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ILLEGIBLE The gencral d(l»ertlscr who posts an
CAR announcement in a’car is very Swre
NOTICES

to use a type display- that" \\N‘l be
legible from the greater part of the car. He kuows that if
his message is to go home, his words must be few but full of
meaning. Would it not be well for clectric railways, when
they too have something to advertise, to follow the example
of the experienced advertiser? Not long ago one railway

issued a ‘“‘courtesy” poster which ambled around and took
several hundred words to explain that the men were in-
structed to be courteous to passengers and that all dis-
putes regarding transfers, smoking, etc., should be reported
to the management for adjustment. Yet the substance of
this notice could have been put into a few words in much
larger type, and then the company's story would have had
a much better chance to be read and remembered. Aside
from its unreadable typography, the poster was rarely in the
and in sonie cases it was

Under

same location in different cars,
attached almost along the center line of the ceiling
these circumstances, it is not likely that any large part of
the public is properly acquainted with this railway com-
pany’s landable intentions to promote a better understand-
ing with its patrons.

THROUGH SERVICE During the present summnier several

FOR AMUSEMENT  roads have discontinued the opera-

RESORTS tion of through cars for traffic to
and from amusement resorts situated on branches from

the main line, furnishing instead shuttle service or-its prac-
tical equivalent over the branch line and handling the
somewhat

major part of the passengers by means of a

augmented main-line service. The plan has much to com-
mend it from a strictly operating standpoint, for the profit-
able operation of a temporary service to some unusual desti-
nation is always subject to the reverses due to inclement

weather as well as to the lack of opportunity for estimating

the amount of traffic in advance of the time at which it is

presented for transportation. In addition, the empty haul
of the return trip is a prolific source of diminished revenue.
Nevertheless, the plan is as dangerous an cconomy as that of
the oy who mounted stairs two at a time to save shoe leather
and then split his trousers. Hardly anything is productive
of more adverse comment by the public thau the necessity
for transferring to some branch line when the number of
people transferred is apparently large enough to warrant
the operation of special through cars. On the other hand,
the installation of the latter class of service cannot fail to
make friends for the company, and even though it may not
be as profitable as the other method of h

resort crowds, it affords indirect advantages which should

andling amusement

not be overlooked in planning for the handling of this
class of traffic.

APARTMENTS IN A notable feature of German elec-
RAILWAY SERVICE tric practice is to incorporate living
~BUILDINGS ‘ N i

quarters for family use in substa-
tions, passenger stations and the general utility buildings
at operating carhouses. This policy offers the advantage of
having the local superintendent, agent or other employee on
At a

carhouse, for example, the same superintendent is in charge

the spot for practically twenty-four hours a day.

from the earliest preparations for the heavy morning serv-
ice until the return of the last evening trippers. This long
period of service can be performed by him without fatigue
because he loses no time in going to and irom work and has
Resi-
dence at a passenger station is equally desirable in the case

ample opportunity for a siesta between peak hours.

of ticket agents, as this would insure the practically con-
tinuous presence of some one to receive service and emer-
gency messages, and it would also avoid undue confusion at
stations where 1t is customary for the agent to open the
ticket window ten minutes before train time. Substations
also offer opportunities for the installation of living rooms.
The average interurban substation is usually operated by
one man, who is as lonely as Robinson Crusoe on his 1sland
Most substations are operated by young unmarried men.
but where the equipment is large e¢nough to require the
services of an older man with a family the addition of
In general,
of the

character named are already supphied with plumbing, light-

apartments i1s worthy of some consideration.

the extra cost is not much, as service buildings

ing and heating equipment. Furthermore, the provision of
free living quarters is certainly an attraction from the cm-

ployee's standpoint, because he saves an appreciable frac-
his wages and also secures better accommodations
Abroad it has

heen found that the sense of ownership which an emplovee

tion of
that he could afford to pay for elsewhere.

acquires under these conditions is an important factor in

keeping him contented with his employvment.
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FUNCTIONS OF PUBLIC SERVICE COMMISSIONS

An interesting discussion of commission regulation was
presented Aug. 20 before a branch of the National Elec-
tric Light Association by William J. Norton and was pub-
lished in abstract last week. Although relating directly to
electric lighting companies, Mr. Norton traces the revolu-
tion which has occurred in public utility business matters
Athrough the establishment of commission rule, and this sub-
ject is, of course, of as much interest to one kind of public
utility as to another.

Theoretically, it is difficult to conceive of any change
more radical from a business standpoint than that resulting
from the adoption of the commission principle. IFor years
lighting companies had not been prohibited under existing
laws from establishing variable rates for service rendered
at different hours and in different quantities, although
usually a maximum permissible rate was stipulated. They
had power to develop their own rates. In a similar way the
street railways had practically full liberty of action in re-
gard to their operation and corporate organization, except
that they were able by their charters to make only a certain
maximum charge for transportation. All the investments
in both kinds of enterprises had been undertaken upon this
basis and upon the principle that it was proper from both
a legal and an accounting standpoint to capitalize the earn-
ing capacity of the properties. It was also generally believed
that all expenses caused by obsolescence and some of those
required for depreciation were more than counterbalanced
by the supposed appreciation constantly going on in the
value of the property, due to its growth and to that of the
city in which it was located. The modern theory of public
service regulation is still in a somewhat nebulous shape,
but in general its advocates unite upon the principle that
such utilities should not be permitted to earn more than
certain amounts, depending primarily upon the hazards of
the business and upon the value of the property used in the
prosecution of the enterprise. Such a plan presumably re-
quires that when the profits of the enterprise are such that
they exceed for any considerable length of time the maxi-
mum rate permitted upon the investment the charges for
service will be reduced.

There seems to be no reasonable objection to a plan of
this kind in the case of a new enterprise provided all points
are clearly understood in advance and then remain in force.
It is a simple business proposition which can be accepted
or rejected at will, according as the rate of return under
such a plan compares with the profits to be obtained from
investments in other lines of industry. It is an entirely
different matter, however, to apply such principles to an
existing company whose business has been developed law-
fully according to the older method. The reason for this
is that the company’s investment and all of its contracts
and other business arrangements have been based upon the
previous status of affairs, and if that is to be radically
changed some time should be allowed to permit the company
to adjust its affairs to fit the new conditions. The length
of time may be as long a period as twenty-five years. This
period of adjustment would allow a company to spread over
a considerable number of payments any necessary amortiza-
tion of intangible assets which the commission considered
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it was no longer advisable for the company to keep in its
capital account, and if increases in its charges for service
had to be made to accomplish this change, they would have
to be only reasonable in amount and thus would not serious-
ly disturb the relations between the company and its cus-
tomers.

PAY ROLLS AS RECORDS

The practically universal custom of considering repair
shop pay rolls to be a part of the permanent records for use
by general officials is, we belicve, a practice not warranted
by anything except conservatism. It is, of course, manifest
that shop pay rolls must go through the hands of the proper
shop officials for approval and through the office of the pay-
master for distribution. There appears, however, to be no
real need for the pay rolls in detailed form to be sent regu-
larly as a matter of routine to the office of the auditor or
even to that of the manager or president. Records of the
unit cost of production are what such officials really need,
and the mere statement of fact that a certain repairman
draws $70 for a month’s work is absolutely unenlightening
to anyone in the main office who is not acquainted with the
kind or amount of work which that man is doing.

As a matter of fact, records of shop pay rolls in the hands
of those who are not acquainted with the detailed operations
of the shop where they originate may become a source of
serious trouble. One of the most difficult things for some
office men to comprehend is that large pay checks to indi-
viduals can easily be features of real advantage to the com-
pany.
continued objections taken in the offices of railways with

Yet it is quite common to find serious and long-

shops operating on a piece-work basis if a machinist should
draw a monthly pay of $150 instead of the usual more
modest figure. It may be that the man is turning out three
times as much work as his fellows who draw half as much
pay, but this fact is not shown in a record composed of a
list of names and pay checks, and unless the reason is thor-
oughly understood, such a mere record is apt to be mis-
leading.

This point is really the main cause of the objections
which always arc expressed when the introduction of a
The work-

men claim, often with justice, that piece-work prices are not

iece-work or premium system is proposed.
p P Y

kept stable and when a man by unusual effort or skill suc-
ceeds in earning a large monthly pay this fact will be used
as a means to reduce prices or at least will start an inquiry
toward that end. The same thing applies to “stretching”
work in shops where piece work has actually been estab-
lished, and, indeed, some notorious examples show higher
unit costs under a piece-work system than in other shops on
the straight day-work basis doing exactly similar work.
The reason is obvious.

Of course, it is a very simple matter for the manager
or any one else in authority to secure a copy of the
detailed sheet when he wishes it and thus to keep in touch
with the situation at the shop. But the general principle
should be followed that if the engineering department is
held responsible for results and is obtaining these results
economically, wide latitude in its methods and in its pay
checks to individuals should be allowed to it.
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WORK FOR THE SALT LAKE CONVENTION

In an editorial in the last issue of the Motorman and
Conductor every local of the Amalgamated Association of
Street & Electric Railway Employees is urged to send a
full delegation to the annual convention at Salt Lake City
in September. The convention, it is remarked, will be a
barometer by which the growth, size and “aggressive and
defensive force” of the organization will be judged by rail-
way managements.

A full delegation from all locals at the thirteenth annual
convention would mean an attendance of 500—enough to
impress anyone so far as mere quantity or bulk can be im-
pressive. Equally deserving of attention are the recent
assertions of officials as to the extent of Amalgamated
membership and the proportion of roads which are now
unionized in whole or in part. Discount these statements
as we may—and that they should be heavily discounted is
beyond doubt—there is left this much of truth, that the
Amalgamated now includes a large proportion of the elec-
tric railway employees of the United States, has steadily
extended its influence of late to include such important
communities as Buffalo and Cincinnati, and now has more
than 170 written agreements with electric railways. The
association has had a number of setbacks in the past year
in various sections of the country from Florida to Wis-
consin, but if railway managers wish to know what is really
happening, as distinguished from what they would like to
have true, it needs to be realized that the Amalgamated has
made and is making steady progress in numbers and in-
fluence among the rank and file of electric railway work-
ers, including shop and mechanical men as well as platform
employees. With very rare exceptions this growth has
not been accompanied by an improved standing among rail-
way managers. Their attitude is almost uniformly antagon-
istic, not to say hostile.

There would be little or no profit in going into an ex-
amination of the causes of this condition of affairs if it did
not afford an opportunity to point out the steps that must
be taken by the Amalgamated in order to make itself not
only impressive but respected and to establish a confidence
which does not now exist. Only by doing this can the re-
sistance now made to the association be lessened and the
good of all parties concerned be furthered. For the most
radical of both of these parties must admit this much, that
the more responsible, law-abiding, honest and well-man-
aged the association is, the better it will be both for the
union and the employers. The latter will not be impressed
or frightened by the gathering of 500 men at Salt Lake
City. They would be impressed and gratified by sincere
declarations against lawlessness, condemning the breach of
contracts, demanding the observance of awards and up-
holding discipline, and some evidence that a higher order
of national and local officials and board members will be
chosen to conduct the affairs of the association. Having
reached the point in its career when it can be reasonably
proud of its bigness, the Amalgamated may with profit con-
sider means of becoming great and respected.

That it is not respected at the present time is certain.
Few experienced railway men regard the 174 contracts of
which boast is made as being worth the foolscap on which
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they are written, and it is doubtful if a dozen of these con-
tracts were signed by railway managements except under
some degree or form of coercion. They were obtained by
the employees at the cost of immense losses, and but for the
dishelief in the Amalgamated’s good faith there might be
many more than 174 out of the possible 1200 or 1500 con-
tracts to be made with Amecrican electric railways.

The reasons for the distrust referred to are not at all
obscure. Within easy recollection railway men have seen
an Amalgamated agreement to arbitrate thrown overboard
in Cincinnati; an agreement as to hours signed in Massa-
chusetts and prompt steps taken to subvert it by legislation;
in Chicago they have heard the result of an arbitration
abusively condemned by the Amalgamated’s president; in
Detroit within a few weeks they have heard the declara-
tion that if an arbitration “does not go their way they [the
union men] will strike.” Railway managers have come to
expect violence and lawlessness as the unfailing accom-
paniments of any strike under Amalgamated auspices, and
nearly everywhere it is the rule that Amalgamated griev-
ance committees by upholding and defending men unques-
tionably at fault have subverted discipline and as far as they
could do so made the life of operating officials a burden.

It is because they know these things and many others of
similar import that the Amalgamated is opposed by rail-
way managements. No demonstration of strength will
lessen this opposition. Such a demonstration is more likely
to reinforce determination never to deal, when it is possible
to avoid it, with an organization that cannot be trusted and
which is dangerous—not desirable—in proportion to its size.
Dealings with labor unions are a matter of course in the
steam railway field, and there is little resistance to this rule,
mainly because the steam railway men form not only large
but permanent and responsible bodies with which it is pos-
sible to do business. The closer the electric railway men
approximate this condition, the better it will be for them.

To be fair, as it is the wish of the ELEcTrRIC RAILWAY
JOURNAL to be, it must be admitted that the electric railway
organizers have troubles of their own, due to the shift-
But this
it all the more necessary that
the Amalgamated as an institution should stand for honesty
and square dealing, whatever may be the demands of im-
mediate expediency or however loud may be the clamor of
The kind of
labor leadership that consists simply of going along with the
crowd is scarcely worthy of the name. To be more specific,
an international officer recently acquiesced in the rejection
of an arbitration agreement and another in the rejection of
an award because the prospects were good for extorting
more favorable terms.

ing character of electric railway employment.

very condition makes

irresponsible and loosely organized men.

These officials would have done
more for their cause by insisting that the given word of
their followers should be kept even if this had to be done
at the risk of local dissatisfaction.

Evidently there is something more important than self-
congratulation for the Amalgamated delegates to do at the
Salt Lake convention. They may well look to Amalgamated
faults and weaknesses and begin a reform of its methods
and standards if they aspire to occupy in the electric rail-
way business a position comparable to that enjoyed by the
steam railway brotherhoods.
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Way Construction of the Connecticut Company

This Article Describes the Division of Duties Between the Construction and the Way l)cp:lrtlnenﬁ of the Connecticut
Company in Handling the Track Work of the Latter, the Methods of Carrying
Out a Job, Construction Standards, Ete.

The New York, New Haven & Hartford Railroad Com-
pany owns and operates electric propcerties of a total single-
track mileage of 1350 miles, these being electric street
and suburban lines in the States of Connecticut and Rhode
[sland, the western portion of Massachusetts, southern
Vermont and the suburban district of Westchester County,
New York.

The several classes of electric railways in Connecticut
may be divided as follows:

(1) The city and suburban lines of the Connecticut Com-
pany, over which no steam cars are operated.

(3) Direct-current electrified lines between Westfield
and Berlin and between Rockville and Melrose, operated
exclusively by the New Haven company,

(6) Alternating-current single-phase raitways of the New
Haven company, comprising the main line from New York
to Stamford, the extension to New Haven now under way
and the interurban line between New Canaan and Stam-
ford.

The New Haven company cares for the track of all lines
over which any of its cars are operated. New work of the
Connecticut Company relating to the right-of-way, includ-
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Connecticut Way—Electric Railways of Connecticut, Showing Lines Owned or Operated by Different Interests

(2) Trackage rights from the New Haven company for
the operation of a trolley passenger service from Hartford
over steam freight and passenger track between Middle-
town and Cromwell, between Buckland and Vernon and
similarly from Norwich between Taft's Station and Central
Village.

(3) Trackage rights from the New Haven company be-
tween Middletown and Westfield and between Vernon and
Rockville for operation of electric passenger service by the
Connecticut Company in addition to the electric passenger
and steam freight service of the New Haven company.

(4) The Connecticut Company’s passenger service and
New Haven company's steam freight service over the
latter’s tracks between Westfield and Meriden.

ing carhouses, etc., is divided between the construction and
way maintenance departnients of the Connecticut Company.
There is no distinct line of cleavage between the two de-
partments, but in general it may be said that the way depart-
ment cares for all maintenance and handles new track con-
struction when the work is in tlhe nature of additions to
existing lines, such as double-tracking, while all larger new
work is undertaken by the construction department. The
following paragraphs will describe the organization and
work of each department.
THE CONSTRUCTION DEPARTMENT

The construction department does trolley and transmis-
sion work for both the New Haven and Connecticut com-
panies, carries out experiments and rcsearches in catenary
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and other line constructions, is responsible for standard line
specifications in conjunction with the snpervisor of elec-
trical power and lays out high-tension transmission lines.
The designs for transmission work come from the office of
the supervisor of electrical power. but the construction
details are handled by the construction department.

Another important field of the construction department
is the design and construction of carhouses and shops.
After the management has advised the construction depart-
ment that a carhouse of stated capacity i1s desired for a
given territory, location studies are made, and. later, the
design and construction proceed after conferences with the
Connecticut Company's operating department and with the
msurance departiment of the New llaven company.

Tor instance, the following mode of operation was ac-
tually applied to the authorization of a given job, known
as the Waterbury-North Main Street extension. After the
project had received preliminary approval, the construction
department filled out a standard authorization request as
the first step toward actual construction. This sheet gave:
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with the knowledge gained during the progress of the job,
the information being recorded in Form 3.

The comprchensive report which was furnished ngry
month by the auditor’s office is also reproduced in Form 4.
This posts the detailed expenditures on the various parts of
the job under consideration and shows the balance avail-
able. Necessarily the auditor’s figures are several weeks
behind those of the construction department, but they are
very useful in catching any improper charges which might
be made against the appropriation number under review.
When the job was completed the engineer in charge fur-
nished a final report in which he gave the original estimate,
the expenditures to date and full explanation of any over-
ages or shortages that appeared.

Much of the work is of a character which cannot be accu-
rately estimated. For instance, after a line has been author-
ized, the alignment may have to be seriously modified be-
cause of changes demanded by property owners or by
municipalities, On the other hand, the weekly and monthly
reports described do permit a running comparison of esti-
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Connecticut Way—Part of Progress Profile of Connection

(1) the amount of expenditure required, $258,800; (2) the
nature of the proposed work; (3) a statement of its neces-
sity and probable saving, and (4) the course that the author-
ization was to follow from the construction engineer to the
vice-president. The request was accompanied by a detail
of the estimated expenditures for each part of the work,
all arranged according to account numbers which followed
very closely the Interstate Commerce Commission’s classifi-
cation. This detail sheet was divided into four heads as
reproduced in part on the accompanyving Form 1,

Upon executive approval of the authorization request the
auditor assigned to it an appropriation number by which
it was identified thereafter. From the commencement of
the work by the contractor, weckly progress reports of the
form reproduced (in part) in Form 2 werc forwarded to
the construction department. This report was signed by
the engineer who supervised the job. As the work pro-
ceeded, the estimates of cost were revised in accordance

Between Waterville and North Main Street, Waterbury
mated and actual costs. 1f the expenses appear to vary
materially from the estimate, a detailed report bringing out
the fact and the reasons therefor is forwarded to the vice-
president through the same routine as an entirely new job.
If an increase in cost is involved, a supplementary improve-
ment form is forwarded to the executive offices. As all ap-
propriations are taken from a reserve fund, it is not neces-
sary to go into the market for a definite amount of money
whenever a given job is authorized. When an expenditure
has been approved it is available for use as needed by
drafts directly upon the treasury. Consequently, a little ad-
ditional expenditure which would improve conditions mate-
rially can be obtained more quickly than if it was necessary
to issue bonds for amounts as needed.

Two drawings on pages 329 and 331 show the graphic
progress records used on this and similar contracts. The
originals arc far more effective than the reproductions,
owing to the use of the New Haven Company’s standard
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progress report colors, as indicated, for different months.
The monthly progress report shows the percentage of grad-
ing, track, signals, etc., completed. The work done each
month is made to stand out not only by the use of colors
but also by tapering off the junctions between the different
periods. The progress profile and plan is of particular in-
terest, since it shows so clearly the location and advance-
ment of each class of work.
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(4) The lines in Hartford and adjacent towns, as fully
described in the ELEcTRIC RAILWAY JoURNAL for Oct. Ig,
1912, with the roadmaster at Hartford.

THe ConNeEcTicUT COoMPANY, EsTIMATE No. 9 oF WoRK DONE, WATERBURY-
NortH MAIN STREET EXTENSION, WarERBURY, MONTH OF DECEMBER, 1912

C. W. Blakeslee & Sons, Contractors. Jan, 1, 1913. Appropriation No. 1761

|
| Pre- !

. As a rule, all gf the engineering is done by the construc- | Total | vines | B
tion department itself, but the actual construction is carried Nature of Work Unit | to | Esti- | Esti | Price | Total
out either by outside contractors or partly by contractors ate  mates | mate
and partly by the company’s forces. Work that is likely in == =
any way to involve interference with operation is usually  Earth excavation. Gu.yd. |23,502 25,176\ 326 [s0. 36| S1iaRe
d b ! § Foundation excavation Cu. yd. 895! 40 1.50 60.00
handled by the company’'s men. Solid rock. . Cu.yd. 29, 553‘24 831/ 4, 727 1.40  6,617.80
Loose rock. . Cu.yd. | 3,035/ 2,981 0.65 35.10
Concrete................ | Cu.yd. | 483.4] 446\ 37 4 6.00 224.40
THE CONNECTICUT COMPANY, WATERBURY-NORTH MAIN STREET EXTENSION . .iiiuiieiiienn vl irenn.nn f ...... (e SR .60 0 1 (d 05 29,00
- - e - ’ll’_xpekblslim. p E %m ft. 404! 372 32( 1.50 48.00
rack ballast, delivere u.yd, | 3,641 3,146) 495/ 0.5S 272.25
A. Total esumaterl cost of work, (1) incidental expenses, (2) balance of (,o:,t Teaming matenal ........ o 195 135] prd 7 45700
651—Engineering. T LT $13,907.00 ] i L R
G50 =—IRAGIL-OT-WAY « s 10 5 5 oo vt b3 s o 4 w0 22,510.00 | $8,032.41
654—Grading .. ... ... ... 71,465.00 Less 10 per cent retained ‘ ! 803.24
.................................... A t 1 hi | | —_ -
672—Distribution SYStem . ... -« .ot i e 49,360.00 nxi?ounr{h payabe . t II_S‘ | | $7,229.17
690—Legal eXpenses. .............0o.ai.. 85 R 2,320.00 ! ‘ | ' 1
$258,800.00 o '
B. Chargeable to operating expenses: Distribution | 100 per Cent | 10 per Cent 90 per Cent
1—Superintendent way and structure .......... $305.00 .
itll;fnsl % pER AT ;,Sgg:gg Charge appropriation No 1761.’
RO Bondihg S (PR mE ey ven ' 615 .00 account No. 658 ae s« v saawan: $6,970.26 | $697.02  $6,273.24
""" Charge appropriation No. 1761,
$13,550.00 Chaccount No. 655..... o TR 272.25 27.23 245.02
. : ! " arge appropriation 0. 1761,
G gEspimateditimetojeomplete .. PRLEEREE R ELE L LR GiEOTLHS account No. 661 .............. | 457.50 45.75 411.75
D.T Method of distribution: b 1 3 S50 00 Charge appropriation No. 1761,
o operating expenses, asabove. ........ .. ... ... ... . %13, 5 b NG 6655w vt 2 s 6 2 5@ 5 & ! 332.4 - 5
C. & D., recollectible, Chase Rolling Mill Comp my ........ 21,000.00 ASERLIEANS i Y 32t 29916
To additions and betterments account new construction. . . . . . 224,250.00 k $8,032 .41 $803.24 $7,229.17

$258,800.00

Connecticut Way—Form 1—Preliminary Estimate

THE WAY DEPARTMENT

The way department, headed by the civil engineer of the
Connecticut Company, has four divisions in charge of local
roadmasters as follows:

(1) Trolley properties belonging to the New Haven rail-
road and located in New York State, but including lines in
Connecticut extending from the New York State line as
far as Norwalk.

WEEKLY PRrOGRESS RePORT FoR WEEK ENDING FripAY, DECEMBER 27, 1912.
IiLecTRICAL CONSTRUCTION DIVISION.

Au- Per Per
thor- | Cent | Cent
iza- | Nature and Location Work Work Explanation and Remarks
tion Done Done
No. to |During
Date | Week

Waterbury - North

1761 Main Street. C. W. Blakeslee & Sons, con-
tractors.
Grading, 54 percent.| 96.5 0.5 |Average daily force: 1 superin-
Bridges, 3 per cent..| 92.0 2.0 tendent, 1 timekeeper, 6 fore-
Track work, 17 per men, 7 engineers, 3 firemen, 75
Cen by usnysmen 5 6 s 5 s 0 3.0 lzborers 1 cranesman,2 dnllers 3
| Overhead, 15 nper | helpers, 1 blacksmith, 1 helper,
| cent. 82.0 1.0 |t watchman, 1 water boy, 2
| Special work 8 per carpenters, 3 double teams, 2
| cent. 20 3.0 |single teams, Plant: 4 bmlers
Signals, 1 per cent. 0.0 0.0 [2steam dn]ls 2 well drills, 4don-
Fencmg, 2 per cent..] 0.0 | 0.0

key engines. 1 steam shovel 4
‘derricks, 26 dump cars.

Work: Cuts from station
7450, station 17+00. Steam
'shovel and donkey engines at
work at station 17434, for
wasting material opposite sta-
tion S+00 and station 18+ 00.

Total, 100 per cent| 87.80 1.23 |

Hartford, Dec. 27, 1912. O. W. Head, assistant engineer.

Connecticut Way—Form 2—Weekly Progress Report

(2) The trolley lines in Bridgeport, Derby, Waterbury,
New Britain and part of Meriden, constituting chiefly the
properties formerly operated by the Connecticut Railway &
Lighting Company, with the roadmaster at Bridgeport.

(3) The lines in New Haven and the rest of those in
Meriden, with the roadmaster at New Haven.

Correct, O. W. Head, Asst. Engr.
Approved, Charles Rufus Harte, Asst. Engr.

Connecticut Way—Form 3—Comparison of Estimates and
Actual Distribution Charges

Tue ConNecticuT CoMPaNY, WATERBURY-NORTH MaIN STREET EXTENSION,
WaTERBURY, CONN.

Appropnatlon No. 1761. New Haven, Conn., Dec., 31, 1912,
|
I | Ex Ex-
| ‘ Ex- | pended pended Bal-
‘ pended During to ance
Account | Esti- Month  Date, | Avail-
mate [ Novem | Decem- Decem- | able
| ber 30, ber, ber 31,
1912 1912 1912
e — e (— Ll
Road: ) |
651—Engineering and super- i
intendence: ;:omizs s $13,9171 $8,279] $581 $8,860 $5,057
652—Right-of-way........... 22,510 23,610, -—298| 23,312 —801
054—Gmding 71,465 52,934 12,934 65,868 5,597
655—DBallast . 5,860 35235 1,813 5,048 812
656—Ties. . 9,142 3,993 1,410 5,407, 3,739
65 7~les, fastemngs and
JOINYS, & 5 comsste 3 % 5 906 9 45 B8 e 2 s 23,660 16,366, 2,913} 19,279 4,381
658—Special work........... 15,750 13,037 — 13,031 2,719
660—Paving. ..... o c000ens 7,546 1,791 174 1,965 5,581
oﬁl—Track laying and surfac- |
....................... 14,500 5,125 1,370 6,494| 8,005.
GﬁZ—Roadway 7o) |- TR [ 135, -.oa 135 -—135
665—DBridges, trestles and cul-
VTS s = reaupm: 0 i oot oot ot ot o 8,510 3,752 161 3,913| 4,597
066—Crossings, fences, cattle
gaards and S1808: - s s 500 a 4, 560) s 299 299 4,261
667—Interlocking and other|
signal apparatus. . 2., SOON LT, 8 | T . 2,500
668—Telegraph and |
ITIES 11 o o e o jerion o o et ] 3 =3
669—Poles and fixtures. . 4,189 312 4,501 2,699
672—Distributing system 28,036 2,712 30,748 18,612
681—Substation equipment...| ...... 358} ..... 35 -—358
SUNATIES.....isie s ¢ amia e v maf s« e e s 2006]) 3o 206| -—206
General Expenditures:
690—Law expenses........... 23200 iuiisae R ol s 2,320
692-—Injuriesand damages. .. .| «ccove | ceiene | asuen 3 it
Totals, s..vor s mm sz aamasssas $258,800 $165,052 $24,379 $189,431|869,369
| |

Connecticut Way—Form 4—Detail Distribution of Charges

This arrangement leaves some territory in eastern Con-
necticut under a general foreman who reports indirectly
through the local manager at Norwich. There are also
foremen at Middletown and on the Torrington and Win-



AUGUST 30, 1913.]

chester lines who report through their local superinten-
dents.

The plans for track reconstruction during each season
are formulated at the office of the civil engineer after con-
ference with the local managements. If, for example, the
management at Hartford desires certain reconstruction,
the cost of the work is estimated at the office of the civil
engineer. He then asks for the money, sends out specifica-
tions and bids and checks all contracting jobs. The details
of the job, however, are supervised jointly by the local
manager and roadmaster. Ordinary maintenance is left
almost entirely to the judgment of the roadmaster, except
that he must not exceed his appropriation. The office of the
civil engineer prepares schedules showing the weekly labor
and material allowances, and the local managements are

Connecticut Way—Steam and Street Railway Crossing,
New Britain

expected to work within the limits shown by these tables.
TRACK STANDARDS

The three standard rails used by the Connecticut Com-

pany are 5-in., 8o-lb. A. S. C. E. for suburban and inter-

urban work, 7-in., 95-lb. Pennsylvania 272 T-section for

most city work and g-in., 125-lb. Pennsylvania 273 Boston

ELECTRIC RAILWAY JOURNAL
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The standard joint for the ¢s-1b. T-rail is the 24-in.
Continuous joint with four bolts spaced 1 15/16 in.—5 in.
from ends of rails, although the rails are drilled at 1 15/16
in—j5 in. 6 in. from ends to provide for use of ordinary
joints with six bolts if desired. A 32-in. twelve-bolt joint,

% Complete 10 20 30 40 50 60 70 80 90 100
s uvjoct[Prorgrtionsl s | e
48 o 9
=< May Junc J}L v Aug. Sept. Oct., =
|Grading b4 I =[5k X il ¢ X
April \il Ly J Jul Aug, 8 Oct }3 D
Apri Ma June uly| Aug,Bept.[Oct, |7 ec,
Bridges 3 — _FX,_TTL_/(‘ T D
w0
= Scpt. Oc Noy | Dl
Track Work 17 {X X S T .
34 |
= Oct. | _ Nov. Dec
Overhead 15 XX i E—
2 £ '
2 D | Noy Dec
Special Work 8 (X ) — >
Slgnals 3
Fencing b
May[June July Aug. Sept. Oct, Nov. Dec.
Total 100 (- I [ — ’ X )
| |
% Complete 10 29 30 40 50 60 70 80 90 100
Jan, Feb. Mar, April May Junc
] | | [ ] [ ]
Cluome Carwmine Payne's Deep Prussian Burnt
Yellow Gray Chrome Blue Bieuna
July Aug. Sept. Oct, Nov. Dec.
[ ] { ] [ I
Sepia Emerald Cobalt Vermilion Indian Sap
« Green Blue Red Green

Electric Ry.Journal

Connecticut Way—Progress Diagram of Chase Rolling Mill
Line (Original in Colors Indicated)

section 273-A, Pennsylvania Steel Company, is used in con-
nection with the 9-in., 125-1b. groove girder rail. In this
case the drilling calls for an upper row spaced 235 in.—
5 in.—j5 in. and a lower row spaced 3% in.—j5 in.—j5 in.
The six sections on the next page show various com-
binations of rails and paving which have been made to

s

A
oy

7/

%

vl - o -
" 7 e e '/' A'f,'v) : ‘,',‘ i
/ 7 / / /:,/ R "

Connecticut Way—View of Completed Special Steel Center Construction at Pearl and Main Streets, Hartford

profile grooved rail in a few cases where grooved rails are
used. These sections have been the company’s standards
since 1906. They are gradually replacing T-sections of
40 1b. upward and girder and grooved rails from 7o Ib.
npward.

meet local requirements. The feature common to most of
these constructions is the use of a sub-foundation of 5 in.
or 6 in. of concrete below the base of the rails. Little stone
is used for ballasting city track except at Hartford, which
has a spongy, clay soil. The asphalt block construction at
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Rye and the sheet asphalt at New Britain were used with
an old 7-in., 70 Ib. rail which was electrically welded, but
the work in the other towns named was done with new
rails,

The three drawings of recent sections are of particular
interest. The first, of wood block in New Haven, is simi-
lar to the construction in Norwalk but deserves particular
notice since it indicates the construction for the year 1913
as approved by City Engineer F. L. Ford. The second of
the new sections is a combination of wood block and Roman
road paving in South Norwalk, showing the use of wood
block between the rails of the track where the city is pav-
ing with Roman road which is brought up to the rails out-
side the tracks. The third section, which is used in Hart-

ford, shows a §-in., So-1b. T-rail in a street paved with 3-in.
24y i
E' A e -._.—-—.LLJ 2 )
&l %Y"'Below Buil Heaa 2 (%% Above Ruilllead

Level Top of Rail Mcad Wool Llatk

’

< Y.
Botton. of Tie - N J
Electric Ly, Juurnal
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Connecticut Way—Asphalt and Wood Block Pavement,

Morgan Street, Hartford
Y
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H cr_unuz,41/,,
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to canform with Village's Bpecineatons

Connecticut Way—Special Block Construction, Mamaroneck
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Connecticut Way—Bitulithic Construction, Greenwich

asphalt. In the last construction it will be observed that
3-in. rather than 374-in. wood blocks were used so as to
clear the bottom flange at the rail.

All of the ties are 8 ft. x 6 ft. x 8 in. in size, spaced

ELECTRIC RAILWAY JOURNAL
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2-ft. centers.  Chestnut (55 cents each for the first
quality) and white-oak ties are commonly used, but are not
treated except on the River Bridge at Hartford. In macada-

4 o
El - 22,
= % Bclow 1op ng} Sl Asplialt Layer
QL 1 of Head S
g —2 % — = > | | Level-Top Ruill’{eut\
=31 | S
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=
T
O 1 Electric £y, Journal
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Connecticut Way—Wood Block, New Haven
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Connecticut Way—Roman Road Pavement, Railroad Ave-
nue, South Norwalk
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Connecticut Way—Asphalt Block Construction, Rye
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Connecticut Way—Asphalt and Wood Block Construction,
New Britain
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Connecticut Way—Metropolitan Block Pavement, Stamford
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mized streets the company lays 6 in. to 7 in. of macadam,
i accordance with the practice on the rest of the road-
way. In a few cases where the rails were only 5 in. high
the highway commissioner and others interested per-



AUGuUSsT 30, 1013, |

mitted a depth of macadam equivalent to the height of
the rail.

The standard interurban track is an 8o-1b A.S.C.E.
rail and ordinary six-bolt joints with holes spaced 1 15/16
in~—3 in.-6 in, from ends of rails. On tangents the rails are

\\e:/ /
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Connecticut Way—Standard Spirals and Easements with 200-
Ft. Radius Switches Cut Into the Spirals

laid in 33-ft. lengths with eighteen ties per rail. The ballast
is of trap rock or gravel, the minimum being 6 in. under the
tie at the center of the fill. A 3-in. crown is given to the
sub-grade. FEmbankments more than 16 ft. high are 16 fit.

Overhang (kmu

0

AR .
R—x.?.;}?m-

=10 3
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SPECIAL WORK

Practically all special work is hard-center construction,
solid manganese being used to a limited extent for steam
railroad crossings while built-up work serves at storage

= Center of Main Quive
’
50 Spiral

Center of Main Curve
25'Spiral
=

1= 200" R = 1000
a==4"18" A= 120
=50,
. ,31/1',9’_ 7
_ o lr=tm 1T — S, 9 PLJ,‘I

R R I L R
X ¥ X ¥
_ L
39.84 43,82 41.00 47.87 52.60 39 .95
44.80 48.65 | 40.57 52.42 5231 | 44.91
50.00 53.74 40.11 57 .25 51.96 | 50.10
53.75 57.42 39.77 60.77 51.70 53.84
39.71 63.28 39.23 66.42 51 .25 59.79
74.11 77.48 37.93 80.28 50.06 74.18
99.95 103.09 35057 105.45 47 .81 ' 100.00
149.22 152.01 31.03 154.00 43.36 | 149.25
108 .95 201.47 26,46 203.25 38.80 198.98

Connecticut Way—Standard Branch-off Clearance Curves

carhouses. Two accompanying illustrations show an im-
portant Manard steel center layout furnished in 1909 by the
Pennsvlvania Steel Company for the City Hall loop at
Hartford. Another illustration shows a type 24 Barbour-

R .03 X~
A y
00, '

Electrie Ity Journal

Connecticut Way—Standard 25-Ft. Spirals and Easements

wide at sub-grade.

Cuts in rock are 16 ft. wide at sub-grade

Stockwell crossing,

containing solid manganese in the steam

and 2o ft. wide when cut in earth.
and earth slopes, while varying with the nature of the

material, are sometimes as much

as I to 1.,

Rock slopes are 4 to 1,

run, which was installed at New Britain in 1970 on the main
line of the New Haven railroad between Hartford and
Waterbury.
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Systems of standard spirals and easements, standard
branch-off clearance curves and switch radii have been de-
veloped as reproduced in accompanying drawings and
tables. A switch radius of 200 ft is standard on all turn-
outs and on the inside curve of all double-track branch-
offs. The turnouts have no guard rails. A switch radius
of 100 ft. 1s used in special layouts, depending upon the
radius of the outside curve, and in cross-overs of emer-
gency character. The standard branch-off clearance curves

LELECTRIC RAILWAY JOURNAL
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number of the location for which it is intended and to show
that number on all accompanying detail plans. Later,
these plans are folded and filed in envelopes numbered with
the location numeral and filed 1n numerical order. All plans
of any one location are placed in the same envelope.
SUPPLIES, RAIL WELDING, BONDING, CARS, ETC.

The general storekeeping department has standardized
many track appliances for both the steam and electric
roads. On requisition from the division roadmaster the

Connecticut Way—Special Work with Special Steel Center

Construction Being Installed at the Corner of Pearl and

Main Streets as Part of Loop Around Hartford City Hall

are laid out to give 6-in. clearance for a car 9 ft. wide,
42 ft. long over all and 25 ft. truck centers with the tracks
placed 10-ft. centers,

A sketch of every piece of special work operated by the
Connecticut Company 1s kept in a book of locations at the
office of the civil engineer. Each special-work location has
a distinguishing number so that in furnishing material the
manufacturers are required to mark all work with the

local storekeepers secure from the general storekeeper any
track tools and other small supplies desired, but requests for
the service of rail grinders, rail benders, portable cross-
overs and the like must be made directly to the civil engi-
neer. The principal portable crossover used by the com-
pany is of the Pennsylvania type with adjustable lead
rails for use on tracks varying from g9-ft to 10-ft centers.
The Wharton cross-over of similar type 1s also used.
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Since 1908, the Connecticut Company has placed four
contracts with the Lorain Steel Company for the electric
welding of old rails. Up to June 1, 1913, 19,679 joints had
been completed. A Cleveland bond-brazing machine fur-
nished by the Electric Railway Improvement Company is
also in service. Recently the company purchased a track-
grinder from the Railway Track Work Company of Phila-

7
#

" =
|

Connecticut Way—Derrick Car with Motorman’s Cab at
One End

delphia to take care of worn joints before cupping and to
grind joints in new work.

Whiting crane cars of 6-ton capacity each for handling
special work, etc., are used at New Haven, Hartford,
Bridgeport and Waterbury. The Bridgeport car, repre-
senting the latest type furnished for that place and Water-
bury in 1911, is illustrated on page 334. The principal
dimensions of the crane cars are as follows: Length over
all, 42 ft. 10 in.; maximum height, 13 ft. 124 in.; minimum
height, 12 ft. 174 in., and width, 8 ft. The New Haven car,
furnished in 1909, weighs 64,320 lb. The track yards at
New Haven, Bridgeport and Waterbury are each equipped

¥

Connecticut Way—Bridgeport Motor Flat Car, Showing
Box Car for Distributing Supplies to Track Gangs

with a stiff-legged derrick with a 50-ft. boom for unloading
rails from steam cars, either to pile the rails or transfer
them directly to the supply cars.
NOTE
A later article will describe the bridge construction and
maintenance practice of the Connecticut Company.

The thirty-seventh annual report of the Department of
Public Works of the City of Chicago for the year 1912
contains, under the report of the Bureau of Streets, a state-
ment of the various permits issued to electric railways for
construction work or alterations in connection with the
streets and a full description of the work done on the pave-
ments and the various materials used. The report covers
the work of the Chicago Railways, the Chicago City Rail-
way and the Calumet & South Chicago Railway.
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MOTOR LEAD CONNECTIONS AT SAN ANTONIO, TEX.

A novel method of connecting lead wires to motors has
been devised by H. Fink, Jr., master mechanic San Antonio
Traction Company, and tested by two years of actual serv-
ice. The motor leads are brought out on the suspension
side of the motor and passed through holes in an angle-iron
bracket riveted to the truck end frame. This bracket serves
as a fixed support to the leads and keeps them from chafing
on any of the truck parts. To eliminate any possibility of
wear to the lead wires where they pass through the holes
in the angle-iron bracket, rubber bushings are provided of a
size to give a snug fit on the leads. The motor leads are
drawn through this bracket about 6 in. and are provided at
the ends with connectors for attaching the cable leads.

From the point where leads are brought out from the
cable box in the car body they are incased in 3-in. cotton
cable cover and a sufficient length of this cable is provided
to allow for the maximum sweep of the truck. All con-

Motor Lead Connections in San Antonio

nections are made on the cable side of the bracket, with the
exception of the field lead. This enters the bottom motor
casing and is provided with a connector on each side of the
bracket to make it unnecessary to remove the lead from the
bracket when the bottom casing of the motor is taken down.

Experience has shown that considerable care must be
exercised in the length of cable cover which is employed.
The leads from the car body should not be wrapped to any
greater length than the distance between the car body and
the lowest point reached in any truck position. If the
covering is carried beyond the low point, thus forming
a pocket, water will collect and cause rotting and short-
circuits between the leads.

It is stated that the new scheme effects a reduction in
motor-lead trouble of 75 per cent. Motor-lead connections
on the axle side of the motor have not been found satis-
factory by this company, probably because the wheelbase
of all trucks is only 4 ft. 6 in. This leaves a very small
space between the truck centers and motor, a part of it
being required by the pull rod and air-brake levers.

The electric railway system of Calgary, Alberta, was
hired by the Hudson Bay Company for the afternoon of
Aug. 18, the day the company's new Calgary store was
opened by G. H. Bulyea, Lieutenant-Governor of Alberta.
Arrangements were made whereby the sixty-five cars of
the municipal system were at the disposal of the Hudson
Bay Company for four hours on that day and the residents
of Calgary were invited to ride free between the hours of
2 p.m. and 6 p.m.
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New Power Station of Northern Ohio Traction
& Light Company

A Plant of Large Capacity Has Been Constructed Recently
the Northern Section

Chief among the numerous improvements now being
made by the Northern Ohio Traction & Light Company,
of Akron, Ohio, is the system for the generation and dis-
tribution of eclectrical energy. This includes a steam sta-
tion, known as the tiorge power station, with a present
rating of 20,000 kw and an ultimate rating of 50,000 kw, a
hydraulic station of 2000-kw rating, eight substations and
the necessary transmission lines.

The company owns and operates approximately 216 miles
of single track, consisting of the city lines in Akron and
Canton and the interurban lines from Akron north to
Cleveland, south to Canton, Massillon, Urichsville, Canal
Dover, etc., east to Kent and Ravenna, and southwest to
Barberton and Wadsworth. In addition, it supplies elec-
tricity for all services in the city of Akron and numerous

to Replace a Number of the Company’s Smaller Stations in
of the State of Ohio

sylvania Railroad, the only railroad which runs near the
site. The company has a siding from this road which runs
along the top of the river bank at an elevation about go ft.
above the boiler-room floor. A trestle with coal bunkers
underneath is now nearing completion on which loaded cars
will be shifted by the company’'s motor car. From the
bunkers the coal will pass through valves into the crusher
car and through this crusher car into individual bunkers
for each boiler.

The power station proper consists of the boiler room, 36
ft. wide by 330 ft. long, and the turbinc room, 63 ft. wide
by 227 ft. long, separated by a division wall, the turbine
room being on the river side. The turbine room was lo-
cated on this side because this decrcased the length of the
condensing water tunnels and also simplified the delivery

Northern Ohio Power—View of East End of Turbine

Room Showing Turbines and Operating Gallery Over

Oil-Switch Compartments

towns and villages on the ratlway lines.  The latter busi-
ness has developed more rapidly during the past few vears
than the company’s facilities for handling it, and in several
instances proffered business has necessarily been refused.
The gross receipts of the company during 1912 exceeded
those of 1911 by 11.2 per cent.

The Gorge power station, supplemented by the hydraulic
station, will replace stations at Akron. Silver Lake Junc-
tion and Bedford and furnish all energy required north
of Canton. The existing stations at Canton, generating
alternating current at 23 cycles, will, however, continue to
supply the city lines in Canton and the interurban lines
south of Canton.

The station is located in the valley of the Cuyahoga
River, just below the Cuyahoga Falls, Ohio. As the low-
water flow of the Cuyahoga River was not sufficient for
condensing purposes, it was necessary to build a dam so
that a suitable pond for cooling water would be provided,
and as the fall of the Cuyahoga River is quite rapid at this
point, it was found possible, by utilizing the head from this
dam in connection with a fall below the dam, to secure a
head of about 100 ft. one-half mile below the dam,

The coal for the station will be delivered over the Penn-

of coal to the boiler roem. In addition, there are two small
wings in onc of which are the blowers for the forced draft
and in the other the lightning arresters.

The main floor of the boiler room, which is flush with
the basement of the turbine room, is placed at elevation
018.5, which is about 4o ft. above the bed of the stream
and about go ft. below the top of the bluff, where coal is
to be delivered. The dam, which is about half a mile be-
tow this station, has its spillway at elevation 910, so that
low water would only be 8 ft. 6 in. below the turbine room
basement. These elevations are referred to sea level
During the recent floods in Ohio the water rose to eleva-
tion 918.2. Flashboards may be provided on the spillway
so that the low-water elevation will be g12.

BOILER-ROOM EQUIPMENT

The boiler room contains sixteen 604-hp Babcock & Wil-
cox boilers and superheaters, eight of which are in service
at this time. These boilers are arranged in a single row,
the stack being placed in the center of the boiler room,
with eight boilers on one side and eight on the other.
All boilers are equipped with Taylor stokers. Sturtevant
fans, driven by Sturtevant engines, which are located in
the blower room, just south of the boiler room, furnish the
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forced draft for these stokers.  [fnzines were chosen to
drive the fans mstead of motors so that it would be possi-
ble to regulate the speed of the fans directly from the steam
pressure.

The ashes are dumped into ash pockets underncath the
grates and thence into a small car running on a track in
the basement. For the present the ashies are wheeled out
by hand, but an elevator will soon be instailed at the end
of the boiler room so that the small cars can be lifted from
the basement level to a trestle of sufficient height and thence
be dumped mto wagons or standard railroad cars for re-
moval.

Steam at a pressure of 200 1b. will be used with a super-
heat from 75 deg. to go deg. IEach boiler will be equipped
with recording instruments in order that a complete com-
parative record of coal consumption and stecam furnished
niay be kept.

The stack was built by the Alphons Custodis Chimney
Construction Company and is 275 ft. high and 16 ft. in diam
eter inside at the top. The stack is unusually high because
the station is about go ft. below the surrounding country.
There are two openings for the breeching, cach 20 ft. high
and 7.5 ft. wide., This breeching was manufactured by the
Babcock & Wilcox Company, and the novelty in its con-
struction was the use of 4-m. American ingot iron plates.

PIPING

The main steam header has been so arranged that the
boilers may be divided into four groups, one or more of
which may be out of service at any time. All nozzles were
welded on by an electric arc.  Van Stone flanges were used
throughout on all high-pressure piping 4 in. and above in
diameter.

The main steam piping consists of a 12-in. header m
the boiler room, connected to each boiler by 8-in. compound
bends. This header is connected to the three turbines by
12-in. leads, each of which is provided with a suitable sepa-
rator at the lowest point and an angle valve adjacent to the
throttle valve. This arrangement allows the separator to
drain the header at all times, whether the turbine 1s in
service or not. There is an 8-in. auxiliary header in the
turbine room basement, connected to this 12-in. header at

Northern Ohio Power—Steel Structure for Coal Bunkers
on Bluff in Back of Station

three points, from which all connections are taken to auxil-
iaries.

The blow-off main 1s taken outside the building at each
end and the blow-off water conducted through a tile drain
to the pond. ‘

A 50,000-gal. steel tank which is set on the bluff just
above the station, with a head of about 100 ft., supplies
the general service water, the cooling water for transform-
ers, the water lines for cooling ashes, and the fire lines.

Air piping has been carried throughout the building, as
compressed air will be used in cleaning the generators,
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rotarics, cte,, i1 the turbine room, and for operating tur-
bine-tube cleaners in the hoiler room.

The oil piping for the transformers 15 so arranged that
the oil from any transformer may be removed through this
pipe to barrels which are set m the pit at one end of the
pipe lme; or, mn case of fire, this a1l can be run to a pit out-
side of the building.

TURBINE EQUIPMEN

The present installation of generating equipment consists
of three Westingliouse 6300-kw, 2300-volt, 6o-cycle, three-
phase turbo-gencrators, 1800 r.p.m., directly connected to

ROOM

Northern Ohio Power—Front View of Gorge Station
Showing Initial Transmission Tower at End
of Turbine Room

three \Westinghouse horizontal double-flow steam turbines.
The contractors have guaranteed a steam consumption not
to exceed 14.8 1b. per kw-hr. at 100 per cent of rating and
15.4 Ib. at 150 per cent. Space has been provided for two
additional similar or larger units in the future.

Two 1350-kw steam-driven exciters have been installed
and an additional motor-driven unit will soon be provided.
These exciters are placed on the turbine room floor between
main units and directly in front of the main switchboard.
The exhaust from the turbines discharges into Westing-
house Le Blanc condensers, which are in the basement, im-
mediately underncath the turbines. The circulating and
air pumps for these condensers are on a single shaft and are
driven by a 228-hp Westinghouse steam turbine. As there
was a possibility that at some time the level of the pond
would be drawn below the spillway of the dam. Alberger
single-stage booster pumps were provided in the turbine
room basement, near the condensers, driven by 73-lip. 2300-
volt, three-phase \Westinghouse motors.

Three boiler-feed pumps driven by Kerr steam turbines
have been provided in the basement of the turbine room.
The pumps normally take their water from three Hopnes
feed-water heaters which are placed on a platform mid-
way between the turbine room floor and the basement floor.
The feed-water heaters are filled from the hot-well or
discharge tunnel by means of two pumps directly connected
to Westinghouse motors. Two service pumps directlv con-
nected to Westinghouse motors. each having a rating of
150-gal. per minute. are also located in the basement. These
pumrps are used filling the service tank on the bluff,

ELECTRICAL EQUIPMENT

The electrical operation of the station is controlled from
a gallery about 40 ft. long on the river side of the turhine
room between main units No. 2 and No. 3.\ benchboard
on this gallery contains fourteen panels. Three of these
are used for the control of the main units. two for the
exciters, three for outgoing high-tension lines. three for
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2300-volt lines to substation No. 3, one for 2300-volt lines
to the booster pump motors, and two are blank for future
connections. Indicating and recording instruments are on
vertical panels above the benchboard.

The structure for the busbars and oil switches is on the
main floor under the front of this gallery. The ends of
this structure are inclosed, forming a room in which the
high-tension circuit-breakers are installed. The main cables

Northern Ohio Power—View of West End of Turbine
Room Showing Engineer’s Office and Local Substation

from the generators are carried under the turbine room
floor to the 2300-volt busbar., From this bus cables lead to
three 3000-kw transformers. Additional transformers will
be installed soon. The transformers are located in the tur-
bine room basement directly beneath the switchboard gal-
lery and step up to 22,000 volts for the outgoing high-ten-
sion lines which feed the substations mentioned before.
The high-tension cables pass through ducts in the turbine
room floor to the lightning arrester room. In this room
are installed three sets of electrolytic lightning arresters.
Directly above this room is an initial transmission tower
which is the starting point for all lines.

Substation No. 3 is located in the northwest corner of
the turbine room and consists of three 500-kw Westing-
house six-phase, Go-cycle rotaries and three step-down
transformers, which are fed directly from the 2300-volt
main busbar. The switchboard for this substation contains
the necessary panels for the rotaries and outgoing feeders.
Sixty-cycle rotaries were finally selected for this service to
avoid frequency changes in view of the fact that remark-
able progress has been made during the past few years in
their design. Additional panels for switches and circuit-
breakers for lighting and auxiliary motors were placed on
the turbine room floor near the substation board.

STATION OPERATION

The station is now being operated by two shifts. The
organization consists of one chief engineer and four assist-
ant engineers. One engineer is expected to be on duty in
the turbine basement and one on the main turbine room
floor at all times. In addition there is an operator on the
main switchboard and one on the switchboard for Sub-
station No. 3.

The boiler room is under one boiler room foreman, and
each shift consists of one water tender, one fireman and
four coal handlers at the present time until the completion
of the coal bunkers. Additional laborers are now employed
removing ashes and wheeling coal into the boiler room, but
when the ash-handling system is completed it will require
very little attention and one or two ash handlers on each
shift should be able to take care of all the ashes. When
the coal bunkers are completed two men will be required to
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shift and unload coal and operate the coal crushers. In
addition, one clerk or timekeeper and one porter have been
employed and from two to six boiler cleaners or laborers
will be required.

J. T. Ross, of Cleveland, was consulting engineer on the
work, and J. C. Lathrop had immediate charge of the civi]
and mechanical engineering features.

A NOVEL ARRANGEMENT OF MOTOR CONTROL

The Cedar Rapids & Jowa City Railway & Light Com-
pany has several express cars which are frequently used
for switching service. In order to permit motormen to
observe signals given by a switchman from the rear dur-
ing such movements the cars have been equipped so that
the controller can be operated from either side of the cab.
The arrangement, which has been developed by Charles
Munson, electrical engineer of the company, consists in a
bevel gear mounted in a cast-iron casing in place of the
controller handle and operated by means of a horizontal
shaft extending across the car. The shaft is made of gas
pipe and has a handle at each end equipped with a ‘“dead
man’s button,” so that a man seated at either side of the
cab and leaning out of the cab window has a handle within
easy reach. The reverse lever is arranged in the same
manner with a horizontal rod attached to the reverse lever
through a pair of bell cranks.

The cars are equipped with automatic air brakes for road
service as well as straight air brake for use in switching.
The straight air control valve is connected by rods to hand
levers on each side of the cab and within easy reach of the
motorman, the automatic air being controlled through an
enginecer’s brake valve in the customary position on the
right-hand side of the cab.

The control equipment is of the Westinghouse K-14 type,

g

Standard Controller Arranged for Switching Service

and a four-pole switch is provided in the motor circuit
which enables the motorman to throw all four motors into
series for starting an extremely heavy load.

The Monza-Lecco Railway, Italy, which is 42 miles long
and joins the Valtellina Railway, is now being electrified for
three-phase, fifteen-cycle, 3200-volt operation. The comple-
tion of this line will give an all-electric route, 155 miles
long, from Milan, Italy, to the Swiss border at Tirano,
where the road will connect with the electrically operated
Bernina Railway.
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INDIANAPOLIS & CINCINNATI TRACTION COMPANY'S
OPERATING RULES WITH CAB SIGNALS

On June 8, 1912, a complete description of the new signal
equipment of the Indianapolis & Cincinnati Traction Com-
pany appeared in the ELECTRIC RATLWAY JoUrNAL. At that
time the installation included only a portion of the Shelby-
ville division affording protection between the city limits
of Indianapolis and Shelbyville. The initial installation
has since been extended so that the complete division be-
tween Indianapolis and Greensburg, a total distance of 38
miles, is now in operation. Each block extends from siding
to siding, an average distance of about 2 miles.

The installation between Shelbyville and Greensburg was
completed about March 1, at which time a movement of all
trains over this division was protected by the Simmen sys-
tem of signaling. As this was the first installation of its
kind, a set of operating rules was prepared as a result of
experience on the first section of this type of signaling.
These rules have since been adopted by the company and
approved by the Indiana Railroad Commission. Since these
rules governing the operation of trains under the Simmen
system of signaling are the first of their kind, considerable
interest should be attached to their publication. Charles
L. Henry, president and general manager of the Indianapo-
lis & Cincinnati Traction Company, prepared them, and, as
will be noted, they are brief yet cover all the points which
may arise in the operation of trains. An abstract follows:

In the operation of all trains, both scheduled and extra,
on the Shelbyville division, from the Junction to Greens-
burg, the section upon which the Simmen system of rail-
way signaling and train dispatching is installed, dispatch-
ers, motormen and conductors will be governed by the fol-
lowing special instructions:

1. (a) Regular scheduled meeting points are fixed on the
time table and may also be fixed by train orders either for
regular or extra trains. On approaching such meeting
points the motorman must be on sharp lookout. If he does
not get a green light at the distant rail, he must slow down
prepared to stop; and if at the home rail he still does not
get a green light, he will report to the dispatcher, as here-
inafter directed. If, on approaching such meeting point,
he gets a green light at the distant rail, he will stop with
the shoe on the home rail, and if he then has a green light,
he will remain with the shoe on the rail until the dispatcher
momentarily gives him a red light followed afterward by a
green light. This will indicate to him that the dispatcher
desires to make a new meeting point, and the train will
then proceed. The new meeting point will be indicated to
the motorman later by failure to get a green signal at the
distant rail and again at the home rail at some other siding,
and upon such failure the motorman will be governed the
same as if it were the regular scheduled or train order
meeting point.

(b) In such case the opposing train will be notified that
its rights have been restricted by failure to get a green
light at any distant rail and home rail. When thus noti-
fied the motorman will understand that a new meeting point
is fixed at that siding, and he will be governed accordingly,
the same as for any other meeting point.

2. A relay switch is placed in the car near the relay.
This switch may be turned in any one of three positions:
(a) Turned to the right for eastbound movement; (b)
turned to the left for westbound movement; (c) turned to
central position disconnects the relay entirely.

Before reaching the Junction with an eastbound train the
conductor and motorman will unlock and turn the relay
switch to the right for an eastbound movement, at once
relocking the switch in that position. Before leaving the
third-rail in the Greensburg station the conductor and
motorman will unlock the relay switch, turn it to the left for
westbound movement; relocking it at once in that position.
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In taking a car out of the Shelbyville shops the relay switch
must be unlocked and sct either for an eastbound movement
or a westbound movement, as the case may be, before start-
ing, and then relocked in that position. In case a train,
castbound or westbound, is required for any reason to back
up, before backing up, the motorman and conductor will
change the relay switch so as to provide for the move-
ment either east or west, as the case may be.

3. Motorman will not move without green light. All
rights to move a train as given by the book of rules or by
bulletins are of no avail unless the motorman gets a green
light. Only a specific order from the dispatcher will
authorize a motorman to move his train without a green
light. (a) When at siding for a “meet,” motorman will
call dispatcher and report whether in siding or not and
whether opposing train has appeared. (b) If in siding and
opposing train is there, dispatcher will call “No orders”
and give motorman a green light. (c¢) If the opposing
train is to take the siding, then as soon as it is in the
siding, the motorman of the other train which first arrived
will report to the dispatcher and he will answer “No
orders” and give motorman a green light. (d) Neither
train must pass by home rail without green light. In
backing out of siding, train will always back up far enough
for the shoe to rest on the home rail. In heading out of a
siding, it will go forward far enough to close the switch,
then back up until the shoe rests on the home rail.

4. Disappearance of the green light in the cab at any
point when the shoe is not in contact with a third rail may
be attributed only to some trouble in the car wiring, bat-
tery or lamps, and should be disregarded by motorman
until he reaches the next third rail. If at that rail he does
not get a green light, he will at the nearest telephone con-
nection call the dispatcher and report the situation.

5. Motorman will always disconnect car battery (by
turning the cutout switch) when he passes the Junction
going west. Also always connect up the battery, going
east, before reaching the home rail at the Junction, so as
to get proper signal at that rail. Whenever leaving a car
at either carhouse or at Greensburg, Connersville or In-
dianapolis, at the end of a run or when it is exchanged
for another car, the battery must be disconnected.

6. In case of any defect in operation, motorman will
immediately report to dispatcher and in no case proceed
otherwise than with green light unless under regular train
order from dispatcher. (a) In such case dispatcher will
note on his record the fact, in order to keep account of
“failures,” no note being taken of the same at subsequent
sidings, until there has been opportunity for repair. (b)
Dispatcher will also at the time make notation of any and
every failure in any part of the signal system. This is im-
portant in order that we may perfect the system as well as
keep an accurate record of its efficiency.

7. Do not let a car stand with the shoe on a third rail
except for a short interval of time, as by so doing you will
injure the relays. This especially applies while a train is
stopped at Greensburg or the Junction but is applicable
to all places.

8 At the Shelbyville station a relay switch has been
placed in the registry box. This switch must always be
thrown in and out by the motorman or conductor of an
eastbound or westbound train so as to complete the record
at the dispatcher’s office by showing the train at that point.
This switch is also intended to give the motorman or con-
ductor a red or green signal, whether to proceed or not,
the same as when the shoe touches a third rail. For this
purpose two sets of lights have been placed at the Shelby-
ville station, one for eastbound trains and the other for
westbound trains. When the relay switch is thrown in and
out, unless a green light is received for the direction in
which the train is to move, it must not proceed. If a red
light is received. the dispatcher must be called for orders.
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HOW SERVICE REQUIREMENTS ARE ASCERTAINED
IN BOSTON

BY EDWARD DANA, ASSISTANT SUPERINTENDENT OF
LINES BOSTON ELEVATED RAILWAY

SURFACE

Probably no two patrons of a street railway have like
idcas as to the adequacy or inadequacy of the service pro-
vided to meet their varying needs. Some are radical, oth-
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Boston Traffic Count—Method of Dividing Route into
Sections

ers conservative, in their estimatc of what the company
should do in carying them from the point of departure to
the location they desire to reach. Incidentally it might be
added that few of these persons in their own pursuits
would long attempt to supply a commodity the demand for
which is so erratic that at times a grcat deal morc is
served than can be used, while at other times it is impos-
sible to furnish a satisfying amount. [t may be of interest
to outline the methods of the Boston LElevated Railway in
ascertaining what service is required at different hours
upon its many arterics of travel.

Changes in scrvice are made to suit cither permanent or
temporary necds. The latter are provided for through in-
formation from street inspectors or extraneous sources al-
most cntirely and the changes made arc purely dependent
upon the exigencies of the day or hour. Permanent changes
arc those which are embodied into timetables intended for
use for a longer or shorter period, except such changes
as are made of the timctables themselves to meet varying
conditions of weather, affairs of more than normal magni-
tude on the lines, etc.

Information in revard to permanent so-called conditions
of traffic is obtained from three sources, cach of which is
useful, but the last is of the greatest ultimate value.

Street inspectors supply one source. Their observation,
report and comment upon the needs of the service are quite
pertinent and highly desirable. The accuracy and conse-
quent value of their statements, however, are frequently
marred by the fact that they usually move over a consid-
crable area, have many other matters demanding their at-
tention and are apt not to secure the correct relationship
between time and conditions.  Quite often a condition of
serious overcrowding exists through irregular operation
by which the first car becomes much overcrowded and is
followed dircetly by others of the same line comparatively
light-laden.  As likely as not this overcrowding makes an
mnpression upon the mind of the inspector, and this im-
pression s sometimes accentuated by comments from out-
siders. He reports heavy riding and the need for more
service before he has scriously endeavored to discover the
causc for the apparently inadequate accommodation. To
add service under such conditions is hut to pay a high
price for incfficient street supervision. Ncverthelcss such
reports are of some value, and the Boston Elevated Rail-
way sccures reports of such conditions from its inspectors
and provides special blanks for their use.

Conductors, by means of trip reports filled out after fin-
ishing their work, supply a second source of information.
Their reports give a record of the passengers carried on
each trip. While many inaccuracies exist due to the vary-
ing degrec of ability of the men and the care with which
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they perform their work, these sheets form a permanent
and fairly complete record of the service not secured
through the first source. Necessarily, however, these re-
ports show only the total passengers carried by half trips.
While such information is of some relative value from
day to day and week to week, it is more in the nature of a
reminder to study the service more carefully at certain
times than a basis for actual addition to or subtraction
from the service. The reason why such information is
spoken of as a rcminder is that while the total number of
passengcers for a half trip may be excessively large, two
conditions might exist which could not be determined from
such a record. For instance, one case might show a com-
paratively small number of passengers carried, but if most
or all of these were through passengers, the car on at
least some portions of its route would have been excessive-
Iy crowded. On the other hand, the trip might have se-
curcd several interchange freights and the register would
have a high reading, although the car at no one time would
have carried more than a normal load. It will be seen,
therefore, that a company that goes no further than to base
its service upon register readings is satisfied with rule-of-
thuml methods and is willing to wastc many dollars of
hard-earned revenue in ill-adjusted service.

The third source mentioned is by means of systematic
trafic checking on the street. By a comparatively small
annual outlay permanent records can be secured which offer
cndless opportunities for study, scientific analysis and am-
munition for defense against unjust criticism of the serv-
ice. Moreover, it is modern efficiency to meet representa-
tions by accurate and convincing figures at once rather
than to takc the matter in hand with the understanding that
it will be investigated to learn whether or not conditions are
as represented.

SUMMARY OF TRAFFIC COUNT

19 Poaint_taken _at

Ree Rie Rte Rte

Care Pass pir

- A S AV
Cars Pass B Cars Pas il
r ar

6 630 AN
630.7__AM

7_730_AM

7308 AM

8 B30 AM.

B0 AM

T AN }
TI0T0 AN 3y
0 T030AM /
O30T *M {
T -T130AM S
T35 12 NGON )
T2 1230 PM. 3
T230-1 PM \
T 130 PM }
T.30..2 PM 1
2 230 PM. {
230.3 P 3
3 330 PM \
3304 PM 1|
1 330 PM. i
305 PM 1
5 .530 PM {
5306 PM ]
& —630_PM. {
307 PM 1
7730 PM. Y
7308 PAM }
X830 _PM. ]
5309 PM {
9030 _PM D'
930.10__PM 7
T0__1030PM {
103011 __PM. Y
i 1130 PM. ¢
153012 P.M y

Boston Traffic Count—Portion of Blank Used for Summary

It was found desirable on the 472 miles of surface track
in Boston to designate seventy-six traffic points, thereby
dividing the trackage into districts. These traffic points arc
determined by knowledge of the local conditions of riding,
many being at points of maximum load and at headway
junction points. A schedule of traffic-count periods has
been drawn up for each division. It was found advisable
to allot such work by divisions in order that the company
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might the more readily train for the work men who were
thoroughly conversant with the trips and lines passing
through the division to be counted. Morcover, such a
method provides the division superintendent with the in-
formation at the earliest moment bcfore it is forwarded
to the department of surface lines. It likewise entails
less traveling time on the part of the checkers and conse-
quently allows the maximum checking time without unduly
severe working hours.

Every traffic point on the system of the Boston Elevated
Railway is checked every fifteen days, which is equivalent
to five points checked daily. The car number, arriving time
and passengers arc recorded and every half hour the num-
ber of passengers is totaled and averaged by the checkers.
A summary is then prepared and gives at a glance a knowl-
edge of the conditions existing at one or sevcral points on
a line. If some undesirable condition shows up on the
summary, attention can then be directed to the detailed
count.

Many times, where complaints have been made about the
service, the summary gives the company all the informa-
tion which is necessary to substantiate its position. The
chart attached shows the traffic points upon a line 614 miles
long originating in a sparsely settled district and terminat-
ing at the Park Street subway statoir. It will be seen that
a complete analysis of the traffic is possible as well as in-
formation as to the headway and the point where time is
lost.

When it is considered that in Boston there are 123 all-
day routes, increased in rush hours to 337, that daily the car
milcage amounts to more than 123,000, and that 1.475.000
people are carried on 15,551 trips, it can readily be seen
what an endless task is presentcd properly to adjust the
scrvice to the needs.

A SIPHON FOR EMPTYING OIL BARRELS.

For use on the Western Ohio Railroad a novel device
has been developed for the purpose of transferring oil and
other liquids from barrels to storage tanks. In brief, the
device consists of a siphon head which is screwed into the

bunghole of an oil Dbarrel and <
through which a piece of pipe is o B aose
extended to the bottom of the bar-

rel. A small hole in the siphon —
head is connected to a compressed-

air supply, and the air pressure thus
established in the barrel forces the
oil out through the discharge pipe,
transmitting it. in fact, to consider-
able distances if necessary.

The storage house of the com-
pany at \Wapakoneta, in which the
oils are kept, is somewhat isolated,
and the compressed-air system used
in the shop is not extended to it.
In consequence, a portable tank has
been arranged for supplying com-
pressed air at the storehouse. This
tank is an ordinary main reservoir,
16 in. in diameter by 48 in. long.
such as is used on an interurban
car. It is mounted on a two-wheel
truck and after being charged with
air in the shop is wheeled from there
to the oil house. When charged at a pressure of 60 Ib. per
squarc inch it affords sufficient air to transfer the contents
of a j0-gal. barrel to any desired receptacle.

The discharge pipe is made up of a piece of -in.
standard gas pipe, which is turned in a lathe to give it a
smooth surface capable of making a close fit in a stuffing
box. The siphon head through which the discharge pipe
is extended is made of cast iron. It is about 3 in. long,

Electrie Ry.Journal

Siphon Head for
Oil Barrels
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threaded on the outsidc with sixteen threads per inch and
cut on a taper of 215 in. per foot, as this taper appears to
be the general standard used for the sides of bungholes
in oil barrcls. A stuffing box is inserted in a threaded
recess at one end of the siphon head to hold packing around
the discharge pipe.

The siphon head is drilled with a 14-in. hole, and into
this is inserted a 4-in. air-supply pipe on which are mount-
ed a pressurc gage and an air cock for the purpose of
releasing the pressure in casc of accident to the barrel or
to the discharge line.

In operation, the siphon head is screwed into the bung-
hole of the barrel until it is air-tight, and the ¥;-in. dis-
charge pipe is shoved down through the siphon head until
it reaches the bottom of the barrel. Air is then turncd
on to the air-supply pipe marked C on the accompanying
illustration, the pressure being read on the gage. This air
pressure is transmitted to the barrel through the hole in
the siphon head marked ¥ and the oil is forced up through
the pipe, emerging at the point marked B, from which it
is delivered into any desired receptacle.

The holes shown in the upper part of E, the siphon
head, and D, the stuffing-box nut, are bored to provide a
means for screwing the two castings into place, as a pin
inserted into one of the holes takes the place of a wrench
and aids in assembling the apparatus at points far away
from the shop.

The object of the pressure gage is to enable the operator
properly to adjust the air pressure and to prevent the bar-
rel from being subjected to a pressure of more than ro Ib.
or 12 1b. per square inch. This pressure has been found
to be sufficient to transfer the most viscid oils to the storage
tanks, which are set at an elevation of about 7 ft. above
the top of the barrel.

The device has been found to be very satisfactory and
decidedly convenient. It is easy to assemble, and about
five minutes’ work is sufficient to make complete prepara-
tions to transfer liquids, as it is necessary only to drive
in the bung and screw the head into place in the bunghole.
The bottom end of the discharge pipe is notched out as
shown in the illustration, and this permits draining the
barrel practically complete.

With the device it has been found that about ten or fif-
teen minutes is required to transfer 5o gal. of such oils as
turpentine, signal oil, boiled linseed oil or compressor oil.
Oils of greater viscosity than those, such as car oil or
cylinder oil, require a proportionaely longer time.

WELFARE WORK AT MANILA

With the aim of gaining the good-will of the public and
of its employees, the Manila (Philippines) Electric Rail-
road & Light Company has been conducting a series of con-
certs on the Luneta, or city park grounds. every Saturday
night during the hot season. The concerts have proved
highly popular with the public, and on April 19 nearly
20,000 people were present. On this spectal occasion the
Luneta was brightly illuminated and a pyrotechnic display
was held in honor of the Toyo Kisen Kaisha's liner, the
Shinyo Maru, which lay at anchor opposite the Luneta. The
fireworks opened with a roval bomb salute to the United
States army and navy and closed with a salute in honor of
Governor-General Forbes.

The Manila Electric Railroad & Light Company has made
conspicuous efforts in other lines, realizing that the promo-
tion of the happiness and co-operation of its men is a
valuable factor which cannot be ignored. It has encour-
aged sports among them by preparing a large baseball park
near the carhouses. Careful attention is also bestowed on
the health of sick or injured employees, who are allowed
frce medical attendance, including all hospital charges,
without being struck off the pay roll.
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FARE COLLECTING AND RECORDING IN BUFFALO

In the issue of the ELEcTrRIC RAILWAY JOURNAL for
March 11, 1911, the then new Dayton fare recorder system
was described. The International Railway Company has
more than 700 of these in use at present, and a number
have been in operation long enough to demonstrate that it
is practicable to handle the collection of fares in a manner
similar to that employed in selling goods in a store, while
the bookkeeping and checking in the auditor’s office are
much simplified.

In Buffalo the recorders give the following data: date,
line number, trips, cash, 5-cent fares, transfers, 3-cent
fares, passes, total passengers, total registered, inspector's
number, time of starting each trip, conductor’s number and
car number. These records are printed on a strip of paper
12 in. wide, which is torn off from time to time. Two
records are taken from the recorder, one by the conductor
when he leaves the car, the other by the station clerk when
the car is turned in the carhouse at night. The conductor
does not have access to the second sheet, which records
the total fares collected by all conductors operating the car
for the day. On the records are given not only the items
mentioned trip by trip, but also the totals at the top of each
sheet.

The clerical work required of conductors is very much
reduced by this system. In addition to operating the re-
corder, each has a trip sheet to fill out giving the car num-
ber, the place of arrival and starting by station number
and the time of arrival at and departure from each station.
Both actual and schedule times of starting are given. In
addition to this very simple record there is merely set down
the serial number of the transfer first issued on each trip.
For each round trip each conductor is provided with an
envelope 1n which he places the transfers, passes and tickets
received and notes on the outside the number of each. He
carries his cash with him until the end of the day, when it is
turned in and counted by the receiver at the carhouse. Each
conductor is required to carry $5 of his own money for
change. IHe is bonded for $50 at his own expense, or can
in place of this deposit $25 in cash.

An important feature of this system as used by the In-
ternational Railway Company is the provision for check-
ing the various records. The sets of sheets from each
recorder are checked for totals, and as the machine does all
of the arithmetic there 1s no reason why the figures should
not tally. The auditor also checks against the register
readings the contents of the envelopes turned in. If the
counters find that the contents of the envelopes do not
check with the register record the conductors are charged
full cash fares for all shortages. A number of such mis-
takes are found, but the fact that such careful checking is
possible makes the conductors watchful. In the near-side
cars the conductors are relieved of all duties connected
with the boarding and alighting of passengers, hence they
have not the usual excuses for making mistakes.

The auditing department, in addition to checking the
records, makes out very complete tables of operation. The
usual mileage records are made out from the timetables fur-
nished by the transportation department and from deviation
sheets turned in by the carhouse clerk. The deviation
sheets shows accidental departures from schedule after a
car leaves a carhouse. Deviations are reported to the car-
house clerks for entry on the deviation sheets. One of the
carhouse men notes the time at which each car leaves the
carhouse and turns in a copy of this record daily to the
auditor.

By means of a Burroughs adding machine the total data
for each car are tabulated from the recorder records, a
special form being used for this purpose. From these, a
standard statement sheet, comparing the most important
statistics for the corresponding period of the preceding
year, is made out weekly and monthly. These statements of
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receipts give the data desired by the officers and directors,
including for each line the recepits, the car hours, the
receipts per car hour, the actual car miles, the receipts per
car mile and the actual speed. All of this work is com-
paratively simple by the system outlined above. It is evi-
dent that the use of the Dayton recording system in the
near-side cars has turned the conductor into a clerk. If
this plan becomes general, a new name for this functionary
will be required. The substitution of mechanical recording
devices for written records by car conductors certainly
eliminates the chief cause of inadvertent error. The only
mistake which can be made is the result of careless opera-
tion of the recorder lever. Of course, no mechanical sys-
tem will make men accurate, but, as the conductor’s work
is done at the front of the car in plain sight of all of the
passengers, he is under close inspection and is not apt
to be careless

GASOLINE EMERGENCY WAGON OF THE SYRACUSE
RAPID TRANSIT COMPANY

A gasoline emergency wagon which was put into service
late last summer by the Syracuse Rapid Transit Company
has demonstrated its usefulness on many occasions, During
the past ten or eleven months it has made a large mileage
and it responds to six calls, more or less, per day. It is
housed in a part of the Townsend Street substation near
the center of the city, and an expert operator is always on
duty ready to respond to a call It is tested every hour by
starting the engine.

Rapid Transit

Syracuse

Emergency Wagon,
Railway

Gasoline

The truck has a heavy steel underframe, the chassis being
designed for a 5-ton load, although the springs and body are
of but 3 tons capacity. The specifications called for a truck
which should be suitable for emergency line and wrecking
work, assisting in the handling of derailed cars and vehicles
stalled upon the railway company’s tracks. The body is
provided with two longitudinal seats 6 ft. long, 16 in. wide
and 16 1n. high. Underneath the seats are lockers for tools,
with doors opeuing downward on the outside. The roof is
removable and is of strength sufficient to support the weight
of two men. It is at a height of about 11 ft. above the
ground. Access to the body is by a flight of steps in the
rear.

This truck has been found useful in numerous ways. It
responds to all fire calls and to calls for help for derailed
cars, etc. Being geared for the moderate speed of 15 m.p.h,,
it can exert an enormnous drawbar pull. This speed, how-
ever, is sufficient to enable it to reach scenes of trouble
quickly. In fact, this speed is as high as would be prac-
ticable for use in crowded city streets.
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POWER PLANT CONVENIENCES AT PROVIDENCE

In the operation of a large power plant from day to day
labor-saving methods often play an important part. Such

simple matters as the prevention of eye strain at the desk
where switchboard readings are written on the log sheet,
the use of transparencies for signaling machine manipula-
tion, and the provision for emergency lighting even of a

Power Conveniences—Illumination of Log Table

comparatively crude type count in the easier operation of
the station. The following paragraphs give an outline of a
few of these devices in use at the Manchester Street sta-
tion of the Rhode Island Company at Providence, R. I.
The apparatus is of the home-made type and simple in its
construction, but it is of demonstrated usefulness in the
handling cf the station.

The first illustration shows an effective means of lighting
the log table in the switchboard gallery so that the fifteen-
minute instrumental readings may be put down without the
eye strain which so often accompanies this work, especially
when it is done under glaring lamps. The feature of this
lighting arrangement is a semi-cylindrical copper reflector
7 in. in diameter and 3o in. long, lined with tin on the in-
side and containing two 110-volt, 16-cp incandescent lamps,
placed with their axes horizontal so as to throw the light

Power Conveniences—Kerosene Lamp for Emergency Use

most effectively upon the table. The lower edge of the re-
flector is carried about 1215 in. above the table surface,
and its dull outside surface is thoroughly satisfactory to the
eye in a location where more or less light is transmitted to
it from lamps on the nearby switchboard. The reflector is
fastened to a bulletin board at the rear of the desk by a
serewed metal strap running from end to end, the whole
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device being hung on the pipe railing bordering the gallery.

LEven in the largest plant, the operators do not care to
take chances with total darkness, and the second cut shows
how the old-time kerosene lamp is kept at hand on the
switchboard gallery of a 25,000-kw station as a precaution-
ary measure. This station has no storage battery of suffi-
cient size to light it temporarily in emergencies, but in case
the generators are disabled, leaving the switchboard without
light, the operator simply turns to old-fashioned methods.
The location of the oil lanip with a duplicate at another
point on the gallery rail in front of a conical reflector in-
sures that a strong beam of light will be thrown just where
it is most needed on the panels and instruments.

At the top of the stairway in this plant is located an
annunciator cabinet, shown in the third view. This cabinet
is divided into compartments which contain incandescent
lamps and fronted by transparencies which are easily read

Power Conveniences—Rear View of Annunciator Cabinet

from the operating floor some 4o ft. below. The lamps in
each compartment are controlled by switches shown on the
top of the cabinet, and the indications tell the floor opera-
tors just when to start up or stop any of several rotary
converters or when to go to the telephone. Thus, if the
operator on the switchboard wants the floor attendant to
start up rotary No. I, he throws the corresponding snap
switches on the top of the compartment, lighting the lamps
that illuminate the transparencies “‘Rot.,” “1,” “Start.” and
in spite of the noise caused by a large steam turbine in the
same room the signal is quietly but effectively transmitted.
Bell signals are also connected to call the atention of floor
operators to the transparencies. Ten switches are required
for this device. The compartments are about 10 in. deep,
and the cabinet is 4 ft. square, the lamps being of 8-cp and
32-cp rating. Usually one of the larger size is emploved
in the narrower compartments, from three to five of the
smaller lamps being connected in each division on the left-
hand side of the annunciator.
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MULTIPLE DUMP CARS FOR THE CONNECTICUT
COMPANY
The Connecticut Company has lately received from the
Wason Manufacturing Company five multiple dump cars of
the type shown in the accompanying illustration. These
cars are designed to draw gravel or trap rock from the stone

crusher to the various points where the railroad may need
this material, or to draw the material for State road work.
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Dump Car with One Section Lowered

A feature of the construction of these cars is the use of
metal, except that the cabs are of wood. The trucks are of
the Wason No. 30 arch-bar motor type with 3-in. x g-in.

journals. The total weight of a car with load and operat-
ing equipment, including air brakes, is approximately
105,000 lb.

The dump cars are 48 it. 8 in. over the buffers, 27 ft. 5%
m. truck centers and 8 ft. 3 in. wide. A car underframe car-
ries four independent dumping hodies, each one of a capacity
of 162 cu. ft., or a total capacity of 24 cu. yd. The cars are
so arranged that the operator in the cab can dump each
body separately in either direction from the cab by using
a GE crane motor. A cab is located on each end of the car,
but only one of these cabs contains the dump control appa-
ratus.

The sideboards are so arranged that they open and close
automatically with the raising or lowering of the dumping
body, and when opening they make an extended shelf or
apron so that the trap rock or other material dumped will
be left far enough away from the track to avoid interfer-
ence with car steps. This arrangement is a very important
feature in the mechanism of the car. The hoisting devices
are arranged to cut out automatically so that when the body
15 raised high enough to dump the motors stop working:
also, when the body comes back in place the motors are
automatically cut out and stop, thereby making it impos-
sible for an inexperienced man to harm either the motor or
mechanism. These cars will undoubtedly be of great service
in reducing the cost of handling trap rock, etc., as only two
men are required to operate the car and control  the
dumping.

The year book of the Japanese Ministry of Finance con-
tains figures showing the growth of electric railways in
that country for 1911 as compared with 1910. The num-
ber of companies increased from thirty-four to forty, the
paid-up capital from £9,438.c00 to £9,687.900, the length of
lines in operation from 363.6 to 431.5 miles, the length of
lines under construction from 180.44 miles to 221.05 miles,
the number of passengers from 325,066,000 to 395,666,000,
and the net earnings from £811,900 to £898,700. The total
number of motor cars operated to the end of the year 1911
was 2459. It is not anticipated that the increase in the
mileage of electric railways during the coming vears will
equal the ratio shown in the past years, as much of the
work done in 1911 was stimulated by a pending increase in
the tariff on electric railway supplies. The government
has taken up the subject of electrification of steam rail-
roads, and it is proposed to experiment between Tokyo
and Yokohama.
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RADIAL COUPLER AND DRAFT RIGGING FOR
ELECTRIC CARS

The new *“National” radial coupler and draft rigging
shown in the accompanying illustration has been developed
by the National Malleable Castings Company, Cleveland,
Ohio, i response to a demand for the application of auto-
matic couplers to electric traction equipment. It consists
of an automatic coupler of the approved Master Car Build-
ers’ type, pivoted by means of a radius bar to the car body.
The pivotal point is located adjacent to the truck center,
and the coupler is permitted a large degree of unrestricted
lateral displacement, thus allowing coupled cars to pass
around very sharp curves without throwimng any stram on
the car structure,

Either the company’s well-known Sharon or Vulcan auto-
matic couplers can be used with this device, and both of
them have the required lock set, lock-to-lock and knuckle
throwing features, couple automatically by impact, operate
without the necessity of anyvone going between the cars and
also interchange with standard steam railroad cquipment.
Both of these couplers when used with the new device are
equipped with lateral wings or buffing lugs, which, when
two couplers are interlocked, engage and prevent the
couplers from buckling under buffing stresses. Substantial
springs located in the radius bar connection absorb all the
normal shocks which are apt to occur in train operation,
both in buthng and pulling.

It is stated by the manufacturer that the new radial
coupler has been in successful service for several years on
a few of the large electric traction lines. In one particular
application in which the Sharon coupler is used sufficient

Views of Radial Coupler and Draft Rigging

lateral displacement is provided so that coupled cars cach
50 ft. long can pass without strain around curves of 33-ft.
radius.

The knuckle of 16-in. depth used on these couplers
will be found ample to provide for changes in height of
track. Provision is also made in the contour lines for the
vertical angling which is necessary in nassing from one
grade to another.



AUGUST 30. 1913 |

WEED KILLER IN ROCHESTER

The New York State Railways, Rochester, N. Y., has re-
cently applied Atlas A weed killer and track preservative,
which is manufactured by the Atlas Preservative Company,
on its Sodus Bay tine, which runs between Rochester and
Sodus Point, a distance of 39 miles. The chemical was
shipped in a large tank car direct from the factory to the
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View of Tank Car, Showing Hand Pump

line on which 1t was to be used. The car was coupled to a
spray car .with a capacity of 3000 gal. and using a 3-in.
spray pipe with three rows of 3/16-in. holes running ten to
the foot, the rows being about 1 in. apart.
shown in one of the accompanying illustrations, contains a
structure work over the center of the tank on which two
barrels are placed for measuring the liquid, which is forced
into them from the first car by means of a hand pump, as
shown in the other illustration. In this j000-gal. tank 243
gal. of the chemical is placed, the rest of the tank being filled
with water, which is agitated and mixed with the chemical
by means of air pressure introduced through an air-pipe in-
serted into the tank from above. This amount of chemical
is enough to spray 3 miles of track. In all, 2810 gal. of the
Atlas "A" were used to spray thoroughly the 39 miles of
track of the Sodus Bay line.

This application killed practically all the vegetation
permanently with the exception of some of the roots of the
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Weed Killer in Operation

hardier weeds which go down several inches in the ground,
and these after several weeks are just beginning to sprout
again. This operation will be repeated very soon, after
which the company claims that all vegetation will be entirely
extinct. By this method the railway company feels that it
can keep its lines free from weeds at considerably less ex-
pense than it has been able to do with the methods previ-
ously employed.

This car, as’
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REINFORCED CONCRETE POLE OF STAR SECTION

WL IE Lienesch, a consulting engineer of Chicago, is pre-
paring to make for general sale a reinforced-concrete pole
of the star-shaped section shown in the accompanying
drawing. It is asserted that the new design weighs but two-
thirds as much as square-type reinforced-concrete poles for
the same service; thus it is not necessary to pour it under
the disadvantageous conditions of field work. Another im-
portant difference is that cross webs are used as steps, thus

Truss Wires

Elcetrie Conduit

Steel Reinforcing
Bars

Concrete Ribs

Cross Wbs

Eleetric Ry Jovurnal

Star-Shaped Concrete Pole, Showing Character of Rein-
forcement and Provision for Conduit

eliminating the cost and maintenance of metal spikes. The
new pole is designed to utilize a minimum amount of con-
crete, which is compressed into metal molds so constructed
that the steel reinforcement is absolutely held in its proper
position until the initial set has occurred. The concrete is
merely a protection for the fabricated steel reinforcement,
which is figured to develop the entire strength of the pole.
Other features claimed for these poles are freedom from
exposed metal parts, superior flexibility and greater sta-
bility against wired pressure owing to the bearing of the
“saw-buck™ section against the earth.

The following table is the maker's comparison of this
pole with square reinforced and round wooden poles.

CoMPARATIVE PoLE Darta.

Length, ,——Shipping Weight, th,— ———Cost Set Up————
Et. Square Star Cedar Square Star Cedar
25 40 1500 350 $9.71 $5.00 $4.10 -
30 3150 1900 450 11.63 7.00 8.25
35 3900 2450 600 14.45 8.50 11.15
40 5400 3150 950 20.05 11.00 15.00
45 6450 4000 1200 24,78 14.00 22.20
50 7500 5000 1500 29.50 17.50 26.70

18.35 10.50 14.56

Ave. 4200 3000 842

In the foregoing table the word “square” refers to ordinary
concrete poles with a square cross-section reinforced with
vertical steel bars and poured into the top of vertical wooden
forms erected in place; the word “star” refers to star-shaped
poles, using special mixed concrete and vertical reinforcing
bars, and the estimates, while including freight and setting
up, are exclusive of any royalty: the word “wood” refers to
a good grade of cedar poles dressed, graved, ruffed, bored,
hauled and set.

The figures on wood poles were copied from treatises
on concrete poles published in 1910 by the Universal
Portland Cement Company. They represent the total cost,
including alt profits. In general, for any given length, the
star-shaped pole is 1 in. to 2 in. less in diameter at the top
and 2 in. to 3 in. less at the bottom than are the wood and
square poles respectively.

Notices have heen placed in all cars on the city and inter-
urban lines of the International Railway, Buffalo, N, Y.
offering a reward of $25 in gold for information leading
to the arrest and conviction of persons maliciously remov-
ing electric light bulbs or otherwise interfering with the
equipment of a car.
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News of Electric Railways

Short Strike on Indianapolis Interurban Lines

After the failure of the Three Star Organization to
unionize the interurban trainmen on the lines operating
out of Indianapolis, the committec of the Three Stars
voted to afhliate with the Amalgamated Association of
Street & Electric Railway Employees. This action, taken
Aug. 16, was concurrent with the arrival of Rezin Orr,
international treasurer of the Amalgamatcd Association.
J. J. Thorpe, first vice-president of the Amalgamated, ar-
rived in Indianapolis from Pittsburgh on Aug. 19, bring-
ing the charter of the local organization. A mceting was
held the same night and officers of the local union wecre
elected. On Aug. 21 forty-six trainmen of the Terre Haute,
Indianapolis & Eastern Traction Company sent in resigna-
tions to Messrs. Orr and Black, withdrawing from the
Three Stars and refusing to be assigned by that organi-
zation to any other union, reserving the right to themselves
to take such future action as they might see fit. The
trainmen stated that the organization had failed to kecp its
promise and that its action of Aug. 16 demonstrated that
it was incapable of carrying out its announced purposes.
Resignations of other trainmen were turned in to the
organization on the day following.

On Aug. 22 Mr. Orr announced that a general strike
would be called at 4 a. m. on Aug. 23 because the com-
panies had ‘“ignored” the demands of the *“union.” On
Saturday morning practically all the main interurban trunk
lines operatcd their trains on regular schedules without
interruption, and the service continued during the day. On
the Martinsville, Crawfordsville, Rushville and Shelbyville
lines only partial service was in effect, a few men having
gone on strike and others being intimidated by the labor
men. In all not more than from fifty to sixty men out of
a total of 6co failed to report.

A special mceting of the board of safety of the city of
Indianapolis was called, and instructions were sent to the
supcrintendent of policc to the effcct that no one “must
be permitted to interfere with the running of the street
cars in the city limits”; that it was the duty of the police
to see that thc cars were run for the accommodation of
the public as long as therc were men willing to operate
them; that as many special police as might be necessary
should be employed, and that the board would back the
superintendent in enforcing order. Superintendent Hyland
at once instructed the police force to arrest all persons
preveiiting or undertaking to prevent the running of cars
or doing anything to prevent thc regular operation of
cars and transportation of passengers.

On Saturday evening Mr. Orr statcd that if the com-
panies would treat with individual committees from their
roads he would not ask that they deal with the Amalga-
mated Association as an organization. The companies take
the position that they have ncver received any intimation
of any grievance from any of their employees. The very
efficient police protection at the Traction Terminal Sta-
tion and on the interurban cars prevented any attempted
disturbance by the organizers or sympathizers. On Aug. 24
normal service was resumed on all but one of the inter-
urban lines, and over 9o per cent of the trains due to leave
the Traction Terminal Station pulled out on schedule. By
Sunday evening many of the men who had failed to report
were seeking to man their cars.

Charles L. Henry, president of the Indianapolis & Cin-
cinnati Traction Company, posted notices on Aug. 25 to
striking motormen and conductors that they must return
to their work by 5 o’clock the following morning if they
expected to continue in the employ of the company. He
said his decision was final, declaring that his men had no
grievances against the company and that none had been
presented to him. He said the regular schedule would be
resumed at the earliest possible date whether his men
wanted to work or not, but that he preferred they should
have their places again if they would accept them.

"All cars in and out of Seymour, Ind., were running with-
out interference on Aug. 25. There had been no disturb-
ance at Seymour up to Aug. 25 on account of the strike.

Arbitration of Terms of Service in Detroit

The demands of the motormen and conductors of the
Detroit (Mich.) United Railway were presented to the
board of arbitration on Aug. 19 by W. D. Mahon. Follow-
ing the reading of the document, Judge Phelan, a member
of the board, offered a resolution to have the officials sum-
moned before the board to answer certain questions he
desired to ask. Attorney Edwin Henderson, another mem-
ber, assured Judge Phelan that no resolution was necessary
and that J. C. Hutchins, president, and F. W. Brooks, gen-
eral manager of the company, would answer any questions
that might be asked of them. The principal demands of
the men are as follows:

“The workday for all motormen and conductors in city
service shall be nine lours, to be completed in eleven con-
secutive hours in any one day of twenty-four hours. The

‘ time between the early and late runs to be divided as nearly

cqually as possible. One relief for meals or swinging from
one run to another shali be paid for at straight time. No
run of any kind shall pay less than eight hours’ time.

“On interurban and suburban lines the workday of motor-
men and conductors.shall be upon straight time, the work-
day to be as nearly nine hours as the division of time will
permit. The time between early and late runs shall be
divided as nearly cqually as possibie and no run shall pay
less than eight hours’ time.

“All crews in city, suburban and interurban service shall
start and get off at the same carhouse or station. All
motormen and conductors in city, suburban or interurban
service shall be paid for all time in excess of ten minutes
that is required for them to go from their reporting place to
the place where reliefs are made, and where men are called
upon to do any work they shall be paid for ten minutes
after they have been instructed to rcport and twenty min-
utes shall be added to each man’s run on the different time-
tables to cover actual timc consumed.

“The wages for all motormen and conductors shall be for
the first year in service 30 cents per hour, and for one year
and thereafter in the service 35 cents per hour. No single
trip shall be considered less than one hour.”

On Aug. 20 the statement of the company was submitted
to the board by Mr. Brooks. It contained no concession
in regard to wages and provided that nine to ten hours
with one-half trip leeway, to be completed in thirteen
hours, should constitute a day’s work on the week-day
schedule. The company stated that it would reduce the
number of swing runs wherever it was possible to do so,
but did not agree to the proposition made by the men.

Mr. Brooks stated that many of the runs on which the
men were compelled to work long hours are swing runs
and do not come under the provision calling for the com-
pletion of the day in twelve hours.

Mr. Mahon contended that they are regular runs and that
the men’s period of work should be considered. He ad-
mitted, however, that the public must be considered in any
readjustment that is undertaken. He thought that the runs
could be adjusted so that the men could finish their day
within the time fixed in their demands. Mr. Mahon pre-
sented figures to the board on Aug. 21 showing the high
cost of living for workingmen in Detroit and the compara-
tive wages paid them. He said that an extremely modest
living would cost $1,146.87 per family per year and that
the conductors and motormen should receive at least $1,300
annually. Mr. Mahon admitted that he had not made an
investigation of the cost of operation of the company.

Judge Phelan insisted that any award should date back
to the time when the men agreed to submit the question
of wages to arbitration.

Mr. Brooks presented a communication from the com-
pany on the forenoon of Aug. 22 in which it was stated that
conditions and wages are just as favorable in Detroit as in
any other city in the United States; that the present de-
mands of the employees are prohibitive and beyond the
ability of the company to pay; that the Detroit city gov-
ernment has reduced the company’s income by compelling
it to sell seven tickets for a quarter, and that enormous
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sums must be spent for improvements and extensions.
Other businesses may raise or lower their prices to meet
the changing cost of doing business, but the company has
been compelled to reduce the price of service while its ex-
penses have been increased.

A number of division superintendents were questioned
relative to the company’s claim that free transportation to
employees has been abused. These men testified that a
number of the men had torn sheets of tickets from their
transportation books and kept them for use after they went
out of the company's service. Judge Phelan thought that
the names of these men should be presented, but Mr.
Brooks objected to this. He said that he did not wish
the names of the men to appear in the newspapers. The
court as a whole did not insist upon the names being made
public. William D. Bonthron, an expert accountant, testi-
fied that the company had issued to motormen and con-
ductors during the first six months of the year transporta-
tion amounting to $53,316 and that for the entire year the
free transportation would be at least double that amount.
Mr. Brooks said that the company was considering the
withdrawal of free transportation from firemen and police-
men. Mr. Mahon asserted that the men considered free
transportation part of their compensation and that if the
tickets issued to employces are withdrawn the men will be
compelled to ask for 45 cents an hour instead of 35 cents.

At the opening of the session on Aug. 25 Chairman Nay-
lor refused to entertain a motion made by Judge Phelan to
require the company to furnish the board with a classified
list of the persons who ride free on its lines. Almost the
entire session was spent in hearing testimony and argu-
ments relative to the company's desire to limit free trans-
portation.

At the hearing on Aug. 26 Mr. Bonthron outlined the
results of his investigations of the probable effect of the
increase in wages demanded and the reduction in fare, as
secured from the books of the company while operating
under conditions which prevailed prior to Aug. 15. He said
that, taking the figures of 1913 as a basis, the reduction in
fares would cause a deficit of $1,185,757. The gross earn-
ings, he estimated, will be only $8,278,166, as against $10,-
202,621 for the year ended June 30, 1913. Taking the figures
of 1913 without any reference to the reduced fare, Mr. Bon-
thron estimated that the increase asked by the men would
cause a deficit of $674,688. The combined effect of the de-
crease in fare and increase in wages, he said, would leave
the company $2,508,143 behind the preceding year.

Mr. Mahon objected to any testimony bearing upon the
cost of extensions on the ground that no contracts had
been made between the city and the company for the con-
struction of extensions. Mr. Brooks asserted that the com-
pany had a right to build extensions. Judge Phelan inter-
rupted to request that Mr. Brooks produce a copy of any
contract that had been made to that effect on the following
day and was told this would be done. As a matter of fact
the Common Council was at that time passing such legisla-
tion.

General Superintendent Bullen presented a lengthy state-
ment dealing with the difficulties of traffic in the factory
districts and said the company wants to serve the factories,
but that the factories do not adjust their hours to the rail-
way company’s desires nor to the wishes of their em-
ployees. Several witnesses testified that the schedules
were formulated to give the men the best possible working
conditions and that the swing runs were changed wherever
it was found possible to do so.

Fender Tests in Vancouver

Tests of street car fenders and wheel guards were held in
Vancouver, B. C, on Aug. 15 and 19 by the British Columbia
Electric Railway, in the presence of company officials, rep-
resentatives of the fender manufacturers and William Rae,
provincial tramway inspector. Tests were carried out, in
general, according to the methods prescribed by the Public
Service Commission of New York, which were published in
this journal Aug. 22, 1908. These methods were used in the
tests at Schencctady, Wilmerding and Pittsburgh in 1908.

The following types of fenders were subject to the full
number of tests; Watson fender, Watson wheel guard,
Pogue fender, Hudson-Bowring wheel guard and the Nel-
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son fender. The Pogue fender was invented by a local man.

For all the tests calling for prostrate positions, so-1b, and
100-1b. dummies stuffed with sawdust and sand were used,
while for the upright tests a jointed wooden dummy was
cmployed. The spceds of the cars were 6 and 15 m.p.h., as
specified, except for the upright position, in which case the
lower speed was considered sufficient. Tests were made
both over macadam and cobble pavement.

The results of the tests are now being tabulated in the
office of the provincial tramway inspector.

Patrick Calhoun to Retire as President at San Francisco

M. B. Starring, president of the United Railways Invest-
ment Company, which through its stock ownership of the
California Railway & Power Company, controls the United
Railroads of San IFrancisco, makes the following statement
in regard to the retirement of Patrick Calhoun as president
of the latter corporation:

“The statement to the effect that Jesse W. Lilienthal
will, at an early date, become president of the United Rail-
roads of San Francisco is correct. Mr. Lilienthal is a
man of unimpeachable integrity and high standing. It is
my understanding that he will surround himself with a
board of directors composed of some of the strongest and
most influential local men. The management of this prop-
erty in California and by Californians should redound
greatly to the benefit of the city of San Francisco and the
owners of the property. The public may expect fair
treatment from Mr. Lilienthal and the very best service
from the railroads under his management that is practicable
in existing conditions. The retiring president has borne the
brunt of many personal attacks and brought the railroads
through a long and severe struggle, but the press of his
private affairs having in the past required prolonged ab-
sences from San Francisco and the fact that such absences
will inevitably continue and probably increase in duration
fully explain his retirement.”

James Dalrymple on Visit Here

James Dalrymple, general manager of the Glasgow (Scot-
land) Corporation Tramways, has arrived in this country to
tour the principal cities of the United States and Canada
and study electric railway practice. He left Glasgow on
Aug. 9 and, after a few days in New York, left that city
Aug. 20 and visited Buffalo, Toronto and Cleveland on his
way to Chicago, where he arrived Aug. 28. His tentative
schedule after leaving Chicago calls for visits to Mil-
waukee, Minneapolis, Winnipeg, Vancouver, Seattle, San
Francisco, Los Angeles, Denver, St. Louis and Washington.
Mr. Dalrymple is accompanied by Thomas Nesbhit, master of
works of Glasgow, who was instructed by the Glasgow Cor-
poration to inspect the river bridges with a view to obtain-
ing ideas for use in connection with the plan to construct a
bridge over the Clyde. Interviewed in New York, Mr. Dal-
rymple said:

“T am especially interested in the experiments New York
is carrying on with the double-deck street cars. They are
primarily a British institution, although they are found here
and there on the Continent. They have proved successful
abroad in the large cities and it is possible to handle in a
satisfactory way many people on one car.

“No public utility can be operated under a spoils system.
To my mind, good service and continuity of service, so far
as public servants are concerned, are synonymous. In Glas-
gow, if a man is making good at the head of a city depart-
ment, he is kept there no matter how frequently the admin-
istration changes. John Young, my predecessor at the
head of the Glasgow Tramways, had been in the municipal
service thirty years and connected with the tramway man-
agement ten years. | have been in the employ of the city
thirty-three years. The city corporation can fix the wage
rate and the hours of labor of the men under me, but it has
nothing to say about whom I shall employ. T am on the
same status as the head of a mercantile establishment.”

In an interview with Mr. Dalrymple which appeared in
the New York IWorld he was quoted as discussing the ques-
tion of fares, referring to the zone system of Glasgow and
the flat rate prevalent in the United States. He was re-
ported as unwilling to say that the New York lines could
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carry passcngers profitably for less than the current 3-cent
charge. He explained that a careful examination of running
expenses and general conditions would be necessary before
this could be determined. He was then quoted as follows:

“In comparing the expenses of the New York companies
and our own, a great difference will be found in the cost of
labor. Motormen and conductors on our tramways get on
an average from $8 to $0 a week, less than half what they
receive here. This does not mean that we are paying our
men poor wages. Our schedule compares very favorably
with that paid throughout Scotland for unskilled and even
skilled labor. The cost of living is much lower for them
there than it would be here, and they are perfectly satisfied.
Two years ago we had a strike, but the men were glad to
come back without the city making any coucessions to
them. Aside from this labor cost, the expenses of the two
cities would probably be the same as far as materials are
concerned. We pay just as much for construction. Norare
we free from taxes. The city treats us just exactly as if we
were a private corporation and our property is assessed
and taxed accordingly. We pay into the municipal treasury
$250,000 annually., Our investment represents an outlay of
$17,50¢,000.”

Additional Subway Construction Contracts in New York

The Public Service Commission for the First District of
New York on Aug. 19 opened bids for the construction of
Section No. 7 of Routes Nos. 36 and 37, known as the Wood-
side, Astoria and Corona rapid transit railroad. The
Snare & Triest Company, New York, submitted the lowest
of ten bids, its Dbid aggregating $884.850. The Astoria,
Woodside and Corona line, now partly under construction
in Queens Borough, begins at the Queens Plaza of the
Queensboro Bridge and runs respectively through Second
Avenue to Ditmars Avenue, Astoria, and through Queens
Boulevard and Roosevelt Avenue to Sycamore Avenue.
Corona. Both are to be elevated railroads and are to be
operated jointly by the Interborough Rapid Transit Com-
pany and the New York Municipal Railway Corporation.
Section No. 1 covers the junction point of the two lines
and the joint station near the Queensboro Bridge. Con-
tracts for the Astoria line, Section No. 2, and the Corona
line. Section No. 3, were let several months ago and con-
struction work is now in progress. The contractors for the
Astoria line are Cooper & Evans, New York, and for the

Corona line the E. E. 'Smith Contracting Company, New
York. It is expected that the contract with the Snare &

Triest Company for the construction of Sectiou No. 1 will
be executed within a short time.

The commission has disapproved a plan submitted by
\V. S. Menden. chief engineer of the New York Municipal
Railway Corporation, for proposed changes in the Eighty-
sixth Street station of the Fourth Avenue subway, Brook-
lyn. This subway. now under construction, is to be oper-
ated by the Brooklyn company and the station at Eighty-
sixth Street will be the terminal station of the line. The
station is to be centered on Eighty-sixth Street and will
aive direct access from the center of a train to the trolley
tracks on the surface through stairways which will be built
at that point.

Tn connection with the construction of the Broadway
subway in Manhattan the commission has issued an invita-
tion to building wreckers for bids. to be received Sept. 2. for
the demolition of the southerly half of the Astor Housc
at the northwest corner of Broadway and Vesey Street.

Protest Against Fare Ordinance in Portland
In protesting against the ordinance now before the City
Council of Portland, Ore., to fix the fare over the lines.of
the Portland Railway, Light & Power Company at six
tickets for 25 cents, good at all hours, Franklin T. Griffith.
president of the company, said:

“The Portland Railway, Light & Power Company i3
always ready to meet the city on any issue of vital impor-
tance to the public. T have the interest of Portland just as
much at heart as any citizen, even though I am president
of a public service corporation. It is unfair that the city
should attempt to regulate the fares when so little is known
about the company’s business. A force of from thirty-five
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to forty men is appraising the company’s properties, and
until the work of these men is completed I myself will not
know just what the company owns. We invite inspection,
however, at all times. The popular impression is that a
public service corporation is always trying to hide. This
is not the case with the Portland Railway, Light & Power
Company. Tlhe books of the company are always open to
the city officials and public. My only request is that the
city withhold action on the proposed ordinance until a
correct appraisement of the company’s properties is made.
These figures will be submitted to the State Railroad Com-
mission and to the members of this Council and can be
casily checked.”

Mr. Grifaith stated that engineers of the company are
making plans for a rearrangement of all seats on street
cars. Some of the seats, according to Mr. Griffith, will be
placed across the cars instead of lengthwise, as is the prac-
tice at present.

Vote on San Francisco Municipal Railway Bond Issue

The electors of San Francisco, Cal, voted on Aug. 26 to
adopt the $3,000.000 bond issue for the extension of the
municipal electric railway system. The vote was light. [t
was 531,649 for the issue and 13,720 against. A vote of two-
thirds was required to carry.

It is proposed to construct a double-track street railway
on Van Ness Avenue from Market Street to North Point
Street, a distance of 2.07 miles. Cars can be operated on
this line at a hali-minute headway, making the maximum
carrying capacity 12,000 passengers per hour. The road
will be built with the track centers 14 ft. 6 in. apart and
trolley wires will be supported on reinforced concrete poles
in the center of the street. These poles will be so con-
structed that electric lamps for lighting the street can be
mounted on each pole.

For ordinary operation it has been estimated this railway
should he equipped with twelve cars and that the maximum
carrying capacity will be 3000 per hour. If it is desired
to operate it independently of the United Railroads at its
maximum carrying capacity of 12,000 per hour, sixty-two
cars will be required, and it will also be necessary to con-
struct a loop from Van Ness Avenue and Fell Street to
I'ranklin Street, thence to Oak Street and thence returning
to Van Ness Avenue in order that passengers may be
loaded and unloaded and the direction in which cars are
traveling may be reversed without interfering with the
headway.

Should it be decided to operate the road in conjunction
with the United Railroads, it will be necessary that connec-
tions be made with the United Railroads at Market Street
in order that eastbound cars on Market Street can be de-
flected to Van Ness Avenue and southbound cars on Van
Ness Avenue to the westbound tracks of the United Rail-
roads on Market Street. If the Fillmore Street tunnel is
constructed, additional connections between the United
Railroads’ tracks and the municipal railway will not be
necessary, but if the Fillmore Street tunnel is not con-
structed some turnouts will have to be installed so that
castbound cars of the United Railroads can be deflected
into Van Ness Avenue and southbound cars on Van Ness
\venue can be deflected to the westbound United Railroads”
tracks.

The estimated cost of the 2.07 miles of the Van Ness
Avenue line follows:

Ordinary Extraordinary Joint

Operation  Operation Onperation
Construction Oak to North Point Strcet $341,200 $341,200 $341,200
Additiona] electric work..........i.. - 20,700 20,700
Terminal locp Fell. Franklin and Oak
Streets ..... S e o el B E e G SR S e S 16,000
Special track work, Market Street and
Van Ness Avenue. covoeeeeeecnenrens —— e 4,700
Cars and carhouse (twelve cars)...... 138,000 o e 138,000
Cars and carhouse (sixty-two cars).... g, 713,000 e
ARaE] G oG on agEoRD B e o 0 BUEG 00 TT00 0 $479,200 $1,090,900 $504,600-
Special track work:
SUEYEr SEreet: - ova: s s s s s slamsto e ot 4,800
O'Farrell Street. . G 2,200
Fllis  Street 5 2,700
Eddy Street....... om0 G0 GopEso on 5 2,200
Tk SEECCLE & x5 tois 4 ateraisl ot selsinee Lilotoro e LU 2,700
McAllister Street. ...eevnnuiecnnoenns 4,800
Hayes Strect. ..o soaneeosanieseann. st et 4.869
$479,200 $1,090,900 $528,809
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The Boston Arbitration Hearings

Ilearings were continued during the week ended Aug. 30
at Boston by the board of arbitrators designated to settle
the differences between the Boston lilevated Railway Com-
pany and its employees, the time being entirely occupied
by witnesses called by counsel for the men. On account
ol the large attendance, the hearings have been transferred
to Ford Hall, where ample accommodations are available.
Following the visits of the board to various carhouses and
shops of the company, testimony was presented by [. B.
Eastman purporting to show that the cost of living had in-
creased 54 per eent in Boston since 1897, and that it is im-
possible for a man to support a family of five in reasonable
comfort on wages of $850 per year. He quoted extracts
from the report of the Massachusetts Commission on the
Cost of Living and other governmental bodics purporting
to show that a family budget of $1,154.40 is necessary for
proper living conditions. On cross-examination, Mr. Kast-
man admitted that few of the data quoted by him applied
strictly to conditions in Boston, they having been assembled
for Massachusetts as a whole or for the North Atlantic
States. He had made no inquiries as to how long certain
quoted high prices of foodstuffs and fuel prevailed, and in
many cases he took only a single price for a given month's
conditions. Counsel for the company brought out the fact
that there has been no material increase in rents in suites
of the type renting for $18 to $20 per month in the past
decade. Notably in South Boston, tenants are better housed
than in 190o1. Many old houses have been renovated. An
excellent flat of five rooms and bath, with hot and cold
water fixtures, in a building for three families only, sepa-
rated 10 ft. on each side from the nearest house, can now
bc rented for from $17 to $18 per month, whereas fifteen
years ago the same accommodations would have cost $20
as a minimum,

Among the officials of the company called for examina-
tion by the employees’ eounsel were C. S. Sergeant, vice-
president: Alfred J. Guyon, head of the employment depart-
ment; Cyrus S. Ching, chief instructor: George R. Tripp.
superintendent of transportation; J. Henry Neal, gcneral
auditor, and George H. Benjamin, trainmaster of rapid
transit lines. The following data were presented regarding
hourly wage scales for different classes of employees:

WEEKDAY Waces ox Rapmp Transtt Lines 18 Cents PEr Hour

Year

Sixteenth

Third- Sixth- Eleventh- and
First Second Fifth Tenth Fifteenth Onward
Brakemen 21.7 22.4 23 23.7 24.5
Gatards o 24.5 25.2 25.8 26.5 278
Motormen .. 27.8 29.6 30.3 30.9 3.7
Gatemen 17.3 17.9 18.6 19.3 20

Sunpay WaGEs oN Rapmp Transit Lixes 1v Cents I'er Hovr

Brakemcn . 224 23 23.7 24.4 25.1 2549
Guards < cqe: ox 253 25.9 26.6 272 28 289
Motormen 5 ouen 2AT 29.5 313 32 32.7 33.6
Gatemen . ....veeevnnan.. 177 18.3 19 19.7 20.4 213
WEEKDAY WacEs ox Svrrace Lixes 1x CeNts Per Houvr
Conductors and motormen 25.6 26.2 26.8 225 28.2 g2l
SuNpay Wages on Surrace Lixes 1x Cents Per Hour
Conductors and motormen 27.1 27.7 28.4 29.1 29.8 30.6

It was brought out that surface line motormen and con-
ductors received $2 per day in the days of horse traction.
and that an increase to $2.25 was granted when clectric
motive power was substituted. The first-year regular man
now receives $2.30 per day. During the period of instruc-
tion in the company school new employees are paid a flat
rate of $1 per day, and when a man goes upon the extra list
he is guaranteed a minimum weekly wage of $12. The max-
imum daily wage is $2.60 for a nine-hour period.

The details of employment, physical and other examina-
tions and an outline of the instruction furnished to appli-
cants for positions in the car service were presented during
the hearings. Upon request of eounsel for the men the
company submitted figures showing that for the yecar ended
July 1, 1911, 6720 men applied for “blue-uniform” work,
and of these 1974 were rejected before passing the eyesight
tests and physical examination. In the year ended Aug. 16,
1913, 4005 men applied for work and 2650 passed the above
preliminary examinations. About 5 per cent of the appli-
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cants for medical scrutiny are rejected by the company doc
tor on their first examination. In the written examinations
taken by the average motorman there are 132 questions. A
sixty-day probation period is required, and about 23 per
cent of the men are dropped from the ranks at the end of
this. The company has issued five instruction bulletins to
lielp its employces obtain better results in the operation
of semi-convertible ears of differcnt types, in the handling
of air brakes and multiple-unit control. There are now 2522
surface line conductors, 2421 motormen, fifty-seven inspec-
tors, eighty-live starters, twenty-five special police, four
crossing tenders, eighteen station masters, thirteen collee-
tors, thirty-five gatemen, nine watchmen and five carhouse
division inspectors in the service, making a total of 3194
blue-uniformed men on the surface car system, including
the gatemen. On the average, a man may become a regular
conduetor in two years or a motorman in three years.
\bout 75 per cent of the men leaving the service have been
ir it less than one year: perhaps 15 per cent of those leav-
ing are two-yecar men, and by resignation and dischargce
about 720 men leave the serviee per annum. On the sur-
face lines are 4943 motormen and conductors, of whom 4000
have yet to attain the maximum wage. The graduated scale
of wages was adopted i1 1903.

On the surface lines 2451 conductors and motormen have
been in the service three years or less, while 3000 have been
in service five years or less. There are 650 listed in the
six-year to ten-year class, 431 in the cleven-year to fifteen-
year class, and 844 who have been in the service fifteen years
or more. Of 2532 men entering the service in the year
ended July, 19i1, 4& are now in the company’s ranks, and
ol 1069 entering in the year ended Aug. 16, 1913, f01 are now
in the service. Considerable detailed evidence was submitted
to show the shortening of running times on surface car routes
since 1901, and the company summarized this by stating
that in 1808 the average running time on all round trips was
77.4 minutes compared with 50.4 minutes at present, and
that the allowed time, including layover, was 03.5 minutes
in the former case and is 60.7 minutes at present. The
schedule speed is 10.36 m.p.h. compared with 85 m.p.h,, or.
including layovers, 850 m.p.h. against 7.1 m.p.h. Counsel
for the men contended that increased speeds, larger cars,
increased density of traffic on streets, the larger use of au-
tomobiles and the installation of signals have tended to add
to the responsibilities of the motorman in the past few
vears. The conipany maintained that the introduction of
electric track switches, prepayment type cars and me-
chanically operated doors has actually made the work of
the motorman and conductor easier in many respects.

A feature of the hearings was an attempt of Mayor Fitz-
gerald of Boston to enter the corporation counsel of the
¢ity in the proceedings, but the board of arbitrators de-
cided that it had no authority to hear arguments by any
party outside the parties to the agreement under which the
proceedings are being held. The Mayor issued a statement
later in which he said that as Boston has investments
amounting to $23 000,000 in subways and looks to the com-
pany to provide sinking funds and interest on the bonds
and to share in bridge and street repairs and the removal
of snow and ice, the finaneial condition of the road is a
matter of much concern to the city. The company ex-
pressed no opposition to the appearance of counsel for the
city, but the protest of the representatives of the employees’
organization was allowed.

Keokuk Plant Dedicated

On Aug. 26 the Keokuk hydroelectric plant, installed by
the Mississippi River Power Company, Keokuk, Ta., was
officially dedicated. On Aug. 25 Governor Dunne of Illinois.
on his way to the conference of Governors at Colorado
Springs, Col., attended by his full military staff, celebrated
the dedication of the water power on the Illinois side. On
the following day Governor George \W. Clark of Towa. with
his retinue, dedicated the hydroelectric plant on the Towa
side. The gates in the more than fifty arches were closed
and the water above the structure soon submerged the his-
toric and troublesome Des Moines rapids. At the same
time the government triple lock in the Keokuk Canal was
drawn and “Cooper Lake” was christened after Hugh L.
Cooper, who largely conceived and carried out the project.
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Receivers Reject Offer of the City of Seattle—The offer
of the city of Seattle, Wash., to take the entire property
of the Seattle, Renton & Southern Railway for $1,200,000,
which is $200,000 less than the offer made by the company,
has been rejected by Scott Calhoun and Joseph Parkin, re-
ceivers for the company. In a communication which the
receivers addressed to the City Council their offer to sell
that portion of the line and all its physical assets within the
city limits for $1,200,000, and that portion outside the city
for $200,000 additional, is renewed.

Violation of Labor Law Charged.—An inspector of the
State Labor Bureau of New York applied to Magistrate
Voorhees in the Adams Street court, Brooklyn, on Aug. 23
for summonses against the officials of the Brooklyn Rapid
Transit Company on the charge that it had violated the
labor law by permitting conductors and motormen to work
for longer periods than fixed by the statute governing the
hours of labor. The inspector is reported to have said
that the prosecution was friendly and that the officers of
the company had facilitated his work of investigation. The
summonses issued to the officers of the company were made
returnable on Sept. 15.

Renewal of Short-Term Notes in California.—The Cali-
fornia Railroad Commission has issued an order permitting
the renewal of notes issued by public utility corporations
for not more than a twelve months’ period without formal
application for such renewal to the commission, but such
notes may not be refunded by stocks, bonds, notes or
evidences of indebtedness without the consent of the com-
mission. In case the combined terms of the original notes
and the renewing notes shall not exceed twelve months, the
renewal may be made without application to the commis-
sion, but a full statement of the transaction must be filed
with the commission immediately.

Receipts Under New Fare in Detroit—In the issue for
Aug. 22, 1913, Electric Railway Service, which is published in
the interest of the Detroit (Mich.) United Railway, said in
regard to the receipts of the company from the sale of
seven tickets for 23 cents: “Like most of the guesses
newspapers make regarding the Detroit United Railway, the
guesses by the press as to the rcceipts of the company
from the sale of the new seven-for-a-quarter tickets last
Friday, the first day of the sale, were very bad. One of
the guesses was $90,000. As a matter of fact the sale of
these tickets for Aug. 15 and 16 totaled only $37,878.75—
less than an average of $19,000 a day.”

Hearing on Proposed Public Utility Bill for Minnesota.—
The special committee on public utilities of the Senate of
Minnesota, after a four-hour session on Aug. 18, adjourned
until Sept. 17 for further hearings. Frank N. Stacy, former
deputy public examiner, took about half of the time arguing
in favor of state control, and Stiles P. Jones, secretary of
the Voters’ League of Minneapolis, the other half, speaking
against it. Chairman J. M. Hackney said after the meeting
that as the committee is instructed to bring in a bill the
members desire to hear what different people think ought
to go into the bill, rather than addresses for and against
state control. Only five of the seven committee members
were present at the hearing.

Changes in Pacific Electric Railway Organization.—].
McMillan, general manager of the Pacific Electric Railway,
Los Angeles, Cal,, has announced the appointment of F. L.
Annable, formerly superintendent of the northern division,
as general superintendent of the system. A. C. Bradley,
formerly superintendent of the San Bernardino division,
succeeds Mr. Annable as superintendent of the northern
division. The San Bernardino and Riverside divisions are
consolidated as the eastern division, and M. P. Groftholdt,
formerly superintendent at Riverside, has been appointed
superintendent. Edwin Clark, assistant superintendent of
the northern division, has been transferred to the western
division. H. E. Rodenhouse succeeds Mr. Clark on the
northern division.

Progress with Kansas City Negotiations.—The confer-
ences between the receivers of the Metropolitan Street Rail-
way, Kansas City, Mo., and the officers of the city in con-
nection with suggested modifications of the franchise draft
submitted by Mayor Jost of Kansas City, Mo., are being
continued and the ordinance is being gone over section
by section. So far a number of questions of policy have
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arisen, but none of the points which have been brought up
is regarded as insurmountable. Perhaps the question that
has caused the greatest concern so far relates to whether
the management of the property shall be vested in a single
head. It would be a mere guess to attempt to predict when
the negotiations are likely to be concluded. Tt is, however,
regarded as more than likely that each point will be disposed
of in turn or that arrangements will be made for the satis-
factory future adjustment of such points as cannot be dis-
posed of at this time. The agreement will then be amend-
ed to meet whatever new conditions it may be decided are to
be part of the {franchise pact.

Blanket Franchise Sought in Portland.—Proposing to
terminate all leases and contracts under which street cars
are operated over bridges owned by the city of Portland,
Ore., the Portland Railway, Light & Power Company, has
applied to the City Commission for a blanket franchise
covering all bridges. The old contract and lease system has
caused much trouble and even some litigation on account
of its clumsy and indefinite form. The proposed grant is
now in the hands of City Attorney LLa Roche, who is check-
ing the provisions to see that the city’s interests are prop-
erly safeguarded. Tollowing this the franchise will be ad-
vertised for twenty days and will then go before the com-
mission for action. The length of the new franchise is
twenty-five years. Under it the company will pay the city
at the rate of 3 cents for each car operated over a bridge.
At present the company is using the Dbridges under an
agreement to pay this amount pending a franchise settle-
ment. Owing to the fact that the franchise as presented
to the city cannot be granted before the middle of Sep-
tember at the earliest, a revocable permit will probably be
granted for the use of the Broadway bridge.

Franchise Decision Reversed in Brooklyn.—The Appel-
late Division of the Supreme Court of New York on July
26, 1913, reversed the decision of Justice Kelby, who dis-
missed the application for a write of mandamus to compel
the city authorities to permit the Brooklyn, Queens County
& Suburban Railroad to build an electric railway along Troy
Avenue from Bergen Street to the city line. The company
holds a franchise granted in 1802 and including eight exten-
sions, of which the Troy Avenue line is one. Section XII
of the railroad law provides that franchises are void un-
less at least 10 per cent of the construction work is com-
pleted within five years; and although the seven other ex-
tensions have been built, no work had been done on the
Troy Avenue line. The attorneys for the Brooklyn Rapid
Transit Company contended that all of the eight extensions
are really one, and that the completion of 1o per cent of
the eight lines within the time limit held the franchise. The
lower court, however, dismissed the writ of mandamus on
the theory that the franchise had expired covering the
street in question, but the Appellate Division has directed
that the writ issue against the city authorities to permit the
construction of the line.

Reconstruction Plans for Sea Beach Railway.—Plans for
the reconstruction of the Sea Beach Railway have been filed
with the Public Service Commission for the First District
by the New York Municipal Railway Corporation (Brook-
lyn Rapid Transit Company). Under the dual system
contracts the Sea Beach line, which runs to Coney Island,
is to be reconstructed by the company and connected with
the Fourth Avenue subway in Brooklyn at about Sixty-fifth
Street, so that trains from Manhattan may run through to
Coney Island by way of the Fourth Avenue subway a}nd
the Sea Beach line. The plans call for the reconstruction
of this line as a four-track depressed railroad from t_he
connection with the Fourth Avenue subway to a point
immediately south of Eighty-sixth Street. Timothy S. Wil-
liams, president of the corporation, in submitting the plans,
asked permission of the commission, in order to save time,
to let the construction contract immediately without com-
petitive bidding to Major George W. McNulty, who is ready
to begin work at once. With the commission’s consent, the
company proposes to make a contract with McNulty on the
unit price basis for the completion of the work within
seventeen months, with a bonus for finishing it within that
time and a penalty if the time is exceeded. The company
points out that it will take at least three months to prepare
detailed plans, advertise for bids and award the contract,
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which would probably defer the beginning of work until
next spring, whereas if work is commenced this fall it can
be finished about the time that the extension of the Fourth
Avenue subway to Sixty-fifth Street is ready for operation.

PROGRAMS OF ASSOCIATION MEETINGS
Central Electric Railway Traffic Association

The members of the Central Electric Traffic Association
will meet on Sept. 16 at the Beckel House, Dayton, Ohio.

Central Electric Railway Association

The members of the Central Electric Railway Associa-
tion will meet on Nov. 20 at the Hotel Severin, Indian-
apolis, Ind.

Conference of Presidents of Electrical Associations

The Association Island Corporation is extending an in-
vitation for a conference of the presidents of the electrical
associations, societies and clubs in the United States to
be held Sept. 3 to 6 at Association Island, Henderson
Harbor, N. Y. The letter from J. Robert Crouse, Nela
Park, Cleveland, Ohio, explaining the character of the
meeting contains a program of addresses which includes the
following subjects and speakers:

“Distribution of Electric Energy, Present and Future,”
by Samuel Insull, president of the Commonwealth Edison
Company, Chicago, Il

“Future Technical Development in the Electrical Busi-
ness,” by Charles P. Steinmetz, General Electric Company,
Schenectady, N. Y.

“State Commission on Control,” by John H. Roemer,
chairman of the Railroad Commission of Wisconsin, and
Martin S. Decker, chairman of the Public Service Com-
mission, Second District, of New York. It is expected that
the chairmen of the Massachusetts Commission and New
York Commission, First District, will also speak.

It is also expected that addresses will be made by J. B.
McCall, president of the National Electric Light Associa-
tion; A. W. Berresford, vice-president of the American
Institute of Electrical Engineers; George H. Harries, presi-
dent of the American Electric Railway Association; Preston
Millar, president of the Illuminating Engineering Society;
S. O. Richardson, Jr., president of the Manufacturers’ Club;
Franklin Overbagh, secretary of the Electrical Supply Job-
bers’ Association; Ernest McCleary, representing Ernest
Freeman, president of the National Electrical Contractors’
Association, and F. E. Watts, Jupiter of the Jovian Order.

Federation of Trade Press Associations

The tentative program for the eighth annual convention
of the Federation of Trade Press Associations in the
United States, which is to be held at the Hotel Astor, New
York, N. Y., Sept. 18, 10 and 20, 1913, has been issued in
pamphlet form. The general subject of the keynote meet-
ing on the morning of Sept. 18 is “Business Promotion
Through Trade Press Efficiency.” On the afternoon of Sept.
18 there will be an editorial symposium and a circulation
symposium, at both of which papers and subjects on edi-
torial and circulation work will be presented and dis-
cussed. On the morning of Sept. 19 there will be an ad-
vertising symposium at which papers will be presented by
educators, publishers, advertisers, advertising managers and
advertising agents. ILater the same morning there will be
a “big business” meeting at which the inside stories of some
of the big trade paper publishing successes will be told.
On the afternoon of Sept. 19 there will be a mass meeting
with inspirational addresses by representative business and
professional men on subjects of live interest to editors,
publishers and advertisers. On the evening of Sept. 19
the annual banquet will be held at the Hotel Astor. On
the morning of Sept. 20 there will be a publishers’ sym-
posium at which aggressive policies, standards and the
ideals of the trade press publishing business will be dis-
cussed. The convention will be concluded with the elec-
tion of officers, etc. Copies of the program may be ob-
tained from William H. Ukers, chairman of the committee
on arrangements, 70 Wall Street, New York.
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Financial and Corporate

Stock and Money Market

Aug. 27, 1913.

Trading on the New York Stock Exchange to-day was
extremely sluggish and the market continued unsettled until
the end, although some issues recovered fractionally from
the lowest prices. The special movement included a gain
of three-quarters of 1 ponit in Brooklyn Rapid Transit. At
the close Interborough issues lost all of their carlier sub-
stantial gains. Third Avenue also sold off at the close.
Rates in the money market to-day were: Call, 214 @ 214 per
cent; sixty days, 34 (@ 4 per cent; ninety days, 414 @ 4%
per cent; four months, 44 @ 434 per cent; five months and
six months, 5 per cent.

In the Philadelphia market heaviness was displayed to-
day. The bond transactions totaled about $20,000.

In the Chicago market the tendency of the general list
was toward lower levels. Dealings were moderate.

In the Boston market to-day there was a greater degree
cf activity at the expense of values. Declines were estab-
lished in many issues. ‘The tone was heavy.

The Baltimore market to-day was featureless. The only
significant sale was 830 shares of the United Railways &
Electric Company. The bond transactions totaled $40,000.

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

Aug. 20 Aug. 27
American Brake Shoe & Foundry (common).......... 91 01
American Brake Shce & Foundry (preferred)......... 131 13214
American Cities Company (cemmon).............. . 35 361
American Cittes Comrany (preferred) . iy 631 6414
American Light & Traction (ommm (common) 356 347
Americau Light & Traction Company (prcferred) 104 104
American Railways COMPANY ... ..oovenenneeerennins 3814 3814
Aurora, Elgin & Chicago Railroad (common).......... 4015 401
Aurora, Elgin & Chicago Railrcad (preferred)......... 2234 82
Ttoston Elevated Rallway.o.ooeeeririeeennnenennnns &7 88
P’oston Suburban Electric Companies (common)....... 7 7Y%
Bcston Suburban Electric Companies (preferred)...... 35 55
Boston & \Worcester Electiic Compan‘es (common)... 8 *8
Beston & Worcester Electric Companies (preferred).. 42 42
Brooklyn Rapid Transit Companys e s« seees s swesiss 8874 89
Capital Traction Company, Washington.............. 15 115
Chicago City Railway.......coovvuiuniii i, *170
Chicago Elevated Railways (common). ITL *23
Chicago Elevated Railways (preferred) *70
(thng Railways, pteptg., . 94
Chicago Railways, pteptg., 307%
Chicago Railwyas, pteptg., 8
Chicazo Railways, pteptg., 3
Cincinnati Street Railway 102%
Cleveland Railway.....o.ccceerevnnsssonnsoesnennass 1 103
Cleveland, Southwestern & Columbus Ry. (common)... *54 *514
Cleveland, Southwestern & Columbus Ry. (preferred).. *30 *30
Columbus Railway & Light Company................. 18 18
Columbus Railway (common).......o.civeinvnnnnnn. 6914 6914
Coluimbue Railwayv (preferred).ssomaysonm i emesnass 88 88
Denver & Northwestern Railway.....coovuiiinennn. 104 *104
Detroit United Raillway... .. coventiienenecrnneennn. 75 a80
General Electric Company. ......coeveivunnen . 14514 145Y%
Georgia Railway & Electric Company (common). 114 11414
(.eorvxa Railw, ay & Electric Company (preferred). . 84 83
Interborough Metropolitan Company (common)....... 1614 16
Interborough Metropolitan Company (preferred)...... 6174 6214
Tnternational Traction Company (common).......... 30 *30
Tnternational Traction Company (preferred)......... 95 *95
Kansas City Railway & Light Company (common).... 18 18
Kansas City Railway & Light Company (preferred) vy 37 *37
Lake Shore Electric Railway (common)............. 5 *5
1 ake Shore Elcctric Railway (lst preferred)......... 92 *92
Lake Shore Electric Railway (2d preferred)......... 26 *26
Naniliattan RaillWay sme s os seo s s o w5 6 i 5 5 5 8508 § 5 4 128 128
“aq\achuxeth Electric Companies (common)......... 16 14
Massachusetts Electric Comranies (preferred)....... 71 EZ1T4
\hl\\au.(te Electric Railwav & Light Co. (preferred).. 95 95
Norfelk Railway & Light Company. . 5 25
North Americall COMPATIY .« « ¢ ez« = misia s o o taern o o = wotat v 7% 71%
Northern Ohio Light & Traction Company (common). 6’)1/ 6034
Narthern Ohio Light & Traction Company (preferred) 100 al00
Philadelphia Company, Pittshurgh (common). e 4215 4314
Philadelphia Company, Pittshurgh (preferred) ....... 40 40
Philadelphia Rapid Transit Company................ 2214 23
Fortland Railway, Light & Power Company.......... 55 55
Public .Service Corporation................ — g 109
Third Avenue Railway, New York. K 373%
Toledo Railways & Light Lempanv 6 *6
Tw'n City Rapid Transit Co., Minneapolis (common). 10674 10534
Union Traction Company of Tndiana (common)...... 8 *5
('nion Traction Company of Indiana (1st preferred).. 80 *R0
U'nion Traction Company of Indiana (2d preferred).. 20 *20()
United Rys. & Electric Company (Raltlmore) ........ 27% 2714
United Rys. Inv. Company (common). 23 21
United Rvs. Inv. Comnany (preferred) 44 3914

Virginia Railway & Power Company (common) “ph 5214 52

Virginia Railway & Power Company (preferred)..... 904 91
Washington Ry. & FElectric Company (common)...... 8974 8914
Washington Ry. & Electric Company (preferred)..... 8614 88
West Fnd Street Railway, Boston (common)........ 52 72
West End Street Railway, Boston (preferred)....... 88 88
\Vestinghouse Elec. & Mfg. Company................ 711 7214
Westinghouse Elec. & Mfg. Company (1st preferred). 114 114

*I.ast sale. a .\sked.
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ANNUAL REPORTS
Montreal_TTamways

The statement of income,_p;Tﬁt and loss of the Montreal

(Que.) Tramways for the year ended June 30, 1913. 1s as
follows:

GROSES CADITITIRIG: « s ouet v & e v/5 5 o et . v Fopwsaict w4628 w1 55 oo 515 o f6W1 ¥4 ' 951 & 6,754 227
ODerating: eXPEIISES. « v v wmiwav s o ims e o o wusia o samens s e rnr s s w o o 5 ¢ samis O 32,664
Net earnings........ $55 1 ¢ 5 BN 5 § 105 SRS 6 S @Bt 0 RS F B 6 KO 8 B AL $ 7 w(ﬁ
Deductions:
City percentage on €armings............ceeceee.. $489,080
Interest on bonds and leans........... 721,152
Interest on debenture stock........... 800,000
MEESNES nonn o6 Gon 6 DO DTG 6 DT O d0ETe oS b 6 0 0560 0 73,000
Total dEdUCHIONSS = 5iiomn = ¢ 5 55s § 2 5 00 35 505 0 885 8 696 8 5 5 8136 & & b s 2,083,232
NCt, TGO o v x wimkin o 5o o imiie: o o et o 4151 o cocer o s miiin o = iivivn) 1 0 s w0 & 1 i $638,331
IVAACIIAS! o ecer e o oums o ore oo o 8 fnwes of o o mxaas o = o imcts o o i iomms 32 o inere & = & sds 156,382
SUTPLOS, 55 5 e o 5 5= #5855 59 & 8 Bos « 5 935 55§ & & BadT 4 5 & % omee o o 6541 o $481,949
€88: .
Proportion of discount on bonds sold............. $63,714
Transferred to con‘ingent account...........:... 200,000
Transferred to capital reserve.cqq.weves v, swms 23,670
TROEA1N o oo eiierat o alieneyede = pemesl e e ancs = hasad 2 o) o S5 hes] 5 e et ¥ B o 5 S 287,344
Iransferred. to general SUTPLUS w5 o moe v s nuee o o o wvers o o 5 e v s o $194.565

E. A. Robert, president of the company, says in part:

“In view of this being the first complete year's operation
of the company, the figures submitted cannot be compared
with the figures of the last statement, which covered a
period of nine months only, but the increase in gross earn-
ings and the ratio of operating expenses to earnings are
satisfactory.

“The sum of $200,000 has been appropriated from surplus
for a contingent account in addition to $300,000 appropriated
from earnings for the same purpose, making a credit to this
account during the year of $500000, which, added to the
amount carried forward last year of $127,648, makes a total
credit of $627,048, against which has been charged the sum
of $442,802. leaving a balance of $184,756.

“During the vear there has been expended on capital
account the sum of $976,008.

“According to the policy adopted by the company of
insuring its properties against fire, a large sum of money
has been spent in changes and additions, which has resulted
in a substantial reduction in premium rates, as well as im-
proving the properties.

“During the year the company has issued $2,890,000 of its
5 per cent thirty-year gold bonds, and from the sale of
these bonds there remains a balance of $1,637.0354.75 for
extensions and improvements.

“On the authority of a by-law passed by the shareholders
0093 shares of common stock have been issued and allotted
to the shareholders at par.

“The bonds, debentures and common stock of the com-
pany have been listed on the Montreal Stock Exchange
Application has also been made to have the company's
bonds listed on the London and New York stock exchanges.

“During the year an interim dividend of 5 per cent was
paid, and a dividend of 24 per cent was declared for the
quarter ended June 30, 1913, payable on Aug. 1.

“The following exclusive franchises have been granted to
the company: Parish of St. Laurent, twenty-five years; town
of Mount Royal, twenty-five years; town of Pointe aux
Trembles, forty vears; town of Montreal East, forty years.

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

“In addition to the large sum spent on maintenance and
tupkeep there has been expended on extraordinary renewals
of track and rolling stock the sum of $342,802.”

At the annual meeting of the Montreal Tramways on
Aug. 5. 1913, the number of directors, pursuant to an amend-
ment to the by-laws previously authorized, was increased
from seven to nine. The old directors were re-elected, and
two new directors were elected, W. G. Ross, formerly man-
aging director of the Montreal Street Railway, and P. J.
McIntosh, New Yerk., Mr. Ross is president of the Asbestos
Company of Canada. Mr. McIntosh is a director of the
Halifax Tramways Company and private secretary to Wil-
liam Rockefeller. Officers were elected as follows: Presi-
dent, E. A. Robert; first vice-president, J. W. McConnell;
second vice-president, F. Howard Wilson: secretary-treas-
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urer, Patrick Dubee; assistant sccretary-treasurer, -A. L.
Shaw, and general manager, J. IZ. Hutchinson.
The board of directors is now constituted as follows:

E. A. Robert, J. W. McConnell, Hon.
Wilson, \V. C. [inley, J. M. MclIntyre,
W. G. Ross and P. J. McIntosh.

J. M. Wilson, . H.
G. G. Yoster, N.C.,
Youngstown & Ohio River Railroad

The comparative income, profit and loss statements of
the Youngstown & Ohio River Railroad, Leetonia, Ohio.

for the calendar years 1911 and 1912, are as follows:
) . 1911 1912
Gross earmings. cv v vetiie et enenenenn e e anann. $234,459 $239,527
ONErating EXPENSES & ¢ sy 45 5 st o £5 o mdhor = § supe o o 12 1mmms ol ols 122,134 127,770
_ Farnings less operating expenses. .. . A %117 325 ‘_’$111.7;'
lTaxes and rentals................... 16,230 17,768
Niet: CaTniTIEst Ue v = s s 3 5 06 §.5° 5 (605 55 & § 960 § 54 5580 & ——$—9?0a _-$93,989
TiTEenest: ©1F DO eumun: o o o mumas w o rum e o o1« o it 0 . a5 o e 50,000 50.000
Net divisible inCONTE: v s 5 55 a5 s 5 508 8 & 6 die 8555 o d $46,(i; $43.989
Dividends—preferred SEoeks o« ww ass suis s ssmme a5 ssmas 35,000 45,007
S'm'ﬂu.i ¥ 0 G558+ o S8 T BB msavm v B (o5nies o1 s e o 8 5e m gm0 o G $11,094 *$1,011
Ratio operating expenses to earnings, per cent...... 52 53
* Deficit.
The analysis of earnings and other operating statistics
for these same years are given herewith:
Analysis of Earnings
PO Do cnom oo R a0 En (B Ce BN 0 55T b0 0 s T HANE LG $166,835 $16%,078
Freieht, s s poms s o555 595 5086 5 5 5 95058 5 5 508 o 05 o m o § Brose 47,928 48,156
POWOL vown g 3o v 0w v v 0 g g o 5 5 Wi § § § B0 4 § 8 508990 4 § 950 17,927 21,126
Miscellaneous .....ovevun.. P 1,769 2,167
TOTEl wosssmm i rr oM Ee s 5 pe s o 5 RO S 7 5 (S5 Y T ST 4 e § —5239,527
Miles: .of main Cratle: s s snmnd o s o5 s 45 Som s e bR e 36
(iross earnings per track mniile. . $6 654
Net carnings per track mile..... 3,105
| e o A S o E e s SR E @ 508,913 500,111
IR « romi: v o 1w 55 v 5 mvans o % st 605 e . 5 WiGoss o ¥ & okwset & & w8 186,077 172,941
Total At MIlEAEES 5 sies &5 sibes s & Bem £ 5 ¥ o 308 8 5 2 658 58 5 694,990 673,052
Gross Income per Car Mile
06, o b0 mcee 0 0s s nTalk o008 o B0 & Ges $0.3356 $0.3559
PASSETTOUE .« 00 2755 5 5 0 5 o580 005 0 ntns o 2w sosans o » BESE61 8 0.3665 0.3826
Fretolit” wumocssneirs pmisss@mess s v s M@av 55 0.2575 0.2785
Passengers carried s ome:siomes somesss o 816,278 816,732
Average fare per passenger $0.204 $0.197

Will Christy, president, says in part:

“Additions and betterments have been made and paid for
during the year as follows: Additions to motive power
and rolling stock, $8,319; tie plates, $1,033; new {freight
sidings, $628. or a total of $9,080.

“Additions made to motive power and rolling stock
during the year consisted of two second-hand locomotives.
twelve dump cars, four flat cars, one gondola and one box
car.

“The surplus of the company as shown by the condensed
balance sheet of Dec. 31, 1913, is $16,746.”

Springfield & Xenia Railway

The following is a comparative statement of the earnings
and operating statistics of the Springfield & Xenia Railway,

Springfield, Ohio, for the two years ended Dee. 31, 1911
and 1912:
1911 1912

(GroSS! EATIINGESh msare » 1 5 svw.s & 5061 & & Pl € ¥ b el 45 ey g $72,984 $74,376
Operating expenses and taXes.....oeevueos o5 sy ereres @ 52,162 53,486

Net earnings from operation..... SR ¢ O 8 B B ¥ 88 e $20,822 $20,890
Car miles operateda::sswwsssvumessawe sy e s & s e s 243,846 243,758
I'assengers earried........... o 5 & e 5 S p i & 5 a0e ... 453,041 454,939
(iross earnmgs per main track mile...... 4 o 76t o o fe)iene $4,007 $4,132
Gross income per car mile...eovevoerenenonnnonoes 0.2993 0.3052
()nelatmg expenses and taxes. per cat shilets aainas 0.2139 0.2194

Net income per Car milesue s o me s s i s o s s ermee s s s 0.0854 0.0858
(JrUSS revente per pay pasSenger.......... 0.1611 0.1635
Passenger revenue per pay passenger 0.1430 0.1461

Warren Bicknell, president of the company, says in part:

“During the past year two sets of new Baldwin trucks
were purchased; a new turn-out was installed in Spring-
lield: all the cars were overhauled and repainted: appro~i-
mately 3000 new ties were installed in the track and the
entire physical property of the company was maintained.

“The expenditures eharged to the betterment account
during the year aggregated but $697.

“The preferred stoek of the company is 5 per eent cumu-
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lative and from the date of its original issue to Dec. 31,
1012, 1s entitled to preferential dividends aggregating 3134
per cent. TFrom Oct. 5, 1908, up to Dec. 31, 1013, the con-
pany has paid dividends to the amount of 29 per cent, or
on Jan. 1, 1913, the unpaid preferential accumulations upon
the prcferred stock aggregated 234 per cent. The prolit
and loss surplus, as shown on the balance sheet as of Dec.
31, 1012, is $27,038.

Northern Electric Railway Financing.

IZ. R, Lilienthal, president of the Northern lectric
Railway, Chico, Cal., made a recent trip to New York to
discuss plans for the permanent financing of his company.
Discussing the matter, the San TFrancisco Chronicle says:

“All details are lacking, but the permanent financing of
this system will certainly represent an investment close to
$20,000,000 for present construction and whatever addi-
tional money future plans of construction render necessary.
The company is capitalized for $25.000,000, of which $10,-
000,000 is preferred and $15,000,000 common, all outstand-
mg. There is an authorized bonded indebtedness of $23.-
000,000, of which $3,2735,000 is outstanding, $3.784.000 re-
served for prior liens and $15.041,000 reserved for future
construction. The system has not earned its full charges,
although the present rate of improvement will enable it to
meet from operation all essential costs in the next fiscal
yvear. The deficit has been met in part and guaranteed in
part by the group of capitalists that projected and built
the system. In addition large amounts have gone into con-
struction and improvement that have never been per-
manently funded. No one believes that the present bonded
debt of the system represents more than half its cash cost,
so that there has been accumulated a large floating obliga-
tion that has to be funded.”

In an interview Mr. Lilienthal said:

“I have ordered the completion of the Vacaville-Suisun
branch, and expect to have it in operation early in Sep-
tember, adding another important link to the system.”

Concerning the report that the Santa F¢é contemplated
the purchase of the Northern Electric Railway, he said:

“I would not be arranging for permanent financing if
the Northern Electric were about to be sold to another
road.”

Financing Plans for Buffalo & Lake Erie Traction Company

Although the new corporation which will take over the
Buffalo & Lake Erie Traction Company under foreclosure
of its general and refunding mortgage and will also acquire
other properties, as outlined in the ELectric RaiLway Jour-
NaL of July 26, 1013, page 156, has not yet been formally
named, substantially all of the financing which will be done
in the reorganization has been decided upon.

Bonds of the underlying companies of the Buffalo & Lake
Erie Traction Company will not be disturbed but will be
placed in a stronger position. The Buffalo & ILake Erie
Traction Company has outstanding $7,066,000 of general and
refunding bonds. of which $6,000,000 are in the hands of
the public and $1,066,000 in the hands of the bankers for the
corporation. Under the plan of reorganization the bankers
will take over $448,300 par value of the capital stock of the
new company and in return will deliver to the committee
for cancellation $1,666,000 of the general and refunding
bonds and $359,000 of unsecured notes of the old company.
In addition they will deliver cash to pay $185000 of ma-
tured coupons up to Nov. 1, 1912, on the general and refund-
ing bonds, $125,000 for reorganization expenses and working
capital for the new company, and $75.000 for current oper-
ating accounts of the old company.

The bankers will also subscribe at par in cash to $933.000
of the 7 per cent preferred stock of the Canadian-American
Power Company, of which $500,000 will be used by the pow-
er company for working capital and $435.000 for the acqui-
sition from the bankers of all the capital stock of the Niag-
ara I7alle Electrical Transmission Company. They will sell
to the new corporation the $3,000,000 of stock of the Cana-
dian-American Power Company, receiving in exchangc
$3.000,000 par value of stock of the new company.

IFor 81 per cent of preferred and 81 per cent of the com-
mon stock of the Buffalo, T.ockport & Rochester Railway,
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the bankers will receive $806,700 par value of stock of the
new company. Holders of the $6,000,000 of general and
retunding bonds of the Buffalo & lLake Erie Traction Com-
pany will receive $6,000,0c0 of Series “B” bonds of the new
company. These bonds will bear interest at the rate of
2 per cent for 1913, 4 per cent for 1916 and 5 per cent for
1917 aud thereafter.

With this financing completed, the new company will
have no debt beyond its funded debt of $6,000,000 and will
have $5,250,000 of capital stock outstanding. By this reor-
ganization the capitalization of the Duffalo & ILake Erie
Traction Company will be reduced $7,154,100, or the amount
of its common and preferred stocks now outstanding. I<sti-
mates of earnings of the new corporation, made by IFord,
Bacon & Davis for 1914, 1915, 1916 and 1917, indicate that
it will earn, from the datc of its organization, the interest
on its $6,000,000 of bouds and a full dividend of 6 per cent
on its outstanding $5,250,000 of capital stock, and for the
four years in addition will accumulate over $1,000,000 of
surplus, which will be available for betterments and im-
provements,

In addition to the series “B” bonds the new company
will be authorized to issue series “A” bonds to an amount
not to exceed $19.000,000, at either 5 per cent or 6 per cent
interest, for the purpose of making additions and better-
ments to the property and to refund the underlying mort-
gage bonds. They will be a lien on the entire property,
and in addition will have as security all the common and
the preferred stock of the Canadian-American Power Com-
pany and the Buffalo, Lockport & Rochester Railway
owned by the new company which it is proposed to organize
as the successor corporation.

American Cities Company, New York, N. Y.—\ special
meeting of the stockholders of the United Gas & Electric
Corporation has been calied for Sept. 24 to authorize an in-
crease in thie company’s capital for the purpose of acquiring
the stock control of the American Cities. It is proposed to
create a new class of stock, second preferred, and to issue
812,500,000 of this, increasing the corporation’s capital from
$£43.000,cc0 to $57.300.000. The new stock is to bear interest
at 2 per cent for 1914, the rate of interest being increased
annually by 1 per cent until a rate of 6 per cent is reached,
at which it will be continued. It is stated that the purchase
of American Cities stock is to be made by the exchange of
stock on a par basis, seventy-five shares of the new second
preferred stock and twenty-five shares of the common stock
of the United Gas & Electric Corporation being exchanged
for each 100 share< of the common stock of the American
Cities company.

American Public Utilities Company, Grand Rapids, Mich.—
At the recent annual meeting of the American Public Utilities
Company it was decided to increase the board of directors
from seven to sixteen. The position of chairman of the
board of directors was created to be filled at a later date.
A resolution was adopted to the effect that instead of an
increase in the common stock dividend the money should
be conserved for the company's use. Immediately fol-
lowing the meeting of the stockholders, the board of di-
rectors met and appointed the following named executive
committee: Joseph R. Brewer, chairman; C. B. Kelsey,
George D. Whitworth, Joseph S. Hart, Blaine Gavett, C.
A. Boalt and Charles McPherson. H. L. Nason, of the
firm of H. L. Nason & Company, Boston, was elected a
director.

Dry Dock, East Broadway & Battery Railroad, New York,
N.Y.—Upon the application of the Dry Dock, East Broadway
& Battery Railroad, a hearing was set for Aug. 26 before
the Public Service Commission of the First District of New
York for permission to issue a refunding mortgage for
$1.300,000 and to issue thereunder bonds as follows: $1,500,-
000 series ““A” bonds, $3560,000 series “B’ bonds and $2,240,-
coo series “C.” The “A” bonds are to bear interest at 5 per
ceut and to be a prior lien. The series "B” and “C” bonds
are to bear interest at 4 per cent and to be succeeding liens.
It is stated in the petition that this refunding will effect a
reduction of $1,654,504 in the debts of the company, due to
a reduction of certain claims, among them a claim of the
Third Avenue Railway of §1,822,003, scaled down to $1,500,~
000.
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Evansville (Ind.) Railways.—The Evansville Railways
has filed a petition with the Public Service Commission
of Indiana asking permission to issue $273,000 of five-year
6 per cent notes, maturing April 1, 1918, and to sell, hy-
pothecate or otherwise dispose of them at not less than
75 cents on the dollar; also to sell, hypothecate or other-
_wise dispose of shares of its common stock, not to exceed
in amount 50 per cent of the notes, at not less than $20
per share. The company sets out in its petition that it
has floating debts which it wishes to pay, and that it pro-
poses to use the $273,000 to pay off these debts, amounting
to $204,732.

Goldsboro (N. C.) Traction Company.—Judge Connor in
the United States District Court at Raleigh, N. C., on Aug.
19 ordered the foreclosure sale of the property of the Golds-
boro Traction Company in the suit brought by the Mer-
chants’ Trust & Deposit Company, as trustee, which was
noted in the Erkctric Raibway Journar of July 12, 1913,

Grand Valley Railway, Brantford, Ont.—J. .. Addison,
on behalf of himself and other holders of the securities of
the Grand Valley Railway, has entered action at Osgoode
Hall, Toronto, against A. J. Pattison, W. S. Dinnick, John
Firstbrook, E. T. Fox, J. S. King and W. R. Turnbull,
Toronto, and M. A. Verner, Pittsburgh, for an accounting
by the directors in respect to their disposition of the com-
pany’s assets.

Hudson & Manhattan Railroad, New York, N. Y.—A
routine step in the reorganization plan of the finances of
the Hudson & Manhattan Railroad was taken on Aug. 25
in the filing of the two new mortgages totaling $08.574,000,
under the plan of organization recently adopted by the
stockholders. The mortgages are those on which are
based the $65,000,000 authorized issue of first morteage
5 per cent bonds and the $33.574.,000 issue of adjustment
income 5 per cent bonds. The trustees are the Central
Trust Company and the Guaranty Trust Company.

Interborough-Metropolitan Company, New York, N. Y.—
The annual meeting of the stockholders of the Interbor-
ough-Metropolitan Company will be held on Sept. 16, 1913,
to determine whether the number of directors shall be re-
duced from twenty-one to fifteen; to elect directors to serve
for a term of three years, and to transact such other busi-
ness as may properly come before the meeting.

Kansas City Railway & Light Company, Kansas City,
Mo.—The committee representing holders of the 6 per
cent notes of the Kansas City Railway & Light Company,
due Sept. 1, 1912, deposited under the agreement dated Aug.
15, 1913, announces that it has arranged for payment by
that company on Sept. 2, at the office of the New York
Trust Company, of interest on these notes from March 1
to Sept. 1, 1913, at the rate of 7 per cent. Notes and cer-
tificates of deposit must be presented for indorsement.

Morris County Tracticn Company, Morristown, N. J.—
The Morris County Traction Company recently filed a new
mortgage to the Safe Deposit & Trust Company, Pitts-
burgh. as trustee, to secure an authorized issue of $5.000,-
000 of bonds due 1948, which issue was mentioned in the
ELEcTRIC RAILWAY JoUurnAL of March 1, 1913.

New England Investment & Security Company, Spring-
field, Mass.—The regular monthly meeting of the trustees
of the New England Investment & Security Company was
held in Boston on Aug. 27. E. N. Sanderson, H. H. Porter
and E. C. Foster were clected trustees, and E. N. Sander-
son was elected vice-president of the board. Mr. Sander-
son takes the place of Laurence Minot, who resigned sev-
eral months ago, and Messrs. Porter and Foster take the
places of Bentley W. Warren, Boston,
Ware. Fitchburg. The board is now composed of H. L.
Higginson, A. \Willard Damon, J. T. Harmer, president;
Augustus G. Bullock E. N. Sanderson, vice-president;
H. H. Porter and E. C. Foster.

New York Consolidated Railroad, Brooklyn, N. Y.—Thse
Public Service Commission for the First District will hold
a hearing on Sept. 3 on the joint petition of the New York
Consolidated Railroad and the South Brooklyn Railway for
the approval of an agreement between them dated Aug. 1,
1913. By this agreement portions of the Sea Beach line
owned by the New York Consolidated Railroad are to be
leased to the South Brooklyn Railway, but such portions
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are not a part of the Sea Beach line which is to be used
under the dual system contracts, and the proposed agree-
ment also gives the South Brooklyn Company trackage
rights over this part of the line. For the first five years
the annual rental is to be $100 and therecafter $15,000 in
addition to taxes.

New York, New Haven & Hartford Railroad, New
Haven, Conn.—A petition has been filed by the New York,
New Haven & Hartford Railroad with the Massachusetts
Public Service Commission for authority to issue $67,552,400
of convertible bonds, as voted by the stockholders on Aug.
22, Sept. 9, at 10.30 a. n1., was the date provisionally desig-
nated by the commission for the first hearing on the peti-
tion and it has been definitely fixed upon the receipt of the
amended petition in a broader and final form.

Oakland, Antioch & Eastern Railway, Oakland, Cal—
Permission has been granted to the Oakland, Antioch &
Eastern Railway to issue $1,000,000 of 5 per cent bonds
to pay for construction of the line from Bay Point to
Sacramento. The bonds are to be pledged at 6o and sold
at not less than 80. 1In explanation of the recent assess-
ment of $5 a share levied upon the stockholders of the
company, which was noted in the ELECTRIC RAILWAY JOURNAL
of Aug. 16, 1913, W. Arnstein, president of the company,
sets forth the following reasons in a communication to the
stockholders: Tirst, the greater cost of terminal properties
in Oakland and in Sacramento due to particularly ad-
vantageous locations being acquired; second, a large in-
crease in equipment and operating facilities over the origi-
nal estimate, due to the large amount of intermediate busi-
ness accruing to the road through the rapid development in
the territory traversed; third, the installation of an auto-
matic block signal system, the wisdom of which, although
it entailed a large expenditure not provided for at the be-
ginning, cannot be questioned, especially in view of the
recent serious electric railway accidents; fourth, the ad-
ditional size of the ferry boats to take care of the increase
in traffic and the additional size of the slips necessitated
by the larger boats and by the desire of the company to
dock its ships at its own wharf so as to be able to transfer
freight to its cars in the same manner as the Southern
Pacific does at Long Wharf, Oakland; fifth, the concreting
in the tunnel; sixth, the building of a line on standard
steam specifications in order to be able to handle any
transcontinental business, either passenger or freight. in
standard equipment, and, seventh, the purchase of a bridge
site and the preliminary work done. the War Department
permit having been granted after the estimates of costs
of completion had been made.

Oklahoma Railway, Oklahoma City, Okla—The stcck-
holders of the Oklahoma Railway will vote on Sept. 12 on
increasing the bonded debt by $1.200,000 or any part there-
of for the refunding of the present floating debt and for
the construction and acquisition of other properties. At
present the company is laying tracks on an 8.2-mile ex-
tension building under the name of the Norman Interurban
Railway. Plans also cal] for the building during 1914 of a
16-mile extension from the northern terminus at Edmond
to Guthrie.

Pacific Gas & Electric Company, San Francisco, Cal.—
F'urther particulars have been received in regard to the pro-
posed issue, subject to the authorization by the stock-
holders, of collateral notes of the Pacific Gas & Electric
Company. $4.500.000 of which have been sold to a syndi-
cate headed by Harris, Forbes & Company and N. W.
Halsey & Company, as noted in the ELECTRIC RAILWAY
JournaL of Aug. 9, 1913. President Drum, in a circular
dated July 26, states that the stockholders will vote on
Sept. 10 on authorizing an issue of 6 per cent gold bonds
of a maximum value of $7,000,000 to mature June 26, 1014,
and to be secured by pledge of collateral of $5,000,000 gen-
eral lien 6 per cent bonds and $5,000,000 general and re-
funding 5 per cent bonds, both of which issues have here-
tofore been authorized by the stockholders. On Aug, 4
the company applied to the California Railroad Commis-
sion for authority to issue the $5,000,000 of convertible
general lien bonds in place of the $5,000,000 of convertible
debentures previously authorized. These two issues of
collateral will be deposited from time to time with the
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Bankers’” Trust Company, New York, trustee, under the
gold note agreement when and as the company receives
the proceeds of the loan. The proceeds of these $4,500,-
000 of notes are to be used to take up demand notes for
advances already made by the bankers and yet to be made,
pending authorization of the gold notes by the stockholders,
and to pay other current indebtedness of the company for
the prosecution of necessary construction work and the
extension of the company’s business. The remainder of
the authorized issue, $2,500,000, will be reserved to mect
possible future notes. This method of financing, it is
stated, has been adopted by the Pacific Gas & Electric
Company as the result of scarcity of capital and the diffi-
culty at this time of obtaining a good market for the bonds
which are pledged to secure these notes. It is anticipated
that before the maturity of the notes it will be possible for
the company to market its bonds upon more favorable
terms.

Pittsburgh (Pa.) Railways.—In the FLECTRIC RAILWAY
JourNnAL of Aug. 23, 1913, reference was made to a new
mortgage for $20,000,000 filed by the Pittsburgh Rail-
ways. This is one step in the new scheme of financing
brought about by certain adjustments between the Pitts-
burgh Railways and the Philadelphia Company, the con-
trolling interest, whereby the subsidiary will henceforth
do its own financing. Last year, after the organization of
the Duquesne Light Company, the Philadelphia Company
was able, by reason of an exchange of stocks and other
adjustments, to increase its surplus by $5,050.420. De-
cause of this increase in surplus and also by a recogni-
tion of part of an increase in book values of stocks of cer-
tain gas companies in which extensive improvements and
additions had been made out of earnings, it also was in
position to adjust its accounts with the Pittsburgh Rail-
ways. The principal transaction involved in this adjust-
ment was the sale to the railway company of stocks of
street railway and traction companies included in the
operating system of the railway company, which were
carried on the books of the Philadelphia Company at
$8,265,000, and also the turning over to the railway com-
pany of the bills payable of that company and certain un-
derlying street railways amounting in book value to $10,-
640,052. For these stocks and bills payable the Philadel-
phia Company received from the railway company $io,-
000,000 par value 6 per cent non-cumulative debentures, the
interest upon which is payable as and when ecarned. By
these transactions the railway company was relieved from
a large indebtedness to the Philadelphia Company, its sole
stockholder, and also from the payment of large sums of
money annually as interest upon such indebtedness.

Public Service Corporation of New Jersey, Newark, N. J.
—On July 7 the Paterson & State Line Traction Company,
a sub-company of the Public Service Corporation of New
Jersey, filed a certificate of increase in the authorized capi-
tal stock from $100,000 to $300,000.

San Francisco-Oakland Terminal Railways, Oakland,
Cal.—The trustees in charge of the refinancing of the San
Francisco-Oakland Terminal Railways have requested an
extension of time on the company’s notes for a period of
one year. The holders of the minority stock, about 20.000
shares, of the Oakland Traction, the San Francisco, Oakland
& San José Consolidated Railway and the San Francisco-
Oakland Terminal Railways were recently requested by
Henry Wadsworth, Judge E. Nusbaumer and R. White-
head, the committee representing them, to send 10 cents
per share to meet the expense of preliminary examination.
This committee finds after a careful examination of the
statements rendered to the San Francisco-Oakland Terminal
Railways by accountants that apparently injustice has been
done to the minority stockholders. They desire to recom-
mend therefore that chartered accountants be employed
to make a thorough investigation of the financial condi-
tions and expenditures of the company for the past three
years. In view of the representations made by the trustees
for the Smith interests, however. it has been decided to
defer bringing any suit.

Southern Pacific Company, San Francisco, Cal—A de-
cision has been rendered by the California Railroad Com-
mission granting the application of the Southern TPacific
Company for permission to issue the remaining $5,120.000
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of equipment trust certificates previously authorized. at a
discount of 6 per cent on the basis of the average ma-
turities of the face amount of said certificates.

Third Avenue Railway, New York, N. Y.—On Sept. 3 the
Public Service Commission for the First District of New
York will hold a hearing before Commissioner Milo R.
Malthie on the application of the Belt Line Railway Cor-
poration and the Third Avenue Railway for permission to
increase the capital stock of the Belt Line company from
$600,000 to $750,000, to issue capital stock of the company
to defray the cost of acquiring storage battery cars and to
authorize the acquisition by the Third Avenue Railway of
such capital stock. The Belt Line company now has $481,-
000 capital stock and $1.750,000 bonds outstanding, all of
which is held by the Third Avenue Railway. The Belt
Line company has been operating storage battery cars for
some time and it now proposes to purchase thirty-nine
additional cars of the same type at a cost of about $129,000.

Union Elevated Railroad, Chicago, Ill.—A jury in Judge
Jowles’ court recently decided in favor of the Union Ele-
vated Railroad in a suit brought against it by the late Pot-
ter Palmer in 1000, demanding $300,000 damages for al
leged injuries to the Palmer House through the construc-
tion of the loop. In a similar suit brought by Mrs. Palmer
for $250,000 damages, a jury in Judge Stough's Court dis-
agreed on May 20, 1913.

Union Traction Company of Indiana, Anderson, Ind.—
Four one-thousand-dollar and two five-hundred-dollar first
mortgage 6 per cent bonds of 1897 of the Citizens’ Street
Railway, of Muncie, Ind., have been called by the Union
Traction Company of Indiana for payment at 1035 and
interest, at the Guaranty Trust & Safe Deposit Company,
Philadelphia, on Sept. 1, 1013.

United Properties Company, Oakland, Cal—It is re-
ported that the trustees of the United Properties Company
have given R. G. Hanford an option to purchase the electric
lines controlled by the San Francisco-Oakland Terminal
Railways, good until Jan. 1, 1914, to enable them to open
negotiations in London for the sale of the properties.

ELECTRIC RAILWAY MONTHLY EARNINGS

AMERICAN RAILWAYS, PHILADELPHIA, PA.

. Gross  Operating Net Fixed Net
Period Earnings Expenses Earnings Charges Surplus
im., July, 13 $490,472 o rraners e e
1 * 12 GS0HHES  cncoeooo  sacscoos  caozcoon  00cogond
ATLANTIC SHORE RAILWAY, SANFORD, MAINE
Im., June, '13 $34,420 $28,109 $6,311 $642 $5,669
i . L2 30,591 22,735 7.857 582 7.275

EAST ST. LOUIS & SUBURBAN COMPANY, EAST ST. LOUIS, MO.

lm.,, June, 13 $206.491 *$127,300 $79,191 $47,537 $31,654
14 - 12 194,426  *111,369 83,057 48,279 34,778
12 e *13 2,565,154 *1,427,091 1,138,063 584,432 553,631
12+ “ 12 2,336,283 *1,298,591 1,037,692 563,410 474,282
]OPLIA\" & PITTSBURG RAILWAY, PITTSBURG, KAN.

im., July, ’13 $51,651  *$31,271 $20,380 $12,542 $7,838
1 “ ’12 48,625 *27,070 215555 12,542 9,013
125* - 213 563,311 *332,852 230,459 150,500 79,959
T2/ " 12 508,833  *300,274 208,559 154,993 53,566

LEHIGH VALLEY TRANSIT COMPANY, ALLENTOWN, PA.

Im., July, ’13  $162,401  $64.121  $98 281  $46,665  $51,616
e iz 137,837 58,403 79,433 42,464 36,969
L 13 1,686,525 715,578 970,948 538,791 432,156
12w 12 1,439,640 633,216 806,432 488,126 318,306

MONONGATELA VALLEY TV{{A({/TIO.\' COMPANY, FAIRMONT,
e V&

im., July, ’13 $80,997  $29,103  $51,895  $24,527  $27,367
14 12 79.822 31,818 48,004 25,333 22,671
gt 13 523.064 180,758 342,305 169,187 173,118
g 12 466.845 190,960 275,886 138,439 137,447
PHILADELPHIA (PA.) RAPID TRANSIT COMPANY
1m., July, ’13  $1,996,613 $1,192,531 $804,082 $797,691 $6,391
T S 12 1,918,941 1,156,227 762,713 758,181 4,532
PORTLAND (MAINE) RAILROAD
Im., June, 13 $93,150 *$62,817  $30,333  $11,214  $19,119
N 12 89,365  *60.012 29,353 10,206 19,147
12% & 13 1,007,479 *711,240 296,239 125,003 171,236
10 @ 12 973,808 *704,665 269,233 116,749 152,484
UNION RAILWAY, GAS & EL[I:I(‘,TRIC COMPANY, ROCKFORD,
1LL.
1m., June, ’13 $354,373 *$189.459 $164,914  $97.091  $67,823
qed T 12 272,714  *162,152 110,562 69,302 41,260
1280 13 4,545,575 *2,563,964 1,981,611 1,140,932 840,679
fpoe & 12 3,422,973 *1,984,431 1,438,542 789,944 648,598

*Includes taxes.
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Traffic and Transportation

Accidents on Interstate Electric Railways

The Interstate Commerce Commission, Washington,
D. C., has issued a summary for the three months ended
Dec. 31, 1912, of the casualties to persons on steam and
electric railways under its jurisdiction. The total number
of casualties of all classes reported amounted to 2967 for
persons killed and 351,323 for persons injured. This state-
ment includes 2350 passengers killed and 4334 passengers
injured, 2611 employees killed and 18,720 employees injured.
The casualties were sustained by employees while at work,
by passengers getting on or off cars, by persons at high-
way crossings. by persons doing business at stations, etc..
as well as by trespassers and others. In addition to the
above, 100 persons were killed and 28,260 persons injured in
casualties reported as “industrial accidents,” which term
covers accidents not involved in train operation, but occur-
ring to railway employees, other than trainmen, on railway
premises. The report-for interstate electric railways by
themselves shows that the list of those killed during the
three months was 111, or 3.7 per cent of the total, and the
list of injured 1387, or 2.7 per cent, which compare with
3.4 per cent and 2.6 per cent, respectively, during the
preceding three months.

From the statement of the commission, which is appended,
the columns have been eliminated which show casualties to
employees not on duty and to trespassers. Of the former
class none was killed and six were injured. while thirty-
one trespassers were killed and thirty-six injured. The
summary, with these climinations, is as follows:

Causes.

waber of Accidents,
iployees on Duty

mployees on Duty
ww Killed.
Trespassing Killed.
Trespassing Injured.

Passengers Injured.
Other Persons Not

E
Total Persons

o Total Persons

w
DD 4=
5
w B
2 & Injured.

Collisions
Derailments
Accidents to trains, cars,

or engines, except col-

lisions, derailments and

hoiler explosions....... 2 v 14 e 1 5 5 5 15
Bursting of, or defects in,

locomotive boilers, or

boiler attachments......

Total train accidents... 81 2 387 50043 o5 . 7 430

. 1 Passengers Killed.

[N RPN

Accidents to roadway or

bridges not causing de-

railment, such as fires,

floods, landslides, explo-

510118, EC: mms v 56 eww s s 58 1
Ceupling  or uncouplmg

cars (exclusive of acci-

dents with air or stcam

hose)
While doing other work

aboat trains (not in

shops or cngine houscs)

or while attending

switches 5o
Coming in contact, while

riding on cars, with over-

head bridges, tunnels, or

any signal apparatus or

fixed structure above or

at side of track........ o3 i 5 1 4 Vs is I 9
Falling from cars or cn-

QINES . o wicner o o swiowore o o rocts 5 2 18 3 15 5 37
Getting on or off cars or

CHPINES & 5we s o 0w & 5 wroe i 4 321 1 15 1 5 348
Other accidents on or

around trains not here

ATHEA o oriiie ¥ 95 0088 o e s v % 65 9 13 ]7
Being struck or run over

by engines or cars at

stations or yards...... 2 2 4 4 5 13

Being struck or run over

Ly engines or cars at

highway grade crossings .. v . . .. 70 Uil 38 112
Being struck or run over

by engines or cars at

ather places .veooivwes 4 2 2 15 66 44 92
Other (Causes . co. . emnes 34 1 2 7 38
Total, other than train o
Fe1dents! ¢ wwres o 1 6 449 8 89 56 197 101 777
Grand total, exclusive of -
industrial accidents.. .. 8 836 13 132 56 197 108 1,207
Industrial accidents 1o em- on
ployees s 3 180 3 136

Grand, total.ceve .. svioas
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The bulletin published by the commission also contains
the following statement of the collisions and derailments
on the interstate electric railways during October, Novem-

ber and December, 1912:
Damage
to Road
and Equip-
ment and
Cost of Number
] . Clearing of Persons
Classes Number  Wrecks Killed Injured
ColliSIONS, T€Ur vuvvrtveeernrvneenn.. 2 $5,336 1 263
Collisions, butting ............ .. 15 11,920 3 93
()oilisions trains separating ... v .. . o
Lullisious, miscellaneous ... 17 . 8,486 1 30
TOVA] s e o5 555 555 5 558 5% ool o o masva o 61 $25,742 5 386
Derailments due to defects of road-
WIEY!  copein wssin st i ¥ o powenonohals el ¥ 5 5 551 8§ 8 4 $682 oo 19
I)er’nlm«nis due to defects of cquip-
TRETIY, 5 & oreid & 5 8 (666 5 5 Buam o = muscor s o8 5 5,938 . 1
Derailments due to negligence of
trainmen, sicnalmen, etc.......... 3 1,010 o 4
Derailments due to unforcseen ob-
struction of track, etc. . 3 3,585 1 “+
Derailments duc to malicious onqtruc
tion of track; etCoes sz v s owmas 1 o 1
Derailments  due to  miscellaneous
CAUSES 5% mims 5 55000 6 &5 odbin = 5 o joumi o 2 - 386 o 1
TOEAT i 2 st = s oo v o 5« 1 vy 55 18 $11,771 2 ’9
Total collisions and dcrailments. . 9 $37,513 7 415
Total for same quarter of—-
65 33,395 10 376
67 49,677 41 455
66 19,316 5 222
Commutation Tickets on South Carolina Road.—The

Greenville, Spartanburg & Anderson Rudlway, Greenville,
S. C, has placed on sale commutation tickets prepared on
the basis of 1 cent a mile. The fixed minimum fare is 3
cents.

Inquiry Into Operating Methods of Pacific Electric Rail-
way.—The Railroad Commission of California rendered
decision subsequent to an investigation into the methods
of operation and equipment of the Pacific Electric Railway,
Los Angeles, requiring the company to submit for the
commission’s approval a complete plan concerning the in-
struction and examination of its employees, and the num-
ber and protection of its railroad crossings.

Cleveland Employees Protest to Federation of Labor.—
Officials of the local branch of the union of employees of
the Cleveland (Ohio) Railway have taken their grievances
against the schedules arranged by Peter Witt, street rail-
way commissioner, to the Cleveland Federation of Labor,
and they have been placed in the hands of the grievance
committee for investigation. The employees claim that
they are not getting their lay-over periods at the end of
their runs and that sometimes they find it impossible to
make the runs on tinie.

Traffic Delayed Pending Damage Payment—The De-
troit (Mich.) United Railway had one of its lines tied up
recently by a constable who seized a car to satisfy a judg-
ment of $138 damages. The damages against the company
had been only recently assessed, but the claimant became
uneasy because the payment was not made immediately
after the decision was rendered. The constable refused to
permit the car to move until the payment for damages
was brought to him from the general office. In the inter-
val the operation of the entire line was delayed.

Courtesy Movement in Columbus, Ohio.—In order to
bring about a better understanding between the Columbus
Railway & Light Company, Columbus, Ohio, and the public,
the company has begun a system of instruction for em-
ployees that will create a desire for efficiency and right
treatment of others. As a first step in this direction bronze
watch fobs attached to a neat leather strap will be given
to all motormen, conductors and carhouse men. On the
face of the medallion will be the words “Safety First,” and
on the obverse side “Be Patient, Courteous and Attentive.”

Hearing on Boston Transfers—The Public Service Com-
mission of Massachusetts gave a hearing to the Boston
Elevated Railway on Aug. 21 upon the abuse of transfer
facilities in connection with the operation of certain surface
lines connecting with the Cambridge subway. The com-
pany pointed out that existing transfer arrangements
enable passengers on various lines entering Kendall Square
to take surface cars into the heart of Boston and return to
the starting point on payment of a single fare, the abuse
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being most common during the lunch hour. The company
desires to curtail some of the transfer facilities, and the
board took the case under advisement.

Safety First Meetings at New Albany.—l'ollowing the
quarterly meeting of employces of the Louisville & South-
¢rn Indiana Traction Company, the Louisville & Northern
Railway & Lighting Company, the United Gas & [lectric
Company and other public service properties centering at
New Albany, Ind., it was announced that the mectings
would hercafter be put in charge of the men themsclves
instead of being addresscd only by officers of the com-
panics. The quarterly sessions, which have been held for
several years, are for the discussion of “safety first” prin-
ciples and have been successful. The recent mecting was
licld on Aug. 22 at the Carncgie library, New Albany. Oue
scssion was at 11 a. m., giving the night men a chance to
attend, and the other at 3 p. m. Chester P. Wilson, In-
dianapolis, president of the Interstate "ublic Utilitics Com-
pany; Alexander Shane, and Charles B, Scott. manager of
the burcau of safety of the Middle West Utilitics Com-
pany, Chicago, were the speakers.

Petition for Smoking Cars in New York.—The following
pctition, addressed to Edward E. McCail, chairman of the
Public Service Commission of the First District of New
York, is being distributed in Greater New York: “We, the
undersigned citizens of the State of New York, are in favor
of the operation of smoking cars or cars having smoking
compartments on all surface and elevated lines of transpor-
tation in the city of New York, on the ground that thereby
a great majority of the public will be afforded a privilege
to which, by reason of their overwhelming number, they
have a right.  We respectfully request your honorable body
to take this petition under consideration and to issue such
order in compliance with our request as will satisfy what
we believe to be a public demand.” At the top of each
pctition is the following notice: “Do not sign this petition
unless you are a voter in this city and are uninfluenced by
any other consideration than your honest desire to be con-
venienced in the matter of smoking.”

Tickets Withdrawn from Sale in Seattle.—Tickets havc
bcen withdrawn from sale on local lines of the Seattle
(Wash.) Electric Company in conformity with the decision
of Judge Rudkin of the federal court of western \Wash-
ington. The ordinance under which the city had directed
the company to sell tickets, in the opinion of the court,
is in conflict with the state law. Judge Rudkin said:
“Such conflict of authority is not to be tolerated. [‘or this
reason I am satisfied that the act of the municipality in
enacting the ordinance in question was ulira wvires, and that
the ordinance itself is null and void. The injunction must
therefore issue as prayed.” Waving the question whether
damages of $15000, claimed by the railway, have been
proved by competent evidence, the court says they are
not recoverable, either at law or in equity. Pending the
filing of a petition for rehearing by the corporation coun-
scl’s department and final decision from the Supreme Courr,
to which the municipality will appeal, Judge Rudkin granted
an injunction to the railway.

Tacoma-Seattle Fare Case.—.\ further step was taken
in the controversy between the Puget Sound Electric Rail-
way and the State Railway Commission of Washington
recently, when James B. Howe and John A. Shackleford,
counsel for Stone & Webster. appeared before Judge
Neterer of the federal court and declared that the reduc-
tion in rates on the line between Tacoma and Seattle has
decreased the profits of the company until the return on
the investment does not exceed 2 per cent. The reduc-
tion in rates was made effective some time ago by the
State Railway Commission and was later sustained by the
Public Service Commission, and the action for relief from
the commission’s order has been carried through the State
Supreme Court and the Superior Court of Thurston
County. Counsel for the State pleaded that the matter
had already been passed upon by the Superior and Su-
preme Courts of the State and that those tribunals had found
the new rates reasonable and lawful. They opposed the
action of thc company in secking to secure a permanent
injunction against the enforcement of the order in the
federal court. Judge Neterer announced that he would
take the matter under advisement.
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Personal Mention

Mr. W. A. Cattell has been appointed consulting engineer
of the San I'rancisco-Oakland Terminal Railways, Oakland,
Gl

Miss E. Maxwell has becen appointed secretary-treasurer
of the St. Thomas (Ont.) Strcet Railway by the City
Council.

Mr. George F. Cooper has succceded Mr. J. L. Tappan as
auditor of the Knoxville Railway & Light Company, Knox-
ville, Tenn,

Mr. Samuel Z. Smith has succceded Mr. J. M. Sicglried
as treasurcer ot the Warren & Jamestown Street Railway,
Wartren, 1’a.

Mr. James Myers has succeeded Mr. George Gudue as
engineer of the power station of the Burlington (Vt.) Trac-
tion Company.

Mr. E. R. Lilienthal will be
United Railroads, San Irancisco,
Patrick Calhoun.

Mr. R. O. Thomen has been clected treasurer of the
Union Light & Power Company, Junction City, Kan., to
succeed Mr. S. \V. Pierce.

Mr. W. E. Terry has succceded
auditor and purchasing agent of the Appalachian
Company, Bluefield, W, Va.

Mr. P. L. Gallagher has succecded Mr. James Cannon as
master mechanic of the South Bethlehem & Saucon Street
Railway, South Bethlehem, Pa.

Mr. A. Strohm has succeeded Mr. Roy Edinger as super-
intendent of power and cquipment of the Warren & James-
town Street Railway, Warren, Pa.

Mr. Frank Morrison has heen elected chief engincer of
the power station of the Union Traction Company, Coffey-
ville, Kan., to succeed Mr. O. E. Polk.

Mr. W. L. McKee has been elected vice-president of the
Trinidad Electric Transmission, Railway & Gas Company,
Trindad, Col.. to succeed Mr. J. F. Wessel.

Mr. Richard A. Taussig has been elected secretary and
treasurer of the Jersey Central Traction Company, Key-
port, N. J., to succeed Mr. William Moyer.

Mr. Jacob Rieder has been appointed superintendent and
purchasing agent of the Capitol Street Railway line, Bis-
marck, N. D., to succeed D. M. Slattery.

Mr. George P. Lawrence, recently appointed a member
of the Public Service Commission of Massachusetts Dby
Governor Foss, has resigned, dating from Sept. 1.

clected president of the
Cal,, to succced Mr.

Mr. J. Macaleese as
Power

Mr. G. S. Storrs has resigned as auditor of the Syracuse
& Suburban Railroad, Syracuse, N. Y., to become auditor
of the Maryland Electric Railways. Annapolis, Md.

Mr. F. L. Annable, who has been superintiendent of the
Northern division of the Pacific Electric Railway, lLos
Angeles, Cal., has been appointed general superintendent
of the company.

Mr. Frederick J. Shepard, Jr., has becn appointed superin-
tendent of the Chester & Derry Railroad Association,
Chester, N. H., to succeed Mr. Charles Bartlett, who con- -
tinues as vice-president of the company.

Mr. D. D. McEwen has been appointed roadmaster of
the London (Ont.) Street Railway. Mr. McEwen went to
Canada from Scotland in 1911. He was with the engineering
staff of the Caledonian Railway, Glasgow, Scotland, for
seven years.

Mr. E. P. Grove, who has been connected with the Central
T.ondon Railway, London, Eng., as chief engineer, has becn
appointed resident engineer at Melbourne, Australia, for
Mertz & McClellan, to superintend the impcrtant electric
railway installation to be carried out there.

Mr. Carl O. Y. Montelius, assistant chief engineer, and
Mr. Hugo M. Rahmberg, electrical engineer. electrification
department Swedish State Railways, Stockholm, are in this
country inspecting heavy electric traction and high-tension
transmission sysfems. They expect to stay in the United
States for two months, during which time they will visit
the principal developments as far as the Pacific Coast,
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Mr. E. E. McCall, chairman of the Public Service Com-
mission for the First District of New York, has been
named by the Democratic designating committee for Mayor
of Greater New York. Mr. McCall was nominated by
Governor Sulzer on Feb. 3, 1913, to succeed Mr. William
R. Willcox as chairman of the commission. Previous to
that he was a justice of the Suprcme Court of New York.
Mr. McCall was born in Albany on Jan. 6, 1863.

Mr. M. R. Fewell has been appointed assistant general
passenger agent of the Texas Traction Company and the
Denison & Sherman Railway with headquarters at Dallas,
Tex. On fune 28, 1907, Mr. Fewell was appointed assistant
general passenger agent of the companies with headquarters
at Denison, Tex. Prior to his connection with the Texas
Traction Company and the Denison & Sherman Railway
Mr. Fewell was in the insurance business at Denison, Tex.

Mr. S. W. Cheney has been appointed assistant engineer
of Kelsey, Brewer & Company, with headquarters at Grand
Rapids, Mich. Mr. Cheney leaves the position of engineer
and general superintendent of the La Crosse Gas & Electric
Company, La Crosse, Wis., which he has filled for the past
four months. He had been identified with public utilities
since his graduation in 1904 from the University of Wis-
consin. He was also connected with the Railroad Commis-
sion of Wisconsin.

Mr. A. B. Coryell has resigned as general superintendent,
purchasing agent and chief engineer of the Waycross Street
& Suburban Railway, Waycross, Ga. Mr. Coryell has been
connected with the railway and lighting business for more
than twenty years. Before coming to Waycrcss he was
general manager of the Dayton Construction Company and
the Greenville Railway & Light Company, Greenville, Tex.
Previous to that time he was general manager and purchas-
ing agent for the Huntsville Railway, Light & TPower
Company, Huntsville, Ala.

Mr. G. A. de Haseth has been appointed chief engineer
of thec Puget Sound Electric Railway, the Tacoma Railway
& Power Company and the Pacific Traction Company, of
Tacoma, Wash.,, Stone & Webster properties, succeceding
Mr. W. M. Bosworth, Mr. de Haseth is a graduate of the
University of Maine and began engineering work with the
Boston & Maine Railroad in 1897. He became connected
with the Stonc & Webster properties in Seattle in 1007,
but left Seattle to take employment with the Stone & Web-
ster Engineering Corporation on construction work in the
South in 1911. His appointment became effective on July 21.

Mr. L. E. Lippitt, formerly bookkeeper and voucher
clerk for the New York State Railways, Utica-Syracuse
Lines, has been appointed auditor ef the Syracuse & Sub-
urban Railroad, Syracuse, N. Y. to succeed Mr. G. S.
Storrs, whose appointment to the Maryland Electric Rail-
ways, Annapolis, Md., is referred to elscwhere in this
column. Mr. Lippitt entered the employ of thc Oneida
Construction Company in October, 1906, as cost clerk in
the engineering department at Utica, N. Y, and in June,
1907, became connected with the accounting department
of what is now the New York State Railways, Utica-Syra-
cuse Lines. After holding various positions with the Utica-
Syracuse Lines he was made voucher clerk, his appoint-
.ment dating from January, 1911. In November, 1912, hc
was appointed bookkeeper of the New York State Rail-
ways at Utica and continued in that position until the time
of his appointment as auditor of the Syracuse & Suburban
Railroad.

Mr. Nicholas F. Brady, cldest son of the late Anthony N.
Brady, has been elected a member and chairman of the
board of directors of the Brooklyn (N. Y.) Rapid Transit
Company to succeed his father. Mr. Brady was born in Al-
bany on Oct. 25, 1878. Hc attended the public schools, and
after graduating from Albany Academy entered the aca-
demic course at Yale. Immediately after his graduation
with the class of 1905 he entered the employ of the New
York Edison Company. Shortly after he began work with
the company Mr. Brady manifested an interest in welfare
work, and under his direction various technical courses
have been established, a commercial school with instruction
in accounting for employees has been instituted, an em-
ployees’ savings and loan association founded, and a well-
fitted club house presented to the employees of the com-
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pany. Two years ago, when he was a member of the public
policy committee of the National Electric Light Associa-
tion, he helped to draw up the report on the relations
betwcen capital and labor. He is a director of the Brook-
lyn Rapid Transit Company, Consolidated Gas, Electric
Light & Power Company of Baltimore, Consolidated Tele-
graph & Electrical Subway Company, Edison Electric T1-
luminating Company of Brooklyn, Edison Light & Power
Installation Company, Louisville Lighting Company, Man-
hattan Refrigerating Company, Metropolitan Engineering
Company, United Electric Light & Power Company and a
number of other public service corporations and is presi-
dent of the New York Edison Company.

Mr. C. H. Sanderson, who for several years has been
engineer of switchboard and power station design for the
Westinghouse Elcctric & Manufacturing Company at East
Pittsburgh, Pa., has re-
signed to become chief
engineer of the Havana
Electric Railway, Light &
Power Company, Havana.
Cuba. Mr. Sanderson is 2
graduate of Ohio State Uni-
versity and has been con-
nected with the Westing-
house Electric & Manufac-
turing Company since 1900.
A portion of this time was
spent in the factory and
drafting room, from which
he was transferred to the
engineering department and
subsequently to his present
position. Mr. Sanderson
has been engaged on some
of the largest switchboard
and power station apparatus that thc company has fur-
nished. A farewell dinner was tendered to Mr. Sanderson
at the IFort Pitt Hotel on Aug. 20 by about 100 of his asso-
ciates in the Westinghouse Company.

OBITUARY

William L. Dechant Middletown, Ohio, a member of the
Ohio Public Utilities Commission. died at Battle Creek,
Mich., on Aug. 25. He was fifty-seven years old.

Albert E. Hewitt, superintendent of the railway lincs of
the Rutland Railway, Light & Power Company, Rutland,
Vt., 1s dead. Mr. Hewitt was born in Proctor twenty-nine
years ago. About sixteen years ago he took up his resi-
dence in Rutland. He was a student in the Rutland gradc
and high schools and on June 3, 1903, entered the employ
of the auditor’s office of the Rutland Railroad. On Sept.
1, 1005, he resigned because of il health and spent somc
time in the Adirondacks. Mr. Hewitt was employed on the
street railway at Rutland as motorman and conductor
for a year or two. and in 1907 succeeded Mr. W, H. Horton
as superintendent of the railway lines of the Rutland Rail-
way, Light & Power Company.

E. J. Lawless, long a prominent railway supply man,
died suddenly Aug. 27. Mr. Lawless commenced his rail-
way career in 1877 with the Sutter Street Cable Railway.
San Francisco, where he was successively a foreman of
construction, assistant secretary and assistant superintend-
ent. His knowledge of the construction and operation of
cable railways in San Francisco led to his appointment in
1885 as superintendent of the Kansas City (Mo.) Cable
Railway and later of the Mctropolitan Cable Railway of
that city. In 1888 he retired from railway work and en-
gaged in the manufacture of cement, but in 1891 returned
to the railway field as manager of the Paterson (N. J.) Rail-
way, where he remained some three years. He then became
Eastern agent of the American Car Company. St. Louis, and
then successively was connected with the John Stephenson
Company and the Danville Car Company, remaining with
each until its purchase by The J. G. Brill Company. Re-
cently Mr. Lawless was connected with the Walker & Ben-
nett Manufacturing Company, and previous to that was
with the Railway Motor Car Corporation, Philadelphia,
manufacturer of gasoline motor cars. Mr. Lawless’ death
was caused by kidney trouble,

C. H. Sanderson
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‘Construction News

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

*Dominion Traction & Lighting Company, Portland,
Maine.—Chartered in Maine to construct, acquire and oper-
ate railways and other public utilities. Capital stock,
$5.000,000. Officers: A. A. Richards, president, and C. G.
Trott, Portland, treasurer. The operations of the Dominion
Traction & Lighting Company, Ltd, Toronto, Ont., were
referred to in the ErLectric Raiwway Journarn for Aug. 16,
1913, page 280.

*West Stayton Power & Railway Company, Stayton, Ore.
— Application for a charter has been made by this company
in Oregon to build an electric railway between Stayton and
Salem. Capital stock, $100,000. Incorporators: S. N.
Arnold, E. O. Stadter and Grant Thomas.

Shippensburg, Newburg & Western Railway, Shippens-
burg, Pa.—Chartered in Pennsylvania to build an electric
railway between Shippensburg, Newburg, Cold Spring, Rox-
bury and McConnellsburg. [E. R. J., Aug. 23, '13.]

North Anderson Street Railway, Anderson, S. C.—Char-
tered in South Carolina to build an electric railway between
Anderson and North Anderson. Capital stock, $15,000. In-

corporators: John W. Linley, G. N. C. Boleman, J. D).
Hammiett, J. H. Anderson and J. D. Brown. [E. R. J, July
20, '13.]

*Tennessee & Kentucky Railroad, Nashville, Tenn.—Appli-
cation for a charter has been made by this company in Ten-
nessee to build an interurban electric railway between Nash-
ville and Springfield, Tenn., and Adairville and Russellville,
Ky. Capital stock, $10,000. Incorporators: J. P. Helms, Al-
fred G. Merritt, Jr.,, H. L. Sperry, Paul D. Denton, B. I'.
Cornelius, R. W. Bratton, J. C. Collins, Clyde Shropshire,
J. L. Weakley, J. W. Tilford and A, C. Ferris.

*Qgden, Lewiston & Northern Railroad, Logan, Utah.—
Application for a charter has been made by this company
in Utah to build an 8o-mile interurban railway from Ogden
over the Idaho state line through Fairview to Preston.
Frederick W. Crockett, Logan, Utah, president, and A. W.
Hart, Preston, Idaho, agent.

FRANCHISES

Little Rock, Ark.—The Little Rock, Pine Bluff & East-
ern Traction Company has asked the Council for a fran-
chise in Little Rock.

Redondo Beach, Cal.—The Pacific Eiectric Railway has
received a twenty-year franchise from the Council in Re-
dondo Beach over Wharf No. 1. The company has re-
ceived permission from the Board of Supervisors to double-
track its Santa Ana line between Stanton and Buaro.

Mount Vernon, Ill,—The Mount Vernon Traction Com-
pany has received a franchise from the Council to extend its
lines in Mount Vernon.

Brockton, Mass.—The Bay State Street Railway has asked
for a franchise to double-track its line on Howard Street in
Jrockton. .

Corunna, Mich.—The Michigan United Traction has asked
for a franchise in Corunna. )

Lorain, Ohio.—The Lake Shore Electric Railway has
asked the Council for a franchise in Lorain.

Lorain, Ohio.—The Lorain Street Railway has asked
the Council for a franchise in Lorain on Broadway and
[fast Twenty-eighth Street to the proposed new subway.

*Dunmore, Pa.—The Dunmore, Ariel & Honesdale Street
Railway has received a perpetual franchise from the Coun-
cil in Dunmore. Gerald MacDonald, Scranton, is interested.

Beaumont, Tex.—The City Council has granted the rc-
quest of the Stone & Webster Syndicate, which represents
the Jefferson County Traction Company, to build switches
and cut-offs on Pearl Street, Bonham Street, Orleans Street
and on Broadway in Beaumont.

El Paso, Tex.—The Rio Grande Traction Company has
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received a franchise from the Council over certain streets
in El Paso.

El Paso, Tex.—The [l Paso Elcctric Railway has re-
ceived a franchise from the Council to build three exten-
sions in Kl Paso.

Marshall, Tex.—The Marshall Traction Company has
received a new franchise from the Council in Marshall in
consideration of arrangements for a public park in
Marshall.

San Antonio, Tex.—The San Antonio Traction Company
has asked the Council for a new franchise for a double-
track line on Commerce Street in San Antonio.

Charlestown, W. Va.—The Kanawha Valley Traction
Company has asked the Council for a franchisc in Charles-
town from Duffy Street along Washington Street to Chesa-
peake Avenue and aiso on Park Avenue from Central Ave-
nue to Jackson Street.

TRACK AND ROADWAY

Pine Bluff & Sulphur Springs Interurban Railway, Pine
Bluff, Ark.—Contracts have been let by this company for
the clearing of the right-of-way for its line between Pine
Bluff and Sulphur Springs, and it is expected that con-
struction will be begun at once. The company has ar-
ranged for the rails and ties and a portion of the route
has already been graded. A. G. Russell, president. [E. R.
J., May 24, '13.]

Pacific Electric Railway, Los Angeles, Cal.—Nearly
$500,000 will be expended by this company this fall and
winter on improvements of its lines in Pasadena. Work
will be begun about Sept. 1 laying new tracks on Fair Oaks
Avenue from Columbia Street to Washington Street. As
soon as this is compieted work will be begun laying heavier
double tracks on Lake Avenue from California Street to
the south city limits and on Oak Knoll Avenue in Pasadena,
and also double-tracking North ILake Avenue between
Colorado Street and Washington Street.

Ozkland, Antioch & Eastern Railway, Oakland, Cal.—
This company has received permission from the Railroad
Commission to purchase from the Northern Electric Com-
pany one-half interest in certain tracks in Sacramento for
the sum of $11,403.

Peninsula Railway, San José, Cal.—Announcement has
been made by this company that it will lay 6-in. T-rails
on its lines into and through Los Gatos. The rails are to
be imbedded in a 6-in. base of concrete.

Big Four Electric Railway, Tulare, Cal.—This company
has received permission from the State Railroad Commis-
sion to begin the construction of its line within the next
few days to connect Tulare, Visalia, Poplar and Porter-
ville. Application for franchises over city streets and local
terminals will be made at the next meeting of the Council
[E. R. J.,, Aug. 16, '13.]

Chicago, Peoria & Quincy Traction Company, Quincy,
Ill.—Surveys have been begun by this company near
Quincy on its line to connect Quincy and Peoria. A. S.
Hadley, Chicago, engineer. [E. R. J., June 28, ’13.]

Laporte, Logansport & Southern Railroad, Laporte, Ind.
—About one-half of the right-of-way has been secured by
this company for its line between Laporte and Logansport.
It is expected to begin work on this branch shortly. Ora
Boseman, president. [E. R. J., July 19, ’13.]

*Towa City & Southwestern Interurban Railway, Iowa
City, Ia.—Plans are being made to build an electric railway
between lowa City and Keota, a distance of 36 miles.
Albert Tanner, Davenport, and I'. J. Kipp, Milwaukee, are
interested.

Kentucky Utilities Company, Lexington, Ky.—Plans are
being considered by this company for the construction of
a line from Somerset, Ky., to Burnside, Ky., 6 miles.

Smithland, Ky.—Engineers have been put in the field at
Smithland for the survey of a proposed electric railway
from Smithland through Livingston County. J. B. Trail,
Smithland, is interested. [E. R. J., Aug. 16, '13.]

#Duluth, Minn—]. J. Frey and associates are considering
plans to build an electric railway from Duluth to New
Duluth. Application for franchises will soon be made.
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St. Louis, Lakewood & Grant Park Railway, St. Louis,
Mo.—During the next six months this company will award
contracts to build about 2 miles of new track.

Red Lodge, Mont.—I’reliminary surveys have bcen made
for the construction of an electric railway to connect Red

Lodge, Bearcreek and Washoe. At Washoe it will connect
with the Montana, Wyoming & Southcrn Railroad. Final
plans for the financing of the line are being made. H. A.
Glasmacher, Seattle, is interested. |E. R. J., Aug. 9, '13.]

Omaha & Council Bluffs Street Railway, Omaha, Neb.—
A 1%-mile cxtension will be built by this company to thc
southwestern part of Omabha.

Conception Bay E.ectric Company, Brigus, Newfound-
land.—G. H. Field, who was noted in the ELECTRIC RATLWAY
Journar of July 19, 1913, as being one of the incorporators
of the Conception Bay Electric Company, which was
chartered primarily to furnish power for lighting, states
that, aside from supporting the movement for electric light-
ing, he has no connection with the company. Mr. Field
states that the charter includes the power to construct
a railway but that it is unlikcly that such a proposition
will materialize. [E. R. J, July 19, '13.]

Brooklyn Rapid Transit Company, Brooklyn, N. Y.—
The Public Service Commission, Ifirst District, has ap-
proved a contract between the Brooklyn Rapid Transit
Company and Cooper & Evans, amounting to $245,870, for
construction of Section No. 1, of the Lutheran Cemetery
and the Myrtle Avenuc elevated lines in Brooklyn.

New York State Railways, Rochester, N. Y.—Work has
bcen begun by this company on improvements in Syra-
cuse.  About 1 mile of double track will be built on the
Itast Syracuse line and the tracks on the University stadium
extension will be raised to grade betwcen West Genesce
Street and Park Avenue on a concrete foundation and «
new pavement laid.

Lake Erie & Youngstown Railroad, Youngstown, Ohio.—
This company has filed a mortgage with the Citizens’
Savings & Trust Company of Cleveland, Ohio, to secure
the issue of $4.500,000 bonds. Construction is to be begun
within a short time. Gasoline cars may be operated.

Lake Erie & Northern Railway, Brantford, Ont.—This
company has reccived permission from the Dominion Board
of Railway Commissioncrs to changce the route between
Brantford and Port Dover. Instcad of going via Boston
the line will now pass through Wilsonville.

Toronto & Eastern Railway, Toronto, Ont.—Grading has
been complcted by this company between Pickering and
Bowmanville. West from Pickering to Toronto the cxact
line has not yet becn definitely settled, and it is probable
that the northerly route may be abandoned in favor of the
Cherrywood district.

Schuylkill Railway, Girardville, Pa.—The Public Servicc
Commission has recommended that this company recon-
struct certain bridges near Shenandoah in the near future.

Rhode Island Company, Providence, R. I.—\Work will
be begun by this company on the extension of double
tracks on Plainfield Street from Odd Fellows’ Square to
the entrance of Newtaconkanut Park in Olneyville.

Charleston & Summerville Interurban Railway, Charles-
ton, S. C.—Plans arc being made by this company to begin
the construction of its line about Oct. I in order to meet
the requirements of its franchise. This 22-mile linc will
connect Charleston and Summerville. J. L. David, presi-
dent. [E. R. J., June &, ’13.]

Augusta & Edgefield Electric Railroad, Edgefield, S. C.—
Surveys will be begun by this company about Oct. 1 for
its 60-mile line to connect Augusta, Ga., and Greenwood,
S. C, via North Augusta, Collins, Edgefield, Pleasant Lawn
and Kirksey. C. W. Requarth, Charlottc, N. C., chief engi-
neer. [E. R. J., Aug. 9, '13.]

Knoxville Railway & Light Company, Knoxviile, Tenn.—
This company is now using a viaduct spanning the tracks
of the Southern Railway and connecting Knoxville and
Park City. The work was done at’'the joint expense of
the railway company, the Southern Railway and the two
municipalities. It is of reinforced concrete construction.
It is of chief importance in connection with service to the
grounds of the National Conservation Exposition, located
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in Park City. The cxposition is held in Octobeér, and the
construction of the viaduct enabled a double track line
to be built to that point, taking the placc of the single track
heretoforc used.

Nashville Railway & Light Company, Nashville, Tenn.—
This company plans to expend $125,000 for thc reconstruc-
tion and extensions of some of its lincs in Nashville. 1n
addition to work already in progress the company will
cxtend its Bucna Vista line, the St. Cccilia line and tha
Ifatheriand Street line in Nashville.

*Tennessee & Kentucky Railroad, Nashville, Tenn.—This
company, the incorporation of which is noticed in this issue,
plans to begin surveys and secure right-of-way at once for
its line to connect Springfield, Nashville, Adairville, Good-
lettsville, Ridgetop, Hygeia, Greenbroier and Russellville.
It is stated that financial backing has been secured and it
is planned to begin work in the immediate future. J. P.
Helms is interested.

Bryan & Central Texas Interurban Railroad, Bryan, Tex.
—About 11 miles of track has been constructed by this
company from Bryan as far as Stone City, and grading
is now being donc for 20 miles of track south of Stone City
to Wilcox.

Cleburne (Tex.) Street Railway.—lmprovements are
being made by this company along all of its lines in Cle-
burne.

Southern Traction Company, Dallas, Tex.—This com-
pany announces that it will place in operation its lines from
Dallas to Waco and from Dallas to Corsicana about Sept.
1. Rails have been laid and the delivery of the electrical
equipment will soon be made. The line between Ferris
and Waxahachie will not be completed until after the two
main lines leading to Waco and Corsicana have been com-
pleted.

Rio Grande Valley Traction Company, El Paso, Tex.—
This company has completed its 12-mile line bhetween El
Paso and Ysleta and will soon place it in operation.

Northern Texas Traction Company, Fort Worth, Tex.—
This company has bcen asked to extend its Summit Avc-
nue line a distance of 1 mile beyond the present terminus
in Fort Worth.

Salt Lake & Utah Railroad, Salt Lake City, Utah.—
Grading has been complcted, 30 miles of rails have been
laid and plans are bcing madc by this company to place
the scction of its line between Salt Lake City and Provo
in operation by Oct. 1. This line will eventually ‘connect
Salt [ake City, Provo, American Fork, Pleasant Grove,
Springfield, Spanish Fork and Payson. W. C. Orem, Salt
fLake City, president. [E. R. J., July 5, '13.]

Lynchburg Traction & Light Company, Lynchburg, Va.
—Work will soon bc begun by this company on the im-
provement of its line to FFairview Heights and also on thc
construction of a cross-town line on Buchanan Street from
ILleventh Street to Fiftecnth Street in Lynchburg.

Puget Sound Traction, Light & Power Company, Seattle,
Wash.—Construction has been bcgun by this company on
its 34-mile linc to connect with the King County industrial
district near Georgetown. This track will be paid for by
the county. :

Chippewa Valley Railway, Light & Power Company, Eau
Claire, Wis.—During the next six weeks this company
plans to award contracts to build 3 miles of new interurban
roadbed and track with 4-in., 36-1b. to 6o-1bh. rails, either
new or first-class relayers.

Milwaukee Electric Railway & Light Company, Mil-
waukee, Wis.—Work will be begun at once by this com-
pany on its new crosstown line from Twenty-seventh Strect
and Burleigh Street to the south city limits in Milwaukee.

Superior (Wis.) Interurban Traction Company.—This
company will be asked to consider plans to double-track
and improve its line to the East End in Superior.

SHOPS AND BUILDINGS

Northern Electric Railway, Chico, Cal.—This company
and tlic Central California Traction Company are consid-
cring plans to secure the Hanrahan Building as a possible
depot to be used by these two companies, which have lines
operating into Sacramento.
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Los Angeles (Cal.)) Railway.—A new carhousc will be
built by this company at \Washington and Pacific Avenuces
in Los Angeles to care for the increased traffic in the
south and west scctions. The structure will be of steel
and concrete construction and will cost about $300,000.

Lewiston, Augusta & Waterville Street Railway, Lewie-
ton, Maine.—P’lans are being considered by this company
to build a new passenger station in Haymarket Squarce on
Main Street in ILewiston. :

Maznhattan & Queens Traction Corporation, Long Island
City, N. Y.—Plans arc being made by this company to
build new carhouses at the corner of Thomson Street,
Honeywell Street, Buckley Street and Nott Avenue, LLong
Isiand City.

South Carolina Power, Light & Railway Company,
Spartanburg, S. C.—Plans are being made by this company
to build a new machine shop, carpenter shop and paint
shop and to enlarge its carhouse in FEast Spartanburg. The
machine shop wiil be 4o ft. x 8o ft. and of sheet-iron con-
struction. The addition to the carhouse will have a ca-
pacity for twenty-five cars. A water tank of 15,000-gal.
capacity has been erected at a height of 30 ft. on the
grounds. The improvements arc estimated to cost $50,000.

Southern Traction Company, Dallas, Tex.—lLocations
have been made by this company to build new passenger
stations on its new line between Waco and Dallas.  Loca-
tions will soon be made for stations for the line hetween
Corsicana and Dallas.

POWER HOUSES AND SUBSTATIONS.

Pacific Electric Railway, Los Angeles, Cal—This com-
pany will install in its substations four 1000-kw two-bearing
motor-generator sets. The order has been placed with the
General Eiectric Company.

Maryland Electric Railways, Annapolis, Md.—This com-
pany has placed an order with the Westinghouse Electric
& Manufacturing Company for four 3oo-kw, 1200-volt d.c.,
three-phase, 25-cycle, 730-r.p.m. self-starting rotary con-
verters and four 300-kw, 13,200-volt high-tension, three-
phase transformers and two switchboards for its power
plant in Annapolis.

Marquette City & Presque Isle Railway, Marquette City,
Mich.—This company is increasing the capacity of its
power plant by the installation of one 200-kw, 6oo-volt, d.c.,
two-phase, 6o-cycle self-starting rotary converter with two
110-kva, 6600-volt, 60-cycle, oil-insulated, self-cooled trans-
formers and switchboard. The Westinghouse Electric &
Manufacturing Company will furnish the apparatus.

Interborough Rapid Transit Company, New York,
N. Y.—This company has placed an order with the West-
inghouse Electric & Manufacturing Company for two 300-
kw, 250-volt, goo-r.p.m. compound-wound d.c. generators
connected to and driven by two steam turbines through
reduction gears.

New York & Queens County Railway, Long Island City,
N. Y.—This company pians to enlarge its substation on
Lawrencc Street south of Broadway in Flushing. The ad-
dition will be one story and of brick construction. The
cost is estimated to be about $6,000.

Columbus Railway & Light Company, Columbus, Ohio.—
This company will add to its substation equipment a 200-kw
motor-generator set. The apparatus has been ordered from
the General Electric Company.

Lehigh Valley Transit Company, Allentown, Pa.—This
company has recently closed a contract to supply electricity
to the Philadelphia Suburban Gas & Electric Company, a
subsidiary of the American Gas Company, the territory
supplied being North Wales, Pa., Lansdale, West Point
and surrounding suburbs.

Citizens’ Traction Company, Oil City, Pa.—This company
will place in operation in its power station an 1873-kva
Curtis turbine with switchboard and accessories. The ma-
chine is being built by the General Electric Company.

Tacoma Railway & Power Company, Tacoma, Wash.—
Options have been obtained by this company upon property
situated at the corner of Twelfth Street and Spraguc Strect
on which it plans to build a new power house, storage sheds
and offices for headquarters in the place of the existing
structure on A Street in Tacoma.
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ROLLING STOCK

City Railway, Dayton, Ohio, is in the market for twenty
cars.

Chicago (Ill.) City Railway has ordered once snow plow
from the Wason Manufacturing Company.

Bryan & Central Texas Interurban Railroad, Bryan, Tex.,
expects to purchase two gasoline-clectric motor cars.

Drake Railway Automotrice Company, Chicago, Ill, has
ordered one car from the McGuire-Cummings Manufactur-
ing Company.

New York Central & Hudson River Railroad, New York,
N. Y, has recently issued specifications for twenty-live new
passenger cars.

Southern Pacific Company, San Francisco, Cal,, is in the
market for cleven 2t-ft. cars and five 28-ft. 6-in. cars and
has requested carbuilders to bid on same.

Jefferson Traction Combjany, Punxsutawney, Pa., has
nrdered two single-truck closed cars mounted on DBrill 21-12
trucks from The J. G. Briil Company.

Monongahela Valley Traction Company, Fairmont,
W. Va,, has ordered two 20-ft. semi-convertible car bodies
from the G. C. Kuhlman Car Company.

Brooklyn (N. Y.) Rapid Transit Company is in the
market for either two or four electric locomotives which
will be practically duplicates of the last order placed.

Westside Electric Street Railway, Charleroi, Pa., has
ordered two 48-ft. steel center-cntrance interurban cars
from the Niles Car & Manufacturing Company. Electric
cquipment will be furnislied by the Westinghouse Electric
& Manufacturing Company.

Norfolk & Western Railway, Norfolk, Va., has awarded
a contract to the Westinghouse Electric & Manufacturing
Company for twenty-six 130-ton electric locomotives for
use on the section of 1ts line which is to
between Bluefield and Vivian, \W. Va.

Bureau of Foreign and Domestic Commerce, Washing-
ton, D. C., makes the following announcements in the
Aug, 23 and Aug. 26, 1913, issues respectively of its Daily
Consular and Trade Reports: File No. 11,528: “"An Ameri-
can consul requests that catalogs and literature contain-
ing full particulars respecting the latest type of street cars,
including pay-as-you-enter cars, be forwarded to him as
soon a$ possible. The city in which he is located has
taken over the tramway system, and extensive additions
and improvements are being made. It is quite likely that
if full information concerning the newer type of cars can
be laid before the Board of Aldermen the new supply of
rolling stock will be ordered from the United Statces.”
IYile No. 11,548: “A report from an American consul states
that a street railway in his district is owned jointly by two
cities. Recently eight all-steel cars were ordered, but they
are being dclivered slowly. On Jan. 1, 1914, the present
system will be discontinucd, each city operating its system
singly. As the rolling stock is now inadequate, it is prob-
able that one of the cities will be in the market for about
ten or twelve large cars, of thc pay-as-you-enter style, and
American manufacturers should take steps to get in touch
with the officials as soon as possible.”

TRADE NOTES

Edson O. Sessions, Chicago, Ill, consulting engineer,
has opened a new office in the Marquette Building, Chicago.

Western Electric Company, Chicago, Ill., has appointed
A. R. Loughborough, formerly city sales manager of its
San Francisco office, manager of its Salt Lake City sales
force to succeed M. S. Orrick. who
San Francisco.

Curtain Supply Company, Chicago, Ill., has reccived an
order to equip the five new cars which are Dbeing  built
by the G. C. Kuhlman Car Company for the Johnstown
Passenger Railway with curtains, using ring No. 48 fix-
tures and Rex all-metal rollers.

A. L. Whipple, New York, N. Y., has resigned as vice-
president of the Standard Heat & Ventilation Company,
with officc in Chicago. and has returned to New York,
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wliere e expects to re-enter the railway supply business on
his own account at an early date.

Barney & Smith Car Company, Dayton, Ohio, is remod-
eling its wooden car erection shops for the purpose of
building in any of them either all-steel or all-wood pas-
senger cars. These adjustments will considerably increase
the output capacity of the company.

Ackley Brake & Supply Company, New York, N. Y.,
has equipped hiteen new pay-as-you-enter cars of the
Panama Railway with Ackley adjustable brakes. This
company has also recently filled large orders for brakes
irom DBrazil, Chile, Uruguay and Russia.

Cooper Heater Company, Carlisle, Pa., is shipping a car-
ivad of heaters, forty-ive of which are for the New York
State Railways and five for the Johnstown Traction Com-
pany, to the G. C. Kuhlman Car Company, Collinwood,
Ohio, to be placed in the new cars which the Kuhlman
Company is building. These heaters are of the latest
design of forced-ventilation, hot-air type.

Heywood Brothers & Wakefield Company, Wakefield,
Mass., has offered to its stockholders the right of subscrip-
tion to $1,000,000 new common stock at par. The subscrip-
tion privilege covers both preferred and common stock.
There is $4,000,000 of preferred and $2,000,000 of comnion
stock now outstanding. Proceeds of the new stock will
be used to wipe out a small floating debt and provide addi-
tional manufacturing and storage facilities at the com-
pany’s several plants, which are needed to accommodate its
rapidly increasing business. A banking syndicate, com-
prising Kidder, Peabody & Company and Stone & Webster,
has underwritten the issue.

American Car & Foundry Export Company, St. Louis,
Mo., which was recently organized in order to manage the
foreign export business of the American Car & Foundry
Company, as stated in the ELEcTRIC RAlLwAY JOURNAL Aug.
23, 1913, has announced the election of the following officets
and directors: I‘rederick Eaton, chairman of the board;
W. H. Woodin, president; Charles S. Gawthrop, and G.
I.. Rodgers, vice-presidents; S. S. Delano, treasurer, and
William M., Hager, secretary. The directors are Frederick
Eaton, W. H. Woodin, Wiliam M. Hager, Charles S.
Gawthrop, J. M. Ames, E. G, Carey and C. D. Eaton.
Mr. Rodgers will be in charge of the company’s London
office.

Clark Electric & Manufacturing Company, New York,
N. Y., has reccived an order from the Utah Power & Light
Company for suspension choke coils, contact grounding
devices and other miscellaneous power house equipment.
A considerable number of suspension-type, live-discon-
necting switches have been ordered for the Carolina Power
& Light Company, through the Electric Bond & Share
Company, New York. Clamps for use with suspension
insulators will be shipped in the near future to the United
States government lines in the Panama Canal Zone. The
Clark protective clamping set for use at railroad right-of-
way or where electric lines cross over or under telegraph
lines has been approved by the Chicago Telephone Com-
pany. Several of these sets have also been ordered for
shipment to Japan.

ADVERTISING LITERATURE

Asbestos Protected Metal Company, Beaver Falls, Pa,
has issued Bulletin No. 53, which describes and illustrates
the application of its “Asbestosteel” type of construction,
used in connection with concrete for the construction of
roofs and curtain walls.

Kennicott Company, Chicago Heights, Ill, is distributing
an attractive booklet entitled “The Kennicott Company,”
written by Elbert Hubbard, who describes in popular bio-
graphical form the progress of Cass L. Kennicott in in-
venting water-softening apparatus and traces the growth of
the Kennicott iron and steel manufacturing plant.

The J. G. Brill Company, Philadelphia, Pa., prints in the
August, 1913, issue of the Brill Magasine an illustrated biog-
raphy of Ralph Peters, president of the Long Island Rail-
road. Among the feature articles are the following:* Con-
ditions Which Govern the Type of Car Service in Spokane,
Wash.,” “The Brooklyn Center-Entrance Car,” “The Evo-
lution of the California Type,” “Duplication of Body De-
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sign in Double and Single-Truck Cars,” and .\ Locomotive-
Construction-Line Car.” .

Bertron, Griscom & Company, New York, N. Y. have
issued an attractive ninety-six-page book giving a concise
statement of the various public utility companies controlled
or directly supervised by them. The book is neatly bound
in red leather and contains next to the title page a map
of the United States with the cities marked in red where
the controlled or supervised companies are located. This
is followed by a tabulation of the capitalization of tle
operating companies as of Dec. 31, 1912, and their earnings
for the twelve months ended March 31, 1913. The re-
mainder of the book is taken up with a further discussion
concerning each company, preceded by a black and red
diagram showing the location of its lines. Under each
company's name the following information is given: the
date of incorporation, the extent of the business of the
company, franchises, population served, capitalization, earn-
ings, dividends, comparative data, as construction, etc.,
officers, directors, the date of tlie annual meeting and the
location of the offices.

NEW PUBLICATION

Wirtschaftliche Betrachtungen iiber Stadt- und Vorort-
bahnen. By Gustav Schimpff, with an introduction by
G. Kemman. Berlin: Julius Springer.. 216 pages.
Price, 6.60 marks.

In this book Professor Schimpff, who is in charge of the
railway engineering department of the Royal School of
Technology at Aachen, has presented a study of rapid
transit planning for an ideal city of 4,000,000 inhabitants,
the writer assuming that the city is free to grow in every
direction. Professor Schimpff divides the city into dis-
tricts for business, residences, manufactories, public insti-
tutions, parks and cemeteries, estimating the comparative
areas required in each case. The plan of the proposed ideal
city would be radial, each section consisting of a zone
equi-distant from the center in every direction. Upon this
basis the author estimates the division of traffic among the
various modes of non-surface and surface transit, such as
the density of travel between the different classes of zones,
the variation of traffic density according to the time of
day and the average length of ride in each case.

The discussion of line layout is devoted entirely to rapid
transit non-surface lines. A radial system is suggested, but
instead of having the lines converge at one place Professor
Schimpff suggests that they intersect various other routes
at right angles and terminate at the opposite end of the
town because the character and amount of traffic would
be the same on both radii. While he recommends that the
stations should be placed about one-half mile apart, he De-
lieves that buses and cars would be favored if the rapid
transit routes were more than 325 ft. to 650 ft. from the
main business streets. A belt line to connect all the trunk
line terminals entering the city is not justified owing to the
smail proportion which such trathc bears to the total city
and suburban travel. In fact, it is suggested that the ter-
minals of trunk lines ought to be removed to the outer
zones where ample facilities for entrance to different parts
of the city would be afforded by the rapid transit lines.
The writer then makes a detailed study of costs of con-
struction, rolling stock, energy requiremerts, station loca-
tion schedules, average length of ride between zones of
specified character, fares, possibility of baggage and mail
handling, etc. In conclusion Professor Schimpff cousiders
ownership and franchise conditions. He points out that if
the rapid transit system is owned entirely by private capi-
tal the undertaking must pay its way, but a proper return
on the investment is impossible if subway construction is
demanded for the less congested districts. However, if
the city becomes a partner in the enterprise in some form,
the capital can be raised under more favorable conditions,
and the cost of easements, etc.,, can be materially reduced.
A recapitulation is then given of the forms of agreements
now in vogue in cities where electric rapid transit systems
have been installed. In the appendixes cost figures are
given of every part of a non-surface raiiway undertaking;
various systems of zone fare also are suggested, these
ranging from a fair return on the investment to a condition
where only the operating costs are to be met.





