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A NEGLECTED
FEATURE IN
REBUILT CARS enter feature it is distinctly surpris-

ing to find that in some instances the mutually operated half-
doors which used to be customary in the old-style designs
have been retained, notwithstanding the fact that the
stanchion separating the entrance and exit passages on the
platforms completely obviates the necessity for the wide
doorway. The prime object, of course, of the pay-as-you-
enter design is to eliminate confusion through the segrega-
tion of incoming and outgoing passengers into two orderly
single files, and under these circumstances the necessity
When the

device for making the two half-doors operate in conjunc-

for a clear opening of great width becomes nil.

tion is left in the car after its transformation into one of
the pay-as-you-enter type, it results in the first place in a
burden upon the passenger in compelling him to open two
doors when the movement of one would be sufficient, and
in addition it involves a certain amount of expense in main-
taining the utterly useless mechanism for effecting the
mutual operation. These points may perhaps seem obvious,
but the fact that cars in just this condition are now being
operated is evidence that in some cases at least the subject
has been completely overlooked.

The methods of accident prevention
REDUCING SHOP

ACCIDENTS used in European electric railway

shops should furnish ample guidance
for others in countries where this subject is beginning to
attract much attention. A railway shop is far from being
as hazardous as a mine or foundry, but it necessarily con-
tains some avoidable dangers. One plan followed abroad
is to give the shop foremen a yearly premium in propor-
tion to the freedom from accidents in their departments.
When the plan was inaugurated the foremen were advised
that the management had set aside a certain percentage of

the annual payroll, based on previous experience, to allow

for accident costs. Thereafter every foreman was to re-
ceive at the end of the fiscal year one-third of any re-
mainder from the amount reserved for his department. This
offer proved so great an incentive that the annual cost of
accidents was more than halved. The same company has
also fitted up a “Red Cross” room, where there are surgical
Even the

slightest wounds are treated here because proper antiseptic

and medical facilities to care for shop accidents.

dressings will remove all danger of blood poisoning and
hasten healing. Tt is true that the development of such
methods abroad has been due largely to the laws relating
to the compulsory compensation of disabled employees, but
more than one American company has found that the ex-
pense of litigation may be even greater than where the law
provides a fixed compensation for each kind of injury. In

either case prevention should prove better than cure.

WORKINGMEN'S An examination of the activities
COMPENSATION of the legislatures now meeting in
LAWS most of the states shows that in

many of them questions in connection with the establish-
ment of public service commissions and the passage of
workingmen’s compensation laws hold a most prominent
place. The latter subject, so far as liability insurance is
concerned, was one of the topics most actively discussed at
the recent meeting of the Wisconsin Electrical Association,
as reported in the last issue of this paper. Altogether,
workingmen’s compensation laws are in force in seventeen
states, and the approval given to proposed bills of this kind
in the messages of the different governors indicates, we
believe, that the passage of some sort of legislation of this
kind will be as widespread among the states in the near
future as the passage of legislation establishing some kind
of public service commission rule. The principle of the sub-
stitution of some statutory plan of employers’ liability for
the wasteful remedies and in many respects inadequate
remedies now open to the employee under the common law
has much to commend it. The principal danger is in the
direction of radical legislation, and the fear of this on the
part of employers has considerable foundation because of
the lack of experience with the practical working of the
workingmen's compensation laws now in force. It is not too
much to say of all of them that they are still in an experi-
mental stage, and they leave many questions to be solved.
As yet, we believe, all of the existing laws are of an elective
character, owing to the general constitutional provision
against compulsory compensation, as required in England
and Germany. As with commission regulation, we do not
think that such a radical feature can be grafted on our sys-
tem of government easily, and the real benefits to be derived
by both employer and employee are yet to be determined.
However, out of this confusion and experiment some main
principles will be evolved which may prove to be worth all
of the trouble required to bring them forth.
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CORPORATIONS AND THE COMMUNITY

The difficulties encountered when a company tries to do
business on a contract basis with the public are illustrated
by the attempt being made at this late date by certain
politicians in New York to upset the status of the present
agreement in regard to new subways. Every attendant
circumstance indicates that the clamor now made is for
political purposes only, but politics are practically sure to
enter into the conduct of the affairs of any large community,
especially in its relation to its public utility companies, and
this is one reason why its affairs cannot be conducted with
the economy and wisdom of those of a private corporation.
Briefly, the agreement between the city and the Interbor-
ough Rapid Transit Company and the Brooklyn Rapid
Transit Company was reached some nine months ago after
It is
a matter which could have been settled in one-fifth the
time if the rapid transit interests of the city had not been
made a football to be kicked around first in the interests of
one candidate for political preferment and then in those

vears of negotiations and concessions on both sides.

of another. Since the preliminary agreement was accepted
by both sides, the attorneys representing each party have
Un-
doubtedly during the reduction of this contract to written
form differences of opinion in regard to the construction
to be placed upon some of the minor parts of the agreement
have developed. That such differences exist is indicated by
a recent statement of the chairman of the Public Service
Commission and the president of the borough of Man-
hattan, It is unfortunate that they could not have been
discovered earlier, but they are not on the basic agreement
and do not affect the dual plan, the system of preferential
payments and other foundation features of the original
An adjustment on these points could easily be

been preparing the formal contracts for signature,

agreement.
rcached by both sides.

The other protest, which is being made on the main prin-
ciples, should fail, because the companies have expressed a
willingness to live up to their part of the agreement and
the city has sunk many millions of dollars in construction
work which would be almost useless without an operating
agreement with one of the existing companies. But the
incident possesses wider significance than that illustrated by
its local aspect. It shows the readiness with which persons
with political aspirations will attempt to defeat the best
interests of a city if by doing so they think they will be
better able to pose as defenders of the community against
corporations—an attitude which current events make every
politician believe to be a very popular one at present. It
also proves how easily such men can secure a large follow-
ing among the thoughtless among the community. It often
seems strénge to a person who has given a great deal of
thought to an important and greatly needed public improve-
ment that many of his fellow citizens will regard it lightly.
The facts are, however, that few people really give very
much consideration to any matters other than their own
immediate affairs. Occasionally, as at the time of a political
upheaval, they will become aroused and will put one party
out and another in. The question of their own personal
interests or business, however, will soon again occupy their
entire attention and cause them to lapse into a condition of
indifference in regard to public matters.
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" This characteristic of most American citizens emphasizes
the importance of definiteness in any contract made between
a public utility and a city. If all points upon. which dis-
putes may arise in the future are not covered clearly and
definitely at the start, the company will be apt to find that
little respect will be paid later to questions of abstract
justice in which the rights of the company are involved.
In this respect the plan under which the new subways are
to be built is well drawn. The terms under which the
profits will be apportioned, the amount of capital which
each party to the contract is to supply and the terms of
recapture of the system by the city at definitely stated
intervals are clearly set forth. In too many cases in the
past, however, and even very recently, there has been the
tendency on the part of companies to ignore these essen-
tials of a franchise and to trust that, in the future, "the
sense of fairness of the community or the protection of
the courts will be amply sufficient to insure all of the rights
which a company should have.
attention will be given to minor details in such a franchise

Hence a great deal of

and little or none to the essentials, which are the rate of
return to be allowed on the capital invested and the disposi-
tion at the termination of the franchise of that part of the
property which cannot be removed or turned to other uses.
It has been owing to neglect of a clear understanding upon
these points in the past that most of the ills to which public
utilities have been subjected have occurred, and this ex-
perience should be a warning for the future. No one will
believe, for example, that the original investors in most or
any of the present older public utility enterprises in this coun-
try expected that the return to be allowed to them would be
calculated upon the physical value of the property or even
upon the actual investment in the property, or that the rate
of such return on either valuation would be limited to the
6 per cent, 8 per cent or 10 per cent which is now claimed
by many as adequate in the case of a successful enterprise.

The other refuge upon which the companies have de-
pended against injustice in connection with ambiguous con-
tracts, the protection of the courts, has also proved a weak
defence. The reason for this is that the only protection
which the courts can give against the forced establishment
of low rates is that the rate must not be so low as to amount
to a “confiscation” of property. But a non-confiscatory
rate is by no means synonymous with a remunerative rate
or even with a “fair” rate, any more than the auction value
of a house so located that but few people can use it is equal
to the real value of such property. People are encouraged
to make investments in new enterprises by promises of
large returns, not by the cold comfort that if the enterprise
should be successful the capital invested will not be con-
fiscated. The courts do not even seem ready to throw
their cloak of protection about the investment, but ap-
parently are disposed to construe the term “property” in its
narrowest sense, although “property” in any other enter-
prise, according to the generally accepted meaning of the
word, is not limited to the investment but is the opportu-
nity to earn 20 per cent, 50 per cent or 100 per cent in that
enterprise. We realize that such an idea is contrary to
modern political thought in connection with public utility
enterprises, but we firmly believe that the original investors
in most of the older public utilities whose rates are now '
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being regulated were encouraged to make their investments
because of their understanding that their property was
their right to earn such an unlimited return.

For these reasons we believe that a public utility fran-
chise to be granted in the future will be defective unless
the permissible rate of return on the investment is specified
so that a company shall not be obliged to reduce its rates
until this rate of return is obtained, unless the meaning of
the term “investment” is clearly defined, and unless there is
some clear statement as to the disposition of the property
if the term of the franchise is limited in any way. We
also believe that in any laws establishing rate-making bodies
some similar limits to any action of the commissions in
reducing rates or terminating franchises should be em-
bodied. ‘

THE ALTERNATE-STOP PLAN IN CLEVELAND

Although a great many suggestions have been made as
to the desirability of reducing the number of stops made
for passengers on strect railway lines, most American
companies cling to the old plan of stopping at every cor-
ner. Cleveland is one exception. There the alternate stop
plan has been developed and has been found to have a
number of interesting advantages and disadvantages. The
purpose of the alternate stop, which is now effective over
ahout one-half of the city, was to increase the speed and
thus offer more service in a given period without increas-
ing the platform expense. When the alternate-stop sched-
ule was arranged instructions were issued to the crews
that stops would be made every two blocks on the inbound
trip and at the intervening corners on the outbound trip.
Thus a passenger would board at one street intersection
and alight a block either side on his return. There has
been practically no complaint on the part of the public
relative to this method of operation, and it has served to
increase the schedule speed, thus resulting in economies in
operation and increased service. It is now proposed to
extend the alternate-stop service over the entire city.

Although the increased service and operating economies
obtain when single-car trains are operated, the addition
of trailer service has tended to do away with the benefits
when all trains are not provided with trail cars. A natural
result of trail-car operation is to increase the average
number of stops on a given route, thus lengthening the
schedule time. Consequently there is a continual piling
up of single-car equipment following the two-car trains
From this it is evident that the entire
schedule is retarded on lines where single cars and two-
In some cases it has been found that

in the rush hours.

car trains are run.
the total time on a given run is increased as much as
one-third. -
Another result noticed is that passengers do not dis-
tribute themselves well between the cars during the rush
hours. They will insist upon boarding the first car which
arrives, and if this happens to be a two-car train it will
become crowded and will delay the schedule. The com-
pany hopes, however, that as the number of trail cars is
increased people will recognize the probability of their se-
curing a less crowded car by a wait of a few minutes and

this trouble will disappear. Altogether the experiment
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is a very interesting one, and while we would not reconi-
mend trailer operation in a city with stecp grades on ac-
count of the slow acceleration, or wherc the street con-
gestion requires many stops, we believe it worth consid-
eration under favorable conditions of grade and traffic,
especially when it can Dbe combined with the alternate

corner stop plan.

PAINTING GARS WITH BAKING ENAMEL

The new method of car painting introduccd upon the
Hudson & Manhattan Railroad, which is described else-
where in this issue, is a development of distinct value in
the maintenance of equipment. By the use of baking
enamel instcad of the customary linseed-o1l paint or air-
drying enamel, and by subjecting this cnamel to a mild
heat, the process of drying is accelerated to a remarkable
degree, and in consequence cars can be put through the
paint shop in two days instead of in anywhere from six
to fourteen days, as is required with the usual methods.

It is, of course, true that the use of baking enamel is 1z
itself no novelty, as it has been used for some years for
automobile Dbodies, and on some electric railways small
parts which could be readily baked in a kiln of moderate
size have been treated in this manncr. The application of
the method to complete electric railway cars, however, has
not been attempted heretofore, although the difficulties in
the way of experiments along this line have been by no
means serious. In consequence its introduction by Mr.
See on the Hudson & Manhattan Railroad is a matter of
much importance to the electric railway industry.

While the peculiar conditions on this railway make its
painting problems apply only to the interiors of the cars
and have resulted in the application of the new process to
interiors only, the method has now been firmly established
as a practical standard, and in order to extend the applica-
tion to car exteriors there remains only the necessity for
partitioning off a space large enough to hold one car
in any paint shop and heating it with five or six batteries of
heater coils. It would indeed seem that the negligible cost
of such an arrangement would be an exceedingly small
price to pay for the release for service of the 2 or 3 per
cent of the car equipment which under ordinary circum-
stances is now held in the paint shop while the different
coats of paint are drying.

In comparison with standard paints, the finished surface
given by baking enamel is undoubtedly of a harder and
more glossy character than that usually obtained under
ordinary methods, although it is also true that an equal
finish can be obtained with air-drying enamel, provided
proper care is exercised. With regard to permanence
under ordinary circumstances there appears to be but little
difference between the baking enamels and the air-drying
enamels, as this has been a much agitated question in the
automobile industry for some time past. The gain, how-
ever, which is obtained through the use of the new method
in its ability to save time is really remarkable, and whem
cars can be put through the paint shop in one-fourth or
one-fifth of the time required by the ordinary systems the
consequent advantages not only of increased mileage of
cars but also in saving of shop space are too obvious to
require emphasis.
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A 1200-Volt D. C. Line in Holland

A Description of the Leyden-Katwyk-Noordwyk Railway, Which Has Been Electrified for 1200-Volt D. C. Catenary
Operation with Field Control Motors—The Entire Overbead Construction Is of Copper
or Bronze Because of Atmospheric Conditions

The Noord-Zuid Hollandschen Tramweg Maatschappij
(North-South Holland Tramway Company) operates an
extensive steam railway system in southern and northern
Holiand. Among the more important parts of the system
was a road from Leyden to Katwyk, including a branch
from Rynsburg to Noordwyk. DBoth lines have now
been electrified owing to the heavy increase of travel from
Leyden to the sea baths at Katwyk and Noordwyk. The
electrification also included
a horse car line in Leyden so
that the Katwyk and Noord-
wyk lines could pass through
that city. Direct current at
1200 volts was chosen for use
on both the city and country
divisions. The complete over-
head hne, including trans-
mission and return cables,
and the through service mo-
tor cars were furnished by =~
the Siemens-Schuckert com-
pany. The Katwyk division
was placed in electrical oper-
ation m the fall of 1911, and
the Noordwyk line began
service in 1912,

The electrified section is a
standard-gage line, most of
which 1s double-tracked. There are no grades of any con-
sequence, with the exception of a bridge approach at Ley-
den, but there are many sharp curves, some of them of
only 65-ft. radius. At present the city and interurban sec-
tions are operated with different rolling stock, the former

NOLRTIT SEA d
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Katwyk-on-Sea Sea
Oarhouse,

Carhouse
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Llectric Ry.Journal
Leyden-Katwyk-Noordwyk
Railway—Map

sion 5.27 miles long and the Noordwyk division 7.13 miles
long. The Leyden-Katwyk division is laid principally on
the highway, upon which a maximum speed of 24.8 m.p.h.
is attained. A train consists of one motor passenger car

\

Leyden-Katwyk-Noordwyk Railway—Loop in Copper Cate-
nary, and Idle Trolley Wire Clipped to Active One

and two passenger trailers, but freight cars are also added
as required. The service is half-hourly.
MOTOR CARS
From the views of the standard motor car on page 145
it will be seen that it is mounted on a single truck of plate

==

Leyden-Katwyk-Noordwyk Railway—Line Interruption at a Drawbridge in Leyden

using small motor cars and the latter the larger rolling
stock hereinafter described. The interurban section begins
at the Leyden station of the Hague-Amsterdam railway
and thence runs to Rynsburg junction, whence it branches
to Katwyk and Noordwyk, as shown in the accompanying
map. The city section is 1.86 miles long, the Katwyk divi-

irame design and supported on each side by means of four
semi-eliiptic springs. The monitor roof has been elim-
inated in favor of a flat-arch roof with ventilators. The
car body has an open central platform which leads to the
two passenger compartments by means of sliding doors.
This central passage has standing room for six passengers,
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the smokers’ compartment seats eleven passengers and the
non-smokers’ compartment fourteen passengers. The mo-
torman’s compartment at one end is large enough to serve
also for a baggage room with separate exit as shown. As
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motors, mounted onc on cach axle. An mteresting con-
structional feature of these motors is the use of a single-
piece frame, as the builder believed that the motors would
not require overhauling cxcept at very rare intervals,

Leyden-Katwyk-Noordwyk Railway—Channel Beam Span Construction Over Three Tracks at a Station

the car is operated double-ended, a second place for the

motorman is provided in one corner of the non-smoking

compartment. Air brakes are used for regular operation,

particularly on account of the commutating-pole design and
the ample dimensions and liberal insulation of the com-
mutator housing. The motors are operated from the usual

Leyden-Katwyk-Noordwyk Railway—Center Pole Construction on Right-of-Way, Section Break and Line Interrup-
tion at a Drawbridge

but hand and short-circuiting brakes are available for emer-
gencies. Current collection is by means of a single panto-
graph, which is controlled directly by the motorman.

Each car is equipped with two go-hp commutating-pole

form of street car controller, although they are wound for
field control whether connected in series or parallel. How-
ever, the shunt resistors for the weakening of the fields are
brought into circuit by means of contactors. As indicated in
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the wiring diagram on this page, the cutting in of the con-
tactors is accomplished by the momentary controller con-
tact &, just before the shunt connections are made. How-
ever, the control current for maintaining contactors /i-1
and /i-2 in circuit is not held by the controller, the con-

1%

Leyden-Katwyk-Noordwyk Railway — Steel Conduits of

Motor Cars

tact b-2 being locked to contactor /i-2. If the main current
te the motors is broken, as, for instance, in passing a sec-
tion insuiator, the contactors do not close upon the re-
energizing of the circuit and the shunt connection to the
field winding of the motors is not restored. Therefore,
unlike the cutting in of a shunted motor, no short-circuit
across the commutator is possible. The weakened field is
restored merely by reversing the controller handle to the
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to an insulated metal plate on the roof of the car. All
wiring is carried in steel conduit. Twenty-one tantalum
lamps, divided into three circuits, are used for the illumi-
nation of the car, car signs and signal lamps.
OVERHEAD CONSTRUCTION

The overhead construction on the interurban sections is
carried by latticed poles, which are set about 200 ft. apart.
Ordinarily these poles are furnished with channel-iron
brackets set back to back as shown in one of the accom-
panying illustrations. One line is carried from each side
of the pole. At the Rynsburg station and the Katwyk

1 II III

x
Blectric Ry-Journal

I—Motors in Series. II—Motors in Parallel with
Complete Shunt Resistors. III-—Motors in Parallel
with One-ITalf Shunt Resistance.

72

ZCrL bﬂ

Leyden-Katwyk-Noordwyk Railway—Changes
Construction for Field Control

in Motor

yards the overhead line is carried from light channel beam
spans.

The line construction on the interurban section is of
plain catenary type with a maximum distance of 39 ft. be-
tween the hangers. The contact wire is of hard copper of
80 sq. mm (approximately No. ooo B. & S.) cross-section
and is zigzagged in the usual manner in order to equalize
the wear due to the bow collector. The average height of

Leyden-Katwyk-Noordwyk Railway—Span Suspension on a Curve in Leyden, Showing Also the Protective By-Pass for
Trolley Wire at the Hanger )

point where the contact x can be closed momentarily, thus
permitting contactors /-1 and k-2 to get into circuit again.
The field is weakened one step when the motors are in
series and two steps when the motors are in parallel.

The automatic circuit breaker and the fuses are secured

the contact wire is 19 ft. 8 in. above the tops of the rails.
On single-track sections it is customary to attach the idle
contact wire directly to the contact wire by means of short
vertical clips, so that this part of the construction resem-
bles the copper-steel combination of the New York, New
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Haven & Hartford Railroad. An example of this kind is
illustrated on page 142.

The catcnary is of bronze, 50 sq. mm (approximately
No. o B. & S.) cross-section. It serves also as a feeder.
The hangers are of copper. Owing to the proximity of
the sca, it was found desirable to use copper or tough
bronzc for all auxiliary wircs and cables.  Double porcclain
insulation is the standard construction on all of the inter-
urban sections.

In Leyden the wires are usually carricd from tubular
poles, although in some instances rosettes are attached to
the houses. While the ordinary form of single-wire sus-
pension is used in that city and other built-up scctions, pro-
tection against the high voltage is insured by using doublc
insulation of vulcanite for all suspension points and grooved
porcelain indulators for the span wires. Ome of the ac-
companying illustrations of a non-catenary scction shows
that at all span hangers the trolley wire is connected
to an auxiliary or by-pass wire which is carried along the
insulators for a foot or more on each side. Hence the
entire span will not come down if the contact wire breaks at
the suspension points. This construction has been uscd
elsewhere in Europe in connection with plain s00-volt sus-
pensions, and in some cases it is made compulsory by mu-
nicipal regulation. The insulation at all dead ends in city
construction also consists of double vulcanite insulation and
one porcelain insulator in series.

The city and interurban sections are isoiated by means
of section breakers, but can be connected by means of horn
switches. Additional section insulators are used for the
electrical separation of the contact wires on two-track
divisions so that one track may be kept in service in
case the other one is not available. TFurthermore, all
village sections may be cut out and the crossings over
steam railroads can also be made dead when desired.
In general, the anchorages or dead cnds of the line
coincide with the positions of the section insulators.
Tension take-up devices are installed at intervals of
1000 ft.

The use of the catenary as a feeder made it undesirable
to interrupt its conductivity by attaching insulated tension
take-up devices. To avoid this, a short loop of the catenary
wire was formed between two clamps at each saddle or
suspension point, whereby the catenary becomes self-
adjusting. Short anchored connections are attached to the
loop clamps to prevent possible injury to the catenary from

ELECTRIC RAILWAY JOURNAL

145

at Rynshurg, where each of the three divisions has a sep-
arate protection equipment.

The fceder system consists of two outgoing cables from
Leyden to the city linc and two other feeders for the inter-

DEN~

VR

Leyden-Katwyk-Noordwyk Railway-—Motor Car for
Through Service

urban sections. The latter may be interrupted at a switch-
board in the Leyden railway station and also at the Ryns-
burg carhouse, where they feed directly to the overhead
line of each branch. The Rynsburg-Katwyk, Rynsburg-
Leyden and Rynsburg-Noordwyk
divisions can thus Dbe fed sep-

arately. The Leyden line has one
return feeder and the interurban
section has two. On account of the
high trolley potential, no substa-
tions were required.

The New England Section of the
Electric  Vehicle Association of
America and the Electric Motor
Car Club of Boston held a joint
meeting at Boston on Jan. T10.
Arthur Williams pointed out that
there are now about 30,000 electric
vehicles in use in the United States,

3

il ol

6000 clectric pleasure cars and 4000

Leyden-Katwyk-Noordwyk Railway—Center-Entrance, Single-Truck Motor Car

?he side sway of the entire overhead line. The contact line
1s protected at intervals of 3280 ft. by horn-type lightning
arresters. TFurther protection against lightning is provided

commercial machines having been
manufactured in 1912. The early
machines, which date back about
twenty years, were clumsy, expen-
sive and not always dependable, the
batteries being heavy and useful
only for short-distance service, be-
sides requiring expert handling. In spite of these difficulties
several models built in 1899 are still giving good service,
as is a truck in Philadelphia which was built in 1893.
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Baked Enamel Painting on the Cars of the
Hudson & Manhattan Railroad

A Description of a Revolutionary Method of Car Painting by Whieh Cars Can Be Put Through the Paint Shop in
Two Days Without Saerifice in the Appearance or Durability of the Protective Covering

On the Hudson & Manhattan Railroad there has re-
cently been introduced a new system of painting cars which
bids fair to revolutionize paint-shop practice in the elec-
tric railway industry. Briefly, the method consists in the
use of the so-called “baking enamel,” which hardens within
a few hours under the influence of a mild artificial heat.
By its use a finish of great hardness and of extremely
high gloss is obtained, so that the appearance of the fin-
ished surface is not only equal but in general superior to
that given by the best grades of air-drying coach colors
and rubbing varnishes.

The most important feature of the process lies in the
extraordinary rapidity of the work. The baking on of a
coat of enamel, instead of taking one or two days for dry-

is usually applied by sprinkling the material in the form
of powder over the surface to be covered and then sub-
jecting the metal to a gentle heat, just sufficient to fuse
the powdered enamel into a homogeneous covering.

In the case of varnish makers’ enamel no fusing of any
description takes place. The action of hardening after ap-
plication is produced by the evaporation of the turpentine,
or “thinner,” and by the oxidation of the oils used in the
enamel exactly as in the case of paint, except that with
enamels the hardening action is assisted by the fossil gum
content. Baking enamels differ from air-drying enamels
only in the details of treatment. They are made from the
same gums, the same oils and the same classes of pig-
ments; but because they are artificially dried at a rapid

Hudson & Manhattan Painting—Exterior View of Car, Showing Ventilators Covered with Paper Pasted to the Roof

ing as required by air-drying paints, is completed in about
three hours. The four coats used on the Hudson & Man-
hattan cars therefore involve a loss of but twelve hours’
time, and, with a liberal allowance of time for application,
it becomes easily possible to get a car through the shop in
two days. With a sufficiently large force, this time might
even be made to include cleaning off, although should an
extra day be allowed for the removal of the old paint the
cars need be held hardly more than one-fourth as long as
they would be under standard methods. The saving
through the increase in equipment available for service is
obvious. In fact, the coat of varnish which is given an-
nually to surface cars could by this means be applied prac-
tically between rush hours.
DEVELOPMENT OF BAKING ENAMELS

As understood in the varnish-manufacturing industry the
term enamel applies to that class of covering composed of
pigment ground in varnish, just as the term paint is ap-
plied to pigment ground in linseed oil. In this application
the material is in no respect similar to the enamel which
is applied to metal by fusing and is used in that manner as
a permanent protective covering for metals, as in the case
of the sanitary white-enameled hand-holds recently intro-
duced for use on surface cars. The latter class of enamel
is in effect a glass which is fusible at low temperature. It

rate considerably more leeway is permitted in the com-
position, and this in turn permits the use of combinations
of ingredients which give a hard, tough surface.

The astonishingly high gloss which is a characteristic
of baked enamel is due largely to the fact that it can be
applied in a much more freely running condition than the
air-drying enamels. The result is that the material when
applied is much more subject to the influence of surface
tension, and the brush marks and other irregularities
smooth themselves out. Carried to a hypothetical ex-
treme, an example of this action would be found in the
case of a paint with a consistency equal to that of water.
If such a covering could be applied, it would obviously
give an absolutely perfect surface. It would, of course,
be impossible to leave brush marks in a film of water, and
the m‘icroscopic,irregularities in the wood or mefal beneath
it would manifestly have no influence on the perfect -
smoothness of the exterior surface of the film,

All varnishes, in order to be applied, have to be thinned
with more or less turpentine. This ingredient is practically
inactive and evaporates from the film during the. process
of drying. In the case of air-drying enamels it is neces-
sary to have an even rate of hardening to avoid the forma-
tion of a hard surface film which would.-delay the drying
of the varnish underneath it, and it is also necessary to
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meet the condition of eliminating the turpentine eoutent
by evaporation. In consequence but little turpentine ean
be added, and the spreading effect, or the thinness of the
material during applieation, is limited. The use of enough
turpentine and a sufficiently freely flowing oil varnish to
produee extremely easy running and a thin film involves
difficulty both by inereasing the time of drying and by
tending to make a hard surface form while the interior
layers of the eoat are still soft. With baking enamel,
however, the matter of time of drying is unimportant.
The high temperature promptly eliminates the surplus tur-
pentine eontent in practically any amount, and the mate-
rial ean be applied in almost any condition of thinness de-
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of railways have in fact made use of it in this manner.

About two years ago attention was directed to the appli-
cation of the baking proeess to complete cars, and some
very extended experiments were undertaken. Some of
these proved to be unsatisfactory, possibly because the
manufacturers did not realize the vital differences in
handling air-drying and baking enamel and offered exactly
the same material for baking whieh they had been fur-
nishing for air-dried eoverings. One reason for this is
that since the priming coat is required to stand two or
three heats in addition to its original drying heat it should
be eapable of beeoming perfectly hard; in other words, it
should take its permanent set before the other eoats are

W

Hudson & Manhattan Painting—View of Interior of Car After Completion of Baking Proeess, Showing Electrie
Heaters Hung from the Hand .Rods

sired. In practiece this is shown by the fact that approx-
imately half as much baking enamel is required to ecover
a given surfaee as would be needed if air-drying enamel
was used.

Baking enamels were first used eommercially on a large
scale in the automobile industry. Here the question of
output was a serious one from the early days, and the
rapidity of the baking proeess was a great advantage. In
the general introduction of the process, however, there
was the incidental advantage that, for the first six months
at least, the baked enamels were found to possess very
mueh more ability to resist not only the abrasive action of
flying dust but also the corrosive action of lubrieating oil
whieh might be splashed onto the enameled surfaces of the
body. Its use has also been extended to small fittings on
cars which could be plaeed in small kilns, and a number

applied, and this eondition does not obtain with air-drying
enamels,
METHODS OF APPLICATION

In general, however, three suecessful methods of baking
have been developed for use with railway cars. These
are to bake the primer and first enamel coat at a mod-
erate temperature and to air-dry the subsequent varnish
coats, to bake the whole ear inside and out for all four
coats through the use of a kiln of sufficient size to inclose
the car and to bake the interior only by sealing the ear and
introducing electrie heaters.

The latter method is the first to be adopted as standard
on any railway and is the one whieh is described in this
article. It has been developed by P. V. C. See, superin-
tendent of car equipment Hudson & Manhattan Railroad.

On this hne the ears are operated in a subway praeti-
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cally all of the time. For this reason the question of ex-
terior appearance is immaterial, and the exterior painting
is done only to keep the steel bodies from rusting. How-
ever, the interiors of the cars are carefully finished in
white and green, the ceiling being a high-gloss white
enamel to give the cars the clean and cheerful effect so
desirable in tunnel service. In fact, the bright surface
acts as a mirror, reflecting and diffusing the light so that
the general illumination of the car is better than could be
produced with brighter lights and a dark background.
The company has had considerable difficulty trying to
find an enamel suitable for this work. Enamels that would
stay white ih the artificial light displayed a tendency to
flake off and crack on account of the rapid changes in the
temperature when the cars were taken from the open
storage vard and run into the tunnel, as this remains at a
constant temperature of 635 deg. regardless of climatic
changes. On the other hand, white enamels that would

Hudson & Manhattan Painting—Typical Ceiling, Showing
Cracks in Old Air-Drying Enamel

stand these rapid expansions and contractions without
checking had a tendency to turn yellow under the continual
artificial light.

In the search for a remedy to overcome this difficulty
Mr. See noticed that the steel doors, which had been pur-
chased complete and painted separately from the cars and
not from the same manufacturer, did not deteriorate
in appearance. Although the air-dried enamel on the ves-
tibule sides alongside of the doors became discolored and
cracked, the doors themselves retained their color almost
indefinitely. An investigation brought out the fact that
the doors had been baked in a kiln, and the result was,
naturally, a trial of baking enamel.

An extensive test was made with small panels to find
out whether baking enamels could be made to flow smoothly
on the under surface of the metal when in a horizontal
position. After this was completed the panels were placed
in a light-proof box which was then given to the shop fire-
man with instructions to put it near the boiler for two
hours and then put it out of doors for two hours. These
rapid temperature changes were kept up for over a month,
in the middle of winter. When the panels were removed
from the box they were all found to be either darkened to
a yellow or brown or else were more or less cracked. The
test was carried still further by bending each piece through
180 deg. until the edges met. Although none of the panels
came out of this very severe test in very good shape, it
was definitely shown that the baking enamels were far
superior to those of the air-drying type.

Experiments were then made to find out what tempera-
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tures could be secured in a car without ddmage to the
electric wiring, and it was demonstrated that 200 deg.
FFahr. was flot injurious. By suspending three extra equip-
ments of electric car heaters from the hand rods this tem-
perature was easily maintained, the consumption of power
being at the rate of about 50 kw.

Three manufacturers have supplied enamels to the Hud-
son & Manhattan Railroad that have produced excellent
results, but about the most thorough and comprehensive
system which was tried was that of Flood & Conklin, of
Newark. The details of this system of application are as
follows:

After cleaning, the car is first heated to 200 deg. and
allowed to remain at this temperature for one hour, as
heating the clean surface before the application of the
priming coat has been found by the manufacturers to be
necessary to drive off moisture and to equalize as far as
possible the injurious action of surface expansion and con-
traction.

After this the heat is shut off and the car is cooled down
to about 115 deg., the priming coat being applied while
the metal is hotter than the surrounding air to prevent
condensation on the metal. The temperature is then
raised again to 200 deg. and the enamel baked for three
hours. The second and third coats are baked at 140 deg.
for three hours and the last coat at 130 deg. for three
hours. The first coat is the only one that is applied under
heat, the others being applied with the air in the car cooled
to about 70 deg.

In case the temperature of 200 deg. specified as necessary
for baking on the priming coat cannot be obtained either
through lack of facilities for heating or through other un-
usual conditions it is possible to obtain satisfactory re-
sults by baking the first coat at 165 deg. temperature for
four hours.

The condensed list of instructions for applying the dif-
ferent coats issued for use in the paint shop on the Hudson
& Manhattan Railroad is as shown in the accompanying
table:

INSTRUCTIONS FOR APPLICATION OF BAKING ENAMEL
GREEN BAKING ENAMEL

Hours
INow 1N brown, IMetal SpTimer, sors o e eurs oot smls s s wiores R 3
No. 2 green baking enamel. 3
No. 3 green baking enamel. i 3
No: 4 clear baking varnishess ssoonsssrmvesipmsesssmusessn 3

WHITE BAKING ENAMEL

No. 1 metal priming enamel........c.ouuiiierennranenanns 200 3
NO. 2 Hat WHITE.. s o Saim e rm nue seemminine o esmie oo m i ot formims 8 ool i8in 140 3
No. 3 high-gloss baking enamels . e s o s s o5 a5 6 5 mere & 6555 140 3
No. 4 high-gloss baking enamel........ooviivenenoeenann.. 130 3

Note.—After cleaning car thoroughly, heat car 200 deg., put heat down
to from about 110 deg. to 115 deg. and apply priming coat. Sand between
all coats. All coats after priming coat applied at ordinary painting tem-
perature, 70 deg. to 80 deg.

The preparation of the surface of the metal before the
application of the baking enamel is one of the most impor-
tant features of the process. On the Hudson & Manhattan
Railroad it has been found that the most satisfactory re-
sults are obtained by scraping off the old enamel by hand to
remove the bulk of the covering. The surface is then gone
over with a standard form of varnish remover carefully
applied so that all of the old enamel is removed from
the pores of the metal surface. This procedure leaves a
surface which is absolutely free from paint, but in order
to remove every trace of the varnish remover the surface
is carefully rubbed again with waste and gasoline, thus
freeing the pores of the metal from any foreign material
which might serve as starting points for flaws in the paint
film.

The heating .of the metal prior to the application of the
priming coat and the method of applying the priming coat
at the high temperature of about 110 deg. are also impor-
tant features necessary to assure permanency for the coats
of enamel. It will be noticed from the preceding instruc-
tions for application that each coat following the primer is
put on at a lower temperature so that no possibility exists
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for renewed chemieal aetion in the priming coat after it
has been eovered by the enamels.

As shown by the accompanying illustration, the high
temperatures are obtained by hanging three equipments
of electrie heaters inside of the car, the temperature being
controlled by a man who watches a thermometer inside of
the ear through one of the windows, the current being
turned on and off from the heaters in aceordance with the
changes in temperature. The doors and windows are, of
course, closed tight and all ventilators are eovered with
several thieknesses of newspaper pasted to the roof sur-
face by layers of tar. This is shown in the illustration
of the exterior of the ear.

COSTS

The eost of application may be said in general to be
about equal to that of high-grade painting. It is, how-
ever, impossible to make use of eheap materials with the
baking proeess nor is it desirable to have the enamel ap-
plied carelessly. The results are, however, superior in
general to those obtained with the best grade of air-dried
enamels, for, as has been previously mentioned, the surface
of the baking enamel is very much harder and more flex-
ible than it is in a case of air-dried material.

On the Hudson & Manhattan Railroad the cost of appli-
cation of a car interior is shown in the aecompanying table.

Cost oF Baking Enamer on Hupson & MANHATTAN RAILROAD.
WHITE WORK

Material  Labor

IHeat at 0.6 cent per kw-hr . $3.60
Connecting heaters ........ 1.00
Removing paint from ceiling 7.00
First ceiling coat, 1% qts.. $1.38 1.25
Sanding same w.u.en.iiiiiiin i, Lo 0.75
Sccond) ceiling €0at; 114 QESq««ssmesssanis s s mee eamn s 1.38 125
Sanding same - ... o e 0.60
Third ceiling coat, 2 QtS.....veeennsennnnrennnennennnn 1.84 1:35
Fourth ceiling coat, 2 QS..vuvenrinneneeensnneanennnns 1.84 1.35
$6.44  $18.15

GREEN WORK

R;moving paint from SideS....ovuunns e, $15.00
First coat Grecn, 25 QtS.....eeuuenensunnennnnnnns $2.30 1575
SATATNEILE e L 0L ) s ok ¢ 5 EEL SR = e € s et s corm o o 0.80
Second coat green, 2 QS.....veeeennnne s 1.84 1.80
v Ty N o O 1.50
fLhird coat, Brecn, 4 qUS: o: mw s s m5a s 5 5 oie 5o o iomerese oo e s 3.70 1:75
Sanding third coat «......vviiiiine i 0.75
Fourth coat, 235 qtS.uurenirennrenennenannnnnnn, 2.30 2.00
$10.14 $25.35

These costs apply to a car 41 ft. long between bulkheads,
8 ft. 10 in. wide over the sills, the roof being of the mon-
itor-deek type with ventilators spaced between alternate
carlines. The cost of material for baking enamel in gen-
eral appears to be about one-half of that for air-drying
cnamel. This is due to the faet that the baking enamel
eovers about twice as much surfaee with a given volume
as air-drying enamel, the costs of the two per gallon being
the same. On the Hudson & Manhattan Railroad the ceil-
ing of the car has an area of approximately 400 sq. ft. and
it has been found through considerable experience that
approximately 1 gal. of air-dried enamel is required for
each white ceiling coat. When baking enamel is used,
however, as will be seen by referring to the list of material
given in the statement of costs, only 134 quarts of enamel
is used for the average white eeiling. As the eosts of the
two classes of enamel are exactly the same, this makes the
baking enamel, at least for white coverings, equal to about
half of that for the air-dried material.

APPLICATION TO WOODEN CARS

While the use of baking enamel on the Hudson & Man-
hattan Railroad applies only to all-steel cars, since that
eompany operates no wooden cars of any description, it
has been demonstrated in the automobile industry that
baking enamel can be applied to wood with perfect satis-
faction and without injury to the wood. In fact, on the
Hudson & Manhattan cars the wooden sashes are treated
exactly as if they were made of steel, except that the old
paint, having become thoroughly hardened, is not removed
before the application of the new enamel.

In applying the enamel to new or eleaned wooden cars,
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it is only neeessary to use an oil primer to fill the pores
of the wood and provide a proper surface for the enamel
coats, It is possible, as has been proved by experiment, to
apply the enamel to elean wood with only three coats, the
oil primer being eonsidered as the first coat, and yet pro-
duee a satisfactorily smooth white surface. In the case
of an old wooden car upon whieh the paint had become
thoroughly dry and hard with age it would be quite prac-
ticable to apply baking enamel over the old paint after a
thorough rubbing down.

The removal of baking enamel may be effeeted with any
varnish remover capable of removing air-drying enamels.
The surfaee is, however, harder, and for that reason the
varnish remover has to be applied with more care as the
chemieal reaction takes a longer time to do its work.
Standard removers will, however, serve for the purpose of
removal in a commercially practical manner.

PORTABLE RAIL GRINDERS USED BY THE OMAHA &
COUNCIL BLUFFS RAILWAY

The engineering department of the Omaha & Council
Bluffs Street Railway has built a portable rail grinder of
novel design. Heretofore all joints on both new and old
track have been ground by hand. The portable grinder, as
shown in the illustration, is provided with two sets of
wheels, three for use on the traek and two when it is desired
to wheel it about on the pavement. Either set of wheels
may be put in serviee by releasing the dog and shifting the

Omaha & Council Bluffs Portable Rail Grinder

large lever beside the motor from front to baeck or the
reverse. Two of the wheels for use on the track may be
easily detaehed, thus reducing the weight of the deviee and
permitting it to be moved about a paved street with
less effort.

The grinding mechanism ineludes a 5-hp motor, which
the company considers too large but which was available
for this purpose, a rheostat and a single-pole knife switch.
The motor is eonnected to the 2-in. x 10-in. emery wheel by a
set of sproekets and chain, which also serve to reduce the
motor speed at the grinding tool. Energy is supplied to the
motor through a flexible cable and pole conneetion to the
trolley wire. The depth of the cut may be adjusted by a hand
wheel and screw, the lower end of whieh forms the fork
carrying the permanently attached wheel used in moving the
grinder along the traek. The grinder is operated by two
men who push it back and forth over the work. One man,
however, has complete control of the machine and regulates
the cutting and the speed of the motor. It has been success-
fully operated on track where a three-minute headway is
maintained, as only forty seconds is required for two men to
remove it to clear a car.
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American Wood Preservers’ Convention

Abstracts Are Given of the Four Papers Presented at This Meeting of Most Interest to Electric Railway
Companies—An Account Is Also Published of the Proceedings on the First Day

The ninth annual convention of the American Wood
Preservers’ Association was held at the Hotel Sherman,
Chicago, Jan. 21 to 23, inclusive. The Tuesday morning
session opened with E. A. Sterling, forest and timber engi-
neer, Philadelphia, Pa., presiding and about seventy-five
members in attendance. It was confined largely to matters
of interest to the association. Following the roll call and
reading of the minutes Professor Sterling made his annual
address to the association. After complimenting the mem-
bers on their hearty co-operation during the past year he
called their attention to the fact that the association had
grown from about Ioo members in 1912 to over 150 this
year. He also said that the ways and means committee of
the House of Representatives was considering a 1o per cent
import duty on creosote. He recommended that the asso-
ciation draft a resolution which could be presented to the
ways and means committee offering objections to the pro-
posed duty on creosote and presenting arguments showing
the effects of the proposed increase on forest conservation.

Following the president’s address, the secretary and treas-
urer, F. A. Angier, superintendent timber preservation Bal-
timore & Ohio Railroad Company, Baltimore, Md., presented
his annual report. lfe also read a communication inviting
the association to hold its annual convention in 1915 at
San Francisco, during the Panama Pacific Exposition.

The address of welcome to the association was made by
Bolling Arthur Johnson, editor of the Lumber IVorld Re-
view, of Chicago. After discussing the lumber trade in

general and calling attention to its close relation to the

wood-preserving industry, he said that the business had
shown a wonderful growth but the industry had not im-
proved materially in its methods. He thought that this was
probably due to the fact that the lumber industry had not
concentrated its interests in a single association, for a large
number of associations existed in this country. He also said
that it was probably due to a failure to give proper publicity
to the work of the association. Concluding, he urged the
spirit of publicity upon the association and said that co-
operation and not competition was the life of trade,

The Tuesday afternoon session of the association opened
with . A. Sterling’s paper on the production and supply
of coal-tar creosote. As this subject was handled in a
masterly way it left little room for discussion.

The next paper was that by Il. F. \Weiss, assistant
director forest products laboratory, Madison, Wis. In com-
menting on his own paper Mr. Weiss said that the increas-
ing shortage of hard wood for timber preservation purposes
makes it absolutely necessary that the longest possible life
be obtained from the timber employed at this time. As
Mr. Weiss’ paper was written with a view to starting dis-
cussion on the various subjects handled, several of the
members had prepared written discussions which were then
presented.

E. B. Fulk, chemist American Creosoting Company, Chi-
cago, discussed several of the points presented, particularly
in relation to the creosote preservation method. He took
exception to Mr. Weiss’ statement as to the toxicity of
creosote when compared with zinc chloride. He said that
his experience was that one-eighth of 1 per cent of creosote
prevented the growth of certain fungi which zinc chloride
retarded only after 1 per cent had been used. He said that
the toxic value in both preservatives was high, and he did
not want it understood that zinc chloride was better than
creosote in all cases. The next point discussed was that of
permanency of the preservative in the timber. He said
that Mr. Weiss’ comment on this seemed to indicate that

evaporation would continue until all creosote disappeared.
He said this was not true, as the oldest examples of creo- -
soted timber showed that plenty of it still remained in the
wood. The rate of evaporation depends largely on the
surrounding medium. It accelerates with surface exposure,
and then only the more volatile constituents evaporate. If
one attempted to remove these constituents from the solu-
tion up to a certain point, the cost of the preservative would
be increased so that it would be prohibitive.

As to the mixing of refined tar with the creosote solu-
tions, Mr. Fulk said it was not added as an adulterant but
to reduce evaporation from the treatcd stick of timber.
This evaporation takes place in timber in service over the
outside and %% in. deep. The addition of tar to the preserva-
tive coats this exterior surface and prevents evaporation.
He also said that tar itself was a preservative in that it
was toxic, but not to so great a degree as creosote, as creo-
sote was a concentrated solution of the toxic properties of
the tar.

Following this discussion, W. I%. Goltra, president W. F.
Goltra Tie Company, Cleveland, Ohio, discussed the prob-
able reasons for the increase in the use of creosoted timber
and the apparent standstill in the quantity of zinc-chloride-
treated timber used. He said that he agreed with Mr. Weiss
as to the relative merits of the preservatives as regards
toxic properties; that is, zinc first, creosote next and petro-
leum products and crude oil last. He said that the quantity
of material treated with any preservative was no criterion
as to its ability to preserve timber. In explaining the great
increase in the quantity of creosoted timber used, he said
that prior to 1903 zinc chloride was practically the only
preservative for timber used in this country. At about that
time several large steam roads made ten-year contracts with
a creosoting concern, based on information they had ob-
tained from foreign countries. Following the closing of
these large contracts other steam roads fell in line, and
consequently those companies which had not been con-
vinced as to the preservative qualities of zinc chloride did
not attempt to compare it with creosote but took the decision
of the larger roads for granted. He said he did not believe
that the preservative which possessed toxic properties was
necessarily the best preservative. The primary requirement
was to prevent decay but not to destroy the fungi. Any
antiseptic which will prevent decay would make a good
preservative. In summing up the situation he said, after
all, it resolved itself into a question of cost of the timber
or tie in the track. He did not believe we had been able
to obtain as long life in this country as was the case in
Europe, because the European method of treating was more
thorough than ours. In his judgment, which he based on
curves showing the average life of all treated timbers, about
the same life could be obtained from zinc chloride as from
creosote treatment, namely, ten to twelve years.

Continuing the discussion, F. S. Pooler, of the Chicago,
Milwaukee & St. Paul Railroad, said that he was not in-
terested so much in how long a life the treated timber
would give as in obtaining a preservative which would give
a life as long as the mechanical life of the timber in service.
From his present experience he said that treated ties were
not being removed because of decay but because they shat-
tered and split in the track. The long life of ties obtained
by the French, he said, was due to the extreme amount of
care exercised in protecting the treated tie against me-
chanical wear.

J. H. Waterman, superintendent timber preservation Chi-
cago, Burlington & Quincy Railroad, Galesburg, Ill, said
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that in 1900 his road had treated 550 red-oak ties with zinc
chloridc for test purposcs. These were laid in track in
Colorado under heavy traffic, and it was necessary to rcmovce
only eightcen on account of deccay at the cnd of twelve
years. lIe said he had also treatcd yellow-pine tics in the
same way in 1900 and placed them in main line track in the
Black Hills. Traffic at this point was exccedingly heavy,
but at the end of twelve years it was necessary to rcmove
only 3 per cent. The pine ties were installed with tic plates
only on the curves, but the oak tics werc platcd throughout.
In reply to a question, he said that these tics werce treated
with 3 1b. of zinc chloride per cubic foot.

In rebuttal, Mr. Weiss cxplained the position he had taken
on a number of points. As to the relative toxic propertics
of creosote and zinc chloride, he said that his test was based
on the fungus most common in decaying tics. The vitality
in the different specics of fungi varies, however, and this
probably would account for the differencc found by Mr.
Fulk. In explaining his reason for objeccting to tar in
creosote, he said that its introduction into creosote was new,
and it was well to try it out, but so far as he was concerned
he had no data on which to base an opinion. Hc did say,
however, that he believed that the tar would prevent penc-
tration and at thc same time leave a surface undesirablc
for workmen to handle.

As a further comment on the question of the rclative
merits of the two preservatives from the corrosion stand-
point, Mr. Angier, of the Baltimore & Ohio Railroad, said
that he had made a test at Sheridan, Wyo. He said that he
had treated a certain number of ties with zinc chloride,
another lot with water, and a third lot were not treated at
all. After seven years in service the spikes, which had been
carefully measured at the beginning of the test, werge taken
out and again measured. It was found that the spikes in
the untreated tie showed 1/24 in. corrosion, those in the tie
treated with water 1/28 in. and those in that treated with
zinc chloride 1/20 in.

Following this discussion, L. B. Shipley, of the Barrett
Manufacturing Company, presented his paper.on “Notes on
Analyses in Testing of Coal-Tar Creosote.” This paper
dealt with experimental work on the following subjects:
distillation tests of oils, comparative volatility of oils and
extraction of oils from treated wood. Following consider-
able discussion of this paper, the mceting adjourned until
Wednesday morning.

A COMPARISON OF ZINC CHLORIDE WITH COAL-
TAR CREOSOTE FOR PRESERVING
CROSS-TIES

LY HOWARD F. WEISS, ASSISTANT DIRECTOR FOREST PRODUCTS
LABORATORY, MADISON, WIS,

Although a great many preservatives have been tested to
preserve cross-ties, zinc chloride and coal-tar creosote are
now by far the ones most extensively used in the United
States. The author has frequently been called upon to
compare these two preservatives. This paper aims to pre-
sent the information which has thus been collected and to
invite discussion. Please note, however, that only cross-
ties are considered, and the data which follow should not
be thought to apply to poles, piling or other products.

According to statistics gathered by the federal govern-
ment, the number of cross-ties treated with zinc chloride
in the United States shows no increase in the past four
years, while the number treated with creosote has increased
rapidly. (See Table 1.)

This in itself might be looked upon as an answer to the
query, “Which is the better of the two?” But after a
careful investigation it appears that this question cannot be
so easily dismissed.

The factors which I have considered in comparing the
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two preservatives under discussion may be grouped as fol-
lows:

(1) The toxicity of the preservative—namely, its ability
to prevent decay.

(2) The ability of the prcservative to penctrate the tie.

TapLe l—Numper or Ties Trea1ep with Zinc CHLORIDE AND CREOSOTE
IN THE UNITED STATES.
ear
_ Prescrvative 1907 1908 1909 1910 1911
Zine chloride . ... 9,864,765 8,640,230 8,051,054 9,195,861 9,445,961
Creosote: < ewmesis 5,750,874 9,629,420 9,943,360 14,841,843 16,510,721

(3) The permanency of the preservative in the tie.
~(4) The cffect of the preservative on the strength of the
tie.

(5) The effect of the prescrvative on thc corrosion of
spikes and plates, and the operation of block signals.

_ (6) The financial saving due to the use of the preserva-
tive,

Of somcewhat lesser importance are:

(7) The uniformity in composition of the preservative
and ease of sccuring it.

(8) The combustibility of the preservative.

(9) The case of handling the preservative and ties
trcated with it.

(10) The case with which the penetration of the pre-
servative can be determined.

TOXICITY OF THE PRESERVATIVE

Zinc chloride relies upon its toxic properties solely to
protect ties from decay. Creosote, in addition to this, has
a more or less waterproofing effect, which also acts as a
protection- against decay. According to the toxic tests
made by Malenkovie, zinc chloride offered about twice the
resistance to fungous attack (penicillium) as coal-tar cre-
osote frce from phenol. Tests made at the Forest Products
Laboratory showed that ordinary coal-tar creosote had
about the same toxicity as zinc chloride, four-tenths of 1
per cent being sufficient in each case to prevent fungous
growth (Fomcs annosus).

THE ABILITY OF THE PRESERVATIVE TO PENETRATE WOOD
DURING TREATMENT

This is a feature of tie preservation which in practice re-
ceives too little consideration. All toxicity data show that
both zinc chloride and coal-tar creosote are powerful fungi-
cides, and that smali quantities of them will inhibit decay.
It is good practice, therefore, to diffuse the preservatives
thoroughly through the tie so that as many of the wood cells
as possible will be poisoned. A tie might contain 10 Ib. or
12 1b. of crcosote per cubic foot and yet be poorly treated if
the oil was not well diffused; in fact, not nearly as well pre-
served as a tie having only 4 1b. to 5 Ib. of the oil per cubic
foot, but with the oil uniformly and deeply distributed.

It is well known that water solutions will penetrate wood
more easily and thoroughly than oils; for example, in
making what are called the “penetrance tests” at the Forest
Products Laboratory it took about three minutes to force
zinc chloride solutions through 6 in. of hemlock parallel to
the grain, while creosote took over thirty minutes. Again,
under similar conditions in treating red oak and maple
ties we forced about 50 per ccnt more by volume of zinc
chloride into them than we did coal-tar creosote. Any proc-
ess which aims to impregnate ties with only a certain
amount of preservative irrespective of the penetration se-
cured is operated on an incorrect basis, and anv specifica-
tion which will enable tics to be treated in this manner is a
poor specification. In treatments with zinc chloride a
strong preliminary vacuum should be drawn and the solu-
tion admitted to the cylinder without breaking the vacuum,
after which pressure should be applied and held to ‘“re-
fusal.” The absorption of dry salt can then be controlled
by varying the concentration of the solution rather than
by varying the amount of solution forced into the ties.
Unfortunately, this simple treatment cannot be used with
creosote (except with certain resistant ties) because
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too much oil would be absorbed and the treatment would
become too expensive.

THE PERMANENCY OF THE PRESERVATION IN THE TIE

Permanency, as applied to preservation, involves two phe-
nomcna: (a) volatilization; (b) leaching.

Zinc chloride under conditions of use is non-volatile.
Creosote, on the other hand, evaporates from the tie. The
rate at which it evaporates depends on many conditions,
such as its composition, method of injection, atmospheric
conditions during seasoning, etc.

This objection to creosote has led in some cases to the
use of tar as an adulterant, the idea being that such a
mixture will withhold in the tie the more volatile constitu-
ents of the oil. It is quite probable that tar will do this, but
there are strong objections to such practice, and its adop-
tion should take place only after much more convincing
data than we now have have been obtained.

Creosote is practically insoluble in water, while zinc
chloride is readily soluble. From tests made in the Forest
Products Laboratory it appears that certain amounts of
zinc chloride cannot be leached out of wood even by very
severe soaking. Just how much of the zinc chloride thus
remains is not known, but tests on this point are now
under way at the laboratory. It is claimed that the leaching
of zinc chloride in ties can be retarded by air-seasoning
them after treatment or by coating them with an oil, but no
conclusive data on either of these claims have been ob-
tained.

EFFECT OF THE PRESERVATIVE ON THE STRENGTH OF THE TIE

With decay largely eliminated from properly preserved
ties, and with the tonnage of our roads constantly increas-
ing, the problem of prolonging the life of ties from rail and
spike cutting is becoming more and more acute. Obviously,
a preservative which will decrease the strength of ties when
injccted will be subject to serious criticism. Tests made
by the Forest Service some six years ago on loblolly pine
ties indicate that the presence of zinc chloride did not
weaken the wood under static loading but tended to make
it brittle under impact, while no decrease in strength was
noted for ties treated with creosote. Tests made since then
indicate that both preservatives weaken the wood, although,
if properly injected, the weakening thus caused is too small
to be of practical importance.

TIHE EFFECT OF THE PRESERVATIVE ON CORROSION OF SPIKES
AND PLATES AND THE OPERATION OF BLOCK SIGNALS

Some pieces of flange steel of equal dimensions, weight
and quality were immersed, respectively, in coal-tar creo-
sote and a 6 per cent solution of zinc chloride for three
weeks and constantly heated at 98 deg. C. At the end of this
time the steel in the creosote lost 0.0064 gram, while that in
zince chloride solution lost 1.4636 grams. Of course, this
was a very severe test, not comparable to what takes place
in the track, but even at atmospheric temperatures the
corrosion of steel spikes and plates in contact with zinc-
treated ties is probably greater than with creosoted ties.
Whether it is of sufficient intensity to be a real detriment
is not known to the author. The consensus of opinion
among those who claim experience seems to be that if the
zinc ties are properly seasoned before placement in the
track the corrosion is of no appreciable consequence.

The presence of zinc chloride in wood is very liable to
decrease the resistance of the tie to the passage of ap
electric current. Consequently, if the flow of current is
away from the track a marked corrosion of the spikes will
occur. This action may, however, take place in untreated
tics, especially when wet. Zinc chloride, being deliquescent,
tends to keep the ties moist, while creosote tends to water-
proof them. Hence deterioration of spikes subject to the
passage of electric currents is more likely to take place
in ties treated with zinc chloride than in those treated with
creosote.

The electrolytic action of zinc chloride and creosote in
ties is a subject about which much discussion has occurred,
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particularly in connection with the operation of automatic
block signals. Most accurate tests bearing on this subject
were made at Purdue University in 1910. These tests con-
cluded that tie$ treated with creosote offer greater resist-
ance than those treatcd with zinc chloride and less re-
sistance than untreated ties, as shown in Table II.

TasLe II—SHowiNg Errect oF TREATMENTS
REesistanceE oF TIes

Uron tHE ELECTRICAL

Ratio of Resistance

Kind of Wood How Treated (Treated to Natural)
Loblolly pine ...cc.vweuses Full cell process.......cn.. 0.34
Short-leat pine............. Full cell process 0.79
Red 108k s muyse 5585 5 b0 Burnett process. 0.16

The experiences of several signal engineers are that zine-
treated ties will cause trouble with the block signals if they
are placed in the track unseasoned or if the distance be-
tween blocks is too long. A shortening of the circuit to
about 1000 ft. or 1200 ft. has in many instances remedied
these difficulties.

FINANCIAL SAVING DUE TO THE USE OF THE PRESERVATIVES

A discussion of all factors finally simmers down to a
discussion of cost. Because of the scarcity of authentic
service records generalities must still be used. The numer-
ous test tracks now placed throughout the country will, it
is hoped, furnish us with accurate data upon which to base
decisions. Quoting from a report of the wood preservation
committee of the American Railway Engineering Asso-
ciation:

“Creosoting at present cannot be relied upon to preserve
ties more than fifteen and one-half to nineteen years, an ab-
solute maximum, unless the ties are protected against me-
chanical deterioration. If badly injected they perish from
decay in five to twelve years. Burnettizing, when well
done, can be relicd upon to preserve ties from ten to four-
teen years. There are great differences in the thoroughness
with which the work can be done.”

From the records quoted below we will assume that a tie
properly treated with zinc chloride will last, on an average,
twelve years, and with creosote seventeen years, which in
an untreated condition would last five years. We will
assumc that the cost of thc tie untreated is 45 cents, the
cost of creosoting 30 cents, the cost of Burnettizing 15
cents and of placement in the track 15 cents. We then
have:

Cost of untreated tie in track, 60 cents.

Cost of Burnettized tie in track, 75 cents.

Cost of creosoted tie in track, 9o cents.

Life of untreated tie in track, five years.

Life of Burnettized tie in track, twelve years.

Life of crcosoted tie in track, seventeen years.

From these values, figured at § per cent compound in-
terest, we find that:

Annual cost of an untreated tie equals 13.86 cents.

Annual cost of a Burnettized tie equals 8.40 cents.

Annual cost of a creosoted tie equals 8.01 cents.

And if figured without interest:

Annual cost of an untreated tie equals, 12 cents.

Annual cost of a Burnettized tie equals 6.25 cents.

Annual cost of a creosoted tie equals 5.29 cents.

From this it may be deduced that both preservatives are
very cconomical to use in comparison with untreated ties,
and that of the two crcosote is ultimately slightly cheaper:
Under the assumptions here ‘taken zinc-treated ties must
last about twelve and one-half years in order to have the
same annual charge as creosoted ties, while the creosoted
ties must last fifteen and one-half years in order to have-
the same annual charge as the zinc-treated ties.
UNIFORMITY IN THE COMPOSITION OF THE PRESERVATIVE AND

EASE OF SECURING IT -

The zinc chloride preduced in the United States is, for a
commercial product, extremely uniform in its composition
and the quality can be readily duplicated and obtained.
Creosocte, on the other hand, varies considerably in its com-
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position and is not easily secured in satisfactory grades.
The American Railway Engineering Association recently
drew up three specifications for creosote to be used in tie
preservation, and more discussion and argument have taken
place over what kind of an oil should be used than have
taken place over any other feature of wood preservation.
THE COMBUSTIBILITY OF THE PRESERVATIVE

Zinc chloride is non-inflammable ; creosote is inflammable ;
hence a zinc chloride plant presents a lower fire risk than
a creosote plant. Zinc chloride-trcated ties can be con-
sidered more fire-resistant than untreated ties. When
freshly treated creosoted ties are easily ignited, but their
resistance to inflammability increases as their seasoning
progresses. Inflammability tests gave a temperature of
ignition for zinc-treated wood of 287 deg. C., 19 per cent of
the wood, by weight, being burned. Freshly creosoted wood
tested under the same cquditions ignited at 176 deg. C.,
and 4o per cent of its weight was burned. When, however,
it was air-seasoned after treatment for ninety days the
temperature of ignition was 216 deg. C. and the loss in
weight 27 per cent.
EASE OF HANDLING TIIE PRESERVATIVE

WITH IT

Zinc chloride solutions can be readily handled at much
lower temperatures than coal-tar creosote and do not present
the many difficulties of heating that accompany the opera-
tion of creosote plants; on the other hand, they cause a
great plant depreciation, owing to their corrosive action.

AND TIES TREATED

TapLe ITI—Svynopsis oF THE CoMPARISON oF ZINC CHLORIDE witH COAL-
Tar Cre0SOTE FOR PRESERVING T1ES e
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Factors Considered
Toxicity

Volatility of preserva-
tive in tie

Leachability  of
servative

Penetrance of preserva-
tive

Effect on strength of
ties

Corrosion of metal

Effect

pre-

as an electro-
yte .
Uniformity of composi-

tion
Combustibility of treated
wood :

Ease of handiing

Zinc Chloride
Toxic limit about 0.4
per cent.
Non-volatile

Leaches from wood

Penetrates easier than
creosote

Produces but little
weakening

More corrosive than
creosote

Favors current leakage
Very uniform

More resistant than un-
treated wood

Easier than creosote

Coal-tar Creogsote
About same as for zinc

chloride
Volatile
Does mnot leach from
wood
More resistant than

zinc chloride
Weakening of no prac-
tical importance

Corrosive action insig-
nificant .
Much more resistant

than zinc chloride
Very variable

Much more combust-
ible than zinc-treated

wood
More difficult than zinc
chloride

Ease of testing pene- More  difficult  than Simple
tration creosote
Financial saving due to Slightly less than for Slightly more than for
use creosote zinc chloride
Cost of treatment Lower initial cost than Higher initial cost than
creosote (about 15 zinc chloride (about
cents per tie) 30 cents per tie)
Ultimate life Shorter ~than creosote Longer than zinc chlo-

ride (about
teen years)

(about twelve years) seven

Trouble has been experienced in getting track men to handle
creosoted ties, supposedly on account of their disagreeable
nature and their effect on the health of the track men.
Such objections can, however, be avoided. There have
been no complaints against zinc-treated ties in this connec-
tion,
EASE WITH WHICH THE PRESERVATIVE CAN BE TESTED AND
ANALYZED IN THE TIE

The presence of creosote in the ties can be detected more
readily than the presence of zinc chloride, and as a knowl-
edge of the depth of penetration is highly important, creo-
soted ties are much easier to examine. A chemical analysis
of the treated ties is not feasible for daily use, so that the
best method of detecting the depth of penetration in zinc-
treated ties is to cut a section and apply chemicals to pro-
duce color changes, or to heat the freshly cut section in an
oven above the boiling point of water. However, a careful
inspection of the treating plant and process is worth as
much, if not more, than a critical examination of a few ties.

SUMMARY OF RESULTS

All the factors discussed above are summarized in

Table ITI. Its study will show that there are good grounds
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for hesitating in the selection of a preservative to be used
in treating ties, and that the conditions peculiar to each
road, or even parts of the same road, should affect such a
decision. No sweeping generality can have much practical
significance. The more noteworthy points brought out by
this study are at present:

(1) Zinc chloride and coal-tar creosote, when used under
normal conditions, arc both cffective preservatives of cross-
ties, and there is little choice between them so far as annual
charges are concerned.

(2) Creosoted ties in general cost initially more than
Burnettized ties, the cost of treatment being from about
two to three times as great.

(3) Crcosoted ties last, on an averagc, longer in the track
than Burnettized ties, hence require less frequent renewals
and changes in the roadbed.

(4) If creosote advances appreciably in price it will very
probably result in stimulating the number of ties treated
with zinc chloride.

PRESERVATION OF LUMBER FOR CAR CON-
STRUCTION

BY J. H, WATERMAN, SUPERINTENDENT TIMBER PRESERVATION
CIIICAGO, BURLINGTON & QUINCY RAILROAD

The amount of lumber which it is advisable to treat with
creosote for car construction will always be limited, be-
cause it is impracticable to paint timber after it has been
creosoted. Most roads in this country have a standard
color for their cars, and they would not want to change
that color to black. But if there is no objection to that
color creosoted timber is the ideal, for the cars would be
permanently painted, provided the timber was framed be-
fore it was treated. So far we have treated only car sills
and car decking.

FIR CAR SILLS

To date we have treated a total of twenty-three runs.

We succeeded in getting an average absorption of 11.4I
Ib. per cubic foot. Other statistics follow:

Board feet treated, 326,204; average steam pressure, I5
Ib.; average time steam, 2 hours 23 minutes; average initial
vacuum, 23 in.; average initial vacuum held, 1 hour 37
minutes; average solution pressure, 175 lb.; average solu-
tion pressure held, 17 hours 26 minutes; average final
vacuum, 20 in.; average time final vacuum, 1 hour.

FIR CAR DECKING

To date we have treated a total of thirty-nine runs.

We succeeded in getting an average absorption of 14.33
Ib. per cubic foot. Other statistics follow:

Board feet treated, 1,013.472; average steam, 15 Ib.;
average time steam, 57 minutes; average initial vacuum,
24 in.; average initial vacuum held, 1 hour 6 minutes;
average solution pressure, 175 Ib.; average solution pressure
held, 13 hours 10 minutes; average final vacuum, 21 in.;
average time final vacuum, 1 hour.

With fir car sills in the sap wood we got a thorough
penetration, but in the hard wood not to exceed 1 in. all
around. The car decking, when dry, was thoroughly pene-
trated with creosote. We feel that it is not only practicable
but that it pays to treat the car sills and car decking for
stock cars. It would be impracticable to treat car decking
for box cars on account of the odor. They could not be
used for flour and many other lines of merchandise, which
would absorb at least the odor from the wood if treated
with creosote, and we never can look for a very broad field
to operate in so far as treating car lumber goes. However,
I believe it is practicable to treat car decking for stock cars
and flat cars. For stock cars the creosote acts as a dis-
infectant; from that standpoint it would be not only prac-
ticable, but, I believe, effective. For the roads that are
using lumber for car sills, there is no question that it would
lengthen the life very materially, but how much I am not
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able to say, for we have only practised treating car sills
and car decking for about one year. In all of our new
stock cars now that we build with wooden sills we treat the
sills and in all of them we treat the decking.

THE REQUIREMENTS FOR SUCCESSFUL TIMBER
TREATMENT

BY HERMANN VON SCHRENK, ST. LOUIS, MO.

Timber treatment has grown so rapidly in the United
States that the amount of material actually treated in every
year now is ten times what it was seven or eight years ago,
and the number of men engaged in the industry has cor-
respondingly increased. As the use of treated wood has
increased, inevitably some conditions have arisen which
I believe it is well for us to consider. In the early days of
timber treatment there was a good deal of experimenting as
to methods, and, for that matter, there is still some ex-
perimenting, but, as the result of some twenty years' ex-
perience, some facts are sufficiently well known at the
present time to all of us, and these facts have become more
or less axiomatic. Briefly stated, in order to get good re-
sults from treated timber the following points must be
observed:

(1) Only perfectly sound timber should be treated.

(2) In order to obtain the best results, properly seasoned
material should be used.

(3) A good preservative is essential to long life.

(4) Proper injection as to quantity and penetration is
cssential.

(5) Proper subsequent handling of the timber is essen-
tial.

In my investigations I have found that the premature
failures of so-called treated timber were almost without
exception due to the non-observance of one or more of the
above principles. I am perfectly sure that in the early days
a good deal of timber was treated which was sap-rotten.
It was not realized ten years ago, as it is to-day, that timber
may be very badly decayed in the interior and yet show
absolutely no evidence on the outside. With the best inten-
tions, therefore, many sticks of wood were doubtless treated
which we would unhesitatingly throw out to-day. Many of
the failures were, however, due to the fact that timber was
treated because of certain contract requirements and in
spite of a better knowledge of the person responsible for
the actual trcatment. The lessons to be drawn from failures
are very obvious, and I believe we should take cognizance
of them, particularly in view of more thorough knowledge
of all the factors surrounding the operations which make
for successful treatment.

While there is no doubt very general agreement among
the men engaged in the timber-preserving industry as to
the fundamental conditions enumerated above, we all know
that frequently, under stress of business circumstances, they
are not always adhered to. The consumer frequently makes
demands which cannot be fulfilled, and if they are, they are
bound to result in speedy and ultimate failure.

The inspection of matcrial before treatment should be
made with greater care. I.believe that every treating com-
pany should be empowered to refuse to treat material which
it knows to be defective. In other words, I do not think
that anyone is warranted under any circumstances in treat-
ing material which he knows to be unfit because of various
defects. A defective stick was never improved by any kind
of treatment.

The same holds true for improperly seasoned material.
The excuse is frequently given, in demanding treatment of
absolutely green material, that emergencies have arisen
which necessitate such treatment, or some similar explana-
tion is given. Unfortunately, with the increased use of
timber in its various forms, the tendency to require and do
such rush work seems to me to be increasing. It is fre-
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quently inconvenient to wait six or eight months, or more,
to season material properly; besides, it costs considerable
for interestycharges.

That which has been said for the inspection of the mate-
rial before treatment holds equally for the preservative used
and the manner of treatment. How much service do you
suppose will be obtained by treating green red-oak ties with
2 gal. of creosote oil by the full-cell process? We all know
that the penetration of timber so treated is insignificant and
that internal sap rot is bound to occur in comparatively
short periods of time.

TIMBER FOR CREOSOTED BLOCK PAVING

BY HARRY G. DAVIS, MANAGER PAVING DEPARTMENT CHICAGO
CREOSOTING COMPANY, CHICAGO, ILL.

In selecting a wood for paving purposes three things
should be taken into consideration. These are:

First—The adaptability of the wood to the purpose de-
signed.

Second—The availability of the wood selected.

Third—The commercial conditions surrounding the wood
selected.

3y “adaptability” is meant both the probable service that
will be given by the blocks manufactured therefrom and the
natural characteristics of the wood with respect to the man-
ufacture of the blocks. .

A pavement, be it wood block, brick, stone, asphalt or tar,
is laid for two purposes—namely, to facilitate traffic and to
increasc sanitation. The only feature worthy of considera-
tion from the standpoint of this paper is that relating to
traffic, and morc particularly with reference to the eftfect of
traffic upon the pavement. As this is true, it is necessary
to select a wood which is sufficiently strong in texture to
withstand the effects of the traffic and give a long life to
the pavement.

Engineers, as a rule, are prone to be entirely too strict
in their requirements. Ior instance, engineers of this
country have been making long-leaf yellow pine the stand-
ard of perfection in a paving block. This wood was used
in probably 75 per cent of the creosoted block pavements
laid prior to 1911, when they decided that a short-leaf pine
might be used if of close growth. The change was a wise
one, inasmuch as short-leaf pine, while not so strong a wood
as the long-leaf, is sufficiently strong for a paving block.

It is not necessary in selecting a wood for paving pur-
poses to require one of the greatest possible strength but
simply to call for a timber of sufficient strength to with-
stand the stress to which it will be subjected under traffic.
Following this principle you will find that there are several
commercial woods available for paving purposes, any of
which are sufficiently strong for the purpose, and elimina-
tion must come through thc more technical features of wood
preservation, such as the adaptability of the wood to treat-
ment and its power to withstand decay after treatment.

Experience has proved that in the Central West we have
at least four woods which, when tested by every possible -
requirement, are suitable for paving purposes. These woods
are Southern yellow pine, tamarack, hemlock and maple.
One street paved in Chicago with black gum is not con-
sidered a sufficiently conclusive experiment to warrant the
formation of a definite opinion.

For the past ten years the city of Chicago has confined
its wood-block pavements almost entirely to yellow pine;
in fact, all the streets laid prior to 1912 were yellow pine
with two exceptions. These were about 1500 yd. of South-
ern black gum and about 8ooo yd. of street car right-of-way
paved with tamarack. In the past year we have laid a test
intersection with maple and about 2 miles of tamarack
blocks. The yellow pine has given excellent satisfaction on
some of the heaviest traffic streets in the country. We
have one street in the Loop district in Chicago paved six
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years ago with yellow pine, and certainly no one can say
there has bcen the slightest failure due to any defect in
the timber.

About five years ago the Chicago Railways Company
purchased some tamarack blocks w]uch were uscd in paving
the right-of-way on Dearborn Street between Van Buren
and South Water Streets. Although the construction of this
pavement is open to considerable criticism, espccially the
treatment around the tie rods, yet the pavement is in ex-
cellent condition to-day and shows just as good results as
have been obtained from yellow pine blocks.

A little more than a year ago our company furnished
enough liard maple blocks to pave the intersection of Madi-
son Street with FFifth Avenue, one of the spots with the
heaviest travel in the city of Chicago. It is estimated that
the daily vehicle traffic on Madison Street is 8ooo, while
that of Fifth Avenue is over 5000. Pounded by traffic from
four dircctions, these blocks do not show the slightest sign
of wear. In fact, so salisfactory was the result that the
Chicago Railways Company purchased its entire supply for
1912, spcc1fymv maple.

With reference to hemlock, attention is called to the re-
sults shown by this wood in the test pavement in Minneap-
olis laid under the supcrvision of the United States govern-
ment. In a seven-year test hemlock showed only 1/16 in.
more wear than the strictly long-leaf yellow pine. In com-
pensation for this, it is understood that the relative quality
of yellow pine used in this test was better than that of any
other wood placed in the pavement.

Certainly these instances should prove that so far as the
strength of the four woods mentioned is concerned, the
engineer should have little or no hestitation in making hi
specification open to all. There is no doubt that hard maple
is the strongest of the four, followed next by the yellow
pine, and then by tamarack and hemlock. But each is
sufficiently strong for paving purposes.

NORTHWESTERN CEDARMEN AT DULUTH

The seventeenth annual meeting of the Northwestern
Cedarmen’s Association was held in Duluth, Minn., on
Jan. 7 and 8. T. B. Bradley, of Duluth, the president,
occupied the chair. In his annual address he commented
on the organization of the Cedarmen’s Exchange for Inter-
insurance and also referred to an order of the Interstate
Commerce Commission in the matter of the investigation
of alleged irregularities and discrepancies in the weighing
of freight by carriers. Mr. Bradley contended that the
carriers do not give proper consideration to claims for
overweight. e also referred to the practice of the rail-
roads in making an allowance of only 500 lb. a day for the
stakes and equipment of open cars. He believed the weight
allowance should be 1200 Ib.

Secretary . H. McKinney, of Minneapolis, in his
annual report, said it was probable that about the same
amount of stock would be put in this season as a year ago.
The association had twenty-two calls for inspection during
1912, thirtcen of which were for poles. Mr. McKinney
suggestcd that steps be taken at the present session of the
Legislature of Minnesota to secure the enactment of a law
giving the State Railroad & Warehouse Commission the
same authority over the weighing of lumber and forest
products as it has now over grain, hay and coal. The
Northwestern Cedarmen’s Association now has thirty-two
members.

The Wednesday morning session was given over to a
discussion of the proposed change of name of the associa-
tion from the Northwestern Cedarmen’s Association to the
Northern White Cedar Association. On motion of Mr.
Clark a special committee of three will be appointed to
report on this subject at the next annual meeting. Another
special committee will consider changes in the constitution
in reference to time of meetings.
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Officers for 1913 were clected as follows: President, W.
C. Moss, Minucapolis vice-president, J. W. Benham, Chi-
cago; treasurer, W. Thomas, Manistique, Mich.; secre-

taiys. Ak MCI\mney, Minneapolis; directors, E. L. Clark,
Minnecapolis; Il. W. Reade, Escanaba, Mich.; M. K. Bis-
sell, F.scanaba, Mich.

SUB-COMMITTEES ON MODEL PUBLIC UTILITY BILL

An account of the work of thc Department on Regula-
tion of Interstatc and Municipal Utilities of the National
Civic Fedcration was published in the ELEctric RAILwWAY
JournaL for Dec. 14, 1912. The following is a list of the
sub-committees to which have becn referred different parts
of the bill. A report on the work of this department will
be made at the annual convention of the National Civic
[Federation at New York, Jan. 28 and 29.

RATES

Halford Erickson, Railroad Commission of Wisconsin
(chairman) ; Charles R. Crane, Chicago; F. A. Delano, pres-
ident Wabash Railroad, Chicago; Alexander C. [lumphreys,
president Stcvens Institute, Hoboken, N. J.; F. K. Lane,
Interstate Commerce Commission, Washington, D. C.; J.
C. Lincolu, manager traffic bureau, Merchants’ Association,
New York; Theodore N. Vail, president American Tele-
phone & Telegraph Company, New York.

CONTROL OF SERVICE

W. D. Kerr, National Civic Federation (chairman) ; H. C.
Abell, American Tight & Traction Company, New York:
Union N. Bethell, vice-president New York Telephone &
Telegraph Company; M. S. Decker, Public Service Commis-
sion, Second District, Albany; B. A. Eckhart, Chicago, Ill.;
Charles L. Edgar, president Edison Electric Illuminating
Company, Boston; D. O. Ives, manager transportation de-
partment, Chamber of Commerce, Boston, Mass.; W. D.
Pence, Railroad Commission, Madison, Wis.; Robert R.
Prentis, chairman State Corporation Commission, Rich-
mond, Va.; R. N. Secarle, vice-president Rochester
Railway & Lwht Company, Rochester, N. Y.; Alfred H.
Smith, vice- pre51dent and general manager New York Cen-
tral & Hudson River Railroad, New York; Charles A. Stone,
Stone & Webster, Boston; William R. \Vheeler, traffic man-
ager, Chamber of Commerce, San Francisco, Cal.; \W. J.
Huddle, consulting engineer, Madison, Wis.

ACCOUNTS AND REPORTS

E. M. Bassett, formerly Public Service Commissioner,
First District, New York (chairman); J. E. Allison, Public
Service Commission, St. Louis, Mo.; Edward G. Connette,
president International Railway Company, Buffalo, N. Y.;
\V. M. Daniels, Board of Public Utility Commissioners, New
Jersey; C. N. Duffy, vice-president Milwaukee (Wis.) Elec-
tric Railway & Light Company; B. S. Garvey, general au-
ditor Chicago Telephone Company; Edwin Gruhl, North
American Company, New York: Adna F. Weber, chief
statistician Public Service Commission, First District, New
York: R. H. Whitten, Public Service Commission, First Dis-
trict, New York.

CONTROL OF CAPITALIZATION

M. R. Maltbie, Public Service Commission, First District
New York (chairman); W. J. Clark, General Electric Com-
pany, New York; George B. Cortclyou, president Consoli-
dated Gas Company, New York; B. II. Meyer, Interstate
Commerce Commission, Washington, D. C.; James Spever,
New York; Timothy S. Williams, president Brooklyn Rapid
Transit Company.

FRANCHISES

Blewett Lee, Illinois Central Railroad. Chicago (chair-
man); Alfred L. Baker, attorney, Chicago: H. AL
Byllesby, Chicago; John H. Carlisle, Watertown,
N. Y.; Samuel Insull, president Commonwealth Edi-
son Company, Chicago; John T Roemer, Wiscon-
sin Railroad Commission, Madison, Wis.; Mason B.
Starring, president United Railways Investment Company,



156

New York; john H. Wigmore, dean law school, Northwest-
ern University, Chicago; Thomas N. McCarter, president
Public Service Corporation, Newark, N. J.; Josiah T. New-
comb, New York; Leo S. Rowe, professor University of
Pennsylvania, Philadelphia.
WAYS AND MEANS

F. Q. Brown, New York {chairman); William Barbour,
president Linen Thread Company, New York; T. C. du
Pont, Wilmington, Del.; John H. Gray, Minneapolis; V.
Everitt Macy, New York; Emerson McMillin, New York;
Josiah T. Newcomb, New York; Albert Shaw, New York;
Isaac N. Seligman, New York; F. C. Walcott, New York;
J. G. White, New York; Arthur Williams, New York; T.
S. Williams, Brooklyn.

SAFETY OF OPERATION

Arthur Williams, New York Edison Company (chair
man) ; W. G. Lee, Cleveland, Ohio; William B. McKinley,
president Illinois Traction System, Peoria, I1l.; W. S. Stone,
Brotherhood of Locomotive Engineers, Cleveland, Ohio;
Daniel Willard, president Baltimore & Ohio Railroad; W. R.
Willcox, Public Service Commission, First District, New
York.

FORM

John H. Gray, director of investigation, New York (chair-

man) ; W. S. Allen, American Telephone & Telegraph Com-
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mitted these figures, based on allowances for equal pole
diameters: Modulus of rupture, pounds per square inch,
Michigan white cedar, 3400; Idaho red cedar, 6670. Break-
ing load, pounds per square inch, Michigan white cedar,
8450; Idaho red cedar, 18,510.

The following officers were unanimously elected for the
ensuing year: President, H. C. Culver, Sandpoint, Iowa;
vice-president, M. P. TFlannery, Spokane, Wash., and
secretary-treasurer, R. L. Bayne, Spokane, Wash. W. M.
Leavitt and E. A. Lindsley, with the president as member
ex officio, were appointed as a committee to draft a con-
stitution and by-laws for the association, the dues of which
have been raised to $25 a year.

EXTENSIVE ELECTRIC RAILWAY CONSTRUCTION IN
OREGON

In Oregon more miles of electric railway lines are
being constructed now than in any other part of the
country. This is due to the activities of two important
groups of railroad interests, the Hill interests, as repre-
sented by the Great Northern Railway, and the Harri-
man interests, represented by the Southern Pacific Com-
pany. Both are spending large sums of money in electric

\ ‘/Bu]] l{Kn
(2ive d

L
~“M¢Minnville
J

~ /00 S0

S Scale of Miles
=7 0 2% 5 10 15 20 o5
kl«‘oatef

\4.

2.
x

Electric Ry.Journal

Map Showing Electric Railways Being Built in the Willamette Valley, Oregon

pany, New York; E. W. Bemis, Chicago; Charles P. Mec-
Carthy, Legislative Reference Library, Madison, Wis.; Ed-
gar J. Rich, Boston, Mass.

WESTERN RED CEDAR ASSOCIATION

At the annual meeting of the Idaho Cedarmen’s Associa-
tion, held Jan. 14 at Spokane, Wash., the name of the
organization was changed to that of the Western Red Cedar
Association to include the larger geographical distribution
of the present membership, practically all of which was
represented at the meeting. A feature of the session was
the report received from J. B. Knapp, United States
assistant district forester, Portland, Ore., covering com-
parison tests of Michigan white-cedar and Idaho red-cedar
poles, 25 ft. in length, with 7-in. tops. The Idaho poles
examined were declared very much superior by the forester,
the Eastern poles containing varying amounts of center
rot and a good many knots. For comparisons of strength,
obtained with a 200,000-1b. Olsen testing machine, he sub-

railway construction in the fertile Willamette River Valley,
which extends south from Portland, and that region prom-
ises soon to possess not only excellent railroad facilities
but to take rank among the most important interurban
clectric railway systems in the United States.

The Hill interests were the first to enter the field so
far as electric railways are concerned, and in 1910, in
combination with the Northern Pacific Railway, they pur-
chased all of the outstanding common stock of the Oregon
Flectric Railway, a so-mile electric line which had been
built from Portland south into the Willamette Valley. A
short account of this line was published in the ELECTRIC
Ramway JournarL for March 20, 1909, page 494. Since
that time the line has been greatly extended, and during
the past year the company has built 78 miles of track,
while important extensions are proposed during the com-
ing year. An idea of the character of construction may be
obtained from the statement that during 1912 the bridges
constructed for this line included one of 1200 ft. in length
over the Santiam River, including seven spans of 125 ft.
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caeh, one over the Willamette River 820 ft. long in three
spans of 200 ft. and two girders of 110 ft., and one over
the Calapooia River with a span of 150 ft.

Catenary construction is used with 1200 volts direct
current on the trolley wire. [Freight terminals have been
provided at a uumber of cities along the route, and a
freight cut-off has been built at North Portland. During
the last year the company has purchased two sleeping cars
from the Barney & Smith Car Company to operate between
Portland and Eugene.

In its power transmission system the company is planning
to use hydraulic power near the headwaters of the Mac-
kenzie River at the outlet of Clear lLake. A concrete dam
will be constructed at this point whieh will divert the
water through a tunnel 1000 ft. in length with a finished
area of 86 sq. ft. and a descent of approximately 7Y% ft.
per mile. At the power station this water will have a
head of goy ft. At present 30,000 hp will be developed,
but the storage facilities will permit of 60,000 hp over
suck periods as are necessary to care for normal loads.
the power will be transmitted at 60,000 volts.

The track and roadway is being built aceording to steam
railioad standards with a maximum grade of four-tenths
aof 1 per eent and three degrees of maximum curvature
with long tangents. One tangent is 24 miles in length.

PORTLAND, EUGENE & EASTERN RAILWAY

The Portland, Eugene & Eastern Railway is the inter-
urban eleetric railway being built by the Southern Pa-
cific interests whieh already have a steam railroad line
through the Willamette Valley. The Portland, Eugene &
Eastern Railway lies to the east and also to the west of
the Oregon Elecetric Railway between Portland and Salem
and to the west of the Oregon Electric Railway between
Salem and Eugene.

The new railway ecommenced the construction in 1909
of 100 miles of track and has completed what is known
as the West Side Loop, connecting Hillsboro, MeMin-
ville, Newberg and Oswego. In 1912 a beginning was
made on the second unit of 240 miles, covering the ter-
ritory south of Salem as far as Eugene, and it was de-
eided to incorporate in the general scheme the existing
city electrie lines in Salem, Eugene and Corvallis. Im-
portant bridges have been built and others are projected,
and it is believed that 340 miles of track will be in full
electric operation about the elose of 1913. The freight
wil be handled by electrie freight locomotives. The total
outlay involved in this proposed development is about
$12,000,000.

The overhead catenary construetion will be used, but a
pantograph will be employed, as on the Southern Pacific
lines at Oakland, instead of the wheel trolley.

RESULT OF MIDI LOCOMOTIVE COMPETITION

As noted in the ELECTRIC RATLWAY JoUrNaAL for Jan. 4,
1913, the Freneh Southern Railway (Midi Railway) has
been experimenting during the past year with individual
single-phase locomotives as furnished by six manufacturers
for its trail line between Perpignan and Villefranche. It is
now announced that three of these six locomotives have
been found acceptable, namely, one from the Irench Thom-
son-Houston Company, with mechanical equipment fur-
nished by the Schweizerischen Lokomotivfabrik, Winter-
thur, Switzerland; one from the French Westinghouse
Company and one from the Jeumont Company (Ateliers de
Constructions flectriques du Nord et de I'Est). The trac-
tion equipment of the Thomson-Houston and \Westinghouse
locomotives comprises two 6oo-hp motors, and that of the
Jeumont locomotive three 4oo-hp motors. All of these
ratings are on the hour basis. Each locomotive was
specified to develop a tractive effort of 27,500 1b. at starting;
also to draw a train of 280 metric tons at 24.8 m.p.h. or a
train of roo metric tons at 37.2 m.p.h.
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CHICAGO SURFACE RAILWAY OFFICIALS ADVOCATE
PROPOSED TRACTION MERGER

Urging the local transportation committee of the City
Couneil of Chicago to consider favorably the proposed
merger of all the traction interests in that city, offieial
representatives of the two principal surface street railway
systems in Chieago appeared before the eommittee on
Jan. 21 and made speeches that were of considerable in-
terest. T'he first speaker was Leonard A. Busby, president
Chieago City Railway Company, who made a frank appeal
for approval of the proposed merger, in response to the
eommittec’s request for his views on the subject. He re-
marked first that the plan under consideration included the
unifieation of all the surface and elevated railway lines in
Chieago, universal transfers with 3-cent fare, a downtown
subway for the clevated railway lines and the removal of
the Union Loop after the subway was in operation, rapid
transit from one division of the eity to another, construc-
tion of a comprehensive subway system at some later date,
and finally the amortization of the investment by the ap-
plication thercto of the city of Chieago’s share of the profits
of operation, so that eventually the eity may own the entire
system.

Mr. Busby gave an interesting review of tlie operation
of the 1907 ordinances relating to surface street railway
service m Chicago. These ordinanees have now been in
effeet nearly six years. At the time they were adopted they
represented perhaps the most advanced step in the con-
traetual relations of munieipalities and street railway com-
panies. Since then they have been the basis of settlements
in several other cities. In the six-year period the eom-
panies have spent more than $83,000000 in cash in the
rehabilitation of their systems. Practically the entire equip-
ment has been replaced, 8o per eent of the traek has been
rehabilitated and there are now eighteen through routes
from one part of the eity to another. At the time the
ordinanees were adopted the greatest area served by a
single 5-eent fare was 48 sq. miles; now it is 134 sq. miles.
At the earlier date the longest ride for a nickel, including
possible transfers, was 13 miles: now it is 27 miles. In
1907 the actual cash return to the Chicago City Railway
Company for cach passenger ride was 3.2 eents; now it is
2.84 cents. During the six years ended Feb. 1. 1913, more
than $10,000,000 will have been paid into the city treasury
of Chicago by the street railway companies as the city’s
55 per cent of the net divisible receipts.

The speaker expressed his belief that the surface street
railway transportation given in Chicago was the best in
the country. He said that the 1907 settlement ordinances
were very fair to the city, but perhaps they were too burden-
some on the companies; nevertheless, he did not criicise
them. The results obtained have far surpassed what was
reasonably antieipated at the time the ordinances were
adopted. Notwithstanding this fact there have been per-
sistent criticisms of the street railway conditions in Chieago:
there has been serious complaint of downtown service dur-
ing rush hours. On the South Side lines of the Chicago
City Railway Company about 1ooo cars are used during the
rush hours, whereas 370 are sufficient during the remainder
of the day. On some of the downtown loops cars are run
during the rush period on sixteen-second headway. The
flow of transportation is clogged and congested by the
necessity of making these downtown loops with their numer-
ous crossings. This looping arrangement downtown is due
to the separate ownership of the two great surface street-
railway systems in Chicago. Much the same situation ex-
ists in relation to the elevated railways, with their down-
town Union Loop.

The solution proposed by Mr. Busby is unified operation,
which would remove the “transportation eddy™ in the down-
town business district of the citv. Practical street railway



158

men agree that this unified operation would add 30 per cent
to the physical operating capacity of the surface lines of
Chicago. The remedy is the merger of the properties. Mr.
Busby pointed out what the saving of time in transportation
means to the people of the city. The results to be obtained
are of the highest importance. The speaker discussed the
sitnation in other cities. In New York, for instance, there
1s yio universal fare between elevated, surface and subway
lines, such as is proposed in Chicago. In fact, the liberal
arrangement proposed for Chicago does not exist in any
other city. Mr. Busby urged the committee to look on the
merger from the point of view of the results to be obtained.
The question of the valuation of the elevated railway prop-
erties is of minor importance.

At this point Mr. Busby took up the committee’s sugges-
tions for improved service. In relation to the universal
transfer and 5-cent-fare proposition, he said that there was
1o question that the companies would adopt it, provided it
could be worked out from the nickel. As to the elevated
railway valuation, he thought a compromise might be had.
He said that the difference between the city and the ele-
vated railway companies is comparatively slight in view of
the fact that in any event by far the greater part of the
valuation of the combined companies will be made up of the
surface companies’ valuation, which is now fixed at about
$135,000,000. Speaking for his own company, Mr. Busby
said that he would welcome the proposal that a representa-
tive of the city be a director of the combined companies.

W. W. Gurley, general counsel for the Chicago Railways
Company, agreed with what Mr. Busby had said. Speaking
for the “association” which owns the Chicago elevated
railway companies, he said that prior to the purchase it had
canvassed the value of these railways very carefully. It
was necessary to raise nearly $47.000,000, and to do this the
promoters of the “association” had to give their obligations
to return $50,000,000 in three years’ time. The present
owners ask to be reimbursed for the money that they ac-
tually put in and for the obligations they have actually
incurred. It is for the city to decide whether it will do
this. Mr. Gurley remarked, however, that there cannot be
a successful merger of the traction interests in Chicago
unless the elevated lines are taken in. He declared that his
company was content with the valuation placed on the
elevated railway companies by the present owners and
would be willing to go into the merger on that basis.

There was some discussion by the aldermen, and a resolu-
tion offered by Aldermen Long was finally adopted. This
resolution recites that there is a difference of nearly
$30,000,000 between the companies’ valuation of the real
estate of the elevated railways and the city's valuation (the
figures in round numbers are respectively $46,000,000 and
$16,000,000). The effect of the resolution is to refer to a
sub-committee this question of real-estate valuation to rec-
ommend, perhaps, some plan of possible adjustment. The
sub-committee consists of Aldermen Block, Richert, Lipps,
Capitain and Long.

In the heart of the city of Cleveland lies a compact
area in which there is a heavy demand for direct-current
energy combincd with a market for steam heating during
the winter months. The Cleveland Electric Illuminating
Company maintains a generating station in this district and
uses the exhaust steam from the turbines for heating. In it
is a 3750-kw geared turbo-generator, the largest direct-
current unit of the kind yet constructed. The operating
speed of the turbine is 1800 r.p.m., and the reduction ratio
of the gear is I to Io. The large gear of this speed-reduc-
ing mechanism is Ioo in. in diameter and has 259 teeth.
The pinion has twenty-six teeth, and the ratio of 26
to 259 gives the “hunting-tooth” feature which has been
recognized as desirable in the design of toothed gearing.
The speed of this gear at the pitch line is approximately
54 miles an hour.
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NARROW-GAGE GASOLINE CARS FOR AUSTRALIA

The McReen Motor Car Company, Omaha, Neb., re-
cently completed and shipped five 200-hp all-steel 55-ft.
gasoline motor cars from its works to the Queensland Gov-
ernment Railways in Australia. These lines are 3-ft. 6-in.
gage. Complete dismantling of the cars followed their
construction, the cars being shipped knocked down. The

Narrow-Gage Gasoline Car—General View

manufacturers will send an expert to superintend the re-
erection of the cars in the railway company’s shops at
Ipswich. This gasoline rolling stock conforms to the
McKeen standard design and construction with the excep-
tion of some special features which are necessary to meet
the requirements of the Queensland Railways. These ex-
ceptions include the fact that the position of the operating
levers is reversed for left-side control, and the side type of
buffing gear with draw hook and screw couplings displaces
the M. C. B. couplers.

The depressed center entramce is constructed so as to
provide accommodations for handling passengers at both
clevated and roadside platforms with equal facility. The
motor-truck wheelbase is limited to 6 ft. and this, in com-
bination with the spccially designed front body and truck

Narrow-Gage Gasoline Car—Motor Truck and Engine

bolsters, makes the car suitable for operation on the sharp-
est curves encountered over city railways.

Each motor-truck side frame is one integral steel cast-
ing, bolted and wedged against the shirk or bedplate, the
side frames in combination making an unusually light as
well as remarkably strong and durable entire cast-steel
truck frame. Artificial illumination is provided by the
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Stone electric system. The seating capacity of each car is
sixty-nine passengers, of whom fifty-five are accommodated
in the main compartment and fourteen in the smoker.

On the power units the trucks are cquipped with four
cast-steel center, stecl-tired wheels, 36 in. in diamecter,
having 6-in. by I10-in. journals and set on a wheclbase of
6 ft. The side frames and bolster are made of cast steel
throughout. The gasoline engines arc of 2zoo-hp rated
capacity and have six cylinders with 10-in. bore and 12-in.
stroke. The engines are air-starting and reversible.

The transmission has a mechanical efficiency of 96 per
cent. It has Morse silent chain drives and gives two
speeds, direct and geared, throungh a multiple disk clutch.

The principal dimensions of the car bodies are as follows:

FerncihMover end-s1l1S, s s s o & 5 5mEKe s & WA & 1 5% 5768 § § BENR 5 0 see 0 5 b 59 ft.
IR e ROV e DTSt e o rs msvaw & 5 5 evni 0 5 & 5 taxwrm & 2 wasiet & 6. % 3 swiygss & 5 s 62 ft. 514 in.
Width over sheathing. ......cooeiieieiriieieronneneoreneaennes 8 ft. 9 in.

Lo11 £t 814 in.
31 £t, 734 in.
- B Et 9.

IHeiehitetail to T0OF: s esssmems
Length passenger compartmgnt
Length smoking compartment.

Height inside floor to ceiling.. .7 ft. 8% in
Distance between center- plates ............ 34 ft
0tAll Wheel BaASE s v« s vae cd oo o8 seimnonsnsmsss someos vmios ossoionessn 0 ft.
RVEETERE olias e o 0 oo o & 5 50 € 5 6 Vs 64 3 (656 6 8 & 3 56060 & 3 5 B0NR0 § 8 5 Boniiion § § 5.6 60, 000 1h.

These are the first narrow-gage gasoline motor cars
ever turned out of the McKeen works.

A NOVEL SAND-DRYING PLANT

The operating department of the Lincoln (Neb.) Traction
Company has built a novel sand-drying plant which is
applicable to large or small railways. A wooden bin has
been constructed in one of the carhouses to hold one car
of sand. The sand is thrown into this bin by hand from cars
alongside. The sides are sloped at an angle of 45 deg. to
hoppers at one side of the bottom. These hoppers, when
opened, allow the sand to flow onto the dryer beds, which
slope at 30 deg. from the horizontal. FEach dryer bed is
a 6-ft. square screen with 12-in. side boards. Nine four-pipe
coils with branch tees are set on the dryer bed. These coils
are arranged in parallel rows so that the sand may flow or
be raked between them as it comes from the storage bin

Steam Pipe _
Coils \/ 2

Slide to be Raised to/
Clear Screen of Coarse
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Section of Sand-Drying Plant, Lincoln, Neb.

overhead. When the steam is turned on, the drying sand
falls to dry-sand bins underneath the screen, and the coarse
material rolls to the foot of the sloped dryer bed, where it
is deposited in another bin after all the fine sand has passed
through the screen.

Another novel feature in connection with the car sand-
drying plant is the method of distributing it for use on the
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cars. A supply of car sand is available at several points on
the property, and in order to reduce the cost of handling to
a minimum it is shoveled into old cement sacks at the dryer
and delivered to the supply points. After the sacks have
been emptied directly into the sand boxes on the cars they
are returned to the dryer for refilling.

HARP WITH SPRING AND KNUCKLE JOINT FOR
RETAINING TROLLEY WHEEL

The accompanying illustrations disclose the construction
of a new type of harp, aptly termed the “Neveroff” and
made by the Special Electric Company, Chester, Pa., in
which a spiral spring is used to force the trolley wheel
against the wire before the pole has had time to recover

Views of Harp

with Spring and Knuckle Joint

from the downward movement caused by str1k1ng some ob-
struction. A detailed description follows:

From the bifurcated end of the harp there is pivoted
a forked member which supports the trolley wheel. As
shown, a pivot pin passes through the ears, the latter being
cut away at the bottom to allow them to adjust themselves
to the end portions of the support. The ears are provided
with elongated slots, as shown in the side elevation, to re-
ceive the transverse pin. The spiral spring is interposed
between a plate and the end of the bolt which passes through
an aperture in the plate. The right-hand view shows the
harp in its normal position with respect to the trolley wire.
Should the wheel meet with an obstruction it will
be kept in place by the release action of the spiral spring
in the harp and by the tension spring at the base of the
pole. As this occurs, the harp assumes the position shown
in the middle view, thus keeping the wheel in direct contact
and alignment with the wire. It does not permit the trolley
wheel to slide or to “bite” the wire, and it has other meri-
torious features. This harp may be used with any standard
trolley pole. The spiral spring in the harp should be ad-
justed so that the springs at the base of the pole will force
the harp downward until it is seated on its stop, when the
trolley wheel is in contact with the trolley wire, The harp
will then be parallel with the pole and the spring in the
harp will be compressed.

A test of the “Neveroff” harp was recently made on the
lines of the Southern Pennsylvania Traction Company,
Chester. The car on which it was installed traveled S8ooo
miles, and the trolley wheel, according to the report of the
master mechanic of the road, who carefully watched the
performance of the harp, never left the wire. The annoy-
ance of short curves and complicated overhead construction
are believed to be effectually overcome by the use of this
device.
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Messages of the Governors

Extraets from the Messages of the Governors Are Presented, Supplementing Those Published Previously

In the ELectric Rainway JournaL of Jan. 11, 1913, ex-
tracts weré published from the messages of the Governors
of New York, Massachusetts, Pennsylvania, Rhode Island,
Oklahoma, Maine and South Dakota, covering the subjects
of public servicc corporations, minimum wages and work-
men’s compensation measures. Similar extracts from mes-
sages since presented by the Governors of New Jersey,
Minnesota, California, Michigan, Wisconsin, Ohio, Indiana,
Missouri, Colorado, Iowa, Montana and Kansas are ap-
pended:

GOVERNOR WILSON OF NEW JERSEY

“The corporation laws of the State notoriously stand in
need of alteration. They are manifestly inconsistent with
the policy of the federal government and with the interests
of the people in the all-important matter of monopoly. It
is our duty and our present opportunity to amend the statutes
of the State in this matter not only, but also in such a way
as to provide some responsible official supervision of the
whole process of incorporation and provide, in addition,
salutary checks upon unwarranted and fictitious increases
of capital and the issuance of securities not based upon
actual bona fide valuation.

“The people of the State are at present, morcover, at the
mercy of investment companies of every kind. Investment
companies should be put under inspection and regulation
by the State, and no one should be allowed to sell securities
in New Jersey without public license issued from the de-
partment exercising the rights of inspection and regulation.

“The Board of Public Utility Commissioners should be
cmpowered to order the abolition of grade crossings in such
ways and at such a rate as will adjust its orders to each
particular case and set of circumstances. The act con-
ferring the powcr can and should make of that power a legal
duty imposed upon the commission, the discretion of the com-
missioners to exist only in respect of their right to guide,
direct and adjust the processes of elimination in a thor-
oughly practical fashion.”

GOVERNOR EBERHART OIF MINNESOTA

“Minnesota has long realized the importance of State
control of public utilities. In my opinion, public utilities
must be either owncd or controlled by the people. AVhere
the control can be vested in a fair, impartial and compe-
tent authority, removed as far as possible from political
influence, it is far superior to ownership. It is essential
that the regulating authority should be independent of
local conditions, more permanent as to tenure than the
constantly changing city administration, and composed of
experts with sufficient authority and funds to enforce rules
and regulations fearlessly and impartially. I sincerely
trust that this Legislature will enact into law the measure
that will bring the greatest benefits to the people at large
throughout the State.

“In the development of new territory it is important that
favorable opportunities be given for the profitable invest-
ment of capital, and most of our States have been quite
liberal in the granting of such returns. The indiscriminate
issuing and sale of stocks and bonds is, however, of no
advantage to a financially sound enterprise, but has rather
the opposite effect in creating suspicion and distrust. A
law should be enacted which will effectively prevent the
issuing and sale of stocks and bonds avhich have little or no
value.

“Representing on this occasion organized as well as un-
organized employees and employers, I am asking at your
hands a fair and adequate workmen's compensation act. I
fully realize the difficulty of enacting a satisfactory com-

pensation law, but we have the experience of a number of
foreign countries as well as several States to guide us, and
with the agreement between employees and employers as
to the main provisions of the bill itself, reported to the
special committee of this Legislature, the desired legislation
should be passed at this session.”

GOVERNOR JOHNSON OF CALIFORNIA

“In January, 1911, the Railroad Commission consisted of
three elective members. In that year the well-known Stet-
son-Iishleman railroad bill was passed by the Legislature,
giving to the Railroad Commission powers as extensive as
the constitution would permit. At the election of October,
1911, the people passed two constitutional amendments re-
lating to the Railroad Commission, by which the commis-
sion was enlarged to five and made appointive instead of
elective, and the most plenary powers were conferred upon
it. At the extra session of the Legislature of 1911 the
public utilities bill was passed. During the thirty-two years
of the existence of the Railroad Commission prior to 1911,
approximately 100 complaints were presented to that com-
mission, and in less than two years approximately 2000
complaints have been presented to the new commission. In
the very brief period that has elapsed the people probably
already fully understand not only the value of the com-
mission to them, but its absolute necessity.

“I strongly urge upon you, if the industrial accident law
is to continue to be a part of the policy of the State of
California, that you take the necessary means for providing
for a State insurance fund.”

GOVERNOR FERRIS OF MICHIGAN

“I recommend the enlargement of the powers of the Rail-
road Commission to cover all public-utility corporations of
the State. IFurthermore, I recommend that the commis-
sion be authorized to make physical valuation of all such
properties as it may deem advisable, that the rates fixed
may return reasonable dividends on actual cash investment.
It is hardly fair to expect the people of Michigan or any
other State to have any adequate knowledge concerning the
real value of the stock of foreign corporations. I suggest
the enactment of a law similar to the Kansas law, whereby
our people will be protected from State frauds. In other
words, prohibit the sale of stocks and bonds of any com-
pany until said company has been first investigated and
approved by the railroad commission.”

GOVERNOR McGOVERN OF WISCONSIN

“A number of States have made provision for compen-
cating employees for specific injuries to workmen by requir-
ing payment for definite time on the basis of a percentage
of the wage received when the injury occurred. Our law
fixes the amount to be paid on the basis of actual loss of
wages only. This is not always just, and I recommend an
amendment which will provide for the adoption in such
cases of the rule now followed in other States. At a cer-
tain date fixed by law all employers in AVisconsin should
be deemed to be within the scope and operation of the
workmen’s compensation act unless prior to this time they
shall have notified the commission in writing to the effect
that they do not wish to be so.

“So far as hydraulic energy is required for public pur-
poses, the State should reserve the right to compel the maxi-
mum development of the water powers for which franchises
are granted. In all authorizations to build dams it should
also require, in cases where the energy may be used either
within the State or outside its borders, that its own citizens
shall have the preference.”
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GOVERNOR COX OF OHIO

“Conditions not only justify but demand a drastic anti-
lobby law. Any person interesting himself in legislation
will not, if his mative and cause be just, object to register-
ing his name, residence and the matters he is espousing
with the Secretary of State or some other authority desig-
nated by your body. Therc ought to bc no temporizing
with this situation. Lobbying without registration shoutd
be an offense punishable by imprisonment.

“The State regulation of public utilities has been of such
benefit to every interest concerned that every possiblc legis-
lative facility should be extended to this administrative
branch of the government. The existing law gives to the
commission the right to make a physical valuation. This
should be made mandatory. The utility and tax commis-
sions have made considerable headway in working out the
detail of valuation. But their labors in this particular have
been confined almost, if not entirely, to cases which came
to their notice by requests for increased capitalization or
complaints with respect to taxation values. There can be
no permanent or logical base for the successful operation
of these departments without a physical valuation of utihi-
ties.

“One development of the railroad and utilities law, which
has been very unfair to the State, should be corrected.
Under present practice the commission establishes or
revises a rate. The utilities company, if it desires, makes
objection and receives a hearing. The commission then
either amends or retains the rate previously fixed, where-
upon the corporation in many instances goes into court,
asks for and receives an injunction. The delays of the
law are well known and the issue remains unsettled for
a year or more. The law should be so changed that the
court cannot issue an injunction in these rate matters with-
out an investigation. This is the practice elsewhcre and
should be adopted in Ohio.”

GOVERNOR RALSTON OF INDIANA

“Numerous and serious qucstions frequently arise be-
tween public utilities companies and their patrons or cus-
tomers, involving the public in many instances to a greater
or less extent. Out of this condition has grown a demand
in different sections of the State for a public-utilities com-
mission, and I recommend the creation of the same. The
many properties and the vast amount of capital that would
come under the jurisdiction of a utilities commission indi-
cate the ability and care required in drafting a utilities
law fair to both the public and those who have their money
invested in such properties. It is important that the law
should contain a provision against watered stock and over-
bonding and against abuses in granting franchises, and it
should require a system of uniform accounting. I hope the
Legislature will make a zealous effort to enact a satisfac-
tory law on this subject. There should be a law against
the issuance and sale of watered securities, unless on the
face thereof the amount of percentage of water therein is
accurately stated.

"“We should have in this State a workingman's compensa-
tion law. Whether such a law can be made compulsory
under the Indiana constitution is a question. If a law on
this subject is enacted containing a compulsory provision
and it otherwise meets my approval, I shall let the Supreme
Court say whether it is constitutional.”

GOVERNOR MAJOR. OF MISSOURI

“This Legislature should create a tax commission to
study the questions of taxation and report its labors to the
next Legislature, to the end that we may revise and improve
our revenue system.

“A public service commission is one of the neccssities of
the hour. The creation of such a commission is a pro-
gressive step which, in view of past experiences, every
State must take. I would recommend that the salaries
of the commissioners be fixed at a reasonable amount,
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commensurate with the services required of them and their
employees and sufficient to justify able and competent mcn
serving.

“The practical success of a workingmen’s compensation
act depends upon its simplicity, definiteness, reasonableness
and compatibility awith our state and federal constitutions.
Such a law must be fair and just to the employer and the
employce. Committees appointed by the Jast Legislature
have investigated the subject and no doubt are now ready
to report a proper law upon this subject.”

GOVERNOR AMMONS OF COLORADO

“I hope the General Assembly will enact a measure along
the tine of the Kansas ‘blue-sky’ law, effective enough to
eliminatc from this State bad promoticn schemes of all
kinds. The most cifective way to secure sufficient money
at low rates of interest to take care of our industrial
growth is to make our sccurities first class in every respect.

“Two plans are suggested for the control of public utili-
ties. The Railroad Commission proposes amendments to
the law under which it is operating to make the act more
effective. Tt is urged that somc important advance has
been made on account of recent court decisions, and that
the surest way to save this advantage is to retain the present
law and make it stronger by amendment. The commis-
sion, however, suggests no plan for including other public
utilities.  On the other hand, bills have been prepared
which, T understand, include the very provisions of the
railway law already adjudicated and which also compre-
hend the entire field of public utilities. It seems to me use-
less to have two commissions. T am advised that all the
advantage gained through the action of the courts under
the old law can be protected in the new.

“The employees’ compensation commission appointed by
the Eighteenth General Assembly, I am told, has not com-
pleted its investigations, and it should bc continued, either
to report at the next session of the General Assembly or
to initiate a law covering the subject.”

GOVERNOR CLARKE OF IOWA

“I sincerely hope that a workman’s compensation act
will be passed at this session. The commission authorized
by the last General Assembly, after a thorough investiga-
tion and study of the subject, has reported a bill for consid-
eration at this session.

“Kansas was wise ahead of her sister states in providing
in substance that when stocks and bonds are offered for
sale the banking department must be satisfied that they are
a reasonably good investment and a permit secured before
they can be offered to the public. I commend this wise law
as a basis for similar legislation in Towa.”

GOVERNOR STEWART OF MONTANA

“The business of the public-service corporations which
operate in Montana should be regulated. The present Board
of Railroad Commissioners can do this work and thereby
obviate the necessity for and the expense of a new com-
mission. A law should be passed defining the liability of
employers and regulating the compensation of employees
for accidents received in the course of employment. A law
should be passed providing for the supervision of all in-
vestment companies and promotion enterprises in the State.
A ‘blue-sky’ law of fair intent will not interfere with
legitimate business.”

GOVERNOR HODGES OF KANSAS

“T would urge that all laws passed by you be drafted in
clear, simple language, so definite that they can be readily
understood. It is a travesty on justice that laws are
drafted in such an ambiguous manner that they require in-
terpretation by expert lawyers to determine their meaning.

“T am smcerely gratified to repert to you that our utilities
law is a great success and that it needs only slight amend-
ment, if any. In the hands of broad-gaged men it will
continue to be an instrument of the highest value for the
development and upbuilding of the State.”
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News of Electric Railways

Increase in Operating and Maintenance Funds Asked in
Cleveland

On Jan. 18, 1913, the directors of the Cleveland (Ohio)
Railway authorized the sale of $3,600,000 of additional cap-
ital stock. This stock is to be sold at par to stockholders
of record of Feb. 5 pro rata, and the proceeds are to be
used to take up the $3,000,000 of bonds due on March 1
and to pay for extensions, betterments and improvements
proposed by the City Council.

The directors authorized J. J. Stanley, president of the
company, to ask the City Council for an increase in the
operating and maintenance funds, in order to avoid the
deficits that are piling up. The operating report for De-
cember shows an ordinance surplus of $37,511, with deficits
of $40.788 in the maintenance fund and $27,166 in the operat-
ing fund, with the result that there is an actual deficit of
$30,433 for the month. This was due, as explained, to
scrapping twenty-five old cars, the reproduction cost of
which was charged against maintenance. It seems that
there yet remains $87,500 to be charged off as the reproduc-
tion cost of the Canal Street power house which was aban-
doned. This will bring the total deficit in the maintenance
fund up to $392,315. The deficit in the operating fund totals
$203,542. Against this there is a surplus of $484,282 in the
interest fund. The fare cannot be raised until this fund
falls below $300,000.

Mayor Baker has announced that operation of the West
Sixth Street and the West Ninth Street lines must be
resumed in order to accommodate the thousands of women
and girls employed in the garment factories and wholesale
houses in that section. Both employers and employees have
been insisting upon this ever since operation on the “court
house” loop was begun. Councilman Bernstein has intro-
duced a resolution in Council calling for the extension of
the Woodland and Scovill lines to the Union Station.
Mayor Baker is reported to have said that he had not
decided which lines should be routed in that way. Mr.
Witt declares that he will not allow the Euclid Avenue and
Paine Avenue service to the station to be restored.

Mr. Witt announced on Jan. 17 that cars would be taken
from the Euclid, Scovill and Lorain lines and placed on the
Superior and St. Clair Avenue lines. About thirty-nine
round trips would thus be taken from these lines and the
Euclid Avenue service would be reduced between 500 and
600 car miles,

The West Side Improvement Association is opposing the
step taken by the city to allow interurban freight cars to
be hauled over the city lines at certain hours of the night.
The association declares that a referendum vote must be
taken on the ordinance. The Chamber of Commerce has
endeavored to work out a satisfactory adjustment of the
matter with the West Side people, as this plan will be of
great benefit to the wholesale houses and manufacturers.

Mr. Witt’s office has furnished the, public schools with
75,000 blotters, bearing the following rules of safety in the
streets, to be distributed among the school children:

“Look out for the cars.

“Look out for autos.

“I.ook out for horses.

“Don’t play on the streets where there are car tracks.

“Don’t cross car tracks without looking both ways.

“Don’t cross the street if you see a car.

“Don’t get on or off a car while it is moving.

“Don’t lean out of car windows.

“Don't face to rear in stepping off cars.

“Don’t touch or allow any one to touch any wire.

“Don’t let your schoolmates get into any danger.”

Tom Sidlow, secretary to the commissioner, has been
addressing the children of the public schools on the subject
of danger. Large placards bearing the warning “Always
look out for cars before crossing street” have been put up
in the various school buildings. The “Help Across” Club,
composed of older boys who look out for the youngsters
and help them across the streets where there are tracks,
has been approved by the commission and its members
will likely be furnished with blotters, also.

Report of Massachusetts Railroad Commission

The forty-fourth annual report of the Massachusetts
Railroad Commission has been submitted to the 1913 Legis-
lature. It contains the usual separated statistical data of
steam railroads and electric railways, and a general discus-
sion of transportation conditions in the State, with special
reference to the New York, New Haven & Hartford and
Grand Trunk situation. Returns for the year ending June
30, 1912, were received from sixty-five street railways.
By reason of a consolidation there were sixty-four existing
companies at the end of the year. The net increase in
street railway mileage was 30.73 miles of single track. The
Massachusetts companies now own 2947.3 miles of single
track. There was an increase of 44.24 miles of track oper-
ated during the year. The surplus was $11,405,060, or 12.8
per cent of the capital. The aggregate capital stock of
all of the companies was $80,118,975, an increase of $2,479,-
800 over 191I1.

The companies declared $4,016,370 in dividends. Thirty-
seven of the sixty-five companies paid dividends ranging
from 1 per cent to I1 per cent, and twenty-eight companies
declared or paid no dividends. The dividend rate averaged
5.52 per cent on the capital stock. The funded debt on June
30 was $77,706,700, an increase of $6,108,000 in the year,
and the total unfunded debt was $26,834,304, an increase of
$4,614,175. The total capital investment was $185,720,897,
an increase of $13,584,732 over 1911. The average cost of
the street railways of the State was $68,503 per mile of main
track, and the capital investment per mile of track con-
structed was $67,679.

The total income of the companies for the year was
$38,414.857, and the total expenditure, including dividends
declared, was $38,355,427, making a net surplus of $59,430.
The total operating revenue increased from $35,036,007 to
$36,080,237 in the year. Operating expenses increased from
$22,805,804 to $24,363,003. The revenue from the transpor-
tation of mails and merchandise increased from $337,463 to
$3835,383. The net operating revenue was $11,716,334, a de-
crease of $424,850. The total number of passengers car-
ried was 701,798,274, a gain of 248,608, and the car mileage
increased from 123,650,082 to 125,078,724. The gross earn-
ings per mile of track increased from $12,877 to $13,148 and
the operating expenses from $8,415 to $8878.  The gross
earnings per car mile were $0.288 against $0.283 in 1911 and
operating expenses $0.195 compared with $0.185 in 191I.
The average gross earnings per passenger were 5.14 cents,
operating expenses being 3.47 cents and net earnings I1.67
cents, the net of the previous year being 1.78 cents. On
June 30, 1912, the companies had 23,200 employees and 8004
cars compared with 21,072 employees and 7821 cars a year
ago.

There were 7843 accidents, compared with 6963 in IQII.
Twenty-seven passengers were killed, compared with 15 in
1011, and 5701 injured, the preceding year showing 5I0I
injured. Twenty-one employees were killed and 428 in-
jured, the 1011 figures being 24 and 340 respectively.

The board has continued during the year its study of
fenders and wheelguards. For the purpose of making a
special study of accidents caused by persons coming in con-
tact with either the fender or wheelguard the board pro-
vided street railway companies with blank forms for re-
porting such accidents. In 1012 on all the street railway
lines 426 persons came in contact with fenders or wheel-
guards, of whom forty-six were fatally injured, while forty-
four received serious and 336 minor injuries. Lifting jacks
have been installed upon cars of the different companies
and conductors and motormen instructed in their use. In
twenty-one of the fender and wheelguard accident cases
the use of jacks was required. During the year_it was sug-
gested to the board that the issuance of free passes to per-
sons not within the prohibition of the statutes constitutes a
discrimination in passenger rates, of which the board m‘ight
take cognizance under its general powers. The board is of
the opinion that any action would constitute a _declaratlon
of policy and as such would be within the province of the
Legislature rather than of the board.
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Hearings on Subway Contracts in New York

During the week ended Jan. 18, 1913, the Public Service
Commission for the First District of New York lield public
hearings, as rcquired by law, on the terms and conditions
of the proposed contracts with the Interborough Rapid
Transit Company and thec New York Municipal Railway
Corporation (Brooklyn Rapid Trausit) covering the con-
struction and operation of the new subway lines and cle-
vated railroad extcnsions in the dual system. These con-
tracts were as follows:

1. With the Interborough Rapid Trausit Company for
the operation of extensions of the existing subway in Man-
hattan, the Bronx and Brooklyn, the cost of construction
to be borne jointly by the city of New York and the com-
pany, each contributing $58,000,000. The cost of equip-
ment, estimated at $22,000,000, to be borne by thc com-
pany.

2. With the Interborough Rapid Transit Company for
the construction, at its own expense, of extensions of the
existing elevated railroads in Manhattan and the DBronx, to
cost about $16,000,000; also the operation thereof by the
company.

3. With the Manhattan Railway for the third-tracking of
the elevated railroads in Manhattan and the Bronx leased
to and operated by the Interborough Rapid Transit Com-
pany, to cost about $11,000,000; also for the operation of
the same by the Interborough company.

4. With the New York Municipal Railway Corporation
for the construction by the city and the company jointly of
the new Broadway subway in Manhattan, two new tunnels
to Brooklyn and extensions of the Centre Street loop sub-
way and the Fourth Avenue subway, the company to con-
tribute $14,500,000 and the city about $100,000,000 toward
the cost of construction, all to be equipped and operated by
the company in conjunction with its existing elevated rail-
road system in Brooklyn. It is estimated that the new
equipment will cost $26,000,000.

5. With the New York Municipal Railway Corporation
for the construction, at its own expense, of certain exten-
sions to its elevated railroads to Jamaica and other points
and the operation thereof in connection with the rest of the
new system. The cost of such extensions is estimated at
$8,000,000.

6. With the New York Municipal Railway Corporation
for the construction, at its own expense, of additional
tracks on existing elevated railroads and for the operation
thereof in connection with existing lines. The cost of such
additional tracks is estimated at $6,500,000; also for the
reconstruction of existing elevated lines at its own expense
at an estimated cost of $10,000,000.

At the hearing on Jan. 18, 1913, in regard to the proposed
construction by the Brooklyn Rapid Transit Company of
the projected Franklin Avenue, Jamaica Avenue and Liberty
Avenue elevated lines considerable opposition developed on
the part of the residents of the districts which would be
affected by the construction of these lines. At the hearing
on Jan. 20, 1913, President Mitchel of the Board of Alder-
men, objected to the terms of the proposed contracts, men-
tioning such details as the preferential payments, the rates
at which the companies are raising the money and the
recapture clauses.

Reorganization of a Chicago Information Bureau

The bureau organized by a number of public utility com-
panies and accident insurance companies to supply infor-
mation concerning jurors, witnesses and claimants in suits,
which has been in existence in Chicago for about five years,
has been reorganized and Sidney Ossoski, the general
claim agent of the Chicago (T1l.) Railways, has been made
chairman of the advisory board, with complete control of
the operation of the bureau. Besides Mr. Ossoski, the
advisory board is composed of L. L. Austin, general claim
agent of the Chicago Elevated Railways; H. M. Weber,
claim agent of the Chicago Telephone Company; William
Beye, general claim agent of the Illinois Steel Company,
and H. D. Wagner, claim investigator for the Employers’
Liability Assurance Corporation. The reorganized bureau
has taken up quarters at Suite 1552, Otis Building, Chicago,
and intends to expand, and will advertise in Chicago and
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other cities with a view to increasing the numnber of sub-
scribers.

In laying his plans before the advisory
Ossoski mentioned the following:

I'irst—It is the intention to furnish more and Dbetter
service and a more prompt and efficient system of reports to
all inquiries of subscribers.

Second—The new officc will be properly cquipped with
modern filing cabinets and other eguipment necessary to
mcrease and felicitate thc cfficiency of the burcau.

Third—It is thc intention to prepare and maintain a
street index in connection with the regular index now in
use. This street index will tell in what part of the city the
majority of the claims and suits arise. It will show out of
what houses or certain streets the chronic claims and suits
arisc. It will give a check on repecaters in cases where the
claimant or plaintiff changes his name or her name. This
strect index will be invaluable in examining jurors, plaintiffs,
claimants and witnesses, and, by providing proper telephone
service, information on jurors or witnesses will be furnished
on short notice. With the great number of cases coming in
from the larger corporations, thie street index wili be of
utmost value, and the bureau will accordingly be of just
48 much benefit to a client whose business is small as it
w.ll be to tlie big corporations.

JFFourth—An investigation department in connection with
the bureau will be installed. Investigations will be made
for other cities and outside individuals on request, and
these will be paid for at standard rates.

Fifth—It is proposed to make the bureau more effective
by drawing into it outside subscribers. It is possible that
a lower rate will be charged to out-of-town subscribers,
as they will in many cases want investigations made and
want the bureau to do the work.

In calling attention to the co-operation of subscribers
necessary in making the bureau a success, the members are
urged to make reports of all claims and suits and send in
special reports of all chronic claimants and plaintiffs. It
is also desired that special reports of all suits or claims
that develop in investigation of cases of which the bureau
has no record be made and forwarded to the bureau office.

board, Mr.

Another Traction Plebiscite in Brooklyn

The Brooklyn (N. Y.) Rapid Transit Company on Jan.
18, 1013, gave out an analysis of the vote taken on Jan. 17
on the question of the company’s proposal to create a
Sound to Ocean rapid transit line as laid out in the pro-
posed form of certificate now before the Public Service
Commission of the First District of New York. This
analysis covers the vote as reported at the office of the
company up to 9 p. m. on Jan, 17 from the various depots.
It is a preliminary count, subject to verification by a later
canvass which the company is requesting the Public Serv-
ice Commission either to conduct or to supervise, as the
commission may see fit. The result, as shown by these
figures, is that the proposition was indorsed by a majority
of more than twenty to one on the entire system, and was
ratified on every operating line, surface and elevated, in the
system. In a statement which it issued the company said:

“An examination of the figures for the crosstown depot
shows that in the Greenpoint section, where prolonged agi-
tation has been conducted against this line, the vote was
quite as heavy as on any other part of the system. The
lines operated from the Ridgewood depot include among
others the Greene and Gates Avenues line, which runs
through the area where the agitation against the proposed
route has been acute, yet the vote on the Greene and
Gates Avenues line was nearly 10 to I, being 3730 in favor
and 395 opposed. The company submits this as showing
in some measure what the real sentiment of the traveling
public of Brooklyn is on its proposal to create a Sound to -
Ocean line by the only practical means of getting such line,
namely, by building an elevated structure from the Brigh-
ton Beach line at Fulton Street through the Williamsburg
section, Greenpoint and Long Island City, to connect with
the Astoria and Corona lines at the Qucensboro Plaza.”

Advertisements setting forth the proposal of the com-
pany were published in Brooklyn newspapers Jan. 14, 15,
16 and 17, 1013, and reprints of advertisements were dis-
tributed in surface and elevated cars on Jan. 15, 16 and 17,
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to the number of 125,000 each day. Baliots were distributed
by conductors on surface lines and by conductors and
guards on elevated lines. Ballots were collected by con-
ductors and inspectors on surface lines, and conductors,
collectors, guards and ticket agents on elevated lines. All
ballots marked but not signed were excluded. This count
did not attempt to eliminate duplications or verify ad-
dresses. The ballots signed are being preserved at depots
and terminals to await further canvass for final count.

Los Angeles Railway Corporation Development Plans

W. E. Dunn, vice-president of the Los Angeles Railway
Corporation, Los Angeles, Cal,, has addressed a letter in
part as follows to the Public Utility Commission of ILos
Angeles in reply to the letter from the commission pub-
lished in the ErLecTric RAaiLway JourNAL of Jan. 4, 1913,
recommending the addition of cars for use in the city:

“This company i1s making a careful investigation of the
side-entrance car with a view to determining its utility
in actual operation, and is almost daily making changes
in the present car suggested by experience and intended
to bring it to the highest possible state of efficiency. As
soon as the car is finally complete we shail adopt it as a
standard, and will order new cars of that type. The num-
ber of new cars to be ordered during the year 1913 will
be in excess’” of the suggestion made by you, namely,
seventy-five.

“The subject of the use of trailers during rush hours
is receiving careful attention by us, and we are getting
data from other cities. It is positively to the advantage
of the company to use trailers, if they can be properly
handled and moved through the streets with the rapidity
with which we are able to move single cars. If, on the
other hand, it should be found that trailers delay to any
appreciable extent the moving of cars, it would increase the
congestion rather than help it out.

“We believe that the moving of heavy interurban traffic
to San Pedro Street will materially relieve congestion on
downtown streets, and particularly on Main Street, First
Street and Seventh Street. Accomplishing this, we will
be enabled to distribute traffic to the great benefit of Spring
Street and Broadway as well. If it is determined that
trailers can be used to the advantage of the public, we
will, in addition to the cars above named, order a reason-
able number of trailers for use in the rush hours.

“The examination now being conducted will, T believe,
convince you that the equipment we now have, as well as
the equipment to be ordered, is more in quantity than the
earnings of the company will justify, other improvements
considered; but we shall, as we have in the past, try to
keep at the head of the procession.”

The letter of Paul Shoup, president of the Pacific Elec-
tric Railway. in this c¢onnection was published in the
Evectric Rarway JournaL of Jan. 11, 1913, page 70.

Interurban Terminal Question in Cincinnati

A controversy has arisen between the administration at
Cincinnati and the Association for the Tmprovement of
the Canal, of which George R. Balch is president, over
Plan No. 4 of Bion J. Arnold’s report, which relates spe-
cifically to the proposed interurban terminal. Tt seems that
Mr. Arnold’s plan provides for the entrance of several
of the interurban lines over a route built on canal land
which has been leased from the State by the city. He
proposes to depress the tracks, so that they would pass
under all streets. The Association for the Improvement
of the Canal, through whose activities the canal property
was turned over to the city, objects to having the tracks
built in an open ditch and asserts that the bill enacted by
the Iegislature providing for the lease to the city specifies
that the land shall be used for boulevard purposes, but
that there will be no objection to a subway under it. Presi-
dent Balch says that the association and the city are pledged
to use the canal land as specified and that a concerted oppo-
sition will be made if there is any attempt to have the
conditions modified or to put any other construction on
the contract.

Mayor Hunt issued a public statement on Jan. 17 in
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which he said that he and Mr. Balch agreed upon practi-
cally all points. He said that the tracks will be depressed
north of Liberty Avenue, where no injury to property will
result by having cars operated in an open cut. Because
of the wording of the law on which the lease is based, he
said he thought it best to have an amendment passed, but
that he is not sure that this will be necessary.

Mayor Hunt holds that if the cost of building the
terminals can be brought below $6,478,040 by competitive
bidding, it might be best to award a franchise to a private
corporation, but if not then the city should build and own
them. He has been advised that the revenue from the
property would be sufficient to retire the necessary bond
issue within a few years and that the undertaking will be
of more benefit than the Cincinnati Southern Railroad,
which the city owns, because it will aid in solving the
housing problem.

Annual Report of New York Railways Association

The sixteenth annual report of the New York Railways
Association, composed of employees of the New York
(N. Y.) Railways, for the year ended Sept. 19, 1912, has
been issued in pamphlet form. During the year the mem-
bership was increased from 4284 to 4636. The total receipts
increased, while the total expenses decreased, as compared
with the returns for the previous year. The total book
value of the investments of the association as shown in
the report is $54,461, as compared with $48,221 on Sept.
19, 1911, and the cash on hand in the treasury on Sept. 19,
1012, was $8,550, as compared with $6,441 on Sept. 19, 101T.
The cash and investments of the association as of Sept.
19, 1912, amounted to $63,012, as compared with $54,662
on Sept. 19, 1011, an increase of more than 15 per cent.
These figures do not include the amount received by the
association from the operation of the lunch rooms and
placed to the credit of the lunch room fund. On Sept. 19,
1911, this fund amounted to $1,015. At the close of the last
fiscal year of the association the fund amounted to $5,238.
The statement of receipts and disbursements for the year
as contained in the report follows:

Cash:on hand Sept. 19, TO1TG . - csinnis - osmere s sicinmn s s R T $6,441
Receipts:

IDUES oo ey smmn s spmEs s as $28,171

Initiation fees 3,11

Entertainments 6,658

P ool TOOIM sami o s v o5l s a s is 2,560

Interest on investments and depositS........c......... 1,816

(Miscellan e oSN inlc o nees o IO R NNV L Pt 442 42,757
INVEStMEnts e : s omme s 5555 s 5 5 DR ¢ BE09 8 5 SHIGHE 5 A E S S5 i 8,044

Total TeCeIPS « v iiet ittt i et ee it i eeneeenns $50,801

e T e D0 0 B A B S 0 0 675 57,242
Disbursements:

ick Denefits .. .uviiiii it i e e e e e $17,606

Death clalms! = e s s s e o5 56 655 5570 5 o 55 ois 5 asionst o1 le 9,314

Medical £ees . :iume i wrens s s oo o 5@t s o suefaa s slesie ol 4,978

Entertainments 1,021

Jetoalll STl o s B DD SRR DA 6 S8 £ O0an €0 6600 2003 06 o 1,249

Printing and, stationery .iovewvessnassamenssvamnsss 1,088

EADZAnY o avowse s « suawsts s o 5 v 5« srstovsr 3 & = ovale & 5 Ssratel ressyisat el Te 17

Miscellaneous . ...vinie it iiiiie it 69 $35,342
Tnvestments ooz s as s wme s s o & s 5oias 8 eiee 5 Ssis e 13,350

Total disbursements ......veiivererenenennreoeennns $48,692
Cash on hand Sept: 19; 1912 i cioes s mme e s oo s s sios sa s 8,550

TORAL .- - icimre o n el oo o ot = = = tozaet o o R e PRSP $57,242
Investments and cash:

Bonds; D00l VAlUE i« sutole ool ehaicis s siatesbala bt s s Ao $54,461
(O Ry eI S S R 6 5o 010 0 070 6 0119 0000 9 0 G063 6 05 160 06 0 s

Total investments and cash.:..ee.asmnsssenmsessaoe . $63,012

The following interesting statements in regard to the loan
fund of the association and to the pensions for employees
are made by Frank Hedley, chairman of the board of trus-
tees of the association:

“The profits from the operation of the lunch rooms have
enabled your trustees to set aside such an amount as is
necessary to enable the association to make loans to its
members without interest. The plan provides for the pay-
ment of the loans in small instalments. It is the object
of the association to assist in this way those of its mem-
bers who may find themselves temporarily in need of
money to meet obligations which could not readily have
been foreseen and which may arise as a result of illness or
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other causes beyond their control.  Association mcmbers
are thus spared the necessity of borrowing money at ex-
orbitant rates of interest from ‘loan sharks.” During thc
past ycar the association has loancd about $4,500. Appli-
cations for loans should be made to the scecretary.

“1 desire to call your attention to the fact that the board
of directors ol the New York Railways has authorized a
continuance of the pension system which has heretofore
been carricd on by the Metropolitan Street Railway, under
which the members of this association are entitled to pen-
sions upon retirement from active service. In other words,
thc New York Railways proposcs to supplement the work
of the association and make provision toward the support
of the association members when the latter have arrived
at the age of retirement and have completed a term of
service which entitles them to withdraw from active partici-
pation in thc operation of the company.”

National Association of Corporation Schools

The National Association of Corporation Schools, which
has been in process of formation for the past ycar, was
finally organized in New York City on Jan. 25, 1913. The
object of the society is to render available to its members
authoritative information on instruction methods in corpo-
ration schools, so that new schools may be successful from
the start by avoiding the pitfalls into which others have
fallen, and to assist existing schools in increasing their cffi-
ciency. Active membership has been limited to corpora-
tions, and in order that the object set forth may not be
subvertced the control is invested entirely in the active mem-
bers, thus admitting only so much of theory and of
extraneous activities as the corporations themselves feel
will be beneficial and will return dividends on their invest-
ment in time and membership fees.

Accredited delegates representing about fifty large cor-
porations having schools attended the meeting, which was
closed by a dinner at Delmonico’s on the cvening of Jan. 2s.
\mong the organizations represented were the Pennsyl-
vania Railroad, American Locomotive Company, Public
Service Railway of New Jersey, American Electric Railway
Association, New York Edison Company, the Doherty com-
panies, Yale & Towne Manufacturing Company, National
Cash Register Company, Westinghouse Air Brake Com-
pany, Consolidated Gas Company, New York; Dodge
Manufacturing Company, Mishawaka, Ind.; General Electric
Company, Schenectady, and Commonwealth Edison Com-
pany, Chicago. The American Electric Railway Association
was represented by Prof. H. H. Norris, of Cornell Univer-
sity, chairman of its education committee.

New Illinois Road Placed in Operation.—The Kankakee
& Urbana Traction Company, Kankakee, Ill., placed its
line between Urbana and Rantoul in operation on Jan. 10,
1913. The company has arranged to rent power from the
Ilinois Traction System.

Exhibit of Illinois Traction System at Peoria Show.—
The Tllinois Traction System, Peoria, Tll.,, was an exhibitor
at the Peoria Electrical Show held from Jan. 18 to 25,
1013. In addition to a booth where various forms of lit-
erature and posters were on display, several signals similar
to the type used on this road were installed in the exhibi-
tion hall. These were electrically connected and arranged
so that the blades would periodically pass from the danger
to the clear position, or the reverse.

Additional Guard Rails on Chicago Elevated Structure.—
As a result of derailments on curves on the elevated loop
structure in Chicago which occurred on Jan. 8 and 16, the
management of the Chicago Elevated Railways contem-
plates installing additional guard rails and protective gird-
ers at thc danger points. It will be necessary to obtain a
permit from the city before these additional protective
features can be installed on the structure, but the plans are
well under way and will be submitted to the city for ap-
proval in the near future.

Decision in United States Commerce Court Impeach-
ment Case—~On Jan. 13, 1013, Robert W. Archbald, judge
of the United States Commecrcc Court, was dismissed from
his position by the action of the Senate in impeachment
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proceedings,  Judge Archbald was convicted upon five
counts in thirteen articles of mmpcachment, each of the
articles describing a sceparate offense.  All of the charges
cxcept one of those upon which he was convicted related
to conduct since his appointment to the position of judge
of the Commerce Court, a verdict of acquittal being given
upon the charges relating to conduct hefore hie became a
member of that court, a majority of the Senate holding that
actions prior to his appointment should not be made a sub-
jeet of condemnation.

Additional Municipal Lines Suggested in San Francisco.—
A resolution has becn adopted by the Board of Supervisors
of San Francisco, Cal, granting fifty-two days’ extension
of time from Jan. 7 to the W. L. ITolman Company, within
which to completc its contract for furnishing the remaining
cars for the Geary Street Municipal Railway. Mayor Rolph
has suggested to the public utilities committee the desir-
ability of giving close study to the project of constructing
a belt road to run along the Embarcadero and connect with
the Geary Street line at the foot of Market Strcet. Chair-
man Vogelsang, on bchalf of the utilitics committec, said
that the matter would rcceive prompt and proper attention,
as well as the propositions to construct municipally owned
railroads on Van Ness Avenue and on Stockton Street.

Consolidation of West Penn Plants.—The \West Penn
Traction & Water Power Company, Dittsburgh, Pa., has
consolidated several of the electric light plants which were
purchased some time ago so as to form a part of the West
Penn system. This merger means the elimination of seven
central station plants, power for which is now being sup-
plied primarily from the steam power station of the West
Penn Company at Connellsville, Pa., which has a capacity
of 42,000 hp. Power will eventually be supplied by the
hydroelectric development of the West Penn Traction &
Water Power Company on the Big Sandy and the Cheat
Rivers in West Virginia. Construction work is now under
way on these plants, the first of which, with an originally
installed capacity of 50,000 hp, will be in opcration about
Jan. 1, 1914.

Special Message to Council of Rochester.—Mayor Edger-
ton of Rochester, N. Y., sent a special message, in part as
follows, to the City Council recently in regard to the
service of the New York State Railways, Rochester Lines:
“As a result of the recent appeal to the Public Service
Commission the congestion on Main Street has been re-
lieved. but, according to complaints received from citizens,
the overcrowding of street cars is due to inadequate equip-
ment. The Public Service Commission, Second District,
has temporarily discontinued its investigations, but the
public, in the meantime, continues to suffer. I would sug-
gest that the Common Council direct its law and railroad
committee -to investigate these conditions, to the end that
the company may be compelled to provide adequate serv-
ice, and that the committees report their findings back to
your honorable body.”

Conference of Governors of New England States on Rail-
road Affairs.—At the conclusion of a conference on Jan.
17, 1913, between Governor Baldwin of Connecticut and
Governor FFoss of Massachusetts, held at the office of Gov-
ernor Baldwin, in Hartford, Governor Foss is reported to
have made the following statement in regard to a plan to
call all the governors of the New England States together
to consider such railroad matters as it is felt concern all
of New England: “As a result of my conference with
Governor Baldwin there is nothing that can be called a
definite decision on matters pertaining to the general rail-
road situation in New England. We discussed the con-
troversy from every angle. This afternoon’'s meeting was
the first of a scries which I am endeavoring to inaugurate
between the governors of all the New England States. 1
offered no tentative solution to-day and neither did Gov-
ernor Baldwin. The New Haven-Grand Trunk deal was
talked about and the whole New England situation was
touched upon with regard to demands to be made by
coming generations. I expect to see Governor Pothier of
Rhode Island soon. Then the other governors of New
England will be invited to conferences.”

San Francisco Railway Development Discussed.—At the
regular weekly meeting of the San Francisco Development
League, held on Jan. 14, 1013, an address was delivered by
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J. R. Bibbins, resident engineer for Bion J. Arnold, Chi-
cago, on the growth and development of San Francisco and
its transportation facilities. The burden of the talk was
the absolute necessity for quick action by San Francisco
in making due preparation for the growth that is to come
by building extensions to its transit lines and by working
out a system of finance by means of which the present
unsatisfactory relation between the city and its transit sys-
tems may be improved. The absolute inadequacy of the
city’s purchasing power for the acquisition or construction
of utilities was emphasized, and results from other cities
were drawn upon to illustrate the immediate response of
underlying property values to improved transit facilities.
Mr. Bibbins also showed that municipal boundaries as they
exist have practically no bearing upon the broad movements
of population; rather it is its rapid transit facilities and the
geography of the district which alone control these move-
ments. This results in the creation of a metropolitan dis-
trict, and points to the great advantage of organizing a
metropolitan district control for conserving the proper
development of utilities and industries.

Service on the Excelsior Springs Line of the Kansas City,
Clay County & St. Joseph Railway.—J. R. Harrigan, gen-
eral manager of the Kansas City, Clay County & St. Joseph
Railway, Kansas City, Mo., announced that regular service
over the Excelsior Springs division of the company would
be begun on Jan. 21, 1913. Cars will leave Kansas City and
Excelsior Springs at 6 a. m. and make regular trips through-
out the day at intervals of an hour and a half. This service,
however, is temporary and within a short time trips will be
made in each direction every hour. The last car will leave
Kansas City at 11 p. m. and will be known as a theater
special. The running time to Excelsior Springs will be one
hour and ten minutes., The station in Excelsior Springs is
near the Wabash depot and the business section. The first
stop out of Kansas City will be at Avondale, and for the
present at least the company will make no effort to handle
traffic to North Kansas City, leaving that for the line across
the bridge recently placed in service by the development
company. Cars will leave Kansas City from the company’s
waiting rooms, Thirteenth and Walnut Streets, running
north on Walnut Street to Third Street, east to Cherry
Street, thence across the bridge. Entering Kansas City
the cars will turn south from Third Street on Grand Avenue
to Thirteenth Street, thence west to Walnut Street. As the
cars will run over the Metropolitan Street Railway in Kan-
sas City, a 5-cent fare will be charged within the city. The
fare will be 65 cents for one way or $1.15 for the round trip
to Excelsior Springs. Tickets will be sold at the Kansas
City office, Thirteenth and Walnut Streets; Liberty and
Excelsior Springs. At other points cash fares will be ac-
cepted.

LEGISLATION AFFECTING ELECTRIC RAILWAYS

INDIANA

A summary of the principal bills which have been intro-
duced in the Legislature of Indiana follows: A bill to
prohibit the use of intoxicating liquor on the cars of
interurban and steam railroads except in dining buffet cars.
House bill providing for the revision of the highway laws
and authorizing boards of county commissioners to grant
interurban railways rights-of-way on public highways.
Senate bill to require publicity of acts by county commis-
sioners, town councils and boards of public works having
power to grant franchises in public highways, the cost of
the publicity to be borne by the applicant for the grant.
House bill to require railroads to construct and maintain
convenient crossings over their rights-of-way and to pro-
vide and keep up on all private lands such bars and gates
as the owners may elect. Senate bill to authorize the
Railroad Commission of Indiana to order the separation
of grade crossings, the cost to be prorated between the
railroads and the county in which the separation is made.
House bill to abolish the collection on steam and interurban
lines of cash fares in excess of the regular ticket fares.
House bill to limit passenger fares on steam railroads and
interurban electric railways to 2 cents a mile for adults
and 1 cent a mile for children between the ages of five and
twelve years, and prescribing charges for fractions of a
mile and fixing the minimum fare which shall be charged.
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A meeting of representatives of the electric railways,
electric light companies, water works, telephone companies
and other public service interests was held in the Traction
Terminal Building, Indianapolis, on Jan. 17 to consider the
bill introduced by Senator Shively to supplant the Railroad
Commission of Indiana with a public utilities commission
of five members.

MINNESOTA

A number of bills have been introduced in the Legisla-
ture in accordance with the recommendations of the Gov-
ernor to that body. An employers’ liability bill, providing
that contributary negligence on the part of a fellow em-
ployee is not a defence, and fixing the amounts in which
an employer is liable, has been introduced into the House.
A bill has also been introduced into the same body to
compel electric railway companies in cities of more than
50,000 to station flagmen at all grade crossings with steam
railroads. Three “blue sky” bills have been introduced
into the House. A “blue sky” bill has also been introduced
into the Senate. A bill introduced into the Senate would
create a board of public utility commissioners.

NEW YORK

A bill to provide for workmen’s compensation within the
limitations prescribed by the Court of Appeals in its decis-
ion holding unconstitutional the law urged by the Wain-
wright commission has been introduced in the Legislature.
The bill provides that every employer and employee shall
be considered as within the provisions of the act unless the
State insurance department receives notice of an intention
to reject its provisions. Employers who decide to come
within the act are required either to insure their liability
for compensation with stock or mutual insurance com-
panies or to give satisfactory proof to the insurance de-
partment that they are able to meet their obligations.

OHIO

A complete revision of the public utilities law of Ohio
is anticipated by those who are acquainted with the ideas
of Governor Cox. He would remove the restrictions of
the old law respecting qualifications of the members of the
commission and would departmentize the commission. It
is believed the Governor will ask that the law be changed
so that appeals from the decisions of the commission can
be taken direct to the Supreme Court, such appeals to
have precedence over all other cases. Judge J. Adams,
dean of the law department of the Ohio State University;
William H. Page, author of “Corporations” and “Wills” and
professor in the State University law school, and Charles
C. Marshall, special counsel in Attorney-General Hogan’s
office, have been retained by the Governor to draft a bill
to cover the situation. They will have the advice of Com-
missioner Oliver H. Hughes. Representative Kilpatrick, of
Trumbull County, has introduced a bill providing that toilet
rooms shall be installed on all interurban cars operated
for a distance of more than 10 miles out of a terminal city.

PROGRAM OF ASSOCIATION MEETING

Illinois Electric Railway Association

On account of the unavoidable absence of a number of
the members of the Illinois Electric Railway Association,
it was decided to postpone the annual meeting from Jan. 17
until Jan. 31. The meeting will be held at the Hotel La
Salle, Chicago, and the opening session will begin at 10
a. m. In view of the amount of work to be done at this
meeting, the program committee thought it would be
for the best interest of the association to omit the presenta-
tion of papers and confine the meeting entirely to the busi-
ness program, which is as follows:

Review of year’s work, by President E. C. Faber.

Report of executive committee, by H. E. Chubbuck.

Report of membership committee, by F. E. Johnson.

Final report of the traffic committee of an interchange-
able coupon ticket, by G. W. Quackenbush,

Report of the signal committee, by J. Leisenring.

Unfinished business. i

Appointment of nominating committees.

Election of officers.

Appointment of committees for ensuing year.
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Financial and Corporate

Stock and Money Markets

Jan. 22, 1913.

The net gain in the general level of prices of the securi-
ties traded in on the New York Stock Exchange was
higher to-day than on the previous day. It is cxpected
that the action of the market during the ncxt few days will
indicate whether the improvement is permanent. l\Ioné?y
was easy to-day despite further gold exports. Ratcs. in
the money market to-day were: Call, 2@3 per cent; sixty
days, 3% @3 per cent; ninety days, 334@4 per cent; five
and six months, 4@4% per cent.

In the Philadelphia market there was a sharp (.lernand
at the opening for Philadelphia Electric, but trading be-
came extremcly dull following the noon hour.

Trading on the Chicago markct to-day was narrow and
dull, The feature was the sale of 420 Chicago Railways
series 2's. The bond sales were confined largely to the
issttes of the local railways.

The Boston market to-day was dull but firm. The de-
mand, although not large, was effectual in advancing prices.
The local investment bond market is inclined to drag.

The Baltimore market to-day was narrow, but the vol-
ume of transactions was fair. The bond sales to-day to-
taled more than $8o,000. ] »

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

Jan. 15 ]an.?22
American Brake Shoe & Foundry (common)........ 92x 9;
American Brake Shoe & Foundry (preferred)........ 131]/2 13 .
American Cities Company (COMMON) . .cveuervrennnees 471/; ;177 A
American Cities Company (preferred).......... B0 0 O T 4
American Light & Traction Company (common)...... 410 40
American Light & Traction Company (preferred)... IOG;A 108!
American_ Railways Company....... W E 8 e 33 afiede lanel n 40 4034
Aurora, Elgin & Chicago Railroad (common)......... 4334 4434
Aurora, Elgin & Chicago Railroad (preferred)...... 87 86]V
Boston Elevated Railway........ B8 g f g il s e s 112% 11314
Boston Suburban Electric Companies (common)...... 7Y
Boston Suburban Elcctric Companies (preferred).... 67 65
Boston & Worcester Electric Companjes (common). ... 7 7
Boston & Worcester Electric Companies (preferred)... 40 40
Brooklyn Rapid Transit Company............. viwase 18955 8934
Capital Traction Company, Washington 12115 122
Chicago City Railway...... 50GUH00DED 150 150
Chicago Elevated Railways (common). 30 30
Chicago Elevated Railways (preferred).. 89 90
Chicago Railways, pteptg., ctf. 1........... .. . 91Y% 94
Chicago Railways, pteptg., ctf. 2. .oceneniiieennen 24Y; 2414
Chicago Railways, pteptg., etf. 3...eoviiiiiiieenenn 8 , 8
Chicago Railways, pteptg., ctf. 4. ot 31 2V
Cincinnati Street Railway............ S v e T E G *122’; 1}8
Cleveland Southwestern & Columbus Ry. (common).. *51% . 514
Cleveland Southwestern & Columbus Ry. (preferred). *33 33
Cleveland Railway.......oeeeieriieieneioeneasoens *103% 104
Columbus Railway & Light Company............... 60 55
Columbus Railway (common)....eeeeeeveneseeeenns 80 8134
Columbus Railway (preferred)......... 5 R SR § 8 81 8334
Denver & Northwestern Railway.......eovvevnennnn. 118 118
Detroit United Railway.......ococenineiiiinenenns 76 75
Gerieral Electric Companysiaasssssmevsswmasoemmeadan 182 182y
Georgia Railway & Electric Company (common).... 122% 1231
Georgia Railway & Electric Company (preferred).... 821 83
Interborough etropolitan Company (common)... 17 % 1734
Interborough Metropolitan Company (preferred). 607, 61
International Traction Company (common)..... *38 *38
International Traction Company (preferred)..... *99 *99
Kansas City Railway & Light Company (common)... 1814 18
Kansas City Railway & Light Company (preferred).... 40 40
Lake Shore Electric Railway (common).............. 9 *9
Lake Shore Electric Railway (lst preferred)......... 91 Hol
Lake Shore Electric Railway (2d preferred)........ 25Y% *25%4
IManhattan Railway.:.cissaweissssmsiss R 8 wes o 5 o 130 13114
Massachusetts Electric Companies (common)......... 1614 17
Massachusetts Electric Companies (preferred)....... 75 75
Milwaukee Electric Railway & Light Co. (preferred).. 100 *100
Norfolk Railway & Light Company.......... vewe v 2D 25
North American Company.........cvvveuvnvunnen vee. 80V 80
Northern Ohio Light & Traction Company (common).. 80 80
Northern Ohio Light & Traction Company (preferred). 100 100
Philadelphia Company, Pittshurgh (common)........ 4934 50
Philadelphia Company, Pittsburgh (preferred)....... 4414 44
Philadelphia Rapid Transit Company....c.esieeeeee.. 279 27
Portland Rajlway, Light & Power Company... . 681 6814
Public Service Corporation......ccccevesees . 117 116
Third Avenue Railway, New Yor 37% 3814
Toledo Railway & Light Company................ .. 234 1%
Twin City Rapid Transit Co., Minneapolis (common).. 10534 10634
Union Traction Company of Indiana (common).... 47 *417
Union Traction Company of Indiana (1st preferred).. 81 *81
Union Traction Company of Indiana (2d preferred).. 34 *34
United Rys. & Electric Company (Baltimore)........ 24 23Y
United Rys. Inv. Company (common)............ Soc & 33
Uplt.ed_ Rys. Inv. Company (preferred)....... ceree.. 604 60
Vl'rgl.m_a Railway & Power Company (common)........ 51 51
Virginia Railway & Power Company (preferred)..... 90 89
Washington Ry. & Electric Company (common)....... 8514 8514
Washington Ry. & Electric Company (preferred)...... 871 9014
West End Street Railway, Boston (common)........ 8015 8015
West.End Street Railway, Boston (preferred)........ 97 9714
Westinghouse Elec. & Mfg. Company........o...u.... 7334 7434
Westinghouse Elec. & Mfg. Company (1st preferred).. 115 117%

*Last sale.
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ANNUAL REPORTS
York Railways

The following statement of carnings of the York (Pa.)
Railways, Edison Electric Light Company, York Steam
Heating Company and the York Suburban Land Company
for the year ended Nov. 30, 1912, was presented at the an-
nual meeting of the stockholders of the companics held on
Jan. 13, 1913:

1912 1911
G09S, ICHIBIMIEST tats i wste 103 BES 8 5§ B aeioas o1 5 Eriral o $710,471 $681,185
Operaling CXPCIISES e s 3 5 eme s b s st sssmssissn j§366,519 $360,594
Allowances for depreciation w.eeeevesseeeess 15,589 14,637
$382,109 $375,232
Net €arnings . .o.euveveeeenenneeenenennns ..:{;%38,3::] $305,953
Miscellancous INCOMC .vuvivurnvrveennnannns 4,229 4,448
Lotal ANCOME . o s« s mwe s o 5 wssmersiony wrecs s 3 s s = o $332,591 $310,401
Fixed charges and tax 244,074
INCE  IYROMNE wivta + v 5 3 13pere & 315 =i 3 & 5 (35oy § 515 Esveis 3 - RO-JTK $66,327
(13} i1 Cl 1] e R 64,000 16,000
SUEDIIS & 5 swrer ¢ 5 wzvee £ 60 €8 § 18 @050 § § 5 @low § 5.3 oess $16,263 $50,327

SurrLUs ACCOUNT

Dalaiiee Bees: Ty 91T v 55 won a6 5 soerom & 5 3 Shestiis 5 § 60868 7 3 5 5 ks 8 € 5 597 £ 8 5 $44,625
Nt priofit yicar ended Nows 805 1912 v o« vame v v s wevias o v o svionees o g 3 4 o 80,263
- $124,888
Less: dividends, January and Julyy 19125 w0 s e men e« s oo g oo 64,000
Surplus; Nove 30, 1912:ccisennmesin 6 66 3 T 8 8 B 58 o nnd F S $60,888

Gordon Campbell, president of the company, said in part:

“Although general conditions have affected the gross
earnings, there is nevertheless a substantial increase, and
with a relatively small increase in operating cxpense, a gain
is effected in net income amounting to $13,036. This im-
provement is largely due to the advantage gained from the
installation in the previous year of steam reserve power.
This plant has proved highly satisfactory and very efficient
in operation. Providing as it does ample protection against
interruptions, it has resulted in greatly improved relations
with both the public and the York Haven Water & Power
Company. Some increase in the expenditure for main-
tenance has been made, the aim being to maintain the prop-
erty in excellent condition.

“During the year new double track was laid and paved
on East Market Street from Sherman Street to Lehman
Street and on West Market Street between Hartley Street
and West Street. This track was constructed of go-lb.
girder rail and in the most substantial manner.

“Since 1907 the West College Avenue line has been
closed on account of the condition of the County Bridge,
which was condemned as unsafe and closed to traffic dur-
ing the long controversy which ensued involving your
company’s rights upon the bridge. In 1911 the county re-
paired and reconstructed the bridge, but continued to con-
test the company’s right to cross. This controversy has
been brought to a happy conclusion by a decision of the
court sustaining the company’s position, and the track on
the bridge has been relaid, service being opened to the pub-
lic on Dec. 1. The line is showing satisfactory returns
from its operation.

“Among other improvements are the construction of a
new line car, the addition of a wheel lathe in the repair
shop and the substitution of electric heaters for car stoves,
thus increasing the effective capacity of the city cars.

“In the power house a 100-kw motor generator set was
installed for use as a battery booster, and improvements
were made in the switchboard to permit of practically in-
stantaneous operation of the storage battery as a reserve
for lighting, to be used in emergency as a supplement to
the steam power. A number of minor extensions of the
lighting company’s lines have been made.

“A franchise was obtained by the York Steam Heating
Company for extending its mains on South George Street
from Mason Alley to College Avenue, and extensions of
the steam mains were laid on South George Street from
Mason Alley to Princcss Street, and on North George
Street from Clark Alley to Philadelphia Street.

“The expenditures charged to cost of property during
the year amount to $62,360.

“In view of the unsatisfactory bond market at this time,
the issue of $350,000 of one-two year 6 per cent collateral
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trust notes which matured on Jan. 1, 1913, was renewed for
one year.

“The work of the year is shown ‘in the increased earnings.
In the meanwhile the property has been well maintained
and shows further improvement in general condition.”

Third Avenue Railway

The Third Avenue Railway, New York, N. Y., has issued
its first annual report for the calendar year 1912. It con-
tains a consolidated income account for the eleven months
ended Nov. 30, 1012, showing a surplus over charges, in-
cluding depreciation of $355,000, of $1,200,420. F. W. Whit-
ridge, president of the company, states, however, that,
estimating December earnings at $110,000, the net earnings
for the year ended Dec. 31, 1912, were about $1,319,000,
after paying interest upon all the subsidiary securities and
upon the 4 per cent refunding bonds and setting aside the
$400,000 depreciation fund. Following is the consolidated
statement of income for the cleven months ended Nov. 30,
1912:

Operating revenue:

Transp_oqtation ............................................ $8,424,189
DETOOEIRIIE oo wco s v e o s m e o 6 5 5 s 3 ¢ i o 5 & 3 0 6 g ¥ 09K 7 & 2 1 @ 3 30, 1067
Rents vt e e e e 139 894
Sl 10T POWEE 1m0 1 5% stopons ¢ 5 Ficiess &% Gt £ 65 % F08 ¥ 5 6 WShe £ § B AU 0 6 5w B 5 108,085
Total 0perating FeVeNMUE v ettt itie e it e e eneaeennannnn $8,752,235
Operating expenses:
Maintenance of way and StrUCTUTEESE o s ww .« « wiem = o wm 5 5 o B4 55 5 $788,039
Maintenance of eqmpment .................................. 565,658
POWET SUDDIV &2 ¢ 620005 5 5 5 545 8 §oa e o0 x mene, = o o sceie o o o agei s o aaes o n o 681,329
UIperalion Of BHIE 5oy s sos sme v d pas 3 5% B0 CEE SO 8 4B R 8 1355 2,251,793
Injuries to persons and Property..........cceeueiieeeennnenn.. 448,610
General and miscellaneous eXPenSeS...ouevuennrenrnrnnennns 624,494
Total operating eX[PCMSES. vu vt v e rnnsnneeneennnsnneensnons $5,359,923
Net operating FeVENUE vu.veuttiiernitineernsnneenneenenn $3,392,312
580 0 oo omn 00 aomE 0 oED 006 OGN & 00 G 68 & ATHs A BEA R B 618,33y
Operating MICOMNE o v s « v s 556565 85 Fhors 5 5 axerotp o m ot o w0 1 inmt o e 0 o 20 $2,773,973
INEERESt TEVMEIWE i & o« wosrvis o v wiigss = 5 5 G0EKE 5 5 5 B2 & £ G650 6 2 5 160 5 o o 5k 5,799
Gross inco_me ........................................... $2.809,772
Total AedUCtIONS « i s oo wim oo s« i 5 56 8 500 5 5 5 5555 5 5 v oo e o onrot o oo e 1,600,343
Tet TICOINE &5 55 i x5 5 5305 5 BI85 & 5 0580 & o « msmmnss o o o et o a1 vt 1 51 5 50 o -}1,209,429

Mr. Whitridge says in part:

“Estimating the earnings for December at $110,000, the
net carnings for the year are approximately $1,310.000, after
paying interest upon all the subsidiary securities and upon
the 4 per cent refunding bonds and setting aside the de-
preciation fund. Ordinarily this would have bcen more than
sufficient to pay the intcrest upon the 5 per cent adjust-
ment bonds, but this has not been a normal year. Large
expenditures were necessary for the completion of the
reorganization. The cash on hand amounts to $2,556,756,
of which $1,131,104 is allocated to tracks under the reorgan-
ization plan; $35,230. together with 453 4 per cent refund-
ing bonds of the Third Avenue Railway, is in the depre-
ciation fund; $1,024,270 is in the interest and tax account
hereafter mentioned, and $358,719 is in the current account.
The unpaid bills for paving reduce the amount of free
cash on hand, but there remains sufficient to pay an in-
stalment of interest on the adjustment bonds on April 1,
the next interest date, amounting to 1Y per cent, which I
recommend be paid on that dav.

“Pending thc decision of the litigation in respect to the
franchise taxes for the last three years, I have paid to the
Comptroller of the city of New York such amounts as
we considered should be paid under any circumstances, and
have also paid in to the account entitled ‘interest and
taxes account’ the remainder of the amount claimed by
the State authorities. This amounts to upward of $2735,000
and is deposited with the Central Trust Company at
Hiterest.

“Large expenditures are still necessary upon the prop-
erty, and for the purpose of informing ourselves and the
security holders as fully as possible about them, I have
had a careful budget prepared of all the expenditures which
can be foreseen during the next one or two years. A con-
siderable part of the expenditure upon the track and pav-
ing would be charged, under any circumstances, to oper-
ating expenses, and a large part of the balance, together
with nearly the whole of the expenditures called for by
the other departments, is properly chargeable to capital.
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Such expenditures could probably be met by the issue of
additional 4 per cent refunding bonds. The company has,
however, sufficient funds on hand to meet all these expendi-
tures for the current year as well as to pay $350,000 on
account of the purchase of the New York City Inter-
borough Railway and upward of $100,000 which will be
necessary to expend upon the Mid-Crosstown Railway,
Inc., in case the owners of that property should conclude
to accept our offer to purchase it. It may probably be de-
sirable to apply to the Public Service Commission for con-
sent to issue 4 pcr cent refunding bonds for part of these
capital expenditures. Tt will not be necessary to market
such bonds, and it should be our policy, so far as possible,
not to increase our fixed charges.

“Finally, T think it may be said, notwithstanding the
large cxpenditures shown in this budget, and which will
probably hereafter be shown in similar budgets, that the
outlook for the owners of Third Avenue securities is en-
couraging.

“All of the companies show a steady increase in gross
receipts, except the Dry Dock, East Broadway & Battery
Railroad, which is affected by the partial suspension of the
Desbrosses Street ferry, and the Westchester Street Rail-
road, which is affected by the beginning of operations on
the New York, Westchester & Boston Railway. In this
latter case I think the decrease is only temporary, as more
people will be brought into the territory. The increased
gross receipts for the year including these roads are, in
round numbers, $520,000, and while a part of this is due to
our having assumed the possession of the subsidiary com-
panies and of the New York City Interborough Railway,
the increase upon the Union Railway and the three Man-
hattan companies alone is $368,000, an amount far in ex-
cess of the estimates originally made.

“During the year a contract for the purchase of the
New York City Interborough Railway was approved by
the Third Avenue Railway, and a note for $1,350,000 was
aiven to the Central Trust Company for the money neces-
sary to purchase the securities offered for sale and partly
to complete the road it was entitled to build under its
franchises. Since that time the Third Avenue Railway has
purchased additional securities of this road at a cost of
$220.375, for cash. The purchase of these securities, which
include all the bonds and about four-fifths of the stock,
has been approved by the Public Service Commission.

“As receiver of the Third Avenue Railway, I ‘have for
the last two or three years been operating the Twenty-
eighth and Twenty-ninth Streets Crosstown Railroad (since
reorganized as the Mid-Crosstown Railway, Inc.). and I
proposed to purchase that property at a cost of $500,000.
That proposition was not approved by the Public Service
Commission, and T am bound to say that the receipts of
the line since T took it have been disappointing and that
the Public Service Commission was justified in refusing to
allow the purchase to be completed. Since the decision by
the commission another offer has been made to purchase
the property, free of debt, for $250,000.”

The budget for expenditures referred to by Mr. Whit-
ridge calls for an outlay of $232,388 by the Third Avenue
Railway, $148,200 by the Union Railway, $55,074 by the
Westchester Electric Railroad, $18850 by the New York
City Tnterborough Railway, making a total of $454,513.
For maintenance and construction of all lines the sum is
$1,142,140, making a grand total of $1,506,653.

Value of Chicago Elevated Railways Discussed in Merger
Proceedings

It appears that the local transportation committee of the
Chicago City Council has arrived at an arrangement agree-
able both to the city and the Chicago Elevated Railways
in regard to the value for the elevated railways in the
general merger of all transportation lines in Chicago. W.
G. Beale, counsel for the Chicago Elevated Railways, sub-
mitted figures representing the cost to the association of
the three elevated railway properties as of July 1, 1011,
Jan. 1, 1912, and Jan. 1, 1913. These figures are shown in
the accompanying table.

The committee questioned the cost of obtaining $28 500,-
000 upon association notes and the cost of obtaining $16,-
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000,000 through preferred shares. In Dboth instances the
committee considered the brokerage charge excessive and
contended that the charge in connection with the $16,000,000
ot preferred shares should be eliminated from the cost of
the property to the city. Mr. Beale advised the committee
that the seemingly excessive brokerage charge was due
largely to the previous failures of attempts to organize the
elevated roads into a single company. Finally, [l. A. Blair
consummated a merger of the operating departments of
the three companies in July, 1911. The new organization
had not been incorporated, but merely represcnted an asso-
ciation of various financial interests and stockholders. In
order to bring about the merger and underwrite the Hoating
debt, it was necessary to pay a large brokerage fee. Mr.
Beale stated that at the time the operating agrcement
between the companies was arranged the Stone & Webster
Engineering Corporation reported a fair valuc of the prop-
erty as $90,000,000.
tinued to press the representatives of the elevated railways
association to eliminate the two brokcrage items from the
valuation, but the representatives of the companies refused
to comply with this condition.

Mr. Beale said that the association intended to assume
control, but that the adjustment for unified operation would
require a number of years. Although the Oak Park line
is in the hands of receivers, the association at public sale
assumed a portion of the floating debt. The court had
authorized receivers’ certificates, but the association had
been unable to obtain money on the certificates at this time
to improve the property.

In concluding the explanation of the company’s position,
Mr. Beale advised the committee that if the general merger
of all transportation lines was not brought about quickly,
a complete merger between the elevated lines would be
undertaken by the association in the near future. This
would require further reorganization and many physical
changes in the existing propcrty, and entail an expense in
excess of $1,000,000. As to the items representing organi-
zation and miscellaneous costs, Mr. Beale said legal ex-
penses had been included as well as loss of interest on funds
on hand. This latter item probably made up the larger
proportion of the total amount shown.

At the conclusion of the discussion of the various items
shown in the table of costs of acquiring the property, the
committee appeared to be of the general opinion that
progress had been made. In view of this it instructed the
original valuation committee, which represented the city,
and was composed of members of the Harbor and Subway
Commission, to complete its valuation of the elevated lines.
It will be recalled that the original valuation made by this
commission did not contain intangible values or values
representing the loss of interest during construction, ex-
pense of organization, cost of obtaining frontage and
numerous miscellaneous items which would add materially
to the total. Tollowing the issuance of these instructions,
J. J. Reynolds, of the original valuation commission, raised
the question as to whether the committee was satisfied
with the value of real estate in which there was so great
a difference between the figures of the company and those
of the city. This should be decided in order to give them
some basis upon which to compile the complete valuation.
The chairman of the committee said that he did not believe
that it was generally agreed that the real estate value
was correct, but that the values made originally would
serve as some basis for arriving at complete figures.

The corporation counsel was also instructed to draft a
skeleton ordinance embodym(T eleven suggestions printed
in the Dec. 21, 1012, issue of the ELECTRIC RAILWAY JOURNAL,

page 1242. The purpose of this skeleton ordinance was to
start the general discussion of the various clauses to be
included in the general merger ordinance. At a meeting
of the local transportation committee held Jan. 13 these
suggestions were taken up clause by clause and discussed
with a view to advising the corporation counsel of all the
points each clause should include. One of the questions
raised in this discussion was that of additions to capital
account, It was the opinion of the chairman of the com-
mittee that the 1o per cent profit on construction work
done by the company should be eliminated from capital
account. He also questioned the amounts that should be
charged under the renewals-in-part clause in the old ordi-
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nance. DMany items now being added to capital account
under the 1907 ordinance were properly chargeable to
operation. At the conclusion of this session it was sug-

gested that the representatives of the two surface railways
be requested to offer their opinions as to the fairness of
the valuation set on the elevated railways by the holding
association. Upon resolution the suggestion was adopted.
CosT 0F ACQUISITIONS
(Disregarding betterments made by companies after July 1, 1911.)
As of July 1, As of Jan. 1, As of Jan. 1,
1911 1912 1913
Required for purchase of stocks of
Metropolitan, South Side and

Northwestern companics
Cost of obtaining $28,500,000 upon

$21,201,745 $21,201,745 $21,201,745

~association notes ($30,000,000) . 1,500,000 1,500,000 1,500,000
Cost of obtaining $16,000, 000
through  association pref(:rred
SHATES ooz 183w s snmies s s s g5y 4,000,000 4,000,000 4,000,000
Provided for Northwestcrn company
(paid Sept. 1, 1911)...c0.vn0s0s 20,000,000 20,000,000 20,000,000
Paid toward acquisition of Oak
Park road «smeesmeossmorvesas 1,665,577 1,680,970
Organization and miscellancous. .. 198,122 345,472 507,241
$46,899,868 $48,712,795 $48,889,958
Add funded debt of all four com-
panies existing July 1, 1911, ex-
cluding Northwestern ‘bonds due
Sept. 1, 1911. (See accompanying
SEhEAUIER 1 o s wxanier nis o ommsensllefelorelies = 32,285,750 32,285,750 32,285,750
$79,185,618 $80,998,545 $81,175,708
MemorANDUM. — Balance of the
original amount of $44,500,000
realized by the association from
its notes and preferred shares.. 3,100,132 1,287,205 1,110,042
$82,285.750  $82,285,750 $82,285,750
ScHEDULE oF FUxDED DEBT
Northwestern Company first mortgage 4’s, due Sept. 1, 1911..$18,000,000
Northwestern Company equipment notes 6'S........ee.ooun. 184,000
Union Elevated Company 5 per cent bonds, due 1945 4,472,000
South Side Company 42 per cent bonds, due 1924............ 8,000,000

Mectropolitan Company first mortgage 4 per cent bonds, due
TORB secva s e 5 ome 5 05 5 0e5s £05 8 %20 & % 5 W200 & 680 8 5 5 G 53 8 RIA 5 3 B rE 10,000,000

Metropolitan C()mplny extension 4’s, due 1938 4,433,000
Metropolitan Company gold notes, 5 per cent................ 150,000
Union Consolidated Company 5 per cent bonds, due 1936. ... 407,000
Oak Park Company first mortgage 5 per cent f)oudc, due 1928 4,432,000
Oak Park Company 5 per cent equipment notes............... 40,000
Oak Park Company 6 per cent equipment notes. R 157,000
Oak Park Company real estate mortgages........coeveeruenan 10,750

Bunded. debt July 1, 190L. .. e iine o awiiione s o e ot e - 8 5 $50,285,750

Deduct Nerthwestern bonds due Sept. 1, 1911.............. 18,000,000

Funded debt as of July 1, 1911, excluding Northwestern bonds.$32,285,750

Chicago (Ill.) Railways.—A dividend of $6 has been de-
clared on the participation certificates, Series I, of the Chi-
cago Railways. This, with the 6 per cent paid on Oct. 31,
1912, makes a total of 12 per cent paid during the fiscal
year to the end of Jan. 31. The previous distributions were
$8 on Sept. 1, 1909, and an initial payment of $4 on Nov. 15,
1008. The present distribution leaves the distributions,
which are 8 per cent cumulative, 16 per cent in arrears.

Cities Service Company, New York, N. Y.—A monthly
dividend of five-twelfths of 1 per cent has been declared
on the common stock of the Cities Service Company, pay-
able on Feb. 1, 1913, to holders of record of Jan. 15, 1913,
placing the stock on a 5 per cent yearly basis. The regular
monthly payment of one-half of 1 per cent on the preferred
stock will be made at the same time.

Cleveland, Painesville & Eastern Railroad, Willoughby,
Ohio.—The Cleveland, Painesville & Eastern Railroad has
been authorized by the Public Service Commission of Ohio
to issue its forty-year 5 per cent refunding and extension
bonds of a par value of $62,000 at not less than 8o, the pro-
ceeds to be used to reimburse the income account for ex-
penditures made therefrom in payment for improvements.

Commonwealth Power, Railway & Light Company, Grand
Rapids, Mich.—The Commonwealth Power, Railway &
Light Company has declared an initial dividend of 1 per
cent on the $12,000,000 of common stock of the company,
payable on May 1, 1913, to holders of record of April ro,
1013.

Dayton, Covington & Piqua Traction Company, West
Milton, Ohio.—The Public Service Commission of Ohio
has authorized the Dayton, Piqua & Covington Traction
Company to issue $40,000 of its first mortgage 5 per cent
gold bonds at 0o, the proceeds to be used to pay and dis-
charge prior liens aggregating $7,100 and to discharge cer-
tain items of floating debt.
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El Paso (Tex.) Electric Company.—The directors of the
El Pasp Electric Company have voted to offer $250,000 of
the unissued common stock for subscription pro rata at
par to both common and preferred stockholders of record
at the close of business on Feb. 1, 1013.

Lguisville (Ky.) Railway.—The annual report of the
Louisville Railway for 1912 was made public following the
recent meeting of the directors of the company. The in-
crease in gross revenue of the company was almost $100,000
durlpg 1912.  Operating expenses increased only $47,212,
leaving the increase in operating revenue $52,682. An in-
crease of $81,710 in charges and taxes, as compared with
1911, left the net revenue from operation of the company’s
city lines $20,028 less than in 1011, but this was largely
compensated for in an increase of $24,833 in “other income,”
derived from the operation of the interurban lines of the
Louisville & Interurban Railroad. Practically all of the
$670,650 paid in dividends during the year by the company
went to the Louisville Traction Company, the holding cor-
poration. The report for 1912 follows: Gross revenue,
$3,130,492; operating expense, $1,700,037; operating revenue,
$1.340,455; charges and tax, $786,127; net revenue, $554,328;
other income, $234,885; net income, $780,213; dividends,
$670,650; surplus, $118,563.

Mount Vernon (Ohio) Electric Railway.—The Public
Service Commission of Ohio has authorized the Mount Ver-
non Electric Company to sell its street railway in Mount
Vernon to the Mount Vernon Electric Railway, which is to
pay $50,000 for the property, payable $40,000 in 6 per cent
bonds and $10,000 in the paid-up capital stock of the Mount
Vernon Electric Railway.

New York, New Haven & Hartford Railroad, New Haven,
Conn.—Morton F. Plant, New London, Conn., and Law-
rence Minot, Boston, Mass., have been elected directors of
the New York, New Haven & Hartford Railroad to suc-
ceed Augustus May, Bridgeport, Conn., and George Mac-
Culloch Miller, New York, N. Y.

Omaha & Council Bluffs Street Railway, Omaha, Neb.—
John A. Monroe, C. W. Hamilton and Frank B. Johnson, all
of Omaha, have been elected directors of the Omaha &
Council Bluffs Street Railway to succeed E. A. Cudahy,
Chicago, and Randall K. Morgan, New York, resigned, and
W. V. Morse, deceased.

Rochester, Syracuse & Eastern Railroad, Syracuse, N. Y.
—Application has been made to the Public Service Com-
mission of the Second District of New York for its consent
to the consolidation of the Rochester, Syracuse & Eastern
Railroad, the Syracuse, Lake Shore & Northern Railroad,
and the Auburn & Northern Electric Railroad as the Em-
pire United Railways, Inc., with a capital of $11,600,000.
The companies are controlled and operated by the so-called
Beebe Syndicate. The directors of the new corporation
are Hendrick S. Holden, James M. Gilbert, William K.
Pierce, Edward Joy, Willis A. Holden, Charles M. Warner,
Charles A. Lux, B. L. Smith, William Nottingham. Albert
E. Nettleton and Clifford D. Beebe, Syracuse; Fidelio K.
Hiscock, North Yakima, Wash.; Edwin D. Metcalf, Au-
burn; Ferdinand W. Roebling, Jr., Trenton, N. J., and Cad-
well B. Benson, of Minetto, N. Y.

Third Avenue Railway, New York, N. Y.—The Third
Avenue Railway has applied to the Public Service Commis-
sion of the First District of New York for permission to
purchase all of the $200,000 of stock and the $2,200,000 of
bonds of the Belt Line Railway Corporation for $2.450,000.
It intends to finance the purchase temporarily by borrowing
on short-term notes. with the stocks and bonds of the Belt
Line Railway Corporation as security. The Belt Line Rail-
way Corporation is the successor to the Central Park, North
& East River Railroad. In its petition to the commission
the Third Avenue Railway sets forth that the lines of the
Belt Line Railway Corporation can be operated more profit-
ably and economically in conjunction with the lines of the
Third Avenue Railway than they could independently and
that the purchase of the property by the Third Avenue Rail-
way would prevent any disturbance of the transfer com-
promise arranged between the surface railways in the bor-
ough of Manhattan and the Public Service Commission
recently.

Toledo Railways & Light Company, Toledo, Ohio.—At
the annual meeting of the stockholders of the Toledo Rail-
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ways & Light Company Albion E. Lang, former president,
resigned as a director. Mr. Lang is now a resident of Ver-
mont. Conrad Weil, of Hodge & Weil, Toledo, was elected
to succeed Mr. Lang. All other directors were re-elected.
The board met and adjourned to Jan. 3o without electing
officers or transacting other business. The report of the
president will be read at the adjourned meeting. The delay
was occasioned by the fact that the reorganization plan
has not yet been completed.

Wilkes-Barre (Pa.) Railway.—The Wilkes-Barre Railway
has filed with the Secretary of State at Harrisburg notice of
the increase in the stock of the company from $300,000 to
$000,000.

Yarmouth Light & Power Company, Ltd., Yarmouth,
N. S.—The Yarmouth Light & Power Company, Ltd., was
incorporated recently to take over the property of the Yar-

.mouth Electric Company and the Yarmouth Street Rail-

way, Ltd. The directors of the company are: Willard M.
Kelley, president; Edgar K. Spinney, vice-president; John
T. Murphy, W. H. Covert, Blake G. Burrill and C. C. Hich-
ards. John T. Murphy, Halifax, is managing director.

Dividends Declared

Brazilian Traction, Light & Power Company, Montreal,
Que., quarterly, 115 per cent.

Chicago (I11) Railways, 6 per cent, participation certifi-
cates, series I.

Columbus (Ohio) Railway, quarterly, 114 per cent, pre-
ferred.

Grand Rapids (Mich.) Railway, quarterly, 174 per cent,
preferred. :

Jacksonville (Fla.) Traction Company, quarterly, one-half
of 1 per cent, preferred; quarterly, 134 per cent, common.

Lewiston, Augusta & Waterville Street Railway, Lewis-
ton, Me., quarterly, 174 per cent, preferred.

Philadelphia Company, Pittsburgh, Pa., 214 per cent, pre-
ferred.

Railways Company General, Philadelphia, Pa., quarterly,
1 per cent.

Toledo, Bowling Green & Southern Traction Company,
Findlay, Ohio, quarterly, 1% per cent, preferred.

West Penn Railways, Pittsburgh, Pa., quarterly, 114 per
cent, preferred.

ELECTRIC RAILWAY MONTHLY EARNINGS

LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY,
LEWISTON, MAINE.

Gross  Operating Net Fixed Net
Period. Earnings. Expenses. Farnings. Charges. Surplus.
lm., Now., 12 $47,844  *$31,211 $16,633 $14,400 $2,233
1’ “ ’11 44,655 *29,683 14,972 14,429 543
5" « ’12 300,894 *168,343 132,551 72,000 60,551
SE £ ’11 294,515 *163,334 131,181 72,258 58,923

NORTIERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO.

., Nov., '12 239141 *$145.324  $93,817  $43,388  $50,429
[ Reve ke IS o 370 Tases
i es “ 212 2,736,156 *1,551,988 1,184,168 481,563 702,605
11« o« 11 20454631 *1,339)562 1.095.080 487120 607,969

PHILADELPIIA RAPID TRANSIT COMPANY.
Im.,, Dec, 12 $2,065,830 $1,221,530 $844,300 $763,640 $81,660
17 S T 064272 1,168,203 795,078 741,502 54,476
69 o 12 11026124 7086774 4830350 4560021 278,429
6« 11 11344408 6.858.487 4485020 4,430,323 55,597
PORTLAND (MAINE) RAILROAD.
Im., Nov., ’12 76,071 *357,798  $18,273  $10,254  $8,019
per A Voo uhE il 0636 8481
s« g 473222 202,043 181179 51682 129,497
Fe o« o] 470,615 *301,219 169,306 47,774 121,622

PORTLAND RAILWAY, LIGIITO& YI;‘OVVER COMPANY, PORTLAND,
RE.

Im., Nov.,, ’12 $570,863 *$288,933 $281,930 $151,765 $130,165
1 “ 111 541,934  *250,134 291,800 130,807 160.993
1l o ’12 6,055,452 *3,050.229 3,005,223 1,639,588 1,395,635
11 ¢ “ 11 5,780,306 *2,813,164 2,967,142 1,377,530 1,589,612

ST. JOSEPH RAILWAY, LIGHT, HEAT & POWER COMPANY, ST.
JOSEPH, MO.

im., Nov, ’12 $100,787  %#$54,495 $46,292 $19.710 $26,582

“ & Al 94,577 *60,322 34,255 19,381 14,874
11 ¢ i ’12 1,068,965 *611,650 457,315 216,350 240,965
11 £ 211 997,884  *625,361 372,523 211,900 160,623

UNION RAILWAY, GAS & ELECTRIC COMPANY, ROCKFORD, ILL.

1lm., Nov., ’12 $386,772 *$221,275 $165,497 $91,555 $73,932
i £ ’11 290,240  *162,432 127,808 63,751 64,057
11« “ '12 3,553,966 *2,084,578 1,469,388 870,799 598,589
11 ¢ i il 2,864,796 *1,646,145 1,218,651 680,000 538,651

*Includes taxes.
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Traffic and Transportation

Relation of Interurban Freight Service to the High Cost of
Living

Edward C. Spring, manager of the Philadelphia division
of the Lehigh Valley Transit Company, Allentown, Pa,
read a paper, “The Relation of Interurban Trolley Freight
Service to the Iligh Cost of ILiving,” before the City Club
of Philadelphia on Jan. 18, 1913. Mr. Spring reviewed at
considerable length the history of the development of
electric railway freight service in the Middle \West and
pointed out how methods which had been found of value
thére could be modified and applied successfully by the
lines in the East. The following brief abstract has been
made of the paper which he presented on the subject:

“The subject of the high cost of living is demanding the
attention and study of every wage earner and provider.
The most potent factor which presents itself is the closer
relationship between producer and consumer and the agency
which will bring these two into closer relationship. No
other improvement of modern times has done more to
develop communities, build up municipalities and revolu-
tionize soctal life among the masses of this country than
the electric railway system. Hitherto the handling of freight
by electric railway has received much less attention in the
East than has been given to the same subject in the Middle
West, and quite naturally the managers of the lines in the
East look to the interurban lines in the Middle West for
help in solving freight and express service problems.

“The state agricultural institutes have told the farmer
how to prepare the ground and till the soil and plant to
produce the best resvlts, but the farmer has been told very
little about how to find a market for his product after it
has been developed. My work with the company that |
now represent is to familiarize the farmers with the relation
which the electric railways bear to them.

“The community in and about Philadelphia is splendidly
served as far as the farmer is concerned by the up-to-date
service of the companies which have recently established
a fast express service at freight rates between Allentown
and Philadelphia. The company with which I am con-
nected has established a brokerage department in conncc-
tion with its express and freight service whereby the farmer
can secure a market for his commodity without going to the
city. The company does not charge for this service, and it
is one which so far as I know has never before been at-
tempted by an electric railway in the East.

“Philadelphia, situated as it is in the heart of a wonderful -

development and occupying as it does the position of the
third largest city in the United States, cannot help realize
and take advantage of the possibilities of the productive
agricultural sections within close touch of the city. 1
believe that city markets should be established at various
sections of the city with tracks running directly to them
and a freight terminal as near the center of the metropolitan
district as conditions will permit, so that farm products
could be delivered direct to these markets. Owing to the
wide gage of the city tracks, however, the city of Philadel-
phia cannot allow direct communication with the outlying
electric railways. These matters should have the attention
of the engineers in laying out the future transportation
plans of the city.

“The company which T represent is probably doing more
to-day than any other electric railway to develop express
traffic from the farms, and traversing as it does the highly
productive counties of Montgomery, Bucks and ILehigh for
a distance of 58 miles to the north of Philadelphia, it is
in a position to serve the city to great advantage. So
rapidly has the recently established business of transporting
farm products developed that the company has ordered sev-
cral new cars to handle the traffic. The development of the
field of transporting farm products by the electric railways.
so far as the sections in and around Philadelphia are con-
cerned. has only just begun. The volume of business which
will be developed by the elcctric railways and the ad-
vantages which will accrue to the city of Philadelphia
cannot be estimated. The recent advent of one of the
largest old-line express companies on the Lehigh Valley
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Transit Company’s line is an added featurc to the pro-
gressive and up-to-date methods that are being instituted
for the benefit of the Philadelphia markets.

“The key to the success of any interurban electric rail-
way service is its terminal facilities in the large cities. A
system of electric railway freight terminals must be estab-
lished to bring the producer and the consumer into close
touch and eliminate the middleman. A fair adjustment of
rates on the part of the city line with the interurban roads
must be made so that the through rates for transportation
between the farming districts aud the city will be attractive
to the farmer. At present the city lines reccive the same
percentage of the through rate for a haul of 5 or 6 miles
that the interurban lines reccive for 30 or 4o miles. It
seems to me that these two factors, namely, terminal facil-
ities and rates charged by the city lines, are the most
important and are of vital interest to Philadelphia in the
development of electric railway freight service.”

Increase in Wages on Third Avenue System

F. W. Whitridge, president of the companies included
in the Third Avenue Railway System, New York, N. Y.,
addressed a communication as follows to the trainmen
on Jan. 17,1913, in regard to a proposed revision in the
wages of the men:

“The first year of the corporate existence of the new
Third Avenue Railway closed on Dec. 31, 1012. It has
been a prosperous year for the company; the receipts on
all the lines of the system except two have increased, and
1 realize that a part of that increase is due to the care
and general conduct of those who run the cars. T think
it just that this recognition by the companies should take
the form of an increase in wages, so that the men may
rcalize that when the company prospers they shall par-
ticipate in its prosperity. I propose that the wages here-
after to be paid shall be:

“Third Avenue Railway, Forty-second Strcet, Manhat-
tanville & St. Nicholas Avenue Railway and the Dry Dock,
LEast Broadway & Dattery Railroad:

Conductors, Motormen,

i per Hour, per Houi.
Cents. Cents.
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Third. and fonrth Year. cu. ... - - « o oo = o summ a oo aome 26 27
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“On sterage battery lines the rate will be:

Cents

per Hour.
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City Inter-
Railroad:

“Union Railway, including the New York

borough Railway and the Southern DBoulevard

Cents

. per Ilour.

Conductors and motormen, first YEar. .. .c.uee v nnnnenneneennnnnns 24

Contduciors aid nrotormen; Second VAT « .« cww « s e s« 5o mm s s o & Gma s 8 6 ol 27

“Westchester Electric Railroad, including the New York,
Westchester & Connecticut Traction Company:

Cents
per Hour.
Coriductors and. motormen; ATst VEAT . q - wsm s 65 @ w8 5 5 6558 5 5 5 Wisie 8 & = &% 24
Cendiietors and. motormen, SECoU: FEETT: i o o « i o v ¢ oot o« o s oot v 0o 27
“Yonkers Railroad:
Cents
per ITour
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“This will take effect upon all the lines of the company
on March 1, except in the case of the Yonkers Railroad,
where the men have not been at work for a couple of
weeks and the company has suffered some loss because of
their little vacation, for which it must in part be recouped,
and the increase will therefore take effect in the case of
the Yonkers men on June 1.

“The Third Avenue Benefit Association. as you know,
has accumulated $54,000, which is invested in New York
city 474 per cent bonds, and every man is guarantced by
that fund an insurance of $250. 1 have been for some time
in negotiation with some of the large insurance companies,
and I think that it will be possible to procure an insurance
for each of the men of, say, $1.000 at very moderate rates,
which will cut out all agents’ commissions and put the
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insurance within the reach of all. I therefore inclose a
post card upon which those of you who are members of the
association may signify your preference.”

The post card in regard to the matter of insurance says:

“If a considerable number of the men desire to have
additional insurance, I will report to them specifically what
can be done. In the meantime no man is committed to
anything.”

Temporary Increase in Fare Between Trenton and Prince-
ton Approved

On the application of the receivers of the New Jersey &
Pennsylvania Traction Company, Trenton, N. J., the Board
of Public Utility Commissioners of New Jersey has issued
an ordcr authorizing an increase in the fare of the company
between Trenton and Princeton, N. J., from 1o cents to 13
cents, effective from Feb. 3, 1913, for a period of one year.
The rate of fare which is to be supplanted temporarily has
been in force since 71902, in accordance with provisions
of the ordinances granted to the company by the borough
and the township of Princeton. The provision of these
ordinances in regard to the matter of fares was recently
repealed. The order of the board to the company fol-
lows:

“The Board of Public Utility Commissioners hereby or-
ders and directs that the companies to this application
shall for a period of twelve months beginning Feb. 5, 1913,
establish and make charges as follows:

“r. The rate of fare for a continuous trip between Tren-
ton and Princeton, in either direction, shall be 15 cents.

“2. There shall be three fare zones between these two
places, instead of two zones, as hitherto. The rate of
fare for traversing any one of these three zones, or any part
thereof, shall be 5 cents. The first zone shall extend from
Warren Street, Trenton, to Eggert’s Crossing, a distance
of 4.1 miles. The second zone shall extend from Eggert's
Crassing to Rosedale Road, a distance of 4.51 miles. The
third zone shall extend from Rosedale Road to the Wither-
spoon terminus at Princeton, a distance of 3.95 miles.

“3. An overlap shall be established between Eldridge
Park and Lawrenceville, in either direction, and within this
overlap only one fare of 5 cents per passenger shall be col-
lected of passengers traveling between the two stations in
question.

“4. The companies to this application shall sell bunches
of tickets or block tickets, not less than twelve tickets in a
bunch or block, at the aggregate price of $1, each of said
tickets to be good for passage between Lawrenceville and
either Trenton or Princeton in either direction.”

Campaign Against Smokers in Philadelphia

The Phitadelphia (Pa.) Rapid Transit Company has in
the interest of the public health begun a campaign against
smokers. The company has caused the following notice
in the form of a placard 13 in. high by 21 in. wide to be
placed in its cars:

“Passengers are earnestly requested to co-operate by
abating the smoking and spitting nuisance in the cars of
this company.

“Conductors will be required on and after Feb. 1, 1913,
to remove passengers who persist in smoking, spitting or
carrying partly consumed cigars or cigarettes, either lighted
or unlighted, into the cars at any time.”

Cards 274 in. high by 414 in. wide which read as follows
have been prepared by the company to be handed by the
conductors to passengers who violate this rule after Feb. 1,
1913:

“IN THE INTEREST OF PUBLIC HEALTH

“Smoking, spitting or the carrying of partly consumed
cigars or cigarettes, either lighted or unlighted, is not per-
mitted on any part of closed cars at any time.

“Passengers are earnestly requested to co-operate by
observing this necessary rule; conductors are required to
remove from the car such passengers as persist in violating
this rule of the company. :

“The police department has instructed its officers to assist
in removing from the car such passengers as persist in
violating this reasonable rule of the company.”
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Near-Side Car in Vancouver.—The British Columbia
Electric Railway, Vancouver, B. C., has placed a near-side
car in operation in Vancouver. The company has also
equipped the rear platforms of a number of its cars with
wire gates of the folding type, designed especially to pre-
vent accidents.

Petition for Increase in Service and Reduction in Fare in
Manchester, N. H.—A petition has been filed with the Pub-
lic Service Commission of New Hampshire for more fre-
quent service over the Manchester Street Railway between
Manchester and Goffstown and for a reduction in fare on
all the lines of the company in Manchester from 5 cents to
4 cents.

Service Order in Atlanta.—The State Railroad Commis-
sion has issued an order directing the Georgia Railway .&
Power Company, Atlanta, Ga., to operate a ten-minute
schedule during rush hours on the company’s Ponce de
lLeon line, and a fifteen-minute schedule during the re-
mainder of the day. The commission has also ordered
that the last outbound car on the Ponce de Leon line of the
company shall leave the center of the city no later than
midnight.

Accidents in Greater New York in December.—Accidents
on the railroads and street railroads of Greater New York
reported to the Public Service Commission for the First
District for December, 1912, aggregated 3732. This was
an increase of 304 over December, 1911. The number of
serious accidents, however, was about the same, being 165
against 167 for December, 1911. The number of persons
killed in December, 1912, was nineteen, against twenty-four
in the same month of 19171.

Fare Order by New York Commission.—The Public
Service Cominission of the Second District of New York
has made an order providing that the rates of fare to be
charged by the New York, Westchester & Boston Railway
from its terminus in the city of New York to its station in
White Plains shall be 30 cents, and that the maximum rate
for sixty-trip commutation monthly ticket shall be $7.
The present rate provides for a fare of 35 cents single trip
and monthly commutation ticket $8. This fixes the fare
at the same rate as between Port Chester and New York
and the rate now ordered was agreed to by the company
as a proper one.

Question of Fare Over Illinois Central Railroad at Chi-
cago.—As a result of an opinion rendered by Corporation
Counsel Sexton to the Chicago City Council, the local
transportation committee of that body has called a special
meeting to take up the question of rates of fare on the
Illinois Central Railroad. The company recently raised its
rate of fare on one-way and round-trip tickets to 2 cents
per mile. There was no increase in the commutation rates,
but citizens who use the Illinois Central Railroad to reach
the downtown district and real estate dealers in the terri-
tory affected have protested against the change. The
opinion rendered by corporation counsel was to the effect
that the City Council has the power to regulate railroad
fares between points inside the city limits.

Skip-Stop Idea Received with Favor in Portland.—C. J.
Franklin, general superintendent of the railway department
of the Portland Railway, Light & Power Company, Port-
land, Ore., is reported to have said that the plan of stopping
cars on the Mount Tabor and Sunnyside lines on alternate
blocks has proved so successful that the company will in
all probability adopt the plan on the Rose City Park line
in the near future. Mr. Franklin is quoted as follows:
“There seems less confusion than we feared, and I have
heard a great deal of favorable comment. One thing that
seems to please passengers is the reduced jolting of the cars
now that they have opportunity to get under headway be-
fore the brakes are applied again for another stop. It not
only makes smoother riding, but also saves time. Of that
there is no question.”

Electric Express ‘Company to Be Dissolved.—]. T. Har-
mer, president of the New England Investment & Security
Company, Springfield, Mass., president of the Springfield
Street Railway, vice-president of the Worcester Consoli-
dated Street Railway and president of the Electric Express
Company, issued. the following bulletin recently: “Com-
mencing on Jan. 1, 1913, the express business will be carried
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on directly by the clectric railway companies instead of
through the Electric Express Company. Application will
be made later to the State to dissolve the Electric Express
Company.” C. V. Wood, vice-president and gcneral man-
ager of the Electric Express Company, will continue to
superintend the express and freight business on all three
railways. There will be no changes in the agents or other
employees of the companies.

Rate Hearing Before the I. C. C.—Special Examiner J.
Edgar Smith of the Interstate Commerce Commission on
Jan. 10 presided over a hearing on the complaint of S. J. T.
Price and others against the Washington & Old Dominion
Railroad, Washington, D. C., which a few months ago took
over a branch of the Southern Railway and relieved it of the
necessity of running suburban passenger trains into the
Washington terminal. When the lines of the Southern
Railway were taken over the electric railway rates from the
nearby points in Virginia were increased, and the com-
mutation tickets were sold in such a manner as to lead to
the charge by the suburbanites that the aim of the company
is really to defeat thc jurisdiction of the commission and
keep under that of the Virginia Corporation Commission,
which has allowed the increased local rates to go into effect.
F. E. Wright, president of the company. introduced ex-
hibits tcnding to indicate that the rates are just and reason-
able considering the services performed and the increascd
necessities of the property.

Briefs Filed in Louisville-Indianapolis Case.—~The brief
of the Louisville Board of Trade, Louisville, Ky., and other
shippers of that city to the Interstate Commerce Commis-
sion praying that through routings be established along
the electric railways between Louisville, Indianapolis and
other northern Indiana points, was recently filed with the
commission by Louis B. Wehle, attorney for the shippers.
The commission instituted an investigation into interurban
frcight conditions in the territory affected a short time ago.
In answer briefs have been filed by the defendants with the
commission. The answer of the Indianapolis, Columbus &
Southern Traction Company with respect to the inex-
pediency of enforcing through freight routings sets forth
three principal facts as follows: First—The defendant line
is not built to handle freight except packages at express
rates. Second—It would be impossible for the line to take
care of its passenger business should it operate through
freight connections. Third—The freight business unow
handled is and must of necessity be done at a loss. The
Louisville & Northern Railway & Lighting Company states
that through freight business to Indianapolis would have to
be done at a loss upon the additional investment required
for such service. The Louisville & Southern Indiana Trac-
tion Company avers that the bridge over which it operates
in entering Louisville is too congested under present con-
ditions to admit of freight traffic.

Fares Between Seattle and Tacoma Up for Settlement
Again.—John A. Shackleford, Tacoma, Wash., and J. B.
Howe, Seattle, Wash., counsel for the Stone & Webster
interests in the Pacific Northwest, have notified the Public
Service Commission of Washington that it is proposed to
appeal for redress from the rates which the Puget Sound
Electric Railway was compelled to establish between
Seattle and Tacoma after the Supreme Court of Washing-
ton had upheld the decision of the commission fixing the
rates. The commission and the court estimated that the
company would receive a 7 per cent annual return on the
value of its property from the rates ordered by the com-
mission to be established by the company. In a statement
which it issued at the time the Supreme Court rendered its
decision upholding the rates as fixed by the commission.
the company said: “The Puget Sound Electric Railway
will give the rates ordered a fair trial, and if the trial proves
that the estimates of the commission and the court were
wrong and the company is injured thereby, it will look
with confidence to the commission of its own motion to
change its order, as it has the power to do, and thereby
right the wrong which it has unintentionally inflicted. If,
however, in such case the commission offers no relief, then
the company w1ll.seek t!]e protection of the courts to pre-
vent the confiscation of its property and believes that in so
doing it will be sustained not only in the courts but also
in the opinion of all fair-minded persons.”
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Personal Mention

Mr. W. H. MacAllister, comptroller of the Cincinnati
(Ohio) Traction Company, has been clected vice-president
of the Cincinnati Car Company.

Mr. W. G. Ross, formerly managing director of the Mon-
treal (Que.) Street Railway, has been appointed chairman
of the Montrecal Harbor Commission.

Mr. George A. Hearn, clcctrical engineer of the San Fran-
cisco, Napa & Calistoga Railway, Napa, Cal., has becn pro-
moted to the position of superintcndent of power and equip-
ment of the company.

Mr. F. A. Healy, sccretary and treasurer of the Ohio
Electric Company, Cincinnati, Ohio, was rccently elected
first vice-president of the Cincinnati Transportation Club
to succeed the late Eugene W. Dahl.

Mr. Norman Read has been appointed electrical engineer
and superintendent of motive powcer of the Denver (Col.)
City Tramway in charge of all powcr plants and substations
of the company and other matters pertaining to electrical
operations.

Mr. Roger W. Toll has bcen appointed chief engineer
of the Denver (Col.) City Tramway in chargc of all matters
pertaining to civil engineering, track and roadway con-
struction and maintenance, bridges, viaducts, subways,
buildings and quarry.

Mr. George H. Lyne has been appointed superintendent
of transportation of the Jackson Light & Traction Com-
pany, Jackson, Miss., to succeed Mr. A. T. Miller, resigned.
Mr. Lyne was formerly superintendent of the Henderson
(Ky.) Traction Company.

Mr. James Graham, formerly with the Canadian General
Electric Company, Halifax, N. S., is resident general man-
ager of the Yarmouth Light & Power Company, Ltd., Yar-
mouth, N. S. which has taken over the property of the Yar-
mouth Electric Company and the Yarmouth Street Rail-
way, Ltd.

Mr. N. I. Garrison, for eight years auditor of the Fort
Smith Light & Traction Company, Fort Smith, Ark., has
accepted the position of auditor of the Western States Gas
& Electric Company, with headquarters at Stockton, Cal.
Mr. Garrison was tendered a banquet on Jan. 14, 1913, by
the employees of the company.

Mr. John Evans has tendered his resignation as chief
engineer of the Denver (Col.) City Tramway. Mr. Evans
finds that it is necessary for him to give practically all of
his attention to other interests, but will in the future give
the Denver City Tramway the benefit of his services as
consulting engineer when the occasion demands.

Mr. W. N. Smith, who last year was consulting engineer
of the Washington & Old Dominion Railroad, Washington,
D. C., and electrified that line and previously was electrical
engineer of Westinghouse, Church, Kerr & Company, has
just become connected with the construction department of
the Edison Electric Illuminating Company, Boston, Mass.

Mr. Charles F. Conn, who for the last nine years has been
vice-president, secretary and general manager of the Lacka-
wanna & Wyoming Valley Railroad, Scranton, Pa., has been
elected president and general manager of the American
Cement Company, which will be reorganized under the
name of the Portland Cement Company, with headquarters
in Philadelphia, Pa.

Mr. C. H. Robertson, who has been appointed general
manager of the Central California Traction Company,
Stockton, Cal, was formerly general superintendent and
purchasing agent of the East Shore & Suburban Railway,
Richmond, Cal., for seven years. Previous to that he was
connected with the mechanical department of the United
Railroads, San Francisco, Cal, for twelve years.

Mr. J. F. Calderwood, vice-president and general manager
of the Brooklyn (N. Y.) Rapid Transit Company, and Mr.
W. S. Menden, engineer of rapid transit developments of
that company, were retained to report to the readjustment
managers concerning the railroad property of the Hudson
& Manhattan Railroad, the plan for the readjustment of the
debt of which was referred to in the ELECTRIC RAILWAY.
JourNAL of Jan. 18 1913.



174

Mr. A. L. Lott has resigned as superintendent of electric
line of the Omaha & Council Bluffs Street Railway, Omaha,
Neb., effective on Feb. 1, 1913, to become connected with
the Kawneer Manufacturing Company, Niles, Mich., which
manufactures drawn-metal window fronts and metal mold-
ing. Mr. Lott has been connected with the Omaha &
Council Bluffs Street Railway for more than five years. IHe
has been superintendent of electric line of the company for
the last three years.

Mr. Sidney Ossoski, general claim agent of the Chicago
(I1l.) Railways, has been made chairman of the advisory
board of the bureau organized about five years ago in Chi-
cago by a number of public utility companies and accident
insurance companies to supply information concerning
jurors, witnesses and claimants in suits. IHe will have com-
plete control of the operation of the bureau, which intends
to expand and advertise in Chicago and other cities with a
view to increasing the number of subscribers.

Mr. W. Kesley Schoepf, president of the Cincinnati Trac-
tion Company, has been clected president of the Cincinnati
Car Company to succeed Mr. Harry C. Ebert. Mr. Ebert
will continue with the company as sales manager. It is ex-
plained that Mr. Ebert, although having the title of presi-
dent, gave his entire attention to the sales department,
aid his duties required him to be absent from Cincinnati
for extended periods. The recent expansion of the Cincin-
nati Car Company’s business and the acquisition of the
Armor steel foundry made a resident president necessary
and for this reason Mr. Schoepf was elected to the position.
On Jan. 14, 1913, Mr. Ebert was married to Miss Estelle A.
Alter. Mr. and Mrs. Ebert are now on a trip iu the East.

Mr. J. P. E. Clark, general manager of the Binghamton
(N. Y.) Street Railway, who has been connected with the
company for twenty years, has been relieved of the manage-
ment of the affairs of the company for a period of one
year with full pay, during which time the property will be
under the direction of Mr. G. Tracy Rogers, president of
the company. Mr. Clark has been ill for some time-and
during the last few months has been confined to his room.
Mr. Clark’s physicians say that he is on the road to recovery
provided he can be free from business for a time, and the
dircctors of the company have granted him the extended
leave of absence so that he can undergo treatment abroad.
Mr. Clark has been re-clected a director of the company.

Mr. P. D. Kline, who resigned recently as general super-
intendent of construction of the Falkenau Electrical Con-
struction Company, Chicago, Ill, has accepted the position
of general superintendent of the Ogden Rapid Transit Com-
pany, effective on Feb. 1, 1913, with offices in Ogden, Utah.
Mr. Kline has had charge of the field engineering and
construction in connection with installations of power sta-
tions, electric railways and general contracting carried out
by the Falkenau Electrical Coustruction Company and the
H. A. Strauss Company since January, 1903. Previous to
that time he was connected with the contracting department
of the Allis-Chalmers Company for two years and as super-
intendent of transportation of the Sheboygan lL.ight, Power
& Railway Company, Sheboygan, Wis,, for four years.

Mr. Oscar T. Crosby, whose resignation as president of
the Wilmington & Philadelphia Traction Company, Wil-
mington, Del.,, was mentioned in the last issue of this
paper, is expecting to make an exploration trip into the un-
known regions of Borneo and New Guinea, after certain
personal business affairs in this country are settled. The
regions which he expects to visit are among the few on
the globe which have not yet been charted, and in this ex-
pedition Mr. Crosby hopes to repeat some of the original
exploration work which he conducted in 1900 in Abyssinia
and the Soudan and in 1903 in Turkestan and Tibet. It is
to be hoped that he will also summarize his experience on
this new trip in a book of travels as he did in the very
interesting volume which gives an account of his experi-
ences during the Tibet expedition.

Mr. E. L. Lewis, whose appointment as superintendent of
the Los Angeles (Cal.) Railway Corporation to succeed
Mr. John J.'Akin, resigned, was noted in the ErectrIC RAIL-
wAY JOURNAL of Dec. 14, 1912, was born in Osceola, Mo.,
in 1850. . He entered the service of the Geary Street Rail-
way, San Francisco, Cal., in 1887, as an engineer of the
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company’s steam extension, which was operated from Cen-
tral Avenue over Point Lobos Avenue and First Avenue to
Golden Gate Park. He next became a conductor on the
Geary Street Company’s cable line and continued in this
capacity until August, 1888. Mr. Lewis next entered the
service of the Los Angeles (Cal.) Cable Railway as a con-
ductor. In a few months he was appointed to the position
of receiving clerk in charge of the money turned in by con-
ductors at the end of each trip. He continued as receiving
clerk until August, 1890, when he was made chief clerk to
Mr. John J. Akin, the superintendent. In May, 1902, Mr.
TLewis was advanced to the position of assistant superin-
tendent. He continued as assistant superintendent until
Jan. 1, 1013, when he was appointed superintendent of the
company to succeed Mr. Akin.

Mr. William H. Winslow, the new president of the Wis-
consin Electrical Association, is a representative type of
the progressive electric-service operator in a city of less
than 50,000 population. He
1s vice-president and gen-
eral manager of the Su-
perior Water, Light &
Power Company, Superior,
Wis. Born in Chicago in
1867, he went to Superior
in 1880, becoming cashier
of his present company,
which was formed at that
time. Thereafter he was
promoted to be, succes-
sively, secretary, manager,
general manager and vice-
president.  Mr. Winslow
was president of the Wis-
consin Gas Association in
1911 and is a member of
the important rate research
committee of the National
Electric Light Association. He is also a member of the
[Muminating Engineering Society and the American Water-
Works Association.

William H. Winslow

OBITUARY

Charles Edward Troxell, claim agent in litigation cases
of the Chicago (Ill.) City Railway, died on Jan. 16, 1913,
at the age of thirty-one years. He had been in ill health
for some time, but the direct cause of his death is said to
have been over-exercise. Mr. Troxell entered the service of
the Chicago City Railway in 1902 as a claim adjuster. Just
previous to his taking up this work and following his leav-
ing college he studied law in the offices of Mr. Clarence
Darrow. Through promotions he was made claim agent in
charge of cases in litigation.

W. H. Lanius, president of the Hanover & McSherrys-
town Street Railway, Hanover, Pa., died at his home in
York, Pa., Jan. 21, 1913. He was seventy years old. Mr.
Lanius was very well known in business and railway circles
in Pennsylvania. He was at one time president and a
director of the York Street Railway, which is now part of
the system of the York Railways. He was one of the
projectors of the extension of the Western Maryland Rail-
road to York and was instrumental in the development of
the northwestern portion of that city.

James W. Johnson, district manager in Chicago for the
General Electric Company, died of pneumonia, after a short
illness, on Jan. 14, 1913, at his home in that city. Mr.
Johnson was born in Waverly, N. Y. on Dec. 3, 1862
He began his business career with the Bell Telephone Com-
pany in 1878, and remained with that company and its suc-
cessor, the Chicago Telephone Company, until 1885. For
two years thereafter he was managing partner of the firm
of Johnson, Holland & Company. In 1887 Mr. Johnson be-
came manager of the Northwestern Electric Accumulator
Company, and a year later he entered the Chicago office
of the Thomson-Houston Electric Company as a salesman.
With the exception of a period of about three years when
he was connected with the United States Fire & Police
Telegraph Company, Mr. Johnson served the Chicago office
of the Thomson-Houston Electric Company and its suc-
cessor, the General Electric Company, Schenectady, until
his death.
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Construction News

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

An asterisk (*) indicates a project not
ported.

previously re-

RECENT INCORPORATIONS

*Mobile & Baldwin County Railroad, Mobile, Ala.—Ap-
plication for a charter has beecn made by this company in
Alabama to build an intcrurban railway between Mobile,
Bay Mincttc and Pensacola. Capital stock, $50,000. In-
corporators: W. P. Miller, M. 1l. Miller, John I. Lowell
and J. R. Cross.

*Palatka-Hastings Interurban Railway, Palatka, Fla.—
Application for a charter has been made by this company
in Florida to build a 1o-mile railway between Palatka and
Hastings. The motive power will be gasoline. Capital
stock, $250,000. Officers: C. A. Dupont, president; Howell
A. Davis, vice-president; F. J. H, Von Angclken, scerctary;
T. R. Byrd, treasurer.

*Alton & Eastern Railway, Alton, Ill.—Incorporated in
Illinois to build an electric railway in Madison County.
Capital stock, $2,500. Incorporators: L. C. Haynes, A. ].
Purinton, T. W. Gregory, O. C. Macy and R, C. Hardy.

*Gettysburg & Hanover Traction Company, Gettysburg,
Pa.—Incorporated in Pennsylvania with a capitalization of
$5,000.

Charleston-Isle of Palms Traction Company, Charleston,
S. C.—Chartered in South Carolina to take over the Sea-
shore division of the Charleston Consolidated Railway &
Lighting Company betwecen Mount Pleasant and the Isle
of Palms, including all wharf property and ferryboats, to-
gether with the power house on Sullivan’s Island, and to
build a 35-mile line to connect McClellanville, Awensdaw
and Mount Pleasant. Capital stock, $1,000,000. Headquar-
ters, New Charleston Building, Charleston. Officers: James
Sottile, president, and W. W. Fuller, general superintendent
and chief engineer, both of Charleston. [E. R. J., Jan. 4,
'13.]

*San Antonio & Austin Interurban Railway, San Antonio,
Tex.—Incorporated in Texas to build an 8o-mile inter-
urban railway between Austin and San Antonio, via New
Braunfels and San Alarcos. Capital stock, $25.000. Di-
rectors: Vories P. Brown, W. B. Tuttle, Jesse D. Oppen-
heimer, Sam C. Bell, San Antonio; H. G. Henne, New
Braunfels; C. L. Hopkins, San Marcos, and A. J. Eilers,
Austin.

FRANCHISES

Birmingham, Ala.—The Kelly Company has received a
thirty-year franchise from the Council over certain streets
in Birmingham. [E. R. J., Jan. 4, '13.]

Phoenix, Ariz.—The Salt River Valley Electric Railway
has asked the Board of Supervisors for a franchise for
right-of-way over county roads between Phoenix and Mesa,
via Tempe.

Huntington Park, Cal—Victor G. Kleinberger has re-
ceived a franchise from the Board of Trustees for a single-
track or double-track electric railway in Huntington Park.
[E. R. J, Nov. 30, '12.]

*Los Angeles, Cal—The City Council has ordered pre-
pared for sale three electric railway franchises in Los
Angeles.

Los Angeles, Cal.—The Pacific Electric Railway has re-
ceived a franchise from the City Council in Los Angeles
for a line on San Pedro Street from Aliso Street to Ninth
Street with an alternative of building on Los Angeles
Street between the two points in case the city needs San
Pedro Street for its municipal railway. Work on this line
will be begun at once. The company will ask the Super-
visors for a permit to construct a trestle across the en-
trance of Alamitos Bay for an extension of its line between
Long Bcach and Bay City.

Oakland, Cal.—The San Trancisco-Oakland Terminal
Railways has received an extension of its franchise for
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threc years in which to begin the construction of its linc
in Oakland.

San Francisco, Cal.—The United Railroads has received
a franchise from the Board of Supervisors to extend its line
from P’olk Strect and Bay Strect, in San I'rancisco, along
Bay Strect to the IFort Mason reservation, connccting with
tracks to be laid there.

Milford, Conn.—The Connecticut Company has asked the
Council for a franchise to double-track some of its line in
Milford.

Palatka, Fla—The Palatka-Hastings Interurban Railway,
the incorporation of which is noted eleswhere in this depart-
ment, has asked the county commissioners for franchises
through I'utnam and St. Johns Counties in Florida.

Greenville, IlL.—The Springficld & Central Illinois Trac
tion Company, Springficld, has received a franchise from
the Board of Supcrvisors to use the highways of the county
for its interurban line.

Stonington, Ill.—Thc Decatur, Sullivan & Mattoon Tran-
sit Company, which is lcascd to the Springfield & Central
[tinois Traction Company, has asked the Board of Trustees
for a franchise in Stonington, John G. Thode, Mattoon,
secretary. [E. R. J., Dec. 28, '12.]

Clinton, Ia.—It is stated that the Clinton Strect Railway
and the Clinton Gas Company will ask for a twenty-five-
year combination franchise from the City Council. The
extension of the franchise will carry with it, it is said, per-
mission to build a linc to the southwestern part of Clinton
and onc on Hickory Strect.

Newark, N. J.—The Public Service Railway, Newark, has
received a fifty-ycar franchise, on consent of the Esscx
County Board of Frecholders, for a double-track line on the
bridge from thc foot of Central Avenue, East Newark, over
the Passaic River to Carlisle Place, Newark.

Medford, Ore.—\W. H. Barnum, representing the Rogue
River Valley Railway, has asked the City Council for a
franchise to build an electric railway in Medford either as
a scparate system or as a part of a system operated in
Medford.

Pittsburgh, Pa.—The Pittsburgh Railways has received a
twenty-five-year franchise from the City Council along
Corliss Street in Pittsburgh.

St. Elmo, Tenn.—The Chattanooga Railway & Light
Company has received a franchise from the Council in St.
Elmo.

Argenta, Tex.—]J. W. Carpenter, Corsicana, president of
the Corsicana Transit Company, has received a fifty-year
franchise from the Council over certain streets in Argenta.
He also received permission to build a power station and
construct terminals in Argenta. This is part of a plan to
build a line between Argenta and Corsicana.

Ogden, Utah.—The Ogden Rapid Transit Company has
filed an official acceptance of the franchise granted by the
County Commissioners for a right-of-way for the Hunts-
ville extension through Ogden Canyon.

Kelso, Wash.—The Washington-Oregon Corporation,
Vancouver, has received a franchise from the Cowlitz
County Commissioners over the county roads from Kelso
to Castle Rock on the west side of the Cowlitz River.

*Port Townsend, Wash.—\W. B. Webb and associates
have asked the Council for a fifty-year franchise to build
an electric railway in Port Townsend.

Seattle, Wash.—E. M. Mills, representing bondholders
and creditors of the Seattle, Renton & Southern Street Rail-
way, has applied to the Council for three franchises for ex-
tensions to its present railway in Rainier Valley. Appli-
cation was made to the city utilities and franchise commit-
tee, and the city utilities committee unanimously voted to
indefinitely postpone the measure.

Seattle, Wash.—The City Council of Seattle proposes to
issue additional bonds to the amount of $600,000 for exten-
sions of the municipal line in Seattle. H. R. Dimock, Se-
attle, city engineer. [E. R. J, Nov. 2, '12.]

Newell, W. Va.—The Newell Street Railway has asked
the Council for a twenty-five-year franchise to double-
track and extend some of its lines in Newell.
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TRACK AND ROADWAY
Tidewater Power Company, Birmingham, Ala.—This
company, in which J. W. Dewberry and others are inter-
ested, proposes to construct an independent railroad from
Birmingham to the Warrior River, about 25 miles, to con-
nect there with a steamboat line.

Visalia Electric Railroad, Exeter, Cal.—An extension of
this company's line east of Orosi to Fresno will soon be
built.

Fresno, Hanford & Summit Lake Interurban Railway,
Fresno, Cal.—This company has awarded a contract to the
Maywell Railroad Supply Company, San Francisco, for the
construction of its line. Work will be begun about Feb. 15.

Pacific Electric Railway, Los Angeles, Cal.—The DBoard
of Public Works has awarded a contract for the construc-
tion of the line on St. Pedro Streect between Aliso Street
and Ninth Street, L.os Angeles, to this company. Work
will be begun at once.

San Diego (Cal.) Electric Railway.—This company has
been asked to consider plans for a double-track line
through the city park to the northeastern section of San
Diego. )

#San Francisco, Cal.—Preliminary surveys have
made and construction will soon be begun on an electric
railway in San Francisco from the present terminus of the
Sunnyside Avenue line in a westerly course connecting
with Sloat Boulevard and Corbett Avenue and having a
western extension through St. Francis Wood that will
terminate at the western portal of the proposed Twin Peaks
tunnel. It is not yet decided whether this line will be
undertaken by private capital or whether it will be built
by the United Railroads of San Francisco.

Geary Street Municipal Railway, San Francisco, Cal.—
The Board of Public Works has taken initial steps toward
having contracts awarded for the extension of this line from
both of the present terminals in San Francisco. It 1s ex-
pected that the contracts will be let by Feb. 15, and that
the railway will be in operation from the ferry to the beach
by April 1.

Ocean Shore Railroad, San Francisco, Cal.—Preliminary
steps are being taken by this company to build a line be-
tween Tunitas and Smith Cove, a distance of 28 miles.

Southern Pacific Company, San Francisco, Cal.—Surveys
have been completed by this company from Scarles to
Searles Lake, a distance of 25 miles.

United Railroads, San Francisco, Cal.—This company
has asked the War Department for permission to extend
its line into the Presidio.

Tidewater & Southern Railroad, Stockton, Cal.—Surveys
will be begun at once by this company for the extension
from Modesto to Fresno. Construction will be begun as
soon as the surveys are completed. It is reported that the
new line will eventually be extended to Southern California.

Florida Interurban Railway & Tunnel Company, Jack-
sonville, Fla.—Preliminary arrangements have been com-
pleted by this company and construction will soon be be-
gun on its line between St. Augunstine and Jacksonville.
Right-of-way has been secured and franchises have been
obtained from South Jacksonville and Pablo Beach. M. W.
Bates, Jacksonville, president. [E. R. J., Nov. 23, '12.]

Georgia Railway & Electric Company, Atlanta, Ga.—
Right-of-way is being obtained by this company for a
proposed extension from Snapping Shoals to Jackson.

Fairburn & Atlanta Railway & Electric Company, Fair-
burn, Ga.—Plans are being made by this company to elec-
trify its 18-mile gasoline motor line between Fairburn and
Atlanta. Power will be obtained from the Georgia Railway
& Power Company.

Northwestern Elevated Railroad, Chicago, I11.—The suit
in which the village of Wilmette enjoined the operation of
this company in the village will be heard before Judge Gib-
bons of the Circuit Court in about two weeks. The village
has questioned the right of the elevated railway company
to operate its cars over the tracks of the Chicago, Mil-
waukee & St. Paul Railroad which have been leased: for
this purpose. Following the successful termination of this
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suit, the railway company will request a permit to build a
terminal station, as was mentioned in the ELEcTrRIC RAIL-
WAY JoURNAL April 13, 1912. \

*Warren, Ill.—It is reported that southern Illinois capi-
talists are contemplating an electric railway paralleling the
Illinois Central Railway from Warren to Freeport. C. F.
Taylor, Warren, is interested.

Evansville & Southern Indiana Traction Company, In-
dianapolis, Ind.—The Indiana Railroad Commission has
granted this company and steam railroads serving Prince-
ton an extension of time in constructing a $25,000 interlock-
ing switch crossing in Princeton.

Waterloo, Cedar Falls & Northern Railways, Waterloo,
Ia.—This company has opened its extension between Water-
loo and La Porte City to regular service and is now grad-
ing and building the bridges between La Porte City and
Urbana, Ia. It is the intention to push the construction as
fast as possible into Cedar Rapids, which when complete
will add 60 miles to this company’s lines.

Kentucky Southwestern Electric Railway, Light & Power
Company, Paducah, Ky.—At a recent meeting of the stock-
holders of this company a bond issue of $1,500,000 was au-
thorized to build the first division of the line from Paducah
to Murray. The entire route extends from Paducah to
Henderson and from Paducah to Hickman. At Henderson
the line will cross the Ohio River and enter Evansville, Ind.

Gardner, Westminster & Fitchburg Street Railway, Gard-
ner, Mass.—Plans are being considered by this company for
an extension from West Boylston to the company’s line in
Westminster.

Nevada, Lebanon & Eastern Railroad, Nevada, Mo.—This
company plans to build an electric railway between Nevada,
Lebanon, Stockton, Bolivar and Buffalo. Officers: W. A.
Thompgon, 300 Garfield Avenue, Kansas City, president; S.
A. Wight, Nevada, vice-president, and W. I. Differderfer,
Lebanon, secretary and treasurer. [E. R. J.. Oct. 12, '12.]

United Traction Company, Albany, N. Y.—Announcement
has been made by this company that it will extend its Ar-
bor Hill line along Livingston Avenue to North Lake
Avenue, Third Street and Watervliet Avenue in Albany,
thus opening a way to West Albany.

Binghamton (N. Y.) Railway—Plans are under way by
this company to extend a branch line from Main Street in
Lestershire to the new Endicott, Johnson & Company shoe
factory and to the entrance to Johnson Park.

*Rome, Boonville & Old Forge Electric Railway, Rome,
N. Y.—The survey of this line from Rome to Old Forge is
now completed to Dunn Brook, the town line of Boonville.
At a meeting recently held at Westernville it was decided
to change the line passing through Westernville to the east
side of the Black River Canal, taking the old survey made
by the New York Central over twenty-five years ago. The
change begins at the east side of the Delta dam and follows
the Berme bank for 5 miles to the canal bridge north of
Westernville.

Charlotte, N. C.—The material for a new line in Charlotte
that is to be extended from the Heath corner in Piedmont
to the Mecklenburg Country Club has arrived. Surveys
have been made and construction will be begun at once.
The contract with Tucker & Laxton has been signed by the
Chatham company after the necessary arrangements had
been perfected with the Charlotte Electric Railway for the
operation of this line.

Newbern-Ghent Street Railway, Newbern, N. C.—Plans
are being made by this company to extend its lines in New-
bern.

Mount McKay & Kakabeka Falls Railway, Fort William,
Ont.—It is reported that this company plans to spend $140,-
000 on extensions in Fort William in the near future.

Portland, Eugene & Eastern Electric Railway, Portland,
Ore.—This company will extend its line to Molalla.

Pittsburgh (Pa.) Railways.—In order to make time and
facilitate interurban traffic, portions of the Charleroi and
Washington interurban divisions of this company are being
double-tracked. It is proposed to install a second track
from Castle Shannon to the Mount Washington tunnel.
The Charleroi division is double-tracked from Castle Shan-

’
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non to Finleyville, and part of thc plan now is to double-
track the entire distance, after considerable grading has
been done. At some points numerous trestles will have to
be widened. The Beechview line is said to be included in
the double-tracking program, and the improvement is ex-
pected to be started early in the spring. Preparations are
being made by this company to let contracts for the con-
struction of an extension of its Charleroi line from the
present terminus at Roscoe to California.

Westmoreland County Railroad, Pittsburgh, Pa.—The ex-
tension of this company’s line from Derry to Ridgeview
Park and possibly to Blairsville will be built during this
year.

Warren (Pa.) Street Railway.—Announcemcnt is made
by this company that it will extend its lines 9 miles to
Youngstown in the spring,

Greenville, Spartanburg & Anderson Railway, Greenville,
S. C.—This company has been asked to consider plans for
an extension from the main linc near Greer to Woodruff,
via Reidville, and from Woodruff to Cross Anchor and
thence to Union.

Brownsville Street & Interurban Railway, Brownsville,
Tex.—It is reported that this company has placed in opera-
tion 3 miles of its line in Brownsville. S. L. Dwerman,
Brownsville, president. [E. R. J., March 23, '12.]

El Paso (Tex.) Electric Railway.—Extensive improve-
ments will soon be made by this company, among which
will be the extension of several of its lines.

Galveston (Tex.) Electric Company,—Plans are being
made by this company to extend its lines into the south-
eastern section of Galveston.

Whatcom County Railway & Light Company, Belling-
ham, Wash.—An extension of the North Street line in Bell-
ingham from the present terminus to Bennet and Marietta
is being asked of this company.

Ohio Valley Electric Railway, Huntington, W. Va.—
This company is reported surveying for a contemplated
extension from Ashland to Russell, Ky., about 4 miles.

Morgantown & Wheeling Railway, Wheeling, W. Va.—
This company proposes to build a line from Cassville to
Wheeling, which will complete its route from Morgantown
to Wheeling, 73 miles. L. S. Brock, president. [E. R. J.,
Sept. 28, ’12.]

SHOPS AND BUILDINGS

British Columbia Electric Railway, Vancouver, B. C.—
Plans are being made by this company to build a new car-
house in Vancouver. The cost is estimated to be $175,000.

Northern Electric Railway, Chico, Cal.—Plans are under
way by this company for the construction of a new depot
in Durham. .

Florida Interurban Railway & Tunnel Company, Jack-
sonville, Fla.—This company has purchased property in
North City upon which it will build its terminal station.
M. W, Bates, Jacksonville, president. [E. R. J., Nov. 23,
g1o0]

Augusta-Aiken Railway & Electric Company, Augusta,
Ga.—This company has opened its new office at 810 Broad
Street in Augusta. .

Cedar Rapids & Iowa City Railway & Light Company,
Cedar Rapids, Ia.—Plans are being considered by this
company to build new passenger stations in JTowa City,
North Liberty and Mount Vernon. The structures will

all be of brick construction and one story high. W. G.
Dows, general manager.
Union Traction Company, Independence, Kan.—This

company has awarded a contract to C. M. Wilson for the
construction of a new freight depot on East Eighth Street
in Coffeyville. The structure will be 45 ft. x 200 ft. and of
brick constfuction” -

Berkshire Street Railway, Pittsfield, Mass.—This com-
pany is building a new carhouse on the McGraw property
south of Great Barrington.

Mesaba Electric Railway, Duluth, Minn.—Work has been
begun by this company on its new depot adjoining the sub-
station in Mesaba.
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Public Service Railway, Newark, N. J.—In connection
with the recent purchases of property in Park Place and
vicinity, Newark, upon which a terminal is to be erccted.
tentative plans have been outlined by the Dublic Service
Railway for a system of short subways leading into the
terminal, and also an elevatcd spur over a private right-of-
way. The proposed terminal will be situated between
Proctor’s Theater and the American Insurance Company
Building. It will have provisions for taking care of pas-
sengers alighting from subway, surface or elevated cars.

Corvallis & Eastern Railway, Portland, Ore.—Among im-
provements by this company during the year will be a new
35-ft. x 200-ft. carhouse, a 24-ft. x 100-ft. store room and a
20-t. x 3o-ft. addition to its machine shop in Albany.

Montreal (Que.) Tramways.—Alterations to cost $7,440
will be made by this company at its carhouse in Montreal.

El Paso (Tex.) Electric Company.—This company has
awarded thc contract for the construction of an addition
to its carhouse in El Paso to the Stone & Webster Engi-
neering Corporation, Boston. It will be 140 ft. x 75 ft.

Galveston-Houston Electric Railway, Houston, Tex.—
Plans are being made by this company to purchase prop-
erty at the southeast corner of Mechanic Street and Twen-
ty-fifth Strect, in Galveston, upon which it will build a
terminal depot. Plans call for a structure two stories high
and of brick and concrete construction.

POWER HOUSES AND SUBSTATIONS

Pacific Electric Railway, Los Angeles, Cal.—It is reported
that this company is considering plans to build a new sub-
station east of the Sixth and Main Street passenger station
in LLos Angeles.

Tri-City Railway & Light Company, Davenport, Ia.—
This company has purchased from the Westinghouse Elec-
tric & Manufacturing Company a 12,500-kw Westinghouse-
Parsons horizontal turbo-generator. The generator is
wound for two-phase, 4R00-volt, 60-cycle current. The unit
was purchased complete with Westinghouse-Le Blanc sur-
face condenser and necessary auxiliary equipment, which
includes a g4oo-gal. per minute turbine-driven boiler-feed
pump. It will be added to the present capacity of this
company’s station, which now is 20,000 kw, to take over a
portion of the load, leaving a number of smaller units as
reserve capacity. No provision was made in the existing
station to install a unit of this size, so that it will be neces-
sary to build an addition to the plant.

Lake Shore Electric Railway, Cleveland, Ohio.—It is re-
ported that practically the entire output of the new hydro-
electric plant on the Sandusky River, just south of Fremont,
will be sold to this company. The surplus will be sold to
manufacturing plants and others who use electric power.

Niagara, St. Catharines & Toronto Railway, St. Cath-
arines, Ont—Plans are being made by this company to
build a new substation at St. Catharines with a capacity of
1000 hp and a new substation at Niagara-on-the-Lake with
a capacity of 500 hp.

Corvallis & Eastern Railway, Portland, Ore.—During the
year this company plans to install in its power house a new
boiler, additional motors, etc. D. M. McLaughlin will have
charge of the work.

Portland, Eugene & Eastern Railway, Portland, Ore.—
Plans. are reported to be in progress by this company for
the construction of a new passenger station in Albany.

Portland Railway, Light & Power Company, Portland.
Ore.—The building purchased by this company with the
Mount Hood Railway will not be moved from its present
location in-East Vancouver, as was at first stated, but in-
stead a new structure will be constructed at the foot of
Washington Street in the near future. The building will
be 180 ft. x 200 ft. It is to contain a power plant, freight
depot and waiting room, besides a landing for a ferry.

Nashville Railway & Light Company, Nashville, Tenn.—
A new substation is being erected by this company to
handle power being brought to it from the Caney Fork
station of the Tennessee Railway, Light & Power Company.

El Paso (Tex.) Electric Railway.—A 1200-volt motor-
generator set will be installed at the El Paso power plant
of this company in the near future.:
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Manufactures and Supplies

ROLLING STOCK

Los Angeles (Cal.) Railway Corporation expects to pur-
chase seventy-five cars during 1913.

Binghamton (N. Y.) Street Railway has decided to ex-
pend $40,000 in the purchase of new rolling stock.

Michigan United Traction Company, Jackson, Mich., has
ordered from the St. Louis Car Company six 61-ft. steel in-
terurban passenger motor coaches, four 356-ft. steel pas-
senger trailer coaches and four zo0-ft. steel baggage cars.

Salt Lake & Ogden Railway, Salt Lake City, Utah, has or-
dered from the Niles Car Company eight 56-ft. high-speed
interurban motor cars. The cars will have Baldwin trucks.
General Electric motors, and Westinghouse straight and
automatic air brake equipment. The Salt Take & Ogden
Railway has ordered from the General Electric Company
a go-ton locomotive which will be equipped with Baldwin
trucks and Westinghouse E. T. straight and automatic air
brake equipment.

TRADE NOTES

Cleveland Trolley Wheel Company, Cleveland, Ohio, has
increased its capital stock from $30,000 to $75,000.

North American Railway Specialty Company, Chicago,
111, has changed its name to Littlefield, Fry & McGough,
Inc.

Ross W. Harris, Madison, Wis., electrical engineer and
traction expert, has removed his office to 435 Washington
Block, Madison, Wis.

American Engineering Company, Philadelphia, Pa,,
builder of the Taylor stoker, has opened an office at 412
Traction Building, Cincinnati, Ohio.

Pressed Steel Car Company, Pittsburgh, Pa., has elected
J. I. Rider a director to fill a vacancy. Mr. Rider has been
general manager of the company for some time.

Chicago Interlocking Railway Rail & Joint Truss Com-
pany, Chicago, Ill, has been incorporated with a capital
stock of $130,000 to do a general manufacturing and equip-
ment business. The incorporators are: William C. Mec-
Dowell, A. Umenhofer and Otto Trenlish.

H. R. Wilson Machinery Company, St. Louis, Mo., has
been organized by Harold R. Wilson, who was formerly
connected with Arthur S. Partridge, St. Louis, to conduct a
general second-hand electric and steam machinery business,
with headquarters in the New Bank of Commerce Building.

William Bayley Company, New York, N. Y., announces
that F. B. Hawkins, who was formerly connected with the
Vulcan Rail & Construction Company, agent for the
Bailey-Springfield steel sash, has been appointed manager
of Fastern sales for the William Bayley Company. The
sash will now be sold directly by the manufacturers.

H. M. Byllesby & Company, Chicago, Ill., announce that
the fourth annual convention of H. M. Byllesby & Com-
pany and affiliated companies, set for Jan. 23 and 24, 1913,
has been postponed until June on account of certain im-
portant activities which prevent the attendance of some of
the officials of the company and the managers of some of
the local properties.

Standard Heat & Ventilation Company, New York, N. Y.,
announces that it now owns the right of the Ward Equip-
ment Company and the Safety Car Heating & Lightir}g
Company relating to car heating and ventilating, and will
manufacture and sell the devices in these special lines here-
tofore furnished by these companies. The Safety Car
Heating & Lighting Company will also act as its agent.

Cincinnati Car Company, Cincinnati, Ohio, announces
several changes in its personnel. W. Kesley Schoepf, presi-
dent of the Cincinnati Traction Company, has been elected
president of the Cincinnati Car Company to succeed Har-
ry C. Ebert, who will give his entire attention to the sales
department as sales manager. W. H. McAllister, comp-
troller of the Cincinnati Traction Company, has been elect-
ed vice-president of the Cincinnati Car Company.

Westinghouse Electric & Manufacturing Company,
East Pittsburgh, Pa., has appointed C. E. Allen assistant
manager of the detail and supply department. Mr. Allen
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has been connected with the Westinghouse Electric &
Manufacturing Company since 1909, when he entered the
employ of the company as head of the transformer division
of the detail and supply department. Previous to that time
he was connected with the General Electric Company in
its engineering and commercial departments.

F. O. Grayson, president and general manager of the
Grayson Railway Supply Company, St. Louis, Mo., has ar-
ranged to represent the Houston Car Wheel & Machine
Company, Houston, Tex., and take charge of its sales,
effective Feb. 1, in connection with his present business.
The Houston Car Wheel & Machine Company is a new
concern. The plant of the company will be in charge of
George Doering, formerly foreman of the St. Louis Car
Wheel Company. Mr. Grayson, who was formerl, general
sales agent of the St. Louis Car Wheel Company, will no
longer represent that company.

Sanford Riley Stoker Company, Ltd., Worcester, Mass.,
has been organized recently to manufacture and sell a new
type of stoker known as the Riley self-dumping underfeed
stoker. The company is said to have strong business con-
nections. The officers are as follows: President, R. San-
ford Riley, formerly president of the American Ship Wind-
lass Company, builder of the Taylor stoker; treasurer,
Aldus C. Higgins, secretary and counsel of the Norton
Company; secretary, George N. Jopson, works manager of
the Norton Company:.. Among the other stockholders may
be mentioned C. I.¥ A#len, treasurer and general manager
of the Norton Company, and Fred H. Daniels, of the Amer-
ican Steel & Wire Company.

Western Electric Company, New York, N. Y., reports
that the Oregon Electric Railway has adopted the telephone
for dispatching its trains. The apparatus will be supplied
by the Western Electric Company. There will be two cir-
cuits, one from Portland to Forest Grove, approximately
4¢ mites, and the other from Portland to Eugene, approxi-
mately 125 miles. Two train dispatchers are to be located
at Portland. The apparatus to be used includes two com-
plete dispatchers’ equipments comprising key cabinets and
forty-five calling keys in all, besides the telephone sets and
thirty-five way-station equipments, consisting of No. 102-B
selector sets, containing the well-known standard No. 50
type selector, and the new ‘“folding gate” type telephone
bracket, known as the No. 147, equipped with Western
Electric desk stands. Foot switches, vacuum and cut-out
arresters and switch panels are also being furnished.
Trains will be equipped with No. 1330-E portable telephone *
sets for use in communicating with headquarters from
points between way stations. Each portable set will be
furnished with line poles and plugs. The latter are to be
used in connection with fifty No. 186 type jacks which will
be installed at sidings along the right-of-way.

American Brake Shoe & Foundry Company, Mahwah,
N. J., in its report for the fiscal year ended Sept. 30, 1912,
as presented by Otis H. Cutler, the president, refers in
part as follows to the progress of the business of the com-
pany: “Operations at the new Chicago plant were begun
early in-1912, and while a number of minor difficulties have
been encountered with the new labor-saving and me-
chanical devices, each month has shown a lower cost per
ton of good castings, and within a short time it is expected
that the figures of economy predicted will be satisfactorily
demonstrated. In addition to a satisfactorily maintained
and growing brakeshoe output, the company has made
material progress during the year in developing an in-
creased tonnage of miscellaneous gray iron castings, in
the production of which the foundry experience and or-
ganization acquired in the manufacture of our special prod-
uct have proved of much value. Active efforts will be con-
tinued to increase this tonnage and the business along these
lines. The business of the Edgar Allen American Man-
ganese Steel Company has developed in a very satisfactory
manner during the year. The benefit of substantial plant
improvements heretofore made at the Chicago Heights and
New Castle works is becoming apparent, and they are
now producing a finer quality of material with.a higher
percentage of good castings than ever before. The monthly
output is about 1000 tons, and a still further increase may
be expected if conditions at large continue good.”





