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an absolutely irremediaLle condition inherent in passenger 
transportation. 

cars themselves. 

T hi s is the peak load of passengers on the 
The fact that a car is loaded to its abso-

lute physical limit at some point on its route is by no means 
an indication that the maximum amount of work is being 

obtained from it~ On the contrary, it is quite likely that 
over the major part of the run the car will be carrying no 
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CARHOUSE 
SPECIAL 
WORK 

The recent construction of a car- ±o r economy through the establishment of a high load fac
house with an inclosed ladder en- tor for the cars tnemselves is worthy of quite as much at-
trance track again brings up the 

question whether. it is desirable practice from an econom ic 
standpoint tu keep the special work under cO\·er. It is 

sometimes necessary to roof over the special work at V
shaped carhouses or in those where the greater part of the 
avai lable frontage is needed for a waiting room, but this 
is an unusual condition. In general, there is no more rea 

son for covering special work at carhouses than there is 
to do so anywhere else on the system because the life of 
the track is limit ed by the conditions of service rather than 
by the weather. Doubtless. it is an operating convenience 
to have the special work protected against slush and ice, 
but the comparati,·e rarity of that trouble and its easy cor

rection do not seem to justify the expense of an extra wall 
and additional roofing. Neither is the covered ladder track 
of any value for storage purposes since it must be kept 
clear at all times for the operation of cars to and from the 
other tracks. \i\Thile layouts of this kind are usually dic
ta ted by real estate conditions which are beyond the control 

of the company, it is well to bear that fact in mind when 
an installation of this kind is being considered. 

PEAK LOADS 
FOR SURFACE 
CARS 

T he baneful influence of a peak in 
any load line was probably first 
recognized in power production. 

From this attention has been directed more recently to the 
peak in passenger traffic which exists because the majority 
of people want to ride to and from their business at about 
the same hours. Strenuous efforts to reduce or offset both 
of these have been made with considerable success, al
though the remedies are obscure anrl at best indirect. T here 
is, however, another peak which is just as harmful as either 
of the foregoing but which differs from them in not being 

tention as that existing in the case of the power plant or the 

to tal daily traffic. The remedy, of course, is a judicious 
location of cross-overs so that the ca rs may be turned back 

at various points on the line. These points can be deter-

mined easi ly, of course, by traffic counts, and the destina

tion o f the cars which are to be turned back before they 
reach the end of the line should be plainly indicated. If 
~his is done there should be no ground for reasonable com

plaint on the part o f th e public. 

MAKING ACCIDENT The accident preventibn campaign 
EDUCATION which is now being conducted by 
ATTRACTIVE many elect ric railways is undoubt

edly reaching a large portion of the public with excellent 
resu lts, but few companies as yet have succeeded in arousing 

the hearty interest of the children, who, of course, are the 
sufferers in by far th e greater proportion of serious acci-

dents. Mature perrnns can be taught by appeals to their 

reason, but th e average child is ,·ery unwilling to receive 

instruction unl ess that instructi n is presented in an at

tractive form. Children want to be amused even while they 

are being taught, and they instinctively resent and pay little 
attention to obvious lecturing. The best railway operator, 
no matter how sincere, will prove a failure as a lecturer on 

accidents if he cannot present hi s topic on the plane of his 
audience without constraint. The experience of the Brook
lyn Rapid Transit System's children's safety crusade, to 

which reference was made in the Oct. 25 issue of this 
journal, has proved that the permanent interest of school 

children can be maintained by the use of attractive lec
ture material, presented through the medium of trained 

spea kers. T he material consists of car models, original 
colored cards showing almost e,·ery kind of accident pos-
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sible on the streets and finally a series of moving pictures. 
The lecturer is usually a woman who has the pedagogical 

skill to present the material not as a lesson but as a heart
to-heart talk about different children and what unhappiness 
came into their lives as the r esult o f carelessness. To a 

sophisticated elder the accident scenes depicted in the mov

ing pictures may seem too obvious a treatment of the sub
ject, but they do attract the interest of the children, and 
that is the main thing after all. Doubtless, with more ex

perience in this work, it will be possible to prepare scen
arios in which the accident to the hero or heroine will 

carry t he desired lesson in a more subtle yet equally effec
tive fashion. Finally, the children are encouraged to write 

compositions upon the lecture they hnve heard,,. upon 

causes of accidents or even upon some accident which they 
have witnessed in the past. On one occasion a school 
paper was made up of compositions of this kind. 

REAL COSTS OF 
INTER-DEPART
MENTAL WORK 

In the estimates of electric railway 

engineers no error is more com

mon than the failure to figure what 
a given job will cost the company as a whole rather than 

what it will cost their own department. This oversight, 

whether del iberate or accidental, is most frequent in opera
tions where the use of electrical energy should be included 

as a portion of the cost. It would seem sometimes as if 
the electrical supply of the system was looked upon as an 

inexhaustible ocean which could be tapped at will without 

an accounting being made to anybody. It is true that in 
recent years the relation between the weight of ca rs and 
the size of the coal pile has become clear to all, but a fur
ther real saving in electrical costs is sure to follow if 

every department is charged with what it takes. Thus, the 

true cost of electric welding, whether in the shop or on 
the track, is yet to be determined on many systems. \i\Then 
the estimates on the comparative cost of each system of 

welding are prepared it is inevitable that electric welding 

should appear to be the cheapest if no allowance is made 

for the cost of energy. Yet nothing is more wasteful than 
the common method of obtaining welding current through 
banks of resistances. The fair procedure would be first to 
allow a unit charge per kilowatt-hour at a price settled 
with the electrical engineer of the company and then to 

determine whether the cost of current would be high enough 

to justify the purchase of a motor-generator set or the 
adoption of some other system of welding. Such a course 
should certainly be followed wherever great quantities of 

current are likely to be used as in the welding of several 
hundred or thousands of rail joints. Allowance for the 

haulage of material from storehouse to job is another un
credited drain on the power supply. This does not appear 
to be an incon siderable item, for on one system, where 

every service car is operated on a mileage basis, the cost 
_of hauling material for cast-weld rail joints is placed at 
30 cents per joint. Even if this figure is purely arbitrary, 
it serves the pu rpose because in this respect at least all 
classes of joints can be compared on a common basis. 
Such instances as those quoted should be sufficient to prove 
that any work of one department which affects another 
may involve something more than nominal charges and 
countercharges. 

INHERENT ADVANTAGES OF CENTRAL STATIONS 

A paper of interest to officials of electric railways who 
ar e considering the substitution of purchased power for 
generated power was read by P. M. Lincoln at the last 

meeting of the A merican Institute of Electrical Engineers. 

In it the author states as a conclusion that the only reasons 
why central stations do not supply all of the electrical 
service within their territories are that the rates offered do 
not always bear a suitable relation to the cost of produc

tion and that some of the possible customers have motives 

other than the cost of supply for not purchasing their power 

from the central station. 
No consideration is given by the author to the possibil

ity of separate generation at a cost even,-, approximately 

equal to that involved by production and distribution from 

a single center, this belief being based upon the economy 
in first cost of equipment accompanying increased capacity, 

the consequent opportunities for introducing labor-saving 

and fuel-saving machinery to reduce the cost of operation 

and the saving due to the diversified load which inevitably 

follows the service of many customers. 
As applied to electric railway loads, except when they are 

small in amount, the first of these three reasons for the 
superior economy of central stations is of no great moment. 

The variation in first cost per kilowatt between stations 
of different sizes is by no means constant and in direct 
proportion to the capacity involved, and for magnitudes 

of the order of, say, I 5,000 kw an increase of even 100 

per cent brings hardly enough reduction in the unit cost to 
warrant any great consideration. In the matter of economy 

of operation, however, and especially with the incidental 
feature of reliability against break-down, the advantages of 

increased size are of importance up to a very much higher 

point. This applies especially to the possible close adjust
ment o f the apparatus to the load carried and also to t~e 
smali difference permitted between maximum load and 
maximum capacity of plant, notwithstanding the use, now 

generally conceded as a necessity, of large and economical 
units. The extent to which refinements may be carried is, 

in fact, limited only by the size of a plant, and where the 

first cost becomes relatively low on account of large-sized 
units the extreme elaboration of means to cut the cost of 

fuel and labor and to provide against shut-down by fuel 

storage, duplication of equipment and the like becomes more 
and more available as a commercial possibility. 

In the matter of diversity of load, however, lies the great

est advantage for the central station, and to emphasize this 
there are cited in the paper a number of examples, of which 

the most interesting is a statement that in one uf the Idaho 

irrigation districts the electric pumping plants to keep busy 
during the winter supply electric heat to the farmers at a 
price so low as to make it actually cheaper than the avail
able coal burned in stoves. Another interesting figure is 
quoted in the case of diversity in large individual commer
cial lighting loads where the sum of the maximum require
ments of several such consumers was found to be one and 
two-fifths times their actual maximum draft upon the cen
tral station. 

The application of this factor in railway loads has been 
well brought out by Samuel Insull in a number of instances 
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in the past. It is, of course, an important matter for con
sideration by electric railways, for if its influence together 
with that of the incidental advantages of central-station 

operation really produces an inherently large reduction in 
the cost of producing electricity, it is no longer necessary to 

approach the problem of purchased versus generated power 
from any standpoint other than that of price, and the 
indirect arguments used heretofore in favor of purchased 
power for elect ric railways such as the opportunity for 

conct:ntration of attent ion on traction mat~ers, reliability 
o f power ~upply and reduction of investment become of 

insignificant importance. 

STANDARDIZATION OF PERMANENT TRACK 

An analysis ol the permanent types of track construc

tion used in paved streets indicates that there is a marked 
difference of op inion among engineers as to the design and 

materials to use to carry similar classes of equipment. It 
is purely an engineering problem which may be determined 

just as accurately, if a ll fac tors are considered, as the de

sign of a bridge or building. The dec ision as to the type of 
foundation to be employed resolves itself into one of the 

bearing qualities of the materials employed and the soil 
conditions upon which they are deposited. The load to be 
considered at any particu lar tie not only depends on the live 

load determined by the character of rolling stock and the 

dead load included in the paving surface, foundation, rail, 
etc., but is contingent upon the tie spacing as well. It 

does not appear necessary to consider the headway at which 
the ca rs are operated to determin e th e type of foundations. 

Close headways may require a somewhat greater factor of 
safety in the design to meet vibration, but a found ation 

built to carry the heaviest loaded rolling stock will be just 
as effective under a one-minute headway as under a ten
minute headway. 

\Vhile engineers may consider the weight of the rolling 

stock in their selection of the type of rail to be employed, 
it is not apparent in a comparison of the types of track 
construction installed in various cities in this country. 

For instance, in cities having approximately the same 
population and practically the same character of traffic, 

rol1ing stock, subsoil, etc., one employs a 6-in. concrete 

foundation with I : 4 : 7 proportions and another an 8-in. 
foundation with 1 : 2 : 4 proportions. Undoubtedly one of 
these foundations has been improperly designed. To de

te rmine the correct design to employ it is necessary to 

select some standard basis or principles from which any 
design may be computed. The American Electric Railway 
Engineering Association could well consider this problem 

in order to determine the fund amentals upon which all 
track designs may be based. It may be suggested fir st 
that the design be determin ed by the max imum live load, 
which should include the weight of the heaviest car loaded 
to its capacity with passengers or mater ials, or it should be 
based upon what may be considered the max imum loading 
which may come to the track during the period of its Ii fe. 

As already stated. these fundamentals are in every way 
similar to th ose considered in the design of a bridge, and 
the selection of unit loading is purely one or" enginee ring. 
After the adoption of the un it load, which necessarily must 

be considered as a concent rated one, it will in a way deter

mine the rail section to employ with a given tic spac ing. 
T he depth of a concrete found ation is dependent upon 

several factors-first , the tie spacing; second, the richness 
of the concrete mi xture employed ; third, the bea ring power 

of th e subsoi l, and, fourth , the concentrat ed load comi ng 

froni the rolling stock, paving, tie and ra il. Concrete 
transmits this concentrated load to the subsoi l in different 

ways, depending upon the concrete mix ture. If the mix

ture is poor, the load may be considered as being carried 
to the subsoil in the form of a truncated prism w ith prac

tically vertical sides, because the bond between the par
ticles in the concrete is of little value except under d irect 

compression. I f the mi xture is correct or r ich and the 

ingredi ents have been care fully selected, the angle of the 
sides of the compression pri sm increases from the ve rtical 
and may spread the load over a la rger subsoil -bea ring 

area. I f steel bars are used for reinforcement, a thinner 

concrete foundation may be used to di stribute the load over 

the subgrade. In practice, however, it has been found that 
the best and ch eapest way to build the found ation is to use 

a simple concrete slab with a specified minimum depth and 

concrete proportions. Theoretically it may be possible to 
place rich concrete only under the ties for light cars, but 

the sav ing in concrete is counterbalanced by the extra cost 
of excavating. The finished job al so is not waterproof, a 

quality necessa ry to produce maximum life. The cost , too, 
of depositing concrete in small batches is greater than that 

of deposit ing a continuous slab. 
In the end, however, the service obtained from carefully 

designed foundat ions is limited by the Ii fe of the rail joints. 

At the present time best result s appear to be obtained 

from join ts installed to give rigidity equal to that of the 
rail. Experience has shown that it is unnecessary to pro

vide for expansion and contraction of track in paved 

streets. This makes it practicable to use the welded or 
riveted joints or the mechanical joint wi th bolts driven in 

reamed holes. No mechanical joint, however, wi ll remain 

absolutely tight unless the bearing a rea between the joint 
and the rail is free from scale and perfectly smooth so as 
to permit of a snug, tight fit. T his joint, too, will fail 

unless nut locks or some other means a re employed to pre

vent the bolts from becoming loose. Undoubtedly the best 
results would be obtained if it was practicable not only to 

ream bolt holes in the joint and rail and insert th e bolts 
with a driving fit but if the contact areas of the joint and 

the rail were machined so that one would be absolutely 

assured of a perfect bearing. If the contact area between 
the joint and the rail is in sufficient, a certain amount of 

play will develop as soon as the high points are battered 
down by vibration, and any play in the joint will ultimately 

mean track fai lure. For reason s already explained it is also 
unn ecessary, in pa Yed streets, to provide an opening be
tween abutting rails. A tight joint at rail ends will elimi
nate .the slight impact blow which develops with age , 

especia lly if the extra precaution has not been taken to 
gri nd the abutting rail heads to a perfect surface. The 
fo regoing a re only a few of the items worthy of considera
tion in permanent track design and construction and a re 

offe red as suggestions for arriving at t rack construction 
sta nd ards which wi ll produce real permanent result 5-. 
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ELECTRIC RAILWAY SECURITIES AS INVEST
MENTS 

During the past three or fou r yea rs the total amount of 
sales on the New York Stock Exchange has shown a g rad
ual but considerable decrease, and concurrently there has 
been a notable increase in the sale of new securiti es "over 
the counter" by var ious financial houses in the \Vall Street 
district. \Vhether these two events are closely connected 
we are not prepared to say, but that there has been a change 
in the method of marketing securities everyone will admit. 
And a ve ry striking feature of this change is that a large 
proportion in number of enterprises, if not in amount of 
those securiti es thu s being marketed '·ove r the counter," 
are those of electric lighting and power · ·companies; · This 
seems to indicate that such secu rit ies appeal to the average 

investor who can be reached by advertisements or by cir
culars as being more desi rable form s of investment than 
the securi ties of either steam rai lroads or new electric rail
way properties. 

In previous issues we hav e analyzed some of the special 
reasons for the favor with which electric lighting securiti es 
are held at present. One of these is the increased gross 
business enj oyed by the lighting companies because of the 
introduction of the tungsten lamp. Another is the com
parative freedom from labor troubles which the lighting 
companies enjoy, owing to the small er percentage of low
priced labor which they employ, as compa red with either 
steam or electric railway companies. Still another is the 
greater latitude which they have in the way of ra tes, inas
much as the companies are not generally held down by cus
tom or charter for their service to a fixed maximum like 
the 5-cent fare, which is ve ry close to the cost of produc
tion. On the other hand, there is no doubt that electric 
railway securiti es , in the opinion of investors, are sufferi ng 
to-clay partly because they have been obliged to retain this 
low rate for servic e with increased cost o f materials and 
labor and partly because of the beli ef that a too gene ral 
practice of capitalizing depreciation in the past has made 
the capital account disproportionately large as compared 
with the assets. 

In considering this situat ion we a re reminded of the re
mark of a prominent and very successful operator in vVall 
Street dur ing th e past generation who in a confidential mo
ment once disclosed his method of buying and selling 
stocks. He said: "I have found that it is a pretty good 

plan to sell stocks when everybody else has been bullish on 
them for some time and to buy when the general market is 
thoroughly bearish. In that way one is pretty sure to sell 
near the top and to buy near the bottom." We do not 
believe that this would always be a safe plan to fo llow, but 
there is enough of truth in t he remark to warrant us in 
considering what encouraging facts there are in the elec
tric railway security si tuation, even if we admit for the 
sake of argument that all that the popular investor thinks 
about them is true. 

If we do this we shall find many opportunities for opti
mism. In the first place, the existing situation in regard 
to low rates is now pretty well understood by the public 
and the companies themselves as well as by the authorities. 
If the steam rai lroads, which are also fadng largely the 

same problem and are also ask ingJor an-increase of rates . 
rece ive a concession, it should aid as a precedent in the 
request of the elec tric roads. 

A considerable number ·of well-established interurban 
electr ic ra ilways have already obtained fare mcreases. It 
is true that no satisfactory general solution has yet been 
reached as to the best method of increasing the fa re on the 
city road, but at least there is a widespread recognition of 
the fundamental fact that such an increase is necessary if 
good service and extensions a re to be expected, and this 
recognition must precede any means of relief. The same 
condit ion ex ists in rega rd to depreciation charges. T heir 
necess ity is recognized, and if the new and higher rates are 
to be based 0;1 the net receipts, the companies ' must logically 
be permitted to acid the cost of depreciation to the operating 
expenses in the future, even if that has not been clone in the 
past. 

Finally, in several respects at least , the compani es are 
in much better condition than ever _ before. In the fir st 
place, the narrow margin between r eceipts and ex penses 
during the last few years has developed methods of econom
ical operation which might not have been discovered under 
other conditions. In the second place, the population of 
the country and the demand for transportation has had its 
natural increase during the past few years, but during this 
time there has been practically a cessation in the construc
tion of new track. In this way any over-construction that 

there mi ght previously have been has been counteracted in 
a g reat many, if not most, parts of the country. F inally, 
any new franchises will be granted and accepted with the 
full knowledge that an electric railway enterprise is not an 

E ldorado. It is a service to be encouraged in every com
munity, not to be mulcted for every privilege which it 
requests. 

THE TRESPASSING PROBLEM 

A recent issue of the Outlook, containing an article by 
M. A. Dow, general safety agent of the New York Central 
Lines, has brought into greater prominence than before 
the question of trespassmg on steam r ailroads. Fig1;1re:; 
are presented from Interstate Commerce Commissioner Mc

Chord showing that during the last twenty years 181,379 
trespassers were killed and injured on the r ailroads of the 

United States and during the year ended June 30, 1912, 
ro,971 trespassers were killed and injured. Twenty-eight 
persons a day killed or injured-a record surpassed by no 
string of disasters, grade crossing fatalities or any other 
source of danger. The essential point is, moreover, that 

over 75 per cent of these were not tramps or "hoboes," 
but rather able-bodied men of distinct value to the com
munity and to their families as producing elements, wage 
earners and dependable units in the communities in which 
they lived. These figures include hundreds of women and 
children. 

In this progressive and enlightened age conservation has 
become 'a watchword, conservation of natural resources, 
public health, even conservation of future generations 
through eugenics, but conserv ation of life, through the elim
ination of trespassing, has in the eyes of the public re
ceived almost an infinitesimal amount of attention. 
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T hi s neglect , howeve r, ca n no longer be charged a ~-a inst 
th e steam railroacls of the country, and the electric railway s 

a re not far behind. For exampl e, safety committees on the 
Penn sy lvania Railroad are required to indicate point s where 

·'No Trespassing" signs should be provided and be espe
c ially vigilant in reporting all points where tre spassing is 

noted or is known to be the prac tice. In localities where 
c hildren att ending school make a practice of usi ng right-of
way or otherwise trespassing th e company end ea vu rs to 

e nli st the co-operation of the school authoriti es in warning 
the children, and by posting notices to call attention to the 

danger. 
The I\' ew York Central Lines are another good example 

of safety campaigners. Besides genera l safety work the 
•~-ompany is condu cting a vigorous ca mpaign against tres

passing and it is trying to invoke th e aid of the law of New 
York State to stamp out the reckless practice. The safety 
exhibit car of th e company , previously described in the 

ELECTRIC RAILWAY Jo u1rnAL of 1\ug. 9, 1913, has one section 
devoted to the trespass question, and in the migration s of 
the car a long all th e lin es of the company it offers tangible 

evidence to employees in regard to thi s ev il. In addition 
to this warning notices have been posted along the entire 

system and a special representatiYe has Leen assigned tu the 
work of int erv iewi ng every justice of the peace , police 

court magistrate and city court judge in towns along th e 
line to seek their co-operation and to bring about a more 

rigid ~nforc ement of the law. The roa·d is also seekin~ 
the co-operation of manufacturers by personal communica

tion, asking th em to warn their employees against walking 
th e tracks, and it is fo llowing this up by making a rr ests 
wh en the warning has been disregarded. T his special cam
pa ign has been in operation only a few weeks, but a lready 

an improvement has been noted in localities where the 
work has been fa ithfully carried on, a rrests have Leen made 

a nd punishment has been meted out. 
These a r e only two examples of the work the railroads 

a re doing to preYent trespassing-work that is carri ed on 
not only on their lines !Jut also in the homes and the 

schools. On city and suburban electric lines trespass signs 

.ar e not practicable because of the use of the public thoroug·h

fa res. Here safety prevention must depend on the -.a ldy 

education of the employees and on what is more diffirnlt t -..1 

secure, carefulness on the part of the public in the use of 

their own roads of communication. \Vith the interurban 
.Jines, however, the tr espass quest ion more closely resembles 

the one with which the st eam roads are struggling. For 

the three months ended D ec. 31, 1913, the Interstate Com
merce Commission reports that , on interstate electric lines 

coming under it s jurisdiction, out of a total of Irr persons 
killed, thirty-one were trespassers . In addition, on these 

lines, thirty-six trespassers were injured. These figure s 
,clearly indicate the problem before electric interurban 

Jines to-day . 
The interurbans really hav e a double duty to perform

!fi.rst, by means of a general safety organization, use of 

rules and safety appliances, such as the steam roads use, to 
insure in both employees and as much of the public as can 
·possibly be r eached the beginning and th e continued clevel
.opment of an inherent self-restraint and control, and, sec-

a nd, to co-operate with th e steam roads in keeping before 

the public and the legislatures stati stic s rq2;anlin g th e li ves 
sacrificed to th e trespassing habit and the social statu s of 

those lost until adequate laws a re passed and enforced 
-.gainst the evil. The probl em is much th e same for each 

class of road. Much progn:ss, we believe , ha s already Leen 
made by both steam roarls and electric interurban lines, but 

the goal is far from being attained a t the presen t time in 
l:it ll<:'r case. 

THE LIGHT FREIGHT QUESTION AGAIN 

T he electric railway company, as a corporation, has suf

fered in its finances fro m th e " increased cost of li ving ," 
!Jut in the opinion o f many economists it can be made a 

,· cry effective agent in th e reduction of the cost of li ving 

to others, particula rly to thu!-,c li\' ing in la rge cities. T he 

way in which thi s is to be accomplished is to use the tracks 
and cars of the electric road to bring in the food products 

from the surrounding country and carry th em to convenient 

distributing points within th e city rath er th an for the 

public to use the [Jresent cumlJcr,;ome and expensive mean s 

o{ transportation provided by horse-drawn market trucks 

within the city limits and ~tea m ra ilroads fo r the longer 

b::mls. 

Our readers will remember an exhausti ve analysis of 

this subject of market freight transportation as appli ed 
to Philadelphian conditions, compiled by Professo r King of 

the \ Vharton School of Finance & Commerc e and abstracted 
in this paper about a year ago. The subject has also 

become an activ e one in Cleveland now because th e right to 
pcnnit the rai lway company to conduct such traffic in that 
city 1s to be voted upon next Tuesday. Several of the 

dail_,· papers in Cleveland have recogniz ed the close relation 

Let\\'cen the transportation of package freight on the local 
li1,es in Cleveland and the cost of food in that city and 

a re strongly urg ing the voters in the city to vote in favor 
c,f the plan. Some package business is now being carried 

e n the Cleveland elect ric lines, but not to so great an extent 

a~ m some other citi es, and the effect of the proposed 
ordinance and referendum, if carried, wi ll be greatly to 
inc rease the possibilities of freight traffic in Cleveland 

a lon g th ese lines. 

Of course, many advantages will accrue from this method 

of local freight distribution besides those involved in an 
actual reduction in the cost of transportation. T here is the 

reduced wear on the pavement by the substitution of ca r s 

running over rails rather than independent vehicles drawn 

or propelled over the pavement. A more frequent and 
rapid service bet,,·een the purchaser and the distributing 

poi nt s, and hence to the consumer, is also obta ined. In fact , 

there a re so many arguments in fayor of the plan-and 

there is none aga inst it so far as we know except a sense
less adhesion to existing methods-that it seems surprising 
more has not been done a long these lines. The fau lt has 
not been with the railway companies, which have long been 

fa mili ar with the possibilities of light freight transportation. 
but, as a special permit is usually necessary to a company 

before it can conduct a business of this kind, the ra ilways 
have been unable to establi sh such a ser vice without the 
approval of the municipality. 
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R.hine High-Tension Direct-Current Railways 
This Is a Description of Two High-Tension Direct-Current R ailways Which Are Operated in One of the l\fost 

Picturesque Parts of the Rhine River Country-Both Lines Approach the-
Standards of American Interurban Rail way Practice 

The Rheinuferbahn, a 17.6-mile railway in the Rhine 
Valley between Cologne and Bonn, is famous as the first 
railway on which high-tension and low-tension direct cur
rent was used on the right-of-way and city sections re
spectively. This road was placed in operation on Jan. 11, 
1906, and its equipment was described in the STREET RAIL
WAY JOURNAL for May 5, 1906. While the passenger service 
is electric throughout, steam locomotives are also operated, 
principally for the purpose of transporting a local brown coal. 

The great success of the Cologne-Bonn line, especially 
in attracting tourist travel, led to the complet ion in Septem
ber, 1911, of a second electric rai lway which runs from 
Bonn to terminals at Siegburg and Konigswinter. The 

while the terminal divisions are fed from 518-amp-hr. 
booster-connected batteries at Hersel and Siirth, both of 
these places being located 3. I miles from opposite sides of 
the generating plant. The main station equipment consists 
of one 520-kw and two 350-kw generators; two 12-kw, 
1000/ 150-volt booster sets ( one spare), which a re con
nected to the outside battery stations over separate cir
cuits, a 55/76-hp Pirani set ( for the original battery capac
ity of 330 amp-hr. ), now used for lighting, and a 120/195-
hp Pirani set fo r the batteries. The battery houses require 
no permanent attendance because bell alarm signals are 
installed to notify the power plant men when the cells 
require electrolyte, etc. 

Rhine Interurban Railways-Four-Car Train of Bonn-Siegburg-Konigswinter Line Crossing Bridge on a 3.3 per Cent Grade 

territory of both systems and the principal places served 
by them are shown in the accompanying map. The two 
roads have no physical connection, but their schedules are 
arranged to harmonize as closely as possible. Each line is 
equipped with Siemens-Schuckert station line and car ap
paratus for service at 1000 volts and 500-550 volts accord
ing to conditions. The latter installation, however, differs 
from the former in some particulars owing to the advance
ment of the art. 

THE COLOGNE-BONN RAILWAY 

\Vheri the Cologne-Bonn railway was projected 1000 volts 
direct-current was chosen in preference to higher-voltage 
single-phase equipment owing to the condition that it was 
necessary to operate on the standard voltage d.c. circuits 
of the Cologne and Bonn street railways. To minimize line 
losses, the power station was placed at Wesseling, the ap
proximate center of the line. From this plant current is 
transmitted directly from 1000-volt generators and a 660-
amp-hr. storage battery to the middle section of the line, 

T he Siemens-Schuckert line construction is of simple 
catenary form carried on latticed steel poles 164 ft. to 
180 ft. apart, but a novelty at the time was the installation 
of two trolley wires per track. These wires lie in the same 
horizontal plane, but the distance between them varies from 
5¼ in. to 40 in. as they are staggered to equalize the wear 
of the pantograph current collectors. The main reason for 
using two trolley wires was to have ample current-collec
tion points per car. The success of this practice has led to 
its adoption on the Bonn-Siegburg-Konigswinter railway 
and on other lines which have been equipped by the same 
contractor. 

The rolling stock consists of twenty-one motor cars, each 
seating twenty-eight second-class and twenty-nine third
class passengers; nine trail cars, seating a maximum of 
seventy-two passengers each; two passenger trailers with 
postal compartments; three market-produce trailers with 
folding seats for passenger use; one parlor trailer, three 
small trailers, etc. All cars are framed in oak except that 
the side sills are exposed channels. They are of the side-
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entrance type with subdivisions for the smokers and non
smokers of each class. The end doors are for the use of 
employees, but they a re a lso available to the passengers 
when necessary. Each motor car is equipped with two 
130-hp commutating-pole motors geared l :3.1, and when 
nm at 710 r.p.m. these can mov.e a loaded motor car and 
trailer, totaling '54 tons, at a maximum speed of 44.1 m.p.h. 
The control system is operated from a 65-volt storage bat
tery circuit. 

W cekday operation is given for twenty-two ho1.1rs, name
ly, from 3 :20 a. m. to l :23 a. m., and holiday service from 
4 :07 a. m. to 2 :03 a. m. Four expresses and three locals a re 
in all-day hourly service, but an eighth train is run in the 
morning and late afternoon for the accbmmodation of 
workmen's and school traffic. The express trains make the 
17.6-mile run in forty-four minutes, and the local trains 
do so in fifty-eight minutes. Of the total running time of 
the through trains, the 3 miles on the Cologne tracks re
quire sixteen minutes and the 1.5 miles in Bonn six minutes. 
The maximum speed of trains on the right-of-way varies 
from 43 to 50 m.p.h. and is not permitted to exceed 12 .½ 

~-SCALE OF MILES 
0 2 4 

Electric Ry.Journal 

Rhine Interurban Railways-Map of Cologne-Bonn and 
Bonn-Siegburg-Ki::inigswinter R ailways 

m.p.h. on the city tr;cks. The total average daily run of 
through <;ars is about 332 miles. Every frain consists of at 
least one motor car and one trailer. The other combinations 
a re two motor cars and one trailer, or two motor cars and 
two trailers. The fine service given by this line is well 
patronized despite the fact that the fares are higher even 
than for similar service on A merican interurban railway s. 
Thus, the second-class fare between Cologne and Bonn is 
35 cents, or 2 cents per mile, and fo r the third-class riders 
22.5 cents, or 1.3 cents per mile. The third-class travel is 
about four times as great as the second-class. The only 
difference in furnishings is the superior upholstery of the 
second-class compartments. 

The cars are maintained at W esseling. Their electrical 
equipment, brakes and lights are inspected dialy. Regular 
overhauling is on the basis of 30,000 km ( I 8,600 miles). 

BONN-SIEGBURG-KONIGSWlNTER LINE CONSTRUCTION 

The types of overhead catenary construction selected for 
the Bonn-Siegburg-Konigswinter line are well shown in the 
accompanying halftones. It will be seen that curved brack-

ets are genera lly used on the singk-t ra ck !>ections and 
bridges on the double-track section s except at statio ns. In 
both cases light lattice poles of th e same type are u~ed in 
connection with channels for bracket or yoke members. Ex
perience on the Cologne-Bonn line sli1:w ed th at the pole 

f 
I . 

Rhine Interurban Railways-Catenary Bridges on Bonn-
Siegburg-Ki::inigswinter Line 

spacings could safely be increased from a minimum of 
164 ft. to a minimum of 197 ft. and from a maximum of 
180 ft. to a maximum of 213 ft. The catenary is carried 
on new-type insulators which are built up of a steel pin 
covered with vulcanized rubber and capped with green-

L 
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Rhine Interurban Railways-Curved Bracket Suspension on 
Bonn-Siegburg-Ki::inigswinter Line 

glazed porcelain. The trolley wires are of So-sq. mm sec
tion ( almost No. ooo). 

The clearance between the trolley wire and the head of 
the rail is 18 ft. on open track and 15 ft. 9 in. at bridges. 
Line section breakers a re installed at every station and at 
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t he j unctions of feede r cables and trolley wires. On double
track sections each track can be cut out independently. 
T he bridging switches and breakers of horn type are set 
on the adjacent pole and can be operated by authorized 

Rhine Interurban Railways-Combined Residence and Rail-
way Station at Hangelar 

employees by means of levers. At the Bonn city limit an 
insulated section about 200 ft. long, corresponding to a 
four-car train, is inserted in the line to bridge th e gap 
between the 1000-volt and 560-volt divisions. 

BONN-SIEGBURG-KONIGSWINTER ENERGY SUPPLY 

E nergy is transmitted at 10,000 volts, three-pha_se, fifty 
cycles, from a central stat ion at Briihl to Ramersdorf, a 
d istance of 18.6 miles. T he Ramersdorf converter station 
is 3.3 miles from Ki:inigswinter. It contains two 350-kw, 

,.,"r«,.,,,,,_,,, I 
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former through a set of three collector rings. The rotary 
converters are started with 250-volt a.c. motors. The sta
tion further contains a 500-amp-hr. battery and a three
phase d.c. motor-generator charging set. Provision has 

Rhine Interurban Railways-Double Commutator Rotary 
Converter 

also been rn acle for the installation of a booster to raise the 
line voltage. A n inter es ting feature of the switchboard is 
the use of a horn signal, in addition to the customary lamps, 
to announce the opening of a ci rcuit breaker. 

BONN-SIEGDURG-KONINGSWINTER ROLLING STOCK 

The rolling stock consists of twelve motor cars and twelve 
trailers. These a re about 46 ft. long over all and seat 
thirty-seven passengers each as -compared with fifty-seven 
passengers on the Cologne-Bonn 1rn;itor cars. The cars are 

Rhine Interurban Railways-Ramersdorf Substation of the Bonn-Siegburg-Konigswinter Line 

1000-volt rotary converters ( one spare), transformers, etc. 
On account of the high voltage the rotary converters are of 
the double commutator type, each commutator being inde
pendently connected to the low-tension side of the trans-

of the vestibuled type with no side doors. Each car is 
arranged for only one class of passengers but has the usual 
compartment for smokers and partitioned cabs for the 
motorman. The seating arrangement is . somewhat un-

/ 
,I 



NovEMnER 1, 1913. ] ELECTRIC RAILWAY JOURNAL 

common for German cars in the use of long: tudinal corner 
seats. T he widths of the seats are as fo llows: single cross 
seat, 20 in. ; double cross scat, 42 in.; three-seat corner, 64 
in. T he a isle between the cross scats is 20 in. wide. T his 
seating a rrangement has been fo und very effective fo r rapid 
loading and unloading. A featu re wh:ch encourages pleas
ure riding is the use of windows fully 64 in. wide. How
ever, to prevent danger to the public these windows a re 
constructed to drop only half way. The cars are con• 
s tructed of oak framing with exposed channel-iron side si ll s. 
T hey a re fi nished in mahogany and have seats of teak. T he 
weight of a motor car empty is 50,000 lb. and of a t rai ler 
28,600 lb. 

Each motor car is equipped with two 85-hp, 650-r.p.m. 
motors, geared I :4.35. T he motors have shunt-field con
nections to permit a 50 per cent variation in speed. They 
a re much smaller per horse-power output than the Cologne
Bonn equipments. T he compressors are wound for a maxi
mum voltage of 750 volts so that it is necessary to cut 
res istance in automatically when the cars are on the 1000-
volt division. Multiple-un it control current is taken di-.,, 

1 ooo volts twelve lamps are operated in series, but on 560 
volts the connections arc changed to six in se ries and the 
excess voltage in each circuit is taken by a spare lamp. 
The lighting connections are made by means of an automatic 
change-over switch. 

Trains arc made up as on the Cologne-Bonn line, the 

EU:Ctnc Ry.Journal 

Rhine Interurban Railways- Section of Beuel Carhouse 

largest train consisting of two 26-ton motor cars and two 
18-ton trailers. The heaviest grade of 3.3 per cent is on the 

Rhine Interurban Railways-Front Elevation of Beuel Carhouse 

rectly from the line instead of a storage battery. T his 
change requires greater care with rega rd to insulation but 
it avoids battery ma intenance, which on the Cologne-Bonn 

Overhau ling Section 

t II A r--------'14-9---------t -► 

-I 
f 
I 

Pain t Shop 

I ( __ L_f!z=~ZiZ'®==~='lli!d>aal:=qµ_ 
~------q5'5" ~ric_Rv.J.,.;;.,.,---r: 

Rhine Interurban Railways-Plan of Beuel .Shops 

Railway, for example, costs $1,250 to $2,000 a year for 
twenty-one cars. All resistances a re inclosed in perforated 
steel screens to protect them from mud and dirt. T he re
sistances are easily removed by loosening a few bolts, and 
they receive attention only at the regular overhauling. E ach 
car is furnished with twenty-four 25-cp tantalum lamps. On 

Rhine bridge, shown in an accompanying illustration. Train 
serv:ce is given from 5 :35 a. m. to 12 :35 a. m., usually at 
th irty-minute intervals. The run of 7.4 miles from Bonn 
and Konigswinter is made in thirty-five minutes. The dis
tance between Bonn and Siegburg is 6.2 miles and is made in 
twenty-three minutes. Cars are maintained at the Beuel 
shops hereinafter described. 

The average daily run of a car is 248 miles. In addition 
to the daily inspection, cars are overhauled every 40,000 
km to 50,000 km (25,000 to 31,000 miles). 

CARHOUSE AND SHOP BUILDINGS 

A very fine carhouse and adjacent shop, both of reinforced 
concrete construction, have been erected at Beuel. The 
carhouse is a double-end structure about 210 x 90 ft. Each 
of the six tracks accommodates four cars. The distance 
between track centers is 13 ft. 9 in. The roof is carried on 
two rows of reinforced concrete columns which are tapered 
downward lo give the maximum clearance. These columns 
a re spaced about 16 ft. apart longitudinally and 27 ft. 6 in. 
transversely. The accompanying cross-section shows the 
use of a continuous longitudinal skylight in the middle bay, 
transverse unit skylights in the other bays, and a series of 
windows in the side walls. T he skylights are of wired glass. 
T he ends of the carhouse and part of the steel-framed 
doors are also glazed. This care to insure ample daylight 
has produced a very pleasing interior, the cheerfulness of 
which is further improved by stenciled borders along the 
wall s. A feature which tends to maintain the neat appear
ance of the building is the use of tile in the walls at water 
outl ets, so that spattering water cannot stain the walls. 

All of the tracks are fu rnished with closed concrete pits 
about 5 ft. deep. Two cross pits are also provided. Owing 
to the excellent natural light, permanent pit lamps are not 
required, but sockets are installed at convenient intervals. 

The building is heated from a basement plant through 



ELECTRIC RAILWAY JOCRNA L [\'oL. XLII. No. 18. 

galvanized steel ducts, but it is stated that this indirect 
heat:ng has not proved as satisfacto ry as steam. The car
house utilities rooms are in a small lean-to. 

T h e general layout of the shop building is shown in an 
accompanying plan. In construction it is similar to the 
carhouse except that th e floor is of ,vood block instead of 

Rhine Interurban Railways-Artistic Bracket for Double 
Track 

concrete. T he skylight is of monitor type with swing sash 
for ventilation and, like the carhouse, the walls embody a 
liberal amount o f glazing. The building is steam-heated 
through wall registers and radiators. Of the five tracks, 
two, serving one car each, are in the paint shop,_ and three, 
servin g two cars each, are in the overhauling shop. The 
latter is equipped with an I r,ooo-lb. crane. T he plan shows 
the partitioning of the various shops for purposes of fir e 
protection. Unlike the other section , the paint shop opens 
only to the track entrance and its mix ing room has been 
isolated w ith special care. All machine shop tools, except 
the wheel lathe, a re group-driven from a 16-hp, 210-volt, 
three-phase motor. The lathe is driven by a 6-hp moto r. 
Following the usual care of German shops, the step-down 

Rhine Interurban Railways-Standard Motor Car with 
Extra Wide Windows 

transformer and switching equipment for the motors is 
placed under lock and key in a screened compartment. 

As indicated in the plan, the convenience of the employees 
is served by a washroom with shower baths. Part of the 
basement level is used fo r a heating plant and toilet and 
part of the second-story level serves for a stockr oom and 
livin g quarters for the caretaker. 

Th e Montreal Street Rai lway has adopted orange as a 
st andard color for its suburban arid interurban cars owing 
to the fact that that color is visible at a great distance, 
especially' against dull landscapes. This change is consid
er.ed a good safety precaution on single-track lines where 
no dispatchers are used and for like situations. 

PROPOSED MODIFICATION OF DRASTIC CHICAGO 
ELECTROLYSIS ORDINANCE 

By a vote of t welve to four the local transportation com
mittee of the Chicago City Council, after an animated all
day session on Oct. 25, approved a modification of the ex
isting electrolysis ordinance to which th e local traction 
companies have been so resolutely opposed. This ordi
nance was adopted by the City Council on July 15, 1912, and 
provided that there shall be no drop in voltage between 
any two po ints on the electric railway grounded return 
exceeding a maximum of 12 volts. It also further provided 
that between any two points on th e r eturn 1000 ft. apart, 
within a mile of the City Hall, the drop shall not exceed I 
volt , and between any t wo points on the return 700 ft. 
apart outside of this mil e limit the drop shall not exceed 
I volt. T he r eturn-current flow in pipes and cable sheaths 
must not be greater than certa in limits set forth in the 
ordinance, and it is also provided that the electric railway 
companies shall equip their unin sulated return-current 
systems with pilot circuits and instruments so that chart 
records can be kept to show whether th e ordinance is com
plied with . 

When this ordinance was under discussion it was op
posed bitterly by the surface and elevated railway com
panies. An extended report of th e discussion for th e com
mittee of the Council was published at the time in the 
ELECTRIC RAILWAY J ouRNAL. In spite of its passage the 
ordinance has never been en forced, although th e railway 
compani es have done a great deal to improve the conditions. 
S uits have been brought in court to compel con:Jpliance 
with the law, but they have never come to trial, owing to 

the pendency of the so-called merger negotiations in which 
the electrolysis subj ect is involved. The maximum allow
able drop before the passage of the 1912 ordinance was 25 
volts between any two points within the city limits. 

During the present merger negotiations the Board of 
Supervising E ng ineers, Chicago Traction. was asked to 
report on thi s subject. It said that so fa r as it knew there 
is no place where the conditions imposed upon the com
panies using grounded return circuits a re so severe as those 
imposed upon the Chicago st reet railway companies by the 
1912 ordinance. Further , it was the opinion of the board 
that there is no electric railway installation in existence 
where greater care has been taken to prevent damage from 
electrolysis on grounded return circuits than by the surface 
street rai lway companies of Chicago. 

The National Bureau of Standards at \ Vashington •was 
a lso requested r ecently to send an expert to Chicago to 
advise on the subject. Burton l\'IcCollum, associate physicist 
of the bureau, went to Chicago in answer to this request 
and spent a week there during October of this year. As 
2 result of the investigations of th e representatives of the 
U nited States government the city of Chicago and the 
Board of Supervising Engineers it was agreed that the 
necessary first cost for t he initial investment required of 
the companies to comply with the 1912 ordinance would be 
$4,984,424, provided the ordinance was interpreted upon 
an average maximum lo ad for a fift een-minute period. Mr. 
Palmer, the city electrician, however, said that th e net cost 
would be about $3,000,000, taking into consideration only 
th e cost of apparatus not useful to the companies otherwise 
than fo r correction of electrolysis. 

The Board of Supervising E ngineers was then asked by 
th e Council to recommend a modification of the 1912 ordi
nance and suggested a compromise plan which has been 
approved by a sub-committee of the local transportation 
committee of the Council. This plan, drawn up by Bion J. 
A rnold, chairman of the board, is substantially as follows: 

. PROPOSED ORDI NANCE 
The city is to be divided into three zones. The first or in

ner zone is to comprise the most congested district, bou~ded 
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by Chicago Avenue on th e north, Lake Michigan on the 
east, Twelfth Street on the south and H alsted Street on the 
west. The second or. middle zone compri ses the more con
gested portion of the territory in the city lying outside 
of th e first zone, while the third zone takes in that portion 
of the city not included in th e other two zones. All unin
sulated electric return circuits are to be so arranged that 
th e sustained maximum difference of potential between any 
two points on any uninsulated portion of the circuit shall 
not exceed IO volts in the inner zone, I 5 volts in the middle 
zone and 20 volts in the outer zone. The Board of Super
vising Engineers is to have the power, however, to pre
scribe limits from time to time, notwithstanding the exact 
figures mentioned in the plan. T his is to provide fo r the 
potential gradient. It also has the power to increase th e 
allowable drop in th e outer zone to 25 volts at such points 
as it may deem advisabl e for the extension of track in out
lying districts of the city where the underground utilities 
are not fully developed. The term "sustained maximum 
differ:ence of potential" is defined as the highest average 
difference of potential for any thirty-minute period during 
normal conditions of operation. ·wherever pipes or other 
underground metallic work are found to be elect rically pos
itive to the rails or the railway return circuit, they may, 
upon the direction of th e Board of Supervising Engineers, 
be connected by conductors so arranged as to prevent 
the flow of current from th e pipes to the ground. 

\Vithin three months from the date of the passage of the 
ordinance the railway companies shall file with the Board 
of Supervising Engineers and the city electrician a state
ment showing what plans they have adopted to comply 
with it. A t the encl of six months a further report must 
be made. Within one year from th e date of the passage of 
the ordinance the companies shall have completed the 
necessary installations in connection with at least two of 
their power-supply stations. \Vithin the period of two 
years the provisions of the ordinance must have been 
complied with by the companies throughout their entire 
railway systems. This is to be accomplished by the ex
penditure of not less than $1,000,000 as directed by the 
Board of Supervising E ngineers, if, in its judgment, this 
expenditure is considered necessary. The companies shall 
expend furth er such additional amounts upon return cir
cuits and other electrical apparatus as the Board of Super
vising Engineers may from time to time prescribe in order 
to prevent damage from electrolysis. The penalty for fa il
ure to comply with the terms of the ordinance is a fin e of 
from $50 to $200 a day during the time the offence con
tinues. 

DISCUSSION OF PROPOSED ORDINAN CE 

This proposed ordinance was considered at a public 
hearing held in City Hall on Oct. 25 at a j oint meeting of 
the local transportation committee and the committee on 
gas, oil and electric light of th e Council. Those present 
included Mr. Palmer and hi s assistants, Mr. A rnold and 
the other members of the Board of Supervising Engineers, 
L. A. Busby, president of th e Chicago City Railway, W. W . 
Gnrley, representing the Chicago Railways, and a large 
audience of engineers and others interested. Finally a 
vote was reached by which the committee upheld the Arnold 
modifi ed plan by a count of twelve to four. 

During the hearing Mr. Arnold said that the board's 
estimate of the net cost to the surface railway companies 
to carry out the provisions of the 1912 ordinance was 
$4,000,000, but admitted that Mr. McCollum's estimate was 
$2,800,000. He also admitted that Mr. McCollum, who was 
not in Chicago at the time of the public hearing, had said 
that the zone system was of little value and that the im
portant thing was the potential gradient. To this Mr. 
Arnold substantially agreed and said that his plan con
templated potential gradients although it did not specifi 
cally tie the board to any of the several systems of miti
gation. 

Mr. ilusby, speaking for the street rai lway companies, 
rega rded the modificat ion of the electrolysi s ordinance as 
vital a nd declared flatly that the companies would not 
,iccept the ordinance with the modification of the electrol
ys is ordinance left out. 

Mr. Pa lmer made a strong plea for the 191 2 ordinance 
and clai med, that the proposed ordinance was so indefinite 
that it would be very unsatisfactory to enforce it. 

T he ordinance as passed by the committee must be passed 
by the City Council and approved by th e Mayor to become 
law. If that is done, it would seem to be likely that similar 
act ion wi ll be taken in the case of the elevated railway 
companies and the Chicago Tunnel Company. 

TROLLEY WIRE TAKE-UP FOR BASCULE BRIDGE 

A novel a rrangement for taking up slack in the trolley, 
wire over a bascule bridge when the span is raised has 
been installed by the Toledo Rai lways & Light Company on 
the Cherry Street bridge at Toledo, Ohio. In the design 
of thi s structure no towers or overhead construction were 
permitted, so that the usual trolley retractor equipment had 
to be abandoned. The problem of drawing up slack in the 
wire is, however, successfully met by providing a pivoted 

r·====..,.:f!F-i? 
; ::/ :: t ,,, ,, 

\ i,1 t 
\ /;TJ 
\ ,t // 
\ If "j! r, .. __ / ,':'/ :; 

l \ /:/--~: 
: ~:~;,r ;; 
\ ';.~~ _rJ ... Polt> Mounted 

Fi'xed , 1/i t= 1/ on Trtmion ··. 

Pole ) \ ;fl -1: · 
··Troll, 

Novel Trolley Wire Take-Up 

F, . .Aed 
Pole -

trolley pole having its lower end loaded with a weight 
suffici ent to hold it in a vertical position regardless of the 
angle a t which the bridge-leaf stands. In this way the 
slack which accumulates ahead and behind the pivoted pole 
is divided equally on both sides, keeping the wire always 
clear of the rail. 

As shown in the accompanying illustration, the weighted 
center poles are carried on heavy trunnions, which permit 
the member to maintain its upright position independent 
of the bridge position. These poles stand 18 ft. above the 
roadway, and the weighted portion extends Io ft. below the 
trunnion mounting. For the bridge section, No. 0000, flex
ible hard-drawn stranded wire is used as the trolley con
ductor. The bridge section is separated from the main 
line by an insulating breaker, and receives its energy 
through one position of a double-throw switch, the other 
side of which supplies the bridge motor. To operate the 
bridge, therefore, this switch must first be thrown, thus 
automatically disconnecting the trolley wire before the lift 
motor can be started or the bridge moved 

The Cherry Street bridge has been in continuous opera
tion since early spring, being lifted from fifteen to twenty 
times a day. According to W. E. Richards, superintendent 
of the electrical department, Toledo Railways & Light 
Company, it has developed absolutely no faults whatever in 
this long period of practical use. 
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Fender and Wheel-Guard Tests In Vancouver 
A Full Report Has Just Been Made Public of the Tests R ecently Conducted at Vancouver, B.C., to Determine the 

Value of Wheel Guards in Connection with F enders-A Series of Tables Giving the 
Results with Differen t Types of A pparatus Is Presented 

For the purpose of comparing the action of different 
types of fenders and to demonstrate their fitness for service 
under local conditions, tests of three fenders and two 
wheel guards were recently made at Vancouver, B .. C. 
These tests were conducted in the presence of government 
and company officials and representatives of the fender 
manufacturers. A preliminary report of this test was pub
lished on page 347 of the ELECTRIC RAILWAY TouRNAL for 
Aug. 30. . 

One of the objects of the test, a full report of which has 

In the accompanying tabular results , the tests in which 
the fender was operated manually have been rated on an 
equal basis with those entirely automatic. This does not, in 
the opinion of company officials, fairly permit of a direct 
comparison· of r esults, as manual operation manifestly gives 
advantages over the automati"c method greatly in favor of 
the fender. All manual trip tests were made by having the 
motorman drop the fender about 3 ft. from the dummy. 

The tables give the results of the tests as tabulated by 
the government inspector of tramways, the gradings of A, 

THSTS AND RATINGS OF FENDERS 

Speed, 
m.p.h. 

PAVEMENT TEST GRAVEL TEST 

Upright I Upright 
Head Head Feet ----,---- Head Head Feet 

1 
On, On, On, I On, On, On, 

Bae FacE Side I Diag- St'ght St'ght Back Face Side Diag- St'ght St'ght 
On On On onal On On I On onal 

Summary 
Pavement 

Summary 
Gravel 

- --,--;;-;; ~,130 SO 130 50 130 50 ~:; 100 80 SO 80 50 80 SO 1- 7-6~ 1- 3-0~ S-O- 100 80 SO 

----------,--- lb. lb. ~-~~ ,1~~ lb lb. lb. ~~~ lb.lb. lb. lb.~~ lb. lb. lb. lb. -1-b. __ _ 

Pogue .................. .. 8 I C A A A* B* C* 1 l83 .5 75 
10 A B I C B* B* B* B* C* A* 75 66} 83.5 75½ 
15 B C C B A B 58 83½ 

Watson .. ....... ........ . 8 I D B A Wit hd raw n ,__ I . 66} - - ,---1-- •--
IO C D E W, thd ra .vn 25 
IS B C B With dr a wn 661 

-N-e-ls-on-.-.-.-.. -.-. -.. -.-.-.-.. -.-.-.. -.· l--8-, A A A A- A- B ,__ ---i--,- --l---l-- l--l--l--

10 A A A A A B B B B 100 9!j 
I S A B B A I A B 

100 83½ 83½ 91. 7 

*Manual t est s. 

just been made public, was to discover whether additional 
safety to pedestrians could be secured by the use of wheel 
guards in conj unction with the type of fenders tested. This 
matter was brought up by an act passed by the provincial 
government of British Columbia on Jan. 1 of this year 
which states, in specifying what safety appliances must be 
used on electric street cars, that a suitable fender and a 
wheel guard must both be provided in all cases. 

B, C, D and E, made after the car came to a standstill, be
ing as follows: 

For a complete pick-up or removal from the track by 
either fender or wheel guard, a test grade of "A," counting 
four points. 

If any part of the dummy remains under the fender or 
wheel guard, but is partially picked up or removed from the 
track, a test grade of " B," counting three points. 

TESTS AND R ATINGS OF WH EEL GUARDS 

GRAVEL SURFACE PAVEMENT 

I 
I I Head I Heod Feet I Sum-

Head Head H ead F eet Feet Head Feet Sum - mary, 
Speed, Across On, o,, On, 01, 01, Speed, Across On, 0 , 0 1, On , 

On, I mary, Pave-
m.p.h. Diag- St'ght at Diag- St'ght m .p.h. Diag- St'ght at Diag- St'ght Gravel ment 

onal Rail onal onal Rail onal 

-- 80 so 80 Isa 80 so 80 so 80 so 80 
1 

so -- 1301 so 130 so 1301 so 1301 so 130 s o 130 5o ~ ~ 
lb. lb. lb.! lb. lb. lb. lb . lb . lb. lb. lb. lb. lb. lb.I lb. lb. lb. lb. lb. lb. lb. lb. lb. lb. lb. lb. lb. lb. 

________ , _____ _ l ___ ~-----

watson.. ... . . 10 j B B B I C B B D B B B C I C I 8 E C A A I B A B I A B C B B 66. 7 79.21 

------1---:'- IS C B A C B A ~~I~ C B B 62 .S 66. 7 79¼ 71 

Hudson& I -,----1- 8 A ABB BB B I B CB BB 75 79¼ 1 

70 .9 

Bowring.... . 10 C ~ B B B B B I B D A D ,~ . 15 B A D C I B r B B B C A C B 54. 1 79¼ 58¼ 79 70 .8 

About 120 tests were made in all. More than fifty fender 
~ests were made on cars which had no wheel guards at
tached. In all of the fender tests, whether the action of the 
fender was good or bad, the dummy was invariably picked 
up, thrown off or jammed beneath the fender in such a 
manner that a wheel guard would not have been brought 
into use at all. 

If the dummy is for the most part under the fender or 
wheel guard but still is partially picked up or removed from 
the track, a test g rade of "C,'' counting two points. 

If the dummy is entirely under the fender or wheel guard, 
but is dragged sufficiently to prevent its going under the 
car or wheel, a test grade of "D," counting one point. 

If the dummy passes under the car or wheels, the test is 
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a failure, and the test grade is "E," counting o points. 
In all of the tests the fenders were attached to double

truck cars to conform to local conditions. Tests were made 
both on pavement and on graveled roadway. For the up
right position a wooden dummy 5 ft. 6 in. high, weighing 
76 lb. , was used, and for the prostrate positions there were 
employed three dummies stuffed with a mixture of sand 
and sa wdust, and one wooden dummy. This wooden dummy 
weighed 100 lb., while the three stuffed dummi es weighed 
50 lb., So lb. and 130 lb. respectively and ranged in height 
from 5 ft. to 5 ft. 6 in. 

DESCRIPTIO NS OF WHEEL GUARDS AND FENDERS 

The Pogue fender is arranged to be tripped automatically, 
but is also provided with an attachment for operation by 
motorman. The automatic trip extends 8 in. ahead of the 
fender and when pushed in toward the fender catches are 
released so that it is allowed to drop to the rail. For hand 
operation a plunger extending to the vestibule platform can 
be pressed down by the motorman to release the catch 
which holds up the fender. This fender has a framework of 
iron pipe and the apron and guard are made of 4-in. wire 
mesh linked together so as to form a loosely hanging 
basket within the fender frame. The dimensions follow : 
Weight ... ............. .... ..... ..... ..... ....... ......... 145 lb: 
Distance between the edge of fender and car bumper .......... 4 ft. 1 . rn 
Distance between the lowest point of fender and top of ra il. . . . 7 rn. · 
Vertical distance between the highest point of fender a nd top of 

rail; norma l position , 4 ft.; when down on ra il. .........•.. 3 ft. 11 jn. 
Width of fender over a ll, tra nsversely ... ....... .............. 6 ft. 0 !n, 
Width o.f fender over a ll, longitudinally ....................... 2 ft. 9 )TI, 
Distance from trip t o fender................................. 8 rn. 

The Hudson-Bowring wheel ~T1rd consists of a flat 
apron attached under the car just ahead of the forward 
truck. The apron is held in the raised position by a rod and 
toggle to a tripping gate or buff er carried on the pilot 
board. When the gate meets an obstruction it swings in
ward, tripping a catch which releases the apron. The drop
ping of the apron to the rails is accelerated by the action 
of a spiral spring. The apron can be reset by the motor
man by the use of_ a lever in the vestibule. The main di
mensions of the Hudson-Bowring wheel guard follow: 
Weight............... ........ ............................ 166 lb. 
Distance behind bumper t o trip........ . . . . . . . . . . . . . . . . . . . . . . 5½ in. 
Distance behind bumper t o edge of guard .. ....... ............ 4 ft. 2 in. 
Distance from trip t o guard .. ........... ............. .. ..... 3 ft. 8½ in. 
Distance between the lowest point of trip and top of rail. . . . . . . . 5¼ in. 
Dista nce between the lowest point of guard and top of rail... ... 7 in. 
Width of guard over all, trans versely .... ........ ...... ....... 6 ft. 6 in. 
Width of gua rd over all, longitudinally............ .. ... ... ... 21 in. 

The Nelson fender is operated by air pressure, both when 
automatically tripped and when released by hand. When 
tripped in either manner the air pressure thrusts fender and 
guard vertically to the rail, at the same time applying the 
air brakes of the car. The appliance for operating the de
vice manually is attached to the motorman's brake valve, 
and this appliance can also be used for releasing the brakes 
should they be applied automatically so tightly as to skid 
the wheels. The main dimensions follow: 
Weight.... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 77 lb. 
Dista nce between the edge of fender and car bumper.. . . . . . . . . . 3 ft. 1 in. 
Vertical distance between the lowest point of fender and top of 

rail in running position................................. 7 in. 
Vertical distance between the highest point of fender a nd top of 

rail in normal position, 3 ft. 6 in.; when down CJ1 rail. . . . . . 2 ft. 11 in. 
Width of fender over all, transversely ......... . .... .. ........ 6 ft. 6 in. 
Width of fender over all, longitudinally ..... . . . . . . . . . . . . . . . . . 2 ft. 5 in. 

The Watson wheel guard consists of a steel apron at
tached under the car body and just ahead of the forward 
truck, the apron being locked in position so as to be tripped 
by a gate or bumper swung from the car sills. At the same 
time that the catch supporting the apron is tripped com
pression springs are released which thrust the ap-ron down 
and hold it against the rails. The dimensions are: 
Weight ................ _................................... t 79 lb 
Distance behind bumper to trip.. . . . . . . . . . . . . . . . . . . . . . . . . . . . S½ in 
Distance behind bumper to edge of guard.. . . . . . . . . . . . . . . . . . . . 4 ft, 2 in 
Distance from trip to guard . ..............................•. 3 ft. 8 in 
Distance between the lowest point of trip and top of rail. . . . . . . . S in 
Distance between lowest point of guard and t op of rail. ....... .. 4 ft. ¼ in' 
Width of guard over all, transversely .... . . . . . . . . . . . . . . . . . . . . 6 ft. 0 in· 
Width of guard over all, longitudinally ....... ,., . . . . . . . . . . . . . . 22 in· 

The Watson fender consists of a flat apron and bumper 
with an automatic trip attachment in the form of a projec-

tion on the apron. This proj ection slides back when it 
strikes any object on the track and r eleases the c~tches 
which hold the fender in norm al position. The action of 
dropping the apron to the track is accelerated by springs. 
The dimensions of the Watson fender follow : 

i5i:~!~~~- b~t~~e-,; th~ -~dg; ~r°f~~d~~ ·a:~ci ·c;,:r· b~~p~;.-.-_ :: _::: ::: 4 ft . 
2 5

~ !~: 
Distance between the lowest point of fender and t op of rail .. . ,,, 7 tn. 
Vertic~l distance be~":een the highest point of fende r and t op of 

4 
ft . 

ra il, norma l pos1t10n . . ..... _. ....... _. . .. - , , , , - , , , , • - • • • • • • 0 rn. 
Vertical distance between the h ighest pomt of fen der a nd t op of 

ra il, when down on ra il. ............ . ........ .. . . . . . , , , , 3 fft . 11 in. 
Width of fender o verall, transversely ........... , . , , , , , , , , , , , • 6 t . 
Width of fend er o ver a ll, lon gitudina lly ....... , , , • • • • • • • • • • · · · 2 ft . 

1
6 f~: 

Distance from trip t o fender ...... . .. . ....... - , . , , , , • , , • • • - - • 

TRACK IMPROVEMENTS AT MONTREAL 
The year 1912 was a very active one for the way depart

ment of the Montreal Tramways Company, as the removal 
of overhead railway and non-railway wires from St. 
Catherine Street offered a good opportuni ty for rehabilt
tating the track on this, the most importan~ street o~ Mon
treal. At the same time the company obtained the right to 
place tracks on Dorchester Street, in order to relieve St. 
Catherine Street, to which it is parallel. In all, therefore, 
about 40 miles of new track have been placed on these and 
other streets during the past two years. 

The track taken up was largely on solid concrete founda
tion with steel ties spaced 6 ft. centers. There was also 
some track with no ties at all, also on concrete founda-

Special Ties 
21 Tics o'o" = tao' 
10 ,, 10' o" = 100 ' 
12 " 11'0"= 132 ' 
6 " 12' 0"= 72' 
4 " 13' 0" = 62' 
1 " 14'0" = 14' 

39 " U1'0" = ; 02 ' 
2 " u,'o'' = at> ' 
1 " 201 0 " = 20' 
1 , , 21' o" =- 21' 
3 ' ' 22' 0" = Gr}' 

100 " 

Start 

Start H e re 

Electric Ry,JournQI 

Montreal Track Improvements-Layout of Special Ties for 
St. Catherine Street and Bleury Street 

tion. This construction had proved very noisy and was be
lieved to cause corrugation, the rail quickly wearing its 
way into the concrete base and destroying adj a cent paving. 
The new construction, as adopted in 1912, called for a sub
base of concrete, but owing to time limitation and the diffi
rulty of keeping traffic from the street for so long a 
period, the work for 1913 was carried out with a sub-base 
of broken stone. This sub-base has been found superior to 
Then the ties are placed and brought to grade by tamping 
concrete as it is less noisy and permits better drainage. 
A cross-section of the latest construction is shown in an 
accompanying drawing. 

In laying the new track the sub-grade is thoroughly 
rolled with an 8-ton steam roller upon which is placed I¼ 
in. of broken stone to a depth of 7 in., which is also rolled. 
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on a 1-in. layer of fine stone and stone dust mixed, which 
is also carried up another 3¼ in. a t the sides of the ties. 
T his dust cushion carries 4¼ in. of concrete and a 1-in. bas.:: 
of sand for scoria block, 4 in. deep, or Laurentian granite 
paving, these being grouted with a I to 2 mixture of cement 
and sand. A good feature is the use of 8-ft. instead of 

, " 
1 9- 4----

1 

_" or ,j\,tone and Stone Dust llfixe<l 

Details of this basin are shown in an accompanying draw
ing. It has proved so satisfactory, especially in ease of 
cleaning, that the railway company has adopted this basin 
as standard. About 150 are now in use or on order to 
r eplace iron drains. The basin is constructed with a con
crete base and a cast-iron cover grating. It is installed 

Montreal Track Improvements-87-Lb. T-Rail with Scoria Paving, Showing 8-In. Stone Ballast Under Ties 

7-ft. ties of jack pine or cedar, space 2-ft. centers. The 
longer ties cost no more and give an extra bearing which 
easily justifies the greater amount of excavation. The rail 
is a special Lorain section, designed for the Montreal 
Tramways Company and known as u5-462. It is similar 
to section II6-434 except that the bevel in the head has 
been increased, thus making the tread narrower to suit the 
Montreal Tramways Company's standard wheels. The tie 
rods a re spaced 6 ft. center to center. T hese bonds were 
adopted during 1910 to succeed the plug type. The Mon
treal company was one of the early users of cast-weld 
joints but did not meet wi th success with them, as 
Montreal is subject to .a temperature range of 30 deg. 
below zero to 95 deg. above. T he last cast-welded joints 
were removed in 1912. 

TIES FOR SPECIAL WORK 
Some years ago a great deal of special work was in

sta lled on a soli d concrete foundation without ties and 
some on standard 8-ft. ties interlaced, but both types proved 
unsatisfactory, particularly the former. A ll new intersec
tion work is now placed on 8 in. of crushed ston e and 
special 6- in. x 8- in. ties from 8 ft. to 22 ft. in length of 
tamarack, hemlock or spruce. This construction, although 
expensive, is found to enhance the li fe of the steel work 
to a large extent besides more uni fo rmly keeping the pav-

I • ---- : f F ~ l:t;==:~ij 
o: --~----a '( 
\1 lt::~~~====:r!-------.-, 1 AA A ~1 Gratiu;; Frume • 
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Montreal Track Improvements-Catch Basin for Track 
Drain 

ing and joints in good condition. A similar plan is used 
by other companies, but the practice is far from common. 

CATCH BASIN FOR TRACK DRAIN 

At the request of the municipality of Maisonneuve, R. 
M. Hannaford, assistant chief engineer Montreal Tram
ways Company, designed a concrete catch basin for track 
drainage in some of the streets laid with granolithic paving. 

betv.:een th e ra ils as illustrated, the cove r being sloped in
stead of crowned in order to provide a better catch-all. 
T his cover is a lso provided with a special piece when made 
for installation with T -rail. T he grating may be readily 
removed so that the basin can be cleansed quickly with a 
shovel instead of by the slower way of spooning. The 
devil-st rips a re crowned so as to pitch toward the basins. 
T he side of the basin is fitted with a 6-in. vitrified pi]Je 
trapped to the sewer to carry off all silt as well as snow 
melted by the heat from the sewer. 

MORE ARTICULATED CARS FOR BOSTON 
The Boston E levated Railway placed in service early in 

October forty-one add itional cars of the articulated type 
on its Mi lton-Pa rk Street subway cross-town line. These 
cars are similar to those of the previous type described in 
the ELECTRIC RAILWAY JOURNAL for Oct. 5, 1912, and were 
built in the company's own shops from the designs of John 
L indall, superintendent of rolling stock and shops. Each 
of the new cars is composed of two 20-ft. bodies, with a 
central compartment. A new feature of these cars is the 
provision of a conductor's emergency foot valve by which 

\ 
/< - Applied Position 

Ewergenc1 
Train Line 

Foot Valve for Emergency Brake of Boston Articulated 
Cars 

the air brakes can instantly be applied from the central 
compartment in case of trouble. The arrangement of the 
foot valve is shown in the accompanying drawing. The 
earlier cars of this type were provided with an emergency 
brake valve for the conductor's use, but this was arranged 
only for hand operation. On the later cars the conductor 
is provided with a change box to facilitate handling fares. 
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Westchester Electric Railway 
Employees 

Building for 

New Building Recently Opened in :Mount Vernon- Contains Billiard Room, Lunc:h Room , Library, Assembly 
Hall, Shower Baths and Other Features of Interest to Employees 

The vVestcheste r E lectric Railway, Mount Ve rnon, N. Y., 
which is controlled by th e T hird Avenue Railway, New 
York City, recently opened a new building fo r its officers 
and employees a t 219 South F ifth Ave nue, l\Iount Ve rn on. 
This new building, which is s imilar to one opened at the 

\\1th the exception of the til e fl oor in the vestibul e and 
entrance hall and the concrete fl oor in th e shower bathroom 
and toil et. Marble is used fo r the lower part of the side 
walls in the vestibule and entrance hall and fo r the treads 
and pl atforms on the stairway to th e seco nd story. 

T he most strikin g feat ure about the building is the amount 

Westchester Electric Railway-Employees' Building at Westchester Electric Railway-Library and Reading Room 
Mount Vernon, N. Y. in Employees' Building 

:Same time in Yonkers, N. Y., for the employees of the 
Yonkers Railroad, is an excellent example of the various 
measures instituted by Frederick W. Whitridge, president 
of these companies, for the comfort and welfare of the 
employees. 

of space reserved in various ways for th e employees as 
compared with that set aside for official use. Approxi 
mately two-thirds of the entire fl oor space in the building 
is devoted to employees' uses, as is indicated by the accom
panying floor plans and illustrat ions. T hese clearly show 

Westchester Electric Railway-Assembly Hall in Em- Westchester Electric Railway-Billiard Room in Em-
ployees' Building ployees' Building 

The building, shown in the accompanying illustration, is 
50 ft. x 95 ft., two stories high, and is constructed of brick. 
The front is light-brown brick, with bluestone foundation, 
window bases and lintels and coping. In the interior the 
woodwork is of light oak. The entire first floor is terrazzo, 

that the recreation and enjoyment of the employees were 
the prime moti ves lead ing to the constructi on of the 
building. 

The ground floor contains seve ral features t!:iat have met 
with th e hearty approval of the men. In the rear of the 
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marble hall is a spacious billiard room with three standard 
billiard tables and all the necessary accouterments. Behind 
the billiard room there are located seven shower baths, 
whose white cleanliness and inviting features have proved 
a great boon to the stream of hot and dusty motormen and 
conductors at the end of the day's run. 

~---- ·---· __ · 95-
1 

-- ----------->-l 
I 

1·'[µ::'.:'.:=_:::'.:'.::I;...~~C::=J=::I:=::=:r::::r:::===::r;::::r:::::=::o::=::~ 

department. The remainder of tl,is side of the building is 
occupied by the assembly room, which is the chief feature 
on this floor of interest to the employees from the stand
point of recreation. The room is fitted up with oak benches, 
rostrum and piano. In the rear there is a stereopticon, with 
which the company intends to pursue the plan followed in 

l Offiiceof 
Gene ral Electric and Line Electric 

l;ngineer 

J 
N====a' Department 

r 
ISi=====''=? Assembly Hoom 

l~~~~ 
Westchester Electric Railway-Plans of First and Second Floors in Employees' Building 

On the right-hand side of the first floor, as one enters the 
vestibule, are found the accident clerk's office and the re
ceiver's office, where the men are paid off. Across the hall 
behind these rooms there is a room which is to be used as 
a barber shop, and behind thi s is a library. Works of both 
technical and non-technical nature may be found herein, 
together with current newspapers and periodicals, and addi
tions will be made to the files and catalogs as rapidly as 
time allows. The rear right-hand corner of the building 
is taken up by the lunchroom. This at present is reserved 
for the use of the men actually employed in the building, 
but it is the purpose of the administration to throw it open 
to the outside employees as soon as adequate provisions 
can be made for such a move. The lunchroom contains 
a curved lunch counter, with eighteen stools on the out
side, and also four wall tables. Back of the lunchroom is 
the kitchen, containing a gas range, a refrigerator, coffee 
and tea tanks and complete culinary fixtures. 

The second fl oor of the building contains the offices for 

Westchester Electric Railway-Lunch Room in Employees' 
Building 

the various company official s. The front is given over to 
those of the president, superintendent and general attorney. 
Next on the left come the rooms devoted to the general 
manager, the electric and line department and the elec
trical engineer of the company On the right, behind the 
general attorney's office, is situated the office of the claims 

recent years of g1vmg occasional entertainments and lec
tures for the benefit of the men and their families. The 
room also lends itself admirably to dance purposes. 

The building stands on a plot of ground which adjoins 
land owned by the railway. This gives a permanent assur
ance of good light and fresh air for all the rooms. It is 
true that, although it is on one of the principal streets in 
Mount Vernon, the building is a considerable distance from 
the carhouses and terminal in that city. This, at first, 
might be construed as a vital disadvantage, but this is not 
the case, owing to the peculiar local conditions existing. 
The homes of the approximately 350 employees of the 
company are almost evenly divided between Mount Vernon 
and New Rochelle, and the location of the building on one 
of the main lines of the Westchester division between these 
cities makes it equally accessible to both sections. In 
addition to this fact, it is not improbable that a future 
development of the company's plans may mean the removal 
of the carhouses and terminal to the new locality. 

President Whitridge made some remarks in connection 
with the opening of this building that well illustrate the 
attitude of the company in desiring to help the employees. 
He told the men that the legal relation existing between 
the officers of the com!)any and themselves was that of 
fellow servants of the public and the personal relation not 
that of partners but of master and servant. He continued: 

"There is in this, however, nothing to prevent mutual 
r espect and the warm human fellowship that fellow service 
ought to create. The formation of the employees' associa
tion and the opening of these club rooms are intended to 
show that such sympathy does really exist. Antagonism 
between us is unreasonable and impossible, and we are not 
likely to have a re~etition of strike troubles such as we 
had in Yonkers last January, for the employees of the 
company understand me better now." 

According to an English contemporary, the London & 
Northwestern Railway Company has under consideration 
the model of a signal device for bringing to a stop any 
train which has passed a signal at "danger." The appliance 
is said to be simple, and it is stated that it can be worked 
very economically and without any expensive addition to 
the exis~ing signal plant. It is intended to be attached to 
the present type of signal, and consists of an arm extended 
from the standard over the rails. Attached to the arm is 
a swinging disk, which, when a signal is in the stop position, 
comes into contact with the corresponding disk on the cab 
of the engine, automatically applying the brake and bring
ing the train to a stop. 
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Meeting of Railroad Commissioners 
Abstracts of the Reports of the Committees on Railway Capitalization an<l on Railroad Taxes an<l Plans for 

Ascertaining :Fair Valuation of Railroad I>roperty- The Discussion During the Opening Sessions-
The Bureau of Standards and Its Investigations of Electrolysis 

The twenty-fifth annual convention of the National As
sociation of Railway Commissioners, which was held in 
\iVashington this week, was largely attended by representa
tives of railroad and public service commissions of the 
country. In addition to the usual program of committee 
reports, bearing mostly upon railroad questions, papers 
were read upon various aspects of the subjects of regulation. 
The presence in vVashington of representatives of so many 
of the state commissions and their interest in the valuation 
of railroads by th e Interstate Commerce Commission led 
to a number of conferences on this topic. The matter of 
valuation of railroads was more prominent in the formal 
and informal conferences than that of valuation of other 
classes of public utiliti es. 

Edgar E. Clark, chairman of the Interstate Commerce 
Commission, made an address of welcome to the delegates, 
which was thought by many to indicate views favorable 
to an advance in railroad rates. Mr. Clark said it would 
be a mistake to try to correct past evils in railroad financing 
by a policy of reprisal which would impair the efficiency 
or usefulness of the carriers. An abstract of Mr. Clark's 
address is published elsewhere. 

0. P. Gothlin, of Ohio, the president, called attention in 
his address to his action in appointing during the year a 
committee on valuation to represent the interests of the 
states before the Interstate Commerce Commission in the 
pending valuation of railroads. This committee was as fol
lows: Mr. Thorne, Iowa, chairman; Mr. Martin, Kansas; 
Mr. Glasgow, Michigan; Mr. Erickson, Wisconsin; Mr. 
Henshaw, Oklahoma; Mr. Staples, Minnesota; Mr. Berry, 
Illinois; Mr. Clarke, N~braska; Mr. Gothlin, Ohio; Mr. 
Maltbie, New York; Mr. Thelen, California; Mr. Atchison, 
Oregon; Mr. Richards. South Carolina; Mr. Bishop. Massa
chusetts, and Mr. Prentis, Virginia. As part of the plan 
each state was requested to name a member to serve on a 
general advisory committee. 

The report of the committee on railway capitalization was 
presented by John M. Eshleman of California, the chair
man. It attacked the report of the Railroad Securities 
Commission appointed by President Taft and aroused pro
longed and sharp debate. In the course of the discussion 
H. F. Bartine, of Nevada. a member of the committee, said 
that the report was written by Mr. Eshleman. He thought 
that Mr. Eshleman did not intend to criticise in the least 
degree the report of the Railroad Securities Commission, 
which was rendered at an earlier date than this, but that 
the world was moving and it was possible to go further now 
than then. 

Commissioner B. H. Meyer, of the Interstate Commerce 
Commission, who was a member of th e Railroad Securities 
Commission, also discussed the report. Mr. Mev~r called 
attention to certain features of the report of th~ Railroad 
Securties Commission. With power to establish and value 
the public utilities on the one hand, and adequate power to 
regulate rates and service on the other, he thought that 
the question of regulation of stocks and bonds was largely 
a question of public morals. How best to promote and to 
achieve these public moral purposes was the object of all 
proposed stock and bond legislation; and that, he thought, 
was also the purpose of the report of the committee. 

Among the amendments to the act to regulate commerce 
pending before Congress in 1910 was one aimed to control 
in certain respects the issuance of stocks and bonds of 
interstate carriers. Congress could not agree upon a defi
nite program, as the result of which that matter was re-

£erred to a commission of five , of whom Mr. Meyer was 
one. That commission was directed to make a report upon 
thi s subj ect with a view of submitti ng suggesti ons that 
might assist Congress in enacting legislation at that time, 
namely, late in 1911 and early in 1912. 

There were before the securiti es commission two broad 
fundamental quest ions: On the one hand, should the com
mission recommend to Congress legislation which would 
place the responsibility of the issuance of securities in the 
hands of the corporation, or should it take away from the 
corporation the initial respon sibility and place it in the 
hands of the State, meaning, of course, state governments 
as well as the federal government? The securities com
mission decided in favor of the alternative of leaving the 
initial responsibility in the hands of the carriers and placing 
in the hands of the federal government adequate power, as 
was thought, to reach in when wrongdoing was in progress 
and to correct it if possible if it had been done. Mr. Meyer 
quoted a paragraph from the report of the commission 
which suggested the lines of thought which it had been 
considering as follows: 

"If railroad securities were to be issued only after ex
press authorization of each particular issue by the Inter
state Commerce Commission or other governmental agency, 
it is difficult to see how the government could thereafter 
escape the moral, if not the legal, obligation to recognize 
these securities in the regulation of railroad rates." 

Mr. Meyer suggested the possibility of the offer of public 
utility securities to prospective purchasers, accompanied by 
engraved certificates carrying the seal of the State. Con
tinuing, Mr. Meyer said that the securities commission 
did not suppose for a moment that it was drawing up a 
program which would settle this question once for all, but 
it was agreed that this was one step that in good faith and 
with some degree of confidence of success it could recom
mend to Congress. It had in mind possible additional steps 
to be taken in the future, l;JUt that was a question for the 
future to take care of. 

In the report of the committee on railway capitalization, 
the report of the Railroad Securities Commission had been 
represented as primarily passive. The theory of publicity 
had been represented as a passive theory. The Securities 
Commission recommended many things which it believed 
should be required, either directly by statute or supple
mented by specific requirements in an administrative way 
by the Interstate Commerce Commission. After enumer
ating a good many of these thin gs, th e securities commission 
recommended that every railroad corporation should fur
nish to the Interstate Commerce Commission or other gov
ernmental authority, in addition to its income account, a bal
anced statement of receipts and expenditures on capital ac
count and of the surplus or income accruing during the 
period, as well as of all other financial transaction s that 
had taken place during the period, with whom had, whether 
in cash, in securities or in other valuable consideration. 

Other r ecommendations were outlined by the securities 
commission looking to a degree of administrative super
vision far in advance of anything now provided under the 
rather liberal provisions of the interstate commerce act. 
Mr. Meyer said this was scarcely to be characterized as a 
passive program. It was passive in the hands of passive 
commissioners who were unwilling or unable to do their 
work. It was active in the hands of active commissioners 
who knew their business and were willing and able to do 
their duty. 



974 ELECTRIC RAILWAY JOURNAL [VoL. XLII, No. 18. 

T he report characterized the \Visconsin act as one of the 
best if not the best in the country. As a \Visconsin man, 
who not long ago was charged with one-third of the r e
sponsibility in the administration of that act, he fully 
shared in that view. But was it not rather significant that 
the \Visconsin member of the securiti es commission hesi
tated so much to extend the theory of that act over th e 
whole country that he was unwilling to r ecommend to his 
coll eagues on the securities commission the taking of this 
additional step? Not a single thing was done under th e 
excellent Wisconsin act which could not have been accom
plis!1ed under the act suggested by the securities com
mission without assuming mor al or legal responsibility. 

After lengthy further discussion the association adopted 
all but the fourth recommendation of the committee on 
railway capitalization. 

OTHER PAPERS AND REPORTS 

Lawrence B. Finn, chairman Kentucky Railway Commis
sion, read a paper on the subject "Should Congress Extend 
the Power of the Federal Government to the Regulation of 
Intrastate Rates?" Discussion over the question of en
larged federa l authority took place during two sessions of 
the convention and finally resulted in the passage of a 
r esolu tion on Oct. 30. T hi s action followed directly a state
ment made by Chairman Clark of the Interstate Com
merce Commission, in which he made it plain that that 
commission was not seeking to extend its authority. It 
was not jealous of the authority of the states. It wel
comed and solicited the widest degree of co-operation from 
a ll of the states. It had no desire other than to fulfil 
fa ithfully the obligations imposed on it by law. 

The resolution which was adopted as the sense of the 
convention was then offered by Mr. Eshleman of Cali
forni a . It provided that no legislation by Congress at
tempting to extend the authority of th e federal govern
ment over intrastate rates was either necessary or desir
able at this time. 

Abstracts are published below of th e address of welcome 
of Commissioner Clark, the report of the committee on rail
way capitalization. a paper on the Bureau of Standards by 
Dr. Rosa. and the report of the committee on railroad taxa
tion and valuation. The latter was accompani ed by five 
communications. Abstracts of the paper on the Bureau of 
Standards and of the reports of the two committees men
tioned above are published in abstract elsewhere in this 
issue. The report of the committee on railroad taxation 
and valuation says that the two remaining members of 
the <:ommittee did not submit their statements in time for 
them to appear in the pri nted report. 

NEW OFFICERS AND DATE OF NEXT MEETI N G 

The election of officers resulted as follows: P r esident, 
Laurence B. Finn, Kentucky; first vice-president, Clifford 
T horne. Iowa; second vice-president, Robert R. Prentis, 
Virginia; secretary, William H. Connolly, Interstate Com
merce Commission; assistant secretary, William Kilpatrick, 
Illinois. 

The next meeting wi ll be held in ·washington, D. C., 
beginning Nov. r7, r9r4. 

A DDRESS OF WELCOME BY COMMISSIONER 
CLARK OF THE INTERSTATE COMMISSIO N 

We all occupy positions of tremendous responsibilit.ies 
and are invested with unprecedented authority. Upon our 
zeal, patriotism, efficiency and judgment r ests largely the 
commercial welfare of our country. 

In this, as in other lines of public work, we find the 
extremists on both sides, who, unless their ideas are ac
cepted and fo llowed, exercise to its full extent the Ameri
can's prerogative of criticism. Their criticism is often 
founded in lack of knowledge as to facts and sometimes in 
a willingness to disregard the rights of others. Such cri-ti
cism creates misunderstandings and misconceptions, but if 

we a re not broad enough to r efrain from being influenced 
or swerved by it, we are lacking in true capacity and fitness 
for the positions which we occupy. 

The situation that existed when regulation was under
taken was permitted to grow up. State and nation could 
have prevented it. But it was a long time before public 
sentiment, which is really th e power of the state and of 
the nation, awakened to the facts and roused itself to the 
task of establishing equity in place of gross and unjust 
disc rimination, and law in place of license. 

T he multitude of evils could not be eliminated nor the 
wrongs corrected by one heroic action. Under the condi
tions that then existed such things grow rapidly and easily. 
T he attempt to eradicate them in volves the interests of 
many who had nothing to do with creating or fostering 
them, as well as the interests of the carriers whose agents, 
in co-operation with th e representatives of favored ones, 
created and nourished th e wrongs. 

Even if it be true that th e present financial condition 
of transportation agencies is due to reckless, improvident, 
or even dishonest, financing in the past, it would be a mis
take to undertake to correct it by a policy of reprisal which 
wi ll impair the usefulness or efficiency of the carriers upon 
which the welfare- th e very life-of the commerce of the 
country depends. That commerce grows continually, and 
we have seen each year periods during which the available 
transportation fa cilities were sadly lacking in efficiency. 

This is in part due to the failure of carriers to provide 
themselves with facilities, in part to inefficient handling 
and movement of equipment, in part to failure of shippers 
and receivers to provide room and facilities of their own 
sufficient for their needs, and in part to customs that have 
grown up in some lines of business that necessarily cause 
serious delay to cars and congestion of terminals. Of 
course, the ideal situat ion would be one in which the 
carriers were r eady to provide all the equipment needed 
and promptly transport all the traffic offered at the time of 
the maximum demand, but that situation can be attained 
only by large additions to the facilities and great improve
ment in methods. The added facilities can be secured only 
through expenditures from surplus earnings or from expan
sion of credit. In either way the total cost to purchasers 
of transportation would be increased. It seems to me that 
no more helpful work can be done than to bring about the 
highest possible degree of efficiency in the operation and 
utilization of the facilities now possessed. 

It seems to me also that the traveling public is justly 
enti tled to a greater degree of safety while patronizing our 
ra ilroads. The importance of this should be brought force
fully to the mind of every railroad official and every rail
road employee. They should realize and respond to the 
great responsibilities which they have undertaken and b·e 
held to a strict accountability for neglect therein. It would 
be well to revive and enforce the o ld fundamental rule for 
train operation, "In case of doubt, take the safe side.'' 

REPORT OF COMMITTEE ON RAILWAY CAPI
TALIZATION 

There seems to be no dissent from the conclusion that 
stocks and bonds of railroads, as well as of other utilities, 
should be regulated; we will therefore discuss the question 
before us from the general standpoint of the regulation of 
securities of all utilities. 

Were it not for the fact that the eminent body of men 
composing the Railroad Securities Commission has prac
tically indorsed regulation by publicity, your committee 
would not consider it necessary to discuss such a method 
of regulation, which we believe utterly inadequate to pro
duce the results demanded. In fairness to the report of the 
securities commission, however, it is proper to state that 
this commission gave as its main reason for reporting in 
favor of publicity as the proper method of regulating rail-
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way securities the conflicting state laws and conflicting 
jurisdiction between state and federal authorities which 
might result in rendering a mor e stringent form of regula
tion ineffective. 

\Vhen it is borne in mind, however, that more th an half 
the states have no regulation on this subject and that of 
those that assume to regulate stocks and bonds of carriers 
one (Georgia) refrains from attempting to regulate such 
issues of interstate carriers on the ground that such sta te 
does not have jurisdiction thereover, and seve ral others 
limit th eir regulation to domestic corporations and some do 
not require ei th er of domestic or foreign corporations en
gaged in interstate commerce that th ey submit to state 
control when the moneys to be realized from th e sale of 
stocks and bonds are to be expended without the state bor
ders, it will r eadily appear that a very la rge fi eld is not 
covered. It further appears that Arizona, California, Colo
rado, Illinois, Missouri and Penn sylvania have for the first 
time attempted to regulate the securit ies of interstate car
riers since the presentation of the report of thi s securities 
commission. Therefore, at the time of th e presentation of 
this report the effect ive regulation of interstate ca rriers by 
state authority was limited to a comparatively few states. 

Another r eason for the conclusions of this national com
mission against affirmative regulation by the federal goY
ernment of stocks and bonds of interstate carriers was the 
fact that important cases were then pending before the 
Supreme Court of th e United States, the decision of which 
cases in th e opinion of this commission might be determi
native of the power of Congress to act in this field. Since 
this report the S upreme Court of the United States has 
decided the cases referred to. and has made it more ap
parent, as your committee believes, that if Congress 
chooses it may assume jurisdiction over at least a consider
able portion of th e field we a re here considering. \Vhile it 
may be that the Supreme Court of the United States will 
hold that it is within the power of any state to control liens 
on property of interstate carriers loca ted within the boun
claries of such stat e and that the state chartering the corpo
ration still may retain its power to regulate the stocks and 
bonds of such corporation even though it operates without 
the state chartering it , yet we are quite sure that a state 
may be prevented from regulating the stocks of an interstate 
carrier chartered by another state, and certainly by the 
federal government. and that it may be prevented from 
regulating issues of bonds that do not constitute a lien upon 
property within the state involved. 

It is our general opinion from a somewhat careful con
sideration of the law on thi s subject that no one is com
petent to advise what the Supreme Court will do with refer
ence to the powers of the states to regulate stocks and bonds 
of interstate carriers until Congress has passed legislation 
assuming such authority in th e federal government and the 
Supreme Court of the United States has passed thereon. 

\Ve are not at all sure that it is necessary under consti
tutional provisions as they now stand to resort to a federal 
incorporation act in order to subject interstate carriers t o 
regulation by federal government as regards their stocks 
and bonds. It is to be regretted that the federal securities 
commission did not report on this subject. 

We have it dinned into our ea rs that the public is a 
partner with the public service corporation, but we doubt 
if this idea is as fully and sincerely accepted as it should 
be. Not only is the public a partner in the business, but it 
has come to be and is and must be recognized henceforth 
as the dominant partner. This merely affirms that the pub
lic interest is superior to the private interests. This is not 
a fitful movement of the moment. We are witnessing a new 
order of things throughout the United States. The last 
decade in American history is the story of the assertion of 
the human right above the property right and the property 
of individual men is being made to serve the purposes of 
the community of men. Nor has there been aught of con-

fi scat ion in thi s movement. Tho:,e who once belie ved that 
this was a passing whim no longer dece ive them selves. The 
public has asserted and wi ll continue to a ssert even more 
vigorously than it has in the past it s right to the dominant 
partnership in public utility enterprises. 

1 f we should attempt to name the one factor which has 
been most producti ve of financial troubles and which has 
contributed most to the necessity for regulation, we would 
have no hes itancy in saying that it has been the design 
of the men promoting and controlling utilities to make 
somebody take the risks when they themselves take the 
chances of profit . and not even to-day when utilities are 
supposed to be very much reformed do we find stockholders 
adv erse to getting their stock for nothing and taking the 
chance that va lue may be placed behind it out of the rat es 
\r hi ch the utility will be permitted to earn. 

It may be a se rious thing when a utility already over
burdened and mortgaged beyond it s value find s itself unable 
to secure the necessary fund s to mak e the proper repairs 
and extensions mentioned, but to say that such utility must 
be permitted further to burden it self seems to border on the 
ridiculous. \\Th en the finance s of a corporation are in a 
bad way, such corporation should not be permitted to bor
row more money and to increase its indebtedness. A totter
ing concern should be saved by its stockholders and not by 
its rate payers. This seems to us so plain that it is difficult 
to understand how any difference of opinion could exist 
with reference thereto. It is a practice which is uniform 
with refer ence to all kinds of business except a ut ility. 

T he salvation of any property is more to the benefit of 
the owners of that property than the patrons thereof. It 
is utterly immaterial to the user of gas or the pu rch aser of 
railroad transportation who is the owner of such utility, 
and a change in ownership or control in the ordinary course 
of affa irs does not affect the patron in the least as far as 
the mere substi tuti on of ownership is concerned. Neither 
should the change in owne rship necessitat ed by the finan
cial difficulties of a public utility owner affect the patron 
of such utility. Nor should recei vership and consequent re
organiza tion on a different financial plane injure the con
sumer but rath er a id him by putting in control of the 
agency serving him th ose better able from a fin ancial 
standpoint to se rve him. 

In short, the only persons interested in the mai ntenanc e 
of the property interest in a utility by the present owner s 
of such utility a re such property owners, who, of course, 
a re the stockholders, when a utility, as is usually the case. 
is a corporation, and these stockholders should be called 
upon to save the utility property if the ownership is to be 
retained by them, it being immaterial to the rate payers or . 
the public generally in whom the title to utility property 
rests; and the stockholders reaping a ll the benefit of the 
continued ownership in th em should be the ones to furnish 
the means required to continue such ownership. 

Our conclusions are that regulati on of securities of 
utiliti es is demaided on the following grounds: 

I. The protection of th e investor. \Ve consider thi s of 
least importance, but laws preventing frauds , particula rly 
wholesale frauds, have always met with favor , and if the 
laws requiring the regulation of public utility securities per
formed nothing more than this least important function, 
we believe that such public regulation would be justified. 

2. Protection of the utility. If we were dealing always 
with the corporate entity, which in its corporate ca pacity 
could realize its own needs, ou r problem would be much 
simpler. and it would be correct to say, j ust as is often 
urged, that the interest of the corporation induces it to re
sort to sound financial methods. in order to obtain from th e 
sale of its stocks and bonds the very largest amount pos
sible to obtain, and to place the proceeds in the treasury 
of the corporation for its benefit. But corporations ar e 
handled by men, and admittedly the hi story of corporations, 
and utility corporations particula rly. has been a hi story too 
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often of conflicting interests between men and the agencies 
which they represent. 

3. Protection of the patrons of the public utility. We 
have called attention to the fact that the public is the part
ner of the utility. By reason of this fact the public can
not permit the stockholders and their representatives, the 
officers of the company, who stand in the place of the other 
partner, the corporation, to have the entire say as to the 
financial affairs of such corporation, because, just as it is 
too often the inclination of the representatives of the stock
holders to favor their own interests when such interests 
conflict with the interests of the stockholders, so the in
clination both of the stockholders and their representatives, 
the officers of the corporation, is to favor the interests 
of that partner when they conflict with the interests of the 
other partner, the public. 

Your committee agrees generally with the provisions of 
the model act of the National Civic Federation but we be
lieve that not quite enough discretion is all~wed to the 
commissions, particularly with reference to the selling price 
of stocks and bonds. We advise against writing into the 
law the amount for which stocks and bonds shall be sold· 
a better method would be to repose more discretion in th; 
commissions, particularly as regards the selling of stock 
below par, so as to enable the commissions, when they are 
confronted with a condition where a utility is not insolvent 
but still so heavily in debt that it should not be permitted to 
raise more money from bonds and likewise cannot secure 
its par from stock, to permit the sale of stock to a limited 
extent below par, so as to bring back the margin of safety 
and restore the credit of the utility rather than allow exces
sive debt to impair its service and drive the utility into the 
hands of a receiver. 

COMMITTEE'S RECOMMENDATIONS 

We do not beiieve it necessary for the purpose of this 
paper to recommend any particular form of an act but we 
do believe that we should recommend the minimum which 
should be provided, and this minimum we believe should be 
the fo llowing: 

I. The limitation in the act of the purposes for which 
the issue of stocks and bonds shall be permitted. 

2. Authority to the commissions to see to it that the pro
ceeds of the sales of stock and bonds are devoted to the 
purposes for which they are issued. 

3. No stocks or bonds to be issued without the positive 
approval of the commission, or at least a veto power should 
be reposed in the commission similar to the power which 
the Interstate Commerce Commmission has to suspend 
rates. If this method is pursued, the same full investiga-

. tion should be required on the part of the commission in 
every instance as is required when the affirmative action of 
the commission is provided for. 

4. No limitation in the statute as to the amount for which 
either stocks or bonds shall be sold. 

5. The power should be reposed in the commission to im
pose conditions and to grant the application of the utility 
either in accordance with such application or in lesser or 
greater amount, and to impose such other conditions as the 
commission shall deem necessary. 

6. Regulation of the stocks and bonds of interstate com
mon carriers to be delegated to the Interstate Commerce 
Commission. 

Basing our recommendation upon the foregoing conclu
sion, your committee respectfully recommends that Con
gress immediately pass an act empowering the Interstate 
Commerce Commission to regulate the stocks and bonds of 
interstate carriers in the manner and to the extent here
inbefore outlined. 

The finances of all utilities, but particularly of the tre
mendous agencies engaged in interstate commerce, have 
been a pawn of the manipulators who demonstrably are 
more interested in gain than in the proper service to the 
public, and such service, as conclusively appears from his-

tory, is merely incidental to their main design. The design 
is to make money, and it grows out of natural inclination. 
T here these financial magnates sit apart, building tremen
dous fortunes, nominally in control of great enterprises, 
but really delegating the control to others who are pre
vented from doing that which they would do by the very 
financial manipulations of their superiors, who are their 
superiors only in prevention and not in co-operation. The 
great financial interests and not the active railroad man
agers have been found to be responsible for most of the 
mismanagement of railroad enterprises. 

RELATION OF BUREAU OF STANDARDS TO 
ST A TE COMMISSIONS 

Edward P. Rosa, chief physicist Bureau of Standards,. 
read a paper in which he ref erred to methods of testing 
the quality of gas. He also referred to the studies which 
the bureau had made of the electrolytic corrosion of gas. 
and water pipes and lead cable sheaths by earth currents 
due to electric railways. He said that in the course of this 
investigation the engineers of the bureau had made field 
examinations in many cities, both large and small, and 
with the co-operation of the gas, water, telephone and rail~ 
way companies had examined the pipes and made elec
trolytic surveys of earth currents. Continuing he said in, 
part: 

"A complete system of electrolytic mitigation has been, 
worked out for two cities and is being put into o!)eration. 
The work has progressed far enough to demonstrate that 
the method may be successfully applied in many cases. This. 
is a matter of great practical importance because hundreds 
of millions of dollars' worth of underground pipes and 
cables are subjected to damage by electric railway current, 
and the bureau believes that the public service commis
sions can render a great service by seeing that the railways 
take such precautions as to reduce this damage to a 
minimum. 

"Such questions should be kept out of the courts · entirely,. 
and the bureau believes that when the engineering aspects 
of the subject are better understood street railway com
panies will generally be ready to co-operate with the pub
lic service commissions and to remove, as far as possible, 
the cause of the trouble. In two of the cities studied by 
the bureau it was found that the saving of electric power 
effected by the methods of mitigation proposed was enough 
to pay a fair return on the entire cost of the changes and' 
11ew construction required, and the systems will be in bet
ter operating condition for the change. The work was con
ducted as a scientific investigation, although it was done 
in a thoroughly practical way and all conclusions verified· 
by frequent reference to working conditions." 

Another investigation of great practical importance re
cently undertaken by the bureau, according to Mr. Rosa, 
was on the live hazards of electrical work. The bureau 
hoped soon to place some of its preliminary results along 
these lines in the hands of the public service commissions. 
The bureau is also conducting an investigation into the 
test of instruments used in electrical measurements. 

In ref erring to the facilities possessed by the bureau Dr. 
Rosa said that one of the most serious objections that had 
been urged to the regulation of public utilities by commis
sions was that if the same rate of return on the capital' 
invested was allowed to all companies it removed in many 
cases all incentive to enterprise, hard work and economy 
on the part of the responsible officers of utility companies, 
and that in consequence both the public and the stockhold
ers were losers and great injury was done the industries. 
He admitted that as yet there was so little experience with 
rate-making that one could not say perhaps whether this. 
had already occurred in some degree or not. Nevertheless, 
it was a tremendously important consideration and should 
not be ignored. Dr. Rosa then called attention to the fact 
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that the California Legislature had recogni zed the impor
tance of the matter and had provided for it in the public 
utility act of 19n, by enabling the commission so author
ized to make any arrangement it might deem wi se with a 
public utility to encourage economies, efficiencies and im
provements. The Idaho bill and the P ennsylvania bill also 
contained clauses of the same character. Continuing, he 
suggested that as few state commissions could maintain 
enginee ring staffs the Bureau of Standards could co-oper
ate effectively in this work so as to utili ze their combined 
resources most effici ently, and wit.h the federal government 
assisting and co-ordinating the work, it was possible that 
standards of economy and effici ency could be set and oper
ating data determined that would be of vast service, not 
only in enabling the commissions to act more intelli gently 
and more justly but also in securing greater uniformity of 
action among the various commi ssions. The bureau hoped 
to be in position soon to do something in this direction. 

Finally, he said that the r elation of the Bureau of Stand
ards to the public service commissions was unlike that of 
the Interstate Commerce Commi ssion in some respects and 
like it in others. H e believed th at there was an immense 
opportunity for usefulness in assisting to solve some of the 
problems presented by the public utilities, co-operatin g in 
this work with the state commissions and assisting them 
as far as possible to get full and reliable in formation, but 
not assuming any responsibility that belonged to th em nor 
interfering in the slightest degree with their fre edom of 
action. The bureau would thus serve in some measure as 
a clearing house for t echnical information and in some 
degree as an agency for sci entific and engineering investi
gations. 

REPORT OF THE COMMITTEE O1\J R AI L ROAD 
T AXF S AND PLANS F OR ASCERTAINING 

F ATR VALUATIO N OF RAILROAD 
P ROPERTY 

W e suggested to the executive committee that the usual 
course of committee work be vari ed and that our commit
tee be authori zed to secure the preparation and di stribution 
of severaf papers upon important phases of valuation work 
for discussion at this convention. 

In submitting these papers, the committee does not ex
press approval or di sapproval of the ideas expressed there
in. So far as statutes and court decisions have established 
rules, they must be followed bv administrative bodies until 
r epealed, am ended or mod ified, but whatever may be the 
decisions of legislatures, courts or commissions, in the last 
analysis they must be based on sound ecomonic principles 
or they will not persist. 

The persistence with which an expr ession will obtain. 
though open to criticism, is well illustrated by the rul e that 
rates mav not be reduced by government al authority below 
what will be sufficient to allow a fair return upon the fair 
value of property used in the public service. Value in ordi
nary usage and in economic parlanc e is determined by the 
return to be obtained in the future. Applied to a public 
utility, the principle means ordinarily that the value of an 
undertakin g is determined by the money profit which can 
be made from such utility in th e future. N ow, it is evident 
that the return which may be deriv ed is lari:;ely dependent 
upon the rates which may be charged. H ence, if the rates 
are under discussion and the problem is what should be a 
fair rate for the service rendered, it is obvious that one is 
reasoning in a circle ; if rates determine value, it is obvious
ly un sound to say that value is to determine rat es. 

It must be assumed, and we think it is conceded, that 
the courts in giving their approval to the principle th at 
rates must be sufficient to yield a fair return upon fair 
value did not intend to approve the unsound principle that 
in fixing value one should include any factor which is 
determined by earnings or rates, but rather that fair value 

should be fixed in a logica l way and independen tly of the 
rates which were being considered as to reasonableness. 

T he situation wou ld be g reatly simplifi ed and many of 
the problems which have aroused such di scussion could be 
dismissed if the courts had adopted, or we re to subst it ute, 
the word "amount" for "value." It is true that "amount" 
has not a defin ite or posit ive meaning, but the wo rd "value" 
has been robbed of its ordinary meaning, and has been used 
in so many different ways that it is not of much assistance 
in so lving the problem o f th e reasonableness of a given 
rate. The Supreme Court of the United States has repeat
edly announced th<: t no one factor is de termin ative, but 
that various facto rs must be considered. If each case must 
be cons idered upon its merit s, and if a number of facto rs 
a re to be considered and a decision based upon all , it fo l
lows that a general term, such as "amount ," would be much 
more sa tisfactory and as full of meaning as th e word 
"value," the ordinary meaning of which is not accepted, and 
as to which an explanation and apology must be made 
whenever it is used. 

PAPE.R BY M AX TH ELEN OF CALIFORNIA 

The first paper in the report of the committee, written by 
Max T helen, commissioner and attorney California Rail
road Commission, was on the subj ect of "A Just and Scien
tific Basis fo r the Estab lishment of Public Utility Rates, 
with Particular Attent ion to Land Values." A brief ab
stract fo llows: 

It has been said that ori ginal cost , including betterments 
and addit ions, should not be used as a basis for utili ty rates, 
fo r th e r eason that it is often difficult to asce rtain original 
cost. T hi s obj ect ion goes not to the correctness of the 
principl e, but to the difficulty of applyi ng it in a g iven case. 
It is true that in the easte rn and to some extent the middle 
western sections of th is country it is often impossible to as
certain the original cost of public utili ties. In such case 
the courts and commissions should strive to ascertain as 
nearly as they can what the or iginal cost reasonably should 
have been. A number of comm issions in applying the re
production test ascertain as nea rly as possible what t he 
work reasonably should have cost under the con<litions 
under which it was actually per formed. If it is imposs ible 
to ascertain the un it prices and the condit ions under which 
th e work was orig inally per fo rm ed, it may become neces
sary to ascertain reproduction value less depreciation as of 
the time when the rate inqui ry is held. In doing so, it 
should be clearly borne in mind that this is being done not 
because r eproduction less depreciation is the proper ult i
mate basis , but because it forn ishes in the particula r case 
the best available evidence of what the or iginal cost reason
ably should have been. If we bear th is fact clearly in min d, 
we shall not rush into the dangers which ensue from the use 
of the present value or reproduction value test, without 
clearly un derstanding its significance. 

I t has frequently been urged that a public uti lity is en
titled to a r eturn upon the present value of its property or 
upon th e reproduction value thereof, for the r eason that it 
has title to th e property, and it has been argued that a fai l
ure to give a public utility a reasonable return upon the 
property to which it has t it le would be to confiscate it s 
property in violation of the Fourteenth Amendment to the 
federal Constitution. Thi s conclusion overlooks the re
lationship between the public and the utility and is based 
on the er roneous assumption that ti tl e is the basis of a fair 
return in public utility cases. 

T he reason why a private citizen buying land is entitl ed to 
the· unearned increment while a public utility acquiring land 
is not so ent itl ed is that the ci t izen is performing no func 
ti on of government and is not acting as an agent of the 
goverment, while the uti lity owes its ent ire existence and 
ri ght to operate to the action of the state in conferring 
upon it certain of the powers of government, such • as the 
right to use the st reets and to take private property, to be 
used in th e pursuance of its agency. 
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Commissioner Maltbie, of the New York Public Service 
Commission of the First District, has clearly seen the diffi
culties arising out of app reciation of values and has tried 
to avert the danger by considering appreciation in values 
as income and balancing it against depreciation in other 
kinds of property. However meritorious this theory may 
be, the Appellate Division of the Supreme Court of New 
York, in the case of People ex rel. Kings County Lighting 
Company vs. Willcox. decided on May 9, 1913, r efuses to 
adopt this view. 

Mr. T helen suggested that in making physical valuations 
of utility properties and maki ng their findings thereon the 
commissions should confine themselves to findings on ques
tions of fact and refrain wherever possible from finding 
as to the ultimate question of value. This is the policy pur
sued by the Ca liforni a commission. The commission ac
cumulates all the facts and makes its findings on them, 
but refuses to make a finding on the ultimate question of 
the value of the property. T hat value may be one sum for 
one purpose and another sum for another purpose. The 
correct value depends fundamentally both on the purpose 
for which it is to be ascertained and on the correct prin
ciples to be adopted in ascerta ining it. Until the Supreme 
Court of the U nited States has clearly and unequivocally 
established the principle which it considers correct after 
its attention has been squarely drawn to the tremendous 
importance of the question of appreciation in value, Mr. 
Thelen believed it would be far wiser for the commissions 
to adopt the policy which the California commission is at 
the present time pursuing. 

PAPER BY GEORGE A. HENSHAW, OF OKLAHOMA 

George A. Henshaw, member Oklahoma Corporation 
Commission, read a paper on "Elements of Appreciation in 
Railroad Valuations.'' An abstract follows: 

T he items of unearned increment of right-of-way and 
solidification of roadbed are not carried in capital account. 
In the uniform classification of road and equipment ac
counts, all additions and betterments are charged to capital 
account, which only means additions and betterments 
for the acquisition of which an original expenditure is 
made. 

There has been much discussion as to whether the un
earned increment of right-of-way and the solidification of 
roadbed should be considered in ascertaining the value of 
railroad property for r ate-making purposes, or should the 
public share in at least a portion of all increase in prop
erty which was a result of the development of the country? 

The paramount question is: To what extent could th e 
value of adjoining property affect the value of terminal 
grounds and rights-of-way? Without the railroads, the 
adjoining property would be worth but little, and without 
the cities and ad joining properties, the right-o f-way would 
be worth but little. The value of one is interdependent 
upon the other. 

Mr. Henshaw's conclusions were that there must be a 
limit to the increased values cf right-of-way because of the 
building of large cities, or the particular location of a rail 
road. ·what that limit is must be determined by the rules 
of equity; that is, what is fair to the carrier and what is 
fair to the public. \i\That he meant to emphasize was that 
the value of right-of-way and term inal grounds in lar ge 
cities is not without limit as compared with value of ad
joining property when the value or use of the adjoining 
property depends on the existence of the railroad. 

The solidification of a roadbed is an element of value 
which is reflected in reduced operating expenses as com
pared with a newly constructed roadbed of like gr ade and 
character. 

Solidification is not the result of an actual expenditure 
of money for that purpose; it is a result of the use of the 
property and the action of the elements. The increased 
cost of µse of the property is charged to operating expenses 
and new and undeveloped roads are usually permitted to 

charge a higher rate for the service performed to take carcc: . 
of the increased cost of operation. Notwithstanding that 
fact, a solidified roadbed is more valuable than a newly 
constructed one. 

The difference in value of a solidified roadbed as com
pared with a newly constructed roadbed is reflected some
what in the increased cost of operation during a period of 
usually from three to four years, for a like volume of 
traffic. On a new roadbed light equipment is usually u_sed 
for the first three or four years, and 111 fact in most in
stances, the business does not justify the operation of heavy 
eqtiipm ent even though the roadbed was sufficiently solidi
fied to carry the same. There is some additional cost in 
the ma intenance of the roadbed during this period. 

Another item of additional cost is in the maintenance of 
equipment-that is, the equipment moving the same dis
tance will deteriorate more rapidly on a new road than on 
an old one, notwithstanding that on the old road the 
equipment may be loaded more nearly to its maximum 
capacity and operated at a greater rate of speed. This addi
tional expense is not felt so perceptibly by the new road, 
because of the interchange of equipment between roads. 

During the past twenty years wages have increased from 
I 5 to 40 per cent in cost per hour. Such increased costs 
are offset by the reduction in the cost per finished unit due 
to the mechanism of machinery which has been modern
ized, such as earth excavators, elevators, graders and 
spreaders, which have reduced the cost per cubic yard of 
earth in place. 

The horse-power pile driver has been replaced with the 
steam-driven hammer with increased efficiency and a lower 
cost per unit in place. The use of modern track-laying 
machines reduces the cost per unit for laying track far 
below the cost of laying track when hand labor was used 
enti rely. The pneumatic riveters, with unskilled operators, 
at wages from $2.50 to $3 per day, drive ten to one more 
rivets per day than were formerly driven by hand experts 
who commanded a higher rate per day. There are some 
conditions, however, where the cost of labor has appreciated 
per unit-for example, wages of bricklayers, carpenters 
and stone masons. vVhile the labor cost per finished unit , 
such as laying rooo bricks and a square of shingles, has 
increased, the appreciation of cost of labor should be gov
erned by the finished unit cost and not the cost per man 
per hour. 

Appreciation of material is due to a greater demand for 
an available supply. The cost of lumber for railroad pur
poses, such as ti es, bridge piling and bridge lumber, has in
creased. The present cost of passenger car equ ipment per 
seat has increased, which is due to increased space per 
seat and to the advanced price of lumber and material and 
general elegance of design. While it is a fact that the cost 
of locomotives has increased, on acount of their increased 
weight and size, yet the cost per tractive pound hauling 
capacity has decreased. For example : in 1870 a 4-4-0 type 
cost per tractive pound 61.30 cents, or $6,400, wh ile in 1902 
the same type of engine cost per tractive pound 57.35 cents, 
or $II,185, and in 1913 the cost per pound of tractive power 
was 44.5 cents. 

So far as freight car equipment is concerned, the present 
cost per car is more than ten or twenty years ago, but the 
cost per ton of capacity, both steel and wooden cars, is 
less to-day than formerly. For an illustration : in 1886 a 
40,000-lb.-capacity box car cost $566.50, or $28.335 per ton, 
while in 1906 an 80,000-lb.-capacity box car cost $961.07, 
or $21.326 per ton, and steel cars purchased in 19rn of 
80,000-lb. capacity cost $21.70 per ton capacity. 

PAPER BY PROF. EDWARD W. BEMIS 

Prof. Edward \V. Bemis, of Chicago, presented a paper 
on "The Accounting Side of Rate-Making," an abstract of 
which follows: 

Broadly speaking, nearly all of our courts and commis
sions and other rate-making bodies confine their attention 
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to two considerations: (I) the cost of reproducing the 
property new to-day, less depreciation, and (2) the hi story 
of the property in quest ion. These two points of view, 
which may be called the eng ineering and the accounting 
methods, may have more or less relative weight in the 
final decision, but they are in essence very different, and, 
as commonly presented in rate cases, lead to vastly differ
ent results. The engineering, or replacement, or repro
duction point of view genera lly reaches a much higher basis 
of rate-making than does the historic al or accounting 
method. T he fo rmer deals with estimates, th e latter with 
vouchers. 

The public has hardly begun to realize the magnitude of 
the issue. The corporations, quick to sec thei r oppor
tunity, are marshaling all the .engineering and legal talent 
they can command to get ou r courts and commissions to 
give precedence to the reproduction theory, as interpreted 
by inter ested parti es. Ci ties, states and other public bodies 
have not reali zed the importance of the historical method. 
It must be recognized at once, however, or far- reaching 
and dangerous precedents are likely to be speedily estab
lished that will seriously handicap all future efforts for any 
fair basis of rates. 

It may be that on further consideration the courts wi ll con
tinue to concede to the companies a large addition over cost 
in the case of land, and may insist on present prices of 
labor and material, but the public will still keep for itself 
a considerable part of the various unearned increments 
now claimed by our public utilities, if it can eliminate most 
of the hypothetica l and vast overhead charges usually at
tendant upon the reproductive theory. To do this, and to 
meet the rapidly rising claims for going value, resort musr 
be had to a thorough study of the accounts and hi story of 
every property under investigation. 

The accounting method offers two lines of information: 
(I) the actual cost of the property now in use , or , where 
the records are not complete, the cost of the one-half or 
two-thirds of the property most recently constructed, with 
sufficient data to form a compa ratively close estimate of 
the cost of the older construction ; ( 2) data by which one 
may determine what the cost would have been had exist
ing prices of labor and material prevailed, but with the 
methods of construction such as had been in operation 
from the start. 

1n the last analysis, questions of fair rates must be de
cided as a matter of public policy by those especially trained 
for that work. A fair return on a just basis will be sought. 
The actual, efficient sacrifice of the investor, as revealed in 
accounting and other historical studies, supplemented by 
engineering advice as to the adaptability and present con
dition of properties for the purpose intended, will count far 
more than the estimates of engineers as to what it will cost 
to buy again land that will never be bought again, to dupli
cate property that will never have to be duplicated, and to 
build up a business that will never again have to be de
\eloped. 

Both our industrial structure and our life in cities would 
be inconceivable without the existence of the various pub
lic utilities whose rights are beingi investigated. But the 
cost of recreating this structure -cannot be capitalized to 
the benefit of ou r public service corporations. They bore 
but little of the cost of that development, and what they 
did bear, and the profits obtained and divided in the process, 
will be fully revealed by the historical method. Considera
tions of justice in cou_rts and regulating bodies seeking 
to conserve fairness and public policy may then be trusted 
to work out a fair result to all concerned. 

PAPER BY DR. A. F. WEBER 

A paper on "Depreciation and Its Relation to Fair Value'' 
was read by Dr. A. F. Weber, chief statistician New York 
P ublic Service Commission, First District. An abstract 
follows: 

It cannot be denied that the physical property other than 

land that goes to make a productive plant is a wasting asset 
that sooner or later is consumed in operation. The lin e 
between the "circulating capital" and " fi xed capital" of 
the economist must necessa rily be an arbitrary one. Coal, 
oil, water and other materials of manufacture have an ex
cedingly short period of use ful life and are, of coun,e, 
charged to expense and not to capital account. The bell 
rope in a car ha s a somewhat longer life, but when re
newed is nevertheless treated by accountants as a supply 
rather than a repair item. If an automobile had a sim
iiarly short li fe, its cost would a lso be charged against the 
revenue of the period during which it was put into service, 
but since our generally accepted period of a•ccounting is 
the yea r and an automobile will render service more than 
one year, its cost must be distr ibuted over more than a 
single year. It is idle to say that no depreciation accrues 
until the automobi le is discarded and thrown on the scrap 
heap or sold for what it may be worth to some le ss exacting 
entrepreneur. At that time the accrued depreciat ion be
comes realized depreciation. 

In estimating the economic life of a wasting asset, it 
wi ll be manifestly improper to consider only physical 
depreciation and ignore functional depreciation. The for
mer is, of course, capable of more accurate determination 
than th e latter, but experi ence must in either case be the 
real guide. In this comparatively young country there are, 
for example, many buildings of brick and stone that are 
more than a century old and are sti ll in very good condi
tion, but this fact does not deter the engineer from limiting 
to fifty or possibly seventy-five years the estimated useful 
life of a building that he is appraising. Experience has 
taught him that the building will in all probability be torn 
down on account of the march of improvements within that 
period; and he recognizes obsolescence as an element of 
depreciation despite any disclaimer he may make. 

\Vhile an estimate of the prospective li fe of particular 
classes of apparatus like engines, boilers, etc., must be 
based upon life tables or experience relating to units that 
have been displaced by reason of functional as well as 
physical depreciation, it is not practicable to include in that 
experience apparatus thrown out of use in consequence of 
the stoppage or destruction of an entire industry. The loss 
of assets in the form of turnpikes, stage coaches, road inns, 
et-c., which followed the introduction of railroads in Eng
land and the older pa r ts of this country was one of the 
risks of the business. Risks are taken into consideration 
in determining the rate of return rather than the amount 
ailowed as the fair value, and in the valuation of a public 
utility the deduction for depreciation will not include al
lowance for the possible obsolescence of the entire industry. 

In view of the disputed meaning of the word deprecia
tion, it might be well to substitute for it whenever accuracy 
of statement is desired in discussions of productive plant 
the alternative term "expired capital outlay," which exactly 
describes the nature of depreciation in the case of wasting 
assets. 

Although depreciation in its relation to value has but_ 
recently become the subject of general discussion in con
nection with public utility regulation, it long ago received 
judicial construction in connection with other questions laid 
before the courts for determination. The assessment of 
property for purposes of taxation necessarily involved the 
question of depreciation, whi,ch was always allowed to the 
property owner as a deduct ion from value. In the adjust
ment of fire losse s, also, depreciation had to be considered. 
for no insurance company could be compelled to reimbu~se 
a policy holder for the accrued depreciation on a structure 
destroyed by fire. In condemnation proceedings, again, 
depreciation was invariably deducted, although the final 
determination of value was based on some- factors that do 
not enter into a rate case. The most important of these· 
factors , of course, is ea rning power, which is itself de-: 
rived from and based upon the rate s under consideration. 
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Since 1909 the public utilities have contested the rule 
laid down in the Knoxville case, and while they have se
cured some degree of recognition on the part of a few 
commissions, they have made little impression on the state 
courts and no impression on the highest national court. 
Only last June the Supreme Court in its unanimous deci
sion in the Minnesota rate cases reversed the lower court 
and held that an appraisa l was manifestly incomplete that 
included structures a t reproduction cost new when in fact 
they had depreciated owing to ordinary wear and tear or 
other causes. 

When the advocate of the sinking-fund method of depre
ciation asserts that the productive plant which has been 
\vell maintained and is working at 100 per cent efficiency 
is as valuable in its twenti eth year as a new plant of the 
same original cost, he is obviously ignoring the fact that 
the older plant cannot be made to yield the same net profits 
as a new plant. 

It must be assumed that in the usual case present value 
represents a judgment r eached by the appraiser after in
spection of the condition of the property, assisted it may 
be with life tables of standard machines and apparatus. 
There are many problems still to be solved in connect ion 
wi th overhead expenses attending the installation of fi xed 
capital , and there are grave difficulties in the way of hand
ling depreciation and fixing rates during the development 
period of newly established public utiliti es. But with re
spect to enterprises that have entered the stage of reason
able profits, it is clear that the annual allowance to be made 
fo r depre,:-iation as an item of operating expense should be 
whatever amount the company regularly puts into its depre
ciation fund, provided that amount be found, after careful 
investigation, not to be excessive. No more than this 
charge should be allowed because it is unfair to tax con
sumers in order to swell dividends. Consumers will not be 
satisfied with the answer that the company is obliged to 
return depreciation moneys to the property when needed , 
because they have too often been obli ged to put up with 
inferior servic e on the plea that funds could not be ob
tained for necessary improvements. Stock assessments are 
actual things rather than names only in foreign countries. 
They are neve r hea rd of here except in cases of reorgani za
tion when the stockholders receive new securities of an 
equal or greater par value than the assessment that they 
pay. The public will willingly pay rates that will enable 
the company to keep its investment intact, provided such 
moneys are used to develop the property and the issue of 
new capital obligations is correspondin~ly curtailed. The 
success of this policy may be seen in the low price of gas 
combin ed with relatively high dividends in Toronto and 
in most of the cities of England. 

Fortunately, there may now be noted a strong tendency 
on the part of the court s to enforce that policy here through 
the ir refusal to sanction new security issues for replace
ments that ought properly to be paid out of depreciation 
rese rves accumulated from income. 

PAPER OF DR. ROBERT H. WHITTEN 

Dr. Robert H. Whitten, librarian-statistician New York 
Public Service Commiss ion, First District, discussed valu
ation decisions of the commission with which he is con
nected. An abstract follows: 

In the fo llowing discussion the principles of valuation 
med by the commission in its decisions are considered in so 
fa r as they have a bearing upon the determination of fair 
value. T he opinions in these cases were written by Com
missioner Milo R. Maltbie. 

In determining fair value for rate purposes, the decisions 
of the commission do not disclose that any one rule or factor 
has been selected as a single standard. The underlying 
thought is that, valuation being a step in the determination 
of just compensation, the whole problem is to determine 
that amount which, used as a base, will at the rate of return 
fixed result in just compensation to the company for the 

service rendered. In determining the fair value as one 
step in the process of determining the reasonable cost of 
production, both actual cost and reproduction cost are con
sidered important. 

The commission has recognized the close interdependence 
of fair value, fair rate of return, and current expense and 
income accounting. It is actual total return that is of prime 
importance to both parties. This actual return is the prod
uct of all these factors. The real actual return cannot be 
known unless all these factors are known. The actual 
return is altered whenever one of these factors is altered. 
The interdependence of fair value and fair rate of return 
is the basis of the commission's ruling as to "going value.'' 
The interdependence of fair value, income accounting and 
fa ir rate of return is the basis of the commission's treat
ment of the appreciation in land value. It is the total actual 
return that is of importance. Justice, equity and public 
policy demand that the company be permitted a total actual 
return that will be adequate, but no more than adequate, 
to compensate it for the service rendered. In the past at
tention has often been centered on valuation to the exclu
sion of the end for which the valuation is made, which is the 
determination of the total actual return for the service ren
dered. Fa ir value cannot be determined without reference 
to rate of return and income and expense accounting as it 
is the interplay of all these factors th_at produces the total 
actual return. 

Actual cost.-The general practice of the commission has 
been to have its bureau of statistics and accounts make a 
thorough examination of the accounts and records of the 
company, with a view to determining as far as practicable 
the actual investment or sacrifice on the part of the com
pany. The financial history and capitalization of the com
pany are studied, and operating expenses for a series of 
yea rs are analyzed. In none of the decisions thus far 
rendered have the construction accounts been in such shape 
as to admit of an accurate determination of the actual cost 
of any large proportion of the property. Consequently, 
much more weight ha s necessarily been attached to esti
mates of reproduction cost than would be the case if actual 
cost had been known. In many cases, however, records of 
recent construction have been secured that have been of 
material ass istance in checking the estimate under the re
production method for unit prices and overhead expenses. 
Through an examination of books and accounts the com
mission, while not able to determine actual cost, has in most 
cases been able to fix on a maximum investment. It has 
been able to say that the actual cost could not have exceed
ed this maximum amount. Even this has been of great 
value as it has enabled the commission to refuse with 
equity certain purely hypothetical claims for allowance 
under the reproduction method. 

Reproduction cost.-As the investment records proved in
adequate the commission has in each case been compelled 
to rely largely on an estimate of reproduction cost. This 
estimate has been made with great care by the commission's 
engineers. In certain cases the inventory has been prepared 
by the commission's engineers with the co-operation of the 
engineer for th e company, and the appraisal has then been 
checked by the engineer for the company. In other cases 
the company's witnesses have made independent appraisals. 
The unit prices have been fixed after an examination of the 
company's records and a comparison with prices of well
known manufacturers and contractors for a period of 
about five years. 

Contractors' profit, engineering and administration, con
tingencies and incidentals.-The net cost of labor and ma
terials having been determined by the commission, an al
lowance is added to cover general contractors' profit, en
gineering , supervision, contingencies and incidentals where 
these allowances seem justifiable. It has been a general 
practice for the commission to allow IO per cent for general 
contractor's profit and from IO per cent to 15 per cent 
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for engineering, supervision, contingencies and inciJentals 
upon the items to which these charges would properly ap
ply. E ven where a general contractor is assumed, his 
profit is not allowed upon land, rolling stock, tools, supplies, 
fi xtures, etc., as such items are not purchased through a 
general contractor. The allowance for general contractor 's 
profit is in addition to the allowance for sub-contractor's 
profit, which is taken ca re of in the unit prices upon which 
the net cost is based. T he percentages allowed vary some
what with the pa rticular items. Thus, in va luing a street 
railway property but 5 per cent was added to the cost of 
rolling stock to cover all these items. In some cases the 
general allowance has been 15 per cent while in others it 
has been but IO per cent or 12 per cent. In th e latter cases 
there has been a very tho rough checking and rech ecking 
of th e inventory, with the result that omissions have been 
largely obviated ; wh ere the inventory is complete, the al
lowance for incidentals and contingencies is relatively 
small. The commission illustrates th is by stating that in 
its experience in planning subways it is unable to fo resee 
j ust what conditions will be met and just what conditions 
will be necessary. An additional sta tion 9r connecting 
t rack may be found desirable as the work progresses ; these 
would not appear in th e orig inal plans, but in an appraisal 
of the system when completed they would all appear and 
would be appraised. T he commission is gradually collecting 
accurate data on the question of proper percentage allow
ances through the examination of accounts, the approval of 
securities, and th e supervision of rapid transit construc
tion contracts. The indications a re that the allowances 
heretofore made have been quite liberal. The commission 
is disinclined to allow fo r expenditures under these heads 
for work of which there is no record and which is based 
largely on hypothetical conditions of reproduction. T he 
commission feels that the particular kind and amount of al
lowances included should in general follow the methods by 
which the particular pl ant in question has been developed. 
This appears to be of particular importance in the case of 
allowance for piecemeal construction and contractor's profit . 
I t is evident that the entire appraisal must be treated as a 
unit. Otherwise duplications or omissions are sure to occur. 
In the Kings County lighting case the commission's allow
ance for the above items amounted to 15.4 per cent on the 
net cost of physical property, including land. 

Preliminary and development expenses.-The commission 
includes allowances to cover promotion expense; organiza
tion of the company ; franchise and consent expenses ; inter
est and taxes during construction ; trial operation ; adjust
ment of parts, etc. These are mostly items such as are 
ordinarily classified as overhead charges. Certain of the 
items, such as trial operation and adjustment of parts, are 
sometimes considered in estimating going value. For many 
of the items included under the general head of "preliminary 
and development expense" there are few data upon which an 
estimate of cost may be based. The commission gives great 
weight to any evidence showing actual expenditures incurred 
by the company for these purposes. It is inclined to give 
slight consideration to estimates of reproduction cost for 
these items based on hypothetical conditions. The allow
ance made by the commission is not given as a percentage 
of net cost, but is a lump sum which under the conditions 
applicable to the particular company seem to the commis
sion adequate to cover all of these expenses. This allow
ance as a percentage upon the reproduction cost of physical 
property, including land, would naturally vary considerably 
for different companies. Many expenses are nearly the 
same in amount regardless of the size of the company. Dis
count on bonds is not considered by the commission a 
proper part either of actual cost or of reproduction cost. 
The question of a usual or normal discount would doubtless 
have some bearing in determining the rate of return to be 
allowed a company, but has no direct bearing upon money 
cost. It has been the practice of the commission to compute 

interest upon th e entire cost for one-half of the equated 
pe r iod of construction. 

Accrued depreciation.-From the cost of reproduction 
new the commission deducts th e accrued depreciation. The 
estimate of accrued depreciation is based chiefly on Ii fe 
tables and the application of the stra ight-line method. 
T he estimate covers depreciation due to wear and tear and 
age and to some extent to changes in th e art and the aban
donment or supersession of proper ty because of inade
quacy. T he commission's ruling that accrued depreciation 
must be deducted in determining fai r value fo r rate pur
poses has subsequently been sustained by the Appe ll ate 
Division of the State Supreme Court, and by the recent de
cision of the United S tates Supreme Court in the Minne
sota railroad ra te cases. 

Land.-In its valuations the commission has taken the 
posi tion, fo llowing what it beli eves to have been the deci
sions of the courts, " that land should be taken at its prts
ent fair value, provided the plant is wisely located and well 
planned." T he commission points out, however, that inas
nmch as the buildings upon the land a re appraised upon a 
use-value basis, instead of a scrap-value basis, th ere would 
be duplication and inconsistency in appraising th e land at 
the highest price it might bring, assuming the land to be 
unoccupied. The commission has refused to allow the fair 
value of the land to be increased by an estimate of the 
assumed cost of buildings upon the land at the t ime of 
purchase. T he commission's refusal to apply the strict re
production th eory to land value is clearly upheld in the 
recent decision of the United States Supreme Court in the 
Minnesota railroad rate cases. The Supreme Court goes 
further, however, and disallows all overhead charges, in
cluding interest during construction, that have been in
cluded as a percentage on land value. 

Appreciation in land value.-Although the commission 
takes land at its present or appreciated value it has adopted 
a method of t reat ing appreciation as income, and thus neu
traliz ing to a certain extent the effect of appreciating land 
values in the determination of a reasonable rate of charge. 
If the problem is to determine the fai r cost of production, 
it is clear that income or profit from every source must be 
considered. Some persons in considering the matter very 
frankly admit that appreciation in land value does consti
tute a very important part of the real income of certa in 
public service compani es. But they argue that inasmuch as 
this source of additional income was probably counted on 
by those who originally invested money in the enterpr ise 
1t is not fa ir to deny them the advantage of such apprecia
tion in a rate case. In this they overlook the true nature 
of a " fa ir average return." A " fair average return" is 
assumed to be not a part payment but a payment in full. It 
should necessarily tak e into consideration all the condit ions 
and be full compensation for the service r endered. If, 
however, the view is taken that income from land apprecia
t ion should be treated as a separate and additional item and 
should not be included in the fai r return, then the fair re
turn must necessarily be reduced by the amount of such 
appreciation. The r esult is, of course, the same. If a p
pre-ciation is disregarded in the income account, it must 
nevertheless be consider ed in fixi ng the rate of return. 
There is no escape from the logic of the position that in 
determining a fa ir average return pro fit s from every source 
must in some way be considered. If they are not included 
in the income account , they must necessarily be considered 
in fi x ing the fa ir rate of return. There can be neither logic 
nor equity in the posit ion that a total fair average r eturn 
can be determined without a due allowance for profits from 
appreciation in land value. 

Pavement over mains and services.-The commission has 
declined to include in fa ir value the est imated cost of re
placing pavement over mains and se rvices where such pave
ment has actually been laid without expense to the com
pany. 
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Property donated.-ln the Brooklyn Union E leva ted rate 
case the proposition to include in value property con
structed out of the city 's contribution to the expense of 
grade separation was rejected. 

Going value.-The commission points out that certain 
expenses often included in an estimate of going value have 
been included by th e commission in its allowances for over
head percentages and preliminary and development ex
pense. In so far as go ing value is used to cover provision 
for pioneer. losses or failure to earn profits during a devel
opment period of normal length the commission holds that 
it should be taken into account in fixing the fair rate of re
turn. In doing so the commission properly distinguishes be
tween valuation for rate purposes and valuation for pur
chase purposes. In a rate case the justice of the result does 
not depend upon the fair value alone or on the rate of re
turn alone, but on the total return or net income allowed 
which is the product of the fair value and the rate of 
return. In a rate case, therefore, certain equities may be 
provided for either in the fa ir value or in the rate of 
r eturn. If they have been considered in the rate of return 
it would be duplication to allow for them again in th e fa ir 
value, and vice versa. These two factors are inter
dependent and must be considered together. It is interest
ing to note that in the Minnesota Railroad rate cases the 
Supreme Court of the United States, while it did not dis
cuss the general topic of going value, did in considering 
adaptation and solidification as an offset for depreciation 
refer to the fact that "knowledge derived from experi
ence" and "readiness to serve" were mentioned as addi
tional offsets and holds th at " the realization of the benefits 
of property must always depend in large degree on th e 
ability and sagacity of those who employ it, but the ap
praisement is of an instrument of public service, as prop
erty, not of the skill of the users." The commission points 
out that throughout its appraisals all units are treated as 
parts of a going concern. and not as parts of a system that 
is to be dismantl~d and sold as second-hand property. 
Some court decisions and even certain decisions of the 
United States Supreme Court seem to mean that the going 
concern factor receives sufficient consideration if to a plant 
in successful operation is given a valuation based on cost
less-depreciation of the complete plant, and not on the mere 
salvage value of its separate units. 

Municipal lighting contract.-ln the Kings County light
ing case the company claimed that there should be included 
in the valuation a capitalization of profits from an exceed
ingly profitable street-lighting contract which, at the time 
of the valuation, still had five years to run. The commis
sion rejected ,this claim. 

Working capital.- A discriminating discussion of work
ing capital as appli ed to a gas company is conta ined in 
Commissioner Maltbie's opinion in the Kings County case. 

Annual depreciation allowance.-In estimating th e an
nual depreciation allowance in a rate case the commission 
has not followed literally either the straight-line method 
or the sinking fund method. In the first place, it ha s at
tempted to ascertain the exten t to which minor replace
ments are included in the repair account and treated as 
current operating expense. It has then estimated the 
amount which in addition will be required to take care of 
all replacements due either to wear and tear and age or to 
obsolesence and inadequacy. In the case of long-lived 
units it has tak en into consideration the interest accumula
tions from the annual depreciation allowances. To this 
extent it has appli ed the sinking fund method. The com
mi?sion holds that the allowance must be for current de
preciation only, and that in cases where a company has not 
set aside in past years a sufficient amount to cover the 
accruing depreciation such fact cannot be taken into con
sideration in fixing the annual allowance for depreciation 
in a rate case. 

Rate of return.-The commission holds that fair value 

and rate of return are interdependent factors. The com
mission holds that the rate of return should be adequate 
to induce in vestors to construct utility plants within the 
particular areas in question. The commission calls atten
tion to the interdependence of rate of return, fair value 
and income accounting. If, for example, average annual 
appreciation in land value is not included in income, and 
thus constitutes an additional profit to that indicated by the 
rate of return, this fact would necessarily have an impor
tant bearing upon the fixing of the rate of return. In so 
far as the rate of return fixed does not include all ele
ments of profit, it may be less than a rate of return where 
all elements of profit are included. Moreover, if the com
mission \Yere to allow a fair value for uncompensated 
losses incurred in the establishment of the enterprise, 
instead of including such allowance, as is its custom, in the 
rate of return, such rate of return could of course be 
smaller. 

RAILWAY ELtC fRICAL ENGINEERS AT CHICAGO 

About 200 delegates, representing the electrical depart
ments of the principal railroads of the United States and 
the allied manufacturing and supply interests, attended the 
opening sessions of the Association of Railway Electrical 
Enginee rs' convention, helcl at the LaSalle Hotel, Chicago,. 
Oct. 21 to 24. 

A number of papers were presented and discussed. 
These covered among other things the subjects of head 
end train-lighting systems, terminal facilities for handling
car-lighting equipments, electric headlights, methods of 
battery charging,· building and yard lighting, and self-• 
propelled cars. 

W. A. Del Mar, of the New Yo rk Central & Hudsorn 
River Railroad, chairman of the committee on wire speci
fications, presented th e report of that committee, which 
covers wires and cables for pressures up to 15,000 volts. 
Paragraphs on the chemical analysis of rubber, potential 
test requirements, explanation of terminology used and 
order forms for wires and cables were included in the
report. R. H. Rice, Chicago, told of the work of the Amer
ican E lectric Railway A ssociation in compiling similar 
specifications. 

C. R. Gilman, of the Chicago, Milwaukee & St. Pauf 
Ra ilroad, chairman of the committee on data and informa
tion and the question box , read a report which revealed a: 
t endency among railroads to replace arc lamps with large· 
tungsten units. For the twenty-two roads reporting, the
total r ating in alternating-current shop motors exceeded: 
that of direct-current motors by 8877 hp. The increasing
use of alternating-current motors was ascribed to their 
lower first cost. greater reliability, lower maintenance ex
pense and greater fl exibility. 

T he relative merits of various reflecting and diffusing 
.media with different spacings of units were discussed in 
the report of the committee on illumination, of which Mr_ 
Lewis S. Billau was chairman. The experiments from 
which the committee derived its conclusions were conducted' 
in passenger coaches furnished by the Lake Shore & Michi
gan Southern Railway. Center-deck and side-deck systems 
were investigated with a view to obtaining adequate illumi
nation, pleasing effects, good efficiency and satisfactory dis-· 
tribution of light. Center-deck lighting was found to com
pare favorably with side-deck illumination. For direct 
lighting, units should not be spaced more than 6 ft. apart. 
The color of head-linings had no appreciable effect on the· 
use ful illumination produced by direct units. The illumina
tion values obtained showed the desirability of using lamps 
of higher lumen output. 

A rthur J. Sweet, Milwaukee, said that head-linings should' 
have a light color in order to reduce the contrast with the 
lamps. Fifteen-watt lamps had been found inadequate for 
proper illumination, and 600-lumen lamps were better. 
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NEW CATENARY CONSTRUCTION ON CUT-OFF OF 
NORTHERN OHIO & TRACTION LIGHT COMPANY 

The Northern Ohio Traction & Light Company has re
cently opened for service a portion of the proposed double
track interurban line l.Jetween Akron and Cleveland. This 
cut-off leaves the old line at Chittenden and is l.Jui lt on a 

Steel Catenary Bridge Being Erected in One Piece 

private right-of-way for a distance of 7¼ miles until it 
re joins the old line at F ell s. This leaves only 5 miles of 
single-track line l.Jetween Cleveland and Akron. 

The rails are 80-lb. A. S. C. E. on wooden ties. Cinders 
were used for l.Jallast throughout. The maximum curve is 
I deg., and the maximum grade is one-half of I per cent. 
A ll waterways are ca red for by concrete culyerts except 
that ingot iron pipes are used where the drainage areas 
are small. \Vay stations, 8 ft. x ro ft., were built at each 
highway crossing. These stations are mounted on a con
crete platform r 5 ft. x 18 ft. The walls a re of cement 
plaster on T russ it metal lath, and the roofs are covered 
with Spanish tile. 

The catenary trolley system was adopted for this cut-off 
and will replace the poles on the rest of the line as fast as 
they requir e replacing. The overhead structure is sup
ported on .st eel bridges placed 300 ft. apar t. Two 500,000-

View Showing Steel Catenary Bridges and Substation on 
Cut-Off of Northern Ohio Traction & Light Company 

circ. mil copper feeder cables were used as messengers, 
and the t rolley wires are suspended from these by twelve 
hangers in each span. In· addition, the bridges carry a 
three-phase, 22,000-volt transmission line with ground wire 
which feeds substations at Northfield and Bedford. 

The bridges a re shown in the accompanying engravings. 
T hey consist of two bents of A shape, with a cross-truss. 

The two vertical members of each I.J ent a re 7-in., 9¾-lli . 
channels. The truss has an 8-in ., 11 ¾- lb. channel for the 
top chord and a 6-in. channel for the bottom chord. The 
vertical members of the trusses are angle struts of a special 
design, and the diagonal members are ¾- in. rods. The 
whole construction is stiffened by knee I.Ji- aces. An exten
sion to carry the high-tension line, consisting of two 5-in., 
6¾-lb. channels, l.Jraced together , is I.Jolted to one of the 
bents. The complete bridge is supported on four concrete 
piers, each leg being held by two I-in. anchor bolts 3 ft. 6 
in. long. The bridges were designed and furnished 1.Jy the 
Archbold-Brady Company, Sy racuse, N . Y., but we re 
erected 1.Jy a local contractor. As shown by the erection 
view they a re sufficiently stiff to be r a ised in one piece. 

SAN FRANCISCO ASSOCIATION DID NOT WANT 
MR. DALRYMPLE 

Considerable interest was excited in San F rancisco dur
ing the recent visit there of James Dalrymple, manager 
Glasgow Corporation Tramways, because of a series ot 
resolutions which the Public Ownership A ssociation of that 
city adopted last August. The president of this associ
ation is C. \V. Eastin, and its purpose is to promote the 
public ownership of public utilities in the city of San F ran
cisco, as provided by the charter of the city. \Vord was 
l.Jrought to this association early la st summer that Mr. 
Dalrymple expected to visit this country, and at the follow
ing meeting of the association, held Aug. 6 in the Pacific 
Building, San Francisco, the resolutions printed below 
were adopted. Under instructions of the association a 
copy of these resolutions was forwarded to the Lord Pro
vost and City Council of Glasgow by the secretary of the 
association. Evidently, however, they ,vere not effective 
in preventing the visit of Mr. Dalrymple. 

' '\Vhereas, in response to the request of the then Mayor 
of Chicago, Edward F. Dunne (now Governor of the State 
of Illinois) , the city of Glasgow in 1906 sent, instead of 
John Young, James Dalrymple, its tramway manager, to 
Chicago, to advise Mayor Dunne as to the construction and 
operation of municipal street railways in that city; and 

"Whereas James Dalrymple during a large part of his 
sojourn in this country hobnobbed with representatives of 
the corporations that control the street railways of the 
American cities and in his report to Mayor Dunne violated 
the confidence of his host ( who was paying out of his per
sonal funds a ll the expenses of Mr. Dalrymple!) and, in
stead of confining his advice to the purposes for which 
he was invited, devoted a large part of it to a political 
attack upon the people of the cities of America; and 

"Whereas more than a score of large cities throughout 
the United States are now considering the taking over of 
their street railways for municipal operation; and 

"Whereas the Glasgow City Council has just granted 
permission to Mr. Dalrymple to visit the street railways 
of America, therefore, be it 

"Resolved, that the Public Ownership Association of 
San Francisco regards the proposed visit of Mr. Dalrymple 
to the United States as a political move on the part of the 
corrupt corporations that own and operate the street rail
ways of A merican cities, which intend to use him to injure 
the widespread movement in favor of public ownership of 
street railways in this country ; and be it further 

"Resolved, t hat the Public Ownership A ssociation of 
San Francisco respectfully urges the Lord P rovost and City 
Council of the city of Glasgow to withdraw their permis
sion to J ames Dalrymple to visit the street railways of the 
United States, in order that he may not insult the American 
people again by his presence in this country, desiring, as 
we do, to promote the continuance of the harmony and 
good-will which has always prevailed between the people 
of America and progressive Glasgow." 
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COMMUNICATION 

ENGINEERS ON COMMISSIONS 

NEBRAS KA STATE RAILWAY COMMISSION, ENGINEERING 
DEPARTMENT 

LINCOLN, NEB., Oct. 18, 1913. 
To the Editors: 

There has appeared recently in the public press notice to 
the effect that Hon. Charles A. Prouty, now a member of 
the I nterstate Commerce Commission, is to retire at an 
early date to become director-general in an appointive posi
tion in charge of the national valuation work now begun. 
If this report is correct, a vacancy on the commission board 
will occur. It is certain that one of the greatest problems 
ever placed before any body is now before this commission 
in the finding of the value of our ra ilroad, telegraph and 
telephone properties. It further must be a fact that this 
is and will be the great question before this body. There 
is no member of the commission at present professionally 
equ ipped to treat with the matters at first hand, which, in 
other words, is saying that no present member can be said 
to be an engineer economist of experience in solving such 
problems. 

It is true that engineers and economists have been and 
will be employed extensively to carry out the great task, 
but this can hardly be made an argument against the sug
gestion of the appointment of a new man who shall be an 
engineer c:ompetent and experienced in appraisal and eco
nomic matters. There are excellent reasons for offering 
this suggestion, and it is trusted that it will be looked upon 
with favor by those empowered to name the new member. 
It is trusted, also, if this suggestion meets with favor, that 
engineers generally will become active in its behalf. Our 
boards of health are composed of doctors and specialists, 
while similar conditions are prevalent everywhere. In this 
situation why cannot a member of the commission itself 
be an engineer fully qualified to deal with matter s at first 
hand? 

E. C. HURD, Engineer. 

THE MANGANESE OPEN-PRICE ASSOCIATIONS 

An account was published on page 767 of the issue of this 
paper for Oct. 15 (Convention Daily edition) of a meet
ing, Oct. 14, at Atlantic City, of the standardization com
mittee of the Manganese Steel Founders' Society and the 
Manganese Track Society. As this committee and the two 
societies themselves have recently been organized largely 
as the result of the suggestions of A rthur J. Eddy, of Eddy, 
Wetten & Degler, Chicago, Mr. Eddy was requested to 
describe more in detail the "open-price" arrangement un
der which the various companies operate. In reply Mr. 
Eddy said: 

"There was one line in the article in the ELECTRIC 
RAILWAY JOURNAL of Oct. 15, referring to the meeting of 
manganese open-price societies, which requires correction, 
and that is the statement at the opening of the article that 
the open-price associations are formed on the basis of a 
'new theory of price agreement.' No agreement of any 
kind or character regarding prices is permitted in an open
price society. On the contrary, the very theory of the open 
price is diametrically opposed to any agreement or under
standing, direct or indirect, regarding prices. It is my personal 
conviction that such agreements and understandings are not 
only illegal but are of no practical value and not worth the 
breath it takes to utter them. The history of 'gentlemen's 
agreements' in the past has been one of violation of con
fidence imposed and resulting conditions more vicious and 
disastrous than existed before the agreements were entered 
into. I have no faith in the practical efficacy, to say nothing 
of the legality, of any sort of pool, combination or associa-

tion that has ever been tried the object of which was to 
fix prices or control competition. 

"I have a great deal of faith in the open price and in the 
operation of open-price associations, which were very well 
described in the remainder of the article printed in your 
issue of Oct. 15. Personally, I believe in prices so openly 
and publicly quoted by manufacturers and contractors that 
if I had my way each industry would have headquarters as 
public as a stock exchange, with a blackboard in public 
view whereon would be displayed every pricee, every bid 
and every offer, very much as are the transactions on the 
blackboards of stock exchanges and boards of trade. All 
bidding should be as open as on government work. The 
secret price is a thing of the past. The open price is the 
price of the future and is coming as certainly as the sun 
will rise to-morrow morning." 

Mr. Eddy was asked whether the open price would apply 
to buyers as well as to sellers. 

"Precisely the same. For instance, there is no reason in 
the world why the purchasing agents of railroads, steam 
and electric, should not have their associations wherein 
they would interchange the prices they pay for all pur
chases. T he government and every city makes known the 
prices they pay for all materials and labor. Why should 
uot the large corporations of the country be equally frank 
and public in the transactions of their business? Is there 
any conceivable reason why the purchasing agent of a 
great steam railroad or of an electric railway should not 
make known to the stockholders and the public generally 
where every dollar that he expends goes and the price he 
pays for every article he purchases? When you come to 
consider it, is there not every reason in favor of his so 
doing? Would not such a policy immediately destroy all 
opportunity for graft, and would not the effect of such a 
policy be to stabilize all prices at normal levels? 

"For instance, if the purchasing agent of a railway inter
changed freely information regarding prices for products, 
is it not perfectly plain that the manufacturers of those 
products would be compelled to treat all railroads exactly 
alike? A manufacturer could not sell at one price to an 
electric ra ilway in San Francisco and at a lower price to 
an electric railway in Los Angeles. If he knew that the 
prices he received would immediately become public prop
erty, he would sell to both cities on an equal basis, trans
portation charges considered. The suggestion that pur
chasing agents organize their own open-price association 
is not new. It was made by John C. Jay, of the Pennsyl
vania Steel Company, in an interesting article in one of 
the iron trade journals wherein he, as the head of the sell
ing department of a great company whose principal cus
tomers are the railroads, urged the purchasing agents of 
the roads to organize an open-price association and bring 
cut into the limelight every price they paid for whatever 
they had to buy. His article aroused such widespread 
interest that he r eceived not less than thirty-one letters 
from purchasing agents discussing the suggestion pro and 
con. Most of them thought the su~gestion was too far 
ahead of the times, but I am sure that we are on the eve 
of that very thing; that the time is at hand when the 
public generally, and the stockholders in particular, will 
insist that detailed statements be made regarding all ex
penditures of money by corporations. 

"The members of the manganese steel societies have 
already taken action toward the extension of the facilities 
of their organizations to their customers with a view to 
enabling their customers to form open-price buying asso
ciations. This fact alone illustrates how fundamentally dif
ferent the open-price associations are from the old-line 
combinations. The very last thing in the world that an 
old-line combination desired was any sort of an associa
tion on the part of its customers. In a word, this entire 
open-price proposition is a revolutionary step in the direc
tion of publicity and the suppression of secrecy.'' 
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NOTES ON TRACK MAINTENANCE 

HY E, W , GOSS, SUPERI NTEN DENT M ONTGOMERY TRANSIT 

COMPANY 

In lining curves where they are full of kinks a t the 
j o:nts the use of the bender or jim crow should not be 
neglected. It should be applied on the outside of the joints 
a fter the spikes are pulled, and the joint should be bent 
in beyond the true line of the curve so that it will not 
spring back out of line when the bender is taken off 
before the rail is sp:ked down . If the curve was sprung 
in when it was laid, as many of them have been, the 
chances are that the only way to make it stay in place 
wi:l be to pull the spikes and run the bender all the way 
a round the curve, ca re being taken not to tighten it up 
too much and thus give too much set in the ra: I. The in
side rail should be made true as well as the outside one. 

Too many track men do not appreciate the va lue of 
using the rail bender on their curves wh en fir st laying the 
track. The tendency of rail is to straighten itself unless 
spec:ally bent, and this makes "sprung" curves ha rd to 
keep in shape as they are constantly getting out of line. 
Curves that have "flat j oints" are extremely hard on rolling 
stock. Not only a re they uncomfortable to ride over but 
they give the wheel a sidewise hammer blow which :s 
detrimental to the flanges. In fact , not a few broken axles 
as well as wheel flanges have been caused by this action. 

The above remarks, of course, do not apply to spec:al 
work or curves that have come from the manufacturer 
all ready shaped, though ca re must be used in putt ing this 
work together to have it properly line up. In putting 
in switches where the lead rails have to be curved in the 
field they should be bent with the bender so they can be 
laid in place without springing. If the track man will pay 
attention to this he will, a fter a few years, have much 
less trouble with the switches than if everything had been 
forced into place. 

In putting in special work, switches, frogs and curved 
rails from the shop, it is most undesirable to tighten the 
joint plates until everything is properly lined and in place, 
as it is impossible to straighten a kink in the tightened 
connections without first loosening the bolts and allowing 
them to assume new positions. No amount of heaving 
on the lining bars will move them when tight, but when 
loosened they will take their proper positions with the 
exercise of but little effort. 

As no track will ever keep in place unless the surface 
water is taken care of, proper drains should be provided 
wherever necessary, and at some points where it is im
poss:ble to get the ditches alongside of the track low 
enough a "blind drain" through the center of the track 
may be put in and the water taken away underneath, 
leaving the surface in shape to drive over. At places 
where more water passes than can be taken care of with 
the ordinary drain pipe and not enough to require a 
bridge, it is better not to have the ra ils run across from 
abutment to abutment on stringers of iron or wood. In
stead a concrete slab reinforced with old rail or I-beams 
may 'be advantageously installed. This can be covered 
with ballast and this permits the track to be brought to 
surface without being tied to the height of the stringers 
or having a bad dip a t their ends. 

The subject of greasing curves looks like a minor de
tail and probably receives about as little attention as any 
one of the little things about track maintenance. On most 
roads th:s matter is attended to by the operating force and 
the track foreman has no say as to how or when it shall 
be done. A boy is usually sent out after being told to put 
the grease on the inside of the "high rail," or else he 
receives no instructions at all. He naturally greases at 
this point, with the idea that it will stop the wheels from 
climbing over the rail, which to a certain extent is correct. 

Yet if a heavi ly loaded car is run around a curve with the 
inside rail sanded the outer wheels are likely to climb the 
high rail, even if the high rail is greased. If they do 
not ac tua lly go over, they wi ll rub very hard. The inside 
wheel must slide across the top of the inside rail, other
wise it must keep going straight ahead. A practice that 
the writer has made use of for years is to grease the top 
of the inside rai l and thus allow the wheel on that rail 
not only to slip in its rotation, but to slide endways on 
that ra il , taking much of the thrust off the h:gh rail. 
Motormen who have run for years over track where the 
inside of the outer rai l has been greased will generally 
regard wi th suspicion the custom of greasing the top of 
the inside rail of a curve. However, they soon find that 
the car goes around the curve more easi ly than before. 

PRIZES FOR BALL TEAMS 

An unusual scene was enacted in the offices of the Public 
Service Ra ilway at Newark, N. J., last week, when Presi
dent Thomas N. McCarter g reeted a large group of em
ployees, most ly trainmen, and handed out twenty-one gold 
watches and an even dozen watch fobs. It was an evidence 
of the length s to which this company has gone in its wel• 
fa re work among its men, for the recipients of the gifte 
were the winners and runners up of the Public Service 
baseball league. T here were so many teams from the dif
fe rent carhouses that two leagues were formed, one in 
northern Jersey and the other in the southern end of the 
State. T he North Jersey league was again divided into two 
sections for convenience and to minimize loss of time in 
traveling for home and home games. At the close of the 
regular schedule the Camden team had won the cham
pionship of the southern league and the Hoboken and Hilton 
teams were the winners in their respective divisions in the 
northern end of the State. These two played off, and Ho
boken won. 

A s an incent ive to the men and an evidence that the 
company management was encouraging their spor ts, an
nouncement was made at the opening of the season that 
P resident McCarter would give wa tches to the individual 
members of the northern champion team and that Second 
Vice-president John J. Burleigh would do likewise fo r the 
south ern champions. T he fobs were added as consolation 
prizes for the H ilton players, and as an added surprise a 
watch was given to W. H. Shepherd, the league manager, 
by General Superintendent Newton W. Bolen. 

The presentation of the prizes was made quite a cer e
mony. The three teams were brought to headquarte rs and 
met by Mr. McCa rte r and other executive offici als. In 
giving the tokens, the president also gave a bri ef talk com
mending the men and touching on the company's interest 
in their welfa r e. The ball players had luncheon in the 
home offic e dining room and then went to Hilton, where 
Camden and H oboken tried to settle t he question of su
premacy, but da rkness intervened before five innings had 
been played. Both sides were satisfied, and Mr. Bolen took 
the three teams to dinner at the company's expense. Sev
eral other officials attended the dinner. 

WELDING ON LIGHTING CURRENT 

It is well known that the voltage required for arc welding 
is so low in comparison with the standard railway voltage 
from which it is obtained tha t about 80 per cent of the 
original input is wasted in resistances. On the face of 
things, this practice is most inefficient and one which should 
be abolished if possible. Where much welding is done it 
is a question of simple arithmet ic as to whether it would 
pay to install a motor-generato r set. The small user , how
ever, still r emains at a d isadvantage. It has been sug
gested, therefore, that since most welding is done during 
the daylight hours, it might be profitable to purchase from 
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the local lighting company direct current at I ro volt s or 
220 volt s. O ne c riticism of this plan is that owing to th e 
fluctuat ions on an arc-welding circuit, the lighting company 
might object to the business because of the effect upon th e 
lights of its other customers on the same line. T his could 
be det ermined only by ac tual expe rience in each case, but 
it is probable that in most" cases the effec t on the voltage 
would be no g reat er than that caused when power motors 
are thrown on and off the circuit. 

METALLIZED GRAPHITE FOR BEARINGS AND 
COLLECTOR BRUSHES 

A new meta llized-graphite product suitable fo r self
lubricating bushings, fo r coll ector brushes on dynamo
elect ric machinery, for packing rings in steam turbines and 
for many other uses where a self-lubricating metal is de
sired is being put on the market by the Graphit e ::\ktallizing 
Co rporation, Yonkers,· N. Y. The basic element of "graph
a ll oy," as it is call ed, is pure g raphit e, and to t hi s con
stituent by a process of impregnat ion is added a molten 
meta l to give the completed product solidity that it may be 
machined to the desired form and have the requisite 
s trength and durability. The process of impregnation of 
the graphite with the metal is accomplished by the use of 
a ir pressure of high values, such as have hitherto been 
considered commercially impracticable. 

Graphalloy has a high compressive st rength and can be 
accurately machined, threaded or tapped w ith no more 
difficu lti es than are met with in working brass. For ma
chining a speed about 25 per cent in excess of that used 
fo r brass is to be recommended. Some of the most im
portan t mechanical properties are given below: 
\Vdght of solid graphite electrodes per cubic inch ............... 0.057 lb. 
W eight of graphalloy impregnated with babbitt . ... ............. 0.145 lb. 
Increase in weight due to impregnatio n ...... ............. 150 per cent 
Specific gravity of graph alloy. . . . . . . . . . . . . . . . . . . . . 0.-l per cent 
Percentage of metal in graphalluy by weight. . . . . . . . . . . . . . . 60 per cent 
Percentage of metal in graphalloy by volume ........... , ... 25 per cent 
Compressive strength of graphalloy per square inch ............. 14,000 lb. 
i\ Iodulus of rupture ...........•... ........................... 12,500 lb. 

The lubricating qu alities of this product are said to be 
practically those of graphite and the manufacturers claim 
that on light-duty machines operating at high speeds excel
lent results can be obta ined. For use on c ircu it-breakers 
and other electrical contactors graphall oy is made from 
pure graph ite and copper or brass as the service demands. 
Experiments have shown that for controller and circuit 
breaker contacts which are being continually subjected to 
the action of an electric arc the best combination is graphit e 
impregnated with brass, the theory being that the zinc in 
the brass vaporizes under the action of the a rc and tend s 

Pressure, Current . Current Density, Contact Drop, 
Lb., per Sq. In. Amp. Amp. per Sq. In. Volts 

1.0 12 48 0.090 
1.0 25 100 0.177 
1.75 12 48 0 053 
1.75 25 100 0.06 6 
2. 5 12 48 0.045 
2.5 25 100 0.052 

to disrupt it. It has been fo und that with this combinat ion 
of materials less troubl e is experienced from pitting. In 
cases where the lowest possible specific resistance is needed 
pure copper is used instead of brass. Graphalloy contacts 
are said to be enti rely free from " freezing troubles." 

Tests made bv the New Yo rk Testing Labor ato ries show 
that graphalloy· slip-ring brushes have a specific resistance 
of 20.77 microhms per cubic inch. W hen these figures a re 
compared with the spec ific resistance of a cubic inch of 
carbon, wh ich is 1240 rnicrohms, and of graphite, which has 
a specific resistance of 320 microhms per cubic inch, it will 
be seen, that the combination product presents a large_ ad
nntage . in .s.011ductivity. 

A table is a lso publi shed of the various contact drops in 
voltage at a speed of 2500 ft. per minute and at various 
pressures used in commercial brush holders. 

From this table it will be noted that the average contact 
drop is 0.07 volt. T he current-ca rrying capacity of graph
a lloy has been found to be approximately 200 amp per 
squa re inch, although the maximum a llowable current den
sity varies la rgely with the class of service and also with 
the limiting temperature of the brush. 

A NEW TROLLEY HARP 

A new troll ey harp, embodying some distinctly novel 
features in design, has been added to the \ Vestern E lectric 
Company's already extensive line of electric railway sup
plies. T he new design, known commercially as the "M-B" 
troll ey harp , is a radical depa rture from the fo rmer stan
dard type, which made use of a graphite bushing. 

The harp proper is made in two parts with two steel 
wheel bearings set in recesses and held in p,lace by steel 
dowel pin s. Both hal ves of the harp a re provided with 

New D esign of T rolley H ar p and Parts 

chambers fo r holding a lubricating device which consists of 
a wooi yarn packing or oil wick which is saturated with 
heavy motor oil. To insure thorough lubricatio n, a slot is 
cut in the steel bearings so that the wheel spindle may come 
in contact wi th the wick. T he oil chambers have sufficient 
capac ity to hold a week's supply of lubricant. To replen
ish the oi l supply, it is only necessa ry to press th e point of 
the oi l can against the sp ring checks on the top of th e harp. 

The trolley wheel is equipped with a bronze axle, which 
is sweated into th e hub, and the combination of the bronze 
spindle or axle and the steel bearings is calculated to length
en the life of the wheel to a considerable extent. An
other excellent featu r e of the design is found in th e fact 
that the tension of the trolley base keeps the wheel sp indle 
resting on the bottom of the steel bearings. This has been 
found to aid g r eat ly in reducing vibration and in increasing 
the conductivity. F urthermore, current is not conducted 
th rough the spindle or bearings, but is collected by strong 
bronze contact springs. 

Several hundred actual service tests were made before 
1.he new trolley harp was finally declared ready for the 
market. These covered a period of over three years, and 
they have given the equival ent of over 10,000 mil e,; of ser
vice for the harp when used in conjunction with a ,;tandard 
4-in. wheel. The new design, with its various features 
which insure long service life, is particularly adapted to 
high-speed work, and is therefore desirabl e for both urban 
and interurban use. 
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WEIGHING AND COUNTING MACHINE 

Several electric railway companies, including those in 
Detroit and P hiladelphia, a re using a machine for counting 
transfers and tickets by we ighing them. This machine is 
made by the National Scale Company, Chicopee Falls, 
Mass. This machine is so delicate that it can be used for 

Weighing and Counting Machine 

counting items weighing from 1/ 25,000 oz. to 15 lb. each , 
in capacities ranging from 8 oz. to 6 tons. This permits a 
very wide vari ety of applications. T he machine illu strated 
is type No. 97, which counts pieces weigh ing¾ oz. or more 
up to a weighing capacity of 100 lb. 

To obtain the number of tickets, transfers, etc., the tare 
of the package is first set out on one of the weighing beams. 
Then enough pieces to represent the average condition of 

the numLer of pieces on th e weighin g platform. It is 
asserted that the coun t will be practically correct and more 
nea rly absolu te than any other method of counting. l f 
the individual pieces themselves are subject to variation in 
weight, such a condition is overcome by increasing the 
number of pieces in the ratio pan. \Veight may be ob
tained in addition to count as upon any other weighing 
mac hin e. The capacity of any machine is limited only by 
its weighing capacity. By doubling or multiplying the 
number of pieces placed in the ratio pan, the capacity of 
the counting bar is doubled or multiplied in the required 
degree. 

It is be li eved that machines of this character should save 
much time and labor in the auditor 's office and the store
rnom. In the former they can be used as already noted 
and even for checking standard coin-counting machines. 
If the transfers or tickets given up by passengers are 
segregated according to routes, th e machines can be used 
to obtain traffic counts at lowest cost. In storerooms they 
a re desirable to save time in counting accurately the num
ber of bolts, nuts, screws and other small parts , because 
the ordinary storeroom scale is not accurate or fa st enough 
for such work. 

NEW DESSAU-BITTERFELD LOCOMOTIVE 

T he latest locomotive furnished by the Siemens-Schuck
ert Company for the Dessau-Bitterfeld single-phase elec
trification of the Prussian-Hessian State Railways is th e 
combi nat ion freight and passenger type shown in one of 
the accompanying illustration s. This locomotive is desig
nated as type 1-D-1, which means that it has one leading 
axle, four driving axles an d one trailing axle. The driving 
ax les a re operated from two floor-mounted motors by 
means of crank rods, which are connected through the 
crank pins of a single jack-shaft. Each pair of driving 
wheels is on a sepa rate truck. This locomotive is capa
ble of drawing a train of 1200 metric tons at 21 m.p.h., or 

Semi-Inclosed Locomotive of the Dessau-Bitterfeld Line and Potential Regulator for Same 

the stock a re placed in the ratio pan on the counting bar. 
T he pieces placed in this pan are not weighed, nor is it 
necessary to know their weight. The count obtained on 
t_he bar does not include the pieces in the ratio pan. After 
th e a rticles to be counted have been placed on the weigh
ing platform, the ratio pan is moved along the bar until the 
beam is in balance. The indicator above the pan , as set for 
a desired maximum, will then show upon the counting bar 

one of 700 tons at 34.7 m.p.h. For passenger service this 
locomotive can be operated at a speed of 55.8 m.p.h. The 
tractive effort at the circumference of the driving wheels 
is 39,600 lb. mom entarily at starting and I 8,040 lb. for one 
hour. 

The superstructure of this locomotive is one of its most 
striking features, since only the end cabs for the engineer 
are fully inclosed, enough of the sides being left open to 
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expose the motors and the sides of the transformer to the 
open ai r. The motors, however, are protected by means of 
sheet-iron covers, which may be raised for inspection 
whenever desired. In addition to the cooling effect of the 
open-side construction, special provision for the commu
tator is made by means of a ventilator. It will be noted 
a lso tha t a louver is built in the roof directly over the 
water-cooled transformer. 

T he high-t ension oil switch is operated with compressed 
a ir. The control apparatus includes a main switch for each 
motor and two r eversers. These switches are operated 
from a low-voltage control circuit. Speed control is at
ta ined through the potential regulator illustrat ed. An un
usual feature of the locomotive outfit is an electrically 
heated boiler for use when passenger trains are hauled. 

TRIPLET STORAGE BATTERY CARS IN GERMANY 

I n the chapter on self-propelled cars published in the 
Oct. 4 issue of the ELECTRIC RAILWAY JOURNAL an elevation 
was presented of th e triplet ca r outfits which have recently 
been constructed fo r the storage battery car service of the 

3.4 cents instead of 3.04 cents ; also that no equipments 
have been furnished for a greater operating radius than 
r r r.2 miles. The equipment figures have also advanced 
about S per cent, as compared with the prices given in the 
former article. 

SERVICE OF 31.5-TON FREIGHT LOCOMOTIVE 

The Omaha, Lincoln & Beatrice Railway received in 
March, 1912, a 26,½-ton Baldwin-Westinghouse electric 
locomotive equipped with four Westinghouse ror-K, 35-hp, 
500-volt, non-commutating-pole railway motors and HL 
unit switch control. Shortly after this locomotive was 
placed in service it was ballasted up to 31,½ tons, by means 
of long castings bolted to the underframe into the pocket 
provided for this purpose. The locomotive has pneumatic 
sanders, engine bell ringer and Westinghouse A.M.M. 
Lrakes with emergency features. 

The locomotive is equipped with four rail-carrying hooks .. 
two on each side, with a capacity of three rails each. This 
a rrangement allows for the carrying of a small amo_unt of 
rails and ties for light repair work, while heavy repair 

One of the New Triplet Storage Battery Cars, Prussian State Railway 

P russian-Hessian S ta te Railways. The accompanying illu s
tration shows one of these cars r eady for use. The genera l 
a rrangement of the end cars is like th at of the st anda rd 
twin a rticulated design which has been developed fo r these 
railways, but the middl e car has been added primarily to 
give la rger baggage and postal compartments or a greater 
variety o f passenger classes. If the three cars a re used 
exclusively for passengers, the passenger capacity is 167, 
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material can be carried on the work train hauled by the 
locomotive. In the winter when freight business is light 
th e locomotive is fitted with a snow plow. At other times 
the locomotive may be used for switching, coal, lumber, 
emigrant cars, freight, express and baggage service and 
also for construction work. Up to the present time no 
repairs have been needed during over one year of service. 

In vi ew of the fact that the locomotive was ready to 

Electric Locomotive of Omaha, Lincoln & Beatrice Railway Hauling Freight Cars 

but if baggage and postal compartments are provided, the 
passenger capacity is reduced to rr8. As in the other cars, 
th e batteries, which a re mounted in cabs at the ends, were 
furnished by the Accumul:> toren-Fabrik Aktiengesellschaft. 
The battery manu factur e1 .,,tates that the contract price for 
the maintenance of its standard batteries, as noted in the 
ELECTRIC RAILWAY JOUR NAL for Oct. 4, should have been 

handle freight, the management of the road induced manu
facturers to locate their plants at different points on the 
system. While the present freight service is not sufficient 
to keep the locomotive constantly at work, traffic is steadily 
increasing. On the 8-mile line between Lincoln, University 
Place and Bethany, this locomotive handles 2000 to 2500 
loaded cars in and out a year. 
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LONDON LETTER 

(From Our Regular Correspondent) 

With regard to the offer mad e recently by Geo rge Bal
fo ur to purchase the tramways and electric light and gas 
undertakings of the Stirling Town Council, th e tramways 
committee of the Council has reco mm ended that Mr. Rob
ertson, manager of the Greenock Corporation Electricity 
Works, be asked to report in regard to the electric lig ht 
undertaking; that P e ter Fisher, manag er of th e Dundee 
Tramways, furnish a report on the tramways, and that th e 
Stirling Burgh Surveyor r eport to the Council as to th e 
circumstances. 

Three new lin es are co nt empla ted a t Preston to link up 
portions of the existing system. A lin e will be constructed 
from Moor Park Avenue, o n the Ga rstan g Road, to Brook 
Street, near the Ca ttl e Market, and join th e present line at 
Ashton-on-Ribble. The second extension will connect th e 
Fulwood line with Fylde Stree t. The existing dead ends 
in Corporation Street will be linked up, making a throug h 
line to the railway station . A nother new line will be laid 
along London Road to Walton Bridge, a distance of 1 mil e. 

Large profits are reported a t Wolve rhampton, where the 
Lorain surface contact system of tramways is install ed. 
The profits for the twelve months ended March 31 a re 
£24,232, to which is add ed £306 profit on a motor char-a.
banes service. The traffic receipts for the year constitute 
a record in the history of the undertaking. 

The special committee appointed recently by th e Bristo l 
Corporation to consid er whether the corporation should 
take over the Bristol Tramway r et ain ed J. B. Hamilton and 
J. F. C. Snell to ad vise on the matter. As the result of the 
report of these two gentlemen, the committee recommend s 
the Corporation to apply t o P a rliament for powers to work 
the company's undertaking if it should decide subsequ en tly 
to acquire it. 

A sub-committee r epresenting the County Councils of 
Renfrew, Lanark and Dumbarton has been appointed to 
confer with representatives of the Corporation of Glasgow 
in order, if possible, to make an arrangement applicabl e to 
all the areas concerned regarding the conditions under 
which the Glasgow tramways should be extended out sid e 
the city boundaries . The question arose recently in con
nection with a proposal of the Corporation to extend its 
lines from Cathcart t o Clarkston in the south and from 
Anniesland to Blaurarthill in the west. The county coun
cils wish to stipulate that all widenings of roads or forma
tion of new roads in connection with corporation tramway 
extensions should be carried out entirely at the expense of 
the corporation, but to the satisfaction of the district com
mittees of the different county councils and according to 
their specifications. Hitherto the tramways have been 
bound to maintain only the roadways between their tram
way rails and 18 in. on either side. The county councils 
think that .the responsibility of the Corporation for main
tenance should ex tend further. 

A new petrol car has been completed for the Stirlinrr & 
Bridge of Allan Tramway and has been tried on the Glas
gow Corporation lines. The car, mad e by the Lanarkshire 
Motor Company, Glasgow, holds twenty passengers insid e 
and twenty-four in open-air seats on the outside. The 
chassis is of the single trolley type, with axles 6 ft . apart. 
and the motor is of 25 hp with four cylinders. For k eepin g 
the engine cool there is a large radiator on the top of th e 
car, connected by pipes to th e water jackets of the cylin 
ders. The flywheel a nd leather clutch are of the ordinary 
type, and the drive is through a three-speed gear box to 
double bevels lying centrally between the axles. A double 
sprocket is fitted, so that the drive is taken by both axles. 
The car, which is to run between Bridge of Allan and St. 
Ninians, through Stirling, will be the first of the kind in 
Scotland. 

At a recent meetin g of the Glasgow Town Council a mo
tion was carried advising the Corporation to appoint a spe
cial committee to consider and report as to the feasibility 
of establishing a system of tube electric railways from 
the extreme east to the extreme west, and from the extreme 
north to the extreme south, as a m eans of solving the ques
tion of congestion on the streets. In seconding the motion 

it was sugges ted that para llel routes as a tramway reform 
would not reli eve co ngestion very much, and t h e three 
rem edies open to t he Co rporation to re lieve congestion on 
th e busy s tree t s were ae ri a l ra ilway, underground tube 
a nd motor bu ses. Thi s committee wi ll consider th e whole 
ques tio n. 

Th e tramways committee of Newport Corporation ha!> 
resolve d to r epo r t t o th e Counci l i11 favor of promoting a 
bill in Parli am ent w h ich wou ld secure to the Corporation 
the excl usive po wer to p rovide services of ra illess tro ll ey 
cars within t he bo roug h o f Newport and certain adjoining 
a rea?, The committee is encouraged to repor t in favor 
of applyin g for pow ers t o increase t he services as t he ex
periment w ith incr eased fares on the existing system of 
tramcars resulted in a substantial increase in revenue and 
in th e number o f passe ngers. Important sect ions of the 
town and suburbs are not reached by t he present system, 
and, with th e new powers, t h e docks and other places not 
hitherto se rved will be accessible. Co nferences will also' be 
held with local authori ti es in t h e lower part of t he Western 
Valleys with a view t o running th e new cars in out lyi n g 
districts. 

The electricity committee of the Manchester Corporation 
ha s determined to e rec t a new station at Trafford Park 
with an output of rco.ooo kw, t hough the first insta lment 
o f the plant w ill probab ly am ou nt to only 25,000 kw. The 
n ew site is a considerable d istan ce from the center of t he 
city, but the economi es w hi ch w ill be effected w ill be such 
as m or e than to balan ce any disadvan tages. The delivery 
of coal by boat t o t he wo rks w ill effect saving of as much 
as a shillin g a t on , an d if the necessa ry arrangements can 
be made w ith the Ship Cana l Company condensing water 
will doubtless be ava il ab le from the canal, obviating t he 
n ecessity for t h e e rec tio n of cool ing towe r s. The final ef
fect of all th e possible econ om ies w ill be that w hereas the 
cost o f the plant a t the exis ting st a tions works out at £20 
per kw that at Trafford P a rk w ill probably be li tt le mor e 
than half that amount. 

The L ondon County Council has und er consideration the 
question of in st a lling on t h e t ram ways of t h e Bermondsey 
Borough Council a se rvice of ca r s worked by mean s of a 
petrol-elec tric g ener ato r . The Coun ci l is of the opi nion. 
h owever, that it is desi ra ble to test the wo rk ing of t he ca r s 
on a route whi ch has already been electrified, an d has ac
cording ly appli ed t o th e Boar d of Trad e, und er th e provis
ions of th e L ond on County Tramways ( elec trical power ) 
act of 1900, fo r sancti on to run cars of t he type described 
a s an experiment on the tramways betw een T ooley Street 
and Greenwich Church. 

The highway committee of th e Lon don Coun ty Coun cil 
for some time past, in o rd er t o popu larize th e t ram ways, 
has had copies of the tramways m ap and g ui de di st ribu ted 
in the Council's schools, and n ow h as un de r con siderat ion 
the questi o n of furth er adve rti sin g th e t ramways. It ha s 
been decided to arran ge a map, in twelve secti on s. in dicat 
ing evenin g in stitutes a nd polytechnics, an d to tak e va ri ous 
o th er s t eps to bring th e tram ways u nd er t h e not ice of t hose 
attending t h e Council' s educationa l inst itut ion s. Tn the 
m eantime the h ighw ay s commit t ee report s that for the 
eleven w eeks end ed O ct. 2 t here has bee n an increase in 
g ros s revenue of about £1 4,000. 

The general manager of the London , Br igh ton & South 
Coast Railway h as ann ou n ced t hat t he exten sion of t he 
electri fica ti on of suburban lines is to be rushed an d that 
proba bly w ithin a year a ll the stations on the line be
tween E alham , T ho rn ton H eath an d West Croydon wi ll 
have a fa st electric se rvice wit h Lo ndon Bridge and Vic
toria. It is a lso int end ed to exten d t he electrificat ion as 
far as Sutton and Cheam, on t he Port smouth line. an d 
then to e lec trify between Lo ndo n , Eas t Crovdon, Pu rl ey 
and Stoa t 's Nest, the whole work bei ng completed in from 
four to fi ve years. T h ere a re a t p resent 900 trai n s w hich 
run in and out of L ondon Bridge Station each day, which 
is 50 per cent more t han befor e t he electr ification of t he 
South Lond on and Tulse Hill lines, and 700 trains a re 
now run from Victoria compar ed with 400 before elec
trification. The general m anager states that u nder elec
tric operation the company can run a train in an d out of 
the station in one minute, w hereas with steam it t akes 
six or seven minutes. A. C. S. 
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N e-ws of Electric Rail w-ays 
Progress with Unification Ordinance in Chicago 

The sub-commit tee of the local tran sporta tion co m
mittee of the City Council of Ch icago, w hi ch is co nsider in g 
t he • terms for t he un ifica tion ordin ance fo r th e Chicago 
Railways and the Chicago City Railway, t he m ember s of 
the board of supervis ing eng inee r s and t he officer s o f the 
companies met on Oct. 18 a nd after a long sess ion it was 
announced that only th ree point s in t he proposed merger 
ordinance remained un sett led after adjourn me n t. Agree
ment had up to that t ime bee n reached on the following 
points: 

''Surface lin es of Chicago sha ll enter into a phys ica l 
merger, providing for t he u ni fied ope ration of a ll railways. 

"Through ro uting of a ll cars so fa r as loca l conditions 
permit-e liminat ing switch backs and downtown switch ing. 

"Pu rchase of enough additi ona l ca r s to ut ilize completely 
the added track faci li ties, g iving th rough rou ting and in
creasing downtown transportation fac ilities 30 pe r ce n t. 

"More rapid t ra nsi t by th r ough service cars. 
"Five-cent fa re th roughout t he w hole city. 
"Account ing basis to be the same as unde r the old or

dinance. 
"Provision fo r investment in first mor tgage bonds. 
"Authority for th e company to lease such property as 

it now own s but does not have immediate u se for. 
"Agreement of the city to guaran tee payme nt of shortage 

in t he receip ts of t he Calumet company, growing out of 
its fa ilure to make S per cent. 

''Heat within t he cars to be 50 deg. Fahr. when it is ro or 
mor e deg. above zero outside and 45 deg. whe n o nly S deg. 
above zero." 

T he th ree points w h ich remained unsett led by the com
mittee on Oct. 18 were the electrolysis provision, the 
p ri ce to be paid by the compa nies for s t reet cleaning a nd 
t he use of T rai ls in t he o utlying parts of the city instead 
o f the standard type of grooved rai l. T hese points have a ll 
been sett led since t hen and t he corporat io n coun sel's office 
will d raft a u ni ficat ion o rdinance w h ich w ill be p rese n ted 
to t he Council o n Nov. 10 for passage. I t is expected that 
the ordinance w ill be passed in the form that it was sub
mitted by the local t ransportation committee. It wi ll be 
necessary to pass t he ordinance as quickly as possible, 
owing to the fact t hat t he Illi nois State Public Ut ility Com
mission has been created, effective on Jan . r, 1914. Fol
lowing the passage of the or dinance by the City Counci l it 
will be necessary to give t hi rty days' not ice to the holders 
o f the securities of surface railways before submitting th e 
matter to them for appr oval. 

The proposed p lan of me rger submitted by the surface 
railways originally on Oct. 4, and published in the ELECTRIC 
RAIIlWAY Jou RNAL of Oct. II, page 698, formed the ba sis of 
the merger ordinance. 

Section 2 of this ordinance, which provides for an oper
ating agreement between the companies to carry out th e 
provisions of unified service, has been fu l fi ll ed by the com
panies, and the form of agreement h as been made a part of 
the ordinance. This agreement provides for a board o f 
operation, consisting of seven membe r s, fo u r of whom shall 
at all times be chosen and be members of the board of di
rectors of the Chicago Railways, and t hree of whom shall 
at all times be members of the board of the Chicago City 
Rai lway. This board is to be designate d dur ing th e period 
of agreement as "Chicago Surface Lines Boar d of Oper
ation." T he first board of operation is to be appointed w hen 
the unification ordinance goes into effect an d it wi ll hold 
office from the date of its appoin tme nt .until Feb. r, I9Ii. 
The successors to this board will be appointed at t he end 
of this period and ·every three years t hereafter. T he t erm 
of office of the members of the last board of operation w ill 
extend from Feb. r, 1923, to Feb. r, I92i, w hen the I 90i 
ordinances expire. 

Other provisions of the operating agreement stipulate 
that the board of operation s'ha ll appoint from its members 
a chairman whose power sha ll be similar to a chairman of 
a board of directors of a corpora ti on. T o provide an 
umpire to settle claims of discrim ination by th e board of 

operation against a ny co mpany, it is required that o ne be 
se lected by the com panies (a cting by or under the authority 
oi th eir respective boar ds of directors) within ten days 
afte r t he uni fica tion o rdina nce goes into effect. The um
pire's te rm of office w ill be the same as that of the board 
of operati on, t he fi rst ump ire's t erm expirin g o n Feb. I, I 9 Ii , 
T he te rms of office of the succee ding umpires a re th e same 
as th ose of the board of opera tio n, na mely, t hree yea r s. 

An ot her provision of t he opera tin g ag ree ment is th a t the 
boa rd of opera tion is to appoint from its m embers an exec
utive committee consisting of t hree members , one o f whom 
w ill be des ignated as cha ir ma n. T he purpose of thi s execu
tive com mittee is to provide fo r auth orita tive action during 
the in tervals betwee n th e m eetings of th e board of opera
tion . It w ill possess and ex erci se a ll th e powers of the 
boar d of operat ion in t he managem ent and direction of the 
affairs of th e sur face lines. 

T he agr eem ent furth er provides fo r a n executive officer 
w'ho is to hold office durin g th e existe nce of the board of 
op erat ion appoin ting him. T hi s officer will have cha rg e of 
t he manageme n t a nd op era ti on of a ll th e properties of the 
companies un de r th e agree ment . Hi s authority w ill be 
simila r to that of a p res ident o r ge nera l manage r in actual 
cha rge of ope ration. and he w ill have autho rity to em pioy, 
suspe nd a nd d ischa rge employees en gaged in th e operation 
an d m anageme n t of t he Chi cago sur face lines. His juris
dicti o n, howeve r, wi ll not include th ose offi cers appointed 
by the boa rd of ope rat ion, o r t he hea ds of departments who 
may a lso be office r s appointe d by the board of operatio n. 

A not her sect ion of t he agree m ent s tates that City Coun
ci l is to have t he same control over the board o f operation, 
execut ive com mittee a nd executive offi ce r s as t he City 
Council now has, w ith r efe rence to t he office rs n ow man
aging and opera t in g th e seve ra l companies. I t a lso is under
stood tha t th is agreeme nt contai ns nothin g w hich in any 
way w ill affect t he cont rol over t he ope r ati ons o f th e 
street ra ilway lines in th e city now co nfe rred upon the 
City Coun cil and t he boar d of supe rvis ing eng in ee r s by 
t he tract ion ordin a nces. 

T he conclud ing paragraphs of the ope ra ting ag reement 
i11c lude t he dispos it ion of r ece ipt s provided for in the I90i 
tract io n ordinances, wh ich sti pulate t hat after all expenses 
of ope rat ion have bee n dedu cted 45 per ce nt of the net 
earnings shall be retained by the surfa ce ra ilways and 55 
pe r cent be paid to t he city of Chicago. The opera tin g 
agreemen t also provides fo r a division of t he g ross r ece ipt s 
between t he several companies en tering in to t he agree ment. 

An inventory of a ll materia ls and supplies of each company 
wi ll be taken as soon as possible after the execution of the 
agreeme n t. The board of operat ion w ill t ake possession of 
such material and supp li es and make prope r credit t o each 
of the companies to t'he amount of its interest in such mate
ria l and supplies. In conclu sion t he ope rating agree m ent 
provides that a s soon as poss ib le after the u ni fica tio n ordi
nance becomes effect ive, a nd no t la ter t ha n Feb. r, 1914, 
unified operati on of a ll the su rface lines u nder the ordin ance 
wi ll be affected. 

Under Section 5 of the u nifica t ion ordin ance. th e ra ilways 
are authorized to lease fro m time t o t im e a ny rea l es tate 
be longing to them and not used fo r transportation pur
poses, for such peri od and upon such terms as shall be ap
proved by the boa r d of supe rvisin g eng ineers and the city 
comptroller. T he net in come derived from suc'h source is 
to be considered and accou nt ed fo r by th e compa nies as a 
part of their gross income un de r t he pr ese nt tra ction 
o rdi nances. 

Section 6 of the or din ance provide s fo r t he re-use of ra il 
havi ng a wear ing li fe of not less than five year s. Under 
t he old settlement ordinance it was necessary to scrap all 
ra il regardless of it s remaining wearing life. Under this 
provision such ra il s as m ay be repaired and relaid as di
recte d by the boa rd of supervising engineers will be al
low ed to r emain in the street durin g their remaining wear
ing life. 

At th e t ime the proposed plan of merger was introdµced 
L . A. Busby, president of the Chicago City _Railway,. raised 
t he point ·that the city should clean the streets and bill 'the 
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companies for cleaning their right-of-way. A s a result of 
a conference between the commissioner of public works 
and the engineers of the railway companies, it was agreed 
that a sum of $51.50 per month should be charged for clean
ing' each mile of double track operated during a five-year 
period. Heretofore the city ha s been doing the work, but 
disputes arose as to the amounts of the bills rendered by the 
city to the companies, a contingency which this new con
tract removes. 

Terms, provisions and conditions with reference to elec
trolysis prevention were included in the unification ordi
nance. The discussions and final terms of agreement on 
this subject are recounted elsewhere in this issue. 

In Section 9 of the unification ordinance the city of Chi
cago agrees to pay to the Calumet & South Chicago Rail
way, out of its 55 per ce nt of the net receipts of the South 
Side surface line s, a sum equal to the aggregate annual def
icit of this company as defined in the settlement ordinance, 
including interest adjustment at the rate of 5 per cent per 
annum. The board of supervising engineers has computed 
this aggregate amount of deficit accruing up to July 31, 
1913, and found that it was $303,545. By the acceptance 
of this provision of the ordinance the Calumet & South 
Chicago Railway relinquishes all claims and rights under 
its existing ordinance to charge or collect the second addi
tional 5-cent fare in the territory south of Seventy-ninth 
Street, as now permitted by its ordinance. 

One clause of the ordinance provides that in all construc
tion or reconstruction of sewers and water mains in the 
streets now occupied by railway tracks, when the width of 
the street and the location of the underground structures 
permit, they are to be placed in the street so as not to 
cause removal of the street railway track. This question 
has been raised a number of times under the o ld settlement 
ordinance and disputes always arose over the proper ac
counts to which work of this character should be charged. 
The railway companies contended that it should be a capital 
charge while the city insisted that it should be taken from 
operation. 

Another provision of the ordinance includes authority to 
use high T-rails of a design sat isfactory to the board of 
supervising engineers for future track constructio n in 
paved streets. This authority is made revocable, however, 
as it provides that in case the Mayor and City Council do 
not approve of track constructed in this manner, they may 
require the company to replace it with the standard 129-lb. 
girder-groved rail. 

The ordinance also provides that the companies may 
lay temporary tracks on unpaved streets, or streets where 
the sewer and water supply pipes have not been constructed. 
of such types as may be approved by the board of super
vising engineers . Under the o ld ordinances tlie companies 
were required to build both permanent and temporary 
tracks of standard rails and ties, the variation being allowed 
only in the foundation. 

In compliance with the request of the companies the 
clause covering the heating of cars has been modified as 
follows: 

I. A minimum temperature of 50 de g. Fahr. above zero 
shall be maintained in all cars in service carrying passen
gers when the outside temperature is IO deg. Fahr. above 
zero or higher. 

2. A minimum temperature of 45 deg. Fahr. above zero 
shall be maintained in all cars in service carrying passen
gers when the outside temperature is below IO deg .. but 
not below 5 deg. Fahr. above zero. 

3. When the outside temperature is below 5 deg. Fahr. 
above zero, the temperature in all cars in service carrying 
passengers shall be maintained a t 45 deg. Fahr. above zero, 
or as near this point as the continuous operation of all 
heaters in the cars to their full capacity will permit. 

Tennessee Power Company Opens Another Plant 

The second hydroelectric plant of the Tennessee Power 
Company on the Ocoee Ri,,er, in the Appalachian Moun
tains of southeastern Tennessee, near Parksville, was pla ce d 
in operation on Oct. 23. This plant, toge ther with the other, 
7 miles away, on the same river, will ultimately produce a 
total of 68.ooo hp. The pow~r is tran smitted to Knoxville, 

Chattanooga and Nash vill e, Tenn. , and to Rome, Ga. The 
length of th e tran srnis ,, ion line to Nas h ville is 150 mile s. 

The tuta l cos t of th ese two power dev elopments uu the 
Ocoee, w hich a rc practically two unit s of th e same plant, 
was about $5,000,000. Hoth were constructed by the J. G. 
White Engineering Corporatio n. The on e w hich is just com
pleted took fifteen months to build. ] n the former the ch ief 
feature o f th e wo rk is a g igantic dam of concrete. In the 
latter it is an open flume nea rl y 5 m il es lo ng, by which the 
flow of water is carried a long the m ountainside. At the 
end of it s j ourney it pas ses through stee l penstocks, drop
ping 250 ft. t o the turbines. These a re of the pressure type, 
a nd eac h ha s a capacity of 10,000 hp .. T he transmission lin e 
is built for 120,000 vol t s, but is ope rated at pre~ent at 66,ooo 
volts. The ge nera tors are connected to transformers which 
step th e curr e nt up to that vol tage. 

In addition to the 47,000 hp w hich th e Tennessee Power 
Co mpany gen erates at it s two developments it has the use 
of 40.000 hp in s t eam sta tion s belonging to compa nies with 
w hich it hold s co ntracts. The company is a lready supply
ing, over transmi ss ion line s of 420 miles. a ll the cur ren t u sed 
hy the Chattanooga Railway & Lig ht Company, Knoxvill e 
Railway & Light Company, Nashvil le Ra ilway & Light 
Company, Rome Railway & Light Company and Clevelan d 
E lec tri c Light Co mpany, together w ith num erous o ther co n
cerns, cons titutin g almost the entire electrical market of 
eas t ern and ce ntral T ennessee. The popu lation se r ved by 
those compa ni es is estimated at 330.000. 

Complaint Filed Regarding Service in Rochester 

A 3-cent car fa re with full transfer p ri vi leges in rush 
hour s, the r e- routing- of severa l lin es in th e centra l part of 
the city and th e abandonment of a down-town carhouse 
for housing purposes. except for cars it is necessary to 
keep in the center of th e city, are demands made by Mayor 
Hiram H. Edge rt o n o f Rochester. N. Y., in a complaint 
fi led with the Public Service Commiss ion of the Second 
District of New York against the New York State Rai l
ways, Rochester Lines. The complaint is based upo n a 
recent investi ga ti on fo llowing act ion taken by the City 
Council on Ju ly 22, 1913. The hearings w ill start on Nov. 
24. 

It is charged in the complaint that the in come of the 
st reet railway system in the city and suburb s exceeds 
$r ,200,000, after paying ope rating expenses and the n eces
sary reserve, and that a sum exceeding $1,200,000 was set 
aside for the payment of divide nds on the capital stock 
of the New York State Rail ways. Th e g ist of the com
plaint is that all the money set aside to pay th ese dividends 
was derived from tl1e Rochester lines a nd that no revenu e 
was d erived from the Sodus line or the Rochester & 
Eastern lin e. It is claimed that the mo ney set as ide was 
su fficient to pay di vidend s of not less than 15._c; per cent 
on the capital stock of th e New York State Rai lwavs. 

Following is the text of the demand for a redu~tion in 
fares: 

"That the New York State Raihvays cha rges the sum of 
S cents for one co ntinu ous ride within -the limits of 
Rochester; that such rates are unjust and unreasonable, 
and th e city of Rochester asks that the New York State 
Railway s be permitted to ch ar ge only the sum of 3 ce nts. 
with full transfer privileges. for on e continu ous ride wit hin 
the limi ts of the city of R och este r between the hours of 5 
a. m. and 8.45 a. m. a n d 4.30 p. m. a n d 6.30 p. m. o n a ll days 
except Sundays; that such proposed rates ar e sufficient t o 
yield reasonabl e compensation for the se rvice rendered 
by said New York State Railway s and to yie ld a reasonable 
return upon tl1e capital ac tually invested in the street rail
way system in the city of Rochester a n d its suburbs." 

The second complaint r elates to the routing of two 
lines, which is declared t o be "unju st. unr easonable a nd 
inadequate." The request is that the cars run down Main 
Street east t o the Four Corners , except dt1 ring the rush 
hours b etw een .'i and 6.30 o'clock in th e eve ning. The 
complaint against th e m a int en anc e o f a storage ca rhouse in 
State Street is based o n th e conges tion and inc o nvenie nce 
to t'he public, int erfering with the use of the street by 
pedestrians and drivers of vehicles as we ll as impeding the 
operation of street cars that run in State Stre et. 

Th e special railroad committee of th e City Conncil in-
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vestigated electric railway conditions and made an exte n
sive report which was served upon offic ia ls of th e com
pany some time ago. At that time the recommendation 
was made and the company was asked to reduce the fares 
to 3 cents during the rush hours. The New York State 
Rai lways fai led to make the reduction asked for, but it 
proceeded to put new cars in operation on a ll lines and to 
reconstruct many of the cross-town lin es. T he company 
a lso laid much new tra.ck in accordance with the recom
mendat ion of the Coun cil. After the company had fi led 
an answer to the recommendations of the Council com
mittee and had stated that the reduction of fares during 
the hours specified was impracticable and that it would not 
follow out the recommendation, it was decided to ask the 
Pub li c Service Co mmiss ion for the reduction. 

Chicago T erminal Recommendations Presented 

John F. Wallace makes the fo ll owin g recommendations 
in his report to the terminal committee of the City Council 
of Chicago: 

Establ ishment of two passenger terminals, one on the 
West Side and the other at Twelfth Street and the lake 
front. 

Passage of an ordinance allowing p lans of the Pennsyl
vania Railroad, as modified, to be carried out, and permit
ting Illinois Central to erect a terminal to care for the South 
S1 de roads. 

Elimination in the course of time of the Dearborn, 
La Sall e and Grand Central termina ls. 

Adj ustment of the routes of surface traction lines to 
agree with the " two-station" plan. 

Widening of Canal Street 100 feet from Twelfth Street to 
Harrison Street, and, if possible, fart her north, by extend
ing it eastwardly over railroad prope rty and supporting it 
over the tracks. 

Recon struction of Canal Street upon two levels, the upper 
plane for rapidly moving through traffic and the lower for 
local hauling. The through cross streets to connect with 
the upper level and the short cross streets with the lower. 

Extension of Monroe Stree t across the river, making it 
ava ilable as a continuous avenue to the West Side. 

Reconstruction and widening of Harrison Street by in
creasing the width of the roadway to the present building 
line on each side, arranging for sidewalks by cutting back 
the first sto ries of the buildings and form in g an arcade. 

Approval of the Pen'1sylvania freight terminal west of 
Canal Street, providing plan is amended to el imi nate ob
jections set forth. 

Move north line of main freight building back from Van 
Buren Street to Harrison Street. 

For elevated strncture carrying tracks from Twenty-first 
Street and Stewart Avenue northward to Taylor Street de
presse d tracks should be substituted north of the river so 
as to pass under all intervening streets. 

Widening of Twelfth Street westwar d and extending 
Michigan Avenue to the North Side. 

Widening of the principal thoroughfares connecting the 
central district with the N orth, South and West Sides of the 
city. 

Establishment of a clearing house for handling less than 
carl r- ad lot s of fr eight outside of the city limits. 

At th e meeting of the committee at which the report was 
received Alderman Ellis Geiger, chairman of the committee, 
read a letter fr om Alfred L. Baker, p reside nt of the City 
Club, requesting that action on the report be deferred until 
Bion J. Arnold, retain ed by the citizens' terminal plan com
mission, cou ld present his criticism of the finding. The 
c0mmittee notified Mr. Arnold to state what progress h e 
had marle, so that it could be determin ed whether it was 
advisable to wait. 

Opinion of City Solicitor in Regard to Re-routing in 
Philadelphia 

In an opm10n submitted to Councils holding adversely 
a s to the Philadelphia Raoid Transit Company's right to 
re-route its lines without Councils' permission, City Solici
tor Ryan summarizes his conclu sions as follows: 

"First-Undn the constitution, no street railway cart be 
constructed in Philadelphia without the consent of Councils. 

"Second-The charters of the various street railway com
panies now controlled by the Philadelphia Rapid Transit 
Company, as well as the various ordinances granting them 
permission to occupy stree ts, designate specifically the 
streets to be occupied and the routes to be followed by 
the cars, and these franchises are based upon the reciprocal 
duty of the company to run its cars for the accommodation 
of the public over the streets and routes authorized. 

"Third-The ac t of May 15, 1895, does not authorize the 
Philadelphia Rapid Transit Company to run its cars along 
e ther street s or routes than those for which permission has 
been given by ordinan ce of Councils. 

"Fourth-The contract between the city and the Phila
de lphia Rapid Transit Company, authorized by ordinance 
of July I, 1907, does not relieve the company of the dutie9 
imposed upon it by the franchises which it now controls. 

" F ifth-The Philadelphia Rapid Transit Company has 
no right w ithout the consent of Councils to re-route its 
system so that the cars shall be run over different routes 
from those authorized by ordinances, and especially has it 
no right when such re-routing increases tlie cost of public 
trave l." 

The executive committee of the Philadelphia Rapid Tran
sit Company in its reply to City Solici tor Ryan's opinion 
denying the company's right to re-route its cars without 
Council' s consent points out, first, that the re-routing was 
based on a scienti fic study of the flow of traffic and was 
designed to g ive better transportation facilities. Secondly, 
it was only commenced after full publicity and consultation 
with variou s civic bodies. Thirdly, re-routing has been fre
quently practised before, as in the case of the Darby and 
Lancaster Avenue lin es, w hich would stop at Thirty-second 
and Market Streets if the old franchise routes were fol
lowed. The company also maintains that its right to re
route does not rest upon expedie ncy or practice but has 
been expressly granted by th e Legislature. The statement 
quotes from the act of May IS, 1895, which confers on 
st r eet ra ilways controlling or leasing different liries the 
right to ope rate the same "as a ge neral system," and "from 
time to time lay out new routes or circuits . as will 
in the opinion of the operating company best accommodate 
public travel." The consent of Councils is not required 
under this act and the company is made the judge of what 
constitute the best routes. The Supreme Court of the 
State, in interpreting this act, has said, "The company is 
bound to keep pace with the progress of the age in which 
it continues to exercise its corporate rights." 

Newark Terminal Plan Progress Reviewed 

Thomas N. McCarter, president of the Public Service 
Corporation of New J ersey, reviewed the history of the 
company's plan for the erection of a terminal in Park 
P la ce and the re-routing of its line s in Newark at a hear
ing on Oct. 22 before the Board of Public Utility Com
missioners of New Jersey on twenty-seven appli cations 
made by the company to the city in connection with 
its p lan. All of the twenty-nine franchises necessary for 
the carrying out of the project have been granted by the 
Board of Works, but under the State law the grants by 
the city body must be approved by the Utility Commis
sion, whi ch has already approved of two. Mr. Mccarter 
likened the proposed terminal to the Hudson terminal in 
New York. Incidentally, he said that the cost of putting 
the p lan in operation would be nearly $6,oc-o,ooo. He told 
of the congestion, due to the city's peculiar formation, 
which has made its electric railway service unsatisfactory, 
and declared that the proposed plan possessed merits which 
would correct the prevailing evils. Referring to the Morris 
Canal, he said that it would afford ideal opportunities for 
a subway running east and west, which would permit the 
development of an interurban service. The delay of action 
on the prooosed abandonment has been a disappointment 
to him. The proposition of having subways along Broad 
and Market Streets was also mentioned by Mr. McCarter, 
and he declared that the proposed subway whic-h the com
pany would construct across Broad Street at Cedar Street 
would not interfere with any iuture subway. 

As has been stated previously in the ELECTRIC RAILWAY 

TouirnAL. t'he company proooses to modify its transfer 
plan:. This matter was referred to at the hearing on 
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Oct. 22, and Mr. McCarter explained that the company 
was willing to give a transfer on a transfer, but he de
clared he would never be a party to an agreement which 
would permit a passenger to cheat the company by making 
a round trip for a single fare. 

The Boston Arbitration Hearings 

The board of arbitration sitting in the Boston Elevated 
Railway wage and working conditions investigation re
sumed its sessions on Oct. 29 to enable the company to re
ply to the case submitted by the employees' organization. 
Frederic E. Snow, counsel for the company, presented the 
opening statement of the road's position. He reviewed th e 
points at issue and set forth in detail the present financial 
condition of the corporation. Important features of the 
company's case are its existing obligations for the financing 
of improvements, the effect of the so-called nine-hours-in
eleven law upon its operating costs, and a comparison of 
its wage scales with those prevailing elsewhere, the last be
ing highly favorable to the company. 

The company must provide $6,350,000 in the near future 
for improvements to which it is committed. Its stock is 
selling below par, so that under present conditions no part 
of this capital can be raised by the sale of additional stock. 
Only about half the necessary money can be raised by the 
sale of bonds under the existing statutes. The present out
standing capital stock of the company is $23,879,400, for 
which the company 'has received in cash from its stock
holders, $26,586,828. Practically every dollar paid in is 
represented by permanent investment. The company has 
paid 6 per cent dividends to its stockholders. It proposes 
to show that the working conditions are fair and reasonable, 
that it pays more than the going rate of wages for similar 
work under similar conditions and that it can get all the 
help it needs at the present wages and working conditions. 

The payroll of Aug. 1, 1913, had 9474 employees, of whom 
4591 were surface conductors and motormen, 443 elevated 
trainmen, 913 in stations and miscellaneous transportation 
work, 556 in carhouse service, 1029 in the department of 
maintenance of way, 16! in the department of wires and 
conduits, 446 in power and substations, 798 in repair shops 
and 537 in other departments. The average payment per 
eniployee last year was more than $760. Chairman Howard 
Elliott, of the New Haven system, stated that the average 
payment to its 93,000 employees was about $700 per year. 
The total Boston Elevated Railway payroll for the fiscal 
year 1913 was about $7,250,000, of which $3,720,000 was paid 
to motormen, guards, conductors and brakemen. In the 
daily rush hours there was work for more than twice 
as many motormen and conductors as at other times. 
From 40 to 45 per cent of the men were "regulars" and 25 
per cent "regular extras." Since Jan. 1 the regular men 
receive for nine hours' work the pay formerly received for 
ten hours' service. The regular extra men receive for nine 
hours' work the pay formerly received for an actual working 
time of eight hours thirty-six minutes, but the length of 
time between the first car in the morning and the last car 
at night has been cut from sixteen hours twenty-nine min
utes to fourteen hours fifty-six minutes. The present rate 
paid by the company to extra men was higher than that 
paid by other companies similarly situated, and as a rule 
the others do not have the guaranteed $12 minimum weekly 
wage. 

An exhaustive study by the company of the wages re
ceived by motormen and conductors of at least five years' 
standing indicates that t'hey averaged $17.40 per week, or 
'$907.59 per year, eliminating those not working at least six 
days per week. In four repre~entative weeks it also ap
peared that 991 first-year men earned $12.39 per week; 428 
second-year men, $14.27; 531 third, fourth and fifth-year 
men, $15.47; 521 sixth to tenth-year men, inclusive, $16.80; 
346 eleventh to fifteenth-year men, $17.55, and 564 sixteenth
year men and above, $17.87. The minimum rate of 25.6 cents 
per hour paid by the Boston company for first-year men 
was higher than the rate paid by any other company in New 
England or in the Middle Atlantic States with the exception 
of the Empire United Railways, Syracuse, N. Y., which 
pays 24.5 cents per hour for the first six months and 26.5 
-cents for the second half-year, and the Hudson Valley Rail-

way. which pays a flat rate of 27 cents per hour regardless 
of the length of service. The maximum rate of 28.9 cents 
per hour paid at Boston was higher than that of any other 
company in New England, and with few exceptions was 
higher than the maximum paid by any company in the 
Middle At lantic States. Up to and including the third year 
of service the rate of 26.8 cents per hour paid by the Boston 
Elevated Railway was higher than that of any other com
pany in Massachusetts except the Berkshire, Springfield and 
Worcester companies, which pay 27 cents to third-year men. 
The Co nnect icut Company pays 23.5 cents to third-year 
men. The rates of the Brooklyn Rapid Transit Company 
are from 24 to 28 cents per hour compared with the Boston 
rates of 25.6 and 28.9 cents, and for every year of service 
the rate per hour at Brooklyn is less than at Boston. It 
takes the man at Boston longer to reach the maximum pay, 
but his average is higher in the intervening years. Ele
vated guards at Boston range from 23.9 to 27.3 cents as 
compared with 23.5 and 26 cents on the Manhattan Railway, 
New York. Brakemen on Boston rapid transit lines receive 
from 2r.2 to 24.5 cents compared with 22 and 25 cents in 
Philadelphia and 20 and 23 cents in Brooklyn and Man
hattan. 

It is figured that the adoption of the two-class system 
for shop employees as proposed by the emp loyees' organi
zation would cost the company $110,728 more per year than 
the present wages, including a rs per cent raise in the 
former. Applications for employment greatly exceed the 
111.1mber of positions available. In the ten months ended 
June 30, 1913, 3252 men applied for employment as motor
men and conductors; 1579 were rejected, 1673 were accepted. 

Regarding piece-work, Mr. Snow stated that while the 
amount done in the company's shops was relatively small, 
figures for four recent weeks show that shop employees 
working by the piece earned from 55 to 71 per cent more 
than if they had worked at the regular rates per hour. It 
is advantageous to employees and economical to the com
pany. It would be against the interests of economical 
operation to grant free transportation to employees not in 
uniform. 

Regarding the nine-hours-in-eleven law, the company sub
mitted a discussion showing how its terms cripple the 
schedule department in laying out work to be handled at a 
reasonable cost, and contended that if the full effect of this 
statute is pressed by the men, it will cost the road about 
$1,000,000 a year more than at present to operate its service. 
Owing to the irregularity in the amount of transportation 
required at different times of the day, no street railway like 
that at Boston could be properly or economically operated 
under the limitations of such a law as the one in question. 
The change from the ten-hour to the present nine-hour day 
on Jan. 1 last was costing the company from $150,000 to 
$200,000 a year. The permanent investment of the company 
had increased from $25,291,913 in 1897 to $105,684.146 at 
present, or 317.8 per cent, compared with a gross income 
increase of 94.6 per cent. The number of free transfer 
points had increased from fourteen to 103, and the number 
of free transfer passengers has increased from 23,177,726 to 
217,568,572 per year. The ability of the company to main
tain its service standards, and in fact its very existence, was 
largely dependent upon the outcome of these proceedings. 

Progress with Rapid Transit Construction Contracts in 
New York 

When the dual system agreements were signed with the 
Interborough Rapid Transit Company and the Brooklyn 
Rapid Transit Company not one section of the Seventh 
Avenue line, in Manhattan, was under way. Since then the 
Public Service Commission has opened bids for one section, 
has advertised for bids for two additional sections, will soon 
advertise for two more, and during November will hold 
hearing on the forms of contract for the last two sections 
of that line. By the first of the year, therefore, the whole 
Seventh Avenue subway, from Times Square south to the 
Battery, should be under contract. Plans for additional 
sections of the Broadway subway, in Manhattan, and for 
subway extensions in Brooklyn, the Bronx and Queens 
have also been completed. In the borough of Queens 
every construction contract for all the new lines in that 
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borough has bee n placed, with th e exception of the Stein
way Tunnel from its present terminus to the Queensboro 
Bridge, and that is now being advertised. 

In Brooklyn the New York Municipal Railway Corpora
tion (B rooklyn Rapid Tran sit ) has been authorized to 
contract fo r the recon structio n o f th e Sea Beach line, which 
will conn ect the Fourth Avenue subway with Coney Island, 
and w ork th er eo n has bee n started. The same company 
a lso has been authori ze d to co ntract for t he building of 
the proposed lin e through Thirty-eighth Street, Brooklyn, 
to conn ect the Four th Avenu e subway with the proposed 
eleva ted ra ilroa ds through New Utrecht A venue and 
Gravesend Avenu e to Con ey I sland. Work has also begun 
o n thi s lin e. I t is expect ed tha t thi s road, a s w ell a s th e 
reco nstructi on of t he Sea Beach line, will be finished 
within e ig htee n month s. T he co mmission has ab out com
pleted t he plans for th e eleva ted railroad through New 
Utrecht Ave nue and will soo n a dvertise for bid s for its 
con stru cti on . I t also ha s th e plans for the Gravesend 
Avenu e, o r Culver line, well under way and will advertis e 
for ];)ids fo r it s constructio n within a short time. P lans 
are a lso app roa ching complet io n fo r the two new tunnel s 
under the Eas t Rive r-one fo r operation by the Inter
borou g h Ra pid T r an sit Co mpany and the other by the 
New York Municipal Railway Corporation. These should 
be rea dy to a dverti se befor e th e end of the year. Plans for 
the Eas tern P arkway subway in Brooklyn and its connec
tion s a r e a lso well advanced. The first sections of the line, 
from th e end o f th e exis tin g subway along F1atbush 
Avenue to Eastern Parkway, will be submitted to bidder s 
within a short time. 

In the Bronx three separa te lin es of feeders for the new 
subway system will soon be under construction, namely, 
th e Pe lh am Bay Park branch, th e Jerome Avenue branch 
and th e White Plains R oad branch. The plans fo r all 
the se branches a re nearly compl eted, and while it is neces
sary to hold a few h earing s on form s of contracts fo r new 
sections, a la rge po rtio n of th e wo rk will be put under 
contract during November . The t otal amount of m oney to 
be exp ended by t he city of New York in the con struction 
of new lines und er th e dua l sys tem contract s is es timated 
at $200,000,000 . Of thi s amount about $ 83,000,000 w orth 
of work is a lready und er contract , and it is expected that 
$65,000,000 . worth a dditional w ill be ready to let by th e 
clo se of th e year; so that by J a n. 1 , 19 14, nin e month s after 
th e signin g of th e dual sys tem ag reements, three-fourth s 
of th e city's part of th e work should be und er w ay. 

The commi ssion has con sented to the assig nment of th e 
contrac t for Section No. 1 of Rout es Nos. 19 and 22, th e 
Southern Boulevard and W estch es ter Avenue branch of 
the Lexington Avenu e subway, fro m th e J ohn F . Steven s 
Con struction Co mpany to th e Ri chard Carvel Co mp any. 

New Chart of Organization.-The San Fra ncisco-Oakland 
T erminal Railway s, Oakland, Cal. , issued und er date of 
Oct. 1, 19 13, a new ch art of organization. The chart cover s 
th e changes which have been made in th e sch eme of 
or ga niza tion of th e comp any si nce th e propert y wa s place d 
in t he hand s of tru stees. 

Canadian Pacific Electrification Plans.-Thomas Shaug h
nes sy, pres ident of th e Canadian Pacifi c Railway , 'has 
denied th e r eport from Milwaukee creditin g him with 
stating th at th e w hole Ca na dian Pacific Railway sy stem 
mig ht be elec tri fie d. It is intended to electrify Rogers' 
Pass tunn el, and if t his proves success ful to extend the 
electrification over t he m ountain divi sion from Revelstoke 
to Field, B. C. 

Short Strike in Knoxville.-Fift ee n employee s o f th e 
Knoxville Railway & Light Company, Knox vill e, T enn., 
recently w ent out on strike because th e company did not 
recognize a union tha t a visiting ag itator endeavored t o 
form . Only eight men j oined th e body, however, and th e 
strike was settled peaceably in two days. One hun_dred and 
six ty-five employees sig ned a published statement to th e 
effec t th at th ey ha d no g rievance against the company. 

Duluth Franchise Case.-Federal District Judge A midon 
recently dismissed th e application of the Central Trust 
Co m pany, New York, N. Y., for an injunction to restrain 
the city of Duluth from bring ing suit to test the validity 
of t he fra n chi se o f 1881 under w hich the Duluth Street 

Railway operates. The case has since been argued, the 
company closing with the defense that for more than a 
quarter of a century the State and the city repeatedly 
recognized the legislative franchise granted to the company 
in 1881. 

Plan to Amend West Virginia Commission Law.-Unless 
th e present Public Service Commission law of We st Vir
g inia gives th e commission absolute authority to control 
rates of public service corporations, the Legislature will be 
conven ed in extrao rdinary session at o nce and the law will 
be am ended, acco rding to a statement issued by Governor 
H a tfield, aprop o's o f the questioning by representatives of 
g a s and water companies as to the authority of the com
mi ssion to prevent gas companies in the northern part of 
th e State from increasing their rates. 

London & Port Stanley Electrification Approved.-The 
by-law to raise $700,000 in debentures to provide funds to 
electrify the Londo n & Port Stanley Railway was carried 
on Oct. 22. A s a result of t'he vote the City Council must 
now app oint a board to take over the control of the steam 
road to Port Stanley. This will be done immediately, and 
Adam Beck, chairman of the Hydro-Electric Power Com
mi ss ion of Ontario, is to be offered the chairmanship. En
g ine e r \Varfield, wh o r eported favorably on the project, 
will probably be ge neral manager of the line. He declared 
th a t the r oad will be ready for operation by electricity by 
next Jun e if preparatory wo rk is started at once. 

Meeting of Toronto Council Postponed.-The special 
meeting o f th e Toronto City Council called for Oct. 23 

to di scuss the proposal t o purchase the property of the 
Toronto Railway and Toronto Electric Light Company 
has been postponed. Mayor B oeken has announced that 
the meeting will probably be held in the first week of 
November, aft e r the reports of Auditor John Mackay and 
Eng ineer H . H . Couzens have been presented. The former 
do cument, which is to deal with the proposed purchase 
fr o m th e standpoint of its financial merit s or demerits, is 
expected about N ov. I. The report of Mr. Couzens will 
sta te th e advantag es or disadvantages of amalgamating the 
electric lig ht property with the city' s hydroelectric system. 

M"unicipal Ownership Proposals in British Columbia.
A joint committee o f members of the City Council of 
Ne lson, B. C. , and business men formulated a plan recently 
for the purchase by the municipality of the street railway 
sys tem owned by the British Columbia Electric Railway. 
F ollowing the suggestion made rec ently by Mayor Baxter 
of Vancouver that the city purchase the street railway sys
tem fro m the Briti sh Columbia E lectric Railway, Alderman 
McMas t er move d that the company be asked to state on 
wha t bas is it w ould be willing t o dispose of the system to 
th e city. O n receipt of the sta tem ent o f terms the Council 
will probably seek through a plebi scit e to obtain power 
to act. 

Extension of Time for Installation of Block Signals.
The Public Service Commission of Indiana has granted the 
Terre Haute, Indianapolis & Easte rn Traction Company, 
Unio n T raction Company of Indiana, Fort Wayne & 
Northern Indiana Traction Company, and the Ohio Elec
tric R a ilway an ex tension of time of three months from 
Oct. 1 t o co mplete the installation of the block signals 
which were ordered for these lines for t'he year 1913. The 
companies petitio ned the commission for the extension of 
time. They showed that they had completed all their work 
for the insta lla ti on of these additional signals, but that 
the signa l co mpany had not been able to get all its ma
terial on th e ground in time and that it was impossible 
to complete th e work by Oct. I. 

Mayor Harrison of Chicago on Subway Matters.-In a 
speech which he mad e at the recent annual municipal dinner 
of th e Chicago Ass ociation of Commerce Mayor Harrison, 
in r eviewing th e problems before the city for settlement, 
said: "In the m atter of subways we are like th e Duke of 
York- w e have marched up hill and down again. There are 
three forms of subways proposed to Chicago. The first is 
a system in the 'loop' district for surface lines; the second 
is for elevated roads in the 'ioop' district, and the third is 
a comprehensive system of underground routes. The first 
of these I believe to be a delusion and a snare, and it will 
not relieve congestion in the central district. At present 
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th e surfac e lines do not want the elevated road s to hav e 
subways and the elevated roads do not want the surface lines 
to have subways and neither wants a franchi se to be 
awarded to outside parties." 

Plans Outlined for Proposed Subway in St. Louis.
I a mes D. Houseman, president of the St. Louis & W es te rn 
Traction Company and the St. Louis County Belt , Illin ois 
& Eastern Traction Company, has issued a prospectus ex
plaining his plans for rapid transit faciliti es fo r St. L oui s 
and its suburbs at a co st of $1 7,000,000. According to th e 
prospectus th ese plan s include a subway fo r th e down
town distri ct, with an elevated extension in the vVes t E nd. 
two interurban systems , one in Missouri and th e o th er 
in Illinois , two new bridges, on e acr oss th e Mi ssouri a nd 
the other acro ss th e Mi ss is sippi Ri ve r , and a n elec tric 
belt line around St. L oui s, parall eling the city limits. The 
prospectus conta in s a map showin g th e route of th e sub
way, the St. L ouis County Be lt Railway lin e and th e loca
tion of the two propose d new bridges, fo r which he has 
obtained franchi ses, as well as a copy of th e bill fo r a 
subway franchi se, whi ch was int rodu ced in th e H ouse o f 
Delegates on July 15, 1913, a~ r eferred to previously in 
the ELECTRIC RAILWAY JouRNAL. 

Seattle Accepts Highland Park & Lake Burien Railway.
The City Council of Seattle, W a sh., has pa ssed an ordinance 
accepting as an unencumbered g ift th e property of th e 
Highland Park & Lak e Burien R ailway, including th e line 
extending from Iowa Street and Alki A venue to Lake 
Burien, a distance of 9 mil es, half of the lin e being within 
the city limits and th e wh ole of it within King County. 
Councilman Oliver T. E rick son ann ounces that as soon a s 
the property of the Seattle, R enton & Southern Railway is 
acquired by th e city h e will introduce a bill auth ori zing th e 
issuance of $roo,ooo of utility bonds in order to extend th e 
Lake Burien lin e fro m Iowa Street and Alki Avenue a cross 
the Waterway to a conn ecti on with th e Seattle, Renton & 
Southern Railway on Jackson Street, and later will urge 
the issuance of similar bonds for an ex tension of th e 
municipal stree t ra ilway lin es into th e Green Lake di strict. 
A. L. Valentin e, superintendent of public utilities, estimates 
the cost of makin g th e exten sion from W est Seattle to 
Seattle Boulevard at $113,000. the cost of a substation a t 
$ro,8oo and the r ehabilita tion of the line at $6,400. 

Arrests in Connection with Disorder During Recent 
Indiana Strike.-As a sequel to the rec ent short-lived 
strike on the Indiana interurban line s, Unit ed State s Mar
shal Edward H. Schmidt and his deputies made a trip to 
Mooresville, Ind., on Oct. 6, and on a ffida vits sworn to by 
Post Offic e Inspector William T. Fletch er arrested twelve 
men, the specific charge being th e violati on of the federal 
law against ob structing th e U nited States mails. Several 
of the m en we re tra inm en in th e employ of the T erre 
Haute, Indianapoli s & Eastern Trac tion Company wh o had 
reported fo r w ork upon th e company' s ultimatum which 
ended th e strike in August. The other men were form er 
employees who had been di scharg ed. On Aug. 25, after 
the last car had compl et ed its ni ght run, poles and wires 
were cut near Moo resvill e, on th e Martinsville Division of 
the Terre Haute, Indianapoli s & E a stern Lin es. and th e 
poles laid ac ro ss th e track. The fi r st car from Indianapoli s 
on the mornin g of Aug. 26, carryin g t he mail fo r M oores
ville , was compelled to return to Indianapolis on accoun t 
of the poles and hi gh- tension lines being down, w hich 
brought about the a rres t of th e tw elve men on Oct. 6. The 
men were all arraig ned fo r a hearin g before United Sta tes 
Commissioner Howard S. Young on Oct. 6. They asked for 
time to obtain coun sel , and th e case was continued. 

PROGRAM OF ASSOCIATION MEETING 

Railway Business Association. 

The annual m eetin g of the R ailway Business A ssocia ti on 
will be held at the W aldorf-Astoria Hotel, N ew Y ork . a t 
rr a. m. , on D ec . rr. The electi on of offi ce r s will t ake place 
at r :30 p. m. and in th e eve ning the annual banquet will be 
held. The speakers at this banquet, so far announced. will 
be Howard E lliott , chairman, N ew York, New Haven & 
Hartford Railroad, and H o n. James M. Cox, Govern or o f 
Ohio. 

Financial and Corporate 
Stock and Money Markets 

Oct. 29, 1913. 
T he sa les of s toc k o n t he New York Stock Exchange to

day tota led o nly 216,366 s hares. Whi le the tran sactions were 
lig ht in vo lume and t he market opened weak, trading ra ll ied 
and towa rd th e c lose buy in g became more vigorous and 
slig ht upturn s were no ted a ll t hrough the general list. T he 
local tra nsac tion issues were especia lly strong. Thi r d Ave
nue Ra ilway sold at 40, s howing a gai n of two points for 
th e day. Rates in the money market to-day were: Call, 
4@5¼ per ce nt.; s ixty days and ni nety days, 4½@4 :J/4 per 
ce nt. ; fo ur, five a nd six months, 4½@5 per cent. 

Trading o n th e P hil ade lphia exchange to-day was 
ve ry na r row and for the most part in odd lots. There was 
consi de rab le demand for bonds. 

Tra ding on t he Ch icago exchange to-day was indifferent. 
Co nsiderab le ga ins were made, however, in several of the 
leadin g issues. The bo nd mar ke t was dull. 

The Boston m arket to-day was dull and irregular. Most 
nf th e ra il road issues sold off. 

The sales of stoc k on the Baltimore exc hange to-day 
to ta led only 373 shares. Bond sales were $64,200, par value. 

Quota tio n~ of tract ion a nd m anufactur ing securities as 
compared with la st week fo llow: 

Oct. 22 
A m erican B ra ke S hoe & Foundry (common).......... 38½ 
.Amerjcan B~<!k e Shoe & Fou ndry (preferred) •........ 128 
Amencan Cities Com pany (common) .. ,.............. 36 
Amer!can qties Company (preferredj................ 63 
A m er !can L!ght & Traction Company (common) ...... 336 
imer!can Li ght & Traction Comp2.ny (preferred) ..... 103½ 

mencan Ratlways Company... . . . . . . . . . . . . . . . . . . . . . 38 ¾ 
Aur ora, Elgin & Chicago Railroad (common).......... 40 
~urora, E lgin & Chi!=ago R ailroad (preferred)......... 82 

oston Elevated Ra tl way ........................ , . . . 85 
Boston Suburban E lectric Companies (common)...... 7 
Boston Suburba n E lect ric Companies (preferred)...... 59 
Boston & \Vor cester E lectric Companies (cnmmon) .... a ! 0 
Boston & W o~cester E_Irctric Companies (preferred)... .:12 1,,~ 
Bro?klyn RaJ?id Transit Company......... . . . . . . . . . . . 87 
~~J;Hta l Tr~ct1on _Company, \ Vash ington .........•...... 115 

!Cago City Railway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 160 
\hicago E levated Ra ilways (common).............. 25 
~t;cago ~ l":vate:1 Rai lways (preferred)............... 7j 

h!cago a;lways, ptcptg., ctf. I..................... 93 
C 1cago R ail ways, ptcptg., ct£. 2.. . • . . . . . . . . . . . . . . . . . 29 
Chicago R ailways, ptcptg., ctf. 3.................... 7½ 
C~ic ~go }3.ailways, pt~ptg., ctf. 4 ................•... : 2 ½ 
Crncrnna tt Street Ra ilway ...•....................... 107 ½ 
Clev elan d Railway .................................. 103 ½ 
Cleveland, Southwe,tern & Columbus Ry. (common)... 5½ 
C;Jeveland, S~uthwes tern & Columbus Ry. (preferred).. 30 
Columb u s R ail way & Light Com pany ... . . ......... .. . 18 
Cclumhus Ra ilway (com mon) . ... .... ............. '.. 69 ½ 
Columbu s R ail way (preferred)...................... 88 -
Denver & North western R ai lwav ..................... *111 
Detro it U nited R ailway ..... . . :.. . ...... . . . . . . . . . . . . . 69 
Gen eral E lectric Com pan y .. .. ..............•........ 141 ½ 
Georgia R ailway & E lectric Company (common) ....... 119½ 
Georgia Ra ilway & E lectric Company (preferred)...... 85¼ 
In terborough Metropol itan Com pany (common)........ 14 
Interborough Met ropo li ta n Company (preferred)...... 57 :½ 
Internat ional Traction Co mpany <common) . . . . . . . . . . . * 40 • 
Internation a l T raction Com pan y (preferred).......... 95 
Kan sas City Ra ilway & Light Com pa11y (common) ..... • 22 
K an sas City R a il way & Li ght Com pany (preferred) .... • 30 
L ake S hor e Electric R a ilway (common).............. 7 
Lake S hor e E lectri c R a ilway (1st preferred).......... 92 
L ake Sho1·e E lect ri c Rai lway (2d p referred).......... 25 
M an hattan Rai lway .... . ...•........................ 128 
M assach usetts E lectric Companies (comm on). . . . . . . . . . 11 ½ 
Massachusetts Elect1·ic Cot'1pani es (preferred). . . . . . . . 67 
Mi lwaukee E lectric Rai lway & Light Co. (preferred) .. *JOO 
Nor fo lk R a ilway & Li gh t Company... . . . . . . . . . . . . . . . . 25 ¼ 
North A m reican Compan y. . . . . . . . . . . . . . . . . . . . . . . . . . . 72 ½ 
Nor thern Ohfo L fght & T ractjon Compan y (common).. 63½ 
N orth ern Ohto Light & Tract10n Com pany (prefer red). 97 
Philadelphia Company, Pittsburgh (common).......... 40 
Philadelphia Com pany, Pittsburgh (preferred)...... . . . 40 
Philadelphia R apid Transit Company. . . . . . . . . • . • . . . . 20 
Por tlan d R ail way, Light & Power Company........... 56 
Public S ervice Corporation ........ ......... ......... 111 
T hird Avenue Railway, New York.................... 37 ½ 
Toledo T raction, Light & Power Company (common).. 30 
T oledo T raction, Light & Power Company (preferred). 80 
T win City Rapid Transit Co., Minneapolis (common) .. !OS 
Uni on Tractio n Company of I n di ana (common) . ...... *13 
U nion Traction Company of I nd iana (1st preferred) .. *83 
U ni on Traction Company of Indi~na (2d preferred) .. *25 
Un[ted R ys. & E lectr ic Company (Baltimore)........ 25 ½ 
U mted R ys. Inv. Company (common)............. ... 18 
Un ited R vs. Inv. Company (preferred)............... 35 '/2 
Virginia R ailway & Po,Yer Company (common) ........ a53½ 
Virginia Railway & Power Compa ny (preferred)....... 93 ½ 
W ashington R y. & Electric Company (common)....... 95 
W ashington R y. & E lectric Com pany (preferred)...... 89 
W est End Stree t Ra il way, Boston (com m on ).......... 70 
W est End Street Railwav, Boston (preferred)........ 89 
\ Vesting house E lec. & Mfll'- Company................. 67 
W e,t inghouse Elec. & Mfll', Com pany Ost preferred) .. 110 

' Last sale. a Asked. 
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ANNUAL REPORT 

New York, New Haven & Hartford Railroad 

The consolidated statement of income, profit and loss of 
the New York, New Haven & Hartford Railroad and all 
steam railroads, electric railways, steamship lines and other 
public utility companies wholly owned and operated by or 
for the account of the New Hav~n line for the fiscal year 
ended June Jo, 1913, is as follows: 
Revenue: 

ireight · · · · · • · • · · · · • • • • • •,,,,, ......••.... , .. $41,134,782 
]\,js1enger · · · · · · · · · · · · · · · • • · • • , • • , , • • ... , , , . . . 44,645,766 

E;;res~·.::::::::::::::::::::::::::::::::::::: 3,m;~!~ 
~ther. tra_nsportation revenues . . . . . . . . • . . . . . . . . 2,246,065 

~l:~~;l~ t'J!~r·:::::::::::::::::::::::::::::::: 3~g:m 
fJ:te; . : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : :. 3~tm 
Other revenues ........•..... , . . . . . . . . . . . . • . . 2,308,543 

Le;·itite;~ti~g· ~~p~~~~;:::::::::::::::::::::::: 
Gross revenue ...•.... , .....•.............. , .... , 

Net revenue from outside operations ......... , .. 

Total revenue , . , . . . . . . . . . . . . .. . 
Taxes ..... , .. , .......... .' ..... : : : : : : : : : : : : : : : 

Operating income .......... . .. . ............•.... 
Income from other sources: 

Dividends on stocks ....... . ...... . .........•.. 
Interes t on bonds and debentures .. . ......... , .• 
Interest on unfunded se-:urities and accounts., .. 
Rentals from properties leased ........... ... , •• 
Joint facility and other rentals ....•...... ...... 
Hire of equipment .......... ............. .... . 
N~t profit from separately operated propertie. s ... . 
Miscellaneous income .......... , .. ...... .... . 

T ota l income .......... . .... . .... , . , ........ . 
Deduct ions from income: 

$2,219.751 
326.485 

1,146,794 
410,417 
656,074 
115,946 

42,581 
61,362 

Interest on bonds, debentures and other liabilities.$ 13,160,164 
Rentals of leased properties .. ..... , ..... , . . . . . . 6,016,533 
Joint facility and ot her rentals.... . .... . ........ 2 934 191 
Miscellaneous deductions .•... ,.......... . • • . . . ' 283:450 

Net income for year ........•....•............... 
Dividends on New Haven stock : 

Nos. 132 to 134, inclusive, 2 per cent each .... $10,786,308 
No. 135, l ½ per cent ........................ 2.700,255 

Total .. .................................. $13,486,563 
Less dividends on stock in the treasury of th e 

system ............ -. . . . . . . . . . . . . . . • . . . . . . 1,702,720 

$11,783,843 
Dividends on subsidiary stock held by the public 3,187 

Deficit . . . . .. . .. .. . .. ... ..... . ..... . ..... , . , , • • , 

$95,190,466 
65,694,518 

$29,495,948 
641,061 

$30,137,009 
5,062,683 

$25,074,326 

4,979,409 

$30,053,735 

22,394,338 

$7.659,397 

11 ,787,030 

$4,127,633 

Howard Elliott, president of the company, says in part: 
"The mos~ important pieces of work that have been under 

prosecution by the electri cal department during the past 
fiscal year are as follows : ( r) electrification of Oak Point, 
Harfem River, Westchester and Van Nest yards; (2) build
ing of electrical shops at Van Nest; (3) extension of elec
trification from Stamford to New Haven; (4) elimination 
of electromagnetic induction on foreign wires in the electric 
zone, and (5) electrical equipment. 

"The electrification of the Oak Point and Westchester 
yards has been completed and electric switching service 
in~ugurated in those two yards. The Harlem River yard 
electrification is practically completed, and it is anticipated 
that the Van Nest yard will be completed in the course of a 
few months. The electrical shops at Van Nest have been 
finished and the installation of machinery is far advanced. 

"The completion of the work of electrifying the main line 
tracks from Stamford to New Haven has been delayed on 
account of strike and flood conditions at the point where 
steel bridges for the catenary construction were being 
manufactured. It is hoped, however, that the work will be 
sufficiently advanced to permit operation between Stamford 
and New Haven early in 1914. 

"The elimination of electromagnetic induction on foreign 
wires in the electric zone has been pushed as rapidly as 
possible, and it is expected that the new system of electric 
power distribution will be inaugurated early in 1914. 

"The following orders for electrical equipment have been 
placed: Thirteen a.c.-d-c. motor cars, four a.c. motor cars, 
twenty trailers, straight passenger, and four trailers, pas
senger and baggage. The first a.c.-d.c. motor car is ex
prcted within a few months from the manufacturers, and 
thereafter four motor cars a month are promised until the 

order is completed, followed by the trailer cars. The a.c. 
motor cars will not be constructed until the order for the 
a.c.-d.c. motor and trailer cars has been filled. 

"Effec tive May 1, 1913, a lease was made to the Shore 
Line Electric Railway of the so-called New London division 
of the Connecticut Company, extending from New London 
to South Coventry, both in Connecticut, and from Moosup 
to a point in West Thompson, in Connecticut, consisting of 
104.9 miles of road, for a term of ninety-nine years, with an 
option to purchase the property during the first ten years of 
the lease. The rental provided for is substantially the net 
earnings of the property for the year preceding May 1 last, 
and the purchase price substantially the cost of the property 
to the Connecticut Company." 

Besides the general consolidated financial statements of 
the New York, New Haven & Hartford Railroad and its 
subdivisions, the report contains individual income state
ments and balance sheets for the subdivisions. The income 
statement of the Connecticut Company for the year ended 
June 30, 1913, is as follows: 
Operating revenue: 

Freight revenue ........ ...• , , •. , .. , , , .. , , .. , ... ,$314,804 
Passenger r evenue ................... , , , ...... , .. 7,904 805 
All other revenue from transportation ... , . . . . . . . . 127;405 
Revenue from operations other than transportation .. 107,611 

Total operating revenue ......•.•............... 

Operating expenses: 
Maintenance of way and structures ................ $995,973 
Maintenance of equipment • . . . . . . . . . . . . . . . . . . . . . . . 655,669 
Traffic expenses . . . . . . . . . . . . . . . . . . . . . . . . . • . • . . . . . 550 
Operation of power plants . . . . . . . . . . . . . . . . . . . . . . . . 976,981 
Operation of cars ............................... 1,954,971 
General expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 632,559 
Miscellan eous expenses . . . . .. . . . . . . . . . . . . . . . . . . . . . 154,999 

Total operating expenses* ..................... . 

Net operating revenue ........ .......... ..... ..... . 
Taxes ....... . .. ....... . .... .............. ...... . 

Income from operations ... ............ ......... ... . 
Income from other sources ........................ . 

Total income ..... .. ...... .. . ... ... ... ........ .. . 
Deductions from income: 

Interest , rentals, etc ...•..........••..•.• ..••..... 

Net income ... .......... ..... · ..................... . 
Dividends .. ......... ................•.•......... 

Surplus ...............................•. , .. , , . , ... 

$8,454,625 

5,371,702 

$3,082,923 
496,824 

$2,586,099 
62,078 

$2,648,176 

1,039,154 

$1,609,022 
1,500,000 

$109,022 

*The operating expenses and taxes were 69.41 per cent of the total 
operating revenue, . 

Concerning the New York, Westchester & Boston Rail
way the r eport gives the following statement: 

"The business of the New York, Westchester & Boston 
Railway during the past year has shown a satisfactory in
crease month by mouth and the company is now handling 
passengers at the rate of 3,000,000 per year. During the last 
year freight service has been inaugurated and a contract 
has been entered into with the Adams Express Company 
granting the latter company express privilege over the 
Westchester line. It is estimated that considerable revenue 
will be received from these two sources in the coming year. 

"During the· past fiscal year the Public Service Commis
sion for the Second District of New York has approved a 
change of route of the extension of the line between New 
Rochelle and Port Chester from a location on the easterly 
side of the tracks of the New York, New Haven & Hartford 
Railroad and at an average distance of one-quarter of a 
mile therefrom to a location along the westerly side of the 
tracks of the New York, New Haven & Hartford Railroad 
and upon that company's present right-of-way. The order 
provides that the right-of-way required by the Westchester 
company, now owned by the New Haven company, is to be 
sold to the Westchester company. This change of route 
represents a saving in the cost of construction of more 
than $1,500,000. 

"Negotiations have been concluded with the Public Serv
ice Commission for the First District of New York for the 
sale to the city of New York of the right-of-way required 
for the extension of the Lenox Aven_ue branch of the subway 
to the New York, Westchester & Boston Railway at 18oth 
Street. The property to be sold was originally acquired for 
a connection between the Westchester line and the subway 
to be built and operated by the Westchester company. This 
connection will now be built and operated by the Inter
borou~h Rapid Transit Company, representing a saving to 
the Westchester company of $1,000,000 and a considerable 
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saving in operat ion . Plans are being prepared by the city 
o f New York fo r this connection, and from prese nt indica
tions th e lin e sho uld be completed within the nex t year. 
The actual con struction work of third-tracking the Second 
and Third Avenue elevat ed lin es in New York, a lso operated 
by the Interborough Rapid Tra n si t Co mpany, has n o t yet 
been comm enced, a lth oug h plan s are bein g prepare d, a nd it 
is probabl e th at co n s tru ct ion work will be com m en ced at an 
early date. T he ea rnin g p ower of the New York , We st
ches ter & Bos t o n Ra il way cann o t be fully dem o n strat ed 
until these variou s co nn ec ti o ns are compl et ed. 

"The ch a rge to th e in co m e account of the New York, New 
Haven & Hartfo rd Railroad for th e fi scal year by r eason 
of it s guaranty of th e interes t on th e bonds of the \,Ves t
chester company was $777,750; there was a lso a further 
sum of $357,w7 r epresentin g int eres t on bonds a nd n otes 
he ld by the New Hav en co mpany a nd o n advanc es made 
by it, which on account of the inability of th e Westchester 
company to pay has n ot been credit ed t o the incom e accou nt 
of th e New Haven company." 

The statement of incom e, profit a nd loss of th e New 
York, Westchester & Boston Railway for the yea r ended 
June 30, 1913, follow s: 
Operatin g r evenue : 

Freight r evenu e ....... .... .. .. . ............... . 
Passen ger r evenue ..... .... .. .......... ... ..... . 
All othe r revenue from tra nsportation ....... : ... . 
R ev enue from operations other than transpo rtation 

Total operating rev enue ...................... . 
Operating ex pen ses: 

~[ a inten ance of way and str uctur es .............. . 
l\Ia intenance of equipment .... . .. . .............. . 
Traffie expenses .... .. . . ....................... . 
Transporta tion expenses .. ...................... . 
General eY pen ses .... .. ...... ............. ..... . 

Total opera tin g expenses* ..................... . 

Operating defic it .... . ..........................•.. 
T axes ........•........ ....•............. ....... 

Loss from opera tions ....... ................ ...... . 
Incom e from other sour ces ...................... . 

Total loss .......... ............................ . . 
Deductions fr on, incom e: 

$4,091 
268,9 18 

3,607 
12,-112 

$105,477 
34, 168 
15,781 

278,43 2 
35,084 

Interest on bonds a nd other li abiliti es ......... ... $1,073,638 
Miscellaneous r ents . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 51,71 3 
Amortization of discount on securiti es . . . . . . . . . . . . 4,665 

· Total deductions from income . ... ... ........ .. . 

Deficit • ..... .. .... . ....... .......... .. ........ ... 

$289 ,0 28 

-168,9-12 

$1 79,914 
105,605 

$285, 51 9 
9,536 

$275,983 

1,130,016 

$1,405,999 

*The operat ing expenses a nd taxes were 198.79 per cent of the total 
operating revenue. 

The earnings of the Rh ode Is la nd Company fo r th e 
period ended Jun e 30, 1913, are sh own by the following stat e
ment: 
Operating revenue: 

Freight revenue .... ... .. ...................... . 
Passen ge r reven11c ............ ................. . 
s\11 other revenue from t ran sporta tion ....... ... . 
R evenu e from operati ons othe r than t ran sportation 

Total operating revenue .... . ...... .. ......... . 
Oper a ting expcnoes: 

Maintenance of way ~nd s tru ctur es .. . .......... . 
M aintenance of equipment .. ... .. .. ............. . 
Traffic expenses ................. . ............. . 
Operation of power plants .................... .. . 
Operation of cars .............................. . 
General expenses . ... ........................ .. . 
Miscellaneous expen ses .................. . ...... . 

Total operating expenses·• ...................... . 

Net operating revenue ...... . ..................... . 
Taxes ........... . ............................ . 

Income fro m operat ions .......................... . 
Incom e from other sou1·ces ................. , ..... . 

T otal income ..... .................... .. . .. • ... . 
Deductions from incom~: 

Interest , renta ls, etc. . .................. ....... . 

Net income ..... .................... ......•.... •. 
Dividends •..... .... , ..............•. • • • • • • • • • • • 

Surplu s ...................................... • • .. 

$23 0,644 
4,900,951 

61,131 
129,921 

$430 ,069 
349, 130 

2.678 
486,054 

1,25 6,349 
495,3 -l l 
11 6,816 

$5 ,322,6-!7 

3,136,437 

$2,18 6,21 0 
425,176 

$1,761,034 
134,336 

$1,895,370 

1,225,319 

$670,051 
581,130 

$88,921 

' The operat ing ex penses and taxes were 66.91 per cent of t he total 
opera ting revenue. 

Acco rdin g to a n inco me statement sh own in the report, 
th e operating r eve nue of the Berkshire Street Railway 
system for the year ending Jun e 30, 1913, wa s $979.068, from 
which operating expen ses o f $860,976 and taxes o f $46,720 
were deducted, leavin g an income from operations of $71,-
371. Income fr om o th er sources amounted to $1,430, g ivin g 

a total income of $72,801, fr o m whi ch, a ft er deduct io n s fr om 
income to the ex te n t of $ 164,(i62, th ere r em a in ed a defic it o f 
$9 1,861. 

T he in co me s tatement o f th e M ill br oo k Co mpany for th e 
yea r ended Jun e 30, 191 3, s howed mi sce lla neou s r ent r ev
enu es, int erest revenu es a n<l misce ll an eo u s non -o peratin g 
revenue s t o the ex te n t o f $75,5 16, fr o m w hich r ent exp en ~e 
of $3 1,767, non -o perating t axe s o f $45.789 and interest ac 
crued of $177,rn3 were dedu ct ed, cau sin g a defi cit o f $1 79, 143. 
N o cr edit wa s made on th e N cw H aven books fo r a ccru ed 
interest on unfunded debts amounting to $176,803 o n no te s of 
the Millbrook Compa ny h eld by th e N ew Have n Compa ny. 
T he Mi ll bro ok Compa ny is th e o wner of a larg e a mount o f 
rea l e s ta t e purch ased o rigi na lly fo r t he propose d rout e o f 
th e vV es tchestcr lin e. S uch o f thi c. r ea l estate a s wa s n ot 
acqu ired for actual rig ht-of-way is in the market for sa le, 
an d as fast a s so ld th e proc ee d s wi ll be a va ilab le for appli
t a tio n to the payme nt of a note of $3,536,062 held by the 
New Have n compa ny and a lso to interes t thereon to Jun e 
30, 1913, a m ounting to $324, 139. 

T h e oper ating r evenue of t h e Ne w Y ork & Stamford 
k a ilway for the year ended June 30, 1913, was $370,JOo. 
Ope rating expe nses were $302,019 and taxes $18,297, which 
left a n in come fr om operation of $49,783. Income from 
o th er sources amounted to $407 and deductions for intere s t, 
renta ls, e tc ., $86,747, givi ng a deficit of $36,556. 

T he Westchester Street Rai lroad sh owed for the year 
en d ed Jun e 30, 1913, a tota l ope rat in g revenue of $242,507, 
fr om w hi ch deduction s were made fo r operating exp enses of 
$274,865 and taxes of $n,140, leavi ng an operati ng defici t 
o f $44,298. The incom e from other sou r ces was $220 and 
deductions fr om in come $rn,676, o r a total deficit of $54,753. 

T he above in fo rmat ion is supplem enta l t o that publi sh ed 
in t h e ELECTRIC RAILWAY JouR NAL of Oct. I 1, 1913, regard
ing t he New Y ork, New Haven & Hartford Rai lroad. 

First Hearing on Modified Plan of Reorganization of Buf
falo & Lake Erie Traction Company 

At the first hearing befo re the Puh li c Service Commis
sion of th e Second District of New York on the modified 
appli ca ti o n on the part of the Canadian-American Power 
Corpo rati on to import 46,000 hp to operate cars of the new 
Frontier E lec tric Rai lway, the Buffalo & Lake Erie Trac
tion Company and other co rp oratio n s, held o n Oct. 24, op
positi on deve loped t o the capita lization of the n ew co mpany 
at $3 .000,000. The matter was fi r st brought befo re t h e 
co mmission as pa r t of the reorganizati o n pl a n of the Buf
fa lo & Lake Erie Traction Company and called for th e re
or gani ze d company to acquir e t he $3,000,000 of capital stock 
of the n ew power corporat ion. Henry W. Kill!ien, counsel 
for th e parti es entering the objection, in a statement fi led 
wi th the commi ss ion said: 

"Publi c po li cy a nd so und r easo ning a like forbid the capi
talization of a coptract by a public service co rp ora tion fo r 
t h e same reasons whic h forb id the capitalization of a fran
chi se and the commission has a lr eady decided along this 
lin e." 

T h e s t atement went on to t he eff ect tha t the contract 
w ith the E lectr ical DeYelopment Company, Niagara Falls , 
Ont., mi g ht be terminated at any time as the E lectrical De
velopment Company cannot transport the cu rrent wi th out 
a lice n se from the Canadian govern ment , which lic ense must 
be renewed annually. A ll that the Canadian-American 
Power Corporation controls is a contract with the Cana
dian Power Company at Niagara Falls, O nt. , for the im
portati on of 46,000 electr ical hp at $12.50 per hp. 

Chairman D ecker of the commission objected to the 8 
per cent cumul ative stock which th e company proposes to 
issue. H e pointed out that the commi ssion was inclined to 
consider 6 p er cent a reaso nable return. 

Amon g thos e who attende d the hearing were Charles S. 
Beekman, New York, counsel for t h e Canadian-Ame rican 
Power Corp orati on; T homas Pe nn ey, former president 
of the In ternational Rai lw ay, now coun sel for the com
pany; Gl en n M. Co ng don, represe nting Willi am F. Sheehan 
and J oseph B. Mayer, New York; Edwa rd G. Co nn ette, 
president of the Inte rnational Railway and a dir ec tor in the 
new Canadia n-Ame rican Power Corporation, and others. 

The h earin g was adjourn ed until Oct. 3r. 
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Annual Meeting of Chicago Railways 

T h e a nnual m ee tin g o f the Chi cago Railways o n Oct. 24 
resu lt ed iu t h e elec ti on of th e r etiring b oa rd of directors 
with th e excepti o n that John A. Chapman was chose n to 
ti ll the vaca ncy caused by th e res ignati on of Charles L. 
Hutchinso n. The proxy co mmittee repo rted the vote a s 
fo llow s: ti cket headed by Henry Blair and oth ers , 128,147; 
ticket hea ded by Joseph Beifeld and o th ers, 41,567; not 
Yo ting, . .p.809; tota l numb e r participat ion cer t ifica t es, 212,-
523. 

The oppositi o n to the present man agement of the com
pany w hich was vo iced in th e vote fo r the ticket headed by 
J oseph Uci fe ld was organi zed last spring. 

T h e purpose of the me etin g o n Oct. 2..j. w as clearly set 
for th to th e h o lders of th e participation ce rtifi ca t es in a 
co mmunicati on addresse d to th em early in October by th e 
proxy committee o f the co mpa ny, con sisting of Wa llace 
Heckman, Seymour M o rris a nd H enry A. Blair. In thi s 
co mmuni ca tio n the fo llowin g int eresting reference was 
made t o th e prog re ss o f t he n ego t iati o ns fo r th e uni fica tion 
o f opera tio n of the Chicago R a ilways a nd the Chi cago 
City Rai lway: 

·· Negotiatio n s h ave b ee n ca rried on fo r some time with 
t h e Chi cago City Rai lway lookin g to th e possible uni fica
tion of operati o n between that company a nd th e Chicago 
Rai lways. T he propo se d agreement wi ll r elate only to the 
joint operation of th e properties of the two surface rai l
ways. No agree ment ha s been ent ered into, but it is fair 
to say that th e negotiations have r each ed a point where 
t he managem ent is prep a red to r ecommend an agreem e nt 
d rawn alc,ng th e lin es di scu ssed, provided that th e City 
Cou ncil w ill authoriz e th e agreem en t and in co nn ec ti o n 
th e rewith w ill make cert a in co ncessio n s to the companie s. 

"No agree m ent of any cha rac ter will b e entered into 
until a copy of the proposed agr eement wi th a fu ll ex
p la nation of t be various fea tures invo lved therein sh a ll b e 
de li vered to each a nd eve ry participati on cer ti ficate holder 
of seri es I, se ri es 2, se ries J a n d se ries 4 at least thirty days 
befo re such agre em en t s hall be entered into, and until 
su ch ag re em ent s'hall be appro Yed in person or by proxy by 
a maj orit y o f th e t o t a l amou nt o f equal parts r epresent ed 
by a ll of the participation certificates, series r, series 2 . 

series J a nd series 4, issued and outstandi ng und er the par
ticipatio n cert ificate agreement hereinabove menti oned. 

"Th e counsel of th e company has a lready stated t o th e 
local tr a nsportation committee of the City Counci l that th e 
enterin g into th e agreement by the Chicago Railways is 
co ntin gent upon its previous approval by a majority of all 
t he equal parts r epresented by a ll participation cer tificates 
o u ts ta ndin g under th e participation cert ificate agreement ." 

Pennsylvania Railroad's Proposed New Financing 

Samuel Rea, president o f the Pennsylvani a Ra ilroad, has 
issued the fo llowing statem ent in regard t o th e plan of 
the co mpany to create a $1,000,000,000 b lanket mortgage: 

"Under this mortgage it is contemplated t o issue bonds in 
such amounts from time to time a s may be required to 
provide necessary conditions, betterment s and improve
ments to its railroads, equipment, property and fac ilit ies, as 
well as the fund s that may be n ecessary t o m eet m a turing 
obligati ons, and for such o th er corpora t e purposes a s may 
now or h ereaft er be duly au th o rized by law. Th e aggregate 
amount of b onds that may be is sued shall not at any time 
exceed th e outstanding capital stock. 

"Wh en approved by the direc tor s the whole qu es tion 
wi ll be laid before th e s tockholders fo r th eir conside ra ti on 
at the annual m eeting in March n ext. The co mpany h as no 
expenditures that require immediate fi nancing, but desires 
to announce the co ntemplated preparation s for the n eces
sary r efundin g a nd capital expenditures in 1914, 1915 and 
later year s, 'which it wi ll be ab le to m eet throug h the issue 
o f either capital stock, consolidated (fi r st) m ortgage bonds, 
the new general mortgage bonds, c,r such other form of 
financi ng as w ill produce the best results for the company 
.and meet the monetary conditions prevailing at the time 
o f issue." 

A n official of the railroad explains that the one-billion
dollar mortgage is strictly for making betterments, pro
v iding for improvements in the way of electrifying the 

road, reducing grades a nd erecting bridges. He also ex
plain s that such a step is necessary for the purpose of 
cutt ing down th e fixe d charges. The additional fund s, rep
resenting the difference of abo ut $850,000,000, the present 
liabi lity of th e Pennsylvania properties, a nd the billion 
dollars t o be obt a in ed by th e m ortgage, will be used in 
betterments, as w ill th e m oney saved in fixe d charges. The 
first import ant r edemption t o be m et by the Pennsylvania 
Railroad, some $85,000,000, will come in 1915. 

Ruling in Regard to Pledging of Bonds as Collateral in 
New Jersey 

The Board of Public U tility Co mmi ssion ers of New Jersey 
ha s issued a general m emorandum in the matt er of the 
p ledgin g o f their bo nds as co llater a l by public utility com
panies. T h e board directs th e attention of the companies 
~ubj ec t t o its juri sdiction to th e statutes relating to the 
issua nce, sa le a nd delivery of stock and securities by 
corpor ations of th e State and t o the ac t to create a board of 
public utility commissio n er s. ,The board does not , in the 
absence of a specific case before it, determine that the first 
o f these statutes w h o lly prevents the use by th e corporati ons 
to w hic h it applie s of th eir bond s as co llater a l fo r loan s, nor 
do es it det ermin e und er what, if any, conditi o n s the statute 
permits such u se of bonds. It consid er s it, how ever , the 
part of prudence to sugges t the se qu estions to th e companies 
subje ct t o the provisions of the s tatute and t o the jurisdic
t ion o f the board, and direct s attention to the case of Pfister 
ct a l. v. Mi lwaukee E lectri c Railway et al. (Wis., 53 N. W. 
Rep. 27), a n action invo lving va lidi ty of 250 bonds of the 
defe ndant co mpany for $1,000 each, delivered by the com
pany to the plaintiff, Pfister, a s a co lla teral security for a 
loan of $125,000 m ade by him to the company. 

T he board det ermin es, however, that, if the fi r s t of these 
statutes adm its, under a ny circu msta nces, the u se by the 
co mpanies of their bonds as collateral for loans, such use 
constitutes an " issu e" of bonds under the second of these 
s tatutes and that such issu e requires authorization by the 
boa rd. 

Alabama Traction, Light & Power Company, Ltd., New 
Y ork, N. Y.-Thc London Stock Exch a n g e has listed $ro,
ooo,ooo of fi r st mortgage 5 per cent bonds of the Alabama 
Traction, L ig ht & Power Company, dated July I, 1912, in 
lieu of r eceipts fo r these b o nds. The bonds are secured 
l ,y developed a nd undeveloped water-power sites in Ala
ba m a and a lso deposit under them of first mortgage bonds 
of A labama Power Co mpa ny, o f which an issu e of $20,000,-
000 has be en au th o ri zed. 

American Cities Company, New York, N. Y.-Bertroc, 
Griscom & Company, New York, N. Y., announce that 
m or e th2n 70 per cent of the common stock of the Amer
ican Cities Company has b een deposited under the offer to 
exchange $75 par value of second preferred and $25 par 
Ya lue o f commo n s tock of the United Gas & Electric Cor~ 
p o ra tion fo r each $100 share par value of stock· of the 
Ame rican Cities Co mpany. The United Gas & Electric 
Co rpo rat io n has extended the time in which it will pur
ch ase A m erican Citie s Company common stock on these 
te rms to Nov. 10. 

Brooklyn (N. Y.) Rapid Transit Company.-The suit of 
the Brooklyn Rapid Transit Company against the Brooklyn 
City Railroad, which has been pending since April, 1900, 
is sa id to have been settled out of court for $1,500,000. In 
1900 the Brooklyn Rapid 'fransit Company began suit 
against th e Brooklyn City Railroad to recover $2,000,000 
claimed to be du e under the terms of the lease as the result 
o f th e failure of th e Brooklyn City Railroad to fulfil certain 
obligatio n s imposed by the lease. A referee was appointed 
a nd after several years a decision was rendered giving judg
m ent o f $1,740,258 fo r principal against the Brooklyn City 
Railroad a nd $1,616,680 for interest. Subsequent appeals 
t hroug h th e New York courts resulted in striking out the 
award of interest, but th e judgment of $1,766,892 for prin
cipal has been sustained. The last appeal was taken in 
July, 1912, to the New York Court of Appeals. 

Columbus Railway & Light Company, Columbus, Ohio.
The period for depositing securities for the consolidation 
of the railway and lighting properties at Columbus, Ohio, 
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wi ll expire on Nov. 15. The s tockholders of the Co lumbu s, 
Light, Heat & Power Company ha ve filed a n a m end ed peti 
tion to their complaint prot es ting aga in st the t erm s of the 
C( ·ns olidatio n in Judge Dillo n 's court, where th eir objection s 
were r ece ntly overruled. 

Columbus, Urbana & Western Railway, Columbus, Ohio. 
-L. P. Stephens and E dwa rd 'vV. Zigler, receivers of the 
Columbus, Urbana & Western Ra ilway, have asked the 
court fo r a n order makin g Smith W. Bennett, tru s tee, a de
fendant in the act io n and tha t he be required t o set up the 
number of bonds o ut s tanding and th e nature of hi s tru st. 
The receivers state that, aft e r paying operating expe n ses, 
t hey have n othing to apply upon the indebtedness of t he 
company, which they say is $438,000, t o the best of their 
knowledge. The petition stat es that the outstanding capi 
tal s tock a m ount s to $280,500; notes, $29,495; overdrafts, 
$2,164, and ot her ind ebtednes s, $4,000. 

Dedham & Franklin Street Railway, Westwood, Mass.
E ugen e H. Mather, as receiver of the Dedham & F r anklin 
Street Railway, has r eported t o t h e Supreme Court t hat 
under it s instructions h e so ld the franchi se and the prop
er ty of the compa ny o n S ept. 15 for $ro,ooo to H. M. 
Verr ill , Portland, Main e, an d R. H. J ohnson, Cambridge. 
They are acting as a committ ee for the bondho lders. 

Grand Valley Railway, Brantford, Ont.- On th e applica
tio n of counsel for th e Grand Vall ey Railway, Chief Ju s tice 
Me redith, in th e non-jury Assize Court on Oct. 23, m o difie d 
his judgme nt in r eg ard t o the forfeiture of the company' s 
franchi se t o operate stree t cars in Brant fo rd. The t ime 
given to the company to e lect whether or n ot it w ill 
co mply with the condit ions imposed has been ext ended t o 
N ov. 23. These cond itions now include th e placin g of 
mo dern cars in service within a year, the constructio n 
within the sam e period of lines o n five streets, the op er
a tion of cars to West Brantford a long Oxford Street to th e 
end of the line within thirty days after the completion of 
t he bridge by the city a nd the payment before Jan. 23 , 
19 14, of all moneys in arrear. The company is a lso ordered 
t o pay $ mo each month to the city. Unless these con
ditions are compiied w ith, the city is t o take possession 
of the st r eets, but not of t'he assets of the compan y. 

Interborough Rapid Transit Company, New York, N. Y. 
-In a brief filed with Supreme Court Justice Van Sicklen 
by attorneys for the defendants in the suit brought by 
Clarence H. Venner and the Continental Securities Com
pany as minority stockholders against August Belmont. 
Andrew Freedman and others, and the Interb oroug h Rapid 
Transit Company, the motives and character of the action 
a r e assailed. Mr. Venner's suit is based upon an allegation 
of fraud o n the part of th e original board of directors in 
the purch ase from A ug ust Belmont & Company of the 
stock an d charte rs of the Pelham Park & City Island 
Railway. In referring to Ve nn er's motives in the litigation 
the brief quotes fr om a decision of Chief Justice Sawyer 
in th e fede ral cou rt , which in part reads: "It is always a 
suspicious circu mstance where a single stockholder among 
a number in a corporation ru shes into a court of equity 
to v indicate, unaided and a lon e, the ri g ht s of the corpor
ation a nd a ll o ther stockh older s; a nd especially is thi s so 
where th e amou nt of stock owned by him is so very lim ited 
that in case of success his own share o f the recovery will 
b e so small as to make the maxim de minimis non curat lex 
very. properly a pplicable." The brief contends also that the 
plaintiff' s cau se of act ion as pleaded is for actual fraud on 
t he corporat io n a nd that n o actual fraud has been proved. 
Th er efore, the contention is made that the plaintiff is not 
permitted t o ask consideration of his case o n the theor y of 
"constru cti ve fraud" or any othe r theory, "particularly 
s ince th er e is a complet e variance between the fact s al
leged and the facts proved." The entire issue of Inter
borough Rapid Transit Company forty-five-year 5 per cent 
bonds will be redeemed a t the office of the trus t depart
ment of the Gu aranty Trust Co mpany a t 105 and accrued 
iriteres t on a nd after Nov. I. 

Louisville (Ky.) Traction Company.-Frederick S. Wicks, 
representing the Major Alexander H. Davis estate, has 
denied knowledge of n egotiations for the purchase of the 
33,000 shares of s tock in the Loui sville Traction Company 
owned by the estate. Mr. Wicks, who is a director of the 

corpora tion, is repo r ted t o have sa id t hat a suggestion o f a 
poss ible pur chase ha d been m a de t o him som e time ago, but 
that nothing ever came o f it. 

New York, New Haven & Hartford Railroad, New 
Haven, Conn.-M o r g an G. Bulkeley , H a rtford, on b eha lf of 
himself and oth er st ockhold er s of th e N ew Y ork, N cw 
Haven & Hart fo rd Railroad, has asked the Suprem e 
Jud icia l Court of M assachusett s t o pass upo n the legality 
of th e ac tio n of th e J>ubli c Ser vice Commissio n o f M assa
chu se tt s in permitting th e co mpany t o issu e $67,000,000 of 
conv ertible bonds. The prin cipal ground for th e appeal is 
that the prese nt ind ebte dn ess of th e co mpany is $202,844,450, 
a nd that as g uar a nto r of obliga tio ns it is liable fo r the 
further sum of $79,648,900. T he ap p ella nt s co ntend tha t the 
Public Servi ce Commission exceede d it s p owe r s in a uthor
izing a n ew bo nd issue. The a pp eal of M r. Bulkeley c a me 
UJ , in th e Supre m e Court o n Oct. 28. C. F. Choate, r epre
sentin g th e co mp a ny, sa id that he would fi le hi s a n swe r o n 
or before Nov. 7. Justic e L o ring sai d tha t he would fix a 
time for the h ea rin g as soon as Mr. Choat e's answer was 
filed. 

New York (N. Y.) Railways.-The New York R ailways 
has applied to th e Public Service Commission of the F irst 
District of New Yo r k fo r autho ri ty t o acquir e cap ita l s tock 
in various compa nies a nd a h earin g has b ee n o rd er ed for 
N ov. 6. Includ ed in t h e applicatio n a r e 15,000 shares o f the 
People's Tractio n Company a nd the same a m ount of the 
Twenty-eig hth & T we nty-ninth Stree t s Cross t own R a ilroad, 
a lthou g h the lat te r compa ny h as b ee n sup erseded by the 
1\I id- Cross t own R a il roa d, w hic h is b ein g op era t ed by the 
T hird A venu e Railway. The E ighth A venu e Rai lroad, 
a sub s idia r y of the New York Railways, has a pplie d t o 
the Public S ervi ce Commission of th e Fir s t Di strict of 
?\ ew Y ork for authority to issue $750,000 ce rti ficates of 
indeb t edne ss in $roo and multiples thereof, bea ring int erest 
at 6 p er cent a nd payable o n or b efore F eb. I , 1934. 

Ocean Shore Railroad , San Francisco, Cal.-Judg e Sea
we ll has dec ided a g ainst the p laintiffs in the suit brought 
by John McGinty and other s t o compel the tru stees of the 
O cea n Shore Rai lroad to g ive them b onds of the new 
co mp a ny in st ea d of st ocks fo r the bo nds which th ey held 
of the o ld c o mpany. The court says that the holders of 
th e b o n ds of the o ld company could have fore closed under 
the trust de ed a g ainst the ass et s, but instead o f d oing this 
they assign e d their securities to th e reorganiza tion com
mitte e and permitted the latter to go ah ead with the re
o rganization. They thus became parties to the reorgan
ization and w ere barred from exercising t h eir original 
rights as bondhold er s. The court says that they can not 
now b e permitted to have their claims secured by bonds 
s in ce the reorganization has been carried into effect. 

Rock Island Southern Railway, Monmouth, Ill.-A meet
ing of th e stockho lders of th e Rock Island Southern 
Railway h as been ca lled for Nov. 29 at Rock Island to 
vote upon an increase in the capital s tock to $3,550,000, to 
co n sider a b ond issue of $20,000,000 and if a bond issue is 
a uth orized t o increase the capital stock t o n o t to exceed 
$20,000,000, t o consider and authorize the constructio n of a 
lin e into Ro ck Island, to auth orize the purchase o f a ny 
railway for a part of this line if necessary, and to amend 
t he charter so that the company can operate its line into 
a nd th rou g h A lexis. 

Seattle, Renton & Southern Railway, Seattle, Wash.
N ego tiati ons looking toward the purchase by the city of 
t h e Seattle, R enton & Southern Railway were halted on 
Oct . 17 when Attorney Howard Hughes, representing the 
bondholders' committee and Peabody, Houghteling & Com
pany, said that the bondholders' committee and Peabody, 
Houghteling & Company would consent to a transfer of 
the property on the basis of $400,000 worth of general fund 
ca r- lin e bonds from the issue voted in 191 I; $100,000 in the 
form of a warrant in the condemnation case now pending 
fo r the widening of Rainer A venu e, the remainder of 
$700,000 to be in utility bonds secured by the earnings of 
the system to be taken over by t he city. Mr. Hughes also 
said that hi s client s would deposit $150,000 in cash w ith 
the city to insure the three branch lines now under discus
sion, and provide the m o n ey to do the work through the 
purchase of ge n eral fund car -lin e bonds. A ll of this, Mr. 
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Hugh es says, is condition a l on t h e Stat e of vVashing ton 
purcha sing at par va lue $400,000 o f th e is sue of stree t rail
way b onds vote d in 191 1, only $500,000 of which r emain s. 
T h ese terms diffe r from those proposed by th e r eceiver s of 
t he eompany, a nd the purchase by th e city w ill be h eld in 
abeya nce pe nding a decis io n by th e courts. 

Union Street Railway, N ew Bedford, Mass.- A t the an
nua l m eet ing o f th e s tockh o lder s o f th e U nion St ree t Ra il
way h eld on Oct. 17 it was voted t o auth orize a n issu e of 
$2,000,000 of 4½ per ce nt tw enty-yea r mortgage bonds, 
cc1. ll ab le aft er five yea r s a t II S, at th e opti on of th e eo mpany, 
on a ny coupo n day. These b onds wi ll be issu ed from ti m e 
to time as th e n eeds of t h e company may require. 

Dividends D eclared 

A m erican Railways, P hiladelphia , Pa., quarterly, 1¼ pe r 
ee n t , p r eferred. 

Easton ( Pa. ) Con so lidate d E lec tric Co mpa ny . 2 per cent. 
Lewiston, A ugusta & W a t ervill e Stree t Ra il way, L ewis

ton, M e., quarterly, 1½ per ee nt , preferred. 
Linco ln (Ne b.) Traetio n Compa ny, quarte rly, I½ per 

ce n~ preferred. 
Toledo, Bowlin g Gr ee n & Sout hern Tract ion Co mpan y, 

F indlay, O hio, quarterly, 1¼ p er cent, preferred. 

ELECTRIC RAILWAY MONTHLY EARNINGS 

BA.TO:--- ROP GE (LA. ) E LE•TRIC COMP :. \ N Y 

Gross Operatin g Net Fixed Net 
P erio d Earnings Expenses Earnings Charges Surplus 

1 mo. .A;~g. '13 $13,862 *$9, 422 $4,440 $2,1 26 $2,3 14 
1 '1 2 11,767 *7,519 4,248 1,730 2,517 

12 " '1 3 153,b05 "' 93 .--173 G0 ,1 32 23,253 36 ,879 
12 ,, '12 139,583 +3--1,327 55,25 7 3--1,498 34.--1 98 

BROC KTO N & PLY lvIOU Tlf STR EET R .\IL\VAY, PLYJ\IOUTH, :\IASS. 

1 mo. 
1 " 

12 " 
12 " 

11110, 
1 

12 " 
12 " 

11110. 
1 " 

12 " 
12 " 

1 mo. 
1 

12 " 
12 " 

1 mo. 
1" 

12 " 
12 " 

11110. 
1" 

12 " 
12 " 

! \ ~g . '1 3 $17,289 *$9 ,253 $8,037 $1,096 
'U 15,958 -<· 9, 145 6,8 13 1,030 
' 13 12-1 ,8 -1 2 *95, 708 29, 134 13,005 
· 12 120 ,-1 15 *90,207 30,208 12,53 7 

C. \PE rarnTol\ ELECT RI C CO:\JP . \ NY, SYD N EY, N. 

.1 \;;g. '13 $33 ,-15 4 '$ 17,299 $16,15-1 $6 ,082 
'12 31,598 * 16. 100 15,498 5,703 
' 13 375,071 •· 202,58-1 172,-187 71,070 
' 12 350 ,1 03 ' 192,578 157,524 68,03 0 

COLU:\1DUS (G. \ .) ELECTRI C CO :\IPANY 

.r\.,~g. ' 13 ~50, -10 3 "' ~23 ,70 6 ~26,698 $2-1,489 
·12 50,82-1 *23,313 27,51 1 18 ,95 2 
'13 639,591 '293,-182 346,109 249 ,380 
'12 600,7 87 • 268,3 02 332,485 223 ,853 

DALLAS (TEX.) ELECTR I C CO RPORATION 

A~g. '13 $ 180 ,7 35 '$103,645 $77 ,089 $25 ,0 1 I 
'12 147,352 *88,229 59,1 22 24,666 
'13 2,072,-183 * 1,202,222 87 0,263 296,289 
'12 1,746,018 *1,104,541 641,477 270,1 27 

EL l'ASO (TEX.) ELE CTRIC COM PIANY 

A~)g. '13 $65,590 *$3 7,078 $28,5 12 $5, 785 
'12 63, -101 *35 ,31-1 28,086 5,359 
'13 867,855 * -167,492 400,363 57,830 
'12 750,768 *415,656 335,1 11 79,869 

GALVESTON-HOUSTON ELECTRIC COMPANY 

~~1g. '1 3 $223 ,139 *$ 11 8,014 $105, 126 $34,64-1 
'12 J 99,208 *103,921 95,287 33 ,666 
'13 2,289 ,11 2 * l,30S,63 8 980,474 41 2,532 
'12 1,835,279 * 1,099,285 735,995 347,5 11 

JACKSONVILLE (FL...\ .) TR,\ CTION COJ\IPANY 

~6.940 
5, 783 

16, 129 
17,671 

s. 
$1 0,07 2 

9,79 5 
101,418 
89,494 

$2,209 
8 ,558 

96, 729 
108,632 

$52,078 
34,-155 

573,970 
371 ,350 

$25 ,947 
22, 727 

360,867 
255 ,242 

$70,482 
61,621 

567 ,9-12 
388,484 

l m o. A:,:g, '13 $55,255 *$3 -1,537 $2 0,718 $12,9 76 $7 ,742 
1 " '12 48,856 *33,4 71 15,385 9,93--1 5,451 

12 " '13 607,296 *403,45 1 203,8-15 133 ,202 70 ,64 3 
12 ., '12 588,981 *3 73,610 215,3 71 114,147 101,224 

REPUBLIC R A ILWAY & LIGHT CO MPANY, YOUNGSTOWN, OHIO 

1 mo. Sfpt. ' 13 $250,813 ' $151,023 $99 ,791 $-14,086 $5 5,705 
1 " '12 22-1,138 * 132,072 92 ,066 43 ,97 4 48,092 
9 " '13 2, 192,176 * 1,342,494 849,682 405,872 443,810 
9 " '12 1,926,296 ·•1, 17 1,466 754,830 397,443 357,387 

*Includes taxes. 

The South Laneashi re sch eme for th e carriage of goo ds 
over various tramway systems betwee n Liverpool and Man
ches t er is makin g progress. The idea is to load spec ially
con structed cars a t th e docks, and by running throug h the 
night be in a position t o deliver goo ds early the followin g 
morning in any of the tow ns th a t are linked together by 
tramways. T h e scheme, if adopted, wi ll involve the con
s truction o f ce rtain n ew lines, es tab li shment of depots at 
var ious places, and th e organization of m ot or -lo rry se rv ices 
fo r conveying the goods from tramways t o the co n sig n ees' 
premises. 

T raffic and Transportatio n 
Accidents on I n ter s tate E lectric Railways 

T h e Inte r s tat e Commerce Commiss io n, Washington, 
D. C., has iss ued a summary for the three months ended 
March 31, 1913, o f the casualties t o persons o n steam rail
road s and electric r a ilway s under it s jurisdi ction. The total 
numb er o f casualties of all cla sses rep orted for steam ra il
roa ds a m ount ed to 2341 for p ersons killed and 47,634 for 
pe rson s injured. T hi s sta tem ent includes 2086 persons 
k illed a nd 17,194 p er son s injured as the r esult of accidents 
su s tain ed by employees while a t work, by passengers get
ting o n or off ca r s, by p ers on s a t highway crossings, by 
persons do in g bu siness a t s ta tions , ete., as well as by tres
passe r s a nd ot h er s, and also nin ety-seve n person killed and 
26,8 12 pero n s injured in casualti es reported as "industrial 
acc ide nt s," which t erm eovers accidents not involved in 
trai n o pe rat ion but occurring to railway employees, other 
t ha n trainmen, o n r a ilway premi ses. The report for inter
s ta t e elec tri c ra ilways by them selves sh ows that the number 
of th ose killed during the three months was seventy-two, 
1 ,r 2.9 p er eent of the total o n both steam and electrie lines , 
and th e li s t of injured numbered 1281, or 2.62 per eent of 
th e t o tal. 

F rom the statem ent of the commission, which is appended, 
t he columns have been eliminated which show casualties 
to employee s n o t o n duty and t o trespassers. Of the former 
cla ss o ne was kill ed and eight injured, while twenty tres
pass er s we re kill ed and twenty-five injured. The summary 
with th ese elimina tion s, is as fo llows: ' 

Causes. 

<n 

5 
'O 
·;:; 

(.) 

-< 
4-< 
0 ,_ 
QJ 

.0 

E 
;;;l 

~ 

Colli sions . . . . .. . . . . . . . . . 51 
Derailments ............. 14 
Accidents t o tra ins, car s 

or engi n es, except co l
li sions, derailments a nd 
boiler Lx plusion s .... . . 

B ursting of, or defects in, 
locom otive boilers or 
boile r a ttachments ..... . 

~ 
~ 
"' ,_ 
QJ 
bD 
i:; 

~ 
'" ii. 

"O 
1: 
;;;l 

·2 
..... 
"' ,_ 
QJ 
bli 

~ 
'" ii. 

308 
37 

>, >, ; ; 
Q Q 
.: .: 
0 0 

"' "' QJ QJ 
QJ QJ . 
>, • >,'cl 
O'ij r.2 t o.~ µ., ::I 

~~ ~~ 
1 30 
2 5 

340 
43 

To ta l tra in accidents ... 65 -- ill -- 35 -- -- - - -383 
--- - - ---- ------ --

Accidents to roadway or 
bridges n ot causing de
railment, such as fi r es, 
floods, landslides, explo-
sion s, etc.. . . . . . . . . . . . . . 4 

Coupli ng or uncoupling 
car s ( exclu sive of acc i-
dents with a ir or steam 
hose) ... . ........... . 

\Vhile do ing oth er wo rk 
about trains (not in 
shops or en gine houses) 
or while at t e n d i n g 
swi tches ............. . 

Coming in contact wh ile 
r idin g on cars wi t h over -
head bridges, tunnels, or 
any signal apparatus or 
fixed st ructure above or 
at sid e of t rack ........ *'" 

Falling from cars or en-
gin es ..... . .... ...... ** 

Getting on or off cars or 
engines . .. .... ....... . *-ll· 

Other acc idents on o r 
around tra ins not here 
named .... .. ......... . 

Deing struck or run over 
by en gines or car s a t 
stati on s or yard s ..... . 

Jlein g s t ruck or run over 
by engines or cars a t 
highway grade cross in gs 

Dei ng struck or run ov er 
by engin es or cars at 
other plac es .. ..... .... +:·* 

Other causes ... ...... .. . 

Total, other than train 
acc idents ..........• ** 

6 

19 

266 

61 

2 

1 
1 29 

382 

8 8 

34 34 

11 

12 32 

18 296 

2 22 86 

2 6 7 9 

16 11 8 16 120 

4 11 59 29 79 
1 2 5 31 

86 32 208 6) 706 
--- --------------

Grand total, exclusive of 
industria l accidents ... ** 

Industrial accidents to em-
pl oyees .....•......... ** 

Grand total . . . . . . . . . . . ** 

4 727 8 121 33 208 66 1,089 

6 192 6 192 

4 727 14 3 Ia 33 208 72 1,281 

.. 
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T he bull etin p ub li she<l by th e commiss io n abo co n tain ~ 
t h e fo ll owin g s ta t e m ent of t he colli s io n s and <l e ra ilm ent s 
o n th e inte r s tate e lec tri c railways during J a nua ry, Februa ry 
a nd Ma r ch , 1913: 

Classes Nt1 mber 
Collisions: 

Rear • . . • . • . . . • •. . . . . • . . . . . 26 
Butting •............. ; . . . • . 9 
Train separating ..........• 
Miscellaneous . . . . . . . . . . . . . 16 

Total . . . • . . . . . . . . . . . . . . . . 51 

Derailm ent due to- . 
Defect ive roadway . . . . . . . . . • 2 
Defects of equ ipme nt... . . • . • 1 
Negli ge nce of trainmen, signal-

me11 , etc . ..... . ..... .. . . 
U nfo reseen obstruct ion of 

track , etc ............... . 
Malicious obst ruction of track, 

etc ..•.....••............. 
Miscellaneous causes ...... . 10 

Total - .......... ......... . 14 

Total co llisions and derai l-
ments . .... ..... . , .... . 65 

Tota l for same quarter of-
191 2 ..... . ............ ... .. 79 
1911 ..................... .. 52 
1910 ...................... . 52 

Number oc 
,.--Persons-, 
K illed Inj ured 

2 254 

2 

3 

43 

-1 3 

340 

2 
2 

38 

43 

383 

403 
195 
352 

ii 

Damage to 
Road and 
Equipment 
and Cost 

of Clearing 
W r ecks 

$16,023 
20,234 

9,704 
---
$45,961 

$125 

970 

1,081 

$2, 176 

$-18,137 

48,07-1 
10,173 
37,087 

Chicago Elevated Railways Begin Through Route Opera
tion 

On N ov. 3 th e w o rk of r ea rra n g ing the Chi cago eleva t ed 
loop structure, p r ovi din g overhead t ran sfe r bridges and ex
tendin g pla t fo r ms fo r th ro ug h routing o f e leva t ed tra in s 
w ill h ave p rog ressed fa r en oug h to permit beginning ope ra
t io n a s provided u n de r t he ordin a n ce passe d by the Chi cago 
City Coun cil on J uly 21, 1913. U n<ler t hi s or dina nce t he 
e leva ted railways wi ll begin ope rat io n with unive r sa l trans
fe rs and a sin g le 5-cen t fare t h ro u g hout th e city. In o rd er 
t o p rovide for a un ive r sa l t r a n sfe r of p assen gers in t he 
loop district , fn u r oYerh ead t ransfe r br idges h aYe been 
construct ed. 

T h e t h rou g h ro u te elevated tra ins w ill be arr an ged be
tween t h e Nor thwestern E leva ted Railroad, exte ndin g 
north of t h e bu sin ess district of Chicago, a n d th e Sou th 
S ide E levated Ra il road, ext en din g sou th of th e bu sin ess 
dis tri ct. Accordin g to t h e plan adop t ed by t h e elevat ed 
railways, w'h ich w ill be pu t in oper a tio n Nov. 3, th ro ug h 
route tra ins w ill be ru n over th e Northwes t ern a n d th e 
Sout h Sid e E levat ed Railroads from early in th e morning 
u ntil late in the eve n in g. D ur in g th e r em a in de r o f t h e 
twenty-four hours a ll trains w ill go aroun d th e loop an d 
passengers may tran sfer at th e tran sfe r s t a t ion s. Th e 
t h rou gh route service will be d ivided into through exp r ess 
t rain s making only designated stops and th ro ug h local 
t r a in s w hich w ill co ntinue to stop as at p r esent a t a ll sta
t ion s. 

Th is arrangeme n t of operation w ill make it n ecessary to 
c ha nge t he operat ion of train s on t h e Northweste rn ele
vat ed lin es from left-hand to right-h a n<l m ovemen t . a nd 
a ll th e Northwestern an d South Side e levated tra in s w ill be 
run ove r the ou t side track of t he dou ble-tra c)< loop. Th e 
train s of the Met ropo litan Wes t Si de E levated Ra ilway and 
t h e Chicago & Oak Park Ra il road will u se the in s ide loop 
track. 

I t 1s n ot con templa t ed at t hi s t ime th a t th ro ug h 
rou te service wi ll be p ut in operatio n e ithe r o n th e M et ro
polit an · or the Oak Park elevated div ision s. In o rder to 
fac ili tat e tra n sfer ring betwee n th e fo ur division s o f th e 
e levated ra il ways, a shuttl e t r a in se r vice w ill be opera t ed 
aroun d t h e loop du r in g t h e perio ds ou ts ide of t he morning 
a nd eve nin g rush hours. U n de r th is n ew pla n of o pera ti o n 
it is est imated that the capacity of th e loop s truct11 r e wi ll 
be in cr eased from 700 car s pe r h our to ap proximate ly 1200 
car s p er h our. Unde r th e p rese nt meth o d of o p er a ti o n , 
tha t is, loop ing a ll tra in s from th e fo ur <livision s, th e loop 
has bee n t h e co nt rollin g factor. T he increase d capac ity 
11nde r th e n ew meth o d of o per a ti o n w ill n ot b e limited by 
t ra ck fac ilities o n t h e va ri ou s divi s io ns of the e leva t erl 
ra il ways lea din g fro m t he loop t o th e ou t ly in g di stri cts of 
the c ity. 

Order in Rega rd t o Heigh t o f Ca r Step in New Jersey.
T he S tate Board of Public Uti lity Commissioners of New 
Je r sey ha s iss ued an o rder direc tin g th e Publi c Service 
Ra ilway tu put no more new cars in se r vice with a first 
s tep exceeding 15 in. in hei g ht a nd a seco nd s tep exceed
ing 14 in. 

New York State Railways Changes Rates.- Chan ges of 
rates have bee n fi le<l by the New York State Railways with 
th e P ub lic Service Cr,mmi ss ion, Secon<l Di strict, State of 
New Y u r k , in re gard to local fares between l\lohawk and 
certain s tation s an<l local cash fares over the mot or bu s lin e 
from Utica to certain stations. 

Interurban Terminal Station P roposed for Kansas City.
A m eeting of rep resentatives of a ll electric ra ilways now 
ru nnin g into Kansas City wi ll be calle<l in t h e near future 
to di scuss p lans furth er for a terminal s tation. A recent 
con ference resu lted in no dec isi on, thou g h four si tes are 
un der consideratio n. Thc m ee ting wi ll be h eld as soo n 
as a dec ision is reach ed in rega rd to the M etropo litan 
Street Rai lway franc h ise. 

Fare Complaint Filed with Nebraska Commission.- A 
co mpla int has been fi led w ith the State Rai lway Commis
sio n o f Nebraska by James A. Davis asking that the Omaha 
& Coun cil B luffs Street Rai lway be compelled to se ll six 
tickets fo r a quarter. The comp laint a sks that th e rule be 
put in effect on all of the compa ny's line s in Omaha, Flor
en ce, Be nson, Dundee, South Omaha and Albright, good 
from any po int in o ne city to any point in any of the other 
c it ies mentio ned. 

Accident on New Interurban Line.- Th e mot o rman and 
th r ec passen gers were instant ly ki lled and twenty- three out 
of tw enty-seYe n pas senge rs were injured on the n ew Dallas
\Vaco in terurban line on Oct. q when a flat car loaded 
with ties crashed into a southbound interurban car, about 
2 1/2 m iles south o f Dallas. where the Southern Traction 
Company's interurban tra cks cross the Santa Fe overhead. 
Passenger senice on the Dallas-\Vaco interurban line had 
been inaugurated two days prior t o the accident. 

New Club House in Kansas City.- The Metropolitan 
Str ee t Ra ilway, Kan sas City, Mo., has decided to give $10,-
000 toward the erection of a club house for car crews while 
o ff duty. The new structure wi ll be built at Ninth Street 
and Lister Avenue. It wi ll be two stories high. The 
second floor wi ll be deYoted t o a gymnasium, shower ba ths. 
b illiard and pool tables and a library. \Vork will begin 
on t h e bui lding in the near futnre, and fhe structure wi ll 
probably be ready for occupancy early in 1914. 

New Mileage Books on Sale on Buffalo Line.- The Buf
fa lo & Lake Erie Tract ion Company is advertis ing that it 
will place on sa le at a ll regular agencies interchangeable 
1000-mile mi leage books for $15. These will be good for 
passage over the Buffalo & Lake Erie Traction Company 
between Buffalo, N. Y., and Erie, Pa. ; Cleve land & Erie 
Ra ilway. between Erie, Pa., and Conneaut, Ohio; Chau
ta uqua Traction Company, between W estfie ld and James
town; Northwestern PennsylYania Railway, between Erie, 
Meadvi ll e and L inesville, Pa. 

Automobile Ordinance Passed in Kansas City.- The City 
Coun cil of Kan sas City, Mo., has passed an ordinance 
making it a misdemeanor for an automobile driver to run 
past a street car w h ich is taking on or discharging pas
sen gers. All <lriYers must stop within IO ft. of suc'h cars. 
T he n eed of the ordinance was emphasized by a number of 
accidents. caused in m ost instances by autos running down 
passengers as th ey dismo unted from the cars. The Kan
sas City Mot o r Car Dealers' Association may test the 
constitutionali ty of the measure. 

New Poster of Lake Shore Electr ic Railw ay.-The Lake 
Sh or e E lect r ic Ra ilway, C leveland, O hio. has printed a 
poster ca lli ng attention to the present conve niences of 
t ravel. The poste1· is l 1 in. x 17 1/2 in. in size, and is printed 
in r ed a n d b lue. It is put up in fronts of compartments 
w h er e it can be read by the passengers. T he poster r eads 
as fo ll ows: "Consi<ler th e conveniences of the modern mode 
of travel as compared with those before the advent of the 
interurba n. ~ Te appreciate your patronage of the past and 
so licit a continuance for the fut u re." 

Use of T ra ins Being Considered in Syracuse.- B. E. 
Ti lt o n , ge ne ral m a nage r of th e New York State Ra ilways, 
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Syracuse Lines, is quoted as follows in regard to the pos
sible use of trailers in Syracuse: "It is only a question of 
time when 'trailers' or two-car trains will be placed on the 
Syracuse lines of the New York State Railways in an effort 
to relieve the rush-hour congestion. We are seriously con
sidering the proposition, and if investigation proves its 
adaptability to existing conditions an amount to cover the 
necessary addition to equipment will be included in next 
year's budget." 

Washington State Public Service Commission Sets Dates 
of Hearings.-The Public Service Commission of the State 
of Washington has set the following dates when complaints 
against the Puget Sound Traction, Light & Power Company 
and other public service corporations will be heard: Du
wamish Valley complaints against the Puget Sound Electric 
Company, Seattle, Oct. 30; continuation of 4-cent fare case 
against the Puget Sound Traction, Light & Power Com
pany, Seattle, Oct. 31; car-heating case against the Puget 
Sound Traction, Light & Power Company, Seattle, Nov. 6: 
rate complaint against the Northwest Traction Company, 
Everett, Nov. 6. 

Trolley Pleasure Trips from Los Angeles.-An attrac
tively illustrated folder, describing in popular narrative 
style the pleasure of four special trolley trips to points of 
interest near Los Angeles, has been is sued by the Pacific 
E lec tric Railway. The four trips suggested are as fo llows: 
from Los Angeles to the top of Mount Lowe: the Balloon 
Route trolley trip, including a 30-mile ride along the 
ocean beach from Santa Monica; the "Triangle" trolley trip, 
visiting the ships at San Pedro, and the "Old Mission" trol
ley trip to Pasadena and the orange groves along the foot
hills, including a visit to the San Gabriel Mis sion and the 
Cawston ostrich farm. 

Rearrangement of Toronto Street Car Routes to Be Given 
Fair Trial.-Until the Teraulay Street line is in operation 
and the Toronto (Ont.) Railway has had a chance to show 
what a rearrangement of its routes based upon the use 
of the new line can do in the way of relieving the traffic 
congestion, the Ontario Railway & Municipal Board will 
not appoint an independent expert to report upon m ean s 
of relievin g the situation. At the last heari ng of the city's 
application before the board Chairman McIntyre announced 
that the board in addition to havin g Engineer Middlemiss 
report on the Terauley Street delay would appoint a traffi c 
expert to make an independent report. 

Price Cannot Control Rates.-In a ruling which it handed 
down on Oct. 28, the Interstate Commerce Commission laid 
down this significant general principle: "If, when viewed 
in the light of those considerations which enter into proper 
rate-maki ng, a particular rate is fair and just for the serv
ice performed, the price at which the shipper markets his 
product cannot be accepted as the controlling factor in 
fixing the rate." It is explained that if, on account of an 
over-supply or for any other reason, the price falls to a low 
figure in a particular market, that cannot be considered 
as controlling the freight rate to that market. The com
mission holds that the railroads are entitled to a fair re
turn for the transportation service. 

Joint Railway and Ferry Fare Held in Abeyance.-When 
the report of a Board of Estimate committee on the ex
change of transfers between the New York Railways and 
the municipal ferry to Staten Island was submitted to the 
sinking fund commission recently th e m atter was referred 
to a committee of the sinking fund, consisting of Alderman 
Curran and the city chamberlain. The New York Railways 
agreed to exchange transfers between its surface line s 
terminating at South Ferry and the muni cipal ferry, up on 
the basis of a division of a 5-cent fare. 3 cents to the com
pany and 2 cents to the city. The report of the committee 
o f the Board of Estimate recommended that the commis
sioner of docks be authorized to enter into a contract with 
the company. 

Near-Side Stop in Detroit.- If the majority is to rule, 
the near-side stop, proposed by Police Commissioner Gil
lespie and adopted by the Common Council at his sugges
tion, will remain in effect in Detroit. After several weeks 
of balloting by the patrons of the company the vote showed 
that the near-side stop has received sr per cent of the 
total against 49 per cent for the return to the far-side stop. 

The Detroit United Railway announced before the ballot 
was taken that it was neutr,al on the question and would 
be pleased to abide by whatever decision the car riders 
reached. But the operating department believes that the 
near-side stop should be given a trial of. at least one 
year, particularly through one winter season, before any 
change is effected. 

Influence of Public Service Corporation in the Develop
ment of Meridian.-The Meridian (Miss.) Despatch in a 
descriptive article praises the Meridian Light & Railway 
C0mpany for having won "the good will and consideration 
of the community in which it is operated through its liberal 
policies, fair and equitable treatment of the public and 
efficiency of its service in every department." A notable 
benefit that has been derived from the street railway service 
oi this public service corporation has been the enhancement 
o f real esta te values in suburban territory traversed by its 
lines. Induced by the faci lities thus offered, people of mod
erate means have been able to build hoines of their ow'J at 
a cost less than that demanded in the more densely pcipu
lated districts of the city and to go to and from their daily 
work in less time than that required when they lived in 
more central parts, dispensing with the street car. 

Transfer Question Before the Washington (D. C.) Com
mission.-Add it ional hearings will probably be held by the 
Public Service Commission of the District of Columbia to 
determine whether in justice to the Washington Railway & 
E lect ric Company and th e Capital Traction Company an 
order should be issued to require the companies to adopt 
a universal system of transfers. At a recent hearing be
fore the commission counsel for the companies contended 
that the . adoption and enforcement of an order by the 
commissi ; n fo r universal transfers would amount to .confis
cation of property rights. The members of the commission 
have intimated that they would be within their rights in 
ordering universal transfers in view of the act of Congress 
of 1894 which requires the Metropolitan Railroad, now the 
vVashington Railway & Electric Company, "to make re
ci procal transfer arrangements with street railroad com
panies whose lines connect with its lines." 

Filing of Schedules in Missouri.-According to an order 
of the M issouri Public Service Commission taking effect 
Oct. 6, 1913, st re et railway corporations engaged in the 
transportation of persons or property within the State of 
\fissouri must file with the commission, at its off~e in 
Jefferson City, free of all expense, and print and keep open 
to the public inspection at all its offices and stations in the 
State where tickets are sold or passengers or freight . are, 
received or forwarded, schedules showing the rates, fares. 
and charges for the transportation of persons and property 
applicable to and from such stations to and from points 
within the State upon every route lea sed, operated or con
t rolled by it, and all points within the State upon the route 
,,f every commo n carrier whenever a through route and ·a 
joint rate exist between any two such points. Schedules. 
fi led with the co mmission prior to July I, 1913, and sched
nles fi led with the former Board of Railroad & Warehouse 
Commissioners prior to April IS, 1913, which are still in 
force must be refiled with the commission not later than 
Dec. 31, 1913. 

Hearing in Regard to Smoking in New York.-On Oct. 
23 the Public Service Commission for the First District of 
N ew York held a hearing upon a petition for an order 
directing the operating companies to provide smoking cars. 
or compartments for smokers on the elevated and surface 
car lines of the city. The petition was sent in by the United 
Cigar Stores Company, which circulated it for signatures 
at its stores. It was claimed that the petition contained t'he
names of 72,000 signers. It was one of the largest hearings 
ever held by the commission, and several addresses were 
made for and against the proposal. As a rule, the repre
sentat ives of the transportation companies opposed the 
proposition, both on the ground of expense and the difficulty 
of separating smokers and non-smokers. The order of the 
commission now in force forb ids smoking on cars of the 
elevated railroad and on closed cars on the surface lines, it 
being permitted only on the four rear seats of open cars 
with running boards. The hearing has been adjourned to, 
Nov. 6, when the railroad companies expect to put in 
testimony. 
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Personal Mention 
Mr. De Witt Smith, formerly of M eriden, Conn., has bee n 

appointed cl1ief eng in ee r of th e pla nt of t he Trento n & 
Mercer Coun ty T raction Corpo rat io n, T renton , N. J . 

Mr. William Irvin has resumed hi s posi t ion as superin
tendent of const ructio n of t h e Bloomin gton & Normal Rai l
way, Bloomin g ton , Ill. , a ft er ' fif t ee i1 m onth s'' absen ce be
cause of ill health. 

Mr. Conrad H. Syme has been appoin ted ge nera l counsel 
for the Publi c U tili t ies Co mmission of th e District of 
Columbia. Mr. Sym e succeeds M r. Edward H. T homas, 
who has re signed to take up t h e pract ice of law. 

Mr. Thomas Penney, w ho for t he last five yea rs has 
devoted him self la rge ly to t he executive affai r s of t he I n ter 
n<J tional Railway, Buffa lo, N. Y., has resu med the active 
p ractice of law ~t th e offices of N orto n, P enn ey, Spring & 
Moore, Buffa lo. 

Mr. V . L. Edmunds has res igned as superin t en den t of 
t ransporta tion of the Bi ng hamton ( N. Y.) Railway to re
sum e his dut ies as travel in g repres en tative with t h e Ra ilway 
A udit & I nspectio n Co mpany, w ith head quart er s a t its 
P hi ladelphia offi ce. 

Mr. E. C. Sherwood has been appoin ted ge neral foreman 
of the D e K alb Aven ue shop and carh ouse of t h e Coney 
I sland & Brooklyn Rai lroad, Brookly n , N . Y . Mr. Sher
w ood w as for merly connected with the New York Rai lways 
as g enera l fo rem an of t he m echan ical de partment. 

Mr. Albert Akers, Quincy, Ill. , has resigned as gen era l 
manager for the Chi cago, Peoria & Quincy Tracti on Co m 
pany , Quincy, Ill. He w ill be succeeded oy M r . W . D . 
Chapman, Sr., of the Chapm an Company, Chicago, Il l., 
w hich has the contract t o build the road. M r. A ker s w ill 
re tain his position as vice-p res iden t. 

Mr. C. J. McCuaig has been appointed h ono ra ry lieu ten
a nt-colon el of t h e F ifty-th ird Regiment o f Sherbrooke, Q ue. 
M r. McCuaig is presiden t of t he Sher brook e R ailway & 
P ower Co mpa ny, a director of th e O ttawa Lig ht, H eat & 
P ower Company an d is interested in th e Southern Canada 
Power Co mpany, incorporated wi th a capita l of $3,000,000 
to develop electrical en t erprises in the eas tern town ships of 
Q uebec. 

Mr. A. F. Henry has bee n appoin ted ass is t ant superin 
te ndent of the Buffalo-Lockport and L ockport-Olcott di
visions of the International R ailway a t L ockport, N . Y ., 
to suc ceed Mr. George L ambert s, r es ig ned. M r. H enry has 
been associated w ith the I nternationa l R a ilway for twelve 
years and for three years was in cha rge o f t he Broadway 
carhouse in Buffalo. H e wa s sta tio nmaster at Lockport 
for nine years. 

Mr. C. D . Garretson has been appoi nted a m ember of the 
City Pub lic Utility Com mission of W ilming ton, Del., by 
Mayor H owell, succeeding M r. Sam uel G. Cleave r , r esig ned . 
M r. Garretson is secret a ry-t reasur er of the E lectric Hose 
& Rubber Company a nd is fi rst vice-p reside nt o f the Cham
ber of Commerce of W ilming ton. He is a native of York, 
P a ., and a gradua te of Gira rd College, P hiladelphia. H e 
is t hirty-two years o ld. 

Mr. C. C. Burford has been appointed chief clerk of t he 
Kankakee & Urbana Traction Company, U rbana, Ill. , in 
cha rge of th e a dverti s ing an d pub licity work fo r th e com
pany . Mr. Burfo rd was fo rm er ly conn ecte d wi th Busey's 
Bank, U rbana, Ill. He studied at th e U niversi ty of Illinois 
and fo r four years has been cor resp ondent of th e Chicago 
Ban!?er. He has a lso contr ibu ted articles on business an d 
o th er subj ects t o many newspapers and journ a ls. 

Mr. John Kilgour, who has been president of t he Toledo, 
Bow ling Green & South ern Tractio n Compa ny, Findlay, 
O hio, for a long per iod, has resig ned because of ill health 
and Mr. Bayard L. Ki lgour , h is son, has been elected in his 
s t ead to serve until th e next m eetin g of t he st ock holder s 
i11 May, 1914. Mr. Har ry J . Gibson . fi r s t v ice-p residen t, w ho 
had t ender ed his resignati on some w eek s ag o, has been 
succeeded by M r. Charles K ilgour, second vice-pr esident , 
and the position of secon d vice-president has bee n left 
vacant until th e next m ee ting of t he stockh o lder s of th e 
compan y. 

Construction News 
Cons truction N ews Note s a re class ifie d un der each head

in g a lphabetically by States. 
An asterisk (*) indicates a project not prev iously re

ported. 
RECENT INCORPORATIONS 

*Detroit, Almont & N orthern Railway, Detroit, Mich.
Incor pora t ed in Michigan as a p relimina ry to the con
struction of an extension of th e Det roit, Rochester , Romeo 
& Lake Orion lin e of th e D etroit U nit ed Railway from 
Romeo to A lm ont , a d ist ance of 188 miles. Capital stock, 
$500,000. Directo rs: J. C. Hutchin s, Joseph Bampton, F. 
W. Brook s, Irw in F uller ton and A. E. Peters, all asso
ciated w ith the D etroit U nited Rail way. 

*Ruhlman Railway, Y oungstown, O hio.- Incor porated in 
Ohio in the interest of the Lake E rie & You ngs tow n Railroad 
to bui ld a double-t rack lin e from You ngstow n to Steube n
v ille. J o hn H . Ruhlman, in corpora to r . 

FRANCHI SES 
Phoenix, Ariz.-The Salt Lake V a lley Electric Railway 

has rece ived a on e-year exten sion of its franc h ise in 
Phoenix. T his 20-m ile lin e w ill conn ect P hoenix an d M esa. 
C. C. L ewis, president. [E. R. J ., O ct. 25, '13. ] 

*San Francisco, Cal.-Cha rles S. Swan, San Franc isco, 
has asked th e Board of Superviso r s fo r a rig ht-of-way for 
an elevated ra ilroad wh ich he says w ill be constructed ac
cording to his plans by a loca l co rpo ration to be fo rmed 
after the necessary rig hts have been ob tai n ed. This rai l
road is to be built for exposition passe nge r traffic from the 
fe rry depo t to th e exposition g rounds. 

*Sausalito, Cal.-W . W . Hicks an d associates have asked 
the Coun ci l for a franchise in Sausalito. This is par t of a 
pla n t o build an electric line from the r eservatio n gates 
th rough the busin ess section o f Sausalito. 

Morris, lll.-The F ox & Illinois Union R ai lroad h as re
ce ived a fifty-year fra n chise from the Council t o operate a 
railway in Morris. This 20-mile rai lway will connect York
ville, M or ris, Dwight and Sandwich. H. H . E vans , presi
dent . [E. R. J., July S, '13.] 

Muscatine, I a.-The Muscati ne-Davenport Rai lway, Dav
enpor t, has rece ived a franchis e from th e Council for an ex
t ens io n on Fron t Street t o t he proposed site of it s new 
fre ig ht depot in :Mu scatine. 

Oswego, Kan.-The Kansas Centra l Traction Co mpany, 
Topeka , ha s asked t h e Council fo r a franchise in O sw ego. 
T his line w ill conn ect Coffeyville and Parson s, via Edna 
an d A ltamont , with a branch from Altamont to Oswego. 
P hilip Str ack, Parson s, president. [E. R. J. , Oct. 25, '13.) 

Jefferson, O hio.-The Chardon , J effer so n & Meadville 
I n te rurban Rail road has a sked the Council for a franchi se 
in Jeffers o n. T he company h as a lso asked th e Council s in 
Cha r don a nd t h e Coun ty Commi ss ion ers of Ashtabula and 
Geauga Counties fo r fran chises. T his is part of a plan 
to b uild a 30-mile line to connect Cha rdon , Hampton, Font
ville. Rock Cre ek and J eff er son, O h io, and L inesville , Pa. 
C. H. F elton, 735 Wi lli amson Building, Clevelan d, se cre
ta ry . [E. R. J ., Sept . 2 0, ' 13.] 

Portland, O re.-Geor ge F. Heusn er, Portlan d, has r e
ceiv ed a fr anchi se from the Coun cil fo r a lin e from the 
Ke nto n di s tri ct t o t he West Side business dist ri ct in Port-
1;'. nd. r E. R. J., Oct. II, '13.] 

Portland, O re.-T h e Portland Railway, Ligh t & Power 
Co m pa ny has a sked th e City Co mmiss ion for a franchise 
across th e bridges over t h e vVilla m et te Rive r as follows: 
H awthorn e Avenue, Morrison S treet, Burnside S t reet, 
Broadway and t he bridge of t h e O regon-Washington Rail
way & Naviga tion Company. T he fra n ch ise, if granted, 
wi ll permi t th e company to oper ate over t he bridges named 
until 1932. 

Chehalis, Wash.- T h e Washin g ton E lectric Company has 
a sked th e Commiss ione rs of Lew is County fo r a fra n chise 
to use certa in publi c r oad s in the south ea stern and eas tern 
part of Cen tra lia. The co m pany also asks fo r the pr ivilege 
of u sin g certain r oads in southwes t Centralia th at will 
enable th e W ashing ton Electric Co mpany to m ake p hysical 
conn ec ti ons w ith th e propose d ra ilway which th e Chicago, 
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Milwaukee & St. P a ul Railway is to build at onc e int o 
Ce ntralia a nd Cheha li s. Th e dat e o f hearing has been set 
f9 r Nov. 17. 

Tacoma, Wash.-The Seat tl e-T acoma-Olyn-.pia Railway 
has asked the Council fo r a franchise from the east end of 
Lincoln B rid ge eas terly t o the city limit s o f Tacoma. W. D. 
Hall, Seattle, presid ent . [E. R. J ., May 31, '13.] 

*Wenatchee, Wash.-The County Co mmissioners of Che
lan County r ece ntly a nnulled the franchise g ranted t o the 
\Venatche e Vall ey lfailway & Power Co mpany as it had 
fai led to begin work o n th e proposed lin e when it had 
agreed to do so. Should the co mpa ny secure the necessa ry 
funds , a n ew franchise will h ave to be obtain ed from th e 
city of Wenatchee and the county of Chelan. Hyman 
Harris, Wenatch ee, has petitioned fo r th e same franchi se 
rece ntly held by th e \ Ve n a tch ee Valley Railway & Power 
Co mpa ny. 

TRACK AND ROADWAY 

Arkansas Interurban Construction Company, Little Rock, 
Ark.-Thi s co mp a ny has authorized an issue o f $250,000 of 
7 per ce nt bonds, which, add ed to the $ 500,000 of paid-in 
capita l s tock, will be u se d as a fund t o begin work on th e 
proposed elec tric line betwee n Little R o ck a nd Hot Springs, 
Ark. The officer s are as fo ll ows: W. H . Garanflo, pre si
de nt ; Lewis Rhoton , fi r s t v ice-pres iden t; \ V. S. Sorrels, 
seco nd vice-president; M. B. M oore, treasurer ; Louis Gar
re tt , sec retary-manager, and H. C. Couch, superintendent 
or co nstru ctio n. fE . R . ]., Jan. 18, '13.] 

Northern Electric Railway, Chico, Cal.-Ri g ht-o f-way is 
be ing secured by thi s co mpany for a line b etwee n Fa irfi eld 
a nd Vall ej o, the las t sec ti on necessa r y to co mpl et e the lin e 
to Sacram ent o. A branch which will lea ve the Fairfie ld
Vallejo road at Napa Junction a nd ex t end no rth to Napa is 
a lso to be built at on ce. 

*Denver, Col.-E. \V. M erritt , D enver, and associa tes a r e 
con siderin g plans to build a n elec tric line between Denver 
an d its chai n o f mnuntain parks. 

Georgia Railway & Electric Company, Atlanta, Ga.
P la n s a r e bein g m ade by thi s company t o build a I-mi le 
ex t en s io n a long H owell s Mill Roa d in At la nta . 

Valdosta (Ga.) Street Railway.-During th e next two 
mo nth s this company expec ts to r ebuild I mile of track 
on North Patterson Street in Vald os ta, t akin g up sm all 
ra il s a n d laying 70- lb. T-rai ls. 

,Idaho Falls (Idaho) Electric Railway.-1 t is reported 
tha t thi s co mpany has d isp osed of bonds in th e sum of 
$1,500,000 a nd t hat t h e work of co nstr uct in g 42 mil e s of 
railway, with a t erminu s in Idah o Fa ll s a nd a n o ther at 
Blackfoot, will begin in t he immed iate future. The lin e 
will p robab ly be co mpleted a nd in operation by N ov. I , 
lCJJ4. J. L. Milner, Idaho Falb , pres id ent. f E. R. J. , O ct. 
23, '13.] 

Quincy ( Ill.) Street Railway.-\Vork has be en begun by 
this compa ny on an ext en sion on South F ifth Street a n d 
a loop in Indian M ound s Park. 

Kankakee & Urbana Traction Company, Urbana, Ill.
Grading h as been begun by thi s company betwee n Rantoul 
and Ludlow. 

Lake Charles Railway, Light & Water Works Company, 
Lake Charles, La.-This company expec t s t o build a con
cret e bridge over Pitho 11 Coul ee in con ne ct io n with th e 
ci t y of Lake Cha r les. T h e ci ty w ill award the contract. 
The co mpa ny pro poses to rep la ce two cross ings ove r r a il 
way tra ck s. 

Worcester (Mass.) Consolidated Street Railway.
Doubl e-tracki ng of Ham ilto n Street in \Vor ces ter w ill be 
begun by t hi s company early next yea r .. 

*Detroit , Almont & Northern Railway, Detroit, Mich.
T hi s company, the inc orpo rati on o f w hi ch is noted else
w h ere in thi s issue , i, und er stood t o h ave acquired a pri
va t e ri g-ht-o f~way fo r th e sec ti o n of th e lin e betwee n Rom eo 
an cl A lm ont , 18 miles. J . C. H utchin son is inter es ted . 

Detroit (Mich.) United Railway.-This company has be en 
auth ori zed by the Common Coun cil of D etroit to begin 
con struction of the Juncti on Avenue line, a four -mile double
track extensio n which was included in the r ece nt settlement 
a rdi'nance. This extension wi ll se rve as the beginnin g o f 

a belt lin e which w ill surround the business district of De
troit. It wi ll conn ec t a ll of the trunk lines radiating,,foom 
the bu sine ss district as we ll as a number of industries which, 
w h ei1 th e n ew ext en s ion is complete, m ay be served with
out tran sfe rrin g passe nger s through the business district. 
The wo rk on this new extension will be begun at once , and 
a number o f other ext ension s t o the D etroit United Railway 
Co mpa ny's lin es will be built as soon as th e Co mmon Coun
ci l a11thorizes the proposed lin es n ow before it. 

Minnesota Northwestern Electric Railway, Minneapolis, 
Minn.-Rig ht-of-way is b eing secured by thi s company 
through Thief Fall s, Germantown. No rth Silverton, Clover
leaf and Goodridge, and it is p lann ed t o begin con struction 
o n the fir st 25-rni le section of the lin e this fall. Capital 
s tock , $500,000.-[E. R. J., Oct. 25, 'r3.] 

St. Louis-Kansas City Electric Railway, St. Louis, Mo.
VI. I. Allen , in charge of th e plan s for this railway,, an
noun ces th a t the financ ing o f the co mpany is proceeding 
rapidly and that w ork will be taken up in the near fu~ure. 
This line will conn ect St. L o ui s and Kan sas City, via Jack
son, Lafayette , Saline, Howard, Boone, Callaway, Mont
go mery and St. L oui s Counti es. f E. R. J., Jan. 11, '13.] 

*Ismay, Ekalaka & Southern Electric Railway & Power 
Company, Ismay, Mont.-This company was rec ent ly o r
gani zed to build an electric line in Ismay and the sur
rounding country. The following o fficers were elected: 
W illi am Fulton, president; George J. Murphy, secretary and 
trea surer ; ;\I. H. Heldman, C. 0. \'hight, H. N. Sykes, 
M. L. M axwe ll, W. H. Peck and J ohn O live r , executive com
mitt ee . 

Omaha & Council Bluffs Street Railway, Omaha, Neb.
This co mpa ny has b ee n a sk ed t o con sid er plans to extend 
it s Eas t S id e Hanscom Park lin e t o So uth Omaha along 
Twenty-ninth St reet , Dupont St reet. Go ld Street to Forty
seco nd St r ee t. and t o conn ect with the L Street line in 
So uth Omah a. 

*Reno, Nev.-P lan s a re bein g con sidered to build an 
e lec tric railway b etwee n R eno and Wellington. Ultimately 
it is plann ed to connec t thi s lin e with t h e Copper Belt !i!le 
a t \ Ve llin g t o n a nd ex t end it through Car so n Valley, Minden, 
Garclnervil le a nd Ca r so n City. From Carson City the line 
will b e ext end ed direc tly t o R eno. The p ower to operate 
thi s line is to be furni sh ed by t h e Truckee River General 
Electr ic Co mpany. 

St. John (N. B.) Suburban Railway.-Plans are being 
co n sidered by thi s company for an extension fr om Kane' s 
Co rn er t o Crouchville this fa ll or next sp rin g a nd further · 
exte n sion s thereafter. 

Exeter, Hampton & Amesbury Street Railway, Exeter, 
N. H.-During the next two weeks thi s company will award 
co nt rac t s to b uild a new s iding betwee n its carh ouse and 
Hampton. 

Frontier Electric Railway, Niagara Falls, N. Y.-Work on 
t hi s compa ny 's three-track lin e b etween Buffalo and Niagara 
Fall s wi ll not be beg un until th e sprin g . A pplication for 
an exten sio n of time on it s franchi~ e wi ll soon be made. 
The line w ill co nn ect N iagara Falls , Buffalo, Tonawanda 
a n d No rth To nawanda. J a m es S. Simmon s, Niagara Falls, 
,ice-pres id en t. [E. R. J ., Aug. 23, '1 3.l 

Syracuse & Suburban Railroad, Syracuse, N. Y.-This 
co mpa ny i -; asked to consider plan s for an ext~nsion from 
Sy racu se t o O ran. 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio.-F in a n cial a rran ge m ent s are b eing made by" this com
pany to build its lin e between Chaunc ey a nd A thens. 

Toledo & Wes tern Railroad, Toledo, Ohio.-During the 
n ext month this company will award contracts to relay I 
mile of track with new 75-lb. A. S. C. E. rails and will re
build three pile bridges a nd replace with steel bridge work 
o n concrete abutment s. 

Lake Erie & Youngstown Railroad, Youngstown, Ohio.
Plans are being m ade to build a new doubl e- track line south 
from Youn gstown t o Steubenvi ll e. A bout ro miles of the 
roadb ed on the Youngstown end has be~n completed. Work 
on the Co nn eaut encl is to begin in the spring. 

Berlin & Northern Railway, Berlin, Ont.-This company 
ha s let a co ntract fo r eliminating a curve on its old line and 
buildin g a 1300-ft. cu lvert and abutments on an extension. 
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Dunnvill e, Wellandport & Beamsville E lectr ic Railway, 
\;Vellan_dp«?rt,,Ont.- ~ainesboro Towns hi p has voted a large 
bo nu s to t h is company as an inducement t o ge t th e n ew 
line started which has been dormant s ince la st season. 
Bonds are n ow being sold t o provide fund s t o con struct the 
Dunnvill e & St. A nn divi s ion of the line . [E. R. J., Oct. 
4, '13.] 

*Ortley, O re.-Corn c liu s Ga rdin er, Ortley, p lam to build 
an elec t ric t ram line fr om O rtley to Rowe na. T he rig ht 
of-way has been purchase d. 

Portland, O re.-.c\n agree m ent was made rec ently betw ee n 
th e Portland Ra ilway , Lig h t & Power Co mpa ny a nd th e 
Ha lsey Stree t 'Improvement Club by w hi ch the former wi ll 
co nstruct a line on Ha lsey St reet from Sandy Boulevard 
cast to the city limit s, provided a bonu s o f $21,000 is rai se d 
by the residents of t hi s district . Property owners inter
ested have subs'cr ibed $ 16,000, leaving only $5,000 additiona l 
to bt!fraised. 

W ~st Side E ie~tric Street Railway, Charleroi, Pa.-Thi s 
co_mpany p lans to build about S mi les of ex ten sion s from 
Charleroi to E llswort h. It has 3 mile s in operation between 
vVeaver and E ll sworth. 

Hummelstown & Campbellstown Street Railway, Her
shey, Pa.-T hi s company p la n s to bui ld early in the spri ng 
about IO mi les of new track from Hershey to E li zabeth 
town. 

South F ork-Portage Railway, South Fork, Pa.-This com
pany's line between South Fo rk and Portage is bei ng com
pl et ed by t he· Portage Co nstruction Comp any. 

Wilkes-Barre (Pa.) Rai lway.-Work has be en begun by 
th is company on a 3-m ile extensi o n to Askam, \ Va rri or 
R un and t he Eighth Ward of Nanticoke. 

Jackson Railway & Light Company, Jackson, Tenn.
D uring th e next few w eek s this company wi ll award con
tract s to bui ld about 2 miles of n ew track in Jackson. 

Austin (Tex.) St ree t Railw ay.- During the next few 
weeks thi s company expects to rebuild I mil e of track in 
A u stin. 

Houston (Tex.) Elect ric Com pany.- P lans are being 
made t o doub le-track and pave th is company's lin e on 
Harri sburg Road in Hou ston . 

Spokane & Inland Empire Railroad, Spokane, Wash.
] a mes J. Keane, Moscow , r eprese nt ing citizens of M os cow, 
recentl y peti tioned this company to extend its line to Colton 
and Unio n town and if poss ible to Ge nesee. A definite 
a nswer has not been g iv en by the company, although, it is 
sa id. the o fficial s have promi sed to g ive the matter car eful 
considerati on. 

Tacoma, Wash.-Mayo r Seymour was au thorized by th e 
Council recen tl y to make an offer t o the Tacoma Railway & 
Powe r Co mpany to operat e ove r Linco ln Bridge and th e 
tide flat s. It was tentative ly agreed that t h e commissioners 
would offe r a t en-year permit to operate across the b ridge 
with t h e option of purchase of tracks by th e city at any 
t ime after five years. The qu est ion of buil ding a municipal 
li n e fr om th e heart o f t h e bu siness district to th e tide flats, 
the manufacturin g sec ti o n, is be in g considered seriously in 
Tacoma, a n d in all likelihood th e matter wi ll be settled, a s 
regar ds the builder o f the line, shortly. If the Tacoma 
Rai lway & Power Co mpan y cann ot be indu ced t o build it , 
t h e ci ty wi ll. 

Sheboygan Railway & Elect ric Company, Sheybogam, 
Wis.-During the next eight weeks this company plans to 
purchase gravel-handl ing apparatus fo r its way department 
in Sheboygan. 

SHOPS AND BUI LDINGS 

Fox & Illinois Union Railway, Aurora, 111.- This com
pany is now bu il d in g a ca rh ouse in Yorkville. 

Kankakee & Urbana Tract ion Company, Urbana, Ill.
T hi s com pany has awarded a co ntract to Suth erland & Sow
ers fo r th e con st ruction of a new carhouse. 

Boston & Worcester St reet Railway, Boston, Mass.
Du ring t he n ex t six weeks this company expects t o buy a 
wheel-boring mach ine, an air compresso r and a milling 
machine. 

JOOS 

Holyoke (Mass.) Street Railway.-T his company has 
awa rded a co ntrac,t for the erection of a new 190-ft. x 400-ft, 
ca rh otbe to th e Caspar Ranger Company, Holyoke, at a 
pri ce of about $ 150,000. Plan s for t he building have been 
prepared by th e Samue l M. Gree n Company, e ngineer, 
Sprin gfie ld. T he carhouse w ill front on Ca nal, Lyman, East 
an d Bridge S treets, H o lyoke, a nd wi ll include ge neral, 
o ffic es a n;d a repair shop, thl.'. construction being of brick, 
co n crete an ti .~tcd. \V ork wi ll be begun a s soon as the 
co mpany obtain.~ a permit from th e city to lay track into 
t he property from t h e adj oining s treet s. 

Exeter, Hampton & Amesbury Street Railway, Exeter, 
N. H.-During th e n ext two weeks this company wi ll award 
a co ntract to build a new carhousc i-n Hampton. The struc
ture will be 50 ft. x 150 ft. 

Niagara Gorge Railroad, Niagara Falls, N. Y.-During 
t he n ext two m o n ths thi s company wi ll award contracts t o 
build two new carh ouscs in Niagara Fall s. 

Columbus, Delaware & Marion Railway, Columbus, Ohio. 
-Con tracts haye been awarded by this company for a new 
ca rh o u se and repair shop. 

Toronto & York Radial Railway, Toronto, Ont.- Plans 
are being m a de by this co mpany to build a n addition to· its· 
ta rh ouses o n Kingston ·Road in East Tor onto. 

Northwestern Pennsylvania Railways, Meadvi lle, Pa.
'vVork has been begun by thi s company on it s new passenger 
stat ion in Edinboro. T h e struc ture wi ll be of brick con
struction a nd wi ll be bui lt by t h e Constab le Brothers, Edin
boro. Th e cost of the statio n is esti mated to be about 
$10,000. -

Jackson Railway & Light Company, Jackson, Tenn.--,
Dur ing the next few weeks thi s company proposes to award· 
contracts to build an additi on to it s carhouse in Jackson. 

Seattle (Wash.) Municipal Railway.~ Bids are being re
ce ived by th is co mpany to buil d a n ew carhouse and repair 
shop at Third Avenue \ Vest a nd West Ewing Street in 
Seattle. 

P OWER HOUSES AND SUBSTATIONS 

Northern Illinoi s E lectric Railway, Amboy, 111.- N ego
t ia tions han been made by this company with the Illin ois 
l'ti lities Co mpany for t he purchase of power. 

Columbus, Delaware & Marion Railway, Columbus, Ohio. 
- Con tract s hav e been awarded by this company fo r t'h e 
erec ti o n of add it iona l coal storage faci lities at its Stratfo rd 
power h o use. Contracts have been awarded by the company 
a nd construction is w ell under way for an auxi liary power · 
p lant at Mari on. Ohio, t o contain a 750-hp Cu rti ss turb o
ge nerator, a \Vheeler su r face con denser, a \Vhee ler air 
pump a nd circ ulating pu mp, two 250- hp H ein e bo iler s, a 
\Vorthin gton bo iler feed pump, a Goulds m otor-driven 
deep-well pump , a 6-ft . x 130-ft. s teel smokestack and a· IO

ton Case traye ling cran e. 

Toledo Rai lways & Ligh t Com pany, Toledo, Ohio.-This 
company is insta ll ing a Genera l E lect ric 12.500-kw h o ri 
zontal s t eam turbine w ith a Westingh o use- L eB la nc su r face 
co ndenser. The company is a lso installing fiYe Stirling 
bo iler s with a capacity of 3300 boiler hp a nd a 1000-kw ro
ta ry converter for th e down-town li ghti ng. A 1500-kw 
\Vestingh ouse freq uency changer ha s just bee n added. 

Tennessee Railway, Light & P ower Company, Memphis, 
Tenn.-Th e se co nd hydroe lectr ic plant of th e Tennessee 
Power Company, the principa l operating subsidiary of the 
Tennessee Rai lway, Lig ht & Power Company, was p laced 
in operati on o n Oct. 23. The co nstructi on of the p lant was 
clon e by the J. G. \ Vhit e E ng in ee rin g Corporati on and, to
g ether w ith th e fi r st plant, w ill ultimately produce 68,ooo 
hp. The prese n t capaci ty of the n ew plant is 20,000 hp, and 
the current is transmit ted ove r a hi gh-tension lin e to Nash
v ille, 150 miles distant . 

Austin (Tex.) Street R a ilway.- During t he next few 
weeks t'hi s compa ny will purchas e o ne 1000-kw unit com
plete for its power hou se in Austin. 

W isconsin Traction, Light, Heat & Power Company, La 
Crosse, Wis.- This company plans to build a n ew substa
tio n in L a Crosse . 
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Manufactures and Supplies 
ROLLING STOCK 

Austin (Tex.) Electric Railway exp ects t o purchase four 
c losed cars. 

Hull ( Que.) Electric Company expect s to p 1r chase four 
double-truck car bodies. 

Toledo & W estern Railway, Toledo, Ohio, expects t o pur
chase th irty 80,000-lb. capacity gondo la ca rs. 

Jackson Railway & Light Company, Jackson, Tenn., ex
pects to purch ase four s teel one-man car s. 

N orthwestern Ohio Railway & Power Company, Toledo, 
Ohio, exp ec t s t o purcha se two new coaches in 1914. 

T oledo Railways & Light Company, Toledo, Ohio, is 
buildin g t en pay-as-you-enter cars in its own shops. 

Exeter, Hampton & Amesbury Street Railway, Exeter, 
N. H ., expects t o purchase tw o fou r teen-be nch open car s. 

Northern I llino is Electric Railway Company, Chicago, 
Ill. , is reported to be in th e m arket for an elect ri c loc om o
tive . 

Chicago (Ill.) Railways expects to purchase six sw eepers. 
F ifty cars have been order ed fro m th e St. Louis Car Com
pa ny. 

T r i-City Railway, Davenport, Ia., has purchased three 
new snow plows a nd sweepers t o rep lace tho se destroyed 
by fi r e last winter. 

New York State Railways, Rochester , N . Y., contemplates 
t he p urchase of n ew car s and wi ll try out th e new type 
of sid e-e nt rance, s t epless car s befo re p la cin g t he next 
o rder. 

Utah Light & Railway Company, Salt Lak~ City, Utah, 
has issued spe cifica tio ns fo r twen ty-fo ur semi-steel clos_ed 
pay-as-you-ente r ca r s, with seating capacity of fitty -s1x; 
leng th over bo dy, 37 ft.; length o_ver all , 50 ft. E 1ght e~ n 
o f t hese ca rs are to be equ ipped with 40-hp motors and s ix 
wi t h 60-hp motors. 

Youngstown & Ohio River Railroad, Leetonia, Ohio, 
has o rdered on e 50-ton elec t r ic Baldwin-Westingh ouse loco
motive w it h 308-D-5 fi eld-control motors and HI;- con trol. 
T h e elect r ical equ ipme n t will be designed for 600-volt cl. c. 
operation and wi ll produce a maximum drawbar pull of 25,-
000 lb. with a gea r ratio of 16:57 and 36-in . drive wheels. 

Montreal & Southern Counties Railway, Montreal, Que. , 
expects to purchase about twelve n ew car s. T h ese w ill he 
Si ft. long , as agains t 50 ft. for t he presen t ca r s a nd a re 
designed to have t hrough pla t fo rms. ~ h ey w ill be of !he 
multiple-uni t , single-cont ro l type. To ilet accommodat io n 
will be provided. Baggage cars a r e also to be purchased. 

Cincin n a ti (Ohio ) Traction Company, reported in th e 
ELECTRIC RAILWAY JouRNAL as having o rd ered fifty semi
con ve r tible cars from the Ci ncinnat i Car Compan y, has 
specified the following detai ls for t his equipme nt: 
Bolst er centers, length, Curta in fi x tu res. Cu r. Sup. Co. 

21 ft . 8 in. Cur ta in mate ri al. . . Pa ntasote 
L eng t h of body . ... .... 43 ft . Heat ing syst em . P eter Smith 
L en gth over bumpers .. 44 ft . P ush button sig na l, 
Width over sills .. . 8 ft. ¥s in. Con solidated 
Width over posts a t R egister s .. . ... I n te rnationa l 

belt . .. . . . ..... . 8 ft . 1¼ in. Roofs ... ... . .. . . turt le-back 
H eig ht from top o f ra il Sas h fixtures ......... Dayton 

to sill s .. . .... . 2 ft. 3h 6 in . Seats . .. . . . . .... longitudina l 
Body .. . . ....... .. semi-st ee l Sea t in g m aterial. 
I nt eri o r trim ..... . maho gany canvas lin ed ha rd ena m eled 
U nd erframe ........ .. . st eel rattan 
Air b rakes ........... . VI est. S t ep tread s, 
Brakesho es, Mason ca rborun dum 

combined brak e sho e and Trucks . . ...... . .... Baldwin 
head. Va rnish .... F lood & Con klin 

Bumper s .. 5-in. s tee l channel \1/heels, 
Car trimmin gs ... . ... Dayton chilled cast iron, 24- in . dia. 

TRADE NOTES 

Standard Underground Cable Company, Pittsburgh, Pa., 
has issued a cat a log describ ing its D. S. t ype indoor cable 
te rminals. 

F . C. Rose, assis tant to E. N . Chilson, m a nager of pu r
chases, J . G. W hite & Company, Inc., New Yotk, anaa11ied 
inter ests, has r esig ned to accept a position as g en eral pur
chasing agent of th e Fou nda ti on Company, Ltd. , Montreal. 
Q ue. M r. Ro se w ill be located in the Ottawa Ban k B uild
ing, Montrea l. 

Ewbank Electric Transmission Company, Portland, Ore., 
ha s been org anized to d evelop a s elf-propelled car desig ned 
by H . B. Ewbank, J r. T hi s car uses an internal-co mbu stion 
en g ine with elec tric d rive a nd m otors on t he car ax les. 
Som e t es t s have been m ade w ith thi s car o n t he li ne of t he 
Port land , E ugen e & Eastern R a ilroad. 

ADVERTISING LITERATURE 

National Car Appliances Company, Spokane, Wash., has 
is sued a fo lder d escribing it s ca r wheel fla nge oi ler. 

Cooper Heater Company, Carlisle, Pa., has issue d a fold er 
de scri b ing its p res sed-s t ee l hea ter fo r city an d interurban 
ra ilways. 

Whiting F oundry Equipment Company, Harvey, Ill., ha s 
issued a catalog describ ing th e operation o f its qui ck-d e
tachable grab bucket. 

American Engineering Company, Philadelphia, Pa. , has 
issued a bookl et entitl ed "What 's th e M atter ?" in con nec-
tion w ith T ay lor s tokers. ,.,,,. 

Sangamo Electric Com pany, Springfield, Ill., has issue d 
B ull etin N o. 36, descr ibing an d illu stra ting its amper e-h our 
me ters for genera l service. 

F ield Omnibus Company, New York, N . Y., ha s issued 
tw o catalogs describin g its elec t ric bu ses ope rated by E di
son storage battery and trolley buses fo r operatin g from 
a double trolley lin e. 

T russed Concrete Steel Company, D etroit, Mich., has 
issued th e eleventh edition of its "Hy-Rib" han dbook, 
describing in deta il it s new con cre t e re inforce m en t mate
rial, "Seven-Rib Hy-Ri b." 

Cincinnati Milling Company, Cincinnati, Ohio, h a s issued 
a catalog d escribin g and illu stra tin g its p lain, universal a n d 
Ye rtical m illing machines, both con e-driven and hig h p ower 
with si ng le pulley drive. 

W. E. Belcher, Bloomfield, N . J., has issued a folder di s
cussing t h e subj ect of tran smi ssi on lin e protection and 
describin g a new device fo r t he attachment a nd support of 
t he continu ous g round w ire. Thi s clamp is m anu fac tured 
by Hubbar d & Compan y, P it t sburg h , Pa. 

G. L. Simonds & Company, Chicago, 111., have issued a~ 
ca talog on the subject of econ omical steam production a nd 
t he Vu lca n system of soot cleaning as appli ed to all types 
of wate r tube and return tubular boilers . This system in 
\·olves perfect distri butio n of th e s t eam , so directed an d 
'.:on tro lled as t o clean th e entire su rface of every tube. 

The Street Railway Question in the Political Campaign in 
Cleveland 

Notwit hstanding th e fact that th e s tre et r a ilway question 
was supposed to have been removed from politics in Cleve
land, it is often m entioned in the present campaign be
tw een Mayo r Newton D. Baker an d Harry L. Davis. It 
was hoped that they would omit a ll mention o f the matter 
an d a llow stree t railway p roblems to be solved on the basis 
of fact s an d experi en ce. Several m o torm en and conductors 
of the Clevelan d Railway wer e su spe nded recentl y for 
vio lat in g a rule t o th e effect t hat they mu st not talk 
politics. T he men wer e subsequently Iein stated. 

T he two-t ran sfe r sys tem has been put into effect so that 
a passeng e r may reach a ny part of th e city on one fare . 
The o ld system called fo r two far es where a passenger 
hoarded a car on a cr oss- town lin e, transferred to a m a in 
line an d th en to an east o r west line. 

Peter Witt , street railway commissioner , has suggested 
t hat t he new b r idge ac ross t h e Cuyahog a R ive r , be tween th e 
Eas t and W est S ides, be so constructed that a connection 
may be made with a subway t erminal in th e center of th e 
city fo r surface car s. 

W. R. Hopkins, h ead of t he Cleveland Underground 
Rapid T ran sit Company, s tates that his company will be 
ready to ann ounce its plans in detail within a short time. 




