during the year in which
passengers have been killed. The report concludes with
suggesting a number of amendments to the present law,
the purpose of most of which is to make clear some of the
provisions regarding which questions have been raised.
One suggestion is the repeal of the act of 1911 which limits
the annual total expenses of the commission to $100,000.
The board expresses the opinion that the Legislature might
make more explicit its intent in enacting the provision of
1911 that no franchise granted to any public utility shall
be valid until approved by the board. Similar suggestions
are made regarding the provisions of the act of 1011 relative
to the proposed issues of stocks, bonds or other evidence
of indebtedness and the purposes to which the proceeds are
to be applied. ‘

New Orleans Company to Build Its Own Cars.—Hugh
McCloskey, president of the New Orleans Railway & Light
Company, New Orleans, La., is quoted as follows in regard
to plans which the company is working out to build in its
own shops such cars as may be needed for the operation of
the system in the future: “We find with the experience we
have had in constructing the cars now nearing completion
that the work can be done by home labor with entire satis-
faction to us and at a cost considerably less than that spent
for cars built elsewhere. Therefore, we have decided to do
all of the work at home and with home labor. We have
an expert car builder, to whom will be given all the skilled
help required to build modern cars. We are in excellent
position to get all of the material required to build the cars,
and can do the work fast enough to meet the requirements
of the operating department of the company.” Such car
construction as is now done by the company is carried out
at the Magazine Street carhouse. According to the same
source of information, the engineering and the operating
departments of the company are now at work on plans for
larger and more complete shops for the company. It is
planned, so it is said, to standardize the small cars of the
company, and Mr. McCloskey is reported to have said that
these improvements will be made known to the public just
as soon as the operating and the engineering departments
have completed their plans for what the respective heads
of these departments consider the best and most serviceable
cars for use in New Orleans.

PROGRAMS OF ASSOCIATION MEETINGS

National Civic Federation

The thirteenth annual meeting of the National Civic
Federation will be held in New York Jan. 28 and 29, 1913,
at the Hotel Astor. The subjects to be discussed include
the following: “Workmen’s Compensation,” “Accident
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Prevention,” “Pensions for Federal, State and Municipal
Employees,” “Reform in Legal Procedure,” “Regulation
of Public Utilities,” “Mediation in Industrial Disputes,”
“Regulation of Industrial Corporations.” Model bills for
passage by the legislatures of the several States will be
considered on all of these subjects.

In connection with the subject of “Mediation of Indus-
trial Disputes,” the Federation wiil consider the recom-
mendation to the several states of a model mediation bill
somewhat on the plan of the Erdman federal act. This
act, of course, does not apply to intrastate utilities. The
chairmen of the four committees which are considering
this subject and wiil report at the meeting are Marcus M.
Marks, Charles P. Neill, head of the Federal Bureau of
Labor; William C. Rogers, of the New York State Board
of Arbitration, and Henry B. F. Macfarland, former Com-
missioner of the District of Columbia.

In drafting the proposed model workmen’s compensation
bill the Federation’s department, of which August Belmont
is chairman, has had the co-operation of the compensation
committees of the American Bar Association and the
Uniform State Law Commissioners. Its principies have
been indorsed by the executive council of the American
Federation of Labor, and it is the basis of the federal act
for railroad employees, which passed the United States
Senate and is now before the House for consideration.

The Federation’s model state bill reguiating public utili-
ties has already been mentioned in these columns. It has
been drafted by a department, of which Emerson Mec-
Millin is chairman, and Dr. John H. Gray is director of
investigation. In the investigation made by the department
the general question was, “How far can public regulation
2o to be effective and not interfere unnecessarily with
management?” Especial study was made of the sliding-
scale principle employed by London in dealing with electric
light and gas companies, and particular consideration was
given to the question of state versus municipal regulation of
public utilities, as now in force in California.

The annual dinner of the Federation will occur on Wed-
nesday evening, Jan. 29, at the Hotel Astor.

Program of Wisconsin Electrical Association

The fifth annual convention of the Wisconsin Electrical
Association will be held at the Hotel Pfister, Milwaukee,
Wis,, Jan. 15 and 16. The following is a list of the papers to
be presented at this convention:

“The Proposed Revision of Standards of Electric Service
Now Under Consideration by the Railroad Commission of
Wisconsin,” by J. N. Cadby, member of the engineering
staff of the commission.

“The Decision in the Milwaukee Fare Case.” by Edwin S.
Mack of the firm*' of Miller, Mack & Fairchild.

“Building up a Day Load for Small Central Stations,” by
W. E. Haseltine, secretary and treasurer of the Ripon
Light & Water Company.

“Dispatching and Handling Street Cars and Train Crews,”
by Edward Hammett, superintendent of the railway depart-
ment of the Sheboygan Electric & Railway Company.

“The Proper Operation and Maintenance of Arc Lamps,”
by L. H. Lathrop, general superintendent of the Menominee
& Marinette Light & Traction Company.

“A Work Order System Adaptable to Public Utilities:
Its Purposes and Method of Application,” by George W.
Kalweit, auditor of The Milwaukee Electric Railway &
Light Company.

“Report and Recommendations on Liability Insurance,”
by the insurance committee, Ernest Gonzenbach, chairman.

“Construction and Maintenance Problems of the Over-
head Distribution System of an Electric Utility,” by C. R.
Phenicie, general superintendent of the Wisconsin Public
Service Company, Green Bay Gas & Electric Company.

“The Standardizing Laboratory of the University of
Wisconsin,” by F. A. Kartak of the University of Wis-
consin.

“Resuscitation from Electric Shock, and First Aid to the
Injured,” by Dr. Charles H. Lemon, chief surgeon of The
Milwaukee Electric Railway & Light Company.

On Wednesday evening, Jan. 15, at 7 o’clock, the annual
dinner of the association will be held in the Fern Room of
the Hotel Pfister.
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Financial and Corporate
Stock a;1d Money Markets

January 8, 1913.

Trading on the New York Stock Exchange continues
indifferent. The sales to-day totaled only 200,312 shares.
From Jan. 1, 1013, the total transactions amounted to
1,512,200 shares as compared with 3,200,077 shares for the
same period last year. Trading in the bond list, however,
continues active. The sales of bonds to-day totaled $2,746,-
000, par value. Rates in the money market to-day were:
Call, 234 @3 per cent, with the last loan at 3 per cent; sixty
days, 334@4 per cent; ninety days, 4@4Y% per cent; four
months, 4@4 per cent; five and six months, 4% @4%
per cent.

Trading was broad and active on the Philadelphia ex-
change to-day, with a goodly volume of sales. Bond tran-
sactions totaled more than $60,000.

The Chicago market was broad to-day, but the volume
of transactions was small. The only electric railway issue
dealt in was Chicago Railways series 2's.

In the Boston market the tone was firm. Boston Ele-
vated Railway stock and rights were in good demand.

Trading in Baltimore to-day was narrow, but the vol-
ume of transactions was fair. The bond market continues
very active, sales to-day totaling $107,000.

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

Dec. 31 Jan. 7.
American Brake Shoe & Fouudry (common)......... 95 96
American Brake Shoe & Foundry (preferred)........ 1351 136
American Cities Company (COMMON) euvvevervnennnns 4714 48
American Cities Company (preferred)................ 7814 7834
American Light & Traction Company (common)...... 400 430
American Light & Traction Company (preferred).... 108 108
American  Railways Companyics s s see s 5 s s 8 srees s 41 4034
Aurora, Elgin & Chicago Railroad (common) 40 40
Aurora, Elgm & Chicago Railroad (preferred). . 86 86
Boston Elevated Railway....................... ¢ 113 112y
Boston Suburban Electric Companies (common)...... 10 5
Boston Suburban Electric Companies (preferred)..... 75 67
Boston & Worcester lectric Companies (common). ... 7 7
Boston & Worcester Electric Companies (preferred)... 40 40
Brooklyn Rapid Transit Company...........coc.oe.... 92% 9134
Capital Traction Company, Washington.............. 122 125
Chicagn ©ity: IRGHTWAY eer: o o5 o wae o o o oo s s wog o a5 8o 8 150 150
Chicago Elevated Railways (common)............... 27 28
Chicago Elevated Railways (preferred)............... 92 89
Chicago leways Ptepig., Ctf. 1oveeeiunrnnnenennonns 86 90
Chicago Railways, pteptg., ctf. 2.0 .o iiiiiieinnn. 26% 22
Chicago’ Railways; pteptes ©EF. Sue o s mmew e v 5 6 o i 5 war & 8 65
Chicago Railways, pteptg., tf: 4. . .vwmsvsesme oo 3% 3
Cincinnati Street Railway......o.cvviiviiinieionnnns 122 12244
Cleveland, Southwestern & Columbus Ry. (common). 614 514
(,leveland, Southwestern & Columbus Ry. (plcferlcd) *34 33
Cleveland Railway....ceoveinineineenannn 10314 103,
Columbus Railway & Light Company 55 60
Columbus Railway (common). 82 80
Columbus Ratlway (preferred).....oc.e.emmeesmeass 81 81
Denver & Northwestern Railway.........ocvvennen. X2 118
Detroit United Railwastoe : : s o s s omees 605 @em s s o @ & ) 76
General _Electric: (COMPANY:. v o o seintars o s o cesvint o s semassioe s 186 185
Georgia Railway & Electric F0\11p111y (common)..... 120 122
Georgia Railway & Electric Company (preferred).... 83 8334
lnterborough Metropolitan Company (common)....... 1815 1815
Interborough Metropolitan Company (preferred).... 64 6234
International Traction Company (common).......... *39 38
International Traction Company (preferred)........ *92 99
Kansas City Railway & Light Company (common).... 1814 1814
Kansas City Railway & Light Company (preferred) . 40 40
Lake Shore Electric Railway (common).............. *6 9
Lake Shore Electric Railway (lst preferred)......... *89 91
Lake Shore Electric Railway (2d preferred).......... 2514
IMarhattan RATIWAYE i - s st 2 v o mies o 3 s w61 % 5 20850 S 3 5 5 129 129
Massachusetts Electric Companies (common). . 16
Massachusetts Electric Companies (preferred) 2 5 76
Milwaukee Electric Railway & Light Co. (preferred) . 100 100
Norfolk Railway & Light Company............co.... *26 25
North American Company . .......cevevireneneennnnn 79 81
Northern Ohio Light & Traction Company (common).. 80 20
Northern Ohio Light & Traction Company (preferred). 100 100
Philadelphia Company, Pittsburgh (common)......... 50 4914
Philadelphia Company, Pittsburgh (preferred)........ 44 4414
Philadelphia Rapid Transit Company................ 27V 277%
Portland Railway, Light & Power Company.......... *66 6814
Public. Service Corporationaes o s «mmm e s onwn o 5 85508 5 550 117
Third Avenue Railway, New York 3834
Toledo Railway & Light Company 234 23
Twin City Rapid Transit Co., Minneapolis (common). 105 105
Union Traction Company of Indiana (common)...... *6% 414
Union Traction Company of Irdiana (1st preferred).. *80 81
Union Traction Company of Indiana (2d preferred).. *34 34
United Rys. & Electric Company (Baltimore)........ 2334
United Rys. Inv. Company (common)......... . 34
United Rys. Inv. Company (preferred) 6214
Virginia Railway & Power Company (common). 51
Virginia Railway & Power Comnany (preferred). 90
Washmgton Ry. & Electric Company (common) 88
Washington Ry. & Electric Company (preferred)..... 90 8954
West End Street Railway, Boston (common)..... Gooc ) &0
West End Street Railwav, Boston (preferred)........ 96 98
Westinghouse Elec. & Mfg. Company................ 79% 78
Westinghouse Elec. & Mfg. Company (1st preferred).. 115 119

*Last sale. a Asked.
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Receivers’ Sale of Chicago & Milwaukee Electric Held
Invalid

As a result of the suit brought against the receivers
of the Chicago & Milwaukee Electric Railroad by the In-
vestment Registry, Ltd,, Judge Landis, of the United States
District Court, has rendered a decision declaring the sale
of the Illinois Division invalid. Objections were filed by
a bondholder who urged that the price bid for the property
was inadequate and that the purchasers suppressed compe-
tition at the sale. It will be remembered that in 1908, as
a result of proceedings by creditor’s bill, receivers were
appointed in Illinois and Wisconsin. The two receivers
were necessary, as the divisions of the road, which operates
between [vanston, Ill., and Miiwaukee, Wis, had been
chartered and built by separate companies.

During 1912 decrees of sale were rendered in both
States, and the Wisconsin division was bid in at $1,600,000
and the Illinois division at $1,650,000. The successful bid-
ders represented the reorganization committee, which had
deposited, subject to its control, over 95 per cent of the
bond issue under foreclosure. As no other bids for the
property were offered at the sale, the court recommended
acceptance of these.

The objecting bondowner holds twelve bonds of the
Illinois company, which he refused to deposit with the re-
organization committee. In arguing the case before the
court three separate issues were involved, i.e., an alleged
suppression of bidding by means of which certain Mil-
waukec interests were induced, in consideration of the pay-
ment to them of $1,122,000, to sell their holdings of bonds
in the Illinois company, for which they paid approximately
$770,000. As a part of the sale of such bonds, it was
alleged that these interests agreed to refrain from com-
peting with the recorganization committee at any foreclos-
ure sale of the property. The second issue was the inade-
quacy of the price bid, it being contended that the proper-
ties were worth at least $5,000,000, whereas the amount bid
plus the amount of underlying bonds aggregated only
$2,800,000. The third objection raised was to the plan
of reorganization, which was considered unfair and in-
equitable. Judge Landis said:

“The general rule is that the public shall be free to bid
for property offered at a judicial sale, and the law pro-
hibits the making of any bargains, or the doing of anything
which takes from any part of the public this liberty of
action. The term general public, as used in this connec-
tion, does not include persons who by virtue of lien or
ownership, or otherwise, have an existing interest in the
property to be sold. Such persons may combine to pro-
tect their interests and may even expressly agree not to
bid against each other, in furtherance of a plan mutually
agreed upon as calculated to conserve their interests, but
in so doing their activities must not operate to exclude
any part of the general public as purchasers at the sale.
Therefore the first question here is whether or not the
agreements mentioned amounted in fact only to a combina-
tion between bondholders for the protection of their in-
terests, as such. or whether those agreements kept away
from the sale persons who, while they did not have an
existing interest in the property as holders of bonds, were
in reality so circumstanced that they must be classed with
the general public.”

The court held that the Milwaukee interests mentioned
purchased their securities in the property after the receiv-
ers were appointed and that their sole purpose in doing so
was to use the bonds as an instrumentality in acquiring the
property; that is to say, to turn them in as a part satis-
faction of the bid to be made by them at the judicial sale.
Their relation to the property was, therefore, that of a
prospective bidder. This attitude made it hazardous for
other persons seecking the property to bargain with the
Milwaukee interests for their elimination. In such case
there was a burden on the beneficiaries to show clearly
that the parties selling out had altogether lost interest as
intending purchasers of the property prior to the beginning
of the negotiations resulting in their elimination.

As to the inadequacy of the price bid, Judge Landis
said:

“On the question of value of the property the court had
evidence as to physical condition, earnings, past, present



84 ELECTRIC RAILWAY JOURNAL

and prospective, franchise conditions and other matters
thoroughiy entitled to be considered under this head. It
is my opinion, on the showing made, that the Illinois prop-
erty is reasonably worth approximately $4,500,000. The
bid of the company and the obligations which the pur-
chase must assume aggregate in the neighborhood of

2,800,000 as the cost of the Illinois property to the com-
mittee. The bids on both divisions, as has been shown,
total $3,250,000. Add to this the amount of the underlying
bonds and all the other expenses estimated by H. M.
Byllesby & Company, on behalf of the reorganization, as
necessary to be incurred in adjusting and discharging liens
and rehabilitation of the property, including extensions and
betterments, and the total cost to this committee of the
entire line in Illinois and Wisconsin, including a connection
with the elevated road in Chicago, approximates $6,700,000.”

In discussing the third point raised, Judge Landis said:

“Now it is declared the purpose of the reorganization
committee, if it gets this property, to turn it over to a new
company which the reorganization committee proposes to
organize. Then it is the committee’s plan that this new
company shail be authorized to issue securities as fol-
lows: First mortgage bonds, $10,000,000; second mortgage
honds, $4,500,000; third mortgage bonds, $6,000,000; capital
stock, $6,000,000.

“Of this total of $26,500,000, it is the committee’s pur-
pose that the new company shall put out $21,000,000 to
use in effecting the reorganization. This appears from the
committee’s plan which it has distributed to the bond-
holders. It is very plain from these figures that a great
mass of these securities, if issued, really will represent no
investment whatever, by anybody, at any time. And this
is proposed to be done in the face of the public utility
law of Wisconsin and the constitution of Illinois. Funda-
mental law contains the following provision: ‘No railroad
corporations shall issue any stocks or bonds except for
money, labor or property actually received and applied to
the purposes for which such corporation was created.”

In conclusion, the judge said:

“Tn the present case this court will enable the members
of the committee and its counsel to consider, before the
property shall be offered for sale again, whether it would
not be well to adopt a program authorized by law. There
will be another sale, at which time there will have to be
a higher bid.”

It is understood that as a result of this unfavorable de-
cision counsel for the reorganization committee will take
an appeal.

Reorganization of International Traction System

The details of the plan for the reorganization of the com-
panies included in the International Traction System, Buf-
falo, N. Y., as approved by the Public Service Commission
of the Second District of New York, are now being car-
ried out. As noted in the ErecTric RatmLway JourNaL of Dec.
14, 1012, page 1210, the commission authorized the merger
of the Crosstown Street Railway and the Electric Street
Railway. but owing to legal difficulties the Crosstown Street
Railway cannot be merged until next April Pending the
actual merger the commission has authorized the lease of
the Crosstown Company to the International Railway for
000 years. As soon as the merger takes place this lease
will become void. The commission has also authorized the
International Railway to make a mortgage for $60,000,000
and to issue bonds secured thereby to the amount of $10,-
817,500 in accordance with the plans previously noted in the
ELECTRIC RATLWAY JoUrRNAL. In furtherance of this plan the
company filed on Dec. 31, 1912, with the county clerk at
Buffalo a mortgage for $60,000,000 in favor of the Bankers’
Trust Company, New York, N. Y., as trustee. On the same
date Thomas Penney retired as president of the Interna-
tional Traction Company and the International Railway,
and E. G. Connette, who had been vice-president of the
International Railway, was elected to succeed him with that
company, and Rodman E. Griscom was elected to succeed
him with the International Traction Company. Mr. Con-
nette was also elected vice-president of the International
Traction Company. Mr. Penney. however, continues as a
director of the company, and T. E. Mitten will continue as
chairman of the executive committee.
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Nelson Robinson, who has long been a director of the
International Traction Company and the International
Railway and has had a prominent part in the financial un-
dertakings of the companies, issued the following statement:

“The new mortgage, which has the approval of the Public
Service Commission, now provides for the additional capital
necessary to the further development of the property. This
reorganization, involving the surrender of over $18,000,000,
par value, of bonds, has been accomplished without the ap-
pointment of a receiver, which very satisfactory result has
been largely due to the painstaking and persistent work of
the president, Thomas Penney, who was elected to the posi-
tion some four years ago because of his especial fitness for
this work.

“l have now disposed of my interest in the company and
am therefore retiring from the situation. Mr. Penney will
also sever his connection as president of the International
companies at an early date, this being necessary because of
the responsibilities devolving upon him in the management
of the Near-Side Car Company and other commercial under-
takings which are now directed by him. Mr. Penney will
be succeeded as president by E. G. Connette, who for some
time past has been acting as his assistant in the operation
of the property.

“Bertron, Griscom & Company, bankers, New York, N. Y.,
who represent the new financial interest in control, have
a very thorough knowledge of the results secured by T. E.
Mitten, both here and in Philadelphia, and have prevailed
upon him to remain with the property as chairman of the
executive committee, in which position he will continue to
direct the operating policy of the company. Mr. Penney
has also been prevailed upon to remain with Mr. Mitten as
a director of these companies, his intimate knowledge of
the companies’ affairs making his services especially to be
desired in this connection.”

Simultaneously with the announcements which were made
i regard to the changes in the company, Bertron, Griscom
& Company, New York, N. Y., offered for subscription at
07% and interest $3,832,000 of the refunding and improve-
ment 5 per cent gold bonds of the International Railway
dated Nov. 1, 1912, and due Nov. 1, 1062. With this offer-
ing of the bonds of the company for subscription there was
published the official report of the earnings of the company
for the year ended June 30, 1912, and a general statement in
regard to the property owned and controlled by the com-
pany and the prospects of the territory in which the com-
pany operated prepared from a letter from Mr. Penney in
regard to the affairs of the company. '

New directors have been elected as follows: S. Reading
Bertron, Rodman E. Griscom, John S. Jenks, Jr., Marshall
J. Dodge, Francis T. Homer and Edward G. Connette. The
retiring directors are as follows: G. L. Boissevain, Morris
Cohn, Jr., James O. Moore, Oliver H. Payne, Nelson Rob-
inson and George 1. Seney.

New J. G. White Companies Organize

The plan to conduct the engineering-construction depart-
ment and the operating department of J. G. White & Com-
pany, Inc., New York, N. Y., separately has been approved
and the new corporations, The J. G. White Engineering
Corporation and The J. G. White Management Corporation,
clected officers and directors on Jan. 6, 1913. The direc-
tors of The J. G. White Engineering Corporation are as
follows: Harry Bronner, of Hallgarten & Company;
James Brown, of Brown Brothers & Company; F. Q.
Brown., of Redmond & Company; Douglas Campbell, of
Campbell, Harding & Pratt; George C. Clark, Jr., of Clark,
Dodge & Company; Bayard Dominick, Jr., of Dominick &
Dominick:; A. G. Hodenpyl, of Hodenpyl, Hardy & Com-
pany; T. W. Lamont, of J. P. Morgan & Company; Marion
McMillin, of Emerson McMillin & Company; J. H. Pardee,
president of The J. G. White Management Corporation;
E. N. Potter, of Potter, Choate & Prentice; Frederick H.
Reed, vice-president of J. G. White & Company, Inc.;
Charles H. Sabin, vice-president of the Guaranty Trust
Company; Frederic Strauss, of J. & W. Seligman & Com-
pany; Moses Taylor, of Kean, Taylor & Company; George
H. Walbridge, of Bonbright & Company; E. N. Chilson
and C. E. Bailey., The officers of the company are: J. G.
White, chairman of the finance committee; Gano Dunn,
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president; IE. G. Williams, A. S. Crane, II. A. Lardner,
vice-presidents; I1. S. Collette, secretary, and R. B. Mar-
chant, treasurer.

The J. G. White Management Corporation announces as
directors Cecil Barret, of Spencer Trask & Company;
F. Q. Brown, of Redmond & Company; P. M. Chandler,
of Chandler Brothers & Company, Philadelphia; Arthur
Coppell, of Maitland, Coppell & Company; Gano Dunn,
president of The J. G. White Engineering Corporation;
George E. Hardy, of Hodenpyl, Hardy & Company; R. G.
Hutchins, Jr., vice-president of the National Bank of Com-
merce; R. L. Montgomery, of Montgomery, Clothier &
Tyler, Philadelphia; John T. Pratt, of Campbell, Harding &
Pratt; Frcderic Strauss, of J. & W. Seligman & Com-
pany; H. R. Tobey, of N. W. Halsey & Company, and J. G.
White, president of J. G. White & Company, Inc. The
officers are: J. H. Pardee, president; I'. H. Reed and S. L.
Selden, vice-presidents, and T. W. Moffat, secretary and
treasurer.

The Dbusiness of the management company was estab-
lished some years ago as a department to supervisc the
operation of properties in which J. G. White & Company,
Inc., were interested. This department, which has now been
formed into a separate company, was, on Dec. 31, 1012,
acting as operating or consulting operating manager of the
Manila Electric Railroad & Lighting Corporation, the
Helena Light & Railway Company, the Eastern Pennsyl-
vania Raiiways, Pottsville, I’a.; the United Light & Rail-
ways Company, the Associated Gas & Electric Company.
the Augusta-Aiken Railway & Electric Corporation, the Pa-
cific Railroad of Nicaragua, the Kentucky Public Service
Company and other properties.

The parent organization, J. G. White & Company, Inc,
controls the new companies and will continue as an active
financing and owning company.

General Merger Proceedings in Chicago

Very little progress was made during the week ended
Jan. 4, 1013, toward arriving at the satisfactory valuation
of the Chicago elevated properties by the local transporta-
tion committee of the Chicago City Council in its negotia-
tions to bring about the general merger of the elevated and
surface lines. As noted in the ELECTRIC RAILWAY JOURNAL on
Jan. 4, a report was made to the general committee by a
sub-committee in which it announced that the statement pre-
sented by the representatives of the Chicago Elevated
Railways had been verified. At a meeting of the transpor-
tation committee held on Jan. 7, the attorneys for the Chi-
cago Elevated Railways advised the committee concerning
the purpose of the merger of the elevated lines in July, 1011,
the securities which had been issued and the liabilities as-
sumed by the new organization. The representatives of the
company and the committee appear to agree that the total
amount invested by the new organization is $82,285,750.30.
There is still some question, however, as to the itemized
statement going to make up this total, as well as certain
amounts which must be eliminated from these negotiations.
At the conclusion of a very lengthy discussion the commit-
tee instructed the company’s representatives to prepare
statements showing an itemized account of the cost of the
properties to the new organization as of July 1, 1911, Jan.
1, 1912, and Jan. 3, 1013. These statements will probably
be submitted at an early date.

Birmingham Railway, Light & Power Company, Birming-
ham, Ala,—The common stock of the Birmingham Railway,
Light & Power Company, most of which is held by the
American Cities Company, has been increased from $3.500.-
000 to $3,000,000.

Brooklyn (N. Y.) Rapid Transit Company.—The Brook-
lyn Rapid Transit Company has filed at Albany a certificate
of the increase in its capital stock from $45,000,000 to $90,-
000,000, the new shares to be issued from time to time
prior to July 1, 1014, exclusively for the conversion of the
4 per cent bonds of 1902, dollar for dollar, if presented by
the holders for that purpose. Of these bonds $34,750,000
are outstanding in the hands of the public. The New
York Municipal Railroad Corporation has applied to the
Public Service Commission of the First District of New
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York for permission to issue $1,000,000 of its $2,000,000
authorized capital stock, the procecds to be used for work-
ing capital. At thc same time the New York Consolidated
Railroad applied to the commission for permission to pur-
chase the entire capital stock of the New York Municipal
Railway Corporation. The New York Municipal Railroad
Corporation was formed by Brooklyn Rapid Transit inter-
ests entering into a contract with the city of New York
to build and operate portions of the dual system of rapid
transit. The New York Municipal Railroad Corporation,
to carry out its contract with the city, is to make the Cen-
tral Trust Company trustee of its mortgage to secure its
first mortgage 5 per cent sinking fund gold bonds, to be
issued from timec to time to provide the capital required by
the contract with the city., The Consolidated company is
to guarantee these bonds. At thc same time the Brooklyn
Heights Railroad and the New York Municipal Railway
Corporation submitted to the commission for approval a
contract made between them by which the Municipal
company obtains the right to use the lines of the Lutheran
Cemetery elevated road from a connection with the Myrtle
Avenue line to I'resh Pond road and from that point to
Metropolitan Avenue. The contract is for eighty-five years
and the New York Municipal Railroad Corporation is to pay
$25.000 a year for the privilege.

Chicago, Ottawa & Peoria Railway, Ottawa, I1l.—The
Chicago, Ottawa & Peoria Railway has increased its capi-
tal stock from $500,000 to $1,500,000.

Columbus Railway & Light Company, Columbus, Ohio.—
The Columbus Edison Company, the property of which was
leased to the Coiumbus Railway & Light Company in 1903,
has applied to the Public Service Commission of Ohio for
permission to issue $250,000 of preferred stock and a similar
amount of common stock.

Dedham & Franklin Street Railway, Westwood, Mass.—
Eugene II. Mather, receiver of the Dedham & Iranklin
Street Railway and the Medfield & Medway Street Rail-
way, has asked the court for instructions in regard to con-
tinuing the roads in operation between Dedham and Frank-
lin. Mr. Mather says that, although the closest economy
has been practised, the earnings of the roads have not
been sufficient to cover the operating expenses, and he is
doubtful whether the roads would pay even if the fares
were to be increased. The question of discontinuing opera-
tion will come up before the court on Jan. 28 1013.

Illinois Traction Company, Champaign, Ill.—Notices of
increases in the stock of subsidiary companies of the Illi-
nois Traction Company have been filed as follows: St.
Louis, Springfield & Peoria Railroad, from $7,850,000 to
$8,250,000; Bloomington, Decatur & Champaign Railroad,
from $3,525,000 to $3,650,000.

Interborough Rapid Transit Company, New York, N. Y.—
To provide funds for the financing of its part in the con-
struction and equipment of the dual subway system, as well
as for refunding all outstanding bonds and for funding
short term notes, the Interborough Rapid Transit Company
has asked the Public Service Commission of the First Dis-
trict of New York to approve a proposed bond issue not to
exceed $170,000,000. The petition states that the company
has arranged to have J. P. Morgan & Company purchase
the entire issue at 937 and accrued intercst, the bonds to
be issued in such quantities as will net the company $150,-
622,000, and the further sum of $174.600 to pay off prior
liens or encumbrances. The Public Service Commission has
extended to May 1, 1013, the time in which the Interborough
Rapid Transit Company may issue $17,123,611 in bonds, per-
mission for which was given in a previous order of the com-
mission.

Ironwood & Bessemer Railway & Light Company, Iron-
wood, Mich.—The Ironwood & Bessemer Railway & Light
Company has filed with the Secretary of State an amend-
ment to its articles of incorporation increasing its capital
stock from $700,000 to $000,000.

Irwin-Herminie Traction Company, Irwin, Pa.—There
are now being offered for subscription at 99 and interest by
the Dominion Trust Company, Pittsburgh, Pa., $250,000 of
first mortgage sinking fund gold bonds of the Irwin-
Herminie Traction Company. The bonds are dated Nov. 1,
1912, and are due Nov. 1, 1937. They are redeemable all or
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in part at 105 and interest at the option of the company,
except such as shall be paid $6,000 yearly from the sinking
fund.

Little Rock Railway & Electric Company, Little Rock,
Ark.—Interests identified with the Little Rock Railway &
Electric Company are reported to have obtained control
of the Garland Power & Development Company, which con-
trols water power on the Ouachita River, 45 miles from
Little Rock. It is proposed to extend $3,000,000 in develop-
ing power and for transmission lines.

Mansfield Railway, Light & Power Company, Mansfield,
Ohio.—S. N. Ford, president of the Mansfield Railway,
Light & Power Company, has been appointed receiver of
the company and has been instructed by the court to sell
the property of the company within four months.

Monongahela Valley Traction Company, Fairmont, W.
Va.—An initial dividend of 2 per cent has been declared
on the $5,000,000 of common stock of the Monongahela

Valley Traction Company, payable on Jan. 11, 1913, to
holders of record of Jan. 8,
Norwood, Canton & Sharon Street Railway, Canton,

Mass.—The property of the Norwood, Canton & Sharon
Street Railway has been acquired by M. A. Cavanagh,
Boston, Mass., and Joseph B. Murphy, Thomas F. Cava-
nagh, James T. Dunn and P. Corr, Taunton. New officers
have been elected as follows: M. A. Cavanagh, president;
Joseph B. Murphy, treasurer, and Dennis G. Trayers, su-
perintendent.

Railway & Light Securities Company, Boston, Mass.—
The Railway & Light Securities Company has declared a
semi-annual dividend of 3 per cent on its common stock, an
increase of ¥ of 1 per cent. The usual semi-annual divi-
dend of 3 per cent has been declared on the preferred stock.
The dividends are payable on Feb. 1 to holders of record
Jan. 153.

Springfield & Xenia Railway, Springfield, Ohio.—The
Springfield & Xenia Railway has declared a dividend of 1%
per cent on its preferred stock and also an additional 174
per cent, making 614 per cent, on its preferred stock this
year, the same as last year. The 14 per cent extra is on
account of accumulated dividends. There is still unpaid
23/ per cent accumulated dividends,

Third Avenue Railway, New York, N. Y.—The Third Ave-
nue Railway has issued its annual report for the calendar
year 1912, It contains a consolidated income account for the
eleven months ended Nov. 30, 1912, which shows a surplus
of $1,2009.429 over charges, including depreciation of $355,-
ooo. F. \W. Whitridge, the president, says that estimating
December earnings at $110,000, the net for the year ended
Dec. 31, 1912, was about $1,319,000. He continues: “The
company has sufficient funds on hand to meet all the ex-
penditures for the current year as well as to pay $350,000 on
account of the purchasc of the New York City Interborough
Railway, and it has upward of $100,co0 which it will be neces-
sary to expend upon the Mid-Crosstown Railroad in case
the owners should conclude to accept our offer to purchase
that property. It may be desirable to apply to the Public
Service Commission for consent to issue 4 per cent refund-
ing bonds for part of these capital expenditures.
be necessary to market such bonds, and it should be our pol-
icy, so far as possible. not to increase our fixed charges.
Finally, I think it may be said notwithstanding the large ex-
penditures shown in this budget, and which will probably
hereafter be shown in similar budgets, that the outlook for
the owners of Third Avenue Railway securities is encourag-
ing.”

Toledo Railways & Light Company, Toledo, Ohio.—H.
L. Doherty & Company. New York. N. Y. will not take
over the operation of the Toledo Railways & Light Com-
pany until Jan. 15, and possibly not until Feb. 1. The
exchange of securities is progressing satisfactorily and
most of the stockholders have paid their assessment of
$7.50 per share. It is stated that negotiations are pend-
ing for the sale of $6,000,000 of first lien 6 per cent five-
year collateral trust notes of the Toledo Light & Railways
Company, which is to succeed the Toledo Railways & Light
Company, to Harris, Forbes & Company, New York, N. Y.

Union Traction Company of Indiana, Indianapolis, Ind.
—The directors of the Union Traction Company of In-

It will not .
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diana have decided not to pay a dividend at this time on
the $3,000,000 of second preferred stock. The net earnings
for 1912, with December estimated, are reported as ex-
ceeding $75,000, after providing for the dividend on the
first preferred stock.

Valdosta (Ga.) Street Railway.—The Valdosta Traction
Company has been incorporated in Georgia with a capital
stock of $125,000 as the successor to the Valdosta Street
Railway.

York (Pa.) Railways.—The York (Pa.) Railways has de-
clared a semi-annual dividend of 214 per cent on the
$1,600,000 of 5 per cent cumulative preferred stock, pay-
able on Jan. 30, 1013, to holders of record of Jan. zo. This
payment compares with 2 per cent in July and January,
1912, and the initial payment of 1 per cent in July, 1911

Dividends Declared

Athens Railway & Electric Company, Athens, Ga., 215
per cent, preferred.

Fort Smith Light & Traction Company, Fort Smith, Ark.,
quarterly, 134 per cent, preferred.

Holyoke (Mass.) Street Railway, 4 per cent.

Manchester Traction, lLight & Power Company, Man-
chester, N, H., quarterly, 2 per cent.

Monongahela Valley Traction Company, Fairmont, W.
Va., 2 per cent, common.

Omaha & Council Bluffs Street Railway, Omaha, Neb.,
quarterly, 1% per cent, preferred; quarterly, 174 per cent,
common.

Ottumwa Railway & Light Company, Ottumwa, Ia., quar-
terly, 134 per cent, preferred.

Puget Sound Traction, Light & Power Company, Seattle,
Wash., quarterly, 114 per cent, preferred; quarterly, I per
cent, common.

Rio de Janeiro Tramway, Light & Power Company, Rio
de Janeiro. Brazil, quarterly, 124 per cent.

Sao Paulo Tramway, Light & Power Company, Sao
Paulo, 214 per cent.

United Traction Company, Pittsburgh, Pa., 224 per cent,
preferred.

West Penn Traction Company, Pittsburgh, Pa., quarterly,
1Y% per cent, preferred.

York (P’a.) Railways, 214 per cent, preferred.

Youngstown & Ohio River Railroad, Youngstown, Ohio,
quarterly, 1% per cent, preferred.

ELECTRIC RAILWAY MONTHLY EARNINGS

ATLANTIC SHHORE ELECTRIC R;\TL\VAY, SANFORD, ME.

Gross  Operating Net Fixed Net
Period. Earnings. Expenses. Earnings. Charges. Surplus.
1m., Nov., ’12 $22,756 $22,475 $282 $465 1$183
14 o i 21,365 20,428 936 581 355

AURORA, ELGIN & CIHHICAGO RAILROAD, CHICAGO, ILL.

1m., Nov., ’12 $155,313 $96,360 $58,853 $32,050 $26,803
1< ! g 140,050 86,803 53,247 31,728 21,519
544 “ 12 895,032 497.298 397,734 160,395 237,332
E ¢ 111 839,757 456,790 382.977 157,216 225,761

CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY,
CLEVELAND, OHIO.

tm., Now, 12 $100,446 $59,617 $40,829 $31,746 $9,083
] & £ 11 90,196 54,137 36,059 29,000 7,059
11 iy 12 1,086,456 633,965 452,491 341,047 111,444
11 G 11 1,042,341 587,373 454,969 329,863 125,106

KENTUCKY TRACTION & TERMINAL COMPANY, LEXINGTON,

KY. .
1m., Nov., ’12 $1,005,816 $647,363 $356,454 $175,942  $180,512
1 £ ’11 862,243 543,812 318,431 177,132 141,299

11 o ’12 10,866,927 7,044,613 3,822,314 1,945,832 1,876,482

114 £ 211 9,518,443 6,009,717 3,508,726 1,943,259 1,565,457

NORTHERN OHIO LIGHT & TRACTION COMPANY, AKRON, OHIO.
1m., Nov., ’12 $239,141  $145,324 $93,817 $52,610 $41,207
1,2 €€ ’1 214,563 125,304 89,359 43,729 45,630

11 b '12 2,736,156 1,551,988 1,184,168 520,668 663,500

gl & £¢ ’11 2,454,651 1,359,562 1,095,089 487,120 607,969

PHILADELPHIA (PA.) RAPID TRANSIT COMPANY.
1m., Nov., ’12 $2,008,406 $1,196,259 $812,142 $761,838 $50,304
et e ’11 1,881,976 1,136,722 745,254 740,631 4.623
5 “ ’12 9,860,294 5,865,245 4,995,049 3,798,281 196,765
5 & ’11 9,380,136 5,690,194 3,689,942 3,688,821 12

TWIN CITY RAPID TRANSIT COMPANY, MINNEAPOLIS, MINN.

1m., Nov., ’12 $700,676  $347,885 $352,791 $153,574  $199,217
1 “ 11 633,968 317,628 316,340 148,079 168,261
11 “ 12 7,485,614 3,796,657 3,689,157 1,581,366 2,107,791
1B i 11 7,141,998 3,530,330 3,611,667 1,548,871 2,062,796

FDeficit.
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Traffic and Transportatio

Profit Sharing in Washington, D. C.

The Washington Railway & Electric Company, Wash-
ington, D. C,, on Jan. 3, 1913, distributed $19,123.02 among
801 employees, including motormen, conductors, starters
and depot clerks. DProfit-sharing checks were sent to each
employee coming under the categorics named who had been
with the company for onc month or more. The profit-
sharing plan was suggested to the directors of the road by
President Clarence P. King and those associated with him
in the management and was adopted by the board. Mr.
King last April, while addressing the men in the club rooms
of the relief association, said that the adoption of such a
plan was being considered by the company, but as n¢ further
suggestion of the idea was made, the rcceipt of the checks,
with a pcrsonal letter from Mr. King explaining the com-
pany’s attitudc toward its employees, was a surprise. Many
of the men who shared in the distribution, having becn with
the company for a year or more, received checks for $28.72
each. Thc others received a proportionate amount, based
on the length of service. In the letter which accompanied
each check Mr. King recalled the fact that he had mentioned
the subject before, and said that the company in adopting
his suggestion did so with a desire that the conductors
and motormen should share in whatever improvement could
be effected in the results of the year 1912 over and above
the final showing made in 1911. Hc explained that in 1911
26 per cent of .the company’s earnings, after the deduction
of 4 per cent had becn made to meet the District tax, had
been expended in wages and the payment of accident claims,
With these results as a working basis, he added, the direc-
tors agreed to set aside 26 per cent of the receipts, exclusive
of the tax fund, to cover wage and accident payments for
1912. If this sum was not required for these purposes, the
directors agreed that any balance should be devoted to a
profit-sharing plan and distributed among the men at the
end of the year. The following table shows the results as
disclosed at the conclusion of the year and the manner in
which the residuary fund was distributed:

Gross passenger receipts, less 4 per cent government tax..... $2,552,479
26 per cent appropriated for trainmen’s wages and accidents. . 663,645
ACCTAERES  aiisa v . cmms s 55 @me s @E e s - pide s 5 &5 @k 505 $89,337
BV/AGES| & 5 o s o0 (o o+ 8 5 538, 515 o5 o 3 & & (1 21§ 5 6H8 § 0 GhERE 555,185 644,522
Profit-sharing fund ....oiuiini ittt $19,123

This amount was distributed among 801 men, as follows:

584 men in service one year or more, each $28.72............ $16,772.48
17 men in service 11 months, each $26.34..........c.c0uun.. 447.
- 4 men in service 10 months, each $23.94................... 95.76
6 men in service 9 months, each $21.54........0uuuinnn... 129.24
18 men in service 8 months, each 344.70
14 men in service 7 months, each 234.64
20 men in service 6 months, each 287.20
18 men in service 5 months, each 215.46
19 men in service 4 months, each 181.83
26 men in service 3 months, each 186.68
20 men in service 2 months, each 95.80
55 men in service 1 month, each 131.45

801 $19,123.02

The following suggestions, embodied in a folder, have
been made to the men as to the best means to be followed
by each man to increase the fund for 1913:

“CONDUCTORS

“A large responsibility rests upon the conductor. He has
charge of the car, and our common interests are vitally in
his hands. While his chief duty is to collect fares he should
constantly strive to avoid accidents. A careless signal has
frequently caused an accident costing the company thou-
sands of dollars. 1t is hardly necessary to say that the in-
different, careless or dishonest conductor is our common
foe, for either carelessness or dishonesty reduces revenue,
and therefore bonus.

“MOTORMEN

“To this end motormen can do much by keeping their
cars on time and guarding constantly against accidents. A
delayed service forfeits both revenue and good will, while an
accident plunges the company into expense, no matter who
is at fault. All of us are losers, since an impaired service
means a smaller bonus.

“DFPOT CLERKS AND STARTERS

“Results accomplished by conductors and motormen de-

pend largely upon co-operation and concerted effort on the
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part of depot clerks and starters. [airness and impar-
tiality in their dealings with trainmen should be their
motto. It is the duty of trainmen to kecp their cars on
time, consequently thc most essential thing is to start on
tinmie; this cannot be done unless the conductor is promptly
furnished by the clerk with tickcts, transfers, etc., necessary
for his day's work.

“While the conductor is getting his ‘traps’ the startcr
should assign a car to the motorman and see that it is
clean, properly equipped with fender, sand, etc.; that des-
tination signs, ventilators, head and light switches are in
working order and properly adjusted. Start a crew out on
time and in a good humor and they will in ninety-nine cases
out of a hundred stay that way during their tour of duty.
It is ncedless to say that their work will be much better
than that of the crew that starts out with a ‘grouch.” Don’t
think your duties end when the runs have been put out.
Far from it. Constant attention to schedules and equip-
ment only will make the day’s work end as it was started.
If the right man is in thc right place, depot clerks and
starters can do morc than can bc estimated toward increas-
ing the profit-sharing fund.

“GooD WILL

“The great point is to win favor with the travcling pub-
lic, and aside from good service no more certain factor ex-
ists than unfailing politeness.”

P. T. Haller. secretary of the Washington Railway & Re-
lief Association, addressed the following communication to
the members of the association with the profit-sharing
checks:

“Just a word about your check. Don’t ‘blow it in’ hastily
because it has come to you almost unexpectedly. How
about the ‘rainy day’ that is sure to come? It may be sick-
ness, injury or death in thc family. Your profit-sharing
check or at least a part of it would make a nice start toward
a savings fund. The relief association has a savings de-
partment and will keep your money safely and allow 5
per cent interest, compounded semi-annually.”

Grievance Committees in Providence

The Rhode lsland Company, Providence, R. I., has re-
cently addressed the following communication to its motor-
men and conductors in regard to a plan to establish
grievance committees to promote a more harmonious feeling
among the men:

“On page 5 of the rule book there is a clause which reads,
‘Grievances, etc., also suggestions as to betterment of serv-
ice, will always be received for consideration by the super-
intendent of transportation or the general manager.

“It occasionally happens that a suspended or discharged
employee, acting in accordance with the above-mentioned
clause and being particularly interested in his own favor, is
not in a position to take an mmpartial view of the circum-
stances responsible for his grievance, and after the inter-
view regarding the same he is not fully satisfied with the
final decision.

“Therefore, in order to promote a more harmonious feel-
ing, you are requested to appoint a committee of three from
among the employees stationed at your respective carhouses.
one member to be selected who has been in the service of
the company one year or less, one member to be selected
who has been in the service of the company more than one
year but less than five years, and the third member to be
selected to be one who has been in the employ of the com-
pany five years or over, this committee to confer with the
superintendent of transportation and the general manager
relative to any grievance which a motorman or conductor
may have and which he has failed to adjust satisfactorily
through his own efforts.”

The men in the employ of the Rhode Island Company are
not organized, but whenever the wages of the men in the
employ of the other systems in New England which are con-
trolled by the same interests are increased the management
of the Rhole Isiand Company raises the pay of its men to
correspond. The employees of the company are members of a
benefit association, and the company felt that the formation
of grievance committees from the various divisions would
stimulate greatly the esprit de corps. The company has
always paid men for their time during the investigation of
accidents where the men have been found not to have been
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at fault. The communication to the men was addressed to
them over the signature of R. Roscoe Anderson,’ superin-
tendent of transportation, with the approval of A. E. Pot-
ter, general manager.

Special Dairy Train Proposed.—The Chicago, Ottawa &
Peoria Railway, Ottawa, I1l., contemplates running a dairy
special over its lines to furnish scientific instruction to
farmers in the territory through which it operates.

Automatic Ticket-Vending Machine in Hudson River Tun-
nel Station.—An automatic ticket-vending machine has been
installed in the concourse of the terminal of the Hudson
& Manhattan Railroad at Church and Fulton Streets, New
York, N. Y.

Merit System in Washington, D. C.—A merit and de-
merit system patterned after the Brown system was estab-
lished by the Washington Railway & Electric Company,
Washington, D. C,, on Jan. 1, 1913. Folders showing merits
and demerits were distributed among all motormen and
conductors with instructions to carry the booklets while on
duty.

Free Coffee to Portland Employees.—Under the direction
of Gus Rowden, superintendent of the welfare department
of the Portland Railway, Light & Power Company, Port-
land, Ore., every employee who carries his lunch to work
will be served free a cup of hot coffee, cream and sugar at
the Hawthorne Building, Hawthorne Avenue and Water
Street, Portland, every noon.

The “Webfoot” Route.—IL.. A. MacArthur, who is assist-
ant general manager of the Pacific Power & Light Company,
has been awarded the prize of $25 in gold offered for the best
popular name for the Portland, Eugene & Eastern Railway,
which is constructing 340 miles of interurban electric rail-
way through the Willamette Valley. The title “Webfoot”
won the prize and will be adopted officially by the com-
pany.

New Station at Jamaica.—The new station of the Long
Island Railroad at Jamaica, Long Island, has been com-
pleted and it is expected to move the headquarters of the
officers of the company connected with the administration
of the general superintendent, most of which are now in
Long Island City, to Jamaica on Feb. 22. The only de-
partment which will stay at Long Island City will be the
Long Island Express Company.

Suspension of Service During the Winter Approved.—The
Public Service Commission of the Second District of New
York has consented to the discontinuance of a part of the
electric railroad of the St. Lawrence International Electric
Railroad & Land Company in Alexandria Bay. The por-
tion is from the top of an elevation known as Church Hill,
and operation during the winter months is considered
dangerous. The president of the village of Alexandria Bay
has consented to the granting of permission by the commis-
sion.

Increase in Wages by Massachusetts Northern Street
Railway.—The Massachusetts Northern Street Railway,
operating in the district between Fitchburg and Athol, has
announced an increase of wages dating from Jan. 1, 1913
All employees of more than four years’ standing with the
company will receive 24 cents per hour, and all work will be
performed hereafter on a nine-hour basis. Motormen and
conductors will receive 20 cents per hour for the first year,
21 cents for the second year, 22 cents for the third, and at
the end of the fourth year 24 cents per hour.

Award of Gold at Boston.—The Boston (Mass.) Elevated
Railway made its annual distribution of awards on Jan. 1,
1013, to car service men who had been in its employ at least
six months and who had made satisfactory records during
1912. In determining the standing of the men the com-
pany eliminated all records included during June, July and
August, and covering the recent strike period, and based the
payment of the awards upon their service during the re-
mainder of the year. -About 4000 men received a reward
of $15 each, this total exceeding that of 1911 by about 400.
The payment was made in gold and distribution was effected
as usual at the division headquarters offices throughout the
system.

Skip-Stop Idea in Portland, Ore.—At a recent meeting of
the special committee of the City Council of Portland, Ore.,
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appointed to take up with the management of the Portland
Railway, Light & Power Company the question of improv-
ing street railway traffic conditions in the city, the officers
of the company expressed themselves as in favor of the
suggestion to eliminate certain stops and announced that
beginning on Jan. 6, 1913, if agreeable to a majority of the
people affected, the plan of stopping cars at every other
block, instead of every block, would be put into effect on
the Mount Tabor line. The company is also favorably dis-
posed toward the suggestion that hereafter all stops made
on paved streets be at the near side of the crossing instead
of at the far side.

Increase in Wages in Fitchburg.—W. W. Sargent, presi-
dent and general manager of the Fitchburg & Leominster
Street Railway, Fitchburg, Mass., had the following notice
posted recently in the carhouses of the Fitchburg & Leo-
minster Street Railway: “A general raise in pay for con-
ductors and motormen will take effect Jan. 1, 1913, as per
schedule below: First six months, 20 cents an hour; sec-
ond six months, 21 cents; second year, 23 cents; third year,
24 cents; fourth year, 25 cents; fifth year, 277 cents. A
new timetable going into effect on the same day will ad-
just runs to new requirements for a day’s work as passed
by the last session of the Legislature. The directors wish
to thank the employees for the courteous, careful and
efficient service rendered during the past year and trust
the same will continue.”

Differences Between Management and Employees Ad-
justed.—The differences between the employees of the East
St. Louis & Suburban Railway, East St. Louis, Ill.,, and
the management over the discharge of three motormen con-
cerned in recent accidents have been adjusted. The repre-
sentatives of the employees demanded that the men who
had been discharged should be reinstated in their former
positions and should receive twenty days’ pay for the time
which they lost owing to their discharge. The management
of the company insisted that the records of the men involved
precluded their re-employment by the company in their
former capacities, but offered one of the men a position as
a special officer, another a position as a shop worker and
the third a position as a lineman, with fifteen days’ pay.
The men agreed to accept these terms.

Accident on Chicago Elevated Loop.—At 6.50 a. m. on
Jan. 8, 1913, as a train of the Chicago & Oak Park Elevated
Railroad, Chicago, TIll., consisting of three coaches was
rounding the loop curve from Van Buren Street to Fifth
Avenue, the rear coach was derailed, mounted the outer
third rail and fell to the street. Only a few passengers
were on the train and no passengers were in the rear coach.
The car fell to the street on the west side of the structure
in front of the Iifth Avenue station of the Aurora, Elgin
& Chicago Railroad. One pair of trucks left the structure
with the coach, but the other pair of trucks remained on
the structure although derailed. Pending an investigation
into the accident the only explanation for the mishap seems
to be that the crew took the curve from Van Buren Street
at an excessive speed which whipped the rear coach from
the train.

Communication in Regard to “Stop Signals.”—Qn Dec.
30, 1912, the Railroad Commission of Indiana addressed the
following communication in regard to “stop signals” to all
the steam railroads and the interurban railways which oper-
ate in Indiana: “Information has come to the commission
that many steam and interurban railroads operating in this
State have not required strict compliance with Rule No. 27,
Book of Rules, Standard Code for Steam Railroads, and
Rule No. 103, Standard Code for Interurban Railroads.
These rules are identical and read as follows: ‘A signal
imperfectly displayed, or the absence of a signal at a place
where a signal is usually shown, must be regarded as a stop
signal, and the fact reported to the proper official” The
proper construction of this rule is that when switch signal
lights are found to be out the train or car shall stop, the
switch shall be examined and the light relit. Trains or cars
should stop in all cases where the lights are out; not slow
down, but stop. The commission recommends that this
strict construction of the rule shall be enforced by all com-
panies. These companies will advise the commission within
thirty days from the date of the receipt of this circular that
they will so construe and enforce the rule.”
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Personal Mention

Mr. G. A. McNamee, for several years assistant sceretary-
treasurcr of the Montreal (Que.) Tramways, has resigned.

Mr. Rodman E. Griscom has been elccted president of
the International Traction Company, Buffalo, N. Y., to suc-
ceed Mr. Thomas Penney, resigned.

Mr. J. P. Ross, who has been secretary of the Birming-
ham Railway, Light & Power Company, Birmingham, Ala.,
has also been appointed assistant treasurer of the company.

Mr. Theodore H. Rabe, who has been treasurer and audi-
tor of the Birmingham Railway, Light & Power Company,
Birmingham, Ala., has been made treasurer and assistant
secretary of the company.

Mr. J. T. McNamara, Jr., has been appointed auditor of
the Jackson Railway & Light Company, Jackson, Miss.,
to succeed Mr. A. C. Powell, who has become connected
with the McClelland Banking Company, Jackson.

Mr. Frank McCoy has resigned as general manager and
purchasing agent of the Allegheny Valley Street Railway,
Tarentum, Pa., and as manager and contract agent of the
Allegheny Valley Light Company, New Kensington, Pa.

Mr. John Cash has resigned as superintendent of city
lines and roadmaster of the Evansviile & Southern Indiana
Traction Company, Lafayette, Ind., after a continuous
service of twenty-seven years with that company and its
predecessors.

Mr. E. E. Vreeland, who has been assistant to Mr. T. H.
Tutwiler, president of the Memphis (Tenn.) Street Railway
for the last seven years, has resigned to devote himself to
his private interests. Mr. Vreeland went to Memphis
from Nashville in 1904. ’

Mr. Charles E. Fife, who since August, 1910, has been
superintendent of the Pittsburgh, McKeesport & Greens-
burg Railway, Greensburg, Pa., has been appointed general
manager of the Allegheny Valley Street Railway, Taren-
tum, Pa., to succeed Mr. Frank McCoy, resigned.

Mr. M. A. Cavanagh, Boston, Mass., who with his associ-
ates has purchased the property of the Norwood, Canton
& Sharon Street Railway, Canton, Mass., has been elected
president of the company to succeed Mr. Dennis G.
Trayers, who continues with the company as superin-
tendent.

Mr. J. D. Maxwell has resigned as electrical engineer of
the Spartanburg Railway, Gas & Electric Company, Spar-
tanburg, S. C., to become connected with the Anderson
Electric Carriage Company, which manufactures the *De-
troit” electric vehicles. He will be attached to the Phila-
delphia office of the company.

Mr. A. D. Furlong, who has been general superintendent
and electrical engineer of the Springfield (I1.) Consolidated
Railway, the entire stock of which is owned by the Spring-
field Railway & Light Company, has been appointed general
manager of the company to succeed Mr. A. A. Anderson,
resigned.

Mr. V. T. Bary, who has been dispatcher with the Pitts-
burgh, McKeesport & Greensburg Railway, Greensburg,
Pa., has been appointed superintendent of the company
to succeed Mr. Charles E. Fife, who has been appointed
general manager of the Allegheny Valley Street Railway,
Tarentum, Pa.

Mr. Daniel Reidel, Jr., formerly with the Cincinnati & Co-
lumbus Traction Company and before that with the Cin-
cinnati, Newport & Covington Light & Traction Company,
has been appointed superintendent of motive power and
maintenance of way of the Toledo, Bowling Green & South-
ern Traction Company, Findlay, Ohio.

Mr. Franklin K. Lane, of California, has been elected
by the Interstate Commerce Commission to serve as its
chairman for the year Dbeginning Jan. 13. As chairman,
Mr. Lane will succeed Commissioner Charles A. Prouty,
of Vermont. Mr. Lane has been a member of the commis-
sion since 19035, and now is serving his second term.

Mr. Alfred Anderson, formeriy purchasing agent of the
Panama Railroad, Panama Steamship Line and Isthmian
Canal Commission, and later with the Metropolitan Street
Railway, New York, N. Y., in the same capacity, has been
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clected president of the Transit Manufacturing & Materials
Company, Inc, recently organized with offices in New
York.

Mr. A. A. Anderson has resigned as general manager of
the Springfield (T1l.) Consolidated Railway, the entire stock
of which is owned by the Springfield Railway & I.ight
Company. Mr. Anderson was formerly general manager of
the Indianapolis, Columbus & Southern Traction Company
and before that was general manager of the Indianapolis &
Louisville Traction Company, Louisville, Ky.

Mr. H. R. Domby has been appointed general store-
keeper of the Birmingham Railway, Light & Power Com-

pany, Birmingham, Ala.,, in charge of the department of
general storcs, which has been established. Mr. Domby

has been in the employ of the company since September,
1906, all of his work being in conncction with the purchas-
ing and storcs department, which he entercd as a clerk.
Before becoming conneccted with the Birmingham Railway,
Light & Power Company he was with the Birmingham
Ledger, and before that he was connected with newspapers
in Los Angeles, Cal.

Mr. James W. Dunbar, who was superintendent of the
Gas, Light & Coke Company, New Albany, Ind., years ago
and later accepted a position with the United Gas & Electric
Company in that city, affiliated with the Insull interests
which own the Louisville & Northern Railway & Lighting
Company and other properties in southern” Indiana. has
been appointed general manager of the New Albany utili-
ties. It is announced by the Insull interests in Chicago that
the electric railways of the syndicate in southern Indiana
will be managed hereafter from the Chicago office, under
the general charge of Mr. F. E. Cole.

Mr. R. O. Launey has been appointed auditor of the
Jirmingham Railway, Light & Power Company, Birming-
ham. Ala., to succeed Mr. Theodore H., Rabe, formerly
treasurer and auditor of the company and now treasurer
and assistant secretary. Mr. Launcy has Dbeen connected
with the company since April 1, 1904. He entered the
service as a clerk and occupied various positions in the
accounting department until July 1. 1911, when he was ap-
pointed assistant treasurer and assistant auditor. Before
becoming connected with the Birmingham Railway, Light
& Power Company Mr. Launey was connected with the
public utilities at Savannah, Ga., where he was born.

Mr. Henry A. Nettleton, manager of the local lines of the
Connecticut Company in Manchester, Conn., which include
the line to Stafford Springs, and the oldest employee in
point of service now connected with the company in Man-
chester, was presented with a gold watch recently by mem-
bers of the crews which work under him. Mr. Nettleton
has been in the employ of the Connecticut Company as
superintendent at Manchester since the Hartford, Rock-
ville & Manchester Tramway was taken over by the Con-
necticut Company and previous to that was auditor of the
Hartford, Rockville & Manchester Tramway. He has been
connected with that company and the Connecticut Company
for seventcen years.

Mr. Ivy L. Lee has been appointed executive assistant to
the president of the Pennsylvania Railroad. Mr. Lee was
born at Cedartown, Ga., on July 16, 1877. He was graduated
from Princeton University in 1808 with the degree of A. B,
and did post-graduate work at Harvard and Columbia Uni-
versities. He then engaged in editorial work until his ap-
pointment as press representative of the anthracite coal op-
erators. the Pennsylvania Railroad and other corporations.
IFrom 1908 to 19000 he was in charge of the publicity bureau
of the Pennsylvania Railroad. and since 1910 he has been
general European manager of Harris, Winthrop & Com-
pany, bankers. Mr. Lee will have his office at the Broad
Street station of the Pennsylvania Railroad in Philadelphia.

Mr. E. Lowndes Rhett has been elected second vice-presi-
dent and a director of the Federal Utilities, Inc., New
York, N. Y. Mr.- Rhett entered the banking house of
3rown Brothers & Company in April, 1891, as a clerk, and
remained with that firm for more than ten years, latterly
as manager of the bond and stock department. He then
engaged in the bond business with his brother, after which
he entered the Stock Exchangce firm of Dominick & Wil-
liams, where he remained for about three years. Mr.
Rhett then became manager of the New York office of
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the Boston bond house of E. H. Rollins & Sons, from
which position he resigned in 1911, when he was eclected
vice-president and a director of the Smith-Tevis-Hanford
Company, dealer in public utility securities. He continued
with the Smith-Tevis-Hanford Company until he was
clected second vice-president and a director of Federal
Utilities, Inc., on Dec. 30, 1912.

Mr. Joseph D. Evans, whose appointment as construction
manager of the Electric Bond & Share Company, New
York, N. Y., was noted in the ELrcTrRiC RAILWAY JOURNAL of
Jan. 4, 1913, was educated in the schools of Lowell, Mass.,
where he was born, and was graduated as a civil engineer
from the Massachusetts Institute of Technology. He went
south to do work in the engineering department of the pro-
posed Nicaraguan canal and was subsequently associated
with the United States government engineers in the prepar-
ation of the original estimates for the Panama Canal. He
next engaged 1n railroad construction in Ecuador. After
this Mr. Evans engaged in electric railway work in Penn-
sylvania, Massachusetts and Connecticut and a little later
was appointed general superintendent of construction of
the Great Northern Power Company at Duluth, Minn. Sub-
sequently he was connected with the construction of the
Buffalo, Lockport & Rochester Railway, which operates an
electric railway between Rochester and Lockport. He
was then appointed engineer in charge of construction of
the Canada Light & Power Company, and at the completion
of the plant at St. Timothée he accepted the position of chief
engineer of the Montreal Tramways. Mr. Evans will have
charge of plants under construction in Utah and Idaho by
the Electric Bond & Share Company.

Mr. E. G. Connette, who since May, 1912, has been vice-
president of the International Railway Company, Buffalo,
N. Y., has been elected president of the company to suc-
ceed Mr. Thomas Penney, resigned, and has also been
elected vice-president of the International Traction Com-
tany, the holding company for the electric railways which
are operating in Buffalo, Niagara Falls and Lockport. Mr.
Connette has been connected with electric railway proper-
ties in Nashville, Syracuse, Worcester and other cities,
and previous to his election as vice-president of the
International Traction Company he was transportation
cngineer of the Public Service Commission of the First
District of New York. He is very well known in
electric railway circles and has taken an active part
in the affairs of the American Street Railway Asso-
ciation and its successors, the American Street & In-
terurban Railway Association and the American Electric
Railway Association. He was third vice-president of the
American Street Railway Association in 1807-8 and was
president of the Street Railway Association of the State of
New York in 1903-4. A biography and a portrait of Mr.
Connette were published in the ELecTrRic RAILWAY JOURNAL
of May 11, 1912. In a statement which he issued at the time
Mr. Connette was elected vice-president of the International
Railway Company, Mr. Penney said: “The development
of traffic in Buffalo and the adjacent cities of Niagara Falls
and Lockport and on the interurban lines which connect
these cities presents many problems which require broad ex-
perience and expert knowledge to solve, and it was. there-
fore, concluded that it was necessary to procure the very
best talent obtainable. The directors believe that they have
found a man who will ably assist the president in solving
the problems attendant upon the situation.”

Mr. Thomas Penney has resigned as president of the In-
ternational Traction Company and the International Rail-
way Company, Buffalo, N. Y., but will continue as a di-
rector of the companies. Mr. Penney intends to devote his
time principally hereafter to the management of the Near-
Side Car Company and other interests of Mr. Nelson Robin-
son and his associates. Mr. Penney was elected president of
the companies to succeed Mr. Henry J. Pierce in September,
1908. He is a member of the firm of Norton, Penney &
Sears, counsel for the International Traction Company, and
became intimately acquainted with the affairs of the company
through his membership in that firm. Mr. Penney was
born in London, England, and came to this country when a
boy. He prepared for college at Williston Seminary, East
Hampton. Mass., and after completing the academic course
at Yale he took a law course of two years, graduating with
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the degree of bachelor of arts and bachelor of laws and
was admitted to the bar of Connecticut. In 1889 he began
the practice of law in Buffalo and in 1895 became first as-
sistant to the district attorney, which ])OSlthn he occupied
for four years. A vacancy then occurred in the office of the
district attorney and Mr. Penney was appointed to fill that
office by Theodore Roosevelt, at that time Governor of New
York. The following year he was elected to the office for a
term of three years. As district attorney of Buffalo Mr.
Penney prosecuted the assassin Czolgosz. At the expiration
of his term of office Mr. Penney declined a renomination
and resigned, having become a member of the firm of Nor-
ton, Penney & Sears. Commenting editorially on the retire-
ment of Mr. Penney as president, the Buffalo Courier
said: “Four years ago Thomas Penney was made president
of the company on account of his peculiar fitness for the
direction of its affairs in a period requiring the most skilful
management. Mr. Penney is a brilliant lawyer and also
has the administrative quality highly developed. To his
talent is credited the accomplishment of the reorganization
without necessity for a receivership. Now he will retire
from the presidency in order that he may give time to other
large undertakings with which he is identified, but he will
continue a director of the company.”

OBITUARY

George W. Stoddard, who was president of the Citizens’
Railway, Baltimore, Md., died at Atlantic City, N. J., on
Dec. 27, 1912, at the age of seventy-three years. Mr. Stod-
dard was Dborn in Allegheny County, Md., and early in
life entered the service of the Baltimore & Ohio Railroad.
During the Civil War he was superintendent of the division
of the company between Baltimore and Cumberland. Soon
after the war Mr. Stoddard took up his residence in Balti-
more and subsequently became connected with street rail-
way development work in that city. He retired from the
Citizens’ Railway following the sale of the property of the
company some twenty years ago to the Baltimore Traction
Company, which is now controlled by the United Railways
& Electric Company. Mr. Stoddard went from Baltimore
to Pittsburgh.” He had long been a resident of Atlantic
City.

Another Communication to Employees in Regard to

Holiday Traffic

The Public Service Railway, Newark, N. J. took occa-
sion to address its trainmen recently in regard to the
handling of the increased traffic on account of the holidays.
The communication, addressed to the men over the sig-
nature of Newton W. Bolen, superintendent of transporta-
tion, follows:

“In the excitement of holiday shopping some persons
are likely to be less careful than usual, or in their hurry
take reckless chances in boarding or leaving cars or cross-
ing in front of them. Nobody wants an accident to happen.
This is just as true of motormen and conductors as it is
of passengers or pedestrians. Accidents are bad enough at
any time; they are particularly distressing when, in addi-
tion to hurting some one, they spoil the Christmas of many
others. Therefore, it is urged that more than the usual
care be exercised in the operation of the cars to the end
that no suffering shall be caused and that your record shall
be clear during the holiday scason.

“In addition to being careful, be courteous. Remember
that courtesy pays in good will. Do not be grouchy. Help
vour passengers all you can, especially the aged and infirm
and the children. Keep your car as comfortable as the heat-
ing and ventilating facilities will permit. Conductors will
not fail to call out the names of the principal streets, stores
and stations. It annoys one to be carried too far and there
will be many visitors in town. Motormen will be extra
careful in handling cars in the crowded districts. They
can assist conductors, when necessary, by politely asking
passengers to move forward in the cars. Everybody keep
in mind the motto, ‘Safety, Courtesy, Loyalty.’

“I feel satisfied that if the trainmen will follow the above
suggestions they will have less trouble, the patrons will
be better pleased and both will do their part in makmg a
merry Christmas for all.” '
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Construction News

Construction News Notes are classified under each head-
ing alphabetically by States.
An asterisk (*) indicates a project not previously re-
ported.
RECENT INCORPORATIONS

*Vancouver Island Hydro-Electric & Tramway Company,
Ltd., Victoria, B. C.—Incorporated in British Columbia with
a capital stock of $s00,000. Headquarters, Victoria, B. C.

*Caseyville Railway, Belleville, Ill.—Chartered in Illinois
to build an interurban railway from Caseyville to East St.

Louis. Headquarters: Belleville. Capital stock, $50,000.
Incorporators and first board of directors: Joseph E.

Gundlach, Aloys Gundlach, A. Il. Baer, Louis Opp and
William M. Hoppe, all of Belleville.

*Lake Erie & Youghiogheny Railroad, Youngstown,
Qhio.—Incorporated in Ohio to build an electric or gaso-
line railway between Youngstown and Conneaut. Capital
stock, $3,000,000. Incorporators: A. W. Jones, John H.
Ruhlman, William H. Ruhlman, George J. Chapman and
George M. Brown, all of Youngstown.

*Gananoque, Perth & Lanark Railway, Gananoque, Ont.—
Application for a charter will be made by this company at
the next session of the Legislative Assembly of Ontario to
build an electric or steam railway between Gananoque and
Lanark, with a branch from near Morton through Lund-
hurst and Delta to Portland. Incorporators: F. A. Henry,
R. A. Sibbitt, J. C. Judd, all of Ottawa, and W. T. Samp-
son, Gananoque; J. A. Donevan, Toronto; F. B. Morton and
D. W. Green, Lyndhurst.

*Nashville (Tenn.) Traction Company.—Incorporated in
Tennessee to build 34 miles of electric railway in Nash-
ville. It will also furnish power for lighting purposes. Cap-
ital stock, $125000. Incorporators: Walter O. Parker,
Nashville, and George N. Hendrie, Russell A, Alger, Henry
Ledyard and W. Howie Muir, Detroit.

*San Antonio, Fredericksburg & Northern Railway, Fred-
ericksburg, Tex.—Application for a charter has been made
by this company in Texas to build an interurban railway
from within 4 miles of Waring in a northerly direction to
Fredericksburg. Capital stock, $30,000. Incorporators: R.
A. Love, Foster Crane, M. H. Trice, F. F. Ludolph, A. L.
Cunningham, J. H. Haile, George D. Campbell, W. W. Col-
lier, Frank Richards, H. N. Jones and H. M. Abernathy.

FRANCHISES

Globe, Ariz.—Nathan L. Amster, Boston, and associates
have received a franchise in Globe. This is part of a plan to
build an electric railway between Live Oak, Globe and
Miami. [E. R. J., Dec. 7, '12.]

New Westminster, B. C.—The plans of the proposed
yvards for the British Columbia Electric Railway in the
West End have been submitted to the Council. calling for
nineteen separate lines, or 3 miles of track. The city en-
gineer has submitted a report giving his views on the plans
and the City Council will visit the site before coming to any
decision.

Antioch, Cal.—The Oakland, Antioch & Eastern Rail-
way, Oakland, has received a franchise in Antioch.

Pacific Grove, Cal.—The Monterey & Pacific Grove Rail-
way has received a fifty-year franchise from the Board of
Trustees in Pacific Grove.

Stockton, Cal.—The Stockton Electric Railway has re-
ceived a franchise from the Council for the extension of its
Poplar Street line in Stockton.

Canon City, Col.—F. S. Kelsey and F. B. Street, New
York, N. Y., have received an extension of time in which
to begin the construction of the projected electric line
through Canon City and the City Park at the top of the
Royal Gorge. [E. R. ]J., Dec. 30, '12.]

*#St. Augustine, Fla.—The Jacksonville & St. Augustine
Public Service Corporation has asked the City Council for
a franchise in St. Augustine. The route of this railway has
been described elsewhere in this issue.

Ashmore, Ill.—The Central Illinois Traction Company has
received a fifty-year franchise from the Council in Ashmore.
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*Centralia, I1L—G. .. Plittenger, C. E. Stead, Dwight I°
Haussler and associates, who propose to form the Last
Side Electric Railway, have asked the City Council for a
twenty-year franchise to build an electric railway on Lo-
cust Street, Saline Street and Wabash Avenue in Centralia,
111.

Hillsboro, Ill.—The Springfield & Central Illinois Trac-
tion Company has received a franchise from the Council in
Hillsboro.

Shreveport, La.—The Texas-Louisiana Traction Com-
pany, Shreveport, has received a franchise from the Council
to build terminal properties and use certain streets in
Shreveport., This line will connect Shreveport, La. and
Jefferson and Longview, Tex. A. B. Blevins, Jefferson,
Tex., is interested. [E. R. J., Dec. 7, '12.]

Mount Greylock, Mass.—The Berkshire Street Railway
has been grantted an extension of time until Jan. 1, 1914, on
its franchise for its Mount Greylock extension. Extensions
of time for the construction of certain extensions in Pitts-
field and North Adams have also been granted the com-
pany by the Railroad Commission.

Kansas City, Mo.—A. L. Berger, attorney for T. A. Big-
ger, receiver for the Kansas City Outer Belt & Electric
Railway, holding company of the terminal property of the
Kansas City, Mexico & Orient Railway Company, has asked
the Kansas City (Kan.) Commissioners for a three-year ex-
tension of time for the completion of work in Kansas City,
Kan., as provided in the company’s franchise.

St. Joseph, Mo.—The St. Joseph Railway, Light, Heat &
Power Company has received a franchise from the Council
in St. Joseph on Eighth Street from Messanie Street to Ed-
mund Street and from Ielix Street to Francis Street.

Cicero, N. Y.—The Syracuse, Watertown & St. Lawrence
River Railroad has asked the Public Service Commission,
Second District, for permission to acquire and exercise a
franchise from C. A. Lux for the construction of an exten-
sion of its railway in Cicero.

Utica, N. Y—The New York State Railways has asked
the Common Council for a franchise to double-track its line
over the overhead railroad crossing at Genesee Street in
Utica.

Nashville, Tenn.—The Nashville Traction Company, the
incorporation of which is noted elsewhere in this depart-
ment, has asked the Council for a franchise over certain
streets in Nashville.

Murray, Utah.—The Utah Interurban Electric Company
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