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m ent com pels th e motorma n to leave hi s pos 1t1011 111 order 

to cl ose th e door. T he la tt er procedure not only involves a 

certain amount o f delay, but as th e motorman generally 

feels that extr a wo rk is being imposed upon him he na tura lly 

w ill trea t the depa rting passenger with scant courtesy. 

This condition in itself is enough to di scou rage many 

passenger s from leaving a t the front of the ca r , a nd a s a 

r esult th ey join the c rowd which always t ends to collect 

n ea r the r ea r ex it , block ing the passageway fo r incoming 

passengers and so preventing th e car fro m carrying its full 

load. It is idle t o expect a passenger to comply with a 
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A long-establish • ~~tom ab~o d\'-'<v O-OPERA TION o F T h e meeting of the public policy 
INEXPENSIVE . h ~ lEHT Q '( E 
WELFARE-WORK.-.=, 1s to serve tea, c o s ELECTRIC LIGHT committees of the American , lee-

other beverage free of charge to the AND RAILWAY MEN tric Railway A ssociation and the 

employees, either at some stated time or throughout the day Nationa l E lectric Light Association, together with several 

when desired. The cost of this practice is a small item but prominent guests, at Tuesday evening's get-togeth er dinner, 

it has been found to bring an ample r eturn in the better which is reported elsewhere in this issue, is significant of 

physic~! and mental tone of the operating forc e. Less at- even more than a highly desirable spirit of co-operation. 

tention has been given in the United States to this fo rm of It is , we believe, indicative of a conviction that there is so 

welfare work, although some of the more progressive com- much more to do in the way of improving public relations 

panies make it a point to serve hot meals en route to crews that it is impossible to h ave too many oars in the boat or 

engaged in the removal of snow. The possibilities for ex- too many hands at each oar. T h e men wh o part icipated in 

tension along this line are indicated by the recent announce- th e meeting referred to are not merely the heads of g reat 

ment of the Portland (Ore.) R a ilway, Light & Power Com- industries; they are men of public spirit and high ideals; 

pany that every noon it wi!l serve free a cup of hot coffee they are wo rking under the burden of public misunderstand

to those who bring their lunch to work. This innovation ing, which it is one of the first and most important duties 

indicates how a railway by doing things of like cha racter of the electric light and r a ilway associations to remove. 

on a large scale can give its employees much more than if In a footnote in one of the school histories of our childhood 

it offered them the equivalent amount in money. For in- we were told that at the moment when th ere was some 

stance, the actual cost of a cup of really good coffee is not h es ita tion abo ut signing the Declaration of Independence 

more than one or two cents. This practice, however, has a a Massachusetts patriot exclaimed: "Let us all hang to

more significant feature than the saving of a few cents, gether, for if we do n ot we a re likely to hang separately." 

inasmuch as it is a sign of kindly thoughtfulness which is This, and th e even mor e weighty reasons affecting the 

sure to be appreciated by most of the men. good of the industry and the duty that is owing to the 

stockh olders of utility companies together with the public 
It is generally conceded that the use which they serve, should be the highest incent ive toward THE USE OF 
of the front platform as an exit activity on the pa rt of the co-operative committee of th e TlIE FRONT EXIT 
ameliorates crowded car conditions 

in proportion to its applicatiorr. To this end many com

panies post signs and other tokens which direct the passen

gers to leave via the motorman's platform. Nevertheless, 

it is a fact that some of the railways which are most de

sirous of seeing the front exit in extensive use actually 

make it inconvenient for the passenger to comply with their 

wishes. Thus it is not unusual to find that the front exit 

doors are held closed by the small thumb latches which are 

in common use for locking blind side doors. At best th ese 

doors are difficult to unlatch and the primitive arrange-

two associations in the effort to bring about an era of 

better understanding of the corporations by the public, for 

upon a good understanding mainly depends the future wel

fare of the public and its servants, the corporations. 

RESPONSIBILITY In recent issues note has been made 
FOR THE COMFORT regarding the campaign of the 
OF PASSENGERS P hiladelphia Rapid Transit Com

pany aga inst the use of tobacco on its cars. This in itself is 

Ly no means unusua l, a lthough one f eature of the rules cov

ering the matt er is, n otwithstanding its importance, a lmost 
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invariably overlooked. T his is the inelusion of the carry
ing of partly eonsumed but unlight ed cigars or eigarettes 

among the list of proscribed aets. It is a rule which in 

genera l will be welcomed by smokers and non-smokers 
a like, for th e reason that the half-smoked, unlighted cigar 

wl1 ieh is preserved by its owner for r easons of economy is 

usually th e most malodorous article in exist ence. T here 
is, hmvever, another feature whieh is of interest to eleetric 
rai lways. The P hiladelphi a Rapid Transit Company has 

not content ed itself with th e mere statement that the smok
ing and spitting nuisance is a violat ion of th e company's 

rul es or that spi tting in the cars is eontrary to the orders 

of the Board of Health of the eity. It has st ruek out inde

pendently for itself and has ineluded in its notice th e state

ment that passengers who offend against the rules dealing 
with smokers wi ll be ej eeted. Too nmeh praise can ha rdly 

be given to the company for it s courageous stand in safe

gua rding the eomfort of its patrons. Neverth eless, it must 

be borne in mind that ej eetments, even of the most proper 

kind, a lways leave an opening fo r a "spite" damage suit , 

inaugurated by a complainant whose code of ethics does not 
prevent him from exaggerating, to say the least, t he in

j uries susta ined to mind and body. Rules looking toward 

the comfort of passengers ean and should be baeked up 
by· eity ordinanees, but, even when a eommunity g rants 

thi s proteetion, it is a lways well where possibl e to let aet ual 

ejectments be made by a publie office r , who thus reli eves 

the railway compa ny of any eharge that undu e or unneces

sa ry fo rce was used. 

INCR EASE I N FARE I N NEW JERSEY 

T he increase in fare a pp roved by th e New Jersey com
miss ion in the ease of the New J ersey & Pennsylvania Trae

tion Company was possible, according to th~ deeision pub

lished in abstraet elsewhere in thi s issue, only beeause pro

v isions of loeal fra 11chise ordinanees were reseinded or 

litigat ed. Apparently the loeal au thoriti es r eeogni zed th e 

inadequaey of the fares fixed by the ordinanees, because 
they ag reed to submit th e establishment of "j ust and r ea

sonable rates" to the commission. A willingness to reseind 

onerous rates is an unusual attitude, and the ease is notable 

for the additional r eason that in deferring to the judgment 

of the board the loeal auth oriti es paid the organization and 

methods of the state supervising body a high compliment. 
T he ordinary loeal offieial is jealous of interferenee fr om 

stat e authoriti es. The report upon whieh the commission 

based its fi ndi ngs eonta ins one or two point s of speeial 

interest. T he eommission appears to regard the valuation 

made for the reeeivers as careful and conservative and to 
approve an appr eciat ion a llowed fo r right-of-way. A l

though the amount of appreci ation determined is small, if 

the inerease in va lue exists it is in physical property that 
is an asset of the company, and eredit fo r it should be al
lowed. Even the higher rates of fa r e wh ich a re to be est ab
li shed by order of the commi ssion fo r an experimental 

period of one year are low. Passengers who travel the 

maximum distance in all of the three proposed 5-eent zones 
will pay an average rate per mile about as follows: first 
zone, I .22 cents; seeond zone, I. I I cents; third zone, I .27 

eents. For the full trip the fa re of 15 eents averages 1.19 
eents per mile. As the eommission provides for special 

traffic situation s by overlapping two of the zones and by 

directing the sale of tiekets between certain points, the rates 
named will not apply to all classes of th e business, but they 

aff eet a large pa rt of the traffic and are enough above the 
old rates to lead to an improvement in the returns without 

much likelihood of a r eduction in the number of aetual 
revenue passengers. 

NEEDED AMENDMENT OF THE ERDMAN LAW 

In the eourse of th e negotiations that have been going on 

for several months between the Eastern railroads and their 
fir emen r egarding r eadjustment of wages and conditions of 

employment the fact has been very sharply brought out that 
the Erdman aet is in need of amendment in at least one 

particular. This is in r espect to the number of arbitrators, 

which is now limited to three, one appointed by eaeh of the 
parties to a di spute and a third designated by the other two 

or by some independent authority. The railroads object to 

an arbitrat ion under thi s law on th e ground that too much 

power is given to the third arbitrator, who in practice is the 
sole j udge, hi s two assoc iates exercising no judicial func

tions but being in fact advocates of their respective sides 

of a eontroversy. 

Past experienee with the law has justified these objec
tions. It is. furth ermore, known by everyon e who has had 

experieri'ce ,vith bbor arbit rat ions under eonditions similar 
to those imposed by the E rdman law that what happens is 

that the a rbitrator having the deciding vote rar ely delivers 

a dee ision on the merits of th e case ; he simply a rrives at a 

eompromise between the extreme positions taken by the em
ployers and the employees. Perh aps substantial justice is 

clone by such awards, but it is rather fa rcica l to eall th.e 
process by which th ey a re attai ned "arbitration.'' And it is 

easy to understand why in a case so important as the fire
men 's demands there should be unwilling11ess to place the 
fate of fifty-five railroads in th e hands of one man. It is 

doubtful if th e E rdr;1an ae t was eve r intended to be applied 

to a matter of sueh magnitude. T his seems to have been in 

the mind of l\Ir. l\forrissey, the former president of the 
Brotherh ood of Rai lway T rainmen, ,vho some time ago sug

gested that the aet might be amended so as to provide for 
three, fi ve, seven or nine members, "dependin g upon the 

magnitude and importance of the issue, ,vith neutral repre
sent atives holding the balanee of power." 

On the part of the firem en it was objeet ecl that if they 

wer e to eonsent to a . variation of the terms of the 
E rdman law so fa r as the number of arbitrators is con

cern ed the arbitration would be condueted wholly without 

the law and there would be no check upon perjury by 
w itnesses for the r ailways or upon the submission of im

proper testimony. The reeent engin ee rs' arbitration is 

point ed to as an example of unfair arbitration, the prin
cipal grounds for this charge being that evidence was put 
in by the ra ilways and independent investigation carried on 

by the a rbitrators after th e ease was supposed to be "in the 

hands of th e jury." The fact seems to be overlooked that 
it is the duty of arbitrators in any case to discover the 
truth wherever it may be and by whatever means are 

available. It is furthermore rather ridiculous to find labor 
men insisting upon the trial of their case by strict rules of 

evidence, for they have always been foremost in demanding 
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that the wid est latitude should be all owed in th e presenta

tion of testimony in labor disputes. 
Dut wh eth er the ra il ways or the firemen were right, the 

one in obj ec ting to and th e oth er in advocatin g the appl ica

ti on of th e E rdman law to this pa rticula r dispute, it is 
evident from the viewpoint of the public that th e law does 
not provide the measure of insuranc e against ra il way 
strikes th at is needed. T he obj ec tion to placi ng in th e 
hands of one man the deciding vote in matte rs tha t in volve 

millions o f dolla rs and the rights of thousands of men is 
probably as strongly fel t by th e men as by the ra ilroads, 
only in the fir emen 's case it was to their immediat e adv an
tage to hold out fo r th e let ter of lhe E rdman law. J f thi s 

is a fa ir sta tement of the atti tude toward the law by a ll the 
parti es in interest, including the public, effecti ve s teps can
not too soon be taken to secure amendment of the law in 

such a way as to prov id e fo r a la rge r number of what Mr. 
Morri ssey calls "neutra l representat ives" on labor a rb itra

tion boards. 
Throughout the communi cations of the firemen to the 

railways and in the fir emen's stat ements in the press th ere 

is a strong undercurrent of objection to any proposition that 
tends in th e direc ti on of making a rbitrat ion of ra ilway labor 
disputes compul sory. But th e steam ra il ways and t he public 

have, we beli eve, mad e up their minds that fa ir a rbitration 
is better th an strikes which paralyze industry, and labor 

must a lso eventually submit to thi s decree. 

COMMUTATION-RATE RED UCTION IN N EW YORK 

Restora t ion of th e commutation rates of far e which ex

isted on the New York Centr al and the New Haven systems 

prior to the general adv ances made in 191 0 will have a 
direct effect on th e N ew Yo rk suburban t raffic as well as 

on the revenues of those propert ies. I t will have an in
direct but more se ri ous effect on the business of th e X ew 

York, \N es tch es ter & Boston Ra ilway, the new subsidiary 
of the New H aven system which was built to se rve \ Vest

chester County. 
The effect upon the tw o systems directly invoived, if the 

commission is accurate in it s judgment th at the increased 

rates operated un favo rably to th e commun it ies affect ed, 

should be a restorati on of the conditi ons of r esident ial and 
traffic development th at prevail ed several yea rs ago in \Vest

chest er County , although a deve lopment of thi s character is 
likely to acquire momentum slowly. \ Ve think, however , 

that the fa ilure of the suburban traffic to increase at a 

normal rate during th e past two years is clue in pa.rt to other 
considerations th an th e higher commutation rat es. One of 

these is the unfortunate shortage of water from whi ch 
some of the \Vestchester County communit ies have suffered 

and another is th e fac t that in many secti ons of t hat 
suburban dist rict rea l esta te was ove r-boomed. the lasL two 
or three yea rs hav ing seen a na turai reaction from the a rti 

ficial values reached when the advance was in progr ess. 
The problem which th e deci sion of th e commission ra ises 

fo r the New York, \ Vestchester & Boston Railway lies in 

the fact that th e line of this company is located la rgely in 
undeveloped di stricts. that its rat es were made a littl e lower 

than the advanced schedules of rates on the establi shed 
roads, and that th e declared purpose of th e New Haven 

management was to dive rt some of th e suburban business 
from the main line to the new road, which is not handicap ped 
by a heavy term inal charge. T he new line does not ha ve as 

good terminal faci liti es as the old proper tie!->, and if it lnses 
all or part of the advantage at competitiv e points that it 

has held by reason o f lowe r ra tes of fa re, it will hav e a 
longer time to wait fo r the uplmilcling of the un sett led land 
th rough which it la rgely ope rat es before obtaini ng the 

needed volum e of business. 
T he dec ision of the commiss ion. which was abstracted 

on page 309 of last week's issue, appears to be based la rgely 
on conside rations that are pri mari ly of a public-policy char
acter. \ Vhilc th e commission did not deny the increased 

cos ts of opera ti on claimed by th e companies. it macle no 

a ll oca tion nf expenses or cavita l cost s and evidently was 
not greatly impressed wi th the argument of the ~ ew Haven 
management that th e heavy Grand Centra l Terminal ex

pense pe r passenger should be recognized as a factor in 
rat e making in the commut ati on zone. The problem before 

the commission , as st at ed so cl early in its abstract of the 
deci sion, relat es to th e point at which the rate "should be 

placed in ord er to enla rge the commutat ing business, in
crease th e suburban population and ther eby increase the 

genera l prosperity. Of course thi s po int must be fixed wit h 
proper reference to the fa ir and reasonable returns to which 

the corp ora ti on is entitl ed over and above the actual out-of
pockct expense involved in per fo rm ing the se rvice." It 

seems, therefor e, th at th e commission is sat isfied that the 
lowe r rat es of fa re furni sh a retu rn above the "out-of

pocket" cost of performin g the service. This definiti on of 
cos t is mani fes tly differen t from cost as it was defined by 
the rai lway companies in the proceeding, incl udin g a ll of 

the element s of expense that could be charged against 
se rvice of this class. The decision of the commission, 

however . expresses the de finit e opinion that the allocat ion 
of the te rminal cost to the parti cula r t raffic handled cannot 

be susta ined. It regards th e payment by the New Haven 
company to the N ew York Central company on account of 

the use of terminal facili ti es as in th e nature of a rent and 
the method o f accounting therefor as a detai l. I n other 
words, outside of th e question of publi c poli cy whi ch it 

rai ses, the commission is disposed to r egard the business 
and revenues of th e ra ilroads in their ent irety as a factor 

to which much weight should be given. if not more we ight 

than the resul ts shown by a segregat ion of reve nues and 
expenses pertaining to one cl ass of th e many classes 0£ 
traffic hand led. 

T he quest ion of public policy raised by th e commission
that is to say, the duty a nd necessity imposed upon the 
compani es of doi ng what will best se rve the needs of 

worker s in New York for convenient and reasonable means 
of transportat ion to places out side of th e city where homes 
may be fo und- is one that may be appli ed to ra ilways of 
la rge mil eage and diversifi ed tra ffic where it could not rea
sonably be applied to a short ra ilway which served one 
community or group of adjoining comm uni ti es or was de
pendent upon one cl ass of t ra ffic. If th e r a ilways carry the 

commut er business at a loss, they do so onl y because they 
a re ab le to make up the deficit by a profit from other traffic 
or operations which is la rger th an th e average profi t on all 
business handl ed. 
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The Derby Carhouse of the Connecticut 
Co1npany 

Deseription of a Strueture for Storing Cars Whieh I s Built Upon the Bed of a Diverted Stream and Designed to Exert 
the l\Iinimum " reight Upon Its Foundations Consistent with Permanent Construetion 

A carhouse of unusual construction, intended solely for 
the storage of spare equipment, has recent;y been com
pleted by the Connect icut Company. The operat ing concli 
tions which necessitated its erection involved a location in 
the vicinity of the twin towns of D erby and A nsonia, both 
of which are well-known manufa cturing cent ers of Con
necticut. Under such circumstances th e matte r of securing 
land fo r the building was complicated by the fact that r eal 
estate in the desired location was of considerable value 
with every indication o f a continued increase in futur e 
yea rs. T he company possessed so me land adjoin ing the ex-

in any sense of the word, but instead is to be used only for 
housing spare equipment. For this reason the height has 
been limited, the roof framing beginning at a point 16 ft. 
above th e rail. This limited height naturally prevents jack
ing up cars. Since the building is to be used for storage 
purposes only, no pits a r e provided, the floor being laid 
Hush between the T-rail s which are used inside of the 
building, the flange g roove being molded in the concrete 
on the inside of each rail. 

The house itself is constructed with a concrete curtain 
wall ri sing so me 4 ft . above the surface of the adjoining 

Je rby Carhouse-View Showing Entrance Tracks Laid Upon Filled Ground 

isting carhouses of the division in th e town of D erby, but it 
was located on a low flat which at cert ain seasons was 
partly inundated by a st ream running through it. It was 
decided, however, that the utilization of this property would 
be preferable to the purchase of new land upon which th e 
building might be more easily bui lt, and in consequence a 
structure was erected upon it after diverting the stream 
which ran through it and filling to the desired grade. 

GENERAL ARRANGEMENT 

The car house is r 82 ft. long x 104 ft. w ide and will holcl 
thirty-two of the la rge cars of the type now practically 
standard on the D erby division, or fort y ca rs of the small 
type. E ight tracks a re located longitudinally with th e 
center line of th e building, and these a re spaced alternately 
on 12-ft. and 13-ft. centers. A ll lead directly from a sin gle 
st raight ladder track. A t th e east side of the building an 
additional space of approx imately 2 ft. between the track 
and the wall is provided, this aisle being available for in
spection or repair of such minor pa rts of the car equipment 
as may be removed from the cars in th e course of very light 
repairs. 

The carhouse is not intended, however , as a repair shop 

ground, with corrugated galvanized Toncan metal siding 
between this and th_~ mill const ruction roof. 

FOUNDATIONS 
S ince the building is located on the bed of a diverted 

stream, the question of th e weight of the structure was of 
serious importance in the design, owing to the twofold ne
cessity for very deep foundations and for piling whatev:er 
foundations were installed because of the low bearing value 
of the original soil. The foundations take the form of a 
series of concrete piers under each of which three piles 
were driven with two extra piles installed at each corner 
of the building. The center piers have bases 4 ft. square 
and 18 in. high, the piles extending up into the concrete for 
about 9 in. Along the building walls the width of the pier 
bases is decreased to 3 ft. and the longitudinal dimension 
is increased to 4 ft. 6 in. The piers are set in rows spaced 
on 20-ft. centers longitudinally, and to conform with the 
framing of the building they are spaced transversely on 
centers varying from 25 ft. for the two center spans to 28 ft. 
for the span at the aisle side of the building. For approxi
mately 7 ft. above the bases of the piers the dimensions are 
reduced to 3 ft. square, the wall piers being reduced to 
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dimen sions of 2 ft. x 3 ft. At this point, or about elevation 
So, which was the le vel of the original ground, the piers 
a re again reduced to the dimensions of about 2 ft. square 
and are extended approximate ly 12 ft. to elevation 92.5. 

T he fill which was made around the piers to bring th e 
finished g round level up to that required by the track levels 
for th e older st ructures near by was made with g ravel 

tw o roll ed shapes orig inally used as the centra l th ird- ra il on 
th e old H art fo rd-Bristol lin e of the New York, New 
H aven & Hart fo rd Ra ilroad, the pioneer steam railroad 
electrifica tion. These scrap third-rails a rc utiliz ed as cores 
for th e column s by boltin g them back to back. T he metal 
center thus form ed is wr apped with No. ro gage expanded 
metal and t he whole is th en cast in concrete to make a 

Steel rto,lllnz Curtaln 
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Derby Carhouse-Longitudinal Cross Section on Line A A 

containing a large percentage of boulders. T hi s material, 
which has proved very satisfactory, exists in large quanti
ties in the vicinity, as the vall ey of the Naugatuck River, 
in which the carhouse is located, is of glacial character. 
The fill brought the final grade up to elevation 94, and a t 
this height a concrete beam 18 in. deep and 12 in. wide , 
reinforced with a single piece of 60-lb. rail, was extended 
between the piers around three sides of the building. This 
beam carri es the curtain wall, which rises 4 ft. above the 
surface of this ground. At the other end of the bui lding, 
where the entrance doors fo r the cars are located, the 

column 12 in. square ,vith the corners beveled. A long the 
walls of the building the co'.umns are made up of standard 
10-in., 25-lb. I -beams wired with expanded meta l and cast 
in concr ete to make posts 8¾ in . x 14 in . in cross-section. 
The roof load is transmit ted to the rail column s by longi
tudin al 15-in. I-beams which serye as gi rde rs, to the side 
and r ear end columns by 12-in. I-beams, and to the front 
column by the 15-in. I-beam an d channel lintel. T he girders 
are carried on cast-iron saddl es which cap the columns and 
are extended up to inclose the ra fte rs above the girders, 
holding th em rigidly against overturning. 
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Derby Carhouse-Floor Plan Showing General Arrangement 

concrete beam is omitted and is replaced by a reinforced 
concrete door sill 22 in. wide and 17 in. high reinforced 
with three ,½-in. round rods. 

W ALL AND ROOF FRAMINGS 

The low roof of the building is supported throughout on 
concrete columns resting upon the foundation piers. Ex
cept along the walls all of these columns are composed of 

All columns a r e spaced long itudinally on 20-ft. center5 
and the rafters or roof beams are spaced on ro-ft. centers 
so that every second ra fter rests upon the middle points of 
the girders. The rafters are carried in cast-iron shoes a t 
the points intermediate between columns, and th ose which 
pass over the tops of the columns a re supported in ex
tensions of the cast-iron saddles for the girders. 
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T he spacing of the rafters on 10-ft. centers, together 
with the long span of over 25 ft., necessitates the use of 
10-in. x 14-in. timbers, a lthough this construction was found 
to be in the end lighter than the more customary arrange
ment of lighter rafters spaced on considerably shorter 
centers. The roof sheathing is composed of 3-in. yellow 
pine planks splined together and spiked to the rafters. 

The side wall framing consists of 4-in. x 3-in. x ¾ -in. 

Electric Ry.Journal 

Derby Carhouse-Cross Section on Line B B 

angles set back to back and located on a 10-ft. spacing 
except at windows, where addit ional vertical angles are 
add ed to form supports for th e window frame s. These 
vertica l angles are ri ve ted to th e 12-in. I-beams which ex
tend around th e top o f the walls and a re se t into the con
c rete of the curta in wall at the bottom. Three horizontal 
.angles are run between the vertical angles on the closed 
s ides of the bui lding. One of these rests upon the top of 
th e curtain wall and the oth er two are spaced above so 
that one comes at the top line of the window frame and 
th e oth er at the center point o f th e window frame. To 
this wall framing a metal siding of Toncan metal is at
tached. 

A t the entrance of the building on the same level as the 
r 2-in. I -beam extending around the top of the wal:s are 
one 15-in., 42-lb. I -beam and one 15-in. , 33-lb. channel, 
coupled together with sepa rators and ca rrying th e rolling 
~tee! doors. These pairs of beams are supported by built
up columns eac h composed of one 10-in. x 5/ 16-in. plate 
riv eted between four 3½ -in. x 2½ -in x 15/16-in. angles. 
The column s a re located between a lterna te pairs of tracks. 
Each pair of beams is able to car ry th e weight of the doors 
a ncl its share of the roof on a clear span of 25 ft. Add i
tional posts are p'aced a t th e center of each beam so that 
th er e is a guide for the door on each side of each track. 
T he latter post is, however, not int ended to carry any of 
the load as it is hinged at the top and ca n be swung out 
to g ive add iti onal entrance space between those tracks 
which a re located on ·12-ft. centers. Thi s a rrangement is 
fo r th e purpose of permitting th e ingress and egress of 
specially wide equipment. 

Aside from the cast-iron saddles at th e tops of the 
columns. which have a 2-ft. side bearing on the rafters and 
are in additi on bolted to them, the only sway bracing which 
is employed in th e building consists of 2,½-in. x 2-in. x ~~ -
111. angles extend ing diagonally between the wall posts on 
each side of the bui lding and each purlin. T hese reach 
out about 3 ft. from the center line of each wall post. 

BUILDING DETAILS 

The concrete floor of th e building is entirely separate 
from the curtain wall and from the posts on account of the 
necessity for provision fo r settl ement of the fill. It is 
pitched 6 in. from the r ear of the building to the front, a 
distance of about 180 ft. In addition th e floor has a 
pitch toward each track from the center line between each 
pair. T hi s should prove ample to keep the floor clear of 
water even when th e washing of cars is being carried on. 
The floor is made up of I in. of wearing surface on top of 
a 4-in. concrete slab, the latter being poured on a IO-in. 
layer of cinders carefully rammed. 

The most unusual detail of the building construction is 
the use of the corrugated galvanized Toncan metal for the 
building wall. Its installation in place of the customary 
brick or concrete was made with the object of reducing 
the weight of the building to the greatest degree. The 
method of attachment is to clip the metal by mea1i.s of 
galvanized wire of about No. 10 gage to the angles which 
fo rm the wall framing of the building. These dips are 
hook ed around the framing angles, being passed through 
holes punched in the metal and headed on the outside end. 
They are spaced approximately r ft. apart. At the points 
where the metal is in contact with the concrete corner 
posts of the building or with the curtain wall a groove has 
been cut in the concrete and the edge of the metal set into 
it, the groove being afterward filled with neat cement, this 
holding the sheet firmly in place and making a perfect 
rainstop. 

The roof is peaked along the approximate center line 
and slopes ,½ in. to I ft. toward each side. It is sheathed 
with 3-in. yellow pine planks set with the surfaced side 
down and nailed at all bearings and is covered with five
ply tar and slag roofing. Eight saw-tooth skylights, each 25 
ft. long, 10 ft. wide and exposing 4 ft. 6 in. of glass to the 
north, provide light fo r th e interi or. The sills, 4 in. x 8 in. 
at the lower end and sized to th e pitch of the roof, rest over 
main girders and carry end frames and a center frame on 
12-ft. centers. T he frames consist of a 4-in. x 10-in. 
rafter and a 4-in. x 6-in. supportin g strut. The top and 
sides a r e 3-in. splined plank with fiv e-ply slag roofing, and 
the. ends, which a r e sheathed with _½-in. siding, have galva
ni zed T oncan metal louvers, adjustable from the floor for 
ventilation. 

The window and small door frames are made of wood, 
the side windows being 6 ft. 3 in. wide and 8 ft. 3 in. high; 
the end wind o,,·s are the same height and 3 ft. wide. The 
main entrance doors are of steel of the Kinnear rolling type 
with outside housings. Each door is 12 ft. 6 in. wide and 
slides between one of th e permanent built-up columns pre
viously described and the adjacent hinged columns, which 
may he swung out of the way to admit extra wide equip-
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Derby Carhom:e-Details of Columns and Roof 

ment. Operation is by hand from the floor level, a spring 
practically balancing the weight. 

Outside leaders are insta:Jed, the connection through. the 
eaves being broken just outside of the wall so that the drip 
from the roof is dischargd into a bowl-shaped top on the 
vertical portion of the main leader. Three of these are 
on each side of the building and they discharge onto the 
ground at the bottom of the wall. 
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A n ornamental effect to the bui lding has been introduced 
by insta ll ing a molded cornice around all of its four sides. 
Thi s is made of galvani zed Toncan meta l and takes the 
place of th e metal gutter usual with outside leaders. In 
addition, the ends have been provided with low parapet 
walls with a raised portion in the center, and at th e corners 
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Derby Carhouse-Roof Plan and Roof Framing 

of the building concrete columns have been extended up 
slightly above the level of the parapet walls. These con
crete columns are L-shaped in cross-section and measure 
3 ft. 8 in. in both of the outside dimensions. 

EQUIPMENT 

Lighting is provided by both a rc and incandescent lamps, 
the latter being used only along the walls. All of the 
lighting equipm ent was in stalled in conduit by the build-

longitudina lly with the skylight and close under its roof 
Loards. The dry-air valve which keeps the water supply 
shut off fro m the system while the air pressure remains 
on it is located in a small concrete house at one side of the 
building, and inside of the main building next to the valve 
lwuse is a small ai r pump operated by an electric motor for 
the purpose of maintaining an air pressure of from 50 lb. 
to 60 lb. on the system, thus keeping the dry-air valve shut 

Derby Carhouse-Foundation Piers in Process of Construction Prior to Completion of Fill 

ing department of the New York, New Haven & Hartford 
Railro ad Company. No heating equipment has been in
stalled in view of the fact that no repair work is to be 
done in the building. 

A complete ceiling sprinkling system operated on the dry
air principle has been installed, the low roof of slow-burn-

unl ess an open sprinkler head should happen to reduce the 
air pressure. 

Service water fo r washin g cars is furni shed at three 
points a long the center line of the building from taps on 
ri sers beside the columns. A t each of th ese points a 2-in. 
standpipe t erminates in a valve and a fire hose mount ed on 
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a rack and connected to th e city water system is furnished 
as an additional protection against fire. There is also a 
hydrant with 50 ft. of 1¼ -in. hose in an underwriters' 
hydrant house in front of the carhouse which controls the 
yard. 

The overhead construction is the Connecticut Company's 
standard. O utside the building N o. oo round wire is used, 
whil e inside th e structure there is a steel angle 2 in. x 2 ¼ in. 
x ¾ in. with the long leg down, bolted along th e center of a 
backing board 1¾ in. x 12 in. , this width preventing contact 
between angle and troll ey pole if the latter slips from its 
hook. T he outside and inside systems end in composition 
pans at either side of th e ro lling doors, and the doors have 
fi ber runners on the bottom to guide the t ro lley wh eel be
tween th e pans, a series of fib er breaks insuring that no arc 
is drawn across. 

T he carhouse was designed by and er ected under the 
supervision of th e const ruction departm ent of the Con
necticut Company. 

INCREASE IN FARE ORDERED BY NEW JERSEY 
COMMISSION 

B rief mention was made in the issue of the ELECTRIC 
RAILWAY J OURNAL for J an. 25, 1913, of the increase in the 
rate of fa re authorized by th e Board of P ublic U tility 
Commissioners of New J ersey on the line of the New J ersey 
& Pennsylvania T r action Company between Trenton and 
P r inceton, N. J. T he order of the commission increases 
the ra te of fa re from 10 cents to 15 cents fo r one year. 
In pa rt the report upon which the order is based stated 
th at the New J crsey & Pennsylvani a T raction Company, 
acting for itself and the three companies it controlled, a 
consolidation known as the J ohnson t rolley, accepted an 
ordinance passed by th e borough of Princeton on Dec. 3, 
1901, and a similar ordinance passed by P rinceton Town
shi p on J an. 6, 1902. T hese ordinances provided th at the 
fa r e fo r a through trip between Trenton and P rinceton 
should be IO cents. Up to the present time this fa re has 
pr evail ed between th e points named. 

Largely by reason of the ri sing cost of operat ion, the 
operating company had not been able properly to mainta in 
the prope rty and the service had frequent ly been inade
quate. U nti l recently even the safety of t ravel had been 
imper iled, and the board, upon report of its engineers, had 
repeatedly required expenditure to be made upon th e com
pany's plant so as to secure safe, adequate and proper serv
ice. O n Feb. 29, 1912, the traction company was ad judged 
insolvent, and Alfred Reed and Sydney L. \V right were 
appointed receivers. 

The board' s power by statute to fix just and reasonable 
rates had not been interpreted as superseding an extant 
contract fix ing rates where such contract was operative 
prior to the statutory vesting of power to fix rates in the 
board. Accordingly, in order that the proceeding m ight be 
brought, the ordinances, which were essentially contracts 
establi shing rates of fare, had first to be r.escinded. The 
borough of Princeton on Oct. I , 1912, and the township of 
Princeton on Dec. z, 1912, rescinded thei r ordinances so 
far as rates of fare were concerned and agreed to submit 
to the board the establishm ent of just and reasonable rates 
of fare. An ordinance passed by the city of T renton in
volvin1:; rates of fare to be cha rged by the traction company 
had also been litigated , and th e case was decided by the 
Court of Errors and Appeals in the June term of 1912. 
The effect of this decision, taken together with th e rescind
ing of the two ordinances first r eferred to, r emoved all legal 
obstacles to the board's determination wheth er the existing 
r ates, tolls or charges were or were not sufficient and per
mitted th e board to set just and reasonable rates for service 
over th e trackage of th e P rinceton division. 

VALUATION OF TH E PROPERTY 

Up on the appointm ent of the receivers, a careful inven
tory and valuation was made of the traction company's 
prop erti es, includmg th e so-called "Johnson trolley line" 
between Trenton and P rinceton. The original costs of 
la rge parts of the company's property were reduced by the 
appraiser in many instances by r eason of the accrued and 
existing depreciation. In some instances items were de
preciated by as much as 90 per cent, and in all instances 
the percentage of original cost v: ritten off for depreciation 
appeared to be extremely liberal, thus affording a very con
se rvative estimate of th e value of the prop erty. The cars 
on the so-call ed "J ohnson trolley line," which cost original
ly $42,000, were valued at only $5,500. 

T he fin al estim ate put upon th e entire property of the 
division between Princeton and Trenton was $373,378. The 
rece ivers had expended up on the division for rehabilitation 
and re-equipm ent up to Dec. 26, 1912, the total sum of 
$54,963 and estimated the additional expenses r equired for 
the compl ete r estoration of the Princeton divi sion at $20,-
000. This made the eventual value of this division $448,-
346. T o this sum had to be added an estimate for a par t of 
the power plant a t Yardley, Pa. This plant generates cur
rent fo r th e entire sys tem, including the branches operated 
in Pennsylvani a, which have a trackage about double that 
of the P rinceton divi sion. T he orig inal cost of th e power 
plant was $183 ,750 and of the r emaining property acces
sory to the power plant $51 ,250, making th e total cost of 
power house and associated items $235,000. The appraiser 
put up·on it a value of $192,000. 

T he board assumed one-third of this amount as represent
ing the part of th e power plant installed for operating the 
cars on the P rinceton division, or approx imately $64,000. 
Roughly speaking, therefore, the entire property of this 
division represent ed an investment of about $500,000. The 
report stated that a r eturn at the rate of 6 per cent on this 
base would not be excessive or unreasonable and that a net 
profit of $30,000 over and above all expenses for operation, 
repairs and maintenance was amply warranted. 

T he gross r eceipts of the Princeton divi sion of the com
pany fo r the pas t twelve months (December being esti
mated ) amounted to $43,789 fo r passengers and $ rn,026 for 
freight , a total of $53.~15. The operating expenses for 
passenger service were $35,863, and fo r freight service were 
$5,438, making a total of $41,301. The gross r eceipts were 
the actual receipts upo n th e Princeton division; th e operat
ing expenses were est imated upon th e car mil eage on this 
division as compared wi th th e car mil eage on th e entire 
sys tem. The excess of receipts above expenses on th e 
Princeton division was in consequence only $12,514. The 
car-mile resul ts were as shown in th e table publi shed here-
with. . 

T he operating expenses during th e last year did not 
1 

include a large part of what would be ordinary outlay for \ 
maintenance of road, apparatus and equipment, as these ; 
expenses wer e largely covered by the money the receivers · 
expended upon th e r ehabilitation of the property. : 

LOW RATES PER MILE 
A compari son of the r ate per mile charged by this com

pany wi th th e r ates per mil e charged by other companies 
showed that while on this divi sion the company charged 8.1 
mills per car mile, the rate charged per mile upon a num
ber of oth er roads in the adjacent sections of this State and 
P ennsylvania ranged from 14 to 25 mills per car mile. 

It appeared therefore that the present rates of fare on 
this divi sion were lower, generally speaking, than similar 
charges for comparable service el sewhere, and that they 
failed to accord a just and reasonable return upon the 
value of the property of the Princeton division. 

The receivers, by petition filed on Dec. 17, 1912, requested 
that the board would declare the present rates of fare to 
be inadequate and insufficient, and that the board would 
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fix just and reasonable j oint rates for passenger travel on 
the P rinceton division. 

On the ground recited above, the board found that th e 
present r ates of fare upon the Princeton d ivi sion operated 
by the traction company were insufficient and did not afford 
fair or r easonabl e r eturn. In place of the present fare o f 
IO cents between T renton and P rinceton , the hoard fi xed 
for an ex peri menta l period of twelve months beginning 

C AR-1\hLE R ESULTS OF OP ERATION D U RING 19 12 

R eee ipts , passenger ...... . ....................... ..• • , ....•..... 
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37 .0 
22.0 
16.9 
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Feb. 5, 1913, a rate of fare fo r a continuous through trip 
between Trenton and I'rinccton, in either direc t ion, of 15. 
cents. 

The board w as also of opi nion tha t to set r easonable 
and just rates of fare for passengers traver sing only a 
part of the line between Trenton and Princeton it was 
proper and n ecessary that ther e should be three zon es be
tween these two termini, instead of two zon es, a s a t present. 
The rate of fare fo r traver sing any one of these three 
zones, or a part thereof, should be 5 cents. Dy r eason o f 
the considerable volume of daily passenger traffic between 
Eldridge Park and Lawrencevill e, the board was of th e 
opinion that but one fa r e of 5 cent s per passenger should 
be charged between these two stations, and to this ex
tent would establish an overlap w hich would provide for 
this. The board was also of the opinion that th e com
pany should sell bunches of tickets, or block tickets , not 
less than twelve tickets in a bunch or on a block, at an 
aggregate price of $1 for the twelve. These tickets 
should be good for passage between Lawrenceville and 
either Trenton or Princeton. The reason for thi s last 
provision was that w ith an inflexible three-zone system, 
and with a 5-cent fare in each zone or part thereo f, rates 
of fare between Lawrenceville and eith er terminus would 
be exactly doubled, whereas the r ate of fare for the through 
trip between Trenton and Princeton was increased only 50 
per cent. Regular commuters between Lawrencevi ll e an d 
either terminus should not be required to bea r a di spro
portionate increase in fare. S ell ing blocks of tickets, 
twelve fo r $1 , would r elieve the company from th e n ecessity 
of collect ing single cash fare s of less than 5 cent s, and 
inasmuch as the g reat bulk of travel on this division, est i
mated roughly to be 80 per cent or more, was through travel 
from one terminus to the oth er, this provision for block 
tickets good between Lawrenceville and either terminus 
would not very mat eria!ly lessen the gross r evenues of 
th e company below what they would h ave been with three 
nickel zones and no over la ps or block tickets. 

The board emphasized the fa ct that th e increased fare s 
were largely experimental. It w as, however, in the interest 
both of the t raction company and the traveling public tha t 
the advance in fare should not be so heavy as to tend to 
drive passengers to oth er avenu es of travel. 

NEW YORK ELECTRIC RAILWAY ASSOCIATION 

The executive committee meeting of the New York 
E lectric Railway Association was h eld in New York at the 
office of the American E lectric Railway Association, 29 

West Thirty-ninth Street, on Tuesday, Feb. 18, at 2 

o'clock p. m. 
Those present were W. H . Collins, president; H. M . 

Beardsley, treasurer; Charles C. Dietz. secr etary, and 
Charl es H. Smith, J ames F. H amilton and Joseph K. 
Choat e. Various matt er s were taken up, and it was de
cided to hold the next quarterly meetin g at the Fort 
William H enry Hotel, Lake Geo rge, on March 11 and 12. 

The program will be announced later. 

PUBLIC POLICY COMMITTEES IN CONFERENCE 

U pon the initia tive of the publi c policy committee of 
the N ation al Electr ic Li ght Associa ti on a nd the invitat ion 
o f its cha irman , A r thur \Villiams, the members of the pub
lic poli cy commit tee of th e America n E lect ri c Ra il way As
socia tion met th e oth er committee a t dinner a t the Union 
L cag'ltc Club on th e e1eni ng of Feb. 18. The event must 
be r ecorded as historical in many ways and cannot but be 
o f va lue in shaping the future of th e two industries for 
which th ese nat ional bodi es speak authoritatively. 

The dinner was attended by President George H . Harries 
of the A merican E lectric R ai lway Association a nd P resi
dent F. II. Tait of th e Nati on al E lectric Li ght Association. 
The two public policy commit tees were very fully repre
sent ed. F rom th e Nation al E lectric L ight Assoc ia tion 
the fo llowing members were present: Ch airman A r thur 
Will iams, E. W . Burdett, H. L. Doh erty, C. L. Edgar , 
\V. \ V. F reema n, T. E. Murray, S. Scovi l and C. A. Stone, 
and from the A merican E lect ri c Ra il wav Associa ti on 
Cha irman T. N. McCarter, Patr ick Calhoun,· o. T. Crosby, 
J ames H. l\Ic Graw and \V. I-I. J-Ieulin gs. In addi t ion to 
th ese highly r epresen ta ti ve m en th ere were present as rep
resenting important public u t ility systems or groups 
Frank H edley, J. H. P a rdee, I-I. G. Bradl ee, E. A. Maher, 
C. C. Peirce, J ohn \ V. Lieb, Tr., and C. L oomis A ll en. 
Judge E . P. M atth ews was a ls~ present , and the societies 
were r epresent ed by th eir r espective secr etaries, T . C. 
l\1a rtin and II. C. D on ecker, w h ile the dinner and other 
arrangements of the conference w ere in th e h ands of 
\Va lter Neumull er. 

\i\Thil e fo r seve ral yea rs w ith increasing in timacy a nd 
r elationship the two national bodies have been working to
gether on matte r s of common technical inter est , thi s was 
the first a ttempt to bring under joint considera ti on what 
may be term ed th e la rger questions which affect th e service 
of the public, the condition of employees and th e attitude 
towa rd the n ew regulating element w hi ch has come into 
such active play in recent years in the shape of public 
service commissions. From time to time du rin g the past 
s ix or seven year s there have been tentative efforts t owa rd 
co-operati ve consideration of th ese highly important mat
ter s, but thi s dinner is th e fir st occas ion upon wh ich any
thing r eally definite has been accompl ish ed, as befor e its 
close it was unanimously voted t o fo rm a joint committ ee 
of fi ve , each associati on to select tw o from the sist er body 
and these fo ur members to elect th e fifth. It was felt in 
this way th at a harmonious, cohesive and use ful j oint com
mittee could act and speak for both bodies w h enever nec
essary, with unquestion ed influence and at short n otice. 

The meeting w as addressed during the evening by Presi
dents H a rri es and Tait and by Messrs. l\IcCarter . \ Villiams, 
Edg·a r, H edley, Scovil, M ah er and Burdett with an evident 
real iza tion of the significan ce of the occas ion. T oward the 
close of th e even ing atten t ion con cent rated upon the action 
of the Nati onal Civ ic F ederation in fr aming a model form 
of public service commission and regulation bill which 
wh en complete is to be comm ended to states which have 
not yet placed th eir ut ilit ies unde r such a gove rning body. 
The feeling was gen erally vo iced and unanimously ap
proved that, whil e such efforts should n ecessarily h ave the 
cordial support of the two g reat assoc ia tions, it was the 
duty of their public policy committees, and indeed of every 
member, to assist in the shaping of such measures th at the 
g reatest good sh ould be secured alike for the public, the 
employee and the investor. 

T h e dinner, whi ch began at 8 o'clock, lasted until 1 :30 
a. rn., and even th en the int erest in the gen eral subj ec ts of 
discussion was so g reat that it was with r eluctance the 
party broke up. It is understoood that the joint committee 
will take form immedi ately and wi ll at once assume the 
vital duties intrusted to it. 
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Direct-Current Turbo-Generators with Reduction 
Gears for Railway Service 

A Description of the Two Types of R eduction Gears Which Have Recently l\fade the Use of the Turbine for Driving 
Di°rcct-Current Hailway Generators a Commerc ial Possibility-Examples of 

Existing Installations on Street R ailways Are Cited 

During the last dec ade the introduction of the st eam 
turbine in this country has effected a practical revolution 
in methods o f generating power. The high efficiency, low 
cost, compact form and practica l fre edom from repair 
charges of the turbine have met with prompt recognition 
in a ll qua rter s, and to-day it is exceptional to find any other 
type of prime mo ve r insta ll ed. at least fo r the production 
qf electri cal energy in large amounts. The turbine is of 
course essentially a high-speed machine. It s design for 
low speed involves mass ive co nstruction and a sacrifice of 
two of the most important advantages- low cost and sma:I 
bulk. 

Naturally a turbine co upled to an alternating-current 

THE FLOATING-FRAME REDUCTION GEAR 

U p to the present time the commercial development of 
high-speed gears for turbines has resulted in the construc
tion of two radically different types, both of which are 
success ful. These are the rigidly aligned helical gears, as 
developed with the original De .Laval turbine, and the more 
recent \Vesting house " floating-frame'' helic a l gear. 

The latter consists of a pair of pinions cut with right
hand and le ft-hand spiral t eeth in the shaft which is sup
ported in bearings, the bearings being integral in a single 
continuous block called the pinion-bearing frame. In the 
und erside of this pinion-bearing frame three cylinders are 
cored out and accurately bored, one of them being located 

Geared D. C. Generators-View in Engine Room of San Diego Electric Company Showing Relative Sizes 
of moo-kw Geared Turbine and 1250-kw Engine, Both Driving D. C. Generators 

generator makes a practica lly ideal combination, as both 
machines are at th eir best when operated at high speeds, 
Lut with a d.c. generato r th e turbin e has been at a disad
vantage. In the smaller capaciti es, and especially at low 
voltages, direct-connected d. c. turbo-generators have been 
in succ ess ful opera tion fo r some time, but limitations in 
speed have been imposed upon la rge units by the difficulti es 
in designing commutators to withstand th e centrifugal 
fo rce se t up at hi gh peripheral velociti es. T h is, t ogether 
with the fac t. that th e problem is complicated in 500- 600-

vol t service by th e exc essive commutator diameters involved 
by the la rge number of bars, has practically kept the d.c 
turbo-gener ator out of the electric railway fi eld. T he ad
vantages of the turbine are, however, so marked that per
sistent efforts have been made to develop a reducti on gear 
which would be suitable fo r transmitting large amounts of 
power at the necessary high rotative speeds, and in this 
w ay make the turbine available for driving slow-speed 
apparatus. 

under each bearing. Into eacb cylinder extends a short 
stationary piston, resting upon a support ing pad which is 
part of the gear box or housing, and all three cylinders are 
equipped with interconnecting oi l passages. 

In se rvic e the cyl inders are supplied with oi l and the 
pinion-bearing frame is supported on these oil-fill ed cylin
ders, but the pinion frame can osc illate freely in a vertical 
plane, since the pressing down of one end of the frame 
simply causes the piston at that end to displace enough 
oil to raise the cylinder an equal amount at the opposite 
end. In effect, the pinion with its bearing frame and cyl
inders '' float s" on the oil. 

The opportunity for oscillation allows the pinions to 
shi ft their positions with respect to the gears in a vertical 
plane, and this permits the effects of microscopic irregu
larities in the spacing of the teeth in either one of the 
gears to be neutralized by the raising or lowering of the 
pinion in mesh with it. 

T he oil cylinders can be readily piped to a pressure 
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gage and the oi l pressure so indicated. 
when multipli ed by suitable constants 
and reliable dynamometer, showing at 
transmitted. 

Thi s pressure gage 
forms a conv eni ent 
all times the power 

F lexibi lity for the connection between turbine and p1111on 
is obtained by the use of a fle x ible coupling, and in addi
tion to this a slender turb in e shaft extension is ca rried 

Geared D. C. Turbo-Generators-General View of Rigidly 
Aligned Type of Gear, Showing Casing and 

Oil Piping 

through the hollow pinion shaft, driving it through a con
nection at the end opposite to the turbine, and through its 
flexibility permitting wide variations in ali gnment. V ertical 
adj ustment of gear and pin ion is effected through vari a
tions in the quantity of oil contained in the cylinders over 
the pistons. Horizontal adjustment of the pinion sha ft to 
bring the two pitch lines of gear and pinion in exact coin-

T his type o f reducti on gear has been unde r process of 
development during a considerable period hy the Westing
house Machine Company. T he fi rst insta ll a tions were made 
for th e propulsion of ship s, hut later th e poss ibi liti es of 
appli cation to electric generation beca me apparent and 
about two year s ago th e fi r st turbine dr ivin g a direct-· 
current generator th rough reducti on gear ing was built. 

Geared D. C. Turbo-Generators-Rigidly Aligned Gear 
with Cover Removed to Show Ends of Split 

Pinion Shaft Bearings 

S ince that time a considerable numb er of such units have 
been sold, and severa l have seen fi £teen to eighteen months' 
service , a ffording a good oppo rtunity fo r observation o f 
their serviceability and operat ing char acteri stics. 

T he distinctive fea ture of the new gear is the main
tenance o f correct tooth contact whatever the exigencies 
o f operation. Torsional st rains, settling of fo undations, 

Geared D. C. Turbo-Generators-750-kw Unit Installed in Trenton Power Station of Trenton & Mercer County 
Traction Corporation 

cidence is effected by t wo hori zontal sc rews, one at each 
end of the pinion-bearing frame, which may be run in or 
out by hand, thus moving the gea rs and pinions closer 
together or further apart. T he toothed r etain ing wheels on 
the ends of these adjusting sc rews can be seen in the illus
tration on the following page showing th e floating-frame 
gear with cover removed. 

misalignment and the like are automatically corrected in 
the gears themselves by the use of the fl exibly supported 
fram e which carri es the pinion shaft, the latter being flex
ibly coupled to the turbine. The results of maintaining thi s 
correct contact will , of course, be high initial and susta ined 
efficiency, qui et operation and minimum of wear and ad
justment. 
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Of the first gears install ed, eight a r e driving direct-cur
rent generators. Two of these uni ts, o f rooo kw capacity, 
are at the plant of the San Diego E lect ric Railway Com
pany. One of the turbines operates on high-pressure steam. 
The other uses the exhaust from a 1250-kw r eciprocating
engine unit. T he relative size of th e engine and turbine, 
which a re of equal maximum capacity, is shown by the 

Geared D. C. Turbo-Generators-Floating Frame Gear and 
Casing with Flexible Shaft Couplings 

illustration on page 326. T he high-pressure unit is held 
as a r eserve against extraordinary overl oads and has, there
fo r e, seen comparatively li ttle continuous service. The 
low-p ressure uni t, howeve r, has been in constant service 
£ince Sept . r, 1911, carrying an average of about 600 kw 
and a maximum of 1250 kw with the usual violent fluctua
ti ons of railway service, swings of 700 kw having been 
observed. 

A t the Bridgeport power plant of the Co nn ecticut Com
pany there is another rooo-kw low-pressure unit using 
st eam fr om a cross-compound Corli ss engine previously 
operated condensing. T his ma
chine carries ,. an average of 
500 kw of street r ailway load 
eighteen to twenty hours per 
day. 

ro to r, the peripheral speed at the pitch line being 4700 ft. 
per minute. 

THE RIGIDLY ALI GNED GEAR 

The use of geared turbo-generators in extremely small 
sizes is, as mentioned before, by no means new. In fact 
the gear drive was forced upon the builders of the original 
De Laval single-stage turbine on account of the abnor
mally high rotative speed, in some cases reaching 30,000 
r.p.m. , which was required to give sufficient speed to the 
buckets on the single wheel. While this type of turbine 
was limited to an absolute maximum capacity of about 700 
hp, on account of the enormous centrifugal forces set up 
by the high peripheral velocities, its development afforded 
to its manufacturers many years of experience with high
speed gearing of the rigidly aligned helical type, ,and since 
the De Laval multi-stage turbine was developed for large 
powers the use of similar reduction gears with it has been 
a natural sequence. 

T his type of gear has h elical teeth cut at such an angle 
that several of the teeth oq both gear and pinion are 
always in contact and the transition of pressure from one 
tooth to the next is, in consequence, gradual. The tooth 
fo rm is a true involute, and the teeth are cut by specially 
constructed hobbing machines to give an extreme degree 
of accuracy of pitch and uni fo rmity for all teeth, the only 
fini shing process being a polishing which merely removes 
the tool marks. 

T h e gears a re of the twin type, with spiral teeth inclined 
in opposite directions to neutralize end thrust, and the 
shafts upon which they a re carried are held rigidly in the 
same plane and at th e proper distance between centers by 
a h eavy cast-iron gear case the bearing seats of which are 
finished only by a light scraping to preserve the align
ment. A great deal of attention has been devoted by the 
designers to the matter of establi shing and maintaining 
th e gear and pinion in such positi ons that .their pitch lines 
exactly coincide. This is accomplished by supporting the 
shafts of both gear and pinion in cast-iron shell bearings 
the exteriors of which a re ground to limit gages and which 
111 consequ ence fit exactly into recesses in the solid frame 

An inspection of a ll the gears 
of this type in service has r e
cently been made. The signifi
cant fac ts developed are th at 
they may be depended upon for 
cont inuous twenty - four - hour 
service, that they susta in th eir 
origina l efficiency and th at ad
justments a re unn ecessary ex
cept at infrequent intervals. On 
the oldest gear in point of ser
vice no app reciable wear has 
taken place, indicating th at th e 
functi on oi the floating pinion 
frame, the equali zation of pres
sure along the line of tooth con
tact , is being properly per
formed, and at the same time 
that the teeth are meshing with 
correct roll ing act ion. Similar 

Geared D. C. Turbo-Genera tors-moo-kw Installation of Connecticut Company at 
Bridgeport, with Gear Cover Removed 

observations were made at each of the other installations, 
justifying the acceptance of this device as thoroughly 
standardized a nd reliab le fo r even the largest sized units. 
T hus fa r the la rgest gear-driven d. c. generator in any 
service is one which has been installed by the Cleveland 
Illuminating Company and is rated at 3750 kw. ' This ma
chine is driven through gears giving a speed r eduction of 

of the gear case . The interiors of the shell bearings are 
r eamed to the size of the shaft, and they are scraped only 
enough to secure a full bearing area, thus providing oppor
tunity to secure by mechanical means exact alignment and 
location of the pinion and gear shafts when they are rest
ing in their bearings. 

The bearings are babbitt-lined, the shell being tinned 
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before the babbitt is appli ed. T he areas of the bea rings 
arc made unusually large to reduce the unit bearing loads 
to an exceedingly low figure, and the wear upon th e bear
ings is in consequence reported to be negligible. However, 
when th e inevitable wear does take place or in case the 
bearing is damaged, the makers do not countenance having 
it rebabbitted but furnish, instead, a duplicate shell bearing 
fini shed complete, which, on account of the interchange
ability prov ided by the process of fini shing to limit gages, 
can be slipped into place without necessity for hand work 
in the field. 

The oi ling system for the reduction gear provides a 
spray of oil projected on the gear teeth at the line of con
tact on the entering side, th e pinion shaft bearings bein g 
oil ed th rough grav ity sight-feed oi l cups and th e gear shaft 
bearings by a ring oi ling sys tem. Circulation is assured 
through th e oi l pump, driven by a worm from the main 
shaft, which suppl ies the main turbine bearings. 

These precautions to maintain alignment of gear and 
pinion were believed by the designers to be a necessity for 
the best economy with high-speed gearing, and a norm al 
efficiency between 98 and 99 per cent is claimed for thi s ar
rangement by the makers. The method used to establish 
this figure is to measure the heat generated by the friction 
of the gears under load through observation of the tem
peratures and quantity of oil suppli ed and th e temperatures 
of the gear case, which radiates a certain amount of heat 
depending on the difference in temperature between it and 
rhe surrounding ai r. The gears are reported to run in
variably at temperatures only slightly hi gher than those in 
the turbine room and an oil-cooling device is not fo und to 
be necessa ry, thus indicating that the heat generated by 
friction is inconsiderable. 

The gear case is made of a single heavy casting to hold 
the gear and pinion absolutely rig id in place and is sup
ported on a heavy bedplate so that the opportunity for dis
tortion is minimized. On both sides of the reduction 
gears, howeve r, flexibl e couplings a re installed to prevent 
strains on the shafts in case they should get out of line. 

The life of the new type of bearing, as differentiated from 
that which used to be furnished with the original De Laval 
helical gear, is expected to be about ten years. None has 
as yet become suffici ently worn in service to call for re
placement, the first one install ed having been in operation 
for about three years. 

The illustration on page 327 shows a 750-kw, 575-volt 
geared generating set installed in the Trenton power stat ion 
of the Trenton & Mercer County Traction Corpora ti on. A 
similar machine but of double the capacity, or 1500 kw, is 
now being installed in the same power station. 

NOTES ALONG THE LINE 

BY E. W. GOSS, SUPERINTENDENT MONTGOMERY TRANSIT 

COMPANY, NORRISTOWN, PA. 

It is interesting to see the different ways in which differ
ent companies and their employees carry on construction 
and maintenance work. For example, a practice which 
seems to be quite general, in th e fitting out of work cars, 
is to consider any old car or discarded equipment good 
enough, when in r eality the cars and equipment s shoul d 
be the equal of any on the line. To have a gang of from 
fifty to a hundred men, more or less, depending on the old 
style of equipments and being held up for material fre 
quently would easily pay a large return on the cost of 
modern cars and motors. Usually the passenger cars are 
fitted with whistles for blowing warning at crossings, and 
these cars run regularly, so that they are looked out for 
by the people using the crossings, while work cars come 
along with nothing but a discarded foot gong that can 
scarcely be heard the length of the car. 

On many o f th e small er and medium-sized roads, and 
on so me good-sized roads too, the shop faci lit ies a re not 
su ita ble to take proper ca re of th e cars. Such special 
wrenches and other tools as a re necessary will always be 
fou nd a pro fit able in vestment. The wri ter has in mind a 
carh ouse where th e entire t rack gang of abo ut a l\alf-dozcn 
men we re brought in from the roadway to assict the shop
men in changing a se t of wheels under a car. Every time 
th at a comm utator had to be turned up, w hi ch was fre
quent , the a rmatu res we re rolled out on a plank and a long 
the fl oor , and th e shopmen then Ii fted them on to a car 
or wagon, and they were taken to a machine shop, where 
they suffe red the same treatment. T hi s opera tion took the 
bes t part of a day. T he additi on later of a few tools 
enabled the regula r shop fo rce to change a set of wheels 
in about ha! f the time fo rmerly required and a lso a t a 
saving o f the extra men . T he a rmatures also a re now 
handled without being roll ed on the fl oor and a re swung 
directly fro m the pit j ack into the lathe, and the com
muta tors can be turned up and th e a rmatures quickly 
returned to their pl ace w ith little manu al labor. 

T he chipping of ca r wheels, when cast-i ro n wheels are 
used, is a serious problem to many roads. The steel wheel 
ove rcomes this t rouble, but to the small road whi ch does 
n ot have the faciliti es to do its own wheel turn ing the steel 
wheel means extra expense and work outside of the addi 
tional first cost of the wheels . A "one-wear" wheel for 
the small road is much to be preferred, and there is now 
an alloy for use in cast iron that will lessen chipping. 

The troll ey wheel al so comes. in for attention. The 
wheel placed in the harp on the top of a car hardly ever 
has the contacts and copper washers in place to help carry 
the current. In consequence the current has to go through 
the bush ing. with the result that in a short time the bushing 
is burned and worn out of round, and a new one is 
required befo re the wheel is half gone. Trolley wheels 
should be replaced at the workbench where the repair man 
has the tools and the time to put them in properly. A 
large wheel with a wide groove has been found to be the 
most sati sfactory and economical. A narrow-grooved 
wheel of large diameter is apt to come off the t ro ll ey wire 
at curves unless the curve has been carefully erected with 
a large number of pull-offs, although a wheel of small 
diameter will take the same curve on account of its lesser 
angle at the point of contact. \i\Then a change is made 
from a trolley wheel of small diameter to one of large 
diameter care should be taken to increase the ten sion in the 
sp rings in the trolley base sufficiently to overcome the extra 
weight of the wheel and harp. The springs in some of the 
older types of trolley stands will not allow enough tension 
to be put in them to provide for this increased weight, and 
in that case new stands must be installed. Trolley bases 
which are not fitt ed with a ball bearing or ro ller bearing 
must be oil ed frequently, especially after a rain, because 
if the stand does not swing easily. the wheel will rub the 
wire so hard on the sides that it will come off, even on com
paratively st raight track. 

Fo r interurban and suburban lines the retriever for hold
ing the t rolley rope is much to be preferred to the catcher. 
The catcher r equires the trolley pole to strike an arm or 
span w ire to throw it down, and many times the wire is 
pulled down or th e stand is pulled off the car, or both. 
Retrievers, when working pro perly, will pull the pole down 
at once, but sometimes they are condemned by crews and 
other operatives who do not understand them, and in some 
cases the devices are not properly installed. 

Every road should provide itself with a good telephone 
system of its own, with telephones placed in boxes or booths 
at every swit ch. A competent man should be placed in 
charge at the central office to see after the running of the 
cars. He should be held responsible for this work and he 
should not have a lot of extra work to do unl ess he can 
d:-op it at any time. 
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Report on Cincinnati Terminal Possibilities 
Bion J. Arnold Recommends Alternative P lans for the Erection of Individual Joint T erminals for Freight and Passenger 

Service Hespectively, a Subway Line Using the Bed of the 1\Iiami & Erie Canal and Several 
Connections to Steam and Electric Lines 

Bion J. Arnold has made a report to the Cincinnati Rapid 
Transit Commi ssion on a proposed interurban railway ter
minal system for th e city of Cincinnati. T he commission 
was composed of \ Vi lli am Cooper Proctor , chairman; \ V. A. 
Julian and H erman Schneider. It was appoint ed by Henry 
T. Hunt, Mayor of Cincinnati, in accordance wi th a reso
lution passed by the City Counci l. T he letter of th e com
mission to the Mayor, transmitting the report of l\fr. A r
nold, says in part : 

"The problem presented to your commission and it s ex
pert was to devise a terminal system which would afford 
feasib le connect ions for the int erurban lines and insure 
rapid transit for these lines with in the city limit s. It was 
assumed, of course , th at any plan presented would have 
to be financially possible. It was al so a 'part o f our prob
lem to show th e prac ticability of connections from the 
present termini of the various int erurban systems to the 
terminal sys tem, together with th e cost of such connections; 
but we have not assumed th ese connections to be essential 
parts of the termin al syst em immediat ely to be built ; they 
are really extensions of the int erurban roads to the ter
minal, and whether th ey should be bui lt by th e city or by 
the interurban roads is a matt er for futur e consideration. 

"The can al right-of-way already acquired by the city 
offers a direct and almost level entrance to th e business 
di strict through thickly settl ed portions of the old city and 
th e newer manufacturing and suburban di stricts, north and 
northwest. T he topog raphic conditions which seem, upon 
superfici al observation, to present unu sual difficu lties in 
real ity simplify th e solution, fo r th e right-o f-w ay to be ac
quired is cheap, th e streets to be crossed are few, th ere a re 
few sewer and water pipes to be repl aced, there are no 
streets to be torn up and resur fa ced, and a priva t e ri ght-o f
way insuring speedy and direct entrance fo r int erurban and 
suburban cars is easily obta inable. 

"The termin al syst em proposed is a two-track belt line 
( with four tracks on Canal St reet ) entering th e heart of 
the business distri ct , provi ding int erurban entrance from 
any directi on, except the southwest, and furni shing rapid 
transit from one suburb to anoth er and from th e suburbs 
to the business di strict, the cars moving in both direction s 
around th e belt line. 

" \ Ve recomm end the adopti on of plan N o. 4 or plan No. 
5 submitted by Mr. Arnold, both of which possess the fo l
lowing basic essenti als: 

' ' r. A belt line from Canal Street through rviount Adam s 
to Torrence Road, to Norwood, to Bond Hill , to St. Ber
nard, and th ence through th e canal to Canal St reet. The 
estimated cost of th is line, including right-of-way, tracks, 
stations, power plant and ove rhead expenses, ready for 
operation, but not includ ing rolling stock, is $7,000,000. 

" 2. Two tracks throughout the system with a third track 
at stations for express service and four tracks from Twelfth 
Street south to Canal Street and west to Sycamore S treet. 
Two tracks, with an automatic block system and a third 
track at local stations to permit the passage of express cars, 
wi ll carry th e traffic for many years. Four tracks in the 
Canal Street t erminal will give ample stat ion , storage and 
switching fac iliti es. 

"3. An interurban subway passenger st at ion on Canal 
S treet between Sycamore and Plum Streets. Our recom
mendation is merely for a subway waiting room and ticket 
office at a point on Canal Street to be dete rmined later. \Ve 
see no necessity for an expensive surface station. 

"4. A n int erurban surface freight station at Cheapside 
St reet. The property upon which the freight stat ion would 
stand is a part of the city's canal property. A surface sta
tion for freight ha s much lower operating expenses than a 
subway station. 

"5. A covered subway on Canal Street from Broadway 
to P lum Street and on Plum Street from Canal Street to 
Liberty S treet; the remainder of the two-track system on 
the canal right-of-way we recommend be in an open cut 
with a boulevard on each side. For reasons of comfort 
and economy, we recommend that the open cut be used as 
much as possible. Should the future growth of the city 
make a covered subway necessary north of Liberty Street, 
provision can be made by sinking fund to cover an addi
ti onal mile, say, every ten years. A two-track open cut 
would still permit a 30-ft. boulevard on each side of it. 

"Your attention is directed to an obvious extension of 
th e system above described by means of a 'downtown sub
way loop.' T hi s is not recommended as an immediate and 
essential part of the sys tem. 

" Your commission has given much thought to the fran
chi se fea tures of this project, but is not prepared at this 
time to present any recommendations; nor is it evident 
tha t the resoluti on of City Council contemplated such 
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Cincinnati Report-Map of Cincinnati and Environs, Show
ing Proposed Belt Line for Interurban Terminals 

recommendations. H owever, if your honor desires to con
tinu e the commission in being, the commission will submit 
a supplemental report at a lat er date." 

SU111111ARY OF MR. ARNOLD 

The letter of Mr. A rnold, transmitting the report, says 
in part: 

" Owi ng to the rugged topography of the country sur
rounding the ci ty of Cincinnat i, th e avenues of easy en
trance are limit ed in number, and these have been already 
pre-empted by steam railroads and by city street car lines. 

"There are at present nine int erurban railway lines oper
ating into and out of the city. The cars from five of these 
lines come into the center of the city over the local street 
car tracks, running from 3 to 8 miles over them at an aver
age speed of about ci, m.p.h. In addition to receiving and 
distributing their r egular interurban passengers within the 
city limits, these cars also operate as city cars. The cars 
of four of the lines stop at or near the city limits, and the 
passengers to complete their trip transfer to city street cars. 

"The service to the suburbs is entirely 'local,' requiring 
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from forty-five minut es to one hour and fift een minut es for 
a trip from 4 to 8 miles long from th e city limits to the 
center of the city. 

"On th e lines of the city system the gage is 5 ft. 2¼ in., 
and the five interurban lines operating over these tracks 
have th e same gage, while th e other four interurban lines 
have a standard gage of 4 ft. 8 ,¼ in. 

"The interurban lines coming into the city have no 
common or other adequate terminal. 

"At present several of th e int erurban lines are not pay
ing a fair return upon th e capital invested in them. 

PRESENT NEEDS 

" 1. Adequate terminal located in th e heart of the city. 
"z. Rapid transit radial lines from this t erminal to or 

near the city limits, thus forming a comprehensive terminal 
system which should be large enough to take care of pres
ent needs and be susceptible of enlargement to provide for 
future requirements. 

"3. High-speed limited 'express service ' to a ll suburbs, 
at least during the morning and evening rush hours. Thi s 
means that all lines, both city and suburban, should have a 
uni form gage, or certain portions of the terminal sys tem 
be provided with a double gage by using three rails , so 
that all lines could us e the terminal system for 'express serv
ice,' in order that the capacity of th e terminal system may 
be fully utilized and the in vestment in it justified. 

"Rapid transit is one of Cincinnati' s grea test needs, and 
its interurban lines must be fin ancially suc cess ful if they 
are to fulfii their proper purpose, viz. , the development of 
the territory in which they operate and the consequent 
growth and upbuilding of the city. 

"I wish to emphasize the fact that the int erests of the 
people of Cincinnati, th e operators of the city system and 
the interurban companies are mutual, and that co-operation 
is necessary if the best results a re to be obtained. F urther
more, the people have a right to demancl the best possibl e 
service,. but when th e revenue from such service wi ll not 
justify the expense necessary to secure it they should either 
be willing to pay more fo r the service or assist in provid
ing it. 

RECO.l\11\IENDATION 

-"If a comprehensive interurban and suburban terminal 
system for Cincinnati is built and the boulevard feature of 
the canal embodied, I recommend that it fin ally con fo rm to 
plan No. I , discussed in th e report, consisting of th e fo llow
ing elements: 

"1. A subway terminal on Canal Street between P lum 
and Sycamore Streets. with a freight and passenger sta
tion locat ed between Race and \Valnut Streets. In this 
terminal provision is made for a terminal yard which, when 
completed, can if necessary embrace six tracks for a di s
tance of nearly 2700 ft., thus providing ample storage 
capacity during the day fo r such interurban and city cars 
as may be needed to handle th e morning and evening rush 
hour traffic. 

"2. A double-track subway loop for r eceiving and di s
tributing pas.sengers in th e downtown district extending on 
Plum Street from Canal to Fourth Street; on Fourth from 
Plum to Sycamore Street. and on Sycamore from Fourth 
to the terminal in Canal Street, with passenger stations 
located about midway of each side of th e loop. This loop 
is to be provided with a suitable connection to the new 
steam railway passenger station when its location is defi
nitely determined, and a connection for bringing in the 
interurban cars from Kentucky when required. 

"3. A radial trunk line extending from the subway ter
minal on Canal and Sycamore Streets east to Carrel Street, 
where it connects with the Cincinnati, Georgetown & Ports
mouth Railway, the Cincinnati & Eastern and the suburban 
divisions of the Interurban & Terminal Company. 

"4. Branches extending northeast from Torrence Road 
to East Norwood, connecting there with the Cincinnati & 

Columbus Traction Company's line near where it cro sses 
the Pennsylva ni a Rai lroad's Chicago line, and wh ere the 
Rapid divi sion of the Interurban Railway & Terminal 
Company and the Cincinnati, Milford & Loveland Traction 
Company wi ll also make a connection. 

'' 5. A four-track subway trunk line, occupying the site 
of the Miami & Erie Canal, extending from the terminals 
at Canal and P lum St reets as far as Queen City Avenue. 
At this point the subway construction will encl and the 
trunk line wil l branch into two double-track roads, one con
tinuing as an open-c ut subway a long the site of the Miami 
& Erie Canal to Carthage Pike, where it will connect with 
the Mi ll Creek Valley division of the Ohio Traction Com
pany. About midway between Queen City Avenue and 
Ca rthage Pike the Cincinnati , Dayton & Toledo division 
of the O hio Electric company will connect with this branch. 
T he ot her double-track branch from Queen City Avenue 
wi ll extend westward on a viaduct across the Mill Creek 
Vall ey and connect with the Cincinnati & \Vestwood Road 
at Fairmount , thence following the lat ter road to the ci ty 
limits at \Vestwood, where the Cincinnati, Lawrenceburg 
& Auro ra line can best be connected by the construction of 
a new line between \Vestwood and Cleves. 

''6. If during the development of the interurban terminal 
sys tem it should be deemed advisable to provide a belt line 
upon which could be operated hi gh-speed cars for the pur
pose of connecting cert ain outlying districts of the city 
between which there a re now no direct transit facilities, 
this can be accomp li shed by extending tracks along the 
canal bed from Carthage Pike, northeaste rly, easte rly and 
southeas terly. to a connection with the lines 'east of ter
minal' in the vicinity of Norwood. 

"If it is fou nd impracticable at the present time to finance 
the entire cost of th e system as outlined in plan No . I, to 
which might be added a belt line now or in the future, the 
belt line alone, together with the extension from Beech 
A venue, N" orwood, to East N" orwood, as shown in plan No. 
6, could be constructed at a g reatly reduced cost, and if 
constructed would fo rm the nucleus of the comprehensive 
interurban system of plan Ko. I and retain about 75 per 
cent of the r evenue to be immediately expected from the 
latter. Branches to \Vestwood and Carrel Street and the 
loop in the downtown district could then be built when 
more urgently needed and when they could be more easily 
financed. 

"The comprehensive plan when completed will provide 
ample terminal facilities and afford an entrance into the 
heart of the city for all existing interurban lines as well 
as for any other int erurban lines that are likely to be built 
in the futur e. 

"If this project is executed along conservative financial 
lines. the new life infused into the interurban systems will 
in all probability n ot on ly increase their earning capacity 
sufficiently to place them upon a paying basis but also re
move one of the principal causes for the city's retarded 
commercial and corporate growth." 

GENERAL CONSIDERATIONS 

In hi s general discussion of the subject l\Ir. Arnokl 
says in part: 

"There a re nin e lines of interurban electric railways with 
an aggr egate length of 342.85 miles of road operating out 
of Cincinnati. 

"Five lines, having a total of 14r.7r miles (including 
tracks of th e city system over which they operate under a 
traffic agreement ), come into the heart of the city-four 
lines having freight and passenger terminals on Sycamore 
Street, while the fifth line operat es within the city as a 
part of th e city street car system, being owned by the 
same company. 

"Four lines, with a total of 2or.14 miles, stop at or near 
the city limits, passengers transferring to city cars in 
order to reach the city. This transfer is made necessary 
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on account o'f the difference in gage, and not because of 
inability to make a satisfactory arrangement to operate 
over th e city tracks. 

"The city line and the fi ve interurban lines operating 
over the city tracks have a gage of 5 ft. 2_½ in., while the 
other four interurban lines have the standard gage of 4 ft. 
8 .½ in. Taking the city lines into account, there are 362 
miles of the broad-gage and 201 mil es of standard-gage 
track. 

"The cost of standardizing the gage will be considerable, 
but it seems to be ultimately inevitable, since any satisfac
tory solution of the rapid transit problem for Cincinnati 
must include suburban as well as interurban service. To 
accompli sh thi s, the gage of all lines should be the same, 
and naturally the standard gage will be preferable, since 
this would allow through service over connecting lines to 
oth er cities when desirable. 

"The interurban situation at Cincinnati shows a rather 
unsatisfactory condition. A comparison of the earnings 
of th e various interurban lines does not indicate that the 
lines which reach the heart of the city over the city tracks 
have any great advantage over the lines which terminate 
a t the city boundary and transfe r business to the city cars. 
It is probable, however, that without an entrance to the 
city the lines which now have this advantage would show 
decreased earnings. 

" In order to compar e interurban business in Cincinnati 
territory with that in other cities, sta ti sti cs have been 
compiled for Cincinnati, Columbus, Cleveland, Toledo, Fort 

TABLE I.- DENS ITY OF P OPULATIO N W ITHIN SO-M I L E RADII OF THE Cams 
NA MED 

City 
tCincinnati 
2Columbus 
3 Cleveland ........ . 
•Toledo ........... . 
5 F ort \ Vayne, Ind .. 
6 Indianapolis ...... . 

City 
P opulati on 

363,5 91 
18 1,511 
560 ,663 
168 ,4 97 
63,933 

23 3,650 

Radial Area, 
Square Miles 

7854 
7871 
5069 
6646 
7866 
7865 

Popul ation 
Outside 

of i\Iunici
pal District 

653,281 
542, 653 
567,9 58 
488,585 
499 ,502 
524,659 

Population 
of Outside 

A rea IJer 
S.quare Mile 

83 
69 

112 
74 
64 
67 

Ifocluding H amilton County outside city of Cincinnati, Kenton County 
outside of Covin gt on, Ky., and Campbel] County outside of cities of 
Bell evill e, D ayton and N ewport , K y. 

2Including F ranklin County outside of city of Columbus. 
•Includin g Cuyahoga County outside of city of Cleveland. 
•·Including Lucas County outside of city of T oledo, and \Vayne County, 

Mich igan, outside of city of D etroit . 
•Including A ll en Coun ty outside of city of F ort \Vayne. 
0 Including M arion Co unty outside of ci ty of India napolis . 

Vv ayne and Indianapolis, showing density of population 
within a radius of 50 mil es of each of these citi es. [A 
summary of these stati stics is given in Table I , publi shed 
herewith.- Eos.] 

"Statements showing earnings per mile of road for the 
vari ous interurban lines and the average earning of all 
lines in each territory have also been compiled, based on 
reports to the Railroad Commission for year ended June 30, 
1911, and covering earnings from all sources. 

" In density of population the Cincinnati t erritory is s_ec
ond, with an average of 96 per square mile, while in aver
age earnings Cincinnati is sixth, or the lowest, with $4,626 
per mile of road. 

"On a per capita basis, taking Cincinnati' s earnings per 
mile of road as 100, the earnings in the various territories 
rank relatively as fo llows: Ci ncinnati, 100; Toledo, 143; 
Cleveland, 144.5; Columbus, 167.5; Fort \Vayne, 169.5; 
Indianapolis, 177.4. 

" It is not probable that the riding habit will differ mate
rially in the various territories, therefore we must conclude 
that the poor showing of the interurban lines at Cincinnati 
is mainly due to the fact that they do not r each a suitable 

· or common terminal within the city. It is also reasonable 
to conclude that the earnings are affected adversely when 
the interurban lines operate over city streets, and that a 
rapid transit entrance would increase the earnings. 

"While it is true that under usual methods of analysis 
Cincinnati would be considered too small to justify the 

large expense necessary for an elevated road or a subway, 
it is also true that on account of the unusual topographical 
features of the place and the restricted area of the down
town district it may be considered an exception. Each 
year will largely increase the cost of building new radial 
lines to the suburbs, as the territory is building up rapidly, 
and in a few years the item of right-of-way alone will make 
the cost of constructing new lines on the surface almost 
prohibitive. 

"A close study of the situation has convinced me that, 
with th e canal site now available, steps should be taken 
with as littl e delay as possible to utilize it in such a man
ner as to constitute the nucleus of an interurban terminal, 
and my recommendations are based upon this conclusion." 

USE OF CANAL 

Mr. A 1rnold then proposes two separate plans for the 
use of the old Miami & Erie Canal, saying in part: 

"Early in my investigation it was asce'rtained that t:se 
might be made of that part of the old Miami & Erie 
Canal which li es within the city limits, since it has been 
leased from the State for the city's use as a boulevard, and 
that under this lease there would be no objection to a sub
way under the boulevard. A subway along the canal will 
cost but little over one-half of what similar construction 
wou;d cost in a city street where travel must be maintained, 
sewer, water, paving and buildings taken care of, and this, 
too, without taking into account the saving to the city on 
account of not having to fill the canal." 

The estimated cost of plan No. I is $13,089,858, or 
$256,322 per mile of single track. The estimated cost of 
plan No. 2 is $12,704,617, or $251,089 per mile of single 
track. Methods by which these costs could be reduced are 
also outlined in the report. Mr. Arnold, continuing, says: 

"After effecting all possible saving the initial cost of 
an adequate interurban terminal system will be large, so 
large that for a few years it will not be able to earn 
operating costs and fixed charges, and it would appear 
that the city is not yet ready for it, unless its citizens feel 
that the need for it is great enough to warrant an undertak
ing which will have to be carried for some time until it 
becomes sel £-supporting. . 

"The retarded growth of Cincinnati indicates that such 
a need exists. In 1880 Cincinnati was the eighth city in 
rank in population in the United States. In 1890 

1 
it had 

fallen to the ninth place; in 1900 to tenth place and, ac
cording to the census of 1910, it ranks thirteenth, having 
been passed by Pittsburgh, Detroit, Milwaukee, Buffalo, 
Cleveland and San Francisco since 1880. But for the fact 
that in 1898 Brooklyn lost its identity and became a part 
of gr eater New York, Cincinnati's rank to-day would be 
fourteenth. 

"From 1880 to 1910 the population of Cincinnati in
creased 42.5 per cent, while in area the increase was 107.8 
per cent. 

"Taking all cities in the United States with a population 
of 25,000 and over, the increase for the last three decades 
is as follows: 1880 to 1890, 49.5 per cent; 1890 to 1900, 
32.6 per cent ; 1900 to 1910, 34.3 per cent. These statistics, 
taken from the United States census, show that Cincinnati's 
increase in population for the past thirty years has been 
only about 30 per cent of that of cities of its class and 
approximately the same percentage when compared with 
the increase of all cities with a population of 25,000 and 
over." 

EARNINGS AND OPERATING COSTS 

The section of the report dealing with probable earnings 
and cost of operation says in part: 

"Takino- into consideration the fact that this is a term
inal syst:m, the operating expenses of the terminal will 
be relatively low, because the car equipment, together with 
the expenses of operating the cars ( exclusive only of 
power), will be furnished by the companies using the term-
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iual and not by th e terminal eompany itself. For this rea
son, I believe the distribution of eharges shown in T able 
II, published herewith, measured in per eent of the fir st 
cost of the property, may be considered applieab:e to the 
first year of paying operation, which will oeeur about 1923 
for plan No. 1, assuming the terminal s are eompleted and 
plaeed in opera tion by the year 1914. 

TABLE 11.~ DI ST RID UTION OF EXPEN DITURES; P ER CENT OF FIRST C osT OF 
PROPERT Y 

1. Oper a ting expenses . .. • . , ... . . .. . . .•. , .. . . . ... . .... .. • . ...... 3.87 
lneludin g (a ) aceidents, (b ) t axes , (c) maintena nce, (d) dc

preeiation reserve. 
2. Fixed ehar ges ... . . ..•. , ..•... . ..•.•...• ..• . .. •.. ... .. . ...... 4.00 
3. Reserve for am orti za tion fund which will r etire the investment 

in a reasonable period, a ssumed in thi s case to be fift y yea rs . . 1.00 

T otal pe r cent o f fir s t cos t. . ....... . ... •• . . . . .... ....... .. 8.87 

"This distribution shows that it wi ll be neeessary fo r this 
property to earn at least 8.87 per cent on an investment 
cost of $13,089,858 in order to beeome self-suppor ting; that 
is, a total annual income of $1,161 ,504. 

"These earnings are to be derived from a fixed terminal 
rental assumed as 25 cents per ear mile, and the total vol
ume of ear traffie for this year ( 1923) was estimated as 
4,600,000 ear miles. On the basis of the present annual car 
movement, all lines tributary to the terminal property 
would aggregate slightly' over 2,000,000 ear miles, from 
whieh terminal earnings may be derived. T his present car 
traffic is, therefore, less than half of the amount required 
to support the investment, ineluding taxes and amortiza
tion eharges. The interurban lines eould hardly be ex
peeted to pay over 25 cents per car mil e, especially during 
the early lean years. Possibly a sliding seale of charges 
might be install ed by which a higher rental would be justi
fi ed after the properties have begun to pay well, but again 
these eharges would have to be redueed when the volume 
of traffic beeame · remunerative, so that, a ll things eonsid
ered, an average fixed r ental of 25 eents per car mil e for 
a eity the size of Cineinnati is the most reasonable fi gur e 
upon whieh to base these estim ates. 

"Ineluded in these earnings is a· certain proportion of 
earnings from high-speed suburban lines of the eity sys
tem, provision for whieh has been made in the interurban 
terminals. It may b-e eonfidently expected that there wi ll 
be a demand for this improved serviee between eity and 
suburbs which the eity lines are not now in position to 
furni sh, and which they eannot afford to ignore as soon 
as faeilities a re offered them. Even though express serv
iee to the suburbs is maintained only during morning and 
evening rush hours, this would in all probability add 25 
per cent to the r evenue to be derived from interurban 
traffie, which inerease has been ineorporated in these esti
mates. 

"In all previous est imates of probable ineome no reve
nue has been considered from light frei ght and express 
bus iness handled by the terminal, exeept on a ear-mile 
basis. viz., 25 cents per ear mile. This I eonsider a most 
eonservative basis, for it is entirely probable that afte r the 
terminal has been in operation long enough to enable this 
light freight and express business to beeome well estab
lished it will be possible to mak e an additional eharge for 
terminal serviee over and above the car-mile rate, and the 
revenue derived therefrom will materially exeeed the eost 
of handling; eonsequently, the net earnings will exeeed 
those estimated h erein. 

"All of the above diseussion is based upon the assump
tion of a complete operating property aggregating $13,089,-
858 in investment eost, known as plan No. 1. If the eom
plete t erminals are not built at the start but various op
portunities for redueing first cost are taken advantage of, 
the fi xed charges will obviously be reduced and the oper
ating ratio to fixed charges will be materially ehanged. 
Thus, plan No. 1-A, the most simplified of those presented, 
eosting $8,491,803, will only require earnings amounting 

to $830,000, or 9.78 per eent of the investment, to become 
self-supporting, which will oecur in the year 1916, or a 
little less than two years a fter the completion of the term
inals. 

"Referring to the graph ical analysis, published herewith, 
each of these proj eets will begin to pay after the expira
tion of a certai n non-earning period, the length of which 
depends enti rely upo n the re:ative inves tment ineurred. 
In orde r to show thi s r elation of non-pay ing per iods to 
earn ings, plan No. I has been illustrat ed as typ ical, the 
maximum investment of the complete project has been as
sum ed and th e minimum investment is taken. 

"The probable ineome of the system has been estim ated 
upon a basis of an increase of 5 per eent per year com-
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Cincinnati Report- Graphical Representation of Future 
Earning Power of Proposed System 

pounded. This wi ll probably be too high a rate if pro
j ected many decades into the fu tu re, but within the period 
shown it is eonservative a t least fo r the fir st ten years. 
It is furth er assumed, and I beli eve eonservatively, that 
this interurban business will increase over present business 
about 10 per cent immediate ly upon the opening of the 
terminal property. 

"Referring to the eurves in the illustrations, the point of 
intersection of the curve 'total income from interurban and 
eity lines' and that of 'operating and fixed charges' indi
cates the end of the period of operat ing de fi cit only, whieh 
deficit wi ll acerue for a period of two years in the ease 
of the eomplete proj eet , No. 1. 

"If tax assessments a r e levied, a de fi cit · will occur for 
five and three-quart er year s in the case of plan No. 1. 

"If amortization r eserve is eharged against the proj eet 
from the beginning, a deficit will exist for eight and three
quarter yea rs in th e case of plan No. r. However, beyond 
the maximum terms, it is estimat ed that the property will 
begin to aceumulate a continuous surplus which may be 
used to offset th e defieits of the early years. 

"In the case of a property of this perman ent nature 
whose funetion is so beneficial to the entire city, it would 
seem quite justifiable for the city to reli eve the property 
during the early years of the burden of amortization and 
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possibly of taxes for the entire period. In the above en
ginee ring estimates taxes have been included in order that 
the project may 'stand upon its own feet' and the true 
financial results therefrom may be apparent. H owever, as 
a municipal project the elimination of taxes would evi
dently constitute a considerable r eli ef. Similarly for an 
amor tization r eserve of so long a period as fifty year s it 
would be entirely proper to defer the annual payments' fo r 
a few years unti l the property has begun to pay for itself. 
Any relief from amortization charges during the early 
years wi ll operate to increase the annuity r ate during the 
later years, but this is not considered serious, as the prop
erty will in a ll probability r apidly accumulate surplus after 
the fir st eight or ten years' operat ion. 

"On the other hand, if the proj ect is found to be one 
which the city does not itself undertake, and private capi
tal is willing to undertake it, conditions as regards taxa
tion and amor tization should be made liberal enough to 
insure that both the construction and operation of th e 
property shall be commercially feasible. A t the same time, 
the city should unqu estionably retain effective control and 
supervision of the project from the date of its inception. 

PRESEN T FINANCIAL STATUS OF I NTERURBANS 

''Table III, published her ewith, shows the percentage of 
increase or decrease in operating results fo r a ll of th e 
interurban roads operating out of Cincinnat i fo r the year 
ended June 30, 1908, and the year ended June 30, 1912. 

T ABLE III.- P ERCENTAGE OF IN CREASE OR DECREAS E IN OPERATING RESU LTS 

Year Ended 
J u n e 30, 1908 

Mi les of road. . . . . . . . . . . . . . . . . . . . 353.09 
P assengers carried .............. 12,64 5,029 
P assen ge rs pe r mil e of road...... 35,812 
Passenger r evenue .............. $ 1,250,645.8 1 
Freigh t r ev enu e . . . . . . . . . . . . . . . . 154,229. 75 
T ota l tran sporta tion r evenue ... ... 1,404,875.56 
Average fa r e pe r passenger...... 0.09 89 
Transport a tion revenu e per mi le o f 

road ............ ... . • • • • • • • • • 
P assen ger car miles ........... . 
Freight car miles .............. . 
Total car m iles .. ............. . 
P assen ge r r ev enue per passenge r 

ca r mile . ...... .. ............ . 
Freight r evenue per freight car mi le 
Total transportation revenue per 

t otal ca r miles ............... . 
Passen gers carried pe r passenge r 

car mile .... ... . ... ........... . 
Total ca r miles pe r mil e of road 

*Decrease. 

3,978.80 
5,5 29,320 

487,2 12 
6,0 16,532 

0.2262 
0.3166 

0.2335 

2.29 
17,040 

Year Ended Per Cent 
June 30, 19 12 I n crease 

356. 19 0.88 
14,946,8 78 18.20 

41,963 17.1 8 
1,425,880.76 14.01 

238,842. 69 54.86 
1,664,723.45 18.50 

0.0954 *3.54 

4, 673. 70 17.47 
6,428,241 16.26 

767 ,99 7 57.63 
7,196,238 19 .61 

0. 22 18 * 1.95 
0.3110 * 1.77 

0.2313 *0.94 

2.33 1.7 5 
20 ,203 18.56 

·'For the three years from 1909 to 1912 the business of 
th e Indianapolis interurban terminal increased as follows : 
Passengers ca rri ed 24.4 per cent; passenger trains 30 per 
cent ; fr eight trains 27.6 per cent. At Cincinnati from 1908 
to 1912 the increases were as follows: Passengers carried 
18.2 per cent; passenger car miles 16.3 per cent ; freight 
ca r miles 57.6 per cent. This comparison shows that in
te rurban lines a t Cincinnati a re suffering from th e lack of 
adequate terminals. 

"The ratio between the r evenue 'per mi le of road' and 
'per car mile' is the 'car miles per mile of road' or the 
'density factor .' The line with the smallest earn ings per 
car mile shows the largest r evenue per mil e of road be
cause it makes the largest use o f its tracks, while the line 
with the largest earnings per car mile has the next to the 
lowest revenue per mile of track, owing to the fact that 
its use of its tracks is very small. 

"Neither of these particular conditions is satisfactory; 
\Vith low earnings per car mile and large mileage per mile 
of track th e platform expense will be disproportionately 
large and therefore a heavy burden. Nei ther will the large 
earnings per car mile of the other line offset the loss oc
casioned by the infrequency of its service, which shows 
that its tracks are not being utilized to an extent that will 
afford suffici ent revenue, and therefore the fixed charges 
will in this case become a burden. 

" In Table IV are shown the 'car miles per mile of track ,' 
'gross revenue per car mile ,' 'operating expenses per car 
mile,' 'net revenue per car mil e,' the operating ratio and 

also the rank of each group of lines as to each of these 
items. 

" In use of their tracks, i.e., density of car traffic or 

TABLE IV.-OPERATING STATISTICS OF I NTE RURBAN LI NES OF VARIOUS 
CITIES. 

Year E nded June 30, 1911 

Car Miles 
pe r M ile 

Cities of Road 
Cinc innat i, O hio .. 19,382 
Colum bu s, Ohio ... 18,98 1 
Cleveland, O hio ... 25,2 10 
Toledo, Ohio ...... 16,096 
F ort \ Vayn e, Ind .. 20,252 
Indianapolis , Ind . . . 18,034 

Average ......... 19,578 

* R evenue from all sources. 

Operating 
Rati o, 

*Gross Operating Net Operating 
Revenue Expense R evenue Expense 
per Car per Ca r per Car to Gross 

Mile , Cents Mile, Cents Mile, Cents Receipts 
23 .33 15.17 8.16 65.0 
29.34 18.3 0 11.04 62.3 
30.98 16. 76 14.22 54.l 
31.67 18.14 13.53 57.3 
25.82 15.57 10.25 60.3 
31.77 18.12 13.65 57.0 

29.83 17.23 12.60 57.7 

'density factor,' the Cincinnati interurban lines rank third 
although they are but r per cent below the average of 
all lines, which shows that in this one respect they are 
about normal. 

"In 'operating expense per car mile' the Cincinnati lines 
rank first, but their 'gross earnings' and 'net earnings' per 
car mile rank sixth. In net revenue they show but 65 
per cent of the average of all lines of the cities enumerated. 

" In 'net revenue per car mile' Cleveland ranks first with 
14.22 cents, with Indianapolis second at 13.65 cents, but 
it must be remembered that in the Cleveland territory ther e 
a re r 12 people to the square mile, while at Indianapolis 
there are but sixty-seven. 

"Finally, in regard to operating ratio, Cincinnati ranks 
sixth, the same as in ' relative net revenue per car mile.' 
ln other words, its roads occupy the lowest position as 
ea rning properties. 

' 'The only conclusion to be drawn from the foregoing 
statistics is that unless some relief is afforded them the in
te rurban lines will continue to be financially unproductive 
and therefor e unable to do their share in developing and 
building up the territory in which they operate. These in
terurban lines are entitled to earnings which will not only 
show a good return on the capital invested but also keep 
the properties in first-class physical condition, otherwise 
they will not fulfil the purpose for which they were built." 

ALTERNATIVE PLANS 

In the concluding section of the report alternative plans 
are submitted with the statement that, if concessions are 
made in the conditions mentioned for plans Nos. r and 2, 

a terminal system may be built at a lower cost than the 
plan involving a ll of the features recommended by Mr. 
A rnold. The alternative suggestions are designated as 
plans Nos. 3, 4, 5 and 6. U nder plan No. 3 the estimated 
cost is $10,608,075, or $221,694 per mile of track, while 
further modifications are outlined which would reduce the 
cost below that figure. The estimated cost of plan No. 4 
is $6,478,940, or $203,894 per mile of track. Plan No. S 
involves an estimated cost of $6,926,053, or $203,900 per 
mil e of track. Plan No. 6 shows an estimated cost of 
$7,055,680, or $204,060 per mile of track. Concerning plans 
Kos. 4 and 5, which, as shown in the foregoing, are 
recommended by the - Cincinnati Rapid Transit Commis
sion, Mr. A rnold says: 

"Plan No. 4, at a cost of $6,478,940, should begin to ac
cumulate a surplus in three and three-quarter years after 
the project has been completed, with interest at 4 per cent, 
or in six and one-quarter years at 5 per cent. At the end 
of three and three-quarter years the accumulated deficit 
would be about $195,000, and it should require the surplus 
for three and one-half years to cover this deficit. 

"Plan No. 5, at a cost of $6,926,053, shows a deficit for 
five years with bonds at 4 per cent and for seven and one
half years at 5 per cent. The deficit at the end of five 
years should amount to approximately $305,000, which 
should be eliminated by the surplus during the next four 
and one-hal.f years." 
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COMMUNICATIONS 

T-RAIL CONSTRUCTION IN PAVED STREETS 

KENTUCKY TRACTION & TERMINAL COMPANY 

LEXINGTON, KY., Feb. 5, 1913. 
To the Ed itors: 

I have read with interest the article on page 61 of the 
ELECTRIC RAILWAY JOURNAL of J an. II, relative to the mat
ter of paving betw een the rails on the Illinois Traction Sys
tem, and also the a rticle on page 209 of the issue of Feb. I 
by A. Swartz. 

This company's construction prior to 191 r was practica lly 
the same as that described as the standard T-rail construc
tion in paved streets of the I llinoi s Traction System, with 
the exception that we carried the concrete 6 in. below the 
tie instead of surfacing on g ravel as in th e Illinois Traction 
plan. Our method of laying the brick pavement was identi 
cal with that which is recommended in the Illinois Traction 
System article. On Jan. I, 1911, we abandoned this plan 
because we found that the brick which was carried under 
the head of the rail, and which of necessity took the wheel 
wear of all the vehicular traffic , wore out and gave way in 
the course of three or four years. T his allowed water to 
get into the sand cushion, and during th e cold weather of 
the winter it lift ed the rema inder of the paving, thereby 
destroying its value. \Ve also found that the plan of car
rying the concrete below the ti es made th e track con struc
tion so rigid that bright spots on the r eceiving rail and 
general destruction of the j oint occurred much more quickly 
than we beli eved would be the case if a more fl exible form 
of construction was us ed. 

In view of these defects we la id seve ral miles of paving 
in this city in 191 I according to the method illustrated by 
the accompanying illustra tion. T his construction consisted 
in first rolling the sub-grade with a 10-ton road roller and 
spreading over the sub-grade 6 in. of broken stone, which 
was then compacted by being rolled with the road roller. 
On th is as a ±oundation were laid 6-in. x 8-in. x 8-ft. 
white oak cross t ies, which carried the track of So-lb. 
A.S.C.E. rail. The track was surfaced by tamping under 
the t ies, during preliminary operation, about 2 in. of broken 
stone. This broken stone was carried to a point between 
the ties 2 in. above the base of the ti e or 4 in. below the 
base of th e rail. After about two weeks of operation, dur
"ing which time inequalities of surfac e were tamped out as 
they sho,,ved up, a -~-in. layer of concrete was la id between 
the ties, up to the base of th e ra il, and over this was spr ead 
evenly a sand cushion on which the pavement was placed. 
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Lexington Track-View of Standard Pavement Between 
T-Rails 

This paving consisted of 4-in. by 5-in . specially cut r ed Mis
souri granite blocks laid next to and extending under th e 
head of the rail. This block was laid in a bed composed of 
a dry mixture of one part of cement and two parts of sand. 
Between these blocks standard vitrified paving bricks were 
laid parall el with the rail, so that the tops of a ll the bricks 
were level with the top of the rail. On the outside of the 

track and in the dev il-strip th e bricks were all pa ra llel with 
the ra il and ¼ in. below the top. T he ent ire paving was 
grouted with a mix ture co mposed of one part o f P ortland 
cement and one pa rt of sand. 

This structure was laid in the spring and summ er of 19 11, 
and up to thi s writin g we have fo und absolu tely not one 
case o t fa ilure 111 the track or in thi s paving. \ Ve have 
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Lexington Track-Section of Standard T-Rail Construction 

been unabl e to discover a single crack in any of the paving 
blocks, notwithstanding the fact that th e w int er of 191 r was 
very cold, the thermometer on several occasions being below 
zero, with a minimum of 17 deg. below. The granite blocks 
a re taking th e w ear of the vehicular traffic without any 
appreciable depreciat ion. 

The accompanying halftone, from a photograph taken 
Feb. I . 1913, shows a section of this track on Main Street 
in th e city o f Lexington. Thi s track is used not only by the 
cars of all th e city lines, but al so by the 35-ton cars of the 
fo ur int erurban lines entering L exington. You will note 
that we use no drain tile in the cent er of the track, such as 
is used by th e Illinois Traction System, because our sub
soil is of a gravelly clay nature and is self-draining. 

GEORGE MACLEOD, Chi ef Engineer. 

CONSTRUCTION OF AMERICAN AND PRUSSIAN 
ACCUMULATOR CARS 

ACCUMULATOREN-FARRIK AKTIENGESELLSCHAFT 
BERLI N, Jan. 27, 1913. 

To the Editor s: 
T he information given by Le Roy Scott in the ELECTRIC 

RAILWAY JOURNAL for Aug. 31, 1912, which has but re
cently come to my attention, is undoubtedly of great interest 
on acco unt of the figures which he presents relativ e to the 
self-propelled cars of the American railways on which Edi
son batt eri es a re employed. It will probably be of interest 
to many of your readers to compare his figures with the cor
responding ones on the cars o f th e Prussian State Railways, 
the bat teries of which have been suppl ied by my firm, th e 
A ccumulatoren-Fabrik Akti engesellschaft, Berlin-Hagen. 

The Beach-Edison cars show an energy consumption of 
31 watt-hours per ton mil e, which is equal to 18.8 watt
hours per ton ki lometer on the level. Mr. Scott expresses 
th e opinion that the special design of th e car axles is re
spo nsible for th e low figures. He will therefo re be inter
ested to learn that th e average energy consumption o f the 
accumula tor cars of the Prussian State Rai lways is less 
than 18 watt-hours per ton kilom eter, and that many of 
th em run on tracks with st eep up-grades and frequent stops. 
The cars in question have the standard design of axle which 
is usual on E uropean railways. 

Mr. Scott is undoubtedly righ t in asserting that there is 
no r eason why c>.ccumulator cars should not be able to take 
up-grades. It is not at a ll clear why up-grades should tend 
to prevent such operation, fo r it is only a question of employ
ing motors of the right size. T he effect of steep grad ients on 
the accumulator car is simply a corresponding dec rease in 
the radius of action. Of course, when up-grades are taken, 
the voltage of the accumulator sinks in proportion to the in
crease in the discharging current. Mr. Scott w ill probably 
agree with me in saying that in thi s case the lead accumu-
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lator has a considerable advantage over a ll alkaline bat
teries, because the voltage of the former does not sink at 
anything like the rate that it does in the latter. It follows 
naturally that the car fitted with a lkaline eells ean take up
grades only at a much lower speed than one fitted with lead 
cells. This is also the reason why eleetric automobile users 
in Europe have dropped the Edison accumulator in a num
ber of eases and taken up the lead aeeumulator again. 

Mr. Scott a lso states that a trial car developed a capacity 
of 280 miles in eighteen hours, when eharged only four 
honrs during the night at the normal rate and for four 
hours intermittently during the day at an increased rate. 
He points out that this method of charging is one of the im
portant feature s of the Edison battery. As a matter of 
fact, however, this practice is also very frequ ently employed 
in Europe in connection with lead accumulators having 
large-surface positive plates, and it is also followed in the 
case of the self-propelled cars of the Prussian State Rail
ways when the working conditions demand sueh treatment. 
The normal charge in the latter ease is i:mly two hours com
par ed to four hours for alkaline. batterie·s. 

At this point I would like to r eetify an error made by Mr. 
Scott with r egard to the fir st eost of the Prussian accumu
lator cars. They do not cost $20,000 but only $18,000 each. 
It is a pity that Mr. Scott does not state what the battery 
in the Beach-E dison ca r costs.. It would have been most 
interesting to know this fi gure, as all ealculations have 
hitherto shown that on aecount of its high price the Edison 
aeeumulator eannot be seriously looked upon as an earnest 
competitor in Europ ean a~ccumulator ear work even when 
we negleet it_s high internal r es istance and its exeessive volt
age drop at sta rting and when taking up-grades. Ki10wl
edge of the priee is also important in order to judge the 
probable cost of maintenance, for Mr. Scott does not by 
any means el ea rly show how he arrives at o.8 eent per car 
mile. 

One must bear in mind .that it is not sueh an easy matter 
to compare the life o f a lead aecumulator and an Edison 
battery. In the case of th e lead accumulator for self-pro
pelled cars about 40 per cent o f the first eost is aecounted 
for by the high value of the hard-rubber j a rs, which are 
subject only to minimum wear and t ear, that is to say, 
breakage during battery r epairs and in collisions. The re
plating of a battery is also an inexp ensive. matter , especially 
when one considers that the old plates can be employed 
again as raw material for making n ew ones. It is there
fore possible for the eontracting firm to carry out the main
tenanee at a comparatively low figur e amounting to. 8¼ 
pfennigs per car-kilometer (3.4 cents per car mile) inelud
ing a maintenance man, or somewhat more than 6¼ pfen
nigs per car kilometer (2.76 eents per car mile) without a 
maintenanee man. 

In the case of the Edison battery, havvever, a complete 
renewal of the battery is undoubtedly n ecessary, so that 
when th e original one is worn .out th e entire first cost must 
be dupli ea ted. 

Mr. Scott ealeulates the maintenance expenses of the bat
tery at o.8 cent per car mile, including an item of 0 .2 cent 
for battery maintenance, flushing, ete. It therefore fol
lows tha t o.6 cent remains for mere cell repairs. This fig
ure is g iven under the condition that the battery is renewed 
after four years of service, with an output of 130 miles to 
170 miles per diem. Taking 150 miles as the mean daily 
output and 330 working days per annum, we get a total out
put of 200,000 miles within four years, afte r which tim e the 
battery will require renewal, aceording to Mr. Scott's own 
statement. As he r eckons o.6 eent for battery renewals, it 
follows that 200,000 times o.6 cent, or $1,200, represents the 
cost of r eplacing a battery. If we allow IO per cent to 15 
per cent of this fi gure for the value of the old material, we 
find that the new battery must eost about $1,400 to $1,500. 
-Mr. Scott has therefore based his calculations on an ex
tremely low price for the battery. This price is only a 

small fraction of that hitherto demanded by Mr. Edison. I 
can only assume, therefore, that Mr. Scott's figure 01 o.8 
cent per car mile is erroneous·. It would be extremely meri
torious of Mr. Scott if he would elear up the matter some
what by giving more detailed particulars. 

' DR. A. BUTTNER. 

PROPOSED TERMINAL OF TERRE HAUTE, INDIAN
APOLIS & EASTERN TRACTION COMPANY 

AT TERRE HAUTE, IND. 

A comprehensive interurban terminal layout for the Terre 
Haute, Indianapolis & E astern Traction Company at Terre 
Haute, Ind., is now in the eonstruction stage. A block of 
property 155 ft. by 300 ft. just outside the business district 
has been purchased for this purpose. To provide proper 
approaches to this property and at the same time segregate 
the terminal traffic from vehicular traffic between Eighth 
and Ninth Streets, between which the terminal property 
lies, Cherry Street, a 65-ft. cross street adjacent to the 
property, has been vacated by the city. In its place the 
all ey separating the terminal property from the rest of the 
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Plan of Terre Haute Terminal Property and Track Ar
rangement 

bloek has been widened to 50 ft. to provide a driveway to 
the proposed terminal station and baggage and express 
building. An attractive entrance to the· t erminal property 
has been provided by the purchase of a 44-ft. lot fronting 
on \Vabash Avenue, one of the principal business streets, 
and the building of an arcade building on this property. 
This areade building is two stories high and oecupies the 
entire property, 114¼ ft. deep. It has a glazed white terra
eotta front, and the space on each side of the arcade has 
been arranged for a number of small shops. 

The terminal property and trackage are shown in the 
illustration. At the present time the tracks are in place and 
are being used for passenger and freight terminal purposes. 
A remodeled stor e building, situated at the N inth • Street 
end of the property, serves as a passenger station. The 
express and freight station occupies the northwest corner 
of Ninth and Cherry Streets. This building formerly 
served as a carhouse and was partially remodeled into a 
freight house , some time ago. The present traffic has out
grown these quarters, however, and further additions and 
remodeling are contemplated . .. 

The existing trackage includes four tracks on the termi-
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nal property, and these tracks a re being used for storage 
of passenger and express equipment. T he t wo tracks in 
Cherry Street are being used as team tracks for car-load 
freight , and one also serves as a lead to th e coal track 
which reaches the old power station directly nor th of the 
freight house. This old station is being held in reserve in 
case of an emergency shutdown a t the new generating sta
tion. T he boiler equipment , however, is connected to the 
steam-heating system which this company ope ra tes, and it 
requires firin g during th e wint er season. 

T he ex isting schedules on int erurban lines operating in 
and out of Terre Haute include eighty trai ns each way. 
Four lines enter th e city from as many di fferen t direction s 
:.rncl serve the territory between Terre Haute, Clin ton, 
Indianapolis and Sullivan, Incl. , and Paris, Ill. A n aver
age of 5000 passengers is handled at the proposed termin al 
each clay. Exp ress and freight serv ice include two express 
trains handling United States Exp ress Company's business 
and eight scheduled freight tra ins which rece ive and de
liver less than car- load shipments. As stated, th e a rcade 
building is complete, and it is contemplated th a t the termi
nal building, plans fo r which have been prepa red, w ill be 
erected in th e near futur e. 

A NEW TYPE OF UNDERFEED STOKER 

The San fo rd Riley Stoker Comp any, of \Vo rcester , Mass., 
has just placed a new type of mechanical stoker upon the 
market afte r a year of opera ti on of trial installations. The 
most conspicuous difference between the new stoker and 
the usual underfeed type is that it has moving fuel-bearing 
g rates in place of stationary tuye res, and movin g overfeed 
grates ext ending across th e entire w idth of the furnace. 
T hese moving grates carry the fu el down an incline of 
about 20 deg. The positively forced feed, made up of th e 
combined motion of a plunger in th·e r etort and th e moving 
grates, distributes the coa l evenly. T he n early uniform 
thickn ess of fu el in sures ac tiv e combustion over the whole 
fire surface by providin g a much fre er and more uni fo rm 
passage of a ir through th e coal than is possibl e when the 
coal heaps in large masses w ith adj acent thin spots. 

The discharge of refuse is continual and automatic, not 
periodic, thus avoid ing the discharge of la rge masses of 
fu el with the refuse. A t the lowe r end of the overfeed 
grates a re pu sher noses which fo rce the refuse slowly but 
continuously toward the bridge, then on and over the ash
supportin g plates, which are hin ged together in the form 

N ew U nderfeed Stoker-Sectional Side V iew 

of an apron. The plates of this apron han g down ove r the 
ends of a rack which controls the size of the openin g and 
is adjustable by hand power. T he discharge capacity can 
be regulated by th e amount of travel given to th e pusher 
noses. The discharge of r efu se is at such a rat e tha t the 
fuel is thoroughly burned out and practically cold befo re 
discharge. 

The new stoker is reported to be able to break up a ll 
clinkers. The continual rec iµroc ating mo tiun or the mov
ing grates, which is in opposite directions fur adjacent 
retorts, forms a shea ring line between each pair. This 
action prevent s th e format ion of clinkers abo ve the air 
openings. The cru~her ac tion of the pusher noses at the 
bottom of the overfcccl g rat es is effective in preventing the 

New Underfeed Stoker-View from Rear End Showing 
Retorts and Moving Grates 

accumulat ion of clinker of large size at thi s point, and any 
obstruction caught in fro nt of a plunger wi ll block that 
plunger on ly and. furthermore, it cannot do damage mor e 
serious th an th e shearing of a pin which fo rms the safety 
device. T his arrangement not only r educes the amount of 
fire area temporarily deprived of fresh fue l but a lso by its 
use the fuel in only one retort has to be overhauled. 

NEW HYDROELECTRIC DEVELOPMENT 

T he Kuhn interests of P itt sbu rgh , Pa. , which contro l th e 
\Vest Penn E lectric Company, are preparing to put in three 
dams on 'the Cheat River, Va., each of which will produce 
50,000 hp and, provided th e necessary permission shall be 
obtained, the fir st will be in operation about J an. 1, 1914. 
Ce rtain dams wi ll a lso be established on Sandy Creek, in 
\Vest Virginia, which will provide addit ional power. The 
same interests a lso control the fall at O hi opyle, Pa., where 
th ere is a drop of 1 IO ft., together wi th reservoir rights 
on th e Youghiogh eny River, so tha t ultimately about 250,-

000 hp wi ll be available for commercial rights around P itts
burgh. T he \ Vest Penn E lectric Company has at the 
present t ime a team station at Conn ellsville, rated at 
52 ,000 hp and operating with coal costing about $ 1 a ton. 
The energy is transmitted as far as Butl er, Pa., 120 miles 
away, and at the present time there are some r IO coal 
mines with connected loads ranging from 2 00 hp to 5000 hp 
being supplied from the company 's system, not to mention 
the numerous municipalities centering arou nd Connellsville. 
\Vith the establishment of the hydroelectric plants referred 
to a tension of I ro,oco volts will be adopted. 

INVITATION TO INSPECT SIGNAL SYSTEM 

In conn ecti on with the forthcoming meeting of the Cen
tral E lectric Railway Association, wh ich is to be held at 
Indianapolis on Feb. 27 and 28, C. L. Henry, presiden t of 
th e Indianapolis & Cincinnati Traction Company , has ex
tended to th e members of the association and to other 
att endant s at the meeti ng, both ladies and gent lemen, an 
invitation to take a trip over the Shelbyvi ll e divis ion of 
his lin e to inspect the Simmen system of signaling and 
train dispatching. T hi s apparatus has now been fu lly 
installed and is in operation over the entire division. It is 
ann ounced that th e specia l cars provided by Mr. Henry will 
leave th e Traction Terminal, Indianapolis, on Friday, Feb. 
28, at 2 :30 p. m. , arrivin g at Indianapolis 6 :30 p. 111. 
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N e-ws of Electric Railways 
Preliminary Draft of Chicago General Merger Ordinance 

Being Prepared 

As a r e sult of the m ee ting of th e local transpo rta ti o n 
commit tee of t h e Chi cago City Counci l o n Feb. 13, a t 
w hi ch the representatives of th e surface and e levate d 
railways presen t ed t he ir out line of a plan fo r ·unificati o n 
a nd a comprehensive system of subways, a sube ommitt ee 
c o-operating wit h t h e corporat ion coun se l h as b een in
s truc t ed t o prepare a tentativ e draft o f a merger ordinanc e. 

From the out line su bmitted by the r eprese ntatives o f the 
rai lway s it would app ear that their p lan of con solid at io n 
co n formed in principle to the e lev·en su g g e stions made by 
t h e local transportation committee. These s ugges tion s 
were publi sh ed in th e EL ECTRIC RAILWAY JO U RN AL fo r D ec. 
21, pag e 12--1-2. The outline pre s en ted by th e representa
tives of th e r ailways is a s foll ow s : 

T. T h e exis ting s treet and e levated railways t o b e con
so lid a t ed o r merg ed into on e co mpany under app r op ri a t e 
legislatio n t o be soug h t fr o m the Gen era l As se mbly au
t ho rizin g th e merge r a nd th e co n s tru c tion of su !:> ways, and 
a ll t h e lin es, includin g t hose in subw ay s, to be ope rat ed 
as a un ifi ed sy st em. 

2. O n e 5-cent fare t o b e es tabli sh ed for a s in g le con
ti nu ou s rid e in any one g en era l direction. wit h free trans
fe r s at a il r easo nab le p o int s t o be a g r ee d upon between th e 
vari ou s lin e s o f t he unified sys t em , wheth er surface, e le
va t ed o r subway li n es. 

3. A s far a s practicab le, dbwnt own t erminals to be abol
ish ed and throu g h routing o f ca r s a nd train s to be effect ed. 
Routin g o f car s a nd train s tn b e such a s to afford the best 
t r a n sp o rta tion fac ili ti es tn a n d fr o m a ll pa rt s of the ci ty, 
t he elevat ed a nd subway lin es to be used fo r express serv
ice so fa r as prac ti ca b le. 

-+· i \ co mpreh en sive sys tem of ra pid tra nsit subways to 
be co n s tructed and equipped as fo ll ow s: (a) Subways for 
th e co nges ted dow nt o wn di stri c t as soo n as poss ible, for 
t r ain s of th e ele vated lines . (b) Aft e r the comp le ti on of 
the downt own subway s, a dditio na l ra pid tran s it subways 
extendin g in v a ri o u s direc ti o n s t h roug h out th e ci ty as the 
conditi o n s of tr a ffic and populati o n shall r equire and warra nt. 
T h e w o rk o f cnn s tructing subway s t o be let t o the lowe st 
respo n s ible b idders und er duly approved contracts. 

5. Th e combin ed capita l valu a ti on of the merge d proper
t ie s at t h e o ut se t t o be fi x e d by t ak in g th e valua tion of the 
s tree t ra i1w ay s a, d et e rmin ed by exi st ing o rdinance s and 
a ddin g th e r e to a n a m o unt t o be agr eed up on as the valu e 
o f th e eleva t ed r a ilroa ds. 

6. Th e co mpa ny to provid e all m o n ey s r equired for t he 
subways. as w ell a s fo r ext ens ion s a nd improvements o f 
exi st ing lin es a nd fo r equipm ent , except th a t the city' s 
" tra cti on fund'' shall he applied as fa r as it wi ll go tow a rd 
th e cos t nf th e down town subways. The mo n ey s pro vided 
by th e compa ny, p lu s a n a g r eed p e r centa ge fo r broker age, 
t o be a d de d to th e cap it al valu a ti o n. 

7. Th e c ity to h aH th e ri g ht t o r equir e th e existing 
e levat ed " loop '' t o b e t aken down as soon as th e dow ntown 
s u bways sh a ll be co mplet ed a nd r eady for op er a tion. 

8 . Th e co n st ru ct io n a nd equipment o f subway s. the addi
t io n s t o capita l va lua ti o n and r egulati on o f s ervice t o be 
s upervi se d by a b oa rd o f eng in ee r s o r oth erwi se, as may be 
agr ee d u po n , t o th e end th a t th e inte r es t s of the public, 
of th e city a nd o f t h e compa ny in the prop erties, a nd in 
the oper at io n th e r eof, m ay be pro p er ly protected and safe
g ua rd ed. 

9. The c ity a t a ll t im es to have repre sent a tion on the 
c ompa ny' s board of direc to rs . 

IO. The ea rnin gs of the propertie s to be applied a s fol
low s : 

From th e g ro ss r eceipt s th ere shall first be deducted a ll 
o perating exp en ses, t ax es. renewals and maintenance 
c harges , a nd out o f th e r esulting net receipts the compa ny 
to b e a ll ow ed 7 per cent per a nnum on the capital valu
a tion. 

Of the remammg net receipt s (for conveni ence eall ed 
" divi s ible net receipts") 70 per cent to go t o the city and 

be applifd as a sinking fund for the amortization of the 
cap ita l valuation, and 30 per cent to go to the company; 
p rov id ed that if in any year the city's 70 per cent of the 
divisib le net receipts sh a ll be less than $2,000,000, then all 
th e divi s ible n et r eeeipt s fo r such year up to $2,000,000 

shall go t o the c ity fo r the s inking fund and only the bal
a n ce,_ if any, above $2,000,000 shall go to the company; and 
prov id ed further, that the company's p erc ent age of thl 
d ivis ibl e n e t r eceipt s shall be decrease d proportionately as 
th e capita l va luat ion, including a ll a dditions thereto, shall 
s how a n e t d ec r ease by the appl ica tion of the s inking fund, 
a nd that if, aft e r a d ec rease, the capita l valuation shall 
aga in in cr ease, t h e compa n y's pe rcentage shall be propor
t io na t ely inereased, but s ha ll never exceed 30 per cent. 

rr. U p o n the amort izat io n of the entire capital valuatinn 
t h rough the operation of the sinkin g fund, the propntit'<; 
to be transferred t o the c ity fr ee and elear o f debt. 

12. The city t o have the rig ht at a ny tim e t o purehase 
th e propert ies fr ee and cl ear of debt by paying to the com
pany a n am ount equal to the fac e of the capital valuation 
as it shall th en exist, plu s IO p er cent thereof. 

Fo ll owing hi s p r esenta ti on o f the propose d merger out
lin e, vV. G. Deale, counsel for the elevated i o;.:, ls, ca lled the 
a tt entic n of the committee t o ce rt ai n feature s in the outline 
whicl: we r e t o a ce rt a in ex t ent new and had n o t bee1 d1s
eus sed before by th e committ ee o r th e company' s repr<?
sentat ive , The first diffe r ence came under the qu estion of 
a sys t em of subways. H eretofore th ere h as been some con
te nti o n to the eff ec t that fo ll owing the compie t1011 nf a 
subway w hi eh would permit th e removal of the Loor, 
structure o n e sh ould be built a lo n g Halsted Street to re
lieve co ngest io n there. T h e r a ilways did not b eli eve in 
bindin g themselves t o a ny part icular loca tion for the tuc1-
s truction of subways fo llowing th e comple ti on of the ,me 
in the L oop district. The subj ect of it s locatio n ;s left 
entire ly to the di sc r etio n of the city, and it is probable 
that t he ilrst exten sio n to th e proposed subway system may 
b e required at some oth er point to reli eve con gestion. 

U n de r paragraph 6 p r ovision is made that the eity shall 
pa rticipate in the con s tructi on fund as far as the vresent 
traetion fund w ill app ly. The outline provides that the 
companies s ha ll provide th e bala nce of the fund r equired 
and a n agr eed percentage for brokerage shall be allowed. 
l\fr. Dea le said that possibly 5 per cent for brok erage w o uid 
b e en ough, but from past experi en ce in ob taining co n struc
tio n fu n ds it m ig ht be n ecessary t o pay more than this 
a mount. T h e proposit io n was left op en, however, and it 
will he nece ssary for th e c ity an d th e r epresentatives of 
th e co mpanies to agr ee 0 11 so m e d efi nit e pe r eent before 
the fi nal draft of the o rdina nce is made. 

U nder paragraph IO of the o utlin e, the fa ir r e turn to the 
compa nies on the capital valu a ti o n is se t at 7 p er cent. 
l\'f ,. Beale said that h e knf'w th e co mp a ni es woul•i 1Jc2J 
v. ith the city o n thi s basis. but ;:i.; it stood th -: amount 
\ ',8S mere ly tentative a nd it may be agre ed lat~r tlidt 6 or 
6¼ p er ce nt will be suffie ient. It w ill n o t be hard, h owever. 
t .J draw co nclusions, as th e fair r e turn o n capital invu;ted 
has b een discu ssed and t he committee can con sult the dif
fer ent a utho r iti es o n thi s parti cul a r subj ect. H e said that 
in th e end, however, the subj ect m u s t be passed on by the 
s t ockh o lders, who in r ea lity we re t h e peop le with whom 
th e city wa s dea lin g . 

In r eply to a que stio n as to 7 per cent being in exc es s 
of w hat t he elevated rai lways wer e earning o n the approxi
m a tely $ 80,000 .000 va luat io n set on the property, Mr. Beale 
said that they were earning approximateiy 6 per cent on 
that va lua tion at th is t ime. He sai d furthe r , h owever, th a t 
t h e gross ea rnings were limit ed by the Lo op :; trueture, 
w hi ch w as t axed to it s full capacity at this time. If it 
were poss ib le to r eli eve conges tio n in th e Loop, he saHl 
h e did n ot believe that there eould be a question in any
on e's min d that the e levated road s would r eturn as mucl: 
as 7 per cent o n the capital invested. The purpose of the 
d ow ntown subways is to relieve th e Loop s ituation, whieh 
when compl et e w ill a llow an increase in th e traffic on the 
r est o f the elevated structure. 
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Mr. ll ea le sa id that the total capita l liab iliti es, based 0 11 
$80,000,000 fo r the elevated roads and $ 13--1,000,000 for th e 
two surface railways, would be $2 q ,ooo,ooo. After tota l
in g th e expected earnin g s for t h e sur face a nd e leva t ed rai l
ways for the current y ear, the gro ss income w o uld be 
a bout $40.000,000. Set tin g aside 60 per ce nt fo r ope rat in g 
expense , the profits remaining for the m erg ed compan ies 
would approximate $ 16,000,000. Fi g urin g 7 per cen t on 
th e $2q ,ooo,ooo, th e capital va lua ti on, a ba la nce w o uld b t: 
left for th e ci ty in exce ss of $ 1,000,000. 

In express in g his v iews to the committ ee o n the mer ge r 
propositio n, L. A Busby, president of th e Chi cago City 
Railway, f;aid there was no t t he lea s t doub t in hi s mind 
t hat t he city and the railway compani.es were n ear en o ug h 
together t" draft a tentat ive o rd in a n ce, and tha t th e few 
points in qmstion co uld be le ft bl ank, th e final draft o f th e 

Inter u rba n s 

we r e co ns t ru cted in t h e south ern pa r t of t he Sta t e. At th e 
prese nt time 228 mil es o f additi ona l interurban track a r e 
und er co n structio n in south ern T exas a nd 217 m il es are 
bein g built in n orthern T exas. 

T he mo s t imp o rta nt lin es op ened durin g th e yea r were 
th e Da ll a s-W axa hachie and th e Fo rt W o rth-C leburn e in 
teru rha n s. Bo th of th ese l in es t r ave r se p o t t io n s of t hr 
most den se ly po pul a t ed a nd bes t agricultura l sect io n s of 
th e State. Th e loca ti o n a nd lengt h o f T exas int eru rban 
lin e ,; fo ll nws: D all as t o S h erm a n a nd D eniso n, 76 m il es; 
D allas t o For t vVo rth , 35 mil es; Be lto n to T emple , 13 
mil es: Brya n to Coll ege S tat io n, 6 mil es; Ga lves t o n t o 
H ou sto n , 50 mi les; Forth Worth to Cleburn e, 32 m il es ; 
Dall as to \ \laxa hac h ie, J I m iles: San B enit o to R io Grande 
Vall ey, q miles, an d Riv ier a to R iv iera Beach, ro mi les: 
tota l, 267 mile s. 

11 1 il eage 

T ermina ls 
Under Track Grading 

Construction Laid Compl et .;d 
Anna-Blu e Ridge . . .. ... . .. . . . .. . ... . . .. ... .. . . .\nna- Hlue Ridge-Greenville . .................. . 12 0 12 

Da te 
Compl e ted 
J une,,'13 

San Benito- R io G rande . .. .. . ........ . . ... . . •... 
J<: ast T exas Tracti on ....... . .. . •• ............... 

Santa Be n ito t o Santa l\Iaria ... ...... . ....... .. . 240 14 39 
Dall as-Greenvill e . . ........................... . 8 5 0 14 :\larch, '13 

Jan.,' 13 
Sept., '1.l 
Sept., ·13 
Ang., '13 

Riviera In te rurba n ... . .... . ... ...............•. Riviera- Beach . ... . ........................... . 10 8 10 
Sout hern T exas Tra ctio n ... . .. ............... . . \Vaxa h;ichi e- \\1aco-C'o r sieana ......... • .. • ....... 120 0 90 
Southern T exas Tract ion ... ... . ............ • . .. l Ja ll as- \Vaxahac hi e ............................ . 31 3 I 31 
Fort \Vorth South ern Trac ... . .. .............. . . F ort \Vo rth -Cl eb urn e ......... • ............... • 32 32 32 

*Indefinite. 

o rdinan ce resolvin g it self into a mere que s ti o n o f phrase
ology, which h e beli eved coul d be r eadily se ttled in a w ay 
sat isfac t ory t o both sid es. 

At a co n fe r en ce between co rp o ratio n coun se l, t h e Mayor 
a nd th e sub-commit tee, fo ll owin g this m eeti n g o f th e local 
transportation committ ee , corp o rati on coun sel were in
st rn ct ed to draft a n ordin a nce a lo n g the g ener a l lin es 
agr ee d upon by th e city a n d the co mpan ies , a nd J am es J. 
R eynolds , of th e h arbor and subway commis sion, w as 
in st ru cted to take np at o nc e with t he eng in eer s of th e 
ra ihvays t h e que stion o f routes for downtow n subways. 
He wa s a lso r equested to prepa r e figu r es o n pro spe ctive 
ea rnin gs of the combined railroad s a nd est im at e what th e 
n et profit s would be tu the city o n th e basis of $21--1,000,000 
capita l valuation with 7 per cent to th e r ai lways. 

Municipal Ownership Ordinance in Detroit 

Corporation Coun sel Laws o n of D etroit and Attorney 
General Gr a nt Fel lows hav e comp leted a simpli fie d draft 
o f th e o ld h o m e rul e a ct which w a s dec la r ed unconstituti o nal 
hv th e Michigan Suprem e Court b efore it was put into effect . 
This draft provides fo r th e revision of city ch arters p iec e
meal and contains a cla u se enablin g m ayor s of cit ies t o ap
point commissions with power to condemn public utilit y 
properti es. In cases o f condemnatio n by such commis sio n s, 
h owever , their work mu st be approved by th e ele ct o r s be
fore it b ecom es legal. 

Publi c h earin g s wi ll be h eld on the propo sed n ew ordi
nance framed b y A tt o rn ey Alfred Luckin g fo r the purpose 
of r emovin g legal barri e rs to mu ni cipal own ership. 

As sistant Co rpora tion Co un se l P en nim an ha s prepar ed a n 
or dina n ce to r equi r e th e D etroit Un it ed Railw ay t o put o n 
add itio nal ca rs. Thi s o r din a nce w ould li mit th e num ber o f 
passengers to be carri ed by ea ch ca r. 

Interurban Railway Construction in Texas 

The Commercia l Sec r etarie s & Busines s M en' s A ssocia
tio n of T exas h as re cen tl y co nducted an inv estigation of th e 
am ount of n ew elect ric r ail w ay w o rk in prog r ess in Texas. 
Accordi ng t o th e assoc iati o n t h e electric railways in 191 2 
con struct ed and place d in o peration in Tex as 85 mil es of 
line and g raded a n a dditi o na l 1--13 miles. The n ew int en1r
ba n proje cts now nnder co n struction agg r egat e 445 mile s 
and the int erurban electric r a il ways in op erat ion in th e 
S tate at the present tim e total 267 mil es. One mile of in
t erurban railway w as built to eve ry t wo miles of track la id 
on steam railroad s in Texas in 1912, and the in te rurban 
mileage of the state increased 2q per cent co mpa red with 
an incr ease of I per cent in st ea m line mil eage during the 
year. Sixty-three mil es o f int erurban railway were co n
structed durin g t he year in n orth e rn Texas, w hile 22 mil es 

530 85 228 

-----·-------------

T h e acco mpa n y in g table sh ows th e in te ru rban pro jects 
und er cons tru cti on a t th e pre~en t ti me a nd t h ose com
pl et e d in th e S tat e durin g 1912. 

Decision Soon in Regard to New York Contracts 

Edwa rd E . Mc Cal l, th e n ew cha irman o f th e Publ ic 
Se r vice Commi ss io n fo r t he F ir st Di s tri c t of New Y o rk, 
devo t ed m os t of t h e week end ed Fe b. 15, 19 13, hi s fi r st week 
in office , to th e con s id er a ti o n of th e pro posed subway con
trac t s w ith th e Int erb oroug h Rapid Tra n sit Compa n y a nd 
th e N' ew Y o rk Muni cip a l Railway Co r poration . Clar enc e 
J. Sh earn, a tt orn ey fo r \ Villiam R. H ear s t , wh o r eprese nt
ed J o hn J. H o pp er in th e la tt e r' s ap pli cati o n fo r a n injun c
ti o n t o r est r a in th e co m m issio n fr o m execu tin g t he se con
tracts, appli ed t o Chai rman M cCall fo r a r eop enin g o f t h e 
publi c h earin gs o n th e co ntracts. Thi s applica tio n was 
made o n F eb. II , 1913, imm ediately a ft er th e A pp ellat e Di
v is io n had handed d o wn it s decision vacat ing th e t em po
r a ry injun ctio n obtain ed by M r. H opper. Ch airman M cCall 
and th e ot h er commi ss ioner s g r ant ed th e applica ti o n a nd 
r eop en ed th e pu b li c h earin gs o n Feb. 13 at th e City Hall. 
The h ea rin g o ccu pied a ll of the afte rn oon o f Feb . 13 a nd 
m ost o f F eb. q, a nd durin g this t ime th e com mi ss ion er s 
h ear d a r g um en ts fr om Mr. Sh ea rn and sever a l o th er c iti
zen s in opp osi t io n t o th e co nt r acts. Geor ge nicAn en y, 
bo r oug h p resi den t of M a nh attan, and other cit izen s ap
p eare d in fa ,·or of t h e con tract s. At 6.30 p. m. o n Feb . q, 
a ft er a ll h ad bee n g ive n a chance to be hea r d, Chairm an 
Mc Call clo se d th e p roceedi ng an d t oo k th e matte r und er 
a dvi sem ent . It is expected that the commission w ill r each 
a dec is io n as t o t h e contracts with in the next fo rtnig h t. 

O n Feb. 16, 1913, Pub lic Ser vice Commissioner M a ltb ie 
a nd J o hn P urroy Mi tc h el sen t to Chai r man McCall of th e 
Pu blic S er vice Co mm is,- ion a pla n m apped ou t fo r new 
subways t o b e built by t h e city an d, if necessa ry, op era t ed 
by th e c ity, w ith out t h e aid of p r ivate corpor ation s, a nd 
t o do n earl y a ll th at t he dual system woul d acco mpli sh . 
Their le t te r to t h e commission follows in par t: 

"As you k now, we ]:ave always belie,·ed that an in de
p end ent , c ity-bu ilt sys t em of subways is preferable t o a ny 
a rra ngem ent wi th exis ti ng comp:mies for co n stru cti o n in 
partn er ship. Feeling t ha t you would like to k n ow th e a l
t erna t ive t o t h e dual plan which we have to suggest in 
case th e In te r borough Rapid Tra n sit Co m pan y and t h e 
Brooklyn R ap id T ransi t Compa n y decl in ed t o accede t o a 
r evi s io n of th e proposed co ntra cts in a m a nn er full y t o 
prot ect th e c ity, and bel ievin g that an appreciati o n of t h e 
fact th at th e city has at it s co mm and r esources th a t pu t it 
in a p os iti o n of in depend ence w il l st r en gthe n your ha nds in 
dealin g wi th t h e ques ti o n w hich is n ow b efo r e yo u, we 
tra n smit a st a t em en t o f the alt ern ative w hi ch w e ha ve 
t o su gges t, in th e fo rm o f a map an d a bri ef outline, de
sc rip t ive of an indep endent , city-built sy s t em and th e 
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me thod of finan cin g it. The d etailed estimat es, calcula
tio ns, an d figures which supp ort the statements and con
clu sions in th e outline sent you herewith are in our pos
session. \;Ve n eed not tell you t ha t w e shall be g lad at any 
time to place these in your possessio n and to di scuss with 
you, in the fulle st manner, all phases of the plan which we 
now present." 

President Harmer on Vv' orcester Power Situation 

In a press statement issued at Worcester, Mass., on 
Feb. 14, 1913, J. T. Harmer, president of the New England 
Railways & Investment Company, discussed the power 
situation on the Worcester (Mass.) Consolidated Street 
Railway, and outlined th e company's plans fo r bettering 
the conditions in this branch o f the se rvice. Mr. Harmer 
stated that contrac ts have been placed which wi ll increase 
the capacity o f the Millbury s team turbine station from 
5000 kw to 10,000 kw, throug h the addition of a new 
5000-kw unit, and that hydroelectric energy from the sys
tem of the Conn ecticut River Transmiss io n Company 
should be delive red to the \Vo rces ter lin es in about two 
months. A tie lin e carried on st ee l t owe r s is under construc
tion between Greendale and Millbury, and the supply of 
energy from the pla nt s of the Conn ec ticut River Transmis
sion Company and it s affiliat ed New England Powe r Com
pany will be an imp ortant fa ctor in th e future op eration 
of the Worcester lines. President Harmer said tha t the 
proposal to utilize machin ery ~t t~ e old Faraday Str_eet 
s tation of the Worceste r E lectric Light Company was im
practicable on account of th e lack of suitable converting 
equipment, and that n ew apparatus for this purpose could 
not be obtai ned sooner than the Millbury station can be 
enl arged. New sub stations are being built at Greendale 
and Millbury, and within th e la st two years over ~400,00_0 
has been expended on the Millbury steam plant, and m addi
tion to th e order duplicating the prese nt turb ine equipment 
contracts for m or e power to th e amount of $125,000 have 
been signed. 

Progress on the Salt Lake & Utah Railroad 

Walter C. Orem, pres ident and ge neral manager of the 
Salt L ake & Utah Railroad, New Hou se Building, Salt Lake 
City Utah has m ade the fo ll owing stat ement in regard to 

' ' ' d the prog ress on th e construction of th e coml?any s propose 
road betwe en Salt L ak e City and Payson , via Provo: 

"The company bas made splendid headway in acquiri1:1g 
ri o-hts-o f-way for th e lin e, especially in Utah Coun ty. Rails 
a;d ties a nd oth er equipm ent a r e being accumulated along 
the lin e, especially at Ame ri can Fo rk , Lehi and Provo, and 
th ere are a t leas t 15 mi les o f r a il s and tie s o n the scene, 
with m ore bein o- r eceived daily. Orders have been placed 
by the compan; for almost all the supp li es which will be 
needed for the road, a nd what r em ains to be secured will 
be purchased in th e very nea r futur e. 

"Contracts for g radin g th e r oad will be let during the 
coming month, and by Ap ril I, 1913, the company will 
have upward of 500 teams at w ork on the g ra_de. From 
that h our on the lin e wi ll be pushed to completion as fast 
as men and m on ey can do the work. Barring unforeseen 
d elays, the company wi ll have th e lin e in operating condi
tion between Salt Lake City and Provo by Nove mber, 1913. 

"The line will be exceptionally well located, the heaviest 
g r ade being six-t enth s o f I per cent and the g reatest curve 
8 deg." 

Governor Foss on the Need for a Utilities Commission 

Govern or E ugen e N . Foss of Massachusetts r eiterated the 
ne ed for th e creation of a public utilities commission in 
M assachu setts in an in te rview with him which appeared 
recently in th e Boston T ranscriPt. The Governor was 
qu ot ed in part as fo ll ows: 

"We must have a public utili t ies board. We need uni
formity, m achin ery, mandatory powers, ad_judica_tion a_nd 
writt en decisions in the case of all our quasi public service 
corporations. The same gr eat prin ciple underlies th~m. all. 
We want t o reduce the number o f our State comm1ss10ns 
by consolida ting sever al of the_m. Vle are away behind t~e 
times. Thirty out of forty- eight states now have public 

utiliti es boards. We have not got the proper machinery, 
inspectors, accountants, auditors, etc. Therefore our com
missions are overworked-that is to say, the men who com
pose them have to spend their time in detail which should 
be delegated to subordinates, so that the commissioners 
themselves could devote th eir time and energy to passing 
upon the imp ortant ques tions that come before them. I 
would have th e public utility commission take in the Rail
road Commission and the Gas and Electric Light Commis
sion. I would place in its charge the supervision of tele
phones and teleg raph s which the highway commission has 
and leave to that commission those other duti es which it 
now has but which never should have been imposed on it." 

"Seven Sisters" Bills Signed by Governor Wilson 

The anti-trust bills introduced in the Legislature of New 
J ersey which have come to be known as the "seven sisters" 
were passe d by the House on Feb. 19. They were imme
diat ely sent to the Senate, which approved them, and were 
th en placed before th e Governor, who signed them. All 
the bill s go into effec t at once with the exception of one, 
the main bill defining trusts and prohibiting agreements 
and acts designed directly or indirectly to restrain trade 
and making officers and directors of corporations criminally 
resp onsible fo r violations of the act. This measure goes 
into effec t on July 4. The Governor is reported to have 
said: 

"The passage of these measures about completes my pro
g ram. Of course, there are other worthy bills and I hope 
that they will be successful, but I was particularly inter
es t ed in these mea sures." 

Fo ll owing the introduction of the "seven sisters" into 
the Legislature Governor Wilson gave out a statement 
with reference to them in which he sa id: "They are simply 
intended to apply in a business-like way what the whole 
country is agreed upon." The bills make many things 
prison offenses and it is generally regarded that they 
crrea tly restrict trade and the conduct of business affairs 
: nd that many corporations with New Jersey charters will 
be compelled to reincorporate elsewhere in order to carry 
on their work. Already the American Railways Company, 
as noted in the ELECTRIC RAILWAY JouRNAL, has taken out a 
charter in Delaware for the avowed purpose of surrender
ing its New Jersey charter and bringing its business under 
the laws of Delaware, as und er the New Jersey laws the 
company, which ope rates electric railways in various cities, 
is under th e necessity of advancing money to them from 
tim e to time to finance their need s, and feels that it cannot 
do busin ess under the laws just enacted. 

Extension of Geary Street Municipal Railway.-The 
construction of the extension of the Geary Street Municipal 
Railway, San F rancis co, Cal., in Market Street, from Kearny 
to Sanso me Street, wh ere connection will be made with the 
outer tracks running to th e ferry landing, has been ordered 
by r esolution of the Board of Supervisors. The clerk of the 
board was directed to advertise for bids for the purchase 
of $120,000 of Market Street Railway bonds on March 17, 
1913, at 3 p. m. The funds derived from the sale of the 
bonds of the special issue will be used to defray the cost 
of extending the Geary Street lin e on Market Street. 

Veto of Pittsburgh Subway Ordinance Sustained.-The 
City Council of Pittsburgh, Pa., has sustained the veto by 
Mayor Magee of the ordinance to grant the Pittsburgh 
Subway Company a franchise to operate a subway system 
in that city. The Mayor in his veto declared that the 
control proposed to be vested with the board of supervis
ion was in suffi cient. He also took exception to the fact 
that th e subway g rantee was to r eceive power to re-locate or 
alter work of other companies or individuals in Pittsburgh 
necessary to the construction of the subway. Prior to ac
tion being taken on the grant the Pittsb1:ri~h Subwa7 Co1:1-
pany divulged .to members of the Council its_ financial a~nl
ity to do the work provided for in the ord11:1ance. ~em% 
asked subsequently to make its representat10n public, it 
is sued a statement in regard to the backers of the company. 
Accordino- to this statement John B. Carter, 42 Broadway, 
New Y or"k N. Y., was one of the principals, and a gr?up 
of capitalists represented by George B. Caldwell, vice-
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presid ent of the Contin enta l & Co mme rcial Trust & Sav
ing s Bank, Chicago, Ill., h a d agr eed to fi nance th e un de r
taking. A. E. Ander son, of the Pi ttsburg h D is tri c t Rail
road, ha s intimated th a t th e P itt sburg h Di st rict Rai lroad 
will probably ren ew it s effort s t o secure a franchi se fo r an 
und erground lin e fr o m th e Co uncil. 

LEGISLATION AFFECTING ELE CTRIC RAILWAYS 

ILLINOIS 
A bill ha s been introduced into th e Leg islature which 

stipulates th a t a ll interurban railways and railroads sha ll 
pro vide separate compartm en t s for n egr o. passe ngers. A 
bill has b een int roduc ed to provide for the in s t a llation of 
toi le t s o n a ll cars intended fo r u se on the interurban elec
tric railways of Illinoi s. 

OHIO 

Mayor Hunt o f Cincinnati' has prepar ed a bill fo r in
troduction which provides th a t municipalities may acquire 
street r a ilway prop erty by cond emnation o r o therwis e, and 
that bonds may be issu ed in ex cess of th e limitatio n s made 
by the Longworth law. Su fficient funds may be taken from 
the earn ings o f th e property t o provid e for th e int er es t o n 
the bonds and th e s inkin g fund. 

A bill has been intro duced in the House g iving th e e lec
tors of Cincinnati the right to determine by ball o t whether 
the city shall issu e bonds t o build a hig h-speed e lec tric 
railway loop, such as has be en heret ofor e m ention ed in the 
ELECTRIC RAILWAY J ouRNAL. M a yor Hunt believes that these 
bills will enable the city to deal with the lo cal stree t rail
way upon m ore favorable t erms than would otherwise b e 
possible. He states, h owever, that a bill should be passed 
to give th e elector s autho rit y to decide by vote wheth er 
bonds shall be i ssu ed t o provide fund s to purchase the 
property of the Cincinn a ti Traction Company, and that 
a nother bill should be pas se d to g ive cities power to agree 
with utility companies on the surrender of their franchise s. 

Mayor Newton D. Baker of Cleveland ha s sent a similar 
bill to the Cleveland del egation in th e L egi slatu re. It ex
empts fr om a city's net d eb t b o nds voted by the Council 
for the purchase of a public utility, provid ed that the 
utility company has sufficient r eve nue to m ee t inter est a nd 
operation cha r ges and provide a s inking fund. 

Representative Bige low ha s agreed t o a substitute fo r hi s 
'bill intend ed to r evoke all fr anchises g ranted for a long er 
term than twenty-five years. T h e substitute would r evoke 
a ll franchises granted und er the Rogers law and continue 
the operation of the publi c se rvic e company as a tenant at 
will. A certa in rental to be a g reed upon would then be 
paid the city and should th e city buy the prop erty these 
annual payments would be taken into co nsideration. The 
city would, under thi s bill, have the rig ht to control the 
se rvice , and any di sagreement would be referred to the 
P ublic Service Commiss ion . Should th e city d etermine to 
purchase the property, it is provided that bonds may be 
issued beyond the limitations of th e Longworth law, and 
all money actually put into the property by the company 
or its predecessors would b e returned, with the exception 
o f taxes and licens e fees. 

Repre sentative Mills of Cuyahoga County ha s introduced 
a bill that will allow cities t o pledge their credit in the 
issu e of b onds beyon d the limitation of the Longworth act 
for the purpose of building or acquiring street railway 
property. The bonds shall be in small denominations and 
t hey may be sold dir ectly to th e purchasers at par and 
interest. 

Representative Capell e of Hamilton County has intro
duced a bill which, if mad e a law, will render all fran
chises granted to public se r v ice co rporations indeterminate. 
Representativ e Duffey of Lucas County has introduced a 
bill to requir e interurban r a ilways to pay a shar e of the 
cost of eliminating g rade cro ss ings in cities. A bill doing 
away with the n ecess ity of se curing consents of owners 
o f abutting property o n street s where car lines are to be 
built has been introduced in t he House by Repre sentative 
Bigelow. 

PENNSYLVANIA 

A public hearing on the thr ee public utilities commissio n 
measures now in the House will be given by the judicia ry 
general committee in the hall of th e H ouse on the after-

n oo n • o f Feb. 26. T h e thr ee bill s, one of wh ich has th e 
in dorsc m en t of th e lcgi sla ti ve commi tt ec of ftf tel:11 crea tcd 
by th e r epubli can s ta t e conven tion, a n oth e r ema natin g from 
th e d em o crat ic pa rt y a nd a th ird b ei ng known as the 
s ta t e adm ini ,, t rat io n m ca,, ure, a ll provide fo r m o r e effec
ti ve r egul a tion by th e Co mm on wealth of th e vario us public 
s c:rvice corporat io n s ope rating th erein , and differ only in 
deta il. Suppl em entary t o th e r epublica n s ta t e co n ve ntio n 
bi ll is a bi ll t o reg ulate the iss uanc e of s t ocks and bonds, 
kn ow n as th e " blue sky law." It is believe d that a com
p osite bill w ill pass b oth bran ch es o f th e Gen eral Assembly 
and receive th e s ig natur e of Governor T en er. 

lnt ro ductio n of new bill s int o the Genera l Assembly 
sh ows little sig n o f abatem en t, the t o ta l nu mber before 
th e j o int bo dy b eing more than rooo. Amon g th e bilb 
o ffe r ed in th e Se na t e on Feb. 17 was o n e t o extend fo r a 
p eriod of five years th e time limit for b eginnin g construc
ti o n or actua l opera tio n o f rai lroads or rai lways. 

WISCO NSIN 

A numb er o f measure s affecting electric railways have 
been introduc ed in th e Wisco n sin Legis la ture r ecently. In 
the Assemb ly, the fo ll owing bil ls were r eceived: To pre
ve nt th e over crowding o f s tree t cars a nd t o furni s h better 
service to p a trons ther eof; to p roh ibit public ut ilities fr o m 
increas ing the r ates specified in th e franch ise s o r ordinan ces 
g ran t ed to them; t o g ive public utiliti es p owe r t o make 
comp laint s affectin g th eir own pro duct o r se rv ice to the 
r ailroad commiss ion, the municipality in which th e u t ility 
ope r a t es t o be notified of the h earing; t o g iv e municipali
ties the p ower to acquir e public utility prop erti es. 

A n importan t bill t o r e strict th e jurisd icti on o f the Rail
road Commiss io n ha s a lso been int roduce d , providing that 
the commissio n shall not have p ow er t o su pervise o r r egu
la te the r a t es or se rvice o f s tree t railways in cities of the 
first, second or thi rd cla ss, but ves t ing such power in th e 
Comm on Council and g iving it all the powers of the Rai l
road Commission to h ear and investigate such matter s and 
to fr~ the r ates. 

In the Sen ate a bill has b ee n introdu ced to g ive persons 
dissatisfied with rulings o f the Railroad Co mmi ss ion the 
right t o appeal from the decision s t o the Circuit Court of 
Dane County, o f which Madison is the seat. The burd en 
o f proof is placed upon the plaintiff. Another bill extends 
the right of emin ent domain h eld by rail roads to street 
and electri c railways, except in r egard to parks a nd public 
hig hways in citi es and v illage s, unl ess privileges have been 
g r a nted by franchi se . Ele ctric and street railways are also 
ordered to maintain fenc es and catt le guards as r equired of 
railroa ds. 

PROGRAMS OF ASSOCIATION MEETINGS 

National Fire Protection Assoc iation 

The electr ica l committee of the National F ire Prot ec
tio n Association w ill me et in New York on March 26 and 
27. U nd er date of Feb. rs , 1913, the secreta ry of the elec
trica l committee of the association ha s issu ed a bull etin 
which conta in s the committee r eports and suggestions for 
chan ges in the natio nal electrical code which w ill be con
sid ered at the meetin g of the electrical committee at the 
m ee ting in M a r ch in the rooms of the New York Board of 
Fire Under writers. 

New England Street Railway Club 

The regular m o nthly meeting of the New Eng land Street 
Railway Club will be h eld at the American H ouse, Boston, 
Mass., on the evening of Feb. 26, 1913. Dinner wi ll be 
served at 6.30 p. m . a nd the business meeting w ill be con
vened at 8 p. m. The sp eaker of the eve ning will be 
P. F. Sullivan, pres id en t of the Bay State Stree t Railway, 
Boston, Mass. , who will ad dre ss the member s of the club 
on th e subj ec t , "S cientific M anagement: Efficiency." The 
sp ecial entertainment provided at th e last m eeting of the 
club proved rn popular that a simil ar program has been 
arrange d fo r the meeting o n Feb. 26. Attention is called 
particularly t o the fact that the m eetin g is to be h eld on 
Wedn es day, Feb. 26, o ne day earlier than the regular me et
ing nig ht of the club. 
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Financial and Corporate 
Stock and Money Markets 

February 18, 19 13. 
F ollow ing the open in g of the market to-day in New York 

t h er e was a temporary improvement, but t h e declin e in 
price s w as resum ed before t h e day was over and m a ny 
new low figures wer e r eached. The decline is asc ribed t o 
t h e fact that no r elief seems lik ely t o be fo und fr om th e 
co m bination o f circum sta n ces which h as lo ng dep r essed 
Wall Street. Qu otations in the m on ey market t o-day 
w ere: Ca ll, 3½@--1- per cent, w ith the last loan a t 3¾. p er 
cent: s ixty day s, --t- ½@--t- ¾. per ce n t. 

T h e Philadelphia market t o-day was broad but in act ive 
ex cept for a few issue s. The demand fo r bonds continu ed 
goo d. 

T h e Chicag o market to-day was narrow and ina ctive. 
Mo st of th e bo nd tran sa ctio ns w er e in the local sur face 
rai lway and elevated r ai lroad is sues. 

I n the Boston market th er e w a s ver y li ttle trad in g in 
th e railroad issue s to-day. T h e market for bonds was dull 
and with out feature. 

In Baltimor e the vo lume of trading was light w ith ve ry 
few sales of railway issues. The bo nd market continu ed 
act ive, th e sa les totalin g $79,000. 

Quotation s of tractio n and manufacturin g securities a s 
compar ed with la st we ek follow: 

F eb. 11 
A m erican Brak e Sh oe & F oundry (common)........ 95 
A m erican B rake S h oe & F ou ndry ( preferred) ...... 135 
A m eri can Cities Compan y (common)..... . .... ....... 47 ½ 
A m e rican Cit ies Co m pan y (preferred ) . ... . . . ....... 76½ 
A merican Li ght & T ract ion Com pany ( common ) .... 400 
A f!l e ri can Li ght & T rac ti on Compan y ( prefe rred) .... 108½ 
A m erican Rail ways Com pan y.. .. . .. .... . ... .. . ..... 40¾ 
A u rora, El gin & Chifago R ailroad (comm on ). . . . . . . . . 43 ½ 
A urora, E lgin & Chicago Rail road ( prefe rred)...... 87 
Boston Elevat ed Ra il way ... ... ...... . ... . ... ...... 111 
Bos t on Suburban E lect r ic Compan ies ( common)...... 7 ½ 
Boston Suburban Elect ric Compani es (p r eferred). . . . 65 
B os ton & \Vorcester El ectric Compani es (common)... 7 
Bost on & W orcester Elect ri c Companies (prefer red ).. 44 
Brooklyn Rapid T ransit Com pany . . . . . . . . . . . . . . . . . . 89¾ 
Capi t al T ractio n Com pan y, \Vashi ngton ... .... .... .. 123 
Chicago Ci ty Ra il ways . ... .. ............ ..... • • ... 150 
Chicago E leva ted R a ilways (com mon ) ..... ........... a35 
Chi cago E levated R a il ways (p referred).. ............ 91 
Chicago R ailways, pt cpt g., ct f . 1......... ............ 93 
C hicago R ailways, ptcptg. , ctf. 2 . . . . . . . . . . . . . . . . . . . . . 25 
Chicago Rail ways, ptcp tg., ctf. 3. . . . . . . . . . . . . . . . . . . . . 7 
Chicago R a il ways, ptcptg., ctf. 4...... . . ... . ......... 3 
Cin cin nat i S t reet Ra ilway .. .... . ..... .............. al 19 
Clevelan d Southwestern & Columbus Hy. ( commo n). . a6 
Clevelan d Southwestern & Columbus Ry. (preferred) . a30 
Clevela nd R ailway .... . ...... . .......... . ........ . . . 104 ½ 
Columbus R ailway & Li ght Compan y.... .. ......... . 19 
Lolumbus R ail way (common). . .......... .. ........ . 69 
Columbus R ail way (preferred) . .......... .. .... • . ... a 105 
D"nver & Northwestern R ai lway ... . ..... ...... ..... a l 17 
Detroi t United R ailway .... .. .... .. ..... ........ . .. a80 
General E lectric Com pany ... . .... .. ...... .. . ....... 140 ¼ 
(;eorgia R ailway & E lectric Company (com mon) . ..... 123 
c;eorgia R ailway & E lectric Company (preferred). ..... 82 ½ 
I nte r borough J\f etropolitan Company (common).. . . . . . 18 ½ 
I nte rborough Metropolitan Com pany ( p re ferred). .... 62½ 
I nternational Tr action Compan y (common) ........ .. a42 
I nternat ion al T raction Company (preferred) ....... .. a9 5 
K ansas City Railway & L ight Company (common) .. .. a20 
K ansas City R ailway & L igh t Compan y (preferred) ... a41 
L ake Shore E lectric R ailway (common).......... ... . 6½ 
L ake Shore E lectric R ai lway (1st pr eferred) ...... .. a9 1 
L ak e Shore E lectric R ailway (2d preferred) ........ .. a25 ½ 
i\l anhattan R ailway ..... . .......... . .. . ............. 132 ½ 
Massachusetts Electr ic Com panies (common).. . ..... . 17 ½ 
l\Jassachu setts Electric Compani es (preferred)... ... 77 ¾ 
Milwaukee Electric Railway & Ligh t Co. (preferred ) .. a102 
Norfolk Rail way & L ight Company................ . 26 
North American Company...................... . .. . 79 ¾ 
~orthern Ohio Light & Traction Company (common) . 80 
Northern Ohi r; L ight & Traction Company (r,referreo) . 105 
Philadelphia C01;ipany, Pi ttsburgh (common)......... 49 
Philadelphia Company, Pittsbu rgh (preferred)........ 41½ 
Philadelphia Rapid Transit Company.... . . . . . . . • . . . . 27½ 
P o,·tl and Ra ilway, Ligh t & Powe r Company....... . .. 67 
Public Service Corporation.. . . . . . . . . . . . . . . . . . . . . . . . 116 
Thi rd Avenue Railway, New York... .... ... ........ 37 
Toledo R ailways & Light Com pany. . . . . . . . . . . . . . . . . a6 
Twin City Rapid Transit Co., M inneapoli s (common) . 105 '/2 
Union Traction Company of I ndiana (com mon) . ... .. 4 ½ 
U ni on T ract ion Company of I ndiana (1st prefe r red ) . 81 
Union Traction Company of Indiana (2d prefer red) . 34 
United Rys. & Electrie Company (Baltim ore). . ..... . 2-1 
Un ited R ys. Tnv. Company (common). . . . ... ....... 27½ 
U n ited R ys. Inv. Company (preferred) .... .. ....... 54 '¼ 
Vir ginia R ailway & Power Company (common) ....... 57 
Vi rgin ia R ail way & Power Com pany (preferred) ...... 93¼ 
W ashington R y. & E lectric Com pany (comm on). ...... 86 
W ashi nc-ton Ry. & E lectric Company (p referred).... 90 
\Vest E nd S treet R ailway, B oston (common) ... .. .... 81 
\Vest End Street R ailwav. Doston ( prefe rred)... . . . 98 
\Vestingh ouse E lec. & Mfg. Company ... . . . . . . . . . . . 71 ¾ 
·w es tingh ou se Elee. & i\lfg. Com pany (1 st preferred). 116 

*L a st sale. a Asked. 
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ANNUAL REPORTS 

Lake Shore Electric Railway 

The fo ll owin g is a comparative statement of the re sults 
o f o p era ti on of the L a ke Shore E lectric Railway system 
(com pris ing th e L a ke S h o re E lectric Railway, the Lorain 
Street Ra il road and the Sandusky, Fremont & Southern 
Ra ilway) fo r th e years 19 12 and 1911: 
, . 19 12 

Gross mcom e . ... .... ...... .. ... ......... .. .. $ 1,326,883 
Opera ting and taxes............. .. . . . . . . . . . . . 754.821 

N et ..... . ................... . , . . . . . . . . . . $572,062 
I nterest . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 419,450 

.s!-1rplt1s . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . $ 152,612 
D1v1de n d , fir st p r e fe rred . . . . . . . . . . . . . . . . . . . . . . 60,000 

Net su rplus. ..... .. .... .................... $92,6 12 

E . 'vV. Moore, t h e pre s id ent , says in part : 

1911 
$1,275,476 

683,028 

$592,448 
416,025 

$ 176,423 
60,000 

$116,423 

"New 0000 grooved trolley wire wa s erect ed between the 
Toledo city limit s and Norwa lk, a nd Ceylon Junctio n and 
Lorain, together with new han ge rs and clips. This change 
w a s accompli sh ed w ithou t exp en se t o the company other 
than t he cos t of labor, o n account of the low price at which 
n ew w ir e wa s purchase d and th e high price at which the old 
scrap t ro ll ey wire was sold. 

"A n ew sidin g at Clyde known as Elm ore Siding, a new 
siding between Lorain and Vermilio n known as E rie Siding, 
a connection w ith the Wheelin g & Lake E rie Railroad at 
Huron, a nd a sid ing b etween Sandu sky a nd Slate Cut for 
commercial u se, w er e installed. There was 4200 ft. of new 
track built through the vi llage of Genoa (the entire len g th 
of the cor po ration) in advan ce o f pavin g. This track is un
usually well built, 100 lb . 6-in . T- ra il. Carne g ie and Int er
na tio na l s t ee l ti es u sed, t ogeth er with co n cret e fo undati on 
ex tending the depth of 6 in. be low the ti es. There was 
2500 ft. of track o n F irst Street, Sandu sky, r elaid with 
75-lb. T - rail with continu o u s splices. There were 35,250 
ce da r and oak ties, t ogether with fo urt een complete sets 
of switch ties, pla ce d under the track. Approxi mately 6 
mil es o f track wa s ba llasted w ith cinders a nd quarry 
sc ree ni ngs. In· February a contract was placed with th e 
Kin g Bridg e Company for t h e erectio n of eig ht s t ee l 
b ridg es o n t hi s property, four s in g le track b ridges o n the 
T o ledo D ivision t o rep lace wooden s tru ctures, and four 
do ubl e-track bridge s o n th e Cleveland Division to replace 
fo ur s in g le-track bridg es w hi ch a re too lig h t fo r the traffic 
pass in g over th em. The bri dge company, on account of it s 
inab ili ty t o g et s tee l. was able t o complete and er ec t .only 
on e bridge, tha t ca rryin g ou r tracks over the Wheeling & 
L a ke Eri e R a ilroad a n d t h e Lake S ho re & M ichi gan South
ern R ailway n ea r Bell evue. T h e o th er bridges are under 
con struction a nd wi ll b e er ecte d ea rly in the coming year. 
The m aso nry w ork for t h e new doubl e-t rack bridges on th e 
Cleve la nd Divis io n is completed a nd r eady for th e steel. 
These fo undati on s are built of concrete r ein fo rce d with s t ee l 
li a r s and o ld rail s . S even small openin gs o n t he Tol edc, 
D iv isio n b etween the Toledo city limi ts and Monroeville 
have bee n r ep laced with con crete culve rt s. 

"A 100-kw m otor-driven excite r unit was in stalled in the 
Frem ont p owe r h o u se . Three 750-kw o il-in sula ted, water
cooled s t ation tran sform er s, tog eth er with n ecessary switch
b oar d equip m ent and cab les, we re in sta ll ed in Beach Park 
p ower station: also one Tirri ll r egula t o r. There was in
st alled a t ·vvoodvill e on e 75- kw transformer fo r us e in fur
ni shin g lig h t a nd p ower to the v illa g e. Ther e was also 
in st a ll ed at V ermi li on one 75-kw t ran sformer for the fur
nishin g of li ght and power to the v ill age o f Vermi lio n. 
Th e Jooo-kw , 16,500-volt g en erato r at Beach Park was dam
age d by lightnin g durin g the summer to such a n extent that 
it had t o be r ew ound, and in r ewinding the generatin g volt
age was r educed to th e same voltage as all the other ma
chin es in that statio n. 

"Durin g the yea r a contract was made with the Sandusky 
R iver Power Company fo r the purchase of its entire output . 
This company is in stalling n ea r the F r em ont plant a hydro
elect ri c plant o f 4950-kV11 n pacity. It is anticipated that we 
sh all r ece ive power from th is plant about March 1, 1913. 

"O n e pa ir o f Baldwin trucks wa.c:: purchased. Electric 
h ea t ers were insta ll ed in the vest ibuk 0f all cars used in 
limit ed se r v ice . M. C. B. coupl ers a nd anti-climb ers were 
installed on two cars. 
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"111 th e sho ps a t Sandusky th ere we re in s tall ed o ne elee
tri c we ldin g machin e, one la tl1e, o ne em ery g rind er, o ne bolt 
eutt e r a nd o ne tripl e va lve grind er ; a lso fo ur a ir ho is t s fo r 
u se in ha ndlin g ca r s. 

"O n A ug. 2, 101 2, th e com pany's fran chi se in Clyd e, O hi o, 
was r en ew ed for a pe rio d o f tw enty-fi ve y ear s. 

"The do ubl e trac k o n Broadway, L ora in , wa s r ebuilt a nd 
paved in advanc e of n ew s tree t pavi n g. T h e suit broug h t 
by th e city o f Lorain so m e yea rs ago at tac kin g th e ri g h ts 
o f thi s compa ny in Twenty-e ig hth S treet a n d Grove Ave nu e, 
coverin g a di s t ance of approxim ate ly I mil e a lo ng th e plant 
of th e Na ti o nal T ub e Co mpa ny, was dec ided by th e cour t 
in favor o f th e com pa ny, t hu s e stabli sh ing t he ow ners hip of 
privat e ri g hts of way claim ed by this compa ny in these two 
stree t s." 

Washington Railway & Electric Company 

T h e Washin g to n R a ilway & E lec tri c Co mpan y, 'vVash in g
ton, D. C., r ep ort s earnin gs a s fo ll ows fo r th e year end ed 
Dec. 3 1, 1912: 
Gross earni ngs from operation ... .. .. ... ................. ... $4, 6 18,3 2.3 
i\liscel' a n eous income.................................... .. -13,233 

Gross in come ........... .. .... .. ...................... .. $-l.661,561 
Operating ex penses, taxes, including taxes ...... ............ .. 2,523,22-l 

G ross income, less opera t ing expenses a nd taxes ............. . $2, 13 3,337 
F ixed charges . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,107,607 

N et income $1.025,730 

Aft er providin g fo r !ixed charges, th e net in come w:t, 
appli ed as fo llows: 
N et income . .... ............ ....... ..... -. .. ......... ...... $ 1,025,73 0 
Add profit on investments................................... 1,207 

T otal net ...... . ........ ........... .......... ........... $ 1,026,937 
P ayment of 5 per cent dividend on preferred stock ... $425,000 
Payment of --l per cent d ividend on com mon stock... 260.000 

Ila la nce ..... .. ............................... ... .. ... . . 
Dist r ibn t ion to co nd uctors a nd motormen under profit• 

sharin g plan ................. . . .. ... . ......... . 
Depreciat ion in equipment- rai lways ............... . 
Re m oval of abandon ed tracks ................ .... .. . 
Charg-ed off, account Glen Echo Park . . . . . ......... . 
Fire loss , Th irteenth and D Streets, carhouse ....... . 
Sinking fund requ irements-Potomac E lectric P ower 

Com pany ...... .. ........ ........... ........... . 
Loss due to abandonment of street-lighting equipmen t 

- Potomac E 1ectric Power Com pany .. ..... ....... . 
Loss on other equ ipment so ld or dismantled during 

the year-Po tomac Electric P ower Company ...... . 

$19 .123 
65,57-l 

1,046 
1,000 

22,5 1-l 

8-1,700 

16,8-1 1 

2.327 

Credited to profit and loss . ....... ................. ...... . 

6S5,oou 

$3 -11,93 7 

213,125 

$ 128,8 12 

Aft e r clos in g the accounts fo r the yea r, th e prolit a nd 
loss su rplu s of t h e vVashin gto n Ra ilway & E lect ri c Co m 
pa ny on Jan. 1, 191 3, is $r,032,516.05. 

Lehigh Valley Transit Company 

A compara tive st atement of earnin gs o f th e L ehi gh Val
ley Transit Comp any, A ll entown, Pa., fo r the fi sca l years 
e nded Nov. 30, 1912, a nd Nov. 30, 1911 , fo ll ows: 

19 12 
Passenger receipts ..... .. •. . ........... . ..... $1,2-12,007 
Operating expenses...... . .................... 65 0. 079 

Net earnings from railway operation........ $59 1.928 
:'lliscell aneous and sa le of power.... .......... 269,713 

Net income ..... .. .... ................. .... $861,6-ll 
I nte rest, r entals, taxes, etc.. . . . . . . . . . . . . . . . . . . 497 ,8-l-l 

Net ......... ... ................... ...... $363,797 
:'lliscell aneous deductions..... . .. . . . . . . . . . . . . . 3,5 33 

Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $360,26-l 
O t her incom e ... .. ........ . . . .... ........... 14.178 

Tota l surplus ... . .. . ................... .. .. ·'$37-1,-l-!3 

1911 
$1.1-11.138 

592,-15S 

$5-18,680 
190,3-13 

$73 9,023 
-153.6-15 

$285,378 
939 

$38-1,-130 
10,237 

$294,676 

·• From th is surplus there shou ld he deducted dividPnds of $99.566. Other 
adjus tments a nd d e.-111c ti ons. includi ng depreciat ion , leave the fina l surplus 
a t this date at $2 13,146. 

R. P. Steven s, preside n t an d gen eral m a nage r of t h e com
pany. says in part: 

"Your com pan y ow ns o r controls 158 mil es o f rai lway. 
ext endin g from Allen town to Ph il adelphia (Ch est nut Hi ll ), 
Nor ri stown, Ma cun g ie. Slatington, Egypt, S iegfried , Naza
reth , th e Bethlehem s a nd Hell er town. 

"The ro lling st oc k co n sists of fo rty-o n e ope n ca r s, ro8 
clo se d car s and thirty-s ix misce ll aneous ca r s, making 18.5 
ca rs in a ll. 

"Th e power house equipm ent consists of o n e m ai n !> tation 
at Al lentnwn a nd te n well-equipped :, UlJstat irJ11 s operated 
in connecti o n with t he main power house t u provide for a 
proper a nd econom ica l di stributi"n of pu wer. Th e main 
powe r h o use ha s a ma x imum capacity of a pp rox imate ly 
23,600 hp. lt is equ ipped with m odern s team turbines and 
th e latest a nd mu st effic ien t a uxiliary appara tu s. 

"The genera tin g cost during the pa s t yea r has !Jeen ma
teria lly reduc ed, a nd alt ho ug h the total kilowatt o utput has 
increased, the tuta l co:, t of prnducti"n was le :,s than in the 
precedi ng year. To the bes t of ou r kn ow ledge th e plan t 
is produci ng current as cheaply a s it is produced anyw here 
in thi s cou ntry und e r si mi ,a r co ndition s, a nd it is being 
m ai ntai ned in a s late of highest effic ie ncy. 

"Numerou s improvem ent s have been made in your prop -· 
e rt y dur in g the pa st year, the benelits from w hich shoul d 
be apparent in the cuming year. Convenient combination 
pa sse nger-fr eight a nd express sta ti on s have been erected 
at every importa nt tow n on the Philadelphia Divis ion and 
local agent s provided at each st a tio n. This arrangement, 
in a ddi t ion to bein g a g reat convenience to the public, g ive s 
yo ur co mpany a local repre se nt at ive in each of the se 
town s. Many cut-offs have bee n co mpl et ed, putting more 
of the track on privat e ri g ht-o f-way, with good ballast and 
drainage, and permittin g the sho rt e nin g of the schedule 
time. Four pay-within city ca r s, s ix modern inte rurban ca r s 
and thr ee repair ca r s have been added to the equipment the 
past year. 

" In January. 1912, the Montgome ry Traction Company 
was m erge d in to your co mpan y, and the revision of the 
Norristown D ivi:,ion was completed o n D ec. r. 

"In Apr il, 1912, your compa ny bo ug ht o n e-half ot m e 
capital stoc k of the Norristow n Tran si t Company, which 
g ives you r li n e a permanent entrance int o No rri stown ano 
a connectio n wit h the Philadelphia & \V este rn Railway, 
thus g ivin g you r ca r s, by virtue of a traffic arrangement, the 
use of the Philadelphi a & \Vestern tracks betwee n Norri::.
town and P hi lad elphia, a nd an en trance into th e subway
elevate d terminal s tat ion a t Sixty-ninth and Market Street s, 
P hilade lphia. Through service into Phii ad elphi a was in au
gu rated on D ec. 12, and t h e in creased business obta in ed by 
thi s n ew serv ice ha s been ve ry gratifying. The line fr orn 
A ll en town t o Sixty-nint h Street, Philad elphia. via the Phila
delph ia & \Ves tern Railway, is almo st 5 miles shorter than 
the steam road to it s terminal, the average time only five 
minutes m ore, a nd the round trip fare $1 less, the fare ave r
akin g 1¾ ce nts per mile. 

" Th e new hi g h- speed limit ed ca rs are of the latest and 
mos t improv ed interurban type, are 56 ft. in length and 
ar e of 500 hp. They are equipped with sm oki ng, toilet 
and baggage compartments. The conveniences equal tho:,e 
of the modern Pullman. 

''Th e freight service operating from Phi ladelphi a, via 
Chest nu t Hill to all Lehi g h Valley Tran sit Company point s 
h as proved a valuable factor in our earning capacity. The 
gross receipts fo r the year amounted to more than $40,000, 
with a n et pro fit of about $q,ooo. The business is steadily 
growing in ,·olume. the receipts this year havin g increased 
--+--+ per cent ove r th e year previous, a nd with the Lansdale
Norristown t erritory added we have a ve ry promising ou t
look. 

"The Adams Exp ress Company is now oper ati n g oYer 
the lines of the Lehigh Valley Transit Company and th e 
Philadelphia & ·western R a ilway. Every indicat io n points 
to a large business in this territory, which has heretofo re 
been mon opolize d by the United States Exp ress Company, 
a nd we can look for sub sta ntial ea rnin gs from this so ur ce. 

"The A ll entown Bridge Company, all the stock of which 
is own ed by your com pany, is er ec tin g a toll br id ge wholly 
with in th e city of Allentown, dir ect ly conn ec tin g two wards. 
o n e a thickly sett led sec tio n and the other a developing 
part of the city . It is anti ci pated that the tolis alon e will 
pay the in terest on the cost of the bridge. Your company 
has the exclusive and perpetual right to operate its ca rs over 
t h e bridge. Thi s wi ll be the largest r einforc ed concrete 
brid ge of it s kind in t hi s coun try, be in g 2,600 ft. long, and 
l 50 ft. h igh. 

"Gross pas se nger r eceip ts for th e past fisca l year increased 
$roo,869. or 8.8 per cent. Car mil eage increased 136,299, or 
3.6 per cent. Operat in g expenses for th e fisca l year 191:::! 
were 52 pe r cent of th e g r oss receipts, the same as the pre-
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vious y ear. Total operating expenses per car mile for 1912 
we re 16.36 cents. N et oper ating earnings increased $43,247, 
or 8 per cent. The surplus revenue from a ll sources 
before di scount, dividend or depreciation deductions was 
$374,442, o r an increase of 27 per cent. Fro m this revenu e 
surplus, bond di scoun t of $12,677, a depr ec ia ti on re serve of 
$r 17,360, a 2 per cent divid end of $99,566 on th e preferred 
stock and improvement cha rges of $6,587 were deducted, 
leaving a fi n al surplus of $138,250 for the year." 

Application of United Railroads Denied 

The Railroad Co mmission of Cali fo rnia ha s deni ed the 
app li cation of t he U nit ed Rai lroads of San F rancisco to 
issue $2,350,000 of five-y ear notes and of th e Market Street 
Rai lway to issue $2,150,000 of 5 per cent bond s as collateral 
for these n otes. T h e commissi on said in part: 

"Upon th e fai lu re of the app li cant to produce the books 
as r equested, it was a nnounced t hat no order would be 
made g rantin g th is appl ication, and in view of the fact 
tha t th ese books have no t been produced, a lth oug h ample 
tim e has been g iven , it is th e conclusion of this commis
s ion that t hi s application should be deni ed a nd that it be 
und erstood tha t n o favo rable act ion will be taken by this 
commission on any app lic at ion presented by the United 
Railroads o r its sub sidia ri es until the info rmation demanded 
by th e commiss ion has been furni sh ed. 

"Th e app licant is burdened w ith approx imately $40,000,000 
o f outstanding bonds, and it is conceded tha t in 1927, when 
the issue of United Rail roads 4 per cen t bonds become s 
due , th ere w ill be approxi ma tely $20,000,000 face vaiue of 
t hese bond s whi ch th e co mpany w ill be unable to pay at 
that t ime, a nd in view of th e fact that many o f th e impor
tant franchi ses of appl icant w ill expire w ithin a few years 
aft er 1929, it cann ot be said that the fina ncial condition of 
applicant is sound, unl ess it be shown that a ll of it s out
s tanding obligation s n o t o nly can but will b e paid at matur
ity, o r a t least a t the time when m any imp ortant franchises 
of applicant expire. No such showing ha s been made t o 
t h e commission, a nd as th e bondho ld er s mu st r ely up on 
t h e s in kin g fund provided for in the tru st deed under which 
t h e U nited Ra ilroads' 4 p er cent bonds were is sued, and 
whatever phy sical value of property may exis t at th e time 
of the m aturi ty o f th ese bonds, in th e judgment o f this com
mi ss ion, th ese bonds at thi s time a r e n o t certain of pay
ment in fu ll. 

"In o rd er t o safeguard t he payment of th e oblig ations of 
app li cant when th ey fa ll due, a large part of the surplus 
inc om e of applicant sh ould be diverted to these securities 
and it appea r s to this commission as p r oper that the pay
m ent of dividends on th e la rge amount of cap ital stock out
s ta nding sh ould be defe r re d to th e security of th ese bonds." 

Reference to th e app lication of the company to the com
miss ion was mad e in the ELECTRIC RAILWAY J OURNAL of 
Jan. 4, 1913, page 45. 

American Railways, Philadelphia, Pa.-The Ame rican 
Railways has taken out a charter in D elaware w ith a capi
ta l of $25,000,000 fo r the avowed purpose of surrendering 
its New J er sey charte r a nd b ring ing its business under th e 
laws of D elaware if t h e laws g overning corporations which 
are now before th e L egislatur e of New Jersey fo r enact
m ent a r e fi nally passed. The American Rai lways was or
g an ized under th e laws of New Jer sey in 1899 with an au
th ori zed capital stock of $25,000,000, of w hi ch about $8,000,-
000 is out stand ing. J ere mi ah J . Sullivan, president of the 
company, is rep orted to have made th e fo ll owing statement: 
"Und er th e n ew legis la ti on it is mad e ill egal for a h olding 
corporation to loan money t o a co rpo ratio n outside the 
State or to buy additio na l propert ies. The A merican Rail
ways operates numerous electric rai lways in variou s States, 
and it is n eces sary to advance m oney to them from time 
t o time and to finance th ei r n eeds. We are co nstantly buy
ing new properties. I do n o t think we could d o business un
der th e proposed laws. I think th ere is littl e doubt that 
many other corp orati ons will take s imi lar act ion ." 

Boston ( Mass.) Elevated Railway.-The Massachusetts 
Railroad Commission has appr ove d an issue of $600,000 
twenty-year 5 per cent bonds by the W est End Street Rail
way to bear date of Nov. r, 1912, proceeds to reimburse 

the Boston Elevated Railway for improvement to property 
made in accordance with the t erms of the lease. The com
mission has also approved an issue of 4400 shares of addi
tion a l common stock by the West End Street Railway to be 
sold a t publ ic aucti on, procee ds to reimburse the Boston Ele
va t ed R ailway fo r improvements. In addition the commis
sion has approved th e application of $28,727, realized as 
part of proceeds of bonds issu ed under order of the board 
on April 4, 1912, toward the cost of p ermanent additions 
a nd improvement s to property. 

Chatham, Wallaceburg & Lake Erie Railway, Chatham, 
Ont.-M acKenzie & Mann are reported to have purchased 
$400,000 out of a total o f $787,500 of outstanding first 
mortgage 5 per cent bonds of _the Chatham, Walla ceburg 
& Lake Eri e Railway. 

Cleveland, Painesville & Eastern Railroad, Willoughby, 
Ohio.-E. W . Moore, pr es ident of the Cleveland, Paines
vill e & Eastern Railroad, acting in th e intere st of that com
pany, has a cquired the property of the United Light & 
Power Company, Geneva, Ohio, furnishing current in cities 
and rural sections of Lake and Ashtabula Counties. The 
Cleveland, Pain esville & Eastern Railroad will do the elec
tric lig ht and power business in all t errito ry on its line 
between Clev eland and Ashtabula, except in Painesville, 
wher e ther e is a municipal plant. 

Columbus Railway & Light Company, Columbus, Ohio. 
-Throu gh an application filed with the Ohio Public Service 
Commi ssion and th en withdrawn it was learned that the 
r eor ganiza tion committee of the Columbus Railway & Light 
Comp any has planned to incorporate an entirely new com
pany, to be known as the Columbus Railway, Light & 
Power Company, to take over all the companies now oper
a ted und er lease. The application filed was for permission 
to issue s tock to be exc han ged for the stock of the com
panies as now con stituted. It was found necessary, how
ever, fo r the present compani es to secure permission from 
the Public Service Commiss ion to sell their holdings, and it 
was dec id ed to have the commission consider all the appli
cations at th e sam e time. This caused the t emporary with
drawal of the o rig inal application. 

Empire Uni ted Ra ilways, Inc., Syracuse, N. Y.-The 
Public Service Commission of the Second District of New 
York ha s approved th e application of the Rochester, Syra
cu se & Easte rn Rai lroad, the Syracuse , Lake Shore & 
N orth ern Railroad and th e Auburn & Northern Electric 
Rai lroad fo r permiss ion to consolidate as the Empire 
U nited Rai lways, Inc. , in acc ordance with the terms pub
li sh ed in th e ELECTRIC RAILWAY J oURNAL o f F eb. r , 1913, page 
228. T h e Empire Un ited Railways, Inc., was incorporated 
und er the laws of New York with a capital s tock of $rr ,600,-
000 by Cli ffo rd D. Beebe , Hendrick S. Holden, Edward Joy 
and o th er s, on Feb. r8, 1913. 

Halifax (N. S.) Electric Tramway.-A t the adjourned 
m ee ting of th e Halifax Electric Tramway held on Feb. 12, 
1913, new direc to rs were elected as fo llows: J. A. N cville, 
H. I-I. Smith, \V. M . P. Webster, J. E. Wood and 0. E. 
Smith, Hali fax; Sir Frederick Borden, Ottawa; P. J. Mack
intosh , E. A. Robert, J. W . McConnell, W. G. Ross and 
F. H. W il son, Montreal. The only director re-elected is 
0. E. Smith. N ew officers hav e been elected as follows: 
E. A. Robert, president; J. W. McConnell, first vice-presi
dent ; 0. E. Smith, se cond vice-president. The board of 
directors for m erly consisted of nin e m embers , whereas it 
is now composed o f eleven members. The negotiations for 
the sale of the property t o a sy~dicate which included 
]. W. McCon n ell and E. A. Robert was noted in the 
ELECTRIC RAILWAY J OURNAL of Oct. 19, 1912. 

Interborough Rapid Transit Company, New York, N. Y. 
-The stockholders of the Interborough Rapid Transit 
Company w ill vote on March 5, 1913, on the plan to au
thorize a m ortgage to the Guaranty Trust Company, New 
York, N. Y., as trustee, to secure an issue of S per cent 
fifty-three-year gold bonds for an aggregate amount of 
$300,000,000, t o provide for expenditure under the dual rapid 
transit arrangement with the city and for refunding. 

La Crosse (Wis.) City Railway.-The property of the 
La Crosse City Railway has been taken over by the Wis
consin Railway, Light & Power Company, the incorpora
tion of which was noted in the ELECTRIC RAILWAY JouRNAL 
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on Feb. 1, 1913, page 230. Frank B. Desmond, Mi lwa ukee, 
has be en elected pres ident of th e La Crosse City Railway 
to suc ceed 13. E. Edwards and A. G. Casper, Mil waukee, 
ha s been elected secretary of the compa ny to succeed 
P. J . Riegger. Frank P . Hixon and R. C. Whelpley have 
re sign ed as vicc-presidEnt and trea surer r espective ly of the 
company, but no successor s t o th em have been elec t ed as 
yet. It is announced that Peter Valier will remain wi th 
the La Crosse City Railway as general m anager . The 
Wisconsin Railway, Light & Power Compa ny has fi led for 
record in La Crosse County a mortgage fo r $10,000,000 in 
favor of th e F irst Savings & T ru s t Co m pa ny, Chi cago, Ill., 
g iven to secure an is sue of tw enty-year S per cent bonds. 

L os Angeles (Cal.) Railway Corporati on.-Harris, 
Forbes & Company and E. H. Rollin s & Sons, N ew Yo rk, 
N . Y., are offerin g for subscription to yield m o re than 5.20 
per cent the un sold portion of their block of $3,000,000 of fi r s t 
and refundin g S p er cent sinkin g fund bo nd s of the Lo s 
Angeles Railway Corporation dat ed 1910 and due D ec. 1, 
1940. These bonds ar e part of a $20,000,000 issue coverin g 
a ll the property now owned o r hereafte r acquired by th e 
company. 

New York S t~te Railways, Rochester, N. Y.-The New 
York State' Railways has a nnounced that th e h old ers of th .:: 
t emporary fifty-year first consolid at ed mortgage 4½ per 
cent gold bonds, se ri es "A," may exchange their temp orary 
bonds for the d efinitive engraved bonds a t the offiee of th e 
Bankers Tru st Company, New York, N. Y. 

Penn Central Light & Power Company, Al toona, Pa.
Brown Brothers & Company and Robert Glendennin g & 
Co mpany, Philadelphia, Pa., a re offe ring at par a nd interest 
the small un sold part of $1,300,000 of first and consolida t ed 
mortgage 6 per cent gold bonds of th e Penn Central Light & 
Power Company of 1913, due February, 1963, but redeem
able at 105 and interes t o n a nd after Feb. 1, 19 18. The 
interest is payable February and Au gust at the offiee of the 
trustees, th e Philadelphia Trust, Safe D epos it & In surance 
Company, Philadelphia, Pa. The Penn Central Li ght & 
Power Company is a Pennsylvania corporation and a 
consolidati on by merger of the Edison Electrie Illumi
nating Company and Citizens' Electrie Light, Heat & 
Power Company, both of A ltoona; the Huntington Gas 
Company and the Wilson E lect ric Company, Huntington, 
Pa.; the Lewistown Li ght , Heat & Power Company a nd 
the Mifflin County Gas & Electric Company, L ewistown, 
an d the Hollidaysburg E lectric Light & Power Company, 
Holli daysburg, Pa. A ll of th e stoeks and bonds of the 
Pennsylvania Hydroelectr ic Company and all o f the stock 
and some of the bond s of the Lewistown & Reedsvill e 
E lectric Raiiway are subject to the lien of the mortgages 
of the Penn Central Light & Power Company, and th ese 
companies are operated in connection with the P enn Cen
tral Light & Power Company. 

Toledo T raction, Light & P ower Company, Toledo, Ohio. 
-Harris Forbes & Company, New York , N. Y., are o ffer
in g for subscription $5,822,000 of first li en fiv e-y ear 6 per 
cent bonds of the T oledo Traction, Light & Power Com
pany, th e successor t o the Toledo Railways & Light Co m
pany, dat ed Feb. 1, 1913, and due Feb. 1, 1918. The interest 
is payable on Feb . l and Aug. l at the o ffic e of the New 
York Trust Company, New York, trust ee. The authorized 
capital stock of the company is $17,200,000, of w hi ch 
$9,200,000 is common stock and $8,000,000 is 6 per cent 
preferred stock cumulative after Jan. 1, 1914. Of th ese 
amoun t s $8,88 r,500 of common stock is to be issued and 
$7,461,225 o f preferred stock is t o be issued. The auth orized 
b onded d eb t will consist o f $7,500,000 of first lien 6 per cent 
five-year bonds and $1,200,000 of second li en 6 pe r cent five. 
year bonds. The foll owing state m ent of earnings of the 
Toledo Railways & Light Company and allied interurban 
ele ctric rai lways for the year ended D ec. 31, 19 12, ha s been 
made, publi c: Gross earnin gs , $3,979,275; opera ting ex
penses and taxe s, $2,789,427; net earnings, $1 ,189,848; in 
t er es t on gas and heating and interurban railway bond s n ot 
owned by tra ct ion company, $209,550; surplus, $980,297; 
annual inter est on first lien 6 per cent bonds, $360,000; 
balance, $620,297. 

tJnaerground . Electric Railways, London, E ng.- Jam es 
Speyer , W illiam Barclay Parsons, L. F. Loree and J. G. 

Metcalfe, New York, N. Y. , have r esigned as directors of 
the U nd erground E lect ri c H.ailways, it havin g bee n de
cid ed best t o turn the entire management of the company 
over to the London directors. 

Washington, Baltimore & Annapolis Electric Railway, 
Baltimore, Md.-T he Washington, Baltimor e & Ann apoli s 
E lectric Railway has taken over the stock of th e Ann apoli s 
Gas & Ele ctric Company, which ha s b ee n h eld by t he A n
napo li s Utilitie s Co mpany, organized by inter ests closely 
associated wit h th e electric ra ilway. T h e An n apoli s Gas 
& E lectric Company se rves a populati on of 9000. It has 
$100,000 cap ital stock, with $63,000 first m ortgage 6 per cent 
bond s and $1 ro,ooo consolidated S per cent bonds. 

Dividends Declared 

A m erican Railways, Philadelphia, Pa., qu arterly, 75 cenb, 
common. 

Columbu s (Ohio) Railway, quart erly, 1¼ per cent, com
m on. 

Roche ster Railway & Lig ht Company, R ochest er, N. Y., 
quarterly, r ¼ per ce nt, preferred. 

Tennes see Railway, Li gh t & P ower Compa ny, Nashville, 
Tenn., quart erly, 1 ½ per cent, preferred. 

Unit ed Light & Ra il ways Company, Grand Rapids , Mieh., 
quart erly, r per cent, common. 

ELECTRIC RAILWAY MONTHLY EARNINGS 

B.\ NGO R R AILW . .\Y & ELECTRIC <O?IIPA?\Y, BANGOR, IIIAINE 

Gross Operat ing Net F ix ed Net 
P er iod. Earnings. Expenses. Earnings. Charges. Surplus. 

1111., Dec., '12 $60 ,3 34 ' $28,8 18 $31,516 $17,341 $14,175 
l " " '11 54,383 *24,654 29,729 15,485 14.244 

12 " '12 385,870 * 166,834 219,036 101,349 117,687 
12 " '11 33 1,465 *144, 163 187,302 80,157 107,145 

CHATTANOOGA RAILW,\Y & LIGHT COIIIPANY, CHATTANOOGA, 
TE NN. 

1111., 
1 '' 

12 " 
12 " 

1!;C., :~f 
'12 
'11 

$95,454 
83,827 

1,064,674 
943,472 

*$57, 085 
*50,234 

*634,616 
' 553, 748 

$38,369 
33,593 

430,0 58 
389,724 

$23,963 
21,029 

266,029 
239,7 13 

$14,406 
12,564 

164,029 
150,011 

CO?IIMON\\'EALTH POWER, R AILWAY & LIGIIT COMPANY, 
GRAND R APIDS , MICH. 

lm., I!~c., ' 13 $650,442 ' $38 2,804 $267,638 $125,426 $142,212 
1" '11 550.52 1· *305,157 245,364 121,530 123,834 

12 " '12 6,389,919 *3,718,297 2,671,622 1,502,572 1,169,060 
12" ' 11 5,51 9,640 *3,162,927 2,356,713 1,2 74,40 5 1,082 ,308 

ltn., 
1 " 
6 " 
6 " 

lm., 
l" 

12 " 
12 " 

lm., 
1 " 

12 " 
12 " 

lm., 
1 " 

12 " 
12 " 

CUMBERLAND COUNTY POWER & LIGHT COMPANY, 
PORTLAND, IIIAIN E 

~~c., '12 $175,134 *$ 102,012 $73,122 $56,510 $16,612 
'11 169,936 "' 126.626 43,310 49,668 t6 ,358 
'12 1,1 68,770 *619,299 549,471 332,901 216,570 
'11 1,120,503 *665,313 455,190 298,i79 156,411 

EAST ST. LOUIS & SUBURBAN COMPANY 

~~c., '12 $228,206 *$1 10, 839 $117,367 $48,0 19 $69,348 
'11 202 ,70 2 *85,017 117,685 45,617 72,068 
'12 2,452,568 * l,353,568 1,098,883 578,471 520,415 
'11 2,279,14 7 *1.2 70,351 1,008,796 547 ,525 46 1,271 

GRAND R .-\PIDS (IIII CH .) R AILWAY 

~~c., '12 $1 06,9 78 • $65,608 $41,370 $14,252 $2 7,118 
'11 108,609 *60,167 48,442 14,556 33,886 
'12 1.233,588 *700,230 533,358 175,225 358,133 
'11 1,169,393 *660,278 509,1 15 179,388 329,727 

J OPLIN & PITTSBURG RAILWAY, PITTS BURG, KAN. 

J~n., '13 $44,709 *$27,93 5 $16.774 $12.541 $4,233 
'12 38 ,466 *24,439 14,027 12,923 1,104 
'13 539,7 81 *319,424 220,357 152,3 71 67,986 
'1 2 471 ,713 *277 ,817 193,89 6 153,122 40.774 

LEWISTON, AUGUSTA & W ATERVILLE STREET RAILWAY, 
LEWISTON, MAINE 

lm. , 
1" 
6 " 
6" 

lm., 
l" 
7" 
7" 

lm., 
l" 
Ii " 
6 " 

I;;c., '.}f 
'12 
'11 

$47,359 *$32.286 $15,073 
45 ,0 75 *30,413 14,662 

348.252 *200,629 147.623 
339',589 *193,746 145,843 

$14,400 
14,446 
86,400 
86,705 

PHILADELPHIA RAPID TR\NSIT COllIPANY 

J ?,n., ;
1
1?.3 $2,002,067 $1 ,228,131 $773,936 $769,000 
_ 1,808,472 1,162,811 645 ,660 740,322 

'13 13,928,191 8,314,906 5,6 13,286 5,329,921 
'12 13,152.880 8,02 1,299 5,131,581 5,170 ,645 

I;fc. , '.}f 
'1 2 
'11 

PORTLAND (MA I NE) R A I LR OAD 

$76,693 *$60,24 7 $16,446 
72,146 *80,143 7,997 

549,915 • 312,290 197,625 
542,761 *38 1,361 161,400 

$10,253 
9,743 

61,935 
57,518 

*Jncludes taxes. 
tDefic it. 

$673 
216 

61,223 
59,138 

$4,936 
t9 4,662 
28 3,365 
t39,065 

$6,1 93 
tl7,740 
135,690 
103 ,882 
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Traffic and Transportation 
The Ticket Seller and the Public 

A D . B . Van Zandt, publi city agent o f the D etroit 
(Mich .) U nit ed Railway, was the g u es t of h o n or at the 
Februa ry banquet of the Detroit Passenger Club, an or
gan iza tio n composed of the ti ck et seller s and passenger 
agen t s of th e various tran sportat ion co mpa nies which have 
offices in D etro it . Mr. Van Zandt spoke on "The Ticket 
Sell er a nd the P ublic" and in the course of hi s r emarks 
said: 

"You, th e gentlem en w h o se ll t h e tickets, a r e we ll pos ted 
in th e passenger ope ration s of your own lines and of th e 
oth er lin es. I say o f th e o ther lin es becau se you must 
kn ow them t o know that th e line you r epresent is vastly 
th e sup erio r. If you did n ot know this you would no t be 
where you are. That is a part of the optimism n ecessary 
in the business. You, th e gentleme n who sell t h e ticket s, 
are mig hty important cogs in th e m achin ery oper a ting th e 
roa d s to which you belo ng. A successful year by th e rail
ways dep end s upo n you in n o small measure and when I 
say th a t I do n ot limit m y m ean ing to suc cess in purely 
monetary m a tter s. I say you a r e imp orta nt cogs in th e 
m ac hin ery becau se you a re the cogs that come closest in 
to uch with th e m ovin g public. To most of th ose who ride 
-and thi s includes about a ll t h e peop le-you ar e th e con
necting cog bet wee n them a nd the m en hig h er up. 

"Th e pres ident s of your companies, th e general super
intendent s, the chi efs of d iv isio n s are a ll people o f mystery 
t o th e riding public. How m an y Detroiters · know, fo r 
in st a nce, th e president of the Mic higan Ce ntra l Rai lroad or 
t he man w h o g uid es th e la rger affa irs of the Penn sylvania 
Syste m ? As your acqua intances g row in numb er you be
come th e ra il ways you r epr esent a n d the ra ilways you 
r epresent m elt in t o you r persona lity. 

"Truly the per son a l elem ent is extrem ely s trong w ith th e 
A m eri can public a nd it is growing stronger every year. 
The per sonal s ta ndin g of yourself with th e public is indee d 
we ll w orth cultiva ting not o nly fo r your own goo d but 
fo r th e good of th e public utility you r epr esent. As I 
have sa id, you are the r epresent atives of your compani es 
with w h o m th e public come in contact a nd as such you 
h'ave la rge duties t o perform. 

"To you a railway ticket is as simpl e as add ing two and 
two, but d esp ite the immen se aggregat e of passenger 
traffic in th e U nit ed States m ost people do n o t know 
w h eth er t o r ead a ti cke t from right t o left o r upside down. 
T h ey only kn ow th a t w ha tever way they do r ead it is 
wrong. The ave rage man simply accepts w ha t you give 
him in fait h that in t h e course of hum an event s h e will 
r each th e haven of r es t and be welco m ed a t t h e oth er end. 
The man o r wom a n w h o buys a ti cket from you , having 
con fide nce in you a n d h ence in you r road, is entitl ed t o th e 
full est con sideration you can g ive. A long ra ilway j ourney 
oft en causes n o li t tl e fea r and trembling. This going into 
stra nge town s a nd st r a nge depots is n o t the mo st peace
ful pursuit and the pos sibility of going wrong is upper
most in th e mind s of many. The numb er o f those wh o 
heave s ig h s of r elief w h en the journey is done is by n o 
m ean s small a nd so it beco mes your duty t o b e patient a n d 
ca reful in dealing with a ll, op ening up to them the full 
fo unt of in fo rmatio n at your comman d a nd see ing th a t 
n on e leave your presen ce in doubt o r wi th any question 
s till unasked. 

"All your corporation s have w ithin their or ganizations 
departments of publici ty-h eaded by men who, through 
printed word and pictur e, impress up on th e public mind 
th e b eauties of a ride up on your own individual lin e. The 
roster o f employme nt does n ot place you within this de
partment of publicity, but you are nevertheless publicists al
ways. You ar e adverti s ing agent s as well a s ticket agen t s. 
A ll t h e work of th e publici ty department is of littl e avai l 
without your co-operat ion. It would fall to the g round 
without your p ersonality t o make th e impressio n deeper. 
A pamp hl et; an illu str at io n , a bit of desc ript ion w ill do it s 
part toward building up the business, but a word from you 
will make th e business certa in. Therefo re I would say do 
n ot be content t o pass the printed matter over the counter 
-talk it over." 

Hearing on East Boston Tunnel Toll Reduction 

The committ ee on metropolitan affairs o f the Massa
ch us etts Legislature gave a h earing on Feb . 7 upon several 
b ills drafted t o elimin a t e the present t o ll charge of 1 cent 
per passenger u s ing th e East Boston tunnel, one of the 
rapid transit lin es of the Boston Elevated Railway. Chair
man Sullivan of the Boston F inanc e Commission was t'he 
chief advocate of the abolition o f th e toll, which r esults in 
each passenger payin g a 6-cent fare when using the tunnel. 
Mr. Sullivan presented a statement from Ci ty Auditor 
Mitchell of Boston, showing that in 1912 the n et r eceipts 
from toll s were $134,287, which, added to the r ental, which 
is three-eighth s of th e gross ea rnings, or $57,000, t o tals 
$191,287. The sinking fund a nd interest charges call for 
$ 150,000. With this excess, Mr. Sullivan claimed that the 
Railroad Commissio n is obliged by th e terms of the tunnel 
ac t t o r educe the t o ll if duly p etitioned. Repr esentative B. 
F. Sullivan and Co rp oration Counsel Co rb et t, Boston, op
posed th e r eductio n , taking th e ground that the t o lls are 
n eed ed t o liquidate the sinking fund and interes t charges. 
If th e toll s w ere abolish ed th e city would have t o make up 
the d eficit o f $93.000 per y ear. Mr. Corbett emphasized the 
a nswer o f the Massachusetts Supreme Court in 19o6 to a 
legis lat ive inquiry as to th e legality of an act proposed to 
abo li sh the tunnel t oll s. The court emp hatically stated that 
such enactment would be a r epudiation of contract between 
the commonw ealth and the city, and that it would be uncon
s titutional. 

Through Service Between Coffeyville and Parsons.-The 
U nion Traction Company of Kansas, Independence, Kan., 
has establi sh ed through service between Coffeyville and 
Parsons. The di stance between the two citi es is 50 miles. 

Skip-Stop Idea Suggested in Los Angeles.-At the sug
gestion o f President Wheeler, the Public Utilities Board of 
Los A n geles, Cal. , h as decided to t ak e up with th e electric 
railway s w hi ch ope rate in th at ci ty th e question of having 
inbound cars o n th e interurba n lines stop at alternate street 
co rn er s and the outbound car s stop at co rners at which 
the inbound car s do not stop. 

Collision Near Dunkirk.-A we stbound passenger car of 
th e Buffalo & L ake E rie Traction Co mpany, Buffalo, N. Y., 
collided with an eastbound freight and express car of the 
comp any on th e evening of Feb . r r , 1913, 1 mile east of 
Si lve r Cr eek, which is n ear Dunkirk. Non e o f th e passen
ger s was serio u sly injured, but th e cars took fire following 
the acc id ent and a re r eport ed t o have been destroyed. 

Transportation to Destination.-A car belonging to the 
Loui sville (Ky.) Railway wa s taken from th e carhouse of 
the company at a n early h our r ecently by a man who 
claimed fo rm er res ide n ce a nd employment as a motorman 
in St. Louis, Mo. Before the night police chief after his 
a rrest the m a n declared tha t a transfer which he held took 
t h e form of a con tract b ind ing th e railway to carry him to 
hi s destina tio n. A fi n e o f $5 was imposed. 

Accident in Canandaigua.-The lives of more than thirty 
passenger s were enda n ge red when a car of the Rochester 
& Eastern Ra ilway was d er a il ed and overturned in Canan
daigua, N. Y., r ece ntly. T he acc ident is ascribed un officially 
to the br eaking o f th e fr ont axle on the fo rward truck of 
the car. The local fi r e d epartment at Canandaigua had to 
be ca lled out to exting ui sh a fi re which start ed in the car 
fo ll owing the accident. The damage t o the car from the 
fi r e was insignificant. 

Protection for Conductors in Spokane.-The City Council 
o f Spokane, Wash., has instruct ed Commissio n er Fassett 
to t ake up w ith the Spokane Traction Company th e ques
tion of better prot ec tion for it s conductor s during the 
winter m onths. T he commissio n er will endeavor to have 
the company agree to vestibule the r ear platform of its 
cars o r p ermit conduct o rs t o stay inside during the cold 
weather. If a satisfactory arrangement cannot be effected 
with th e company the Council has announced that it will 
appeal t o th e Railroad Commi ssion. 

Recommendation for Governing Parades.-The Louis
v ille (Ky.) Railway is interested in a recommendation 
which the Board of Public Safety· of that city has mad~ to 
the heads o f the municipal government. This recommen-
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dation is that a n offic ial rout e for s treet parades a nd si milar 
process io ns in Lou isvill e be es tabli shed and th at inter va ls 
be determin ed wh en such pageants shall break t o p ermit 
elec tric railway traffi c t o pass. The company has experi
enced cons idera ble diffi cult y at times in keepin g t o it s 
sc hedule beca use of interruption s from t hi s source. 

Suit to Extend Transfer Privilege in Chicago.-V ery 
littl e r ea l progress has bee n m a de in th e sui t t o comp el th e 
is sua nc e of tran sfe r s between th e Chi cago (Ill.) Rai lway s 
a nd th e County Tracti o n Company. Th e validi ty o f th e 
19JO tra ctio n o rdin ance g ra nt ed th e Ch ica go l{ a ilways ha s 
b een ques tio ned. Hoy 0. W es t, a n att orn ey w ho wa s in
s trum ental in draftin g th e o rdina nce, ha s bee n ca ll ed as a 
witne ss t o explain hi s pos iti o n. Emi l 0. Schmidt , pres i
dent of the County Traction Com pany, t es tified that t h e 
company could no t o p erat e at a profit if it wa s co mp ell ed 
to issu e tran sfers to th e lines of th e Chicago Railway s. 

Supplementary Petition in Louisville Freight Case.-A 
suppl em enta ry p etiti o n ha s been fi led by the Boa rd of 
Trade a nd o th er shipp er s o f Louisvill e, Ky., with th e Inter
s tate Comm er ce Commi ss ion, Wa shin g t on , D. C. , in th e 
case of these comp la ina nt s versus the Indianapoli s, Co lum
bus & Southern Traction Comp any, S eymour, Ind. ; t h e 
Louisville & Northern Ra ilway & Lig h ting Company, New 
Albany, Ind., a nd o ther elec tri c rai lways co nn ecting L ouis
ville, Ky., with Indianapoli s, Incl. In this case t h rough 
fr eig ht rout es over the elec tri c r a ilways a re soug ht by th e 
shippers a nd a n ori g inal compla int a nd a r espon se have 
been filed by both parti es to th e action. 

Complaints Before Pennsylvania Commission.-Ce rtai n 
members of th e B irdsboro Town Coun cil have complained 
to the Railroad Commi ssion that the service furnished to 
Birdsboro by th e Readin g Transit Company is inadequate 
owing t o th e opera ti on of sin g le- truck car s, no t equi pped 
with m odern safety app liance s. T h e co mmi ss io n has ad
vised the complainants t o fi le a specific g ri evanc e, aft er 
which a hearing will be sch edul ed. W . A. Pres ton , presi
dent of Columbia Town Council, has complain ed t o the 
Railroad Commi ss io n that th e Conestoga T raction Com 
pany is operating on e car o n its line with only o n e man in 
charge. Walter E. Gr eenwood, o f Coatesvill e, has com
plained to the commissio n that the \Vest Chester Street 
Railway is over-crowding car s betwee n West Chester a n d 
Coatesville. 

Electric Express Service Inaugurated at Worcester, 
Mass.-Th e Worcester (Mass.) Con solidat ed S treet Rail
way has begun the o p erati on of an elect ri c express bu s in es s, 
a new t erminal st ation hav ing been es tablish ed o n Green 
Stree t, near the wholesale shippin g district. Ser vice is at 
present rendered in conn ection w ith th e Boston & \Vorc es 
ter Stree t Railway and over the lin es o f the Co n solidakr
property westward throu g h the South bridge, Fiskdale, 
Brimfield a nd Palmer di stricts. The Bost on frei g ht termi
nal of th e Bay State Stree t Ra ilway. Boston E levat ed Rail
way and Bos t o n & Wor cester Street Railway is bei ng us eJ 
as a part o f the gen eral e lectr ic expr ess development in 
central and eas tern Massachu set t s. a nd a striking incn ·ase 
of bu sin ess b etwee n Worcester h ou se s and es tablishments 
outside th e city and hith erto unprovided with the pres en t 
Worc es ter con nec tion s, has been no ted. Foll owing the se
curing of the n eces sa ry local franchises , the service wi ll be 
extended t oward the n orth a nd south o f Worcester. The 
establishment of th e present servic e was delayed about two 
years by agitat io n ag ain st th e g ranting by the A lderm en 
of Worcest er of an unlimit ed franchise to tran sport electric 
expr ess and frei ght matt er, th e company being u11w11lin g 
t o undertake th e se rvic e under a limited permit. The 
M assachus ett s Railroad Commiss ion favored an un limit e,J 
fran chi se, subject t o the usual regulative power s of the 
board, a nd as finally g rant ed the permit is n ot li mit ed as t o 
It s durati on. The Green Street t erminal station 1s ?. con 
crete and brick structure 105 ft . long by 35 ft. wide. It has 
receiving accommodat io ns fo r seve n teams, w ith thre e load
in g doors and two se r vice tracks capable of h andling s ix 
cars a t a time. P r ovision ha s also been made for future 
storage track s, and a teaming yard of li beral area has been 
es tabli shed. T hroug h a nd local services are being given 
daily between Worcester and Bosto n, with local se rvi ce be
tween Worcester a nd Springfield. Frank E. Wood is in 
charge of th e Worcester o ffice as general agent. 

Personal Mention 
Mr. H. C. Allen h as been appoi n ted t raffic agent of the 

No rth wes t ern l 'en n sylva nia Rai lway, l\ l cadvillc , Pa. 
Mr. G. L. Randall has been promoted to the position of 

assis ta nt purch as ing agent of t he Maho ning & Shenango 
Rai lway & Li g h t Compa ny, Youngs town , O hio. 

Mr. P. J. Mi tten has re sig n ed as master mechanic of the 
International Ra ilway, Buffalo, N. Y., to become connected 
with th e Phil adelp h ia (Pa.) Rapid Transit Company. 

Mr. W . L. McDonald, of the contract department of the 
Knoxvill e Railway & Li g ht Company, K noxvi lle , Tenn., has 
bee n prom ote d t o the pos ition of cashi er of the compa ny. 

Mr. F. F. Wheeler has been elected pres ident of the Board 
o f Public Ut ili ties of Lo s Angeles, Cal., to succeed Mr. 
Th o ma s Fou lkes, w ho continues as a member of the boa rd . 

Mr. George Cooper, who has been ac ting as auditor of the 
Knoxville Rai lway & Lig ht Company, Knoxvi ll e, Tenn., has 
bee n appointed to th e position to succeed J. E. Tappan, 
deceased. 

Mr. Edward G. Riggs has been appoi nt ed execu t ive as
sis tant t o Mr. Charl es S. M ell en, pre sident of th e New 
York, New Haven & Hartford Rai lroad, with offices in 
I\"ew York. 

Mr. R. M. Hannaford, as s ist ant chief en g inee r of the 
M ontrea l (Qu e.) Tramways, is in charge of th e engin eeri ng 
a nd const ructi o n department , in consequ en ce of the resig
natio n of Mr. J . D. Evans. 

Mr. H. P. Fant, w h o has been general m anager o f the 
St. J oh n 's El ectric Compa ny, St. Augustin e, F la., ha s been 
ele ct ed vice-pr es ident of th e company a nd ha s been ap
pointed general sup erint endent . 

Mr. P. C. Kaercher, w h o has been purchasin g agent of 
th e M a h oning & Sh enan go Railway & Lig ht Company, 
Youn gs town, O hi o . has been promoted t o the power sa le ,; 
department as assistant to Mr. T. L. Sturgeon. 

Mr. Walter A. Draper, secr etary of the Cincinn ati (O hi o) 
Tracti on Co mpany, h as been elec ted a vic e-pr es id ent of th e 
O hi o E lectric Rai lway, Ci n cinnati, in addition to the two 
pr esent vice-pres ident s, Mr. Dana Stevens and Mr. J . B. 
F or aker, Jr. 

Mr. F. C. Yockey, wh o has been secret ary to Mr. Charles 
M. Hatch, ge neral manager of th e Northw este rn P ennsyl
Yania Rai lway. M eadvill e, Pa., wi ll act as chi ef clerk in the 
t ra ffic departm ent o f the company, th e t raffi c agent of which 
is Mr. H. C. A ll en. 

Mr. C. 0. Bailey, who has been assistant purchasing 
age nt o f the Mahoning & Shenango Railway & Li ght Com
pany, Youn gs town, O hi o, ha s b een made purchasing agent , 
t o succee d Mr. P. C. K aerch er, w h o ha s been promoted to 
the powe r .sal es department. 

Mr. Edmund Arthur Robert, president of the Montreal 
( Qu e.) Tra mways. ha s b een elected president of the Halifax 
(N . S.) E lectric Tramway , the property of w hich was taken 
ewer r ecently by a sy ndi ca t e composed of himself, Mr. 
J. \V. M cConnell , Mr. \V. G. Ros s and o th ers. 

Mr. William McClellan, chi ef eng in eer of the Public 
Service Commi ss ion. Second District, New York, gave a 
talk a t th e T echn ology l lni on, Bost on. o n Feb. 12, befo re 
the E lec tri cal En g in eeri ng Society o f the Massachusetts 
In stitut e o f Technology, hi s subject being "Pu bli c Ser vice 
Corp orati on s and the Public." 

Mr. W. B . Tuttle, vice-preside nt o f the San A nt on io 
(T ex.) Tracti on Company, co ntroll ed by th e A m erican 
Light & Tractio n Compa ny, ha s been elec ted ge neral man
age r o f th e San A nt o nio & A u stin Int erurban Railroad, or
ga ni zed re cently t o- build a n elect ric r a ilway betwe en San 
A nt oni o an d Austin. Tex., a di st ance of 85 mil es. 

Mr. George W. Dunlap, whose app ointment as m echani
ca l eng in eer of the Int ernational Rai lway, Buffalo, N. Y., 
wa s announ ced in t h e ELECTRIC RAILWAY J ouRNAL o f Nov. 
30, 1912, w ill take over th e work with that company which 
was p er fo rm ed pr eviou sly by Mr. P. J. Mitten, wh o ha s 
r esign ed as ma st er mechanic of the compa ny to becom e 
conn ec t ed wi th th e Phi ladelphia (Pa.) Rapid Tran sit Com
pany. 
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Mr. W . R. Willcox, who has just r et ired as chairman of 
the Public Service Commi ss ion of the F irst District of 
New York, had a dinn er t ender ed to him at the Hotel 
Astor, New York, on th e evening of Feb. 17, 1913, by the 
present members of the commiss ion and th e past and pres◄ 
ent memb ers of t he staff of the commission. Among those 
w ho at tended wer e: Chairman McCall of th e co mmissio n, 
Commissioner s Maltbie, E u st is and Williams, ex-Commis
sio ners Bassett and M cCa rroll, Mr. Travis H. Whitney, 
secretary of th e commiss ion; Mr. A lfr ed Craven, chief en
g in eer of the commi ssion; Mr. James Blaine Walker, as
sis tant secretary of the commis sion , and Dr. A. F. Weber, 
sta ti sti cian of the commiss ion. 

H. G. Throop F. L. Hinman 

Mr. F. L. Hinman, who has been promoted to be shop 
fo r eman and maste r mechanic of t he Syracuse and Oneida 
lin es of the New York State Rai lways, has dur in g the past 
ten year s se rved in various capaci ties with the Syracuse 
(N. Y.) Rap id Tran sit Company and its successo r. He 
began as a shop apprentice in Syracuse, but spent a year 
with th e A uburn & Syracuse Electr ic Railway in the shop 
and power house in A uburn. He returned to Syracuse in 
1905 and became clerk in the storeroom and two yea r s later 
was put in cha rge of stores for the Syracuse Rapid Transit 
Railway and a llied line s. In 1910 he became chief clerk to 
Mr. vV. J. Harv ie, the chief engin eer, anu two years late r 
was app ointed general fo r eman of the m echanical depart
ment. 

Mr. Dan G. Fisher, w ho has been connected w ith the 
Strickland int er es ts in T exa s for some time, has been ap
poin ted assis tant general manager of the interurban elec
tric r ai lways controll ed by the J. F. St rickland Company, 
wh ich include the Dallas-Sherman: Dallas- \Vaxahach ie and 
Dallas-Waco lin es. Mr. F isher is well known in Dallas. 
He_ entered busin ess in t ha t city in the circulation depart
ment of th e Dallas Times-Herald. Subsequently he entered 
the service of th e Str ickland int erests and has been em
ploye d by them in various capac itie s. He is an active 
m embe r of the Dallas Adverti sing L eague and was ch air
man of one of the committees of that as sociation at the 
t ime of the recent national convention of advert ising m en 
held in Dallas. 

Mr. H . G. Throop, w ho becomes engin eer of lin es and 
buildings of th e Utica-Syracuse lin es o f the New York 
State Railways, was graduated from Corn ell in civil eng i
n eerin g in 1905. Afte r short te rms of service on the New 
York State Barge Canal and in ra ilway location for th e 
Cleveland, Cincinnati , Chicago & St. Louis Railway, he 
joined the staff of Mr. W. J . Harvie on the West Shore 
elec tri fi cat ion, in which h e had char ge of field work and 
of the preparation of special report s. In the fall o f 1908 
he was appointed engin eer of construction a nd r ecords fo r 
the Syracuse (N. Y.) Rapid Transit Co m pany and alli ed 
lin es a nd assisted in the construction of the Wolf Str eet 
shops, extending substations, etc. After th e consolidation 
of th e lin es as part of the New York State Railways he 
continued th e same line of work under the title of engineer 
of buildings. 

Mr. J. R. Ayers, of the New York State Railways, has 
been appointed master mechanic of the Utica lines of that 
company with headquarters in Utica. Mr. Ayers has been 

co nn ected with the Utica & Mohawk Valley Railway and 
the Syracuse Rapid Transit Railway much of the time dur
ing the la st fifteen years. A fter a brief period of service 
with the Lamb Manufacturing Company, Chicopee Falls, 
Mass., and the Lackawanna Railroad he entered the shops 
at Utica. In 1903 he left the employ of the railroad to take 
charge of th e paint shops of the Utica & Mohawk Valley 
R ailway and five y ears later became master painter of the 
Ut ica & Mohawk . Valley Railway and of the Syracuse and 
Oneida lines. In 1910 the work of the car-cleaning depart
ment was added to his duties. Mr. Ayers was made general 
foreman of the U tica shops and master painter for the 
three lines las t year. 

Mr. G. N. Brown, who has been appointed electrical en
gin eer of th e Utica-Syracuse lin es of the N ew York State 
Railways, was lat ely assistant engineer of the same com
pany. Aft er g raduation from Cornell in electrical engi
neering in 1908 he started ra ilway. work as inspector of car 
equipm ent wi th th e Utica & Mohawk Valley Railway, hav
in g served during previous summ ers as car inspector at 
Utica and bond in spector a t Syracu se. In the fall of 1908 
he was transferred to Syracuse as car inspector on the 
Oneida Rai lway, but r eturn ed t o Utica after a year as as
sis tant to Mr. H. S. Williams, electrical engineer of the 
Ut ica & Mohawk Valley Railway. In November, 1910, he 
become connec ted with the Boston & Maine Railroad and 
took part in the Hoosac Tunnel electrification, afterward 
act in g as switchboard operator in the North Adams power 
plant. In May, 1912, h e became assistant engineer of the 
three lines which now form the Syracuse-Utica division of 
the New York State Railways. 

Mr. J. P. Barnes, who on March 1, 1912, succeeded Mr. 
\V. J. Harvie as chief eng in eer of the Syracuse (N. Y.) 
Rapid Transit Railway and allied lin es, has resigned to be
come conn ected with Allen & P eck, Inc. He will represent 
that fi rm as general manager of the Syracuse & Suburban 
Railway, which oper ates a n 18-mile line with twenty-one 
ca r s from Syracuse to Fayetteville and Manlius. Mr. 
Ba rn es was g raduated from the Massachusetts Institute 
of T echnology in electrical eng ineering in 1905. H e spent 
two months as meter insp ector with the Uti ca & Mohawk 
Valley Railway, nin e m onths as desig ner with Pass & 
Seymour, Syracuse, and nearly six year s in var ious capaci
ties with the O neida (N. Y.) Ra ilway and th e Syracuse Rapid 
T ransit Company. , During this la s.t conn ectio.n he assisted 
Mr. Harvie in the West Shore electri fica tion and in laying 
out and sup erint ending the con st ruct ion qf the Wolf Street 
shops in Syracu se. Be tween 1908 and 1912 he was assistant 
electrical engin eer in con ne ction with the line and powr,r 
departments of the Syracuse Rapid Transit Railway and 
allied lines. When the New York State Railways took over 

J. R. Ayers G. N. Brown 

the Syr acuse Rapid Transit Railway in 1912 Mr. Barnes 
continued as chief engineer of the consolidated lines. Since 
Mr. Barnes' resignation on Feb. 15 his duties have been 
divided among other members of the staff, and the office 
of ch ief engineer will be abolished. On Feb. 13, 1913, a 
dinner was t endered to Mr. Barnes by his immediate as
sociates in th e company, and on ·Feb. 15, 1913, a dinner 
was tender ed to him by the heads of the departments 0f 
th e New York State Railways. 
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Mr. Safford K. Colby has been elected one of the vice
pres ident s o f th e fi rm of A ll en & Peck, Inc. Mr. Colby is 
we ll known in th e elec tri c rai lway busin ess. He is an en
g ineer of experience and 
hi s assoc ia tio n w ith lea d
ing ma nufac turers has 
broug ht him in co ntact 
with ma ny of t he la rger 
ent er p ri ses of recent years. 
Mr. Colby is an a lu mnus of 
the Re nsse lae r Po lytechn ic 
Institute, fro m w hich he 
was g ra duated in 1894. 
A ft er eleven mo n ths in the 
employ o f th e L ake Sho re & 
Michigan So uth ern Rai l
road as rod and instrument 
man, he en tered th e electric 
ra ilway business and from 
May t o October, 1895, was 
eng inee r in charge of con-
structi on fo r t he Troy & S. K. Colby 
New England Ra il road. 
Mr. Colby n ex t entered the co mmercial fie l<l, taking a posi
tion as ass istan t to t he manage r of the New York office of 
t he P ittsburgh Reduction Company, which afterward be
came the A lu minu m Company of America. After two years 
in thi s position h e was placed in charge of the New York 
o ffic e o f th e co mpany. In 1905 Mr. Colby resig ned t o 
be co m e treasurer of P ierson, Roeding & Company, San 
F rancisco, and lat er became vice-president and part owner 
of the fi rm. Th roug h h is connection with Pierson, 
Roe ding & Co m pany a nd the principals they represented 
on th e Pacific Coast, among whom were The J. G. Brill 
Co mpa ny, t he A luminum Company of America, the Elec
tri c Storage Battery Company, the Lock e Insulator Manu
facturing Company, the Lombard Governor Company, the 
Fibre Conduit Company, the R. D. Nuttall Company and 
the t ow er departmen t of the American Bridge Company, 
Mr. Colby has b ee n ide ntified with m uch of the important 
electrical constructio n in the western part of the United 
States. In October, 1912, Mr. Colby was elected a member 
of th e executive committee of the American Elec"tric Rail
way M anu fac tur ers' Association. He is an associate mem
ber of the A m erican I nstitu te of E lectr ical Engineers and 
a n a ssociate of th e American Society of Civil Engineers. 
Mr. Colby, with hi s eigh t een years of experience in th e 
commercial side of th e electric rai lway business, brings t o 
his new a ssociat es knowledge and ab il ity which should 
pr ove of grea t value t o th em in t heir many en te rp r ises. 

OBITUARY 

James F. Parker, w ho has bee n co nnected wit h t he claim 
depar tment o f th e Qui ncy division of the Bay State Street 
Railway, Bost on, Mass., for eighteen years, is dead. Mr. 
Parker w as born in Quincy fo r ty-five yea r s ago. He was 
educat ed in t he A dams School, Quin cy, and entered the 
employ of th e Bay State Str eet R a il way as a clerk. 

Marcellus H. Young, a former pr esident of t he Un io n 
Trunk L ine , one of th e st reet ra ilways assembled by Stone 
& W ebster a s th e Seattle (Wash.) E lect ric Company, is 
dead. Mr. Young became a memb er of th e boar d of trus
tees of th e Seatt le E lec tr ic Co mpany a t t he ti m e of it s 
formation, but r etired from the S ton e & Webster proper
t ies upon the organizati on of t h e P uget Soun d Traction, 
L ight & Power Com pany. 

Edward L. Clark, fo r many years au ditor of th e General 
Electric Comp any, died at his home in Sch enectady, N. Y., 
on F eb. r s, aft er a li nge ring illn ess. T he late Mr. Clark 
was born in Edinburg h, Scot land in 1849. In 1884 h e came 
to A merica and was emp loyed by Mr. Thomas A. Edison as 
auditor of th e E di so n E lectric Light Com pany, New Yor k, 
N . Y . In D ecember , 1891, he became auditor of t he Edison 
Gener al El ec tric Company. He had full ch a rge of th e 
work of con solidati on o f ac counts w hen th e General Elec
tric Company was organized in 1892. T wo year s later he 
was made assistant to t he comptroll er of the General Elec
tric Company, th e la te J . P. O r d, and soo n t h er eafter was 
made gen eral auditor of th e company. 

Construction News 
Construction News Notes are classifi ed under each head

ing a lphab etically by S tate s. 
An asterisk ( * ) indicates a project not pr eviou sly r e

ported. 
RECENT INCORPORATIONS 

*Colorado Mines, Railways & Utilities Corporation, Do
ver, Del.-Incorpo rated in Delaware with an authorized 
cap ita l stock of $25,000,000, consi sting of 5,000,000 shares 
of the par value of $5 each. 

*Valdosta (Ga.) Traction Company.-Incorporated in 
Geo rgia to succeed the Valdosta St reet Railway. Capital 
stock, $125 ,000: Incorporato r s: \V. S \V es t , J. G. Cranford 
iind E. K. Wilcox. 

*Hooppole, Yorktown & Tampico Railroad, Hooppole, 
I!l.-Incorporated in Illinois to buil<l an interurban railway 
from Hooppole to Tampico v ia Bureau County. Capital 
stock, $rno,ooo. Incorp o rato rs: Charl es W . Groves, Henry 
J. Ringel, George Mathis and J ame s Tonkin son , of Hoop
pole; R. H. Mathis, of Prophetstown, and John H. Cooley 
and J. W. Mathis, of Tampico. 

*Tipton-Frankfort Traction Company, Tipton, Ind.-In
corporated to build an electric railway presumably between 
Tipton and Frankfort. Capital stock, $rn,ooo. Incorpor
ators: E. Purtelle, A. G. Busick and F. B. Russell. 

*Farmington & Oakland Interurban Railway, Farming
ton, Maine.-Application for a charter has been made by 
this company in Maine to build an electric or steam rail
way between Farmington and Oakland, via New Sharon, 
Mercer and Smithfield. Capital stock, $300,000. 

*Houlton (Maine) Street Railway.-Incorporated m 
Maine to build an electric or storage battery line from the 
Canadian Pacific Railroad in Houlton to Limerick and the 
shore s of Nickerson Lake. The authorized capital stock is 
fixed at $4,000,000, divided into shares of $mo, but the 
amount to be issued at this time ha s not been decided 
yet. The company ha s the right to do a fre ight, pas
senger and express business. Incorporators: Arthur R. 
Gould, Horace N. Crandall, Presque Isle; Parker P. Bur
leigh and Ira G. Hersey, Houlton. 

*K ansas City, Raytown & Lees Summit Electric Railway, 
Kansas City, M o.- Application for a chart er has been made 
in Missouri by this company to build an electric railway 
from the Metropolitan Street Railway's right-of-way, where 
it intersects with the Blue Ridge Road, ½ mile east of 
Sheffield, along the Blue Ridge Road to Hickmand Mills, 
thence across country to Lees Summit, a distance of 30 
mil es. A contract for grading has been let to Davidson 
Brothers Construction Company. Incorporators: F . J. 
Bannister, Compton J. Tucker, R. E. O'Malley, Luther Dav
idson and Robert Davidson. 

*Ottawa & St. Lawrence Electric Railway, Ottawa, Ont. 
- Appli cation will be made to th e Ontario Legislature at 
its next session for an act amalgamating the North Lanark 
Railway with the Ottawa & St. Lawrence Electric Rail,,vay, 
under the name of the Ottawa & St. Lawrence Eicct ri c 
Railway. and increas ing th e capital stock from $1,000,000 to 
$5,000,000. 

*American Railways, Philadelphia, Pa.- Incorporated in 
Delawa r e for the purpose of surrendering its New Jersey 
char ter and bringing its business under the laws of Dela
war e as referred to in the department Financial and Cor
porate elsewhere in this issue. Capital stock. $25,000,000. 
Jeremiah J. Sullivan, president. 

*Palmetto Railway, Columbia, S. C.-Applicatrnn for a 
cha rt er has been made by thi s company in South Carolina 
to buil d an interurban line from Columbia to Greenville via 
Prosperity, Newberry, Clinton and Laurens, a distance of 
mo miles. Capital stock, $500,000. Incorporato r s: W. L. 
Gray, A. J. Christopher and E. S. H udgin s. Laurens, S. C. 

FRANCHISES. 

Los Angeles, Cal.-J. M. Buckley has received a twenty
o ne-year franchi se from the Council for a double-track line 
on Fifty-fourth Street from Denker Avenu e to the west city 
limit s of Los Angeles. 
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Bay City, Cal.-The Pacifi c E lectr ic R a ilw ay has ask ed 
t h e Boa rd of Superv isor s fo r a fra n chi se in Bay City. The 
co mpa ny has asked th e Council for a fra n chis e fo r a n ex
tension of it s A la mit os lin e from th e present t erminus 
a long Ocean Avenu e to M a in Street, thence t o junct ion 
w ith the m ai n line in L os A n geles. 

Martinez, Cal.-The Oakland, A ntioch & Eastern R ail
way, Oakla nd, has ask ed the Boa r d of Supervisors for a 
fra n ch is e alon g th e county road from V\Tal nu t Creek t o 
Danville fo r t h e extensio n of the San Ramon Va ll ey branch 
of its line to th e Oakland Park s to ck farm. 

Belleville, 111.-The East St. Louis & Suburban Rai lway 
has asked the Counci l fo r a twenty-five-year exte nsion of 
its franchise in Belleville. 

Champaign, Ill.-Th e Dam·il le. Urbana & Champ aign 
Railway has asked the City Council for a franchise over 
"\Valnut , Bailey a n d Market Streets and U ni,·ers ity Avenu e 
in Champaign. 

East St. Louis, 111.-The East St. Louis Railway ha s 
asked th e Council for a franchise over Fortieth St reet from 
"\Naverly Avenue t o Forest Place and on Forest Place from 
Fortieth Street east to the city limit s. 

Jacksonvi1le, Ill.-It is reported that H. E. Chubbuck . 
vice-p r es ident of t h e Illinois Traction System, has offered 
the city $30,000 bonu s for a franchise for the Jacksonvill e 
Street Railway. The city asks a percentage of the gross 
receipts for a re n ewal of the franchise. 

Cedar Rapids, la.- The Cedar Rapids & Marion City 
Ra ilway has asked the Council for a twenty-five-yea r fran
chi se to extend and double-trac k some of it s lines in Cedar 
Rap id s. The company has asked the Council for a fra n chi se 
to use the proposed new bridge at T hir d Avenue in Cedar 
Rap ids . 

Lexington, Ky.-The Kentucky Ut ili ti es Compa ny, L ex-• 
ington , h as asked the Fiscal Court for a franc hi se a lon g 
va ri ou s county turnpikes coming into Lexington . 

St. Martinville , La.-T he South western Traction & Power 
Co mpany has r eceived a franc hi se from the Counc il in St. 
Martinvi ll e. Right of way has been obtained and w o rk 
on the lin e t h rough St. Martinville w ill probably be beg un 
at once. 

Cloudcroft, N. M.-J. C. .Tones, Cloud croft. ha s receiv ed 
a franchis;c from the cnuntv co m miss ioners to bui ld an ele c
tric railway from Cloucl;roft down and through Jam es 
Ca nynn to the ea,,terly lin e of Cltero County, a nd from 
Cloudcroft through Cox Canyon to t h e eas ter ly li n e of 
Otero County. [E. R. J., Dec. 2r. 'r2. ] 

Lexington, N. C.-The North Carol ina Publi c Servic e: 
Co mp a ny, Salisbury, has received a s ixty-yea r franc hi se 
from the Council in Lexington. 

*East Berlin, Pa.-T h e Counc il has granted a fra nchis e 
to Eas t Be rlin capitalists to bui ld an electric rai lway in 
East Berlin . T his is part of a plan to buil d a li n e between 
Eas t Be rlin a n d York. Surveys w ill be begu n as soo n as 
t h e w eather permit s. It is int end ed to operate this railway 
as a n independent lin e. T h e name s of those interes t ed a r e 
not ye t given o u t. 

Austin, Tex.- The San A nt oni o & A ust in Interurban 
Ra ilway, San A n tonio, has asked the Cou nty Commis sion
er st for a franc hise to o p era te throu gh Travis Coun"ty. 
T hi s So-mil e lin e w ill conn ect A ustin a n d San Ant o nio. 
Vo ri es R. Brown, Sa n A ntonio, president. [E. R. J ., 
Feb. 8, ' r3.l 

Galveston, T ex.- Th e Galve st o n E lectric Company h as 
rece ived a fr anchise fr om the Coun cil fo r a new li ne in Ga l
ves t o n . T h e g rant will make it possible fo r the co mpan y 
to buil d its prop ose d n ew lin e t o th e east end of the ci t y 
of Galveston. 

Richmond, Va.-T h e Virg ini a Railway & Power Company 
h as ask ed th e Com m on Coun cil fo r a franchi se over 
F ra nklin Street, Richm ond. 

Milwaukee, Wis.-The Mi lwa ukee Western Electric 
Ra ilway h as asked the Co uncil for a franchise to enter Mil
waukee over the track s of the Milwaukee Elect ri c Rail
way & Li ght Company. T h e company p lans to bui ld a lin e 
between Mi lwaukee and Fox L ake. M os t o f the rig ht-of
way has been obtained . 

TRACK AND ROADWAY 
Tidewater Development Company, Birmingham, Ala.

T hi s company has co mpl eted it s lin e between Birming ham 
a nd East Lak e. 

Ca~gary ( Alta.) Municipal Railway.-Thi s company w ill 
bui ld ab out r8 ½ mil.es o f city track durin g the year. 

Burrard, Westminster & Boundary Railway & Navigation 
Company, Vancouver, B. C.-Work w ill be begun in l\fay 
by thi s company o n the :-ec t io n o f it s lin e betwet: n Stave 
River Fall s and P itt Rive r, 20 mi les. [ E. R. J ., Oc t. 26, ', :-!] 

Glendale & Eagle Rock Railway, Los Angeles, Cal.
Th is company's li ne, w hich extends from J7ourth and Brand 
Ave nu es, G lendale, to Verdu go Park, is t o b e taken over· 
by a fi na ncia l syndicate of Los A n ge les m en. The pros
pect ive ow n ers p ian to ex t end th e lin e fro m Verdugo Park 
thrc,ugh Montrose to Lo s A ngeles .Avenu e, in La Crescenta. 

Pacific Electric R ailway, Los Angeles, Cal.-Bids for 
gradin g this company's lin e to connec t San Be rnardino and 
l 1pl a nd will be ope n ed Feb . 20. 

Redwood City (Cal.) Railway.- This com pany wili be
gin work in M a r ch on the co nstructio n of its 4Yz-mile line 
i-n Redwood City. Geor ge A Merrill , Redwood City, p rl'si
dent. [E. R. J., Apri l 6, '12. ] 

Crescent City Railway, Riverside, Cal.-This compat~y 
has awarded the co ntract for th e g rading of the extension 
from B loom in g t o n to Rialto t o Oscar Ford, R ive r s ide. 

Capital Traction Company, Washington, D. C.-Plan s 
are bei ng cons id er ed by thi s co mpany fo r a line on Seve n
teenth Street, fro m U Stree t t o Penn sylva nia Ave nu e, and 
on Eigh teenth Stre et, west fr om G Street , southward to 
and in to Potomac Park, "\;\Ta shin gton. 

Palatka-Hastings Interurban Railway, Palatka, Fla.
T hi s compan y sta t es th ~t it s p lans a r e n o t yet suffi ciently 
defi nit e to warrant publi catio n as t o w h en work w ill be 
begun on its ro-mile line be tw een Palatka a nd Hastings. 
It s passenger service will be handled by di re ct gas o line 
or by gasoline elect ric power a nd the fre ight w ill Le handled 
by steam. F. J. Von 'Angelken , East P alatka, secretary. 
[E . R. J., Feb. r, 'r3. ] 

Georgia Railway & Power Company, Atlanta, Ga.- [t i ;; 
an nou n ced th at this co mpany will spend $ r, ro4,ooo during 
I<JI3 for improvement s a nd ext en sion s to it s lin es . The 
greate r pa r t of th is mon ey w ill be used t o pay fo r the lay
in g of double tracks. 

Hillsboro Electric L ight & Power Company, Hillsboro, 
Ill.- It is repo rt ed th a t thi s compa ny plans to build a lin e 
from Hillsboro to Nokom is, via Sc hram City, durin g t he 
summ er. A fra n chise wii l soon be ask ed of the Coun cil in 
Sc hram City. 

Chicago, Peoria & Quincy Traction Company, Peoria, 
Ill.- Thi s company h eld its fir s t a nnua l meeting in ;F'eona 
Feb . ro and elec te d th e following office r s: J. L. Soebbin g, 
president; Judge A lb ert A kers, fi r st vice-pre sident and 
ge ner a l manager; W. J. H eintz, second vice-president; C. .'\. 
Van Ness, secretary; B. G. Vasen, treasur er. It w as ,; tate<l 
at thi s mee ting t ha t sat isfac t ory financia l arrangements 
we re about t o be m ade and ac tual co n s tru ction would b~ 
s tart ed in th e n ea r future on it s line between Quincy and 
P eo ri a. [E. R. J ., Nov. r6, ' r2.] 

Springfield & Jacksonville Railway, Springfield, Ill.
Land own ers alo n g th e right-of-way of t hi s r a ilway, which 
cea sed ope rati o n s after securing th e right-of-way and 
gradin g between Sprin gfie ld a nd Jacksonville will a ttempt 
t o r evive the project. A meeting ha s been called for F eb. 
25. It is announ ce d that new fi n a ncier s for the railway have 
been secured. John Vv. Boston is int er es t ed. 

Laporte, Ind.-Plans a r e be in g m ade by citizens of La
po rt e fo r the or ganization a nd incorp orat ion of a n ele ctric 
railway t o extend from L aporte to Logansport. via Ba,;s 
L ak e and Knox. Ora Boserman is sa id to be intereste<l. 
[ E. R. J., D ec. r4, '12.] 

Joplin & Pittsburg Railway, Pittsburg, Kan.-Thi s com
pany is now bui lding r 1/z mil es o f new track in th e city of 
Joplin. 

Louisville (Ky.) Railway.-Survey s will be made by ~his 
company for an extension o f it s Orell line from Ko smos
dale to West Point , a distance of 3 mile s. 
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Madisonville, Ky.-B. T . ]{ o l> in son , Morto n 's Gap, and 
\\ '. \V. Ki 11 g to 11 arc co nsid e rin g pl a n s t o buil d a n electri c 
ra il way fro m M adi sonvill e to N ort 01l\"i llc . f E. I{ . J ., Dec. 
r--1 . 'r 2.] 

Baton Rouge (La.) E lectric Railway.-This co m pa ny w1ll 
huilcl 3 m il es of new track durin g th e year. · 

Rockland, South Thomaston & St. George Railway, Rock 
land, Maine.- Th is compan y pbn s t o build 2 mil es of tra ck 
tn So uth Tb o111 as t o 11 . 

F rederick (Md.) Railroad.-.\ 10- milc lin e frnm J effer "on 
th ro ug h Pet er svill e tn Dnl swi ck w ill b e built l, y t h is crim
pa ny durin g th e year. 

Michigan United Traction Company, Lansing, Mich.-Tr 
i, sa id t hat t h is co mpany plan s t o r eco ns t ru ct the roadhc-.I 
o f it s L a n sin g-S t. J o hn 's lin e, a d ista nce of abo ut 21 miir:,;. 

Granite City Railway, St. Cloud, Minn.-.\hout 3½ mile s 
o f n ew t r ack wi ll be built hy this compa ny du ring 1')13. 

Moberly, H untsville· & Randolph Springs Railway, 
Moberly, Mo.- T h is compan y a <h i,-;c~ t hat it w ill award 
con tra cts in A p ril t o build it s 12-mil e lin e between Moberly, 
Hu n t sv ill e a nd Ra nd o lph Sprin g,-;. It wi ll also furni sh 
pow er fo r lig ht in g purposes in Hu nt sYillc. Capital stock. 
$_:;oo.cioo. O ffi ce r s: C. JI. Damero n. pre~idcnt; 'N . T. 
Dam eron. vice-p.res icl cnt : \V. M. E\·a n s, :--ecretary: G. P. 
Dameron, treasurer , a nd J ohn J. l\ l undi ngcr, chief cn_gineer,. 
a ll of H unb vill e. I E. R. J .. Feb. 1_:;, '13 .] 

Piedmont & Northern Railway, Charlotte, N. C.-\\' ,,,·k 
w il l soon b e begun b y th is compa ny o n its ,:.;:tl'r,,irn1 to 
Co n cord, N. C. 

Brazil, Devil's Lake & Minneapolis Electric Railway, 
Devil's Lak e, N . D.-T hi s co mpa ny has n ot yet decirlccl 
w hen it will begin th e co nstructi o n of :ts ;-1nile ~·a::,, lirH:' 
and s tea m ra il way in Devil' s Lake. T h e. comp;ny will 
op era t e ele ve n cars a n d will locate it,-; r epair shnp s at 
Devil ' s Lak e. Capital s tock authori zed. ~r"o,ooo; i.,sne<l. 
$ 10,000. O ffice r ~: .\ . B. l•ox, prc~idcnt and gen vral 1,1:111-

agcr : J. n. R ich e~·, \·ice-president: Vernon E. Fox. secre
ta ry, and C. \ V. Glasgow, treasurer. fE. R. J. , Dec. 28, '12.l 

H alifax (N. S.) Electric Tramway.-.-\hout 2½ miles of 
n ew trac k wi ll l> e built in Halifax by th is company during 
the yea r. 

Porcupine-Rand Belt Electric Railway, Porcupine, On~ -
T h e o rga ni zat ion o f thi s com pany is no ,v compl etecl. It 
ho ld s an O n ta r io char t er of incor porat ion : it has a \_)11eb1?c 
cha r t er , a n d it is p ro posed to secure a D omi n ion in cor
po ra t io n. Preliminary sun·eys lia\·e b ee n made for several 
routes und er existi ng cha rt er s. \'i z: F r om Dan e, via Larder 
Lake, to N o r th T emi ska min g a n d Li sk ea rd: from !{uel, 0 11 

t h e Can ad ian N orth ern R a il roa d , to L ak e Po rcupi ne a nd 
t h e Na ti ona l Transcontin ental R a ilway Yi a \ Vest Shinin g, 
T ree Lake and th e Matt agami Riv er. a nd from D ane to 
Swas tika a n d t h e Great Nor th Ben d. M on trea l R ive r , to 
Sout h Por cup in e. It is prop os ed t o u se si ng le sto rage bat
t ery car s, w ith t rai lers fo r fr eigh t . T h ere ar c ,;c\·era l griod 
wat er pow er s alon g t h e routes w hich it is proposed t o cle
\'e lop fo r r echa rg in g ba tteries . T h e com p any is authori zed 
to m a k e ag reem ent fo r runn in g rig h ts w ith r a ilway s with 
w hi ch it s lin e m ay co nnec t. T h e fo ll owi ng o ffic er s have 
he en elec ted: F. G. E a rl, New York. p r es id en t: S. A . A di la , 
T or onto, v ice-presid ent: H. S. R owla nd, Toro nto. secretarv 
a n d t r easur er , a n d C. R. F ull erton. Li sk ea rd, O n t. , ch i~f 
en g ine e r. f E. R. J .. D ec. 7, ' r2.] 

St. Thomas· (Ont.) Street Railway.-A hout r mi le o f n ew 
track w ill be buil t by t hi s co m pany in St. Th o m a s. 

Oregon Electric Railway, Portland, Ore.-A m on g th e im
provem en t s p la nn ed by thi s company wii l b e t he ext en sion 
of it s lin e from E uge n e t o Rose burg , v ia Co ttage Grove, 
a n d from Roseburg t o M yrt le Point a n d Coos Bay a n d 
t h en ce south alo ng th e coas t t o San F ra n cisco. 

Altoona & Logan Valley Electric Railway, Al toona, Pa.
Th is company h as h ee n asked t o exten d it s track s by build
in g a loop fr om th e prese nt t erminus at Eas t E n d in Altoon a 
to th e R eel B r idge by way o f th e ce m et er y. 

Easton (Pa.) Transit Company.- Thi s co m1~a ny an 
n oun ces t ha t it conte mplat es a n ex pend iture of $230,000 
durin g t he y ea r to improve it s li n es in East on, P hillir~ hu rg, 
P alm e r and F r ee man sburg. 

Sherbrooke Railway & Power Company, Sherbrooke, 
Que.- T hi,-; compan y w ill liui ld I mi le of new track in Sher
broo ke du r in g t he yea r. 

Carolina Traction Company, Rock Hill, S. C.-Durin g the 
year t hi s com pany pla n s to bu ild 8 mi les of track. 

Knoxville Railway & Light Company, Knoxville, Tenn.
Thi~ company ha,-; placed in operation it s 3-milc exte n sion 
to \'e,-tal. The company ha s under construction a _s-mile 
exten~inn along.the I<ing·stn n pike. 

Salt Lake & Utah Railroad, Salt Lake City, Utah.-Work 
will he beg un on March I by thi s company on it s electric 
lin e between Salt Lake ( 'ity. l'rovo an d l'a y,-n n. The com
pany \\'ill purchase power fro111 thL· l 1tah l'nwcr & Light 
C0111pany a nd wi ll operate eight or ten cars. \\'. C. Oram. 
Salt Lak e City, president. fE. I{. J., Dec. 21, '12.] 

*Tacoma, Wash.-l'hn s are liein.~ c<;nsiderecl to lrnilcl an 
11-111ile municipal electric railw;ry i11 Tacoma from Eleventh 
~tree! and .\ ~tred tr, D a~h l' oint. Nic linla s Law;;on and 
S. ( ·. lla\'i s, Tacoma, arc intcrc~tl-d. 

Monongahel a Valley Tra::tion Company, Fairmont, 
W. Va- Survey s ha\'L· bcL·n made and it is reported that bids 
will he asked by thi s com pan y in .\ pril for the constru c
tion of it s lin e l> etw L· en Salem and Lumberport. The track 
will he laid with 80-lb. rails. 

SHOPS AND BUILDINGS 
San F rancisco, Oakland & San Jose Railway, Oakland, 

Cal.- Thi,, company has awarded the contract to th e Twohy 
Brot h ers. Spokane. \\ ·a,- h .. for the enlargement of its ter
minal fac ilities at O;1kland. 

At lan ta & Carolina Railway, Atlanta , Ga.- Dnring the 
year th i~ company pl;111s tn huilcl new carhuuscs and repair 
shops in .-\t lanta. 

Springfi eld (I ll.) Consolidated Railway.- This co mpany 
plans to l>uilrl an addition to it s carhouses at Springfield. 
The ~trncture will lie of steel ancl cnnc ret e const ru ction. 
Tt i,-. est im ated to co~t amont $5,000. 

Kankakee & U rbana Traction Company, U rbana, Ill.
This n,111p:111y has leased the L. E. Fo rd building o n North 
l\farket Street in Champaign, w·l1ich it plans to use as d 

pass en ger station. 
Tri-City Railway & Light Com pany, Davenport, Ia.-

f'ropcrty in Rock Island has recently heen purchased by 
this company and it \\·ill soon build new carh ouses rind re
p:rir ,bops between Third .~\ye nue and Fifth .\venue ~as~ 
oi T\\'enty-fourth Street. 

Des Moines (Ia.) City Railway.- During the next two 
months this company plans to bu ild a new carh ouse with a 
capacity for sixty cars in Des Moines. 

Winnipeg (Man. ) E lectric Railwa y.- During the year 
this co mpa ny w ill buil d a new ca rho u se with a ca pacity fo r 
roo ca r s at vVin nip eg. 

Detroit (Mich.) U nited Ra ilway.-\\-o rk \\'as begun hy 
t his comp a ny on it s n ew gen eral r epair shops in Detroit. 

POWE R HOU SES A ND SU BSTATIONS 
Edmonton (Alta.) Radial R ailway.- Durin g t h e n ext few 

m on th s th is company exp ect s t o purchase on e 750-kw 
m ot or g en era t o r, switchboar ds a n d tra n sfo rm er s. Th e 
co mpan y h as in s tall ed a n ew 2000-k w turbo-gen era tor a t 
its p ow er h ouse in Edm ont on. 

Toledo Railways & Light Company, Toledo, Ohio.
During th e n ext few w eek s this company exp ect s t o pu r
chase one 6000-kw t urbo-gen er a to r with boil er s and auxil
ia ry appara tus. 

South eastern Ohio Railway, Light & Power Com pany, 
Zanesville, Ohio.-Dur in g th e n ext few w eeks th is com pany 
pla n s to buil d a new substa ti on a t Crook s\' ill e, O h io . T h e 
company expe ct s t o pu rc hase a r ot a ry tra n sform er and 
lig hti ng t ran sfo rm ers fo r it s R ose vi ll e and Crook svill e sub
s ta tion s. 

Cumberland Railway, Carlisle, Pa.-Duri n g t h e next few 
week s thi s com pan y exp ects t o purchas e one roo-kw, 600-
\· o lt genera t o r and o ne w a t er t u rb ine . 

Rhode Island Company, P rovidence , R. I.-Thi s compa ny 
wi ll add t o it s pow er p lant equi pm ent on e 15,000-kw Curti s 
turb o-alt ernator. T he uni t w ill b e bu ilt a n d in stall ed by 
th e Gen eral E lec t r ic Com pa ny. 
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.Manufactures and Supplies 
ROLLING STOCK 

Boston & Worcester Street Railway, Boston, Mass., has 
order ed two 36-ft. closed cars from the Wason Manufac
turing Company. 

Philadelphia & Garrettford Street Railway, Upper Darby, 
Pa., has purchased two 51-ft. passenger and baggage car 
bodies from the Jewett Car Company. 

Monongahela Valley Traction Compani, Fairmont, 
W . Va., has purchased two 42-ft. and two 43-ft. passenger 
car bodies from the Jewett Car Company. 

Alton, Granite & St. Louis Traction Company, Alton, 
111., has ordered from the American Car Company ten 26-ft. 
closed cars with Brill No. 22 special trucks. 

Buffalo & Lake Erie Traction Company, Buffalo, N. Y., 
lost a passenger car and a fre ight and express car in a fire 
wh ich resulted from a collision near Silver Creek. 

Charleston-Dunbar Traction Company, Charleston, 
W. Va., has ordered one 52-ft. passenger, baggage and 
smoking car body from the Jewett Car Company. 

Birmingham Rapid Transit Company, 1025 First National 
Building, Birmingham , Ala., is in the market through th e 
Kelly Company, its engineers, for forty city cars. 

Tidewater Southern Railway, Stockton, Cal., has orde red 
from the Jewett Car Company three 51-ft. passenger, bag
gage and smoking car bodies and one 45-ft. passenger car 
body. 

Aurora, Elgin & Chicago Railroad, Wheaton, Ill., has 
ordered ten 53-ft. 8½-in. passenger and smoking car bodies 
and one 46-ft. express car body from the Jewett Car Com
pany. 

Lehigh Valley Transit Company, Allentown, Pa., has 
ordered from the Jewett Car Company three ,50-ft. express 
car bodies and six 56-ft. combination passenger, baggage 
and smoking car bodies. 

Southern Traction Company, Dallas, Tex., noted in the 
ELECTRIC RAILWAY JOURNAL of Feb. r, 1913, as having issued 
specifications for twenty-two 53-ft. interurban cars, has 
ordered this equipment from the St. Louis Car Company. 

Birmingham, Ensley & Bessemer Interurban Railway, 
Birmingham, Ala., has purchased twenty-five dump cars 
from the William J. Oliver Manufacturing Company for 
use in lin e construction work which it has under way in 
and around Birmingham. 

TRADE NOTES. 
F. H. Allison, Pittsburgh, Pa., has been appo inted gen

eral purchasing agent in charge of all office and factory 
supplies for the American Vanadium Company and the 
Flannery Bolt Company, Pittsburgh. 

Standard Heat & Ventilation Company, Inc., New York, 
N. Y., has appointed Frank N. Grigg its district manage r 
with offices in Washington, D. C. Mr. Grigg was eastern 
representative of the Adams & Westlake Company for the 
past ten years. 

H. W. Johns-Manville Company, New York, N. Y., h eld 
its annual salesmen's conventions on various dates from 
Jan. 2 to Feb. 8 at Milwaukee, Boston, New York, Phila
delphia, Pittsburgh, Cleveland, Chicago, St. Louis, New 
Orleans, San Francisco and Toronto. More than 600 sale s
men and department managers of the company were in at
tendance. 

Weir Frog Company, Cincinnati, Ohio, has elected B. W. 
Rowe, formerly president, as chairman of the board of 
directors, and 0. De G. Vanderbilt, Jr., as president of the 
company. During the past four or five months Mr. Van
derbilt has been in Cincinnati, where h e has had active 
charge of the extensive additions an d changes to the com
pany's plant which are about completed. These improve
ments will increase the output of the plant from 25 per cent 
to 35 per cent. 

Curtis Truck & Forging Company, Decatur, 111., has been 
organized as the successor to the Curtis Motor Truck 
Company. Those in charge of the new organiz a tion will 
continue to make Curtis trucks, but, in addition, will en-

gage in a general forging and manufacturing business, 
soliciting any business for which their plant is adapted. 
Those who now have Curtis trucks in service may be 
assured that the new company places its services at their 
disposal. A general sales office has been opened at 450 
People's Gas Building, Chicago, Ill., and works and general 
offices are located at Decatur, Ill. 

Pressed Steel Ca r Company, Pittsburgh, Pa., reports 
that th e gross business for the year ended Dec. 31, 1912, 
amounted to $1 9,019,403, from which profits of $95,343 re
m ain ed after paying the preferred stock dividend. This 
balance was equivalent to 0.76 per cent on the $12,500,000 
common stock against 0.14 per cent earned in the previous 
year. P r esident Hoffstot said in the report that the com
pany's plants were operated continuously throughout the 
yea r, but the margin of profit was exceedingly small owing 
to keen co mp etition. The orders secured in 19u, which 
carriee1 over into 1912, were executed on an advanced labor 
and material market. Nothing was applied to the depre
ciation account, and th e balance was added to the previous 
surplus. The total surplus r eported was $7,460,184. The 
report states that the plants have bee n well maintained and 
that the Western Steel Car & Foundry Company, hitherto 
operated unde r a lease, has be en bought on the basis of a 
sma ll cash payme nt and th e assumption of an existing 
mortgage maturing in 1942. 

Massachusetts Chemical Company, Boston, M ass., is 
offering to the electrical trade three new insulating var
nishes. Walpole clear in sulating varnish is an amber
colored varnish of unusual fl exibility and penetrating 
qualities. It comes throu g h intact when it is subjected to 
an init,i.al puncture test o f rooo volts per mil of thick
nes s. · vValpole black insulating varnish is oil-proof, 
water-proof and acid-proof and of even higher initial re
sistance, 1500 volts per mil being guaranteed by the com
pany. It is used especially fo r insulating armatures and 
fie ld coils of street railway motors. These two baking 
varnishes are supplemented by a new Walpole black var
nish which is designed for finishing coats. It is made on 
an alcohol base w hich permits air drying in thirty minutes 
and gives th e tough, elas tic water-proof, acid-proof and oil
proof coat that remains black and lustrous. Richard F. 
No rvell has recently associat ed hims elf with the Massa
chusetts Chemical Company as traveling salesman and 
special representat ive. 

General Railway Equipment Company, New York, N. Y., 
was on petition adjudge d bankrupt on Feb. r8. At the 
same time a petition was filed against the United States 
Electric Company, a subsidiary company. The petitions 
were filed for Matthew B. Sentner, both being on claims 
assigned to him by the Kellogg Switchboard &. Supply 
Company, Chicago, Ill. The petition in ea ch case alleges 
that the company is insolvent. The General Railway 
Equipment Company was incorporated in Maine in April, 
1912, with an authorized capital stock of $15,000,000, to 
manufacture railway equipment, principally complete sys
tems of automatic safety equipment. The company au
thorized an issue o f $1,500,000 preferred and $4,500,000 
common stotk to take over the following companies, which 
have an outs tanding capital stock o f $2,155,000: United States 
Electric Company, National Telephone Selector Company, 
Sandwich Electr ic Company, Electric Switch & Signal 
Company, Charter E lectric Company, Sandwich Pole 
Change r Company and International T elegraphic Call 
Company. 

ADVERTISING LITERATURE 
Ohio Brass Company, Mansfield, Ohio, is mailing a 

folder w hich is descriptive of the National railroad trolley 
guard. 

Ackley Brake & Supply Company, Inc., N ew Yo rk, N. Y., 
has is sued Folder A-1913, which contains several bulletins 
relative to its brake and supply business. Bulletins A and 
B describe and illustrate th e Ackley adjustable and no-staff 
brakes for export. Bulletin N o. F-r lists and describes 
the various types of Monarch r efillable fuses. Bulletin G 
is devoted to "Tool Steel" gears and p inions for which the 
A ckley Brake & Supply Company, Inc., acts as export 
agent. The "Automatic" trolley guard is described and 
illu strated in Bulletin G-1913. 




