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Parks and Pleasure Resorts.

Last year two issues of the STREET RAILWAY JourNAL
were devoted especially to the subject of parks and pleasure
resorts of electric railway companies. This year we are
continuing that practice and this number constitutes the
first of the series. An excuse is hardly needed for giving
attention at this time of the year to the park situation.
Street railway managements are almost unanimous in the
opinion that a park judiciously located and properly man-
aged is a valuable asset for the company, on account of the
Social econo-

mists state that there is a marked trend among all classes

amount of transportation which it produces.
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in this country toward giving greater attention to recreation
and athletics. It is the general concensuseof opinion that
this is a desirable condition and should result in improved

health and morals. Whether this is so or not, the

existence of this tendency at the present time certainly

cannot be denied. The increasing popularity of the various
forms of athletics, as well as of the number who partici-
pate in them, and the avidity with which books on nature
and wood-lore are read, testify to the existence of a desire
on the part of the community to get from city streets into the
country, where there is more opportunity for fresh air,
exercise and amusement.

All street railway parks cater to this general demand.
Many of them do so at a direct loss, when the cost of invest-
ment is considered; some about pay expenses, and a few
show a profit. Nevertheless, the increase in number contin-
ues, indicating that when the indirect advantages of a park
are considered, and the profit derived from transportation
is added to the deficit or surplus derived from the park
itself, a satisfactory sum appears on the right page of the
ledger.

In our series of articles this week, accounts are presented
of some of the most successful street railway parks in the
country, the leading article being upon Big Island Park,
of the Twin City Rapid Transit Company. The active cam-
paign conducted by this company in the promotion of traffic
was described by Mr. Warnock at the last meeting of the
American Street and Interurban Railway Association, in a
paper which attracted great attention. ' Mr. Warnock con-
tinues the recital this week by giving in detail some of the
results secured last year and outlining in a general way the
plans of the company for the coming summcr, so far as its
pleasure resorts are concerned. In the other articles on
parks published in this issue an attempt has been made not
only to describe the parks themselves but also to analyze,
so far as possible, the factors which have contributed to
their success. Other contributed articles give experfence
derived from park operation. Accounts of some of the
new attractions for park resorts follow.

One of the most common forms of entertainment at street
railway parks is the theatrical performance, generally tak-
ing the form of vaudeville, but sometimes embracing more
elaborate productions. A very large proportion of thc
population of every city attends theatrical performances,
so that during the heated season, when a closed playhouse
would be almost unthinkable, the open theater, with its light
form of attraction and low price of admission, appeals
strongly to the amusement loving public. A few years ago
only a few of the street railway parks attempted to stage
any sort of a performance, but many companies are now
making quite elaborate theatrical plans for their summer
season. It is needless to say that a great deal of money
It is almiost
a truism, also, that performances which are successful in one

can be sunk in this way unless care is taken.



104

city often meet dismal failure in another, for no apparent
reason. By-and-large, however, the summer theater has
proved sufficiently successful to warrant the large invest-
ments which are being made in this direction by street
railway park managers.

Some of the results of combining the amusement and
transportation business have their humorous side. The
modern superintendent or manager is forced to become an
expert upon theelatest theatrical novelties as well as upon
the newest types of rolling stock, and should know equally
well which variety will best suit the public to which he has
to cater. He finds upon his desk requisitions for glass
target balls, billiard cue tips and balloons, sorted in with
those for trolley harps and strain insulators. The purchas-
ing agent is expected to know the current prices on wild
animals as well as on railway motors and to be as prompt
Serious-
ly, however, the park has come to stay; it has become recog-

to recognize flaws in sarsaparilla as in steel rails.

nized as a legitimate direction for effort on the part of a
street railway company and one which repays for the energy
put upon it.

Order at the Park

While street railway parks vary greatly in size, design,
and the expense of the attractions offered there is almost
universal agreement upon one matter, it is unwise to cater
to any except the most orderly elements in the commounity,
and that the sale of alcoholic drinks should be prohibited.
It appears settled that the resort which attracts the women
and children will bring the men too; and the latter will be-
have with more decorum and spend more money for
sensible entertainment than they would at a “stag” picnic.

The policy of keeping liquor off the grounds should not
only mark the inaugural year of a park, but be continued
Recently the
manager of an Eastern railway park which had established

despite tempting offers for the bar privilege.

a fine reputation for popularity during its first year of
operation was offered $5,000 for the sole right to sell
liquor in the park for one season. The size of the bait
can be imagined when one considers that the amount men-
tioned equals 50,000 admissions in a district where not more
than twice that number are likely to visit the resort In a
four-months’ This offer was promptly refused.

The liquor man was courteously informed that the railway

s€ason.

company had no desire to see its park business ruined in one
or two seasons for the sake of a short extraordinary profit;
it was in the amusement field to stay and vastly preferred
to make a smaller profit indefinitely with the satisfaction
that it was establishing a reputation of orderliness for its
property.

Aside from building up a highly desirable class of traffic,
the total-abstinence park costs much less for policing and
the danger of accidents on crowded home-going cars is
greatly diminished, because of the absence of rowdies.

Depreciation

This topic has been discussed so frequently at recent
street railway meetings that the presentation of the subject
by Mr. Duffy, published on another page, will prove of
interest. To many companies depreciation signifies simply
an intangible shrinkage in property values, which is partly
counterbalanced by a more or less liberal inclusion of the
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cost of renewals in operating expenses, and that any further
deficit is more than made up by increases in the value of a
property through the growth of the city in which it operates.
It is undoubtedly true that any consideration of deprecia-
tion should include a concurrent regard for appreciation
where any exists, but to assume that the two always balance
is unwarranted.

The rapid development of the industry has complicated
the situation in two ways. In the first place replacements
have nearly always involved the introduction of such better
apparatus or material than that discarded that it has been
looked upon, and rightly to some extent, as a legitimate
charge to capital account. Again, much of the original
material has not been in use long enough yet to wear out.
A period of twenty years would cover the construction of
more than ninety-five per cent of the street railway mileage
in the United States and ten years that of practically all of
the interurban mileage. Without looking forward to the
time when renewals and replacements are inevitable, low
rates have been established which now will pay interest on
bonds and dividends on stocks with ordinary maintenance
charges included in operating expenses. With no adequate
depreciation reserve set aside for future expenditures the
day must come when the cost of renewals will have to be
met out of the surplus available for dividends or even the
prior obligation of bond interest.

If any railway manager doubts the reality of depreci-
ation let him employ an engineer to make a valuation of
the physical property under his charge and compare it with
the cost of construction. Probably not one road in the
country which has been in operation for more than five
years could show a present value of more than eighty per
cent of its replacement value, and most of them would
fall below seventy per cent. On the Milwaukee Electric
Railway & Light Company, where the principle of deprecia-
tion has been recognized and provided for by a liberal de-
preciation reserve for the last ten years a tentative valuation
of the property shows a depreciation of 20 per cent. Inother
words, one-fifth of the original capital invested has been
used up in service in spite of liberal maintenance and
deductions from net income for depreciation, with nothing
to show for it but the good-will of the company as an
operating property. In his paper on depreciation, Mr.
Duffy outlines three ways in which a depreciation reserve
can be maintained, and points out that it should be an actual
fund invested in interest-bearing securities. He also de-
scribes the practice of the Milwaukee Electric Railway &
Light Company, which has paid especial attention to this
subject.

Heating and Ventilation Again

The solution of the problem of the proper method of
heating and ventilating electric cars seems to be practically
as far away as ever, if one is to judge by the results of
such efforts as are evident to the frequent user of electric
cars of various classes in different parts of the country.
To be sure, the problem is a hard one. The conditions are
bad especially for ventilation. Practically the only con-
stant in a given case is the size of the car, and that size
is small in proportion to the number of persons contained,
even if the room were a stationary one. Moreover, the
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speed, which affects both temperature and ventilation, is
not constant. Even the average speed, including stops, varies
at different periods of nearly every run. During some
portions of the trip the doors are opened and closed more
frequently than at other times, while the number of per-
sons in the car is constantly changing.

These conditions, especially the variable ones, obtain to
a greater degree on city and suburban runs than on inter-
urban runs, and tend to make any constant heating and
ventilating arrangements impossible. Changes must be
made in both, from time to time, to suit the variation in
conditions, if anything approaching a satisfactory solution
is attained.” The responsibility for making these changes
in arrangements falls to the conductor, who acts either
upon his own initiative or upon the ‘complaint of a passen-
ger—in either case the results are more likely to be wrong
than right.

The conductor’s duties require him to be in and out of
the car at intervals, and on this account, if the weather be
cold, his natural tendency is to keep the car warmer than
is necessary. His frequent excursions into the outside air
also render him careless or incompetent to judge regarding
proper ventilation. This is particularly the case on inter-
urban runs, where conductors have more direct control of
the heating, and also do not, as a rule, dress so warmly
as do city conductors, who spend more of their time out of
doors. The conductor’'s natural tendency is consequently
toward uneconomical heating and poor ventilation. The
secondary influence on his heating and ventilating arrange-
ments is, as has been said, the complaint of a passenger,
and unfortunately for the majority of the passengers, it is
generally the invalid or the crank who makes such a com-
plaint, which generally results in a car too hot or too cold,
with too much or not enough fresh air for general health
or comfort. This also happens more frequently on inter-
urban roads than on the usually short city runs.

It is not the intention to discuss here the various appli-
ances which have been devised for the heating and venti-
lating of cars.
probably as satisfactory as the general design of cars and
conditions of their operation will allow. The common
ventilating devices are, however, far from satisfactory,

The heating appliances in general use are

generally being simply some arrangement for opening tran-
Soms at the top of the car. Unless a great deal of care be
exercised, the opening of such a ventilator results in a
strong draft of cold air apparently concentrated on the
back of the neck of one or two passengers, with little bene-
fit to the rest of the car. The form of transom hinged at
one end is, of course, a great improvement over the cue
hinged on a horizontal axis, but a wrong manipulation of
even the former may.produce quite wrong results. Some-
thing radically different from the present method must be
used before ideal ventilation is obtained.

In the meantime, while we are forced to use the present
crude appliances, can we not greatly improve conditions
by a more rigid instruction of conductors in this matter?
There is not so much opportunity for improvement in con-
ditions on city cars on account of the extreme variability
of the conditions affecting the problem; on the other hand,
the average passenger haul is shorter, and consequently
the need for improvement is not so pressing. Where pas-
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sengers are carried in one car for periods of thirty min-
utes, an hour, or even two hours or longer, runs that are
becoming more and more common in interurban work,
however, there is great need for improvement. On such
runs the speed is nearly constant for a great part of the
time, the car doors are opened infrequently, and there is
apparently nqQ excuse for the abominable conditions so fre-
quently found. Use thermometers, good thermometers,
and place them in the car intelligently. Use a type of
ventilator which does not permit a strong draft of air to
strike directly down in one current. Instruct conductors
thoroughly and carefully in a sane method of using the
heater and ventilators. Such tactics will result in far bet-
ter conditions on probably a large majority of interurban
cars of the country. Not only will traveling “by electrics”
be better appreciated because more comfortable and health-
ful, but a considerable saving in coal for car heating
should also result, in many cases.

Encouraging Trainmen to Visit the Shop

On many electric roads the t;‘ainnnqn’ are seldom seen
inside the shops where inspection and’ repairs are made.
Close relations between the subordinates“of the operating
and maintenance departments are not easily maintained on
large systems, and even in small companies it is not always
easy to get the men to take an interest in one another’s
working conditions. There ought to be some way, however,
of giving the men on the cars the direct benefit of the
lessons which the equipment teaches to the men in the shop
as it is brought in off the road. On the other hand, it
would also be well if the shop force could be made better
acquainted with the way certain adjustments of the rolling
stock affect the easy handling of the cars on the road.

In most cases it takes some little time to bring any better
way of handling equipment to the train service men’s at-
tention, especially if the system is a long one. Certain
routine orders and bulletins must be issued as a result of
conditions which may have been for a long time apparent
to the shop force, but which have been gradual in their
approach to the master mechanic’s attention. There is no
question that where conditions permit the friendly inter-
change of ideas between the trainmen and the shop force
much good may result. Of course, there must always be
some centralized operating authority to issue instructions to
either department, but the need of these instructions can be

lessened by encouraging trainmen to get in touch with shop |

conditions periodically, e¢ither through informal weekly
meetings  with heads and picked
subordinates held duringethe hours of light fraffic, by
occasional trips to the éhop_, to, note the repair methods
followed in peculiar ' : trouble cases, and
in any case by the posting of bulletins in the
lobbies and recreation rooms giving the causes of con-

shop department

or unusual

spicuous breakdowns in service, suggestions for over-
coming trouble and the like. Although the average motor-
man or conductor is not expected to exhibit much technical
knowledge, many trainmen are quick and intelligent in ap-
prehending the causes of mechanical and electrical diffi-
culties, and as they are on the spot when breakdowns occur,
their testimony and suggestions ought to be more generally
secured.
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THE STORY OF BEAUTIFUL BIG ISLAND PARK AND
LAKE MINNETONKA

BY A. W. WARNOCK,
General Passenger Agent Twin City Rapid Transit Company,
Minneapolis and St. Paul, Minn,

Big Island Park, Lake Minnetonka’s Resort Beautiful,
really had its tryout during the season of 1907, For while
the park was opened a short time during the latter part of
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as a picnic resort and as a delightful objective for trips
from Minneapolis and St. Paul over the two new “Twin
City” electric lines. Thus, Big Island really came into its
own when the electric lines were opened to the lake.

It is a difficult proposition to lay down a hard and fast
rule for creating and operating a successful park. Condi-
tions vary widely in different tases and each park must
necessarily work out its own salvation. The geographical

location of the park, the length of time necessary to reach

MUSIC CASINO AND PERGOLA, BIG ISLAND PARK

the season of 1900, there was no real definite knowledge
of the place on the part of the public until the past year.

The history of Big Island Park is so unique and so many
amusement managers as well as electric railway companies
are watching its development that the story of our season
for 1907 may prove interesting, and the facts are here given
in response to an invitation of the STREET RAILwAY Jour-
NAL to tell how we got along last year.

For something more than forty years Big Island, located

it, the rate of fare and many other conditions are matters .
of such variation that in the last analysis each park’s own
success must be developed from its own experience.

Big Island Park is twenty miles from the city of Minne-
apolis and thirty miles from the city of St. Paul. I believe
we have one of the most superb electric lines in the United
States leading from the Twin Cities to Excelsior on Lake
Minnetonka. We have double tracks of 8o-lb. steel rail
laid on a perfectly ballasted and graded roadbed, and over

A PICNIC PARTY AT BIG ISLAND PARK

in the larger part of lower Lake Minnetonka, and situated
from the shore a distance varying from one-half to two
miles, has been a particularly attractive isle of greenery for
the many tourists who have visited the lake. However, its
solitude was undisturbed and no attempt was made to pre-
pare it for the picnicker or merry maker until 1go5, when
sixty-five acres of the most desirable part of the island
were purchased by the “Twin City Lines” for development

this line our cars speed along at a mile-a-minute clip with
case. Of course, within the city limits we necessarily have
to run slow, but the fourteen miles from the city limits of
Minneapolis to Excelsior have been made as fast as fif-
teen and one-half minutes, so that distance is not necessar-
ily a handicap. Nevertheless, it takes forty-two minutes to
go from the center of Minneapolis to Excelsior, and ninety
minutes from the center of St. Paul to Excelsior. The

1}
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trip is a delightful one through the woods, beside the
brooks, across the crecks and by the lakes for which Minne-
sota is so famous. The ride is invigorating and refresh-
ing and altogether invites the traveler to repeat it again
and again. .

On arrival at Excelsior passengers are unloaded at the
dock station and board ferry boats for a two-mile trip to
Big Island Park. This dock station is very conveniently
arranged for a loading station, and it is at that point that
cars connect with the entire fleet of boats operated by the
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p. m., the amount of business they carried to the park was
small as compared with the business that moved in the day-
time. It can readily be seen that the time taken to go to
the park and the time taken to return home would cut out
the good part of the evening. So we can hardly hope to
develop much evening traffic from town.

When we first opened Big Island Park we thought that
the steamboat ride between Excelsior and the island might
prove to be an argument against people going to the park
in any considerable numbers, but last year’s experience

- v

“Twin City Lines.” Six fast express boats carry cottagers
to all points around the lake; three excursion boats do a
special tourist business and three double-end, double-deck,
side-wheel ferries, modeled on the lines of the Jersey City-
New York ferries, perform a shuttle service to and from
the park. It is only sixty minutes’ trip from Minneapolis
to Big Island Park and a little less than two hours from
St. Paul.

Last summer we handled the majority of picnics con-

FERRY BOATS PASSING NEAR BIG ISLAND PARK

taught us that, for the most part, people enjoyed the ferry
trip. Considering that it is only twenty minutes each way
between Excelsior and Big Island Park, that the boats are
roomy, stanch and safe and do not steam far from land at
any time, this part of the trip appealed peculiarly to many
patrons who would not care to make a longer water trip.
During the week one ferry boat performs an honrly service
between Excelsior and the park. During the rush hours
of the day an extra boat is put on. On Sundays and holi-

LG M

WALK FROM FERRY DOCKS TO WATER TOWER AT BIG ISLAND PARK

ducted by Minneapolis churches, Sunday schools, lodges
and special parties, but owing to the fact that we had not
yet put on through cars from St. Paul, the amount of busi-
ness from that city was limited. We discovered that Big
Island Park is essentially a spend-the-day picnic resort.
Most of our business leaves Minneapolis before 10 a. m. It is
either a question of. going out before 10 o'clock and return-
ing to the city about 6 p. m. or leaving the city about 2 p. m.
and returning to the city about 11 p. m. Although our
“Excelsior Limited” cars left Minneapolis as late as 7.30

days the three ferries furnish a twenty-minute service
throughout the day and they have all they can do to take
care of the business on that schedule.

With the intention of making Big Island Park strictly a
family resort and a place to enjoy an ideal summer day’s
picnic, we have expended a great deal of effort to supply
enough comforts on the island to make one’s holiday pleas-
ant. Still we have not attempted to improve too much on
nature. The Almighty made the island and the thoughtful
person will take counsel before attempting to improve on
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His handiwork. Big Island Park is an island of majestic
trees, rolling lawns, knolls and numerous beautiful vantage
points from which may be enjoyed a variety of vistas of
water and sky, and altogether it is a most unusual resort
from a natural beauty standpoint. We have an artesian
well 400 ft. deep, furnishing a fine water supply, and we
store our water in a steel tower covered with concrete and
studded with electric lights. This tower is a close copy of
the famous tower of Seville, Spain, and makes an attractive
ornament to the island. At the base of the tower there is

INTERIOR OF MUSIC CASINO, BIG ISLAND PARK

a shelter house, and there are attractive walks from the
ferry docks to the tower.

Some exceedingly effective architectural features are em-
ployed on the island, and of these probably the most novel
is the peristyle following the ridge of the island. It is built
of concrete and outlined with electric lights. We have
excellent modern toilet rooms for men and women, as well
as smaller comfort stations here and there throughout the
grounds. Four picnic kitchens equipped with ranges and
tables and built of concrete are located in different parts
of the island in the picnic grounds so that it is possible for

TONKA BAY HOTEL, LAKE MINNETONKA

at least four large picnics to have culinary accommodations
at the same time. All the buildings on Big Island Park are
absolutely fireproof with the exception of the temporary
refreshment pavilion, which we intend to replace at an
early date with something more commodious and sub-
stantial. There are no more beautiful picnic grounds to be
found in all America than those of Big Island Park, and
it is proving an ideal place for churches, Sunday schools,
family gatherings and parties, young and old, who wish
to enjoy themselves amidst the pleasantest surroundings.
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The place makes no pretensions to equalling the fatiguing
clamor of Coney Island, and the thoughtful mother and
father can feel that their children may visit the park with
other children and be free from annoyance or improper in-
fluences of any, kind. The best order is maintained under
all circumstances, and last year’s testimonials give proof
that our painstaking care in this matter was appreciated.
While it is essentially a picnic resort, Big Island Park
still has some inexpensive and attractive amusement fea-
tures sufficiently numerous to add zest to the holiday and
answer the question: “What is there to do here?” We
have an excellent Figure Eight roller coaster, a carousel,
a baseball ground, an Enchanted River, a Trip Through
Yellowstone Park, a postal photo gallery and Pennyodeon.
The park’s main attraction, however, is the $50,000 music *
casino, built of steel, concrete and glass, and seating 1500
persons comfortably. During the few weeks of the first
season, 1906, we had Innes’ band for two weeks, and last
year Banda Rossa for five weeks, the Navassar Ladies’
Band for two weeks, and “Nelson and His Band” with.
Twin City vocalists for two weeks. We are about con-
vinced that foreign bands did no larger business for us
than good local bands. It seems that band music should be
an incidental matter, anyhow, with no charge for it, and
I am inclined to think that a good local band, if bands we
must have, are about as effective as any. At least that is
the way it worked with us, for “Nelson and His Band”
from the Twin Cities certainly did as much business in
proportion, all things considered, as the other bands.
Whether we will continue using the Casino for bands ex-
clusively in the future, or devote part of the time to high-
class vaudeville is a question we have not yet settled, but
one of these two features will certainly be adopted. A good
lecturer once in a while can add to a park’s popularity. To
have men of the calibre of Bryan or Watterson lecture at
a park such as ours would undoubtedly result in securing
great numbers of people from surrounding towns who
would necessarily have to use our line and our boats, as

A BIT OF THE PERISTYLE AT BIG ISLAND PARK

well as be taken to the Island where the amusement fea-
tures hold forth. Of course, that opens up the question as to
whether it is desirable to gc after congested crowds of peo-
ple or cater simply to an even every-day traffic.

Our regular round trip rate, Minneapolis to the Park and
return, is fifty cents; for parties of fifty or more persons,
thirty-five cents. St. Paul rates are ten cents higher. We
also sell an attractive twenty-five-ride ticket between Minne-
apolis and any point on the lake reached by our boats for
$4.50, or eighteen cents a ride. These tickets are
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used by all cottagers and many transients. It was our
experience last summer that we secured a great deal of
business in the evening from the many cottagers about the
lake, and by a convenient system of boat schedules on all
our express boat routes, we enabled cottagers to leave their
homes after supper, visit the park, listen to the band con-
cert and return to their homes at a seasonable hour. We
secured considerable business from these cottagers at the
park, in addition to the 20 cents for the round trip on the
boat, which entitled them to entrance to the island.

Early in the spring of 1908 we are going to extend our
present line from Excelsior to Manitou, one and one-half
miles, and from Manitou we have leased one and one-half
miles of an old established steam railroad to Tonka Bay.
This is part of the Minneapolis & St. Louis Railroad and
we are going to electrify it. We are then going to run
through cars from Minneapolis to Tonka Bay, instead of
stopping them at Excelsior as at present, although they will
continue 'to make all boat connections at Excelsior. By
this move the Minneapolis & St. Louis Railroad, which has
been doing a large picnic business will step out of the
Minnetonka picnic field and we will have the entire South
Shore section to ourselves. We also operate a cottage spur
line from Deephaven Junction to Deephaven on the lake,
which was formerly a steam line operated by the Chicago.
Milwaukee & St. Paul and which we have electrified. This
gives us another line to the South Shore cottage colony.

When we make our entrance into Tonka Bay next sum-
mer we are going to find several new problems on our
hands, which will require solution and which will in many
ways fit in with the Big Island Park plan very nicely. The
largest hotel at Lake Minnetonka is the Tonka Bay Hotel,
located at Tonka Bay. It is some years old, but still is 2
very comfortable summer hotel and beautifully located.
Its management is going to pass into our hands, and we
will be prepared to take care of 400 persons under its roof
very comfortably. Near the hotel, and part of the hotel
property, is a modern roller skating rink, which is a par-
ticularly favored resort for the cottagers, young and old,
around the South Shore. When we secure large picnic
p'arties hereafter, which will require hot meals, or hotel
accommodations in addition to the park privileges at Big
Island Park, we will be able to take care of them at Tonka
Bay, and, by putting on a boat service between Tonka Bay

STEAMBOAT DOCKS AT EXCELSIOR

and Big Island Park, we can shuttle our patrons back and
forth between the hotel and the island in a very few min-
utes, and give them all the variety of comforts and accom-
modations they can possibly ask for. We will thus have
the business of entertaining all the transient people we take
to the lake, and with the equipment we will have on hand
we will be in splendid shape to do so. There are also fine
picnic grounds around Tonka Bay Hotel, and those who
do not care to make the water trip to Big Island Park—
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and there are a few of them—will be able to enjoy the car
trip to Tonka Bay and play baseball, roller skate, dance
and picnic to their heart’s content, with everything to suit
their taste, and still they “Don’t go near the water.”

We offer also a variety of other pleasure to the public
who take advantage of our car service to Lake Minne-
tonka from the Twin Cities. We operate what we cali
“The Forty-Mile Lower and Upper Lake Trip,” which can
be enjoyed for the small outlay of 25 cents. By leaving

ROLLER SKATING RINK, TONKA BAY HOTEL

Minneapolis at 8.33 a. m. every day in the week during
the summer, one can enjoy a fine spin to Excelsior, get
aboard a big, safe excursion steamer and journey all over
both lower and upper lakes, enjoying their bays, inlets,
peninsulas, cottage colonies and the great variety of scen-
ery for which this wonderful body of water, with its 300
miles of shore line, is famous. From 9.15 a. m. until 1
p- m., nearly four hours, one is on the water and steaming
all the time. On return to Excelsior at 1 o’clock there is a
car waiting to bring the traveler back to the city. We be-
lieve there is no better or cheaper trip for 25 cents to be
found anywhere than this scenic tour of the lake. A similar
trip is made every afternoon. If your time is limited and
you prefer a closer inspection of the indentations of Minne-
tonka’s shore, for which the lake is famous, and see its
more secluded charms, you can get aboard one of our
express boats, of which there are six, and enjoy a round
trip ranging from one to two hours for the small sum of
20 cents. We have four of these express lines and they
have been the means of educating the people to the lake’s
beauties in a way that has never been offered before. Of
course, the hurried passenger who wants to see it all in the
least possible time usually makes the forty-mile trip, but

DOCK STATION, WHERE CARS AND BOATS CONNECT

our express boats have demonstrated the fact that they
are splendid feeders for our rail lines, and trailing the
shores, as they do, they develop a good “point to point”
business.

Now about our fleet of boats which is making Minne-
tonka so famous. Our twelve boats have a carrying ca-
pacity of over 5,000 persons. The six fast express boats—
named after cities and resorts on our lines as follows:
Como, Harriet, Hopkins, Minnehaha, Stillwater, White
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Bear—were built in our own shops in 1906. Like all our
other equipment, they embody the latest ideas for comfort,
convenience, safety, speed and beauty and are fine types
of marine architecture. They were modeled after plans
furnished by the most experienced designers of the fore-
most American shipyards, and every detail of their con-
struction has been considered to make them absolufely sea-
worthy and comfortable as well as speedy. They are 70 ft.
long with 14 ft. beam, have torpedo sterns and are equipped
with the finest machinery, insuring a speed of from twelve
to fifteen miles an hour. They are fitted up as nearly like
our cars as it is possible to make them, with easy spring
cane cross seats accommodating two persons each, as well
as long side seats for larger parties. Each express com-
fortably seats 140 passengers. The windows of the ex-
press cabins are of the same design as in the cars, provid-
ing for the generous admission of the delightful lake
breezes in pleasant weather, and these windows can be
readily closed to insure warmth and dryness in cold and
stormy weather. The three ferries: Minneapolis, St. Paul
and Minnetonka, are each 142 ft. long and 39 ft. beam, with

i

THE FORTY-MILE EXCURSION STEAMER

a capacity each of 1000 passengers. They are new, having
been built during the winter of 1906-07. The three excur-
sion boats include the safe, comfortable stern-wheeler “Ex-
celsior,” capacity 800, and the propellers ‘“Puritan,” ca-
pacity 300, and the “Plymouth,” capacity 200. These boats
are also open to charter to special parties at very low rates,
so that excursion parties can conveniently include their
own special boat trip with their other ticket and as a part
of their day’s program.

Big Island Park is going to be a more popular place each
year, because we are are going to make it so. It possesses
all the elements which will appeal to the good, substantial
people of our popular Twin Cities in such a way that they
will feel a sense of proprietorship in the place the more
they visit it. There are a number of things which will
come to the park in their own time. We expect to have
first class bathing facilities, a new and more commodious
refreshment pavilion and some changes and additions to
our amusement features. Many of our friends ask for a
bowling alley. Many would like us to play up the dancing
feature in a high grade way, and still others have requested
that we put in a roller skating rink. However, as we will
have a thoroughly modern rink at Tonka Bay, we will prob-
ably be able to take care of those who desire that form of
amusement at the Bay this summer. All these problems
will take care of themselves and they will be solved in their
own time.

Public sentiment usually settles most questions, even such
a matter as running a park, and the careful park manager
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will keep his ear close to the ground and his hand on the
public pulse in the endeavor to find out the correct thing to
do at the psychological time. It is a difficult thing for any
one to sit down and definitely say what should be done and
what should not be done in any business, and I think as
we all grow older we become more tolerant and believe
that possibly we may not know the last word, even in the
business to which we have been devoting a good many
years. Of course, age and experience certainly entitle one
to speak more or less with the voice of authority, but in the
summer park amusement business particularly it is a diffi-
cult thing to foretell what is going to be a success and
what is not going to be a success. When such dn astute
amusement purveyor as Mr. Frohman cannot tell in ad-
vance whether a play, however well it impresses him, is
going to make a hit or not—and how many times he has
discovered after the first one or two acts of a play that he
has drawn a blank—how are we going to predetermine
what is an absolute success from a street railway point of
view and from the public standpoint? The best possible
course we can follow for our solution is this: Each com-
pany and each park manager must work out his own salva-
tion, and, while being in a receptive mood for advice and
suggestions from others who have made successes of parks
in other parts of the country, still keep definitely in mind
all the time that his public may be a trifle different from
some other public and that his proposition may be consider-
ably different from some other proposition.

Applying the same reasonable business rules to your
summer park that you would to any other proposition, and
following this general policy, it seems to me that each man
can solve his own park problem best.

o
A 4

HINTS ON CREATING ENTHUSIASM

BY A PARK MANAGER

Every electric road has a certain fixed population to draw
from in the cities and towns and suburban districts along
the line. I am referring not to amounts as given in census
figures, but to the fixity, the permanency of residence
among the greater number of your possible patrons. If a
company has an amusement resort which is depended upon
to increase materially the riding each year and for years
to come, it is to these same people year after year that the
company must cater. Hence every effort should be made
to secure for the park or amusement ground the reputation
of being the jolliest spot in the whole section for providing
entertainment or as the objective point of an outing.

It doesn’t take long for a reputation, good or bad, to work
all the way through the population from which a park draws
its patronage. Sooner or later one form of advertising,
despite all efforts with ink, will determine the success of
the park—the word-of-mouth advertising, or what one per-
son says to another concerning it, or public opinion. The
many ways of using printer’s ink will inform new additions
to the population and the summer visitors what they may
expect to see of the beauties of the park and instill in them
the desire to go, but once having visited the resort they
know just what it has to offer, as the regular patrons al-
ready do. A company’s main reliance 'in the way of ad-
vertising and popularizing a resort, therefore, after the ex-
pectant crowds have been transported there, is to treat them
right, so that the park will get a reputation that will hold.
If the returning cars never carry a disappointed patron,
if they all feel that they have been made the objects of an
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cffort to please and have had their money’s worth, the man-
agement has done all that is possible to popularize the place.
If the returning crowds are angry and disappointed and
bored it won’t be long before this tide will prevail against
the incoming rush and the resort will see not far ahead the
limit of its possible future.

The average fun-follower can take care of himself pretty
well and doesn’t expect to be mollycoddled with attention,
but there are certain ways of steering his enthusiasm into
proper—and profitable—channels after he arrives that will
give him the fun he is looking for and the company the
nickels it brought him there to spend, and at the same time
leave him highly pleased with the exchange. That is where
the provider of amusement has somewhat the advantage of
the seller of prosaic commodities.

A car rolls into the terminal station at the park filled with
people. They have come to be amused, and are in the
proper mood for it, perhaps a bit eager and expectant.
Drag them into the center of it the minute they arrive, and
don’t let their enthusiasm get cold for want of encourage-
ment. It is hard to overcome diffidence once it takes hold.
Apply the theater clacque on a large scale to the park
grounds. Pretend to ridicule the custom of “warming up”
a house as one will; there is nothing really so effective if
the artificial means by which it is accomplished are not too
evident. No matter how well the stage tries to please the
chairs, if the audience is cold from the start everything is

.going to go'wrong,’and no one is having a good time. Even
with an indifferent show, if some one starts the enthusiasm
off with a swing and stampedes the audience into hand-
clapping from the first curtain, every one is going to sit up
and take notice and at the close will declare the show to
have been a fine one.

“Fattening up the house” can be done quite legitimately,
and only the manager indifferent to all his possibilities, and
the main ones at that, will permit his theater crowd to get
“cold.” Men connected with the company, motormen and
conductors and barn men off duty, are usually admitted free
to the theater if the company has a direct part in running
it; and they are usually the severest critics and “bromides”
of it. Possibly the privilege and their familiarity with it
breeds an assumed indifference which would consider en-
thusiasm as too flattering. They are the ones, however, to
whom it is “up” to plunge in and give an expression to
their enjoyment. Scattered over the house, their concerted
action will carry the whole floor with it, and the theater
will have a reputation for splendid shows that even printer’s
ink won’t give it. Their entering into the fun with interest
is the main thing; the show itself is really secondary to that.
No show will please members of an audience that, over-
awed by the silence of a large house, have been allowed to
slip down into their seats until they are sitting on their
collar buttons.

As the people arrive on the grounds see that they are
greeted by some evidence that fun rules the place. Don’t
set them down in the quiet hush of a sun-barred grove;
they’ll find that later if they want it. Bring them at once
into the center of the fun. Noise, and plenty of it—the
kind that shows that somebody is finding enjoyment—should
greet them. The rumble of the cars on the roller coaster

and the dull thunder of the balls in the bowling alley; the .

sound of music coming confusingly from several directions
at once; the enticing harangue of a line of “spielers”;
shouts of laughter from the smaller fun-making conces-
sions—all serve to start the excitement that compels them
to join in.
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Keep the different amusements going somehow. If the
merry-go-round stands idle temporarily for lack of suffi-
cient patronage, the park patrons won’t demand that it
start up; they must be drawn to it. Keep it going and the
music playing if you have to put somebody on it free.
When there are no cars going around the roller coaster
the crowds will certainly pass it by. In some places they
even send the cars around empty to keep up the appearance
of business that tends to draw the money. A good hearty
laugh is certain to draw patronage to the concession from
which it proceeds, and in one place that I recall a young
woman who had a penetrating burst of merriment always
at her command was welcomed to every part of the grounds,
for there was always a crowd in line at the ticket booth
where her laugh showed that somebody was finding fun.
The whole theatrical business is nothing more than simu-
lation, illusion, yes, even a variety of “fake.” Its charm
lies in the fact that the mask is never dropped for an in-
stant, although we know that it is all deception, so far as
fact is concerned. The whole amusement business should
partake of this same quality. Only give your patrons all
that the printer’s ink promised them and then you can use
it profitably every time. Providing enjoyment for other
people calls for the constant keeping up of appearances.
The old king’s jester may have had sorrow in his heart, but
it could never be read in his face. Keep the same look on
the face of the park all the time. There is cold business
underneath it all; but a sour face is never much of a lure.

Pull up first all of the “keep off the grass” signs. The
people were not invited out into the country to be sur-
rounded with depressing influences. It is only tempting
them, by forcing the idea upon theni, to do the very thing
they are asked not to do. Park crowds won't ordinarily
take short cuts through the flower beds. If they start to
do so the perky little wooden sign won’t hold them back.
“Don’t bark these trees” conspicuously displayed has been
the cause of drawing many a knife from the pocket of an
adventurous, fun-loving picnicker who would never have
thought of that outlet for activity if it hadn’t been so plainly
suggested that this was the very thing not to do. Every
one likes to test the effect of the “fresh paint” sign; it is
an instinct as old as human nature. And if a sign should
be posted warning patrons not to overturn the benches or
not to climb the flagpole, the park management would have
its hands full preventing it. “Rules and regulations” in
some parks use up enough square feet of board to provide
another concession with quarters.

Police the park and have it well understood that the arm
of the law is handy in case of emergency; but the main
duty of uniformed guards will be to direct the crowds and
answer questions, and they should be made to know that
this is a matter of business and an important duty lies in
the manner of doing it. An employe who gets. surly and
taciturn when called on to answer the same question three
times in succession should be fired. Cheerfulness is what
he is being paid for. Platform men at terminal stations
sometimes handle crowds as if they were loading the Black
Maria instead of assisting people that the company has
invited through expensive advertising to be its guests.
Savageness has no part in duties where firmness and tact
are called for. Information pleasantly given is so unusual
as to create a good impression.

If any signs are displayed on the grounds they should be
information signs—maps, schedules, time for leaving of last
cars for all points, clocks and direction boards. If the
expense does not seem to warrant a spieler at certain points
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set up a phonograph to do it automatically; it’s just as ef-
fective and a good deal more novel. Keep the crowd in
good humor by having some things, at least, free. Possibly
a big spectacular act, to give them something to look for-
ward to and talk about afterwards, and to focus attention
on for the day. Inexpensive souvenirs, like race track tags,
are good to hand out to the homegoing crowds. If they
have had a good time they will advertise the fact.

The best advertisement and the one to leave the strongest
impression is to start the patrons for home as soon as they
are ready to go. Park crowds usually stay until the last
minute and then the necessity for getting home at a certain
time becomes urgent. If they can be cared for and started
for home with reasonable speed the impression of a pleasant
day will have been clinched. A long wait in the terminal
station, with crowds restless and impatient, will negative
whatever good impression has been made. When they are
ready to go, take them. That’s the best time of the day for
speedy and efficient service.

5

ENGLAND’S FIRST * WHITE CITY.”

American traffic managers have long recognized the
value of modern amusement parks in connection with
electric railways in populous districts, but abroad the rail-
way managements have given the subject little attention.
[t remained for an American park operator, John Calvin
Brown, of Chicago, to prove that the English people are
just as fond of the “White City” class of entertainment
as are Americans, and consequently that such parks can
be made equally beneficial to the lines serving them. Mr.
Brown went to England in December, 1906, and after

o .

A SCENE IN THE FINE PAVILION OF MANCHESTER’S “WHITE CITY.”
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diagram. A space of 16 acres was secured on the grounds
of the Royal Botanical Gardens, which is reached over the
city lines for a two-cent fare. On Monday, May 30, 1907,
Manchester’s “White City” was opened to the public.
That the venture has proved a great success is evident
from the fact that within 12 weeks_the park had 866,000

Street Railway Journal

MAP, SHOWING THE ENORMOUS POPULATION WITHIN
DIFFERENT FIVE-MILE LIMITS OF “WHITE CITY,”
MANCHESTER, ENG.
visitors. Among the latter were the Lord Mayor and Lady
Mayoress of Manchester, so it can be seen that the park
has enjoyed some high-class patronage. The park soon
after its success became known was also visited by many
tramway managers from Great Britain, Ireland and the

PROVING THAT THE ENGLISH ARE NOT BEHIND

AMERICANS IN THEIR LOVE OF DANCING ¢

careful survey of the conditions concluded that the great
manufacturing city of Manchester would be a good place
for the pioneer installation,, particularly in view of the
enormous industrial population within a 30-mile radius of
Manchester, as graphically shown by the accompanying

Continent, who were anxious to study the workings of this
novel enterprise.

In taking up this project the promoter did not think to
ask for financial assistance from the municipality which
owns the local system. The one privilege asked, that of
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placing advertising banners on the cars, was promptly re-
fused. The municipality’s charge for power also was so
high that it was found advisable to install a private plant
of 2000-hp capacity within 60 days before the opening.
Difficulties of this character are not likely to occur again,
as the railway officials have discovered how much the
“White City” has increased their traffic. The Manchester

et ol e

IN FRONT OF THE BOX-BALL ALLEYS AND SKATING RINK;
SHOWING ALSO THE MINIATURE RAILWAY ALONG
. THE LAGOON

system carried daily an average of 7000 people for 147
days last season without any complaint from the park
patrons. Some days the crowds have numbered over 80,000
and special cars carrying parties of 6o passengers or more
are quite frequent. All of this business has been handled
on the regular double-track line reaching the park. There
is no storage siding, but a split switch near the grounds to
give one line past each entrance.

Following the plan of the American parks, there is a
general admission charge aside from those for the big

WATCHING THE WATER SPORTS IN MANCHESTER’S
“WHITE CITY”

attractions. In Manchester this charge is the convenient
sixpence, or two cents more than is customary in this
country. The grounds are open daily from 12:30 to II
o’clock at night, instead of remaining open to 1:30 or 2
a. m., as is customary in the large cities of the United
States. While the earlier hour tends to lessen the total
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receipts, it is certainly advantageous from the standpoint
of maintaining order.

Great caution was exercised in selecting a list of shows
for the park, that no two should be similar, and to insure
an assortment which would successfully cater to all classes.
These shows are divided into three general classes—illu-
sions, spectacular and motion shows or riding devices. All
are equally popular. The admission charges vary accord-

THE OBVIOUS CONNECTION BETWEEN PARKS AND STREET
RAILWAYS

ing to the cost of the show, the expense of operating and
its money-taking power, and run from I penny (2 cents)
to 1 shilling (25 cents). The park is arranged to encour-
age the patrons to attend many times, to see all the shows,
and on each trip to enjoy the bands and free attractions,
which are included in the general admission fee, and which
are changed nearly every week.

The illustrations of scenes at the park will give a clear
idea of both the character of the entertainments offered
and their popularity. The dancing pavilion is a splendidly
illuminated, roomy structure artistically decorated with

VISIT OF THE LORD MAYOR AND LADY MAYORESS OF
MANCHESTER TO THE “WHITE CITY”

potted ferns and bunting. The park contains a cen-
tral lagoon around which are -a skating rink, nine
American Box Ball Company’s box ball 42-ft. alleys.

helter-skelter, rifle range, scenic railway, tour-around-
the world panomara, miniature railway and many
other features of the type that have made Coney
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Island known everywhere. The quick appreciation the
English have shown for this style of amusement really is
remarkable in view of their usual conservatism. The en-
trances to all shows are equipped with turnstiles which are
electrically connectéd with the office of the manager to
enable him to see at a glance just what the takings of all
the shows are at any given time.

In addition to the “White City,” which was built in com-
bination with Charles Heathcote & Sons, of Manchester,

THE BOX BALL ALLEYS BUILDING AT “WHITE CITY ™

Mr. Brown controls “Yorkshire Jungle,” Leeds; “Le Jardin
de Plaisir,” at Paris, and other places. He believes that
amusement parks to be popular and profitable in or near
large cities should cost between $350,000 and $500,000 to
permit the installation of enough attractions to keep up
the interest of the public. Under European conditions
such parks may be expected to attract 5000 to 8000 patrons
daily for about 150 days a year. The comparative benefits
of an undertaking of this size to street railways are sum-
marized as follows: If three-fourths of the patrons come
by trolley at an average fare of 4 cents (2 cents each way),
the electric lines receive £9,340 ($46,680) to £14,960
($74,800) per season, with little or no added expense. On
the other hand, the park gate charge is only one-third
higher and the expense to the park owner is over £20,000
($100,000) per annum in addition to investment charges
on five times the last-named amount.

Mr. Brown's company is in direct touch with more than
a score of probable parks in England and on the Continent,
but is unable to undertake them only on account of its
present limited staff, and does not expect to complete more
than two others for the season of 19o8. However, it is
securing the necessary managerial assistants to enable the
company to open many more in time for the season of
1909.

This spring will see the opening of the Paris and Liver-
pool plants, in addition to the one in Manchester. The
chief handicap has been to secure proper experienced me-
chanical and show employees. These must be brought from
the United States, as the business is too new in England to
have created men with ability in these departments.

The street traffic officials abroad seem to be quite alive
now to the value of parks, and the company is' con-

STREET RAILWAY JOURNAL.

[VoL. XXXI. No. 4.

stantly receiving inquiries from this source, to which it is
attending as quickly as possible.

The “White City” in Manchester is managed by A. Ellis,
to whom thanks are due for the illustrations and notes
embodied in this article.

&

PARK OPERATION AT FORT SMITH, ARK.

Considering the population of the city in which it oper-
ates, the Fort Smith Light & Traction Company has gone
rather heavily in the amusement park business. Fort
Smith has a population of about 15,000, yet the cost of
the park improvements, exclusive of the land, is in the
neighborhood of $75,000. The company’s policy with re-
spect to park operation was adopted simply because the
earlier experiments showed the park to be a paying in-
vestment.

The resort operated by this company, known as Electric
Park, covers 110 acres and is located about 3% miles east
of the business section of Fort Smith. It is reached by
two car lines, and during the park season, a I0-minute
schedule is run in the mornings, while in the afternoons
and evenings a 5-minute schedule is maintained. Of the
110 acres, 54 on one side of the car line are devoted to a
general amusement park and the remdining 56, which are
heavily wooded, are used as picnic grounds.

Moorish architecture has been imitated in the construc-
tion of all of the park buildings. The largest on the
grounds is the auditorium, which measures 240 x IIo ft,
and has a seating capacity for 2,200 people. It has a
fully equipped stage 70 x 40 ft. in dimensions and a
proscenium opening 30 by 33 ft. The stage is equipped

with 15 sets of scenery in addition to the drops, and is
surrounded by 16 dressing rooms.

The cafe and dance hall is a two-story structure near
the park entrance. The restaurant occupies a considerable

> ‘, x'
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AUDITORIUM OF ELECTRIC PARK, FORT SMITH, ARK.

portion of the lower floor. The remainder is devoted to

- smoking rooms for gentlemen and reading rooms for ladies,

in all of which are kept on file the daily newspapers and
current magazines. The upper floor contains a dance hall
60 x go ft., and this opens out on broad balconies at each
end of the building. The hall is provided with eight ceil-
ing fans and a piano. A semi-circular band shell is used
for open air concerts Sunday afternoons and nights. The

‘grounds also contain a penny arcade, refreshment stand,
‘rest cottage for ladies and building for the park superin-
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tendents. A gireenhouse has been built to care properly
for flowers during the winter season.

The park has its own 'sewer and water system. Water
is supplied from two deep wells by motor operated pumps.
There is a total of 5600 incandescent lamps used in illumi-
nating the grounds and buildings. Current for these, as
well as for the motors on the grounds, is supplied from
transformers located in concrete pits under the buildings.
The picnic grounds are provided with lawn and circle
swings and small shelters.

The park is kept open from May 1 to the middle of
October. Colored people have a park of their own and
are not admitted to this. No intoxicating liquors.are sold
on the grounds. The admission is free. All the features,
except the penny arcade, are handled by the company.

The theater is the chief source of revenue in the park.
During the park season performances are given every
evening and Saturday and Sunday afternoons. The prices
are 10, 20 and 30 cents, and it has been found that the
highest-price seats are in greatest demand. Seats may
be reserved at the downtown office. The highest class of
amusements pay best. Vaudeville features are furnished
by the Western Vaudeville Association. The company
maintains an orchestra of six professional musicians at a
permanent salary. All stage hands and ushers are also
kept on regular wages. ‘

During the present season, the theater was closed in with
the idea of giving performances throughout the winter.
Heat is furnished by natural gas. The company put on a
stock company of its own, which ordinarily plays every

RAILWAY

JOURNAL. 115
During the summer scason, the grounds are turned over
to the chautauqua association free of charge for a period
of 10 days. Meetings are held in the auditorium and the
other buildings are used for smaller assemblages. The

. CAFE AND DANCE HALL OF ELECTRIC PARK

company gets its returns from the traffic induced. In a
like manner conventions of various kinds are tendered the
use of the grounds. Newspapers, billboards and special
cars are utilized to advertise the park.

Carl Berry, as amusement manager, devotes all his time

ENTRANCE TO ELECTRIC PARK, FORT SMITH, ARK., WITH THE CAFE AND DANCE HALL IN THE BACKGROUND

night, but at intervals gives way to larger attractions.
Fort Smith is a midway point between Kansas City and
Texas, and because of its location many of the larger
theatrical companies can be secured which would other-
wise consider FFort Smith too small a- town to stop in.

to the operation of the park and the financial success of
the park is no doubt largely due to the fact that one man
gives all of his attention to it. J. Walter Gillette, as general
manager of the railway company, has general supervision
over the park.
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BUSHKILL PARK, EASTON, PA.

Making a park attractive is not half as difficult as to
make it profitable; the first requires only the faculty of
selecting what is known to be the best liked by the average
inhabitant, but the second demands careful figuring to esti-
mate with a reasonable degree of success that the greater

.
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advisable to turn it over to a lessee for a nominal rental.
The land, covering 17 acres, main pavilion and animal
cages are the property of the railway company, but all the
other structures were put up by the lessee. The question of
park accounting, therefore, is very simple, since, aside from
advertising, all the railway is interested in is to know how
many people are visiting the park. For the latter purpose
.conductors carry a park

- —

tally slip on which they
note on each run the num-
ber of passengers who left
the car to enter the park.
Although not directly
concerned now with the
management of Bushkill
Park, the Northampton
Traction Company carries
on an active advertising
campaign during the park

season in all the news-
papers for 20 miles
around. All advertising

is paid for in cash, in
addition to which news-

COMBINED SKATING RINK, DANCE HALL AND BOX BALL ALLEY
]

expense of the more elaborate shows will draw more peo-
ple in proportion. The whole question really is a matter
of population. Should the territory served be populous
enough to attract thousands daily, then almost any elabora-
tion is justified, but if the patrons can only be expected in
hundreds, reliance for success must be placed on a few
simple' and comparatively inexpensive features.

Bushkill Park, owned by the Northampton Traction

paper men are given free
transportation at all times.
This liberal policy results in the publication of many favor-
able reading notices, which frequently are more effective
than straight advertising. The cost of this advertising is
not entirely chargeable to the park business, as many pas-
sengers are so pleased with the scenic beauties offered by
the ride on this railway, popularly known as the “Hay
Line,” that they spend more than the anticipated car fare.

In view of the fact that Bushkill Park is in the heart of

Company, of Easton, Pa., is a conspicuous example of a
modestly conducted, profitable playground. The company
entered the park business in 1902z by purchasing a wooded
island in Bushkill Creek, 314 miles from Easton, and adja-
cent to the main line to Nazareth and Bangor. This favor-
able location made it practicable to give a five-cent fare,
and made it unnecessary to invest even a single cent in
extra track construction. At first the company managed
the grounds itself, but as the business grew it was found

a great manufacturing district, it is worth noting that the
grounds are conducted to cater only to the best elements.
Gambling and the sale of spirituous liquor in any form are
absolutely forbidden, nor is any individual or association
permitted to bring quantities of liquor on the grounds. The
dancing pavilion is kept closed Saturday and Sunday nights

to avoid the presence of roughs. These peace-insuring
features are strongly emphasized in'the company’s adver-
tising, and in the circular letter bidding for excursions
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sent early every year to the churches, Sunday schools and
other organizations in this district.

The park usually is open from Decoration Day to Sep-
tember, but the glass-enclosed dancing and skating pavil-
ion is kept in operation during October and November,
steam heat being provided for the comfort of the patrons.
The appearance of the grounds and the general character
of the buildings will be noted from the accompanying views.
The main building or pavilion is a frame structure used
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for two years. At the end of that time, when the present
rink was ready, it was found that all the floor needed was
a little sandpapering to take off the blackening. The floor
is of hard maple, which has shown itself capable of with-
standing considerable pounding. Yellow pine should not
be used for a rink floor on account of its tendency to
splinter.

Another popular indoor feature is the moving picture
theater, combined with solo singing. The only charge is

BIRD'S-EYE ‘VIEW OF BUSHKILL PARK ON THE LINE OF THE NORTHAMPTON TRACTION COMPANY

for dancing, roller skating and box ball alleys, furnished
by the American Box Ball Company, Indianapolis.  The
dance hall occupies the upper floor, taking up a space of
6o ft. x 230 ft., and is probably the largest in the United
States for the population served. Dancing is free, and
one of the most popular pleasures offered.

This company was a pioneer in the roller skating revival,
and is still enthusiastic on that subject. A fine rink is
maintained on the ground floor of the pavilion, where, for

the nominal one of g cents for reserved seats, the rest of
the house being entirely free. This performance is given
twice a day with reels from the Kinetograph Company,
New York. There are also a penny arcade, restaurant
and rifle gallery. The children are well looked after by
a carousel, pony rides, May-poles, swings, see-saws, sand
piles, etc. The menagerie is also an attractive feature,
with its goats, deer, rabbits, birds and three large cages
of monkeys. The latter are secured from William Bartels,

& PAGODA AND OTHER BUILDINGS IN BUSHKILL PARK

10 cents, patrons may skate just as long as they like. Some
400 to 500 pairs of skates are kept on hand. All of these
are Winslow’s ball-bearing type, which have been found
very satisfactory for this rink service.

Some park managers have complained that a drawback
about the skating rink is that unless one risks constructing
a separate building for the sport, the dance floor is sure to
be ruined. This has not been the experience at Bushkill
Park, where the present dance floor was used for skating

a New York animal dealer, under an arrangement whereby
5o per cent of the purchase price is returned for every
monkey sent back alive. The little simians are very liable
to consumption, and it is therefore not advisable to keep
them in the open except in warm weather. This rebate
arrangement has proved entirely satisfactory, as it relieves
the company of caring for the animals the rest of the year.

Naturally boating is a popular pastime here, as there is
no lack of water and attractive spots to row to. Steel
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boats, made by the Michigan Steel Boat Company, of
Detroit, are used exclusively on account of their safety.
Drinking water is equally plentiful owing to the presence
of a spring of pure cold water in the very heart of the
park.

Last, but not least, is the free baseball diamond, which is
always engaged weeks ahead. The games held are between
uniformed amateurs, such as the local high schools, and a
good crowd can always be relied upon to be present when
the teams meet.

This company has conclusively proved that a “clean”
park, well managed and free from “hurdy-gurdy” and other
objectionable features, is sure to meet with success at the
hands of the public. .

Bushkill Park has some novel features ready for 1908 to
please the public which at this time the management does
not desire to disclose.

V'S
v
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200,000 and at times there were as many as 20,000 people
on the grounds. This attendance, largely from Joliet and
surrounding towns, was made up of the best people, as may
be judged by the fact that only one arrest was made during
the season and this for a minor offense. While at first the
attendance was largely confined to Joliet people, during
the latter part of the season many patrons were drawn
from points distant from Joliet, the attendance being such
at the close of the season as to lead the management to
believe that the park will be well patronized by residents
of Chicago when it becomes better advertised. The time
from the city limits of Chicago to the park is one hour,
and people of the southwest section of the city are nearer
to the park in point of time than they are to several of the
popular resorts in the city.

The park company operated practically all of the amuse-
ment features, which included a dancing pavilion, an elec-
tri¢ " theater, laughing gallery, merry-go-round, bowling

_alley, boats and, during a portion of July, vaudeville.

SOME OPERATING FEATURES OF DELLWOOD PARK

The STrReer RaiLway Journar for February 23, 1907,
contained an article descriptive of Dellwood Park at Joliet,
111., which is without doubt the largest and most completely
equipped of all the parks operated in connection with an

e
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Such features as the photograph gallery, shooting gallery,
novelty stands, restaurants and refreshment stands were
let out to concessioners on the percentage basis. During
the entire season the “Dellwood Band,” consisting of twenty-
five pieces and permanently employed by the park manage-
ment, furnished music. Concerts were given every even-

A NIGHT VIEW OF

electric railway system in the Middle West, representing an
expenditure of about $275,000. It was built and is being
operated by the Dellwood Park Company, an organization
having close connections with the Chicago & Joliet Electric
Railway, and is under the management of J. R. Blackhall,
general manager of the railway company. Although the
park was open in an incomplete state for a short period
during the fall of 1906, the past season, which continued
from May 31 to Sept. 31, may be considered its first one.
The total attendance during the entire period was about

DELLWOOD PARK

ing and three afternoons a week. One feature which
added to the popularity of the park was the children’s play-
ground which was enclosed in a portion of the grove and
was fitted up with the old fashioned rope swings, teeter-
boards, merry wave devices, sand piles and similar ‘con-
trivances for the amusement of children. No admission
fee was charged and a policeman was kept nearby to pre-
vent adults from monopolizing the ground. Although there
were at times several hundred children in the playgrounds,
there was not an accident during the entire season. In
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fact there was not a serious accident in the entire park
during the season.

The dancing pavilion was one of the best paying features
on the grounds. A charge of 5 cents per dance per couple
was made. After each dance the floor was cleared and
those wishing to indulge in the succeeding one were re-
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quired to deposit a 5-cent ticket at one of the three en-
trances before being permitted on the floor.

The Joliet Chatauqua Association held its encampment
during the first ten days of September in that portion of
the park provided especially for this purpose. During this
time the International Lyceum Association held its con-

l
A
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DELLWOOD PARK TOWER

vention and its members furnished entertainment for the
Chatauqua assembly. During the assembly three or four

hundred people lived in tents on the grounds. Next year
the Chatauqua will be held earlier in the season and it is
anticipated the attendance will be larger. Preparations
are being made for an encampment of 2000 people. The
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people living on the grounds are usually from the neigh-
boring country districts, and are of a class which would not
attend the convention if compelled to live in Joliet, so that
no revenue is lost to the car lines by reason of the encamp-
ment. The only connection between the park management
and the Chatauqua Association is that the management
furnishes the grounds free of charge.
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During July vaudeville performances were held'in the
pavilion erected for the Chautauqua meetings. This pa-
vilion was too far away from the other park.attractions
and as a result the attendance was not large enough to
warrant its continuance. It is probable that a theater will
be erected near the main amusement avenue within a few
years.

The ball ground was turned over to a Joliet ball team

RAILWAY JOURNAL.
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As the company has double track lines between the park
and Joliet, and between the park and Chicago, no trouble
was experienced in providing ample,transportation facili-
ties for patrons. On Sundays, holidays and evenings three
to five-minute schedule was run out of Joliet. The regular
half-hour schedule was maintained between Chicago and
Joliet except on Sundays and special days, when the service
was doubled. When the service required special cars were
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the games were well attended and in many instances large
delegations of Chicago people followed their team. Thirty-
six row boats were maintained on the lake. These were
rented for 25 cents an hour, and the fact that there is no
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other boating facilities near Joliet was no doubt respon-
sible for the unflagging popularity of boating.

The facilities for picnic parties drew many people from
Chicago and distant towns. The picnic grounds were pro-
vided with a pavilion, chairs and tables and running water.
Coffee could be purchased from the restaurants. Several
Sunday schools and societies took advantage of the induce-
ments offered by the picnic grounds and came in large
delegations.
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To encourage patronage from Chicago a special rate of
20 cents round trip for children and 45 cents round trip for
adults was made. The regular fare for adults is 53 cents
one way. To societies a chartered car rate of $25 was
made, the car being limited to sixty people. Sunday school
picnics were furnished with cars at $20, with a limit of
eighty children to the car.

In a great measure the success of the park was due to
the plane on which it was operated. No intoxicating
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liquors were sold and there was nothing to appeal to an
objectionable class of people. The amusement features
were such that those taking advantage of them left the
park with the impression that they had received the worth
of their money.

The manner in which the park was advertised was no

TICKET REDEMPTIONS
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be obtained by having the park company operate the re-
freshment stand, restaurants and similar features.

A very complete system of accounting and collecting
receipts was gotten up particularly for Dellwood Park, and
the system has since been adopted for other parks operated
by the American Railways Company, which controls the
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doubt responsible for the large attendance. Cards were
placed in the amusement columns of Chicago papers and
advertisements were carried and all special features were
announced in the Joliet papers. In addition, handbills were
frequently distributed in the neighboring small towns.
The management believes that perhaps better results can

DAILY REPORT

Chicago & Joliet Railroad. A universal 5, 10 and 25-cent
ticket serves for admission to all amusement features and
is used for purchase at all of the concessions let on the
percentage basis. In fact the only place on the grounds
where money can be spent direct or without first purchas-
ing tickets is at a few of the smaller concessions paying a
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fixed rental. Tickets are on sale at numerous booths, the
ticket sellers in which are in the employ of the park com-
pany. Tickets taken in by concessionaries upon being pre-
sented to the cashier are cashed, after deducting the per-
centage due the company.

The system of collecting the money from the ticket sel-
lers and receipting for it is of interest. The ticket seller
or agent is provided with a stub book of triple receipts.
At the end of the day the ticket seller makes up his re-
mittance and enters the amount on cach section of the
triple receipt. The agent’s receipt and the park superin-
tendent’s stub are torn from the stub and turned in with
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collections to the park superintendent. The -« superinten-
dent, after checking the amount, certifies to its being cor-
rect by signing the agent's receipt, which is then returned
to the ticket seller.

In transmitting the receipts by messenger a four-part
receipt is used. Ifor convenience this is so made that two
of the receipts are doubled under the others and made out
by the use of carbon paper. Of the four parts of the re-
ceipt the ticket seller retains the “manager’s stub,” the
“park” cashier retains a stub and the other two portions are
receipts given by the cashier to the park superintendent
and the messenger.

The ticket sellers accompany their remittance with a
daily report of the tickets sold, which gives the opening
and closing numbers of the tickets, the number of each
price ticket sold and the gross and net revenue. From the
returns of the several features the daily receipte from all
sources are totaled. Another report is made out daily of
the ticket redeemed from the concessions on a percentage
basis. There are, of course, many tickets not used on the
day sold, and it is therefore necessary to carry an out-
standing balance. This is shown on the ticket redemption
report.

The total park carnings for each day are summed up on
an “amusement report” which shows for cach feature the
number and kinds of tickets collected, the gross receipts,
the percentage retained from the concessions and the total
earnings. From all the other reports there is made up a
“daily” report or balance sheet which gives the day’s re-
ceipts, the outstanding balance, the bank deposit made and
in addition accounts for the petty cash receipts and dis-
bursements.

—ep—
THE EVOLUTION OF THE MODERN AMUSEMENT PARK
BY II. L. COPELAND.

The evolution of the modern amusement park dates back
to the success of the World’s Columbian Exposition, which
was held in Chicago in 1893, and was visited by twenty-
seven million people, many of whom still talk of its won-
derful beauty and splendor. Because the principal build-
ings and Court of Honor were finished in white staff, this
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magnificent exposition was popularly known as the “White
City.” It was to this finish that many people thought the
success of the fair was due; hence the number of “White
Cities” that have since been built throughout the country.
It is well recognized by artists, architects and sculptors,
however, that the real source of the beauty and splendid
effects of the World's Columbian Exposition was the fact
that the designers adopted a uniform module for all the
buildings, thus bringing all into one harmonious whole.
It is to the use of this same module or unit of measure
that the ancient masterpieces of architecture owe their
lasting fame for beauty and harmonious proportion. The
masses did not know the reason for it, but rather felt than
saw the effect, largely on the same principle that they ad-
mire a beautiful building without knowing whether it is of
gothic, romanesque or renaissance design.

The designers of the Pan-American Exposition, which
was held in Buffalo in 1901, fully appreciated the impor-
tance of this module system of proportion. They also
realized that white as a color is entirely too cold and life-
less to enthuse a holiday crowd of merry-makers at an
cxposition. Instead of the classic renaissance in white,
therefore, they adopted the more pleasing Spanish renais-
sance with its brilliant wealth of rainbow coloring, and
it was from this that the Pan-American Exposition came to
be known as the “Rainbow City.”

As beautiful as this magnificent exposition was by day-
light, with its brilliant colorings made radiant by the sun,
its greater glory was at night when it was illuminated by
thousands of electric lights supplied by power from Niagara
Falls. The effect at twilight when these lights were turned
on, first dimly as tiny stars outlining the buildings, minarets
and the famous electric tower, then gradually growing
brighter and brighter until they burst forth in all their in-
tensity, turning night into day, has not been equalled before
Many persons unacquainted with reasons for the
artistic success of the Buffalo-exposition attributed it to the
clectric effect alone; hence the number of “Electric Parks,”
each with a pocket edition of the famous tower, which have
since been built throughout the country.

Notwithstanding the patronage received by the famous
“Midway Plaissance” at the Columbian Exposition, the
designers of the Pan-American gave scant thought to their
midway or amusement section; a mistake which was not
realized until on Aug. 9, when a “Midway Day” brought
out an attendance of over 164,000 persons, the largest
attendance on any one day during the exposition. It was
in studying the exposition at Buffalo that one of the show-
men of the Midway hit upon the idea of the modern
amusement park, which he later built at Coney Island
and called Luna Park, the first of its kind in this or any
other country.

The success of Luna Park at Coney Island was instan-
taneous from the first, and was due a great deal more to its
management and the degraded condition of the old Coney
Island, than to the design of the park itself. Tt will be
remembered that prior to the opening of Luna Park the
major part of Coney Island had degenerated into a low
resort, where no respectable person would care to be seen.
The promoters of Luna Park being unable to secure any
ground on the ocean front were forced to lease a piece of
low land back about 1000 feet from the ocean. This they
enclosed with a high board fence, announcing to the public
that only good clean amusement was to be found within.
At the same time they shut out the fresh air and ocean
breezes so much to be desired in a summer amusement

or since.
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park. These natural disadvantages were offset by beautiful
and artistic buildings, well proportioned, painted in bright
colors and beautifully illuminated at night, thus making a
veritable fairyland. The park was entirely different from
anything the public had ever seen before, and this, supple-
mented by broad and judicious advertising, made it a suc-
cess. The fakirs have since built “Luna Parks” and
“Fairylands” all over the country, copying most of the
faults of the original, even to building on low ground and
surrounding the patk by a high board fence, but have missed
the good points of the first “Luna Park.”

In “Dreamland,” where there was a fine ocean view and
beautiful sandy beach over 4oo ft. long, the designers
entirely missed the value of these most desirable features,
and cut off the view of the ocean with their dance hall and
chutes. In this way they sacrificed the one great advantage
which they possess over their neighbor and competitor,
Luna Park. They seemed to center all their thought and a
large part of their funds on an imitation of the electric
tower of Pan-American fame.

From what has been said it will be scen that
the development of the modern amusement park
has been largely accidental—a condition due to
the fact that only recently has park design be-
gun to assume the aspect of a legitimate busi-
ness, but the time is near at hand when its
technique will be as well defined and understood
as any other business or profession. While there
are many minor details that-only one who has
followed the growth of the amusement park for
some time can handle, there are many well-
established principles to be followed in building
and operating an amusement park which any
wide-awake traction manaker can grasp and
which will certainly improve his park and in-
crease its receipts.

First, then, we are dealing with the public for the purpose
of amusing them when they are looking for fur., instead
of transporting them from place to place as a matter of
business. Let us see to it then that every visitor to the park
has a pleasant time that he will remember and want to
repeat, for it is the continued patronage that swells the
receipts.

Provide the necessary comforts for the body, including
plenty of seats, judiciously placed, and shelter for rainy
days, both in the park and at the terminals of the road.

Free attractions should be changed often enough so that
the public will not tire of them, remembering that above
all things the public is always looking for something new.

The grounds and premises of the park and the con-
cessions should be kept clean and in order that nothing may
mar the beauty of the whole effect. Neatly uniformed at-
tendants will greatly add to the attractiveness.

All the attractions of the park and the concessionaires
should cater to the better element, that is, the people who
have money to spend.

The design and construction of the park itself should
never be placed in the hands of amateurs or those who
have not made a thorough study of the many special
details peculiar to the modern amusement park. It does not
follow that a man who can build a chutes or a carrousel
knows anyhing of the art of designing or building a park
in its entirety.

It is needless to say that a swamp is no place to build
a park, and no park should be so designad that its fences
and buildings shut out the air, allowing only the hot rays
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of the sun to beat down on the visitors. Those who have
been subjected to this experience are very likely to vow that
they will never come to such a hot place again, no matter
how good the attractions are.

The success of a park is not due to the number of acres
it has covered with unattractive shed-like buildings, painted
with streaks of color, each clashing with its neighbor. It is
far better to have a small park well designed with properly
proportioned buildings than one which depends largely upon
its size to impress the public.

Since most of the receipts come from the night visitors,
the proper lighting of a park is one of the most important
considerations. Lamps of 4 candle-power and 8 candle-
power, if used abundantly, will produce better effects than
the same amount of power used in larger lamps.

In laying out a park, be sure and make the most of its
natural features, for they are the very things that make
your park different from its competitors.. If one must
copy from other parks, he should know whether he is

COURT OF HONOR AT PROPOSED PARK, NEAR NEW IIAVEN

copying its successful features or its defects. No
amusement park should cover over ten or fifteen acres of
ground. ’

Advertise, advertise and advertise, for herein lies success
in park management. A park may be ever so good, but if
the public is to appreciate the fact, it must be told, and the
fact reiterated in every possible way.

Then there are sure to be the dull days when all the
help will stand around with their hands in their pockets
and the concessionaires will spend their time in saying un-
pleasant things about the management. These are the
days that should be converted into special occasions for the
summer outing of this or that society, lodge or Sunday
school. If necessary, contests could be arranged for which
the company would offer a few prizes. This plan is worth
trying to see if it does not pay.

The accompanying engraving shows a park proposed for
Lighthouse Point, New Haven, Conn., and illustrates what
can be done in adapting the natural features of a property
to the needs of an amusement park.
sists of seventy acres of rolling land surrounded on three
sides by water. The beach front on Long TIsland Sound
it about Goo ft. long, while the rest of the water front is
covered with rocks. A large part of the property is covered
with fine oak trees forming a beautiful grove to be used
for camping. The plans contemplate that the
ment park proper will occupy about twelve
the Sound side. The long axis of the Court of Honor
lies parallel with the water from which it is separated only
by an open collonade, which not only lets in the breeze,

This property con-

amuse-
acres on
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but also affords a shelter from sun or rain. The chutes
are an ornamental feature instead of a disfigurement as is
usually the case, and the space under the chutes tower,
etc., will be used for bath houses. In this way every part of
the structure will be utilized.

Most of the buildings have been designed so that they
can be used for several different kinds of shows or at-
tractions, without materially changing their structure; thus
providing a change for the public with little expense to the
company. The grand stand for the Wild West Show is
built over the concession booths, thus saving both space
and material, while the isolated booths are made to beautify
the whole instead of to detract from them. The beach
and the Oriental Gardens afford plenty of space for those
who do not care to mingle with the crowd in the Court of
Honor or the Midway.

In a park of this design, the element of success is assured,
for the comforts of its patrons are well looked after. Com-
fort, convenience, elegance and pleasure combine to attract

its patrons.
. o

VAUDEVILLE IN ELECTRIC RAILWAY PARKS

BY EDWARD P. HULSE.

It is the intention in this article to tell street railway
men and amusement park managers who are not them-
selves showmen a few things in detail about vaudeville in
summer resorts. I do not intend this as an “expose” of
the business, for there is little to be said along that line,
the providing of amusement having moved up to a grade
where it is among the solid and legitimate professions. But
there are some facts to be drawn from a long experience
that may prove useful and instructive to those in control
of summer parks who may not have been able to give
enough attention to all the details to know just when and
where they get the best return for their money and how best
to please their patrons.

Almost all electric railways own or run to a public amuse-
ment ground, and the majority of these have summer
theaters. Generally, the chief attraction on the grounds
is the theater. This branch of the summer park industry,
as it may be called, has grown with such amazing rapidity
during the last few years that even the most alert road
manager finds difficulty in keeping pace with its develop-
ments and its possibilities as a money maker.

The statement was attributed to the singed cat: “I feel
better than T look;” and anyone who has had much to do
with the business of providing vaudeville for his summer
parks, although he won't be a bit worse off for his experi-
ence, will certainly have accumulated quite a lot of it, and
he will know just where he got it and exactly what marks
and impressions it left. ’

It is comparatively but a short time since a few enter-
prising park managers began the experiment of occasionally
engaging a few vaudeville features as a special attraction
for big days at their resorts or to bolster up lagging busi-
ness. This was only done as a novelty, and without any
idea of providing it as a regular attraction. The results
were so immediate and gratifying as to command more
attention, and vaudeville soon came to be one of the regular
features at most parks and in many of them the most
important one. The demand for acts suitable for outdoor
performances on the primitive platform stages increased so
rapidly that it exceeded the available supply at first.

As a rule, vaudeville is appreciated in almost any park,
no matter where situated, whether it be in the mining
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districts or in large cities. A frequent mistake of a man-
ager who decides that vaudeville does not go is in forming
that opinion too hastily and before he has given sufficient
thought and observation to the kind of amusement that his
patrons would prefer. Sometimes he arrives at this con-
clusion too early in the life of his park, and without “trying
out” the tastes of his audience thoroughly. Vaudeville
is of many kinds and many grades and covers a very wide
range of acts calculated to amuse or interest.

A few weeks of minstrel performances or musical comedy
productions, given during the course of a season, say ten or
twelve weeks long, might also be appreciated by the patrons
of most parks. But then again, to play a musical comedy
for one week and change back to vaudeville sometimes has
the same effect as changing the policy of a regular winter
theater, and the story has often been told that it is dis-
astrous. There can be no comparison between the amount
of entertainment furnished by a minstrel show or musical
comedy as against vaudeville, for if the vaudeville show
is properly put together, with careful blending of the acts
given, it far overshadows the other forms, unless the
musical comedy company be a thoroughly organized one
and the roles in the hands of competent people.

The musical comedy organization, to use a big word for
it, that is familiarly seen on the stage of a summer theater
is made up mostly of near-actors who are getting their first
chance at speaking a part, and whose previous experience
has been in carrying a spear or bowing low, upper left, and
mouthing: “M’lud, the carriage waits.” In other words,
while the summer musical comedy company may have no
more people along with it than the usual vaudeville bill,
there is a better chance for the agency to charge the street
railway management a “special price” for that week while
really paying the individual members less, and getting
a much larger percentage in the aggregate. Too frequently
a couple of the actors get the only “salaries” paid and. the
rest get the “wages” that ambitious longers for experience
are willing to accept. A couple of leading parts will “make
the show” and carry the banner and the rest will pad out the
program with several changes of name and costume.

With vaudeville it is different. Each individual on the
bill is there because he can do some one thing, and do it
well, and he has to “make good.” He is getting all the
attention from the audience while he is occupying the stage,
and he has to give a good accéunt of himself while using up
his eighteen or twenty minutes or he won’t get much farther
around the circuit. A vaudeville bill comes nearer being an
“all-star aggregation” than the more pretentious summer
musical comedy company with a pirated plot and imitation
stage business, and there is every reason why it should
please the park patrons more, as a regular thing.

An audience’s applause and observation by the manager
of the intentness of their faces are the signs that mark on
his barometer the kind of amusement that wins their ap-
proval. He should make this his constant study. IHe can
make more in the end by seeing the show himself through
several performances than by sitting in the box office or
poking around in back of the curtain.

Then again, when a musical comedy is being played for
one week, the extra advertising of this change in the usual
program entails more expense. Lithograph paper must be
used and hung, adding to the cost and work, and when
vaudeville is again put on there is a noticeable falling off in
the attendance unless the same attention is again given to
the publicity end to apprise patrons of the second change
and the re-establishment of the customary kind of attrac-

8
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tion. One week of minstrel show or opera therefore
involves a double cost on the advertising end, and. when
the agency has to be paid also a “special price” the receipts-
less-expenditures may hardly justify the novelty for that
week.

What has been said against musical comedy applies only
to the sporadic company introduced for one week into a
season of vaudeville and carrying no more members than
go with the usual daily bill; and the objection to it is not
so much that the audience would not appreciate it if it were
really good as that it involves additional publicity for two
weeks and generally costs more than a week of the average
vaudeville, There are some places where experience has
shown vaudeville to be a failure, and where musical comedy
is the only thing to which patrons will respond. These
theaters have their own stock companies, carefully made up,

- and with twenty to thirty people on the payroll. Just what
/it is that causes vaudeville to fall flat in these localities is
hard to determine. It isn’t always that
the population drawn from is used to
the high-class winter attractions of a
large city, for some of these places
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of non-royalty plays is seen. “Pinafore,” “Chimes of
Normandy,” *“Pirates of Penzance, “Fra Diavolo,” "Bo-
hemian Girl,” follow each other in succession—maybe not
with their proper names, but with the familiar old plots
and the same stage business and under a new headpiece;
and they seem to draw the crowds and win the ardent
applause of an audience that would disregard the best of
vaudeville Dbills composed all of head-liners.

Jut vaudeville, bright and attractive, will always lead in
public favor for the summer park as found the country
over. This summer will be no exception; but the season is
a short one, and if it is to be a paying one and add to the
park’s reputation for the benefit of following years the man
in charge must learn exactly what class of vaudeville his
patrons care for, perhaps going on the principle applied
to one other commodity of which it is said that *“all is
good—some better.”

It is very often noted that acts of a certain style are light

draw their entire patronage over elec-
tric lines that reach only small cities
or towns. It cannot be due to the dra-
matic and musical education of the
population as a whole, for their other
opportunities for seeing good shows
and hearing the better grade of music
are entirely lacking except at the end
of a long steam ride. Yet year after
year the only attraction that will win
the support of these people is a real-
ly meritorious production of musical
comedy.

As an illustration of this, Whalom
Park had its own stock company for
fully ten years, and it has been the
biggest kind of a success. The Fitch-
burg & Leominster Street Railway
controls it, and its patronage comes
out of Fitchburg, Leominster, Lunen-
burg and Gardner, all in Massachu-
setts. The mention of these places,
all far from Boston and Worcester,
shows that it the big winter
theaters that have educated the people to respond best to a
really fine musical comedy. Canobie Lake Park, in the
little village of Salem, N. H., probably named from the
better known city in Massachusetts, had a stock company
giving musical comedies and operas that are well known and
also such extravaganzas as “Jack and the Beanstalk” and
“Cinderella and the Prince.” The New Hampshire Electric
Railways, a high-speed interurban line, brought the entire
audience from cities ten to fifteen miles distant—such shoe
manufacturing and cotton mill centers as Lowell, Lawrence
and Haverhill, Mass., and Nashua and Manchester, N. H.—
and surely the quality in the population that made this class
of attraction pay was not its dramatic and musical educa-
tion. Ponce de Leon Park, in Atlanta, Ga., is on a circuit
with summer theaters in other southern cities that all season
long frequently give good musical comedies and some of the
well-known, old-time plays.

In some of these theaters, where this peculiar quality in
the population drawn from seems to require something
other than vaudeville, year after vear the same old round

isn't

A FINE TYPE OF INCLOSED SUMMER THEATER, AT CELORON PARK, LAKE
CHAUTAUQUYA, OWNED BY THE JAMESTOWN
STREET RAILWAY

in certain parts. For instance, a talking act (English)
would go very well in a closed theater—not meaning by this
one that is entirely roofed in, but one where the stage is
inclosed, so as to throw the voice over the auditorium—and
where they have an audience that understands English.
In a district where foreigners compose the greater part of

the population, an act like this would positively be a
failure. Neither does it do as a platform performance, as
the voice is lost, and therefore the manager does not get the
benefit of the act, even though it may have been a big
success on one of the larger circuits of theaters.

The man connected with the electric line who has the
parks under his control should be familiar with the vaude-
ville business to the extent of being able to tell, when a list
of acts comes under his eye, what their grade is, what they
do, about what they get and what the public thinks of each
act. Some men seem to assimilate this information easily.
They follow the business closely enough to read the
dramatic papers, learn what circuits acts are billed on,
how they stand on the program and how popular they are.
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They see a good deal of vaudeville in the winter months
and learn all they can about the business by observation
and conversation. They get the programs of all the summer
circuits and find out what other parks are giving their
patrons for the same money that their own road is putting
into it, and in many other ways they are able to judge
when they are getting about what they are supposed to be
paying for.

It is hard for any agent booking these shows from a
large central city to tell exactly what kind of acts are
required to make this part of the park manager’s business
successful. It requires the attention of the manager him-
self to the likes and dislikes of his audience. In the vaude-
ville world there are certain acts wholly unsuited to certain
sections. In parts of the country where there are many
foreigners—for instance, the large French-Canadian popu-
lation that is filling up the mill towns of New England;
the coal mining population in certain West Virginia towns;
the parts of Pennsylvania where half the words are of
German origin; the Poles and Slavs of steel mill towns in
Qbid;*the 'Scandinavians of the northern central states—
rapid-fire talking acts, straight musical acts, monologues
filled with slang and idiomatic English, character sketches,
etc., are to be avoided the same as a high-class singer who
counts upon technique. In these sections rough comedy,
tumbling and gymnastic feats, hoop rolling, barrel jumping,
mysterious acts and others to please the eye are the ones
to program. ‘

Sometimes a monologist speaking in the language of a
majority -of the audience makes the higgest kind of a hit,
and an animal act is always safe. A word of caution here,
parenthetically : Before performing dogs, monkeys or seals
are engaged it 'is a good thing to see where they can be
most effectively housed. Lack of this precaution will create
an emergency when they are unloaded suddenly at your stage
door, and you will have to give up a dressing room to keep
them; and in succeeding weeks all performers who have to
use the same room will be able to tell you something about
your previous attractions for that season.

In illustration of the unfitness of acts to certain localities,
it may be said that sketches do not seem to go in New
England; the Jew comedian is a failure in the South,
because the character is not-well enough known there to
have the points of his stage business and make-up and
accent recognized and appreciated, and it is lost; the coster
singer would die flat among an audience that had never
heard of Great Britain.

As to what style of act will go best, the selection must be
guided entirely by the wants of each locality and to what
it is accustomed. This can be arrived at just as a head
waiter in a large restaurant who knows his customers
and their tastes can satisfy by suggesting certain dishes.
It i1s a matter for the park manager himself more than
for the booking agent. In each contract there is a
cancellation clause through which an act can be shipped
back and one more appropriate put in its place, if it fails
to suit; though this’is bad business, after the program has
been Published. It is better for the manager to use his
blue pencil, guided by his knowledge of the vaudeville busi-
ness, when a list is first submitted to him, and to make sure
that the agency supplying him knows just the limitations
that mark out what is not appropriate for his stage.

Simply because an aet is a big hit in one section can be
taken as no criterion, for every city and town furnishing
the audience for a summer theater has its tastes, the same
as the large cities in the winter circuits, where each
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manager is permitted to select his own acts, and does so
with an exact knowledge of 'just what he wants. This is
even easier in the smaller cities, where the theater-goers
are brought into daily contact with each other and have a
chance to exchange their views on acts, whereas in the
larger cities the inhabitants are in a sense strangers to each
other and do not digest the program in the same manner.
The make-up of a show must be gone about in the same way
that a baker prepares a cake, that he knows, by a certain
recipe, will turn out palatable. The make-up all depends
upon the section of the country and its requirements being
considered.

It is difficult, for this very reason, to give an illustration
of what would constitute good variety in the bill. Where
there is an inclosed stage for the performance to be given
on, the bill should contain, say, a feature act (com-

posed of one or more persons), a comedy sketch
team, a dancing team, a monologist or singer and
an acrobatic act to open or close each show. This

would give the audience a good variety, and it would
be easy for the manager to gét the opinion of his patrons
as to what class and style of acts they care for. Another
good test program might be composed of a sketch team, a
single singer or soubrette, a musical act with two members,
a monologue or eccentric and a comedy acrobatic,_or animal
act.

Comedy and sensational acts are always made the foun-
dation of summer shows. ) :

At a park where there is no stage other than a platform,
there should be no talking or singing acts, but the entertain-
ment should be confined strictly to acrobatic (straight and
comedy) and sensational acts. Too much stress can hardly
be laid on the comedy part of the program, as it is this part
that puts the audience in good humor after the show to go
and look around the resort in search of other amusement.
All programs should have enough comedy, but not too
much; it is for the manager to know just how much is
enough, and to have that much on his bill. The booking
agent cannot help you much here.

In advising the booking agent.as to the putting together
of a vaudeville show the manager of the park ought to be
something of a showman. Even with the best of inten-
tions in the booking office his acts may come to him listed
in a way that will kill his whole bill and leave his audience
cold. For instance, two dancing acts should not come to-
gether; nor should a coon shouter (white) be put on be-
fore or after a colored act. Two teams doing comedy
sketches should not follow each other. The feature act
should not be put in the early part of the program, but
should come next to the closing performance. The place
for an acrobatic or sleight-of-hand act, such as magic, jug-
gling or acrobatic tumbling, should, as a general rule, be at
the closing or opening of the program.

The piano player is a very important part of a vaudeville
show, for a good series of acts, with the best of talent
engaged, can be reduced to nothing by a poor piano player.
He always adds another number to the program by his
overture, and if his accompaniments are good the singing
act is going to be more of a hit. He can spoil any musical act,
and if he has had a quarrel with any member of the com-
pany at the Monday morning rehearsal he will be strongly
tempted to “rag” the accomrpaniment, and satisfy his per-
sonal “grouch” at the expense of the park and the audience.
It is easy to tell when this common state of affairs exists:
even those actors most indifferent to any lagging or speed
ing up of tempo by the piano player will give in to the
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extent of dropping an angry glance into the orchestra
when they are tripped. The park manager who is “on the
job” will be able to see when his interests are suffering.
The piano player can add immensely to any comedy act
or sketch by his incidentals and “trap” work.

The manager who knows something of the vaudeville
business will be able to tell when any single aet or team is
“cutting.” The aet may call for a bit of heavy work or a
difficult fall, and if the weather is warm and the allurements
of the park have already tired the performer he may fake
through. Performers getting ready to ehange their act,
and cover the winter cireuit with something new the next
season, will take frequent opportunity during the summer
to “try out” jokes and bits of stage business to see how the
applause goes and where the laugh comes in best. Some-
times, though not often, they will “ring in” their whole new
act for a rehearsal at your expense. The piano player
traveling with them, and who generally acts as a sort of
manager, may permit it under eertain cireumstances. He is
supposed to make a weekly report to the ageney after eaeh
opening Monday as to how the aets are going, and if he is
not eonscientious or if the park manager is not able to
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speeial pianos, and if the piano player cannot transpose
there is going to be trouble.

As a rule, international pitch is the best to adopt, being
in general use throughout the winter cireuit. All reed,
wind and string instruments can adapt themselves to this
pitch, and the musieal eoncerns to-day, in making such in-
struments as xylophones, marimbaphones, staff bells, ete.,
all turn them out at this pitch. At the same time, a high
soprano might prefer the more brilliant tone of the eoncert
pitch. This is also true, say, of a violin or 'ecllo soloist.
The first thing he will do on arriving at the park will be to
try the piteh of the piano with that of his instrument, and
if he prefers econeert pitch (as most high-class soloists do)
and your piano is at international, he is going to wrinkle
his forehead and genius will be very much disturbed.
If the piano player can transpose without too much labor,
he is going to do much toward pleasing the performer and
assisting to a better number.

The permanent piano player, in addition to his musical
duties, can also act as a business manager for the summer
theater, so far as the show is coneerned. The large agen-
eies, that ean assure performers of work for ten to fourteen
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add his suggestions or to make a report direct he may
have some “citrus limoneum” on his bill without being
able to recognize it.

Very frequently the piano player is made a permanent part
of the theater foree, and stays there all summer long. In
this way he can be of material assistance to a manager in
making the vaudeville performanees at the park a success.
There are many places where sueh piano players with
theatrical experience are engaged from season to season,
and oftentimes they become a part of the park management
whieh is praetieally indispensable. If the “professor” ean
rcad and also transpose with facility, so muel the better.

The necessity for this latter aecomplishment is caused
by the different pitch of pianos. Some are tuned to what
is known as international pitch and some to concert pitch,
the difference being that eonecert pitch is, say, a semitone
higher than international. Most pianos eome from the
factory tuned to the latter piteh, but tuners have their own
forks or piteh-pipes and, unless you specify what pitch you
want the piano tuned to, you won't know just what is being
done to it. This is a very important matter. I know
places where two pianos have to'be kept handy for wheel-
ing onto the stage to accommodate different performers.
Artists eannot be expeeted to earry musie written for

weeks in summer, make up their bills far enough ahead to
be able to send managers the program at least five to ten
days in advanee. The manner of billing the show for
advertising purposes is fully explained, the order of pro-
gram is given and the seene that will be required. The
press notices for the reading eolumns and photos for display
also eome far enough ahead, and, where the contraet calls
for it, the billboard paper, the dasher signs and taek cards,
and the fliers, or hand-bills, are sent carly enough to be put
out effectively. All that is neecessary, in some cases, for
proper advertising is to adhere to the instructions from the
ageney. The salary list is sent to the auditor or treasurer
of the eompany on the opening day of the show for that
week or the amount is specified as a whole.

The manager of the park should review at least the first
performance cach week to find out if there are any ob-
jectionable parts in the program or whether an entire act is
unsuited to the audience, and to notify the act to remove
the objectionable part or, if the whole act is bad, to cancel
the aet. Generally each eontract allows of
tion. For instance, if you are drawing your
a population of a certain nationality, and
burlesque that type of citizen too offensively,
with judgment if you got it off your stage

such caneella-
audience from
an aet should
you would act

as speedily as
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possible. If the character is only a light burlesque and
there is nothing offensive, it might be the strongest sort of
a drawing card, especially if some of the predominating
language is worked in. Double entendres and doubtful
jokes should meet with the manager’s disapproval and
should be cut.

If an act goes well, the manager should bear it in mind
and give it a return the following season, that is, if it is
really strong enough to warrant it. He should always
remember that it is the public and not himself that he is
trying to please and attract to his park, and when a per-
former or group of performers become favorites they
should be re-engaged. It is not policy to play an act for a
return date the same season, especially in a small town,
for if an act appeals strongly enough it is always witnessed
more than once during the week by the devotees, and unless
the same performers can return with an entire change the
act suffers. Then again, after a date has been played as a
return, a similar act that might follow, and would otherwise
be a strong favorite, fails by comparison.

A great many parks have found it a good idea, where it
sometimes seems hard to draw the public to them, to give
what is termed a free act, such as a trapeze or other acro-
batic stunt, a high-wire bicycle or balance walking per-
formance or even a balloon ascension. This will tend to
draw the people to the park, and after the free act is over
will help to fill the theater; as there is always a certain per-

centage of people who object to paying to-see a show, but

a large number of those that see a free show will buy admis-
sion tickets to the theater.

It is a great mistake for park managers to try and book

independently. In the first place, they do not know until
their rehearsal is over on the opening day of each week
whether they have a show or not. And until the trunks
of the performers are actually back of the stage they cannot
tell how much telegraphing they will have to do to make
up a complete bill with the accustomed number of acts. Tt
is the shortest cut known to heart disease. * They positively
cannot depend upon a great many of the acts when booking
independently. Performers can hardly be.blamed for can-
celing an engagement for one week’s work made long be-
fore the season starts, especially when they get an offer
from an agency working a circuit of many theaters that
will assure them ten to fourteen weeks in the dull season.
A great many of the troubles of a park manager hinge
around the non-appearance of acts booked and advertised
to appear, and when he has an agency to depend on he is
more certain of satisfaction for the grievance than he would
be with only an irresponsible performer to hunt down and
punish. All this trouble is done away with by booking
through a circuit where special attention is paid to pro-
viding parks with entertainers.

It is also a positive fact that acts booking direct with the
manager very often demand and receive more salary than
they would get if they were booked through a circuit with
the agency commission added. A booking agent having a
circuit of parks in the locality of any particular park can
offer an act several weeks’ work, insuring such an act
against loss of time, and also cutting down on the cost of
the transportation as he can give the exact amount of
transportation that it will cost to travel from one park to the
next one, thus being able to figure closer and save the park
a considerable sum every season on this item alone.

On one circuit of twenty-one summer parks, nineteen
of them last season never had to change their program,
not having a disappointment or cancellation. When an
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agency big enough to book the year around provides the
performers for a summer circuit, it is able to insist on the
same service that the winter houses get, even if the act is
working for the summer at a reduced salary. Such an
agency is able therefore to give the summer circuit the
same acts that the big city houses get in the cold season,
and can provide, with more certainty, a good, evenly bal-
anced entertainment every week, educating patrons up to
the fact that they can always depend on seeing a good show
free from annoying disappointments, clean and up to date.

A manager booking independently for his park has, as said
before, little recourse when an individual act disappoints
him. Vaudeville performers belong to one or the other of
two organizations—the Comedy Club and the: White Rats.
But their purpose and objects do not necessarily comprise
straightening out tangles between performer and park
manager such as arise from the failure of an act to appear.
They are both protective organizations, the Comedy Club
with a small membership and the White Rats with perhaps
a broader one. If a performer “pirates’” another’s act, that
difficulty may be taken to the organization, or if the player
has difficulty with a manager that his contract covers there
may be some point on which the organization would take
action. But the summer park manager’s best assurance,
when he is booking directly, is to see the express wagon'
bringing the engaged performers’ trunks from the station
and to have the people actually on the stage for a Monday
morning “run through” with the piano. Until that hour
comes he will feel a tightness in his chest. .

There is no set price for the cost of a show; it may run
all the way from $250 to $1,000 a week depending on the
size of the patronage and the class of attraction demanded.
As a rule, a park in the East will pay from $250 to $300 a
week for four to-five acts, with very often a piano player
included, and quite a few go up to $500 weekly for their
vaudeville attractions. There are seldom more than five

" acts, not counting the overture, and as they run from

eighteen to twenty minutes each, this makes the usual after-
noon and evening performance in summer about an hour
and a half long, giving a park audience a chance to see the
other features of the resort while there.

Taking in the country over, most of the summer theaters
are roofed. In New Eungland the major portion of the
theaters are open to the air. Throughout New York,
Pennsylvania, and Ohio, at least, the theaters are covered.
This is so in the South also. By covering a theater as well
as inclosing it a means is provided of holding up car‘traffic,
on rainy or cold nights, as the people know they will be pro-
tected from the elements. Some of these inclosed auditori-
ums are very well constructed, and a number are exceedingly
handsome and attractive. Jamestown, N.Y., East Liverpool,
Columbus and Toledo, Ohio, have summer theaters that
might even be placed on Broadway with credit.

In the sudden development of the summer vaudeville busi-
ness innumerable park booking agencies sprung into
existence all over the country. This condition was made
possible by the fact that the old established vaudeville
agencies, whose business was confined to the booking of
regular vaudeville theaters that were open from September
until June and were closed during the summer months,
failed to realize the extent and importance of the summer
park business. During June, July and August the agent
expected that his business would dwindle to practically
nothing, and laid his plans accordingly. The inevitable
result of this condition of affairs was that the manager
of a summer park found himself besieged with offers from °
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innumerable agents to supply him with talent, and the
experience of some parks in the past has been such as to
cast odium on the term “booking agent.” Some managers
found themselves bound by contract to pay big prices for
worthless material, the ‘“talent” engaged being without
merit or drawing power.

These conditions have continued to exist to a greater or
less extent up to the present day, and the big agencies are
just beginning to realize that they have been neglecting or
ignoring a most important and lucrative branch of their
business. The same process of elimination that has been
going on in the big theatrical promoting companies has
lately been forced through the centers of supply for summer
vaudeville, and it would appear that, perhaps, better things
are in store for park managers this season. The big
agencies are awakening from their lethargy and are ap-
parently putting forth efforts to be in a position to supply
suitable outdoor talent.

It is quite certain that a number of names perennially
familiar before the snow was off the ground each season
will no longer be heard from, and that some of the heavy-
weights in the theatrical ring will go after the business this
year, very much to the benefit of the park manager, it may
again be said. This action on the part of the big fellows
will cause quite an awakening this summer, and a general
scramble for business and a readjustment of some circuits
along new lines may be expected. When the large concerns
that handle the winter business begin to crowd in for some
of the profits in this branch of the business it can only
result in the establishing of wholesome competition which
will work a wonderful change for the park manager and
place him in a better position than he has ever been so far
as securing vaudeville talent is concerned.

Among the big ones who are already announcing their in-
tentions, the United Booking Offices, in New York, have
organized a park department with Jules Delmar, who has
had long experience in just this line of work, in charge.
The U. B. O, it will be remembered, books exclusively for
more than 200 vaudeville theaters, including Keith, Proctor,
Williams and Hammerstein houses.

William Morris, the big independent, with offices in New
York and Chicago, has started such a special department
under the control of William Josh Daly, himself an agent
of years of experience.

The New York Vaudeville Company, Harry Kaufman,
manager, is strongly in the summer field.

The southern circuit of parks will not show much change,
the Wells-Dunne-Harlan, New York, management having
given so much satisfaction.

Walter Plimmer, New York, will add to his New England
circuit, and take on some new parks in the Eastern states.

The Prudential Vaudeville Exchange, of New York,
under the management of W. S. Cleveland, is reported to
have up to date contracted to supply ninety-one state and
county fairs during 19o8. The acts which this agency
handles cover the entire field of vaudeville.

J. W. Gorman, of Boston, will, as heretofore, cater
especially to the New England parks. He has for yedrs
satisfactorily supplied many of the prominent parks in that
territory.

J. J. Flynn, of Boston, is another in the New England
field. o

A 4

The Des Moines City Railway Company, of Des Moines,
has announced that it will probably establish a health
resort on its Fort Des Moines line, where an artesian well
was recently struck.
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THE NATIONAL AMUSEMENT PARK ASSOCIATION

Street railway men throughout the country have ob-
served, with no small degree of interest, the announcement
that the proprietors and manfxgers of outdoor parks have
recently formed an association. This new organization,
known as the National Amusement Park Association, is not
a trust, but is an exchange for ideas, where its members
may meet and discuss subjects of vital interest to them-
selves, securing information as to the booking of acts and
the general conditions surrounding park enterprises through-
out the country. Indeed, its purposes are best told in the
following words taken from its constitution:

The object of the association shall be to secure unity of
action, to promote a more friendly intercourse among its mem-
bers, to adjust differences between them, to diffuse reliable com-
mercial intelligence, to foster business and protect it against un-
just or unlawful exactions, to reform abuses, collect statistics

and generally to advance the interests of the owners and man-
agers of places of amusement on the North American continent.

Recently, in New York City, a permanent body of officials
was elected, the members being: President, James R. Pratt,
United Railways & Electric Company, Baltimore, Md.; vice-
president, A. S. McSwigan, Kennywood Park, Pittsburg,
Pa., and secretary and treasurer, C. H. Oberheide, White
City, Trenton, N. J. These are the directors: Len B. Sloss,
Luna Park, Scranton, Pa.; J. J. Weaver, Lagoon Park,
Cincinnati, Ohio; A. J. Voyer, Altro Park, Albany, N. Y.;
A. J. Pizzini, Jr., Idlewood Park, Richmond, Va., and J. J.
Higgins, Wonderland Park, Boston, Mass., with Francis B.
Lee, counsellor at law, Trenton, N. J., as corporation agent.
The New York office of the company is in the St. James
Building, Twenty-sixth Street and Broadway.

The need of effective organization among amusement
park people has been apparent for a long time, and has
become absolutely imperative. Out-of-door parks are a
necessity, as is shown by the fact that hundreds are scat-
tered over the country and that $180,000,000 capital is in-
vested in such enterprises. The close relation that exists
between the parks and the street railways, involving matters
of cheap, safe and speedy transportation, construction of
rural lines outside the city and commuting zones, handling
of crowds at entrances, the preservation of good order on
cars and at gates, street-car advertising and the establish-
ment of traffic managers’ departments, are subjects that are
naturally suggested by the community of park and railway
interests. In fact, it is fundamentally true that, while the
street railways could live without parks, upon the other
hand the very existence of the parks depends upon the
street railways.

~How dependent the parks are upon street railways may
be shown in the matter of the refusal or neglect of street
railway companies to provide decent park service. Absolute
cars, breakdowns, failure to move the park patrons promptly
and cheaply will sound the deathknell of the best-managed
park in the world. Otherwise the willingness of trolley
transportation corporations to do their duty to the public, to
the parks and to themselves is a prime factor in the success
of those most interested.

The National Amusement Park Association has a wide
field for its endeavors. Tt is the intention of its officers, and
particularly of its statistical committee, composed of Messrs.
Sloss, McSwigan and Oberheide, also of the directorate,
that hitherto unavailable information shall be collected from
its members, later to be compiled in card-catalogues and be
available for those wishing either general or special infor-
mation relating to parks. Statistical sheets, containing
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forty questions, have been sent to all members of the asso-
ciation. These questions relate to the location, topography
and sanitation of each park, method of control and general
financial condition, character of population in zone of
patronage, transportation, advertising, provision for care
and comfort of women and children, excise and Sunday
opening, pass-issuing and solicitation for patronage. These
are questions conceriling the type and cost of attractions
most pleasing to patrons, the attractions being scientifically
classified under the general divisions of aerial, aquatic, sur-
face races, winter sports, special devices, theatre, music,
amphitheatre, shows, parades and carnivals. The theatrical
queries deal with light opera, vaudeville, price of admission,
physical conditions of house and stage, while inquiries con-
cerning bands relate to percentage or flat price basis of
employment. The subject of concessions and character of
restaurants, whether American, European or Oriental, are
treated at length, as is the matter of fire insurance and sea-
son attendance. are said to be
among the most complete ever prepared in this country.
There are a number of extremely interesting lines of work
that will be pursued by the association.

These statistical sheets

The organization
recognizes that the principle of pleasing the public is based
upon furnishing rest and recreation from which a third “R”
—revenue— will result. The association will be guided by
the idea that parks. to be successful, aside from the element
of obtaining the best transportation, must be free from
rowdyism and vulgarity, that women and children must be
cared for, that good attractions must be offered and that an
atmosphere of freedom without license or vulgarity must be
prevalent. Such were the conditions existing at the Tren-
ton White City, which Mr. Oberheide successfully managed
last summer, and which he, as one of the leading spirits of
the new association, believes to be the very life of any park
—Dbig or little.

Another very important matter that will be a feature of
the association will be the securing of bands, vaudeville acts
and other attractions for the members of the association.
The primary idea will be that a burcau of information will
be established where attractions may be booked and from
which names of playvers and the character of their acts may
be sent by circular or by a magazine to all association mem-
bers. It is not the plan that the association shall control
performers, but rather assist them in securing dates and in
other ways proving materially helpful to employers and
employed.

The association will also take up matters relating to gen-
eral advertising, the status of the park in the municipality
in which it is located, regarding details of tax assessment,
the personnel of the local magistracy and constabulary, dis-
posal of sewage, the obtaining of pure water, adornment of
grounds, the establishment of an employment bureau and of
providing a nurse or competent caretaker for children and
“ the protection of women.

The program of the association is broad, but inasmuch
as the organization will not interfere in questions of purely
management, offering suggestions upon
mooted questions, if desired. it is not too broad to be of
great value. There is an opportunity for the growth of the
association, which indicates that the organization will be-
come a tremendous power in the outdoor amusement world
and wield an important influence in street railway circles, so
far as street railways have business relations with parks,
whether owned by such common carriers or otherwise.

Mr. Oberheide and his fellow officials are devoting much
time to preliminary matters and will have the association
thoroughly effective before summer.

local however,
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CLOSING OF THE CHICAGO WATER CHUTES PARK

The Chicago Water Chutes Park has been closed due
to the expiration of the lease of the ground on which the
park is located. The ground is owned by the Chicago
Union Traction Company, and it will probably be utilized
as a building space when the system is reconstructed. The
park, which was operated by the Chicago Water Chute
Company, was established in 1894 and was moved to its
present location in 1896. It was probably the first one
established along the lines of what is now generally known
as an amusement park. The paid daily admissions at times
ran as high as 28,000 to 30,000, although the park would not
hold more than 10,000 or 12,000 people at one time. It was
a money-maker from the start, and during its twelve years
of existence paid more than oo per cent in dividends,
notwithstanding the fact that amusement devices were
changed every few years. For this reason, probably an
account of its operation may be of interest.

The park was located on 734 acres of ground at Jackson
Boulevard and Kedgie Avenue, in the western portion of
the city. It was surrounded by a better-class residence and
church district. A Catholic church was located within a
stone's throw and the spires of about fifteen churches could
be seen from the top of the chutes. Because of its location.
it was necessary to operate the park on a high moral plane
and it was also considered advisable to do $o from a busi-
ness standpoint. At any rate, intoxicating liquors were
not sold, dancing was not permitted and questionable or
fake games and those embodying the idea of chance were
kept out. As an evidence of the park’s reputation, it may
be mentioned that at one time park advertisements were
carried in the calendars of twenty-seven churches,

Amusenment devices were depended upon almost entirely
to draw the people, and together with the admission fee of
ten cents, to sustain the park. Music was supplied by good
bands, but high-priced ones were never featured. People
attracted by good music alone, it was believed, were of a
class from whom gate receipts only would be obtained.
Special open-air acts, likewise, were never featured for the
same reason. The park made a feature of riding devices
and particularly amusement devices with action, or those
that required action on the part of the patronizer. A
theater was opened for a time, but with indifferent success.
The amusement devices were the best obtainable. Because
of the limited space in the park to provide room for new
ones, it was necessary to tear out the older devices as soon
as their novelty had worn off. At its close, all the amuse-
ment features had been in but two or three years. Of the
devices, those of the coaster type proved the best paying
ones. The Katzenjammer Castle probably returned the
greatest amount, considering the investment. On one
Fourth of July, between 7:30 p. m. and 10:30 p. m. this
device took in $429.00 and the patronage on this occasion
was limited to the ability of the ticket seller. Two “loop-
the-loop” devices operated for three years gave good re-
turns, but at the end of that time the receipts began to fall
off. The loops were installed largely as an advertisement.
They were not expected to be money-makers, and the man-
agement was very agreeably surprised at the manner in
which they were patronized. They were finally taken out
to make room for newer attractions.

During the entire history of the park, there was not a
serious accident in the operation of the amusement devices.
In all, less than $1,000 was paid for damages, and this was
largely for injury to clothes by paint, pinched fingers and

similar complaints. This excellent record was due partly
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to the manner in which the riding devices were constructed
and partly to the care exercised in their operation. Journal
boxes, axles, wheels and other parts of cars and structures
subject to heavy stresses were built of crucible steel or the
best phosphor bronze. Stresses were carefully computed
beforehand and a liberal factor of safety was used in de-
signing the apparatus and inspectors were kept on hand to
note the condition of the cars, track and other apparatus.
\While the loop-the-loops were operated, two inspectors
spent two hours in examining the structure and cars every
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THE EQUIPMENT OF PLEASURE RESORTS

It has been customary in the park issues of the Streer
RaiLway JourNAL to publish notes of some of the novel
attractions designed especially for street railway parks to
be brought out during the coming year. To this end the
accompanying information of new entertainments and
allied industries, obtained in large part from the manu-
facturers themselves and giving their claims, has becen
compiled:

VIEW OF CHICAGO WATER CIIUTES PARK

day previous to their being put into service, and whiles
running, an inspector underneath examined the wheels and
_boxes for defects and heating every time a car passed.

V'S
h g

At Norumbega Park, in Massachusetts, last season, the
recipts for reserved seats in the steel-covered theater were
50.10 per cent of the total capacity of the theater for
the entire season. The entire capacity was sold six nights;
90 per cent thirteen nights; 8o per cent twelve nights; 6o
per cent twenty-five nights; less than 50 per cent of capa-
city, twenty-two nights; 75 per cent of capacity, twelve
nights. Performances were given ninety-nine nights. The
total attendance at the park was practically 400,000. There
was not an accident, and there were only five arrests. The
receipts per capita averaged about 22 cents gress. The park
was open for a season of sixteen weeks and four days, in-
cluding seveuteen Sundays. The average weekly attendance
was 23,878, During the season, the animals, in addition to
hay, grain, vegetables, fruit, bread and miscellaneous feed,
were fed 11,924 1bs. of beef. Out of a total of 111 days,
there were 36 fair, 21 partly cloudy, 39 cloudy, 20 rain, and
5 showery. Although Sunday amusements are prohibited by
law, the Sunday patronage totaled 53,226.

MOVING PICTURES.
Of the inexpensive amusements there is more
popular than the moving pictures. They can be readily
given either in the open or in an auditorium, and best of
all, the bill can be changed frequently. Again, the subjects
are unlimited. They can be mixed to suit a motley crowd,
a sparring match being made to follow an illustrated senti-
mental song, with a jocular piece later. In view of the
recent disaster at Boyertown it may unot be amiss to say a
word here about the fire hazard. Moving picture machines

none

can hardly be considered as dangerous since devices are
provided to prevent the film from taking fire. The chief
danger from fire is possibility of panic and for this plenty of
exits is the only safeguard. It makes little difference
whether the show is a moving picture one or a drama. At-
tention might be called, however, to recent improvements
taken to prevent fires by the Nicholas Power Company,
of New York, makers of the Power's Cameragraph. One
of these is called the “New York Approved” equipment
The magazines in this machine are square, and are made of
the heaviest grade of Russia iron, mounted on malleable-
iron castings. The magazine valves are designed to provide
fireproof  construction and friction the

reduce on
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film to a minimum. The shutter does not open until after
the film has attained a proper exhibiting speed. When the
movement of the film ceases the shutter closes instantly
by gravity and cuts the light off the film. The film shields,
two in number, are provided to protect the loops of film
between the intermittent sprocket and the top and bottom
sprockets. The upper film shield extends upward almost
into contact with the upper film magazine and affords
complete protection for the upper loop of film. The lower
film shield is hinged upon the baseboard of the mechanism
and is held normally in contact with the film gate, or door,
of the mechanism, thus shielding entirely from the rays of
the lamp all of the film between the film gate and the
lower magazine. The lamp house is of exceptional height
so as to accommodate extra long carbons, and has a hinged
top or hood, which may be raised to afford convenient
access to the upper carbon and carbon holder. The rheo-
stat is non-adjustable and cannot be over-loaded by cutting
out coils; it is enclosed within a cover of heavy perforated
Russia iron.

The O. T. Crawford’s Film Exchange Company, of St.
Louis, Mo., announces that this season it has inaugurated
a system whereby it will supply parks with films of the
latest subjects at a special rate that will bring them well
within the reach of all.

THE ELECTRIC FOUNTAIN,

The electric fountain with its many changes in water
designs and its myriads of colored electric lamps holds its

ELECTRIC FOUNTAIN AT KANSAS CITY

own as an attraction. Since the building of the first foun-
tain, at Washington Park, below Philadelphia, eleven years
ago, C. A. Dunlap, the inventor, who now is president of
Electric Park, Newark, has made many very important
improvements, and has simplified the construction and the
operation to such an extent that a fountain giving exactly

STREET RAILWAY JOURNAL.

[VoL. XXXI. No. 4.

the same results as the original one can now be erected for
about one quarter the cost of the Washigton Park fountain.
The fountains can be had as low as five hundred dollars.
They are particularly suited to conservatories, lawns, and
the centers of large flower beds where the surroundings
are dark, being automatic in their action and needing no
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HUMAN ROULETTE WHEEL

water supply or drain. A view is presented herewith of a

fountain long in service in Kansas City.
g
HUMAN ROULETTE WHEEL,

An amusement attraction that meets the demand of the
hilarious element that goes wild over such things as Coney
Island’s tickler, the great divide and the rattan slide which
shoots out of its hopper an endless stream of people is the
human roulette. Of this attraction it can truthfully be
said there was nothing more popular in its way at Coney
Island last year. The device is made by the Amusement
Company of America, of New York. It consists of a
rotating platform 18 ft. in diameter, provided with
Sloping connections with the main floor. The sides of the
floor 11 ft. from the wheel also have an incline to prevent
the passengers from being injured. While the table
is being loaded with its human freight it is sta-
tionary, but when all are aboard it is revolved with
increasing speed for a fixed time, such of the human
freight as cannot maintain a position on it being
scattered willy-nilly head formost, sidewise or feet fore-
most. The tangle of human beings and the comical efforts
of individuals to regain their lost seats and win out in the
ride against the wheel, keep a crowd of onlookers closely
packed about the rails in a constant gale of laughter. In fact,
it is a device that people will pay an admission to watch. The
roulette finally attains a high speed, and then, unless one
has struck the dead center and allows himself to be spun
around like a top, it is absolutely impossible to stay omn.
Slow speed runs are given exclusively for women. who are
certain to be scooted off, but not with such abandoned effect..

The roulette wheel at Steeplechase Park, Coney Island,
acording to Mr. Tillyou, the proprietor of the resort, took
in more than $53,000 up to the time the park burned out on-
July 28. Atlantic City put one in and the crowds were-
so great that it became necessary to raise the price from:

'
‘



JANUARY 25, 1908.]

10 cents to 25 cents. Paragon Park, Massachusetts, does
a select business drawn from Boston, but its wheel also
met with great success. Another wheel, placed in Hill-
side Park, Newark, N. J., put in late in the season did a
good business from the start. One advantage is that the
device is comparatively inexpensive to install and operate.

NEW FORMS OF OLD AMUSEMENTS.

‘There are several amusement attractions whose popu-
larity never wanes. Among them are the carousel, the
scenic railway, the roller coaster and the chutes. The
carousel and the scenic railway are susceptible to yearly
modification, whereas the coaster and the chutes are more
bound by convention. Still there are inherent in all of them
virtues that in a way negative the necessity for change.
By some it was thought sevgral years ago that the gamut
of variation had been run in the merry-go-round, but those
who had come to this opinion were put to shame by the
Rounders at Coney Island, in which figures of chickens
were substituted for the lions and horses of former years.
In the scenic railway the opportunity is afforded of chang-
ing each year at slight expense the subject of your cave.
This year the scenes may be based on Dante’s Inferno;
next year a peaceful village in the Alps may be the subject,
or a setting may be taken from the Land of the Midnight
Sun. It is as a rule a construction company that must be
turned to for these things, although in the case of the
merry-go-round there are manufacturers that confine them-
selves to one line. Such a company, for instance, is the Cin-
cinnatti Merry-go-Round Company. On the other hand, there
are several builders who make any number of attractions.
Among them are the T. M. Horton Company, Ingersoll Con-
struction Company, Breinig Construction Company, Twen-
tieth Century Construction Company and the Folks Amuse-
ment Company. The Horton Company builds and operates
Figure Eight toboggan slides, carousels and Ferris wheels.
The Ingersoll Construction Company, for the most part
builds Figure Eight roller coasters and scenic railways.
The Breinig Construction Company builds Figure Eight
coasters, scenic railways, shoot the chutes, and a new riding
device which has made a great hit, known as “The Jollier.”
The Twentieth Century Company builds scenic railways,
Figure Eight coasters, scenic rivers, chutes, etc. The
Folks Amusement Company builds what is known as the
Mystic chute, a combination of the Venetian canal and
chute ideas.

AIR SHIPS.

Another sensation of the air is offered in Captain Bald-
win with his California Arrow. This is an airship which
has taken many prizes. The original machine had an
interesting history, and for this reason a brief review of the
events in which it and its successors have figured may prove
of interest. Five weeks after the silk for the original
Arrow was hung up to dry at San José, Cal., the completed
airship was shipped to Oakland, where, on Aug. 2, 1904,
at 6 a. m. four flights were made, as a result of which many
letters were received asking that the Arrow compete for the
$100,000 prize offered in St. Louis. Roy Knabenshue made
the trip for Captain Baldwin, piloting the machine over
St. Louis and landing across the Mississippi River in
Illinois. In all the Arrow made six flights in St. Louis
and won the honors. The following Christmas in Cali-
fornia, the airship made a fifteen-mile return trip against
a 10 to 14-m. p. h. breeze. Feb. 12, when the Arrow was
but seven months old, it made the trip from Los Angeles
to the Raymond Hotel, Pasadena, in thirty minutes. The
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airship was then taken to the Portland Exposition, where,
during the exposition, out of twenty-five starts, with Lincoln
Beachy in command, it made twenty-three return flights.
During the San Francisco disaster Captain Baldwin had all
his airships destroyed, but immediately constructed a new
outfit. During 1906, fifty-three starts were made, out of
which the machine returned thirty-one times to the exact
starting point. During 1907 the airship made ninety-one
trips. At the balloon races held in St. Louis, Oct. 21,
Captain Baldwin made five flights, returning each time to
the starting point. He entered two airships, one for the
exhibitions, and one for the race.

MENAGERIES.

People in the larger cities are not likely to be attracted
by an animal exhibit, but the case is different in the town
that shuts down for a holiday when a circus performance
is on. There animals are a novelty and a permanent exhibit,
though small, is likely to prove a good drawing card,
especially because of its educational value. Such companies
as the Old Colony Street Railway Company, Milford &
Uxbridge, Connecticut Company, operating all the electric
railways in Connecticut controlled by the New York, New
Haven & Hartford Railroad, the Kingston Consolidated
Railway Company, of Kingston, N. Y., the Omaha &
Council Bluff Street Railway Company, the San Antonio
Traction Company, to mention just a few that have been
supplied by Wm. Bartels, of New York, have found that
animals attract and hold attention. Mr. Bartels makes a
specialty of monkeys, but is prepared to furnish anything
in the animal line from white mice to elephants. His plan
with monkeys and birds is to take them back at the end of
a season for 50 per cent of the original price. On other
animals the same general rebate scheme is in vogue, but it
varies according to the animals wanted. Monkeys especially
are liable fo consumption, and by agreeing to take the
animals back at the end of the season the park management
is relieved of the worry and expense incident to their care
during the winter. Indirectly animals are a source con-
siderable profit to such venders as the peanut man, for the
children are always anxious to feed the beasts. Mr. Bartels
further is prepared to furnish expert attendants where it is
so desired.

BAND CONCERTS.

Music lovers are everywhere, and it is almost needless to
dwell upon the value of the band as a drawing card. Even
where other attractions are multifarious, as at Luna Park,
Coney Island, and Dreamland, concerts are given. At
Brighton Beach and Manhattan, thousands of people attend
the concerts. At Willow Grove Park, Philadelphia, the
case is the same. In the last three places the concerts
are practically the principal feature. The manager of the
small park remote from a large city frequently is confronted
with a serious problem in determining on a band best
suited to meet his requirements. The great band organiza-
tions are of course out of the question as far as he is
concerned. Another question is the repertoire. His people
must be given what they want. Of the traveling bands
which cater especially to the park, one of the best known
is the Texas 5,000,000 Club Concert Band, which has been
selected as the official band for the coming diamond jubilee
to be held in Texas in 1911. This organization has bheen
equipped by the Lone Star State, and sent by it en tour as
the representative of the state, to be judged on its imerits
alone. It is composed of forty professional musicians and
has a very large library of music. It is under the direction
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of W. T. Cox. A special feature offered by the organiza-
tion as an extra attraction is the famous Dixie Quartette,
in which is featured song hits of the day and Southern
melodies.

BALLOON ASCENSIONS.

The spectacular feats offered by balloonists are as
various as the products of a certain Pittsburg food
“foundry” famed over all the world. Ed. R. Hutchison,
of Elmira, has succeeded in introducing a novel feature
through the element of competition. Mr. Hutchison and
Miss Retta Danzelle, who, on the posters, is referred to
as the queen of the clouds, offer a double parachute race
which affords a spectacle that has caused audiences to go
wild with excitement.  Not less striking is the feat of Mr.
Hutchison himself, in which the aeronaut is incased in the
inner tissue of the Dballoon to prevent him from being
injured and the outer part is exploded in mid-air. After
dropping three or four hundred feet the parachute opens
and the descent is made. Mr.* [Hutchison
performance by making a triple parachute leap in which
red, white and blue parachutes are used.

varies his

ROLLER SKATING.

Inquiry among the leading manufacturers of roller skates,
such as Barney & Berry, of Springfield, Mass., the Union
Hardware Company of Torrington, Conn., and the Richard-
son Ball Bearing Skate Company, of Chicago, indicate that
the popularity of this sport continues as strong as it has
been during the last few years. Roller skating is particu-
larly adapted to street railway parks because very few
attendants are required and the rink can be made of large
size without involving the large investmernt in ground which
would be necessary in a city. A number of companies have
followed with success the plan of using for rinks the halls
which were previously devoted to dancing. This can usually
be done without sacrificing any features which would inter-
jere with the return of the hall to its original purpose. if for
any reason that should later seem desirable.

AUTOMATIC PHOTOGRAPHING MACHINES.

Among the automatic devices one of the most popular
is a picture machine, exhibited for the first time at the
Actors’” Fair, in New York, last spring, and with a season
of profit to its credit at Luna Park, Coney Island. This
machine automatically takes, makes and delivers a direct
positive photograph on celluloid in less than a minute. No
skill is required to operate the device. The picture is a
stamp black and white likeness and perfect in detail. The
exposure is almost instantaneous—about a second and a
half. When the picture is delivered from the machine it is
complete. At the Actors’ Fair a record of 60 pictures an
hour for six hours were made. The machine is encased
in a handsome oak cabinet 5 ft. high. It is made by the
Photo Machinery Company, of New York.

BOX BALL.

There is no need of dilating upon the popularity of bowl-
mg. It 1s one of the oldest of sports, and is as popular
with the ladies as with the men. It is true that for a time
it did not seem to grow in favor, but that was not the fault
of the game, but rather was due to the limitations imposed
by the facilities for following it. The last few years have
witnessed a marked change in the housing of alleys, and
consequently this form of athletics has been given the
needed impetus. In fact, in the larger cities, buildings have
in some instances been built which are devoted entirely to
the game. At all the seashore resorts it is a decided
favorite.

STREET RAILWAY JOURNAL.

[Vor. XXXI. No. 4.

FFrom the standpoint of the amusement park the greatest
drawback of the regulation game is the expense involved in
maintaining the alleys. The initial expense could be borne
in many cases, but the later charges are often prohibitive,
for alleys deteriorate rapidly when not in use. As an
inexpensive substitute for the regulation game there has
recently come rapidly into public favor box ball. In this
game the alleys themselves are portable and the pins are
reset by the player by means of a lever, thus doing away
with the pin boys. The balls return of their own accord
by gravity. Wherever the game has been installed it has
proved exceedingly popular. Two instances of installations
of the American Box Ball Company, of Indianapolis,
furnish criteria. At Euclid Beach Park, in 1906, the com-
pany installed fourteen 42-ft. alleys, and in 1907 received
an order for fourteen more, thus doubling the equipment.
When it came to the question of amusements for England’s
first White City, of which an extended description appears
elsewhere in this issue, box ball was decided upon, and
has fully proved its value as a drawing card. Nine 42-ft.
alleys were installed in this instance, although bowling is
not as popular in England as it is here.

CONTRACTORS.

“\mong the contractors who are making a specialty of
the park Dbusiness this year are the Colonial Sign & Insu-
lator Company, of Akron, Ohio, manufacturers ‘of electric
signs of vitrified porcelain; Clarence E. Runey Printing
Company, of Cincinnati, Ohio, ihich supplies programs,
announcements and display bills; Eugene E. Stern, who
designs and builds all of the various popular attractions;
the Botanical Decorating Company, of Chicago, whose
specialty is decorations, Japanese lanterns, festoons, etc.;
Cagny Bros., of New York, who are actively in the market
with their miniature railway; White & Langever, of Fort
Worth, Tex., who marine illusion known as
“Steamboat Tours of the World;” the American Seating
Company, which makes settees, and Wm. H. Oesterle, of

New York, who supplies attractions of various kinds.
. &

have a

BALTIMORE COMPANY PRAISED

President Willam A. House of the United Railways &
Electric Company, of Baltimore, has received several letters
of congratulation as a result of his frank avowal of the
purpose of the company to deal openly with the public.
Mr. House declared that the best asset a public service
corporation can have is the good will of the people in
general. One of the letters which he received was from
Capt. F. M. Colston, of the banking house of Wilson,
Colston & Company, in which the writer referred to Mr.
House’s statement. The letter, in part, was as follows:

“For some little time past I have intended telling you
what I have told a great many people, in the course of meet-
ing with them, both in business and social life, and that is,
as a Baltimorean, I am proud of the service and manage-
ment of your street railways system, and I believe that
every honest observer of conditions in other cities will agree
with me. I mention particularly the two cities of New
York and Chicago. In New York the service has been
going from bad to worse. The cars are unpainted, unclean,
and the conductors (largely foreigners) are themselves
dirty and ill kept, and generally rude and unobliging. The
conditions in Chicago are even worse. For several years
past it has been a pleasure to me to return to Baltimore
after trips to other cities, to enjoy the really fine service
afforded by your street railways system.”
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GASOLINE-ELECTRIC MOTOR CAR FOR DELAWARE &
HUDSON RAILROAD

A test run was made Jan. 15 of the new gasoline-electric
car designed and built by the General Electfic Company
for the Delaware & Hudson Railroad. The car differs
radically from the earlier gasoline-clectric car built by the
same company some two years ago and described in these
columns.

The car body is of the combination type, and comprises
one ordinary passenger compartment, a smoking room, bag-
gage room, engine room, toilet and observation compart-
ment. The car is single-ended, having the controlling ap-
paratus situated in the engine room. The principal dimen-
sions are as follows:

Length over all, 50 ft.

Length of engine room, 9 ft. 6 ins.

Length of baggage room, 5 ft. 8 ins.

Length of smoker, 7 ft. 1T ins.

Length of passenger compartment, 18 ft. 6 ins.

Width over all, 8 ft. 8 ius.

Height over all, 12 ft. 104 ins.

Seating capacity, 44. -

Total weight of car and trucks fully equipped, 31 fons.

This car was designed throughout with special reference
to the service required, the main object in view being to
secure the maximum carrying capacity, with a minimum
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The seats are handsomely upholstered in green leather.
The interior is lighted with individual lamps, there being
one light for each seat in addition to those in the vestibule,
toilet and engine room, while a head-light is also provided.
The steps are arranged in such a manner that the bottom
one folds up automatically as the vestibule door is closed.
The car body was built by the Wason Manufacturing Com-
pany, Springfield, Mass., in accordance with the designs
of the General Electric Company.

GENERAL SCHEME OF OPERATION.

The gasoline engine is direct-coupled to a go-kw, direct-
current generator, which furnishes current at a variable
potential. This current is fed to the motors through the
medium. of the control system by which the voltage of the
generator may be governed according to the requirements.
The two motors are of the GE-72-A type, each rated at
60 hp.

ENGINE.

The engine was designed and built by the General Elec-
tric Company with special reference to the requirements
peculiar to gasoline electric cars. Very special attention
has been paid to the simplification of the engine; the num-
ber of parts and weight have been reduced to a minimum.

When running at 550 r. p. m. the engine develops 100

SIDE VIEW OF GASOLINE-ELECTRIC MOTOR CAR

weight, and at the same time to have a car of great
strength. The shape of the ends is parabolic in order to
reduce the air resistance to a minimum when traveling at
high speed. The general shape of the car will be seen by
reference to the illustration. The frame work of the roof
and sides is made of T irons bent to the required shape
and braced diagonally. The exterior of the car is of steel
plate, while the interior is finished with selected Mexican
mahogany. No wood is used in the engine compartment.
The floors of the passenger and baggage compartments
consist of two layers of wood with paper between, armored
on the under. side with steel plates. The roof, which is fire-
proof, is of a plain oval shape; the monitor construction
was not employed, as it would have added needlessly to
the weight. Special attention has been paid to ventilation;
12 ventilators of the globe suction pattern are furnished
in the roof. The under framing is of a very rigid con-
struction; the center sills consist of 6-in. “I” beams, and
the outside sills are 6-in. channels, and these are braced
diagonally to lend greater rigidity.

horse-power and has a greater capacity at increased speeds.
There are eight cylinders, each of which is 8 ins. in
diameter and has a stroke of 7 ins. The cylinders are
placed at go degs. to one another, or at an angle of 45 degs.
with the vertical. Each cylinder is composed of one piece,
being a casting of very soft, fine grain cast iron. Each
casting is self-contained and includes the water jacket.
It is worthy of note that special attention was paid to
provide an extra large cooling surface around the valves
to eliminate any excessive temperature at the valve seats.
There is one admission and one exhaust valve for each
cylinder, which are arranged in such a manner as to permit
the inspection of both valves by the removal of two nuts.
The pistons are of the trunk type; they are made of cast
iron and are rendered gas tight in the cylinders by the
provision of three split piston rings. The connecting rods,
whichh are made of chrome nickel steel, are connected to
the pistons by means of hollow pins shrunk into the body
of the connecting rods. The crank shaft is made in one
forging of 4o carbon steel; it is a four-throw crank having
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an angle of 180 degs. All of the crank pins lie in the same
plane, the two center pins occupying the same angular posi-
tion while the two outside crank pins are set at 180 degs.
to the center crank pins. This arrangement of cranks, with
cylinders set at 9o degs. to one another, gives a very satis-
factory system for balancing purposes. Two connecting
rods are coupled to each crank pin.

Fach cylhinder i1s fastened to the engine base by means
of six bolts. The engine base proper is made of one cast-
ing of Parson's manganese bronze, the form of which is
The crank casing, which

All of the valves, both
admission and exhaust, are actuated by one cam shaft
which is driven from the main engine shaft by two gear
wheels with the customary 2 to I

clearly shown in the illustration.
is made oil tight, is of aluminum.

This cam
shaft is entirely enclosed in a circular tunnel which runs
the entire length of the engine base: the tunnel is formed
in the main casting.

reduction.

The fact that the valve rods are all
operated from this one shaft has greatly sihmplified the
design of the engine. There are two carburetors of the
float feed type. The ignition system is of the high-tension
type: a separate coil is provided for each cylinder.

coils are energized by means of a small accumulator.

These

The
sparking at the correct instant in each cylinder is effected
by means of a roller commutator.

Considerable difficulty has been experienced in starting
gasoline engines of this size heretofore, but in the present
instance a special breech-block mechanism has been pro-
vided which fires a charge of black powder into one of the
cylinders, and this has proved a most effectual way of over-
coming these difficulties. The cooling system for the cylin-
ders operates on a thermo-siphon principal. The radiator,
which is situated on the roof of the car, is divided into

four separate nests of radiating tubes; these, being of the
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spiral-finn pattern, give a maximum cooling area per unit-
length.

The total cooling surface amounts to approximately 1300
sq. ft. Each pair of engine cylinders is connected to one
nest of tubes and the four nests are in turn connected by
means of three copper pipes. The water jackets are con-
nected to the radiator by means of pipes running vertically
from the engine ; these pipes pass through the roof and the
circuit is completed by means of other pipes leading from
the radiator to the cylinder jackets. This system forms
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the most simple cooling arrangement possible, as it entirely
eliminates the necessity of using pumps or cooling fans,
and it has the further advantage of being easily drained
and of being filled from the side of the car.

It is of interest to follow the course taken by the gasoline
from the storage tank to the carburetor. The gasoline is
stored beneath the car in a large steel tank having a
capacity of go gals., and is raised to a small auxiliary tank
in the cab by means of a diaphragm pump. The gasoline
is filtered in transit from the tank to the pump. The
auxiliary tank is provided with a float to register the height
of the gasoline, and a glass tube, somewhat similar to a

SIDE VIEW OF ENGINE

sight feed lubricator, is provided so that the operator can
see if the diaphragm pump is working.
fed by gravity to the carburetor.

The oiling system has been very carefully designed.
Forced lubrication is used, and for this purpose there is a
nest of pumps operated from the main shaft. One pump
is provided for each of the main bearings and another oils
the cams and cam mechanisms, the duty of this latter pump
being to keep the cam shaft tunnel filled with oil; the oil
on leaving the tunnel flows over the reduction gears and
thence to the crank chamber. All of the oil used for lubri-
cating purposes similarly flows to the crank chamber from
which it can be drained. The big ends of the connecting
rods are lubricated by scoops which dip into the oil in the
bottom of the crank chamber, the oil being forced to the
crank pin as the crank shaft revolves. :

The gasoline is

GENERATOR.

The generator is a General Electric, go-kw, 8-pole, sepa-
rately excited unit, which has been specially designed with
a view to procuring the lightest possible machine for the
necessary output, and at the same time keeping the temper-
ature rise to within a reasonable figure. It is provided
with commutating poles, which, in conjunction with the
potential type of control, gives.a great flexibility of cur-
rent output.

The advantage of this arrangement will be readily ap-
preciated when it is pointed out that at starting the field
excitation is weak, and that large currents are required to
give the necessary starting torque. The normal pressure
when running at 5§50 r. p. m. is 250 volts, at which time
the current will amount to 360 amps., but at starting a
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current of 8oo amps. can be secured at a corresponding
decreasc in voltage. It would bc impossible to commutate
so large a current in a machine with so great a kilowatt
capacity per pound without the use of commutating poles.

The total weight of thc gencrator, including exciter, is
only 2740 Ibs., whilc a standard machine of this output
weighs 8800 Ibs. .As is only natural in a machinc where
the weight has been so matcrially reduced, the temperature
risc is higher and the efficiency lower than in standard
apparatus of the same output. The higher tcmperatures
are fully provided for by the type of insulation cmployed;
there 1s no paper or muslin used anywhcere in the machine.
The armaturc coils are insulated with mica. the interpole
coils with ashestos and the field coils are wound with
enamelted wire. The
“are rtiveted as well as soldercd, although the precaution has

armature leads to thc commutator

been taken to use pure tin for soldcring, which has a melt-

CAR ON TRIAL TRIP

ing point of over 200 degs. C.  Air ducts of ample dimen-
sions are provided to insure a large volumc of air being
circulated through thc core. The efficiency is 88 per cent,
being only about 3 per cent lower than a standard machine
having a temperature rise of 35 degs. C. :

The exciter is a 3-kw, 7o-volt, shunt-wound machine,
with its armature mounted directly on the armature shaft
of the main generator and its field yoke supported by the
bearing brackets, cnabling it to fit under the back ends of
the generator armaturc windings. The illustration of the
engine, generator and exciter assembled shows far better
than a written dcscription the neatness and compactness of
this generating set.

CONTROL SYSTEM.

The speed of the motors is governed by a potential con-
trol, the generator being separately excited and the termi-
nal voltage of the motors being varied by means of a
rheostat in series with the exciting circuit. The simplest
explanation of the controlling system is arrived at by con-
sidering the circuits separately. The armature circuit of
the main generator comprises the armature—fuse—two
contactors in series, reverser, and the two motors. The
motors are connected in series or in parallel, according to
the position of the controller handle, and they are gounded
to the truck framework, while the solenoid coils for oper-
ating the comtactors arc encrgized by a storage battery
foating across the field circut. The reverser is operated
as usual by a separate reverser handle on the controller.

The current from the exciter passes around the field of
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the main gencrator and through the rheostat; the function
of the controller is to cut in and out this rheostat as occa-
sion demands.

\ storage battery which floats on the exciter circuit is
used for supplying the lighting circuits and its charging
and discharging is controlled by means of a reversc current
rclay which permits the lights being supplicd directly from
the cxciting circuit or from the storage battery according
to the voltage of the exciter circuit. A Tirrill regulator
is cmployed for regulating the voltage on the lighting cir-
cuit. These arrangemecnts cnable the car lights being uscd
wheir the éngine is at rest.

The master controller, which has some unique features
is of typc C-44, and gives seven steps with the two motors
connected in serics and eight steps with the two motors
connccted in parallel. It is provided with four handles,
threce of which arc mounted one above the other on con-
The function of the top handlc is to ad-
vancc and retard the ignition of the cngine, the sccond
controls the throttle of the cngine, while the third handle
controls the gencrator field resistances and the contactors,
which cstablish

centric shafts.

the circuit for the motors, besides trans-
posing the motor connections from scries to parallel. The
fourth handle opcrates the reversing switch and controls
the direction of rotation of the motors.

The car is heated by passing part of the cxhaust gases
through pipes suitably located in the car body.

BRAKES AND TRUCKS.

The car 1s provided with a straight air brake equipment
and the air is supplied by means of a compressor which is
direct connected to thc enginc. The working pressure is
6o 1bs. per sq. in. and this is kept constant in the storage
tank by a mcchanical governor.
provided.

The trucks werc constructed by the American Locomo-
tive Company. They are of the swing bolster type, and
have whecls 36 ins. in diameter. One motor is mounted
The journals are of th¢ MCB standard

Hand brakes are also

on each truck.
pattern.

The interior of these cars can be designed to
rcquirements or service.

suit any
Cars of this type are available
for use as private cars, with sleeping and dining accommo-
dation, as inspection cars, wrecking cars, and baggage cars,
elry. el

TRIAL TRIP.

On its trial trip the car received its passengers in the
nearly completed new Union Station at Schenectady. The
route selected made a circuit of about seventy-eight miles
in length, including Albany, Cohoes and Mechanicsville.
It contained its full capacity of passcugers. A total of
twenty-three stops were made in addition to many unrecord-
ed slowdowns due to signals and other yard restrictions,
the avcrage length of a stop being slightly less than one
minute. The engine, however, ran continuously during the
trip.

The speed of the car varied from 23 m. p. h. on a 1.3
per cent up grade to 56 m. p. h. on a ¥4 per cent down
grade, except where traffic conditions and road regulations
required lower speeds. Where traffic conditions permitted,
a speed of 50 m. p. h. was recorded on level track and
from Albany to Mechanicsville a speed of 47 m. p. h. was
sustained on a steadily rising grade. The cight-cylinder
gas engine developed at times 150 hp. and the 60-hp motors
were under such perfect control of the operator that the
accleration was noticeably smooth and free from jerks.
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THE PROMOTION OF TRAFFIC*

The question of traffic, and its promotion, is an important
one to the interurban railways, and has been the subject of
reports from committees at the meeting of the American
Street and Interurban Railway Association conventions,
both in Columbus and the more recent one at Atlantic City
last October. Traffic is the means by which the interurban
and street railways receive the revenue to operate and keep
up their equipment and pay dividends to their stockholders,
and may be said to cover all the business done by a railway.

Strcet car lines have grown until they have become
railways, handling passengcrs, freight and express in compe-
tition with the older and longer steam railroads. The steam
roads long ago concedcd to their electric rivals the local
business but still dispute the long haul. The local business
rightfully belongs to the electric railway, and with the
proper kind of service it will always have it. The ad-
vantage of being taken from the center of one town and
landed in the center of another is offered by no other means
of interurban transportation. The rates of fare should not
be lower than the steam road to obtain and hold this travel,
except for the round trip. The accommodation, which in-
cludes the advantage of being landed “up town” besides
the frequency of service appeals to the traveler and secures
him with anything like rcasonable and comfortable service.

People living in thc rural districts can board the cars
near thecir homes and get off in front of the courthonse
at the county seat in less time and cheaper than they can
hitch up. Howevcr, while this business belongs to the
electric railways, it must not be conceded that any kind of
accommodations for'local business will suffice. The local
business should be fostered, for it is a valuable asset and
should be accommodated with comfortable waiting sheds
at all stopping points in the rural district, frequent service,
clean cars, fast time and warm cars in thc winter.

Changes in schcdules should be avoided as much as
possible. People living in the country become accustomed
to a rcgular time for their car. Then there is a change
and it takes some timc to get them used to the new order
of things. No matter hoyw well you advertise the change
before it goes into effect, there will be a loss of business
for a while. After it does go into effect, there may be
complaints about the service not being as satisfactory as
formerly, and the result is that some of your former
patrons may use some other means of transportation for
a time, although not quite as handy as thc trolley. They
will come back gradually, but a regular schedule the year
round can be handled much better by the electric lines than
the steam roads, because the short days do not necessitate
running trains later in the morning or earlier in the eve-
ning, as the electric cars run every hour.

The development of the country along electric lines for
suburban residences should be encouraged. Commuters’
rates should be reasonably low and the service such as to
encourage the every-day travel. Secret societies, lodges,
theatrical parties, basketball, football and baseball do much
toward increasing the revenue. Along our line the members
of the various I. O. O. F. lodges are now making trips
every week or ten days to some other town, putting on the
work and contesting for a prize which will be awarded the
latter part of February. They never go in less than car
loads and return early at night, always before the time
arrives for shutting down the power. Any suggestioils

*Abstract of paper by Chas. F. Price, general passenger agent of the
‘Western Ohio Railway Company, at the Dayton meeting of the Central
Electric Railway Association, Jan. 23, 1908.
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for rates for theaters, parks, etc., would probably be out of
place here, as those matters are governed entirely by the
local situation and conditions, and I only intend to touch
upon the subject of promotion of traffic as a general
proposition.

The commercial business of the electric lines is con-
stantly increasing. When I say this, I do so with regard
to our line, which handles baggage on every car and checks
150 Ibs. free with cvery ticket costing over $.20. We
are handicapped on interline business, however, by the
different ways baggage is handled. Some lines still charge
$.25 a piece for baggage and only have two or three cars
during the day that baggage can be hauled on. This service
is no inducement to ‘the traveling man. Other lines charge
a different rate per hundred because their rate of fare is
lower. Thc baggage matter should be uniform and the
line which charges $.25 a piece for baggage should accept
its prorate of the revenuc received when it takes baggage
from a line that charges excess.

Then the question of handling 150 lbs. of baggage free
came up after the legislature of Ohio passed the two-cent
bill for steam roads, making their rates the same as that
on the Western Ohio. At first we seriously considered the
advisability of making the change, but we are more than
pleased with the result since we adopted the baggage rate
in effect on steam roads. Our rates of fare and baggage
rates are the same as our steam road competitors, yet our
baggage receipts from excess baggage are larger than ever
and we are hauling the one-trunk passengers going on a
visit that we did not get before. It is just as important to
deliver a piece of baggage at its destination as it is the
passenger. Records by checking and receiving agents, as
well as conductors, are a great help in tracing lost baggage.
Employees handling baggage ought to be impressed with
the importance of its prompt forwarding and sure delivery.

Last season we ventured into the excursion business on a
much larger scale than usual, having for several years sold
excursion boat tickets from connecting points as far south
as Dayton on the Dayton & Troy. There is a great future
for the summer boat business, judging from our experience
last summer. On two different occasions we joined the
Detroit & Cleveland and Cleveland & Buffalo boat lines in
a cheap excursion to Niagara Falls. We had one just before
the steam lines had theirs and one immediately afterward.
We made the same rate as the steam roads and had two
car loads the first time and three the last, every passenger
on the first one being a living advertisement of the
excellent service. We had nearly a carload from one town
on our line where they took the car at 4 o’clock a. m. and
made 131 miles to reach the boat. In both instances the
excursion party was landed in Toledo by 9 o’clock in the
morning, before the heat of the day, making a cool, clean
and pleasant trip.

We consider the success of the Niagara Falls excursions
the very best kind of advertisement for our lines, and in
addition to the advertisement we made a nice profit on the
business. Excursions of this kind, where they can be run,
help in the work of educating the public to the use of
electric lines. We run several excursions each season to
Cleveland, issuing an exchange order on the Nickel Plate
road good at Mortimer. I am a believer in the most
liberal form of advertising. For our Niagara Falls business
we occupied half pages in the daily papers along the line,
using a large cut of the City of Erie, one of the Cleveland
and Buffalo steamers, and large display type; we also gct
out bills in two colors. We reserved berths upon applica-
tion. After the excursionists returned, we took the pains
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to inquire how the trip was enjoyed and did not have a
complaint from a single one of the several hundred persons.
Everyone in the two parties was a talking advertisement
for our service, and hereafter we can be relieved of the
expense of a large amount of advertising we were com-
pelled to do last season to induce the public to try the elec-
tric way for business which had heretofore been monopo-
lized entirely by the steam roads. We have also stimplated
travel by getting business men in the towns along our lines
to run “Shopping Excursions,” which have proved very
satisfactory revenue getters.

The roads which constitute the Lima Route, the Toledo
Urban and Interurban, the Western Ohio and the Dayton
& Troy, have in effect, what we term “week end” rates
to Dayton, Toledo and Springfield, from all stations on the
Western Ohio, and from Dayton, Springfield and Toledo
to all points on the Western Ohio. These rates are a fare
and a third for the round trip, good going every Saturday
and Sunday and returning including Monday following date
of sale. Prior to putting these rates into effect, we had a
one-fare for the round trip, good going and returning on
Sundays only, but we tried the experiment of increasing the
rate and making a more liberal time limit. Not only did
our revenue increase, but more tickets are sold than under
the former arrangement. We also check baggage on these
tickets.

For the long haul a reduction, if only a slight one, will
bring additional business, provided the road giving it is
prepared to offer the passenger an easy, comfortable ride,
free from delays. The time need not be as fasf as the
steam line, but the equipment should be such that he can
enjoy just as easy a trip. The keeping of the trains on
time is an important item in local as well as in limited
service, The time should be fast, but with enough leeway
to enable the cars to make the time should they be held
up from any unavoidable cause. A schedule so fast that
cars cannot be kept reasonably on time should be changed.

Party rates are a means of developing a considerable
amount of business. Some lines give a rate for ten or more
passengers going on regular cars; others have twenty-five
the minimum number to secure reduced rates. Our line has
always witheld making any reduced rates except to parties
of fifty or over, which includes special car service if
desired. Granting a reduced rate of fare to a small num-
ber of passengers is unwise because the people usually go
anyhow. If the party lacks in numbers, my observation
has been that the revenue to the company amounts to more.
I think an electric railway with hourly service should value
that as an inducement, together with the fact that parties
can return home earlier at night, and nearer to their homes
than by the steam road. The argument is all in favor of
the electric lines; then why disturb your rate except for an
unusual number ?

The long haul business will never be successfully handled
until cars for this business are run in trains, and the
time is not far distant when all of the through business will
be so handled. . The great drawback to the present manner
of doing through business over foreign lines is that the
motor cars, like the steam engines of the other railroads,
have to be at their own shops each day for inspection.
This sometimes necessitates changing cars and results in
unsatisfactory service. Trailers would obviate this annoy-
ance, and the time is approaching when motor cars will
haul trains of several cars from as many different points
to junction points, where they will be transferred to as
many destinations, several hundred miles from the starting
point. When this is accomplished, it will be common for
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passengers to go to and from Buffalo, Cleveland, Toledo,
Detroit, Dayton, Columbus, Cincinnati, Indianapolis, Chi-
cago, Louisville, St. Louis, and intermediate points. The
public does not patronize the electric lines because of their
greater love for them but because of the convenience.

Agents and conductors should be courteous, patient and
considerate. If an excited individual rushes up to the
ticket window and asks what time the eleven o’clock train
goes, the agent should not give way to his feelings, but
should tell him. When cars are late, they should keep those
waiting informed. The men should be posted on the time
of the steam roads, the location of hotels at the different
towns and other things about which the traveling public
requires knowledge. Our line supplies conductors with a
schedule giving the time of every connecting steam road
at every station, so that he is prepared to answer the
frequent questions of that nature. This schedule contains
the time of our competing steam roads also. The traveling
public should have any information it desires and you will
make a {riend out of the traveler sooner than by the con-
ductor or agent telling him “I don’t know.”

The public is entitled to every confidence in reference to
the matters which concern it, some of which have been
mentioned above. The closer this relationship between the
public and railways is drawn the more considerate the
former will be. The public should be made to feel that its
patronage is appreciated and sought and the more this can
be infused through courteous and painstaking employees
the better will be the showing in receipts.

For the information of the traveling public, we have
placed in our ticket offices large bulletin boards with a
blackboard in the center, and rows of boxes on each side
for the time folders and advertising matter of our own and
other electric lines. On the blackboard we make announce-
ments of excursions, attractions and other matters of interest
to the public. We find this way, and the hanging of bills
in our cars, the best way to reach our regular patrons, but
for any extra occasion we use the newspaper liberally.

Electric lines can do a good business in handling the-
atrical companies, and that class of business is increasing
each year. We are probably better equipped to handle it
than some roads, because we do a heavy freight business
and have freight motors and trailers which we press in use
for handling the scenery and baggage whenever occasion
demands.

In interline or through business it is not justifiable to
make a rate much below the steam road, the frequency of
the service being worth something. On the “Lima Route,”
we meet the steam road rate between Toledo and Dayton
and from all stations to either of these places. The Lake
Shore Electric Railway has put in a thirty-day rate of
$1.50 from Toledo to Cleveland. This is considerably below
the steam road rate and the result will be interesting to
traffic officials.

More interline business could be obtained, even though
the electric mileage is much longer in some instances, if
the rate was made to meet the steam road or short line,
and the revenue prorated per rate where there is a
different rate per mile, than by the roads holding out for
their local fares. The sooner clectric lines get out of the
rut of doing business on street car line methods and follow
the steam road plan, which is the result of years of experi-
ence, the more they will add to their revenue. The recent
movement to organize a traffic association among the e¢lec-
tric railway traffic officials should solve this question in a
manner satisfactory to all.

In advertising, too wide a circulation cannot be given
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time cards, maps, etc. Anything with the name of your
road on is a good advertisement and a promoter of traffic.
During the past two years the roads constituting the “Lima
Route” have several times covered the states of Ohio,
Indiana and Michigan with advertising matter, placing large
time cards, maps, etc. in evemy depot and hotel and other
public places. It is true that all of the matter put out
does mnot stay permanently, but some of it does, and that
which does not stay remains long enough to do some
good. We have absolute knowledge that a great deal of
business has been brought to our lines through the means
mentioned. The public needs to be educated to use the
electric railways. True, they have heen in operation for a
number of years, but so have the steam roads, and they
advertise more and more each year.

Not all, however, depends on the advertising matter put
out.  Your road ought to give better service than it
advertises and never give poorer. The service should al-
ways keep ahead of the patronage. The Lake Shore and
Pennsylvania railroads did not wait to see if their New
York-Chicago limited would pay by first putting ordinary
trains in the service and then the luxurious trains they have
now. They built the trains first, put them into service and
offered them to the public for their approval. The result
was that when one of the lines recently announced an

intention of lengthening the time, the public raised such-

a clamor that the railroad abandoned the idea. Why?
Because the public had been educated to use the luxurious.
high-speed train. So it is with the electric railway. People
have become educated to the advantages of its local service
and attention must now be turned to the proper develop-
ment of the through business.

&

SIGNAL SYSTEMS FOR ELECTRIC RAILWAYS *

The development of our electric railways for interurban
service has been so wonderfully rapid as to cause astonish-
ment not only at home but abroad as well. Such prestige
as this deserves to be carefully safeguarded. and in pur-
suance of such a course is it not wise and timely to take
a careful inventory of every single feature which is a part
of your operating system? What an added satisfaction it
would be to you to know that you have taken advantage of
every available means in providing for the safe and efficient
handling of the lives and property entrusted to your care.

There are accidents occurring on the electric railways in
the Central West as well as other parts of the country cost-
ing hundreds of lives and thousands of dollars that could
have been averted by expending $1 per month per station
for insurance against such a happening by adopting a signal
system. I cannot consistently advocate an automatic block
signal, for on many of the single-track lines the traffic
1s so heavy that such a system is wholly impracticable, if
not an impossibility, because it is not sufficiently flexible
to meet the conditions. On the other hand, on lines where
the traffic is light and conditions possibly favorable to such
a system, the revenues are not such as to make adoption
possible, for it must be borne in mind that only about 20
per cent of the electric roads in the United States are divi-
dend earners. This very fact has been an incentive to
inventors to perfect a signal for interurban lines of suffi-
cient flexibility to permit its successful use on the heavy
traffic line, and sufficiently low in cost to bring it within
the reach of all.

From the train dispatchers’ standpoint let us consider

*Abstract of paper by Chauncey P. Button at the Dayton meeting of
the Central Electric Railway Association, Jan, 23, 1908.
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the conditions that obtain on the steam road and compare
them with the electric railway. The dispatcher on the
electric railway usually has a great many more trains under
his watchful care than has the dispatcher on the steam
railroad and issues about twice or three times as many
orders. They are more brief, to be sure, but every one
has the same stamp of importance to it. The dispatcher
on the steam railroad has a means of getting in touch with
the train crew at practically every switch on his line by
instructing the telegraph operator to throw a semaphore
signal against the train and then issuing the orders through
the medium mentioned. The dispatcher on the electric rail-
way has no such advantage and should have just as reliable
a means of getting in touch with his trains, for schedules
are disarranged here as on the steam road and traffic fluctu-
ates to an even greater extent. To be sure the road has
a telephone which enables the train crew to communicate
with the dispatcher, but what a one-sided arrangement!
The dispatcher should, by all means, have as great or
greater power to stop any train in his district and issue
such instructions to them as conditions may necessitate.

The movement of neither people nor cars is regular
on interurban lines and some little mishap on the line may
cause the dispatcher’s best built castle to be quickly shat-
tered and it must be as quickly rebuilt. The method of
having reporting stations is not adequate to the needs on
such occasions, therefore the dispatcher should have a
means of throwing a semphore signal to danger at any
selected point.

Experience has shown that the greatest danger of col-
lisions between opposing trains is due to the motorman
overrunning his orders, that is to say, running beyond
the siding which the dispatcher has named as the meeting
point for the two trains. Man is not infallible and it is
not a reflection on the railroad official that his men fre-
quently overrun their meeting point, for very often it is
the most reliable man in the service who thus errs; however,
it is a reflection on the railroad official who does not pro-
vide a means to avert such occurrences when the conse-
quences of forgetfulness are brought to his attention al-
most daily.

It can be consistently held that a signal system is an
essential safeguard in handling trains by telegraph or tele-
phone dispatching system. It should be within the power
and the duty of the dispatcher to set the signal to danger
at the siding at which the trains are to meet the moment he
fixes a meeting point other than the regular meeting point
provided for on the time table. Then, when the motorman
forgets his order, as he will frequently, and the conductor
fails to check him, as he will frequently, your dispatchers’
signal stands at danger at the meeting point, a preventa-
tive against accident and a monument to your wisdom.

The first car to arrive at the meeting point finds the signal
set in_a horizontal position, indicating danger. The con-
ductor or motorman quickly communicates with the dis-
patcher by telephone as follows: “Stanley and Thompson
at No. 3, or Troy,” the dispatcher in turn reminding them.
of their order to meet a certain train at that point and
further instructing them as to restoring the signal to clear
or otherwise.

Here is provided a means of enforcing obedience to your
dispatchers’ orders. The American Railway Association
Rules require the placing of the “middle order” in the hands
of the operator at the meeting point when practicable as a
means of reminding the crews and enforcing obedience to
orders. This, of course, is not possible with a telephone
dispatching system with no operators at the meeting points,



Janvary 25, 1908.] STREET
but by having your dispatcher place the signal at danger
at the meeting point, you are taking a step in advance of the
American Railway Association.

A telephone dispatching system with a reliable signal
under the control of the dispatcher is the best, safest and
quickest means of dispatching trains. Comparative to the
actual need, but little thought has been given to this branch
of the service, but during the past year, the Central Electric
Railway Association, aided by the electric railway papers,
has stimulated thought upon the subject. Indeed it was the
well-known need of an adjunct to your telephope dispatch-
ing system, together with the encouragement and active in-
terest of the members of this association, that caused this
signal to be perfected to meet your practical requirements.

About two months ago an electric railway in the state of
Illinois suffered a head-on collision which caused the death
of seventeen persons and injury of many more. The
damage claims filed thus far amount to $219,000. It might
be timely to say the Telegraph Signal Company’s signaling
apparatus for preventing head-on collisions could have been
rented and operated for the $219,000 on that particular line
in Illinois for 1500 years. There is a fact worth noting.

That I have the proper signal to meet the requirements
thoroughly is the natural claim which you expect of me and
I earnestly hope I may be able to convince you accordingly.

To throw a signal to danger at some point on the line
the dispatcher simply turns a two-point switch to connect
with a 200-volt circuit, this being brought from the trolley
line if desirable and reduced by resistance coils from 500
or 600 volts. He then inserts a plug in hole No. 3 for
instance, throws the two-point switch, and a few seconds
later semaphore No. 3 on the line is released and gravitates
to danger. Immediately following this the device records
the number of the semaphore that has operated by cutting
the exact number of holes in the tape corresponding with
the number of semaphore that has operated. The response
is given, not by the operation of the master machine in
the dispatchers’ office or the line machine at the distant

station or the releasing trip at the distant station, but by the-

semaphore actually gravitating to the full danger point,
this in turn causing the device to record the fact by wire
automatically.

As it is physically impossible for the main office to get
the indication until the semaphore blade has reached the
full danger point, danger of false indication is eliminated
and if other than the desired signal has operated from any
error in dispatcher inserting the plug, no deceptive response
is given for only the number of the particular signal which
has operated is received and no other.

This signal is operated from central energy, requiring no
dependence on a local battery along the line. Oil or electric
lights as desired may be used on semaphores. We require
You can have an
unlimited number of signals on a circuit, fifty if you like.
The signals have heen in use quite a few months on the
Indiana Union Traction Company’s line, Anderson to
Wabash, and that they have satisfactorily acquitted them-
selves I think can be vouched for by the president of your
association, Mr. H. A. Nicholl.

one bare, galvanized-iron line wire.

~

The Western Ohio Railw:l'y Company has adopted the
system of carrying two red flags on the rear of trains, in-
stead of the green flags herctofore used. At night two red
lights will be used. This is the system adopted by the
Central Electric Railway Association, but the Western Ohio
for some reason has held to the otd idea until the present
time.
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ANNUAL CONVENTION OF THE INDIANA ENGINEERING
SOCIETY

The twenty-eighth annual convention of the
Engineering Society was held in Indianapolis, Jan. 16, 17
and 18. Reports and papers were presented on a wide
variety of subjects, including a committee report and three
papers on electric railways read Thursday, Jan. 17. The
report of the committee on clectric railroads, which was
offered by the chairman, Robert P. Woods, was mainly
a summary of electric railway progress in Indiana and
included the data in the following paragraph:

On Jan. 1, 1908, there were thirty separate systems in
operation with a total mileage, exclusive of city street car
lines, of 1539. The smallest, the Irench Lick & West
Baden Railway, is but 1.09 miles long, while the largest,
the Terre Haute, Indianapolis & Eastern Traction Company,
has 351.40 miles of road. During the last four years 835
miles of lines have been built, of which 286.71 miles were
constructed during 1907. There are now eleven interurban
lines entering Indianapolis. During the year a total of
99.242%5 passenger-car round trips were made by them.
Probably more than five and a half million people were
carried. The express and freight business is showing a
marked increase. Probably 12 or 15 per cent of the general
gross carnings of interurbans is in this class of service.

The committee also referred briefly to recent work in
heavy electric traction elsewhere, and mentioned the in-
creasing demand for reliable scientific data on matters per-
taining to the technical side of electric railway operation.
It recognized that such tests would involve considerable
expense, but the theme was a worthy one, and the committee
hoped the subject would be taken in hand by the Federal
and state governments in co-operation with technical uni-
versities, traction companies and the electric railway
associations. =

J. P. Moore, of Indianapolis. read a paper entitled “The
1200-volt Direct-current Type of Interurban Railway.”
This related entirely to the Indianapolis & Louisville Trac-
tion Company, whose system was fully described in the
STREET . RATLWAY JournaL of Jan. 4, 1908. Chas Heron,
of Indianapolis, offered an interesting paper on “Types
of Traction Cars.” As this paper contains numerous
formulas and curve sheets, its publication must be deferred
until a later issue.

CITY TRACK CONSTRUCTION FOR INTERURBAN CARS.

A paper entitled “Track Construction in Streets for
Interurban Service” was presented by T. B. McMath, of
Indianapolis. The writer said that instead of an arbitrary
tie spacing of 2-ft. centers, he would suggest a specifica-
tion to make the space between the ties the same throughout
to secure a roadbed of more uniform supporting qualities.
Mr. McMath considers the T-rail the best shape for heavy
interurban cars on city tracks. For streets paved with
brick, any section deep enough to provide a sand cushion
under the brick is satisfactory. The 8o-1b. standard section
with a depth of 5 ins. can be successfully used, also the
high T-rails. Many of the old high T-sections, however,
are not adapted for heavy loads, due to weakness in the
web, as they were designed for lighter loading. If used,
the bending of the web throws a crushing strain on the
paving, which is forced to give way. The 7-in. T used in
Indianapolis was especially designed with a web stiff enough
to support the load, the g-in. girder section having failed
utterly in this respect.

The rail requirements are of sufficient width of head to
protect paving from the wheels, sufficient height to permit

Indiana
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paving and a base wide enough to sustain and distribute
the load. The web should be thick enough to resist the
bending moment of the wheel load when applied at the
extreme edge of the head. Clay or loam requires heavy
ballast. A good foundation can be made by putting in a
layer of stone or gravel ballast, laying the track and tamp-
ing with ballast, and then filling with concrete to the
height required by the paving.' Concrete makes the best
foundation and ballast, but to be useful it must be over
1 ft. thick under the ties. A cheap natural cement can be
used with safety and keep the expense within reach. The
subgrade should be excavated to a depth of 6 ins. below the
bottom of the ties. The track should be laid on this.sub-
grade and raised up to grade, and lined on blocking.

The concrete should be in the proportion of 1-2%%-7 with
natural cement, tamped specially under the ties and base
of the rail and levelled at the proper grade for the brick
surface. This construction makes a rigid road bed and if
proper time be given for setting, will give a first-class
road bed and is preferable to any type of concrete beam.

The reconstruction of streets having tracks on which
traffic must be maintained during construction can be ac-
complished by the use of dry concrete as a foundation.
Excavate and lower the track until a depth of 6 to 8 ins
below grade is attained. Then mix cement, sand and
gravel in the proportions of 1-2-6, using no water. Throw
the mixture in the track and raise track and tamp ties to
grade the same as if ballast were used. Tamp until ties are
solid under passing cars. When the track has been properly
surfaced on the dry concrete, line up the track and finish
concreting with wet concrete. Some five years’ experience
with this iype of work has shown that work so done will
hold to surface and line as well as if laid on wet concrete
without traffic. Excavations made show that the concrete
has set, perhaps not 100 per cent of the strength of properly
wetted concrete, yet if liberality has been shown in the
amount of cement used, such dry concrete will be ample.

The feature accomplished is that the track is in operating
condition all the time and at the end of six months an
expert could hardly tell upon excavating whether or not
the concrete had all been given the same mix. Portland
cement gives better results than natural cement, but the
cheapness of the latter allows a liberality in its use which
is necessary when dry mixing is done.

The writer has excavated gravel from a bank with a
half yard orange-peel excavator, thrown the cement on ton
of the bucket of gravel, dumped the bucket in his No. 2
Drake mixer, which discharged the mix directly into the
ballast cars. The extra cost of 100 yds. of mixed material
is $67.00 above the cost of ordinary ballast. In this case
the dry concrete cost about $1 per cubic yard ready to
spread and tamp. However, gravel-pit conditicns did not
permit this kind of work for more than three weeks, after
which it was impossible to reach the mixer directly with ths
excavator and a second handling was necessary

ORGANIZATION OF TRAFFIC ASSOCIATION IN THE
CENTRAL WEST

Pursuant to a call by . A. Nicholl, president of the
Central Electric Railway .\ssociation, the traffic managers
of Ohio, Indiana and Michigan met at Dayton, Jan. 22,
to organize an electric railway traffic association as an
affiliated organization of the Central Electric Railway
Association. The meeting was held at the Phillips House
in Dayton, and representatives of the traffic departments
of twenty-two interurban electric railway companies were
present. The meeting was called to order by F. D. Norviel,
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of the Indiana Union Traction Company, who stated briefly
the objects of the proposed association. J. H. Crall, of the
Terre Haute, Indianapolis & Eastern Traction Company,
was then elected temporary chairman, and R. A. Crume,
auditor and purchasing agent of the Dayton & Troy Electric
Railway Company was elected secretary of the meeting.
A committee consisting of A. G. Kelly, C. G. Lohman, F. D.
Norveil, W. S. Whitney, and G. F. Price, was appointed
to draw up a constitution and by-laws for the afternoon
meeting. The meeting then adjourned for lunch.

At the meeting on Wednesday afternoon the committee
on constitution and by-laws presented its report. After
considerable discussion of the proprsed constitution the
committee was instructed to confer with a committee of the
Central Electric Railway Association, consisting of F. J. J.
Sloat, C. N. Wilcoxon, F. D. Carpenter, R. T. Gunn and J.
I'. Starkey, and to report back at the meeting to be held
Thursday morning. The principal. point to be considered
by the joint meeting was the question of methods and the
division of expenses of the work to be conducted jointly by
the two associations in compiling and publishing tarriffs.
Up to the time of going to press the committee had not
reported and further action on the adoption of the constitu-
tion and the election of officers had been deferred until
the report was received.

A report of the meeting of the Central Electric Railway
Association which was held at the Phillips House, Dayton,
on Jan. 23, will appear in the next issue of this paper. Two
papers presented at the meeting are published this week.

o @0

NEW TRAMWAY LAW PROPOSED FOR NEW ZEALAND

New Zealand proposes more completely to control the
working of its tramway lines. To this end it is proposed
to amend the present statistics by a new measure. The
amendment provides that every driver of an electric tram
must have a certificate issued by a board of examiners to
be appointed by the minister. Power is also given to the
Minister to authorize any proper person to inspect a tram-
way, whether in course of construction or open for traffic,
and the rolling stock in use or to be used, and if such per-
son reports that any alterations are necessary to insure the
safety of the public or the employees, or to meet the reason-
able requirements of the traffic, the Minister may order
them to’be made accordingly. If the order is not com-
pleted within the specified time, the promoters of the tram-
way will be liable to a fine not exceeding £20 a day. No
tramway is to be opened for traffic until the Minister has
intimated to the promoters that he has received from an
engineer appointed under the Public Works Act a certifi-
cate that the undertaking is safe and fit for traffic. The
maximum penalty for a breach of this provision is £20 a
day. Power is given to the Governor (which is the Gov-
ernment in this case) by Order-in-Council to make regula-
tions providing for the inspection and licensing of tram
cars, prescribing the maximum number of passengers that
may be carried on any carriage on any particular route or
grade, prescribing the maximum distance at which car-
riages may follow one another, and the limit of speed on
any particular route or grade, appointing stopping places
providing for the use of signs indicating by day and by night
the destination and route, providing for a fine not exceeding
£20 for a breach of any regulation so made, and providing
for such other matters as the Minister thinks fit to secure
the safe working of the tramway. Further, the Minister
is given power to inquire into any accident and to suspend
the driver or cancel his certificate. The power of licensing
cars is transferred from the local authority to the Minister.
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NEW SLEET SCRAPERS AND 'SLEET WHEELS

Two devices for freeing wires from sleet that have
met with success are illustrated herewith. One is a scraper
to be fastened to the regular trolley wheel by means of a
spring. It can be attached in a moment, and as readily
removed after it has served the purpose. It locks the wheel
and effectively scrapes all sleet and ice from the wire. It
is simple and inexpensive, and is preferred for use where
only an occasional sleet storm may be expected. The other

SLEET SCRAPER AND SLEET WHEEL SECTION

is a wheel which takes the place of the regular wheel, and is
intended for those sections where sleet storms are of fre-
quent occurrence. If the storm comes during the night, one
of these wheels on the car that makes the first morning trip
is sufficient to clean the wire for the day’s traffic. During
heavy storms cars equipped with wheels should be run
every fifteen or twenty minutes. Both devices are made
by the R. D. Nuttall Company, of Pittsburg, Pa. The
scrapers are made in two sizes, 4 ins. and 6 ins. The wheels
are made 4 ins. in diameter, 1% ins. through hubs, and 55§
ins. in diameter, 174, 2 and 3 ins. through hubs.

&

PLANNING FOR THE OPENING OF THE COLUMBUS,
DELAWARE & MARION RAILWAY

General Manager, George Whysall, of the Columbus,
Delaware & Marion Railway Company, states that the
officials have not given up the idea of being able to operate
the line of the Columbus, Marion & Bucyrus Railway be-
tween Marion and Bucyrus by April 1, although
weather conditions have not been at all inviting
for construction work for some time past. There
are two short stretches of grading, aggregating
less than a mile, yet to do. The rails are down
and the overhead work completed for a distance
of nine miles, approximately half the distance be-
tween the two towns. The road will be ballasted with
crushed stone, which will perhaps be secured from one of
the largest crushing plants in the country. This plant is
located close to the line and connected with it by a spur
approximately 1500 ft. in length. This will make the
work convenient and the construction men may always be

sure of the quality of the ballast.

The Columbus, Marion & Bucyrus line will be supplied
with power from the Columbus, Delaware & Marion Rail-
way Company’s power house at Stratford, connecting with
20,000 volts at
Marion, where the sub-station will be located. This sub-
station will be operated in connection with the one now
operated by the Columbus, Delaware & Marion, and a
second sub-station will be located at a point eleven miles
from Marion. Inasmuch as the Columbus, Delaware &
Marion is using Goo-volt D. C. current on the trolley, the
Columbus, Marion & Bucyrus will do likewise.

The business of the Columbus, Delaware & Marion con-
tinues to show an increase from month to month, under the
new operating organization.

the present transmission line carrying
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A NEW SECTION INSULATOR

A new type of section insulator has recently been put on
the market by the Ohio Brass Company, of Mansfield, Ohio,
and is shown in the accompanying illustrations. Great me-
chanical strength is claimed from the fact that the direct
pull exerted by the trolley wires is borne by two wood
break strain insulators, one on each side of the suspension
bar and runner piece as shown in Fig. 1. These wood
break strains are similar in construction to the manu-

INSULATORS

INSULATOR WITII TWO WOOD BREAK STRAIN

facturer’s regular wood break strain insulator, that is, the
malleable iron cap-eastings are compressed over the ends
of the wood member by hydraulic presure, which distributes
the stresses evenly throughout the entire piece. The malle-
able iron cap-castings of the wood breaks are provided
with internally threaded lugs, and are fastened to the end-
castings of the section insulator by machine bolts which
pass through holes in the end-castings and engage the
threads in the lugs. Lock washers prevent these bolts from
being loosened by vibration. Since each of the wood
breaks has an approximate ultimate strength in tension of
7000 lbs., it is possible to break the largest sizes of trolley
wire without injury to the insulator. The wood breaks

being situated in the same plane with the trolley wire they
are subjected to no bending moment, being subjected to
direct tension stress only.

The suspension bar and runner piece are of hard wood
and are separate as seen in Fig. 2.
pension bar, which is

The ends of the sus-
114 ins. x 1 1/16 ins. x 914 ins., fit into

INSULATOR WITH SUSPENSION BAR AND RUNNER PIECES OF
[TARD WOOD

recesses in the faces of the end-castings, and a top suspen-
sion is provided for attachment to a hanger with a 5g-in.
threaded lug. The runner bar is of the same dimensions
as the suspension bar, the under edge being rounded to fit
the groove of the trolley wheel. Tt is driven tightly into
the recesses in the end-castings beneath the suspension bar
and is further held in place by cotter pins as shown in
Fig. 1. This runner bar may be easily renewed.

By inspection of the illustrations it will be noted that the
end-castings terminate in long grooved ears for the recep-
tion of the wires. These ears are each provided on the
upper edge with two threaded lugs, 124
the lugs being bifurcated. A wedge with a grooved and
serrated edge, shown in detail in Fig. 1, fits into the
bifurcations of each of the lugs and is clamped down upon
the trolley wire by nuts which fit the lugs. About midway
betwen the lugs there is a projection or lump in the bottom
of the groove in the ear, so that when the wedges arc
clamped down the wire is

ins. in diameter,

given a crimp, rendering it
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impossible for the wire to pull away. The grooves in the
ears will take round, figure 8 and grooved wires.

At the tops of the end-castings 34-in. holes are drilled
for feeder wire fastenings, and clamping bolts are provided.

The length of the section insulator is 1924 ins. over all.

A NEW AUTOMATIC CAR GAINER

A new improved automatic car gaining machine, spe-
cially designed for use in car and bridge construction. or
wherever heavy gaining is required, is being made by the
J. A. Fay & Egan Company, of Cincinnati, Ohio. It is
substantially built, and has a capacity for timbers up to

AN IMPROVED GAINING

MACHINE

20 ns. thick and 24 ins. wide. The frame is a heavy-cored
casting with a broad, substantial base, supporting the work-
ing parts without vibration. The gaining arbor and head
are supported on a large and powerful automatic ram, that
is gibbed to the top of the column in planed ways. The
machine has a horizontal travel of 26 ins. The arbor frame
is gibbed to the front of the ram, and has a vertical adjust-
ment of 21 ins. to suit various thicknesses of stock and
depths of gain. To facilitate this adjustment, the arbor
frame is counterbalanced. The expansion gaining head is
16 ins. in diameter, and will cut gains up to 3 ins. deep.
The construction of the heads is.such that it will make a
perfectly clean cut whether feeding forward or bhackward.
The head furnished regularly with the machine will ex-
pand to gain from 1% ins. to 3 ins., but special heads may be
obtained which will gain up to 9 ins. wide. The feed is
driven by heavy-cut gears actuated by miter friction. The
gears are mounted on shafts running in separate self-oiling
bearings. After the outward stroke, the ram returns auto-
matically, or may be stopped at the end of the forward
stroke and set to another gain on the return stroke. There
are three speeds to the ram drive, viz., 15 ins., 227 ins. and
30 ins. per minute. The timber carriage is made of steel
I-beams and has automatic f[riction feed, under constant
control of the operator. TIor accurate adjustments, the car-
riage is operated by the hand wheel shown in the illustra-
tion. The carriage is provided with adjustable stops for
regulating the distance to the carriage and, as regularly
furnished, is 14 ins. long, but may be made any desired
length. The vertical boring attachment is supported by
brackets on the main column, and has an adjustment across
the carriage of 18 ins. and a vertical stroke of 18 ins. The
tight and loose pulleys for this attachment are 10 x 4% in.

face, and should make 7350 revolutions per minute.
o &
v

THE MUKDEN TRAMWAY

Extensions are proposed to the Mukden Tramway by the
owners, the China-Japan Horse Railroad Trading Com-
pany, Ltd. This company has about 2145 miles of track
which is operated by horses, although the rails are heavy
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enough for electric or steam traction. It is proposed to
build a 5-mile extension, which will bring all parts of the
city and suburbs into direct rail communication with the
four lines of railroad which meet at the junction now con-
trolled by the South Manchurian Railway. The local man-
ager is Kyohei Kakehi. '

NEW FORM OF VESTIBULE HEATER

The Twin City Rapid Transit Company has ordered 100
heater equipments of a movel type from the Peter Smith
Heater Company, of Detroit, Mich. This heater was made
up especially to meet conditions in the Twin City cars, and
will be known by the manufacturers hereafter as their
Type C heater. The heater is designed to be placed in the
car vestibule and not to be too high to obstruct the view of
the pasengers. Consequcntly its height has been kept down
to 44 ins. and its diameter to 204 ins., yet it has ample
capacity to easily heat city or interurban cars up to 4o ft.
inside measurement. This heater is of the magazine type
and has capacity enough to run 18 hours without re-
coaling.

o

SEMI-CONVERTIBLE CARS FOR CLINTON, IOWA

The American Car Company has just completed a number
of Brill semi-convertible cars for the Clinton Street Rail-
way Company, generally similar to those furnished by the
same builders when the lines in Clinton were operated by
the State Electric Company. The Clinton Street Railway
Company assumed control about two years ago and practi-
cally replaced the old system with a new one. Twenty-foot
semi-convertible cars are standard in Clinton, although the
American Car Company has supplied cars of the regular
open type.

The platforms of the new cars are panelled around and
closed on one side and the 21-E truck, on which the cars
are mounted, has an unusually long wheel base—8 ft. The
seats, which are of Brill make, are all transverse. Some

SEMI-CONVERTIBLE CAR FOR CLINTON

of the dimensions are as follows: Length over end panels,
20 ft. 8 ins.: over crown pieces, 31 ft. 8 ins.; width over
sills including sheathing, 8 ft. 574 ins.; height from floor to
ceiling, 8 ft. 5 ins.; from under side of sills over trolley
hoard, 9 ft. 254 ins.: size of side sills, 434 ins. x 7 ins.; end
sills, 3% ins. x 634 ins.

The system over which this new rolling stock will be
operated comprises 16 miles of track, the greater portion
of which is on Second Street, connecting Clinton proper
with Lyons, formerly a separately incorporated town, but
now part of Clinton. The two towns have a combined
population of about 25,000. There is a spur on the Second
Street line which reaches Eagle Point park, operated by the
railway company. A crosstown line on Sixth Avenue
serves the western portion of Clinton and the Iowa &
Illinois Railway Company enters-Clinton over these same
tracks.
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FINANCIAL INTELLIGENCE

WaLL Streer, Jan. 21, 1908.
The Stock and Money Markets

There has been a further universal relaxation in the money
markets of the entire world, and this has constituted the chief
factor in financial circles during the past week. Practically
all of the business done in call loans on the New York Stock
Exchange has been at or under 3 per cent, while accommoda-
tions on time have been freely offered at 5 per cent for all
dates, with some exceptional transactions reported as low as
4% per cent for four months. Moreover, borrowers were not
at all disposed to pay even the comparatively low figures quoted
and lenders are generally inclined to make concessions. Where-
as Wall Street only a few weeks ago was in dire distress be-
cause of the inability to borrow funds either on call or on
time at any figure, is now threatened with an over supply of
money and the banks in many instances are experiencing diffi-
culty in finding employment for their surplus funds. This
condition of affairs has of course been brought about largely
through the enormous return flow of currency from interior
points, and which was reflected in a most remarkable gain in
actual cash by the local banks, as shown by their statement
of last week. The exhibit disclosed a combined increase in
specie and legal tenders of over $26,000,000, of which $16,500,-
ooo was added to the surplus reserve, raising the amount held
in excess of legal requirements to over $22635,475. From
present indications the surplus reserves of the New York banks
will continue to expand in practically an unprecedented man-
ner, consequently the prospect is that still greater monetary
ease will develop before long.

An advancing tendency in the foreign exchange market has
led to some talk of possible gold exports in the early future,
in which event some of the current ease in the local money
market would in all probability be lost. However, gold ex-
portations are rather a remote possibility, especially as dis-
counts in all the European markets are now on a declining
scale. Apart from the further heavy gain in cash and surplus
reserves, the principal development of the week has been the
wholesale retirement of Clearing House certificates. During
the height of the recent panic the amount of such certificates
outstanding approximated about $75,000,000. Now, however,
only about one-quarter of this amount is out, and bank officials
express the belief that within a fortnight at the latest they will
have all disappeared. In response to these several encouraging
forces the stock market during the fore part of the week toolk
on increased strength and prices advanced more or less sharply.
The rapid rise, however, induced a great deal of profit-taking
on the part of those who had purchased stocks at materially
lower levels and this selling, together with some extensive
bearish operations among professionals, brought about quite a
pronounced reaction, which by many close observers was looked
upon as a very good thing for the market as a whole, as in their
judgment the general list had been moving up too rapidly.
The stock of the American Smelting Company was one of the
greatest sufferers in the general recession and special pressure
was directed against it. However, pretty much all classes of
securities were inclined to run off under the influence of the
selling referred to, and while there was not much in the way
of actual liquidation, the market was rather weak in contrast
with the pronounced strength which has lately characterized it.

The local traction stocks held up somewhat hetter than the
general run of railway and industrial shares, chiefly by reason
of special causes affecting these companies individually and
collectively. The Interborough Company now reports a larger
traffic than ever before in its history, which is explained in
considerable measure by the opening and successful operation
of the East River Tunnel. The Brooklyn Rapid Transit like-
wise reports traffic fully up to what it was before the opening
of the tunnel, which {s accepted as conclusive proof that this
company is bound to benefit vastly from this source in the
long run. As has heen the case for some little time, this class
of securities still finds much favor among investors.
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Philadelphia

Atlthough there was no material increase in the volume of

husiness transacted in the local traction issues during the past

week, the general tone continued strong and in several instances
further substatial gains were recorded. Consolidated Traction,
for instance, after selling at 6535, advanced to 69, while United
Companies of New Jersey rose from 239 to 2jo. Philadelphia
Company common advanced ¥ to 3772 and the preferred ad-
vanced a point to 38. Philadelphia Rapid Transit was by far
the most active feature of the group, but the price movement
was extremely narrow. Opening at 1734, it advanced to 18,
and later, on profit-taking sales the price eased off to 173
Philadelphia Traction, however, moved up to 8814, and Union
Traction rose from 51 to 51%. American Railways was firm,
with transactions at 43 and 43%.

Baltimore

Trading in the Baltimore traction issues was comparatively
quiet, but the general trend of prices was toward a higher
level. Interest again centered largely in United Railway issues,
a1l of which scored substantial gains. The 4 per cent bonds
advanced to 87, and the incomes to 49%. The funding 3s sold
at 75% and 75. City & Suburban 35 were conspicpously strong,
scoring an advance of 34 to 106%. Richmond, Traction 3s sold
at 100% and Baltimore City Passenger 5s at 97.

Other Traction Securities

Very little interest was manifested in the Chicago traction
issues during the week, but such transactions as were recorded
were generally at higher prices. Metropolitan Elevated pre-
ferred advanced a point to 48 on reports that the directors of
the company would resume dividend payments on the stock
in the near future. South Side Elevated sold at 7o0. The
feature of the Boston market was a sharp advance.in the price
of Boston Elevated to 140, and the highest figure attained by
the stock for several months. Massachusetts Electric issues
were reactionary, the common declining from 12 to 11, and the
preferred from 49% to 40. West End common advanced 2
points to 82, and the preferred sold at 9g9. Boston & Worcester
preferred was very quiet, but steady, at 59%.

Cleveland Electric stock advanced to 42, buyer sixty days,
on the Cleveland Stock Exchange last week, with cash at 40
and 4o¥5 on a few small lots. Northern Ohio Traction & Light
has varied from 19% to 20 through the week, with®a number
of -small lots sold at both figures. Aurora, Elgin & Chicago
preferred has remained around 71 for some time, but within
the past time a few blocks changed hands at a better figure.
some of them going as high as 73. Washington, Baltimore &
Annapolis pooling certificates were in good demand most of
the week at 1o and one or two points lower.

Security Quotations

The following table shows the present bid quotations for the
leading traction stocks, and the active bonds, as compared
with last weelk:

Jan. z2.

ANIETICAT, TRATISVATSE 5 s s s e k88 eineionm e os e o ame s = 43%

Boston TELEVated = ;s wuw o s « o o o e i om0 e o e n couvt o 0 136%%

srooklyn: Rapid Transits:cees .o oo o 143
(Epeaye (Erval e PR - R atso

Cleveland Electric
Consolidated Traction of New Jersey.............. /s 68
Detroit United

.................................. 38 37
[nterborough-DMetropolitan 7Y
Irterborough-Metropolitan (preferred) 1934
International Traction (COMMON).ceeetvvarenraanns 30 35
Internatieonal Traction (preferred) g4s......ooivne (n‘,{{l 61%
Manhattan Railway ..oceeveernirnceinenniononnans 123 123
Massachusetts Elec. Cos. (common)............... 11550 i
Massachusetts Elec, Cos. (preferved). ... .. 49 K75k
Metropolitan Elevated, Chicago (common)......... arz7V 7
Mctropolitan Elevated, Chicago (preferred)....... 15 46
Metrapolitan SEPEEY cmssnssmievecmesssomsss semssis 20 22
NOFth, AMETICAN s 5 mmmw s s o8 s 66m06 5 85506 o 5 0mss s 53% v/ Ve
Philadelphia Company (common)................. 364 37%
Philadelphia Rapid Transits.s: s eesion oo 18" 1444
Philadelpliia Traction .. msedointemasoleloe = asas oo - 83! 8754
Public Service Corporation certificates 54 5
I'ublic Service Corporation, 5 per cent Rs 85
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Jan. 15 Jan. 22.
South Side Elevated (Chicago)eessueissvmasssenis 68 67
Twin City, Minneapolis (common) 86Y% 8654
Union Traction (Philadelphia)ic: s sss oo onos s 51% 49

a Asked.
Metals

The “Iron Age” says that the question uppermost in the
minds of furnacemen and steel makers alike is that of the
prices for Lake ores for the coming season and it is possible
that it may be settled at an early date. It is realized that
these prices lie at the base of the whole structure, and there is
a strong feeling in favor of maintaining prices. While the
majority of sellers of pig iron are adhering to recently estab-
lished prices, there is a sufficient number of producers who are
willing to accept prices $1.00 to $1.50 per ton less to establish
the market.

Copper metal remains quiet and unchanged at 1334 @ 14c.
for lake, 1354 (@ 13%c. for electrolytic, and 1334 @ 13%c. for
castings.

&
A 4

NEW DIRECTORS OF WASHINGTON RAILWAY & ELECTRIC
COMPANY ORGANIZE

Organization was effected by the newly elected directors of
the Washington Railway & Electric Company, Saturday, Jan.
18. Notwithstanding the previously expressed expectation that
either George Truesdell or William Loeb, Jr., would be made
president, the directors re-clected Allan L. McDermott. [t was
understood, however, that Mr. McDermott’s tenure of office
will be only temporary on account of his ill health, and in his
speech of acceptance he stated his desire that such should be
the case. Providing for an active local head of the company
in Mr. McDermott’s absence the directors created the new posi-
tion of first vice-president, and elected Clarence F. Norment
to fill it. Gen. George H. Ilarries was made second vice-
president, and his dutiecs will continue the same as heretofore.
Other officers elected were: H. W. Fuller, general manager;
F. J. Whitehead, secretary, and W. F. Ham, treasurer and con-
troller; executive committee, Allan L. McDermott (ex-officio) ;
Clarence F. Norment, George Truesdell, Woodbury Blair and
Ward Thoron. As the same directors also represent the
various companies subsidiary to the Washington Railway &
Electric Company, they also elected the same officers for each
of the railway companics, as well as for the Potomac Electric
Power Company. There was an exception in the case of the
latter company in the selection of E. S. Marlow to be treasurer
and L. . Sinclair to be general superintendent. The directors
of the company are: Woodbury Blair, Allan L. McDermott,
Clarence F. Norment, George H. Harries, William Loeb, Jr.,

George Truesdell, and Ward Thoron.
@

THE QUESTION OF WHAT CONSTITUTES A STREET
RAILWAY TO BE SETTLED IN CANADA

———

Representatives from Ottawa, Montreal, Toronto, Winnipeg,
Brantford and other places were present last week at the meet-
ing in Ottawa of the Union of Canadian Municipalities. Among
the many subjects discussed at the meeting was the protection
of municipal rights in Victoria, Calgary, Winnipeg, Fort \WVil-
liam, Port Arthur, Brantford, Hamilton, Toronto, Montreal
and other places. Certain amendments to the Railway Act were
suggested.  The Railway Act provided that a street railway
must make terms with any municipality with respect to running
rights over any street or highway within the corporate limits
of such municipality. The development of electricity, the crea-
tion of the suburban electric roads and the changes in the
methods of transportation have raised the question whether the
term “street railway” in the Railway Act applies to an electric
road outside the municipal confines of a city. The executive of
the union therefore suggested to the Minister of Railways that
it should be made clear in the Railway Act that municipal con-
trol over “street” railways should be made applicable to all
roads operated by electricity or cable. As a result it has been
decided to introduce an amendment to the Railway Act this
session which will have an important bearing on such bills as
the Hamilton Radial and the Montreal & Southern Counties
Railway Companies, now before Parliament.
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ANNUAL REPORT OF AMERICAN LIGHT & TRACTION
COMPANY
The American Light & Traction Company has issued its an-

uual report for the year ended Dec. 31, 1907. The earnings for
the last two years compare as follows:

1907. 1006.

Earnings on stock of subway com-

panies owned.............coiiun.n. $2,236,261 * $2,070,507
Miscellaneous earnings, improvements,

e S A R o s S S o 226,897 193,228

Gross earnings. ........oevvevee... $2,463,158 $2,263,735
Expenses ... i, 36,563 48,000

Nt @arnitgsS: . oimiaiose: o P T *$2,426,505 $2,215,735
Dividends ..o, 1,242,912 1,173,000

Surplus oo $1,183,683 $1,040,766
Reconstruction reserve................ 681,000 80,500

SUEDIUS: womsmimemsme e sms s omsnmsess $502,683 $361,266

*After allowing for 6 per cent on the $14,236,200 preferred
stock outstanding, the balance, $1,572,422, is equal to 23.25 per
cent earned on the $6,760,700 common outstanding.

The profit and loss account compares as follows:

1907. 19006. Changes.
Previous surplus........ $2,490,144 $2,128,878 Inc. $361,266
Year’s surplus.......... 502,683 361,266 Inc. 141,417
Total profit and loss
SUTDIES! memssmsmsmrmss $2,002,827  $2,400,144 Inc. $502,683

The condensed balance sheet as of Dec. 31, 1907, compares as
follows:

ASSETS,
1907. 1906.

Tavested account..................... $26,671,756 $26,739,734
Treasury stocks e ms. wreinns.g s .0 I I
Certificates of indebtedness........... 1,800,777 1,708,183
Earnings received, subway companies. 3,388,408 2,385,332
Bills received, subway companies..... 2,047,812 1,575,537
Manager’s stock contract............. 222,500 227,500
Accounts received. . ..o o msvsimsmonis 95,504 63,560
Interest and dividends................ 41,579
Temporary invested......c.ovvvenunen 220,582 26,156
Cash on hand and in bank............ 621,779 494,456

110 )1 R i S $35,200,600 $33,220,459

-LTABILITIES.

Preferred stock...................... $14,236,200 $14,236,200
Commpen stocka iz e misiss i 15,000,000 15,000,000
Bills payable......................... *1,260,260 500,000
Reconstruction and reserve........... 1,361,500 680,500
Dividends accrued and payable........ 314,053 289,052
Miscellaneous «:..owisessosimsseionss 34,952 15,563
Undivided earnings................... 2,002,927 2,400,144

) O A S e A O $35,200,600 $33,220,450

*Collateral trust 6 per cent notes.

President Emerson McMullen calls attention to the increase in
gross earnings for the twelve months ended: Dec, 31, 1907, which
was 881 per cent over the gross of 1906, with an increase in net
of 9.52 per cent. The dividends charged off during the past
twelve months exceed the amount of dividends of corresponding
twelve months a year ago 5.87 per cent. The surplus for the
twelve months ending Dec. 31 increased 13.62 per cent. The
net surplus for the twelve months (after carrying to “recon-
struction reserve’” the sum of $681,000) exceeded that of same
period last year by $141,417, an increase of 39.14 per cent. The
net earnings for the past twelve months equal $2,426,595; divi-
dends, $1,242,012; surplus, $1,183,683; “reconstruction reserve”
account, $681,000; net surplus for the year, $502,683. The total
undivided earnings to date amount to $4,354,327, less amount
carried to “reserve” account, $1,361,500, leaves surplus Dec. 31,
1907, $2,002,827. The net earnings for the last twelve months
equal 6 per cent on preferred stock and £3.26 on common stock.
Deducting from net earnings, 6 per cent on preferred ($854,172),
and the amount carried to “reserve” ($681,000) leaves a balance
of net earnings equivalent to 13.19 per cent on common stock.
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TOLEDO RAILWAYS & LIGHT COMPANY’S REPORT
FOR YEAR

The Toledo Railways & Light Company has issued its annual
report for the year ended Dec. 31, 1907. The report includes all
the property of the Toledo Gas, Electric & Heating Company,
purchased on June 1, 1907, and operated since that date. In
January, 1907, the company also became the owner of the entire
capital stock of the Toledo, Ottawa Beach & Northern Railway,
and is now operating that road under contract. In March, 1907,
the company purchased the entire capital stock of the Toledo &
Western Railroad Company.

The following is a comparative statement of the earnings, etc.,
of the Toledo Railways & Light Company for the past two
years. The figures for the year 1907 include the earnings of
the Toledo Gas, Electric & Heating Company for the entire
calendar year.

Income account:

1907. 1906.
(GrOSS TECEIPES v s v me s mamanssaossnesa $2,565,200 $2,047,611
Expenses and taxes.................. 1,542,333 1,071,773
Net earnings...... R R R $1,022,867 $975,838
INterest v.vuerereireeeeaneennennnnns 708,166 500,607
STRTIANS o aarse v aoa e o SRR, $314,701 $466,231
Per cent of capital................... 2.27 3.8

The capital stock of the company has been increased from
120,000 shares to 150,000 shares; 18,750 shares have been issued
to stockholders of the Toledo Gas, Electric & Heating Company
in payment of that property. The balance, 11,250 shares, are
unissued.

The report states that, owing to the financial conditions, the
large éxpenditures for improvements, and the company’s ina-
bility to market any treasury assets, it was the consensus of
opinion of the directors to discontinue for the present the
payment of dividends., ;

The general balance sheet as of Dec. 31, 1907, compares as
follows:

ASSETS.
1007. 1900.

Road and equipment................. $28,319,740 $23,013,208
Improvements w:s: s smswemssmswmaans 068,368 584,671
Other permanent investments......... 2,733,550 1,185,680
CUGRENE ASSCESw < sias o8 506 a6 5585 8 s 3 165 504,004 698,466
Sinking and special funds............ 3,876 4.373
BXpentlitilies) s emas oume s s e ssmessimes 2,210,420 1,860,780
Ticket stock..........cooviiiiian.. 41,057 41,486

B 2ot e e e 1o s e o L $34,380,622 $27,388,855

LIABILITIES.

Capital stock.......... 500805 05600000 $13,875,000  $12,000,000
Bonds sacsicaisasasmomm s smanswsnaams 14,500,000 11,283,000
Deferred payments, real estate........ 00,500 00,500
Reallestate sale . vwimas somimesssnsms 31,871 31,870
Accrued liabilities.................... 393,971 250,240
@urrent, liabilities s v wssms e s mwsas 2,234,400 637,808
Earnings . ...oooiiiiiiii i 2,362,976 2,047,071
iRicleets memimrnraminsmemess Ty 41,057 41,486
Profit and 10ss......ovvviiiiiiiniinn 1,341,487 088,339

el woovonsocwoosaos=000000 2R3 0z $34,880,022 $27,388,855

President Henry A. Everett says:

“We are now supplying the city with 1571 magnetic arc lamps
for street lighting, an increase for the year of 195. The city
lighting is the new system of magnetic arc lamps which was
installed during the year 1907, in accordance with the contract
entered into with the City of Toledo in October, 1906, for a
period of ten years from Jan. 1, 1907.

“Extensive berterments have been made on the electric, gas,
heating and railway plants, so that the capital requirements for
1908 will be small.

“The franchises of this company are being operated under
something more than one hundred ordinances of the City of
Toledo and proceedings of the Lucas County Commissioners, all
favorable in their terms.

“Those relating to gas, electricity, power, light, heating and

L]
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the underground conduit system are perpetual, subject only to
the ordinary police regulations and {o the statutory requirements
of the state of Ohio that the prices to be charged shall be regu-
lated at intervals of not exceeding ten years.

“The rights of the company to operate its street railway in
certain streets witl expire Nov. 9, 1910, but the larger part of
the system is being operated under ordinances which expire in
1914, 1015 and 1916, and the demand for transfers from one
part of the system to the other makes it practically certain that
no considerable change in tiie present operation or in fares will
be made until about 1914.

“The company has now 1829 stockholders of record.

“The net results of the year’s operation are unsatisfactory,
owing to an unexpected combination of circumstances which
will probably never occur again. We look forward to a pros-
perous year in 1908, not so much from anticipated growth in
gross ecarnings as from a reduction in expenditures for capital
account and also operating charges.”

At the annual mecting of the stockholders of the company,
held Jan. 16, Louis E. Beilstein and Herman S. Swift, of
Toledo, and Edward W. Moore and Henry A. Everett, of
Cleveland, were re-clected as members of the board of direc-
tors. Charles W. Wason, of Cleveland, and Albion E. Lang
and John F. Collins, of Toledo, retired and their places were
filled by the election of S. D. Carr and Jay K. Secor, of Toledo,
and R. B. Van Cortland, of Montreal. In addition, J. I
Demers, of Quebec, and W. E. Hutton, of Cincinnati, were
elected to the board. The board organized by the election of
the foliowing officers: Henry A. Everett, of Cleveland, presi-
dent; Louis E. Beilstein, of Toledo, vice-president and general
manager ; Edward W. Moire, of Cleveland, vice-president ; Her-
man S. Swift. of Toledo, secretary; S. D. Carr, of Toledo,
treasurer.

e e ®e

LEHIGH VALLEY TRANSIT REPORT FOR YEAR

The annual meeting of stockholders of the Lehigh Valley
Transit Company was held in Allentown Jan. 14. R. P. Stevens
was re-clected president, and John C. Dawson, of Brown Bros.
& Comgpany, was elected vice-president. The directors were re-
clected.

The annual report for the fiscal year ended Nov. 30, 1907,
shows gross earnings of $926,700 by the railway companies and
$104,761 by the electric light properties and from other sources,
or a total gross for the year of $1,031,560. The railway gross
increased $43,054, or 474 per cent over the previous year. Gross
receipts from electric Hght companies increased about 15 per
cent. Operating expenses of the railways were $631,283, an in-
crease over the previous year of 14 per cent. Operating ab-
corbed about 68 per cent of gross earnings. The company’s con-
solidated mortgage bonds began to draw interest from No-
vember, 19006, and the full year’s interest of $81,600 was for the
first time included in the charges. The surplus for the year,
after payment of all fixed charges and taxes, amounted to $5,264.

The year was of unusual importance to the company, as it
was practically the final period in the rehabilitation of the entire
power system. During this time both the old and new power
plants had to be operated, which temporarily increased costs
and expenses. The entire new system is practically completed
and is expected to result in a large reduction in operating ex-
penses. In the item of repairs to cars alone a large saving will
be effected. Under the old system, with different power houses
scattered along the line and varying voltages, the expense of
repairs to motors was especially heavy.

The directors of the company considered the gross earnings
good, in view of the severity of the early winter months of 1907
and the easing off of general business in the latter part of the
vear. The surplus of $5,264, although small, was also consid-
ered satisfactory, in view of the extra cost due to double opera-
tion during part of the power transition period, the increase in
interest charges, wage advances and the general heavier cost of
operation.

President Stevens, who entered the company’s service last
August, says: “We have the largest and best equipped power
system for interurban operation in eastern Pennsylvania, and
hoth service and earnings ought steadily to improve. We have
thoroughly revised the company‘s schedules, so as to give better
service at less expense, and have been effecting economies that
should enable us 10 make a good showing this year, even should
there be a quicting down of general trade.”
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MEETING OF EXECUTIVE COMMITTEE OF ENGINEERING
ASSOCIATION

President Simmons of the Engineering Association has called
a meeting of the executive committee of that association to be
held on Thursday, Jan. 30. The meeting will convene in the
offices of the main association in the Engineering Societies
Building, 29 West Thirty-ninth Street, New York City, at
2 p.om.
P 4...0..

ANNUAL REPORT OF THE NORTH AMERICAN COMPANY

The North American Company has issued its annual report
for the year ended Dec. 31, 1907. The income account com-
pares as follows:

1907 1900
Total TeCelPts : camswsmun o nm omswommon $1,610,005 $2,773,802
Rent, taxes, etC...viveeeneeurnnnennnn. 200,322 99.270
Undivided profits ........cooiviei.... *$1.404,643  $2,674,022
THGIAEITAS oo ains o2 s menism s ergmm s wsmemm 1,117,211 1,487,305
DalaAnGe - o weew s s sems muem s oms e g $287,432 $1,187,317
COMMISSIONS DAL +ms wnmwmnmnvimomn mie  wasiamems  amsmss s
Surplus for year..............oo.... $287,132 $1,187,317
*Equal to 4.7 per cent on the $20,793.300 capital stock.
The undivided profits account shows as follows:
Dividends paid in LOOT s 414 555 coa 0 205 wim ot s 4 3 0 3wt 0 s $1,117,211
Decrease in value of assets as readjusted Dec. 31,
DOOT o6 S d R B s B o 5B G 007168 0 SF 80 L0 438 8 e 2,290,303
Balance as per balance sheet Dec. 31, 1907............ 1,000,614
B ) S D RN $5,404,190
Balance on Dee., 31, TO00.. .. wssasmcmanes s8meessm i 3,099,548
Net income for fiscal year ending Dec. 31, 1907...... 1,404,642
Total s o p vt b s 6 5 w5 I B 15 5 i e e e R e $5,404,190
The general balance sheet as of Dec. 31. 1907, compares as
follows :
ASSETS.
1907 1906
StOCKS v ivt e e $28,548,021  $31,6041,824
RGNS . oy n e 5w 0kt o om0 Bt 8 50 B2 508 5 56 45.520,833 150,202
VGBS | oro 505 6 56 0.0 0.0 05600 0510 S HEC 9601 53 4,047,452 1,603,639
Property and office furniture.......... 1 1
Bills and accounts receivable.......... 2,379 141,729
CASH, v v e o eie e e et s § 186,170 913,055
TOEAL oo e e o s $37,395.301  $34.460,140
LIABILITIES.
1007 1000
Capital stock ........ e e E s "..$20.793,300  $29,791,300
Necoumnts: payable suzssss s ve et e s 51,539
Collateral trust- notes................. 2,500/0000  ssiame:
TAOAMIS: st 007 506 £ S R £ 0 08 S 598 B 6N S 5 ZBT0B38  ceiesmumee
Ageriied TIEEFESt . ovei e womaiomen. 21,508  aaimamss
Dividends ssiciimsmisimrmrsmsmpmeiny  Eatsiaie  saemsn
Funds of construction companies...... 260,075 614,802
Undivided profifs «:issssiminsinsnsmans 1,000,014 3,000,548
Dividends unclaimed ................ 3,630 2861
TOTAL 4 s cee mn ot 65 40 o v o i o s s o il $37,305.361  $34,460,140
-

AFFAIRS IN NEW YORK

Justice Mills, at White Plains, Jan. 18, appointed formér Dis-
trict-Attorney Young temporary receiver of the Westchester
Electric Railway Company, of Mount Vernon, and former
County Clerk Leslie Sutherland temporary receiver of the
Yonkers Railway. The appointments were due to the applica-
tion of the directors, who had set forth that the debts of the
companies aggregate about $5,000,000, and the assets were small.
An order to show cause why the two companies should not be
dissolved is returnable on March 9.

Directors representing the interests of holders and the trustees
of the frst consolidated bonds of the Third Avenue Railroad
have been elected to the boards of certain subsidiaries of the
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Third Avenue, including the -Dry Dock, East Broadway, and
Battery Railroad, Forty-Second Street, Manhattanville, and St.
Nicholas Avenue Railroad, and the Union Railroad. The Cen-
tral Trust Company is trustee of the mortgage securing the
bonds. The elections were in accordance with an agreement
with ‘the receivers, and follow the plan of separating the
Metropolitan and Third Avenue systems.

At the public hearing held Friday, Jan. 17, by the Public
Service Commission for the purpose of hearing suggestions as
to the methods that should be pursued to make possible the
building of additional subways in this city, it was urged by all
speakers that the present Elsberg rapid transit act be amended.
Senator Elsherg, one of the authors of the bill, and for whom
it was named, was among those who thought the act should be
amended. ‘Many speakers were also in favor of securing
legislative action to permit of the extension of the city’s debt
limit so that bonds put out for subway construction would not
be included in the total amount of debt. More power for the
commission was urged by several who spoke.

&
°

DETROIT MAYOR'S SPLEENETIC ADDRESS TO THE
COUNCIL

Mayor Thompson, of Detroit, in submitting his annual address
to the Council Jan. 15 felt it incumbent upon him 1o attack the
Detroit United Railway Company. This he took occasion to do
at the very beginning, making it the first subiject to receive his
attention. In part, Mayor Thompson said:

When, a year ago I addrcssed you for the first time as Mayor of our
city, T emphasized the fact that the street railway situation was the para-
mount qucstion before the people. What was stated then, is repeated now:
The Detroit United Railway can get no new lease of life in our streets,
except upon the fundamental basis of three-cent farcs for all the people
all the time. Mayors and Aldermen may come and go, but the determina-
tion of the people upon this point suffers no change. Of course, there
are those, who, for reasons of personal prejudice or pencuniary profit,
seek to dupe the people into giving away the valuable rights in the streets,
which the strcet railway company must have in order to live. But the
overwhelming majority of the people are too well educated in the merits
of this controversy, and too unselfish and patriotic to yield to the plead-
ings of cither the paid advocate or the petty partisan. If any proof is
needed of the temper of our people upon this question, in addition to
the fate of the “Codd-TTutchins Ordinance,” you need only recall the fact
that when vour honorable body submitted to popular vote the granting
of a large number of valuable extensions to the Detroit United Railway—
whichh were sorely nceded in some districts—the people, even in the dis-
tricts to be benefited, overwhelmingly voted to walk rather than give any
new concessions to the Detroit United Railway. There has been no time
during the past sixteen years, neither under the administration of my
three immediate predecessors, nor myself, when this question could not
have been settled if the company had granted the reasonable demands
of the peoplc. Np settlement could be forced during all these years,
because the city was bound, at least until Nov. 14, 1909, by existing fran-
chise contracts. As long as the company stood upon its rights and de-
manded the letter of its bond, a settlement was out of the question until
its franchises expire. Then it must settle on our terms.

Settle the street car question before that time? Certainly. At any
time. To-night, to-morrow, or next week, if the company chooses. But
settle it right. Neither you nor I can settle it any other way, because
the people who must pass upon it, finally, will see that it is settled right,
when it is settled. Tt rests entirely upon the Detroit United Railway
whether it will now concede three-cent fares for all the people all the
time, or will wait to be forced to do so one year hence, when our
people, exasperated by delays and oppression, will be in the right mood
to drive a hard bargain, not only on the matter of fares, but on the
other matters of paving, taxation, service, time-term of franchise, the
reserved right of municipal purchase and ownership, and the saving of
potential competition for all time by the setting aside, as freegterritory,
of a substantial portion of the downtown terminals for the use of new
competing lines.

The so-called “twenty-four second measure” has been argued before
Judge Swan and awaits his decision. While the court is considering
whether or not it will grant the relief sought, it is our duty to cope
with existing dangerous conditions, by passing an ordinance requiring
two conductors—one to collcct fares and the other to direct the car and
guard the safety of passengers alighting from and boarding the car. If
the court will not let us provide comfort, we can at least secure safety
for our people.

In concluding, the Mayor referred to the decision by the Su-
preme Court of the state against the attempt by the city to
build a street railway line, to be leased at such terms as the
city saw fit to fix, and said that the charter of the city should
be amended so as to make possible municipal ownership of
street railways.
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THE WORK OF THE NEW YORK UTILITIES BOARDS FOR
THE FIRST SIX MONTHS

In compliance with the statute creating them, the Public Ser-
vice Commission for the First and Second Districts of New
York have transmitted to the Legislature their reports cover-
ing the six months from July 1 to Dec. 31.

In the main, the report of the commission for the First Dis-
trict, which includes New York, Kings, Queens and Rich-
mond Counties, embracing Greater New York, is a detail
of the work of the commission, as recorded from day to
day. The most important recommendation contained in the
document is that dealing with the present rapid transit law,
in regard to which four important changes are suggested.
After a general review of the transit imiprovements under
way and planned, the report states that bonds issued for
rapid transit purposes are reckomed as part of the debt in
determining the debt limit of the city, although such mmprove-
ments are not only self-supporting, but revenue earning. The
report continues:

Because of the financial condition of the city, and because
of the present limitation upon the power of the commission to
secure the use of private capital in the construction of rapid
transit routes within the City of New York, the commission
makes the four following recommendations as to legislation :

(1) A Constitutional amendment exempting from the 10 per cent debt
limit bonds for the construction of rapid transit lines, when such rapid
transit lines shall be self-supporting.

(2) An amendment to the rapid transit law providing that leases of
extensions of rapid transit lines may be made to terminate at the same
time as the original ledse, this commission haviug the power, in con-
junction with the Board of Estimate and Apportionment, to fix the terms,
conditions and compensation and to readjust the same, each twenty or
twenty-five years thereafter.

(3) An amendment to the rapid transit law which shall give the local
authorities and this commission the power to allow the construction and
operation of rapid transit lines by private companies upon the payment
of part of the earnings to the city, with a reservation to the city of the
privilege to purchase at any time after a period of not more than twenty
or twenty-five years and without any payment for the franchise itself, and

(4) An amendment to the rapid transit law making it possible for the
local authorities and this commission to let contracts for operation for a
longer period than twenty years, or else to make the lease terminable
at any time after a certain period of not imore than twenty years, with
a provision that the equipment shall be purchased at a fair price by the
city on the termination of the lease.

The report deals with the method of the commission in fol-
lowing up complaints and holding hearings. All told, 179 hear-
ings were held between July 18 and Dec. 31. As a result, the
commission issued 186 orders. Of these, 84 were complaint
orders, 46 were orders for hearings, 42 were final orders, and
14 were general orders calling for information.

The general transit inquiry is touched on rather lightly, but
the improvements in service growing out of it are given in
detail. Then the accident report is transmitted. It shows that
the total number of accidents reported by the ransportation
companies in the six months was 24,209, and that the total num-
ber of deaths occurring in connection therewith was 288. The
report continues:

“The commission believes that no more important work
could be undertaken than the reduction of this death list.
Judicial processes in the nature of criminal prosecutions and
civil suits for damages, partially because of the length of
court calendars and the skill of counsel employed by the
companies, have not been adequate, and regulative requirements
by public officials are all the more necessary.”

According to the report, the gross earnings of the surface,
elevated and subway lines for the period were in excess of
$66,000,000. )

The following is a comparative table of assets and liabilities
from the reports of the street surface, elevated and subway
railroads under the jurisdiction of the commission for the year
ending June 30, 1907 :

Cost of moad and eqIPIITETIE. ks v s doie o ansi $459,802,018
Permanent investment, cash and other asserts....... 164,274,208

IEOTALl ASSEES v 55 5. 55 s o o) 5 a0s s i & 08 s 4 54 5 55 5 s W $624,076,226
Capital stock issued 270,617,350
Funded debt........ 250,977,603
Other liabilities 06,081,265

Total liabilities..........coovvvninn i $617,676,278
IE5Eeas G SO L SR 6,399,948
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[he following is a comparative statement from the reports
of the income account for the year ending June 30, 1907, of
such companies :

Earnings from operation :
From passenger transportation. ... ... ............
From freight transportation.......................
TFrom express transportation.......................

From mail transportation.......... ................ 60,227
From miscellaneous: Sources. suvz s imensvs. sonsnis ) 42,443
Gross earnings from operation................... $£66,003,776

Operating expenses :

Maintenance of ways and structures................ $.4,303,808

Maintenance of equipment.......... B 5,025,603
Maintenance of power plant.......c.cooiiiiinan.. 6,107,673
Operation of cars...... ... ... oo, 15,830,503
ererg D el S e e e e s et e s ol e 6,145,203

otaliop eratin ol enpen St : sv s mam s mememss 350 $37,013,062
Net earnings from operation....................... 20,080,713
Income from Othet SOUICESsswmusws s mss csmswsmsmmemss 2,757,281

N TITCOMAE 5 = voom v 15 0= =5 e 3 ™ 1o = s g o) Rk M B e DL 700

According to the printed report of the State Board of Rail-
road Commissioners for the year ending June 30, 1906, the total
number of passengers carried by all the railroads of the state
was 1,030,775,156, of which 105,757,957 were carried by the
steam roads and 1,535,017,181 by the street surface, elevated and
underground railroads. Of this 1,535,017.181, upwards of 8o
per cent, or 1,249,820,508, were carried by the railroads now
operated under the jurisdiction of this commission. From the
reports filed for the year ending June 30, 1907, it appears that
the increase in passengers transported on these roads within
the First District over the preceding year is 73,338,808, making
a total of 1,323,273,368 passengers transported, daily average of
upwards of 3,560,000 persons.

A very large proportion of this daily traffic—conservatively
estimated at 60 per cent, or something more than 2,000,000—
travels within the limits of four hours, 7.30 to 9.30 in the
morning and 5 to 7 at night. At the time the commission
came into office these companies were thus carrying passen-
gers to the number of 500,000 an hour—more than 10 per cent
of the entire population of the city—during some portions of
the day.

The report of the commission for the second district deals
for the most part with the steam roads. In regard to the elec-
tric railways the commission says it intends to cause annual
inspection of each electric railroad within its jurisdiction. In
its reference to the electric roads in the summary of the report
the commission says: “A summary of the inspections made
during the past six months will be published with the report.
The inspections made include examination of track, roadbed,
bridges, and other permanent structures, power-houses, car
barns and repair shops, methods of operation, protection of
grade crossings by steam roads, train dispatching, block signals,
train rules, running schedules, discipline, sufficiency of service,
and maintenance of equipment. The inspections show general
improvement in track, roadbed and equipment of the electric
roads in this dictrict. Where practicable, derailing devices
have been required to be installed at grade crossings of electric
and steam lines. The speed of suburban and interurban roads
has in recent ycars added greatly to the danger .at highway
crossings, and accidents at such crossings have materially in-
creased. Greater consideration must be given in the future to
protection of the public at crossings of this character. The
part of the report devoted to electric lines also includes con-
sideration in detail of bridges, trestles, structures, guard-rails
and Dbraces, power brakes, operation of trailer cars, single
truck cars, height of car step, vestibules, the overhead trolley
and third-rail systems, and high-potential or alternating-current
systems. The commission is giving attention to the advisability
of ordering an increase in the equipment of electric cars, espe-
cially those in high-speed. service, with some form of power
brakes. The subject of vestibules is also receiving attention.
Some special statistics of electric roads are set forth in the
report.”

e e

Directors of the American Light & Traction Company have
declared the regular quarterly dividend of 114 per cent on the
common and preferred stocks, payable Feb. 1 to stockholders
of record Jan. 24.
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PENNSYLVANIA’S TWO-CENT LAW DECLARED UNCON-
STITUTIONAL

Especially in States where two-cent fare laws on the railroads
have been declared, will interest attach to the decision of the
Supreme Court of Pennsylvania, handed down on Jan. 20, de-
claring the two-cent law in that State unconstitutional. The
opinion confirms the decision of the Common Pleas Court of
Philadelphia, which was handed down last September. It de-
clares that the rcal question is whether the law transgressed
the provisions of the Constitution that the legislative power to
alter charters shall be exercised only in such manner that no
injustice shall be done to the corporators. Continuing, it says:

“The court below found that the act does injustice to the
corporators, in that it reduces the returns from the property
to such an extent as to render it unremunecrative. The cor-
poration is entitled to make a fair profit on every branch of its
business subject to the limitation that its corporate duties must
be performed even though at a loss. The conclusion of the
court below that the enforcement of the act of 1907 against the
complainant would do injustice to the corporators is beyond
just criticism.”

The two-cent fare law was enacted by the last Legislature.
The railroads fought the bill, and after it became a law the
Pennsylvania Railroad instituted suit in the Common Pleas
Court of Philadelphia restraining the County of Philadelphia
from enforcing the law. The railroad contended that the law
was unconstitutional in that it was unreasonable and con-
fiscatory. The county took the case to the State Supreme Court.

NEW GOVERNOR OF NEW IERSEY RECOMMENDS PUBLIC
UTILITIES COMMISSION

John F. Fort was inaugurated Governor of New Jersev, at
Trenton, Tuesday, Jan. 21. In his inaugural address Gov. Fort
recommended moderation in dealing with the railroads and
other corporations, and called for the creation of a public
utilities bill which shall work wisely to the stockholder and the
corporate interests. Another subject that received his attention
was taxation. In regard to the public service bill, the Governor
said :

“A public utilities bill should be enacted that will meet all
the demands of the most advanced thought upon governmental
regulation of public utility corporations. Such a bill cannot
harm such corporations, but will, in my view, strengthen them
and their securities in public confidence. Of course, in the
doing of these things it (the State) should act wisely and with
conservatism, protecting all vested rights ‘of property and the
interests of the innocent holders of the securities of existing
quasi-public corporations. Regulation, therefore, upon a wise
basis, of the operation of these public utilities companies, in-
cluding the fixing of rates and public charges, upon complaint,
and subject to court review, should be intrusted to a proper
board, as well as the right to regulate the output of stock and
the bonded issues of such corporations.

“If this were done it would inure to the benefit of the people
and the companies, for it would fix the value of such securities
and act as a guarantee against their depreciation. Under such
a law the holders of existing securities would find them pro-
tected, and new securities offered would have the confidence of
the people, because of the guarantee of the State that they
were only issued for éxtensions or betterments, and upon some
basis of the cost of such extensions or betterments. [t is
difficult to suggest any legislation that would give greater con-
fidence to the public and investors .than a wise public utilities
bill; and the mere suggestion of its enactment should cause
this class of security holders to feel that their holdings were
strengthened, and that the State was about to aid the managers
of its public utility corporations to conserve their corporate
property for the public benefit and for the protection of invested
capital.

“There should be but one commission in the State for the
regulation of railroads and all public utility companies, and, in
case a new act is passed on this subject, it should embrace all
the powers conferred upon the Board of Railroad Commission-
ers under the act approved on May 15, 1907. The act of 1907
is good as far as it goes, but its powers are not sufficiently
broad or drastic to compel a compliance with its orders or to
reach many matters over which it should have plenary control.
The present method of enforcing orders, provided by the act
of 1907, which requires proceedings in a court of equity, by a
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bill for specific performance, is so absurd as to be almost ludi-
crous. Any order of the commission should become operative
unless court review be commenced by the company affected
within a definite number of days, and, in default of proceedings
for review or compliance with the order, a penalty should be
imposed by the commission; the mere filing of the order for
which in the Stpreme Court should cause it to operate as a
judgment against the property of the defaulting company, with
the enforcement of this judgment by an execution out of the
Supreme Court, as in the case of any other judgment.

“With this sort of a public utilities bill, with a board of four
commissioners, at a reasonable compensation, who should be
required to devote all their time to the duties of the office, and
three of whom should always be necessary to make any order,
good results would be accomplished for the people.”

VS

INDIANA DISCUSSION ON THE RIGHT TO MAKE A
SPECIAL FARE TO A PARK

The Indiana Railroad Commission has had a close question
to decide in the matter of rate discrimination. The Indiana
Union Traction Company, which operates a line between In-
dianapolis and Broad Ripple, was alleged to have discriminated
against the citizens of Broad Ripple in the matter of rates and
the question was submitted to the commission. The commission
sets forth that the fare between Indianapolis and Broad Ripple
in each direction is 10 cents. It is set out also that by an agree-
ment with the White City Company the fare from Indianapolis
to White City and return is 10 cents, and that the citizens of
Broad Ripple in order to obtain advantage of this fare must
have their tickets validated in the White City Park, the ad-
mission to the park being 10 cents. The commission, however,
holds there is no well founded objections to the 10 cents round
trip fare from Indianapolis to Broad Ripple Park, the purpose
of this rate being to induce a flow of traffic from the city of
235,000 inhabitants to a place of amusement and recreation; the
resort is lawful, well conducted and the object is to encourage
patronage as it furnishes an additional point for recreation and
rest for the residents of congested districts in the city.

&-

LEGISLATION IN OHIO

Hon. Walter Ritchie, of Lima, Ohio, appeared before the
Senate Committee on Taxation at Columbus a few days ago and
argued aganist the passage of the Howe bill, which proposes to
place a tax upon the franchises of interurban railroads and all
other public service corporations. Mr. Ritchie said that such a
law would be a death blow to one of the growing forces in the
development of the state, and imade an extended argument
against anything that would retard interurban railway growth
in the state.

It is said that the bill introduced in the Senate by Senator
Schmidt, of Cuyahoga County, wili not only make it easy to
secure rights of way in the streets of Cleveland, but that it will
wipe out all the “sins of omission and commission” of the low-
fare companies in the Forest City, including the financial in-
terest claim aganist the Mayor. The companies will have a
clean slate, if the bill goes through, and the long list of in-
junction suits will then have no reason for existing. In effect,
Mayor Johnson will succeed in legalizing his claim that where
a franchise owned by one company expires in a street it can
be renewed to another company. This idea, it will be remem-
bered, was given the quietus by a court decision some time ago,
and the Mayor was told that his companies would have to seek
the consents of property owners and proceed in the same way
as if no street raliway had ever been operated on the street.

A bill introduced in the General Assembly by Representative

Kealy, of Hamilton County, seeks to confer power to regulate
the service of street railway companies upon boards of public
service. It is clamied that the law giving this authority to
boards of public works was repealed with the Rogers so-year
franchise law and that since that: time the municipal code
statutes have contained nothing regarding it.
- The Wertz bill, establishing an initiative and referendum sys-
tem in municipalities, provides that no ordinance or resolution
granting any franchise or right to a public service corporation,
and no measure involving the expenditure of money, shall take
effect until sixty days after its passage, and in the meantime the
measure may be submitted to a vote of the people on petition
cf 10 per cent of the voters, and if a majority are opposed to
the measure it shall not become effective.
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PUBLIC UTILITIES BILL INTRODUCED IN MASSACHUSETTS

A public utilities commission similar to that created by the
New York Legislature is provided for in a bill introduced in
the Massachusetts Legislature Saturday, Jan. 18. It provides
that the commission shall have supervision over railroads and
street railroads, lying exclusively within the commonwealth.
The commission is to consist of five members, appointed by
the Governor, with the advice of the Council, and will be vested
with the full power of a court in summoning witnesses and de-
manding evidence. Causes of accidents on any railroad or
street railway in which there is loss of life or injury to person
or property shall be investigated by the commission. The com-
mission may investigate or make inquiry in a manner to be de-
termined by it as to any act or thing done or omitted to be
done by a common carrier subject to its prov;slons or violation
of any provision of law or any order of the commission. Com-
plaints made by persons and forwarded to the commission shall
be immediately sent to the person or corporation complained
of, with an order that a satisfactory explanation be given in
writing. If the charges demand investigation, the commission
shall take up the matter at a hearing. Whenever the commis-
sion feels that rates, fare or charges of common carriers are
unreasonable, it shall determine just rates and shall have the
power to fix the same. The commission is to be vested with
the power to approve issues of stock and bonds. All common
carriers must obey the orders of the commission under penalty
of $5,000 for each violation. It is provided that the act shall
take effect July 1, 1908. Power is given to the Governor to
appoint and remove any commissioner for inefficiency, neglect
of duty or misconduct in office. The commissioner shall have
an opportunity to be heard publicly. The term of office shall
be five years, but for the first commission the terms shall expire
yearly from Feb. 1, 1909, until Feb. 1, 1913. The commission, it
is provided, shall exercise all power heretofore conferred upon
the board of railroad commissioners, telephone commissioner
and the board of gas and electric commissioners.

Several other bills affecting street railway companies have
also been filed in the Legislature since the opening of the
session Jan, 1, but none have yet been disposed of. One of the
first (House No. 25) revives interest in the project of Colonel
Butler Ames, now in Congress, for a high-speed interurban
electric railroad between Sullivan Square, Boston, and the cen-
ter of Lowell. One of the difficulties previously encountered
by the company was its inability to get from the edge of the
Boston Elevated Railway territory to the heart of the traffic
center without charging more than a 5-cent fare—the Boston
Elevated rate—for that part of the ride. The bill now filed
suggests that an attempt is to be made to get over this diffi-
culty by securing legislation authorizing electric railroad com-
panies organized under the laws of Massachusetts to build and
operate “elevated or subway structures” longitudinally in the
public ways of cities and towns with the approval of the local
authorities and the Railroad Commissioners. The company
must file plans with the local authorities; these may be altered
by the commissioners after thirty days, and if the local authori-
ties neglect to act or refuse a location,.the company, after three
months, may appeal direct to the commission for a final decision
in the matter.

While this bill comes directly from the Ames people, it may
prove effective in part at least for the Boston & Eastern Electric
Railroad, which in its amended plans proposes entering Post
Office Square, Boston, by way of a tunnel under the harbor
from East Boston and a subway under the city proper. There
is grave doubt whether the Railroad Commissioners have
authority to grant any such location without additional legisla-
tion, but the Ames bill, with one or two slight interpolations,
would cover the rights now questioned for the Boston &
Eastern.

-Two bills intended to provide band concerts in the Metro-
politan Reservations at state expense are of interest to street
railway companies, inasmuch as these concerts are no small fac-
tor in developing summer business on the beach and park routes.
One bill (Senate No. 23) merely authorizes the Metropolitan
Park Commission to attend to the matter; the other (House
No. 15) is imperative. Both mention $25000 to meet the
expense. ’

House No. 75 aims to protect the public from falling electric
wires by giving the Massachusetts Highway Commission
authority to see that all such conductors of electricity are

STREET RAILWAY JOURNAL.

151

placed underground in conduits in all cities and towns of more
than 25,000 population, on or before Jan. 1, 1912. In the re-
maining communities the requirement is to become effective two
years later. The penalty named is a fine to be fixed at the dis-
cretion of the court.

The plan for a through avenue or boulevard across Cam-
bridge and Somerville to connect the park system north of Bos-
tor in developing summer business on the beach and park routes.
No. 6, which names as termini Broadway Park, in Somer-
ville, and the Charles River, at or near Cottage Farm. Each
time that this plan has been urged, it has provided for a
double-track middle reservation for surface cars, which would
be equivalent to an important trunk line for the Boston
Elevated.

Two bills contemplate reorganization of the Railroad Com-
mission. House No. 41, on petition of James T. Heron, pro-
vides that the commissioners shall be elected by the General
Court and their expenses paid from the state treasury in-
stead of being met by assessment on the railroad and railway
corporations. The other, on petition of E. Moody Boynton,
inventor of the bicycle railway, would abolish the commission
and create a railroad court, composed of a chief justice and two
associate justices, appointed by the Governor, with the consent
of his executive council. The salaries mentioned are $7,500
for the chief justice and $5,000 for each of the others. The
bill provides for three expert assistants, at $2,500 each, to be
appointed by the Governor. At present the chairman of the
board receives $6,000, the two others $5,000 each, and the
assistants are inspectors, whose appointment rests with the
board.

The first protest against the movement for higher street rail-
way fares, now becoming general in Massachusetts, was set
by the Railroad Commissioners for Jan. 22 at 10:30 a. m.
It comes from the people of Stoughton, who object to the action
of the Blue Hill Street Railway in raising the fares in their town
from five cents to six, without extending fare limits.

&
v

NEW TRANSFER SYSTEM IN NEW ORLEANS

The New Orleans Railway & Light Company pIaceE- a new
system of transfers in effect on Wednesday morning, January
15. By the new arrangement the schedules and routes in force
provide for practically universal transfers at all intersecting
lines, with the exception that cne of the loop lines will not
transfer to the other, though all ioops will accept transfers
from and give them to the terminal lines. Transfers on trans-
fers will not be accepted.

Prior to the inauguration of the system the company posted
notices in its cars stating that booklets describing its working
could be obtained at the general office on Baronne street. Sev-
cral thousand of these booklets were in instant demand. The
connections of all lines were tabulated in the booklets with the
greatest care, to obtain accuracy in minute details and to fa-
cilitate ready reference.

When the inauguration of the system was announced the com-
pany notified the public that transfers would be issued only on
cash fares and at the time of collection. To facilitate this, con-
ductors will distribute transfers while going through their cars
for fares and punch them when returning from the rear plat-
form.

The principal transfcr-using lines are the Henry Clay, Peters
avenue and Village routes. With the launching of the new
system motormen will stop at all receiving points, regardless of
whether there are cars immediately behind or not. This decision
was reached by the car service men among themselves at a
recent meeting. .

On the evening of January 14 a meeting of the executive
committee of the New Orleans Sewerage and Water Board was
held, at whicli President Foster, of the railway company, dis-
cussed the congestion of traffic arising from construction work
on the streets. Mr. Foster stated that, as a rule, when excava-
tions were made along strcets where there are car tracks, vehicle
traffic used the track as a roadway. Frequently heavy laden
trucks and wagons get stalled, making it impossible to maintain
schedules. He suggested that the engineer of the railway com-
pany and the superintendent of the board map out the excava-
tion work with the contractors so as to cause the least possible
interference with both railway and vehicular traffic. The com-
mittee expressed itself in accord with this plan.



152
THE CLEVELAND SITUATION

Last weck the reports of committees in the street railway
meetings before the City Council were lost sight of to a large
degree, and the Mayor and . H. Goff took matters into their
own hands for a time. The most important question before
them was the estimation of the overhead charges, and the two
men found themselves far apart, with neither willing to concede
on most of the items. Mr. Goff, as the representative of the
Cleveland Electric, had fortified himself with opinions from
prominent engineers on the subject of percentages and the
charges for engineering services. He took this precaution be-
cause he felt certain that he and Mayor Johnson would have
greater difficulty in settling the question of overhead charges
than any other that has yet come up. Mr. Goff’s estimate of
overhead charges, exclusive of brokerage and interest, was $2,-
137,500, while Mayor Johnson’s figures were $401,530.

At a later meeting the two men agreed to refer the question
of overhead charges to a committee of experts, to reconcile the
difference of something like $1,700,000 between them. Mr. Goff
said he wanted to go over the schedule and agree upon the
items to be added, as suggested by the Mayor, and that he would
prefer that it be referred to men who have heard the arguments.
Mr. Christy and Mr. Andrews were suggested as men who
understand these things.

A. B. DuPont made a statement to the effect that the report
on the Chicago street railway question was made up behind
closed doors and that a valuation of $50,000,000 was decided
upon, and the engineers were under the necessity of preparing
figures that would produce this sum. To do so he said that the
old cable lines were put in at their original cost or at the value
they possessed when they were new and that the City Council
accepted the figures. This is the first statement of any impor-
tance that he has made regarding the work on that system, in
which he aided in making a settlement.

Mr. Goff also referred to the report made by Prof. Bemis and
others on the Detroit lines, where the physical property was
valued at $4,000,000, there being 176 miles of track. The Mayor
said that this was the first work that Prof. Bemis had under-
taken and that he had been called to Detroit just after leaving
the Chicago University.

In order to bring the settlement nearer Mr. Goff has conceded
that the Corwin avenue ordinance does not extend the franchises
of the old company on Woodland avenue and the West Side
system to 1910, as has been contended, but that they expire on
February 10, 1908, as Mayor Johnson and City Solicitor Baker
have argued. Mayor Johnson, in turn, stated that he would not
take advantage of the decision of Judge Chapman, which is in
his favor, but at the same time does not amount to so much as
the contention for the West Side franchises for two years.
Under the Chapman decision it was claimed that the Woodland
and Scovill avenue cars would not be able to reach the Public
Square. Relinquishing the claim, however, gives them rights
until 1913 and in some cases until 1914. Mr. Goff made the con-
cession as a waiver and not because he admitted that the com-
pany does not have the right to stand for just what has been
claimed. The Tayler rule, regarding franchises outside of the
city, was also discussed to some extent, but no decision has
been arrived at in regard to it. Both men feel that they will be
able to come to some conclusion on franchise values, however.

Regarding the paving done by the Cleveland Electric, the
Mayor said that, applying a harsh rule, if consents are paid for,
then paving should also be paid for. He said he was willing
to pay whatever it would cost to acquire the same amount of
paving. Robert Hoffman, city engineer and member of the
committee on paving valuation, reported the value of the Cleve-
land Electric paving at $1,814,650.

V'S

LECTURES ON THE ELECTRIFICATION OF STEAM
RAILWAYS AT U. OF M.

Edward P. Burch, electric railway engineer, is giving a course
of lectures to the senior electrical engineering students at the
University of Minnesota on “Electric Traction for Heavy Rail-
way Service.” These lectures supplement the regular course in
electric railways by Professor Springer, and include the fol-
lowing subjects: “Introduction,” “Advantages of Electric
Traction,” “Characteristics of Steam Locomotives,” “Charac-
teristics of Electric Locomotives,” “Problems of Electrification,”
“Load Factor,” “Cost of Steam and Water Power,” “Power
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Plants and Transmission Lines,” “Plans of Complete Electrifica-
tion” and “Data Sheets.”

&

RUMOR OF TERMINAL FOR CINCINNATI

Plans are said to be on foot in Cincinnati to organize a ter-
minal company to build a common entrance to the city for inter-
urban lines and a passenger and express station to cost $500,000.
For some time Cincinnatians have been endeavoring to get rid
of that part of the Miami & Erie Canal lying within the city or
convert it into a parkway of some kind, in order to improve
its appearance. Now the idea is to turn the water from this
canal into Mill Creek and use the ground for a double-track
terminal line to enter the heart of the city. This could be done
by the city’s purchasing the portion of the canal land within its
limits or a purchase or lease of the land by the terminal com-
pany.

Of course, these reports are largely speculative, but it is said
that the syndicate represented by W. Kelsey Schoepf stands
ready to construct the terminal tracks and the interurban station
at a cost of $500,000, if arrangements can be made for the use
of this land for the tracks. The Cincinnati Northern Traction
lines are but a short distance from the point where the canal
crosses the city line, so this would form an entrance for the
whole extensive system of this syndicate. Provision would be
made for the entrance of all other lines now in operation or
any to be constructed in the future, provided they are not
direct competitors of the Schoepf lines. The basis suggested for
their use in this way is three cents for each passenger for the
use of the entrance lines and one cent each for the use of the
station. Expressage could be handled on the basis of weight.

&

EFFECT OF NEW TUNNEL ON BROOKLYN TRAFFIC

Vice-President Calderwood, of the Brooklyn Rapid Transit
Company, issued last Saturday the following statement regard-
ing the effect on the Brooklyn Rapid Transit Company of the
opening of the new subway extension from the Battery, New
York, to Brooklyn, under the East River:

“The receipts of the company have compared very favorably
with last year. Thus the gross receipts and operating cost do -
not appreciably reflect the weight of tunnel service as a trans-
portation factor.

“So far as the traffic is concerned there has, of course, been
a change in the nature of the distribution. This, while more
definitely ascertainable than the revenue side of the proposition,
is somewhat confusing on account of the probable considerable
number who are impelled by curiosity to make use of the sub-
way service from Borough Hall

“We have found a decrease in bridge traffic in the midday.
This, I take it, indicated that some shoppers are making use of
the subway service. There is also during these hours a con-
siderable falling off in traffic to and from South, Hamilton,
Wall and Fulton ferries. On the other hand, our midday traffic
in the borough keeps up very well, indicating that we are
bringing this traffic to the subway instead of to the bridge and
ferries. We anticipated a somewhat similar change in the after
dinner and late theater travel, and provided service accordingly.
Somewhat to my surprise, while there was a considerable trans-
fer at the Borough Hall in the early evening, travel was not
what was anticipated about midnight.

“We have found similar surprises in the effect of redistribu-
tion of travel over the surface lines. Some lines which it is
believed would be affected, as Gates Avenue, Fulton Street and
Putnam Avenue lines, showed increased receipts, while the
Graham and Flushing Avenue lines, which*do not provide direct
service to Borough Hall, seem to be otherwise affected. This is
possibly a result of people traveling to and from the Eastern
District adopting entirely new routes.

“There has, of course, been something of a decrease in sur-
face traffic on the Brooklyn Bridge, with the result that the
cars have been handled with greater regularity and despatch,
which, of course, means much for the traveling public.

“At the two elevated stations in Fulton Street additional sta-
tion force was provided for the sale and collection of tickets,
and substitution of chopping boxes provides freer passage to
and from the platforms. We think that the arrangements as
now made will enable us to handle the business there until the
new central Borough Hall station, plans for which are well
under way, is constructed.”
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MEETING OF THE WISCONSIN ELECTRIC AND INTER-
URBAN RAILWAY ASSOCIATION

The Wisconsin Electric and Interurban Railway Association
met at Milwaukee on Jan. 15 to consider what steps should be
taken to best protect the interests of the electric railways in the
State in the matter of a uniform systcm of accounts and reports
proposed by the State Railroad Commission, and in the adjust-
ment of rates for public utilities. Only about 15 members were
in attendance, and the discussion was informal. The chair-
man, B, F. Parkcr, of Green Bay, appointed a committee con-
sisting of Henry D. Smith, of Appleton; B. G. Broad, of She-
boygan, and J. Carson, of Superior, to act with a similar com-
mittee of three members of the Northwestern Electrical Asso-
ciation in conferring with the State Railroad Commission be-
fore final action is taken on these matters. A committee was
also appointed to draft a new constitution under which the
Interurban Association and the Northwestern Electrical Asso-
ciation could be combined into one state association, having for

members both railway and central station properties.
o

THE NEW HAVEN ELECTRICAL EQUIPMENT

It was announced last week that the Westinghouse Electric &
Manufacturing Company had taken charge of the operation of
the single-phase electrical equipment of the New Haven Rail-
road. The company will take charge of the electrical apparatus
for a period, it is said, of six months for the purpose of demon-
strating its effectiveness. The plan went into effect Jan. 15.

At the New York office of the Westinghouse company the fol-
lowing statement was confirmed as official:

“The report that the Westinghouse Electric & Manufacturing
Company has placed its own men in charge of the operation of
the New York, New Haven & Hartford Railroad’s electrical
equipment on the New York division is true fundamentally.
But this must not be taken to mean that the railroad has raised
any .serious objections to the working of the equipment fur-
nished by this company. The relations of the two companies are
entirely harmonious, and it was at the request of the New
Haven’s executives that our experts were furnished to assist
their own employees in overcoming the minor difficulties of
operation that have been encountered.”

The following statement from the New Haven company was
also authorized: “Ever since the installation of the electric
service on the New York division of the New Haven system the
Westinghouse company has had supervision of its operation and

maintenance and will continue such supervision.”
V'S

ATTEMPT TO DEFRAUD IN WASHINGTON

By the arrest in Washington and New York on Jan. 18, 1908,
of three men the police of tlie two cities believe they have
stopped a very clever scheme to defraud the Washington Rail-
way & Electric Company of Washington. This company sells
six tickets for a quarter and has its tickets printed by a bank
note company, of which one of the men arrested was superin-
tendent of the engraving department. Through this connec-
tion he was able to admit one of the others to the bank note
company’s plant at night, where they abstracted tickets to the
value of several thousands of dollars. These tickets were
shipped to Washington to the third conspirator who was an ex-
conductor and whose business it was to dispose of them, the
proceeds being divided among the prisoners.

Information came to the office of the railway company to-
ward the end of November that counterfeit or stolen tickets
were being dealt in, and the matter was placed in the hands of
Drummond’s Detective Agency of New York City. Mr. Drum-
mond’s pcrsonal investigation speedily convinced him that the
tickets were not counterfeit but were genuine and that the
source of supply must have been some one in the bank note
company. Further work on the case discovered the superinten-
dent of the engraving department as thc connecting link between
the company and the outsiders. After that the matter was plain
sailing.

A search of the house of thc engraver is said to have re-
vealed a large number of tickets as well as finely engraved
plates and dies.

Indepcndent of thc information which the railway company
had, the bank notc company, through its effective system of
checking its work, discovered that something was wrong with
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these railway tickets and at once notified the Washington Rail-
way & Electric Company, and thereafter co-operated in every
way that lay in its power. Both the railway company and the
bank note company are determined that, as far as they can do
so, these men shall be punished to the full extent of the law.

V'S

INTERNATIONAL ELECTRICAL EXPOSITION AT
MARSEILLES

Plans are being completed to open an international electrical
exposition at Marseilles, France, on April 19, 1908. The expo-
sition will remain open until Oct. 31, 1908. It is under the
sanction and authority of the French Government and the City
of Marseilles, and will occupy a largc park called the “Rond
Point du Prado” at the disposal of the committee. This park,
with a superficial area of 60 acrcs, was, in 1906, the site of the
brilliant and successful French Colonial Exhibition, whose
buildings will be used for the electrical exposition. Others have
also been erected.

The exposition will be devoted entirely to applications of elec-
tricity, and will be divided into 17 departments. Exhibits from
American manufacturers are especially invited in the depart-
ments of traction, mining and lifting. The management propose
to give to the section for electric traction a particularly large
space, this being amply justified by the fact that Marseilles, as
the pioneer of electric traction in France, is now in possession
of a street railway system which includes 155 miles of single
track, and of which the generating and sub-stations, as well as
the car shops, will be visited with interest. Mr. Dabs, general
manager of the Marseilles Tramway Company, is one of the
commissioners of the exposition. Paul Diény, commissioner for
the United States, Park Row DBuilding, New York, will an-
nounce the names of the American committee later.

V'S

COMPLETING THE TOLEDO, FOSTORIA & FINDLAY

The 16-mile extension of the Toledo, Fostoria & Findlay
Railway, from Pembcrville to Toledo, has been completed to
Toledo city limit, with the exception of a few hundred feet
over the overhead structurc across the Hocking Valley Railroad,
near LeMoyne, and a short stretch under the Lake Shore &
Michigan Southern tracks near Toledo. Had it not been for
these two grade separations the line would have been in
operation several months ago. The work upon these structures
is being. done by the steam roads and has been much delayed
by bad weather. The overhead structure spoken of is ap-
proached by earth embankments, instead of by the usual trestle.
The steel bridge, upon concrete abutments, being erected by
the Hocking Valley road, will bc 125 ft. long and span the
entire right of way. The subway under the four:tracks of
the Lake Shore & Michigan Southern will also be of concrete,
with four 24-inch I-beams under each rail. The electric gradi-
ents at each of these separations are 4 per cent. At no other
point on the line does the grade exceed 1 per cent, and even this
figure is approached only in two places and for a short distance.

The track is entirely upon private right of way, except through
the village of Wallbridge, a suburb of Toledo, the width being
so ft. At times, to maintain the line, it was necessary to cut
directly through the centers of farms. As a result a 6-mile
tangent resulted. The line has heretofore been operated by
direct current from Fostoria. With the addition of the new
mileage the line is 48 miles long, and to solve the power
question the company has erected at Pemberville a 400-kw sub-
station, buying the alternating current from the Lake Shore
Electric. A 6-mile transmission line has been put in between
that point and Woodvillé; and at the Toledo end, near where
the line is paralleled by the Lake Shore Electric, a direct-cur-
rent feed line from that goad supplies current.

The road is well equipped with cars, having ten modern
coaches and a number of open cars for summer use. Four
new cars recently received from the Niles Car Works are 51
ft. long and equipped with four 93-A motors, geared to 55
miles per hour. The ballast on the line is crushed stone
and is obtained from quarries on the line. The quantity
used is 1800 yards to the mile. J. E. Reeves, of Canal Dover,
Ohio, is the prcsident, and A. J. Krantz, of the same place,
secretary and treasurer of the company. F. W. Adams, of
Fostoria, Ohio, is vice-president and general manager, in
charge of both operation and construction.
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WESTINGHOUSE COMMITTEE AGREES ON BOND PLAN

The Committee of Creditors of the Westinghouse Electric &
Manufacturing Company, which has been working out a glan
for the readjustment of the company’s debt since shortly after
the appointment of receivers last October, madc its plan public
Monday, Jan. 20. As has already been made known, the con-
summation of the plan is conditioned upon the payment of
$7,000,000 of new capital into the treasury for stock which, it
has been understood, President George Westinghouse and his
friends are to take up. It is also provided that the new board
of directors shall meet with the approval of the committce, and
it is specified that the future election of directors to the satisfac-
tion of the creditors be insured by the creation of a voting trust
or similar device. It now remains to secure the assent of the
various classes of creditors to the readjustment plan, and to
obtain the new capital needed. The committee reserves the
power to modify the provisions of the published plan should it
be found impracticable.  The officers of the Westinghouse
Company arc said to have expressed thcir confidence in the
acceptance of the reorganization plan, and look for the early
discharge of the reccivers.

The statement of unsecured debt is as follows:

Cenvertible sinking fund s

per cent gold bonds, due Jan.

e WEW cccoDoTAROTTAG0aTAEGaaD 5000000 50RO DLs T ea o0 $18,500,000
Five per cent gold debenture certificates, due July 1, 1913... 1,069,000
Rills payable ... ... ... i i, $9,200,766.21
Accounts payable, about........... ... ... 3,952,843.13
Indebtedness of subsidiary companies, subscrip-

tions to stocks or honds of subsidiary companies

and indorsements of notes of subsidiary com-

panies and other obligations, for which pro-

vision should be made, about.......ccovvunun 1,368,390.66
Total floating debt, about. . oo ee e enereeeennoneenns 14,531,000

Total unsecured debt to be provided for, about........... $35,000,000

As has been known for a week, the new securities which arc
to provide for the unsecured debt are to take the form of a
twenty-five-year bond issue, bearing 5 per cent interest. These
bonds are to be secured by a first mortgage upon the principal
manufacturing plants of the company and by the pledge of thc
greater part of the company’s unpledged stocks and bonds of
subsidiary and other companies. Although the convertible bonds
outstanding are only $18 500,000, $20,469,000 of the new issue is
to carry the conversion privilege, after Jan. 1, 1910, in order to
give the holders of the $1,909,000 existing debenture certificates
the option of exchanging for bonds with or without the con-
version feature. The amount of the issue which will be re-
quired to take care of the floating debt is estimated at
$14,531,000.

The receivers and the board of directors have approved the
plan, which has also been submitted to Kuhn, Loeb & Company
as the reprcsentatives of large amounts of the collateral trust
notes.

The directors of the British Westinghouse Electric & Manu-
facturing Company have issued a plan for financing that com-
pany’s needs independently of the American company. An
issue of $1,500,000 prior lien debentures is authorized to be used
as follows:

To repay advances from. Damkers. i« .. e« emese oo nmis s s wsvinies $500,000
To meet accounts payable now due........... eaeiteiie o 2 tomesiel e tezot o o 550,000
To meet additional requirements on account of expansion of
DUERTERS] 50050000 R 0008 S EE annrna 00 HEGOA 00 0 GO0T PN GLE000 450,000
o ) IR GRS 50090670 0700 G 6000 300 CR00AD 2:03 00 50 600 06T 0 8 $1,500,000

The new securities were authorized at a meeting of the de-
benture stockholders on Dec. 18. In order that the whole of
this amount might be available for present and future needs,
the American companies agree to accept in liquidation of the
amounts due them, approximately $931,870, shares of the Trac-
tion & Power Securities Company (an asset of the company)
at par. i

The eleven months of the present year show a trading profit
of $380,000 and a net profit of approximately $880900, after pro-
viding for interest on loans and debenture interest. The board
states that there has been a considerable improvement in the
affairs of the company, and that the directors believe that,
barring unfavorable developments in industrial conditions, the
position of the company will continue to improve.
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WEAR OF TROLLEY WIRES WITH SLIDING CONTACT

In making some changes and repairs in the overhead line con-
struction on thc Indianapolis & Cincinnati, near Connersville,
Ind., a few short lengths of trolley wire were recently removed
after having been in service for more than three years. It is
estimated that in that time about 39,000 car movements were
m‘ade under the wirc, each car taking about 40 amperes, at 3300
volts, single-phase alternating current. A bow trolley with
aluminum sliding contactor is used outside of Indianapolis. The
wire removed showed only slight wear, an almost imperceptible
flattening, a little to one side of the center, due to the fact that
the pieces taken out were on a curve. The surface in contact
with the trolley was fairly smooth with some grooving and
occasional small pieces of aluminum embedded in the copper.
There were no signs of pitting or burns from arcs. The
surface of the wire not in .contact with the trolley was covered
with dirt collected from construction locomotives and aother
causes. The loss in weight was trifling, being less than 1 per
cent. The sample was secured through the courtesy of Charles
L. Henry, president of the Indianapolis & Cincinnati Traction

Company.
V'Y

INCREASE IN CAPITAL IN MONTREAL

The directors of the Montreal Street Railway Company have
decided to ask the authorization of the sharcholders to issue
$1,000,000 new stock, and & special meeting of the shareholders
kas been called for Wednesday, Jan. 29, for that purpose.
It is proposed to issue the new stock at 123, or at a premium
of 25 per cent over the par value, and the stock will be allotted
pro rata to shareholders of record at a date to be hereafter
decided. Tt is also announced that the directors have sold in
London $2,300,000 4% per cent debenture bonds, due in 1922, at
027, and the shareholders will also be asked at the special
meeting to authorize the issue and sale of these bonds. It is the
intention of the directors to use the proceeds to extinguish the
floating indebtedness of the company, amounting to some $1,-
200,000, which, according to the last annual statement, includes
$300,000 of bonds due on March 1, $1,000,000 notes sold in
England last June, and $500,000 owing the Bank of Montreal.
After the paying off of the floating indebtedness there will be a
balance of some $500,000, which will be available for the im-
provement and extension of the system. The authorized capital
of the company is $18,000,000, of which $9,000,000 has been
issued, so that, including the new issue, the paid-up capital will
be $10,000,000.

VY

CHANGES IN OPERATING DEPARTMENT METHODS IN
RHODE ISLAND

The Rhode Island Company, of Providence, R. I., announces a
number of changes in the methods of its operating department,
deemcd advisable owing to the fact that many of the individual
car houses are nearly as large at thé present time as the divi-
sions were when the system of division superintendents, having
jurisdiction over several car houses, was first inaugurated. It is
hoped that the change will prove beneficial, as it will enable the
superintendent of transportation to take up matters of disci-
pline, ete, direct with the man in charge of the employes at
each station.

Foremen of the various car barns of the company will assume
immediate charge and supervision of the lines running out of
these barns, and the “divisions” and division superintendents are
to be abolished. Under this change the third division now in
charge of F. H. Brown will be no longer in charge of that
official. He will simply attend to his duties as superintendent of
the Pawtucket Street Railway. A. F. Searls, now first division
superintendent of the Elmwood, Riverpoint and South Provi-
dence barns, will take direct charge of the lines that run solely
out of the Elmwood barn. Foreman G. R. Jerolman becomes
superintendent of the lines operated from the Riverpoint barn.
J. M. Rounds becomes superintendent of the South Providence
barn. Division No. 2, composed of Cranston, Mount Pleasant
and Olneyville lines, is to have three superintendents, as No. 1.
B. D. Sweet, formerly in charge of the division, becomes super-
intendent of the Mount Pleasant service. W. T. Mathewson
will succeed to charge of the Olneyville lines, from which B. D.
Sweet goes to Mount Pleasant, by preference, and B. M. Taylor
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will handle the Cranston lines. J. H. Chamberlain is to have
charge of the line leaving the North Main street barn, and
James F. Downes will have charge of the Traverse street center.
Andrew Potter becomes superintendent of the Riverside terri-
tory.

V'S
v

STREET RAILWAY PATENTS

UNITED STATES PATENTS ISSUED JANUARY 14, 1908

[This department is conducted by Rosenbaum & Stockbridge,
patent atorneys, 140 Nassau Street, New York.]

876,387. Brake Setting Apparatus for Railways; John J.
McNamee, Norwood, Ohio. App. filed Aug. 5, 1907. An elec-
trical device for operating the brakes in conjunction with a
Westinghouse air-brake and which may be readily actuated by
an employce, not upon the car, to set the brakes, and may then
be readily reset by the engineer or motorman of the train.

876,397. Vestibule-Door and Platform Controlling Mechan-
ism; Frank C. Reynolds, Columbus, Ohio. App. filed March
11, 1907. By the movement of a single lever the trap door
provided for closing the space at the top of the car steps may be
first swung up against the end of the car and the door may
then be swung back against said trap door.

876,410. System of Automatic Block Signaling for Rail-
ways; Samuel M. Young, New York, N. Y. App. filed Nov. 1,
1007. A signaling system for a trackway having a plurality of
pairs of tracks divided into block sections and having a single
source of energy for the signals and controlling mechanism, in
which the traffic rails of each section constitute separate con-
ductors for the track circuits and a joint track return for the
signaling current.

876,456. Brake Applying Mechanism; James M. Hines, Al-
bany, N. Y. App. filed Oct. 23, 1907. Relates to brake-applying
mechanism for four-wheel trucks provided with attachments
for automatically taking up the slack in the system due to wear
of the brake-shoes, stretching of the brake-rods, etc.

876,489. Electric Railway System; Samuel B. Rappleye and
John J. Devine, Philadelphia, Pa. App. filed Nov. 22,'1906. An
inverted U-shaped supporting device for the trolley or con-
ductor is attached to the web of the traction rail.

876,492. Trolley Pole Controller; Oscar A. Ross, Chicago,
Ill. App. filed Jan. 12, 1906. The pole is mounted on a swivel-
ing support on the roof of the car and has a trip connection with
its operating spring so that it drops in case of an undue up-
ward movement.

876,504. Control System; George B. Schley, Norwood, Ohio.
App. filed Dec. 31, 1906. A multiple unit train control system
having pneumatically operated main controllers operated by a
master controller of the engineers’ valve type.

876,600. Trolley Guard; Charles W. Sheehan, Lubec, Maine.
App. filed Oct. 11, 1907. Yielding guard arms are mounted on
each side of the trolley wheel, said arms carrying at their top
elastically yielding gates which close over the conductor.

876,650. Electric Railway; Orlando D. Prescott, New York,
N. Y. App. filed May 235, 1006. Relates to the construction of
a spring mounted shoe for under-side engagement with a third-
rail.

876,684. Block Signal Apparatus; Alexander Bevan, Provi-
dence, R. I. App. filed March &, 1907. Adapted for use on
single-track trolley roads to warn cars from entering a block
from opposite directions. Is applicable to “space” cars or
trains on double-track roads. Has circuit-closing devices ac-
tuated by the trolley wheel.

876,703. Engineer’s Brake Valve; Frank H. Dukesmith,
Meadville, Pa. App. filed Dec. 28, 1905. In addition to the
usual functions, the engineer’s valve controls the engine brakes
independently of the train brakes, both as to application and
release, and enables the engine brakes to be quickly released in
case of a burst hose or emergency application of the brakes.

876,722. Trolley; Joseph H. Kroen, Monaco, Pa. App. filed
July 23, 1906. Upwardly projecting guard arms mounted on
the trolley harp carry vertically pivoted rollers on either side of
the trolley wheel.
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876,730. Car Brake Operating Mechanism; Nocklos Rushe,
Rankin, Pa. App. filed Oct. 28 1907. A manually operated
brake for freight cars providing mechanism for retaining the
brake handle in a fixed position after it has been moved, with-
out the use of a ratchet wheel, pawl, dog or similar device.
Uses a gear wheel and reinforced worm.

876,830. Switch Stand and Signaling Device Therefor; Harry
C. Odenkirk, Cleveland, Ohio. App. filed Oct. 15, 1906. Re-
lates to means for operating the signaling device.

876,841. Observation-Swing; Winfield S. Ritch, New York,
N. Y. App. filed Nov. 9, 1007. Details of a pleasure swing.
876,871. Car Vestibule Door and Trap; Charles E. Griffith,

Philadelphia, Pa. App. filed Aug. 20, 1907. The trap is hinged
to the car and also has a vertically adjustable hinged connec-
tion with the door.

876,876. Automatic Pressure Retaining and Graduating Re-
lease Device for Air-Brakes; Even B. Hillman and Louis E.
Roberts, Chico, Cal. App. filed Feb. 14, 1907. Provides means
whereby the brakes may be applied instantly after having been
released, and the second application of the brakes secured with
fully as great a pressure as was employed in the last preceding
application.

&
S <

PERSONAL MENTION

Mr. G. E. MILLER has resigned as superintendent of the
Union Electric Company, of Dubuque, Ia., to accept the position
of general superintendent of the Chattanooga Railways Com-
pany, of Chattanooga, Tenn.

MR. ARTHUR H. MANN has been appointed general master
mechanic of the Michigan United Railways, with headquarters
in Albion, Mich., in charge of the Kalamazoo, Battle Creek and
Albion shops of the company.

MR. P. C. DOLAN has been elected president of the Pitts-
field Street Railway Company, of Pittsfield, Mass., to succeed
the late Mr. Joseph Tucker. Mr. Dolan has for some time heen
general manager of the company.

THE INTERBOROUGH-METROPOLITAN COMPANY
has re-elected six of the retiring directors for a term of three
years. Mr. August Belmont, Jr., was elected a director to fill
a long-standing vacancy. The directors re-elected are: Messrs.
E. Mora Davison, H. M. Fisher, W. Leon Pepperman, Theodore
P. Shonts, R. A. C. Smith and George W. Young.

THE INTER-URBAN RAILWAY COMPANY, of Des
Moines, Ia., announces that the positions of general freight
agent, general passenger agent, superintendent and general road-
master have been abolished, and the following new positions
created, viz.: Traffic manager, in charge of freight, passenger
and industrial departments; general agent, in charge of the Des
Moines station, and superintendent track aud motive power, in
charge of track, buildings and equipment. The following ap-
pointments have been made to these positions: R. A. Belding,
trafic manager; J. F. Johnston, general agent; Geis Botsford,
industrial agent; E. B. Beighler, ticket auditor; F. S. Eberhart,
superintendent track and motive power.

MR. B. M. BROWN, who, as recently noted in the STREET
RAILWAY JoURNAL, has been appointed general superintendent
of the Cincinnati Northern Traction Company, began street
railroading in 1804 with the Columbus Street Railway, at Co-
lumbus, Ohio, as motorman. After two years he was promoted
to division foreman, which position he occupied until December,
1902, when he became superintendent of transportation of the
Dayton, Springfield & Urbana and the Urbana, Bellefontaine &
Northern, with headquarters at Springfield, Ohio. A year and a
half later Mr. Brown was transferred to Columbus and became
superintendent of the Columbus, London & Springfield and the
Columbus, Grove City & Southwestern, occupying this position
until August, 1906, when he was again transferred and became
superintendent of the Dayton & Western and the Dayton &
Northern, now the western district of the Ohio Electric Railway.
On Jan. 15, in addition to the last mentioned, he became super-
intendent of the Cincinnati Northern Traction Company, with
headquarters still remaining at Dayton. Previous to entering
electric railroading Mr. Brown was in train service on steam
roads in the South.
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NEWS OF THE WEEK

CONSTRUCTION NOTES

Items in this department are classified geographically by
States, with an alphabetical arrangement of cities under each
State heading.

For the convenience of readers seeking information on par-
ticular subjects, the character of the individual item is indi-
cated as follows:

* Proposed roads not previously reported.
o Additional information regarding new roads.
7 Extensions and new equipment for operating roads.

Numerals preceding these signs indicate items referring to:

1. Track and roadway.

2. Cars, trucks and rolling stock equipment.
3. Power stations and sub-stations.

4. Car houses and repair shops.

5. Parks and amusement attractions.

1iLOS ANGELES, CAL.—Arrangements have been completed by
which the yellow cars of the Los Angeles Railway Company will be run
into Glendale within a month. These cars will run on an extension of the
Eagle Rock line and will enter Glendale by way of the Verdugo road.
Turning westward on a private right of way between Third and Fourth
Streets the cars will run to Belmont Street. The service on the line is
to be half hourly through from Los Angeles.

+LOS ANGELES, CAL.—The Pacific Electric Railway Company is ex-
pending about $40,000 in the installation of interlocking and derailing
switches and semiphores at the two railroad crossings on the Long Beach
line.

11LOS ANGELES, CAL.—The Los Angeles-Pacific Railway Company
has started work on a line to Toluca from Santa Monica Avenue.

TMONROVIA, CAL.—The Pacific Electric Railway Company has just
completed a station in Monrovia at a cost of $6,000. It is in the modified
niission style of architecture, and is built of reinforced cement, with red
enamelcd metal tile roof. Its dimensions are 121 ft. x 26 ft. Besides the
business office, there are inclosed and open-air waiting rooms, express
and freight storage rooms and a covered loading platform. The interior
is finished in oak, with mission style benches. A double roof and solid
walls, ten inches thick, insure coolness in summer and warmth in winter.

3tRICHMOND, CAL.—The East Shore & Suburban Railway Company
has just purchased from the General Electric Company a soo-kw motor
generator, complete with switchboards, and three zoo-kw transformers,
10,000 to 440 volts.

*RICIHIMOND, CAL.—The Trustees have passed an ordinance granting
to John Nicholl a franchise for an electric street railway.

11SAN DIEGO, CAL.—Petitions were filed with the city clerk several
days ago by the San Diego Electric Railway Company asking for exten-
sions of time for the completion of the construction of the car lines on
First and State, between D and II Streets, to Oct. 1, and of the Old
Town line, from Winder, on India, to Congress and Smith Streets, to
Oct, 22.

iSAN FRANCISCO, CAL.—The Ocean Shore Railway now extends up
the coast fiom Santa Cruz to the new town of Folger, a distance of twenty
miles. From San Francisco end cars are regularly run to the San
Pedro Valley, and the work of extending the line is being carried on
steadily. While 80 per cent of the work is completed, it is necessary for
the company to sell bonds in order to finish in the thorough manner
planned. The bonds are being offered to local investors on the installment
plan and are being sold rapidly in this manner.

+SAN FRANCISCO. CAL.—As soon as the franchises of thc proposed
electric system of the Southern Pacific Company are granted, it is an-
necunced, the actual work of construction in Alameda will commence.
The changing of the motive power from steam to electricity will first start
in Alameda, and then the change will be made in Oakland and Berkeley,
according to the information furnished. With the changing of the steam
system there will also be a change in the manner in which the trains
from other points in the county are handled. The electric service is to be
extended ultimately as far east as Niles, and all electric trains are to run
to the Alameda mole to allow the better handling of the freight and over-
land passenger trains at the Oakland pier. The plans for the power house
to be situated at the estuary shore have been completed, and immediately
after the granting of the franchise in Alameda it is said that work will
commence on its erection. It is possible that the franchises will be
passed at the first meeting. )

$SAN JOSE, CAL.—The City Council has given first reading to an
ordinance providing for the disfranchisement of the San Jose Railroad
Company, which operates five miles of electric car lines within the cor-
porate limits. The road is owned by the Hibernia Savings Bank of San

‘"The distance is seventy-three miles.

Francisco. The ordinance empowers the mayor to cash the company’s
forfeit check and turn the money over to the general fund. The company
was given a standard-gage franchise twenty-two months ago.

iDENVER, COL.—Plans have been about completed for the construc-
tion of a viaduct at Twenty-third Street, which is to bring the Denver &
Interurban Railroad into the city. No definite date has been set for
beginning construction work on the viaduct.

oWASHINGTON, D.'C.—The application for a permit of the Wash-
ington, Spa Spring & Gretta Electric Railroad Company to begin work
on that line has been approved by Engineer Commissioner Morrow. Be-
fore the permit will be granted a deposit of $500 will be required. The
road will be constructed along the lines approved by Commissioner Mor-
row. The railway will run along the Bladensburg Road, from H Street
to the District line and to Spa Spring. B. D. Stevens, of Riverdale, Md.,
is president of this company.

oACWORTH, GA.—Austin Granville, of New York, has petitioned the
Acworth Council for a franchise to run an electric railway through the
streets of Acworth. It is proposed to run the electric railway from
Acworth to Kennesaw, Lena, Noonday, Elizabeth, thence to Marietta, and
north to connect with Allatoona, Bartow, Hugo, Emerson to Cartersville.
A part of the track has already been laid and a large amount of the
machinery ordered. Work will be pushed forward at once.

oATLANTA, GA.—The Atlanta, Norcross & Gainesville Railroad Com-
pany has been organized to construct an electric railway from Atlanta to
Gainesville, a distance of about fifty miles. It will be run through Cham-
blee and Boraville in DeKalb County, Norcross and Buford in Gwinnett
County, and thence into Hall County. The capital stock of the line will
be $15,000, with the right reserved of increasing this amount to any the
incorporators may decide upon. The incorporators are of Hall County
and are H. D. Jaquish, C. C. Sanders, W. B. Smith, J. H. Hunt, R,
Smith, A. J. Mundy, H. B. Smith, M. M. Ham, J. W. Bailey, H. H.
Dean and L. B. Stevens.

1TMACON, GA.—1It is said ‘that the directors of the Macon Railway &
Light Company are contemplating the extension of the Bellevue car line
to the rack tracks at Idle Hour Farm. z

11CAIRO, ILL.—The City Council has granted a franchise to the Cairo
Terminal Traction Company to build an interurban road into Cairo. The
franchise is for fifty years, and entrance into the city is made over
Sycamore Street to Washington Avenue, and down that street to Fourth.
The line must be completed to Mound City and Mounds w1thm three
years and to Villa Ridge in ten years. °

4iCHICAGO, ILL.—The Chicago & Joliet Railroad has increased the
capacity of its Joliet sub-station by the installation of a s500-kw motor
generator set, consisting of a three-phase, 2300-volt induction motor and
an interpole generator. Partly in anticipation of heavy travel during the
coming season between Joliet and Dellwood Park, near Joliet, the capacity
of the Lemont and Summit sub-stations will probably be increased by
500-kw and 250-kw machines. Traffice on the Chicago-Joliet line will be
increased considerably by the erection of a plant to cost $5,000,000 by
the Corn Products Company. The new plant will be located on the line
about four miles from the Chicago terminal.

*CHICAGO, ILL.—The Southern Street Railroad Company, of Chicago,
has been incorporated with a capital stock of $10,000 to operate street
railways in Cook County. The incorporators are J. C. Cleary, John A.
Early and E. J. Stevens.

oPANA, ILL.—The .City Council of Shelbyville has granted a franchise
to the Mattoon-Shelbyville-Pana-Hillsboro Traction Company. The fran-
chise extends for twenty years. The Town Council of Tower Hill has
also granted a franchise to the company, There now remain only a few
towns along the proposed route that have not granted franchises. The
president of the company is W. R. Patton, of Charleston, IIl

oBLOOMINGTON, IND.—The City Council has granted a franchise
to the Grand Central Traction Company, which proposes to build an
electric railway between Indianapolis and Evansville. It is expected that
construction work will begin early in the spring.

*CLINTON, IND.—A mass-meeting of Vermillion County citizens was
held in Clinton on the 18th inst. and preliminary steps were taken to
organize a company to build an interurban line from Clinton to Danville,
I1l. No trouble in securing right of way is predicted, as nearly every
farmer along the route proposed has voluntarily agreed to donafe land
for the road. The Commercial Club of Clinton will endeavor to interest
Terre Haute and Danville capitalists in the enterprise. The proposed
route is studded with a number of prosperous towns, including Hillsdale,
Newport, Cayuga and Perrysville.

fTERRE HAUTE, IND.—Traction service between Terre Haute and
Indianapolis by way of Brazil and Greencastle was inaugurated Jan. zo.
This line makes connection in Terre
Haute with the Paris, Ill., line, thus for the first time linking the three
states, Ohio, Indiana and Illinois, by traction service, Only a short gap
remains between Paris and Danville, Ill., when Missouri will be added.

0ATLANTIC, IOWA.—The Atlantic & Northern Railway Company





