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ARBITRATION 
VERSUS 
STRIKES 

From the report just i8sued by the 
Amalgamated Association it ap
pears that in the s ix months end

ing with December lm,t ther e were eleven strikes and 
lockouts, involving 1723 members of the assoc iat ion. In 
the same period there were fifteen arbitration8 of di s
putes in which 23,000 membern were interest ed. Aside 
from the obvious conclusion to be drawn from these 
figures as to the extent that arbitration has super seded 
strikes, the comment of the association's officers thereon 
is of interest. "A study of the arb itration cases," the 
report says, "points to the fact that arbitration, as a 
general proposition, effects a compromise with results 
about evenly divided, although the record of arbitra
tion cases for the six months rather favors the employ
ing companies. But arbitration is known to be sup
ported by public opinion, and it would be suicidal for 
this association, the members of which are engaged in 
public utility employment, t o refuse arbitration in any 
cases where a fair method of arbitration is possible." 
The report states that the association now has 188 writ
ten agreements with electric railway companies. 

THE "MOVIES" 
FOR ELECTRIC 
RAILWAYS 

The increasing use of the moving
picture film in electric railway 
educational and safety work shows 

the alertness and wisdom of managers in utilizing a 
popular agency for doing a much-needed work. It 
is a trite saying, but one worthy of constant applica
tion, that the surest entrance to the intelligence is 
through the "eye-gate." The moving picture provides 
the vehicle for conveying vivid impressions by way of 
this entrance. Let us note the following salient facts. 
The moving-picture film is expens ive, but the apparatus 
for projecting the pictures is comparat ively cheap. 
The needs of one railway company are akin to those of 
another, and a pict ure which teaches a safety or other 
lesson in one place can do the same thing in another. 
The moving-pict ure theaters use films in circuits, there
by cutting down the expense of exhibitions and pre
venting the accumulation of unusable films. Why is 
there not a suggestion here for our business also? A 
central agency could have scenes "staged" a nd films 
printed for circulation at nominal cost among sub
scribers. The money now being spent by individual 
companies for films is probably nearly enough to finance 
the proposition. Why not get together now before any 
money has been wasted through duplication of initial 
expense? The office of the American Electric Railway 
Association would be the natural and most efficient 

of men a ready :J!:t} in this line could take the initia-
tive anc ~an the c · . 

. ~ 
WIIY A E ,-0~ - age of crass materialism 
TO TIIE ITO~ t perhaps seem unneces-
DECK R ✓, decry ai1y efforts made to-
ward t he p tistic effect and inherent 
grace of o ess we feel constrained to 
s ide with t e s of the exclusive use of 
arched roofs for street cars even though this course 
may be fra ught with danger to higher ideals. That the 
monitor-deck roof has held its own in the affections of 
many street railway men during the past few years is 
evidence that a ll are not devoid of the desire for beauty 
in car design. At least th is is the reason given, in nine 
cases out of ten, for the retention on new cars, not• 
withstanding its greater cost and weight, of the moni
tor roof, the estimates varying from $50 and 200 lb. 
to $100 a nd 500 lb. per car-to say nothing of it s cost 
of maintenance. In the tenth instance the reason given 
by a railway for adhering t o the monitor-deck roof 
will be the suppos ititious lack of ve ntilation in arched
roof cars, but as it will often be fo und on the same rail• 
way that the cars are provided with ventilators in the 
monitor and that the deck sashes are fixed in place, this 
reason can hardly be t aken very seriously. As a matter 
of fact, there was every r eason for the mon itor-deck 
roof in the days before the development of the ventila• 
tor. Now, when there are many t horoughly practical 
ventilating devices on the market, the reason for its 
existence has become limited to the fact that its appea r• 
ance, through habit, is less offensive than that of the 
plain arch. To adhere to it on such grounds is no more 
logical than to cond2mn the small wheel for city cars 
because it looks insignificant. 

THE SMALL \VHEEL It is encouraging to fi nd the small 
COMING INTO car wheel growing rapidly in 
ITS OWN favor, for there is availab le in car 
design hardly any better means for economy than its 
use. Its practicabili ty has been demonstrated beyond 
a doubt, and its sponsor, P . N. Jones of the Pit tsburgh 
Railways, is even now extending its use to high-speed 
ser vice on one of the company's interurban lines. The 
saving in weight with small wheels and trucks and with 
motor s to suit , approximates 2500 lb. per car over the 
lightest kind of two•motor equ ipment , and if the as• 
sumption is accepted that unnecessary weight on cars 
costs 5 cents per pound per year this would practically 
pay the interest charges on the investment for the new 

clearing house for this work, and a special committee features of the equipment. Under t he new conditions 
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the old question as to the relative advantages of a 32-in. 
rolled-steel wheel with a light rim that is not turned, 
and of the 34-in. wheel that is turned three or more 
times, loses much of its interest. Indeed, the greatest 
advantage of the 22-in. or 24-in. wheel, as we have 
pointed out before, is due to the fact that it permits a 
reduction in the height of car floor to the point where it 
can be reached with two easy steps. The indirect result of 
this is that passenger movement is accelerated, accidents 
are reduced and complaints are lessened, so that the 
benefits, when summarized, extend far beyond the imme
diate savings that can be directly computed. The "baby" 
motors necessitated by the small wheels have long since 
passed out of the experimental stage as they are no 
longer the product of but one manufacturer and hun
dreds of them are in successful operation. In the light 
of these facts it is not surprising that the progressive 
properties are taking advantage of the opportunity for 
economy which has become available, at least for all 
new cars. 

prevail when the people understood the facts. He has 
shown that the 3-cent fare is not adequate in Toledo. If 
the long-standing, discreditable franchise imbroglio in 
Toledo is settled on lines that are fair to each interest 
concerned such a result will undoubtedly help the in
dustrial reputation of the city. It is greatly to be hoped 
that a fair settlement will be the final outcome of the 
extraordinary events of the last week. 

FARE INEQUALITIES AT BOSTON 

The report of the Boston joint commission on electric 
railway transportation, which was brieily abstracted in 
a recent issue, is an attempt to bring at least some relief 
to an admittedly difficult problem. Could the Boston 
transportation system be designed de novo the work 
would be fairly simple. But it is an entirely different 
matter to outline now a course which will be fair to all 
of the interests involved. Perhaps the most interesting 
feature of the report is the recognition by the board 
that inequalities in fares are inevitable in such a com-

TOLEDO FIGHT A situation at Toledo which might munity as Greater Boston under the conditions of its 
BECOMES 
A FARCE 

easily have become very serious has 
been turned into a farce by the good 

judgment displayed by the company in dealing with the 
fare complication. An attempt of the city to impose a 
fiat 3-cent fare on the company upon the expiration of 
franchises on March 27 was met by an announcement 
that this was not in accord with the agreement and 
would be disregarded. It was also d2finitely announced 
that passengers tendering 3-cent fare s in other than the 
"workingmen's hours," for which this fare now prevails 
with the consent of the company, would be carried free. 
The novel idea of free car rides naturally attracted 
much public attention. The records of the company 
};how that each day a majority of the riders have paid 
the regular fares. Only a minority have taken advan
tage of the situation. The proportion of the total rid
ers who traveled free under the offer of the company 
has decreased materially. This is a clear indication that 
the people of Toledo are not in sympathy with the effort 
of the politicians to force a settlement without regard 
for the decencies of fair play. The policies of the com
pany in handling the delicate situation created by the 
crisis of expired franchises were at once masterful and 
conservative. They could not provoke conflict. They 
were notice to the effect that if conflict came it would 
have to be precipitated by the opposing side. No one 
can find any sane ground for a quarrel with a company 
that offers free rides to passengers who will not pay its 
regular rates of fare. The position of the company is 
that it has a legal and a moral right to certain agreed 

past development and the present distribution of serv
ice. At the hearings before the board strong demands 
were made by many suburban communities for a 5-cent 
fare to and from the heart of Boston proper, and many 
inequalities were pointed out in relation to fares and 
distances from the business district. It was sho.wn 
that in some cases suburbs located closer to the center 
of Boston than others are unable to purchase as much 
transportation for a nickel as the latter, and in the par
ticular instance of Hyde Park, a newly added ward of 
Boston, a 10-cent through fare is in force through the 
joint occupancy of the extreme southern portion of the 
city by the Boston Elevated and Bay State Street Rail
ways. Residents of Chelsea, on the north side of the 
city, were also aggrieved because of their inability to 
journey beyond the center of Boston after the payment 
of a single 5-cent fare, whereas the residents of New
ton Corner, Watertown and other suburbs are literally 
unrestricted in their ability to travel over practically 
all portions of the Boston Elevated system for a single 
fare. Here again, the existence of two companies in 
the same metropolitan district creates inequalities. 

The commission points out that while it may seem 
theoretically that every passenger should be able to ride 

·an equal distance for the same fare, no matter where the 
ride begins, there is no practicable way of bringing 
about such an ideal arrangement. No system has ever 
been put in operation which will accomplish this re
imlt. Even the zone system fails to do it, as it 
provides merely that the fare from any point with-

rates of fare. It tries by argument and persuasion, in a given zone to any point in another zone shall be 
through meetings, newspaper advertisements, posters 
in the cars, as well as through its conductors, to lead 
people to accept its point of view. If the people will not 
do so, they are the guests of the company for the ride. 
It is a notable experiment that is being made in 
Toledo. We do not recollect an instance of a similar 
one. In making it Mr. Doherty plainly and frankly 
counted on the sense of justice that he believed would 

the same. On the Hungarian steam railroads, for ex
ample, the first zone is 15 miles wide and the second 9 
miles, and a passenger pays the same fare for traveling 
1 mile that he does for 15, or the same for traveling 
15¼ or 24 miles. The inequalities in the Boston district 
are not arbitrary but are the result of a natural de
velopment in the course of which all communities have 
benefited, though some more than others. Some of the 
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existing disparities are the result of physical and topo
graphical conditions which cannot be eliminated and 
which can be offset only at enormous cost. 

In some cases present difficulties are due to the lack of 
foresight of residents of suburban communities twenty
five years ago, when the street railways serving the cen
tral portion of the Bm,ton district were consolidated 
into the West End Company. Thus, the Lynn & Boston 
Railroad was not included in this consolidation, largely 
on account of opposition from representatives of Chel
sea and Revere, who feared that the consolidation would 
result in a monopoly and in an increase of fares be
tween those places and Boston. It is largely because of 
this opposition that these communities find themselves 
to-day in the position of complainants. The consolida
tion actually resulted in a comprehensive and unified 
car service for Boston and most of its suburbs, with 
the establishment of many through lines, reduction of 
fares, establishment of an enormous transfer system 
and many other service improvements. The average 
length of a half round trip has increased from 3.62 miles 
in 1889 to 4.28 miles in 1913 between the center of Bos-

granted, the extension of the precedent to a dozen other 
suburban communities would probably result in fin an
cial disaster to the Boston Elevated Railway a nd would 
arrest street railway development in the metropolitan 
district. 

THE DEMAND FOR SUBWAYS 

One of the characteristic developments of the last 
few years in city transportation has been the demand 
on the part of a great many cities for subway syst ems. 
Undoubtedly thi s has been due in large part t o the 
great success from a transportation and financial stand
point of the New York subway. Many prominent 
citizens from other places after visiting New York 
have r eturned home enthusiastic over subway oper
ation and impressed with the belief that the local 
railway system in their own town should provide rapid 
transit by subway within the center of the city and 
under important traffic arteries. The plan natu rally 
appeals to the civic authorities and to the citizens who 
do not realize that the profitable nature of the New 
York subway is due entirely t o the great density of 

ton and suburban points. Where trips are made over population and the peculiar topography of the city 
the two systems, however, it has been impossible for 
the public to realize all the benefits of unification, and 
this situation was the source of most of the specific com
plaints which were heard by the board. 

Under the terms of its charter the Boston Elevated 
Railway cannot be required to charge less than a 5-cent 
fare for a continuous ride in one general direction be
tween any two points on its system, and this stands in 
the way of the establishment of low joint through 
rates shared by the Bay State company and necessarily 
leads to the payment of two fares in many municipali
ties served in part by each company. The fundamental 
difficulty of avoiding the payment of two fares on inter
system journeys has been emphasized in numerous de
cisions by the Massachusetts Railroad Commission, and 
it seems clear that nothing short of a compreh~nsive re
arrangement and articulation of all the steam and elec
tric lines serving Greater Boston can eliminate the prin
cipal fare inequalities and apparent discriminations 
brought out at the hearings. Perhaps no portion of the 
board's report is of greater interest than its refusal to 
recommend that the Boston Elevated Railway lease the 
lines of the Bay State company in Hyde Park in order 
to yield a 5-cent fare to that portion of Boston proper. 
The residents of that ward contended that a lease should 
be consummated along the lines established some years 
ago in West Roxbury. But the commission points out 
that the distance involved is greater than that asked 
for by any of the other communities in appearance; 
that the single-city-single-fare principle often recog
nized by the railroad commission has never been re
garded as an inflexible rule; that it has with one ex
ception been confined to the lines of a single company; 
that in numerous instances acceptance has been refused 
to the plan where the length of ride involved (10 miles 
to the center of Boston in the Hyde Park case) was 
unreasonable because of the financial condition of the 
company controlling; and that if the appeal should be 

which compels a great deal of long di stance riding, and 
that in most cities with a distributed population the 
construction and operation of a subway system as a 
purely commercial enterprise is financially impracti
cable. The fact is, that subway service is a luxury 
which only the very largest cities can afford, and even 
in New York the last subway contracts are being sub
sidized by the city, which practically guarantees the 
railway companies against loss from their operation. 

There is no doubt that in a great many cases a city 
can afford to subsidize a rapid transit system and more 
than make up indirectly for the direct loss from the 
construction of the line. We believe in the economic 
value to any city of the best kind of transportation 
which the circumstances warrant. It contributes not 
only to the material welfare of the citizens because of 
the saving of time effected, but it also add~ to the 
growth and wealth of the community because of in
creased real estate values. The cost of this improve
ment, however, should be borne directly by those who 
profit by it. We believe it is also the duty of the local 
railway company which possesses the monopoly of 
transportation within any city, and hence will be one 
of the beneficiaries by its growth, to do all that it rea
sonably can to co-operate in establishing such a trans
portation system. 

One of the cities which is now facing the question 
of subways is Philadelphia. A comprehensive system 
has been planned under expert advice, the future traffic 
up to 1930 has been estimated with more care than has 
probably ever been devoted to a similar problem, and 
negotiations are now under way with the Philadelphia 
Rapid Transit Company as to the conditions under 
which it will consent to operate this system. So far, the 
ideas of the city authorities and the railway company 
as to the proper form of contract seem to be far apar t , 
but perhaps this is only natural in the early history of 
the undertaking. A contract of this kind is necessa r ily 
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subject to bargaining. But we trust for the interests 
of the city that the negotiations will not be as long 
drawn out as in New York. Each side is dependent on 
the other, and if both company and city are willing to 
recognize the part which the other can play in effecting 
this improvement a conclusion ought not to be long 
delayed. 

The experience of the past indicates that the company 
is ready to do its part in supplying the public with good 
transportation. During the past few years, or under 
the present Stotesbury management, it has provided 
1580 new cars, two new carhouses with a capacity of 
669 cars, and 28,000 additional horse-power, and has 
raised the maximum wages of its men 7 cents an hour. 
It is easy to understand that it should desire now to 
go slow in assuming additional obligations in view 
of the fact that it has never paid a dividend on its 
present paid-up capital of $30,000,000, and for the eight 
months ending March 1, 1914, had a surplus of only 
$189,017. 

CLAIM BUREAUS 

In 1910, a t the urgent recommendation of the Claims 
Association, the American Electric Railway Associa
tion made an arrangement with the Hooper-Holmes In
formation Bureau to become a clearing house of the 
association for information about accident claims and 
for the use of the files of that bureau. This action was 
the result of a number of years of discussion as to the 
best method for generally indexing accident claims on 
electric railways, and the arrangement thus completed 
was expected to fulfil the need which had long been 
fe lt for a central exchange of this kind. There have 
been continuous complaints, however, that the railway 
companies have neglected to utilize the opportunities 
thus afforded or to co-operate with the bureau. These 
complaints have been heard not only at meetings of the 
Claims Association but at meetings of other associa
tions. Even as long ago as November, 1912, Mr. Tich
enor at a Central Electric Railway convention called 
attention to the fact that during a recent year of the 
350 companies authorized to receive the benefits of the 
national bureau only sixty companies reported to it 
and of that number six did two-thirds of all the re
porting. 

The subject is again called to the attention of railway 
companies by a letter published in this issue from 
President Weh of the Claims Association. It is diffi
cult to understand the reasons for the refusal of the 
companies to avai l themselves of a plan which the asso
tion is financially supporting. No man engaged in a 
large mercanti le business on a credit basis would at
tempt to conduct his affairs without his Dun or Brad
street, yet this is practically what the electric railway 
companies are trying to do in their claims depart
ment unless they use this bureau. The Hooper-Holmes 
organization is essentially a credit organization of 
the claimants in the field, but, unlike the Dun or 
Bradstreet companies, it has necessarily to depend 
very largely upon its subscribers for the information 

to complete its credit records. If these reports are not 
forthcoming, the whole system falls to ground. If 
the managements realized the importance of this mat
ter as thoroughly as do the claim agents, we do not be
lieve that there would be further cause for complaint. 

ENERGYANDTIMEANALYSESINRAILWAYOPERATION 

Some strange anomalies present themselves to the stu
dent of electric railway economics. One of these is that 
every railway carefully meters the energy that goes 
from the power and substation to each feeder section, 
but very few keep any account of how much is used on 
the passenger cars or in the carhouse, shop, track and 
service car operations. Another anomaly is that the 
motorman and conductor who are the salesmen of the 
rai lway's only commodity, transportation, are at liberty 
to hurt the sales by hurrying over one section of their 
route, dawdling over another and perhaps even failing 
to visit some traffic territory at all. This is a practice 
which has been found to occur on several suburban 
lines and is brought about by the crew turning the car 
back without orders before it reaches the end of the 
line. 

The absurdity of having no check upon the use of elec
trical energy by the different crews will be clear from 
a parallel with any gas company's practice. Like the 
railway the gas company knows how much illuminant 
(kw-hours) it produces and how much is lost through 
leakage in the pipes (drop in feeder and line circuits) 
between the tanks (power and substations) and the con
sumer (car). Here the parallel ends, for the gas com
pany has a meter at the ultimate points of use whereas 
the rai lway has none. Of course, it will be urged that 
the relation of the gas company to the consumer and of 
the railway to the motorman are not the same. But 
wherein do they differ in principle? To be sure, the user 
of gas has to pay for it, for no gas company would think 
of offering him a flat monthly rate based simply upon 
the number of his burners. Both parties naturally find 
it preferable to deal only with exact quantities. On the 
other hand, the motorman does not pay for the energy 
that he takes from the line, and he is free to be even 
more pr odigal with it than a gas user who has a flat rate. 

The possibility of charging a motorman with the 
energy used on his car would seem chimerical were it 
not for the fact that London taxi operators actually do 
pay for their own gasoline. However, the essential point 
is that every car should be equipped with a device which 
will make the motorman as careful with electric fuel as 
the taxi operator is with liquid fuel. This is not only a 
question of saving energy but of eliminating the inef
ficient man and the antiquated, uneconomical car. The 
particular type of car meter to be used is of far less im
portance than recognition of the fact that the present 
practice of confining energy measurements to power
houses, substations and feeders is utterly inadequate. 
Furthermore, large quantities of unmetered energy 
may be taken from the line for such purposes as track 
and shop welding, machine tool operation and pit light
ing. One must have a great deal of optimism to be-
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lieve that those who take energy in this way will con
cern themselves deeply about its economical use or the 
bad effect which it may have on line voltage. It is not 
flattering to the clear-sightedness of American operat 
ors that they should not see this point until they have 
to pay so many dollars per month for power purchased 
from local central or hydr oelectric st ations. In this 
respect they have a g r eat deal t o learn from the oper
ators of · Eur opean electric r ai lways who a re frequently 
obliged to purchase all of their electrical energy from 
the local municipal plant. The result is that a kw-hour 
is treated like money that has to be pa id out t o the 
other fell ow and not like a coin t hat is transferr ed from 

one pocket to another. 
The second absurdity to which attention has been di

rected is that so little exact knowledge is obta ined about 
the movements of the cr ews while on their r uns. This is 
especially true of suburban and interurban lines with 
long headways where the inspectors are too few t o catch 
all disobedience of or der s. In such cases all that may 
be known with cer ta inty about a crew is the time that 
it lef t the operating stat ion. The management does not 
know whether the car made all stops necessary t o pick up 
the traffic and whether it maintained t he proper running 
speed and car spacing. Yet here, too, s imple means a r e 
ava ila ble to record the goings a nd ~omings of the men on 
the cars just as r eadily as of t he men in the shop. On 
one large foreign city system, for example, time points 
are fixed for certain intersections throughout each rout e, 
and every lapse from the schedule is liable to be checked 
by inspectors at these points. Several American rail
ways have improved on the time-point idea by using 
printing clocks in which the motorman and conductor 
insert some standard form of time card. By shift ing 
these registering clocks to differ ent points occasionally 
and averaging the better r eadings, a railway could ob
tain a wonderfully exact running card for all divisions 
so analyzed. Here again, the application of exact meth
ods to what has hitherto seemed a quite intangible part 
of the railway business will first weed out the negligent 
platform man and then point the way to the prepa ration 
of better time tables and the better utilization of the 
car mileage. 

THE CONTAGION OF AMBITION AND CO-OPERATIVE 
EDUCATION 

A letter from the master mechanic of the New York 
State Railways printed last week calls attention to 
!\ factor in educational work which is sometimes over
looked. Some young men in his employ have been 
allowed to spend par t of the day in school, working 
during the rest of the time in the shops on the so-called 
co-opera tive plan. He makes the significant st atement 
that these men are having a beneficial, stimulating 
influence on their companions, who are taking t o study
ing out of hours. Few in number as are the co-operative 
students, the germ of ambition which is stimulating 
them has infected their associates. What could not 
be forced on the larger mass of employees has reached 
them by contagion. The efforts of the management, 

therefore, have been supplemented and reinforced. If 
ambition is cont agious in t h is way, there is much hor>e 
for t he future of the industry and the individual. 

The plan used in Rochester is t o have t he boys 
spend a part of each day, under pay, a t a local school 
and part at t he shops. This scheme differs from the 
Cincinnati plan, r egarding which a letter was printed 
in t he issue for March 14, and in which for administ ra
tive reasons, a g r eat er frequency of a lternation between 
shop and school was considered desirable. T he success 
of both plans, h owever-and they have been successful 
- has depended not so much on t he methods fo llowed 
as upon t he spirit in which they have been applied. 
The success, as it appea rs to us, has r esulted for several 
r easons. Technical education has been made possible 
to boys to whom it would otherwise have been out of 
r each. Many of another class who had the means fo r 
further schooling would have been over schooled had 
they not had this opportunity to see the relat ion of 
shop and school and to allow the law of attr action to 
help them in choosing a car eer. Those who needed and 
could profit by mor e mental t raining have been pre
vent ed from becoming bookish by their contact with 
shop conditions. F inally, all co-operative students 
realize that there is mor e to success in life than can 
be learned from teachers and books, that t hey must 
learn to get along with all sorts and conditions of men. 

Our present system of education tends to over-train 
some boys who would have been more usef ul , and ther e
fore happier, if t hey had been ' 'switched off" into in
dust ry earlier. Many parents, particularly those who 
had not themselves many educational privileges, look 
on education for their sons as a relief from the neces
sity for toil. H ow oft en is heard the expression: " I 
hope my son will not have to work as hard as I have!" 
Their sons are ther efore put through elaborate t rain
ing, in college in many cases, only to be a disappoint
ment to the pa rents. Education is a success only as it 
makes its recipient more useful. The co-operative plan 
appeals to us as tending to impress this fact. 

Electric ra ilway men interested in the development 
of their employees a re inclined t o wonder why the 
efforts made by the apprentice-train ing and educational 
committees of the American Elect r ic Rai lway E ngi
neering Association, the American E lectric Railway 
Association and other t echnical societ ies do not accom
plish more. Elaborat e plans a r e prepared and a great 
deal of discussion t akes place, yet nothing seems to re
sult. There a re at least two r easons for this as far as 
the railway associations are concerned. In the first 
place, these committees have no salesmen in t he field t o 
bring thei r propositions t o the att ention of t he responsi
ble officer s of the member companies. Second, this 
t raining movement must proceed from within the com
pany organization, beginning with men of conviction 
and personality, and all that outside influ ence can do is 
t o inform and suggest . We do not , however, believe 
that the work of these committees is a fa ilure. Rather, 
the results are indirect in keep ing in circulat ion the 
training spirit, even if the plans are not adopted 
wholesale. 
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Sixty Recent Cars for Baltimore 
These Cars Differ from Preceding Baltimore Types in the Use of More Steel in the Underframe, Cast-Steel 

Instead of Built-Up Iron-Plate Bolsters, Tungsten Lighting, Etc.-Route Number 

Signs Have Also Been Introduced for General Application 

During December, 1913, the United Railways & Elec
tric Company, of Baltimore, placed in service upon the 
Edmonson Avenue line the third consignment of sixty 
prepayment semi-convertible cars received from The 
J. G. Brill Company to replace open and closed cars. 
The general dimensions of the new car are as follows: 
length of platform, 5 ft. 8½ in.; length over corner 
posts, 30 ft. 8 in.; length over all, 43 ft. 9 in.; maximum 
width, 8 ft. 5 in. The exterior of the car is similar in 
design to the large number of pay-as-you-enter cars 
now in operation in Baltimore, but the new type has a 
few important improvements over its predecessor. 

DOORS, SEATS AND GENERAL FINISH 

The entrance to the car proper is gained by a pair of 
sliding doors which give a 26 ½ -in. opening. On the ex
treme left is a single-door with 23 1,S-in. opening, which 

Baltimore Car-View Showing Route Number Sign 

swings inward for emergency exit. This door has door 
stops at the top and bottom which hold the door open 
when necessary, particularly during the hot summer 
months. The regular car-body exit is formed by the 
double sliding doors on the right at the front end. 

The seating of the car is an arrangement of four 
longitudinal seats extending the length of the first two 
windows at each corner, the rest of the car being fur
nished with fourteen transverse reversible spring rattan 
seats 36 in. wide. The aisle space between these trans
verse seats is 21 3/4 in. The longitudinal seats at the 
two diagonal corners by the swinging doors have a por
t ion arranged to fold downward to permit the opening 
inward of the swinging doors. The total seating capac
ity of the car is forty-two passengers, twenty-eight on 
the transverse seats and fourteen on the longitudinal 
seats. The use of pressed-steel pedestals, wall and aisle 
plates in the Hale & Kilburn transverse seats repre
sents a saving of approximately 25 lb. per seat over seats 
of similar dimensions made up with malleable-iron 
castings. 

The ceilings are covered with agasote, which has 
been sanded smooth and, after being painted light-buff 

color, has a ½ -in. aluminum black-edged stripe. The 
interior finish is natural cherry. The interior moldings 
are very plain so as to require the least work in keep
ing the car clean. 

CAR FRAMING 

The wooden sills are 2 3/4 in. by 63/8 in. The steel sill 
plate measures 5/ 16 in. x 16½ in. The sill plate by 
means of a drop-forged corner iron is held by rivets to. 
the end sill, which is a 10-in. channel. The center knees 
are securely riveted to the end sill by means of a % -in. 
gusset plate, thus forming a very substantial and stiff 
underframe. A further change has been made in the 
pair of stringers running from the intermediate cross
ing through the bolster to the 10-in. channel at the end 
s ill. Instead of these stringers, which were formerly 
of wood covered with a heavy angle iron, a pair of 
3-in., 5.5-lb. I-beams are used. These are securely 
riveted by means of angles and Z-shaped plates to the 
10-in. channel and gusset plate near the platform. 
Where the I-beam stringers meet the intermediate 
crossing fastening is made with angles riveted to the 
I-beams and then bolted to the crossing. The floor 
boards are all hollow back to reduce the weight. 

The car-body bolster, instead of being built up of 
iron plates and cast-iron spools, which are not only dif
ficult to construct but liable to entail heavy maintenance 
expense, is now made of cast steel in one piece. This. 
bolster was designed by the United Railways & Electric 
Company to carry a specified center-plate load and with 
a large factor of safety. Holes in the bolster admit 
air pipes, I-beam stringers and hand-brake pull rods. 

Like the previous cars of this type, the platform sup
ports are made of light channel irons. 

SANDERS, BRAKE RIGGING, BRAKES, TRUCKS, ETC. 

The car is equipped with four sand boxes of the 
"Dumpit" type, two of which are placed beneath plat
forms and two in the corner of the car under the longi
tudinal seat. The sand boxes at each end are operated 
simultaneously by means of a hand lever connected to a 
rocker shaft. The hand-brake rigging is a system of 
chain sheaves which avoids an elaborate system of 
levers and produces excellent hand-brake rigging with 
a slight saving in weight. The car body complete with 
foundation brake rigging, etc., weighs approximately 
16,350 lb. The air brakes are the Westinghouse Trac
tion Brake Company's SM-3 equipment in connection 
with a type F automatic slack adjuster. This use of 
slack adjusters has made it feasible to change from 
daily to weekly inspections. Both the "G" governor 
and the "DIF" compressor have a number of small de
tails introduced in their construction, as required by 
the railway company's specifications. One important 
feature is the method of suspension. Instead of using
a pair of cradle-type brackets, three brackets are bolted 
to the compressor near the top, two on one side and 
one on the side opposite. These in turn fit into supports 
bolted to the car underframing, thereby securing three
point suspension. The motorman's valve has a special 
guard of home manufacture to prevent grease getting
on the clothing of passengers while standing on the rear 
platform. The brake cylinder is 10 in. in diameter. 
The total weight of the air brake equipment, includ
ing all of the pipes and fittings, is about 1300 lb. 
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The cars are mounted on a pair of Brill 27 GE-1 
trucks. The Symington journal boxes are of a type 
specially designed for the railway, using its standard 
check plates and bearings. The back of the box is 
fitted with an M. C. B. wooden dust guard. The jour
nal-box lids are of malleable iron. The axles are Cam
bria heat-treated steel 4 ½ in. in diameter with 4.885-
in. gear seats and 4-in. journals. Solid gears are used 
and are pressed on with from 45 tons minimum to GO 
tons maximum pressure. The wheels are cast iron 33 
in. in diameter. The brakeshoes have the separable 
heads and steel backs of the American Electric Rail
way Association's standard design. The truck brake 
rigging is the United Railways & Electric Company's 
standard slide brake. The approximat~ weight of the 
two trucks is 12,700 lb. 

ELECTRICAL EQUIPMENT AND LIGHTING 

The electrical equipment consists of four 24G-E 
motors operated by two K-35 G-2 controllers. These 
motors have some special features required by the rail
way's specifications, the most prominent of which are 
the field coil terminals, brush-holder design and an im
proved method of lubrication for the axle bearings. The 
controllers also include some special features, the most 
important being the rearrangement of the controller 
connections to prevent excessive burning of controller 
fingers and segments. At the base of each controller 
finger is a casting fitted with set screws which com
prises the terminal. The resistance as furnished con
sists of two boxes, one containing twenty-eight grids 
and the other eighteen grids. Fifteen-tooth special
grade hardened pinions made by the Tool Steel Gear & 
Pinion Company were used in connection with hard
ened sixty-nine-tooth solid gears made by the same 
company. The gear cases are of malleable iron. Two 
standard GE circuit breakers altered to meet the speci
fications of the railway are a part of this equipment. 
There are also one GE form A aluminum-cell light
ning arrester and one choke coil. 

The cables within the car are placed in a transite-lined 
cable box runni'ng the length of the car. The leads of 
the cables running to the controller, motor, resistance 
and ground are placed in conduit, extending below the 
platform or floor of the car. The complete electrical 
equipment including conduit and fittings weigh8 ap
proximately 11,850 lb. 

The car-wiring schemes used in Baltimore were de
scribed in the ELECTRIC RAILWAY JOURNAL for April 8, 
1911. The present cars are wired in much the same 
manner, except that the 12½-cp lamps have been re
placed by 23-watt tungsten lamps. Wires are run in 
conduit for the heaters, although at the present writing 
no heaters are installed. At each intermediate post a 
pearl push-button is supplied in connection with a Fara
day monitor buzzer at each end of the car for passen
gers' signals. This circuit is operated by a Patterson 
battery set model B-R-3 (three cells in series). This 
battery set, which is inclosed in a metal box and placed 
under one of the longitudinal seats, is kept locked at all 
times to prevent the stealing of the cells. All wires 
which form the lighting circuit are placed in grooved 
moldings. Each platform has two lights on the trans
verse center of the hood, arranged to burn simultane
ously with the front headlight. As a result of a tung
sten lamp test which was conducted recently on a num
ber of cars, the new cars are being equipped throughout 
with the General Electric Company's 23-watt, 110-volt 
Mazda lamp. There are twenty-four lamps in each car, 
twenty of which are burning at any one time. 

FARE REGISTRATION, ETC. 

Each car is supplied with one International Cash Reg-

ister Company's automatic coin-counting fare box of a 
type designed for Baltimore. The registration of fa res 
is supplemented with two International R-7 register8. 
A register rod, which passes through the car, communi
cates by a small rod at either end with one of the reg
isters; the standard practice of the railway company 
is to use the forward regi8ter. The fare box is carried 

Baltimore Car-View of Interior Showing Tungsten Lamps 

upon a sliding railing, so that when the car is reversed 
the railing can be raised up out of the way and the fare 
box carried to the other platform. 

The installation of the complete electrical and air
brake equipment was made at the shops of the United 
Railways & Electric Company. As promptly as the cars 
were received from the builder they were turned out 
fully equipped at the rate of two a day. The complete 
car weighs, without passenger load, 42,200 lb. The new 
car weighs 1004 lb. per seated passenger. 

The complete specifications, covering all details in 
connection with the car body, trucks, electrical and air
brake equipments, were prepared under the direction of 
A. T. Clark, superintendent of rolling stock and shops, 
subject to the approval of William A. House, president. 

SOUTH AMERICAN SECTION OF WORLD TRADE 
DIRECTORY 

A complete revision and detailed classification of the 
names of South American importers and merchants, 
made by the American consular officers in co-opera
tion with the Bureau of Foreign and Domestic Com
merce, has been published as a section of a new edition 
of the World Trade Directory. The lists have been 
brought up to date and are presented in uniform style, 
with a finding index. A new feature is the listing, so 
far as the information could be obtained, of the Amer
ican and other foreign agents of South American im
porting firms and of the names of the parent firms of 
branch houses located in various South American cities. 
The directory does not aim to include the names of 
South American exporters , nor are the names of manu
facturers given, except those who are, or seem likely 
to become, purchasers of American materials or mer
chandise. The publication is a directory of South 
American buyers for use by exporters and manufac
turers in the United States. The directory is in octavo 
form, bound in buckram, and is 80ld at $1 a copy, to 
cover partially the cost of printing. Those desiring one 
or more copies of the directory 8hould apply to the 
Bureau of Foreign and Domestic Commerce fo r the 
necessary order blank. 
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Single- Phase for the Rhaetian R.ailway 
The Rhaetian Railway ls One of the Most Important Narrow-Gage Lines in Switzerland and Part of It Has 

Recentl~ Ileen Electrified. A Novel Feature of th<' Locomotive Described in This Article Is 

T hat the Rotors and Stators of the ::.\fotors .\re l•'ed at Different Voltages 

The Rhaetian Railway, which operates a network 
comprising about 186 miles of meter-gage (39.37-in.) 
track in the canton of Grisons, Switzerland, is being 
changed from steam to electric traction. The first lines 
to be electrified are those of the Engadine, a valley 

The locomotive possesses a closed body, divided into 
the apparatus room and two cabs for the engineer. 
The electrical equipment is composed of the motors, the 
transformer, the control system, the current collectors 
and the auxiliary apparatus. 

Rhaetian Railway-Locomotive Hauling Train over Viaduct on a Bracket Catenary Section 

which rises at St. Moritz and Pontresina to 5870 ft. 
a bove the sea level. The electrified lines, which are 
s ingle-phase at sixteen and two-thirds cycles and 10,000 
volts to 11,000 volts, begin at the towns named and end 
at Schuls, in the Lower Engadine, at an altitude of 
about 3940 ft. Their total length is 39 miles and their 
maximum grade is 2½ per cent. 

The trains are hauled by locomotives, one of which 
has been supplied by the Allgemeine Elektricitats
Gesellschaft, Berlin, Germany, as hereinafter described. 
The mechanical part was built by the Schweizerische 
Lokomotiv und Maschinenfabrik, Winterthur, Switzer
land. A preliminary description of this machine ap
peared in the ELECTRIC RAILWAY JOURNAL, page 273, 
Jan. 31, 1914. 

The locomotive, which is destined for both passenger 
and freight service, must be able to haul in continuous 
service trains having a total weight of 200 metric tons 
maximum. The maximum tractive effort at the circum
ference of t he driving wheels has been fixed at 19,030 
lb. As the admissible axle pressure is only 11 tons, it 
was necessary to provide the locomotive with four 
coupled axles and two running axles. The maximum 
speed is 27.9 m.p.h. The locomotive has two motors of 
an hourly rating of 350 hp each. Both motors have 
pinions on each side which mesh into a common gear. 
This shaft is connected by inclined connecting rods to 
~ jackshaft between the second and third of the coupled 
axles. The teeth of the two pinions of each motor are 
cut obliquely in opposite directions to equalize stresses. 

MOTORS AND TRANSFORMERS 

These motors are designed to start as repulsion ma
chines with short-circuited commutators. After the 
rotor has reached a certain speed, the short-circuit is 

';.----::-\ 
. '. \ 

/ ' . ..-, 

Rhaetian Railway-Single-Phase Locomotive of 700 HP. 

opened and the motors continue to run. The inde
pendent feed of the rotor and the stator windings at 
different pressures is secured by means of an auto
transformer. The latter is permanently connected in 
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shunt with the entire winding of the motor. The ratio 
between the pressures supplied to the rotor and sta tor 
respectively is regulated by the engineer in accordance 
with the speed as shown by the speed indicator. The 
locomotive can be driven also by one motor alone should 
the other be damaged. For thi s purpose each motor 
can be easily disconnected without any poss ib ility that 
self-excitation will follow because of the idle r otation. 

The main transformer, combined with the auxili ar y 
transformers and the choke coils, is submerged in oil. 
The oil casing has copper ribs which permit most effi
cient cooling. The oil switch has four contact s. The 
two contacts which close t he circuit before the other s 

CONTROL 

The cont r ol is effected by electromagnetie eontm:ton;, 
the eoils of which are fed with single-phase current at 
300 volts. The accompanying diagram of eonnections 
shows the different fu nctio1rn of t hese contactors. The 
twelve contactor s used for the "power-eontro l" connect 
the terminals D

2 
and D , of a choke coil with taps T , to 

TH of t he load transfor mer. Tap D, of the choke coil 
feeds the motors a t pressur es lying behveen any two 
adj acent st eps, T" T 2, T,, 1'", etc., t he contactors of which 
have just been closed. To vary the motor voltage, these 
contactors a re opened and closed alternately. Interrup
tion of t he current is avoided because at least one con-

Rhaetian Railway-Light Steel Catenary Bridges at Schuls-Tarasp Station 

are connected in series with an ohmic resistance to pro
tect the transformer from rushes of current at the 
instant when the oil switch is closed. The switch can 
be operated from either cab by direct mechanical or 

Load Transformer 

To 

S T, 'ant 

ST 

s ,1 I w, 
Low, t. 

Pressur:! 
Reverse 

Electr ic Ilg. Juurnal 

Rhaetian Railway-Control Diagram of Single-Phase 
Locomotive 

indirect electropneumatic transmission. The switch 
opens automatically on overloads. For purposes of in
spection the oil casing can be lowered by a winch. 

tactor is always closed. A second kind of. contactor is 
used to vary the voltage ratio between the rotor and 
stator. For this purpose, taps E 2 to E , of the auto
transformer are connected with W2 and w. of the 
motors. Two further contactors are used for short
circuiting the rotors during the starting period. The 
two reversers which control the direction of running 
~re also operated with 300 volts alternating current. 
Finally, two "series" contactors T 0 and St are used, 
first, to get a double interrupt ion of the motor circuit 
and, second, as a safety precaution against incorrect 
operation and involuntary starting. 

The contactors are operated from the controllers in 
the cabs. These controllers resemble the usual car con
trollers. They consist of a main cylinder for the con
trol of the "power" contactors and an auxilia ry cylinder 
for the control of the reverser , the voltage reg ulation 
and the short-circuiting of the rotors. The two cylin
ders are locked against each other in t he usual way, so 
that a change of the direction of r unning can be effected 
only when the circuit has been opened. 

All contactors are provided with a ux ilia ry contact s so 
that wrong connections will not be made, say when a 
contactor remains in the "on" pos ition when it should 
be "off," in which case the t ransfor mer or other appara
tus could be damaged. The reverser s also possess 
auxiliary contacts which allow the "series" contactors 
to close only when both reversers are set for the same 
direction of running. Finally, the "seri es" contactors 
include auxiliary contacts to avoid starting the locomo
tive when the controller has been left on one of its 
operating positions · instead of the zero position . 
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CURRENT COLLECTION, BRAKES, ETC. 

Current is collected from the overhead line by means 
of two pantographs with aluminum bows. These col
lectors are designed for a height of the contact wire 
varying between 13.6 ft. and 20.7 ft. and operate with 
compressed air. One motor-compressor produces the 
air pressure for this purpose as well as for the electro
pneumatic control of the oil switch, the signal whistles 
and the sander. 

The locomotive is equipped with the Hardy vacuum 
brake. A special controller in each cab is used to oper
ate an electrically driven vacuum pump, which pro
duces the necessary vacuum for the operation of the 
brake. In the braking position the controller operates 
an air slide valve mechanically. The locomotive is 
lighted by direct current produced by a converter group 
the shaft of which also carries a fan ventilator for the 
ventilation of the apparatus room. The d.c. generator 
of the group works in parallel with a battery and is 
controlled by an automatic regulator to avoid overload
ing of the battery. 

The high-tension apparatus is inclosed in a compart
ment the <looi:s of which are so interlocked pneu-

Rhaetian Railway-Interior of Locomotive with the Gear 
Drive Exposed 

matically with the current collectors that they can be 
opened only when the collectors are lowered. 

Reports received by the Allgemeine company up to 
March 1 showed that this locomotive had then run about 
18,600 miles in trial and regular service without devel
oping any appreciable defects. The average wear of 
the brushes was about 1 mm per 10,000 km (approxi
mately 0.064 in. per 10,000 miles). No contacts have 
required replacement. At the severe trial runs the 
locomotive complied with all the specified conditions. 
A train of a total weight of 180 tons attained an aver
age acceleration of 0.557 m.p.h.p.s. on a 2 per cent 
grade. 

A FOREIGN VIEW OF AMERICAN ELECTRIFICATION 

Philip Dawson, electrical engineer of the London, 
Brighton & South Coast Railway, gave an illustiated 
talk before the employees of that company at London 
Bridge Station, London, on Wednesday, March 11. This 
lecture was based on a recently completed six months' 
tour of inspection of American and European electri
fications. 

Mr. Dawson said that so far as the electrification of 
main-line railways was concerned progress in Europe 
had been quite as rapid as in America, as shown by 
the fact that at present there were in Europe more 
than 2000 miles of electrified main-line single track 

over which some 300 electric locomotives were operated, 
figures practically as high as any to be found in the 
United States. This, of course, did not take into con
sideration the interurban development of the United 
States. Although the extent of railway electrification 
was practically the same in Europe and in America, 
there was a great difference in that far longer stretches 
of individual lines were electrified in America. Thus 
the New York, New Haven & Hartford Railroad had 
electrified nearly 600 miles out of New York. The two 
freight yards at the Harlem River terminal, New 
York, were of particular interest to him. These yards 
have 60 miles of electrified track and in the month of 
November, 1913, they handled 65,000 freight cars, or 
about 1,250,000 tons. The work in these yards was of 
an excessively heavy character and consisted chiefly 
of unloading flat-bottomed barges or lighters. The 
chief inspector in charge of the yard told him that he 
had been thirty-five years in the service of the com
pany, and that if it was to go back to steam haulage 
he would quit, as he found electricity safer, more 
speedy and more reliable than steam. The freight 
manager of the Harlem River yard also told him that 
in one case when it was necessary to go back to steam 
for a few days on account of alterations twice as many 
steam locomotives were required to do the same 
amount of work. One electric switching locomotive 
had worked continuously for twenty-four hours a day 
for forty-six days, working with three shifts of men. 

The maintenance of American steam locomotives 
varied according to types and cost from 10 cents to 20 
cents per locomotive mile, whereas the electric locomo
tives throughout America varied in maintenance cost 
from 3 cents to 5 cents per locomotive mile. G. W. 
Wilden, mechanical superintendent of the New Haven 
system, had informed him that as an average for gen
eral railway work, such as that of the New Haven sys
tem, six to seven electric locomotives would do the 
work of ten steam locomotives and that the mainte
nance costs were about half of those of steam. 

Mr. Dawson then described the work done by the 
Pennsylvania Railroad at New York and on Long 
Island. He observed further that for the single-phase 
system to be used in the Philadelphia suburban elec
trification 90 miles of single track would be electrified 
and that 120 motor cars were on order. After brief 
references to the Baltimore & Ohio, Hoosac and Michi
gan Central tunnel electrifications, Mr. Dawson dis
cussed the Sarnia tunnel of the Grand Trunk sys
tem. The electrification of this tunnel had given very 
satisfactory results. For steam, the cost per car 
handled had amounted to 27 cents, whereas the cost 
electrically was little more than 16 cents. The total 
number of passenger and freight cars handled in one 
year with six electric locomotives was 320,000, or about 
12,500,000 tons. This electrification amounted to 12 
miles of single track. 

Mr. Dawson also visited the Butte, Anaconda & Pa
cific Railway, which, he said, Americans called the 
"biggest little railway in the world."' The standard 
trains weighed 2400 tons and were hauled up 1 per 
cent grades. Mr. Galloway, the general manager, in
formed him that the electric locomotives handled 25 
per cent more weight at 50 per cent higher speed and 
saved 25 per cent in operating expenses as compared 
with the steam locomotives used hitherto. The speaker 
also referred to the Spokane Inland Railway and the 
electrified lines of the Southern Pacific system at 
Oakland. 

In conclusion, Mr. Dawson mentioned the electrifica
tion work accomplished or under way on the Continent. 
The two largest installations of the Prussian State 
Railways were that between Leipsic and Magdeburg, a 
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distance of 100 miles, and that between Lauban and 
Konigszelt, 81 miles of route in the mountain district 
of Silesia. The total track mileage electrified by the 
Prussian State Railways, including the suburban sys
tem at Hamburg, amounted to nearly 400 miles, over 
which 120 motor cars and 100 electric locomotives were 
operated. As to France, the Midi Railway was to elec
trify about 550 miles of the track on which seventy
three electric locomotives and fifty-four motor cars 
were to be used. In Italy, he was informed at Genoa 
by the chief engineer of the Italian State Railways, 
that the three-phase locomotives did three times the 
mileage of steam locomotives at no greater cost. Two 
of these locomotives, one in front and one behind, 
handled 380-ton trains at 27 m.p.h. on grades of more 
than 3 per cent. The financial r esults of electrification 
have been so satisfactory that the Ita lian government 
now had in contemplation the electrification of nearly 
1500 miles more. 

At the end of the lecture Mr. Dawson answered a 
number of questions put to him by his auditors. 

JOINT NATIONAL COMMITTEE ON ELECTROLYSIS 

The second regular meeting of the joint national 
committee on electrolysis was held in the rooms of 
the American Institute of Electrica l Engineers in New 
York on Feb. 25, 1914. The minutes of the meeting 
have just been made available by the committee. The 
meeting was attended by B. J. Arnold, temporary chair
man; Calvert Townley, E. B. Katte, H. S. Warren, D. 
W. Roper, F. N. Waterman, A. F. Ganz, W. J. Broder, 
A. S. Richey, Philip Torchio, L. L. Elden, Forest Towle 
and Paul Winsor. This joint committee was formed at 
the suggestion of the American Institute of Electrical 
Engineers at the instance of Calvert Townley. In the 
issue of the ELECTRIC RAILWAY JOURNAL for May 24, 
1913, page 934, an announcement was made of the pre
liminary plan, which included representation by all in
terests involved. The purpose of the formation of the 
committee was to agree upon some basic principles or 
method of procedure to be followed in the case of elec
trolytic disputes. 

An account of the first meeting of the committee, on 
May 27, was published on page 1025 of the issue of 
this paper for June 7, 1913. At this meeting several 
interests were not represented, and it was decided to 
effect only a temporary organization until the co
operation of all could be secured. R. D. Mershon, who 
was at that time president of the American Institute 
of Electrical Engineers, called the meeting to order, 
and B. J. Arnold was elected temporary chairman. A 
preliminary organization was effected and this was 
made permanent at the meeting held recently. 

In order that the work of the committee could be 
laid out and a definite plan of action decided upon, the 
following appointments to a committee on plan and 
scope were made: Calvert Townley, chairman, repre
senting the American Electric Railway Association; E. 
B. Katte, representing the American Railway Engi
neering Association; H. S. Warren, representing the 
American Telegraph & Telephone Company; D. W. 
Roper, representing the National Electric Light Asso
ciation; F. N. Waterman, representing the American 
Institute of Electrical Engineers; A. F. Ganz, repre
senting the American Gas Institute, and W. J. Broder. 
representing the Natural Gas Association of America. 

At the request of the chairman, Mr. Townley gave 
the following outline of the general scope of the com
mittee for the benefit of those represented who had 
been recently appointed: 

"Electrolytic controversies have in the past given 

rise to unnecessary and acrimonious disputes and not 
infrequently have resulted in litigation between the 
corporations concerned. The usual procedure in dis
putes of this kind has been for each side to employ 
one or more electrical experts, who generally disagree 
as to the ca use of the trouble and the remedies t here
for. The dispute sometimes gets into the newspapers, 
occasioning unpleasant notoriety and resulting in more 
or less drastic action by the city government concerned. 
Much of this could be avoided if a body such as this 
committee could be created which would consider 
broadly the questions covered by the controversy, with
out attempting to pass upon the questions at issue, the 
members to report back to their respective organiza 
tions so that in time the committee would become rec
ognized as a neutral body who:s~ decis ions would be 
authoritative, just as is the standards committee of 
the American Institute of Electrical Engineers in con
nection with matters of definition a nd standardization. 
With that end in view the Institute initiated the movt..:
ment to organize a national body to consider the gen
eral subject and agree upon any basic principles or 
methods of procedure to be fo llowed in the case of 
electrolytic disputes. Now that the organization of 
such a body has been accomplished, it remains for the 
committee to determine what lines of act ion to take." 
Mr. Townley then said that in correspondence with 
different people he had found that the purpose of the 
committee was frequently misunderstood, the impres
sion prevailing in some quarters that it was to act as 
an arbitration board in controversies, telling what 
ought to be done and thereby taking the places of ex
ecutives or of the court. 

The third meeting of the joint committee was held 
in the rooms of the American Electric Railway Asso
ciation on Feb. 26, 1914. It was announced that the 
Bureau of Standards would be officially represented in 
the committee by Dr. E. B. Rosa, and he was appoint
ed secretary of the joint committee and a member of 
the committee on plan and scope. 

The committee on plan and scope presented a pr e
liminary report resulting in the adoption of the fol
lowing r esolution: "Resolved, that the chairman be 
authorized to appoint committees as informally recom
mended by the plan and scope committee to collect in
formation as outlined in the report and that the com
mittee on plan and scope be continued and requested 
to report further at the next meeting of the joint com
mittee." 

As at present constituted the joint national commit
tee on electrolysis consists of the following representa
tives of their respective organizations: American Elec
tric Railway Association- R. P. Stevens, A. S. Richey, 
Calvert Townley; American Ra ilway Engineering As
sociation- E. B. Katte, D. J. Brumley, W. I. Trench; 
National Electric Light Association- Philip Torchio, 
L. L. Elden, D. W. Roper; American Telephone & 
Telegraph Company-H. S. Warren, F. L. Rhodes, A. P. 
Boeri; American Institute of Electrical E ngineers-B. 
J. Arnold (chairman ), F. N. Waterman; National Bu
reau of Standards- E. B. Rosa; Natu ral Gas Associa
tion-B. C. Olyphant, Forest Towle; American Gas In
stitute-A. F. Ganz, J. A. Gould, Jacob D. von Maur. 

Before the adjournment of t he third meeting, Chair
man Arnold announced the appointment of the fol
lowing committees: On principles and definitions
Messrs. Rosa (chairman ), Brumley, Stevens and Boeri; 
on methods and analyses of surveys-Messrs. von 
Maur (chairman ), Olyphant, Elden, Rhodes and Win
sor; on foreign practice-Messrs. Torchio (chairman) , 
Towle, French, Townley and Gould ; on domestic prac
tice-Messrs. Waterman (chairman ), Broder, Ganz, 
Roper, Richey, Katte and Warren. 
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The 1200-Volt D. C. Ueberetsch Railway 
This ls a Standard Gage Railway in the Southern Tyrol Near Bozeu, and ls the First Austrian Railway to 

Ile Equipped with Straight 1200-Volt D.C. Motors- Part of the Line Was Changed from 650 

Volts and Part Was Changed from Steam 

BY WILLIAM C. GYAROS, ELECTRICAL ENGI NEER, BUDAPEST, HUNGARY 

The Ueberetsch Railway connects the town of Bozen 
with the lower end of the fin e cable railway of the Men
de] ridge, which within one sweep of 1.4 miles over
comes a difference in elevation of more than 2600 ft. 
to reach the Mendel Pass at a height of 4500 ft. above 

with 650 volts only. Immediately after the opening of 
this section, plans were proposed for the electrification 
of the complete line, but for several years no decision 
was reached because electrification did not show the 
desired economies. However, in the year 1910, the 

Ueberetsch Railway-Passenger Train Under Catenary Br idge Construction at Bozen 

sea level. The magnificent panoramic view afforded 
from this height, commanding the Dolomitic Alps, 
renders the U eberetsch Railway one of the most impor
tant tourist routes in the neighborhood. The Uebe
retsch region of southern Tyrol is also famous for its 
excellent red wine. The total length of the Ueberetsch 
Railway is 10.7 miles. The line is of standard gage 
and single track throughout. It uses 52-lb. rails on 
the upper sections, and 69-lb. rails on the 2.8-mile sec
tion operated jointly with the Bozen-Meran Railway. 
The Mendelbahn•x- or end section has a maximum grade 
of 6.2 per cent with an average of 5.8 per cent, while 
the middle or Ueberetsch section has a 3 per cent grade 
for 31/z miles. 

The daily time table contains from nine to ten mixed 
passenger . and freight trains and from one to two 
freight trains. The train weight varies from 35 to 52 
metric tons for the mixed trains and from 50 to 80 tons 
for the freight trains, motor car included. The maxi
mum speed of the trains amounts to about 28 m.p.h. on 
the jointly-operated section with 1 per cent grade, to 
between 14 m.p.h. and 22 m.p.h. on the Ueber~tsch line 
proper, and to between 10 m.p.h. to 13 m.p.h. on the 
Mendelbahn section. The sharpest curve is about 400 
f t. radius. 

OLD AND NEW ELECTRIFICATIONS 

The Mendelbahn section was electrified in 1904, but 

*Th e M endelba hn w a s d escribed in the STREET RAILWAY JOUR
NAL for A pril 2, 1 904. 

Ueberetsch Railway-Combined Substation and Residence 
at Etschwerke 

Austrian Ganz Electric Company, Ltd., Vienna, made a 
satisfactory tender based on the use of 1200 volts direct 
current, including the change of the Mendelbahn sec
tion to the higher voltage. At that time 1200 volts was 
a record in both Austria and Hungary, and it still holds 
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the record in the former country. The height of the 
voltage is of particular importance because the motors 
are wound for the whole line potential instead of being 
used two in series. 

The 1200-volt direct current is produced in the sub
station at Eppan, which lies pretty nearly at the center 
of the whole line. Energy is derived from the trans
former substation of the Etschwerke, a local hydro
electric plant. The Etschwerke transformer substation 
furnishes three-phase power at 10,000 volts and forty
six cycles over a cable about 3000 ft. long t o the Eppan 
substation. The latter, by means of four separate 
feeders, supplies 1200 volts direct current to four sec
tions of the railway. 

located on the upper floor . The high-tens ion apparatus 
and the connections of the 10,000-volt t ransmission 
cable terminals are in the basement underneath the 
transformer room. 

The 10,000-volt high-tens ion switching apparatus is 
located within fireproof compartments. The oil 
switches are operated by means of cha in drives from 
the switchboard in the machine r oom above. The oil 
switches have automatic break with time-limit action 
for overload, the respective low-voltage r elays being 
situated on the front of the switchboard panel above, 
together with reel and green s igna l lamps which show 
the position of the switches. 

The high-tension three-phase current is t aken from 

Ueberetsch Railway-Lattice Pole and Bridge Catenary Suspension at Bozen 

Ueberetsch Railway-Interior of Substation at Etschwerke 

SUBSTATION 

The handsom~ substation shown contains the ground 
floor, the machine room, transformet room, stores, re
pair shop and one-half of the storage battery, while 
the other half of the battery and living apartments are 

the basement to the transformer room through high
tension cables. Two transformers of 220 kva each are 
provided, one for each motor-generator set, to step 
down the tension from 10,000 ( or 20,000) to 500 volts. 
The low-voltage three-phase power is carried to the 
machine room by means of bare copper wires carried on 
porcelain insulators. 

The machine room contains two motor-generator 
sets, one of which serves as a spare, and an automatic 
reversible battery ' booster. The motor of the motor
generators is of the induction type and is directly 
coupled to a 1200-volt commutating-pole d.c. generator 
of 140-kw output at 900 r.p.m. Each set has three 
ring-lubricated bearings, the coupling between the 
motor and generator being rigid. The booster is of 
the Pirani t ype and consists of a 500-volt three-phase 
induction motor and a double-commutator generator 
built for a normal output of 260 amp at 120 volts and 
1340 r.p.m. The two commut ators work in parallel for 
boosting the battery for line work, and in series for 
battery charging. 

The switchboard has eleven panels of white marble 
and is provided with insulated platforms in front and 
behind. The iron framing of the switchboard car ries 
all apparatus and measuring instruments for both 500-
volt three-phase and 1200 volt d.c. energy. The switch
board contains only the handles of the chain drives fo r 
the oil switches, and the low-tension measuring and 
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s ignaling apparatus. The 500-volt and 1200-volt appa
ratus are arranged behind the panels, and only their 
grounded handles project on the front. The 1200-volt 
measuring instruments are protected against contact by 
grounded covers. 

The 500-volt switches for the three-phase induction 
motors are of the oil-immersed type. The 1200-volt 
switches for the generators, battery and feeders are of 

l _ _ __ j 

. . ' . - .. - . .... 
• . J .. ,,,. 4--- •_-__ .... : ' -- .. : 

Ueberetsch Railway-Bracket Construction Along Highway 

the air-break magnetic blow-out type. These switches 
have a single break and solid contacts, and are built like 
motor-car contactors. There is an automatic circuit
breaker and a negative switch for each generator, and 
a circuit-breaker and a hand-break switch for the bat
tery and for each feeder. 

The switchboard also carries all exciter rheostats, 
and two four-pole commutating switches for the revers
ible booster. The totalizing panel contains an am
meter for the total outgoing current and an integrating 
wattmeter for the total line power. The substation 
apparatus is completed by four lightning arresters with 
respective choke coil and g round resistance, one set for 
each outgoing feeder; these are located on a frame 
above the entrance door. 

The storage battery consists of 577 Tudor cells for 
a one-hour discharge capacity of 259 amp-hours. That 
half of the battery which is on the higher potential is 
provided with better insulation throughout, beside 
which a wooden lattice fence fastened to insulators is 
installed to protect the attendants from shocks which 
they might receive if they touched simultaneously the 
wall and any live part of the cells. A knife switch is 
inserted in the conductor which connects the battery 
halves, and by means of this the halves may be sepa
rated and the battery potential halved for any work on 
the battery, thus decreasing still further the danger of 
shocks to the attendants. 

LINE CONSTRUCTION 

The trolley line consists of an 80 mm2 (about 160,000 
circ. mils) grooved hard-drawn copper wire, with the 
exception of the Mendelbahn section, on which the ex
isting double trolley of two circular wires of 50 mm' 
(about 100,000 circ. mils) and of the Kaltern station, 
where the 100,000 circ. mil overhead wires were kept 
unaltered. 

The suspension of the trolley wires on the Mendel-

bahn section had been of the span-wire type, on bracket 
poles of wood. The suspension was not changed, but 
the insulation was increased by the introduction of a 
special insulating pin in the hanger insulator and of 
powerful porcelain strain insulators at the ends of the 
span wire. The same method of suspension and of in
sulation was used on the middle section, with the sole 
difference that the type of bracket shown was adopted. 
Substantially the same suspension is used in the tun
nels and in the stations. 

On the jointly operated section the authorities de
manded a catenary suspension for the trolley wire and 
the Fischer-Jellinek system was adopted. This system 
has been used successfully on other similar railways, 
among others on the Budapest Local Railways. It is a 
catenary suspension with automatic trolley tension 
regulation.* The tension regulation is secured by 
weights attached to the ends of the trolley wire which 
are conveniently sectionalized every 3000 ft. to 4000 
ft. The novel means for obtaining a movable trolley 
wire in connection with a rigidly supported messenger 
cable consists in the use of clamps which do not grip. 
the trolley wire tightly, but fit loosely into the groove 
of the wire and thus allow the wire to slide through the 
clamp. To prevent it from traveling along with the 
trolley wire, the clamp is hung from the messenger by 
two wires running up obliquely from it in the form of 
the letter V, instead of using only one perpendicular 
wire. In this way the suspension system secures free 
play to the trolley wire without the auxiliary messen
ger wires used in other systems. 

Bracket poles of wood are used on this section except 
at Bozen station, where it has been found more con
venient to use steel lattice girders, which span several 
tracks. Steel poles are used at pull-off points. 

The messenger is a seven-strand steel cable of 34.5 
mm2 (70,000 circ. mils) section, mounted on a double 
petticoat clock-shape porcelain insulator, which carries 
an upper petticoat of tin as a protection against me
chanical injuries. A second insulation is provided by 
a "stabilite" bushing around the lower end of the in
sulator pin. On each bracket a steadying arm is ap-

Ueberetsch Railway-Bracket Pole with Both Span 
and Catenary at Transition Point 

plied to hold the trolley wire in line above the track, 
which is insulated by the same kind of insulator as the 
messenger. 

The feeder wires are carried on the same poles as the 
trolley wire, on separate double petticoat porcelain in
sulators. Copper wires of 50 mm2 (about 100,000 circ. 
mils) section are used, and connected in multiple, where 
required. 

*See ELECTRIC RAIL WAY JOURNAL, June 1, 1912, page 911. 
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The trolley line is divided into four parts by suitable 
section insulators. The four stations of Bozen, Eppan, 
Kaltern and St. Anton and a few sidings are also sepa
rated from the main line by section insulators. The 
separate sections are fed over sectionalized switches. 
At least one lightning arrester is installed in each sec
tion. The tracks are bonded by protected copper rail 
bonds of about 170,000 circ. mils section; cross bonds 
of a similar section are used every 330 f t., as well as 
bridging wires at switch points, to insure continuity of 
the track circuit. 

ROLLING STOCK 

The rolling stock consists at present of four passen
ger motor cars and a number of passenger tra ilers. 
During the vintage season extra freight is handled 
with borrowed steam equipment. The motor cars 
serve for freight trains as well as for passenger trains, 
and have a service weight of 17.5 metric tons, without 
load. They have two radial axles instead of trucks, 
a nd 1000-mm (about 40-in.) wheels. There are twenty 
seats in two compartments per motor ca r, beside stand
ing accommodation for fifteen persons and for a bag
gage compartment. The over-all length of the motor 
cars is about 9.50 m (31 ft.). 

The electric equipment consists of two 85-hp motors, 
geared 1 :4.5, built for an average of 1100 volts and run
ning at 560 r.p.m. at the hour rating. The motor s are 
wound for the full line potential, and until recently 
they held the record for brush voltage in Austria-Hun
gary. They have been surpassed very recently by 
motors for the Tatra Railways, furnished by the Buda
pest Ganz Electric Company, which are wound for the 
full line voltage of from 1650 to 1700 volts. 

The motors have commutating poles and diagonally 
split cases but no artificial ventilation. The bearings 
are in circular shields which are large enough to allow 
the armatures to be rolled on the floor without coming 
into contact with it. The armature bearings are of the 
ring-lubricated type and have satisfied all expectations. 
The axle bearings have drop feed lubrication, as it 
would have been very difficult to apply the ring con
struction to them. 

The multiple unit control employed is based on the 
series-parallel system. It consists of eleven electro
magnetic contactors, a reversing switch, two master
controllers and a couple of converters with accessories 
to furnish the low voltage auxiliary current for the 
control system. Furthermore, the apparatus includes 
an automatic circuit breaking relay, one safety fus e 
box, a motor cut-out switch, the starting resistances, a 
lightning arrester and a pair of bow collectors. The 
eleven contactors and the reverser are located under
neath the car underframe. The contacts of the con
tactors are of solid copper, making contact with a 
slight rubbing motion. The actuating solenoid and 
the blow-out coil are on the back. The reverser is a 
contact drum revolving between two rows of contact 
fingers under the action of two solenoids, one for each 
running direction. The contactors and the reversing 
switch are controlled from the master controllers placed 
on the platforms. 

The master controller consists of two cylinders, one 
for reversing, the other for the series-parallel control. 
l'he operation of this master controller shows some in
teresting points. The main cylinder, namely, that for 
the series-parallel points, is connected to a strong coil 
spring', which tends to bring it back to its initial posi
tion. The main handle, instead of being applied direct
ly to the shaft of the main cylinder, actuates a ratchet 
mechanism, by which the main cylinder can be moved 
forward by one point every time the main handle is 
swung forward through an angle of about 30 deg. Thus 

the full series of starting points is accomplished by 
ten pairs of forward and backward swingings of the 
main handle. This ratchet action achieves the same 
end as the various controller regulators inasmuch as the 
motorman is prevented from making excessively rap id 
starts. In the running position, the handle rests 
against a slightly raised stop in the top of the con
troller, so that the weight of the motorman's hand suf
fices to hold it there. For switching off the current the 
motorman has only to release the handle, when it wi ll 
be swung backward by a spring which exceeds t he re
sistance of the stop previously mentioned, thus freeing 
the ratchet mechanism and a llowing the main cyl inder 
to return to its initial position. In this way, the af
rangement embodies also the f ea tu res of the "dead 
man's handle." 

The circuit-breaking relay is a solenoid inserted into 
t he main circuit. Above a certain maximum current 
value this relay will open a contact and interrupt the 
control current. A voltage coil upon the same magnet 
core is placed under current in the "out" position of 
the relay and fixes the r elay there until the master con
troller is brought back into its initial pos ition. The 
safety fuse box has a horn air gap combined with a 
powerful magnetic blow-out action. The motor cut-out 

Ueberetsch Railway-1200-Volt D.C. Motor 

switch is a contact drum between two rows of contact 
fingers and needs no further description. The control 
current converter is a small machine of about 500 watts 
output with two independent armature windings and 
two commutators, one for 600 volts and the other for 
100 volts. The field is excited from the 600-volt s ide. 
A permanent resistance is inserted in seri es with the 
armature, as it is essential that the converter may be 
cut in instantaneously. Two of these converters are 
connected in series across the line potential; they are 
combined with a separate cut-out switch, by which one 
of the two may be thrown out of circu it in case of fail
ure and replaced by a conveniently connected resist
ance in such a way that operation might be continued 
with the remaining converter. 

The lightning arrester is located on the roof. It 
consists of a horn air gap with magnetic blow-out com
bined with a carborundum grounding resistance. The 
two current collecting devices are of the well-known 
Siemens type and have aluminum sliding contact bows. 
Two are used to secure a safe sparkless contact at a 
comparatively light trolley pressure. A common hemp 
trolley cord is used, and no special insulator is used 
with it as that was found unnecessary at the line volt
age employed. 

The electric lighting of each motor car cons ists of 
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ten 25 cp, 120-volt lamps connected in series, of which 
four (in pairs) are used in the headlights, two on the 
platforms, the rest inside. The lampholders as well 
as the lamp sockets are of special construction to en
able them to stand the full line pressure appearing at 
the lamp terminals in case of lamp failure. The lamp 
socket is entirely enclosed in an insulating cover. The 
heating is done by "Electra" type heater s, of which 
three of 600 ,vatts each are used in series in one cir
cuit. The main fuse for the lighting and heating ci r
cuits is applied on the roof of the car and consists of 
a fuse strip strung across a horn gap; porcelain-incased 
plug fuses are used for the separate circuits. 

The motor cars are equ ipped with automatic vacuum 
brakes and eight brake shoes. The air pump is driven 
by a high-tension d. c. series-motor; motor and brake 
are controlled by a combined controller and brake valve. 
Besides the vacuum brake a very powerful hand brake 
is provided because of the heavy grades on the system. 
For signals a signal bell and a signal horn may be 
used; the latter is actuated by the exhaust of the air 
pump. 

The trailers are s imilar to the motor cars but are of 
great er length, relatively lighter construction and have 

pense required to keep the underground conduit railway 
in operating condition. The initial high cost of conduit 
is not its only objection. The conduit must be con
stantly cleaned, as all sorts of objects fall through the 
slot in spite of the fact that the slot is only 1/8 in. wide. 

According to T. F. Mullaney, chief engineer Third 
Avenue Railway, broken automobile chains cause a great 
deal of trouble on the lines of that company when they 
find lodgment in the conduit. The first intimation of 
trouble from such a cause is a short circuit or ground 
on the system, when one of these chains comes in con
tact with the conductor rail or with the plow of a car. 
But automobile chains are not the only metal objects 
which pass from the street into the conduit to cause 
trouble to the railway operator. Iron hoops from bar
rels, baby carriages, etc., pieces of wire, bolts, horse 
shoes, mud, snow and debris of every kind seem to be 
attracted to this placf'. Recently on the Amsterdam 
Avenue line of the Third Avenue company a car came to 
a sudden stop, and it was found that a ¾ in. steel cable 
28 ft. long had in some way slipped through the opening 
in the street and had become entangled in the plow of 
the car. Some time ago on the Third A venue line quite 
a few steel rods fell from a passing truck into the con-
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Ueberetsch Railway-85-Hp, 1200-Volt D.C. Motor for Standard Gage (Dimensions _in Millimeters) 

open platforms. They generally contain fi fty seats, of 
which twenty are first-class and thirty are third-class. 
The lighting and heating are similar to that of the 
motor cars, with the chief difference that twice the 
number of heaters is used in accordance with the 
greater cubic capacity of the trailers. 

MAINTENANCE AND OPERATION 

The main car storage and r epair shop is at Kaltern 
station, and is capable of holding five cars. The tools 
are driven by one 15-h.p. 1200-volt commutating pole 
d. c. shunt motor at 1200 r.p.m., fed from the trolley 
line. A plain storage shed for two cars exists at 
Bozen. The operation of the railway during two and 
one-half years of 1200-volt service has been most satis
factory. Of particular importance is th2 very small 
wear on the motor brushes and commutators, as well 
as on the ring-lubricated bearings. The success of this 
first 1200-volt railway in Austria promises well for fur
ther developments in this direction, and it is to be ex
pected that high-tension d. c. railway construction will 
make f urther progress as soon as the present economic 
depression is over. 

DIFFICULTIES OF CONDUIT OPERATION IN NEW YORK 

Although visitors to New York see the cars operating 
regularly on the conduit system, few, even among elec
tric railway men, realize the additional care and ex-

duit, and these became entangled with cars as they 
passed, with resulting short circuits. 

Snow causes a great deal of trouble because of its 
tendency to drift and fill the conduit. This snow has to 
be removed by pushing it to manholes by car scrapers 
and is then shoveled out. These manholes are from 100 
ft. to 200 f t. apart and are large enough to receive con
siderable quantities of snow. During a heavy snow
storm a large force of men has to be engaged on this 
work constantly, as the manholes must be kept clean. 
The trouble of cleaning the conduit of snow is enhanced 
because the manholes are necessarily between or close 
to the tracks, and it is no easy task for the men to 
raise the cover s and remove the packed snow in a street 
congested by traffic. 

Mischievous persons, particularly boys, also cause 
serious trouble by attaching a small piece of metal to a 
string and lowering it through the slot and across the 
conductor rails, thus causing a short circuit and in some 
cases tying up the line. 

It is no easy matter to locate a ground or short circuit 
on a system of this kind, as the only way it can be dqne 
is practically to examine all insulators, cars, etc. For 
example, the company finds that a car plow, on a section 
on which there may be fifty cars, has become short
circuited. There is no way of determining which car 
eauses the trouble except by examination, and the defec
tive plow may be on the last one of the fifty cars 
examined. 
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Pacific Electric .M otion Pictures-Improper Protecti on of 
Passenger Train, by Night 

MOTION PICTURES ON PACIFIC ELECTRIC RAILWAY 

In the issue of the ELECTRIC RAIL WA y JOURNAL of 
March 14, 1914, page 578, an account of the practice 
of the Pacific Electric Railway in the use of motion
picture films for instruction in rules was given. The 
accompanying illustrations have been selected by the 

Pacific Electric Motion Pictures-Proper Posi tion of Con
ductor with Su1wrior Train Entering Siding 

general manager, J. McMillan, from this company's 
collection to show the general style of the pictures. 
While it is impossible by means of stationary pictures 
even to suggest motion, these illustrations indicate the 
general style followed. The careless inspection of the 
steam railroad track at an intersection to detect the ap
proach of a train, and the consequence of such careless-

Pacific Electric Motion Pictures-Careless Flagging at Rail- Pacific Electric Motion Pictures-Result of Careless Flag-
road Crossing ging at Crossing 

. " .. .__, ~-· .~ ...., __ :; -- ~ - ~ k ~ -

Pacific Electric Motion Pictures-Car Rounding Curve at 
High Speed Not Under Control, Strikes Tres1>asser 

on Narrow Bridge 

Pacific Electric Motion Pictures-Car After Rounding Curve 
Under Control, Stops Before Reaching Bridge and 

Motorman Calls Attention of Trespasser to Sign 
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ness are brought out clearly by the pictures. So is the 
result of failure to have the car under control in a 
place where, as in the case of a narrow bridge, a pedes
trian cannot get out of the way of an approaching car. 
Courteous warning of a pe·destrian who has unwittingly 
or otherwise broken the rule about trespassing on the 
company's property is recommended pictorially. The 
company finds that suggestions can be made to the men 
in this way which would "go in at one ear and out of 
the other" if given orally. 

DO LOW FARES INCREASE RIDING? 

BY IRWIN FULLERTON, GENERAL AUDITOR DETROIT UNITED 

RAILWAY 

For many years city street r ailway operators in the 
United States have been informed that a reduction in 
the rate of fare would not be detr imental to their inter
ests because the increased riding wou ld offset the reduc
tion in the rate, or, in other words, that if the 5-cent 
fares were reduced to 3 cents there would be so much 
mor e riding on the cars that the gap iu the gross re
ceipts caused by the 2-cent reduction in fare would be 
closed. It is sufficient to say that the avenues through 
which this really marvelous theory of eco11omics has 
been propounded have not been street railway oper
ators or expert investigators. In the main, this a rgu
ment has been advanced by organizat ions or individuals 
whose knowledge of electric rai lway matters has been, 
to treat it kindly, academic rather than practical. The 
absurdi ty of the premise as a general proposition will 
be apparent because if it was fo llowed to its logical 
conclmlion a 2-cent fare should be much more desirable 
than a 3-cent r at e, and a 1-cent fare would be better 
than either. 

Within the last s ix months the Detroit United Rail
way has had oppor t unity to observe the effect of a lower 
rate of fare upon t he riding habit. Since Aug. 15, 1913, 
under a t emporary day-to-day agr eement with the city, 
a seven-for-a-quarter rat e has pr evailed as the principal 
fare factor, as compared with a straight 5-cent fa re 
previously. The difference in the rate will be generally 
acknowledged as sufficient to g ive a fair test of the 
t heor ies of t he low-fare advocat es . What has been the 
result? 

The followi ng t able sho,vs the percentages of increase 
in passengers carried during the last thirteen months 
over the same months a yea r ago. The change in fare 
occurred on Aug. 15, 1913. 
TABLI-.: SI-I0\YING PERCENTAGES OF lNCltI-.:A SE IN PASSENGERS C'AR

RIED OVF.R THF. C0RP.ESPONDIN(l M0N'!'l-[S OF THE PREVIOUS 
YEAR. D ETROIT UNITED RAILWAY 

,vith 5-Cent Fare ~-ith Seven fo1· a Quarter T iC'l-et s 
Per Cent Per Cent 

:\Ion t h Tncrease l\Ionth Increase 
.fo11ua1·y ................. ~0.52 tAugus t ................. 1 6. 0cl 
February ................ 16.89 Septem ber ....... . ...... . 1 9.42 
l\Iarch ................... ~0.41 Octoher .......... . ....... 16. 41 
Apr il .................... 17.4 1 N"o,·e mber . . . .......... .. 1 4.6 5 
!\fay ..................... 18.Hi D ecember . .. . .. . ......... 13.39 
J u ne .................... 15.17 J anu a r y , 1914 . ............ 12. 38 
*J uly ................... 9.53 

It will be observed that in both January and March 
of 1913 the percentage of increase was greater than 
in Sept ember, the month which shows the largest per
centage of increase in passengers of all since the low
fare agreement has been effective. The average in
crease for the last four months of 1913 under the lower 
fare was 15.91 per cent, as against an increase of 19.34 
per cent for the first quarter and 16.87 per cent for the 
second quarter of 1913 under the 5-cent rate. It will 
also be observed that there has been a steady decrease 
in the percentage of increased passengers carried in 
each succeeding month since the low-fare arrangement, 

*July , 1912, was Cad illaqua month and traffic was above normal. 
tFifteen days in August wer e under 5-cent fares. 

October dropping 3 per cent under September, Decem
ber 3 per cent under October, and January, l!H4, 1 per 
cent under December. 

With these statistics it is exceedingly difficult, in 
Detroit at least, to reconcile the theories at the low
fare advocates with the results obtained in actual prac
tice. As a matter of fact, the conclusion is inevitable 
that the average rider on city railways uses the car 
because he wants to get to some particular place for 
business or pleasure. If there is any percentage of the 
public which uses the street car for pleasure-riding pur
poses or travels s imply for the ride, it is imperceptible. 
If there has been any increase in the short-distance rid
ers because of the lower rate, it certainly is not dis
t ing uishable. 

It would seem evident that there are factors which 
affect t he riding habit much more than the rate of fare. 
Industrial conditions and rapid or retarded growth in 
population should probably be regarded as the most 
important of these other factors. 

There is a phase of the lower-fare more-riders theory 
which has been either overlooked or disregarded by its 
advocates, yet it is a phase which has a very important 
bearing upon the finances of a street railway. If it 
were true that increased riding followed fare reduc
tion, it is unquestionable that increased transportation 
faci li t ies must follow, with a consequent increase in cost 
of operation, and if the gap in receipts between two 
rates of fare could be equalized by a larger patronage 
at the lower fare, there must still be taken into account 
the larger drain upon the treasury caused by the cost 
of the increased service. 

Whether it is really beneficial to the public to have 
lower fares is a broad question with plenty of argu
ments on both sides. But it must be recognized that if 
fares are reduced to such a point as to give a bare 
margin over operating expenses, street railway com
panies will not be able to provide the service which they 
could supply under more favorable fare conditions. 
Sometimes cheap rides are not economical for the pub
lic, and it is reasonable to believe that the individual 
rider will be better off in the end if he forgoes the small 
saving which he might make under a lower rate of fare 
and places t he quality of service as the first considera
ti on in h is mind. So long as the product of the street 
railway company has a fixed price and its expenses work 
on a sliding scale with the trend continually upward, it 
is a mathematical certainty that the public cannot re
ceive more than it pays for. 

JUSTICE FOR THE RAILROADS 

"Sta r ve the Railroads and We Starve Ourselves" is 
t he title of a recently issued reprint from an article by 
Frank A. Munsey in the April, 1914, issue of Munsey's 
Magazine. The railroads, Mr. Munsey points out, were 
bui lt by pr ivate capital and are owned by private capital, 
yet they have little of the inherent freedom of private 
pr operty. The amazing development of railroads has 
necessitated the establishment of government control. 
The exercise of this control, however, has .frightfully 
crippled and maimed the entire railroad business of the 
country, p roducing a condition picturesquely character
ized by the author as a "blue funk," manifesting itself 
by business depression and industrial starvation. Re
establishment of business can only be brought about, 
Mr. Munsey believes, by the impetus of advancing rail
roads freight and passenger rates that will enable them 
to do business at a rational and fair profit. Then, and 
not until then, will the confidence of investors be re
stored, money will flow into railway securities, rail
roads will begin buying again, and the country electri
fied into industrial action again. 
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Fare Dispute 1n Toledo 
Complicalio1rn Over the Tenni11alio11 of Franehises Threaleu lo Become Serious, 1ml Tc11!-;io11 Is Helin:<'d l,y 

Announecmenl of the Detcn11iualion of the Company lo Carry l'ass<'ngcrs Free if They ,viii ~ol 
l'ay It s Established Rates of Fare 

The franchise complications in Toledo reached a 
cris is on March 27. With the close of that day some 
of the principal railway franchises of the Toledo Rail
ways & Light Company, covering parts of the trackage 
within the city of T oledo, expired. Since Jan. 8, 1912, 
under a temporary arrangement with the authorities 
who represented the city at that time, the company has 
been giving a fare rate of 3 cents between 5 :30 and 
7 :30 a. m. and 4 :30 a nd 6 :30 p. m. , and six tickets for 
25 cents at all other times. It held that under the 
agreement with the city officials, this arrangement for 
rates of fare was to be maintained until a satisfactory 
settlement of the entire franchise question could be 
made. However, the City Counc il passed the so-called 
Schreiber ordinance, providing that after expiration of 
the franchises of the compa ny on March 27 the rate of 
fare should be 3 cents fiat. This ordinance was passed 
before the expiration of the old franchises of the com
pany and with the provision that it should become effec
tive a t their termination. 

Officials of the company have been in frequent consul
tation with the city authorities in regard to the terms 
of a new franchise but no settlement has been reached. 
The present officials of t he ci t y · government are not 
those who held office at the time the temporary fare 
a rrangement of 1912 was made, nor are they the same 
as those who were responsible for the passage of the 
Schreiber ordinance providing that the rate of fare 
should be 3 .cents upon expiration of the old franchises 
on March 27. The present city officials, however, were 
elected on 3-cent fare platforms and have argued for 
that point without regard to the o'.:h 2r questions 
involved. 

Apparently both sides were lined up for some kind 
of a conflict directly after the time of expiration of the 
franchises at midnight on March 27. No one knew 
what would take place. In order to place the matter in 
the court for settlement, the compan:v had made appli
cation to John M. Killits, judge of the United States 
District Cour t , then sitting at Cleveland, for an injunc
tion against enforcement of the ordinance. The appli
cation for an injunction was argued before Judge Kil
lits by attorneys for the company and for the city on 
March 26. City Solicitor Thurstin argued that the 
Federal Court had no jurisdiction in the case and that 
the Common P leas Court of Lucas County obtained 
prior jurisdiction when the suit to enforce collection of 
$250 a day rental for the use of streets upon which 
franchises had expired was filed by Mr. Schreiber, for
merly the city solicitor. During the course of his argu
ment Mr. Thurstin deprecated the report that there 
might be violence and said that it was the intent of 
citizens who would attend a Municipal Ownership 
League meeting to be held on the night of March 27 
and who would board the cars at midnight, to offer 3-
cent fares, but that they would test the matter later in 
peaceful manner if the company refused to accept. 

Mr. Tracy, attorney for the company, called attention 
to a published statement of Councilman John Mulhol
land that he intended to insist upon riding for 3 cents 
in spite of possible court orders. 

In postponing the final hearing on the application for 
a temporary injunction until March 28, Judge Killits 
then said that if a conflict took place before his deci-

sion in the case was announced he would place the prop
erty in the hands of a United States marshal. In ac
cordance with this announcement Judge Kill its di
rected United States Marshal Lapp of Cleveland to go 
to Toledo so as to prevent possible rioting after mid
night, March 27, when the ordinance was supposed to 
become effect ive. There were two deputy United States 
man;hals in Toledo and it was stated in the papers that 
an unlimited number of special deputies would be 
sworn in if necessary. The i;;tatement of Judge Killits 
was in part as follows: 

STATEMENT OF JUDGE KILLITS 

"Anticipating, naturally, that the present situation 
might confrqnt the court at the last moment, some 
study of the law pertinent thereto has been had, and, 
assuming that the franchises expire with Friday, as 
the city contends, we find these principles to control, 
and on them we expect to act: 

''I. The city thereafter has the right to impose rea
sonable terms for the day use of the streets, and may 
express those terms in rates of fares, exactions of 
rentals, provisions for service, conditions of improve
ment, any and all, as it chooses. If these terms are 
reasonable and the company attempts thereafter to use 
the streets, it must be held to have accepted them. Its 
use of the streets cannot be held to be an acceptance of 
unreasonable conditions. 

"2. The company (although when using the streets 
without a franchise it is of the nature of a trespasser) 
may continue to operate its cars without the city's 
consent, because running street cars is in the line of 
use for which highways are provided, and because its 
kind of pu blic service is that necessary to a large and 
populous community. The so-called Schreiber ord i
nance in its grant of a day-by-clay right to use the 
streets after March 27, in that respect gave the com
pany no new right. 

"3. The company can only operate after expiration 
of its franchises at the city's sufferance, and its right 
to do so ends abruptly ,vhen the city acts through a new 
franchise or by imposing reasonable terms for a con
tinued clay-by-day use, or by other means at the city's 
command. 

"4. Such use without the city's consent is under the 
burden of reasonably compensating the public for occu
pying the streets, either in connection of fare, or pay
ment of rental, or both, as city and company may there
after agree upon, or as judicially determined, if a con
test is forced. 

"5. The company may absolutely discontinue opera
tion when the franchises expire, in which case it is 
entitled to a reasonable time to salvage its property. 

"6. This court, in this case, has the jurisdiction to 
enjoin the enforcement of any ordinance for the use 
of the streets which is in any substantial degree con
fiscatory, and, until it is established that terms of an 
ordinance arbitrarily arrived at are reasonable and 
not substantially confiscatory, this court may halt its 
operation pending inquiry. 

"It follows that no right exists anywhere to compel 
the company to run its cars upon any terms as to rate 
of fare or other conditions which are merely arbitrarily 
ordained, until it is decided that such arbitrary con-
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ditions are reasonable. This court could not take over 
the business of the company through a receiver and 
establish an arbitrary rate of fare, or refuse to halt, 
until inquiry is had, the operation of an ordinance in 
which an arbitrarily determined rate of fare is fixed 
without involving the court in an unlawful confiscatio~ 
of property if it should develop that the rate of fare 
failed to bring revenue enough to provide the service 

Toledo Fare Dis1rnte-Advertisement of Mass Meeting 

the community ought to have, pay proper wages and 
other necessary expenses of operation, and leave a bal
ance equal to a fair return upon the reasonable value 
of the investment employed-and the courts are prac
tically unanimous that a fair return should lie 6 per 
cent. This company's right to protection from confis
cation is precisely that of an individual owner of 
property. 

"Whether or not 3-cent fare or the alternative of 
$250 per day street rental, in case the company declines 
to accept the 3-cent rate, are respectively, reasonable 
conditions, is very largely a matter of speculation with 
most of us. A considerable amount of arbitrary deduc
tion controls our judgments. It may be, however, that 
the city has data and facts upon which its action in 
passing the ord inance of last November was based, and 
which s ustain the terms which the company complains 
to lie unreasonable. The Supreme Court of the United 
States, in the Detroit and Cleveland cases, in which 
facts legally similar to those involved were passed upon, 
leaves this court no power to deny the company in
j unctional relief until we know that it is not asked to 
carry an unconscionable burden. 

"The opportunity now presents itself to fairly work 
out the question. The company is not protected by a 
franchise against the city, so that it may be compelled 
to be fair to the public. The city likewise cannot an
noy the company beyond the annoyance incident to the 
end of franchise rights, which disturbance was a like
lihood which the company accepted in taking the ex
pired franchises; it knew that its definite rights would 
come to an end. Surely, what every honest citizen 
wants is the best service at the lowest cost for fare 
consistent with a fair return to the investor upon every 
dollar honestly invested, and there is but one way to 
solve the problem. 

"If it is desired to continue operation through a 
receivership, the court will appoint two receivers, one 
to be suggested by the company and one by the city. 
They will be given equal authority, and steps will be 
taken so to co-ordinate details as to prevent opportunity 
to fairly say that an equal show is not afforded both 
p arties. 

"The good sense of the community surely will not 
tolerate disorder. If this hope is shown to be baseless, 
we will put the operation of cars in the hands of the 
marshal of this court for a few days." 

On his return to Toledo from Cleveland, Judge Killits 
commented on the fact that he had received anonymous 
letters. He said: "If there is any person for whom 
a public officer trying to do his duty has more contempt 
than another, it is the coward who writes him anony
mous letters. It is only a coward who would do such a 
thing." He said that he was tired of receiving anony
mous letters. 

LOSSES UNDER THE ORDINANCE 

President Frank R. Coates of the Toledo Railways 
& Light Company sent a formal announcement to 
Mayor Keller of Toledo on March 26 that the company 
would disregard the Schreiber ordinance. 

Mr. Coates filed an affidavit in the federal court giv
ing figures in support of the motion for the temporary 
injunction. He said that if the company had operated 
under the Schreiber ordinance during 1913, it would 
have lost $203,171. 

The statement filed by Mr. Coates showed that in the 
year 1913 the totals of the various cash and ticket fares 
and the percentage of the totals in each case were as 
follows: 5-cent cash fares, 10,375,092, or 21.67 per 
cent; 3-cent cash fares, 1,412,391, or 2.95 per cent; 
1-cent children's cash fares, 1,000,643, or 2.09 per cent; 
tickets at the rate of six for 25 cents, 22,310,996, or 46.6 
per cent; 3-cent ticket fares, 12,778,552, or 26.69 per 
cent. The total number of revenue passengers was 47,-
877,673. The total number of transfer passengers was 
13,173,914, or 27.5 per cent of the revenue passengers. 
There were 634,581 employees' and special tickets, 
making a total of all passengers of 61,686,168. The 
average revenue per passenger was 3.05 cents. The 
average revenue per pay passenger was 3.93 cents. 

Applying the straight 3-cent fare plan to the actual 
results for the year 1913 the number of 3-cent fare pas
Rengers would have been 46,872,242, or 97.9 per cent 
of the total. The number of 1-cent passengers would 
have been 1,005,431, or 2.1 per cent of the total. The 
average revenue per passenger would have been 2.3 
cents. The average revenue per pay passenger would 
have been 2.96 cents. 

The cost of the operation of the cars during 
1913 was 2.65 cents per revenue passenger carried. 
This amount was divided by Mr. Coates as follows: 
Operation, 1.73 cents; maintenance, at the rate of 6 
cents per car mile, 0.75 cent; taxes, 0.17 cent. This 
calculation does not include interest or dividend charges 
on capital investment or anything for sinking fund, or 
any payment of rental for use of the streets. It does 
not include any credit for the amount received from 
the interurban lines for operation on city tracks. 

Mr. Coates also declared that operation was con
ducted economically last year and that because of the 
constant rise in the coRt of labor and materials it is 
likely to be more expensive in the future. 

Carl H. Keller, the Mayor, issued a prociamation on 
March 27, stating that the Schreiber ordinance passed 
on Nov. 24, 1913, would become effective after mid
night on March 27, making the prevailing rate of fare 
3 cents with universal transfers. He expressed the 
firm opinion that the ordinance was entirely effective to 
require the company to accept this rate of fare and that 
he was sustained in his judgment by the present City 
Council. 

Whatever merit there might be in the conten
tion of the company, Mayor Keller declared that 
he had the utmost confidence that the people of Toledo 
would be fully protected and their rights preserved by 
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the city solicitor and hi s department. The Mayor also 
said: 

MAYOR COUN SELS AGAINST DISORDER 

"I dislike very much to have thi s controversy be
tween the company and the people find its way into the 
courts for the reason that court procedure is too often 
interminable, so that the people become impatient with 
its delays. 

"I sincerely hope that the citizens of our city will 
proceed in the enforcement of this ordinance in a 
peaceful and orderly manner , and that they will at all 
times remember that the city's lega l department is at 
their service. 

"My own attitude in the mat ter will be thi s : Shortly 
after midnight to-night I shall enter upon a Summit 
and Broadway car and proffer the conductor in charge 
of the car 3 cents in currency. Upon his refusal to 
accept my proffer of a 3-cent fare I shall communicate 
this fact to the City Solicitor, who assures me that on 
Saturday morning he will ask for an injunction com
pelling the company to accept a 3-cent fare. 

"I again urge upon the citizens to employ o·nly peace
able means to accomplish the enforcement of this ordi 
nance. 

"The fight for a 3-cent fare is not merely a local one. 
The eyes of the entire nation are centered upon this 
city in this struggle, and what is accomplished here to 
bring about lower fares for the citizens of Toledo will 
go forth as an example to other cities of the United 
States. I trust that nothing may be done to reflect 
upon the fair name of our city." 

The city police were kept on duty a fter midnight on 

WE WISH TO THANK 

WHO ARE PAYING 
REGULAR FARES 
AND THUS SHOW THEY 
BELIEVE IN 
FAIR PLAY. 

TOLEDO RYS.&LIGHT CO. 
Toledo Fare Dispute-Poster Issued by Company 

March 27 in readiness to meet trouble if any was 
started. 

A meeting of the Municipal Ownership League was 
held at Memorial Hall on the evening of March 27. John 
Mulholland, Councilman-at-Large, pres ided. Henry 
L. Doherty, chairman of the Board of Directors of the 
company, and President Coates were in the audience. 

After several speakers had been heard, Mr . Dohert y 
rose a nd said, " My name is Doherty and if the a udienc.:e 
stands fo r fair play I would like to he heard." 

Chairman Mulholland announced t hat t he regu la r 
program had been arranged and that he would not a llow 
it t o be st ampeded for anyone not on the program. 
Many people in t he a udience wanted to hear Mr. 
Doherty and r epeatedly ca lled out h is name, but t he 

l[NRY L DOHERTY 
WILL SPEAK 
-AT-

MEMORIAL HALL 

TD-NIIHT 
ON STREET CAR SITUATION 

EVERYONE INVITED! 
Toledo Fare Dispute-Poster Advertising Mass 31eeting 

chairman declined to give him an opportunity to be 
heard. Mr. Doherty li stened to the discussion and 
made no further attempt to get a hearing. 

MR. DOHERTY PAYS THE MAYOR'S FARE 

One of the most amusing of the events that hap
pened after midnight arose from the Mayor's public 
announcement, given above, that he would tender a 
3-cent fare for a ride. Mayor Keller left hi s office in 
the City Hall directly after midnight. He was accom
panied by the chief of police and a number of other 
city officials. They took automobiles for severa l blocks. 
They did not know that Mr. Doherty had been waiting 
for them to appear and was following them in another 
automobile. When the Mayor and hi s par t y st opped 
and boarded a car Mr. Doherty was there. H e gave 
a dollar bill to the conductor and sa id to the Mayor and 
his friends, "You gentlemen are my guests for thi s 
evening." 

Then the Mayor made another attempt. He a nd hi s 
party started off in their aut omobiles and l\Ir. Doherty 
followed closely in hi s machine. Stopping another car , 
the Mayor boarded the plat form. Mr. Dohert y also 
appeared, and offered another dollar, ins isting that the 
Mayor and his friends be hi s guest s on that car. 

The spirit in which thi s incident was carried out 
undoubtedly did a good deal to reli eve the t ens ion of 
the situation. 

Later the Mayor fou nd an opportuni ty to ride with
out the pr esence of Mr . Doherty. The fare of 3 cents 
which he t endered was not accepted and he rode free . 
After his experience, the Mayor was quot ed as saying 
that he was glad that there was no trouble and tha t t he 
people wer e not unfrie ndly to the present management 
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of the company but that they were disgusted with the 
way the company had dealt with them in years past. 

MR. DOHERTY HIRES A HALL WHEN HE WANTS TO TALK 

About 10 o'clock on the morning of March 28, l\Tr. 
Doherty concluded that he would rent Memorial Hall , 
where he had been r efused an opportuni ty to speak on 
the previous evening, and \Vould discuss the issue pub
licly. Although the time of notice was very short, 
advertisements were published in the newspaper, post
ers were prepared and a band was hired to advertise 
the meeting. The band rode around the city in a car 
of the company. The car was decorated wit h banners 
on the s ides calling attention to the meeting. The ad
vert isement said: "Every citizen is invited to Memorial 
Hall to-night. Henry L. Doherty talks on the street 
car situation. Everyone interested in the future growth 
and prospei-ity of Toledo and in a square dea l for all 
is invited. Eight o'clock. Corne early." The hall was 
crowded. 

Mr. Doherty discussed the issue at length. He said 
that the franchise and the 3-cent fare question had 
been an excellent political iss ue. He said that he did 
not believe in municipal ownership, but that if the 
majority of the people did, he wanted them to have it. 
If the people insisted on municipal ownership the com
pany was willing that the city should begin then the 
condemnation of its property for the purpose of taking 
it over. If the city was not in a position to buy then, 
the company was willing to take a franchise with a 
municipal ownership provision permitting it to buy 
when it could. Mr. Doherty declared that the company 
was willing to try a 3-cent fare if it was assured of 
something better provided this rate did not pay. He 
said that Toledo wanted good transportation, and that 
it could not get it on a 3-cent fare basis. Mr. Doherty 
also offered to let the city put an expert in charge of 
the railway operations at the expense of the company 
to determine what rate of fare should prevail. 

When the hearing was begun before Judge Killits in 
Toledo on March 28, to the surprise of the c ity officials, 
Ca rl Nau of Nau, Swearingen & Rusk, public account
a nts, of Cleveland, appeared as a witness. Mr. Nau 
was actively connected with the Johnson element in 
Cleveland when the fra nchi se situation in that city 
was under negotiation. He has also represented the 
city of Cleveland in subsequent proceedings in regard 
to the present railway ord inance in that city. During 
an early stage of the negotiations in Toledo the city 
wanted to have Mr . Nau make an investigation and 
report on the operations of the Toledo Railways & 
Light Company as a basis for a franchise settlement. 
T he city, however, did not have the money to pay for 
th is report and the expense was met by the company, 
a lthough it was understood that the work was done for 
the city. Mr. Nau testified that the gross receipts for 
1912 were $1,895,317, of which $1,738,145 was ob
tained from local passengers. The balance was received 
from interurban roads for use of the track and from 
miscellaneous sources. If the same number of pas
sengers had been riding on the fare schedule provided 
in the Schreiber ordinance receipts from local car pas
sengers would have been $1,292,035. Receipts from 
other sources would have brought the total to $1,449,-
207. Operating expenses, Mr. Nau said, were $1,463,-
181, ind icating a deficit of $13,974. This would have 
been increased by $95,906 for t axes and $91 ,250 for 
rent. If the rental of $250 a day provided in a rental 
ordinance should be added, Mr. Na u testified that t he 
total cost of operating the system would have been 
2.97 cents per revenue passenger without any allow
ance for a return on the investment. 

Rathbun Fuller, counsel for the company, amended 
the cross bill for the company so that it should state 
that t he ground for attacking the ordinance was that 
the provis ions are in conflict with the federal constitu
tion and therefore confiscatory. 

The decision of Judge Killits on the plea for an 
injunction was r endered on March 30. Judge Killits 
sa id in part: 

DECISION OF JUDGE KILLITS 

"That t he company may run its cars day by day 
without the city's consent and cha rge fare because its 
service is a public necess ity; it may charge a rate that 
will pay its expenses of operation, including proper 
maintenance charges, and a fair return for the use of 
its investment. 

"If these ordinances are unreasonable exactions, they 
are as if they never had been passed by the Council and 
the company is not affected by their presence on the 
ord inance books. It may continue to operate its cars 
unti l the city ejects it, without r eference to them. 
They a r e not self-enforcing. We could give the com
pany no safeguard by an order of injunction which is 
at a ll necessary to it if these ordinances are unreason
able, for it may ignore them with impunity up to the 
entry of an order respecting them made by a court 
whose power the city solicitor may invoke under the 
ordinances themselves, and when that order is entered 
the company will be in precisely the same position it 
would be in if this court should undertake to pass upon 
the force and effect of the ordinances. 

"All we can see t he complainant or the company 
could hope to gain by an order from this court enjoin~ 
ing the city solici tor from fulfilling the duty imposed 
upon him by th e ordinances would be the moral effect 
of a judgment that the ordinances were unreasonable. 
While an early solution of this contention is highly 
des irable we cannot agree that that fact is a sufficient 
ground for injunctional relief. 

"We notice last the insistence that an injunction is 
necessary to prevent multiplicity of suits and the con
clusion that might ensue because of the popular belief 
t hat a right exists to ride for 3-cent fares. \Ve have 
g iven this question considerable attention and are un
able to see how such a s ituation could be met by any 
order that this court might make. Its order would be 
against the representatives of the city only, and could 
not run against individual citizens, unless the court 
should completely take into its possession the street 
railroad system. 

"Our order, therefore, would have but moral force, 
if any, against those disposed to take advantage of the 
ordi nance on their individual accounts, and would not 
reach the dignity of a prevention. The fear also takes 
no account of the obvious duty of the peace officers of 
the city to protect the company in its rights until the 
ord inance which it questions is tested and determined. 

"The section of the Schreiber ordinance which says 
'and the continuing by said company of the operation 
of its cars on lines covered by sa id franchises expiring 
March 27, 1914, shall be deemed an acceptance of this 
ordinance and a ll the terms thereof,' is so much waste 
of verbiage. 

"It must be borne in mind that the Council is deal
ing with a corpora tion engaged in providing a para
mount necessity to the city, and the city's power is not 
to impose any terms, but reasonable terms, upon a use 
by the company of the public streets for transportation 
purposes. 

"What the people of the city on Saturday needed and 
had to have if the city was to continue its prosperity 
and its people enjoy the conveniences to which they are 
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entitled, was the transportation they had on Friday. 
While it is Council's function t o suggest t erms, it is 
likewise the company 's right t o question their r easo n
ableness, anr that right cannot be denied it. 

"The Council imposes t erms in the interest of t he 
public; the company likewi se serves the public, and the 
insi stence that the company shall lose its right t o qu es
tion the r easonableness of the condition s imposed upo n 
it in the a ssumed interest of t he p ublic , beca rn,e it 
serves the public, is intole rable. 

"All the company needed t o do to avo id t hi s much of 
t he ordinance, it did months ago when it notified the 
city in writing that the ordinance was not a nd would 
not be accepted." 

INTERPRETAT IO N OF THE DEC ISIO N 

Mr. Doherty sent a letter to t h e City Council g iving 
the company's interpre tati on of t he dec is ion o r .J udge 
Killits , saying in part: 

"l. The Toledo Railways & Light Company, by 
operating its cars after March 27, 1914, does not 
thereby accept the t erms of that ordina nce. 

"2. The Schreiber ordinance will not go into effect 
until a court of competent jurisdiction h as declar ed t hat 
3-cent fares and $250 a day rent al fo r the use of t he 
streets are reasonable. 

"3. That the city has the right t o order the T oledo 
Railways & Light Company to cea se operation of it s 
street ca rs at any time upon the street s of the c ity. 

"4. The Toledo Railways & Light Company has the 
r ight at any time to cea se the operat ion of its street 
cars upon the street s of Toledo. 

"5. That it is the duty of the city a uthori t ies to see 
that the company, so long as it operates its cars upon 
the streets of the city with the consent of the city, shall 
be protected and ass is t ed in the performance of its 
duties. 

"With these propositions befo re us , it seems t o us 
of vital importance that the company be permitted t o 
receive the rates of fare which prevailed prior to March 
27, 1914. 

"Our experience is demonstrating that the citizens 
of Toledo, as they come to understand the situation, are 
willing to continue t o pay the above rates of fare. 

"The number of passengers insisting on riding at a 
3-cent rate, and who were consequently carried free on 
Monday, were fewer than those on Saturday, and we 
have every reason to believe that the people will be 
entirely satisfied to allow our present rates of fare to 
continue until a franchise agreement is reached. 

"We assure you that we will make no appeal for pro
tection at present, for we have been given an excellent 
demonstration of the fact that the Toledo public is 
inclined to be fair and we believe that simply by moral 
effort practically all of the people of Toledo will gladly 
pay this fare, and thus avoid unnecessary annoyance. 
In this matter as in all others the company wants to 
do everything it can to deserve and earn public good 
will." 

The company also advertised its letter in the daily 
papers and said: 

"We now ask that the fair-minded people of Toledo 
not refuse to pay the rat e of fare admitted to be legal 
prior to March 27. We also r eo uest that those who 
want to be fair and have ridden on our cars free with
out legal or moral r ight reimburse the company. Many 
have already done t hi s without request on our part. 
We wish to settle thi s controversy without litigation 
and delay and will do all in our power to bring about 
this conclusion and if given the opportunity we will 
provide for Toledo the best transportation syst em in 
the country." 

INSTRUCTIO NS TO T U E MEN 

One of the most notable features of the situation 
has been t he loya l conduct of the trainmen. Simple 
inst r uctions were given to the men. They were sig1~ecl 
"By order o f President F. R. Coates" by .J. M. Enright, 
ma nager of r a ilways, and read as follows: 

"Accept noth ing but the r egular cash or ticket fares. 
Use every peaceable means to collect this fare, but in 
no case are you to resort to \'iolence or fo1:ce. 

"Do not, under any circumstances, ej ect passengers 
forcibly from the cars or use harsh language in argu
ing with passengers. 

"Do not, under a ny circumstances, accept a 3-cent 
fare, except during r egu lar :3-cent hours. If necessary, 
carry an,\· objecting passenger for nothing in order t0 
m;li11 tai 11 your regular sc hedule. 

"Keep a careful count of t hose who ref use to pa,\' 
the regu lar fare." 

A lth oug h t h e compm1,\' did not make definit e public 
a nnouncement of its p lans, it had them a ll made and 
was ready to meet t he issu e on carefully prepared 
grounds. Trai nmen we re instructed with care as to the 
general policy of t he company to accept regular rates 
of fa r e and to refuse 3-cent tenders, but were left 
pretty much to the exercise of th eir own judg ment in 
indi vidua l cases. The resu lt of the warn ings of city 
officials agai nst violence, th e presence of an un usual 
number of city police on the streets, t he cautionary 
words of Judge Killits a nd t he presence of United 
St a tes marsh a ls combined to keep the crowd which was 
out in t he hours after midnight of l\Iarch 27 from 
ca us ing trouble. Of course an un usually la rge number 
of people we r e out to see wha t was goi ng on but at 
no point was there any effort t o start disor der. As t h e 
plans of the company were not generally known except 
t o those who discovered them when boarding the cars, 
t he nu mber wh o rod e free between m idnigh t and the 
r egula r beginning of rush-h our traffic on Saturday 
m orni ng ,vas small. On account of t he Saturday half
holiday t he number was greater on Saturday. T he 
newspaper s r eally urged the people t o r ide free. T he 
h eadlines of one leading paper on t he after noon of 
March 28 said: " T hom,ands of men tender 3-cent fa res 
a nd get free r ides. Worker s declare they w ill take 
famili es fo r Sunday joy ri des over the entire street 
railway system." These articles caused m any to t ake 
advantage of the chance for a free ri de on S unday. 
Since then the free travel h as been light er each day. 
On Saturday, March 28 out of a t otal of 202,744 reve
nue passenger s 10.9 per cent di d n ot pay fa r es . 

WORK OF TRAIN MEN 

Differ ent men from the offices of t he company have 
spent time on the cars talking and a dvis ing w it h the 
conductors in the per fo rmance of t heir duti es. In the 
main, h owever, the conductor s have had to be g ui ded 
by their own good judgmen t. In the great bulk of cases 
where passengers h ave r efused to tender anyth ing but 
a 3-cent fare , the conductors have used a r g uments in 
order to g et t h em, if poss ible, to pay t he regular rate. 
In thousands of ca ses the arguments presented by t h e 
conduct or s have been effective in induc ing passengers 
t o pay present fares . Accounts of many humorous 
cases h ave been published in the newspapers. The con
duct ors have not hesitated to use the argument that 
th ey were per sona llr interested in the success of t he 
policy of the company. Many people have told con
ductors tha t it would make no difference to the em
ployees of the company if fares were not paid. Con
ductor s have contrad icted this and have done t h eir best 
to demonstrate that the compan,\' could not continue 
to pay wages unless it continued t o receive fares . Se,·-
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eral cases of dispute which ended in physical encount
ers have been reported, but the number of these cases 
has been very small. 

There is no question but that the number of pas
sengers who ride free would be very materially re
duced if some means could be adopted of restricting the 
traffic to the usual riders. Toledo is not so large a · 
city but tl}at the patrons are fairly well known to the 
conductors with whom they travel. Many conductors 
have reported that a number of those who ride free 
are people who have made a practice of walking before. 
The hoodlums of the city, who have nothing to occupy 
their time, make up a material proportion of those who 
ride free. These are, of course, not regular riders and 
it would not be fair to judge the sentiment of the 
people of Toledo by the number of men and boys of this 
type who indulge in the free-riding habit. A number 
of cases are reported where employers have expressed 
the hope to the men in their establishments that they 
would not take advantage of the unfortunate position 
of the company to avoid the payment of the regular 
rate of fare. . 

The closest possible measure of co-operation has 
been developed between the officials and the employees 
in all departments of the company. This has been 
helped by meetings at which the situation has been dis
cussed fully by various officials. It has resulted in 
giving the employees of all ranks a thorough under
standing of the attitude of the company. Meetings of 
the representatives of the new business department, 
who come in constant contact with the public, and of 
the conductors and motormen have been held through
out the present week. Some of these meetings have 
been addressed by the following: Henry L. Doherty, 
Frank R. Coates, J. M. Enright and E. R. Kelsey, 
manager of the publicity department; George Williams, 
manager of the new business department of the Doh
erty Operating Company, and Frederic Nicholas, ELEC
TRIC RAILWAY JOURNAL. 

Trainmen have been urged to collect the fares if they 
could induce passengers to pay. In one case a con
ductor had among the passengers one woman who de
clined to pay anything but a 3-cent fare and one man 
who became abusive in argument. When the man had 
finished his denunciation of the conductor he walked 
into the car. The woman thereupon arose and handed 
the conductor a 5-cent piece, saying that she was more 
ashamed of the man than she was of herself and 
wanted to pay his fare. Another conductor reported 
that a man boarded the car with a little child and 
tendered 3 cents. When this was refused the man and 
the little child went into the car and the conductor 
heard the child say: "He didn't taken them, papa; 
give them back to me so I can put them in my bank." 
In other cases a man accompanied by another person 
would hold out six cents in his hand and the conductor 
would take 5 cents and ask for another fare. In sev
eral reported cases of this kind the passenger threw 
the odd cent at the conductor. 

Mr. Doherty and President Coates have literally 
worked night and day to bring order out of the chaotic 
situation into which matters were tending. They have 
not been alone in their efforts. Other officials of the 
company have worked in similar ways. Many of the 
employees in various positions have done the same. 
The solicitors in the new business department have 
rendered excellent service. 

Mr. Doherty has been making his headquarters in 
Toledo since the situation became acute. He has 
discussed the questions frankly with anyone and has 
declared that he wanted to make the facts public. 

As matters stand now, the tentative draft of a fran-

chise has been considered by officials of the company 
and the city. Various clauses have been discussed with 
the idea that an agreement might be reached readily 
on all questions except the rate of fare. Mr. Doherty 
told a committee of the City Council that when it had 
completed the franchise without a reference to the 
rate of fare and would say that the document repre
sented the best terms possible, he would state the low
est rate of fare that could be furnished. 

In the meanwhile public opinion is more aroused than 
ever before. It is not aroused, however, in the same 
way that has been characteristic of proceedings in 
Toledo previously. Notwithstanding the expressed ad
vice of city officials displayed prominently in the daily 
newspapers, fewer people each day ride free. A let
ter from a prominent manufacturer was published in 
one of the daily papers stating that the company must 
have a square deal. One of the leading papers re
marked editorially on March 20: "You must admire 
the man who, when he wants to talk, hires a hall." 

OPINIONS OF OFFICIALS 

President Coates made the following statement to the 
ELECTRIC RAILWAY JOURNAL: "The outlook is good . . 
The percentage of people who travel free is lessening 
each day. Our trainmen have co-operated with us in 
every way to protect the interests of the company. 
Naturally we felt somewhat uncertain about the out
come of our experiment until we could see that the 
results were not going to be discouraging. We feel 
certain now that we followed the right course. The 
public as a whole does not want to take unfair ad
vantage of the difficulty of the company. The large 
majority of the people want to pay their fares. By the 
course they have followed they show that they do not 
approve of the attitude of the city authorities in trying 
to impose a low rate of fare which is inadequate." 

Mr. Doherty said in discussing the situation, that, 
before he became interested in the Toledo company he 
had been told that Toledo was a hotbed of radicalism. 
He had found that there was a radical element in the 
city, but it was not the controlling element by any 
means. The majority of the people had shown that 
they wanted to deal fairly with the company. 

ELECTRIC RAILWAYS OF AUSTRIA 

The statistics for the year 1913 covering the electric 
railways of Austria, Bosnia and Herzegovina show a 
total of seventy-three d.c. lines, of which twenty-five 
operate at 750 volts or more, and six single-phase lines. 
Twenty-four of the railways are operated on standard 
gage and fifty-five on narrow gage. The length of the 
d.c. lines is 1166 km (723 miles) and of the a.c. lines 
242.7 km (150 miles), a total of 1408.7 km (973 miles). 
During the past year the increase in the number of 
d.c. lines was twelve and of the single-phase lines three. 
The increase in the length of d.c. lines was 148.1 km (92 
miles) and of single-phase lines 171.8 km (106 miles). 
These statistics do not include the electric railways of 
Hungary. 

J. M. McElroy, manager Manchester (Eng.) Corpo
ration Tramways, is preparing a report on the proposed 
construction of a subway line in this city, based upon 
investigations which he has carried out into methods 
adopted in other cities. The· report will probably con
tain a suggestion for a mile and a quarter subway, 
which would cost at least $1,461,000 and might run up 
to $2,435,000. Including the cost of dealing with sewers 
and street widening, it is estimated that the total cost 
would exceed $3,500,000. 
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COMMUNICATIONS 

THE INT ERST ATE COMMERCE COMMISSlON 
ACCOUNTS 

THE CLEVELAND RA ILWAY COMPANY 
CLEVELAN D, OHIO, March 25, 19 14. 

To the Editors: 
The tentative class ificat ion is prog ress ive, a nd seems 

to me to be almost complete. Those who have prepar~d 
it deserve the thanks of every electric railway company. 

H . J . DAVIES, Secretary. 

ILLINOIS T RACTION SYSTEM 
CHAMPAIGN, ILL., April 1, 1914. 

To the Editors: 
Reply ing to your inquiry in reference to the t entative 

classification of accounts, I have not had time to ex
amine these in deta il, but have had one or two of my 
men go over them, and they seem to report favorably. 
So far as I can see, the change will make qui te an im-
provement. D. S. BRAMBLE, Genera l Auditor . 

AMERICAN CITIES COMPANY 
NEW ORLEANS, LA., March 27, 19 14. 

To the Editors : 
I have just received a copy of t he tentative classifica

tion of accounts promulga ted by the Inter state Com
merce Commission and am sorry that I have not the 
time at present to go into it thoroughly. However , 
there is one thing which I have had in mind fo r some 
time and that is, I would favor a division of mainte
nance of cars and maintenance of electric equipment of 
cars into a number of accounts. My experience has 
been that the amount expended upon maintenance of 
cars and electric equipment is equal to, if not in excess 
of, the amount expended upon track and roadway and 
electric line. 

The classification as promulgated provides for eight 
or nine accounts for the distribution of maintenance of 
track and roadway and four accounts for the mainte
nance of distribution syst em, whereas only one account 
is allowed for the maintenance of cars and for the 
maintenance of electric equipment. S. C. STIVERS, 

Assistant Treasurer and Assistant Secretary. 
THE COLUMBUS, DELAWARE & MARION RAILWAY 

COLUMBUS, OHIO, March 27, 1914. 
To the Editors: 

During all the years in which I have been engaged in 
public service accounting, I have realized the need of a 
uniform system of accounting which would be so flexible 
and simple that it would permit the best possible in
formation with the least possible exp2nse to the car r ier. 

It may be truthfully said that the accountants them
selves blazed the tra il fo r the present order of t hings in 
the accounting field of t he electric r a ilroads. We have 
gone about our work individually and collectively, wi th
out hope of r ewa rd or fea r of punishment, believing that 
t he best int erests of ou r properti es would be conser ved 
when we had accompli shed the purpose for which we are 
r esponsible. If t he criticisms and suggestions of t he 
Central Electric Railway Accountants' Association a re 
taken into consideration in the class ification now pro
posed, I believe the syst em will more completely meet 
the requirements of the carri er s. 

One suggestion, well thought of by the Accountants' 
Association, is that of changing the fiscal year to Dec. 
31. I believe this change in date would work to our 
direct benefit in closing our books. The system now 
under consideration by the Interstate Commerce Com
mission for interstate ca rrier s is more nearly complete 
than any heretofore adopted, and when it is thoroughly 
understood it will be highly appreciated, I am sure. 

After its adoption, t he intrastate commissions should 
immediately adopt t he same system in order that we 
may have one uniform syst em for a ll carriers. 

A. F. ELKINS, Auditor. 
JOPLIN & PITTSBURG RAILWAY 

KANSAS CITY, Mo., March 30, 1914. 
To the Editors: 

It seems to me t hat the Interstate Commerce Com
mission in conjunction with the committee of the 
American E lectric Rai lway Accountants' Association, 
has handled t he revis ion of the system of accounts for 
elect ric rai lways so judiciously and in such a compre
hensive and satisfactory manner that it is entitled to a 
vote of thanks from the companies and the investing 
public, who will be benefited by certain changes made 
in the classification of the operating and maintenance 
accou nts. T he extension of standardization to also 
cover income, profit and loss and general balance sheet 
accou nts, and any slight alterations that might be sug
gested do not appear important enough to be worth 
while. 

Fortunately t he changes effected by the tentative 
plan are not suffic ient ly radical to prevent a fair com
parison between statements issued under the new ru les 
and t hose of previous year s. 

The new provis ion fo r the segregation of power ac
coun ts I th ink is admirable and should prove especially 
des irable in cases where companies operate light ing 
and power p roperties in addit ion to electric rai lways. 
Apparently the committee was mindfu l of this class of 
companies throughout its deli ber ations. 

The introduction of an account for amorti zation of 
franchi ses will probably call for th adver se criticism, 
justly, I think, if it is the intention that the appor
tionments for elapsed years of a limited franchise shall 
all be cr owded into the r emaining year s of its life. 
This would work an unnecessary ha rdship upon many 
companies whose franchi ses are of long st an ding, par
ticularly where t here is no reason t o question their re
newal. Instead of being mandatory, the use of thi s 
account should, in my opinion, be optional with the 
companies, as is the case with deprec iation accounts. 

E. S. BIGELOW, Auditor. 

RUSH-HOUR FALLACIES 

MILLVILLE, N. J ., March 31, 1914. 
To the E di tors: 

I was very much inter ested in the editorial on "Rush
Hour F allacies" in the March 21 nu mber of the ELEC
TRIC RAILWAY JOURNAL, for my experience in diffe rent 
cities seems to show that a good many of the managers 
do work more fo r the r ush-hour traffic than they do for 
t he traffic before or after rush hours. To illustrat e, I 
might recoun t my experience acquired when I lived in 
t he suburbs of a large city a few years ago. 

At fi rst I used the steam train in going back and 
forth from my bus iness because 1 could get a com
fortable seat and have a chance to read the paper. 
Later I t hough t it would be advantageous to live within 
t he 5-cent limit and use the street cars, so I moved to 
a point nearer t o my place of business. I had been 
t old that the cars ran frequently mor ni ng and evening, 
on a two and t h ree-minute schedule. I found t h is to be 
t rue during t he rush-hour periods. I had also expected 
that I would be able t o take my wife into the city to 
the theater in t he evening, but after one or two experi
ences I had to g ive t his plan up, and if I had anything 
to do in t he evening I did not attempt to come home for 
dinner. I did not expect to get a seat during the rush
hour, but when I returned to the city at 7 :30 p.m. I 
certa inly did expect to get a seat, or , at least, not to 
be cr owded worse than when I traveled during the rush 
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hour. But as soon as the traffic in the evening began 
to slacken, say at abo ut 7 o'clock, the management 
pulled off all the cars it possibly could, leaving all the 
people who were traveling for pleasure at that time to 
be crowded worse than during the rush hours. Again, 
on our local line, the headway was cut down to fifteen 
minutes, with the r esult that if a person l03t the 7 :30 
p.m. car, he might as well give up attempting to go into 
the city. In consequence, the railroad lost manv fares. 
This policy may be economy of operation, but· it does 
not tempt the patronage of people who are traveling 
for pleasure. 

I took up with the superintendent the matter of 
increased fac iliti es, or at least of keeping on with the 
more frequent service for a little longer period in the 
evening, but he did not seem to think it would amount 
to anything and let the matter go. I am certainly glad 
to see that some companies are up to date enough to 
try to build up thei r traffic in the manner that you have 
described. CHARLES H. BIGELOW. 

COMMISSIONS ON ELECTRIFICATION 

BOSTON, MASS., March 31, 1914. 
To the Editors: 

The writer has followed with great interest the con
troversy reported in your columns between the expon
ents of different kinds of electrification. The situation 
is strongly reminiscent of a meeting of a spelling re
form association which I once attended, in which the 
only serious difficulty seemed to be that each of the 
members was possessed of the only easy and practical 
scheme for phonetic spelling. There is some question 
whether a commission on electrification would be any 
more efficient in standardizing a definite method than 
the spelling reform association has been in bringing 
about its long desired uniformity. Mr. Sprague's plan 
is an attractive one, for it might lead not only to a 
definite technical plan of procedure but to a financial 
program which might obviate the very serious difficulty 
now found by the railroads in financing electrification 
or anything else. But I venture to submit that the 
present frame of mind of the advocates of the various 
systems in this country, as detailed in the articles 
which have been published from time to time in your 
excellent journal, is not such as augurs well for a 

0

har.: 
monious report unless from a carefully packed commis
s ion. The differences of opinion seem too radical and 
too irreconcilable. In fact, one may go through the list 
of engineers prominently associated with railway work 
a nd arrange them into respective groups as reliably 
attached to their several opinions as the leaders of 
party politics in a doubt ful state. If it were attempted 
to form a commission such as that suggested, it is 
greatly to be feared that the real work would be done 
in caucus rather than in committee, and once the com
mittee was finally announced its conclusions could be 
defined wi thout much ri sk of ru ining one's reputation 
as a prophet. In short, while unquestionably the time 
is com ing when such a commission could do extremely 
useful work, it is yet more distant than t he fr iends of 
electrification could wish. 

And the second proposition is very s imilar. Any 
means of financing electr ification for the railroads with 
a rr.inimum outlay of their own capital practically im
plies the financing of the change by those otherwise in
terested in the electrification, and while th is may come, 
and come in a perfectly legitimate way, it should be 
preceded by more harmony regarding methods and 
apparatus than has yet been evident. The ends sug
gested by Mr. Sprague are eminently worthy ones and 
in the fulness of time they may be brought about. ' But 
up to the present there is very little in the temper of 

the discussions before our technical societies to sug
gest harmony or a judicial decision in the very near 
future. BARRETT LEE. 

INDEX BUREAU 

AMERICAN ELECTRIC RAILWAY CLAIMS ASSOCIATION 
CLEVELAND, Omo, March 28, 1914. 

To the Editors: 
The ELECTRIC RAILWAY JOURNAL has, for so many 

years, championed all that is best in the street rail
way industry and fostered every movement likely to 
benefit the industry that I am taking the liberty of 
enlisting its good services in behalf of a project of 
vital importance to every street railway in the country 
and one that is dear to me personally as president of 
the Claims Association. 

You a r e doubtless familiar with the Hooper-Holmes 
Index Bureau, a clearing house for personal injury 
claims, and with the good work it is doing in the street 
railway field. I assume also that you know of the 
arrangement under which the American Association 
contributes $500 per annum to the bureau to secure its 
services for member companies at slight cost (5 cents 
per inquiry). It now appears, and I imagine the fact 
will be as surprising to you as it was to me, that despite 
this low rate fully 95 per cent of the member com
panies are not availing themselves of the service and in 
fa iling to report their cases are limiting the ser~ice the 
bureau can give to those who are patronizing it. 

Many claim men are apparently forgetful of the 
advantages of the bureau save when suspicions are 
aroused by an occasional case. The success of the 
bureau obviously depends upon real co-operation. The 
fewer names reported, the less likelihood of return. 
It further appears that a continuation of this lack of 
interest will probably lead to the cancellation of the 
association's subscription and the valuable service of 
this bureau will be allowed to go by default. This 
I would very much regret, as I believe the Claims As
sociation has, in this bureau, its greatest opportunity 
for perfecting a national index bureau, the desire. of 
claim agents for years. The bureau has now in its 
files some three million names, which it is increasing 
yearly at the rate of better than 300,000, in spite of 
the limited support it is receiving from our association. 

To pass up this opportunity of availing ourselves 
of this mass of data would be a calamity. If the 
service of the bureau, as most of the companies wrong
f ully assume, were only to run down the accident faker, 
I, too, should willingly see it thrown into the discard, 
for t he accident faker is now rapidly becoming extinct. 
But the bureau has and does a r eal dollar-saving service 
in prevent ing personal injury claimants from cashing 
in more than once on any injury. The detection of one 
such fraud saves a sum greater than the total cost of 
a vear's entire renorts. 

·1 am so sure ~f the merits of this service and so 
anxious that all member companies of the association 
r ealize them, that I am venturing to ask you to investi
gate the situation, and if consistent with the facts to 
speak edit orially on the subject. I shall be glad to 
furnish you any data or information you may desire. 

W. F. WEH, President. 

The Soria Railway, a line not quite 90 miles long, in 
t he province of Soria in Spain, is conducting an ener
getic campaign of education to improve agricultural 
conditions along its line. Many of the railway stations 
have been provided with little agricultural museums 
where the farmers and others interested may obtain all 
kinds of useful information. 
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Equiplllent and Its Maintenance 
Short Descriptions of Labor, Mechanical and E lect r ical Practices in Every D epartment of Electric Railroading 

(Contributions from lhe Men in the Field Are Solicited and W ill Be Paid fo r at Special Ra tes) 

EQUIPMENT DEFECTS- TROLLEY POLES 

BY C. W. SQUIER, E. E. 

In the ELECTRIC RAILWAY J OURN AL for March 7 the 
writer discussed some of the troubles experienced with 
trolley wheels and harps. In thi s article t r olley poles 
will be cons idered in like manner. 

Poles a r e made in several di ffer ent ways. Some are 
of cold-drawn steel and seamless in const ruct ion, while 
others are rolled up from steel and but t -welded to
gether. The upper end of t he pole must be elastic 
enough t o absorb shocks and inequali ties in t he wire, 
and it is made as light as is cons ist ent with the st rength 
r equired. The lightness and flex ibi lity of the pole have 
much to do with the maintenance of and the li fe ob
tained from the t r olley wheels. 

Poles which give trouble a r e usually bent, broken or 
pulled out of thei r sockets. 

POLES BENT, BROKEN OR PULLED OUT 

When trolley wheels leave t he wire violently the pole 
becomes bent or broken on st riking the overhead con-
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struction. Poles also become bent if the tension 
springs on the base close all t he way before the pole 
is down, because it is t hen necessary to bend the pole 
it self in order t o get the pole under its retaining hook. 
The pressure r equired to bring the pole down under the 
hook may be great enough t o force the pole to take 
a permanent set. 

A pole made of tough material like high-carbon steel 
or re inforced in some manner is less liable to take a 
permanent set but it is more li able to break and cause 
accidents. Most roads prefer t o have a pole bend 
rather than break, but the poles should be stiff enough 
to avoid excess ive trouble from bends. Poles should be 
straightened cold, as any metal becomes softer after it 
has been reheat ed. They should also be st raighten ed 

between wooden suppor ts, for if stra igh tened between 
metal supports they are liable to he nicked or ki nked. 

T he usual cause fo r t he pulling uut of a pole is t hat 
the pole clamp and fork have become worn excess ively 
or that the nuts and bolts in t he pole clamp have workerl 
loose. All such nuts should have lock washers and be 
properly tightened after a new pole is installed. It 
may be advi sable to provide the bolts with cott er keys 
if the nuts cont inue t o work loose. The clamps and 
forks should be inspected fo r wear each time a new 
pole is installed. 

UN IFORMITY OF MATERIAL 

Operating companies do not have the time or the 
apparatus necessary to t est poles before plac ing them 

TROLLEY POLE 

DIAL SCA LE 

Testing Trolley-P ole Tubing by .Means of a Weight a nd 
Chni.n HoiE:t 

in service to see if t heir quality is unifo rm or the same 
as lot s previously r eceived. If r oads desire t o make 
such a test, however , the arr angement illust r at ed in an 
accompanying drawing shows a simple method that 
could be appl ied t o a f ew poles taken from each ship
ment and that would g ive all the in format ion neces
sary fo r a compari son of uniformity. 

All t he apparatus r equired is a t rolley pole clamp, a 
chain hoi st and a spring balance which should register 
a maximum of at least 100-lb. or 150-lb. pull. The 
standard trolley-pole clamp should be mounted in such 
a location that when a pole is installed in the clamp the 
free end will come under a hoist. Hook one end of the 
spring balance t o the pole and the other to t he hoist. 
Then take readings of the height of the pole from the 
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floor and the pounds tension corresponding to the dif
ferent heights. This will give the pull in pounds nec
essary to produce any deflection. By plotting these 
values curves of the form reproduced will be obtained. 
The curves shown are for two cold-drawn steel poles 
and two standard steel pole£. As indicated by the bend 
in the curves, the deflection is proportional to the load 
up to the point where the pole starts to take a perma
nent set. The cold-drawn steel poles, as shown in 
curves "A" and "B," took a slight permanent set with 
a 105-lb. load, and the standard steel poles shown by 
curves "C" and "D" did so with a 60-lb. load. The 
dotted curve "E" is made from a test on the same pole 
as was used for curve "C" after this pole had been 
straightened cold, and thi s last curve demonstrates how 
much easier it is to distort a pole if it has ever been 
bent before. 

EQUIPMENT AND STORES ECONOMIES ON THE 
THIRD AVENUE RAILWAY SYSTEM 

BY A. R. JOHNSON, ASSISTANT TO SUPERINTENDENT OF 

EQUIPMENT THIRD AVEN UE RAILWAY, NEW YORK 

The maintenance costs of the equipment department 
of the Third Avenue Railway for the past three years 
show a slight increase over the two years preceding 
1913, owing to the fact that in the early part of that 
year President F. W. Whitridge authorized an increase 
of 1 cent per hour to all employees of the company. If 
this increase had not been made, the costs per car mile 
would have continued downward. In view of the latter 
fact, it may be interesting to mention a few of the 
equipment department practices which are in vogue at 
our Sixty-fifth Street shops. 

The saving in the manufacture of controller segments 
is a good example of piecework economies. New seg
ments cost from $11 to $13 per 100, while we make them 
at a piecework prjce of 75 cents per 100. As we made 
more than 11,000 segments during the past year, the 
Raving on this item alone was approximately $1,000. 
Again, a new controller finger costs about 9 cents and 
has a scrap value of only 3 cents. We collect the worn 
fingers from the carhouses, regrind them at a cost of 1 
cent each and then send them out for additional serv
ice. Thus we double the amount of wear and still re
ceive the scrap value. As 22,000 fingers were reground 
during the past year, it is clear that quite a saving was 
attained even on this trifling item. Our Hampden 
grinder.,;. for cast-iron pony wheels saved us about $4,000 
during the past year. The electric welding plant, which 
we built up largely of home-made materials, has 
reclaimed thousands of dollars' worth of gear cases, 
motor frames, axles, armature shafts, truck sides and 
other parts from the scrap pile. 

Low maintenance costs also foll ow from the means 
used to secure the maximum amount of service from the 
brakeshoes and lubricants supplied to the various car
houses. Each carhouse foreman is required to forward 
to the office of the superintendent of equipment a 
monthly report which shows the amounts of the differ
ent t ypes of brakeshoes and lubricants which were on 
hand at the beginning of the month. the amounts 
received later, the amounts used and the amounts on 
hand at the end of the month. These figures are recal
culated to a mileage basis, and the statistics comparing 
all carhouses are sent to each foreman. Due allowance 
is made, of course, for differences in equipment and 
service. This practice and the standardization of shoes 
a nd shoe-heads have reduced lubrication and brakeshoe 
costs 33 per cent during the past year. 

~ S ee ELECT11!C RAI L W A \' J Ol' R :-IA L , p a g e SS6, M a y 25 , 19 12. 

STORES PRACTICES AND ACCOUNTING 

The monthly reports from the foremen are also of 
value in preventing an undue stocking of material. All 
material for the equipment department is delivered to 
the general storeroom and charged to the material and 
supplies account. When material of any kind is re
quired by this department a storeroom requisition of 
the type illustrated is made out in triplicate. This 
requisition always shows the account number to be 
charged. One copy is retained by the foreman who 
receives the material, and two copies go to the general 
storekeeper, who enters the cost of the material on the 
duplicate copy. The storekeeper forwards all duplicates 
at the end of each day to the distribution clerk of the 
equipment department. The distribution clerk then 
posts the proper charges to the various account num
bers and, to catch possible errors, checks the amounts as 
charged by the storekeeper. This distribution is tabu
lated at the end of each month and forwarded to the 
accounting department, which then deducts whatever 
credits may be due, such as scrap, and sends a state
ment to the equipment department. This manner of 
accounting has been found very satisfactory because 
it keeps the equipment department adequately informed 
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THIRD AVENUE RAILWAY COMPANY. N'? 35200 
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Specimen of Storeroom Requisition 

about the amounts which are being charged for main
tenance. 

Particular attention is paid to having the proper 
account numbers appear on the time cards wh ich go t o 
the distribution clerk. To guard against any irregulari
ties an itemized list of the various account numbers is 
sup~lied to every foreman, outlining the different 
classes of work embraced. These cards are taken up 
each morning by the checker, who sees that the proper 
charges are made and that all piecework quantities are 
checked. This checker is necessary because most me
chanics are more intent on doing their work than pay
ing attention to account numbers. Our account num
bers are subdivided to observe the costs of the indi
vidual items. For instance, "Repairs to Passenger 
Cars," Account No. 107, is subdivided as follows: 

107 A- Repairs to car bodies. 
107B- Painting. 
107C- Fenders. 
107D- Trucks. 
107E-Driver wheels. 
107EE-Pony wheels. 
107F-Hand brakes. 
107G-Air brakes (Allis-Chalmers). 
107H-Air brakes (National). 
1071-Changing equipment from box to open cars and 

vice versa. 
107J-Heaters and lights. 
107K-Fare boxes, etc. 
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The same method is pursued with all the following 
account numbers, such as: 

109-Repairs to service cars. 
110-Repairs to electrical equipment of all cars. 
111-Repairs to shop tools and machinery. 
112-Shop expenses. 
113-Vehicles. 
We include service vehicle maintenance cost as part 

of the equipment department maintenance, although 
many other railways do not. In 1913 this item alone 
amounted to nearly $16,500, or about $0.00056 per ca r 
mile. 

PIPE BENDER AND POLE STRAIGHTENER 

BY JOHN DUNCAN, MASTER MECHANIC FORT DODGE, DES 
MOINES & SOUTHERN RAILROAD 

The operating department of the Fort Dodge, Des 
Moines & Southern Railroad uses for pipe bending a nd 
trolley pole straightening the s imple and inexpens ive 
means shown in the accompanying sketch. The con-

Outfit for Pipe Rending and Pole Straightening 

trivance is made from one piece of 1-in. x 10-in. iron, 4 
ft. long, into which numerous holes are bored in order 
to get any angle that is wanted. The bar is mounted 
on two right-angle irons, the yoke thus formed being 
bolted to a pair of 2-in. x 6-in. planks, so that the equip
ment can be shifted to any part of the floor. The sketch 
also shows a pair of bolted spools used in connection 
with pipe jobs. 

CONCRETE POLE TESTS IN SYRACUSE 

The New York State Railways, Utica-Syracuse Line, 
have some 1400 reinforced concrete poles in use on their 
various city and interurban lines. The first of these 
poles were manufactured in 1910, and since then the 
method of manufacture has been developed so that the 
.poles have been adopted as the standard throughout 
for certain lines where there is heavy traffic. The 
method of constructing the poles and the details of the 
pole yard were given in the issue of the ELECTRIC RAIL
WAY JOURNAL for March 15, 1913, page 502. The stand
ard pole for double-track city construction, either span 
or bracket, is of 7-in. top and 13-in. butt and is 30 ft. 
long. The standard interurban pole is of 7-in. top, 
14-in. butt and is 35 ft. long. An 8-in. top, 14-in. butt, 
30-ft. pole is constructed for heavy city work and cor
ners, and an 8-in. top, 17-in. butt, 45-ft. pole is also 
manufactured for heavy-feeder line work. The stand
ard 30-ft. pole weighs approximately 3200 lb. and costs 
complete, including all material and labor, maintenance 
of plant, etc., $12.03 at the yard. This pole is designed 
to take the place of the steel tubular pole, which costs 
approximately $35. 

RESULTS OF RECENT TESTS 

On March 12, 1914, a very sati sfact ory t est of some 
of the poles was made at Syracuse. Four poles wer e 
tested. The purpose of the test was to determine not 
only the stress-strain diagram for the poles but a lso the 
best method of plac ing the reinforcing rods. 

~ 
p,. 

The poles were 7-in. , 30-ft. poles made of concr et e of 
sooo ,----------,----,----,-- =--- - ~ a mixture of one 
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Stress-Strain Diagrams of Con-
crete Poles 

p a r t cement, two 
parts sa nd a nd two 
parts of st one. The 
rein fo rcement f o r 
pole No. 1 consisted 
of four ¾ -in . twist 
ed rods 29 % ft. long 
plaeed in the cor-
11ers and four ½ -in. 
x 23-f t . rods, four 
1-:! -in. x 16-ft. rods 
and four \~-in. x 
8-ft. rod s evenly 
spaced a long t h e 
s ides . T h e s a m e 
construction w a s 
used in pole No. 4. 
P ole No. 2 was con
structed the same 
as the st andard pole 
with the exception 
that three of the 
center rods on each 
of the two s ides 

were placed back of the rods on a compress ion and ten
sion side. Pole No. 3 was constructed the same as the 
standard pole with the exception that a web reinforce-

· •: .,,,,,,--"--,...,..-...,,.L •"" I .,. · --·1 

~-~ 

Concrete Pole No. 3, Failing under a 5000-Lb. Pull-Broken 
Pole in Rear 

ment of No. 8 steel wire was wound around the vari
ous reinforcing rods at intervals of 5 in. throughout 
the length of the pole. All of the poles were aged 
from four to four and a half months. 

Poles No. 2 and 3 were tested s imply t o determine 
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whether or not the bunching of reinforcement on the 
tension and compression sides, or the installation oi 
web reinforcement, would produce enough greater 
strength or stiffness over the standard method of con
struction to warrant the expense of the additional re
inforcement, or the inconvenience produced by the 
necessity of placing poles like No. 2 with a bunched 
reinforcement in such a position that the tension and 
compression sides would always be perpendicular to the 
direction of the stress. 

For testing purposes the poles were set 6 ft. in the 
ground with a rake of 9 in., and a 2-ft. ring of concrete, 
1 ft. thick, was placed at the ground line and also at the 
butt. Wooden poles were placed on the ground between 
the butts of two of the concrete poles so as to maintain 
the base of the latter in position. In the tests the poles 
did not move in the ground more than 1/ 16 in. 

A 7 / 16-in. steel cable was connected by means of an 
eye-bolt through the pole under test at a point 21 ft. 
above the ground line, and a 5000-lb. dynamometer was 
placed in the cable close to the pole. The cable was 
passed through a sheave at the same distance from the 
ground on the pole opposite the one under test. The 
pull was applied by means of a set of tackle blocks in 
increments of approximately 200 lb. up to failure. De
flection from the vertical was measured at the point of 
attachment of the cable by means of a surveyor's 
transit. 

The accompanying curves show the results of the test 
and bring out the fact that the changes from the stan
dard method of construction involved in bunching the 
rods are not justified by the resulting slight increased 
strength of the poles. 

The tests described were carried out under the direc
tion of Henry G. Throop, superintendent of lines and 
buildings New York State Railways. 

CORRECTING DERAILMENT TROUBLE FROM 
MAXIMUM TRACTION TRUCKS 

BY R. P. WILLIAMS 

A switch may unjustly acquire a bad name for de
railments on account of its location, while the derail
ments may be wrongly ascribed to the type of their 
construction. When derailments are taken as a matter 
of course there is a tendency to refrain from an investi
gation which might cure the trouble. 

When a switch is placed in a curve more or less 
trouble is always expected because it has no tangent at 
the point end. Of course, no engineer would place a 
switch in this way if he could avoid it, for no switch 
,can be considered safe if its entrance has no tangent 
at least one wheelbase long. We have a switch with
out a tangent ahead, and when we renewed it last we 
determined that nothing other than its unfavorable lo
cation should be left in it to invite derailments. The 
tongue was ground to a safe bevel, and the mate side 
guard was ground so that the inner edges of the wheel 
flange would not bind. We were proud of the completed 
switch. Judge of our surprise a month later when we 
were told that derailments were frequent. "Of course," 
said the transportation inspector, "the derailments are 
not serious because we always have a man stationed at 
the spot." It was then decided that the trouble was due 
to the manganese tongue because it was so much harder 
than the steel wheels, as indicated by the fine shavings 
lying about. A forged tongue was installed, and 

· instructions were issued that every derailment be 
reported. The change from a manganese to a forged 
tongue did reduce the derailments about 50 per cent, 

i.but they were still too frequent for safety. After the 

forged tongue was worn to what we considered perfect 
shape, we took the original manganese tongue, ground 
it carefully to the same shape and put it back in the 
switch. After a time the derailments began again in 
spite of the change. 

Now that we were satisfied that the switch itself was 
perfect, we turned our attention to the trucks that were 
operated over it. Seven repeaters were noted. In each 
case we found that the trouble was due to such truck 
defects as these: narrow-gage wheels, heavy side 
bearings and excessive length of compression bolts. 
The principal trouble, however, was lack of grease. 
Heroic measures were taken to cure the last-named de
fect by detailing men to grease every side bearing 
whenever the track had been freely sanded after a 
storm. The result was that derailments at this point 
were eliminated entirely and the switch lost its bad 
reputation. 

In another instance derailments at a certain new 
right-hand switch were numerous. This switch had a 
manganese tongue, and the guard side was too straight. 
We gave it the proper bevel, with the result that no 
further derailments occurred except with maximum 
traction trucks. One off ending truck was put over the 
pit and tested for flange, gage and side-bearing trouble. 
The only defect found, however, was a slight creeping 
wear in the forward pony wheel. After this defect was 
removed the car was tried again but did not show im
provement. We then learned that this type of truck 
was constructed to throw 70 per cent of the car weight 
on the drivers and 30 per cent on the ponies, and that 
the trucks were used with the pony wheels leading. 

When the test car was returned to the shop the trucks 
were examined again. This time we found that there 
was no weight on the right forward pony wheel, and 
that five-eighths of the compression had been exerted 
on the left forward pony before the right forward wheel 
had received any. The records showed that this truck 
had been derailed at almost every right-hand switch on 
the line. The cause was therefore readily removed by 
going over the adjustments of the truck to insure 
the equal distribution of weight on both pony wheels. 

The moral of this experience is that we must examine 
every side of the case before we say this or that is the 
fault. The maximum traction truck had acquired an 
unsavory reputation and was condemned as a class. In 
fact, derailments were taken so much as a matter of 
course that motormen took no special pains to avoid 
them. Now, if derailments occur at any point through
out the system, we examine the truck as well as the 
special work. 

MAINE ELECTRIC RAILWAY ST A TIS TICS 

According to the fifty-fifth annual report of the 
Board of Railroad Commissioners of Maine, there were 
fourteen electric railroads and one horse railroad in 
the State on June 30, 1913. The total mileage of 
street railways was 485.09 miles, there being no in
crease during the year ending on the above date. 
The number of employees, including general offi
cers, was 1825 as against 1840 in the year previous. 
The gross assets of the several electric railways were 
$32,733,851, and the gross liabilities, including capital 
stock, $31,949,708, these amounts being increases of 
$4,878,462 and $4,420,002 for the previous year. The 
aggregate capital stock amounted to $14,378,968, an 
increase of $126,800. The total amount of dividends 
declared during the year was $324,395, an increase of 
$95,917. Seven of the companies paid dividends vary
ing from 3 per cent to 7 per cent and eight paid no 
dividends at all. 
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HOT-RIVETED BRACKETS WITH IMPREGNATED COBS 

The impregnated locust or oak cobs used in the con
struction of the brackets illustrated herewith are slowly 
forced into the cold-drawn st eel shell s under a pres
s1.;.re of several tons. A desirable wood thimble is thus 
secured without the danger of splitting the cobs. The 
wall plates are made of pressed-steel and open-hearth 

Front and Hear Views of Electric Riveted Brackets 

channels and the brackets of hot-forged open-hearth 
steel. The brackets are riveted hot with electrically 
operated riveters. No metal portion of the bracket 
touches the insulator. These brackets ·are the product 
of the Barnes & Kobert Manufacturing Company, New 
Haven, Conn. 

TESTS OF TITANIUM RAILS 

The fifth bulletin covering rail reports made by the 
Titanium Alloy Manufacturing Company has just been 
issued. This contains detailed results of chemical 
analyses and physical tests upon a number of rails, 
titanium-treated and untreated. The bulletin adds t o 
the tests reported previously results from six sections 
of open-hearth rails rolled during the summer of 1913 
for a southern railroad system. Sulphur prints, etched 
sections and micro-photographs of etched and un
etched steel are included in the report, as in the case 
of previous bulletins. These are remarkably illumi
nating illustrations of the actual structure of the steel 
which entered into the different rails. 

From the results of all of the tests given in the 
bulletin it was indicated that the treated rails in gen

eral were stronger, and, except in the case of one rail, 
were less ductile than the untreated specimens, al
though this is possibly due to the fact that the treated 
rails were higher in carbon at head and flange than 
were the untreated rails. In view of the greater aver
age strength and hardness of the treated rails they 
might have been expected to show lower impact re
sistance, but the results obtained from them in the 
endurance tests appear to be about equal to those ob
tained from the untreated rails. 

The tests and photographs show the difference be
tween segregated rails with hard centers and other rails 
with soft centers. The latter gave more uniform re
sults in the vibratory endurance tests and this indicateo 
a greater degree of safety when in use in the track. It 

was found that, in the treated rail s, there existed a 
pink slag of unknown character, although t he latter 
was not found segregated in dangerous, weakening 
streaks. Since two of the three untreated rail speci
mens were bad ly segregated and none of the three 
treated rails showed any such indication, the tendency 
of ferro-carbon-titanium in preventing thh; harmful 
condi tion was believed by the manufacturing company 
to be well demonstrated. 

DOUBLE-DECK TRACl{LESS TROLLEY BUS ON TRIAL 
AT BRIGHTON. ENGLAND 

The R. E.T. Construction Company, Limited, London, 
England, rece11 t.ly loaned to the Brighton Corporation 
Tramways the first double-deck trackless trolley bus 
ever built. As shown in the accompanying illustration, 
this bus is being used in experimental service on a wood
paved street in t he famous pleasure resort named. The 
route is 2100 ft. long and is on a thoroughfare in the 
center of the town where the flexibility of the trackless 
trolley bus can best be determined. 

The vehicle has a 13-ft. wheelbase and is equipped 
with two 20-hp completely inclosed commutating-pole 
motors . Two types of brakes are provided, the hand 
brake acting on the shaft , and an external expanding
brake on each of the back wheels. The apparatus con
trolled by the motorman is compactly arranged on the 
front platform. The steering gear is immediately in 
front of the motorman and the controller is in a con
venient position on hi s left-hand side, while a ll the other 
controlling parts are within easy arm's r each. The two 
trolley bases, one being needed for the return circuit, 
are s ituated at the back of the bus. The present bus 
accommodates thirty-eight passengers, but this vehicle 
by no means r epresents the limit of capacity in double
deck buses. 

In one of the tests at Brighton the bus was success-

Double-Deck Trackless Trolley Bus Making a Turn-out on 
a Brighton Street to Pass a Truck 

fully zigzagged across the whole width of the roadway. 
At present no provision has been made for turning the 
vehicle at the terminals, but even under the present 
conditions the motorman is able to turn the vehicle in 
ten seconds. 

Easy acceleration, almost completely silent running, 
smoothness of motion, absence of skidding, flexibility 
of movement and lack of disagreeable odors are the 
chief advantages asserted for this system in comparison 
with gasoline buses. 
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PORTABLE TRACK GRINDER WITH CUP WHEEL 

An important auxiliary of the electric joint-welding 
process of the Indianapolis Switch & Frog Company, 
Springfield, Ohio, is its improved portable track grinder 
for producing a smooth finish after the steel or man
ganese has been added. Among the distinctive features 
of the machine illustrated are light weight (1500 lb.), 
freedom from chattering and avoidance of dips or irreg-

0 

SIDE-ENTRANCE CARS AT BIRMINGHAM 

Within the past year the Birmingham (Ala.), Ens
ley & Bessemer Railroad purchased from the Southern 
Car Company, High Point, N. C., five side-entrance 
cars of the type shown in the accompanying illustra
tions. In these cars the side-entrance principle has 
been adapted to permit separate compartments for 
colored and white passengers. Colored passengers en
ter and leave at the left-hand side of the dividing rail 
while the white passengers use the other side of the 
rail. As the white compartment is larger, it is also 
furnished with a front exit. A sliding step is used at 
the main opening, but a folding step was required at 
the front to avoid fouling the front truck during swiv
eling. All doors are hinged and are clear-glazed. The 
successive steps from the ground to the car floor are 
13 in., 14 in. and 10 in. plus a ramp of 3 in. up to the 
bolster line. As the cars are operated single-ended, the 
devil-strip side has no doors other than one which is 
used by the conductor to adjust the trolley pole. 

The cars are 47 ft. long over the bumpers and 8 ft. 
7 in. wide over all. 

Elevations and Plan of Hail Grinder 

The side sills are 
composed of 6-in. x 
6-in. x %-in. angles 
running the entire 
length of the car. 
To these angles a 
3/ 16-in. x 32-in. 
steel plate is riveted 
to form the side 
sheathing, a stiff 
plate girder being 
obtained by rivet
ing 2-in. x 1 ½ -in. x 
¼-in. angle irons 
to the sides. At 
the main side open

ular spots even in the hands of inexperienced men. As 
:• to the first feature, the weight is so balanced through 

', :·\,1the carri~r wheels that the carriage can be swung 
:. ):~;~.-:: around and easily taken from the track by two men in 
::,-~- '.t~h en seconds. The use of a cup wheel of emery or other 
,, "r, 

ing for passengers the side sill angle is reinforced by 
1/~-in. x 12-in. steel plate bent to shape and extending 
about 4 ft. on each side of the opening. The side sill 
angles of the plate girder are further strengthened by 
an under truss securely fastened to the angle and form-

One-Way Side-Entrance Car for Birmingham, Ensley & Bessemer Railroad 

abrasive material is perhaps the most characteristic 
feature. This wheel is driven by vertical motor of 3 hp 
to 5 hp, and as it is adapted for wet grinding it can cut 
very rapidly without burning. The carriage is oscil
lated or propelled by means of a ratchet lever placed in 
the center. The normal arrangement of the machine 
will take care of all surface work. However, for grind
ing down in grooves or for roughing surface work, the 
motor is thrown from the vertical to an inclined position 
t o permit the attachment of a flexible shaft and ordi
na ry-shaped wheel. This grinder can also be used for 
t he attachment of drills or reamers. 

ing truss posts about 4 ft. in front of the center-door 
opening. The cross-sills at the main side opening and 
other smaller floor members are 6-in., 10½-lb. channels. 
A conduit for cables and pipe was formed by riveting a 
5/ 16-in. x 12-in. plate on top of the center channel 
structures and a ½ -in. x 4-in. plate on the bottom of 
the center channels at each crossing. 

The posts are of white ash or oak. The roof has both 
white oak and steel carlins, the latter being placed at 
each side post. The interior finish is of cherry and 
the ceiling is agasote. The arch roof is supplied with 
ten Garland ventilators. The car seats fifty-eight. 
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A NEW LIGHT-WEIGHT PRESSED-STEEL TRANS-
FORMER CASE 

A radically different type of transformer case for 
distributing transformers has lately been placed on the 
market by the Pittsburgh Transformer Company after 
several years of development and testing. This new 
case is of pressed-steel, blue-annealed planished plate, 
and naturally it is much lighter than the ordinary cast
iron cases. 

Transformers are really a tonnage material when 
considering the handling expense, the lightest and 

Transformer Made with Pressed-Steel Case to Secure Econ-
omy in Weight and Shipping Cost 

smallest size weighing at least 100 lb., and the medium 
and larger sizes weighing up to 3000 lb. each, for the 
pole-type sizes. The handling of a distributing trans
former is necessarily done by the line-crew with "hand
power" and "man-power," which is higher in cost than 
"horse-power." The saving in the cost of freight is, 
of course, in proportion to the reduction in weight and 
averages 30 per cent. While it is difficult to get ac
curate central station costs for the handling of such 
heavy material as transformers, fairly close estimates 
show that on 10,000 lb. of transformers shipped 500 
miles, the freight, cartage, loading, unloading, ware
housing, installing, etc., costs about $110. Thus, a 
30 per cent decrease in weight saves $33. The appre
ciable weight reduction also permits larger transform
ers to be mounted on poles with the same pole-strain 
safety factor, or permits the use of smaller poles for 
given transformer sizes. 

It is asserted, furthermore, that the new pressed
steel case is also much stronger than cast iron, so that 
it will stand up even better to the everyday wear and 
tear, rough handling in transit and the accidental 
bumps and jars which may happen when a transformer 
is dropped from a pole or wagon. Thus it is reported 
that in laboratory tests, thirteen blows with a sledge 
hammer failed to show any injury, except slight in
dentation of the pressed steel, whereas, two blows of 
the sledge applied to an ordinary cast-iron case cracked 
the cast-iron case with the first blow and completely 
shattered it with the second blow. 

Finally, unless the common cast-iron case is carefully 
japanned it will leak oil, due to seepage through the 
porous cast iron, and where the cast iron is imperfect 
or thin, hot transformer oil will seep through the metal 
and drip. Pressed steel, due to its density and non
porous structure, eliminates the possibility of oil seep
age. 

1200-VOLT HIGH-SPEED PASSENGER LOCOMOTIVES 
OF THE OAKLAND, ANTIOCH & EASTERN RAILWAY 

Business has incr eased so rapidly since the opening 
of the Oakland, Antioch & Eastern Rai lway that in 
order to cope with the heavy through-passenger t raffic 
between San Francisco and Sacramento it has been 
necessary to place in operation two 62-t on d.c. loco
motives for hauling passenger t rail cars. E ach locomo
tive when operating a t, say, 56 m.p.h. is capable of 
hauling a train of five st eel passenger t rail cars, weigh
ing 37.5 tons each, on a level tangent track at 1100 
volts. With only three of these cars, one of these 
locomotives under the same track conditions is able to 
attain a balancing speed of about 60 m.p.h. 

MEC HANICAL PARTS 

The mechanical parts were built by the Baldwin 
Locomotive Works, Philadelphia, Pa. There are two 
articulated trucks each having six wheels, four of 
which are drivers, making a total of eight drivers per 
locomotive. Each group of wheels consisting of two 
pairs of driving wheels and one two-wheeled radial 
truck has an independent frame. These two truck 
frames are connected together with an articulation 
link. The cab is mounted on a separate frame which 
is supported on the truck frames by eight spring
loaded friction plates, no draw bar pull being trans
mitted through the cab. The cab center pins carry no 
weight and are used simply to maintain the position 
-of the cab with respect to the trucks. 

The truck side frames are steel castings of the steam 
locomotive type, 31/2 in. wide, with their centers 76 in. 
apart transversely. These frames have renewable 
wearing gibs on the pedestals. The two-wheeled trucks 
under the ends of the locomotive are of the modified 
Rushton type with radius bars, and are equalized with 
the driven wheels. In each group of wheels the equal
ization is continuous on both sides of the locomotive. 

The truck frames are braced transversely at each 
end and also at two intermediate points. The cross
ties at the inner ends of the frames have radial faces 

1200-Volt D.C. High-Speed Passenger Locomotive of the 
Oakland, Antioch & Eastern Railway 

which bear against each other. These cross-ties are 
provided with spring buffers placed 38 in. apart. In 
negotiating curves the inside buffers are compressed, 
thus tending to restore the alignment of the fram es 
after the curve has been transversed. These buffers, 
being in contact at all times, also help to promote 
steady riding when passing over rough tracks . 

The cab underframe is a built-up structure com
posed of channels, plates and angles. The long itudinal 
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s ills are four in number and they consist of 8-in. chan 
nels which have a length of 33 ft . 11 ¼ in. The width 
over the outside channels is 8 ft. 10 in. This structure 
is spring supported at eight points, four on each truck 
frame. The center pins which hold the cab frame in 
a lignment with the trucks are 14 ft. 8 1 ~ in. apart. 
One of these pins is allowed a limited amount of 
longitudinal movement in the center plate on the cab 
frame to compensate for the varying distance between 
truck centers when the locomotive is traversing curves 
and t o relieve the cab fra me from buffing shocks. The 
cab is arranged for double-end operation. The auto
matic couplers have radial drawbars with centering 
springs. The principal dimensions of these locomo
tives are presented in an accompanying table. 

ELECTRICAL EQUIPMENT 

The control for the traction motors is of the West
inghouse unit switch field type (HLF), s imilar to the 
type HL except that the field control takes care of the 
extra field tap of the motors. The control equipment 

r es istors, one series-parallel switch, two reversers, one 
main switch, one main fuse and box, one set of train 
line connector s and one set of grid resi stors. 

Each locomotive is propelled by four Westinghouse 
No. 308-D-7 250-hp motors. These motors are of the 
commutating-pole box frame type arranged for field 
control. 

L OCO M OTIVE D ATA 

(; r:. ge . . ... , . . . . . . . . . . . . . . . . . . . . . . . .J: l (, ~ ~/:;! Il l. 

\Vh ee llJase , rigid . . . . . . . . . . . . . . . . . . . . . . . . ... 7 ft . 4 in 
\Vh ee llJase, t ota l....... . . . . . . . . . . . . . . . . . . . . . . . .n f t . O in 
Drivrng wheels, diam et er, outs id e ..... . ... 42 in. 
Driving wheels, d iamet er, cente r. . . . . . . . . . . . . ..... 37 in. 
D1iving jou rna ls. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . G in. x 9 in. 
T ruc k wheels, diam et e r . ...... . .......... . . . . . . .. 30 in. 
T1 .uc k joui n a ls . . . . . . . . . . . . . . . . . . . . . . . . . . . ... 4 1,'.! in. x 8 in. 
\V1llth over al l. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .... ... 1 O ft. 
H e ight to top of cab.... . . . . . . . . . . . . . . . . . . . . . .... .. 12 ft. 
L ength cente r t.o ce nt e r of coupl er knucl,les....... . . .... :El ft. 
\Ve1ght on dnvmg wh ~els .•............. . ............ 86 ,0 00 lb 
\Ve1ght, tota l e ngme .. . . . . . . . . . . . . . . . . . . . . . . 124,000 lb: 

Two dynamotors are mounted on each locomotive. 
These operate the compressor and blowers and supply 
the required amount of 600-volt direct current for 

Interior Views Showing Contactor and Cab Equi1lment Layout of 1200-Volt D.C. Locomotive 

is mounted in a grounded expanded metal cage which 
protects the apparatus and yet allows it to be accessible 
for maintenance and inspection. 

It will be noted that the reversers or series parallel 
switches are placed next to the floor, the switch groups 
and line switches directly over them, and the resistors 
directly over the switch groups under the roof. The 
g rid resistors are mounted in the main cab pver tht. 
switch groups and are enclosed in a steel cabinet open 
at the bottom and provided with hinged doors on each 
side so as to secure easy access. Ventilators are pro
vided in the roof over the resistance cabinet. Forced 
ventilation is supplied by blowers mounted on the ex
tended shaft of the dynamotors. The air-brake dis
tributing valve is conveniently located inside the cab 
where it will be kept sufficiently warm to prevent 
freezing. 

The control apparatus of each locomotive consists in 
general of the following: Two master controllers, two 
swi tch groups, two change-over switches, two control 

lighting the passenger cars, the locomotive, headlight 
and for operating the control. Each compressor has a 
capacity of 35 cu. ft. of free air per minute. 

The air brakes, built by the Westinghouse Air Brake 
Company, are of the type EL especially designed for 
electric locomotive service. Each locomotive is also 
equipped with a hand brake for holding the locomotive 
when stored. 

The "near side" stop is attacked in a petition of resi
dents of Independence, Mo., in which city officials were 
asked to take up with the Metropolitan Street Railway, 
Kansas City, Mo., which operates in Independence, the 
question of changing to "far side" stops. The request, 
however, was due to local conditions. Parkways be
tween the curbing and pavements are said to have been 
damaged by persons boarding cars under the "near stop" 
conditions. Where far stops are observed, the passenger 
is in line with the entrance to the car from the sidewalk 
crossing and thus need not cross the parkway. 



APRIL 4, 1911.] ELECTRIC RAILWAY JOURNAL 787 

LONDON LETTER 

(F1·om 0111· R eg ular Co1T e8pondun t) 

The annual dinner of the Tramways & Light Railways 
Association was held in March. Viscount Chilston, the 
newly-elected president of the a ssociation, presided. Harry 
England, vice-chairman of the association, proposed the 
toast of "Our Guest s," among· whom were included rep
resentatives of the tramway officials of the Board of Trade 
and of the Municipal Tramways Association. He stated 
that the Municipal Tramways Association and the Tram
ways & Light Railways Association now worked together 
and that the feeling that existed between the associations 
some years ago had entirely disappeared. The toast was 
responded to by Alderman II. Linsley, president of the 
Municipal Tramways Association, who stated that it was 
diplomatic to invite representatives of the Board of Trade, 
as that was the one department with which they all 
ought to be on good terms. Alderman Rodgers, New
castle, also responded to the toast, and extended a hearty 
welcome to the members of the association, which is to 
hold its next meeting in Newcastle. The toast of "The 
Tramways & Light Railways Association" was proposed 
by J. M. Henderson, who pointed out that there were 286 
tramway systems, either company or municipally owned, 
with 2626 miles of track, the capital amounting to £80,000,-
000 and the gross annual receipts to £15,000,000. In re
plying to the toast the chairman spoke of the useful 
work that both associations had performed in the Houses 
of Parliament. He expressed disappointment, however , 
at the recent decision of the House of Lords on the rating 
question. He stated that they had a warm corner in their 
hearts for the Board of Trade, and thanked the Postmaster
General for his work in regard to the question of guard 
wires. He concluded by expressing the hope that the rela
tions of the associations with all the government depart
ments would continue to be of the same friendly character. 
Arthur Stanley proposed the health of the chairman. This 
concluded the proceedings, outside of the excellent mu
sical entertainment which had been provided. 

The total number of bills deposited in Parliament for 
the session of 1914 relating to railways, tramways, railless 
electric traction, etc., and the supply of electricity, gas and 
water, is 112, as compared with ninety-four of the session 
of 1913, while the total amount of money proposed to be 
raised is £19,666,170, as compared with £21,148,410 in 1913, 
a decrease of £1,482,240. • 

The Stalybridge, Hyde, Mossley and Dukinfield tram
ways committee has decided to abolish halfpenny fares on 
its tramway system except for children entitled to half 
fares. . In the future children between the ages of three 
and fourteen are to be allowed to travel at half fare. Here
tofore the provision in regard to children riding for half 
fare has applied to those between the age of three and 
twelve years. 

In his speech at the meeting of the Bristol Tramways 
George White made it clear that the company means to 
oppose the Bristol Corporation bill for the purchase of the 
tramways. The chairman referred to the rapid and re
markable development of the motor bus traffic and the 
charabanc services. The motor bus services are to be 
further augmented in response to the popular demand, and 
the summer services of the long distance charabancs are 
,evidently to be increased in the near future. 

The Hove Town Council, in reply to a communication 
from the Brighton authorities, has passed a resolution ex
pressing the opinion that it would be to the best interests 
of the two towns to test the overrunning system of railless 
·traction. Until this had been done the Council could not 
agree to arbitration. Having adopted the under-running 
system, Brighton favors the appointment of an arbitrator 
to determine what system should be adopted for the author
ized through routes. The representatives of Brighton 
have pointed out that the overrunning system is unsuited 
to th~ conditions there, owing to the necessity of crossing 
certam tramway tracks. 

The examiners of private bills have received official inti
mation of the withdrawal of the bill under which Parlia
ment was asked to incorporate a company to construct 

an electric railway under the River Tyne between Tyne
mouth and South Shields. 

The Liverpool tramways committee has decided t o equip 
the tramway syst em with a utomatic point controllen,, such 
a s the one in operation opposite the Town Hall. Vacan
cies will be found in the carhouses for the boys now en
gaged as point attendants. The controller which is t o be 
installed will be of the Collins type. 

The London County Council is seeking the support of 
the loca l authorities to an increase in the speed of the 
t ramcars, and after this has been obtained will approach 
the Board of T rade for consent. A speed of 16 m.p.h. is 
permitted on a few routes, and the Council is anxious to 
have the 12 m.p.h. routes scheduled for the higher speed. 
The borough councils, however, do not appear to be willing 
to acquiesce to the proposal. 

The report of the Underground Electric Railways, Ltd., 
London, shows a satisfactory increase, but it is interesting 
chiefly for facts which it gives in regard to the company's 
construction work. The work which has been in progress 
at the Charing Cross station of the Metropolitan District 
Railway is almost fini shed, and the new escalators are al
ready in service connecting this railway with the Bakerloo 
tube which passes underneath. The escalators connecting 
with the Hampstead tube, which has been exte nded from 
the vicinity of the Strand by mea ns of a loop underneath 
Charing Cross st ation, will be in service soon. Flying 
junctions have been cons tructed at Earl's Court, which 
will greatly facilitate train movement at that point. The 
exte ns ion of the Bakerloo tube from Eclgeware Road to 
Paddington was opened in Deceml:;er, 1913, and the traffic 
is developing satisfact ori ly. Escalators are being installed 
on this line at Oxford Circus and Baker Street st ations. 
The construction of the Queen's Park extension of the 
Bakerloo Railway, by means of which access will be had to 
the main line of the London & North Western Railway 
when trains will run from the whole tube system of Lon
don as far north as Watford, is also well under way and 
should be completed this year. Wor k has also been com
menced on the extension of the Central London Railway 
from Wood Lane to connect with the Ealing a nd Shep
herd's Bush line of the Great Western Railway. The City 
& South London Railway, also controlled by the Under
ground company, shows a slight falling off in the receipts, 
but after the tunnels of this railway have been enlarged, 
so as to allow intercommunication of rolling stock, it is 
expected that the traffic will increase. 

The Metropolitan Railway is bettering its service to 
Harrow, and is preparing to extend to Richmond. The 
London & North Western Railway refers in its annual 
report to the electrification to Watford in conjunction with 
the Bakerloo Railway, and also in conjunction with the 
North London Railway which will bring the electrified lines 
into Broad Street station in the city. Nearly £2,500,000 
will_ be spent by th_e London & North Western Railway 
during 1914, of which the new power station at Stone
bridge Park will absorb more than £500,000. The London, 
Brighton & South Coast Railway reports excellent results 
due to its policy of electrification of its suburban lines. 
This company is pushing on with the electrification of 
the suburban services and hopes to complete the section 
from Ealham through Streatham Common, Norbury and 
West Croydon to Wallington by the end of this year. Other 
secti~ns. will then be taken in hand as quickly as possible, 
and 1t is hoped that the complete electrification of the 
company's suburban lines will be finished within a period of 
four years. 

The Midland Railway reports that it is now widening 
the line on certain portions of its route between London 
and Tilbury in preparation for electrification. The com 
pany is asking for power to issue £1,000,000 of new capi
tal. The London & South Western Railway is engaged in 
the work of electrifying the Thames Valley branches and 
the necessary main lines connecting the suburban area 
with its huge new station at Waterloo. 

The board of trade of Swansea has, after considerable agi
tation, consented to the construction by the Corporation of 
the Mount Pleasant Light Railway. The new line will have 
one of the steepest grades in England. 

A. C. S. 
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New-s of Electric Railways 
Rapid Transit Developments in Philadelphia 

On March 25 the Philadelphia Rapid Transit Company 
submitted to the special committee on rapid transit of Phila
delphia a plan under which the company would agree to 
operate the additional rapid transit lines proposed in a re
port recently issued by the city. These include ( 1) an ele
vated railway to Frankford to be built by the Rapid Transit 
Company and operated as an extension to the Market Street 
Elevated service; (2) a tube under the Delaware River to 
be built by interests holding that franchise, this line to be 
leased to the Rapid Transit Company and operated as an 
extension to the Market Street Elevated service with an 
additional fare of 3 cents therefor; and (3) additional sub
way and elevated lines, including the Broad Street subway 
and the Chestnut Street subway-Darby elevated, to be built 
by the city and operated by the company with free transfers 
between the surface lines. 

In this connection the company pointed out that at present 
it is making a charge of 3 cents for transfers between sur
face cars ( or exchanges, as they are called at Philadelphia) 
at a great many points and that this rate of fare is pro
tected by the contract between the company and the city, 
dated July 1, 1907. An analysis of the receipts of the com
pany shows that it is absolutely dependent upon the revenue 
from this exchange charge. · 

The sum produced by this extra 3-cent charge for ex
change tickets during the last three fiscal years was as fol
lows: 1911, $739,296; 1912, $774,764; 1913, $794,264; and 
the same rate of increase (4 per cent) gives the figures: 
1914, $826,024; 1915, $859,075; 1916, $893,438. The company 
says that if it puts a free transfer system in operation, as 
has been advocated by the Council, it should be compen
sated for the elimination of the returns from the 3-cent ex
change ticket and suggests as a means by which this could 
be accomplished that it should be relieved of (1) the annual 
payment in lieu of repaving streets, at present about 
$500,000; (2) the annual payment to the city for tax on 
dividends of certain of the underlying companies, now ap
proximating $115,000; and (3) the annual payment into the 
sinking fund under the contract of July 1, 1907, at present 
$120,000. The total of these various items amounts to the 
sum of $735,000. 

As the problem for the fiscal year, 1915, is to compensate 
for a loss of $859,000, there would still remain a deficit of 
$124,000 which the Rapid Transit Company would be obliged 
to overcome by economy in operation and by rerouting and 
c-ombining certain lines to meet the new conditions arising 
from the enlargement of the transfer privilege. The com
pany would, in this event, resume payments into the sinking 
fund in 1924, upon a basis which, if the contract were ex
tended for an additional period of seven years, would pro
duce the sum of $30,000,000, with which the city could pur
chase the capital stock of the Rapid Transit Company at the 
termination of the contract. In the same statement it also 
outlines the other conditions under which it will agree to 
operate the rapid transit lines which have been proposed for 
construction. 

A . Merritt Taylor, transit director of the city, opposed 
the proposition made to the city by the Rapid Transit Com
pany and has summarized the main points of difference be
tween the city and the company in the following comparative 
table: 

P. R. T. PROPOSITION 

COMPANY'S INVESTMENT-ESTI
MATED COST 

F1·ankford elevated, 
structure ....... $6,5 1 0,000 

Frankfo rd elevated, 
equipment . . . . . • 2,402,000 

Total ........ $8,9 1 2,000 

( Company to secure lease of 
Camden tube, costing $6 ,-
000 ,000 in 5 per cent bonds, 
a nd ownership ther eof to be 
vested in P. R. T.) 

TENTATIVE SUGGESTIONS 
OF THE DEPARTMENT 

OF CITY TRANSIT 
COMPANY'S INVESTMENT-ESTI

MATED COST 
Frankford elevat ed, 

stl'ucture . . . . ... $6, 510,000 
Frankford eleva t ed, 

equipment . . . . . . 2,402,000 
Broad Street sub-

way, equipment.. 7,393,000 
Ch eiitnut - Darby, 

equipment . . . . . . 2,045,300 

Tota l ......... $18,3 50,300 

(Company to secure lease of 
Camden tube, costing $6,-
000 ,000 in 5 per cent bonds, 
a nd owne1·ship thereof to 
be v ested in P. R. T.) 

GlTY'S ) NVESTMENT 
13l'Oad Street sub-

way, s t1·uctu1·e .. $3 4,682 ,000 
B l'oad Str eet s ub-

way, c,1uipment.. 7,393,000 
C hestnut s ubway-

Darlly elevated, 
st1·uctu l'e ( n o t e ) 12,810,000 

C hestnut s ubway-
L>a1 lly e levated, 
er1u ipment (note ) 2,04 5,300 

Total ...... .. $56 ,930 ,30 0 

CITY'S lNVEST!l!isNT 
lkoad Street s ub-

w ay , structu re ... $34,6S2 ,0 00 

C hestnut s ubway
Darby elevat ed, 
s tructure ( note) 12,8 1 0,000 

Tota l ........ $4 7,49 2,000 

NOTE: 1-'. n. T. ta kes th e position tha t Market Street e le vated 
line has insul"hcie nt r es erve ca pacity to justify the t empor a r y oper
a ti on of the D.u ·by e levated serviee th1·ough Market Street, and 
positively r efuszs to make the necessar y a n angem ent the r efo r. If 
this be tn1al , th e Da rby e levated cannot be built until tratfic condi
tions just ify the buildmg- of the Chestnut Street s ubway. 

l\f ETHOD OF OPERATION 
CornJ)any to operat e a ll ci ty
built a nd c ity-equippe d lines 
o n the following basis: 

1. F1·om n et ea1·nings d educt : 
(a) No company mvestment 

in equipm ent under 
t his plan. 

( b) Prefer e nti a l I)ay m ent 
for decrease in com
Jiany's net income of 
yea r IJl'ior to opera
tion of c ity-built line , 
v iz. : yea 1· e n d i n g 
June 30, 1918. 

( c) Interest a nrl s inking 
fund on c ity 's invest
m e nt, cumula tive. 

2. Divide balance of s urplus 
earnings b etwee n city a nd 
co mpany (half and h a lf). 

3. Outside of delivery dis trict 
free transfers with a ll 
iiurface lines at p oints of 
in t en ;ection at stations, 
and a lso w it h othe1· r a.pid 
trnnsit l ines; d ivi11io n of 
farn to b e 2~ /, cents to 
c ity a nd 2 ½ cents to com
pany. 

4. W he n c ity builds Ch estnut 
subway - Darby elevated 
line, company to operate 
it wi th Frankford elevated 
line as a through line on 
above basis , company to 
be a llowed 6 p e r cent re
turn on its investment in 
J<~r a nkforcl line. 

METHOD OF OPERATION 
Company to oper ate all c ity
built li nes on the fo llowing 
bas is: 

1. F1·om n et earnings deduct: 
( a ) Inter es t on eompany's 

investment ther e in at 
6 per cent, cumula
tive. 

(b) For the first five years 
of operation of each 
city-built line , but not 
ther eaft er, a pre t e r
e utial payment to 
equal the n e t cle
c1·ease, if a ny, in the 
net income of the 
company d e1·ived from 
a ll its surface lines 
a nd its r a pid transit 
lines b elow the actual 
n e t income for year 
to Jun e 30, 1914, 
which dec rea se is 
caused solely by the 
diversion of tra ffic by 
such city-built lines. 
Amount of this pref
erential payment, or 
J)ayments, not to ex
ceed $5 00,000 in any 
one year. 

In case of disagree
m ent as to amount of 
pref er entia l p a y -
m ent, question to be 
arbitrated by one 
representative each 
o f city, compa ny and 
public service com
mission, whose find
ings shall be subject 
to r eview and final 
d ecision by the public 
se1·vice commission. 

( c) Interest a nd sinking 
fund on c ity 's invest
m ent, c umulative. 

2. Divide b a la nce of surplus 
ea rnings betwee n c ity and 
company in proportion to 
the ii· r elative investment 
in a ll n ew rapid transit 
lines. 

3. Free tra nsfe r s between a lt 
surface lines a nd n ew 
r a pid transit lines ( Cam
d en except ed) a t points of 
inte r section at stations, 
division of fa r e to be 3 
cents to city a nd 2 cents 
to company ; a nd a lso 
with other rapid transit 
lines, division of fare to 
be 2 ½ cents to city a nd 
2 ½ cents to company ; 
s u ch free transfers to be 
regulated to such extent 
only as may b e necessary 
to protect the interests of 
the ,public. 

4. When the city builds Chest
nut subway-Darby ele
vated line, company to 
opera te it with Frankford 
elevated line as a through 
line on above basis, and 
the earnings on Frank
ford-Chestnut-Darby Line 
to b e clivided on above 
basis. 

5. City to have right to re
quire company to operate 
on above basis additional 
rapid transit lines or ex
tensions which the city 
may from time to time· 
build and equip. 

(;, The profit from Camden 
tube, at 3-cent fare, the 2 
cent payment to surface 
lines for transfers and 
preferential payment to 
compensate for surface 
losses. 
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Note :-City to b e pe rmittt-d to 
capita l ize its i11t e1·est a nd s i11 k
ing funrl a el· t·u:ll s t o e rnl of fit"st 
yenr o f o p e ration. Compa n y t o 
b e pe rmitte ,l to capita lize its in 
t e r est accruals to e ml of fir s t 
y ea r of ope ration. Such a ccrua ls 
a s :u ·e cap it a li ze,! s ll a ll 11ot b e 
t a k e n o ut of ea rnings. 

UN I VERSAL TRANSFlmS. 
Beginning Oct. 1, l!Jl4, com 

pany to discontinue 3-cent e x 
change ticke ts and est a hli s h o ut 
si d e of ce ntral d e live ry dist1 ·il- t 
unive l'sal free tl'anst'e l'>< b e twee n 
su rface li n es aml b e twee n su1·
face a nd rapi (l tra n s it l ines . 

To com pe nsate company for 
a nnual loss of revenue from ex
c h ange tickets, which a mount e d 
to $803,10 8 for year to Jun e 30 , 
1913, c ity to ameml 1907 co n
tract as follows: 

1. Ex tend expiration of con
tract for s even y ears from 
1957 to 1964. 

2. C ity to waive annua l pay
m ents in lie u of r epairs o f 
paving and li cen se f ees, 
a mounting to upwa rd of 
$!'i 00,000 per year , a nd 
a lso t a x on d ivide nds of 
subs idiary com p a ni es of 
about $116,000 per y ea r. 

3. Present s inking fund p ay 
ments of $120,000 .per a n
num to be suspended for 
n e xt ten years a nd there
after to b e so grade d as to 
ex tinguish p a r va lue of 
c ompany's stock in r e
maining forty yea1·s. 

7. C it y to have rig h t to r e
quir e company to ex t e nd 
its ex is ti11g s u rface sys
t e m from tim e t o tim e: as 
th e Pub lic 8 e rv iC'e Co m 
mission ma y ,fotc l'mine to 
b e n ece,ssai·y for Jiu !Jlic 
conve ni e n ce. 

S. 1907 contrn c t t o b e ex
t e nded 1'01· s e v e n yea r s. 
l II future divi s ion of ea rn 
ings provide d untl c r co n 
tr:wt , city t o t·ece ive ll u1·
ing· 1:u,t s e v e n years o f: ex
t e nd ed contract a nd the r e
after ( if prope 1·t y is not 
purc h ase(] at ex,pira tion 
of e x t e ncle ,1 t erm) a ll s u1·
plus e a n1i1 1gs ove r Ii pe r 
cent o n par value of P. I :. 
T. s t ock. 

Not e :-City to be permitt e d t o 
ca pit ali7.e it>< interest a nd :-1i11k
in g f urn! acC'r u a ls to e ncl of fin,t 
yea1· of op e t·ation. Comp a n y t o 
Le p e rmitted to l':tpit a li ze it s in 
t e r est nccrua ls to e nll o[ fin,t 
yea r of ope1·n tion. ~ueh ac·,·1·u 
a ls as are c npit a lize d s h a ll n ot 
b e t a k e n out of e a rni ngs. 

UN t VE HS A L THANS l'Ens . 
The a Love pla II l<Ug-ges t ed Ly 

th e d e pa1'trn <." 11t woul<l el iminate 
ov e r one-half of the e x c h ange 
ti C' k <? t s au t o m a tiC'a lly in a rnan 
n e l" which wou I,l impose no un
due bunlt·n on th e I '. R. 'l'. C'om
pa ny or on the c it y. Th e 1·e 
maincle r thereof s houltl a lso h e 
e li mina t e rl in a mann c l" t o b e 
ag1·ee,l upon anrl uni v ersa 1 
tm n sfer s s h o uld Le sec ut·ecl to 
a ll. 

Letters of E. T. Stotesbury and T . E. Mitten to the board 
of directors of the Philadelphia Ra pid Tra nsit Company, in 
which they agreed a new and broader financial plan should 
be adopted by the company to meet the new situation caused 
by negotiations with the city, have been made public by the 
company. These letters were read and considered a t the 
meeting of the board on March 25 , prior to the meeting of 
t he company and city representatives at which Mr. Taylor 
objected to the term s proposed by the company. The letter 
from Mr. Stotesbury was accompanied by a letter from Mr. 
Mitten to him. Mr. Stotesbury pointed out that the city's 
elevated and subway development plans necessitated the 
company's co-operation, or, in the absence of that, of meet
ing such active competition as would follow the construction 
a nd op eration of such additional lines. He observed that 
even thoug h expected earni ngs materialized the possibility 
of competition would make it impossible to sell new secur i
ties based solely upon the company's credit . 

Mr. Mitten, in his letter to Mr. St0tesbury, submitted the 
following tables of the earnings of the company during t he 
St otesbury management, as compared with the year im
mediately preceding that management: 

Y ear encle rl Jun e 30: 1914 1913 1 91 2 1 911 
Estimate : ( 12 month s ) 

G r oss ea rning-s .. .. $23 .. 5~5 ,000 $22,62 :i ,000 $2 1,75 0,000 $ 20 ,9 00,000 
Opera tion ....... , 14,llS'.l,000 l.J,l.J0,6 2!i 13,593,75 0 13,062 ,500 

$8 ,8 43,000 $8 ,.J S4,37 5 $g ,1 5 6,2 50 $7 ,83 7,500 
Fixe,1 c h n1·g .:,s ..... 8,8 43 ,000 8,768 ,000 ~.573 ,000 8,4 89,5 00 

*Deficit . . . . . . . . . . . . . . . . *$283,62 5 *$4 16,7 5 0 *$6:i2 ,000 
A c tual ( S mont h s) 

G!'oss ea rnings ... $16, 0 25 ,074 $2 3,927, 17 9 $22 ,700,6 92 $2 1, 529 ,4n9 
Ope1·a tion . . . . . . . . !l,434,9 82 14,20 5,7GG p ,94 8,83 1 13,14 9,060 

$6 ,59 0,092 $9,72 1,424 $8,7 51, 8 61 $8,380 ,409 
Fixed c h a 1·ges . . . . 6,401 ,07 5 9,211, 84 1 8 ,90 2,3::i0 8 ,7 9:i,969 

Surplui,-•De'.ic it $1 89 .017 $50 9, 583 *$1 G0,.J S9 *$41:'i, 56 0 
J11 c l'ease in gross earnings-Estim a ted, 4 11e r cent p er a nnum : 

actua l, 4.G p e r ce nt . Opern tin (\' r a tio- Est ima t e rl fi2.ri p e t· ce n t 
g1·oss; actnal, 60 .2 p c- 1· cent. 

Continuing, Mr. Mitten said : 
"The surplus earni ngs for the eight months ending FeL. 

28, 1914, amount to $18H,017, as against $18G,47G for t he 
same period of the previous fiscal year. Presuming that 
the results for the full year ended June 30, 1014, be not less 
than for the preceding fi sca l year, there will then have been 
a net surplus of approximately $500,000 during the four 
years, as against an estimated total deficit of $1,352,375. 

"The capital expenditures follow: 

'l'ota l ca pit a l ex p e 11<litu1·0s thr e0 yca 1·s to .June 30 , 1914. $14 ,0 00 ,000 
As t h .- o rigin a l pl a n of fi n anc in g- was en la t·gell b y t h e 

ant lt or ization of t wo car trust agreem e nts, tlt e C-t! r -
tili e ates l>Utstauding th e r e u11der a 1·e f"o1 · th e p u rpose 
of this co1npa 1·il<o 11 , lt e l' e d e <luct e,l . . ................ 5,888,000 

$8, 11 2,000 
' l'lti l< 11et t o tal of capital ex pe wlitu1•p,; b e ing cove1·ed b y 

1 !ll 2 :; pet· een t b o nds provi<letl tlwn •fo r, as fo llows: 
l f's u e ,l a 11d o ut ,; t a 111ling . . ... ... . ..... ....... $G ,0 28, 000 
In t 1·e>asu 1· y ...... . ..... ................ : . . !)7~ ,0110 
Availa bl e for U !-f' <luring yen r co mme n c 111 g 

.Marc-h l, 1914 . . .... .. .......... ... .... . . 2,000,000 $8 ,000,000 

"There then remain $2 ,000,000 of the 1912 5 per cent 
bonds available for the capital expenditures during the two 
years end ing June 30, 1916. It would have Leen recom
mended t hat at least the major portion of this amount 
should be expended during the next fi scal year ending June 
30, Hl1 5, this in order that the beneficial effect from the 
total authorized expenditures be so much sooner realized 
by the public." 

Bids for Subway Construction in New York 

The Public Service Commission for the First District of 
New York has opened bids for the construction of the sec
tion of the Eastern Parkway subway, Brooklyn, known as 
Section No. 1-A of Route No. 12, in F latbush Avenue be
tween St. Marks A venue and the Prospect Park Plaza. For 
the greater part of t he distance t he structure will be a 
six-track subway. Four tracks are to be used by the Inter
borough Rapid Transit Company for the Eastern Parkway 
subway, and the other two t racks will be used by the New 
York Municipal Railway Corporation to connect the Fourth 
A venue subway with the Brighton Beach Railroad_ Accord
ing to unofficial figures the lowest bidder for the construc
tion of this sec tion was the Cranford Company, Brooklyn, 
at a total of $2 ,225,520. The next lowest bidder was the 
Litchfield Construction Compa ny, at $2,330,000, a nd the 
third was the Mason & Hanger Company at $2 ,498,000. The 
contract was subsequently awarded by the commission to 
the Cranford Company. 

Mr. McKinley's Welcome Home 

William B. McKinley, president of the Illinois Traction 
System, who returned to his home in Champaign, Ill., on 
March 25, 1914, after a seven-months' tour around th e 
world, was accorded a reception by the citi zens of Cham
paign-Urbana a nd the students of the University of Illinois 
upon his arrival in his home community. Mr. McKinley's 
private car was r un over the Illinois Traction System to 
Danville to meet him. Dinner wa s served on the r eturn 
journey. The car reached Urbana at G.40 p. m. , and at the 
courthouse squal'e in Urbana a reception was held and the 
g uest made a brief address. The specia l car then proceeded 
to the campus of the University of Illinois , about 1 mile to 
the west, and Mr. McKinley a nd his party a lighted from the 
private car a nd with the University band leading a line of 
march was formed to the University Armory. Here David 
Kinley, vice-president of the university and professor of 
economics, presided. The mayors of both cities, the presi
dents of the commercial organizations, representatives of 
various student organizations, the president of the Uni
versity Young Men's Christian Association, a representative 
of the Urbana hig h school and a number of other speakers 
welcomed Mr. McKinley. The McKinley party then entered 
automobiles and were driven to the McKinley home in 
Champaign. The closing part of the program was held 
from the front porch of the McKinley home in the presence 
of 3000 people who assembled on the lawn. 

As Mr. McKinley landed at New York he was handed a 
silver tube containing an invitation sig·ned by ahout 400 
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cit izens of Deca t ur a sking tha t he come to their city. Mr. 
McKinley and his party a ccordingly proceeded to Decatur 
on the eve ning of March 26. The r eception at the Decatur 
Club was a lmost a s large a nd enthusiastic as was the one 
in Champaig n-Ur bana. 

The London Count y Council Tramways 

The l'eport of the London (E ng land) County Council issued 
rece ntly con tains an e labora te r e view of the tramway umter 
taKings of the Council. A table was published showing the 
1~os it10n of the tramways in London uuring the year ended 
June 60, 18~!), a few months after tne Council came into 
being . The tota l length of route line at that time was 12!:I¼ 
mi1es, the t otal paid-up capita l £6 ,4 / c:i ,12li, the wor"ing ex 
penditures £722,\106, the net r eceipts :t~ l6 ,b6i~ and the num
ber of pa ssengers , lMJ,120,000. 

The following tab,e shows the prog r ess made with ·che 
e lectriucation and extension of t he system : 

1 80 3- 4 

1!!04-5 
B OG- 1:i 
BOG- 7 
18 0 7-8 
B 08- 9 

1 90 9- 1 0 

Hl l 0 - 11 

*Ho1·se 
( l11e1uu m g 

L1! 1<;:,; 111 
1Jr ocess 

01 H e
c on s tnic-

l<.]l ee
t1· 1e ( ill 
u v e1·a
t w 11) a t 
E nd of 

t ion ) a t A p p r oxi-
E nd of m a t e 

~·ea c, 
Houte 
M il es 

Hom e lin es 
Ulllle rg 01l1g' 
1 cc'--" u ::::. .... Uc-
t IUII 

Jnl,~· •• • 

~ () ~;.; 
3 0 % 
G8 ~1s 
6 S ~S 
8ri¾ 

11 6 ¼ 

1 ea1·, ,.r o ta 1, 
Ho ute H oule 
,\Ill es lW1l es 

8S ~~ 8 8 '11,. 
68 :y,, St;:;;.; 

GS'¼ 9i> 'Ys 
7:1 r:x 104 l 
57% 116 ¾ r 
5 1 ¾ 120 % J 
42 % 1 2 81/s 

19 1/ t 1 35% 

lten Hl rJ~ s 

F irs t ele ,·tric tr a mwa ys 
ove u e,l for · public t1· a11ic 
O il M ay l i> , 1 903 . 

I n clutle:,; % mil e in A rd1wa y 
Roa ,l wo rke d b y l\l e t1·0-
polita n E lect r ic Tra mwa ys, 

I ncludes % mil e in A 1-ehway 
Road w o rked b v M etro
JJ Olita n El ectri c Tram
ways, and % mil e in 
L ea b1·itlge Roa d ,, 01·k etl 
by L ey t o n U l'lm n Dis -
tri c t Counl'il. 

Includes 2 mil es in An::hwa y 
Ro:1tl a rnl H a n ow Hoa d 
work ed by Me trnpulita 11 
E lec tric Tramways a n,! 
% mile in L e.abridg e 
R o:1 11 wo1·ke d b v L ev t o 11 
U rl,an Di s trict Coun ~· il. 

I11C'ludes 3 1/ ~ mil es in Arch 
w ay Ro:id (\IHI H a l"l'OW 
n oa cl work e cl by M et1·0-
J1o lita 11 l.: Iectl'i c T ra m 
w ays. 

19 11- 1 :l 1 :{2c.1,. I:P , l 4fi1,1 D o. 
1 9 1 2- 1 3 1 :J8"~ !Jl0 u s111 Do. 

The rolling stock in each year from and iricluding 190:3 
was a s follows : 

E lec t ri ,· C,u·s 
1!10 2- 3 .. . .. . . . . ....... . .. .. .. ... .. . 
11103- -l . . . . . . . . . . . . . . . . . . . . . . . . . . . . . :ion 
l !J0../ - 5 . . . . . . . . . . . . . . . . . .. . . . . .. . . . . 40 1 
1 9 0 !'i -fi ... ...... ... ... . ... .. . . , . . . . . 4 1 ../ 
l!J ll11 -7 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . li7 l 
1 907 -S . . . . . . . . . . . . . . . . . . . . . . . . . . . . . !11;-; 
190S-9 . ...... .. . ... .... .. .......... 11 70 
1 9 09 - 10 . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 32 6 
1 91 0- 11 ...... . .......... ... ... , . . . . Ei ri l 
l !l l l- 1 2 ................. .. ... .. .... l :i8 4 
1 9 1 2- 1 3 . . . . . . . . . . . . . . . . . . . . . . . . . . . . H'iG 

H or s e Car" 
51 7 
2 !)0 
22 7 
21 Ii 
72 3 
G21 
:ilh 
1 27 
1 07 

96 
7 ·l 

The fo llowing table shows the number of passengers and 
t he tota l rece ipts fo r the last eleve n yeal's : 

1 'asse n g tc> n< T o ta l R s>c-e ip ls 
[ 

1 !HJ:!-:l ............... . . .. ......... l 09, 61 :i, ../ 9 ti -144,fi n8 
190 :1-4 ............................ 1 33,l 3n. os:; S3 fi ,239 
l!JO ../ -:i ........................... . lG-l ,8 1 8, :i f, O 6S2, 09 5 
HJ Ori-Ii .......................... .. l S3 , ii12 ,42 1 7 82 ,21 0 
l!lO fi-7 ........................ , ... 314 ,327 ,090 l,41 4.fiO../ 
19 0 7-1.-: ......................... ... 372 ,fi l :i ,7 :,4 l ,fifi 3 ,031 i~g~=io · · · · · · · · · · · · · · · · · · · · · · ... ... -ll 2,91 3 ,SH 1,8 47,1 :,1 

....................... .... 4:, l, 43 !l ,2 1G 2 ,0 2 3.004 
1 9 1 0-11 ....................... .... !'i04 ,71 :i ,300 2,232 .81 8 
19 11 -1:! ......................•. ... 533 ,4 ../ 0, 2!l i', 2,3:'i fi ,JS l 
1 912-13 .................... . .. .... Sl 2,G52 ,700 2 ,2:i l,7 29 

The cost of r econst r ucting t he tramways for elect r ic t rac
t ion is charged t o capita l account and , in accorda nce with 
t he usual practice, r epayme nt is spread, as r egards la nds a nd 
buildi ngs, over sixty year s, and as r egar ds permanent way, 
cars , machinery a nd other short-lived item s, over twenty
fi ve years. In 1908 the Council decided that provision at th e 
r ate of 2-3d. a car mile would be sufficient, but that the 
adequacy of t he provision should be reconsidered in five 

*T h e n orth er n t r a m ways, a bout 4 8 miles in l ength, w er e worke ,l 
l)~.o~'.1e N orth M etropoli t a n Tra mways unde r l ease up to April 1, 

years ' time. At the same time the Council, a s an additional 
precaution, decided that for five years from April 1, 1908, 
any surplu s after providing for renewals at the rate of 
2-gd, a car mile should be set aside for general contingencies. 
The title of the "renewals reserve fund" was altered to 
"renewals fund" and the new temporary fund was named 
the "general reserve fund." The amounts credited to these 
f unds in each year since 1907-3 are a s follow s : 

R en ew a ls Funcl G e n e ra l Reserve Funcl 
BO , -S . . . . . . . . . . . . . . £5 1, 32 9 £34 ,634 
l!I OS-!I . . . . . . . • . . . . . . . . . . . 1 07, 570 
l !tlJ !J - 111 . . . . . . . . . . . . . . . . . . 1 32 ,23 1 
B l 0- 11 . . . .. . . . . . . . . . . . . . 1 29 ,229 
11'11 - 1 2 . . . . . . . . . . . . . . . . . . 1 3S ,Hi2 
B l 2- 1 3 . . . . . . . . . . . . . . . . .. 497 

59 ,8 7S 
1 03 , 19 8 

8 4 ,55 1 

The number of car miles r un in recent years on the 
Council 's tramways at workmen's fares, and the number of 
passengers on these cars follow: 

Yea 1· 
1 9 01i - 7 
lf!07 -~ 
1 90S-9 
1 9 0!) - 1 11 
1 910-11 
191 1-1 :! 
1 !) 1 i- 1 :l 

Car l\Iil es 
. . .... . ... . . .. . ...... ... 2 ,200,0 90 
...... .. .. . . . . .... . . . . .. 3,40 S,!J8 ri 
....... .... . ...... . .... . 3 ,94 8,l f, S 
.... . .. ....... . .. . .... . 4,45 0,14 2 
.... . . ........ . . ... .... :i , 1 (ifl, ~37 
.. , . , , ... , .... ..... .... :'i,43(1,0 :! r. 
... ....... . . . .. ... ..... 5 ,S2 2,71 3 

.Number of Passe n g -~ r s 
19, 52 8 ,79!) 
2 7, 9 77,41 2 
32 ,0 83,0 3 4 
36, 3 54,226 
42 ,380 ,:,97 
-1 7 .G71,1 0"i 
4 9 ,6 9 5,8 01 

Electrification References at British Railway Meetings 

Generally speaking, it may be stated that at the annual 
meetings of British railway companies this year the chair
men have given more particulars to the public than usual 
and the trend of their remarks has been in favor of 
electrification. This undoubtedly has been brought about 
by the successful electrification scheme of the underground 
railways of London, and by the severe competition of motor 
omnibu ses, electric tramways and tube railways. The ex
perience of the Brighton Railway has also helped to show 
the other railways what may be expected from electrifica
tion of suburban lines, and there now remain only a very 
few railways with terminals in London which have no 
electrification scheme in hand. One of these is the Great 
Eastern Railway, which recently appointed H. W. Thornton, 
late of the Long Island Railroad, as its general manager. 
An electrification scheme will probably be evolved there. 

Some of the railways which do not reach London are 
also busy with electrical schemes, and the Northeastern 
Railway in its annual report refers to the electrification 
of the mineral lines between the Shildon and Newport 
sidings, a distance of 18 miles. The cost of this work, 
including the provision of ten locomotives, is estimated at 
£150,000. The first of the locomoti'ves is almost finished, 
a nd the work of equipping the lines is well in hand. It 
is expected that the system will be ready for operation by 
electricity by the end of the year. The Lancashire & York
shire Ra ilway is engaged with the electrification of its line 
from Ma nchester to Bury, on the same system precisely as 
on the electric railwa y between Liverpool and Southport. 
Meantime, the high-tension electrified line in the vicinity 
of Bury is attracting attention, and though no formal de
scription of it is yet available it is understood that the 
r esults have been satisfactory. 

With rega r d t o the electrification scheme which the Lon
don & Southwest ern Railway has in hand, it is interesting 
t o note that it has been decided to r emodel the existing 
railway carriage:,-; for electric operation. The regular elec
t r ic t rai n will 1::e com posed of two mot or ca r s and a trailer. 
Six-coach trains will be ru n during the rush hours. The 
leading motor coaches will ter minat e in a pointed end for 
the purpose of diminishi r g wind resistance. 

The York Corporation is confronted with a difficult 
problem in endeavoring t o provide adequa te tramway serv
ices w it hout destroying the fea tures of this historic town. 
The intra-m ur a l street s , with few exceptions, are narrow 
and congest ed, but they contain many fine exa mples of 
medieval domestic architecture. The exist ing tramway sys
t em pier ces the walls only once. It is now proposed to 
ext end the syst em from near the center of the city to the 
H ull Road district, a thickly populated area on the north
ea stern side of York lying outside the walls. The pro
r osed new -route will pass along Walmgate to Walmgate 
Ba r, the only gate in the city to retain its barbican, but 
the old gateway will not be interfered with. as a single 
line will pass through an arch at the side of the bar, built 
many years ago under a street improvement scheme. 
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H. M. llyllesby on Depn•ciation 

1n the recent annual report of the Northern States Power 
Company, H. M. Byllesby, president of the company, gives 
the following interesting discussion concerning the manner 
of appropriating amounts out of the earnings of public 
utilities for depreciation: 

"All of the properties of the company have been fully 
maintained to 100 per cent efficiency. The cost of this 
maintenance has been charged to operation. Beyond this 
no arbitrary charge has been made out of cunent earnings 
to represent any accruing depreciation which has not oe
cc me evident, except in certain particular insta nces amount
ing to the sum of $H7,861. The question of an allowance 
for accruing depreciation beyond the full maintenance of 
the property is one which is under discussion at the pr esent 
time and upon which the most divergent views are ex
pressed by operating officials. On the one hand, it is con
tended that beyond maintenance to 100 per cent efficiency 
no further arbitrary depreciation should be charg·ed. On 
the ·other hand, it is contended that in addition to the full 
maintenance a certain definite allowance for accruing de
preciation should be made. The amounts so to be allowed, 
whether based on percentages of gross income or per
centages of depreciable value of the property, vary from 
the smallest amounts to amounts which are far beyond the 
possibilities of any property to sustain with present rates. 

"In the meantime, no distribution has been made on the 
common stock of the Northern States Power Company 
since its formation. The earnings which have accrued on 
the operating statements as applicable to that purpose have 
been reinvested in the plant and extensions to the service. 
This policy will be continued until such time as a more 
definite program as to depreciation has been generally 
adopted by public service companies similarly situated or 
until, by the establishment of public utility commissions 
in the states wherein the company operates, more definite 
rules on this subject are laid down for the guidance of the 
officers. Then the officers will put into effect in this prop
erty a working plan for the definite providing of accrued 
depreciation beyond the full maintenance which the prop
erties always have. 

"Certain of the real estate holdings of the company have 
increased pronouncedly from the general appreciation in 
values in their vicinity. These appreciations in value should 
be taken into account in any consideration of the more or 
less academic question of accruing depreciation where prop
erties have been fully maintained." 

Increase in Wages in Danville.-The Danville Street Rail
way & Light Company, Danville, Ill., has granted an in
crease in pay to the street railway employees. All three
year men will receive $2.30 a <lay; two-year men, $2.20 a day 
and one-year men, $2.10 a day. The increase amounts to 
10 cents a day. 

New Oregon Road Placed in Operntion.-The line of the 
Southern Oregon Electric Railway in Medford, Ore., was 
placed in operation on March 20, 1914. C. G. Bullis, the 
manager of the company, has announced that work will be 
begun this month on the construction of a 2-mile extension 
through Medford to Siskiyou Heights. , 

Third Arbitrator for :Middlesex & Boston.-George L. 
Mayberry, Waltham, Mass., has been selected as the third 
member of the special arbitration board which will sit in 
the wage dispute between the Middlesex & Boston Street 
Railway and the local branch of the Amalgamated Associa
tion. An increase of from 6 cents to 7 cents an hour is 
sought by the men. 

Ap peal of Montreal Tramways Disrnissed.-The Court of 
King's Bench, Montreal, has dismissed an appeal of the 
Montreal Tramways from the decision of the Quebec Public 
Utilities Commission ordering it to give details of the work
ing of the company. The contention of the company was 
that the commission had no jurisdiction, but the court held 
that the commission had ample powers. 

Reported Electrification of Stearn Line Between Warren 
and Youngsville.-The statement was made in Buffalo a 
few days ago that the Dunkirk, Allegheny Valley & Pitts
burgh Railway, which is controlled by the Lake Shore & 

Michigan Southern Railway, will be electrified between 
Warren, Pa., and Youngsville, a distance of 9 mile s. That 
this work will be carried out in the near future is unlikely 
as no provision for it has been made in the current expend
itures of the company. 

Abandonment of Car Building Plans for New Orleans.
The New Orleans Railway & Lig·ht Company, New Orleans, 
La., has abandoned the plan which it has had under con
sideration for some time to build a ll its own cars and will 
shortly place an order for fifty new cars. Until recently 
the company built eight or ten cars a year at its own shops. 
When the need of new cars became apparent recently, .J. S. 
Pevear, vice-president of the company, had a number of 
plans prepared and submitted them to W. B. Thompson, 
head of the department of public utilities of the city, with 
the end in view of adopting a type of constrnetirrn wt.ieh 
would be satisfactory to the officia ls of the city. 

Presentation of Toronto Purchase Agreement Postponed. 
-Mayor Boeken of Toronto, Ont., explained to the City 
Council on March 23, 1914, the absence of the agreement 
for the purchase of the property of the Toronto Railway 
and the Toronto Electric Light Company by the city. The 
agreement was to have been presented on that <lay. He 
,mid that in spite of the efforts of the Board of Control and 
the Corporation Counsel it was impossible to complete the 
agreement in time for the meeting. The work was pro
gressing satisfactorily, although the power contract was 
very intricate. The Mayor said that the Corporation Coun
sel had informed him that with the settlement of the power 
contract and the conditions governing the entrance of 
radial electric railways the agreement could be completed 
within forty-eight hours. 

Special Public Utilities Number.-The New York E venin[J 
Post published on Monday, March 30, 1914, its first public 
utilities supplement and announced that it will inaug urate 
the policy of giving regularly greater recognition than 
hitherto "to the industries and investment activities which 
have come to be included under the general title of public 
utilities." The supplement was divided into two sections 
of fourteen pages each and contained many signed articles 
on different phases of public utility work. Among the con
tributors to the supplement who are well known in the elec
tric railway field were James E. Sague of the Public Service 
Commission for the Second District of New York; Alexan
der C. Humphreys, president of Stevens Institute; Paul 
Leake of the American Public Utilities Company; F. W. 
Stevens, formerly chairman of the Public Service Commis
sion of the Second District of New York; Francis T. Homer 
of Bertron, Griscom Company; C. Loomis Allen of Allen & 
Peck, Inc.; Francis T. Blossom of Sanderson & Porter; 
Edwin Gruhl, assistant to the president of the North Amer
ican Company; George Williams of Henry L. Doherty & 
Company; Arthur Williams of the New York Edison Com
pany; Stephen L. Coles of the Society for Electrical De
velopment, Inc .. and Henry G. Bradlee of Stone & W ebste1: 

Spread of Workmen's Compensa tion Legislation.-The 
rapidity with which compensation laws are superseding em
ployers' liabi lity laws as a method of dealing with the re
sults of industrial accidents is indicated in bulletin No. 126 
of the Bureau of Labor Statistics entitled "Workmen's Com
pensation Laws of the United States and Foreign Coun
tries." This bulletin recounts the activities of the twenty
eight commissions appointed in this country to consider the 
subject, in so far as reports were made, and reproduces the 
text of the laws of the twenty-three States which have 
enacted such legislation, besides the fe deral statute, the 
executive order relative to the canal zone, and the railway 
employees' bill that was before the Sixty-second Congre.ss. 
Accounts of the operations of the laws and of their con
struction by the courts are also given. The laws of their 
respective States have been declared constitutional by the 
courts of last resort in Massachusetts, New Jersey, Ohio, 
Washington and Wisconsin, though in Montana and New 
York the opposite result was reached; in Montana because 
of the presence of an unessential feature of the law that 
permitted double liability, while in New York the principle 
of the law was held to be in conflict with the constitution 
of the State. The constitution was amended last year and 
a law enacted to express the will of the people. 
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LEGISLATION AFFECTING ELECTRIC RAILWAYS 

MASSACHUSETTS. 
The committee on street ra ilways has recommended that 

t he petition for the consolidation of the Connecticut Valley 
S treet Railway a nd the Northern Massachusetts Street Rail
way be referred to the next Legislature. The committee 
has sent in a dverse reports upon the bill ext ending the juris
diction of laws relating to str eet railways to trackless trolley 
companies ; upon the Niland bills p roviding for the purchase 
of the Boston Elevated Railway by the State, and upon the 
b ill prohibiting the operation of elevat ed or street cars in 
which the payment of fare is required before t he passenger 
enters the m a in body of the car. The committee on metro
p olitan affairs has reported no legislation necessary on the 
special reports of the Boston Transit Commission regarding 
t he removal of the e levated structure on Washing ton and 
Main Streets a nd the construction of a station at Bennett 
Street, in the Washington Street tunnel. Several bills t o 
pr·ohibit the overcrowding of street cars are now before the 
committee on street railways. Among the bills favoring 
public ownen,hip is an American Federation of Labor meas
ure calling for the purchase by t he State of all the street 
a nd electr ic railways within the commonwealth. 

NEW YORK 
The Legislatme adjourned on March 28, 1914. Failure of 

t he two branches to agree upon financial legislation has 
made it necessary for Governor Glynn to call an extraordi
nary session. In the closing hour s the Governor sent to the 
Senate for confirmation the na mes of William Temple Em
mett a nd Frank Irvine for appointment to the Public Serv

·ice Commission of the Second District and of George M. 
Schulz for appointment to the Public Service Commission 
for the First District. These nominations were all con
firmed. Assemblyman Simpson 's bill to amend Greater New 
York's charter a uthorizing the comptroller of the city of 
New York to issue cor pora t e stock notes in anticipation of 
tax collections to cover expenditures for public improve
ments which are to be apportioned among the budgets for 
ensuing years, was passed by both Houses and sent to the 
Governor. The Sullivan bill calling for two men to act as 
crew on every street car operated in the State was lost in the 
Assembly by a vote of sixty-three to sixty-two. 

PROGRAM OF ASSOCIATION MEETING 

Association of Railway Telegraph Superintendents 

The annual convention of the Association of Railway 
Telegraph Superintendents will be held at New Orleans, 
La., on May 19, 1914. M. H. Clapp, superintendent of tele
graph of the Northern Pacific Railway, St. Paul, Minn., who 
is chairman of the topics committee of the association, has 
a nnounced the followin g program of papers for the meeting: 

Paper, "The Fitting of Applicants for Telegraph and Tele
phone Service on Railroads," by J. B. Sheldon, superin
tendent of telegraph of the Union Pacific Railroad, Omaha. 

Paper, " The Organization for Clearing Storm Troubles; 
Including the P roviding of the Necessary Material, Poles 
a nd Wires on Railroad Right of Way," by J. C. Hubbard, 
general supervisor of lines of the Western Union Telegraph 
Company, New York. 

Paper, " The Organization of Gangs, Including Plans fo r 
Boarding t he Men," by M. Il. Wyrick, division plant super
intendent of the Western U nion Telegraph Company, Dallas. 

Paper, "Unit Costs of Railroad Pole Line Construction, 
How Obtained and How Used," by V. T. Kissinger, super
intendent of telegraph of the Chicago, Burling ton & Quincy 
Railway, Chicago, Ill. 

Paper, "The Use of the Printing Telegraph on Railroads," 
by Archibald Wray, assistant superintendent of telegraph 
of the Chicago, Rock Island & Pacific Railway, Chicago, Ill. 

Paper, " The Transposition of Wires for Railroad Tele
phone, P hysical and Phantom Circuits," by c;. A. Robinson, 
of the engineering department of the American Telephone 
& Telegraph Company, New York. 

Paper, "Maintenance of Telegraph and Telephone Equip
ment," by M. B. Overly, engineer telephone department of 
the Cleveland, Chicago, Cincinnati & St. Louis Railway, 
Indianapolis, Ind. 

Financial and Corporate 
Stock and Money Markets 

April 1, 1914. 
In the initial dealings on the New York Stock Exchange 

to-day there was moderate buying of international stocks, 
but the advances made in the early trading were lost in a 
g r adua l recession later in the day. The Gould railroad 
g r oup was the most prominent feature in the afternoon 
trading. Toward the close the tone of the market improved 
and a number of issues made fractional advances. Rates in 
the money market to-day were: Call, 2 per cent; sixty days, 
2½ @ 2¾ per cent; four months, 3 @ 3 ¼ per cent; six 
months, 3 @ 3 ¼ per cent. 

The local issues were not in demand to-day. Philadelphia 
Rapid Transit was offered at 17 ¼ . The bond transactions 
totaled $28,100, par value. 

In Chicago the stock market to-day was narrow and the 
volume of sales small. The demand for bonds was good. 

The market to-day in Boston was extremely dull and ir
regular. Small sales were recorded of Boston Elevated, 
Massachusetts Electric s and West End Street Railway. 

The sales of stocks in Ba ltimore to-day totaled only 807 
shares. The sales of bonds totaled $50,000, par value. 

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

Mar. 25 
A m c> 1·ica n B r a k e Shoe & Foundry ( com.)..... !JO½ 
A m erican Emke Shoe & Foundry (pref.) .... 138½ 
Amsc,ri c::rn C iti es Compan y (com.) ........ .... 36 
America n Ci ti es Compa n y (pref.) . . . . . . . . . . . . 65 
Ame ri ca n Light & Traction Company (com.) .. 365 
America n Light & 'Trac tion Compa n y (pref.) . 107 
Ameri ca n Ra ilways Comp a n y . . . . . . . • . . . . . . . 3S % 
Aurora, Elgin & Chicago Railroad (com.).... 42 
Aul'Orn, E lg in & C hicago Ra ilroad (pr ef.).... 77 ½ 
Hoston E levat ed Ra il way . . . . . . . . . . . . . . . . . . . l>2 
Boston Suburban E lectri c Companies (com.).. 7 
Bmiton :Suburba n E lectric Compa nies (v1·ef.) .. a63 
Boston & Worceste r Electr'ic Compan ies ( com.) *6 % 
Boston & Worcester Electl'ic Compa nies (p1·ef.) 37 
Brooklyn Rapid Tra n s it Company. . . . . . . . . . . . 921h 
Capital 'Tracti on Comp a n y, Washington. . . . . . . 107 1/2 
Chicago C ity Railway ... .. ... . .... . ........ 170 
C hicago E levat ed Ra ilways (com.)........... 20 
Ch icago E levated Railways ( pref.).......... 65 
Chicago Ra ilways, pteptg., c tf. 1 . ........... 91 
C hi cago R a ilways, ,p t cptg ., ctf. 2 . . . . . . . . . . . . 30 
C hicago Ra ilways, ptcptg., ct f. 3 ............ 6 
Chicago Hailways, ptcptg., c tf. 4............ 2 ½ 
Cincinnati Street Ra ilway .................. 105 
Cleveland Railway .. .. ... .................. 103 ¾ 
C leveland, Southwest ern & Columbus Ry. ( com.) *4 
Cleveland, Southwes t ern & Columbus Ry. (pref.) *23 
Columbu s Ra ilway & Li g ht Compa ny........ 13 
Columbus Ra ilway (com.) . . .. ... ........... 53 
Columbus Ra ilway ( 1)1·e f.) . . . . . . . . . . . . . . . . . . 7£l ½ 
Denver & North w es t e rn Ra ilway . . . . . . . . . . . . 71 
Det r oi t U ni te<l Railway . ................... a SO 
Ge 11 e1·a l Electric Company . . . . . . . . . . . . . . . . . . 146 ¾ 
Geo1·gia Railway & E lectri c Company (com.) 120112 
<¾Porgia R a ilway & E lectr ic Compa n y (pref.) 86¼ 
Tnte rl>ol'Oug h -Metropolita 11 Company (com.) . . 14 ¾ 
Tnt 0rhor oug h -Met1·ov olita n Compa n y {pref.).. 601/s 
lnte rnation a l 'Traction Compan y (com. ) .. .. .. *30 
l nt erna t io n a l 'Tracti o n Compa n y ( pref. ) . . . . . *85 
Kansas C ity Ra il way & Light Company (com.) 10 
Kansas C ity Ra il way & L ig ht Company (pre f.) 25 
Lake Shor e E lectric Ra ilway (com.). ........ *:i~'2 
Lake ::-ho r e E lectric Ra il way (1st pref.) ...... *S5 
L a k e Hho r e E lectric Railway (2d pref.) ..... . *22 
M a nha tta n Rai lway . . . ... ...... ............ 1~0 
1\fassach us,-tts E lect1·ic Companies ( com.).... 11 
Massachusetts E lectl'i c Com pan ie s (pref.) .... 61 % 
Milwa u kee E lectric Ry. & Li ght Co. (p1·ef.) ... *% 
Norfolk Rai]way & Light Comp any... . ... ... ~~ ~ 
North America n Company . . . . . . . . . . . . . . . . . . 1 ,1 ½ 
Nortlwrn Ohio 'Traction & L ig ht Co. (com.).. 70 
North ern Ohi o 'Tract io n & L ig ht Co. (pref.).. 98 ¼ 
Phil acl e lph ia Com pany, l'i ttsbur gh (com,.).. .. 43 

'Ph il adelphia Cornpan~·. Pittsburgh (pref.)... . 42 
P hil ade lphi a Rapid 'Transit Compan y . ... .... 18¼ 
Por tlancl Hailwa:v, L ig ht & Power Company.. 54 
Publie Hen;ice Cor po1·ation . . . . . . . . . . . . . . . . . . 11 2 
Thircl Avenue Ra ilway, New York.... ....... 43~/,i 
'l'ol e.clo Traction, L ie-ht & P ower Co. (com.).. lfi 
'Toledo Tm ct ion , L ig ht & Power Co. (pref.) . . . 70 
Twin City Rapi d 'l'ramdt Co., Min'apolis (com.) 10:i 
Unio n 'l'i·aetion Cornpa n y of Indiana (com.) .. *111/2 
U nion 'Traction Company of Indiana (1st pref.) *80 
Un ion Tract ion Compa n v of Indi a n a ( 2d p1·ef. ) * l 4 
Un ited Rp;. & E lect1·ic·company (Baltimore ) 27 14 
Un ited Rvs. Inv. Company (com.) . . . . . . . . . . . 21 ½ 
Un it ed R~·s. Inv. Company (pref.)........... 47½ 
Virginia Ra ilway & Power Compa ny (com.).. !'i l 
Virginia Railway & Power Compa n y ( pref.) . . !lfl 
W a:.;hington Ry. & E lectric Compa ny (com.) . 89 ½ 
W ashington Ry. & E lectric Compa ny (pref.).. 87 
W est End Street Railway, Boston (com.) .. .. 70 ½ 
W est End Street R a ilWRY, Boston (pref.).... 89 1/2 
W estinghouse E lec. & Mfg. Company . . . . . . . . . 76 
W estinghouse Elec. & Mfg. Co. (1st pref. ) .... 118 

* L as t sale. a Asked. 

Apr. l 
88½ 

1 39 
36 
631/2 

367 
107 

38 
42 
78 
82 

7 
63 
*6¼ 
37 
92% 

104 ¼ 
al70 

20 
65 
90 
30 

6 
2½ 

IO~ 
1041/2 

*4 
*23 

1 'l 
531/2 
79½ 
71 

a80 
147 
121 

85¾ 
lfi \f 
60:78 

*3 0 
*SG 
*10 
*25 

*5% 
*85 
*22 
13<1 

11 
611/2 

*9:, 
2G¼ 
78½ 
70 

101 
42½ 
40 
17½ 

*54 
112 

431/2 
a20 
a 70 
10-1% 
*11 ½ 
*80 
*14 

27 
20 
48 
so 
96 
87% 
87 
71 
92 
7r; 

119 
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ANNUAL REPORTS 

Federal Light & Traction Com1>any 

The consolidated statement of income, profit and loss of 
the Federal Light & Traction Company, New York, N. Y., 
and its subsidiaries ( excluding depreciation) follows: 

1 913 
G r oss earnings .... . .. ... ..... ...... .. . .. $2 ,329,164 

O1H,1·ati11g expenses a nd ta xPs . .......... . 1,389 ,032 

Net earnings from ope ratio n .............. . $9 40 ,132 
F ed e ral Light & T1·a ctio11 Compa n y. . .... 36 ,640 

T o t a l in C'ome ...... ...... .. ... . .......... $ tl0 3,4!J:l 
Inte rest charges . . . . . . . . . . . . . . . . . . . . . . 531,82 1 
Central Arka nsas Hailway & Light Cor -

pora tion divid-2n1l . . . . . . . . . . . . . . . . . . . . 63,000 
J◄'ederal Li g·ht & Traetion Compan y divi -

d e nd . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1 50,000 
Di:,;count on bonds .. .. .. .. .. .. .. . .. .. .. 40,716 

191 2 
$2 ,1 67, r, 07 

l ,253 ,Hi5 

$n4 ,352 
22 ,447 

$!l3 6, 7f)tl 
H Z,sn 

63,000 

1:,0,000 
73, 895 

Surplus ........... .. ........ .... .. . . ..... $11 7, 95;, $2 07, 077 

Intercompany earnings, expenses and interest charges, 
as well as the operations of the Deming Ice & Electric Com
pany, are not included in the above statement. The central 
Arkansas Railway & Light Corporation was not incorpo
rated until 1913, but to make the figures for 1912 and 1913 
comparable the amount of $63,000 paid for dividends in 191a 
is also deducted from the 1912 earnings in the statement. 

The gross earnings for 1913 showed an increase of 7.5 
per cent over 1912, but the operating expenses and taxes 
increased 10.8 per cent during the year, so that the net earn
ings from operation increased only 2.8 per cent. The 
increase in operating expenses and taxes was mostly owing 
to a 42 per cent increase in the taxes during Hl13. The 
total income decreased 3.5 per cent during 1913; interest 
increased 20.9 per cent; surplus decreased 43.3 per cent. 

The report states that the earnings for 1913 were less 
than anticipated, principally for the following reasons: 
(1) the conflagration at Hot Springs, Ark., on Sept. 5, 1913, 
\·esulting in a loss of the generating station, the discon
tinuance of service for several weeks and the inaugura
tion of emergency service with increased operating ex
penses; (2) the decrease in earnings of the Tucson Gas, 
Electric Light & Power Company under the new rate sched
ules prescribed by the Arizona Corporation Commission 
effected Sept. 1, 1913, from which the company feels justi
fied in expecting relief; (3) the extraordinary expenditures 
in connection with rate cases before the Arizona and Mis
souri commissions, and ( 4) the large increase in taxes. 

Cleveland, Painesville & Eastern Railroad 

The statement of income, profit and loss of the Cleve
land, Painesville & Eastern Railroad, Willoughby, Ohio, 
for the year ended Dec. 31, 1913, as compared with the 
preceding year, follows: 
Earnings: 1913 

Pass~nge r r evenue ...•................ . ... $31 2,9 80 
Spe.cial -~ar revenue . . . . . . . . . . . . . . . . . . . . . . . 5,079 
Ma1l r ev e nue . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 250 
Express revenue . . . . . . . . . . . . . . . . . . . . . . . . . . 3:'i ,7 36 
Milk revenue . . . . . . . . . . . . . . . . . .. . . . . . . . . . . 11.2 92 
Station and car J)l'ivileges . . . . . . . . . . . . . . . . . 1,1-19 
T elephone and tel eg1•a ph s e rviC'e . . . . . . . . . . . . 5r, 7 
R ent of tracks a nd t erminals.. .. ........ . . . 6, 29:i 
Rent of equipment .. . .......... . ..... ·.....• 11,8 86 
~ ent of buildings............. .. ........... 1,72 5 

owe r . . ...... . .......................... 17,947 
l\Iiscellaneous . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 21,027 

Total .. .. ............................... $4~5 ,9 23 
E xpenses: . 

Mainte nance of way and struc tures ........ . 
Ma intenance of equipme nt. . . .. ... , ........ . 
Tra ffic expenses . ...... . . .. .. . ... .. ....... . 
Conduc ting tra nsporta tion . ... ... .. ....... . 
G en eral ....... . ... . ..................... . 

$4 0, 92 7 
:rn.1;1;n 

1, 771 
100,nn 

4r, ,sx9 

Total .................................. $2 09, 735 

N e t earnings ................. .. ............ $2 1 li,l 88 
Inte r est a n,1 ta xe s ........... .. ........... 152 ,24 /i 

1912 
$300,413 

5,6:>7 
250 

35,302 
10, 5X4 

1,049 
663 

6,172 
11,47 5 

1,46 8 
10,011 
19,144 

$40 2,1 88 

$3 7,827 
21.fi31 

1,:rn.i 
99,9 38 
44, 53 6 

$2 0 ri ,226 

$196,96 2 
138 ,7 87 

Surplus .• . .. ... .... ............ .. ........... $63,94:l $:,8,17 5 

The operating ratio of the company was 49.24 per cent 
in 1913 as compared to 51.02 per cent in 1912, a decrease 
of 1. 78 per cent. The number of car miles decreased from 
9~1,328 to 928,108. The income per car mile was 45.89 
cents in 1913, as compared to 43.18 cents · in 1912, and the 
operating expenses per car mile in 1913 were 22.50 cents 
in 1913 as compared with 22.03 in 1912, leaving net earn-

illgs per car mile of 23.:39 ce nts in 1!)1 3 as compared with 
21.15 cents in 1912. The number of passengers earriecl 
increased from 2,G09,117 in 1912 to 2,7:3G,10G in 19 18, but 
the earnings per passenger dropped from 11.51 cents in 
l!J12 to 11.43 cents in 1913. 

E. W. Moore, pres ident of the company, says in part: 
"Lighting lines wer e constructed in Richmond and ex

tensions wer e made to existing lines. Du ring the year a 
new Worthington f eed water pump was in st a lled in the 
Painesville power plant and a new 300-kw rotary converter 
with transformer s was installed a t Willoughby. 

"Two open cars , for merly used f or summer traffic, wer e 
entirely r ebuilt, placed on heavy Ba ldwin trucks, with 
Westinghou se 75-hp motors a nd two other cars were en
larged and remodeled. During the year twenty-two cars 
were overhauled and repainted. 

"During the year property was purchased for $12,000 in 
Painesville, on which a modern building will be erected a t 
some future time for a waiting room, t icket office, store
room and an electric package office." 

Chicago City Railway 

The statement of income, profit and loss of the Chicago 
(Ill.) City Railway for the year ended Jan. 31, 1914, follows : 
I 'assenger 1·pce ipti-; ( Houthe rn StrePt I ta ii way in c lu<le rl) $] 1,28 !J,0 37 
R ece ipts fr om oth er sources . . .. ... ..... .... . .. . .... 44 6,4 06 

Gross ea rnings ....... . ...... . .. .. . ... ........... $11,735,443 
Op er a tin g e xpe n s e:,;, taxes a nd 1·e newals of combined 

syst em s: inte r est on capita l in vestnw nt of Chicago 
C it)· R a ilway an d n e t ea r n ings of Sou t h ern Street 
Rail w a y . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9,931,721 

N et ea rnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1, 803,i22 
C ity •s proJ)ortion ( fi5 per cent as per ordinance)... 992 ,047 

Compa n y• s propo1·tio 11 ( 45 per ce n t a s p c• 1· o nlina n ce ) . $X ll ,G75 
Inte r est o n capita l. ... . ...... .. . . .. . . . . ...... .... 2,305,130 

Income fr om operation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $ 3, 11 fi ,82G 
Other inc om e, n e t. . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . 220 ,7 99 

T o t a l income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $3 ,33 7, fi24 
Inte r est on h omls outs t a nding................ .. ... 1,4 09 ,548 

N et income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1,92 8,0 76 
R egula r divid e n,l- 10 pe r cent. . . ............ . .... 1,800,000 

Surplus . ...... . .. ........... . .. . .... : . . • . . . . . . . . . $1 2S,0i6 

In order to avoid any confusion on the subject, it may be 
well to explain that the item of $2,305,150 for interest on 
capital, added in the above statement to obtain the income 
from operation, represents an amount that was included in 
the operating expenses, thereby reducing the amount of net 
earnings to be divided between the city and the company. 
This amount is 5 per cent on the yearly valuation sum
marized from certificates of rehabilitation expenditures re
ceived monthly from the board of supervising engineers. 
After the deduction from gross earnings through operating 
expenses, the city allows this figure to be put back in the 
statement together with other income, in this way showing 
the total net available for interest and dividends. 

During 1913 the gross earnings of the company increased 
9.56 per cent over the figures of the previous year, this in
crease being mostly due to the 9.3 per cent increase in the 
passenger receipts during the year. The total expenses, 
however, increased 9.65 per cent, which gave a compara
tively less increase of 8.03 per cent in the net earnings. 
The increase of 10.4 per cent in the interest on capital was 
more than offset by the decrease of 25.2 per cent in other 
income, giving an increase of 6.7 per cent in total income 
for the period. Interest on bonds increased 19.2 per cent, 
so that the net income increase was reduced to 0.92 per 
cent. After the declaration of four quarterly dividends of 
2½ per cent as in 1912 the surplus for Hl13 showed a de
crease of 12.3 per cent, as compared with the previous 
year. 

The report states that sufficient r eserves having been set 
aside under the provisions of the 1907 ordinance t o provide 
for the maintenance and renewa l of the property, it was 
decided by the hoard of directors to distribute from earn
ings an extra dividend of one-ha lf of 1 per cent upon the 
capital stock. Hence the balance in t he surplu s accoun L at 
the close of the fi scal year was $40,334. 

During the year the company built 14.24 miles of sin g le 
track. The total mileage of single track now owned is 
306.31 miles. 
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Further Ddails of .American Water Works & Guarantee 
Company Reorganization 

The stockholders of the American Water Works & Guar
antee Company, P ittsburgh, Pa., recently received from the 
pr?tective committee two circulars giving additional de
tails of the reorganization plan as noted in the ELECTRIC 
RAILWAY JOURNAL of March 21, 1914, and stating that H. 
Hobart Porter of Sanderson & Porter, New York, would 
accept the presiden_cy of the reorganized company, to Le 
known as the . Amencan Water Works & Electric Company. 

Th~ firs_t circular contains an interesting di scussion of 
the situat1011 that confronted the protective committee at 
the_ time it was aypoi~ted. After stating that the company, 
which was orgamzed 111 1891, had for many years conducted 
a successful busi ness in the ownership and operation of 
water power plants and also had a controlling interest in 
the West Pe~n Traction properties, the value and earning 
pcwc:· of which had been demonstrated, the circular con
ti ::ues as follows: 

"The c_ompany had, however , durin g- a period of some six 
yem s_ pnor to the r eceivership, engaged in irrigation proj
ects 111 the far Wes t to an extent and in a manner dis
p1·oportionate to its resources. It was liable as a guarantor 
:1P?n approximately $20,000,000 in mortgage bonds of such 
irngation companies, all of them maturing seria lly year by 
~ear. _It _had been _an ticipated that the heavy r equirements 
for pnncipa l and mterest upon these obligations and for 
the operation and development of the irriga tion properties 
would be met by defened payments by settlers upon the 
lands. The payments collected, however, fell far short of 
these r~quirements and the deficiency had reached large 
.propo1:t10ns .. _The company had thus invested in these pro
Jects, 111 adchtion to the outstanding bonds, upwards of $10,-
000,000,_ represented by the floating debt of the inigation 
compam es held Ly t he American Water Works & Guarantee 
Company. In addition thereto, the American Water Works 
& Guarantee Company had endorsed and r ediscounted with 
third parties larg·e amounts of paper of those companies for 
~he payment of which it was liable. Not only had the Amer
ican Water Works & Guarantee Company invested in the 
properties substantially all the cash r eceived from the sale 
of its entire issue of prefened stock, but it had used in 
these enterprises funds which could otherwise have been 
applied to the current needs of its profitable public service 
properties, with the r esult that at the time of the receiver
~hip ea~h of its :mLsidiary companies was stripped of work
mg capital and ,vas indebted to banking institutions uuon 
notes which the American Water Works & Guarantee C~m
~~n~ had endorsed ~~ the total net amount of approximately 
$,:,,0v0,000. In adcht10n to these entanglements the Amer
ican Water Works & Guarantee Company had' pledged as 
collateral to its guarantee of the California-Idaho irrigation 
bonds, the major portion in value of its assets." 

By the terms of the r eorganization plan, the California
Idaho bondholders are to exchange their present bonds for 
new 5 per cent twenty-year collateral trust bonds of the 
reorganized company, par for par against present holdings. 
The holders of the other four inigation issues, aggregating 
$14,097,800 in principal amount, are to be paid $1,000,000 
for the release of their guarantee. The bondholders will 
receive 51 per cent interest in the equities remaining in 
these properties after the payment of principal and interest 
on their bonds, the new company receiving 49 per cent in
terest therein. Under the reorganization plan there have 
been no changes in the capitalization of the subsidiary com
panies. All of the assets will be taken over by the new 
company, but there will be no guarantee by the new com
pany on any subsidiary issues, all the guarantees of the 
old company being cancelled and released. 

Bank creditors, whose paper to the amount of $3,050,000 
has matured, have agreed to accept for a portion of that 
paper twenty-year 5 per cent collateral trust bonds of the 
reorganized company at 87½, the remainder being renewed 
and extended over a total period of six years. 

According to the second circular, the reorganized com
pany expects to raise $4,500,000 through its present stock
holders by subscriptions to new stock and by assessment, on 
stockholders who do not subscribe. All assessments must 
be paid in full on or before April 27, 1914, and in case of 
default, present stockholders will forfeit all interest in the 

reorc anization. Subscriptions to new stock may be paid in 
full on or before April 27, 1914, or in instalments ending 
Oct. 27, 1!}14, and any stockholders failing to subscribe or 
pay the first instalment of their subscriptions on or before 
April 27, 1!:>14, will forfeit all interest in the reorganization. 

The circular also states that the committee has caused an 
un~erwriting syndicate to be formed, which has under
written the $4,500,000 to be provided and has agreed to 
take a nd pay for all stock not subscribed for by the stock
holders. This underwriting, however, has not been carried 
on Ly a strictly banking syndicate, but has been participated 
in generally by banking firms and individuals. 

~p_on the full consummation of the reorganized plan, it is 
anticipated that the new company will possess, among 
ethers, assets consisting of $2,000,000 of cash and $6,233,300 
of _first mortgage bonds of the California-Idaho Company, 
which bonds are a prior lien upon 33,000 acres of land in 
Californ ia. The $2,000,000 of cash is the amount estimated 
to be left from the working capital subscribed after pay
me1:t of var~ous amounts for acquiring the properties, and 
paymg creditors and organization and reorganization ex
penses. Through its ownership of the capital stock of the 
United Water & Light Company, the reorganized company 
will own directly or indirectly $42,011,500 of the outstand
ing stock of thirty-five electric light, water works and trac
tion companies and one coal company. These companies, 
together, have $59,585,000 of capital stock outstanding, 
$1,385,000 of which is pledged under the mortgage of the 
United Water & Light Company. 

Included in one of the circulars of the stockholders is a 
letter from Sander son & Porter, estimating the earnings 
?f the new company for the first full year's operation and 
mcome from securities held. Earnings received and accrued 
are placed at $1,500,953 and $500,000 is allowed for amounts 
to Le left with subsidiary companies and for general ex
penses of the new company. Interest on the $6,250,000 of 
collateral trust bonds of the new company amounting to 
$312,500 is then deducted, leaving $688,453. From this 1s 
deducted $350,000 for the fir st preferred dividend, leaving 
a balance of $338,453 for the participating preferred and 
common stocks. The details of these proposed stock issues 
were g iven in the ELECTRIC RAILWAY JOURNAL of March 21. 

The presidency of the reorganized company, as noted 
above, will be filled by H. Hobart Porter, and the following 
have been chosen as directors: E. C. Converse, A. H. Wig
gin, Samuel Insull, Guy E. Tripp, James D. Mortimer Wil
liam Nelson Cromwell, H. Hobart Porter, J. B. Finle'y, W. 
B. Schill~r, Charles R. Scott, H. J. Delanoy Meijer, Theo
dore Revillon, H. C. Huffer, Jr., Andrew V. Stout, Charles 
H. Payson, Henry Russell Platt and Henry H. Pierce. It 
will be noticed that the above list does not contain the 
names of any in the old board of directors of the American 
Water Works & Guarantee Company. No information is 
as yet available in regard to the other officers of the new 
company, or the personnel of the voting trust. 

According to a decree entered in the United States Cir
cuit Court in Pittsburgh on March 16, the receivership will 
be closed by the sale of the assets of the company on April 
15, 1914. The up set price is $1,000,000. The property will 
then be purchased in accordance with the reorganization 
plan. 

Tramways and Light Railways in Chosen, Corea. 

According to the annual report of the Railway Bureau of 
the. Government-General of Chosen, Corea, for the year 
endmg l\'.Iarch 31 , 1912, the tramways and light railways in 
C~osen in operation at the end of the year were three, the 
Nikkan Gas-Electric Company and two others. During the 
year sanction was given for the construction of 14.2 miles 
of track and applications were rejected for manual tram
ways aggregating 27 miles in length. The mileage open 
~o traffic at the end of the year totaled 20.9 miles, com;ist
mg of 13.4 miles of electric tramways, 6.2 miles of light 
rail:"ays and 1.3 miles of manual tramways. The aggregate 
capital of these companies totaled yen 6,572,408, while the 
amount invested in tramway and light companies amounted 
to yen 1,675,557. Passengers during the year numbered 
6,644,804 and passenger mileage reached 627,020. The 
receipts were yen 258,353 and the expenditures yen 156 -
937, leaving a balance of yen 101,416. ' 
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Central Park, North & East River Hailroad, N t•w Yori,, 
N . Y.-George W. Linch, r eceiver of the Centra l l'ark , 
North & East River Railroad, and seve ral ciirec t ors of th ~ 
company have been made defendants in a hill of equi t y fi le I 
in the United States District Comt in Phil a delph ia by I
B. Kelly, owner of twelve shares or st ock in the compani. 
who charges that more than $2 ,000,000 of t he a:;:sets wer e 
was ted through mismanag ement of t he directors. He a skl
for a decre e ordering them t o pay the com pany the val .. e 
of t he property a lleged t o have been wa sted. A s in liL I' 
a ction brought in New York by F'. C. T itus , .Jr., is s t ;il 
pending·. 

Chippewa Valley Ra il way, Li g ht & l'owl'r Com1>a ny, Eau 
Clain', Wis.-A quarterly dividend of 1 ¾ per ce nt has h~en 
decla red on the $1,000,000 of common stock of the ChippPwa 
Valley Ra ilway, Light & Power Compa ny, payable on Arri! 
1, 191 4, to holders of r ec ord of Ma r ch :30 , 1914. This com
pares with 2 per cent pa id in January, 191-!, a nd in e~ ~h 
quar ter in 191::L 

Cincinnati (Ohio) Traction Compa ny.- The T illot son & 
Wolcott Company, Clevela nd an d Cincinnati , is placing a t 
par and interest $80,000 of equipmen t trus t 5 per cent gold 
certificate;:; , se ries E, of tL ~ Cincinnati Ti-action Company. 
These are part of a n issue of ~~:200,000 dat-.,d March 1, l!/ 1/i, 
the author ization of which was ,10ted in the ELECTRIC R 1 '.L

WAY J OURNAL of Ma rch 7, 1914. 
Columbus, Marion & Bucyrus Railw ay, Marion, Ohio-.L'he 

Columbus , Mar ion & Bucyrus Railway v✓ a s r eor g a nized on 
March 25, 1914, when the following office1·s wer e e lected: 
President, George Whysall, who had bee n t he agent of t he 
bondholders' committee in operat ing the road since it was 
purchased :n May last year; vice-president and treasurer , 
Charles Gallinger; secretary, Ray C. Oswald. The dire ::: t or s 
are F. L. Hopley, William H. Auck and Charles Ga llinger , 
Bucyrus, Ohio, a nd Ray C. Oswald and George Whysall , 
Marion, Ohio. Mr. Whysall will continue a s general m an
ager. On the following day two deeds of trust , one f, r $100,-
000 to the Guardian Savings & Trust Com pany, Cm::: innati , 
Ohio, and the other for $250,000 t o the Columbia -Ib i:::ker
bocker Trust Company, New York, N. Y. , wer e pr epared for 
filing in both Marion and Crawford County. The bonds of 
$100,000 to be issued under the fir st m ortgage will bear 6 
per cent interest and the proceeds are t o be used to pay the 
expenses of the traEf: fer and for cont emp!D.ted impr ove
ments. The second mortgage bonds of $250,000 will bear 
interest at the rate of 3 per cent the fir st year, 4 per cent 
the second year and 5 per cent thereafter. 

Consclidated Cities Li g ht , Power & Traction Company. 
New York, .N. Y.-A quarterly dividend at th r ee-fourths of 
1 per cent was declared on the capital s tock of the Con
solidated Cities Light, Power & Traction Com pany, payable 
on April 1, 1914, to holders of record Ma r ch 15, 1914. Thi" 
compares with one-half of 1 per cent paid in J anuary, 1914 
and in October, 1913, when the initial disbursement was 
made. 

Dallas (Tex.) Electric Corporati cn.-Stone & Webster 
offer a limited amount of Dallas Electric Corporation first. 
mortgage collateral trust 5's, at 97½ and inter est t,., yield 
about 5.40 per cent. Through the deposit of collateral the 
bonds are secured by first lien on the properties of loc::i I 
companies which do an electric railway, electric lighting ar,J 
power business in Dallas. The mortgage under which the 
above bonds are issued is closed, and th e sinking found. 
which amounts to 1 per cent per annum, has thus fa r retired 
$458,000 of the bonds. 

Eastern Pennsylvania Railways, Pottsville, Pa.-Th2 
Eastern Pennsylvania Railways reports for the twel. e 
months ending Feb. 28, 1914, a s follow s : Gross earnin;;s, 
$822,088, being an increase of $97,597; operating expenses, 
$476,683.22, an increase of $58,172; net earnings, less taxes, 
$328,371, a n increase of $34,954. After deduction of in
terest on underlying bonds and rentals $282,f\1-'1 was ava il
able fo r major bond interest , a n increase of $~"% ,555. 

Eastern Power & Light Corporation, New York, N. Y.
The Eastern Power & Light Corporation, which control s 
the Reading Transit & Light Company, has secured control 
of the Lebanon Valley Electric Light Company, Lebanon, 
Pa., through the purchase of the holdings of the Weaver 
interests, which are said to have r eceived $41,CO(I in cash 

a nd $75,000,000 of t he commo;1 stock of the Eastern Power 
& Lig ht Corporatio,l for t heir stock inte rest in the Lebanon 
Valley Electr ic Company. 

El l'aso (Tex. ) Electric ComJ>any.-St oc kholders of t he 
E l P a so E lec t r ic Compa ny vo ted a t a meeting held on Ma rch 
fl , Hl14, to increa se the common st ock of the company by 
$1,000,000, ma kin g· t he prese nt a ut horized capital s tock 
$1,000,UOO of preferred stock a nd $3,000 ,000 of common stock. 
It is expected tha t $!375,000 of t he new co mmon s tock will 
be offered pro rata t o preferred and co mmon st ockholder s 
of r ecord March l(i, 1914, as noted in the ELECTmc RAILWAY 
JoURNAL of February 28, Hl l 4. 

F ort Wa:yne & Wahasi1 Valley Traction Company, F t. 
Way nl', l nd.- Cha l'! es D. Ba rney & Compa ny, P hil a delphia, 
Pa., «!·e offe ri ng at 82 ½ and inter est, to yie ld G.G per cent, 
fi i·s t ton solidated m ortga ge !i per cent bonds of the For t 
Wayne & Wabash Va lley T raction Company, due on March 
1, 19:34. These honds are an underly in g issue of the Fort 
Wayne & Northern India na Traction Company a nd are a 
closed r 1ortgage issue with $(i ,!HHi,UOO out stan ding. The 
l·onds of the F ort Wayne & Nort hern Indiana Traction 
Company arP. rese rved to re tire the divisiona l bonds at 
maturi ty. 

Gr and Vallt•y Ra ilway, Brantfor d, Ont.- The pur cha se of 
t he Bran t fo r d Strc•et Railway a nd t he Grand Va lley Ra il 
way by t he ci ty of Bra ntfo rd was endorsed by the rate
paye r s ' \'Ote on March 23, Hl 14. T he proposal of such a 
purcha se was noted in t he ELECTnIC RAILWAY JOURNAL of 
Feb. 21. 1914. 

1nterborough Ra1>id Tra nsit Com pany, New York, N. Y.
'Ihe banking syndicat e com posed of Lee, Higginson & Com
p~ny, Bost on, Mass., a nd N. W. Harris & Company and Kis
•;e ll, Kin nicutt & Compa ny, New York , N. Y., which r ece ntly 
purchased a second lot of $10,000,000 of ln te rborough Ra pid 
Transit Com pany 5 per cent fi r s t mortga ge bonds, announces 
t he disposal of t hese bonds and the exer cise of an option on 
:1:1 additiona l $1,000 ,000 of bonds. It is reported tha t these 
banker s ha ve within six months ma r keted $41,000,000 of 
these bonds. 

Itha< a ( N. Y.) Traction Corporation.-The Ithaca Trac
t ion Ccrporati on, which succeeded the Ithaca Str eet Railway 
on Apl·il 1, 1914, h as elect ed officer s as follows : R. B. W il
liams, ,fr. , president; H. W. Fitz , fir st vice-president; Cha rles 
E . Hotchl. iss, second vice-president; H . A . Clarke , third vice
president and secr eta ry ; T. P. Cla ncy, t reasurer. An ac
coun t of t he hearing before the Public Ser vice Commission 
of the Second District of New York in regar d to the pro
posed r eorgan ization pl an of t he Ithaca St reet Railwa y, 
whi ch was sold under foreclosure r ecent ly , wa s published in 
th( ELECTPI C RAILWAY JOURNAL of March 7, 1914, page 557. 

Joliet , Plainfie ld & A urora Railroad, Joliet, lll.-The 
minority bondholders of the J oliet, Plainfield & Aurora 
Railroad have organized to protest again st the r ecen t sale 
of the roP. d to the majority bondholder s for $250 ,000, a s 
noted in the ELECTRIC RAILWAY J OURNAL of F ebruary 21, 
1914. They es tima t e the minimum value of the r oad a t 
$500,000. 

Lake Shore Electric Railway, Cleveland, Ohio.-The Lake 
Shore Electric Railroa d has notified the State Public U tili
ties Commission that it has been unable to sell $70,000 of 
bonds recently authorized by the commission at 85, and 
permission has been a sked t o use the oonds a s secur ity fo r 
a loan of $42,000. 

Monon gahela Va lley Tract ion Company, Fairmont, ,v. 
Ya.-According t o an officia l a nnouncement , t he 5 per cent 
general mortg age bonds of the Monong ahela Valley Traction 
Company have been made tax exempt in t he State of P enn
sylvania. 

N orthern Ohio Traction & Light Company, .Akron, Ohio.
The N orthern Ohio Traction & Light Company and the 
Canton-Akron Co nsolidated Ra ilwa y, which is controll ed by 
the fo r mer company, have united in a joint r equest fo r per
mission to issue $58,000 of ge nera l consolidated bonds. 

Nova Scotia Tramway & Power Company, Ltd., Halifax, 
N. S.-A bill was introduced in the Nova Scot ia Legisla ture 
on March 24, 1914, to incorporate the Nova Scotia Trnm 
way & P ower Company, Ltd. The names of t he di redors 
a r e larg"'ly the same a s those on the Ha lifax Ti·a mways. 
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The capital is to be $5,000,000. The bill authorizes the pur
chase of the Halifax Tramways, which is empowered to sell 
the present outstanding stock at $170 a share. The Nova 
Scotia Light & Power Company agrees to transfer to the 
company all its rights and lands at Gaspereaux and at 
Sheet Harbour. The Halifax Electric Tramways operates 
13.15 miles of line and fifty motor cars. Its authorized 
capital stock is $1,500,000. Of this amount $1,400,000 is 
outstanding. The company also has issued and outstanding 
$600,000 of gold bonds which are due on Jan. 1, 1916. 

Ocean Shore Railway, San Francisco, Cal.-The Railroad 
Commission of California recently heard an application by 
the reorganized Ocean Shore Railway to issue $200,000 of 
bonds for the purpose of electrifying its line between San 
Francisco and Half Moon Bay, and an alternative proposi
tion to issue $60,000 of bonds for the purchase of three 
gasoline cars, if it was found impracticable to market the 
larger bond issue at the present time. F. W. Brady, presi
dent of the company, testified that holders of real estate 
along the Ocean Shore Railway had demanded better train 
service and had agreed to subscribe for $60,000 of bonds 
if the commission would approve the issue. Some opposi
tion was made on the ground that the title of the new com
pany is still in doubt, pending a decision by the State 
Supreme Court, and that there is a possibility that the bonds 
might be invalidated if the decision should be in favor of 
the stockholders and bondholders of the defunct Ocean 
Shore Railroad. 

Portland Railway, Light & Power Com1mny, Portland, 
Ore.-The Portland Railway, Light & Power Company has 
obtained control of the Willamette Valley Southern Railway, 
which is building a standard gage electric line on private 
right-of-way 32 miles in length, from Oregon City to Molalla 
and Mt. Angel, Ore. The new line connects at Oregon City 
with the Portland Railway, Light & Power Company's in
terurban service to Portland and when completed will give 
through connection from Portland to Mt. Angel, a distance 
of approximately 47 miles. Seven miles of track has already 
been laid and more than two-thirds of the grading has been 
finished. The line will be operated by electricity at 1200 
volts and the track will be almost entirely of 70-lb. rail with 
rock ballast. The road is being constructed and will be op
erated under the direct supervision of the Portland Railway, 
Light & Power Company. 

Underground Electric Railways, Ltd., London, England.-
According to the sixteenth annual report of the directors 
of the Underground Electric Railways, Ltd., London, Eng
land, for the year ended Dec. 31, 1913, the gross reve
nue of the company for 1913 was £629,817, as compai·ed 
with the gross income at the rate of £558,438 per year for 
the second half of 1912. There was a surplus of £45,170 
after meeting the full 6 per cent interest (with income tax I 
on the income bonds of 1948, as compared with £2,9~6 
brought forward from 1912. The net revenue of the com
pany from investments in properties (including general 
interest), after deducting general expenses and including 
the balance brought forward, amounted to £623,838. The 
deduction of £84,489 for the service of the 4 ½ per cent 
bonds of 1933 left a surplus of £539,349. This amount, ac
cording to the report, will be applied as follows: £26,8'.·W 
for payment under the guarantee on Central London Ra:i
way assented stocks for 1913; £76,380 for interest at the 
rate of 6 per cent per annum on the £1,273,000 of 6 per cent 
first cumulative income debenture stock, and £390,969 fo1· 
interest at the rate of 6 per cent per annum, plus income 
tax on £6,136,050 of 6 per cent bonds of 1948, leaving a 
balance of £45,170, as noted above. 

West Penn Traction Company, Pittsburgh, Pa.-G. B. 
Caldwell, vice-president of the Continental & Commercial 
Trust & Savings Bank, Chicago, Ill., and H. R. Platt, a 
Chicago attorney, have organized an underwriting syndicate 
for the purchase of $6,000,000 of three-year 6 per cent col
lateral trust notes of the West Penn Traction Company. 
This syndicate is composed of prominent bankers and bond 
houses in New York, Chicago and Pittsburgh, and is man
aged by the Continental & Commercial Trust & Savings 
Bank, Chicago, Ill., and A. B. Leach & Company, New York, 
N. Y. The proceeds of the note issue are to be used to 
retire all the existing indebtedness of the company and 

provide money for improvements and extensions during 
1914. 

Dividends Declared 

Chippewa Valley Railway, Light & Power Company, Eau 
Claire, Wis., quarterly, 13/4 per cent, common. . 

Cincinnati, Newport & Covington Light & Tract10n Com
pany, Covington, Ky., quarterly 1 % per cent, preferred; 
quarterly, 1 ½ per cent, common. 

City Railway, Dayton, Ohio, quarterly, 1 ½ per cent, pre
ferred; quarterly, 2 per cent, common. 

Consolidated Cities Light, Power & Traction Company. 
New York, N. Y., quarterly, 3/4 of 1 per cent. 

Easton (Pa.) Consolidated Electric Company, 2 per cent. 
Louisville & Northern Railway & Lighting Company, New 

Albany, Ind., quarterly, 3 per cent, preferred. 
Manchester Traction, Light & Power Company, Manches

ter, N. H., quarterly, 2 per cent. 
Memphis (Tenn.) Street Railway, quarterly, l1/4 per cent,. 

preferred. . . 
Nashville Railway & Light Company, Nashville, Tenn.,. 

quarterly, 1 ¼ per cent, preferred. 
Springfield & Xenia Railway, Springfield, Ohio, quarterly, 

1 ½ per cent, preferred. 
Western Ohio Railway, Lima, Ohio, quarterly, 1¾ per 

cent, first preferred; quarterly, 1 ½ per cent, second pre
ferred. 

ELECTRIC RAILWAY MONTHLY EARNINGS 

CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY, 
CLE\T_h;LAND, OHJO 

Gross Operating Net Fixed 
Period Earnings _h;~:penses Earnings Charges 

lm., F eb., '14 $8 2,92\J $G5 ,426 $27 ,504 $3 1,588 

Net 
Surplus 
t$4,084 

t2,155 
t2,069 

t834 

J" " '13 81,277 52 ,72 8 2~,5 50 30,705 
' 1 4 171;,981 lH, ',f:7 fi1,41 n 63,48:3 
' 13 172,820 112,007 60,813 61,647 

COLUMBUS (GA.) ELECTRIC COMPANY 
1111., Jan., '14 $55,986 *$24,205 $31,781 $25 ,282 $6,499 

10,165 
73,488 

1.. " '13 57,598 *27,514 30,084 19,919 
1:l" '14 642,873 *291,343 351,530 278,042 
1:i.. •13 6:rn,S4!J *272,064 3 4s ,n 5 22 s ,2-;4 120,511 

1r~;-, J';,n. , 
1 2 ,. 
12 u 

DALLAS (TEX.) ELECTRIC COMPANY 
'14 $201,071 *$128,399 $72,672 $26,778 $45,894 
'13 170,81 5 *106,094 64,721 24,635 40,086 
'14 2,223,756 *1,302,363 921,393 305,113 616,280 
'13 1,857 ,207 *1,112,647 744,560 295,278 449,282 

EAf;TERN TEXAS ELECTRI C COMPANY, BEAUMONT, TEX. 

1
1,!n,1,., Ja.,n., '14 $55,014 $36,589 $18,42n $8,244 $10,181 
_ •14 504 ,183 2n,s14 212,369 74,859 137,510 

EL PASO (TEX. ) F.LECTRIC COMPANY 
lm., Jan '14 $92,713 *$49, 548 $43,166 $4,284 $38,882 
1" " ., ' 13 80,922 *41, 843 39,079 1,971 37,108 

12" '14 907,906 *486,064 421,842 50 ,32~ 371,514 
12" '13 804,466 *4 36,441 368,025 64,477 303,548 

UALVESTON-HOUSTON ELECTRIC COMPANY, GALVESTON, 

i':;·• J~p-, 
12 " 
12 " 

'14 
'1 :i 
'14 
' 13 

$197,277 
169,61 5 

2,400,727 
:l,051,26 5 

TEX. 
*$120,147 

*lOG,124 
*1,367,396 
*1,197,070 

$77,130 
64,491 

1,033,331 
S5 4,19 5 

$36,485 
33,660 

424,037 
405,197 

$40,645 
30,831 

609,294 
448,998 

HOUGHTON (MICH.) COUNTY TRACTION COMPANY 
1111., J a n., '14 $22,137 *$15,198 $6,939 $5,610 $1,330 
1" " '13 24,379 *15,776 8,603 5,752 2,851 

1 2 " '14 :l94,611 *17H,682 114,929 67,450 47,479 
12 " '13 309,760 *172,166 137,593 67,7 58 69,835 

JAC'1'CSONVILLE (FLA.) TRAC'rION COMPANY 
lm., Jan '14 $62,5 46 *$38,152 $24,394 $12,868 $11,526 
1 " " ., '13 49,823 *33,567 16,256 11,039 5,217 

12 " ' 14 692,344 *443,174 249,170 145,546 103,624 
12" ' 13 562,483 *380,131 182,352 120,751 61,601 

NORTHERN OH IO TRACTION & LIGHT COMPANY, AKRON, 

ii~., F~b., 

2 u 

2 H 

'14 
'1 3 
'14 
'13 

$248, 006 
222,5 70 
518,967 
460,036 

OHIO 
$154,878 $93,128 $50,031 $43,097 

138,129 84 ,441 45,197 39,244 
326,170 192,797 99,493 93,304 
280,379 179,657 89,868 89,789 

L'UGET SOUND TRACTION, LIGHT & POWER COMPANY, 
SEATTLE, WASH. 

1
1
1:!·• Ja,,n., ' 14 $754,035 *$434,634 $319,400 $173,899 $145,501 

' 13 701,640 *437,914 263,726 165,797 97,929 
1 2 " '14 8,66 5,995 *5,005,097 3,660,899 2,071,120 1,5 89,779 
12" '13 8,294,702 *4,797,859 3,496,843 1,986,582 1, 510,261 

ItEPU BLIC RAILWAY & LTGHT COMPANY, NEW YORK, N. Y. 
lm., F eb ., '14 $234 ,971 *$139,485 $95,486 $44,762 . $50,724 
1" " ' 13 228,413 *138,327 90,087 45,875 44,212 
2" '14 492,949 *291,764 201,186 87,851 113,335 
2 " ' 13 472,754 *286,893 18 5,86 1 91,692 94,169 

*Includes taxes. 
tDeficit. 
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Traffic and Transportation 
Chicago Considering Interurban Market Service 

The Chicago City Council recently authorized the Mayor 
to appoint a commission to investigate market conditions in 
Chicago and the representatives of the interurban roads 
entering the city were invited to advise the commission of 
the possibility of shipping foodstuffs by the interurban 
lines. E. J. Bock, general superintendent of the Chicag o 
& Milwaukee Electric Railroad; Richard Breckenridge, gen
eral freight and passenger agent of the Aurora, Elgin & 
Chicago Railroad; J. R. Blackhall, general manager of the 
Chicago & Joliet Electric Railway, and F. E. Fisher, general 
superintendent of the Chicago, Otta,va & Peoria Interurban 
Railway, appeared before the commission. Each repre
sentative outlined to the members of the commission the 
possibilities of taking advantage of electric railways to im
prove Chicago's market conditions. Mr. Breckenridge said: 

"Unlike other municipalities Chicago has never shown a 
disposition to utilize the electric lines to their full extent. 
It is true that the Aurora, Elgin & Chicago Railroad and 
to some extent the Chicago, -Lake Shore & South Bend 
Railways carry passengers into the downtown district, but 
only the Chicago & Interurban Traction has the right to 
bring milk, produce or any freight into the city. The 
Aurora, Elgin & Chicag·o Railroad brings three carloads of 
milk daily to the western limits of Chicago and could bring 
as many more were it enabled, as are its steam railroad 
competitors, to deliver these shipments into the city as far 
as Canal Street. It is, of course, impossible to say what a 
freight rate will be to a point not yet decided and under 
unknown conditions. I think I am safe in saying that if 
the electric road is allowed direct access to your market, 
the rate will be less for fast service than the cost of the 
present inferior service, particularly considering the team
ing cost and freight-house delays that will then be elim
inated. The electric roads operate more intensively. They 
will run more trains than the steam roads and make stops 
convenient for the growers. The steam roads now have 
more business in Chicago than they can handle with di s
patch. Being ambitious for traffic, the electric road will 
foster and promote this business to the benefit to the con
sumers of Chicago." 

The commission is compiling data and expects to report 
to the City Council in the near future. 

Brooklyn Rapid Transit Tax Burden 

In the series of advertisements which it is publishing in 
the Brooklyn newspapers, dealing with various phases of its 
activities, the Brooklyn (N. Y.) Rapid Transit Company 1·e
cently included the following statement headed "Why We 
Need the Nickels," setting forth plainly the tax burden 
which the company is called upon to meet: 

"About fourteen years ago we published some figures 
showing that our taxes averaged $2,900 per day. These 
figures caused much comment, not only in this community 
but throughout the country. The weight of the burden was 
a revelation. 

"But by comparison with last year's figures we lived then 
in good old easy times. 

"In 1913 we actually paid in taxes to city, state and nation 
$1,770,217. 

"This was at the rate of $4,850 per day! 
"Our average receipt per passenger was 3.74 cents. The 

expense of transporting (not including taxes) was 2.91 
cents, leaving the net return per passenger 0.83 of 1 cent. 

"Therefore, we had to carry 584,000 passengers each day 
to yield profit enough to pay our tax bills! 

"One dollar out of every $3.57 earned went to city, statP 
or nation-equal to a net income tax of 28 per cent. 

"There were ten different kinds of taxes, to wit: special 
franchise, tracks, etc., outside of special franchise, parcels 
of real estate, local capital stock, state capital stock, city 
tax on earnings, state tax on earnings, federal income, car 
license fees, bridge tolls. 

"These were divided as follows: to city, $1,368,328; to 
state, $320,416; to nation, $81,473; total, $1,770,217. 

"The amount paid to the city alone was more than suffi-

cient to pay all the cost for 1Ul4 of the following depart
ments of city government ~u; authorized in the budget : 
board of estimate, commissioners of sinking fund, Mayor's 
office, city chamberlain's office, Municipal Civil Service Com
mission, commissioners of accounts, bureau of weights a rnI 
meaim res, bureau of licenses, commissioner of licenses, 
board of a ssessors, art commission, examining board of 
plumbers. 

"The amou nt paid to the city alone was more than the 
entire expense of maintaining the parks of Brooklyn and 
Bronx and their administration. It was more than the entire 
eost of maintaining the public libraries of Manhattan, 
Brooklyn and Queens. It was equal to 60 per cent of this 
year's budget for all those manifold municipal activities 
under the jurisdiction of the Borough President of Brooklyn 

"The average tax paid to the city per capita in Brooklyn 
for 1913 was about $17. 

"Our tax bill to the city, therefore, was the equivalent of 
the tax bills of nearly 78,000 perso ns! 

"These are astounding figures. They indicate not only the 
extent of our financial contribution to the city's support, but 
the handicap and burden upon us in attempting to g ive addi
tional transit facilities. They are food for reflection for 
those who criticise car service. 

"Our annual tax bill, capitalized at 5 per cent, would per
mit an expenditure of $35,400,000 for added improvements 
and extensions. 

"It would build 35 miles of new subway tracks. 
"And yet when we, and suffering citizens, apply to the 

city, as we must, for the privilege of furnishing new facili
ties-even though some of these offer no present prospect of 
additional profits, as for instance franchises on Metropoli
tan Avenue, Atlantic Avenue and Eighth Avenue-some 
short-sighted public officials insist that these should not be 
permitted except upon still more burdensome conditions that 
make acceptance impossible. 

"The further you go into this sto ry of the nickels, how 
irresistible is the conviction that from every point of view 
Our Interest s are Your Interests." 

Hearing on Fares Bet ween ,vorcester and Jefferson 

Hearings were concluded by the Massachusetts Public 
Service Commission on March 19, 1914, upon the petition 
of a committee for the town of Holden for a reduction of 
fares from 15 cents to 10 cents between Jefferson and 
Worcester, on the Worcester Consolidated Street Railway. 
The petitioners were represented by Webster Thayer, and 
the company's case was conducted by Francis H. Dewey, 
president of the company. The burden of the petitioners' 
case was that the existence of a third 5-cent-fare zone be
tween the center of Holden and Jefferson, a distance of 
about 1.6 miles, was inequitable. 

Mr. Dewey stated that the Worcester Consolidated Street 
Railway purchased the Worcester & Holden line for $150,-
000, and he contended that the company cannot afford to 
carry passengers from Worcester to the end of the line in 
Jefferson for less than 15 cents. The distance is 9. !-i6 miles. 
The present fare includes a free transfer to or from all 
parts of Worcester, which increases the maximum r ide to 
about 14 miles for 15 cents. Traffic counts sho\v that if 
the 10-cent fare is established the reduction in income on 
the line will be at the rate of $11,000 per year. Careful 
studies by the company's auditor show that the yearly 
present income of the line from the city hall, vVorcester, to 
Jefferson is $56,451, and that the net earnings are about 
$7,500, or 5 per cent on the cost of the Worcester-Holden 
branch of the Consolidated system. Last year the company 
paid 5% per cent on a ll its outstanding stock. If the fare 
reduction is effected, the line will face a deficit of $:3 500 
which must be made up by the rest of the system. No~th
borough, Sterling and other towns separated by a second 
municipality from Worcester as a rule pay 15 cents in three 
fare collections between these communities and the city hall 
in Worcester. 

In response to a request by the petitioners' counsel for a 
physical valuation of the Worcester-Holden line, Mr. Mc
Leod, chairman of the commission, set forth his view upon 
the treatment of such problems in small town cases in part 
as follows: 

"It is practically impossible for a commission of this kind 
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to make a physical valuation ir. any mi:>.tter itwolving some 
rearrangement of fares upon a street railway system unlens 
the claim is positively made that any change in t!:2 n<,~ure 
suggested by the petitioners would be confiscatory. It is 
impractical, in handling a large number of such cases, to 
make a valuation. This matter must be considered as 
affecting the Worcester Consolidated system aq a whole. 
When this line was consolidated with the Worcester com
pany there was no longer any legal obligation that the line 
should pay its proper return upon the value of the property, 
provided that the general arrangement of fares over the 
system is just and provided there is no undue encroach
ment upon the revenue s of the company as a whole. The 
(JUestion whether or not the particular branch line is earn
ing a fair return is not conclusive, because there may be 
considerations in the case which make it desirable in the 
interest of the general public, especially if it can be shown 
that the se rvice and fares rendered at the present time ar2 
not reasonable, that some of the burden in canying the line 
should be -;,hrown upon the system a s a whole. Another 
phase is whether these fare limits bear any jus t relation
ship to the fare limits on other 1:> imilar lines serving in the 
main a similar territory, in view of the effect of the decison 
as a precedent." 

The case was taken under advisement. 

Prepayment Cars in Winnipeg.-Commissioner Robson of 
the Manitoba Public Utility Commission will order that all 
cars to be built in future for the Winnipeg Electric Railway 
shall be of the pay-as-you-enter type. The company pro
poses to arrange in future to have its cars stop on the near 
side of the street. 

Record Run on Oakland, Antioch & Eastern Railway.-A 
three -car train of the Oakland, Antioch & Eastern Railway, 
Oakland, Cal., established a record for passe nger trains be
tween Sacramento, Oakland and San Francisco on March 
22, 1914, by making the run to Oakland in two hours and 
eighteen minutes and to San Francisco in two hours and 
fifty-five minutes. 

Plan to Establish "Suburban Day."-The interurban elec
tric railroads rnnning in to Kansas Ci ty, Mo., probably will 
co-oper ate with the Merchan t s' Association in establishing 
"Suburban Day." One day of each week will be set aside 
for out-of-town shoppers and special inducements will be 
offered on that occasion. A day on which traffic is nomrnlly 
light will be selected, according to present plans. 

Illinois Fare Case Under Advisement.-The Illinois P ublic 
Ut ility Commission has taken under advisement the protes t 
lodged by patrons of the Aurora, Elgin & Chicago Railroad, 
Wheaton, Ill., against the company in connection with its 
proposal t o substitute a sixty-ride ticket book for the pres
ent fifty-four ride ticket book. It is claimed by the peti
tioners that the change will involve an advance of 10 per 
eent in rates. 

Employees' Bulletins in Brooklyn.~The Brooklyn (N. Y.) 
Rapid Transit Compa ny has begun the publication of an 
employees' bulletin. The paper is in the shape of a folder 
with eight pages and is 3½ in. wide by G in. high. Like 
the similar publication of t he United Ra ilway s & Electric 
Company, Baltimore, Md., the Drooklyn bulletin deals with 
some subject of specific interest h the employees. The issue 
of March 18, Hl14, contained an appeal to the men. The 
appeal is h eaded "Concerning Profanity," and is signed by 
William Seibert, superinte ndent of the surface lines. 

The Topeka Ad verti sing Campaign.-The Topeka (Kan.) 
Railway has emphasized a fundamental principle of mer
chandising in its recent advertisements exploiting its service 
and the large return the people secure for a 5-cent fare. 
"The maximum of demand insures the minimum of cost," 
ran a recent ad. " If only a few people used the street car 
it would necessarily increase the cost of transportation." 
The advertisement pointed out that where street railway 
service is generally used the price is low and that only by 
such use can service be improved. 

Extension of Boston Transfers Approved.-The Massa
chusetts Public Service Commission has approved a rear
rangement of free transfer privileges by the Boston Ele
vated Railway at the Scollay Square station of the Tremont 
Street subway between Cambridge bridge cars and subway 

rars, so that passengers boarding inbound Cambridge bridge 
.::ars and paying fares east of Kendall Square may transfer 
t o north and south-bound cars in the s11bway at Scollay 
Square, and that checks may be issued from Scollay Square 
to cover travel in the reverse direction. 

Change in Terms of Mileage Ticket.-The Albany South
ern Railroad, Hudson, N. Y., with the approval of the 
Public Service Commission of the Second District of New 
York, has changed the rules and regulations governing the 
sale and use of 500-mile ticket books. The limit as to 
t ime for use has been made one year from date of sale and 
the minimum coupon detachment for any ride has been 
changed from four to three. A table showing the distances 
between all stations and stops provided to govern coupon 
detachments has been filed with the commission. 

Illinois Utilities Commission Permits Free Rides.-The 
State Public Utilities Commission of Illinois has made a 
ruling in favor of free transportation being extended by 
carriers to policemen, firemen and letter carriers. On Jan. 
17, 1914, the commission decided that for the present the 
new body would follow the ruling of the Interstate Com
merce Commission and would permit free rides to em
ployees of public utilities and to policemen, firemen and 
letter carriers only when such privilege was provided for in 
contractual 01·dinances previous to the establishment of the 
new commiss ion. 

Fare Question in Oakland.-The Chamber of Commerce 
of Oakland, Cal., and seven improvement associations of 
East Oakland have asked the Railroad Commission of Cali
fornia to compel the Southern Pacific Company to collect 
only G cents for a continuous ride in one direction in Oak
land. Thz company is charging a 10-cent fare between 
such points as Oakland pier and Melrose Heights, and has 
asked the commission to authorize this fare on the ground 
that it is just and barely compensatory. The commission 
has se t May 9, 1914, as the date for a formal hearing on 
the railroad company's application. 

Organization of Im1)l'ovement League Completed.-The 
organization of the New London County Improvement 
League ,vas completed at a meeting on March 16, 1914, at 
which t he complete list of directors from the towns was 
made up and the officers of the league were elected. The 
atte ndance at the meeting was fifty. This is the organiza
tion with which the Shore Line E lectric Railway, Norwich, 
Conn., proposes to co-operate with the end in view of 
furtherin g agricult ural development along its lines . The 
plans of the company in this connection were referred to 
at length in the ELECTRIC RAILWAY JOURNAL of March 7, 
HJ14, page 561. 

Heavy Freig-ht Traffic at Louisville.-R. H. Wyatt, general 
freight and passenger agent of the Louisville & Interurban 
Rai lway, Louisv ille, Ky., stated recently that the company's 
freight business for the fi r st three months of 1914 was the 
heaviest in its history. Mr. Wyatt a ttr ibutes a good deal of 
the activity in fre ight m oveme nts on the company's inter
urban lines a round Loui sville t o shipments of feed, the re
quirements of t he farmers being unusually heavy in this 
line, on account of the poor g rowing season last year. Other 
goods are also carried in large quantities, however, indicat
ing a g rowi ng appreciation on the part of the country mer
chants of the advantages of the company's rapid and fre
quent service. 

Re>-rout ing Car.s in Columbus.-Plans for re-routing cars 
on a number of line s are being prepared by the Columbus 
Railway, Power & Light Company, Columbus, Ohio. The 
West Broad Street cars are to be run from Broad Street 
north on F ront Street to Long Street and thence over the 
Mt. Vernon Avenue route. The cemeteries and the Leonard 
Avenue lines are to be united and the Pennsylvania Avenue 
cars a re to be operated south on Fourth Street to Livings
ton Avenue, where the route will terminate. The Oak 
Street line on North High Street will be replaced by a 
short line circling into Fourth Street by way of Main and 
Chestnut Streets. These changes are contemplated in order 
to relieve the growing congestion on High Street. They 
will involve an expenditure of $50,000 to $60,000 on West 
Long Street. 

Mail Service Discontinued on Account of Inadequate Com
pensation.-The West Chester ·(Pa.) Street Railway restored 
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the early ma il service be tween West Ches ter, Ke nnett 
Square, Downing town and Coatesvill e on March 19, 1914. 
The extended period of service was agreed t o by Jonas L. 
Rice, manager of t he compa ny, in conference with Nor r is 
B. Slack, county cl1ai1·man of the Democratic committee. 
When t he contract between the U nited States postoffice de
partment a nd t he West Cheste r Street Railway expired on 
March 16, 1914, the latter r efu sed to renew on account of 
t he greatly increased amount of mail carri ed and t he small 
compensation a ll owed by t he g overnment for the service. 
It is hoped that at t he expirntion of the m onth 's grace the 
government will a r range t o compensate t h e company on a 
basis commensurate with the volume of bus iness carried. 

Fare Cases Before OrC'gon Commiss ion.- With the com 
pletion of int roduction of evidence in the Linnton rate case 
of the U ni ted Railways, Portland, Or e., on March 20, 1914, 
the hearing wa s postponed until April 20, 1914, by Clyde 
B. Aitchison of the Railroad Commi~sio n of Oregon so that 
t he defense may go over the evide nce. In the Linnton case 
t he United Railways a sks permiss ion t o increase far es t o 
Linnton. Another e lectric rail wa y fa r e ca se, t he appl ication 
of t he Tualatin Va lley Transporta tion Association for a r e
duction of rat es on t he Oregon E lectric Ra ilway between 
Portland a nd p laces in Tuala t in Valley , is before the com
mission a nd hearings are now being held. The a ssociati on 
set forth t hat t he fare of 5 cents to Capitol Hill , 3 miles; 
20 cents to Garden Home, G.9 miles , and 40 cents t o Tuala
t in, 14.4 miles, is excessive a nd discriminatory. The a sso
ciation co ntends t hat the P ortla nd Ra ilway, Lig ht & Power 
Company carries passengers much farther than 7 miles for 
5 cen t s and that the United Railways has a 5-cent fa re to 
Linnt on , 8½ mil es from Portland. 

Limited Stop Ca rs for Ca mbr idge, .M ass.-The Bost on 
( Mass.) E levat ed Railway is g radua lly extending its limited
stop surface car service during rush hours in various sub
urba n districts. The la t est li ne to be t aken up in thi s con
nect ion is the Newton-North Cam brid ge route , between North 
Cambridge, Harvard Square and Mt. Auburn bridge, the plan 
being to run cars express from these limit in g points t o Har
vard Square in the m orning ru sh and express from Harvard 
Square outwar d in the afternoon rush. To care for local 
travel cars will stop t o pick up passengers when out war d 
bound and to dischar ge passenger s when going inward . 
New " li mited-stops" sig ns , 21 in. by 19 in. in dimensions , 
and pa inted red a nd whi te, a r e t o be used a t ea ch end of t he 
car. The word "stops" is ca rried in the cen ter of a red 
disc 13 in. in diameter , t o ena ble these cars to be identified 
from the sidewalks and thu s t o avoid pos sible in jury by 
automobi les to pa t rons who migh t occupy the street s in 
endeavoring to classify ca rs as local or express se r vice units. 
The display of the sig ns is under control of s t reet inspectors 
a nd st ation master s. 

S uggest icns from Employees Rega rdin g T rans pnrtation 
l mprovements.-Ever y attache of t he general offices of the 
Metropolitan Stree t Ra ilwa y, Kansas City, Mo., has been 
urged to keep his or her eyes open for ideas which wil l tend 
to make for greater efficiency, not only in h is or her own 
depar tment, bu t m ore especia lly in t he transpor tation de
part men t , which is in constant t ouch wit h the public. To 
g ive ge ner al office employees more scope a se t of ticket s has 
been issued t o each member of the staff intended t o show the 
time spent by employees of the offices in going t o work on 
t he cars in the morning and returning hom e a t night, as 
well a s dur ing t he lunch hour, pr ovided any ma ke the r ound 
trip a t t ha t time. The company r eceives m any unsolicited 
suggest ions da ily from th e public, but the ma jority of these 
are unsuitable fo r a doption a s they come from person s with
out experience in street r a ilway work. By securing r epor t s 
from its own employees, t he compa ny hopes to receive prac
tical suggestions, a s the office staff appreciates what can 
a nd cannot be put into execut ion. The ticket s will be t urned 
in to the heads of t he various departments for transmis
sion t o t he executive officer s, who will be t he judges as t o 
the a dvisability of adopting such plans as m ay be proposed. 
The blanks call for reports from the em ployees in regard 
to the line on which t hey travel, the car number, the direc
tion, the places at which they boa r d cars, t he places at 
which they lea ve cars, the number of passengers, t he block 
number, the time off , the time on a nd such remarks and 
suggestion s a s they may care to make. 

Personal Mention 
.Mr. Frank J. Duffy, manager of t he So uthern l{ailway & 

Light Compa n y, Na tchez, Miss., has bee n elected president 
of the compa ny. 

Mr. George Tht•is, Jr., preside nt of t he Arka nsa R Valley 
Interurba n Ra ilway, Wichit a , Kan., ha s, in a ddition, heelil 
appointed general ma nager of t he company to succeed Mr. 
0 . A. Boyle, who cont inues a s a direct or. 

Mr. W. II. Trask, former ly commer cia l a ge nt of the Idaho 
Ra ilway, Light & P ower Company, Boise, Idaho, has be
come connected with the commercia l depa r t me nt of t he 
U tah Powe r & L igh t Company, Salt Lake City , Utah. 

Mr. William T~•mple Emmdt was nomi na ted by Governor 
Glynn fo r a ppointment to the Public Service Con;mission of 
t he Second District of New York j ust before t he close of i. he 
legislative session of" Ma rch 28, 1914, and the a ppoin t ment 
was confi rmed by the Sena te. 

l\1 r. George Whysall , who ha s been acting a s agent of the 
bondholders commit tee in charg e of the ope-ration of the Co
lumbus, Ma ri on & Bucyru s Railway, Marion, Ohio, s ince t he 
sa le of t he property in May, 1913, has been elected president 
a nd general ma nager of the reorganized company. 

l\Ir. Charles Whip ple Sm ith , Bost on , Mass ., h a s been 
elected trea sure r of the Bost on Suburba n E lect ric Com
panies, succeeding t he la t e Alden E. Viles . Vacancies in the 
board of t rustees caused by the dea ths of Mr. Viles a nd the 
late F r a nk A . Day, of Newt on , Mass., have not been fi lled. 

Mr. Frank Irvine, professor of law a t Cornell Un iversity, 
was nominated by Governor Glynn for a ppointment t o the 
P ublic Senice Commission of the Second District of N ew 
York just befo r e the close of t he legislative session of 
March 28, Hl14, and t he a ppoint ment was confirmed by t he 
Senate. 

Mr. H. Hobzrt Port er, of Sander son & Porter, New York, 
N. Y., will be elect ed president of t he A mer ica n Wat er 
Works & Elect r ic Compa ny , P ittsburgh, P a. , which is to 
succeed the A mer ica n Water W orks & Guarantee Compa ny, 
t he pla ns for the reorganization of wh ich are r eferred to 
a t leng th elsewhere in this issue. 

Mr. \",' . N. Smi th, who has been connect ed recent ly with 
the E dison Elec t r ic Illuminating Compa ny, Bosto n , 

0

Mass., 
a nd who was fo r merly elect r ic traction engineer of Westing 
house, Church, Kerr & Company, New York, N. Y., has ac
cep ted a temponuy engagement with the Sa n F r ancisco
Oakland Termina l Ra ilways, Oakla nd, Cal. l\Ir. Smith will 
do consul t ing work for the company, assisting l\I r . A. W. 
l\1cLim ont, t he new gene r a l m anager. This work will occupy 
l\Ir. Smith unti l June 1 or Ju ly 1, 1914. 

l\Ir. D. H. Howard has been appointed engineer of mainte
na nce of way of the Aurora, Elg in & Chicago Ra ilroad, 
.. Wheaton, Ill. Mr. Howard was g raduated from Purdue Uni
versity a s a civil eng ineer, and p rior t o accepting· this new 
posit ion was con nected with t he m aintenance of way d2part
ments of the Penn sylnrn ia Railroad Lines West of Pitts
burgh, t he South ern P a cific Ra il road in T exas, and with t he 
Chica go & West ern Indiana Ra ilroad on track elevation 
throug h Chicago . .In h is new position h e r eports t o Mr. C. J. 
Jones, supe r intendent of tran sporta tion and chief engineer. 

)1r. H. l\I. Kocher sperger, vice-president of t he New York, 
New Haven & Hartfo rd in char g e of fin ance and accounting 
and vice-president of the Connecticut Company, has resigned 
on account of ill h ealth. He has been g r anted leave of ab
sence until July 1 next, af t er which he w ill draw a pension 
under the company 's rules. H is dut ies in the a ccounting 
department will be a ssumed by Mr. J.M. Tomlinson, g·eneral 
a uditor , a nd in t he finan cia l depart ment by Mr. A. S. May, 
treasur er. Mr. Kochersperger ha s been with the New York, 
New Haven & Hart ford Railroad for twenty-seven years. 
For six years p r ior to tha t he ha d been with t he old New 
E ngland Railroad. From May 1, 1887, to January , 1904, h e 
was comptroller; from Jan. 1, 1904, t o Nov. l G, 190(j, he was 
third vice-president, and on Nov. 17, 1906, he was elected 
vice-president. 

Mr. George 1\1. Schulz was nominated by Governor Gly nn 
for appointment to t he P ublic Service Commission of the 
First District of New York just before t he close of the 
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legislative session of March 28, 1914, and the appointment 
was confirmed by the Senate. Mr. Schulz succeeds Mr. 
John E. Eustis, whose term of office has expired. He is 
forty-five years old and a native of New York City. He 
was educated in the public schools and was graduated from 
the College of the City of New York in 1892 and from the 
New York Law School two years later. He was admitted to 
the bar at once. Mr. Schulz was elected surrogate of Bronx 
County on the democratic ticket last year. Before that he 
was a city magistrate, having been appointed by the late 
Mayor Gaynor. He had represented the district in which he 
lives in the Assembly and in the Senate. 

OBITUARY 

~ athaniel Ewing, chairman of the Public Service Com
mission of Pennsylvania and noted jurist, is dead. Judge 
Ewing was born in Uniontown, Pa., on June 17, 1848. He 
was graduated from Princeton in 1860. He served on the 
bench in Fayette County and was chosen a member in 1908 
or the State Railroad Commission, which was supplanted 
by the new Public Service Commission created by the last 
Legislature. Governor Tener appointed him chairman of 
the new commission. 

Safety Calendar in Brooklyn 

The Brooklyn Committee of Public Safety-Brooklyn 
Rapid Transit System has distributed to the public scho?ls 
in Brooklyn with the approval of the Board of Educat10n 
copies of a children's safety crusade calendar for 1914, one 
calendar being intended for display in each class room. 
The calendars are 211/2 in. wide by 27 in. high. At the 
top of each of the twelve sheets a space 14 in. high by 18 
in. wide has been reserved for the display of a picture 
showing· the consequences of too little thought on the part 
of children and others in crossing streets and in boarding 
cars and alighting- from them. The calendar proper giving 
the days of the month, etc., occupies a space 121/2 in. 
wide by 81/2 in. high under the display picture, and the 
calendar proper is flanked on either side with a sentence 
of warning· based on the picture at the top, displayed in a 
box 3 in. wide by 81/2 in. high. In one or two instances 
the sentences were interdependent; that is, they read over 
from the left si<le to the right side of the calendar. The 
warnings displayed on the calendar follow: 

"Never play games across car tracks." 
"Your own fun may cost another's life." 
"Never spoil your fun by taking a chance." 
"You can't always let go when you wish." 
"Safe way to board: Grip handle with right hand." 
"Safe way to alight: Grip handle with left hand." 
"Look both ways before crossing street." 
"Eyes can't guard if you don't use them." 
"Runaway horses only one of many dangers." 
"Street belongs to wagons, autos, trucks and trolleys." 
"This also could happen playing 'cat.' " 
"Better lose the game than lose a leg." 
"When a small machine meets a big machine, which one 

suffers the greater injury?" 
"He did not wait until car stopped.'' 
"Your life may pay for undue haste.'' 
"Broken wires may be life wires. When you find one 

call policeman.' ' 
"All persons have safety duties.'' 
"Never risk neglecting your own." 
"You may be struck by speedy autos even if you land 

on your feet.'' 
"Auto may turn out, street car cannot. Safe way: Al

ways let them pass." 
The New York Press on March 8, 1914, published in its 

magazine section an illustrated article on the sa!ety wor_k 
being carried out by the Brooklyn _(N. _Y.) Rapid Trans!t 
Company in Brooklyn, under the direct10n of Mrs. Jess~e 
p McCall secretary of the Brooklyn committee of public 
s~fety and director of the safety campaign in the public 
schools. Some of the illustrations were the same as those 
used in connection with the extended article on this work 
which appeared in the ELECTRIC RAILWAY JOURNAL of Dec. 
13, 1913, page 1222. 

Construction News 
Construction News Notes are classified under each head-: 

ing alphabetically by States. 
An asterisk (*) indicates a project not previously re

ported. 
RECENT INCORPORATIONS 

*City Railway, Mount Vernon, Ill.-Incorporated in 
Illinois to build an electric railway. Capital stock, $40,000. 
Incorporators: L. G. Pavey, C. C. Baldwin and Earl Green. 

*Salisbury Interurban Railway, Anna1>0lis, Md.-Applica
tion for a charter has been made by this company in Maryland 
to build an electric railway and other public utilities in 
Wicomico County. The railway will extend from Nanticoke 
Point, on the Nanticoke River, on the west side of Wic_omico 
County, to Willards on the east side of the county, via the 
different towns and villages. The company asks for power 
to build lateral branches in any part of the county. Incor
porators: E. Riall White, H. James Messick, Wade H. Beds
worth, Raymond K. Truitt, Henry W. Ruark, Wade H. 
Insley and Mark Cooper, all of Wicomico County. 

*Ithaca (N. Y.) Traction Corporation.-Chartered in New 
York to take over the property and franchise of the Ithaca 
Street Railway, which was sold under foreclosure, as noted 
in the ELECTRIC RAILWAY JOURNAL of Jan. 31, 1914, page 
'.282. Capital stock, $1,000,000. 

*Newark, Williamson & Northern Railroad, Newar~, 
N. Y.-Application for a charter has been made by this 
company in New York to build a 15-mile electric railway 
between Newark and Williamson. Capital stock, $150,000. 
Headquarters: Newark. Directors: Ernest I. Edgecomb, 
vice-president of the Newark & Marion Railway; Harry J. 
Clark, purchasing agent of the Newark & Marion_ Railway; 
J. Leslie Kincaid, John F. Durston, George A. Smith, Frank 
E. Young, all of Syracuse; Harold C. Beaty, Skaneateles, 
and Judson L. Transue and Willis P. Rogers, Williamson. 

*Meigs Valley Traction Company, Caldwell, Ohio.-In
corporated in Ohio to build an electric railway. Capital 
stock, $20,000. Incorporators: C. S. Carr and others. 

* Ardmore (Okla.) Electric Railway.-Chartered in Okla
homa to build a 7-mile electric railway in Ardmore and 
its suburbs. It will furnish power for lighting purposes. 
Capital stock, $100,000. Incorporators: George A. Craven, 
James C. Mort and John F. Easley, Ardmore and Asa B. 
Hale and William Craven, Milton, Iowa. 

*Eastern & Western Railroad, Easton, Pa.-Chartered in 
Pennsylvania to build a 41/2-mile interurban railway from 
Easton to Hopes Lock. Capital stock, $50,000. Incor
porators: George F. Baer, president of the Philadelphia & 
Reading Railway; R. W. De Forrest, W. G. Besler, T. W. 
Coons, E. J. Fox, W. E. Chipman and Horace Lehr. 

*Uvalde & Northern Railroad, Uvalde, Tex.-Chartered in 
Texas to build a 55-mile electric or steam railway from 
Uvalde to a point at or near the headwaters of Camp Wood 
Creek in Real County. Capital stock, $60,000. Incor
porators: L. J. Smith and E. H. McVey, Kansas City, Mo.; 
L. J. Wardlaw, Sonora, Tex.; Fred C. Adams, Will A. 
Morriss, W. P. Brice, J. J. Ford, S. P. Skinner and Sidney 
Turner, San Antonio, and R. C. Walker, Austin, Tex. 

FRANCHISES 
Birmingham, Ala.-The Birmingham Railway, Light & 

Power Company has received a franchise from the Council 
for a line from its terminal on Fifteenth A venue along that 
thoroughfare and Norwood Boulevard to Thirty-fifth Street. 

Danville, Ill.-The Danville, Crescent & Kankakee Trac
tion Company has asked the Council for a franchise in Dan
ville. This line will connect Danville, Crescent City and 
Kankakee. E. E. Mayer, Crescent City, president. [E. R. J., 
Jan. 17, '14.] · 

Cumberland, Md.-The Cumberland Electric Railway has 
received a franchise from the Council to extend some of its 
lines in Cumberland. 

Batavia, N. Y.-The Batavia Traction Company has re
ceived a fifty-year franchise from the Council in Batavia. 
Stephen W. Brown, Batavia, is interested. [E. R. J., March 
21, '14.J 
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Bartlesville, Okla.- The Union Traction Company, Inde
pendence, has r eceived a franchise from t he Council in 
Bartlesville. 

Barrie, Ont.- The Toronto, Banie & Orillia Railway has 
received a franchise from t he Council in Barrie. The On
t ario Legisla ture is being asked t o author ize the company 
to increa se its bond issue a nd t o extend t he time for con
struction. [E. R. J ., Jan. 31 , '14. J 

Guelph, Ont.-The Guelph Radial Railway has received 
from the Ontario Legislatu re a n extension of t ime on its 
franchise within which to complete a number of a uthorized 
lines in Guelph and it has a lso received a uthorit y to build 
several extensions. 

Ottawa, Ont.-The Rainy River Radial Rai lway has asked 
t he Canadian Par liament for an ext ension of time to build 
i ts railway authorized by Chapter 152 of t he st atutes of 1910. 
Lewis & Smellie , Ott awa, Ont., are solicitors for the appli
cants .. [E. R. J., Jan. 18, '13. ] 

Port Arthur, Ont.-The Port Arthur Street Railway will 
ask the Ontario Legisla t ure for a franchise to ext end this 
line to McIntyre, Gor ham and Ware. 

Houston, Tex.-The Houston E lectric Compa ny has asked 
t he Council for a franchise to double trnck Main Street 
from Capitol A venue to Dallas A venue in Hou st on. 

Salt Lake City, Utah.- The Utah Light & Railway Com
pany has asked the County Commissioners for two exten
sions of its lines in Salt Lak e City. One franchise calls 
for the extension of the Holliday interur ba n line from its 
prEisent terminal to the power station of the company in 
the mouth of Big Cottonwood Canyon. The other con
templates an extension of the Seventh E ast or Wandamere 
line from the city limits t o Fourteenth South St reet, and 
thence west on Fourteenth South to a connect ion with the 
State Street line in Salt Lake City. 

Medical Lake, Wash.-The Washington Water Power 
Company has received a franchi se from the Council for an 
extension on Jefferson St r eet in Medical Lake. 

TRACK A ND RO.ADW A Y 

Birmingham Railway, Light & Power Company, Birming
ham, Ala.-This company and the Jefferson County Commis
sioners will construct a r einforced concrete br idge over 
Village Creek at Twenty-sixth Street in Birmingha m at a 
cost of $6,000. 

Alabama City, Gadsden & Attalla Railway, Gadsden, A la. 
-An extension of the Walnut Street line from Twelfth 
Street to the site of the Gulf States Steel Company 's plant 
in Gadsden will soon be built by this company. 

San Joaquin Light & Power Company, Bakersfield, Cal.
An extension of this company's lines to the new Taft 
School in Taft will be built at once. 

Fresno (Cal.) Interurban Railway.-Announcement has 
been made by J. B. Rogers, promoter of this interurban 
r ailway, that work will be begun at once on the line be
tween Fresno and Clovis. It is planned to connect this 
line with the lines of the Fresno Traction Company in the 
city limits of Fresno. 

Fresno, Clovis & Academy Interurban Railway, Fresno, 
Cal.- Work will be begun ·at once by this company on its 
24-mile line between Fresno, Clovis and A cademy. F. S. 
Granger, Clovis, president. [E. R. J., Feb. 28, '14.] 

San F rancisco-Oakland Terminal Railways, Oakland, Cal. 
-Work has been begun by this company on the broad
gaging of the branch line from Lorenzo Junction, on East 
Fourteenth Street, to San Lorenzo. The change will obvi
a te the necessity of changing passengers at the junction and 
will permit the r unning of through cars to San Lorenzo. 
The branch is 1 mile long. 

Geary Street Municipal Railway, San Francisco, Cal.
The contract for building the municipal railway on Van 
Ness Ave. and Chestnut St. in San Francisco, has been 
awarded to Mahoney Bros., San Francisco. They are to 
lay the tracks and install the concrete trolley poles and 
underground conduits, all of the materials being furnished 
by the city. 

San Jose (Cal.) Terminal Railway.-An effort to revive 
this project, a proposed line between San Jose and Alviso, 
was made at the last meeting of the Mayor and Common 

Council, when Judge F. G. Brown, San Francisco, and E. M. 
Landis, of the Tidewater & Southern Railroad, submitted 
two ordinances which were given first reading. The original 
franchise was granted Jan. 3, 1912, and some work was 
done, but the time for competition elapsed some months ago. 
One of the ordinances introduced extends the time to Jan. 1, 
1915. The second ordinance is for a franchise for a con
necting line in this city, begining at Second Street and St. 
James Street, thence to the Guadalupe Creek, to Santa 
Clara, to Vine and south to the city limits of San Jose. 

Sacramento Valley West Side Electric Railway, Willows, 
Cal.-This company has awarded a contract to the J. 
Hughes Construction Company, San Francisco, for grading 
the 12 ½ -mile section of its line from Dixon south to a con
nection with the Oakland, Antioch & Eastern Railroad. 
This line will ultimately be extended through the west side 
of the Sacramento Valley to Red Bluff. H. R. Timm, 
Dixon, secretary. [E. R. J., Feb. 14, '14.] 

Jacksonville (Fla.) Traction Company.-A 3½-mile ex
tension to Black Point Park will be constructed by this 
company in the near future. 

Savannah (Ga.) Electric Company.-During the next few 
weeks this company expects to rebuild 1 ½ miles of its line 
in Savannah. Material for the reconstruct ion is on hand. 

l(ankakel' (Il l. ) E lectric Railway.-During the next six 
weeks this company will award contracts to build 1000 ft. 
of new roadbed and track on the south side of the river. 
It will a lso build a ½-mile extension with new rails in the 
Merchants ' subdivision. 

*Kewanee, 111.-Pla ns are being made to begin surveys 
soon for a 35-mile electric railway from Kewanee south
east via Bradford to Henry. C. G. Lampman, Cedar Rapids, 
Ia., a nd associates are interested. 

Chica go, Waukegan & Fox Lake Traction Company, 
Sycamore, 111.-During the next four months t his company 
will award contracts to build a line to Woodstock. 

Tr i-Sta te T r action Company, Warsa w, 111.-This com
pany, incorporated to build an elect ric line from Quincy to 
H amilton, has fi led a mended articles of incorporation to 
extend the line to East Burlington, directly opposite Bur
ling t on , Ia., on t he Mississippi River. J . Henry Bastert, 
Quincy, is interested. [E. R. J., Feb. 15, '13.] 

India napolis Traction & Terminal Company, Indianapolis, 
Ind.-This company has notified the Board of Public Works 
that it will put in new track work and paving at the inter
section of Capit ol Avenue a nd Washingt on Street, P enn
sylvania a nd Ohio Streets, and at Illinois and Washing t on 
Street s, at a n expense of about $50,000. The company 
also expect s to repair its t rack and the paving between 
the t racks in Washing t on Street , from Delaware Street to 
Noble St reet , in India napolis. 

New Albany & F rench Lick Valley Tract ion Company, 
New Albany, Ind.- This company advises that surveys have 
been completed for its 53-mile line between New A lbany a nd 
French Lick. It has not yet decided when construction will 
be begun. J ohn H . Martin, Palm yra, president. [E. R. J., 
Mar. 21, '14.] 

Union Traction Company, Independence, Kan.-Work 
will shortly be begun by this company on its extension 
from Coffeyville to Nowata. 

Salina, (Kan.) Street Rail way.-Dur ing the next six 
weeks this company w ill award a contract for about 100 
t ons of r ails t o be used for reconstruction work. Within 
the next few weeks this company will rebuild about 1 mile 
of track and plans a r e being made t o build about 1 ½ miles 
of new t rack t o t he Count ry Club and cemetery, via Oak 
Dale Pa r k . 

Louisville (Ky. ) Rail way.- Work has been begun by this 
company on t h e reconst ruction of it s lines on Main Street, 
r elaying them with heavy foundat ions, preliminary to the 
r econstr uction of the street by t he city. 

Orleans-Kenner Electric Railway, New Orleans, La.
Grading has been com pleted on 12 miles of this line and 
t r acklaying is about to be begun. This is part of a plan to 
build an elect r ic railway to connect New Orleans, Kenner 
and Hanson Cit y. A . Smith Bowman, New Orleans, presi
dent. [E. R. J., Dec. 20, '13. ] 
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Rockland, South Thomaston & St. George Railway, Rock
land, Me.-About May 1 this company will award contracts 
to build 2800 ft. of new track in Rockland. 

*Fenton, Mich.-Henry Hoover and associates are consid
ering plans to build a 60-mile electric railway between Fen
ton and Howell. 

Minneapolis & Central Minnesota Railway, Minneapolis, 
Minn.-Grading has been completed on the 12-mile section 
of this line between Robbinsdale and Champlain and plans 
are being made to award contracts soon to build this 70-
mile railway between Minneapolis and St. Cloud. E. G. 
Potter, 433, Andrews Building, Minneapolis, president. 
[E. R. J ., Dec. 13, '13.] 

Niobrara, Sioux City & Omaha Railway, Omaha, Neb.
Surveys have been completed, most of the right-of-way 
secured and arrangements are being made by this company 
to begin work in June on the interurban electric railway 
which will extend from Omaha to Elk City and thence on 
to Norfolk, with a branch from Elk City to South Sioux 
City, from South Sioux City to Niobrara and from Niobrara 
to O'Neill, with a cross line from West Point to Decatur. 
Orders for equipment will be placed as soon as the Rail
way Commission issues its certificate of authority to the 
company to sell bonds and stocks. Charles W. Baker, 
Omaha, is interested. [E. R. J., July 12, '13.] 

Trenton & Mercer County Traction Corporation, Trenton, 
N. J.-An extension from Yardville to Crosswicks will soon 
be built by this company. 

Ontario Light & Traction Company, Canandaigua, N. Y.
This company is asked to consider plans to extend its West 
Avenue line southward from the end of West Avenue 
through Lincoln Avenue to Chili Avenue in Gates. 

*Mandan, N. D.-It is proposed to build an electric line to 
connect Mandan, Yuco, Center and into Dunn County. __ 

Ohio Traction Company, Cincinnati, Ohio.-Plans are be
ing made by this company to extend its lines in Hartwell 
and Carthage. 

Lake Shore Electric Railway, Cleveland, Ohio.-It has 
been announced that this company will spend $100,000 in 
straightening curves and making improvements on its line 
between Huron and Rye Beach. The line will be built on a 
private right-of-way and will make the running time ten 
minutes between Sandusky and Cleveland. Construction 
work will begin within a few days and will be finished about 
Aug. 1. 

City Railway, Dayton, Ohio.-An extension of the Third 
Street line in Dayton along Smithville Road for 1 mile is 
being considered by this company. 

Youngstown & Sharon Railway & Light Company, 
Youngstown, Ohio.-An extension is being built by this 
company to its new freight station at Hubbard Junction. 

Aylmer, Ont.-Sentiment in favor of Hydro-Electric 
Radial Railways in Aylmer district crystallized in a gather
ing in the town hall on March 16. The speakers included 
Hon. Adam Beck, chairman of the hydro-electric power 
commission of Ontario; J. W. Lyon, Guelph, Ont., chairman 
of the hydro-electric union of Ontario; Philip Pocock, chair
man of the London, Ont., water commission, and Dr. Sin
clair, Aylmer, Ont. London and Port Burwell have asked 
the commission to have its engineers make a survey, and a 
number of such petitions were handed to Mr. Beck, who 
assured his hearers that a fully equipped survey party of 
engineers was to be expected about March 24. 

Brantford, Ont.-Brantford ratepayers have voted in favor 
of the purchase of the Brantford Street Railway and the 
Grand Valley Railway from Brantford to Galt. 

Peterborough (Ont.) Radial Railway.-This company 
plans to build several extensions during the summer. The 
city is laying 1 mile of pavement along the business street 
and the company is removing its old tracks from this por
tion of its system and replacing them with new rails. It is 
also running a siding to the Canadian Pacific Railway 
depot. 

Toronto (Ont.) Railway.-The board of control has ap
proved of a plan for this company's proposed railway to the 
eastern entrance to the exhibition grounds. 

Sandwich, Windsor & Amherstburg Railway, ,vindsor, 

Ont.-This company is rebuilding with 80-lb. rails and 
paving about 1 ½ miles of its line in Windsor and in Sand
wich. 

*Windsor, Ont.-Mayor Clay announced on March 20 that 
he would take immediate steps to bring about the building 
of a municipal electric railway in Windsor. 

*Drewsey, Ore.-A company has been organized for the 
purpose of building an electric railway from Riverside up 
the Malheur River to Drewsey and the Logan Valley. 
Power will be obtained from John E. Johnson & Sons, the 
promoters of the power project on the Malheur River. 
Officers: J. L. Sitz, president; I. M. Davis, vice-president; 
W. D. Baker, secretary, and C. W. Drinkwater, treasurer. 

Portland Railway, Light & Power Company, Portland, 
Ore.-Extension of the proposed cross-town car line from 
the north end at Mason Street to Alberta Street, 'there to 
connect with the Alberta car line, is being considered by 
this company. 

Harrisburg (Pa.) Railways.-During the next few weeks 
this company plans to rebuild between 2 and 3 miles of city 
track. All material has been purchased. 

Wayne County Street Railway, Honesdale, Pa.-Prelimi
nary arrangements are being made by this company to 
begin work soon on its 20-mile electric railway from Hawley 
along the old canal bank through Tanner's Falls, Whit<: 
Mills, Indian Orchard and Beach Lake to Main Street in 
Honesdale. Plans call for concrete ties, 70-lb. rails and 
permanent pavements. Six bridges with concrete abut
ments will be put in. John I. Riegel, Scranton, chief en
gineer. [E. R. J., June 7, '13.] 

Moose Jaw (Sask.) Electric Raiiway.-Plans are being 
made by this company to extend several of its lines in 
Moose Jaw. 

Greenville, Spartanburg & Anderson Railway, Green
ville, S. C.-This company has placed in operation its line be
tween Greenville and Spartanburg, a distance of 90 miles. 

Chattanooga Railway & Light Company, Chattanooga, 
Tenn.-During the next few weeks this company plans to 
build a 1-mile extension in Chattanooga. All material has 
been provided for. 

Nashville (Tenn.) Traction Company.-This company is 
making plans for a large amount of work for the current 
year, a large part of which will be handled in connection 
with the steam railroads and city authorities, this being 
especially true of bridge work. 

El Paso (Tex.) Electric Company.-C. E. Kellogg, gen
eral manager of this company, states that for some months 
it has been known that plans were being fostered for the 
construction of an interurban electric railway line up the 
Rio Grande Valley perhaps as far as Las Cruces, New 
Mexico. But when questioned as to whether or not the con
struction of an addition to the power plant and the installa
tion of new machinery meant that the interurban would 
likely be constructed, Mr. Kellogg said that the $350,000 im
provements had no bearing on such a line up the valley. 
He added that he did not think the time for such a line 
was opportune for about at least two years. 

Utah Light & Railway Company, Salt Lake City, Utah.
Tentative plans have been drawn by this company for two 
proposed routes to connect Salt Lake and Ogden with an in
terurban line, to be an extension of the present line running 
to Centerville. Only 5 miles of the line will be finished this 
year-the extension from Centerville to Farmington-but 
in next year's budget money for the entire road will be 
included and Salt Lake and Ogden will be connected with 
another interurban line during 1915, making four railroads 
between the two cities. Two routes to Ogden are desig
nated in the tentative plans which have been drawn up 
by L. L. Dagron, chief engineer of the Utah Light & Rail
way Company. 

Milwaukee Western Electric Railway, Milwaukee, Wis.
Surveys are being made and grading will soon be begun by 
this company for a line from Milwaukee to New Butler. 

Sheboygan Railway & Electric Company, Sheybogan, 
Wis.-Plans are being made to rebuild this company's 
lines between Sheboygan and Sheboygan Falls in the near 
future. 
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SHOPS AND BUILDINGS 

Savannah (Ga.) Electric Company.-During the next few 
weeks this company plans to rebuild with fireproof con
struction its carhouse on Gwinnett and Ott Streets in 
Savannah. 

Niobrara, Sioux City & Omaha Railway, Omaha, Neb.
The plans of the company contemplate the expenditure of 
$1,000,000 to $1,500,000 in Omaha on terminals and a 
passenger and freight depot, the site of which has not 
been decided upon, though it has been determined that these 
terminals must be near the business center of the city. 

Youngstown & Sharon Railway & Light Com1>any, 
Youngstown, Ohio.-This company will abandon its old 
depot in Hubbard, and the dispatcher's office, passenger 
station and freight office will be transferred to the new 
brick building at Hubbard Junction, a part of which is 
used as a substation for the company. 

Portland Railway, Light & Power Company, Portland, 
Ore.-Plans are being formulated for alterations to be 
made in this company's main offices at Alder Street and 
Broadway in Portland. The improvements will cost about 
$15,000. 

Southern Traction ComJ>any, Dallas, Tex.-Plans are 
being considered by this company to build a new passenger 
station and transfer station at Comal Street and Jefferson 
A venue in Dallas. The structure will be of ornamental 
brick construction. 

POWER HOUSES AND SUBSTATIONS 

United Railroads, San Francisco, Cal.-This company's 
store room at its power house in San Francisco was dam
aged by fire on March 20. The loss is estimated to be 
about $1,000. 

Kankakee (Ill.) Electric Railway.-During the next six 
weeks this company plans to purchase a new boiler with a 
capacity of 250 hp. 

Baton Rouge (La.) Electric Company.-Plans are being 
considered by this company for the removal of its power 
plant in Baton Rouge to a point on the river front which 
will be more accessible to the railway. 

Benton Harbor-St. Joe Railway & Light Company, Benton 
Harbor, Mich.-This company has placed an order with the 
Westinghouse Electric & Manufacturing Company for one 
300-kw rotary converter. 

Public Service Railway, Newark, N. J.-This company 
has ordered two 20,000-kw turbo-generators from the Gen
eral Electric Company for its new power station at Newark. 

Mahoning & Shenango Railway & Light ComJ>any, 
Youngstown, Ohio.-This company has awarded the follow
ing contracts for the equipment of its new power station at 
Lowellville: General Electric Company, one 1000-kw 
motor-generator set and miscellaneous switchboard equip
ment, one Westinghouse 1500-kw transformer and two 
2500-kw transformers with switchboard equipment; Edge 
Moore Iron Company, three 600-hp boilers with Foster su
perheaters; P. F. Shaw, piping; Vulcan Soot Cleaning Com
pany, soot cleaners; A. & S. Wilson, builders; Canady Com
bustion Company, combustion controllers; American Engi
neering Company, stokers. 

Ottawa (Ont.) Electric Railway.-Two new substations 
have just been put into operation by this company, at a 
cost of $60,000 each. One of these stations is on Nelson 
Street, near Rideau, designed to supply increased power to 
the eastern section of the city; the other is on Center Street 
to supply the southwestern district of Ottawa. 

Toronto Suburban Railway, Toronto Junction, Ont.-This 
company has awarded a contract to the Canadian General 
Electric Company for substation apparatus and car equip
ments, for the new line from Toronto to Berlin. There will 

• be three substations; 1500-volt rotary converters, each of 
500-kw capacity, will be used, power being transmitted to 
the substa tions at 25,000 volts. 

El Paso (Tex.) Electric Company.-Important improve
ments have been begun at this company's power plant. 
A new 5000-kw turbo-generator is to be installed to supply 
the additional power needed in El Paso and the Rio Grande 
Valley for industrial and agricultural purposes. 

Manufactures and Supplies 
ROLLING STOCK 

Jacksonville (Fla.) Traction Company has built a wreck
ing car in its own shops. 

l(eokuk (la.) Electric Com1>any has order ed one car from 
the American Car Company. 

.Mansfield Hailway, Light & Power Com1>any, l\1ansfield, 
Ohio, expects to purchase three sing le-t r uck city cars. 

Columbus (Ga.) Railroad expects to purchase three semi 
convertible single-truck cars within the next six weeks. 

Bloomsburg & Millville Street Railway, Bloomsburg, Pa., 
is contemplating the purchase of about three closed motor 
passenger cars. 

Chicago, Waukegan & Fox Lake Traction ComJ>any, 
Sycamore, III., expects to purchase new cars within the next 
four months. 

St. Joseph Valley Railway, Elkhart, lll., has ordered one 
54-ft., 150-hp, 40-passenger motor car from the Hall-Scott 
Motor Car Company. 

Moncton Tramways, Electricity & Gas ComJ>any, Ltd .• 
l\Ioncton, N. B., will probably purchase several new single
truck cars during the year. 

Houston (Tex.) Electric ComJ>any, noted in the ELECTRIC 
RAILWAY JOURNAL of Jan. 17, 1914, as expecting to purchase 
ten double-truck cars, has ordered these cars from the Amer
ican Car Company. 

El Paso (Tex.) Electric Hailway, noted in the ELECTRIC 
RAILWAY JOURNAL of Feb. 7, 1914, a s expecting to purchase 
six closed 32-ft.-4-in. city cars, has ordered these cars from 
the St. Louis Car Company. 

Northern Texas Traction Company, Fort Worth, Tex., 
noted in the ELECTRIC RAILWAY JOURNAL of Jan. 24, 1914, as 
being in the market for twenty cars, has or dered these cars 
from the American Car Company. 

United Railways & Electric Company, Baltimore, Md., 
has ordered eighty-five semi-convertible pay-as-you-enter 
cars from The J. G. Brill Company. The cars will be 
equipped with closed vestibules and folding steps. 

Pacific Great Eastern Railroad has ordered one 65-ft., 250-
hp, 52-passeng·er motor car from the Hall-Scott Motor Car 
Company, and three trailer cars from the Canadian Car & 
Foundry Company, Ltd., for use with the motor cars. 

Canadian Northern Railroad, Toronto, Ont., is sending 
out inquiries for equipment for eight all-steel passenger cars 
to be operated in suburban service upon completion of the 
electrification of the Montreal tunnel and terminal. 

Bryan & Central Texas Interurban Railroad, Bryan, Tex., 
has ordered from the Hall-Scott Motor Car Company two 
passenger motor cars, each 52 ft. 4 in. long, with 100-hp mo
tors, and each having a capacity of seventy-two pa ssengers. 

Harrisburg (Pa.) Railways, noted in the ELECTRIC RAIL
WAY JOURNAL of March 21, 1914, a s contemplating the pur
chase of new cars, expects to purchase ten cars during the 
summer. Specifications will not be ready for at least thirty 
days. 

Easton (Pa.) Transit Company has ordered nine pay
within, semi-convertible, single-truck cars from The J. G. 
Brill Company, not six, as incorrectly sta t ed in the ELECTRIC 
RAILWAY JOURNAL of Feb. 21, 1914. The following details 
are specified: 
Seating capacity ...... . ... 3:2 Destination sig ns ... . Hunter 
Weight. ........... 12,900 lb. F enders .... ... . .. .. H . & B. 
Length of body .... 20 ft. 8 in. Gear s and pinions . Gen. Elec. 
Width over sill s . 7 ft. 10 ½ in. Gongs ...... Ada ms Westlake 
Width over all .... . 8 ft. 2 in. Hand brakes .... .. . Peacock 
Height , r ail t o floor, H eaters .... . . . .. . . . Consol. 

33 15-l G in. Headlights . .. . United States 
Body .. . . . ...... ... . .. wood ,Jour nal boxes ... . .... . Brill 
Inter ior t r im, Motors .. ... . .. . . . G. E. 67-2 

cherry stained m ahogany Regist er s . .. .. International 
H eadlining .. ...... Agasote Sanders ... . .... . ..... Brill 
Roof .. . : ........... arched Sash fixtures .. ........ Brill 
Underframe ......... . metal Seat s . . .. ...... . Brill winn er 
Bumpers .• .. ........ .. Brill Spr ings . .............. Brill 
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Car trimmings . . . .. . . .. Brill Step treads .......... Mason 
Control ............... K-10 Trolley base .... Nuttall 13-D 
Curtain fixtures, Trucks ........... Brill 21-E 

Cur . Sup. Co. Ventilators .. Railway Utility 
Curtain material. . Pantasote Wheels ........ Schoen 33-in. 

TRADE NOTES 

Holland Trolley Supply Company, Cleveland, Ohio, has ap
pointed E. W. Backert sales manager of the company. 

Eagle Smelting & Refining Works, New York, N. Y., has 
removed its offices to the Woolworth Building, New York, 
N. Y. 

Universal Safety Tread Company, Waltham, Mass., has 
moved its main office from 141 Milk Street, Boston, to 
Waltham. 

Peter Smith Heater Company, Detroit, Mich., has moved 
its offices and factory from 88 Isabella Street to 1725 Mt. 
Elliott A venue. 

Meikleham & Dinsmore, New York, N. Y., bankers, have 
appointed vV. J. Kearney as their representative for the 
State of Maine with headquarters at their Boston office, 35 
Congress Street. 

H. W. Johns-Manville Company, New York, N. Y., has 
appointed Fred B. Smith as assistant to the president, T. F. 
Manville. For many years Mr. Smith has been secretary of 
the international committee of the Youne Men's Christian 
Association. 

Scholey & Company, Ltd., London. England, have received 
from the Maschinenfabrik Oerlikon an order for their 
special tool steel gear wheels and pinions for the motor 
equipments to be used in the electrification of the London & 
North Western Railway. 

Continental Railway Supply & Equipment Company, 
Chicago, Ill., has been organized with a capital stock of 
$300,000 for the manufacture and sale of railway equipment 
and supplies. Oglesby Allen, Jr., Joseph P. Williams and 
Thomas P. McDonough are interested. 

Ohmer Fare Register Company, Dayton, Ohio, on March 
23 held its semi-annual banquet. Cash prices were dis
tributed for suggestions made in regard to improvements 
in manufacture and for the welfare of employees. Talks 
were given by John F. Ohmer, president of the company, 
and others. 

General Electric Company, Schenectady, N. Y., has re
ceived orders for the following car equipments: Washing
ton, Baltimore & Annapolis Electric Railroad, five GE-233, 
70-hp, 600-1200-volt four-motor car equipments; Philadel
phia & Garrettford Street Railway, five GE-203, 50-hp four
motor equipments. 

Hunter Illuminated Car Sign Company, Flushing, N. Y., 
was awarded the contract for destination signs on the six 
interurban cars which are being built by the Preston Car & 
Coach Company for the Niagara, St. Catharines & Toronto 
Railway. This item is a correction of the list of specifica
tions for these cars in the ELECTRIC RAILWAY JOURNAL of 
March 28, 1914, which stated erroneously that the Electric 
Service Supplies Company had received the order for desti
nation signs. 

Roller-Smith Company, New York, N. Y., announces that 
in addition to its branch offices at 740 Monadnock Block, 
Chicago, and 711 Williamson Building, Cleveland, Ohio, it 
now has additional representatives as follows: Boston, 
Tompkins-Stoddard Company, 77 Franklin Street; Detroit, 
H. I. Shire, 1310 Majestic Building; Minneapolis, W. W. 
Geisse Company, McKnight Building; New Orleans, John S. 
Black, 908 Hennen Building; Portland, Ore., G. L. Priest, 229 
Sherlock Building; San Francisco, H. B. Squires Company, 
579 Howard Street. 

Curtain Supply Company, Chicago, Ill., has appointed 
Walter Bentley to a position in the concern. Mr. Bentley's 
father, H. T. Bentley, is superintendent of motive power of 
t he Chicago & Northwestern Railway, and has a high stand
ing among railroad men, being past president of the Ameri
can Master Mechanics' Association, also the Western Rail
way Club. Mr. Bentley saw to it that his son had a thorough 
railway training. Beginning in the stores department, 
Walter Bentley worked his way through almost all branches 
of railroad work, having served in the different departments 

of the shops and roadmaster's, general superintendent's and 
purchasing agent's offices. In the last few years he has 
represented the Baldwin Locomotive Works and the Stand
&rd Steel Works Company. 

ADVERTISING LITERATURE 

Hess-Bright Manufacturing Company, Philadelphia, Pa., 
has issued a catalog describing its ball-bearing hangers. 

American Vulcanized Fibre Company, Wilmington, Del., 
has issued a catalog entitled "From Field to Fibre," de
scribing and illustrating its fibre shims for insulating steel 
ties, fi sh plates and a large number of other uses requiring 
both dielectric and mechanical strength. 

Chicago Pneumatic Tool Company, Chicago, Ill., has is
sued Bulletin E-32 describing Duntley electric tools for 
interurban and street railways. These tools include track 
drills, heavy duty side spindle drills, center-spindle drills, 
angle gears, portable electric grinders and electric spike 
drivers. Bulletin E-31 describes electric drilling stands. 

Niles-Bement-Pond Company, New York, N. Y., has is
sued a circular describing and illustrating its new design, 
high production boring and turning mills. All changes of 
feed and reversal, rapid power traverse or hand adjustment 
of saddles and bars, also cross rail adjustment and table 
COI,ltrol are within reach from the operator's position. 
Power may be transmitted to the machines by d.c. motor, 
belt or a.c. motor drive. 

Wagner Electric Manufacturing Company, St. Louis, Mo., 
has issued Bulletin No. 104, entitled "A Manual of Electric 
Testing." Besides describing the line of portable instru
ments issued by this company, the publication describes va
rious types of electrical instrument movements, the errors to 
which they are subject, and gives suggestions for their han
dling and care. The methods of making electrical tests on 
alternating current and direct current motors and genera
tors and on transformers are explained at length and illus
trated by comprehensive diagrams. 

Union Switch & Signal Company, Swissvale, Pa., has is
sued a catalog describing its recently introduced TDB or 
traffic direction block signal system, especially designed for 
interurban railways. Two cars are permitted between sid
ings, each in a separate block and protected head-on and 
rear by "absolute" signals with a minimum of apparatus. 
There is but one track circuit and four signals to each 
opposing block unit. The blocks for opposing cars do not 
coincide with the blocks for following cars. This system 
enables the operating rules to be of the simplest kind be
cause but two signal indications, stop and 'f)rOceed, are used 
and there are no preliminaries. The catalog contains short 
illustrated descriptions of installations on the Chicago, Lake 
Shore & South Bend Railway, 55 miles; Indianapolis, Colum
bus & Southern Traction Company, 22 miles; Chicago, South 
Bend & Northern Indiana Railway, 9.5 miles; Louisville & 
Northern Railway & Lighting Company, 3.5 miles; Ohio 
Electric Railway, 4.2 miles; Scranton & Binghamton Rail
road, 10.1 miles; Kansas City, Clay County & St. Joseph 
Railway, 70.1 miles. 

NEW PUBLICATION 

How to Build U 1> Furnace Efficiency. Seventh edition. By 
Jos. W. Hays, combustion engineer. Jos. W. Hays, pub
lisher, Rogers Park, Chicago, Ill. 126 pages. $1. 

In preparing this book for its seventh edition the author, 
whose sole effort, as in the previous editions, is to show man
agers, superintendents, engineers and firemen of power 
plants how they may actually work a real reduction in the 
coal bills, has altered his past method of exposition by treat
ing the subject in a more popular style, so that the book will 
be more appreciated by the multitude of non-technical men 
who are anxious to get results first and who are content to • 
let theories rest until results have been accomplished. With 
the above end in view, diagrams and illustrations, former-
ly lacking, are used to clarify some of the more compli
cated explanations in the text. Certain instruments and ap
paratus designed by the author are illustrated for the pur
pose of showing the apparatus which he has used in his 
combustion studies and in working out specific furnace effi
ciency problems in many plants. 




