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The New President 
President Roosevelt will enter office with the sympathy and best 

wishes of a united nation. The tragic occurrence which has led to 
his accession to office is in the minds of all no less than his own, 
as he assumes the reins of power which fell last week from the 
hands of his prede cessor in Buffalo. Unwi lling as he was a year ago 
to accept the nomination to the vice-presidency, and yielding only 
because it was the evident wish of the nation that he should accept 
the n0mination, he now enters the presidency with no ante-election 
promises to be fulfilled and free tc carry out the policy which he 
beliens best for the nation. He has already announced that this, 
in his best judgment, is that pursued by his immediate predecessor, 
and the onf under which unexampled prosperity has been brought 
to thi3 country. Those who are acquainted with President Roose
velt know the high principles which direct his actions, hi s devo
tion to what he believes to be his duty, and his ability to command 
the support and respect of his immediate associates and the people 
at large. Impressed as he will be by the responsibility connected 
with the office of President, entering as he is upon his term under 
the sad circumstances which have produced it, and comme.icing 
his administration after that of President McKin ley, whose pol
icies have won the approval of this country, we look forward to 
the administration of the new President with the confident belief 
that the tide of prosperity will not set back and to the same safe 
and conservative management of affairs which characterized that of 
President McKinley. 

Student Supernumeraries 
One of our American college professors has lately written some 

very interesting and instructive articles describing how he indulged 
his taste for nomadic life by becoming a tramp. It would not ap
pear that he made much money in those "wander years," but he 
gained a heap of experience as to what goes on in the social depths, 
and as to why those unhappy depths exist. This year a good many 
college students have taken a similar plunge into the actualities of 
life, but in cleaner waters. As we noted early in the summer, the 
Brooklyn Rapid Transit Company engaged a number of students 
as extras to help it meet the summer rush to the bays and the 
beaches. They are now going back to college, and it is said that 
some of them have laid by enough to take them through the college 
year with a margin for incidentals after board, books and tuition 
expenses have been met. The Brooklyn Eagle says: 

"The officials of the railroad company who employed the small 
host of college men this season, more or less as an experiment, ex
press themselves as being thoroughly satisfied with the work which 
they have done. All of the men have been found to be honest and 
trustworthy in every respect, and, besides, are said to have given 
much cause for satisfaction among passengers on the cars of 
which they were in charge, because of their good breeding and 
politeness. The wish was expressed to-day by General Superin
tendent W. W. Wheatley, who is in charge of all the surface roads 
of the Brooklyn Rapid Transit Company, that he might keep all of 
the college bred men now in the road's employ permanently, and 
thus better the service appreciably. " 

Surely these young men will have benefited by the experience in 
many ways. Some of them some day will be managers and presi
dents of trolley roads, and will get large dividends on this sum
mer's work. In fact, we don't know why it would not be a good 
thing for all who fill such positions to serve first as conductor and 
motorman. Many now at the top have had that experience in the 
past, and their successors would be all the better for it. 

The City Transportation Problem 
George Westinghouse, while in England recently, addressed a 

most interesting and suggestive letter to the London Times on 
the text furnished by Arthur Balfour in his comments on the 
relief afforded by the West London trolleys. We commented 
ourselves not lon g ago on Mr. Balfour's remarks, which derived 
significance not only from the fact that they came from the 
Conservative leader in the British House of Commons, but be-
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cause they were the shrewd observations of a man of deep in
tuition. Mr. vVestinghouse, in his own comment, again em
phasized the value of electric traction, and he pointed out that the 
solution of the London problem carri ed with it that for many 
other congested cities. One utterance of his is remarkably preg

nant with meaning: 
The electric propulsion of vehicles, already well extended, ad

mits, however, of such radical departure from the old way as to 
suggest that we may, by discarding many of our old ideas ~nd 
methods, have a veritable revolution in the prevailing practice. 
This point is illustrated by the fact that an electric railway, upon 
which single cars are run at frequ ent intervals for a distance of 
about 45 miles, parallel to one of the standard railways in the 
United States, is, after being two years in operation, carrying 
twenty times as many passengers as were formerly carried by the 
steam railway between the same points. 

Mr. Westinghouse also suggests that in the not distant future 
there will be central supply stations grinding out current for 
every variety of se rvice, including the trolleys; and in this country 
a long step has already been made in that direction. He goes 
further, however, and outlines a plan of hiring car equipment, not 
unfamiliar here in America, which would certainly do much to 
induce old steam roads to make sooner the inevitable change to 
electricity. 

As to power plants for such whol esa le generation of current, 
Mr. Westinghouse returned to the idea at which he has been 
hammering for years , namely, the use of gas engines, as prime 
movers. To quote his own language: 

Roughly stated, the expense for fuel and labor for the production 
of electricity by a gas-engine equipment will not be grea tly above 
one-third of that of the highest type of steam plant, while, in com
parison with the average steam plant, the fuel consumption and 
cost will not exceed one-quarter. The decreased cost of pro
duction of electricity by means of gas engines, as compared with 
the present steam-engine plants, would enable a Board of Trade 
unit to be sold at so low a figure as to justify a wide use of the 
electric current for cooking and hea ting purposes. In discussing 
the importance of the ch eaper generation of electricity by means 
of gas engines and producer gas, one is met by much scepticism 
and frequently by the arguments of people having contrary in
terests. A sufficient answer to the sceptic and . the interested 
party is the fact that apparatus will be supplied and results guar
anteed. Representatives of large interests , ignoring what has 
heretofore taken place, have observed that to put in a large gas
engine plant would be a great experi ment ; but on this point one 
may reply that it would be a much greater experiment to now 
establish a modern steam-engine alternating generating plant, and, 
in view of what can be accomplished with such economies with 
the gas engine, a far greater ri sk. 

Here is certainly food for thought, and it is never to be for
gotten that Mr. Westinghouse, besides being a profound thinker, 
is ever a leader and a man of action. 

The New York Railroad Club 
Among the pleasantest features of the coming season will be 

the monthly meetings of the New York Railroad Club. Of the 
club's membership quite a large portion is drawn from the street 
railway companies of the Metropolitan district, and the interests of 
this faction will be looked after to a much greater extent this year 
than ever before. The fir st meetin g had been scheduled for Thurs
day, Sept. 19, but out of respect fo r the memory of our 'late Presi
dent it has been postponed a week and will be held on Sept. 26. 
Although primarily a steam rai lroad man's club, the simi
larity of the problems encount ered in steam and electric 
railroading has attracted many street railway men to the 
meetings, while quite a nttm ber of the members have trans
ferred their_ attentions from the operation of the older type of 
railroading to the more modern , and are now solely identified 
with electric railway management . It is, therefore , a great pleas
ure to le:i. rn that at the opening meeting, the paper to be read and 
discussed is on a subject which appeals alike to all classes of rail
road engineers, viz., brakes. The paper will be presented by F. 
M. N ell is, inspector and instructor of the Westinghouse Air Brake 
Company and secretary of the Air Brake Association, and will 
deal with brakes in both railroad and street car work. Th'e well-

known familiarity of the author with his subject, as well as the 
.assurances already received from many eminent engineers and 
specialists of their intention to take part in the discussion, prom
ises a most interesting and instructive evening. General Man
ager Thomas, of the Nashville, Chattanooga & St. Louis Rail
road, has promised to open the discussion. On electric rail
ways, with their constantly increasing acceleration, the question 
of "decelera tion" is of ever-growing importance. As Mr. Vree
land, the club's president, has wittily remarked, " it is easy enough 
to stop the car, but how are you going to stop the passenger?" 
As the satisfactory operation of a high-speed schedule depends 
almost entirely upon the ability of the motorman to start or stop 
his car or train in the smallest possible interval of time, it is most 
important to have at the braking end some negative counterpart of 
the uniformly accelerated velocities obtained by the use of auto
matically r egulated controllers, as found in the types of multiple
unit control systems now perfected. W. B. Yereance, assistant 
to the general superintendent of the Brooklyn Rapid Transit 
Company, the energetic secretary of the club, desires greatly that 
the opening meeting be attended by a large contingent of street 
railway men, and the programme which he has prepared surely 
leaves them little excuse for being absent on Sept. 26. 

The Rochester Convention 
The detailed account of the business sessions of the nineteenth 

annual convention of the New York Street Railway Association, 
which was held in Roch ester last week, is published elsewhere 
in these columns. The report of the discussions, though neces
sarily greatly abridged for these columns, nevertheless occupies 
nearly nine pages in this issue, excluding entirely the , papers 
themselves, which were presented at the convention. This state
ment alone gives the reader a good idea of the extent of the work 
accomplished at Rochester, and a perusal of the pr~ceedings there 
show results and conclusions of the highest every-day practical 
value to street railway operators all over the country. The topics 
discussed were those which every manager of a street railway 
company has to consider, perhaps, a dozen times in the twenty
four hours, and on them he has 1he opinions of men who are op
erating some of the most successful roads in the country. These 
opinions, through the generous policy pursued by the associa
tion, are freely given to the press, and no restriction is placed 
either on their publication or on attendance at any of the annual 
meetings of the association by anyone who possesses any interest 
in street railroading. 

* * * 
The broad policy pursued by the association in this way (and 

by the American Association as well) is so old that its significance 
is perhaps sometimes forgotten. The somewhat popular idea of 
a street railway convention is that of an aggregation of multi
millionaires, who gather in a hotel parlor behind closed doors 
and discuss plans by which the public suffers. Instead of this 
prevalent conception, we finr!. a group of busy men who have 
temporarily left their work to consult together how they can best 
improve their service by making it safer and more desirable. And 
in this connection we wish to say that we believe that tho~e who 
take an active part in discussions of this kind, where the proceed
ings are made public, deserve the thanks of all others in a similar 
line of business, for the light which they throw on disputed ques
tion s of policy, as it must necessarily be done at a considerable 
sacrifice of their time. 

* * * 
Undoubtedly the two most important ques.tions discussed at the 

Rochester convention were on "How to Increase the Efficiency 
of Employees" and on the proposed rules for motormen and con
ductors. The first is, of course, not a subject which can be dis
posed of at a single meeting. As one speaker said, it has afforded 
discussion for the steam railro~d operators for the last fifty years 
and they are not through with it yet. The conditions in street 
railway service, owing to the greater size of the force employed 
.and the larger number of new men engaged annually, make the 
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subject a much more complicated one than in steam railroad 
service. The only result, therefore, which can be expected Imm 
any one meeting is "the interchange of experience and ex
planations of the conditions under which each road operates. 
These, it was found, were exceedingly varied, one road regularly 
engaging and breaking in some 1200 new men every year,. wi11le 
on other roads the force r emains practically unchanged from c ne 
year to another. The methods of discipline were equally varied, 
as some believed in suspensions while on other roads ratings on 
the civil service methods were employed. It was not tile object 
,,f the association at Rochester, still less is it the purpo3c in this 
coh1mn, at this ti111e, to pass upon th e relative advantages of the 
differtnt methods of control. It should be said, h owever, that the 
trend of practice is certainly in the direction of giving emoluments 
in one form or another for good records, and of improving the 
efficiency of the service, both by being more strict in regard to the 
qualifications of applicant s for work and of gradually gettu~g rid 
of those who have proved themselves inefficient. Greater unan
iwity of opi11ion was expressed on the desirability of mutual 
benefit associations among the employees. These are of cnm
parati\·eiy rLcent origin on many roads, but the representatives 
of those co1Ppanies present at Rochester, upon whose lines ass0-
ciations of this kind exist, were a unit in regardin5 them with 
favor, both as a means of instilling an esprit de corps among the 
men, and of hinging them into closer relati ons wit:, the officials 

of the comp.1:r.y. 
* * * 

The report on the standard set of rules and regulations for 
motormen and conductors was another action of importance taken 
at Rochester. There are arguments. of course, both in favor and 
against a standard set of mies. The principal reason against 
them, besides the fact that local conditions have a most important 
bearing on the rules, is that individual managers, like individuals 
in every other line of business, have their own methods of achiev
ing certain results, and these methods being natural to them, are · 
usually more successful than if all tried to follow one general plan. 
On the other hand, the arguments in favor of a standard set of 
rules are equally, if not more, weighty. The question of local 
conditions can be satisfactorily arranged by giving a certain lati

tude to such rules as would be affected by these conditions, and 
the general principles of railroading are sufficiently uniform so that 

they can, in a broad sense, be followed on practically all roads. On 
the other hand, there are two special reasons in favor of uniformity 

in this direction. Each company gets the best of the experience 
of others, and in cases of accident the rules under which the 
motormen work would undoubtedly have a better standing if they 
had the indorsement of all the companies of a State rather than if 
they represented the idea of an individual manager. An added 
value would be given to the rules in this case if they should a lso 
be indorsed by the Railroad Commissioners. Such an indorsement 
would undoubtedly be given them by the latter body if the com

missioners were convinced that the rules were the best which 
could be devised. 

Owing to lack of space in this issue the rules themselves, which, 
it mu'st be understood, were simply tentative and offered as a 
recommendation only, will be published next week. The discus
sion, howev er, is given in this number. The greater part of the di s
cussion was over the feasibility of the rule forbidding passengers 
to ride on steps. The rule, like many others on the li st, was 
formulated by the committee, not because it was thought to be un
questionably the proper thing, but to test the sentiment of the 
delegates. When the discussion of the rules began objection was 
made to thi s rule by a member, who stated that it would be utterly 
impossible to enforce it on some roads at all times; that the people 
would ride on the steps when there was an unusual crowd. He 
was soon followed by members who told of the perfect enforce
ment of thi s rule on their respective roads. Those who maintained 
the impossibility of enforcing the rule then limited their claims as 
to cases of small roads only, where equipment to move large and 

unusual crowds was limited, and policemen were few and far 
between. This theory was unchallenged for several minutes, until 
a former member volunteered the information that it was entirely 
possible to enforce the rul e on small roads at all times and places, 
as he had done it. It did, however, appear later in the di scussion 
that considerable difficulty is sometimes experienced in clearing 
the steps on a small road where a drunk and disorderly picnic 
crowd has to be handl ed. The testimony of managers of both 
large and small properties conclusively showed, however, that it 
is entirely possible to en force the rul e if a determined effort is 
made, and that it is being done under all kinds of conditions. This 
settled the question of possibility, and left the point at issue 
whether it was really desirable to have such a rule or not. With 
conditions as in New York City, where the congestion of traffic 
in narrow streets makes it dangerous to stand on th e running
board, the necessity of the rule is unquestioned. In smaller cities, 
particularly in the West, where there is more room in the streets 
and the motormen in passing teams can always easi ly make allow
ance for the large runnin gboard load which is eve r present on· 

rush trips, we believe that such a rule would not receive fayor 
from either the public or the management. The necess ity for such 

a regulation should be judged very largely by the relative per cent 
of accidents due to passengers riding on the steps. The committee 
on accidents appointed at that same session of the convention 
should be able to throw some light on that at nex t meeting. The 
rule, however, has its legal aspect, which is more important than 
it s practical results on the great majority of roads. It seems 
somewhat likely that the presence of such a rule on the company's 
books and a notification to passengers of its existence and that 
they ride on the step at their own risk would, like the similar rule 
on the steam roads, release the company from liability in case of 
accident to a passenger riding on the step, even though forcible 
mean s were not taken to enforce the rule. How far the ccurts 
would hold to this position is a question, but in view of the pos
sible legal release involved it might be a good rule to allow pas• 
sengers to ride on steps at their own risk only, even if an enforced 
prohibition of step riding was not made. 

* * * 
One of the first things to attract the attention of street railway 

visitors at R och ester last week was the track construction going 
on there in the streets and employing for thi s pieces of old girder 
rail. After seeing this construction it was with special interest 
that the convention li stened to the short paper by Le Grand Brown, 
chief engineer of -the Rochester Railway Company, on this steel
tie construction. The principal point brought out by the paper 
and the di scussion which followed was that the use of a girder 
form of tie, such as afforded by the old rail, held the track down 
and kept it from heaving when the ties wen· surrounded with 
concrete, whereas steel ties of angle-bar form are not so perfectly 
held by the surrounding concrete, and the track can work up and 
down or sideways. Counting the old rail at it s market price, the 
expense of track laid with these, ti es is no more than with wood 
ties, as the steel ties do not need to be laid at such frequent inter
vals as the wood. The elect ri c joint weld ing which is going on 
at Roclit~ter also was a source of much interest to track engineers. 
Those who have visited Buffalo this season have had opportunity 
to see, Ly riding for miles on the Buffalo railway lines, the prac
ticaJ;y perfect results thal are now possible with electric track 
welding after the many years of un successful experiment in that 
direction. 

• • • 
It is impossible m this issue fully to revi ew all of the papers 

presented at Rochester. Some of them were printed and com
mented upon last week, and most of the remaining papers will be 
found in this issue. They speak for themselves and represent 
careful investigation on the part of the writers of the topics treated. 
As most of them were also discussed at len gth by the association, 
a full opportunity was afforded at the meeting to bring out the 
salient features of each, and readers are referred for such analysis 
to the discussion and the papers themselves. 
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The President at Niagara 

On Sept. 6, the day on which he was struck down by the vil
lainous assassin, President McKinley, his wife, a number of friends 
and relatives and diplomats , in all a party of about 107, made a 
trip to Niagara Falls, visiting the power house of the Niagara 
Falls Power Company, and enjoying a ride over the picturesque 

is as follows: Philadelphia Company, $19,000,000; Consolidated 
Traction Company, $27,000,000; Southern Traction Company, 
$5,000,000; total, $51,000,000. According to the terms of the merger, 
the Philadelphia Company acquires the preferred and common 
stocks of the Consolidated Traction Company. To make this 
purchase the company will increase outstanding securities and cre
ate a new collateral bond issue. New 5 per cent bonds to the 
extent of $12,000,000 will be issued, the preferred 5 per cent stock 

Plzoto. Copyrig ht, IQOI, by C. D. Brinckerlzo.ff PRESIDENT MC KINLEY AND PARTY AT NIAGARA 

Gorge Railroad. President McKinley and the party left Buffalo 
by special train over the New York Central Railroad at 9:50 

o'clock and traveled direct to Lewiston, arriving there at 10:07. 

Four special cars had been provided by the Niagara Gorge Rail 
road, and the President occupied the first of these cars. Little 
time was lost in boarding the cars, but the route was traveled 
slowly, thus g iving the party a chance to r ealize all there is in this 
beautiful ride. It was during this trip and only about four hours 
before h e was sho t that th e photograph presented herewith was 
taken. 

Niagara Falls was reached at II :15 o'clock, and the party then 
viewed the fa ll s, President and Mrs. McKinley being driven as 
far as the cen ter of the Suspension Bridge. After th e party had 
partaken of lunch the power plant was visited. T he President 
inspected every part of the great plant, even descending by the 
elevator to the bottom of the pit. Over half an hour was spent at 
th e pow~r h ou se, and at 2 :50 the r eturn trip to Buffalo was b egun 
in o rder that th e President might attend the afternoon ceremonies 
at the Exposition. 

The Pittsburg Consolidation 

T he negotiations for the tran sfer of the control of the Consoli
dated Traction Company and the Southern Traction Company to 
the Philadelphia Company were practically completed last week, 
and formal transfer will probably be completed within forty-five 
days. The transaction involves over $30,000,000, and, when con
summated, the Philadelphia Company will become the parent com
pany, and have complete control of practically all the traction in
terests of Pittsburgh and Allegheny, as well as most of the Alle
gheny County. The total issue of stock of the companies involved 

wi ll be increased by $1,800,000 and the common stock will be in
creased by $8, 100,000. 

----♦----
Parlor and Sleeping Car Service Between Gncinnati and 

Columbus 

The Pomeroy-Mandelbaum syndicate has practically completed 
traffic arrangements with the Appleyard syndicate, of Columbus, 
whereby through parlor and sleeping cars will be operated from 
Cincinnati to Columbus. Th e roads utilized will be the Southern 
Ohio Traction Company to Dayton; the Dayton, Springfield & 
Urbana Railway to Springfield, and the Columbus, London & 
Springfield Railway to Columbus. The first two mentioned are 
in operation, and the last will be completed in the near future. 
This arrangement indicates that the next move will be to operate 
through cars from Cleveland to Cincinnati, the route from Cleve
land being over the Cleveland, Elyria & Western Railway, the 
Cleveland, Ashland & Mansfield Railway, the Mansfield, Galion 
& Crestline Railway, and the Columbus, Delaware & Marion 
Railway, all of which are either in operation or under construc
tion. The scheme of running sleeping cars is by no means vis
ionary, but will be an actual fact as soon as the Columbus, London 
& Springfield Railway is completed, contracts having been. placed 
with the Barney & Smith Manufacturing Company, of Dayton, 
for both sleeping and parlor cars. These cars will be the first of 
their kind ever built for interurban roads. They will be con
siderably larger than the present interurban cars, and will be 
equipped with every possible convenience. It is stated that the 
schedule between Columbus and Cincinnati will be about six 
hours. 
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The Proceedings of the Rochester Convention 

A brief report of the Rochester meeting of the New York State 
Street Railway Association was published in the last issue of this 
paper together with the president's address and three of the 
paper;, The complete report of the discussion is now available, 
and an abstract is given herewith. 

Immediately after the presentation of the president's address 
Professor Carpenter, of Itacha, rose and said: 

MR. CARPENTER.-In view of the sentiments which have been 
expressed in the annual address of our president, I desi~e to offer 
a resolution. This resolution has been carefully considered by 
the officers of this association, and it expresses their sentiments 
as well as my own, and I hope it may express the sentiments of 
all of us unanimously: 

Whereas, The people of the United States have recently, and for the third 
time within the nation's history, been subjected to anguish and humiliation 
by the hand of the assassin, directed against the person and life of their 
chief magistrate, the President; and 

Whereas, Such infamous crimes have been fostered and stimulated by the 
false teaching and malignant purposes of reckless and partisan free speakers 
and of a perverted free press; therefore 

Resolved, That we, the representatives of the Street Railway Association 
of the State of New York, take this opportunity to express our sense of 
detestation for the crime and for all those who openly or covertly aid and 
abet it; and further, we urge and recommend the early passage of such 
legislation by the federal government, and by the several States, as will tend 
to repress anarchy, or the expression of anarchial sentiments and theories, and 
inflict swift and extreme punishment upon all who engage in such treason
able and seditious undertakings, and 

Resolved That we tender to President McKinley the expression of our 
highest co~fidence in the rectitude of his public acts; our sincere sympathy 
and affection for him. in his present peril and suffering from the assassin's 
blow, and our deep detestation of the crime and the criminal, and 

Resolved, That our hearts are made glad by the daily tidings indicating 
the President's sure and early recovery from his grievous wounds, and that 
we hereby supplicate the merciful hand of Divine Providence for the safe
guarding of our stricken and beloved chief magistrate. 

The resolutions were heartily and unanimously adopted. 
The association then received and adopted the report of the 

executive committee, after which Mr. Green, master mechanic 
of the Rochester Railway Company, read a paper on track bond
ing. This was published last week. 

MR. NrcHOLL.-I would like to ask the members of the con
vention what their experience has · been in taking up old bonds 
that have been in the street for from four to six years, particularly 
whether they have been found to be oxidized. We took out 2 

miles or so of track a short time ago and did not find a single 
copper bond which was not oxidized at the connecting point. The 
bonds were of our own make, and the terminals were attached 
to the rails by means of a nut and bolt, but we found that the 
whole bond, not only the terminal, but all the way around, was 
oxidized. I do not think we found a single bond that came out 
as it was put in. 

MR. COLE stated that in Cambridge the bonding had suffered 
greatly from electrolytic action, especially in gravel soil, where 
there were deposits of quicksand. 

MR. SmPLIN stated that his company had suffered severely 
from copper thieves, who would break off exposed bonds. He 
had then tried bonding under the fish-plate. This was more 
satisfactory, but the bonds had to be examined every spring, and 
some would be found broken. He believed the best bond to be 
a short bond close to the end of the rail or a plastic bond. 

The paper on "Accidents," by Daniel W . Patterson, of the 
Metropolitan Street Railway Company, was then read. Thi s 
wi ll be published next week. 

THE PRESIDENT.-The next paper is that by Maurice Hoopes, on 
. "Third-Rail Interurban Railways." Mr. Hoopes is an elec trical 
engineer for J. G. White & Company, of New York. (Mr. 
Hoopes' paper was published last week.) 

A MEMBER.-Can you successfully operate the third rail in an 
open country covered with snow in the winter? 

MR. Ho0PES.- There is no difficulty with th e snow. It can be 
cleaned from the rail very nicely, and there is no difficulty about 
getting contact, but sleet is very difficult to handle. Our ex
perience has shown that we need a better sleet scraper, but no 
scraper will as yet open the road. In fact, eve ry road is subject 
to some sort of interruption during heavy storms. Elevated rail 
roads, with a frequent h eadway, do not have much trouble, but 
roads not having frequent headway do. , 

MR. ELY.- I was told by a motorman of the New York, New 
Haven & Hartford Railroad Company the other day concerning 
the Cohassett line, that they were only both ered twice last winter 
by snow or sleet, and that the improved form of sc raper which 
they have brought into u se was very efficacious in removi ng the 
sleet. 

CoL. ASHLEY W. CoLE.-Some two years ago Colonel Heft told 
me that he thought a plan would be developed by which the shoe 
could be carried along on the underside or alongside the third 
rail. He thought this arrangement would offer greater protec
tion against accidental contact with the rail, and that it would 
also protect the rail from the sleet and ice trouble. I would like 
to ask Mr. Hoopes if he knows whether anything has been done 
in that connection, and, if not, whether it has been found imprac
ticable? 

MR. HooPES.-There has been no such construction under
taken except experimentally, and no sufficient experimenting has 
been done to satisfy anyone as to the results possible. The mat
ter is in the hands of the engineers interested in the subject, and 
I think that such a method of operation is quite possible. It 
would be very expensive for any road to undertake to install such 
an equipment throughout its line , because if not successful it 
would have to be changed over to the standard construction; be
sides it is rather difficult to try that sort of experiment, because 
a ro~d has to wait so long for the critical weather conditions. 
Nevertheless, the arrangement of the shoe resting upon the head of 
a rail, and held there by gravity, is very much easier to employ 
than any system that substitutes springs for gravity. For that 
reason the system that Colonel Heft proposes is objectionable, 
but it is not insurmountably so. I think it is worthy of a trial, 
and I am rather surprised that the colonel ha s not tried it before 
this time, but I am sure he has not. 

THE PRESIDENT.- If there is no further discussion on this sub
ject we will listen to the paper on "Storage Batteries," prepared 
by C. E. Roehl, of the Brooklyn Rapid Transi t. The paper will 
be read by Mr. Morse. (This paper is published elsewhere in this 
issue.) 

MR. MoRSE.-I would like to add that our batteries have been 
in use for about a year and a half, and we have not had to make 
any repairs. We have not been obliged to remove any plates, and 
have no leaky cells, so that our expense in that respect has been 
very small; there has been no buckling of the plates. Of course, 
acid has to be added from time to time. I think, since the in
stallation of the batteries we have used altogether about $200 

worth of acid. 
MR. ELY.-How about the deterioration in plates? 
MR. MoRSE.-It has not been noticable so far. 
MR. ELY.-Can you give any idea of the 'amount of material 

deposited? 
MR. MoRSE.-There is a deposit in the bottom of all the cells, 

but we have not measured it. In fact, it is very hard to take meas
urements, because as the deposit goes to the bottom of our cells 
it fo rms a very hard cake, and if a person tried to dig through 
it, and he was not careful, he would go through the lead under
neath it. I do not suppose the deposit amounts to more than a 
quarter of an inch. 

MR. ELY.-Has it ever been removed? 
MR. MoRSE.-N ot thus far. In time, I suppose, it will fill up 

so as to come very near the bottom of the plates, and then it will 
have to be removed. 

MR. VREELAND.-Some two years ago, while we were erecting 
our large power station, we found that it would be impossibl e to 
get power from it in anywhere near the time required, so there 
was danger that we would have to commence the winter short at 
least a third of the amount of current we required to move our 
cars. It would have been impossible, of course, to have con
structed an additional station and erect smaller generators in 
time. To meet the emergency we made a contract for two stora ge 
battery equipments, which were placed in our car houses at points 
suitable for operation. The cost of fixing up the car houses for 
the batteries amounted to practically nothing. The batteries were 
contracted to he installed in ninety days. They were in working 
operation in that time. They carri ed us through th e winter a nd 
gave us all th e additional power we required. \Ve worked them 
very hard, and, while we put in battery plants for the particular 
reaso ns cited, we found an additional r eason for their co ntinued 
use irrespective of the original purpose. It was thi s : vVith the 
running of large cars, so metime s three to th e bl ock, and some
times with a block covered by cars h eavi ly loaded, we could not, 
with the best system we had, keep up our voltage. At intervals 
the voltage would not remain, du e, probably, to an inferior half 
ton of coal or so that went under the h oilero6, or some other rea
son. This fact reduc ed very materially our speed , and conse
quently our c;irrying cap;icity. As you all know, on som e vny 
h eavy lines we have a fifteen-second headway in the busy part of 
the day, and any decrease in speed means pract ically a congestion 
on that lin e. By the aid o f the batteries we were able to ho ld a 
co nstant 550 volt s. Such depreciation as appeared was due to th e 
fact that the manufacturer s limited them selves in the weight of 
the plates. At the present time the batteri es are running as hi gh 
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as 600 lbs. and 700 lbs. t o the h orse-power. W e have found, 
then, that there is practically n o deterioration of the batt ery at 
all as to capacity, even with the batt eries worked hard. We know 
this from the fact that we have taken the batteries apart and 
moved them to other locations. They were simply set up at first 
for an emergency, but at the present time we are equipping nearly 
every rotary converter station with them. We have, also, very 
large batteri es at our large power station, and we will add, during 
the next year, about a million dollars' worth of batteries to that 
plant.. 

The paper by Mr. Barnes, on " Brakes for Electric Cars," was 
then read by Col. A. \V. Cole. It was published last week. 

MR. VREELAND.-As a member of the association and member 
of the executive committee, I want to thank Mr. Barnes for the 
valuable paper he has placed before us, and I want to call special 
attention to one point in it, and that is the question of proper 
inspection. That this is not properly done by a majority of the 
roads is very thoroughly understood. I had occasion, a year or 
two ago, with Mr. Barnes, and at hi s r equest , to look at a rail
road that is operated under very severe conditions, and they 
claimed to him that th ey had satisfactory appliances which would 
stop their cars in case of an emergency. We picked out a car at 
random and tested it, and the emergency part of it would not 
work at all; we could not make it work. I think we examined 
three or four cars and n ot on e of them worked. 

Th ere was an accident in a certain city a few year s ago which 
I was called upon t o look into. The cars were equipped with 
em ergency attachments, but you could take any car at random 
and make an effort to throw th e automatic device, and it would 
not come within 5 ins. o f the point wh ere it would be of any 
utility. Not but that it was perfect when it was installed. but 
from the fact that it was only to be used in case of an emergency, 
possibly only once in a year , n obody paid any att entio n to it. A 
large proporti on of the acci dents due to defect ive brakes will be 
found, on close inves tigation, to have been caused by careless or 
improper inspection , or possibly to n o inspection a t a ll. The best 
rules in the world we can formulate for the government of our 
motormen wi ll be worth less if the motormen are not kept up to 
th e rules. In the sam e way, if the in spector s do not do their duty, 
there is absolut ely no safety in any brake we may put on, no mat 
ter how much m on ey we spend on it. 

MR. CARPENTER,_:! think most of you kn ow the sho rt line that 
we have at Ithaca. W e have a good many very bad curves and 
some very severe grades, a nd the question of the emergency 
brake has been di scussed by us a g reat many times. N everthe
less, I have practically com e to the conclusion that even on our 
lin e em ergency brakes are not of much h elp. I think the only 
severe accidents we have had o n hill s were aggravated at least 
by the use of a sh oe-brake. While, in many cases, the shoe-brake 
or emergency brake has not worked at all when we have called 
upon it, in these particular cases it did work, yet the car went 
a long distance, and did a considerable amount o f damage. It 
has seem ed to me that , unless we have som ething for emergency 
use which is also in everyday u se, it is pretty certain to be of no 
valu e when the em ergency comes. Vv e are running car s about 
18 ft. in leng th ·with hand brakes. Rece ntly we h ave lrnd the 
motormen trained in operating the moto rs as generators, so that , 
in case of an accident to the brakes, and as a last r esort , they can 
employ that method, and it promises bett er for us than any 
emergency brake which we have tri ed or with which I am 
acquainted. 

MR. M oRGAN.-During the past year we have equipped our 
road at Niagara with the Price fri ctio n brake, and I am glad to 
say that thus far it has been v~ry satisfactory. I take a certain 
distance o f road and I r equire that nothing shall be used but the 
han'd brake; on the rest of the road we allow the friction brake 
only t o be u sed so as to keep both of these brakes in good con-
dition. • 

The convention then adjourned for luncheon, to meet at 2:30 
o'clock p. m . 

TUESDAY AFTERNOON SESSION 

THE PRESIDENT.- The first order of business will be the discus
sion upon the remarks made by Mr. Vreeland last year on "How 
to Increase Efficiency of Employees." Mr. Vreeland has nomi
nat ed Mr. Connette t o speak first on this subj ect. 

MR. CoNNETTE.-I submitted a short paper at the last meeting 
of the New York State Convention on this particular subject, and 
that, t o a very large extent, covers my views in regard to how we 
can promote and increase the efficiency of our employees. Dis
cipline is defined as follows: First, subjection to rule , submissive
ness to order and control; second, training to act in accordance 
with established rules; third, the treatment suited to a disciple or 
learner, education, development of faculties by instruction and 
exercise; training; fourth, correction, punishment inflicted by way 
of correction and training. The United States army has rules 

and regulation s which govern the conduct of soldiers, and I be
liev e that perhaps mistakes are sometimes made by endeavoring 
to apply military discipline in the government of employees of 
corporations. The United States army, of course, can enforce 
its discipline by law, with a penalty of imprisonment or, perhaps, a 
more se rious punishment, while with corporations that is not the 
case. You can discharge a man for the most severe act that he 
might possibly commit, but a di scharge to some men does not 
count for much. I would define discipline as applied to private 
corporations somet hing like this: First, obedience to rules and 
instruction; second, recognition of authority; third, zeal and dili
gence in obtaining proficiency of performance; fourth, treatment 
by means of correction for any infraction of the foregoing stipula
tion. 

I think strict obedience to a few rules is proper discipline. It 
is, perhaps, a fault with a large number of us that we have too 
many rules which we fail to enforce. It is the policy of some to 
issue rules containing ambiguous sentences, and winding up with 
threats of discharge or suspension, which are never , enforced. 
They consequently amount to nothing more than a scare-crow, 
and any rules that are issued for the purpose of a scare-crow do 
not tend toward good discipline. I think that all rules and regula
tions should be in plain, simple language; there should be only a 
few, and those rul es should be enforced. 

The most important matter though, I think, is the question of 
how to handle the m en. Some men when they are placed in 
charge as forem en are liable to allow their stomachs or their ill
temper or their bad judgment to govern. Men sometimes, when 
they come out in the morning, are afflicted with, perhaps, a case 
of indigestion; they do not feel good, and they take out their spite 
on some particular employee; and we should, as far as possible, 
it strikes me, in the handling of our employees, not allow any ill
fceli ng, o r any ill-temper, or any favor or prejudice to govern or 
to bias us in trying to enforce the discipline of the road. All men 
are not const ituted to manage m en. Mistakes in appointment of 
foremen or men in authority who are not capable of administering 
justice and equality are many times the source of unrest, discon
tent and disturbance among employees. Some men have the 
capacity to govern and direct, but are not equipped with that 
diplomacy and conservatism necessary to obtain the best results. 

Another thing that should be considered in the handling of 
men, in my judgment, is that we should not only be governed 
without prejudice or favor, but we should recognize mocit as well 
as neglect of duty. We are all of us too anxious to find fault, to 
criticize, to reprimand, and if we were just as equally anxious to 
commend, to say a good word to an employee when he does his 
duty faithfully, honestly and conscientiously, we would, perhaps, 
create a bett er feeling among the men, because they would recog
nize that merit and ability were noticed as well as infractions of 
the rul es or neglect of duty. When a man feels that when he does 
his duty it is recognized, you get the best result; that is, when 
you have got the men co-operating with you, when you get the 
m en in the state of mind that they feel that the interest of the 
co mpany is their interest , when th ey feel that the success of the 
company m eans their success. 

As to the penalty for infraction of the rules I believe that it 
sh ould be administered in such a manner as you would like to 
have it inflicted upon you were you in the other man's place. For 
instance, if a superintendent or general manager or any other 
officer who has control of men, sees an employee violating a rule 
o r doing something that he ought not to do, he should call his 
employee to him at a proper time and say to him he had violated 
the rule. He should speak to him as man to man, and convince him 
that he had trespassed upon the di scipline of the company, and that 
he should be punished for it. Then when you do that it strikes 
me that that man's record ought to be taken into consideration; 
if he had been in the employ of the company for a long time, and 
has served the company faithfully and honestly in the discharge 
of his duties, and this is his first offense, I think that that should 
count for much as to the amount or the extent of the penalty 
which should be inflicted upon that particular employee. 'vVe 
can not, in my judgment, make rules of punishment that are ap
plicable for the same offense to th e entire corps of men, because 
we must recognize service; we must recognize that men are not 
infallible, and that some time ·or other they will go wrong. But 
if it is the first offense, or even a second offense, we should recog
nize in that man the duty which he has performed prior to this 
time or prior to the time that he had committed the particular 
offense, and let that govern us in the penalty which we shEJuld 
apply for the particular offense which he has committed. 

THE PRESIDENT.-Mr. Root will discuss the topic, "Benefits of 
Associations." 

MR. RooT.-The Metropolitan Street Railway Association was 
formed in the spring of 1897, with a membership of about fifty, and 
from this it has steadily grown until to-day it has a membership of 
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over four thousand. T he dues are 50 cents a month, which is the 
onnly expense to which its members are liable. It pays a sick benefit 
of $r per day, with a maximum amount of $90 in any one year, and 
a $150 death benefit to a beneficiary stipulated in the agreement, 
which is signed by the member upon entering the association. It 
has a library of 2000 volumes, donated by the company, which is 
free to the members and their famili es. It has a physician, whose 
services are free to members, and who 1s subject to call at all times 
of the members, either at the company's depots or at the members' 
homes. It has a bed in St. Vincent 's Hospital, given by President 
Vreeland. It has six pool tables, located at the different depots, 
given by a director of the company. The general manager of the 
company is the president of the association, ~::e treasurer of the 
company is the treasurer of the association and the secretary is a 
special officer, appointed by the president of the association. The 
board of trustees con sists of seven members-the president, three 
appointed by the pres ident, and three elected by the members 'of 
the association at the annual meeting. The only salaried officer is 
the secretary, who is paid by the company. The association has paid 
during the five years of its existence over $60,000 in sick and death 
benefits. The association gives annually a picnic and a ball, from 
which $2,000 each year, on an average, ha s been turned into the 
treasury of the association. Meeting rooms, library, pool room s, 
etc., have been furni shed by the company. The association is under 
absolutely no expense, except the payment of sick and death benefit s 
and the stipulated salary of a phys ician. The company gin:s to 
the members of the association, annually a t Carnegie Hall, an en 
tertainment, at which the highest class vaudeville arti sts appear. 

The benefits derived from such an association mav be divided into 
two classes : (I) The benefit derived by the employee, an cl ( 2) 
the benefits derived by the employer. There is nothin g which prob
ably appeals more strongly to the large maj ority of people, certainly 
to thosewho have to work for a living, than those things which yield 
a direct or indirect financial return. No one can fail to see the 
great benefit which the di stribution o f from $10,000 to $15,000 a 
year means to the men who are working for wages, on which, at the 
best, they are only able to support themselves and family in times 
of health and prosperity. Besides, the service of a physician, the 
free use of a library, the OPP,Ortunity to play pool or billiards in a 
well-lighte«;I and well-ventilated room at the nomin al cost o f a 
cent a cue, are indirect financial benefits as well as pleasures, which 
are bound to be appreciated by any body of intelligent working
men, such as are employed by strcec railway companies. 

The second class of benefits from these associations-the benefit 
to the employer or stockholder- is not so tangible as those received 
by the employee, but, nevertheless, exist , to a large extent, and are 
apparent to those who are closely in touch with- th e. workings of 
such associations and their bearing upon the management of the 
company's affairs. It may be difficult to demon strate to an outsider , 
or to put your finger upon particular cases, where the use of the 
library or the association rooms or the pool tables accrues to the 
advantage of the company. It is unqu estionably true to my mind, 
however, that all of these things create a certain sentiment in the 
mind of the employee fa vorable to hi s employers, and which in 
times of labor. troubles, when the misguided and ·un scrupulous 
agitator attempts to cause di ssati sfaction , crystalli zes into a feeling 
of loyalty toward the company, which could not ha,·e been gained 
irt any other way. At th1~ monthly meetings o f the Metropolitan 
Association, which are hel ;J in the association rooms, and a t which 
men of prominence, and officers of the company, speak to the men. 
the employer, as represented by the official s o f the company, is 
brought into a personal relation with his employees, not as em
ployer and employee, but as man to man, a'nd in thi s way there is 
established a personal relation between them, and a feeling of 
friendliness which certainly, in a large company like the Metro
politan, is not possible in any other way. I believe, as illustrated 
in the late trouble in Dayton, Ohio, which the N ational Cash 
Register Company had with it s men, that it is possible to overdo this 
character of work. I do not believe, however, that we have done 
this in New York, and as an illustration of the spirit in which the 
men have accepted these innovations, one of the pool rooms, located 
at Fiftieth Street and Seventh Avenue, takes in, on an average of 
$45 a week. Several games of pool at a cent a cue must be played 
in the course of a week to make the r eceipts o f a room $45. 

There are, to my minci, three predomin ate problems in the 
·handling of a street railway property. First, is the r elation of the 
management to its employees ; second, its relation to the public and 
the press; and, third, its relation to the State and city officials. 
Of these, the relation of the management to its employees is of the 
greatest importance. However unjust it may be to the responsible 
head of any street railway property, nevertheless how often has it 
been the case that the faithful and efficient work of years has been 
practically forgotten and nullified by differences which have ari sen 
with the company's employees. The fact that a manager has been 

able to opera te his road" at a less cost than ever before, and has 
brought the standard o f equipment and th·e roadbed and entire 
physical condition o f the property to a higher level, is apt to be 
overlooked by the company's director s and stockholder s in case 
serious labor difficulties ari se. I believe that the interest the em
ployees take in a financial i1wes t111en t o t 50 cen ts a month in an 
association, and the enjoyment of the oppo rtun iti es a fforded by the 
libraries, pool rooms a1id entertainments, etc., toge ther with the 
personal contact between the employees and management, brings 
about a relation between them similar to that which the millions 
deposited in savings banks bring about between citizen s anrl their 
government. I think, with rare exception s, that there will be found 
among the savings bank depositor s but few anarchists, socialists, or 
those who are di ssati sfied with existing conditions. T he million s of 
savings bank depositors are one of the strongest influences toward 
the proper government o f any country, and I believe that the 
financial and other interest s of employees in a str eet railway com
pany, through their a ssociation, are equally st rong influences for 
good. 

We are living in an ag ..: of prog ress in which no industry has 
made inore rapiJ strides than the street railway. \!\That was con 
sidered ten years ago a liberal poiicy on the part of street r a il 
way companies toward their employees would be con sidered con
servative to-day. The methods cf ten year s ago have become 
obsolete, and can not he used eff ectually at the present time. The 
relation of capital and labor , as represented in street railway prop
erties, has undergon e a r adical change 111 favo r o f the condition of 
labor. The betterment o f labor condition s has been just and 
fair, and, in my opinion, any street ra ilway management will do 
well to recognize it and meet it with libe rali ty. T here is no better 
way of keeping abreast of thi s movement than the encouragemen t 
and fo stering o f mutual benefit associa tion s. 

I have heard managers o f street railway properti es ask the ques
tion, which is a heritage from the old street rai lway days : ' 'Aren 't 
you afraid to allow your employees to get togeth er and di scu ss the 
affairs of the company and their feelings towar<l their employer s. " 
I unhesitatingly say that J believe that every street railway com 
pany should be in a pos ition to say, with the M etropolitan Street 
Railway Company, that it has nothing to fear from its employees 
assembling togeth er. There are many things that are n ecessary in 
order to es tabli sh proper relation s between the management o f a 
company and its employee.~. but I believe that the most potent fac 
tor of all is the benefits receiYed by the ·employees th ro ugh an as
sociation and the relation :; which the social side of such an asso
ciation establish between the management and its men. 

TuE PRESIDENT.-l:Vlr. Wheatley will now di scuss the select ion 
and training of employees. 

MR. \VH EATL EY.-\Vithout going into the generaliti es, I want 
to give you a leaf out of my experi ence in th e se lection of m en, a s 
I think that these conventions ought largely t o be stat ements of 
experiences; and we can get the mos t out o f th em when each man 
comes here and tells his own practical experi ence. In the se lec
tion of our conductors and m oto rm en we r equire each of them to 
state in hi s application where he has worked , what he has been 
doing for the past fiv e years, and to g ive the names of three o r 
more reputabl e per son s t o whom h e can r efer , or bring from such 
per son s letters of r ecommendation. A ft er th at has been do ne we 
have an investigator go to the address g iYe n by the applican t to 
a scertain whether he liv es at that address, and what hi s neighbo rs 
and acquaintances in that vicinity have to say of hi s r eputa tion 
and his character. In the case of a man who com es to us fro m a 
distant city we naturally can no t do this direc tly. \Vhen we be
come satisfied of the fitness of th e applicant in that r espect he is 
sent for and is then put into the school of training. O ur syst em 
of training is different for conducto rs and moto rmen. The con
ductors are first assigned to a division on whi ch th ere may be 
several lines; on each of these lines he is r equired to go with o ne 
of the most competent men we have in the service and m ake a 
stated number of trips by day and by ni ght, to be certifi ed to by 
that man, as well as by the lin e inspec tor in charge of that line. 
In training our motormen we pass them throug h the sam e ex
perience as conductors , except that befo re they are assigned to a 
divi sion they are sent to our electrical in specto r. H e is provided 
with a school car which ha s trap doors, expos ing th e m otors and 
th e gearing ; it is also provided with ammeters and voltmet ers, 
and the applicant is there g iven as much in struction as he can 
receive within a week or ten days' time. Th e instructor then 
certifies to his competency, and he is r ecorded as No. r, 2, 3 or 4. 
He is then assigned to a division and lines in the div isio n in the 
same manner as a conductor. When he is r eady fo r wo rk the di
vision superintendent takes him in hand, and about the first ques
tion he asks him is : "Have you a copy o f th e book of rul es: if 
so, what would you do in thi s case or that ?" In th is way the 
superintendent goes through the mai n points in the book of rules 
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to ascertain whether the applicant has made himself sufficiently 
fa miliar, not with all the rules, for that would be .impossible within 
two weeks' time, but with the main safety rules. Having satisfied 
himself that th e prospective employee sufficiently understands his 
duti es, the man is put upon a car. Upon being assigned to work 
he is still kept under the surveillance of the inspector of the line 
on which he is running until that inspector is satisfied that he is 
fu lly competent to operate a car. This brings us up to the point 
of the discipline of our men. 

Discipline, as Mr. Connette has told you, is only another name 
fo r training. The weak spot in most of our systems is the 'in
sufficiency of training that we give to our men before we permit 
them to operate a car. In the twenty-five years that I have been 
connected with steam railroads I have known of no case in which 
the superintendent of a steam railroad would consider a man 
competent to go into the train service, and would call him broken 
in as a competent man, until he had been there at least six months 
or a year. In the administration of discipline I agree entirely 
with one of the previous speakers who said that you can not make 
a hard and fast rule to be appli ed to all m en at all times for the 
same offense. You must take into consideration the individuality 
of the man and th e effect that you want to produc e upon his mind. 
T here are times when ten days or thirty days must be given in 
order to make the n ecessary impression, for there are some men 
upon whose minds you can not make an impression by talking 
to them. 

It was sai d in one of the di scussions to -day that it was one 
thing to make rules and regulations and another thing to know 
that the m en always obeyed them. That is another point in the 
training of the m en in which I think we should all be exceedingly 
careful, i. e., not only to provide them with the necessary rules 
and regulations, but to have such a sys tem of inspection as will 
enable us to know that the rules and regulations are obeyed. 

'Ne have another condition in Brooklyn which I think is rather 
peculiar to our system. O ur excursion business in the summer 
makes it necessary fo r us to hire some 1200 to 1500 new men every 
spring, and we have to put them on the road at the rate of from 
3 00 to 400 a month. We commence the first of April and we do 
not get through until July. I would like to have you realize 
what that m eans in the operation of a large sys tem. A short 
time ago I asked an officer of the O ntario & Western Railroad 
Company how many train men they had in their entire train 
se rvice. H e to ld m e they had 480. Some of our larger railroad 
sys tems do not have m ore than 1200 to 1500 men in their train 
service, and I dare say that not one of the officers of any of those 
roads would look upon the situation of breaking in an entire new 
fo rce on his road without a g reat deal of fear and tremblin a · but 
that is what we have to do in Brooklyn each and every s;~ing, 
and we wi ll not get th e same men next spring that we had this 
spring. 

There is another fac t that is peculiar to street railway operation 
as distingui shed from steam railroad operati on, and which has a 
very important bearing on training of the men and the efficiency 
of their work. On st eam railroads the train crews are always 
organiud so that a new man goes with an old crew. It is possi 
ble in their system to do it. O n street rai lways, where we are 
governed strictly by seniority, all of the old m en, that is, the reg
ular m en, have their regular runs. Then th ere comes a call for 
fift een or twenty or fift y additional ca rs to go on certain lines 
of the system, and the only men that we have to handle those cars 
are the extra m en- the new m en. It , therefore, becomes neces
sary to send out a new conductor and a new motorman on the 
sa me car. It is not considered good practice to do that, but we 
have never found a way in handlin g our seniority li st to avoid it. 

To sum up th e discussion in regard to the se lection and train
ing of our employees, I think you wi ll all agree with me when I 
say that what we want to strive for, and the m eans by which we 
will attain the best results are: to exercise the greatest care in 
the selection of the m en; to train them as long and as well as 
we can; to weed out those that do not m easure up to the standard , 
and then to k eep the balance as long and as continuously as we 
can. Continuity of service with good training is what gives us 
good results. 

MR. CooPER.-I would like to ask Mr. Wheatley one question: 
What is your practice in selecting men, as regards taking men 
that have been employed on other roads? Do you make any 
difference, supposing that the men are equally as good? 

MR. WHEATLEY.-Our practice in that respect is that we always 
prefer to take an experienced man when we can get him, pro
Yided his record on the road where he previously worked will 
permit it. I have known many cases where motormen on an
oth er road would make a mistake, causing an accident, and the 
~equi rements and discipline of that road would not permit it to 
retain them in the service. When I can become satisfied that 

there is nothing else against that man I would have no objection 
to giving him a trial on my road. In case of men who have been 
dismissed for serious offenses, like dishonesty, we would not ac
ce pt them under any conditions. But I do believe that where a 
man has made a mistake, if he realizes the seriousness of his error, 
he often makes a better man that he was before. 

MR. SHIPLIN.-I think roads take big chances in hiring ex
perienced men from other roads. A good man will hold his job, 
and he is always sure of it. We have had that experience on our 
little road. The first gang of men we had were experienced men; 
they were reckless, and we had a very serious accident. I think I 
had rather take a healthy, intelligent, new man and train him. I 
think he is the most faithful. 

MR. VREELAND.-As you know, last year I spoke on the subject 
of discipline and on the advantage of mutual benefit associations, 
etc., and, as a result of my remarks , there was considerable dis
cussion on the subject. The theoretical side of the question is 
one thing and the practical is another. Nothing has been 
advanced by qur Mr. Root with reference to the mutual benefit 
association work but has had its practical illustration in the 
working of it as a syst em in our great city. What Mr. Wheatley 
has stated about his method of training his employees is, in most 
respects , identical with ours, with the exception that we adopted 
four years ago what is known as the Brown system of discipline. 
O ut of 190,000 mil es of steam railroads in the United States, 100,-

000 miles under the control of va rious systems have adopted that 
system. The evolution of steam railroading has been one of 
scientific: progress, and at the present day it is the result of half 
a century of experience, and nothing is done theoretically. Every
thing is studied in it s practical workings. I :worked on a steam 
railroad under the Brown system of discipline. It was claimed 
by a number of street railway managers whom I have talked to 
about it that it was impossible to handle street railway employees 
under that system. It was claimed by our division superintendent 
that it was impossible four years ago. If one of you gentlemen 
go to New York City to-day and take charge of w,ooo employees 
of the M etropolitan sys tem and advocate to the superintendents 
th e doing away of that system, every one of them would stand up 
and fight for it t o the last breath. We have absolutely no system 
for suspension. We suspend no employees under any circum
stances. If an employee does anything that is worthy of a thirty
day suspension we discharge him. We have a record system, and 
a man Etands or falls by his record. He is so advised when he 
enters the employ of the company. For every infraction of the 
rules inHstigation is made with the man's record in front of the 
investigator. The other system fr equently makes it necessary, in 
the interest cif discipline, to discharge men whom you would a 
great deal rather keep. I was in a railroad office making an in
vestigation of a system not very long ago, where there was an 
o rder on th e bulletin to the effect that any violation of a certain 
rule would result in the immediate dismissal of the offender. We 
do not allow any orders to be placed on our bulletins that carry 
with them any penalty. We put them up to be observed. If they 
are violated we admi ni ster the character of discipline that is neces
sary. To threaten discharge used to be the old steam railroad 
system. It has been done away with entirely, because the first 
man that unfortunately, perhaps unconsciously, violated that rul.e 
might be one of your best employees. Probably he might be a 
man who had been with you for twenty years, who had run your 
fas test express, a man in whom you had every confidence, yet 
you had either to discharge him under the circumstances or you 
could not discharge the next man that violated the rule in ques
tion. I consider an employee's length of service, and take into 
consideration his record. It is so except ional for a man that has 
been six months in our service to be discharged, that a special 
report is always made to me of the fact, and the man's record 
sent to my office. These records m ean a great deal to the men. 

It is sometimes said that political influence has a great deal to 
do in making appointments of men. One of the judges of our 
Supreme Court in New York City two years ago made a personal 
appeal in behalf of a man who had been dismissed. He said he 
had known this man for years; that he had a large family, and he 
personally appealed to me to put this man back. I had a type
written copy of this man's record before me, which showed that 
the man had been warned three times for an infraction of the 
rules before he had been dismissed, and the third time he received 
notice that the next time it occurred it would result in taking his 
name off the books of the company. I sent this record to the 
judge, after writing on it in blue pencil, "After reading this record 
if you will write a letter to me requesting me to reinstate this 
man on your responsibility I will put him back on the road." 
The judge returned the paper, after writing across the face of it, 
' 'The man ought to have been discharged six months ago." We 
have those records in such shape that when anybody who is be-
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hind a man comes into our office I always say to him: "There is 
the record; we were justified in discharging that man, as you can 
see." 

So far as the question of training is concerned, the training of 
employees continues as long as the employee is in your employ. 
A steam railroad conductor who has been thirty years in the em
ploy of a company is just as much in training to-day as he was 
when he started in to work. It is the same with an engineer. 
Every new question that comes up is a new training, or a char
acter of training on subsequent lines of duty. The training of 
every employee is continuous. I have talked with a number of 
managers of street railways in the United States who said it was 
impossible, upon a medium-sized road, to adopt the system of in
stru_ction of employees that we have, because of the character of 
their service, because they employ so many new men in the sum
mer that they can't give the time to it, but I tell you that 50 
per cent of the total force on our system has been recruited in 
the last four years, and every one of them has gone under that 
course of instruction. 

With 1 eference to the point of hiring new men, I think that is 
the greatest mistake that is made. We try to impress upon our 
men that when they lose their positions with us they have lost 
something. Our effort has been to pay such a rate of wages, to 
make such arrangements for their comfort, to make the reserve 
benefit fund almost a part of their home life , and to make the 
influences that surround fheir work cf such a character that any 
man who loses a job knows h e has lost something that he can 
not get somewhere else. In steam railroading, if a conductor 
loses his position to-day, what does he lose? He loses every
thing. He can not go on any steam railroad and get a job as a 
conductor, or, if he does so, it is simply as an extra man at the 
bottom of some list ; he takes no priority over anyone else. It 
is the same with an engineer. Half of the engineers and con
ductors that are discharged for infractions of the rules of steam 
railroads to-day are fir emen or brakemen on another road. They 
have lost something; they realize it. Make a man's job worth 
so much to him that h e will attempt to keep it. I have known a 
great many cases where a man has been hired because he was an 
experienced man on some other road, and was made superior to 
the new men on the road on which he was hired. No man with 
us takes any position other than the lowest grade position; it is 
immaterial where h e comes from. I mean that if there are one 
hundred extra men on the road, and a man who has had four 
years' experience on some other road comes with us, he is No. 
IOI on our extra list , and he has got to work himself up. The 
great trouble on many large systems is that there is absolutely no 
system for the promotion of the men. I know of one division 
where the men regularly paid the starter so much apiece to get 
a good run right over the heads of other men, and I found the 
same condition of things in the extra lists on other lines of our 
system before they came under our control. When I assumed 
charge I found that if any man cmried favor with the starter he 
could get the first good run there was to give away, irrespective 
of his position. We now run under the locked system; that is, we 
have the names of the motormen and conductors put in a box, 
and no one can change them but the head man. Every man 
knows his position. With reference to the best run on our sys
tem to-day, if it is No. r, and if the man who had it was discharged 
or left it, an extra man is put on that nm for the balance of the 
week. It is r eport ed the last of the week by the starter to the 
inspector and by him to the division superintendent that that run 
is vacant. A n order is bulletined that run No. r is vacant , and the 
men who want it can make application for it in the order of their 
seniority. If the man having run No. 2 does not want it , the 
man having No. 3 can have it, and so on. When the change is 
made, the list is unlocked and the order is changed. The new 
No. I man knows his rights, and no starter in the system, or any 
other man, can take it away from him. The same is true of the 
extra li st. Om extra li sts in New York were run entirely, seven 
years ago, by influence. A man could be No. 25 on the extra list, 
and if a day run was to be given away he could just as well get 
that nm as the man who wa s No. r on the li st. 

The benefit association in conn ection with our system in New 
York City I consider o ne of the most valuable adjuncts of our 
busines5, and the faithfulness and the loyalty of our employees is 
a matter well known to those of you gcntlement who are in and 
ahout N cw York. I asked a man who said to me 1 hat he did not 
see any advantage in mutual benefit associations: " If you want to 
talk to rooo of your men how can you do it unless you talk to them 
individually?" He said: "I ca n'r: there is no way of getting at 
it." I ~aid to him: "I can ln11l etin a notice around on our di 
vision bulletins that I am goin g to talk to our employees next 
Saturday ni ght at 8 o'clock, and our association rooms wi ll not 
hold the men who will be there to · di scuss all character of ques-

tions. We discuss questions of di sc ipline and railway manage
men, ancl any question which affects the general condition of the 
service." 

MR. vV. W. CoLE.-Two years ago I put the Brown system of 
discipline into effe◊t at Elmira, and among the many advantages 
th ere is one special one, and that is, that where a man is laid off 
for twenty or thirty days, as is the case under some of the other 
systems, he is apt to acquire idle habits ; h e is al so very apt to 
run into debt. His family suffers unjustly through no fault of 
theirs, and after the man is placed at work again his creditors 
begin ~o harass him and annoy him until he becomes careless in 
hi s duty, and eventually you lo se the services of what otherwise 
might have been a good, efficient employee. In addition to recog
nizing any violation of discipline we keep a ledger recording all 
the merits and good acts that the man has done during the year. 
At the end of the year the man who has the greatest record ac
count in his favor gets ten days' vacation on the company's time; 
the second best gets a week, and the third, five days; and the men 
who take a vacation on the company' s time seem to enjoy it very 
much. There is another point especially that favors the use of the 
record system at Elmira; the consolidation, which exists there 
of the waterworks, gas companies, electric light companies and 
the railroad companies. We have it divided up into different de
partments, and a man who can bring in information to the com
pany which will increase its business in any department or in 
any way h elps the operation of those departments is given a cer
tain number of merit marks. I have found that motormen and 
conductors have been able to pick up more business than those 
in any other department, and also in giving notice of any leaks 
or breaks in the pipes, either gas or waterworks, for which they 
also receives a merit mark. The system, I know, is very much liked 
among the men over the old system of giving them their lay off, 
and I do not think if it was left to the vote of the men they would 
ever go hack to the old system. 

MR. \VHEATLEY.-I would like to hear the experience of some 
of the other gentlemen here who have labored with this question 
of hiring and training new men. I would like especially to ask 
those gentlemen who have the Brown system of discipline if, in 
case the new men, who must n ecessarily learn by experience, have 
accidents , violate a rule or are sometimes perhaps a little reckless 
and careless, are they given the same demerit marks as the old 
men? 

MR. CoLE.-I think that you can not have any iron-bound rule: 
you have got to us e some good business judgment, and to make 
the punishment fit the crime. The new men, of course, are more 
leniently judged than the older men who have had the chance to 
study up the rules and regulations , and, in fact, have _ had more 
experience in the entire operation of the road. In our system, at 
the end of six months we have an examination blank, which is 
sent out to all the extra men. They are called into the meeting 
room anrl have to pass this examination. An extra man that can 
not pass the examination is put back for instruction on the road 
again. 

MR. ELY.-I had rather a novel experience. A discharged man 
was recommended by a member of Congress for reinstatement. 
The recommendation came to me, and the superintendent of that 
division brought his record down, and I was particularly desirous 
of placing the matter frankly and fairly before the Congressman, 
as I was a good friend of his: so I sent him a copy of the record. 
and I asked him what he thought about reinstating that man after 
readin g his record. Instead of writing me, as the judge did to 
l\fr. Vreeland, the Congressman handed thi s communication over 
to his secretary, who, with equal promptness, handed it to the 
man applying for reinstatement, and he promptly sued me for 
$2,000. (Laughter.) The suit is still pending. 

Two years ago I was much impressed by what Mr. Vreeland 
and some others said at Ithaca about benefit associations. and I 
we nt right back to Buffalo thoroughly c01winced it would be a 
good thing to have, and after talking it over with th e general 
manager, who agreed with me, we started out to effect such an 
organization. We were to have an exposition in that city, and 
that seemed to throw more difficultie s in the way of the scheme 
than would usually be the case. Th ere seemed to be a feeling 
among some of the men and their famili es that there was som e 
ulterior ohjcct, but at certain meetings which we had with the 
men and their famili es through th e medium of outings and ex
cursions we were giving. the matter wa s explain ed carefully and 
a committee of t_wcnty-fiv e conductors and motorm en was ap
pointcd. These men examined the rul es, th e bv-laws and th e co n
stitution s of similar association s in New Y ork . Bin g hamton and 
el sewhere, and finally compi led a con stitution and by- laws. Th e 
organization was cffcctecl, and to -clav we have about rzoo m em
hcrs. The men arc in favor of it, ancl th e wom en o f th eir fa mili es 
as well. We fitted up very nic e association rooms with a large 
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gymnasium well equipped, about 800 lockers for gymnasium pur
poses, five shower baths, bath tubs, closets and all conveniences, 
a handsome parlor, smoking-room with lon g tables for reading, all 
the periodicals, especially journals pertaining to electricity and 
street railways, and a large room in which there are pool and 
billiard tables, ca rd tables and conveniences for the playing of 
amusing gam es. These rooms are fr equented by the men. They 
pay 5 cents apiece for a towel arid soap for the bath, and take any
where from twenty-five to fifty bath s a day. 

The sch eme of organization is about the sam e as that described 
by the representative of the M etropolitan Street Railway Com
pany. It ha s not been self-supportin g financially as yet , but we 
are on the way towa rd that. I think we made a mi stake by put
ting the dues at 40 cents a month; it should have been so cents. 
The representatives of the m en figured it out that 40 cents a month 
would do, and we concluded to try it because we could raise it if 
necessary. I think it will have to be raise d to 50 cents. We met 
with a question that any of you would naturally m eet in so many 
such organizat ions, that proved bothersome at first , but we solved 
it. That wa s, there were a lot of employees in that system who 
had passed the age limit , but they had been faithful men , were at 
work for the company, and wanted to join the association. Vl/ e 
met that by establishin g an h onorary cla ss, and the company mad e 
good any deficit s there were in that class, which would naturally 
occur because of there being so few men in that class. If a 
man die s $150 is paid to his fami ly , and there are so few m en in 
the honorary class that 40 cents a m onth does not meet tho se 
requi rements. The company pays these extra dues, makes good 
;my other deficits for rooms, supplies, books, etc., and all the 
operating expenses, so that the amount o f m oney that is paid in 
by the men goes for the purpose of providing a sick and death 
benefit fund. I think I may say, without a ny reservation what
ever, that it is a very beneficial institution. It tends to make the 
men acquainted with those connected with the managem ent, and 
this puts them in a very different frame of mind concerning the 
corpo ration. As illustrative of t he type of men that we are get
ting and the effect that these influences have upon the minds of 
the men, I would say that one of our directors, Francis Lynde 
Stetson, on a certain occasion sent us a check fo r $100, saying 
that h e would like to have me use that in such a way as I thought 
wo uld be desirabl e for the benefit o f the association. So I brought 
it up at the meeting of the board of trustees, composed of con
ductors and motormen. so far as the elective part of them were 
concerned, and asked: "vVhat shall he buy with it?" And they 
said: "Let u s buy a piece of sta tuary." So we bought the 
crouching Venus and put it up in our room, and ever ybody that 
comes in admires it as much as I do. 

MR. Co;,,NETTE.-The Syracuse Railway Company is a com 
paratively small company, when we speak of the Buffalo or New 
York City roads, but we have a benefit as~ociation there organ
ized on th e sam e line s as the other are. The company pays for 
the rooms; they are equipped with all the paraphernalia, includin g 
the daily a nd weekly periodicals, and the association h as $500 
deposited in th e savings bank drawing interest, and perhaps $300 
or $400 in the treasury to draw on. 

MR. VREELAND.-Befo re thi s di scussion closes I want to say 
on e word on that si de that Mr. E ly was talking about, and con
cerning which Mr. Conn ette spoke. There have been some of 
those asrnciations formed around th e country that failed. Men 
have come to ta lk to me about it, and within a year a man out 
West, who is manager over a large number of employees , and who 
had started a b en efit associat ion, came to me and sa id that the 
assoc:a tion had been a fai lure. I said to him: "I do not kn ow 
the circumstances, but I will tell you why. The night that the 
association opened you appeared there and had something to say; 
have you ever been there since?" "Oh, no," h e said; " I am too 
busy; I have not got the time." I asked: " Has your vice-presi
dent been there?'' ''Oh, no," he said; "he wouldn't go there." 
''Has your general manager ever been there?" I asked. H e r e
plied: "No, I guess not." I asked: "Who runs this thing?" 
He answered: "Oh, the men run it." I said: ''We make our 
association just as much a part of our o rganization as any o"f the 
executi ve or any other work of the company. There ha s be en 
scarcely a meeting si nce the association started at which, unless 
I was ill, I was not on the platform. I never make any other en
gagement for the night of the association m eeting; no matter how 
inconvenient, I attend the meeting. In that audience you can 
look out ,md see in the same rows with the men all of the officials 
of the road, who feel as much interest in the meetings and who 
feel it their duty to be there as much as I do. And you, gentle
men, well know that the fact that the leading officers of the road 
are going to be there has its influence on the employees. There 
are men there to-day that I know personally, know their names 
and can speak to them on the street, wh9111 I die! not know at all 

before they came into th e assoc iation. I would see them passing 
on the cars, but there was no opportunity to come in contact with 
them. If you are going to consider a matter of this kind, outside 
of the railway proposition, I advise you do not try to run it." 

MR. RooT.- I would like to say, in the -way of suggestion, a 
point which I should have included in my paper had I thought of 
it, that the M etropolitan Company turn s over to the association 
every year the proceeds of th e sales in the lost articles depart
ment. This amounts. usually to about $2,000 a year. Since the 
inaugur:ition of that system that department has yielded to the 
association about $6,000. I m erely mention this as an incident 
of the company's interest in the association. 

THE PRESIDENT.-! don' t know whether the road which I rep
resent was the first one or not , but we started an association in 
1889. That association included all the electric interests in Bing
hamton, the electric light, telephone and t elegraph companies, as 
well as the railway company. I will state that it was a failure. 
It kept up for about two years, got in debt, and then went all to 
pieces. One Sunday m orning one of the men came to the office 
and wanted to know if they could not start another; they thought 
it would be a success if they could run it alone. I told him I 
would be very glad to have them start again, and asked him to 
let me see thei r by-laws. I told him to come back m a few min
utes. A committee from the men return ed, and I said to them: 
"I want the plea sure and privilege of putting the first money into 
the treasnrv." The r esult of our association ha s been phenome
nal. Our ;oad is a s mall road, about 40 miles, and to-day there 
is not a claim against the r oad or a lawsuit except one, a case 
that has been tried and sent back fo r a n ew trial. 

THE PRESIDENT.-We have one thin g to do yet before we ad
journ for the day, a nd that is the appointment of a committee 
fo r the nomination of officers. 

MR. vVH EATLEY.-I move that a nominatin g committee be ap
pointed. 

Motion seconded and carri ed. 
The president appointed Messrs. \Vhea tl ey, Morgan and Root 

as such committee. 
The convention then adjourn ed until W edn esday morning, Sept. 

rr , 1901 , at 9:30 a. m. 

WEDNESDAY'S SESSION 

Convention cqnven ed pursuant to adjournment. 
TH E PRESIDENT.-We will now li sten t o the reading of a paper 

by Le Grand Brown, of th e Rochester R ailway Company, on 
"Steel Tie Concrete Construction." (This paper is published 
elsewhere in this issue.) 

Mr. \V. W . CoLE.-Outside of New York I have a little rail
road, the Suburban Northern New Jersey. 'Ne have been putting 
up t wo bridges, and we have built our bottoms entirely of con
crete, and foun d that it g ives excellent sa ti sfa ction, especially in 
a climate like New J er sey, where it is fr eezing and thawing al
most constantly through the winter. In regard to the steel ties, 
the Erie Railroad Company has b een trying an experiment at 
E lmira. It has taken som e old T-rails and bent th em bottom 
side up. Two rails are bent where. the rails com e together, and 
the other two are spread at the outside ends. U p to date it has 
g iv en very good sati sfac tion with the exception of the clips, which 
come loose. There are seve ral in stances where the company has 
med vulcanite . t o kee p the clips about the locknut s, and this has 
n; ade them stro ng enough t o stand the jarring strain that is 
brought upon them. 

MR. BROWN.-We are puttin g the ti es IO ft. apart on straight 
track, and from 3 ft. to S ft. on curves. The fir st we put in were 
about 6 ft. apart , but we found this distance wa s r ea lly unneces
sa ry, especia lly with a rail of a wide base. vVe take particular 
ca re to tamp thoroughly under the base of the rail. depending 
more on the base of the rail to support it than on the tie. These 
ties cost about $r apiece. 

MR. NrcHOLL.-The main idea in thi s class of construction is 
that we can get the concrete right up against the web of the old 
rail , something' that you can n ot do in a channel tie, and that 
holds the track down , you understand. \Vhile there is no move
m ent up and down , you do not need anything between as a pusher. 
The very thing that we try to avoid is a cushion of any kind. We 
made a mistake in putting asphalt under a portion of our track 
o n West Main Street. We find that it does give a little bit, and 
allows the joint to fill up, and in a short time it breaks it loose. 

THE PRESIDENT.-Are you laying the asphalt against the rail? 
MR. BRoWN.-N ot unless we have to: and the city engineer 

agrees with us on that subject-,that it is a mistake-so I do not 
imagine that we will lay much more of it. In some cases we have 
used brick in between the tracks, and then a toothing across out
side, an<l asphalt outside of that. It is a mistake to lay any asphalt 
against the rail, no matter how heavy the rail is. 

MR. ELY,=There is always some slight motion of the rail, 
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enough to cause a little breaking away of the asphalt ; then water 
runs in and freezes and thaws and breaks the asphalt, which then 
disintegrates and goes to pieces. W e use blo ck sto ne toothing 
wherever we put the asphalt. Wherever we a re required to put 
the asphalt in between the rails of the tracks we use th e stone 
toothing. We believe that, although more expensive in the first 
instance, it is true economy not to put the asphalt in between the 
tracks or the ra ils of th e track, but to put in first quality block
stone pavement. 

MR. SnALER.- What supports the rails between the ti es? 
MR. BROWN.-The concret e, which is about 14 ins. in width, a 

so lid bea m thoroug hl y tamped undern eath the base of the rail. 
With the asphalt against the rail , the lat ter , yo u m ay say, is per
fectly solid, but the effec t of th e temperature o n that rail and on 
the asphalt is, sooner or later , to make an opening. 

THE PRESIDENT.-We will now listen to a paper by W . J. Davis 
on the subject , "Use o f S ervi ce Boosters." (This is publi sh ed 
elsewhere.) 

THE PRESIDENT.-Would anyone like to ask M r. D avis any 
questions? If not , the next o rder of business will be th e con
sideration of the rules submitted by the rules committee. If you 
have not a copy of these rules, they a re on the table here, and I 
will pass them to you. 

MR. CoNNETTE.-The co mmittee does not pretend to offer thi s 
as a final report. It. mer ely submits thi s code of rul es as a sug
gestion practically to bring out suggestions and recommenda
tions from the m ember s of th e association. Mr. Vreeland very 
well said yesterday that th ere is no man, or no set of men, that 
can perfect a system of rules within any short space of time. In 
my opinion, it requires very mature thought, co nsideration and 
experience, and it occurred to th e committee that it would be well 
for each member to look over th ese sugges tions and see if they 
a re applicable to his particular road. If he sees any shortcomings 
or anything that should be added t o these rules, he sho uld e ither 
express himself her e in convention, or advise the committee in 
some way, because there will be no fin al r eport made at thi s meet
ing. The time is too limited even to discuss it in an intelligent 
manner, and it has occurred to m e that it would be well not only 
to discuss it h ere for a few moments, perhaps, but fo r each mem
ber to go over this matter carefully and give the committee th e 
benefit of any ideas or thoughts or reco mmendations that h e may 
have that will be applicable not only to our own road, but t o the 
intere sts of street railways in the State of New Y ork generally . A 
copy of this pamphlet ha s been forwarded to each member of the 
association by the secretary: I suppose yo u have a ll received one. 

MR. MoRGAN.-In regard t o th ese rules, I agree thoroughly 
with what Mr. Connette has said, and I was also brou ght face to 
face with another important fact in these rules yesterday in the 
remarks made about accident cases; that is, the effec t of a rule 
as a legal help in a negligence case,. During the past year I have 
gotten out some rules for our road, and in lookin g over these 
rules since yesterday I noticed that in my effort s to m ake these 
rules applicable to our road, and t o have every care exerci sed 
by the m otormen, that th ere is tha t obj ection to rules in gener al. 
These rules, as I understand it , of this committee, are to be the 
rules of the association, and will no doubt become not exactly th e 
law of the State, but; throu g h th e State Railroad Commission ers, 
will undoubtedly be r ecomm ended. I think we should all ex
amine c:-J.rcfully th e rules with that idea, tha t we have go t t o be 
protected as r egards th ese negligence cases , and we can not formu
late and have as prac ti ca l, lega l, standing rul e:, tho se which 
would be detrim ental to us in a n egligence case. I would, th er e
fore, moYe that the committee o n sta ndardi zin g a code of rules 
be conti1rned as a standing co mmittee, and that the m embers of 
the assoc ia tion be invited to send suggestions and additional rules 
to thi s co mmittee during the coming year. 

Motion seconded and carried. 
MR. W. W . CoLE.-I have just issued a n ew set of rules and 

regulations for our road at Elmira, and there is a point which 
possibly might be covered in th e specia l se t of rul es, and that is, a 
motorman taking a car out of th e h ouse sho uld be instructed to 
make hi s examination. In case h e find s any trouble with hi s ca r 
h e should r efuse to take the car out , but sho uld give n otice in 
writing to the foreman of th e shop, and that notice should be on 
a printed form so that the foreman of th e sh op could 0. K. it 
before th e motorman takes the ca r out . That would be for use in 
case of an acciden t , because in so many acci dent cases the motor
man has testified that hi s ca r was out of order , and it was out of 
order when h e took it out of th e house, but be gave notice of its 
condition and no attention was paid to it. I think that a ll motor
men shotild be furnished with a fo rm of blank, so that any notice 
g iven tha t the ca r is out of repair must be in writing a nd 0. K'ed 
by the ioreman of the shop. 

One other point which might po ssi bly go into the standar<l 

set of rules would be instructions to motorman in case of trouble 
along the line , i. c., general in structions as to what he should do 
if a wire came down on top of hi s car, how to handle it without 
danger to himself o r the passenger s, and what to do in case of 
sno:w· blockades in outlying suburban districts. 

MR. CONNETTE.- ! beg t o say, Mr. Cole, these rules put the 
conductor in charge of the car, and if you wi ll notice rule No. 19 
provides that th e conductor must report to th e foreman or in
spector any cars n ot , in fir st-c lass condition for se rvice. 

MR. W. W . COLE.-As I understand it, the conductors are in 
control of the car body, includin g the li ghts, glass and general 
condition of the car , but the m echanism of the car would come 
under the motorman's jurisdiction. 

MR. CONNETTE.-! h ardly think it is nec essa ry to have both of 
them make reports. The conductor being in charge of the car, 
all reports should be signed at least by him , because we hold him 
responsible. H e is in charge the same as a conductor of a steam 
railroad train, :ilthough, of course, the engi nee r s make report s. 

MR. CoLE.-An eng in ee r makes r eports of the mechanical con
dition of the locom otive. The conducto r has not served h is time 
in the shop and do es not know anythin g about the mechanical 
constructi on of th e car, and I should say that that sh ould come 
under the motorman· s jurisdiction. 

MR. VREELAND.-There is one point to which the Railroad Com
missioners called my att ention , and I agr eed with them entirely. 
I have not read th ese rules up to the present time, but I have 
reference to rule _c;8 o n page 17, whi ch does not permit anyon e 
to stand on the st ep or platform when there is room inside the car. 
Th at sh ould be made a rul e. D o not allow pa ssen ger s to stand 
o n the steps at any time. That is what we do in New York. 

:MR. CoNNETTE.-We can make a rule of that kind , but it would 
be impossible to enforce it under some conditions, especia lly on 
small roads where th er e ar e very large crowds. 

MR. PowERs.-The rule is undoubtedly a proper one, that no 
o ne should be allowed t o ride o n the steps, and as for the m otor
m an being able to en fo rce it, I should say it is possible. Fo r in
stance, on the las t Fourth of July we bad to carry som ethin g like 
10,000 people a distance of 6 miles, on a sin gle-t rack road, with an 
equipment of _about six ca r s. It seem s to me it is possible to en
force th e rul e, b ecause we enforce d it at that tim e. It can be 
done and is done, and I think there should be a rule that no person 
should be allowed on th e car step o r runnin gboard under any 
condition s whatever. 

MR. VREELAND.-Th e st eam rai lroad companies do not allow 
passenger s to stand on th e steps or th e platform of their cars. 
Every one of us know that there a r e exceptio ns to it all th rou gh 
the year, on rac e days and occasions like those, but the company 
is protected by the fact that th er e is no rul e in existenc e to con
front it in court which permits a dangerous proceeding of that 
character. I do n ot doubt but that roa ds all over th e country 
have to allow that occasionally; po ssibly 350 days in th e year yo u 
would be able t o enforce th e rule. So far as New York is con
cerned. we do not allow an yo ne to stand on the st eps of open 
ca rs. In fact, th e conduct or would stop hi s car an d let it stand if 
anyone should stand on the steps o r runningboard and call a 
policeman , because th e danger there is so g reat , not fro m a pas
sen ger fa lling off the car, but from passi ng trucks, etc. O ur in 
struction s are ve ry ri g id as to tha t , and I do not believe that we 
have hardly an acc ident that is traceable to that. 

l\IR. CoNNETTE.-Of course, the traffic o n Broadway is im
m ense. A t the same time, the Metropolitan Company has ample 
equipm ent for the hand lin g of an immense traffic ; it is a proces
sion of cars. But you take so me of th ese li ttle country tow ns 
like Syracuse or Binghamton, fo r instance, when th ey have so me 
la r ge fair o r sh ow of some kind in the suburb s. T here is not 
equipment enought t o handle the crowd as it should be handl ed, 
;ind it would not pay to have the necessary equipm ent for em er
gencies oi that ki nd . Where you h ave t wenty-fiye or thirty or 
fo rty cars in a row, an d all th e people come out at once, you 
can, to a certain ext ent , keep them off the steps, but I have ob
served that after the steps would be cle:i r ed and the car would 
start a lo t of people would run up ;:ncl get on again. I beli eve, a s 
Mr. Vreeland has sa id, perhaps ~50 days out of the 365 the rul e 
might be enforced. The only que 5tio n is wh ether we want to in
corporate a rule that we can not en force fur 365 clays. Perhaps 
it would no t be poss ible t o make the rul e as ri gid as that. The 
members of the committee a re ope1i to suggestion s and want to 
absorb everythin g th ey ca n o n propositio ns of that kine!. 

MR. BuRT.-It is absolutely poss ible to do it. I h ave donc it 
o n four or five small roads. If yo u make your rul e absolute 
that the ca r is t o stop and not go on until your runningboards arc 
cleared, th e public wi ll soon ge t u sed to it. W hat you might 
gain in that small way would be wi ped out by one accident from 
your runnin g-board. I have had little road :, that have been per-
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fec tly swamped with that sort of thing, and th e rule was enforced· 
it is safer to do it . ' 

MR. MoR GAN.-I would like to sta te an in cident on the Buffalo 
road. T he rule is imperative that the running board sh ould b e 
kept clear on both th e Niagara Fall s road and the N iagara Gorge 
road. \Ve are handling t his year a great dea l more than our 
capacity._ If th e passenger o n th e runningboard refuses t o get 
off, we simply say that the car can n ot go on, and the r esul t is the 
passen g ers make him get off. That is the way we have fo und 
it to work, and I think it is a rule that should be impe rative an<l 
not left to the discret ion of the mana ger. 

MR. N 1cHOLL.- W e have difficul ty in keeping th em off th e roof 
011 our road. 

THE PRESIDENT.-! have had that trouble. T hey g et on th e 
fe nder som etim es. 

MR. E LY.- I t ook a party off t he roof of one of our car s at 
Tonawanda. T h ey all cam e down. Th ey had b een up th ere 
wh en th e car was going at the rate of 40 miles an h our, and one 
fe llow threaten ed to li ck m e wh en I ordered h im down. 

MR. SHIPLIN.-That rule can be enforced in large cit ies wher e 
there is pl enty o f police protection , but on a suburban line wh ere 
there is no police it is imp ossible. 

MR. E LY.-Y ou can get the S heriff t o deputize yo ur m en and 
make th em special deputy sheriffs. Y ou put a deputy sheriff on 
your line a nd h e will k eep order. H ave your conductors and 
motormen made special deputy sh eriffs b y th e Sheriff of your 
county. H e has auth ority by law to do that , and he will do it. 

MR. SHIPLIN.-Wh en th ere is a picni c o r anythi n g of that k ind 
it is impossibl e to control the car. W e would n ee d deputy sh eriffs 
and a wh ole r egi m ent of soldier s t o k eep th em off th e car. "\Ve 
had a case o nce when we h ad only six car s, and ab out 1200 people 
pil ed on to th ose ca rs and smash ed th e wh eels. W e did not want 
to start , and I gave orders t o h old the cars un ti l the people got 
off. One man jumped off and was going to lick m e. W e had t o 
start out with that m ob clin g in g to th e car all around. 'N e 
stopped again and pulled them off, and when we would start th ey 
would run ah ead and jump on ; peopl e ran out o f saloon s and 
jumped on ; you can't keep th em off, unless you have your car 
built so as t o keep them off the step-:- We can' t prevent it . 

MR. ELY.-Th e an swer t o that propositi on is, i:f you don't want 
t o keep order and have th e law observed , then there is only on e 
o ther th in g t o do , and that is to go out of business. 

MR. VREELAN D.- ! was n ot r eferring so much as to wheth er th e 
rul e could or could n ot be enfo rced. I was asking· wh ether a rul e 
o f that kind sh ould be in corporat ed in th e book of rules. Som e
ti m es, in the course of the yea r , you break th e rul es. It is 
on ly within six week s that we h ad a decisio n in N ew Y ork City, 
and it was quoted by all th e paper s, wh ere a passenger was in
jured on th e step o f one o f our car s. There was no n egl igence 
on the part of th e company; it was h is own fault ; h e had no busi
ness there, and the rules of the company did n ot all ow him to 
stand on the steps: and I, for o ne, do n ot want t o adopt any such 
system of rul es that is so permi ssive in it s character that it 
can be used against us. I am not sayin-g that anyone can or 
can n ot enfo rce the rul e. W e have n o unruly elem ent in New 
York City : it is the best governed ' city in th e world. 
(Laughter.) 

M R. W HEATLEY.-! have li st en ed with a g reat deal of inter est t o 
thi s di scussion , and m y conclusion. is this: That whil e it may b e 
very well as a gen eral proposition t o enunciate in th ese rules as 
a prin ciple we want to carry o ut that passengers ar e n ot all owed 
to ride on th e running boards of ca r s, th ere ar e conditions and 
circumstan ces local to certain syst em s of railways wh er e it would 
be impossible to enforce the rul e. I t is a question, from a legal 
standpoint, whether, aft er the conductor · has notified th e pas
sen ger , hat it is aga inst th e rules fo r him to ride on the run nin g
board , and an acc ident occurs th erefrom, the compa ny would b e 
liable in case o f accident . My impression would be that , after 
receivin g that notice from the conductor, should an accident 
occur, the company w ould not be liable. It seems to me that th e 
idea of the committee is correct when it attempts to enuncia te 
only gen eral principles in these rules , leaving each railway to 
add certa in r egulations to the rules to govern th e local condi
tions in the t errito ry of the ser vice. In Brooklyn we have a 
large excursion business, and we fi nd there ar e times when it is 
almost impossibl e for us to keep th e people off the runningboards. 
It woul<l t ake an army of policem en at different points along th e 
lin e to keep th em off, and, although we are in sympathy wi th the 
idea of makin g th e passengers get in side, and we like t o h ave the 
rule carried out, we find that we are utterl y unabl e at certain 
times and on certain oceasion s to have the rul e enfo reed. W e 
have, therefo re, come to the conclusion that perhaps we will con
tent ourselYes with se rving a notice on them that th ey are not 

permit ted to ride there, and if th ey do so th ey r ide there at their 
own risk. 

MR. CoNNETTE.- In order fhat th e committee may have the 
advice and benefit of legal propositions, I move that the secretary , 
M r. R obinson, b e added to this committee, so that the com
mittee may steer straight on all legal propositions that may attach 
to any of th e roads. 

Motion seconded and carried. 
TH E PRESIDENT.-I s th ere any further discussion under this 

head ? I think it is we ll to have this public discussion. 
MR. ALLEN.- Pa g e 2, Rul e 3, g ives the conductor charge of the 

ca r. I would like to ask if any m embers o f th e association have 
ever put in fo rce th e rule g iving th e motormen charge of the car? 
I tri ed t hat on an inte rurban pro perty, and I have found that the , 
rul e worked to great advantage. I would like to know the ex
peri en ce of the other m embers of th e association in that respect. 

MR. PowERS.-O ur conductor has char ge of th e car so far as 
operat ion is concer ned. 

MR. N1cHOLL.-We treat our conductors th e same as con
ductors on steam roads are tr eated ; h e is in charge of the train ; 
th e motorman is in charge of the machinery. 

MR. PowERS.- In runn ing a r egular despatch syst em th e con
ductor is fu rnished wi th a copy of any special orders , and is h eld 
equally r esponsible with th e m ot orman to see that they are en
forc ed ; th at is merely to h elp the m otorman 's memory, but in all 
oth e: r esp ects the motor man has control of the car and oper
at es 1t. 

MR. CooPER.-In regard to that , I always found it unwise to 
g ive the i_notor_man ch arge of th e ca r, b ecause h e is a fi x ture, just 
as an en g111 eer 1s on th e locom otive. T h e fr ee man the conductor 
should b e the man wh o sh oul d have charge of the c~r. ' · 

TH:' ~RESIDENT.--Mr. Power s has som ething to lay before th{, 
assoc1at10n. 

MR. PowERS.- It is with great pl easure that I offer the place 
fo : the n ex~ convention, which is Caldwell, on Lake George. The 
railway which I r epresen t run s now from Troy and Albany over 
th _e tracks of th e United T raction Company, fo llowing the Hudson 
Rive r to Lake George; and th e railway has purchased and owns 
the property formerly known as the Fort William H enry Hotel , 
and the large p_ar ~ surro undin g it. We also con t rol the Saratoga 
proper ty, an d 1t 1s now a part of our railroad. It will be con
nected up before n ext year with the m ain line. and will enable 
JO U to see Saratoga , should you desire, and go sailing on th e lake 
..1t that poin t. W e have a casino th ere with a seating capacity 
suf!1cie~t to seat this assemblage, and we h ave plenty of room 
m s1de 111 case of incl em ent weather. I ext end this invitation in 
th e name ?f the Hudson Vall ey R ailway Company, including 
tr~nsp? rtat10n from Troy or Albany, as our car s will be in oper
a ti on 111 Troy or Albany, or both , by the tim e the convention 
n e_xt m eets, so you may take a trip direc tly from Albany, some 60 
m_il es to the lake, and th er e receive th e hospitalities of Mine Host 
Pike. Mr. Colvin , pr esident of the company, and myself, both of 
us, ext end our most cordial wish es to you that you will m ake that 
your n ext place of m eet ing. (Applause.) 

MR .. ELY.-I m ove t hat th e invitation be accepted. 
Motion seconded and carr ied. 
M~. ELY.-I move that a vot e of thanks be extended to M essrs. 

Colv111 and Powers for thei r courtesy. 
Motion seconded an d carri ed. 
THE PRESIDENT.-I s there any fur ther di scussion on th e rules ? 
_MR. VREELAND.-While we are pickin g th e rul es to pieees it 

mi ght be proper fo r m e to state t hat th ere is one rul e h ere which 
if enforced, would ti e up a good many roads. O ur road would b~ 
co mpletely tied up by R ul e 14 on page 4, t h e one in r efe rence to 
one car passing another on curves. 

MR. WHEATLEY.-! do not kn ow th at I am call ed upon to ap
pear h~re as a defe nder of thi s committee, but I think I can see 
the obJect of the committee in pu tt in g that rul e into the book. I 
have known a g reat many eases wh ere cars jump th e track going 
around curves. "Wh ere the car on the inside of the track jumps 
a _track , and at t!1 e sam e t im e a_ ca r is passing on the opposite 
rail , w hen you migh t have a sen ous collision. Certain railways 
have oth er_ local conditions that mi ght make it n ecessary for them 
to h ave th1 : rul e. In certain citi es wh ere th e. streets are narrow 
th e ca r s wil) ~ot always clear on e another in passing around 
curves, and 1t 1s necessary for th em sometimes to have the rule 
that ca r s must not attempt to pass upon curves. It is another 
on e of th ose things that might very well be left to each railway 
t? m~k e a rule t o suit its local conditions, but as a general proposi
tion 1t would be better if we had the rul e not to pass on curves 
unl ess th e traffie of th e railways will permit. 

M R. M o ~GA N.- It seems to me that the great majority of 
roa ds are 111 _such a position that that rule would interfere. It 
seems to me 1t would be better if that portion of the rule were 
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stricken out, and that the portion of the rule desi red ca n be added 
and marked 14-A. If any of you have been over my road you 
would see that it would be difficult for us to operate under that 
rule, as our line is made up of curves. 

MR. NrcHOLL.-We have a number of streets where we are 
obliged to have double tracks and double-track curves, and the 
streets arc so narrow that we can not get the proper di stance be
tween the tracks, so we arc co mpell ed to have a ll ca rs stop befor e 
they go around the curve; that is, o n som e of th e curves. Another 
reason is that we have so metim es to operate lo nger ca rs on one 
road than another with g reate r overhang, and they are liable to 
collide. I think it is a good thing to have that rule st ricken out 
and leave it to the option of the loca l roads, and make it 14-A. 

MR. RE ED.-Our tracks are 9 ft. ½ in. between centers on nar
row streets; that is, 4 ft. 4 ins .· between gage lines. On avenue 
lines our standard di stanc e is ro ft. ½ in. between centers, or 5 
ft. 4 im. between gage· lin es. . On all curves we arrange to ,give 
ample clea rance bet ween cars, so that they can pass each other 
safely. The distance between tracks · on curves varies accordin g 
to local conditions and radius of curYes. \\There the distance is 
4 ft. 4 ins. between tracks, it is generally necessary in enterin g 
curves to widen this distance to 4 ft. 6 ins.· just before the true 
P. C. is r eached .• The distance between tracks on curves thu9 
varies. It is often necessary, in o rder to ge t suffic ient clearance 
for cars between curves, to increase the radiu s of curves, and in 
the city of N ew York the department of hi ghways encourages 
the cuttin g of the corners of the curbs, so that we may h ave ample 
clearance in passing around the corners. O ur minimum di stance 
between the track and the curb is 3 ft. 6 ins. on the in sid e curve. 
We make no attempt to leave room for vehicl es to pass between 
track and the curb. A ll curves are compounded. O ur st<,1. ndard 
begins at 100-ft . radius and compounds to 40-ft. minimum radiu s 
where necessary. There are no places on any of our lines where 
cars ean not pass safely, except in one or two places on Broad
way, where the tracks were designed for the short ca rs. It would 
be impossible for our long doubl e-truck cars to pass with th e 
fenders down. We are arranging at prese nt to increase the dis
tance between tracks at these points. In New York Ci ty avenues 
are roo ft. in width- that is , 60 ft. between curb lines-and the 
streets are 60 ft ., or 30 ft. between curb lines. The width of 
Broadw;,y varies, the regular distanc e be tween tracks on Broad
way being 4 ft. 6 ins. 

l\IR. VREELAND.-There is one point in connection with our 
road which probably would not be the same as other systems, that 
is that we must allow between our tracks room for a pa ssenger 
or anybody else to standt The Broadway policeman never leaves 
the cen ter of the tracks. Two of our cars can pass o n Broadway, 
and the average New York Broadway policeman is about as bi g 
around as they make them, and still there is room for them; it is 
the same on all our lines. We would have a great many accidents 
if we did not allow room so that people could stand in between 
the cars. That makes our situation different from that of anyone 
else. Wh en we are running under ten-second h eadway, if per
sons could not get in b etween the cars on ce in awhile h e would 
never get across the street. Our Broadway cars are 7 ft. wide. 
W e are all owed only 4 ft. between the tracks. 

I would like to suggest that as the special subj ect arra nged 
with referenc e to employees has brought out more discussion 
than anything we have had before us thi s year, I believe that and 
the subj ect of dea ling with acc idents are the most important ques
tions we have to consider in the operation of our roads, and the 
practice on thi s point of the various cities, large and small, is very 
valuable. I move that the president b e empowcrecl to appoint a 
special committee on accidents, to be subdivided as mav be su rr
gested <lurin g the year, and assigned by ei ther Mr. Roi)in son ~r 
myself, or anyon e that the president sees fit t o appoint. It wifl 
be arranged the sam e as these topics yeste rday; that is, a sh ort 
presentation to open it up for a general discussion. 

Motion seconded and carried. 
MR. WHEATLEY.-! m ove that the sam e disposition be macle 

of the subj ect of th e economical use of power by the motormen. 
I think another committee ought to be appointecl in the same 
manner to handle thi s subj ec t , and r epo rt upon it , so that we can 
di sc u~s it at the n ext m eetin g; T think it will he very benefi cial to 
all of us. 

Motion second ed and carried. 
Trrn PRESIDENT.- Thcre arc thr ee o r fou r papers yet to be r ead, 

hut our t ime is so limit ed that we can not li sten to them now. 
I have spoken to th e authors of these papers, and they have con
se nted to have them printed. 

Mic ELY.-I m o.vc that they' he printed and spread upon tlJ e 
minutes of th e meeting. 

Motion seconded and carried. 

MR. ELY.-I move that a vote of thanks be extended to all th ose 
who have prepared and presented papers to thi s convention. 

Motion seconded and carried. 
MR. VREELAND.-The supplies, in my opi nion, are the b est that 

we have ever had in connec ti on with any convention of the Street 
Railway Assoc iation of the State of N cw York, and I move that a 
vot e of thanks of the association be extended to the supply m en 
for the interest they have taken, and the character of exhibi ts 
they have g iven us; and also that a vote of thanks of th e associa
tion be extended to the Rochester Railway Company for the 
splendid ent ertainment they have given us. It certair.l):' ha s been 
th e best meeting of eith er the State or American Association in 
point o f int erest in convention proceedings that I have ever at
t end ed, and there is n o question about both the liquid and solid 
ent ertainm ent we have h ad. 

Th e motions were seconded and carried by a ri sing vote. 
MR. N1cHOLL.-On qehalf of the Roch ester R ailway Company 

I th ank you very much for your kind expre ssion. 
MR. WHEATLEY.- The nominating committee submits the fol

lowing re.port : It nominat es for the officers of the assoc iation 
G. Trac ey Rogers for president ; E. G. Connette, fir st vice-p resi
dent; A. B. Colvin, of the Hudson Valley Railway Company, 
second vice-president; H enry A. Robinson, secretary and trea·s
urer; for members of th e executi ve committee, G. Tracy R ogers, 
H. H. Vreeland, T. J . N icholl, W . Caryl E ly and J . L. Grea t
singer. 

Mic VREELAND.-! move that the report of the nominating 
committee be r eceived , and that the secretary be instructed to cast 
one ball ot for the election of the office r s named. 

Motion seconded and carried. 
Secretary Robin son stat ed that he had cast the ballot as directed 

and th e president declared the gentlem en named elected as the 
o ffi ce rs of the assoc iation fo r the comin g year. · 

Th e conv enti on then adj onrned. 

•• 
A Long Trolley Trip 

A t the invitation of J. S. Hamlin, master m echanic of the U nion 
Traction Company, of Indiana, a party of street railway m en took 
an extended trip of in spection over the lines of that company Sept. 
4. The trip was made in the private car of the company, the 
"Martha," which is provided with every convenience, including 
sleeping berths. In all, a distanc e of 245 miles was covered. The 
party included the following: F. J. J. Sloat , of the Southern Ohio 
T raction Company ; W. C. K elly , of the M etropolitan E levated 
Railway Company of Chicago; Charles R omelius, of .the In
dianapolis Street Railway Company ; A. B. Hogue, of the In
dianapoli s, Greenwood & Franklin Railway Company; \V. H. 
Gray, of the Peckham Manufacturing Company, and J ames 
Campbell. 

The start was made from Indianapolis at 9 a. m. , and a quiet 
run was made to A nderson and then to Muncie. The car then 
r eturned to Anderson, where a visit was made to the power sta 
t ion of the company. H enc e the party traveled to Marion, stop
ping off at the Soldiers' Hom e in that city. They then return ed 
to A nderson and then to Indianapolis, which was reached at 9:20 
p. m. 

Lunch was se rved on board the car, which carries a porter and a 
cook. The trip wa s highly enjoyed by all, and was vot ed by them 
an innovation which was hi ghly popular. 

•• 
Opening of. Boyd Park on the Wabash 

The Wabash River Traction Co mpany, which completed its lin e 
fro m vVabash to Peru, Ind. , this summer, last m onth opened up 
Boyd Park o n th e banks of the Wabash River, near Rich Valley. 
The business m en of Peru and Wabash were the guests of honor. 
The location is sa id to be an id ea l one fo r a pleasure resort of thi s 
kind. A $4,000 casino is being erected and a starrc ha s alreadv 
been put up , where performances arc given each 

0

afternoon and 
evenin g. The power house and car house of the company are 
also loca ted at thi s point. At th e time of the opening a special 
car took guests from Peru and Wabash , and a lunch was se rved 
hy the company at the park, followed by speech es from prominent 
g-~es ts. Boyd Park is named aft er the vice-president, F. C. Boyd, 
nl th e Wabash River Traction Company who is a lso we ll known to 
street railway men through his connec~ion with the New Haven 
Car Register Company. The genera l offices of the company arc at 
New_ Haven, Conn. D. A. I31akele c is president; F. C. Boyd, vice
president ; S. C. M oo rhouse, secretary and treasurer, and L. T 
Law, genera l manager. 
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The Application of Storage Batteries to the System of 
the Brooklyn Heights Railroad Company* 

DY FRAN KLI N E. l\IO RSE 
Supcrint ellll en t of l'ower, B rooklyn ll eigh ts Ka i\ruad Company 

T he sto rage battery equipment o f th e Brooklyn Height s Ra il 
road Com pany consist s of three chl o rid e accumulator batteri es 
o f 248 cel ls each , in stall ed by the El ec tric Storage Battery Com 
pany. 

Batt ery No. r is loca ted at the Brooklyn terminal of the New 
Y ork and Brook lyn Bridge. Each o f the ce ll s contain s fift y-one 
plates, approximately 15½ in s. squa re. a1id has a di scharge capaci ty 
o f 2000 amps. for one hour, 1500 amps. fo r two ho ur s, or 500 
amps. for three hours. 

Battery No. 2 is a po rtable bat tery 111,Juntcd on ca r s, the cel ls 
contai nin g tw enty-seven pla tes. 15 ½ ins. s11uare, with a discharge 
ca pac ity ~f 1000 amps. fo r o ne hou r, 750 a mps. for two h '1 u rs, , r 
500 amp c.. for thr ee hours. 

Battery No. 3 is a stationary batt ery of th e sa me U l '. ac ity a s 
No. 2, loca ted at East N cw Y ork , at a load cen ter fo r med by th e 
iun ction of severa l e levated and surfac e lin es. 
· T he batteri es were intended main ly for re g ul ator work , to take 
up th e excessive fl uctuati o ns in volt age and a rnper·es upon lines 
oYer which elec tri c train s were operated, and fo r some time th ey 
were thus used with excellent r esult s : but for the last nine m onth s 
o r more, on account of a sh ortage of power caused partly by the 
dest ruction o f one of th e· company's power stat ions by fire. it has 
become necessa ry t o u se th em for peak work , completely di s
charg in g th em durin g the m ornin g and evenin g ru sh h ours, and 
charg ing th em during the h ours of li ghter travel. Used in thi s 
manner, t he combin ed capacity of the three _batteri es is 4000 amps. 
for one h our , 3000 amps. for two hours. or 2000 am ps. fo r one 
hour. As a gen eral rul e th ey h ave bee n di scharged at the two
hour rate, and th ey have proved t o be a valuable addition to th e 
station capacity. 

Battery No. r occupi es two of th e arch es whi ch support th e 
masonry fo rmin g th e Brooklyn approach of th e Bridge: these 
arches are quite hi gh and roomy, and only required to have th e 
ends encl osed t o make ideal battery rooms-warm in winter and 
cool in summ er. With th e excepti on of a few ct;l ls supported by 
a gallery, th e entire battery r ests o n wooden stringers imbedded 
111 a cind er fl oor. Operated in conn ection with th e battery, th ere• 
1s a motor-dri \'c n booster u sed for regulating the charge and 
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had before been hardl y suffi cient for the operation of the elevated 
se rvice alone. 

The power plant which form erly suppli ed current for the Bridge 
trai ns had a capaci ty o f but 1000 kw, a nd on account of its sm all 
ca pacity and it s being som e di stance fro m the water front , where 
th ere was no water avai lable fo r condensin g, and where coal and 
ash es had t o be hauled in wagons, it was very expensive in oper
ation . Upon the in sta llatio n o f the battery, the savin g effected, 
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af ter allowing for depreciation, maintenance, operation and the 
cos t o f current at the east ern stati on , amounted to a very profita
ble interest on the investment . 

The Bridge train load during the rush hours in the morning 
and evenin g fluctuat ed between a minimum of 250 amps. and a 
max imum of 18oo amps., with an average of 850 amps. The load 
on th e lower section of the Brooklyn E levat ed, when fed from the 
easte rn station . fluctuated between 100 a mps. and 2000 amps., witii 
an average of 750 amps., and during the hi gher fluctuations the 
voltage dropped so much th at it seriously interfered with the 
operation of the trains. Aft er the installation of the battery, the 
combin ed load of the Bridge and eleva ted train s amounted to an · 
ave rage of but 1600 amps., whi ch was . divided up between the 
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di scharge, and located togeth er with th e switchboard in a small 
building on the Bridge deck about rooo ft. from th e battery. 

This battery was in sta ll ed for two pu rposes ; ( r) to allow the 
small power plant which suppli ed current for th e Bridge train s 
to be di spensed with. and (2) to take th e fluctuations of current 
o n th e adjacent lowe r secti on of the Brooklyn E levated Railway, 
and maintai n the even voltage necessa ry fo r the satisfactory oper
ati on of both the eleva ted and Bridge trains. The lower section 
of the eleva ted was previously fed fro m the eas tern power sta ti o n 
at a di stance of about 3 mil es from _t he load center. Aft er th e 
installation of the battery, both th e Bridge and elevated train 
service. requiring approximat ely equal amount s 0£ current, were 
fed fro m the easte rn sta tion th rough the same feed wires, which 

* l'aper r ead a t Roeh ester Convention of New York State Street Railway 
Association, Sept. 10-11, 1901. 

batt ery and the east ern station, th e battery carrying a load which 
fluctuated between 500 amps. and 3000 amps., averaging I 100 
a mps., and the east ern station a fairly constant load of 500 amps. 
in place of its former fluctu atin g load of from 100 amps. to 2000 
amps. A steady voltage was maintained on both the Bridge and 
elevated, and n o further troubl e experienced in operating the 
trains. 

Curve No. r shows an evening's work on this battery when 
operat ed as above, the average load on the battery being 1016 
amps.-the maximum 1450 amps. and the minimum 500 amps. 
The curve shows that between S p. m. and 8 p. m. the battery, 
besides regulating the fluctuations , discharged an average of 1016 
amps., som ewhat more than its rated capacity. 

On account of the shortage of- power, caused partly by the 
burning of the Ridgewood power house in Decemliier, 1900, it 
became necessary to operate the Bridge power station again 
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during the morning and evening peaks. It is a rather interesting 
fact that, by operating in multipl e with the battery, the effective 
capacity of the station is nearly doubled; for by properly adjust
ing the proportion of current fl owin g th rough the series coils o f 
the generators, the station is enabled t o get a steady load of 1600 
amps., the maximum at which th e engines will maintain their 
speed, instead of its former fluctu ating load of from 250 amps. to 
1800 amps., which gave an average of only 850 amps. 

Diagram No. 2 shows th e work done by the batt ery for twenty-

Southe rn 
Station 

iour hours. The curve is plotted from average readin g tak en 
every fifteen minutes, except between the hours of 5 p. m. and 6 
p. m., when the readings were taken every minute and a half. You 
will note that the battery is being charged from 9 o'clock at night 
until 6 o'clock in the morning, and di scharged to its full capacity 
from 6 o'clock until IO o'clock in the morning; then charged from 
IO o'clock in the morning and 5 o'clock in th e afternoon and di s
charged to its full capacity between 5 o'clock and 9 o'clock in the 
evening. This is a curve of average, and does not show the 
momentary fluctuation. These 
are shown on curve No. 3, 
which is a record of one hour 
during the evening peak, the 
readings being taken as rap
idly as it was possible to read 
the meters. Thi s curve shows 
a variation of 1300 amps. at 
one jump. 

The abov e curves show 
quite conclusively that if the 
battery were not operated it 
would have to be r eplac ed by 
a generator at the Bridge sta
tion, having a capac ity of at 
least 1200 amps., togeth er with 
engines and boil er equipment; 
or, if install ed at the eastern 
station, there would be a con
siderabl e additional expen se 
incurred for feed wire. 
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The booste r used with the bat
tery has a capacity o f 120 kw. 
and has a large range in both voltage and a mperage. It is o perated 
almost continuously day and night , and the booster has a shunt
field rheostat , by means o f which th e polarity may be rever~ed 
without cuttin g the machine out, and the voltage may be vaned 
from zero to a maxi mum in either direc tion. The heaviest charg
in g is done when the load on the generatin g stat ion is lightest, 
the aim being to keep the voltage on the line at as hi gh an ave rage 
as possibl e, and at the same time ge t the battery fully charged 
ready for the rush hours. If, during the period allowed for 
charging, the line voltage drops on account of a momentary 
heavy load, the booster allows the battery to di scharg e : and if 
there is a brief Jet-up in the load during ru sh hours, it a llows the 
battery to charge. Thus, it is practically automatic in it s o per-

ation. No att endance is r equi red for the battery it self, except 
hydrometer readin gs at beginning and endin g of char ge and di s
charge. In ord er to reduc e the line loss connec tion has b een 
made with all the feed wire s availabl e, and they are drawn upon 
during the charge. 

The portable battery, No. 2 , is r ather unique in it s character, 
and was designed to m eet peculiar co ndition s. Th e Brighton 
Beach road is a line over which the traffic is very heavy for about 
three months during the summer and very li ght during th e r e-
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FEEDER DIAGRAM OF BRIGHTON BEACH LINE 

m ctinder of the yea r. A t East N ew York the service is heaviest in 
the winter. For these r easons it was decided to place the bat~ery 
in ca rs, so that it could be used on the Brighton Beac h line in 
summer and at East New York in the winter . Accordin gly it 
was in stall ed in seven di scarded passeng er cars. They were open 
ca rs, 39 ft. lon g and 8 ft. wide, inside m easurements, double truck, 
and were used when the road was opera ted as a steam road. 
The cross seats were removed a nd the cell s set up in two rows 
along th e sides, with an aisle 2½ ft. wide th rough the center. Six 
of the cars contain thirty-six cells each and the seventh contains 
thirty-two cells, with a switchboard room at one end. As the 
load on the cars was to weigh about 40,000 lbs., the sill s were re
inforced by th e addition of heavy truss-rods. The car bodi es and 
parts liable to be attacked by the acid fumes were painted with 
asphaltum and th e sides left open. The seven car s were coupled 
as a continuous train and side-tracked in a shed close to the main 
line. The end cell s in each ca r were conn ected by rubber-covered 
wire, the negativ e connected to the tracks and the positive to the 
side feed wires. 

The Brighton Beach Railway is an overhead trolley line, double 
track, 7½ mil es in length, over which, in summ er , trolley car s 
are run at a high speed on l 1-3-minute headway, and five-car 
elec tric trains on 20-minute headway. It carries passengers to 
and from the Brighton Beach and Sheepsh ead Bay race tracks 
and t o the Brighton Beach and l\Ianhattan Beach hotels . Th e 
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neares t point of feed is 2 mile s from t he power stati o n, and the 
most distant point 8½ miles. F or the proper operation o f the 
trains it was essential that the voltage shonld not drop belo w 450 
amps. o n any part of the lin e. To prevent local drops in th e 
trolley wires, they we re supplem ent ed by two 500,000 circ. mil 
cables, nm the entire len gth of the road and join ed toge th er at 
frequent interval s. 

T he current was bronght fro m the station s over eight 500,000 
circ. mil cables, tapped into th e ,:uppkm entary wires in pairs. al 
points very nearly eq uidi stant . The two nearest po ints of fee d~ 
2¼ miles and 3¾ mile s from the sta tion- we re fe d fro m the sta
tion bu s. The mo re di stan t points-41/4 miles and 7¼ mil es
were supplied through boost ers in the power station , o ne boost -
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ing 150 vo lts a nd th e oth er from 350 volts to 450 volt s. The 
sto rage battery was connect ed at the point wh ere the last booster 
fed into the line, about 1 mile from the terminal. T he sen-ice at 
thi s t erminal is o f t h e m ost exacting nature , trolley car s and 
tra ins being sidetracked tn await th e cro\\'d s a t the race tracks 
and started up, fully loaded. at sh ort intervals. Notwith standing 

York. and ha,·c remained th ere up to th e present time, the 
Brighton Beach electri c train service hav in g been abandoned thi s 
summer on account of th e sho rtage nf power, and a steam-train 
servi ce substitut ed. At East N cw York it is o perated in multiple 
wi th bat tery Nn . .1, whi ch has th e sam e capacity. It has been 
left standing on a side track out of doors, the sides o f th e cars 
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having been enclosed with heavy tar 
paper. lt was anticipated that the acid 
might freeze up during severe winter 
weather, an d each car was supplied 
with electric heate r s, but it was not 
found necessary to use them. 

For a time these two batteries were 
charged from the Ridgewood station, a 
di stan ce of 2 miles, one of the 300-kw 
gen erators being converted into a 
booster, during the hours of light load, 
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CURVE NO. 4 

th e heavy charac ter of the sen-ic e, by means of the battery the 
Yo ltage was maintained at a Yery even pressure. 

During the day th e battery fluctuat ed b etween 1500-amp. dis
charge and 500-amp. charge, being kept practica lly full most of 
the time. At the periods of heaviest load, h o wever , a compl ete 
discharge was sometimes effected in one hour. 

Curve 4 shows graphically the regulation of thi s battery on 
July 21 , 1900, between t he h our;, of 6 :45 a . 111 . and 1 l :25 p. 111. 

During thi s time variation s of from rooo amps. to 1800 amps. on 
the line in the vicinity of the battery produced no greater fluctua
tions than 200 amps. on the booster a t th e south ern station. 

Curve No. 5 r ep resent s a discharge taken June 15, 1900, at an 
ave rage rate of 430 amps. for four h ours and thirty-fiv e minutes, 
a considerable excess over the rated capacity of the battery. 
During thi s di scharge the cur rent fluctuat ed between roo amps. 
and 1300 amps., and the voltage averag ed 474 amps. 

If the battery had not b een used in conn ection with thi s line , 
and the same service m aintained, it would have r equired the addi 

ti on of another booster at the south ern stati on, having a capacity 

I I I I I _B .fc:R~ - I I I I I I I I I I I I I I 
I I I I B atteries 2 & 3 / E ast N ew iYorlc I I I I I 

uoo 

1200 

1000 

t>00 

09 I I 

to '1V" VT" 
I I 

4 0 
I I 
I I 

I I 
I I 
I .! -=i=-:, 

l " " .!< -~= r- ~ 
e- ~ ca 

A /VV 
I 

I 

I 

Jur ~~tij: 
~~~~~c"I , w1, 100 

I 

I ~OU 

I ti00 
ti.-HA.M. g 
Time 00 

I 
I 
I 

r\/" 
I 

I 

--

I 
1·111.r 

L f 

tion, a distance of 1 mile, by means of 

I I 
I\AI . I 

v1v· 

I 

I 

I 

1--11 

1+ 
I I 
I I I 

I I 
I ' 
I I 
I I 

I I I I I I I I 
' I . ,;,,. ... -" I .r. hi I V 

I I I, i 17 I 
I I I I I 
I I_! _I _I I 
B.H.R.Rr 1 

Sheepsheaf!aL 
-, J 'uly- l - i~oo--

=-1--+ 
-;11 17 

I 

L---f -
I 

I 
I 

0 
0 
.; 

I 

1, 
I 
I 

IL~ 

0 
0 
.,; 

r 
I 

0 
0 
.; 

- . 

I 

1 
I 

0 
0 

-- - ----- ~~~ 

- ~J I 
I 

I I 

I 
II 

II 

0 e O•J')-
0 o o.-=-- ,.:!!i 
e: 0 .,.:...;~ 

St t eet ll.ailtuay Jo~rr.cilo 

CURVE NO. 5 

a motor-driven booster. 
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Curve No. 6 shows the rapid dis
charge readings taken on these bat
teries between 5 :30 p. m. and 6 :30 p. m. 
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CU RVE NO. 6 

of 1000 a mps. and 16o volts, togeth er with additional generator 
engine and boiler capacity. Besides this, the re would h ;we been 
the expense of runnin g additional feed wire. 

At the end of th e season the cars were hauled to E as t New 
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As stated before, they are now used 
altogether fo r peak work. If not used 
they would need to be replaced by the 
addition o f 1000 amps. in rotary ca
pacity a t the Halsey Street sub-station, 
and 1 mile of 1,000,000 circ. mil feed 
wire. 

In conclusion it may be stated that, 
aside fro m its operation, as above out
lined, the battery equipment has been 
of great service during emergencies, 
haY ing been cut in at various times on 
shor t notice on account of accidents to 
power station machinery. Storage bat
teries adapt th emselyes very readily to 
this kind of service, as they can be oc
casionally discharged a t an excessive 
rate and exhausted beyond their ca
pacity without apparent injury. 

Combined output of storage bat-
teries for two hours = 3000 amps. at 

575 Yo lts = 1267 hp; cost about $75 per horse-power; 20,000 hp at 
Third A Yen ue cost $60 pei hp ; 24,000 hp a t Fulton Ferry, $75 per 
hp; acid. one year, 1500 g-als. , $200 = one-eighth of I per cent of 
cost. 
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The Use of Series Boosters in Connection with Street 
Railways* 

DY W. J. DAVIS, JR. 

One of the problems fr equently arising in street railway work 
is the .proper maintenance of voltage on certain lines operating 
normally with a small number of cars, but occasionally calling 
for increase in serviee greatly exceeding the average requirements. 
Common illustrations of this class of se rvice are to be found on 
lines running to raee tracks, parks, or other pleasure resorts 
within reasonable distance from the center of population. T he 
infrequency of the service during the greater part of the year 
will not permit heavy expenditure for an overhead feeder syst em 
of sufficient eapaeity to operate the cars satisfac torily during· times 
of abnormal service. Obviously, wh en the cars are crowded wi th 
passengers, the east of power is so small an item, compared to the 
gross receipts, that little attention need be paid to securing high 
economy in power eonsumption, especially where the demand is 
only for a few days in the year; and it is in this class of work that 
the very effective, although ineffieient, return feeder series booster 
finds its especial field. The usual connections for this highly 
useful piec e o f apparatus are shown in the accompanying diag ram. 

Booster Feell er 

Booster 

Tl'o lley 

I 

57!' Volts 

Track 
Stri:e t Ry .J ournal 

From this diagram it will be seen that the ampere- load 
carried by the booster will be between one-half and two-thirds 
of the total load on the line, according to the location of the point 
at which the booster fe eder is tapped into the trolley circuit. On 
account of economical considerations, it is the practice, where 
possible, to arrange the booster feeder connections in such manner 
that when the booster is not in service the feeder may be thrown 
directly on to the gen erator bus-bars for eff ective use as an 
ordinary trolley feeder. In order that the potential at th e point 
where the booster feeder is tapped into the line may be ex actly 
equal to the potential of the generator in the power house, the 
booster and booster feeder should be so design ed, r elative to each 
other, that at full load the voltage generated in the booster wil l 
equal the drop in the booster feeder plus the drop in the track 
return. F or r easo ns hereinafter stated, it is advisable, wh ere high
voltage booster s are used, to partially or entirely negl ect the 
track drop, so that in praetice the voltage at th e t erminal of the 
booster feeder will be somewhat less than at the generating station. 

The IR drop in the booster feeder is, of eourse, directly pro
portional to the current flowing therein , and, theoretically, the 

· vo ltage at the terminals of the series booster should also be di 
rectly proportional to the current. In oth er words, the booster 
should have a straight lin e charaeteristic curve;. but, owing to the 
variable permeability of the iron at different densities, it is im
possible to build a booster meeting "these eonditions. A straight 
line characteristie may be approximated, however, elosely enough 
for practical purposes by providin g liberal sections in the magnet 
frame of the booster, and thus working well below the knee of' 
the saturation eurve for the iron. W hile such a design adds to 
the cost of the maehine, the advantage of close r egulatio1~, as 
affecting the life of the ear lamps and causing possible injury to 
motors and controllers, due to the high voltage to which they may 
be subjected when the ampere- load is reduced, makes the addi
tional east an insignificant item. E x perience has determined that 
the max imum departure of the booster characteri stie from a 
straight line at fraetional loads, r eferred to full -load voltage as a 
basis, should not exeeed the fo ll owing values : 

Full-Load Voltage M aximum V aria tion in 
of Booster Characteri stie Curve 

50 to 100 vo lts zoo/a 
100 to 150 15% 
150 to 250 12½% 
250 to 500 IO o/o 

To illustrate: a 300-volt booster, aeeording to the above table , 
should have a characteristic departin g not more than 30 volt s 
from a straight line, so that, at partial load, tbe max imum poten
tial upon the line would no t exeeed 605 volt s, with 575 volt s at 
the generator bus-bars. There is a practi eal limit to the amount 

* Paper read at l<och ester Conv ention o f N,-w Y ork S tal e S trl'l'l Railway 
Association, Sept. 10-11, lWl. 

of thi s variation, which is fi xed by eco no mical requirements in 
the electrical design of the booster. This limit is about IO per 
cent, and consequently, where the boosting potenti al exeeeds 300 
volts, the resistance of th e fe eder should be made such that the 
IR drop is 5 per cent, or possibly IO per eent greater than the 
booster voltage. This provision will r esult in preventing in
juriously high vo ltage at th e lamps and motor at the expense of 
a small r eduction in line potentia l, which is not of sufficient mag
nitude to seriously affect the schedule speed of the cars. 

Having now given the principal requirements of a series booster 
from th e standpoint of the designing engineer, it may be of in
terest to define the exact field of the machine in practical oper 
ation and the limitations of it s economical use. 

As stated above, the series boo ster becomes especially valuable 
in maintaining the line volta ge where large crowds are to be 
transported quickly and effectively on very infrequent occasions 
over lines which normally may be operated with a reasonable 
amount of fee der copper, and where a good rail return is secured. 
The maximum length of line whi ch may be fed with economy is 
entirely dependent upon the power to be transmitted and to the 
r esistanc e of th e track. Generally speaking, with modern equip
ments employing heavy double- truck ears, it is not praetieable t o 
feed further than 12 miles, whil e in some cases requiring the oper
ation oi a ve ry lar ge number of cars on short headway the maxi
mum practicable length of feed may not exeeed 6 miles or 7 miles. 

Economically con sidered. the booster simply affords a means 
of saving line copper by drawing on the coal pile, and it ceases 
to be eeonomical when th e cost o f power lost exeeeds the interest 
on the addi tio nal copper required by a direct feed . Every case 
i1w olving the permanent in stallation of a booster requires 
thorough study, and consideration should be given not only to 
the question of economy, but to probable future increase in. the 
traffic and to extensions of th e line. The ehief objections to the 
booster as a permanent fixture are the inability of the machine 
to respond to demands g reatly exceeding the requirements for 
which it may have been de signed and the limitations to the area 
to be covered. In many cases full investigation of all the element!> 
entering into the probl em wi ll show the alternating-current sys
tem employing a rotary · converter sub-station to be preferable 
to a booster, especially wh ere the service is to eontinue for several 
months in the year. There a re even oecasions when sueh serviee 

. a s that existing at race tracks, usually lasting only ten or fifteen 
days, may b est be handled by a portable sub-station eonsisting 
of a rotary converter and statie tran sformers mounted on a flat 
ca r and operated from a high-potential, three-phase transmission 
line. 

F o r quick or temporary service, or where three-phase alternat
ing current is not avai lable, the series booster is a most valuable 
auxiliary. Frequently a single machine may be temporarily 
adapted for use on either of a number of lines where the condi 
tions differ considerably, by varying the resistance of the booster 
fee der, shunting the series field, or varying the speed. This makes 
t he booster a great help where demands are made requiring large 
increase in service on certai n line s wh ich may last only a few days 
at a time, and it is in thi s particular cla ss of work that the se ries 
booster wi ll be found to possess the grea test va lue to the street 
rai lway manager. 

Steel Tie, Concrete Construction ':' 

BY LE GRAND B ROv\' N 
Chief En g in eer R och est er R ailway Compan y 

During the last fo ur years th e city of Rochester has mad e cxtcn -. 
s iYe improYements in the paYement s/of ;.cveral of the principal stree ts 
occupied by the track s of the Rochester Railway Company, and, in 
co-operati on with th e city eng in ee r. E. A. Fi sher. the railway 
company ha s endeavored to construct as perfect a roadbed as it 
was possibl e to make. In addition to the ordinary method of 
putti ng concrete und er or between the wooden ties, co nsiderable 
concrete-beam and steel-tie construction has bee n laid, and I wi ll 
briefly describe the method adopted and co st of the same. In all 
new eo nstru ction great eare has been taken to provide as perfect 
drainage for the track as po ssible by the use of gravel and porous 
ti le eonnccted with the sewers. This matter of drainage is one 
of the most important , as well as oft en the mo st neglected, point 
in track mai ntenanee, for the be st gravel or stone ballast and 
heavy rail avail eth littl e wi thout proper drainage. 

For ties we have used old 4½-in. girder rai ls cut into 7½- ft. 
length s, inverti ng the rail s and fa stening them with bolts a nd 
clips to th e main rai l, as shown in Fi g . 1 and Fig. 2 , the se stee l 

* l 'ap t·r rl'a<I a t R och es ter Conv enti on o f Ne w York S tate S treet l{ailway 
Aswciation, Sept. 10-11, 1:101. 
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ties being bedded in eoncret e. Underneath the rai ls are concrete 
beams 12 ins. in depth and 14 in s. in width. Where the ties are 
located, a trench is excavated 4½ in s. below the tie and about 12 
in s. in width, and is filled with concrete, the remainder of the 
pavement being on a 6-in. concrete base. U nder the whole is a 
4-in. layer of ston e chips. Drain til e is laid parallel with the 
track and connected with the sewers. The paving is laid upon a 
cushion of sand I in. in depth. In brick or asphalt paving the 
concrete is carried sli ghtly above the base of the rail. Since 1897, 
when this construction was fir st tri ed, we have laid consid erabl e 
similar construction with 6-in. , 7-
in. and 9-in. rail, in asphalt , brick 
and Medina stone pavements. 

On tan ge nt the stee l ties are laid 
IO ft., 0:1 curves from 3 ft. t o S ft. 
apart. Where double track was 
laid on East Main Street, over a 
newly constructed sewer, every 
third, and all joint, ti es ext ended 
under both track s, as sh own in 
Fig. 3. These have a slight ver
tical bend in them to confo rm to 
the crow11 of the street. A few 
channel-steel ti cs were tried but 
found unsati sfactory, it being di f
ficult to tamp con crete properly 
under them without raisin g th e 
track, while , with th e old rail or 
any form of I-beam ti e of proper 
depth, the concrete anchors the 
track down, thus preve ntin g heav
ing, which will eventually occur 
with any form of channel tie or 
simple tie-rod or angl e-bar con
struction without ties . 

FIG.4.-PROPOSED 8-IN. RAIL 
FOR THE ROCHESTER RAIL· 
WAY COMPANY, WEIGHT 

ABOUT 86 LBS. PER YD. 

The track is raised and blocked to g rade, and lined before con
creting, and little trouble has been experi enced in keepin g it in 
place during the concreting. Care is taken t o have the concrete 
well tamped under the base of the rai l and around the ti es, a rail 
having a 6-in. base being preferred. At present, on St. Paul 
Street, we are laying a 7-in. rail with steel tie concrete con stru c
tion. 

The cost at present prices of steel tie con stru ct ion with 7-in. 

possible to keep the asphalt joinin g the rail in proper condition, 
even wi th a very heavy rail , except where a toothing course o f 
stone is laid between the rail and asphalt, in which case it wears 
much better. We have also had so me trouble with th e pavem ent 
cuttin g down next to the tram of the rail and settling und er th e 
rail head. For this and other reason s a sectio n has been sug
gested som ething like the ·section shown in Fi g. 4. In thi s sec
tion the edge of th e tram or flan ge allows co nsiderabl e wear of 
the pavement without danger o f the wagon wh eels cutting down 
between pavement and r ail. In thi s section the tram is sli ghtly 
lower than the regular form of Trilby rail, all owing the g roov e 
to cl ean more readily. With thi s sect io n it is proposed to have 
the plates ro ll ed with less proj ec ti on on the center ribs, thus 
allowin g the plates to be brought to a ti ght er fit on t op and bot 
tom, as we find in many cases the rib comes up again st th e web 
of th e rail before a proper bearin g is obt ain ed a t top and bottom 
of plat e. From our experi ence, I think it economy to use steel
tie const ruction, w ith 6-in. rail in brick or asphalt, and 8-in. in 
l\1 edina stone pavements , a lower rail being used than would be 
required with wooden ti es, and I believe the tim e not far di stant 
when the wooden tie in pav ed street s will be a thing of th e pas t. 

-----6♦ +-----

Track Construction in Brooklyn 

BY ED\V. H. P .\CKE 
Engin eer Maintenance of \Vay, Brookl yn H eight s Railroad Company 

The traffic conditions in Brooklyn are unlike those obtaining in 
any other city, at least in A merica. vVe have suburban lines run
ning for long di stances at a high rate of speed; these converge, 
and the same cars and equipment run through outlying streets 
where a high speed can still be maintained until on lower Fulton 
Street. Here, <luring ru sh hours, both morning and night, the cars 
form almost one continuous train , and can barely crawl along. 
The number of car s on th e New York and Brooklyn Bridge road
ways is still greater, and 'without exaggeration it can be said that 
on these roadways the m~·ximum of service is reached which any 
street railway track is called upon to carry. 

When it was definitely decided to operate cars over these road
ways, it was known that the ser vice would be exceptionally severe. 
and the subj ect o f rail section was thoroughly investigated by J. C. 
Brackenridge, a t that time chief engineer of the track department of 
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FIG. 3.-STEEL TIE CONSTRUC TION ON EAST MAIN STREET FIG. 1. -SEC rtON OF ORIGINAL RAIL 
AND WORN RAIL AFTER PASSAGE 

90-lb. rai l would be about between $4 and $4.10 per foot of double 
track. Thi s includes excavation , concrete, drai nage tile, labor 
and 111aterial, but no pavement. The ste el ties are worth what 
they would bring for o ld steel, and, as they weigh about II6 lbs. 
each, they would cost from 71 ce nts to 75 cents; cutting an<l drill
ing, 12 cents to 13 cents ; bolts and elips, about 15 cents ; thus 
making the cost average about $1 each; the excavation, drainage 
tile and concretin g costi ng from $1.25 to $1.35 per foot of double 
track. In 1898 these tics cost ahout 60 cents each , owing to th e 
low price of old steel. 

W e have co nsiderable track paved with asphalt , and find it im-

OF FIVE MILLION CARS 

the Brooklyn Heights Railt oad, and chief engin eer of the associatec.1 
trolley companies. He found that in the sections of 9-in. girder rail 
then in use the head of the rail was too far off center, and not prop
erly supported hy the web. In fact. from th e gage line to the center 
of the web was only 3-32 of an inch . On taking thi s 111atter up 
with the stee l compani es, and sending them a sketch o f the section 
designed by Mr. Brackenridge, the steel co111panies claimed they 
could not roll such a section . Mr. Brackenridge made a trip to 
Steelton , saw the rollrnakcr, and the latt er said of course the roll s 
cou ld be made. A 5000-ton order wa s placed with them, the ro ll s 
we re made, and th e fir st 9- in. g irder rail s, in whi ch the head wa s 
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properly supported by the web, was la id on the roadways of the 
N ew York and Brooklyn Bridge in December, 1897. 

How well this section wa s designed, and how cl ose ly the ac tual 
wear h as fo llowed the lin es theoreti cally designed, is sh own in 
the accompanyi ng drawing, Fig. 1, which shows the original sec
tion of the rail and the secti on aft er 5,000,000 car s have passed 
over it in three and one-half yea rs from the date of o pening, Jan. 
23, 1898, to Aug. 1, 1901. 

Another feature of this groove rail is that it is self-cl eaning, so to 
speak. Mr. Brackenridge had written to various railroad com
panies, r equesting their experience and an expression of their 
opinion as to the merit s of groove rail s then in use; all informed him 
that the rails of such section s were uneeonomical, as the grooves 
filled with dirt to such an extent as to cause the wheels to run on 

,...... . .. .. . -......... .. 
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FIG. 2 - BRIDGE RAIL AFTER PASSAGE OF FIVE MILLION CARS 

their fl anges, thus making poor contacts, and costing 20 per cent 
more to operate. On account of the almost perpendicular gage-side 
o f the treads and small fi ll ets at the fbt bottoms of the grooves, 
this obj eetion could not be remedied. 

In his de!:>ign fo r a groove rai l, Mr. Brackenridge overcame thi s 
difficulty by making the gage-side of the head more oblique, and 
the bottom of the groo \' e the arc of a circle, whose radius is 9-16 
in., more than twice that o f the fill et in previous sections. By giving 
thi s shape to the head, the flanges of the wheels plow into any dirt 
which collects in the groove, and crowd it out over the lip of the 
rail, thus keeping it free c> nd clean, and preser ving the good elec
trical contact which is desired. 

This rai l, in 6o-ft. lengths, is laid on the bridge approaches on 
a 6-in . bed of concr ete, with ti e- rods every 3 ft., and paved between 
rail s, and outside as well, with granite block paving on the con
c1·ete bed , with pitch and gravel joints. 

On the su -,pendcd structure, another specia lly designed rail sec
tion was laid , on stringers of creosoted yellow pine, and bolted 
down with 7- in . x ¾ in. bolb, with head countersunk in flange
way of rail , and a 2½-in. x 3½-in. x ½-in. washer, and spiral -split 
nutlock. The wear on thi s section of rail is shown on the ac
compan) ing drawing, Fi g . 2. This has had the same number of 
cars pass over it that the 9-in . section, No. 241, had, i. e., 5,000,000 
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FIG. 3.-CONCRETE BEAM CONSTRUCTION 

cars in three and a half years. A l though the specifica tion s for the 
steel were the same in both cases, the much greater wear on the 
rail on the concrete founda tion is notable, amounting to about 
double the amount of metal. 

The standard con struction o f the Brooklyn Heights Railroad 
Company in streets where the pavement is granite block on con
crete foundation is as fol low s : 

The street is excavated to the sub-grade, which is leveled off 
with sand. On thi s are laid the ti cs, 6 ins. x 8 ins. x 7 ft., with 

' tamped foundati on s. On these are spiked the 9-in. girder rail s, 6o ft. 
long, se ction a~ sho wn i11 Fig. l; with brace tie-plates every third 
tie, as ~hown' '. Weber join ts being used for sp licing. After the 
rails are spiked down, aud surfaced and lined, Portland cement 
concrete is rammed in between the ti es, and around the ends of 
ties, forming a solid bed of 6 ins. above the sub-grade between the 
tracks and rails , and 2 ft. outside. On this is laid an inch of sand, 
in which to bed the paving. Hemlock rail fill er is placed between 
the flange and head, and flange and tram of the rail, and granite 
blocks are paved in, The joints are then fill ed in with heated 
gravel and hot paving pitch is poured in the joints to fill up the 
voids. 

On the heaviest line, Fulton Street, below Flatbush Avenue, tie
rod s, spaced every S ft., a re u.scd in add ition to the brace tie-plates. 

In the summer of 1899, in relaying the double-track line on Court 
Street, it was decided to lay one track (the northbound on a con
crete beam con struction, shown in Fig. 3, and the other, or south-

bound, track on regular tie construction without tie-rods, from 
J uralemon Street to Atlantic Avenue. 

T he old pav ing was removed, old track and ti es torn up and the 
trenches for concrete beam excavated, and the beams laid by means 
of molding boards for th~ sides of the beams, accurately leveled 
on the upper edge to the p1 oper grades for the base o f the real, the 
sides being taken off and moved ahead as each section of beam 
set. The rail s were laid on this in 60-ft. lengths, with Weber joints, 
whose sole plates were sunk flush with top of beam; tie-rods were 
spaced 3 ft. apart. 

The cost of the concrete beam track was nearly double that of the 
track on tie work, though some of this extra cost was undoubtedly 
due to the unfamiliarity of the men with this style of work, and 
also to unavoidable delays. However, the extra cost does not seem 
to be jnstified, in view oi the increased wear of the rails on the 
unyielding concrete foundation, as exemplified on the bridge ap
proach and the suspended structure, although after two years the 
line and surface are still perfect. 

On streets where the city has not yet adopted granite block 
paving 110 concrete foundation is used, and the pavement is laid on 
~.111 d, well tamped, and with sand joints. The sand used is dug by 
our own men from a sand bank on our own property, loaded in 
our ffat rai s and hauled direct from the bank to the poin-.: r ~ 
quircc'.. ;\Ia ter ial is a lso handled on fla t cars wherever possible. 

Ou the Coney I sland lines, on our private rights of way, in 
several ca ses, electric and steam trains are operated simultaneously 
with trolley ca rs. This r enders the conditions r egarding track 
work peculiarly exacting, as T-rail construction is used, which 
must pass steam wheel fl anges at all frogs and switches, and yet 
must not drop the smaller treads of the trolley wheels and derail 
the ca r s. In such cases spring rail frogs are used, so placed that in 
the single spring-ra il type th E'. open fl angeway is parallel with the 
tro lley run, making a practically unbroken main line for the nar
ro w t r ead s of the surface street car wheels. Where both runs in 
a branch -off curve a re used by surface street cars, double spring
rail frogs are put in , and in cross ings of acute angles the side 
frogs are of the movable-point type, operated simultaneously with 
the throwing of the switches, which is done either from a tower or 
by g round throws, depending on the importance of the junction. 
All our T -rail track is so constructed as to be capable of carrying 
heavy steam road traffic. The foundation for th e ties, which are 
6 in s. x 8 ins. 8 ft., is sand. well tamped under and around the ties. 
,\ bal lasting of cinders is spread over the top of the roadbed to a 
depth of half the height of the rail; thi s prevents dnst from flying 
at the rear of a rapidly moYing train o r car. 

•• 
B::ndin g in Roche~ter 

NEW YoRK, Sept. 17, 1901. 
EDITORS STREET RAILWAY J OURNAL: 

I have j ust read the article upon "Track Bonding," by Alfred 
Green, ma ster mechanic of the Rochester Street Railway Company, 
publi shed in your number of Sept. 14, and note hi s references to 
plastic bonds. It is poss ible that he has overlooked the record 
made by the pla ,- tic bonds upon his own road. 

In September, 1896, I r eceived from this road an order for fifty 
bonds, to be used on their St. Paul Street Railway line, and 425 for 
their ·west AYenue line. I was given to understand that the rail 
weighed 90 lbs. to the yard, and had a clearance of ¼ in. between 
web of rail and angle plate. 

The bonds that were shipped were, therefore, fitted to this size 
of rail. A short time a fterward the manager of the road, .who 
has since left them, informed me that the clearance was about 
half the size above stated, and that the bonds, therefore, had 
harden ed under the pressure put upon them. 

I told him that though the mistake was not mine, I should assume 
the respon sibility of any trouble which occurred within three years. 
I have before me letters recently written by T . J. Nicholl, the pres
ent general manager o f the road, in which he states that the depre
ciation of these bonds, after practically five years' service, is shown 
to be 5 per cent. · 

This is but 1 per cent per annum, and proves that the track 
work was excell ently well done, and that, therefore, none of the 
troubles have occurred which Mr. Green fears from any kind of 
bond. Mr. Green is right in his statement that if the joints are al
lowed to come loose any type of bond will give out, but in this case 
the blame should be laid upon the joint, and not upon the bond, 

There are several rail-joints upon the market which will not 
loosen in service, and there are efficient spring lock washers for 
keeping ordinary splice bars tight. When these are used, or even 
when as much as ½ of an inch leeway is allowed for joint expan
sion or contraction, plastic bond_s can be applied that will give prac
tically the full conductivity of the rail, and maintain it for years. 

The bonds at Rochester are applied under one angle-plate only, 
and their conductivity, therefore, could not be greater than that of 
the plate itself. HAROLD P. BROWN. 
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The Metropolitan Express and the Convention 

It is illustrative of the scope of the express business n ow being 
done on the lines of the Metropolitan Str eet Ra ilway, N ew York, 
that the Metropolitan Express Company, which gives the ser vice, 
has sent out a circula r letter to the exhibitors at the coming street 
railway convention offering to quote prices on the shipment of 
exhibits in the ci ty to the convention ha ll a t Madison Square 
Garden by means of its trolley express ca rs, electric vehicles, 
horses and trucks. 

Annual Report of the Metropolitan Street Railway 
Company 

The annual report of the Metropolitan Street Railway Company 
for the year ending Jun e 30, 1901, 'furni shed to the R ailroad Cc;> m
missioners at A lbany on S ept. 14, makes the fo llow ing showing s 
and comparisons : 

1901 
Gross earnings ... . ... ... . .... . . . $14,063,781.92 
Operating expenses . . . . . . . . . . . . . . 6,755,130.94 

Surplus .............. ......... . . $7,308,650.98 
Fixed charges . . . . . . . . . . . . . . . . . . 4,534,068.22 

Net ea rnings 
Other income 

$2,774,582.76 
056,984.63 

Net income ............. .... ... . $3,431,567.39 
Dividends declared . . . . . . . . . . . . . . 3,393,262.25 

1900 
$13,785,083.94 

6,63 I ,253.66 

$7, I 53,830.28 
4,445,720.44 

$2,708,109:84 
652,049.70 

$3,360, 159.54 
3,145,891.00 

Surplus over dividends . . . . . . . . . . $38,305.q $214,268.54 
These figures are based on the same t rack mileage as last yea r , 

and, except for the finfll thirty days , cov er operatio n on m ain lin es 
by the old cable. This practically excludes from the showin g any 
of the economies r esulting from the conversion from cable to elec
tric traction , the full effect of which will be appar ent durin g the 
current year. 

During the last half of the year cover ed by the report di vidends 
were paid on $52,000,00::> instead of $45,000,000, a s formerly. The 
increased cost of operation was made in the period during which 
the company's main lines on Broadway, Columbus A venue and 
Lexington Avenue were under alteration from cable to electri c 
traction. 

----♦·----

A New Electrical and Steam Supply House 

The firm of the Charl es E. Du stin Co mpany comm ence d bu si
ness on Sept. 17. The pr esident of th e company, Chark s E . 
Dustin, was, until that dat e, president and gen era l m ana ~n u[ 

Rossiter, McGovern & Company. It ha s been known for ~om e 
months that Mr. D ustin wo uld sever hi s conn ecti o n wi th Rt1s
siter, McGovern & Company, but that h e is to start a ne w 
company in the sam e lin e com es a s somethin g o f ·a sur
prise to his num erous fri ends in bo th th e ra ilway and g rn cral 
electrical field. The n ew company has secured offi ces a t th e 
Bowling Green Building, II Broadway, New York City, ancl pro 
poses to engage in the purchase and sale of a ll kinds of elec tric al 
machine:-y, engines, boilers, etc., and also to undertake a general 
engi neering business such as the co nstructi on of elec tri c and 
steam plants and other wo rk. \V. S. B ar stow, fo rmerl y gen era l 
manager of the Edi son Electric Illumin atin g Co mpany, of B ro ok 
lyn, whose recent start as a cbn sultin g en g ineer was noted in th ese 
pages last week , has been r etain ed a~ co nsultin g en gineer fo r th e 
new company, and will devote a lar ge part o f hi s tim e to it s in 
terests. The capital s to ck o f th e Charl es E. Dustin Co mpany is 
$250,000, and th e co mpany will be foll y prepar ed t o cover all 
special branches of the bu siness which it expects to und ertake. 
Mr. Dustin, who is the pr es ident of the n ew o rganizati on , is pe
culiarly fitted for the bu sin ess of buyin g and sellin g second-hand 
material, having long been identifi ed with elect ri cal compani es as 
a confidential financial expert in these lin es. H e wa s th e founder 
of the well-known Schu yler Electric Co mpany , whi ch was aft er 
ward absorbed by the General Electric Company, and was later 
made r eceiver of the E xcelsior Elec tri c Co mpany, o f N cw York , 
during the nego tiati ons whi ch were th en bein g m ade to purc hase 
the Excelsior Company hy th e General E lectri c Co mpany. It was 
through hi s receivership in thi s company that he becam e connected 
with Rossiter, M cGovern & Company, when , as it will be r em em 
bered, th ey bought the Broo kly n plant u f tlie E xcel sio r Co111pany 
for their own repair bu sin ess. Th e new firm , therefor e, sta rt s out 
under the mo st sati sfa ctory condition s, l\,f r. Dustin 's large ac
qnaintanc e makin g h im an ideal m an fo r it s head , a nd th e many 

advantages o ff ered by thi s fi eld for a com pany compet ent to m ain
ta in a bu siness uf thi s kind will un doubt edly m ake it a success. 

-----♦----
Street Railway Patents 

[This departm ent is conducted by W . A. R osenbaum , patent 
attorney, 177 Times Building, New Y ork. ] 

U N ITED 'STAT ES P AT ENTS ISSUED SEPT. 10, 1901 

682,165. Contact D evice for E lec tric R ailways; W . M . Brown, 
J ohnstown, Pa. App. fi led Jan. 8, 1901. A stud contact system in 
which the connecti on inside of contact boxes is made by m eans of 
a magnet carried by the car. 

682,187. Trolley Wire Support; W . Gera r d, St. Bernard, Ohio. 
A pp. filed Jan. 17, 1901. A clamp fo rces the wire into a deflected 
g roove in the clip and holds it in place. 

682,267. Gripping Device for Suspended Cable or Rope R ailways; 
R. Pfaffenbach, Leipsic, Germany. App. fil ed M ay II , 1901. T o 
in sure equal pressure of both wheels o f a trolley which traverses the 
cable, one of the jaws of the g ripping device is a ttached to the 
fr amework o f the hanger carrying the load, instead of the frame 
connecting the driving wheel, the o ther parts being correspondingly 
a rranged to retain the automatic action of the grip in a ll other 
respects. 

PATENT NO. 682,38 1 

682,273. Car Truck; W. E. Prindle, John stown, Pa. App. filed 
Oct. 24, 1900. The truck is constructed so that the length of the 
wheel base can be changed without changes in the pattern and frame 
castings. 

682,348. Car Truck; A . A. Ambler, Chicago, Ill. App. filed Nov. 
24 , 1900. A rigid wheel encompassing frame, a bolster having the 
pivot seat for the ear body; a plate having an aperture to accom
modate such pivot seat; and four diagonal strain rods, located in 
line two and two through the ax is of the bolster pivot, and con
nec ted at their opposite ends respectively to such apertured center 
pla te, and to the wheel pedestal. 

1182,381. Electric Traction Road ; L Dion, Boston, Mass. App. 
rk<l Jan. 28, 1901. A continuous conductor located in a sealed 
CllIHluit, has upward exten sions, r eaching nea r to the surface, so 
that they may be lifted by a m ag11 et ca rried by the car, to close the 
circuit to the studs on the surface. 

682,400. R a il-J oint; A . W . Beach , Knoxville, Pa. A pp. filed 
July 12, 1901. The fi sh-pla te interlocks with openings in the web 
o f the r ail. 

PATENT NO. 682,406 

C82,406. H.oller Side Bearing ; F . K . F asset t, St. Louis, Mo. App. 
fil ed Mar ch 13, 1901. The roll er s ar e hun g in an endless chain , an d 
a re brought successively into action between the bearin g surfa ces. 

682,413. Switch Opera tin g l\I echani sm ; T. B. K elsay , M eadville, 
P a. App. fil ed J an . 16, 1901. Th e switch is moved mechanically by 
pressur e from the car upon one o r the o ther of two lever s. 

682,428. S tation Indica to r ; E. A. Russell , Newark , O hio. App. 
fil ed Aug. 16, 1900. T rolley curren t is utili zed th ro ug h a solenoid 
to move an endless belt conta ining the names of the s tr eets or 
station s. 

CiR2, 457. E mergency Brake; J. L. Cush ing,' Lowell , Mass. App. 
fikrl Oct. n , 1900. T he brake is a wedge , adapted to be in se rted be
I ween a fi xed fr ame and the ri m of the wheel. 

(i82,540. E lectric S witch ; C. E. Gaffn ey, P awtucket, and F . A. 
Tibbett s, Pro vidence, R. I. A pp. fi led M ay 20, 1901. Devi ces for 
easin g the motion of the switch point. 



STREET RAILWAY JOURNAL. [VoL. XVIII. No. 12. 

ENGINEERING SOCIETIES 

THE FRANKLIN TNST TTUTE.- A State meeting of the physi
cal section of the Inst itute will be held \Vednesday, Sept. 25. Pro
gr amme: Crystallization under E lectro-Static Stress. (Second 
communication.) Dr. Paul R. Heyl. A seri es of reviews of recent 
progress in the following branches of physical science: "Light,' ' 
Dr. Horace C. Richards, U niver sity of Pennsylvania. "Electricity,'' 
D r. Morton G. Ll oyd, Univer sity of Pennsylvania. "Heat," William 
1'kClellan. U niver sity of Penn sylvania. "Sound and Molecular 
P hysics," Dr. George F. Stradlrng, Northeast Manual Tra inin g 
School. 

PERSONAL MENTION 

PROF. WILLIAM ESTY, formerly of the University of Illi 
nois, has become conn ecte d with Lehi gh University in its D e
partment of E lectrical Engi n ee rin g . 

MR.]. H . GREEN, fo rmer ly superintendent of the Bangor, Hamp
den & Winterport Street Railway, has been a ppointed superin 
tendent of con st ruction fo r the Bangor Street R ai lway, Bangor . 
Hampden & \ Vinterport Street Railway, and Bangor, Orono & O ld 
Town Street Railway, and he will han en t ire charge of these 
properties. 

I .J 

MR. WILLTAM H. SNOW, for the past several years super in
tendent of the Bangor Street Railway, has been appo inted superin
tendent of operation s of the Bangor . Hampden & Winterport Street 
Ra ilway, and Bangor, Orono & Old Town Street Railway. 1Ir. 
Snow wi ll contin ue to ac t in the same capacity fo r the Bangor 
S treet Railway. 

MR. WILLA RD A. COCKLEY. fo rmerly with the Shelby Steel 
T ube Company, and late ly sales agent for the Runskool Metal 
Company, has accepted a position on the sellin g sta ff of the Maye r 
& Englund Company, of Philadelphia. Mr. Cockley will take 
charge of sales in New York State and Northern New J ersey, with 
headquarters at the company's office, 85 Liberty Street, New York 
City. 

MESSRS. H. F. PARSHALL AND PHILIP DAWSON, of 
London, haye been retained by Mr. C. T. Yerkes to report on the 
appl icability of the three-phase system~. of electri c traction in use 
on the Cont inent to London undergronnd work. In carry ing out 
thi s undertaking Mess r s. Parshall and Dawson wi ll visit the var ious 
installation s in E urope on which three-pha se motors a re being em
ployed. 

MR. CURTI S J . H ARRI NGTON. wel l known in the street rai l
way trade, fo rmerly wi th E lmer P. Morri s & Company, and r e
cently manage r of the electri c railway department of F. H . Lovell & 
Company, has taken an interest in the firm of H. M. S haw & Com
pany, IIS Broadway, New York. Mr. Harrington's experience in 
t he elec tri ca l fi eld wi ll pl ace this firm in the fo remost ranks of 
manufacturer s of high-grade ma terial for electric railway pur
poses. 

MR. l'vf. F. BURKE, who has been superintendent of the Terre 
Haute Elect ri c Company, of Terre Haute. Tnd ., since 1889, has r e
sign ed, tri become gen eral superinten dent of the El Paso & Juarez 
Avenue Street Railway Company, of El Paso. Tex., recently pur
chased by Messrs. Stone & \Vebster, of Boston. Mr. Burke re
cently passed through N ew York en route for Doston. w here he 
wi ll con fe r with 1Icssr s. Stone & \Vebster, and he wi ll theY1 sta rt 
fo r E l Paso, and will a ssume his n ew duties immediately after hi s 
arri \'a l in that city. 

MR. \ VILLTAM A. HOUSE, general manager of the United 
Rai lways & E lect ri c Company, of Baltimore, has been appointee! 
assistant to the president in conn ection with hi s man ageria l du ties. 
The duti es of the ass istant to the president will he to carry out a ll 
the orders of the executive, thus relieving the head of the com
pany to that extent. T he other officers wi ll r eport to the assistant. 
and wil l be subject to hi s orders, with the approva l of the president. 
He wi ll , in a word. have ch r ec t and full supervision of the practica l 
workings of the company. 

MR. C. 0. SIMPSON, who has recen tly been elected to an im
portant position with the Birmingham Railway, Light & Power 
Company, was for merly auditor of the A ugusta Rail way & Electric 
Company, of Augusta, Ga. Mr. Simpson was connected with the 
Augu sta company for th ree year s, and previous to that time he was 
associa ted with a company at Kan sas Ci ty. The employees of the 
A ugusta Railway & E lectric Company sincerely regret that M r. 

S impson has severed hi s connection s wi th the company, but they 
extend to him their bes t wishes, and hope for hi s future success. 

MR. J . WILLIA M HELM, formerly secretary and treasurer of 
the North Chicago Street Railroad Company, and who, for more 
than ten yea rs, was connected with the North and W est 
Chicago Street Rai lroad Companies and the Chicago Union 
Traction Company, has taken the position of general man
ager o f the Green E ngineering Company, of Chicago, under the 
reorganization of the Green E ngin eerin g Company, manufacturers 
of the Green traYeling-link chain grates. T he officers of the com
pany are: P. A lbert Poppenhusen , president, and Thomas A. Pop
penhusen, secretary and treasurer, while the office fo rce and corres
pondence is in charge of J. William H elm. 

MR. S. ROY WRIGHT, wh o will be r em emhered by street 
rai lway men as fo rmerl y superintendent of th e West End road at 
Denver, Col. , b efo re th e con solidation there, has become general 
manager of the Colorado Springs Rapid Transit Railway, which 
is underg·oing a much-needed reconstruction. Mr. Wright is th e 
right man t o handl e th e Colorado Springs property at this im
port ant 1,e ri od of changes and extensions. These changes were 
necessita ted not only by th e condition of the system, but by the 
prosperity and rap id g rowth n ow goin g on in Colorado Springs 
and vicinity. 

M R . WILLIAM S. A LDRICH, consulting engineer of To
ronto, Canada, has been appointed to the directorship of the 
T h omas S . Clarkson School of T echnology, Potsdam, N. Y. Thi s 
school has been undergoing a r eorganization of the courses. new 
instructor s have been appoi nt ed and additional equipment pro
\"ided. T h ere are to be regul ar fo ur-year engineering courses in 
theo reti ca l and practical work leadin g to the degree of Bachelor 
of Science in Civi l, E lec tri cal and M echani cal E ng ine ering. The 
appointment of Mr. A ldrich as director insures a thorough school. 

MR. and 1vlRS. H. A. EVERETT, accompanied by James Fitz
ge rald , ML Everett's pri va t e sec retary, hav e left Cleveland for a 
tour of inspec tion 0\'e r a number of the propertie s of the Everett
Moore syndica t e. They went fir st to L ondo n, Ontario, where 
th ey wi ll in spec t the city lines of that plac e, and will attend 
W es tern O ntario fa ir. From there th ey go to P o rt Huron; to 
D etroit o\·er th e Detroit & Port Huron Shore Line & Rapid 
Railway. Th e D etroit city lin es and the oth er Michigan inter
urban s· will be inspected, and then th e party will run to Toledo, 
where , he city lin es wi ll be inspec ted. The route to Cleveland 
wi ll be ,wer th e T oledo, Fremont & Norwalk, Sandusky, Norwalk 
& Southern , Sandusky & Interurban (as fa r as compl et ed) , and 
t lwn ove r th e Lorai n & Cleveland. The run s over the various 
lin es wi ll be mack in special cars, whi ch will be g iven right of way 
with a view to m aking fast time. Th e in spection tour will ex tend 
nve r a week. 

11R. WILLIAM \V A MPLER has recently resigned from the 
P eckham Manufacturin g Company to act as New Y ork repre
sentati ve of the Stuart-Howland Company, o f Boston, dealers in 
elec tri cal suppli es and spec ialti es. M r. Wampl er , who is thirty

WILLIAM WAtI PLER 

two years o f age and a nati\'e of 
Crawford County, Pa., has had 
an experi ence of twelve years in 
elec tric railway work. His first 
experi ence in elec tri cal work was 
with th e roads at Pittsburgh, and 
befo re he left that city he was 
a divi sion superintend ent. Then 
for a year and a half h e was m e
chani ca l superintendent of the 
Unio n Railway Company, of New 
York, but r esigned that position 
to accept that of m aster mechanic 
of the A tlantic Avenue Railway 
~ompany, of Brooklyn, now a 
part o f the Brooklyn Heights 
Railroad Company. He con
ti nued with this company till 1894 
when he accepted the position of 
superintendent of rolling stock 

an d equipm ent of the U nion Trac ti on Company, of Philadelphia. 
Thi s company at the time had 3000 compl ete car equipments and 
six t een car h ouses and shops. He remained with that company 
fo r four yea r s, th en, in 1898, jo ined the forces of the Peckham 
Manufacturing Company, for whom he has acted as traveling 
salesman and also as superintendent of the Price .Brake Company. 
Mr. Wampler has many friends in the street railway business. He 
wi ll act fo r the Stuart-Howland Company as traveling salesman 
in New York, Pennsylvania, New Jersey; Delaware and Maryland. 
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FINANCIAL INTELLIGENCE 

THE MARKETS 

The Money Market 
WALL STREET, Sept. 18, 1901. 

Thanks to the efforts of the leading New York bankers and to 
the efficient co-operation of the h eads of the Treasury Depart
ment, the money market has passed throug h a critical period with
out the least trace of disturbance and with scarcely any d eparture 
from normal conditions. The preparatio ns which were made 
against the first shock occasioned by the shooting of the late 
President two weeks ago, proved to be an ampl e safeguard in th e 
second crisis which hi s sudden and unexpected death precipitated 
at the close of last week. During th e last five days upward of 
$8,500,000 has been paid over by the local Sub-Treasury direct to 
the banks on account o f th e t ender of bonds adverti sed in Mr. 
Gage's $20,000,000 r edemption offer of last week. In addition to 
this, the Secretary announced on Monday that interest, amount
ing to $4,700,000 on the government d ebt due th e fir st of October , 
would be paid imm ediately. The rel ease of th ese Treasury funds. 
coming on top of a heavy loan contraction which a t the, close of 
last week had served to counterbalance further currency with
drawals by the interior banks, has naturally caused a decided r e
laxation in the money market. Rates fo r money o n call, which 
ran up as high as 9 per cent last Friday, have fallen t o 5 per cent 
and under, while th e supply of time m on ey at 5 per cent fo r all 
dates is fairly large. It is commonly reali zed, h o wever, that the 
relief so far obtained at th e Treasury is only tempo rary, and that 
any further help from the sam e quart er is a very uncertain de
pendence. Even though th e time for presentin g gove rnm ent 
bonds for redemption under the emergency offer ha s been freely 
extended, it is doubtful wh eth er anything like th e entire $20,000,-
000 will be forthcoming. The government inter es t might b e an
ticipated for several months, as was done in th e autumn o f 1899. 
But at the present rate of surplus revenue absorption, the sum 
thus returned to the market would be inconsiderabl e. There is 
no doubt that financial sentiment is fully aroused to the necessity 
of some radical change in the fi sca l and bankin g laws, and that 
strong pressure will be brought to bear upon the Congress which 
meets in December for suitable leg islatio n. But in the meantime 
the main source of relief li es rather in the foreign m oney markets 
than in extraordinary action by the Treasury. The rate for 
sterling exchange has declin ed still furth er during th e past week, 
and is now within a half cent in the pound of the recognized level 
of specie imports. But th e chances fo r imm edia te imports of gold 
have been somewhat dimini shed by the eas in g of th e local mon ey 
market, and it is a question whether th e gold m ovem ent will begin 
until money rates harden again. At the sam e time the bank s of 
England and France have raised their selling price of gold, in
dicating that while they will not oppose gold export s to this 
country, they will endeavor to keep them within m oderate limits. 
Summing up, it would seem that the New York banks have 
enough to go on for another fortnight with what they have re
ceived from the Treasury, and that afterward th ey will be ab le 
to sustain their resources until the end of the crop-moving season 
by drawing gold from abroad. The situation, however, cal ls for 
the exercise of the utmost conservatism in re stricting the demands 
of borrowers, and for thi s reason maintenance of th e present com
paratively high money rates is to be expected. 

The Stock narket 

The period since the last o f th ese a rticl es· was writt en has wit 
nessed a sensational decline and an even m ore sen satio na l recovery 
upon the Stock Exchange. Wh en the approaching death o f 
President McKinley was fir st r ea lized on F riday m o rnin g a good 
part of Wall Street looked forward to a panic. Liquidation by spec
ulative holders went on eno rmously durin g Friday's session , and 
prices o f the leading stocks dropped from 4 t o 7 points. But 
while the market was extre mely weak. it was prevented from be
coming badly dem o ra li zed by the support of bankin g inter ests 
a nd the other g reat fin ancial houses, which were open ly buyin g 
in seemingly unlimited quantity throug h out the day. Wall S tre et 
has probably never see n a more strikin g case where powerful and 
well-organized capital has stepped in to ave rt a panic and has 
been more completely success ful. Th e assurance of thi s suppo rt 
and the time allowed for quiet deliberation by th e suspen sion of 
business on Saturday, se rved by the opening on Mon day to pro
duce a compl ete chan ge in financial sentim ent. Liquidation 
among (Jtltside hold ers o f stocks ceased immediately, investm ent 

.buying orders po ured in from all sour ces, and the la r ge profes
sional contingent which had sold short in anticipat io n of a se riou s 

break has tened to bid in their cont racts. The result of these 
combined influences was on e of the most remarkable r ecove ri es 
ever witnessed on the Stock Exchange. The whole sha re li st by 
yesterday morning was back to where it was a week ago, and in 
numerou s in stances prices were even higher. T hat President 
Roosevelt's pl ed ge to follow con sistently the policies of hi s 
predecessor had a good deal t o do with this recuperative move
ment , can no t be doubted. But beyond this it was a most notable 
express ion of confiden ce in the stability of investment va lues in 
securities and in th e prosperity of the country. The time is not 
propitious for a continuance of the upward t endency more than as 
it has retraced th e ground lost a week ago. But there is no qu es
tion that the great d em o nstration of rallying power has largely 
increased confidence in th e underlying strength of the market for 
the future. 

Among the local traction stocks, Manhattan has been one oi 
th e most conspicuous feature in th e recent recovery. The 7-point 
rise , in less than two days, bea rs o ut the assertion frequently mad e 
in these columns that th e stock has never been more closely h eld 
at any time in its hi sto ry, and that th e reason for this is that the 
majority of the present holders a r e convinced that va lues will be 
considerably hi gher when electri cal equipm ent is finally installed, 
and are content to wait fo r thi s tim e t o come. A large amount of 
buying has come from brokers who usually handle in side accounts, 
and in addition local politicians are believed to have purchased 
heavily. Apart from the gener al and technical considera tions 
already desc ribed , however , n o r eason for the week's movement 
is apparent. Metropolitan and Brooklyn Rapid Transit have re
sponded only indifferently to the ri se in Manhatt an. The execu
tion of a large liquidatin g order "at the market" is what caused 
the extreme break in the Brooklyn specialty on F riday. The 
stock was taken by th e inter est s which have been ac tiv e in sup
porting it in th e pa st. Tradin g in Metropolitan, bo th durin g the 
decline and the rally, was comparatively light, showin g no partic
ular desire either to sell or t o buy th e stock. 

The Curb Market 
The general disturban ce of the past week did n ot affect the 

curb market for street railway issues. The demand fo r Uni ted 
Railways of St. Louis preferred continues to absorb a ll offerings. 
Seven hundred shares have so ld during the last few days at 82¼. 
New Orl ean s commo n is back aga in to 29, fo ll owin g a similar 
reaction in th e New Orleans market. Report s fro m that center 
would seem t o indicate that the decline was due to r ealizing by 
those who had bought in anticipation of the change of control 
and combination plans announced a week ago. It was th en un
officially stated that the purchase price was $35, o r 6 po ints above 
the present quotation. There is n o chan ge in Columbu s com 
mon, but the preferred has· ri sen 2 points to 104. North J ersev 
is up a point to 23 ½ , and the bid on Indianapolis ha s been lowered 
from 45 to 44½. 

Philadelphia 
Consolidated Traction o f Pittsburg h sold as hi gh as 23 ~8 last 

Wednesday, but during the rest of the week the quotation was 
nea rer 23. Tradin g in th e stock was unusually ac tive, but the 
way in which the price hangs shows that the specul ative com
munity is still un certa in a bout the deal with the P hilade lphia 
Co1:1pany going th ro ug h. As has already been pointed out , the 
eqmval ent of conversion int o Philadelphia Company stock is about 
$25 per share, and th e inducement held out to the present Pitts
burg h stockholders is that th e n ew stock will pay a divid end , 
whil e th e present stock does not. It would appear, however, that 
many of the traction co mpany sha reh o lders a re skep ti cal about 
the consolidated company being able to pay dividends on the 
common stock for ve ry lo n g, and , considering that their road is 
ea rnin g now som e 3 per cen t on it s com m on iss ue are rath er 
disinclined toward the p roposed exchan ge. U nio n Traction ha s 
followed the course of the general market consistently, breakin g
to 27½ on Friday and rall yi n g to 29 when the general li st recov
cr~d. The_re is no fr esh news abo ut the property, hut the specu
lative goss ip , fo r which there is some apparent fou nd ation, is that 
th e stock i~ held un co mmonl y close, and that insiders are havin g
no trot~bi e 111 suppo rtin g it. Philadelphia Traction, "ex" th e quar
terly d1v1dend of 2 per cent , is fr actionall y lower at 95:Y.(. Ameri
can ~ailways is firm with littl e doing around 40. Railways Gen
eral 1s unchanged at 2¼. T he company's m eeti n g, which is ex
pec ted to authorize th e proposed reduction in the capita l stock , 
has bee_n postponed until Sept. 30. In bond s, sales are reported of 
Consolidated of New J ersey s' s at rn9½, Indianapolis 4's at 8, 
and E lec:t ri c People' s 4' s a t an advance from 96 to 96:Y.(. , 
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Chicago 

Th e four business days since last Wedn esday have brought little 
change to the Chicago traction m ar k.e t. E levat ed stocks arc sell
in g pract ically at the sam e fi g ures as a week ago, and dealings in 
them have been trifling . T h e ne gotiations for t he lease of the 
St. Paul's Evanston branch by the Nort hwestern E leva t ed are 
prog ressin g fayorably, and Mr. Earli ng, the St. P aul presiden t, 
says th e hitch is in the p rice only. Th ere has been some talk o f 
a gen eral strike amon g the elevated lin es. T h e newly-formed 
union of the employees claims to have cer tain g rievances which , 
unless compromised, threaten to cause trouble. U nio n Traction 
securiti es are a fraction lower on th e week. T h e r oad has made 
a prot est against the r ecent raising of its assessm ent , and it is a lso 
probabl e that th e elevated companies, whose aggregate tax valua
ti on has been increased from $6,600,000 t o $29,657,000, will carry 
th e matter befo re the court s. This t ax question, however, like th e 
one of r en ewing the franchises, wi ll doubtless hang fir e fo r a con
siderabl e leng th of time, and will k eep the whole tracti on market 
mo re or less unsettl ed. 

Stock Quotations 

T he fo llo win g ta~le shows present b id quotation s for the leadin g 
traction stock s, and the active bond s, as compared wi th a week 
ago; also t he high and low since J an . I , 1900 : 

J an . 1, 1900 1901 
T o D ate Closing Bid 

Hig h Low Sept. 11 Sept. 17 
American Rail ways Co ........................ 48¼ 27 40½ 40 
Ilos ton E levated ····························· 192 b95 167 172 
Brooklyn R. T. ······························· 88% 471/4 67% 65¼ 
Chicago City ............•.•.................. 1285 200 207 a205 
Chicago U nion Tr. (common) ................ 17 16¾ 
Chicago Union Tr. (preferred) ............... 58 58 
Colu mbus (com mon) ........................ 48 20 45 45 
Columbus (preferred) ························ 103 80 102 104 
Con solidated Tracti on of N. J ............... 69½ 57 66 66 
Con solidated Traction of N. ] . 5s ............ 110 109¼ 109 
Con solida ted Trac. of P itt sburgh (common). 30¼ 20~:. 23½ 23¾ 
Indianapolis Street R ailway ................. 48¾ 15 45 44½ 
Lake Street Elevated ························ 16¼ 6½ 12% 12½ 
Manhattan Ry. ............................... 131¾ 8-1 116¾ 1191/s 
Massachusetts Elcc. Cos. (common ) ......... 43¼ 15 38¼ 35 
l\1assach usetts E lec. Cos. (preferred) ........ 96 70 a94 92½ 
Metropolitan E levated, Chicago (common) .. 38 24½ 37 37 
Metropolitan E levated, Ch icago .............. 98½ 70 93 92 
Metropolitan St r eet ·························· 182 143¾ 164 162 
Nassau E lectric 4s ··························· 97½ 97½ 97½ 
New O rl ean s (common) ····················· 33½ 18¼ 33 29 
New O rlean s (preferred) ..................... 108 90 107 104½ 
North American ....... .... ................... *l0G *74 96 97 
North Jer sey ................................. 36 21 22½ 23½ 
Nor thwestern E levated, Chicago (common). 52 41 4U 
Nor thwestern E levated, Chicago (preferred) . 97½ 88 85 
R och ester ·································· ··· 31½ 12 30 30 
St. L ou is T ran si t Co. (common ) ............. 35 16½ 26 2G½ 
South Side Elevated (Chicago) ............... 119 93 110 109½ 
Syracu se (common ) ·························· b23 10½ 23 23 
Syracuse (preferr ed) ························· b65 25 63 63 
T hird Ave. ...... ............................. 1351/s 45¼ 120 120 
Twin City, Min neapolis (common) ........... 1051/4, 58½ 102 102¼ 
United R ai lways, St. L ouis (pr eferred) ...... 82 80 82 
U nited R ailways, St. Louis, 4s ............... 91½ 89 893/s 
U nion T raction (Philadelph ia) . . ............. 4011,, 24¼ 29 28¾ 
United T raction (Providen ce) ................ 110 107 109 109 

a Ask ed. b Bid. * Quotation of new !tock. t H igh quotat ion previous 
to the issue of new stock. 

Iron and Steel 

The g reat stri ke of th e steel workers is at an end, and the in
du stry c-an safely look ah ead to an indefinit e period of freedom 
fro m labor disturbances. It is too early yet to judge wh at th e 
effect will be on the trade markets. The mill s, h owever , will b e 
rush ed to their utm ost limit to cat ch up with business on hand, and 
this sho uld have a t endency to ch eck the advan ce in pri ces, which 
has made con siderable h eadway during th e last m onth. Consump
t ion of all fini shed mat erials contin ues ve ry h eavy. The situation 
in the lower handler s o f t he indu st ry is also h ealthy. The Iron 
Age r epor ts a decr ease from 297,269 to 293,256 t ons in the weekly 
capacity of the coke and anthraci te furnac es during August and 
a furt h er dec rease of IO,ooo ton s in furnac e st ocks. 

Bessemer pi g is quoted at $15 .5o(ri'l$15.75, steel bill et s at $25 and 
steel rai ls at $28. 

Metals 

Q uotat ions are as fo llows: Copper, 16r/2 cents; lead, 4¾ cent s; 
tin , 25.40 cents, and spelter, 4 cents. 

SAN FRANCISCO, CAL.-The n egotiations that wer e being conducted 
fo r the sal e of the M arket Street R a ilway to an Eastern syndicate have been 
dropped. J. T. Bl ackwell and G. R. Webb, of Baltimore, and R. G. H anford, 
of San Francisco, wer e &cting as promoter s of the dea l. I t is ·reported that 
the best offer made was to put up a s ix ty.day option of $100,000 to take a bare 
maj ori ty of t h e stock at $105 per shar e, whicl~ would make the purchase price 
about $9,774,000. lt is said that H. E. Huntington r efu sed to consider any 
offer of less than $120 per share. -

BO U LDE R , COL.- Th e Boulder Ra il way & U tilit y Com pan y has had 
fi led for r ecord a m ortgage for $200,000 t hat covers its en tir e plant and equip
ment. The mortgage is g iven in favor of the Royal Tru st Company, of 
C:hicago, and the p roceeds of it wi ll b e used to r etire an outstanding issue 
of bonds and for the gen eral improvement of the property. Only a portion 
of the bonds will b e issued at this time. 

BLOOMI N GTO N, ILL.- There has been a r eorganization of the Bloom
ing ton & Normal R ailway Company, and it s capital stock has b een increased 
from $250,000 to $600,000. The n ame of the company has b een changed to the 
Bl oming ton & Normal R ailway, Power, Light & H eating Company, and the 
obj ect of the r eorganization is said to be to perfect the consolidation of the 
company with the Bloomin gton E lect r ic Light Com pany and the City District 
H eat in g Company. 

BO STO N , MASS.- In accordance with th e provis ions of the lease of the 
'vVcst End Street Railway Compan y to th e Boston E levated Railway Com
pany, a d\vidend r ental o f $1.75 per share will be paid to holders of record of 
W est End Street R ailway common stock on Oct. 1. 

AMHE RST, MASS.-Tb e stockholders of the A mherst & Sunderland 
Street R ailway Com pan y have voted to issu e ·a ddition al stock to the amount 
of $5,000 to pay fo r th e Ex ten sion to M ill V alley, and also to issue $30,000 of 
bonds to pay fo r th e extension to Sunder land. A committee con sisting of 
P resident Cowles, Treasurer Mason A. D ickin son and Superintendent L. N. 
\Vheelo ck has been in structed to push to a favorab le ending the m ovement to 
extend th e company's lines from l\li ll Vall ey to the South Hadley line to 
conn ect with the H olyoke line. 

B ILO XI, M ISS.-The stockholders of the B iloxi S treet R ailway Company 
have unan imou sly agreed to dissolve the corporation and divide the m oneys 
on hand. Th ere were asset s suffi cient to pay 50 per cent of the par value of 
the stock , which have been distribut ed pro rata. There a re still other assets 
on han d, which , when rea lized upon, will g ive the stockholders about $500 
more for di stribut ion. Th e c~mpany has, however, det ermin 1:cd t o r etain its 
charter. T h e company has been in operativ e fo r abou t a year. 

K ANSAS Cl TY, M O.- The fo rmal con solida tion of the L eavenworth 
E lectric R a il way Compan y, K an sa s City-Leaven worth R ailway Company. 
Ken sin gton R ailway Com pany, L eavenworth & Lan sing Railway Company 
an d the Kan sas Cit y & L eaven worth Traction Company has b een perfected 
and ap proved by th e s ·tat e authorities. T h e con solidated com pany is known 
as the K an sas City-L eaven worth Rai lway Company. T he officers of the com
pany are: D avid H . Kimb erly, of Cleveland, president ; \V. H . Gabriel, of 
Clevelan d, fi r st vice-president; H enry C. E lli son , of Cleveland, second vice
president ; H erbert W . W alcott, of L eav enwort h, secretar y; Charles 0. Evarts, 
of Cleveland . t reasurer. The officers an d Charles F. Hutchins, of Kansas 
City, K an. ; Charl es H. Wheeler, of Akron, Ohio, and U. G. Walker, of 
Clevelan d , con stitute the board of directors. 

NEW YORK , N. Y.-It is st at ed that a pplication will be m ade to the 
Stock Exchan ge, p robably in O ctober, t o li st the securities of the American 
Light & T raction Com pany. Th e company was organized in New Jersey to 
acquire the capi tal stock s of oth er corporations. The authorized capital stock 
is $40,000,000, d ivided in to $25,000,000 of preferred stock an d $15,000,000 of com 
mon stock. Ab out $6,000 ,000 of preferred stock and about $4,000,000 of com
mon stock have so far been issued. T he folbwi ng is a li st of th e com pani e~ 
in which a m aj ority o f the capita l stocks have b een acquired: The Western 
(M ilwaukee) Gas Compan y, Grand R apids (M ichigan) Gas Light Company, 
S t. J oseph (M issouri) Gas Com pany, Madison (W iscon sin) Gas & Electric 
Company, St. P aul Gas Light Company, Binghamton (New York) Gas Works, 
and th e Southern (San Anton io, T ex .) L ight & Traction Company. These 
comp anies have issued b onds aggregating abou t $13,200,000. 

BUFFA L O, N. Y.-Justice L ambert , in Special T er m of th e Supreme 
Court , has grant ed to George W. H ouck, t emporar y r eceiver of the Buffalo , 
Harburg & A urora R ail way Company, power to issue $10,000 worth of receiv
er's certi ficates, the m on ey to b e used fo r the operation of th e road. 

U TICA, N. Y.- The U tica & l\lohawk Valley R ail road Com pany has pur
chased of the H erkim er & L ittl e F all s and th e U tica & Frankfort Railway 
Companies their stocks an d all the r ights, fran chises and privileges to con
struct a road bet ween L itt le F all s and Herkimer. Three companies, the 
Mohawk V alley Tract ion, the Utica & Mohawk Vall ey Railroad Company 
and the H erk im er & Little Falls Railroad Company, were trying to construct 
lin es b etw een Litt le Falls and H erkimer , and the Herkimer & Little Falls 
Com pany, whose p rincipal stockholder was Thomas O'Shea, of New York, 
he ld fran chises. The oth er t wo tried to obtain franchises over the same 
route. The authorit ies d id not tak e to granting t wo or three franchises , a~d 
two companies wer e un sucessful in their effort s. The M ohawk Valley Trac
t ion Company claimed t he O'Shea fran chises were void. The Cleveland 
cap italists looked the matter u p an d found them to b e valid. A t a hearing 
before the Little Falls Common Council the local company made the an
nouncement that it had bough t up the O 'Shea franchises. By doing this the 
Cleveland people gain ed a decided victory over the Mohawk Valley Traction 
Compan y. This move was not look ed for by any. The Cleveland people 
also attained the ri ght s to con struct a line through the street s of Little Falls, 
Work has already been started on this branch. 
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HUDSON, N. Y.-The annual r eport of the Albany & Hud son Rai lway & 
l'ower Company for the year ending Jun e 30 shows: 
Gross receipts . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $102,810 
O perating expen ses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . !ll ,87-1 

Earnings from operation . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $10,936 
R eceipts from oth er sources . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 19,573 

Gross incom e 
Fixed charges 

$30,512 
205,213 

Net earnings . ....... . .................................................. *$174,701 
Total deficit ... ............... .................... , . . . . . . . . . . . . . . . . . . . . . 126,!)02 

* Deficit. 

CLEVELAND, OHIO.-The first report of receipts ever compiled by the 
Lake Shore Electric R ai lway has been issued, and indicates that the gross 
earnings for the month of August were $-!4,900. This company is the recent 
consolidation of the Lorain & Cleveland R ailway, Sandusky & Interurban 
Railway, Sandusky, N orwalk & Southern R ai lway and Toledo, Fremont & 
Norwalk Railway. The entire system is n ot fu lly in operation, but the links 
are rapidly being closed up, and it is announced that through cars will be 
placed in operation from Cleveland to Tol edo by Oct. 15. 

CLEVELAND, OHIO.-The Southern Ohio Traction Company reports 
earnings as follows: 

August 
Gross receipts ....... ..................................... . 
Operating expenses .............................. ........ . 

Earnings from operation .... ............................. . 
Jan. 1 to Sept. 1 

Gross receipts .................... . ....................... . 
Operating expenses ..................................... . 

Earnings from operation ............................... . . 

1901 
$39,915 
18,450 

$21,465 

$218,736 
122,479 

$96,257 

1900 
$30,201 
15,205 

$14,996 

$188,056 
98,888 

$89,168 

CLEVELAND, OHIO.- The Toledo & W estern R ailway, of which Hon. 
Luther Allen is president, has filed a mortgage in T oledo in favor of the 
Western Reserve Trust Company, of Cleveland, securing the payment of 
an issue of $1,250,000 of 5 per cent gold bonds. The mortgage covers all the 
property of the company in Lucas and Fulton counties, Ohio and Lenawee 
County, Mich. The road is already in operation in these counties. 

STEUBENVILLE, OHIO.-A newspaper report intimates that the Everett
Moore syndicate has secured control of the Steub enville, Mingoe & Ohio Val
ley Traction Company, which operates about 12 mil es of road runnin g 
through Steubenville, arid which is being extended to Brillian t. Neither 
i\fr. Everett nor Mr. Moore is in Cleveland, but Guy S. \ Valker, statistician 
for the syndicate, states that the Everett-i\foore combination is making n o 
attempt to acquire property in that section of the Stat e. The report prob
ably arose from the fact that Mr. Moore is a director in the Wheeling Trac
tion Company, which is planning a number of exten sions into Ohio, among 
them a road to Steubenvill e from Bridgeport. The road above r eferred t o 
covers a portion of this route. The Wheeling T ract ion Company ·has nothing 
in common with the Ev~r ett-Moore syndicate as a whole, non e of the mem
bers of the syndicate being identifi ed with it except Mr. Moore. 

CLEVELAND, OHIO.- It is again stated the Everett-Moore syndicate 
will shortly gain contr-:»l of the Cleveland City R ailway Compan y. It is 
s tated that a meeting of officials of both of th e Cleveland comp anies was 
held last week, when the Everett -Moor e syndicat e is sa id to have m ad e a 
proposition of 125 for a controllin g interest in the stock of the Clevelan d City 
Railway Company. It is said that 150 was deman ded. The Cleveland Elec
tric, an Everett-Moore property, is earning 5 per cent on a stock valuatio n 
of 88, while the other cc,mpany is earnin g the same per cent on a stock 
valuation of 130. It is said that the Everett-Moore syndi cate is very con
fident that the Hanna pool in the Cleveland City Rai lway Company can 
not be long w aintained, and if a break in the m embers of the pool occurs 
the Everett-Moore syndicate is certain to secure a controlling interest, as 
its holdings are already very large. 

CLEVELAND, OHIO.-A report comes from 'foledo to the effect that the 
Everett-Moore syndicat e has acquired the Toledo & Maumee Valley Ra il
way running from Toledo to P errysburg. It is said that $750,000 was paid 
for the property, which con sists of a loop lin e runnin g on both sides of the 
Maumee River to Perrysburg, and it is over this road that a number of roads 
now building propose to operate into T oledo. The stor y can n ot be ve ri fied 
at the Everett-Moore headquarters, as th e heads of the syndicate are a ll 
out of the city, but it h as been known for som e time that the Cleveland 
people have been n egotiating for th e property. 

PITTSBURGH, PA.-The Consolida ted Traction Company reports earn
ings as follow s: 

August 
Gross r eceipts .................. . . ....................... . 
"Operatin g ex pen ses ............................. . ........ . 

1901 
$2fi0,384 
] 25,75!) 

Earni ngs from opera tion . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $134,f,23 
F ive months 

Gross r eceipts ....................................... . .... $1,305,331 
O peratin g expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . G26,ln3 

Earnings from operation .............. ;................... ;679,158 

l!JOO 
$240,9~-! 

lO!l,1~2 

$131,802 

$1,227,86f. 
584,515 

$643,3,,0 

PHILADELPHIA , ·rA.- Th c dividend of iz per ~l,(lrc on th e s tock of th e 
Uhion Traction Company is payable Oct. 1. 

Tables of Recent Traction Earnings 

NAME 

LATKST GRO SS EARNINGS 

Week 
or 

Month 
1901 1900 

LATEST 
NKT EARNINGS 

I . 1901 1900 

1- - --1---- --- - ---

A ug. $9r ,176 $81, 813 $ . . . . . . $ ... . .. American Rys. Co . . .... 
Binghamton Ry. Co ..... July 22,480 I 19,875 12,3 28 II,351 

July 1,203,761 1,145,189 e445,266 474,541 Brooklyn R. T. Co ..... . 
Chicago & Mil.El.Ry.Co. July 23,459 18,378 15,770 I 13. 232 
Cincinnati, Newport & 

Covington Ry. Co ..... Tune 72,201 73,965 42,4_c;2 42,700 
City Elec. (Rome, Ga) .. July 3,873 e 260 
Cleveland & Eastern .... Aug. 10,671 5,363 6,133 3,781 
Cleveland El. Ry. Co ... July 210,329 181,856 101,210 8i,977 
Cleve., Elyria & Western Aug. 27,3oj 14,936 
Cleveland, Painesville & 

Eastern ............... July 19,143 16,605 Il,393 11,057 
Consolid. Tr. (Pittsburgh) Aug. 289,103 268,919 163,34 5 159,788 
Denver City Tramway ... July 143,223 II9,9IO 64,320 59,026 
Detroit United Ry ....... July 291,388 231,247 ,48.4,, I 

110,615 
Duluth Superior Tr ..... July 45,983 I 23,866 
Herkimer, Mohawk, Ilion 

& Frankfort Ry. Co ... May 4,508 4,146 1,935 908 
International Tr ......... July 528,936 250,999 287,601 127,152 
London St. Ry ......... fuly 15,303 II,159 6,531 3,818 
Montreal Street Ry...... Tune 180,371 168,244 
Northern Ohio T rnction" I Aug. 67,693 57,954 33,669 24.064 
Olean St. Ry. Co........ July 5,954 5, II5 3,748 3,199 
Richmond Traction Co.. July 23,543 2o,979 8,569 II,434 
Rochester Ry. Co ....... May 80,401 75,749 32,9 0 26,0II 
Scranton Ry. Co ........ Aug. 63,763 57,647 30,019 27,713 
Southern Ohio Trac. Co. Aug. 39,915 30,201 21,465 14,996 
Syracuse R. T. Ry. Co .. · 1 June 56,952 48,2u 26,010 21,305 
Twin City Rapid Transit. July 290,649 249,842 155, 299 129,331 
United Tr. Co. (Albany). July 134,37° 126,121 54,732 47,466 
United Tr.Co.(Pittsburgh) I Mar. 157,792 148,009 70,741 6:, 'il I 

GROSS F ROM J ULY 1 TO LATEST NET FROM J ULY 1 TO 
DATE LATEST D ATE 

NAME 
Period 
E nding 1901 

I 

1900 1901 1900 

American Rys . Co . . 
Binghamton St. Ry 
Brooklyn R. T. Co. 
Chicago & Milwau-

Aug. 31 $180,834$ 166,412 $ ..... $ ..... . 
June 30 190,9m 176,210 86,835 79,rn8 

June 30 12101198 11751595 e4130,,;63 e3,758,369 

88,920 
I 

kee El. Ry. Co ... 

1

a July 31 
Cincinnati, Newport 

& Covington Ry. 
Co ..... ...... ... aJune30 384,638'! 369,938 

City El.(Rome,Ga.) a July 31 24,138 .. . ... 
1 

Cleveland El.Ry.Co a July :31 1,26._i,620 1,147,6531 
Cleveland, Elyria & 

Western Ry. Co. aAug.31 158,563 112,186 
Cleveland, Paines- I 

ville & Eastern .. a July 31 84,592 74,854 
Con~olid. Tr. Co. I 

(Pittsburg) ...... dAug.31 1,448,854
1

1,379,544 
Denver City Tram-

way ... ·: ........ aJuly31 838,502 722,301 
Detroit United Ry .. a July 31 1,554,934 1,38c,9j6 
Herkimer.Mohawk, 

Ilion & Frankfort 
Ry. Co. . . . . . . . . . May 31 

International Tr... May 31 
London St. Ry .... a July 31 
Milwaukee El. Ry. I 

& Lt. Co ........ dJune 30 
Montreal Street Ry. *June 30 
Olean St. Ry. Co... . Jun e 30 I 
Richmond Trac.Co. lcJuly 31 
Rochester Ry . . . . . May 31 
Scranton Ry. Co ... Aug. 31 
Seattle E lec. Co ... 

1

dMay 31 
Southern Ohio Tr. a Aug.31 
SyracuseR.T.Ry.Co June30 
Twin City R. T. Co. a July 31 
United Tr. Co. (Al-

48,895 47,026 
2,698,332 12,331,632 

75,416 60,629 

918,104 830,674 
1349,214 1,256,II6 

52,01 8 48,700 
175,594 \ 164,197 
H98, 156,

1 

835,543 
127,958 II6, E'43 
514,386 412. 705 
218,736 188,056 
621,299 552,403 

1,748,182 l,575,6._il 

bany) ............ June30 1,340,356 

223,546 
e 2,970 
565,227 

70,122 

822,662 

220,145 

5u,572 

40,349 

35,715 

785,039 

304,849 
603,86 4 

20,247 21,ob3 
1,303,21611,085,748 

26,698 13,475 

4~~'. ~'.~1 389.333 
25,790 22,997 
66,948 77,064 

337,24SI 328,021 
62,318 55,507 

193,1921 97,253 
96,257 89,168 

280,469 233,268 
924,502 807,433 

186,131 

• Nine months. t Caused by strike of employees. a Fro m J .rn . I. 

b T hree months. c T t n months. d Vi ,e months. eExcluding ta.,es. 
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NEWS OF THE WEEK 

CONSTRUCTION NOTES 

MOBILE, ALA.- Th e County Commiss ion ers have grant ed th e Mobile 
Light & Railroad Co mpan y rig hts of way for the exten sion of it s lin es to 
\Vhi st ler, a d istan ce of 5 miles, and also for som e di stan ce out both Govern 
m ent Street a n d Dauphin \Vay. 

BIR1'IINGHAl\I , ALA.-1 he work of ex tending and improving the r ail
way system of th e Birmingham R ailway, Lig ht & Power Company is progress
ing rapid ly. Gan gs of m en ar e daily employed in placing tie s, n ew rai ls a nd 
changing grades, turnouts and tracks. A contract has recently been closed 
by the company wi th \Villi am King ston, th e Sou thern represen tative of the 
L orain Steel Company, for rails t o the amount of $52,000. 

SAC R AMENTO, CAL.- A sen sational n e•wspaper s t ory says that Senat or 
Clark , the Montana Copper King, is p lannin g to con struct an electrict rai l
way from Salt L ak e City to San Fran cisco. T he r eport says that the route 
of the line has b een laid out , an d that tl'! e road will extend through Sacra
mento. 

OAKLA N D, CA L.- The Oak land Transi t Compan y has made arrangemen ts 
with the Bay Counties E lec tric Power Company fo r securing additional 
power from that company. The contract is fo r five yea r s, wi th the power of 
re newal for five yea r s. 

VALLEJO, CAL.-11. F. H a rtze ll and _l . \ V. H a rt ze ll ha ve been gra nted 
a fift y-yea r franchi se to construct a nd ope rate a n dectric ra il way between 
Vallejo and Dc nicia. It has been lea rned from an a uthoritative source tha t 
tnc- Bay Cou nties l'owe r Compa ny, whose power lines r each both t owns, 
wit! furni sh power for the line if construct ed , a nd t hat it wi ll a lso unde rtake 
to furnish or procure part of the capita l for the e nte rpri se. 

A RVADA, COL.- Plans are n ow being discussed for th e construct ion of 
an electric railway here. 'I here have r ecently been several meeti n gs of th e 
c iti zen s, and fr om the gen eral interest displayed the construction of the pro
posed n ew lines is practically a ssured. Senator II. R . Drown and R. C. Green 
have in ter est ed themselves in the proj ect. 

DOVr.R, DEL- The directors and stockholder s of the Delaware Genera l 
E lec tric Railway Company e lec ted directors a nd officer s fo r th e ensiung 
year Sept. 10. The directors elec ted were as follows: L eo Delmont, Morris 
Dernheime r, S. F. N ixon , B. I. DeYoung a nd \ Vi llia m Graham, a ll of 
Phi ladelphia; Robert C. \Vhite, of Georgetow n, Del.; Dr. E. W. Cooper, of 
Cam den, D el.; J am es Lord, of Dover, D el.; II. Iluffmann Brown, E sq., 
of New York City. The directors e lec ted the following officers: Leo Bel
mont, presrnent ; Robe rt C. \ Vhite, vice-president; \Villiam Graham, secre
tary; Morris llernhcimcr , treasur er. Enough materi a l has a rrived here 
fo r th e construction of ove r ha lf of the 35 mi les of the road through Kent 
Cou nty, a nd as soon as the work is comme nced. which will be in a few days, 
the ba lance of the rai ls, poles, etc., will be sh ipped. 

ATLANTA, GA.- Th e City Council has granted a franchi se to the .\tlanta 
R apid Transit Company to const ru ct an elect ri c railway connectin g with its 
power h ouse. The ro ut e of the lin e is from the corn er of Gray Street 0 11 

Jones Avenue t o D avis Street ; thence to R ock St,-eet, th er e connecting with 
a nother line of the company. The franchise is fo r for t y-e ight yea rs. 

ATLANTA, GA.- The Mayor has vetoed the Dou levard franchi se which 
g ives the Atlanta R apid Transi t Company the right to con struct an 'electri c 
railway along th e Doulevard from Forest Avenue to Linden Street or North 
Avenue. It is un derstood that the principal reason for th e veto is the length 
o f th e franchi se, the term being for forty-eight years. 

LHI C.\(,O , ILL.- 1'l uc h o f the m aterial to be u sed in the D ouglas Park 
ext en sion of the l\J etropolitan Elevated Railroad has arrived , and the re
mainder will be shipped as r equired. It is expected that the formal work 
uf er ecting th e structure will be begun Oct. 1. Work on the s hort Garfie ld 
!'a rk extension has not begu n , but thi s will be complet ed as soon as the 
. \ u rora , \Vh cato n & Chicago Railway is ready for opera tion. 

CIJJC, \GO, ILL- Fifteen motor cars and forty-five t rai lers were rece ntly 
ordered fo r the N orthwcste rn Elevated Railroad. 

'tVI NC HESTER. IND.- The County Commissioners have g ranted th e 
franchise to the Eastern Indiana Traction Company for the ri ght of way 
through th e county fo r the proposed line between Richmond a nd P ort land. 

GOSHEN, IND.- Th e Goshen & Southern Tracti on Company has filed 
articles of incorporati on wit h the Secretary of Stat e. The purpose of the 
company is to build an elect ric rai lway to extend from Goshen to Winona 
Park, touching \Varsaw, Leesburg, Mil ford and New Paris. 

\VABASH, IND.- The County Commissioners of \\!abash have granted a 
fran chise to the \ \!abash River Traction Compan y to extend its line from its 
western terminus to the Cass County lin e. The company is to b egin work 
by June 1, 1902, and will be g iYen two years from that date to complet e the 
line an d have cars in r egular operation. 

HO\VELL, IND.- A. D. Jones, of H owell, is interested in organizing the 
Evansvi lle, 1'I t. V ernon & New Harmony Railroad Compan y. The ccmpany 
will be or ganized with a capital stock of $50, 000, and it s pur pose will b e to 
c-on struct an elec tric rai lway t o connect Evansvi ll e, 1''[ t. Vern on and New 
H armon y. 

INDIANAPOLIS, IND.- The Indianapolis, Pla infield & \Vest ern Rail
way Compan y has awarded the contract for the con struction of its pr oposed 
road to P lainfield to a n East ern company. The line wi ll be 14 mil es in length, 
and the contract stipulat es that construction work shall begin within sixty 
days. The company has franchises for the u se of the National R oad in 
l\I arion and Hendricks Counties. No private rights of way will be needed. 

The lin e will pass throu gh Ben Davis a nd Bridgeport. B. F. Nysewander is 
president of the com pan y. 

DES MOINES, IA.- The officials of the Interurban Railway Company, of 
th is city, have an ounced that the surveys for th e exten sive system of electric 
ra il ways centering in Des Moin es an d extending over a considerable portion 
of the Stat e of I owa will be co mpleted early n ext year, and that arangements 
had already been compl eted for financing the roads ; also that the work of 
construct ing one or two of the lines composing a portion of the system will be 
commenced this fall, and th; t it is their intention by thi s time next year to 
have in operation 200 miles of railway, if not m ore. They also stated that 
th ey expected ultimat ely to operat e over 500 miles of electric railways in the 
Stat e. The following is th e programme of the company as outlined by the 
official s: The complet ion of grad ing on the Army Post line will be followed 
with constru ction work on the exten sion of that line t o Indianola. The work 
of grading th e line from D es Moines to Nevada, which is being constructed 
by the Des Moines, Eldora & Northern Railway Company, will also be rushed, 
so as to have th e roadbed complet ed into Indianola and Nevada, thus ad
mitting of track layin g rnrly in the sp ring. It is the ultimate intention t o 
ex tend the Nevada line th rough E ldor a to \Vaterloo and to absorb, if 
possible; a line now under con struction from \Vater loo to Denver. The line 
from Des 1'1oines t o \Vint er set wi ll a lso b e con struct ed n ext year, and it is 
the intention to extend th e lin e through Gr eenfield to Cr eston. The line to 
\Vinter set w ill be a n ext en sion of the p r esnt \'all ey Junction line. From 
V alley Junction another lin e is to be con struct ed west through Adel, Panora, 
Guthrie Centre, A u du bon and H arlan , the t erminal not having been decided 
upon. Surveys have already b een completed for the Indianola, Nevada and 
\Vinterset extension s, and fran chises have been secured in th e towns through 
which the lin es wi ll pass. Franchise ordinan ces have already been sub
mitt ed to the authorities of the town s through which the H arlan extension 
will pass, with the expectation that th ey will b e voted on at the city elec
tion s next sprin g . If the franchis es a re voted· the surveyor s will be placed 
in the fi eld a t once t o find a practicable route. All the roads will be put in 
firs t-class condition. They will be standard gage, and will be laid with 70-lb. 
or 80-lb . rails. The company has p r epared an issue of nearly $2,000,000 of 
bonds under the sam e tru st deed recently r ecorded against the property of 
the Des Moin es City Railway Company t o provide fund s for building the 
lin es, and this amount wi ll be availab le a s fast as it is n eeded for the con
struct10n work . 

\ VINTERSET, I A.- A special election on the proposition to vote a tax 
in favo r of the Des Moin es South ern Railway Company was held here Sept. 
10, and the proposition was carri ed by a large majority. 

THIBODEAUX, LA.- L. H. L a ncast er, Dr. H. S. Smith, C. _P. Young 
and T homas A. Badeaux, who ar e interested in a plan t o construct an electric 
railway between Houma and Thibod eaux, have been granted a ninety-nine
vear franchise in H ouma. The ri ght comprises two routes, one over the 
Bayou Black Road and th e other over t h e Terrebonne Road. The company has 
one year in which t o begin building the road and three years t o complete 
same. It is expected that condition s will w.irant the placing of contracts in 
November or December. About 130 miles of line will be constructed. 

AUGUSTA, MAINE.- The Augusta, Hallowell & Gardiner Railroad Com
pany has p urchased th e charter of th e Augu st a, \Vinthrop & Lewiston Rail
way, and it is announ ced that the road to Winthrop will be constructed and 
in operation by July 1, 1902. 

AUGUSTA MAI NE.-Th e R ailroad Com mission er s have approved articles 
of associa tion ' of the A ug usta & \ Varren Railway. This road will practically 
be an extension of the line from Augusta to T ogus, and it will extend from 
Togus, through Chelsea, \\' hitefield, J effer son and Waldoboro, to Warren. 
This road will m ake a connect ion with the Georges Valley Railroad (steam), 
whi ch runs from \Varren, on line of the Maine Central Railroad, to Union. 
The len gth of th e lin e will be about 27 miles. The capital stock of the com
pany is $300,000, and the directors are : Governor John F. Hill, George E. 
Macomber, George W. Vickery, P. 0 . Vickery and Thomas J. Lynch . 

SOUTH BERWICK. MA I NE.- The South Berwick, Eliot & York Street 
R ai lway Company has been incorporated, with a capital st ock of $80,000, to 
buil d an electric rai lway from South Berwick through Eliot and Y qrk. The 
line wi ll be 20 miles in length. The directors of the company are: Hon. 
J ohn F. Hill, H. M. H eath, C. R. Hall, Marcellus Shaw and George W. 
Vickery, of Augusta. 

HOLYOKE, MASS.- The Ludlow & Holyoke Street Railway Company, 
which was r ecently organized, is rapidly perfecting it s plans, and will shortly 
ap ply for incorporation. The company will be capitalized at $65,000. It will 
build an elect ric railway from the terminus of the Ludlow & Palmer Street 
Railway Company's tracks in Ludlow to the Holyoke Street Railway Com
pany's tracks in Fairview, ext ending through Chicopee. The e?tire line will 
be 6½ miles long. It is said that power to operate the road will be secured 
from outside sources, the company not intending to erect a plant of its own. 

WORCESTER, MASS.-The W orcester Consolidated Street Railway Com
pan y has placed orders for a new engine and generator that are to be in
stall ed in the power house to increase the capacity of the plant. The new 
engine will be provided by the Allis-Chalmers Company, of Milwaukee, and 
the generator will be supplied by the Genera1 Electric Company, of New 

York. 

LO\VELL, MASS.-The Lowell & Boston Street Railway Company, the 
new electric road which operates betw een Billerica, Burlington and Woburn, 
connecting with the Boston & Northern Street Railway and the Lexington 
& Boston Street Railway, thus forming a direct line to Boston, has been 

placed in operation. 




