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The Referendum in ~ailway Operation 
Bridge Commiss ioner Lindenthal, of New York, has adopted a 

new and, accordin g to our idea, a rath er ab;;.urd method of settlin g 
the "B ridge problem" with which he and hi s pred"'cessn rs have been 

wrest ling fo r a number of years. Thi s pl an is ~imply that of mak
ing a canvass of the pat ron s of the Bridge to learn th e h ours at 

which they usually cross th e Bridge, their residence in Brooklyn 
and bu sin ess ad dres s in New York , whether they would use th e 
erries if adequate rai lway ~ervice was given to the ferry slips, etc. 

uch an in vestigat ion was carried out properly, it might , theo-
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than that of fillin g in blanks with fi ctit ious names and addresses, 
which can easily be done, a s the Commissioner requested all of 
the daily newspapers to print copi es of th e ball ot, to be used for 
t he purpose of th e canvass. Some half a dozen metal boxes. 
carefully padl ocked, were di stribmed about th e Bridge entrance on 
Monday last, but a lthough two slots were prO\·ided in their covers 

to acco mmodate the crush of coupuns expected from th e passi ng 
throng, little a tt ention was paid to thi s opportunity of educatin g 
the Bridge Commi ssioner, and th e only excitement attending the 
experiment was th e occasional' deposi tin g of a Bridge ticket in th e 
coupon boxes, a mi stake accompanied by lamentation and indigna
t ion. \Ve hope soon to see publi shed in tabulated fo rm the r e
sult s of thi s interesting in vestigation , with pos,ibly the addition 

of graphical methods for determining the proper residence sec tion 

of the borough for the friend ~ of the ferry, but we do not think 
that tl1i s data will be of any use, whatever. Mr. Lindenthal' s many 
yea rs of experi ence with the engineering work of the P enn syl

vania Railroad and other con sult ing practi ce has undoubtedly 
made him familiar with the ten sil e an d co,11pre~sive st rength of all 
kinds o f bridge-buildin g materials, but hi s formul ;e seem to be in
capabl e of so lving problems in vo lving the m oment of in ertia 

of a Brooklyn crowd, or the elactic limit of the public patience. 
Judgin g from the lack of feasi bl e plans emanating from hi s offic e 

he appea rs to be more of an "ommi ssioner" than a commi ssioner. 

Weeds or Wheels 
The question is up in Iowa whether subsidies in aid of r ailway s 

are good investments or not. A bill has been presented in the State 
Legi slature permitting town ships to vote aid to troll ey lines. In 
other words, the help that steam rai lroad s hav e had in clays gone 
by shall be granted to their successors, the n ew elec tric lin es now 
ramifying in every direction. It would appea r that no longer n eed

ing such help , or not requiring it on the terms that exact $100 
in stock for each $100 of tax assistan ce, the larger steam roads are 
behind the oppos ition to the bill , whi ch would, of course, enab le 
many di strict s to get trolley service promptly. If the va ri ous com
munities are ready and willing to secure elec tric roads on such 
terms, we do n ot see that any real interest in the community is 
injured thereby; and a local option plan may be the solution. The 
Burlington Journal suggests the fo llowing as an alternative: 

If the State of I owa wants to do the fair thing by th e electric interurban 
rai lway she will enact laws that will enable the electric line to use the 
public highways. There is n o good reason why the interurban railway should 
not tak e one side of the highway. The country roads are altogether too 
wid e, an yh ow, and a good elec tric lin e enabling th e farmer to ge t to the city 
with hi s produce in all kinds of weather would be a much greater boon for the 
farmer than is found in th e present wide, u seless country highways occupied 
principally by weeds. 

Thi s is excellent, and it is certainly better t hat the wide margins 

of weed should make way for th e hum ming troll ey tracks; but if 
the farmers and villagers in any section are willing to help a new 

trolley road along by taking it s stock while g ranting a tax subsidy, 
i• is hard to see why they should not be allowed to do so, 
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Where the Car Comes In 
In E urope one is struck with the multiplicity and cheapness of 

the cabs. In Paris, fiacres are obtainable everywhere, and not 
costly, even when the driver cheats you. In London, the han
soms, "Gondolas of the Street," are ub iquitous, and whi sk you 
everywhere in no time at all. All of which is ve ry lovely, but it 
has simply been the evolution of conditions which did not include 
the modern trolley car, and which otherwise left people largely 
dependent upon the slow-going horse omnibus fo r t ravel within 
urban areas. Hence, the fr equency of the fares, and the shortness 
of the average " haul," created these methods of semi-cheap trans
portation. It was much the same way in many of our Western 
ci ti es, where not so long ago, you could go along the business 
st reets and see any number o f buggies awaiting their owners who 
were doing business in side stores and office s. A Kansas City man 
fami liar with these conditions and commenting on them, remarked 
to us once that the trolley car was bound to abolish the "h itching 
block;" and it would, ind_eed, seem that he was not far out. In 
Europe, one hears now frequent complaints from cabbies as to the 
harm that tramways do them, and in this country, in spite of the 
vast increase of wealth, proprietors of livery stables are strong in 
the belief that their business has not made its due and proportion
a te advance. 

It is very hard to submi t these ideas to the test of figures, but 
once in a while data becomes ava ilable that th rows some light. 
We note, for instance, that the United States Census Bureau has 
issued a preliminary report rega rding the manufactures of carri
ages and wagons in the United States in 1900, with percentages of 
increase or decrease since 1890, as follows: Number of es tablish

ments, 7632, decrease rr per cent; capital, $118,187,838, increase 
13 per cent; wage-earners, average number 62,540, decrease 3 per 
cent ; total wages, $29,8q,9r r, decrease 9 per cent ; miscellaneous 
expenses, $6,261,469, increase 4 per cent; cost of materials used. 
$56,676,073, increase 14 per cent; total va lue of product s, $121,537,-

276, in crease 6 per cent. Family and pleasure carriages-Number, 
907,483, increase 8 per cent ; value, $51,514,756, decrease 2 per cent. 
Public conveyances-Number, 2,316, decrease 28 per cent; value, 
$1,1 47,630, decrease 12 per cent. Business, farm, governmental, 
municipal, &c., wagons- Number, 575,382, increase 33 per cent; 
value, $31,508,179, increase r8 per cent. Sl eighs and sleds-Num
ber, r 18,221, increase 36 per cent; value, $2,324,550, increase 20 

per cent. All other products- Total value, $35,042,161 , increase 9 
per cent. 

These figures are certainly very interesting. They bear out the 
idea that while the number of vehicles for farm, country and extra 
urban use have increased, the trolley car has kept down the growth 
in regard to private carriages, omnibuses, etc. In other words, the 
trolley car has become a platform on which all grades of society 
have met, for, while it has given cheaper tran sportation to the 
pcor, it has proved so convenient to the well-to-do and rich that 
they have dropped their private carriages and have used either 
the trolley or the ply-for-hire cab. It would appear that the same 
conditions are developing in Europe, but more slowly, as in many 
cities of the Old World there are sacred regions into which th; 
tramway must not penetrate, and where only the cabhorse is al
lowed to pollute the pavement. But that, too, wi ll change. 

Bottled Franchises 

The relations between State and municipal authorities on th e 
o ne hc. nd and street railways on the other are often somewhat 
strained, but there are many more times when the interests of peo
ple and company coincide. 

Just now some of the most troubl esome questions on hand are 
those relating to the acquisition and ut ilizati on of fra nchises fo r 
interurban lines. Now, the public as a whole has learned that the 
building of such lines is greatly to its advantage, and save in rare 
instances does its best to help the good work along. Opposition 
usually takes the form of internecine ·strife between opposing 
street railway interests, each anxious to g"et the long end of the 

bargain, or a determined attempt on the part of promoters who 
want to build the road when they can find the funds, or on the 
part of steam railroad interes ts that desire no road at all. We 
would really like to analyze a list of the unutilized electric railway 
franchises g ranted during the last two or three years-it would 
make mighty inter esting reading. Some of them are being kited 
about by entirely irresponsible per sons in the hope of picking up 
crumbs of stock when anyone can be found to back the schem e; 
oth ers are held pending protracted negot iations fo r control, and 
still others are in the hands of those who have not the sli ghtest 
intention of all owing a road to be built at all. The present 
economi c tendency is to weld urban and connected interurban 
roads into a coher ent sys tem, with all th e advantages that accrue 
from combin ed effort. As we have many times pointed out, it is a 
sound policy and helps both the street railway business and the 
public. Hence it would be an exceedingly good thing for the 
business as a whole if the whole weight of the street railway in
terests could be brought to bear in favo r of legitimate enterprises 
and aga inst obstructive measures of every kind. It is a time to 
put aside petty diff erences and to pull togeth er for the common 
good. Every franc hise that is tied up in unfr iendly hands or kicked 
about among impecuni ous promoters is an injury to the electric 
railway business and to those who arc struggling daily to earn 
dividends fo r their stockholders. The public ought to realize this 
fully and work in harmony with legitimate enterprises for the 
common good. W hen a fra nchise is granted it should be in such 
terms that the gran tees wi ll have , in Down-East parlance, " to fish , 
cut bai t or go asho re"-to buil d and operate the road or get out 
of the way to make roo m fo r those who will. If this policy· were 
rigorously fo ll owed out the re would be m ore and bett er roads 
than we now have and better relations between the roads them
selves. Here, as elsewher e, united ac tion pays and ought to be 
encouraged. T here are few situations more exasperating for two 
neighboring street ra ilways than to have thei r way blocked by a 
franchise notoriously acqui red for the purpose of preventing the 
construction of a badly needed connecting link between the sys
tems. I t is a case properly requiring drastic remedies, and we 
would like to see them applied. The good things in th e business 
ought to come to those who get up and hustl e, who follow broad 
methods instead of narrow ones, who show the public that pros
perity and good ser vice go hand in hand. 

The Detroit Three-Cent Fare Decision 
The decision of the United States Supreme Court in the Detroit 

Street Railway or "three-cent fare' ' case, and which was published 
in full in the STREET RAILWAY J OURNAL last week, has a most 
import ant bearing on street railway properties. The lateness of 
the date of receipt of a full copy of the decision prevented us from 
commenting editor ially upon it last week, but there are a number 
of points in it which deserve most careful consideration. 

In the first place, the decision would seem to apply to all cases 
where roads have been built under direct agreements with city 
governments, but not to those constructed under general laws 
or even under di rect charter from the L egislature itself. Without 
saying so in so many words, the court seems to hold that the 
Legislature may, under certain conditions, rescind its acts, but 
that when a munic ipality, acting under a general law, makes an 
agreement with a company for th e building of a road, it thereby 
enters into a contract which it alone cannot alter. Rights con
veyed by such a contract become ves ted in the company and can
not be taken away wjthout its consent-and this despite a specified 
power to control, set forth in the agreement. 

Nor need these rights be expressed ; they are equally binding on 
the city if suffi ciently implied in the agreement to have, as a mat
ter of fac t, induced the public to invest its money in the building 
of th e road. 

A cl ear distinction is made by the co urt between the act of a 
Legislature, which deals with the constructing companies in a 
general way only, and that of a municipality, which makes a 
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specific agreement for the purpose of inducing the company to 
build. ''Language," says the court, " used by a L egislature in 
merely conferring authority upon a company to fix certain charges 
for fare might not be r egarded as amounting to a contract, when the 
same language used by parties in fixing rates under a legi slative 
authority and direction to agree upon them would be regarded 
as forming a contract." 

The question at issue in the case was the rate of far e to be 
charged on the D etroit city railways. These railways were built at 
different times and under somewh at different acts, but all were 
either organized under a certain ordinance adopt ed by the Common 
Council or had the benefits of that ordinance extended to them. 
This ordinance contained two provisions which were under special 
consideration in the present case. One of these reads as follows : 
"The rate of fare for any distance shall not exceed fi ve cent s in any 
one car, or on any one route named in thi s ordinance, except 
where cars or carriages shall be chartered for specific purp oses." 

The other, while expressed with slight variations in different 
acts, suffered no material change. It reads : " It is hereby r eserved 
to the Common Council of the city of D etroit the ri ght to make 
such further rules , orders or regulations as may from time to 
time be deemed by the Common Council necessary to prot ec t the 
interesti safety, welfare or accommodation of the city and public 
in relation to said railway." 

In 1899, the Council claimed the right, under these two pro
visions, to reduce fares from S cents to 3 cents and to compel the 
granting of transfers at all intersections. It adopted an ordinance 
for enforcing this. The company held that this act violated the 
Federal Constitution in that it impaired the contracts under which 
the roads had been built. The more usual way would have been 
to refuse to obey and let the law· be tested by some passenger 
whose tender° of the reduced fare had been refused. The company, 
however, wishing to avoid the annoyance, litigation and loss that 
would surely arise from conflicts with passengers who would try 
to take advantage of the new ordinance, applied to the United 
States Circuit Court for Eastern Michigan for an injunction, for
bidding the city to put its act into effect. This injunction was 
granted, whereupon the city appealed to the Supreme Court, which 
has just sustained the action of the lower body. 

The important questions presented were two in number : 
whether the power to make "rules, orders and regulations " ex
tended to the control of the rates of fare ; and whether , if it did, 
the limitation on fares, viz.: that they "shall not exceed five cents," 
did or did not abrogate that control. 

On the first point the court says : 

See. 20. The rates of toll or fare whicl: any street r ai lway may charg e for 
the tran sportation of person s or passen ger s over their road shall be estab
lished by agreement between said company and the corpora te authoriti es of 
the city or village where the road is locat ed, and shall n ot b e incr eased with
out the consent of such authorities. 

The court remarks, however, that it is unnecessary to determine 
this question exactly, because, under the other provision cited, the 
city entered into a binding agreement which cannot be altered 
without the consent of both sides. 

The Michigan Street Railway act of 1867 says: 

The rate of fare is among the most mater ial and importan t of the terms 
and conditions which might be imposed by t he city in exchan ge for its con
sent to the laying of railroad tracks and the n mnin g of ears thereon throug h 
its streets. It would be a subjeet for grave consideration an d conferen ee 
between the parties, and when determin ed by mutua l agreemen t t he r ate 
would naturally be r egarded as fi xed until an other ra te was adop ted by a like 
agreement. Can it be possible th at under this language per mit tin g con sent 
upon such terms and conditi on s as t he city m igh t from time to tim e 
prescribe the power was r eserved to mak e a ra te of fa r e which might ruin 
the whole enterprise? T ha t a r ate once deliberately and mutua lly agreed upon 
might be thereafter and from time to time altered at the p leasure of the city 
alone? ·Will it be b elieved the parti es thus un derstood the mean ing o f that 
provision? It would hardly b e credi table that capita lists about to inves t 
mon ey in what was th en a somewha t un cer tain venture, wh ile proeuring th e 
consent of the city to lay its rails and operate its road th rough the streets in 
language which as to the rate of fa r e amounted to a contraet, an d gave the 
company a r ight to charge a rate then deemed essential for the fi n ancial 
success of the enterprise, would at the same tim e consent tha t sueh ra te th en 
agreed upon should be subj ect to chan ge from time to time by the sole •e-

cision of the Common Council. It would rather seem that the language above 
used did not and was no t intended to give the right to the Common Council 
to ehange at its p leasure from time to time those important and fundament_al 
rights affee tin g the very exis tence and financial sueeess of the company m 
th e operation of its road, bu t t hat by the u se of such language there was 
simply r eserved to the City Counci l the right from time to time to a_dd to or 
alt er those gen eral regulat ion s or rules for the proper, safe and efficient run
ning of th e car s, the character of serviee, the speed and number of cars _and 
their hours of operation and matters of a like nature, sueh as are de scribed 
in th e opinion of the eourt below in this case. Sueh would seem to be a rea
sonable eonstruetion of the language. 

Di scussing this the court says: '' It is plain that the Legislature 
r egarded the fix ing of the rate of fa re over these street railways 
as a subj ect for agree ment between the parties and not as an 
ex ercise of a governmental fun ct ion of a legislat ive character by 
the city authorities under a delegated power from the L egislature. 
It was made matter of agreement by th e expressed com mand of 
the Legislature. * * * The rate of fare having been fixed 
by positive agreement under the expressed legislat ive authority, 
the subj ect is not open to alt eration thereafter by the Common 
Council alone, under the right to prescribe from. time to time the 
rules and regulations for the running and operation of th·.: r0ad." 

The language of the ordinance, then, which provides that the 
rate of fare for a passenger shall not be more than S ce11ts, does 
not "give any right to the city to reduce it below the ra te of S 
cents established by the company. t t is a contract which gives the 
company the right to charge a rate of fa re up to the sum of 5 
cent s fo r a single passenger, and leaves no power with t he city to 
r educe it without the consent of the company." 

Thi s se ttles the question of the right of the Common Council to 
make invalid the contracts ent ered into by it s predecessor by 
des troying their prime consideration. The court does n othing 
more than simple justice to the companies by its decision. F or, 
as a matter of course, no one who invested in the stock of the 
roads either before or after they were built did so with the idea 
that the Common Council might wipe out the value of their prop
erty at a moment's notice. If the Council has the right, under 
the provisions of the ordinance, to r educe fares at all, it has the 
right to reduce them without limit. If 3-cent fares are a good 
thing- for the community-why should not 2-cent or even I-cent 
far es be better? Nay, why pay any fares at all? It is hard to see 
how any other conclusion could be reached by the court than that 
which was announced. At the same time it is gratifying t o have 
a direct statement on this point from the highest tribunal in this 
country. 

The Baltimore Example 

Instances of the freedom with which irresponsible a uthori ties 
think they can lower fares and thus donate other peopl e's money 
to the public has been shown during the last season in many States, 
but perhaps in n~ more conspicuous an example than in Baltimore. 

A bill is now before the Maryland Legislature, and has been 
reported favorably, compelling the company to give six tickets for 
a quarter; yet the company had originally the right to charge 7 
cents, in consideration of paying no less than 20 per cent park tax. 
T his amount was later lowered to 12 per cent, when the fare went 
down to 6 cents; while a further reduction to S cents fo llowed, 
when the park" in cubus was reduced to 9 per cent. These very 
facts recognize the validity of the cont racts and franchises, while 
they also exhibit the willingness of the company to share with the 
public any benefit it may receive enabling it to give better service. 
\ Ve do not go too fa r when we say that if street railway companies 
were relieved of all these ext raneous burdens of "park taxes," etc., 
were allowed to collect the S cents agreed upon in their fran
chi ses, and felt sa fe from insidious assault, the development of 
transfer systems, and the improve ment of faci lities and conve
ni ences would be fa r beyond anything yet dreamed of by street 
railway managers and the publi c. T his is but rephrasing the tru
isms of social and political life, which recognize that growth and 
prosperity are g reatest where contracts are uph~ld, and where 
property is safe from the attack of despot and anarch. 
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Fighting Snow in Ohio 

The snowfall in North ern O hio last month is said t o h ave been 
th e h e~wiest in t h e "recoll ection of th e old es t ci tizen." At any 
rate it \\·as the worst in th e hi sto ry o f suburban rai lways in th at 
sec tion, and ne2.rly all of the roads experience d diffi culty in main
tain ing any ki nd of schedul es, Se \·cral of th e lin es leadin g out of 
Clenland bein g t ied up fo r hours at a tim e. Th e North ern Ohio 

SNOW PLOW 

Traction's lin e. which fo ll ows th e vall ey of th e Cuyahoga River , 
was the worst sufferer. From F eb. 2 t o F eb. 6 the s now plow s 
were k ept con stantly in o pera tion. and in addition to th e plows. 
which were almost u se less in the h eavy drift s, the co mpa ny h ad 
over 200 m en shovelin g. T hese m en were kept o n day and ni ght 

\. 

DEEP DRIFT ON LINE 

fro m F eb . 3 t o F eb. 7. D espite th ese efforts the Akron, Bedford 
& Cle\·el a nd lin e was ti ed up between Bedford and Newburgh 
for about :, ix hours on F eb. 3. A ll th e r est of th e lines on the 
Northern Ohio Tract io n lin es were kept open. From A kron to 
Bedford th ere were fi ft een different drifts , rang ing from 3 ft. to 
8 ft deep. The drift on the A kron, Bedford & Clevela nd division 
shown in th e photograph was a bout 9 ft. deep on th e track. Two 
theater parties were stall ed and the passen gers wer e obliged to 
spend the night in the cars. The dri fts on the K ent-Ravenna di
visio n were nearly as bad. 

Convention of the National Association of Railway 
Commissioners 

The National Association of Railway Commi ssion ers held its 
fourteenth annual convention in Charleston, S . C., Feb. 11 , 12 and 13, 

1902. This convention was of interest to street railway companies thi s 
year because of the participation in it o f a committ ee o f the Street 
Railway Accountant s· Assoc iation of America. In accordance with 
the constitution and by-laws adopted at the San Francisco con
vention of Railway Commiss ioners, held in June, 19 01 , the Street 
Railway Accountants' Assoc iation of 1\meri ca was represented 
by a committee o f three, consisting o f H. C. Mackay, of Mi l
waukee, president of the Street Railway Accountants' Association; 
W . F. Ham, of Wasliington, D. C., and C. N. Duffy, of Chicago. 
A resolution was a dopted at thi s San Franci sco con\'ention which 
provided for the appointment o f a committee of three from the· 
National A ssociation of Railway Conm1i ss ioners to meet with a 
committee of three r epresenting the Street Railway Accountants' 
A ssociation for the purpose of preparing a fo rm of report for 
elect ric roads. The Railway Commiss ioners' committee consisted of 
L. M. Read, o f Vermont ; Ashley W . Cole, o f N ew York, and 
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George W. Bishop, of Massachu setts. The committee appointed by 
Pres ident Mackay to represent the Accountants' Association con
sisted of H. L. Wil son , of Boston ; 'vV. F. Ham, of Washington; 
and E. M. \Vhit e, o f Hartford. The committees met in New York 
J an. 10, 1902, but as Mr. -Read, chairman of the committee, was 
unable to a tt end on account of sickn ess, the r epresentatives of the 
Association of Rai lway Commiss ioners thought it best the com
mittee of the Accountants' Association should prepare a form of 
r eport for the two committees afterward to take up together before 
submitting to the Charleston convention. 

The committee representingthe Accountants' A ssociation agreed 
to thi s and did draft a fo rm of report co\'ering the ma in features; 
but in v iew of the limited time before the c01nention it was decided 
that it would not be possible to draft a complete statistical report 
such as was expected by the association , and such as would meet 
with both association's approval, and it was therefore decided to do 
nothing further until after the next annual convention of the 
Street Railway Accountants' Association, to be held in October, 
19 02. The committee will be continued and will draft a form of 
r eport to be presented at the 1903 convention of the Railway Com
m1 ss1oners. The representatives of the Street Railway Account
ants' Association at the Charleston convention report that 
they had every possible courtesy and privilege extended 
to them, and they wish through these columns to express 
their most sincere appreciation. The last day of the con
Yention, C. N . Duffy, of Chicago, upon request, addressed 
the· convention as a representative of the street railways. 
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After the close of the convention, the de legates and their ladies 
were taken South on a special train by the courtesy of th e Southern 
Railway Company, and visited Columbia, S. C., Jacksonvill e, Palm 
Beach and Miami, Florida. The trip was most enj oyabl e. T he 
gentlemen who participat ed in it report that everything possible 
was done to con tribute to the pleasure of the traveler s. These 
convention s- unquestionably cement the cordial and fri endly rela
tions existing between the Railway Commissioners of the United 
States and the street railways, especia lly in the States in which the 
Railway Commissioners exercise the same supervision over street 
and suburban railways as they do over steam railways. Benj amin 
F. Chadbourne, of Maine, was elected president of the Association 

, of Railway Commi ssioners, and the next convention will be held in 
July, 1903, in M aine, the exact place to be selected later. 

----♦----
Steam Turbines in New Station Near Cleveland 

In providing additional equipmen t t o take care of extensions 
under construction, the Clev eland, Elyria & W estern R ai lway, of 
Cleveland, has decided, after mature considerati on , to install steam 
turbin es for driving th e new generators. While abroad a year or 
so ago W . H . Abbott, con sultin g engin eer for thi s company, be-

I 

f-<------

runnin g governor and the other a safety govern o r, whi ch may b e 
set t o entirelv cut off steam from th e ma chin e should the fi rst 
governor bec~me damaged. The spe ed m ay be va ri ed wh ik run
nin g IO per cent above or below normal by varyin g th e freque ncy 
of th e admission of steam. A duplicat e g ravity· oil system is 
install ed with each turbine, reducin g to ze ro the poss ib ility of 
troubl e with th e bearings. The turbine is des ign ed so th at full 
load ma ybe carri ed without superh eat or vacuum. Th e turbin e 
generators wi ll operat e in parall el at all loads, and may also be 
operated in parall el wi th the pre sent invert ed rotari es n ow in 
station. 

The generators are of th e two-pole type, th e revolvin g efem ent 
b ein g a round cylinder of polish ed iron , into which th e excitin g 
winding is buried and held in place by m eta l wedges driven in 
above it, the whol e then being turn ed off to a per fe ct cylinder so 
that there are n o projections to catch the air. Suitable openin gs 
are provided for ventilation. Th e guaranteed effici ency of the 
generator is 95 p er ce nt full load, 94 per cent at three-quarter s 
load , 92 per cent at one-half load, and 86 per cent at one-quarter 
load. 

Th e present station h ad been built barely large enough t o install 
two additional 500-kw alternatin g-current units, but with the tur
bine sets of twi ce the alrnve capacity enough space will still remain 
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came favorably impressed with th e hi gh efficiency shown by 
several steam turbine pl ants in France, and he d ecided as soo n as 
opportunity presented itself t o t est th e effici ency of the new 
practice for int erurban railway nation use. After a careful in 
vestigati on, covering more than six m onth s, durin g which time 
tests were made with steam turbin e plant s in the Westinghouse 
A ir Brake Company' s plant at Wilm erdin g, Pa.; th e electric light 
plant at Hartford, Conn., and the Yale & T own e l\Ianufacturing 
Company's plant at Stamford, Conn .. t he company decided favo r
ably on the proposit io n. Acco rdin gly contracts have recently 
been closed for two 1000-kw Par>ons turbi nes running at 1500 
r. p. m. , to b e di rect -co nn ec ted to two 1000-kw two-pole Westing
house turbin e generators, 400 volts 25 cycles; al so for two 30-kw 
direct current exciter s, to b e direct-co nn ected to the shaft s of th e 
generators. 

The turbin es are de signed to run at 150 lbs. steam pres sure at 
JOO <legs. F. superheat a t throttl e of turbine, and 28 in s. vacuum 
at exhaust port. At th e above rate th e W est in ghouse Machin e 
Company, whi ch is buildin g the turbin es. guarantees t hat the 
steam consumption will n ot exceed I0.08 lb s. per indi cated horse
power-hour, o r 17 lbs. per kil ow,,tt-hour. A t on e-half loa d the 
steam consumption is guaran tee d to he not more than 15.07 per 
cent g rea ter per kilowatt-hour than the consumpti on at full load. 

A ve ry hi gh economy is guara nteed on light loads and varyi ng 
loads. Th e turbines a t e to be <Jf th e lates t type, diffe rin g fro m 
those previously so ld by the s2me co mpany in having two separate 
sets of cylinders with bearin gs between, the st eam fir st pas sing 
through the h igh-pressure cylind c-r, then through th e reheater, 
and finally throu gh th e low-pressure cylind er. They arc provided 
with two entirely independent set s of gove rn ors, one th e regu lar 

for a 2000- kw un it. thu s transformi ng a po ssible 2000-kw station 
into a scoo-kw statio n. Th e econ()my in th e construction of the 
buil di n g- is also very g reat . P lans lt ad already been mad e for build
ing ma~ sive fo undation , suffi ci en t to support engines and generat
ors firmly in li ne. \ Vit h the use of turbi nes light walls will be sub
stituted fo r soli d brickwork. The turbin es r equire no holding 
down bolts. as there are no unbalanced strain s. The generator s 
wi ll be used to ,, uppl y the 20.coo-volt c1.lt ernatin g-current syst em 
sup plying the sub -station s of the Clev ela11d, Elyria & W es tern 
Rai lway, th e Cltveland & South er!' Railway and th e Clevela nd, 
Ashl and & l\ lan sfie ld R ai lway. Previous m entio n of th e pl an s 
for thi s sys tem was made in a recent description of th e Pomeroy
l\ land dbaum lin es radiating from Cl eveland. 

D elivery is being made 011 two 300-kw \Ves tin ghouse rotaries, 
to be in sta ll ed in t h e· station as a co nn ectin g link between t he 
alternating-current and direct -current m ach inery. I t is th e in te n
tion to close contract ;; in th e nea r fut ure o n 2coo hp of bo il ers, 
2000 hp of economi zers. m echani c:i l draft fo r 2500 hp , 2000 hp m e
chani ca l stokers for boiler s, a cen t r al con denser plan t of th e 
overh ead type of 2000- kw capacity. 28-i n. vacuum with water and 
feed pumps, and all n ecessary boil e1 and fee d pumps. 

Th e new eq uipm en t will he in stall ed as soon as po ss ibl e, and it 
is believed thi s will be the fi r st steam turbin e int erurb an railway 
plant in t he co untry. 

----••• ---
The chartl'r of vVinnipeg, Man. , has been amended so that the 

citizens of that place may vote on the proposition to permit the 
opera tion of st reet cars on Sundays. T he vote is to be taken at 
the regu la r municipal election. 
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The Chances for a Business Career in Railway Work 

General W illiam A. Bancroft, president of the Boston E levated 
Rai lway Company, is the author of a interesting article in a recent 
issue of the "Saturday Evening Post" on the inducements offered 
in the street rai lway business to yo1\ng men for an honorable ca
reer of achievement. These, he believes, are good for bright, 
enterpri sing, and strong bodied young men, and are attracting to 
the service men of thi s character. A s regards advancement Gen
eral Bancroft says: ' 'The motorman or conductor who is fi t stands 
a much bett er chance of getting ahead and fi na lly attain ing a re
sponsible and well -paid position than does the average clerk let us 
say, in the average department store . Many, of course, enter the 
st reet rai lway service for temporary employment only. Lumber
men, for exampl e, after passing the winters in Ma ine, come down 
to Boston in considerable numbers fo r the summer months. Col
lege students-a class in which Boston and the neighboring towns 
abound- desiring to earn money during vacat ion, are often at
tracted to the service, and a fair number enter it for a longer 
period-some of whom remain permanent ly. Men who work as 
farm hands during the summer often seek employment on the cars 
for the winter months. The great bulk of the employees, however, 
come with the intention of casting their lot permanently with the 
company, and of rising in its service. 

"The attractions of the service, as ide from the opportunities for 
promotion, are that the work is healthy, the hours reasonable, the 
pay good, and the permanency of the work dependent enti rely upon 
the ab ility of the employee to perform his duties satisfactorily. For 
those who possess the ability and ambition to get ahead, the pos
sibi lity of attaining higher and more responsible positions is greater 
and the r ewa rds of success larger than in most mercantile enter
prises. 

"All well-managed companies select their operating offici als from 
their own employees, if suitable men can be found-a s they usua lly 
can-whenever a vacancy occurs or an office is crea ted. In Boston, 
fo r example, the superintendent o f transportation and all of the 
division superintendents who are the higher officials immediately 
concerned in running the cars, began their railroad work upon the 
plat fo rms of the cars or in positions even nearer the foot of the 
ladder. One was a hostler in the stabl es at the time when the 
mot_ive power was horses and not electricity. Immediately sub
ordmate to these men are many others who began in the same 
way-in all several hundred men receiving up to $5,000 a year 
sa lary who began on the front platform or the rear platform of the 
ta rs. The president of the most extensive interurban company in 
New England began h is street rai lway experience on the. plat form. 
Besides this, it must be borne in mind that the surface, elevated and 
subway systems of local transportation in this country are eirpand
ing enormously, with a consequent constant dra ft on the services of 
the alrea dy existing person·nel to train and develop fresh forces 
of employees. And the man who has started as a motorman or 
conductor and has worked his way to the front- who knows the 
actual problems of a situation, in other words-is in increasing 
demand everywhere, from Oregon to Georgia. 

" It is not every man, however, who can get a position on the 
cars . Con_ipanies are becoming more strict in thei r requirements, 
and the railway employees in near ly all cities are now really bodies 
of picked men, selected for their sound bodies, steady nerves, 
perfect eyes ight and hea ring. In respect to characte r the four 
ca rd inal virtues of honesty, t emperance, industry and perseverance, 
to which should be added as a quality particularly essential to the 
conductor , tact. 

" In some respects," Gen. Bancroft says, "the posit ion ~f motor
m en, particularly on elevated roads, is becoming more important 
than that of the conductor. His preliminary training is stricter 
and more technical. The difference in the two duties may perhaps 
be explained by saying that the tra ining of a conductor contributes 
to his development in the handling of human emergencies, so to 
speak-a training which he must have largely acquired from his 
own experience in dealing with men-and that the trainincr of a 
motorman fit s him to meet physical emergencies, and must con
sequently, in a large degree, be specia l." 

Gen eral Bancroft recommends to the street rai lway employee 
who is rightfully ambitious of the future a course of study of 
electrical problems. so that he may be better prepared for advance
ment, as "the man on the platform who knows something of 
natural science, other things being equal, is the one most likely to 
be in demand when the ques tion of promotion to a higher posi tion 
comes up." Following will be found hi s reference to the books and 
periodicals which are of value in this connection . 

"A good book on the gen eral problems of electricity will be the 
natural beginning of a course of reading ; though unfortunately not 
many such, adapted to the comprehension o f young men with no 
previous teclmica_l education, have been published. " E lectricity 

Made E asy," by Edwin J. H ouston and A . E. Kennelly, may be 
recommended, however, as being on the whole sati sfactory. The 
s~me a_utho~s have written a series of " leafl ets"- as they are en
tit led, m spite of their containing some 300 pacres each-on elec
trical engineering, which in the opinion of many "'elect rical students 
?re among the best books of the kind on the market. They come 
m three gr_ades-elementary, intermediate and advanced-only the 
fi rst of which, of course, can be recommended to the novice. T he 
objec~ th ro~ghout is to present the fun damental principles of 
electrical science; and the fir st volume is especially intended to 
give just such inst ru ction as the motorman, or the electrical work
man genera!ly, ~ith slight scientific know ledge of electricity, needs 
for a more mtell1gent per fo rmance of h is daily rout ine work. T wo 
other . books that may be suggested have to do specifically with 
electric ra ilway service-"Electric Rai lway Motors: Their Con
struction, Operation and Maintenance," by N. W. P erry; and 
"Electric Rai lway Motors," by George T. H anchett. Both are 
sound, and not too difficult. 

"There are two periodicals covering the street railway field, .one 
or both of which might well be read by every one in the business 
from conductor to president-the STREET R AILWAY JouRNAL and 
the Street Railway Review. No scientific or technical periodical, 
o f course, should be regarded _from the same point o f view as a 
book, where the in tent ion is to be definit e and final in statement 
and conclusion; a magaz ine of this sort is to a co~siderable ex
tent a record of current theory, opinion and exper iment, leav ing 
to the reader much of the burden of responsibility fo r sifting the 
wheat from the chaff of contemporary practice. W ith this cau
t ion--:-which_ applies to very publication of the kind aiming to pre
sent 11np_art1_ally the news of its special fi eld-both journals may 
be unhes1tatmgly recommended, giving as they do, from issue to is
sue, a fu ll account of the latest developments in every branch and 
depar tment of the street railway business all over this country and 
abroad. Among electrical magazines the E lectrical W orld and 
the American Electrician are excellent, but rather hard reading 
for beginners ; however, if they are conveniently access ible to a 
young man they might often prove suggestive. T hough it is true 
that all companies undertake to give their men such in struction as 
may be necessary for the performance of their duties, it is equally 
t rue that one who, by additional study and reading, has gained 
a fu ller knowledge of the theory and nature of electricny as well 
as of its practical appli cation, stands in a more favo rable position 
than one who has not. 

•• 
Important Interurban ~Railway Decision in Indiana 

Judge John H. Baker, of the U nited States Circuit Court has 
recently rendered a decision in the case of the L ogansport R ail
way Company against the city of Logansport and others. The 
opinion is an impo r tant one as affecting the franchise to streets 
and is of special interest in Indiana just at the present time b ecause 
of the efforts of the inte rurban companies to obtain a t erminal in 
Indianapolis. 

The city of L oga nsport in 1882 granted a fra nchi se to the 
~ogansport Railway Company coveri ng all streets in perpetu
ity, the company to use such streets as it saw fi t. In October, 
1901 , the Logansport City Counci l passed an ord inance repealing 
the original franchi se ordi nance except as to street s in which the 
company has already laid tracks and was operating cars. Then the 
street railway company brought action in the federal court to en
join the_ city of Logansport i nd officers fro m enfo rcing th e repeal
mg ordmance. Judge Baker sustain ed the demurrer to the com
plain~. ho lding that the latt er ordinance w?.s valid and .the city had 
the nght to repea l th e fra nchi se except on streets where lines wer e . 
already constructed. 

J udge Baker said in part: 

"The fee of the streets in cities in this State resides in the abut
~ing lot own~rs. and the ci ty possesses only an easement of way 
m the street s. It does not hold t itl e to the easement as a priva te 
p~operty righ t which it may alienate at pleasure as it might 
alienate property belonging to the city by a t itle unimpressed with 
a trust. The city h olds the ease ment in the stree ts in trust no t 
simply fo r the city alone, but fo r the benefit and use of all the 
people of the State. I n interpreting th e statutes the court ought 
never to lose sight of the fac t that in dealing with th e use of the 
streets the Common Council of a city is acting as a trustee for the 
benefi t and advantage of the publi c. 

" It is manifest that the L egislature has no t conferred in explici t 
and express words o n the city of Logansport the power to g rant 
to a st reet-railway company either an exclusive or a perpetual use 
of its streets for rai lway purposes. The ac t of 186! sim ply provides 
tha t the street- railway co mpany shall fi rst obtain the consent of 
such Common Council to the location, survey and construction of 



~ARCH 22, 1902.] STREET RAILWAY JOURNAL. 357 

its railway before the construction of the same shall be com
menced. No words of perpetuity are expressly employed. The 
the same is true of the act of 1891. There being no express words 
of perpetuity in the legislative grant, is such power necessarily 
to be implied from the language employed? 

"I t must be held here that similar and no broader language em
ployed in the acts of 1861 and 1891 above mentioned does not 
explicitly and directly confer the power on the Common Council 
of the city of Logansport to g rant either an exclusive or a per
petual privilege to occupy its streets for railway purposes. In a 
similar case in Detroit the court says: 'There are many reasons 
which urged to this-reasons which flow from the nature of 
municipal trust, even from the nature of the legislative trust, and 
those which, without the clearest intention explicitly declared, 
insistently forbid that the future should be committed and bound 
by the conditions of the present tim e and functions delegated for 
public purposes be paralyzed in their exercise by th e existence 
of exclusive privileges.' And how much stronger are the reasons 
which insistently forbid that th e future should be committed and 
bound in perpetuity by the conditions of the present time, and that 
functions delegated for public purposes should be forev er par
alyzed in their exercise? The right to determine for itse lf from 
time to time what streets could be used and occupied for street 
railway purposes consistently with the public safety and welfare is 
a power incapable of absolute alienation by the Common Council 
By these ordinances the Common Council has undertaken to sur
render this power and to remit it to the uncontrolled election of 
the complainant. The only power reserved is the power, if the 
Common Council wishes the railw~ys to be extended along a 
particular street, to notify the complainant of Sttch desire, and if it 
fails within one year to construct and operate its road on such 
street then the use of such street may be granted to another rail
way company. But no right or power is reserved to prevent the 
railway company, at its election, from using, with a double or 
single track, any and all of the streets of the city, however in
jurious it may be to th e public convenience, safety or welfare. The 
public convenience, safety and welfare in this regard are surren
dered to the complainant. By these ordinances, if valid , to the 
complainant's election is relegated the question whether or not a 
street can, with due regard to the comfort and safety of the people, 
be occupied by a single or a double track railway. Such a sur
render of corporate power in perpetuity to a street railway com
pany cannot and ought not to be upheld. It cannot be supported 
as a reasonable exercise of the power of a trustee over a trust 
estate committed to its charge, to be administered in the interest 
of the public and not for the private advantage and gain of rail
way or other corporations. 

"But if the granting ordinances are not invalid and unenforce
able so far as the repealing ordinance affects them, still the bill 
cannot be maintained for another reason. It was ruled in the 
opinions of Judge Woods and myself, both concurring in this 
particular, in Citizens' Street Railroad Company vs. City Railway 
Company, 64 Fed., 647, that under ordinances similar to those 
granted to the complainant the Citizens' Street Railroad Company 
acquired no vested right to commence the construction of a 
particular line of street railway on an unoccupied street without" 
first obtaining the consent of the Common Council to th e location, 
survey and construction of such proposed lines. * * * 

" In 188g the Common Council and Board of A lderm en of the 
city of Indianapolis adopted an ordinance prohibiting the railway 
company from entering upon or constructing its railway on any 
unoccupied street until it had first obtained the consent of the city 
street commissioner. In 1893 the city granted to th e City Rail
way Company the right to en ter upon and construct a stree t rail
way system on ·and along twenty-nine specified routes, embracing 
a great proportion of the most important streets of the city and 
including many of the stree ts on which the Citizens' Street Rail
road Company had constructed its railroad and had it in operation. 
It was claimed by the Citizens' Street Railroad Company that the 
two lat er ordinances infringed th e contract rights secured to it by 
the earlier ordinances of 1864 and 1865. * * * 

"The consent confered upon th e Logansport Company by the 
ordinances of 1882 and 1891, so far as the ordinance of Oct. 31, 
1901, affec ts them, is not so clea r and explicit in g iving consent 
and granting authority to enter upon the streets of th e ci ty of 
Logansport as were th e ordinances of 1864 and 1865 adopte d by 
the Common Council of the city of Indianapolis. Judges \\Tood 
and Baker in the above-cited cases held that the genera l consent 
conferred by the original ordinances t o occupy and use all of th e 
streets of the city for railway purposes did not sati sfy th e st atute , 
nor take away from th e Common Council the right, before the 
railway company should construct a stree t railway upon an ltn

occupied street, to require it lo obtain the consent of th e Common 
Council to its location, survey or construction." 

Electri·c Railway Construction in Maine 

According to returns made in June, 1901, there were in operation 
at that time in Maine 278 miles of electric railway, and the popu
lation of the State was 694,466, approximately. T here have recently 
been evolved however, many schemes for the construction of new 
lines. It is 'very improbable that more than a majority of these 
projects will be successfully launched· this year, but from the re
cent impetus that ha s been given the industry it would probably not 
be anticipating the future with too much confidence ~o say tnat 
the present mileage of the State wi ll be increased materially before 
1903. It is impossible to enumerate in detail the_ var_ious plans t~at 
are being made, but in the following summary 1s given an outlme 
of the more important proj ects. 

The Rockland, Thomaston & Camden Street Railway Com
pany is to extend its lines from Camden to Warren, a distance 
of 4 miles. The plan of the company is to have this line in 
operation at the ea rli est possible time. . . 

The Portland Railroad Company plans to bmld a !me from 
Rigby to Saco, a di stance of 12· miles. The company also has in 
contemplation the construction of a line to Old Orchard. 

Governor Hill and his associates have obtained a charter for a 
line from South Berwick to York, with a branch line to Dover, 
N. H . This proj ect calls for the building of about 15 miles of 
line, and its construction depends somewhat on the securing of 
the necessary permits and concessions in New Hampshire. 

The construction of the proposed line between Winthrop and 
Augusta is assured, for the Augusta, Winthrop & Lewiston Electric 
Railway, which is to build the line, has contracted for its con
struction. Rails and ties have been di stributed along the route, and 
the work of construction will be begun as soon as the weather 
conditions will permit. This road will be 14 miles long. Even be
fore the work of constructing the main line has begun, it is reported 
that the company is considering the advisability of building an 
extension from Winthrop to Sabatters, so as to make a through line 
from Winthrop to Lewiston. 

Messrs . Hill and Macomber, of Augusta, have under considera
tion the construction of a 3-mile line from Kittery and Green Acre, 
making conn ection at Kittery with the Portsmouth, Kittery & 
York Railroad. 

A. F. Gerald, who is interested in the Lewiston, Brunswick & 
Bath Street Railway and the Skowehegan & Norridgewock Rail
way & Power Comp~ny, with his associates, is interested in the 
construction of a new road from Brunswick to Yarmouth. This 
line will be about 16 miles long, and the material to be used in its 
construction has been distributed along the route. The line will 
make connections at Portland with the Portlan d Railroad. 

The Penobscot Central Railway, which, it will be remembered, 
was operated by Patton motors, and which ex tends from Bangor 
to Corinth, has perfected arrangements for building extensions to 
Charleston and Pushaw Lake. Both extensions, so it is reported, 
are expected to be completed by July I. 

1 he Rockland, South Thomaston & Owl's H ead Railway Com
pany has recently applied for a charter. The plan of this company 
is to build a line from the termini of the Rockland, Thomaston & 
C;i.mden Railway at Rockland to South Thomaston and Owl's 
H ead, a di stance of 8 miles. James vV. Sewall and H . Franklin 
Bailey, of Oldtown, and Charles E. Merosey and Frank M. Smith, 
of South Thomas ton, are among those interested in thi s proposition. 

The Biddeford Pool Electric Railway Company has applied to 
the Railroad Commiss ioners for a charter. The plan of this com
pany is to build from Biddeford to the Pool, a di stance of 9 
miles. The company is capitalized at $80,000, and has purchased a 
si te for its power house. The plan is to layout a park, for which the 
necessary land has been secured. The officers of the company 
are: Charles M. Moses, president; William J. Maybury, vice-pres 
ident; Charles E., Atwood, treasurer ; Edgar A. Hubbard, clerk. 

VV. D. Smith, of Bangor, has been awarded the contract for 
the construction 01 the Augusta & Winthrop Electric Railway, 
which, according to reports, Mr. Smith has agreed to have com
pleted by July 10. 

A survey has been made for a line to be built fro m Pre!'que 
I sle to Perham, but nothing definit e in regard to this proj cct has 
been announced. The line will be 16 miles long. Charles J. 
Haynes, of Augusta, made the survey, but Arthur R. Gould, of 
Presque I sle, is the principal promoter of the road. 

The Calais Street Railway, which operates between Calais and St. 
Stephen, is reported to be considering the advi sabi lity of ex
tending its lines to Robbinston. 

The H ancock County Railway Company was granted a charter 
last year, and the company is now completing the preliminary 
details necessary for the construction of a line to connect Cherry
field and Ellsworth. The company has j ust perfected its organiza
tion, electing the following officers: I. L. Hallman, of Boston, 
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pres ident ; E . K. ·wilson, o f Cherryfie ld, vice-president ; M. Gall ery, 
uf E ll sworth , sec retary and treasurer. 

The Linco ln County R ailwa y Compa ny plan s to construct an 
electric ra ilway th rou gh \ Viscasse tt , Edgeco mb, Boothbay and 
Boothbay Harbo r, 12 mil es, and has filed articl es of assoc iation 
\\'ith th_c R. R. Commi ssioner s. L oothcr Maddocks, of Boothbay 
Harbor : A mos F . Gerald , S . A. Nye, E. J. Lawrence and A. B. 
Page, of F airfield , a re a mong• those interested in the company. 

----+♦♦ ----

Frank H. Taylor 

Th e recent appoi r;_t m ent of F r ;in k I-I . T aylor as second vice
pres id ent o f the \ ,Ves t inghouse El ct r ic. & l\lan ufac turin g Co m
pany, m ak es him an eve n more important factor in the electri cal 
business of th e country th an h e has h ith erto bee n, alth ough his 
previous p os ition with th e W estinghouse Company as fo urth vice
president , in charge of sales, has m ade him well known th ro ugh
out the elect r ical busin ess. 

l\Ir. T ay lor is a nati ve of Cincinnati. where he was born Nov. 
20, 18 55. H e g raduated fro m H averford Co ll ege , near P hiladel
phia, with the degree of A. B., go ing thenc e to Han-ard U ni
versity, where h e also too k the degree of A. B ., g rad uating in 
1877. \Vhile a t H an-a rc! he was capta in of th e cri ck et tea m , a nd 
it may be rem arked in pass ing that he is still an enthusia stic a nd 
ac ti ve cri cketer , b ein g th e movin g spirit in th e spo rt in the P itt s
burgh di st ri ct. I t ~s in teres ting in thi s connec ti on to note that h is 
elde st so n is a t th e present time capt ain of the cricket team at 
H arv ard. 

Aft er leavin g coll~ge he lea rn ed the tr ade of s ta rchmaker, and 
wa s fo r a sh or t t ime a profess ional starchmaker, a nd 
from 1880 to 1882 was superi ntend ent of th e George Fox Starch 
Manufactu ring Com pany, L ockland , Ohio . In 18 82 he removed 
t o P hilad elphia, wh ere he ass isted in the o rg an ization of the 
Manly- Coo per l\ Ianufac turin g Co m pany, afterwards known as th e 
Belmo nt Iro n Co mpa ny, whose pro duc t wa s o rn amental a nd 
structural iron and stee l. H e was t reas urer of thi s compa ny until 
1887 , and was then elec ted p residen t. Th e works were destroyed 
by fi re in 1888 and n o t r ebuilt. 

Frum J anuary. 1890, until O ctober, 1897 , Mr. T aylor was the 
man ag•~r o f i h e P hiladelphia h o use of th e Y ale & T owne Mamt
fa ctnnng- o mpany, handl in g th eir uu ,i ncss in cranes as well as in 
hardwa re. H i-=; fin e reco rd as manage r of thi s o Hi ce a ttracted the 
att entio n of t he offic ia ls o f the W estin ghouse Electric & Manu
fa ctur ing Company. wh o in 1897 induced him to enter the servic e 
uf th e compa ny as sales m anag er , whi ch gave him a larger oppor
tuni ty fo r t he di~play o f hi s ability. T he record he made was so 
goo d that in O cto ber , 1900. h e was elec ted fourth vice-pres ident 
r, f the company. chargtd with the sale uf th e company 's product. 
In J anua ry . 1902. upon th e r esignatio n of hi s old fri end. B. I-I . 
vVarren , with wh om h e h ;, cl preYi ously been a ssociated in th e 
Y ale & T owne Com pa ny, a s wdl as in the \ Ve-=; tin ghouse Com
pa ny, h e was made sec o nd vict>-president o f th e la tt er, thereby 
bec omin g. nex t to l\ lr. \\l est in ghouse him self . th e extcut ive he::i.d 
u f tlfr, g reat com pa ny· s affairs. 

l\I r. T ayl or is a man of att racti \' e per,ona lity. g reat l n ergy and 
remarkable quickness in g ras pin g the ~a lient fea ture s of a propo si
ti on. 1-1 e is happily ma r ried , and ha ~ fo ur son s, who give every 
;nclicati o n of bein g as keen in th e ir pur~uit u f a thl eti cs a s he is. 

+♦♦----

A Controversy of Long Standing Settled 

Judge Yerkes. oi the Bucks Cuunty conrh. has permitted th e 
N esha rn iny E le,·ated Raih,·ay Company to fil e a bond of- $20,000 

to coyer any damages tha t may a ri ~e hy the con struction of the 
road over_ the propert y o f Henry M. Gaw. near Croydon, a coupl e 
o f miles from Bri stol, Pa. T here ha s been a fight of six years' 
, tandin g a t thi s point . and the probabi lity o f the court permitting 
th e comtruction o f the road ha s been told in the STREET RAILWAY 
JouRNA L recently. T he P hiladelphia , Frankford & Bri stol Passen 
ger Rail way Company fa iled in its attempt to get O\'er the proper ty 
of Mr. Ga w, who was said to be backed in hi s fight by the Penn
sylvania Railroad Company, a nd it s track extendin g fro m Croydon 
~tation to thi s place was Yalueless comparatively. At the beginning 
nf the t rouble a ca r was operated on this end of the lin e, power be
ing secured from the Ne,Ytown Rail way Company. A t the break 
a stage coach conn ec ted the other lin e, a mile away. An injunc
t ion was secured again st the Newtown company to prevent it from 
supplying the power to the other company, and from that time to the 
past fa ll , over fiy e yea rs, a hor se car was opera ted on thi s end 
of the lin e. A charter was afterward secured for the Bristol & 
Bridgewater Railroad Company. an d it was expected that the line 
\Y ould be carried OYer the Gaw property by a steam road charter, 

but the act of the Legislature preventing the use o f steam roads 
by trolley lines, or vice versa, made such a move inexpedient. The 
Nesha miny Eleva ted Railroad was chartered last winter, when the 
act fir st passed the L egislature, and just before it was amended, so 
as to apply only to ci ti es. The roa d passed into the control o f 
Wilbur F. Sadler, Jr. , of Trenton, a ft er hav ing passed through 
many hands, and he pushed the matter to a successful outcome. 
It is understood that the road will be eleva ted enough to pass 
O\·er the high ways abo ,·e grade, and that con struct ion wi ll be com
menced a t an early day. Th e line will also be extended from 
Bristol to Trenton, N. J . ___ __.. ___ _ 

The Hudson River Tunnel 

It is sta ted that th e eng in eers who are t o direc t the extension 
of the old Hudson River Tunn el, abandoned while but partially 
co mpleted. wi ll r esum e the operatio ns on that subway within 
sixty day s, and expect to fini sh th e further excavation and con
~truction wi thin eigh teen months. This north tunnel l10V{ extends 
abo ut 4000 ft. , a nd it r equires but 1600 ft. more to effect the con
nection. 

Of th e bo nds of th e company $2,000,000 are to be issued to build 
the so uth tunnel after the north tunnel is equipp ed. Until both 
are fini shed the no rth tunn el will h ave double tracks of standard 
gage, whi ch, owin g to the cramped space, wi ll necessi tate cars of 
specia l co nst ruction . It is no t generally k nown tha t 600 ft . of th e 
so uth track is already buil t on the New J ersey side. 

Th e officers of th e New York & New J ersey R ailroad Company, 
which is to co mplet e and operate th e tunnel, are: Wm. G. Mc
A doo, pre sident ; Walter G. Oakma n, pres ident of the Guaranty 
Trust Co mpany, and Edmund C. Converse, fo rm erly pres ident of 
th e Nationa l Tube Compa ny, vice-presidents; Henry A. M urray, 
tr ea surer; Charles \ ,V. King, secretary, and Chas . M. J aco b s, 
chief engin eer. Th e directors of the comp al1y a re Messrs. Mc
A doo, Oa kman and Converse. aboYe mention ed, and E lbert H. 
Gary, chai rman of th e executive committee o f th e United Stat es 
Steel Corpora tion : J ohn Skelton \,Villiams, pres ident of th e Sea
board Air Line R ail way; A nth ony N. ·Brady, chairman of the 
board of trustees of th e Brooklyn R apid Transit Co mpany; E. F. 
C. Young, president of the North J ersey Street Ra ilway Company; 
D avid Yo ung, president of th e J er sey City, H oboken & P at erso n 
Street Railway Co1t1pany ; J ohn G. McCullough, of Vermont. a 
director of the Erie Ra il road Compa ny; Frederick B. J e nnin gs, 
of Stet on, J enning s & Ru ssell , and G. Tra cy R ogers. presid ent 
of the Binghamton Street Railway Company, and president of the 
New York State Street Rai lway As sociation. 

T he stock of th e company consists of $3, 500.000 6 per cent non
cumulative preferred (a lready issued ) and $5,000,000 comm o n (also 
issued). The com pany is a uth orized to issue $7 ,000,000 5 per cent 
bonds, of which $4.500,000 5 per cent fir st-m ortgage thirty-year 
gold bo nds have b een issued. redeem abl e at I IO a t any period . 
Of the rest of th e a uth o ri zed bo n<l s $2,000,000 a re resened for 
the purchase of addi ti onal pro perty and $500,000 fo r o th er cor-
porate purposes. 

----♦-♦----

More Terminal Facilities for the Metropolitan Elevated 
of Chicago 

The Metropulitan \V e~t Side E levated Compa ny, of Chicago, has 
recently made an important purchase o f property in the downtown 
di strict of Chicago for th e purpose of adding to its downtown 
te rmin al fac ilities. T hi s company n ow uses the Union E leva ted 
loop in common with the th ree South Elevated railroads of Chi
cago, but it has been apparent to students o f the s ituation for some 
time past that the terminal afforded by the Union loop, a lthough 
considered adequate for yea rs to come at the time the loop was 
completed. wi ll be in sufficient within a short time. 

The l\1etopolitan E le\'ated having, as it does, fo ur differen t 
branches, r equires much greater track room for it s downtown ter
minal than the other eleva ted roads. After crossing the river, fo;· 
the fir st mile and one-half west. this company has fo ur tracks. At 
present. on entering the downtown di stri ct over th e U nion loop, the 
train s from these fo ur tracks ha \' e to occupy one track on the loop 
together with train s from the South Side E levated R ailroad. 
A lready the congestion of trains on that track of the loop u sed 
by the Metropolitan and South Side companies is such that but 
few more trains could be operated during the rush honrs. Indeed, 
the M etropolitan has alrea dy had in operation for some time a 
plan for r elieving the Un ion loop of some trains by running a part 
o f it s train only as far clown town as Canal Street, west of the river. 
T hese trains pick up the heavy traffi c o f the manufacturing district of 
the west side without the nece~s ity o f running such train s around 
the do wntown loop. The new purchase of downtown property by 
the Metropolitan gives it a downtown terminal independent of the 
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Union loop. The property purchase<! extends from Market Street 
to Fifth Avenue, between J ackson Boulevard and Van Buren 
Street, about 87 ft. south of J ackson Boulevard. This will give a 
terminal station at F ifth Avenue, which can be patronized by 
those persons in the southern portion of the business district, and 
will relieve the loop to that extent . The terminus will be only 87 ft. 
south of J ackson Boulevard, 2nd consequently not far from the 
present center of the business district. This terminus will have an 
important bearing on the futu re value of the Metropolitan and 
West Side E levated property, and its ability to handle the enormous 
traffic its territory is certa in to yield in the course of a few years. 

The amount paid by the Metropolitan Elevated for the down
town property acquired for its terminal was $771,000. 

Another signifi cant move has also just been made by the South 
Side E levated Railroad which shows how congested the loop is 
becomin g even at the present time. This move is the inauguration 
of a train service which termii;iates at the old Congress Street 
station, which was used before th e loop was opened. 

•• 
London Letter 

(From Our R egular Correspondent.) 
T he Board of Trade committee, appointed to inquire into the 

vibration produced on the Central London Railway, have reported 
that from personal observation they are satisfied that vibration 
sufficient to cause serious annoyance is actually felt in many 
houses along the cour se of the line. To remove this the com
mittee recommend the adoption of a type of locomotive or motor in 
which the load not carried on springs is reduced as far as possible. 
T hey are confident that the using of motor cars instead of the ordi
nary locomotives would effect a radically complete cure of the dis
turbance complained of. 

The H ouse of Lords has dismissed with costs the appeal of the 
London County Council. from the judgment of the Court of 
Appeal, which had confirmed the decision of Mr. Justice Cozens
Hardy that the council had no power to run omnibuses. This 
ineans that all the halfpenny 'busses which have been running as 

. feeders to the tramway system will have to be withdrawn, though 
the council have a month in which to do so. 

The decision is undoubtedly according to law, as it has been 
made quite apparent that the charter of the London County 
Council gives them no right to enter the omnibus business. The 
'busses, with their halfpenny fares, will be missed by the poorer 
classes, but it is stated that the various companies with powers 
are already prepared to put on 'busses to take the place of the 
London County Council 'busses with halfpenny fares . The Lon
don County Council, who took over this business from the old 
tramway company, will now promote a bill in Parliament for 
power to carry on the business of running omnibuses for feeder 
purposes. 

At the recent half-yearly general meeting of the London & 
South-Western Railway Company the chairman, Lieut-Colonel 
the H on. Henry Walter Campbell, commenting upon the decrease 
of receipts in local traffic, made the following suggestive state
ments: Nearly all the railway companies were more or less feel
ing the effects of electric tramways competition in the suburban 
districts, not only of London, but of other large towns. Such 
competition ought to be limite1 to crowded districts, and it would 
not be reasonable to allow it to extend beyond the immediate 
suburbs, or it would become a most improper and unfair com
petition. E ither the railway companies ought, if tramway compe
ti tion was to be extended, to be relieved of the burden of the 
passenger duty, and, to some extent, of the rates , the incidence of 
which would be in proportion to the services rendered, or the 
tramway companies should pay such a rental for the use of the 
roads as would cause a reduction in rates, and thus, to an extent, 
reduce the burden of the railway companies. 

At a recent meeting of the Tramway Committee of Edinburgh 
Town Council a letter was received from the lessees of the Cor
poration Tramways intimating their intention of paying the ar
rears of rent at present under litigation in court, and later in the 
day the town clerk received a check for £30,000, the balance of 
nearly £9,000 being consigned to the clerk of the court to await 
final adj ustments. The case will doubtless now be en rolled on 
an early date for trial in the Outer House of the Court of Session, 
and that means that nothing will be done till about Whitsunday. 
Long before that it is expected that the two parties-the corpora
tion and the company-will have arranged the permanent sum 
on which 7 per cent is to be pa.id. 

The Board of Trade have granted a license for twelve months 
for the working of the surface contact system, which has recently 
been laid down by the Lorain Steel Company, under Mr. Wet
more's management, for the corporation of Wolverhampton, so 

that by this time the tramways on this system are in full opera
tion. The experiment of installing the surface contact system in 
England will be watched with the keenest interest. 

The City of Manchester proposes to borrow £477,000 for the 
purpose of defraying the expense of their huge electricity under
taking for lighting and tramways. In explaining the figure at a 
local Government board inquiry Mr. Hudson, deputy town clerk, 
said that £350,000 was necessary for the new installation of plant 
at the Stuart Street generating station, which had been designed 
by Mr. Metzger to provide an additional 12,000 hp, in addition 
to £82,000 which was necessary to complete Dr. Kennedy's orig
inal plant of 15,000 hp at the same station. A balance of .£30,000 
was also necessary to substitute two new turbo-generators for the 
Dickenson Street station, while £15,000 was necessary for addi
tional mains. The existing plant at Dickenson Street provided 
12,000 hp; the plant at Bloom Street, when completed, would 
provide 14,000 hp; Dr. Kennedy's installation at Stuart Street 
would provide 15,000 hp, and Mr. Metzger's installation at Stuart 
Street would provide an additional 12,000 hp, making a gross total 
of 53,000 hp actually in operation, sanctioned or about to be sanc
tioned. 

As has been stated previously in this column the District Rail
way Company has been anxious to come to some working agree
ment with the Metropolitan Railway, and recently offered to sell 
them current for the operation of their half of the Underground 
at .85 penny per unit, from the large generating station which they 
are preparing to erect on the banks of the Thames at Chelsea, 
or to lease the whole system of the Metropolitan Company and 
guarantee it 3½ per cent. Circulars pro and con have been sent 
to the stockholders of the Metropolitan Company, which have 
produced a good deal of feeling and comment; but at the ordinary 
half-yearly meeting recently held by the company it was decided 
that it should proceed with its own station and refuse either to 
lease its lines to the District Company or to buy current from it. 

The Pontypridd District Council , sitting in committee, have 
accepted the following tenders for the supply of plant to generate 
electricity for the lighting of ·the town and district and power 
for tramway. The council has already obtained authorization to 
construct tram lines to Treforest and Cilfynydd, and will shortly 
apply for a provisional order to run trams through the town to the 
junction of the British Traction Company's tramways, between 
the town and Perth. There were 341 tenders, the accepted ones 
being: Boilers, Messrs. Babcock & Wilcox, £ 5,61 r 2s; large 
engine, Messrs. Coombe, Barbour & Co., Belfast, £5,210; dyna
mos, Messrs. Greenwood & Batley, £3,401; balances, the British 
V/estinghouse Co., £76o; switchboard, etc., divided between 
Messrs. Ferranti and Messrs. Kelvin & White, £2,473; fitters' 
shop, Messrs. Newbolds, £594; traveling crane, Messrs. Chatris, 
£455 ros. ; arc lamps, Messrs. Johnson & Phillips, £788 5s.; the 
total amounting to £17,292 17s. 

The Bradford Corporation have taken over the whole of the 
tramway system in the city, as well as the line which runs outside 
its boundary to Saltaire. Up to the present the various lines 
have been under the control of three separate managements-viz., 
The Bradford Tramways & Omnibus Company, the Bradford & 
Shelf Tramway Company, and the corporation itself. From the 
first the whole of the lines have been laid by the municipal au
thority, but when tramways were first introduced into the city the 
members of the corporation were of the opinion that it was an 
infringement of the rights of the private individual for a public 
body to assume the actual management, and so they were let to 
companies. The corporation have been operating part of the 
system electrically, but now that they have taken over the whole 
system the steam cars as operated by the two companies will be 
discontinued and electrically substituted. 

The general manager of the Leeds tramways (Mr. W. Wharam) 
has written a letter to the Tramways Committee resigning his 
position on account of advancing years. The committee, after 
considering the question, have accepted the resignation, which, 
however, will not go into effect until Dec. 31, 1903. 

Mr. A. B. Holmes, corporation electrical engineer of Liver
pool, in submitting estimates for 1902 to the Electric Power and 
Lighting Committee of the corporation, reports that the output of 
electrical energy during the past year has been more than 20,000.-
000 units, and has, he believed, exceeded that of any other electri
cal undertaking in the United Kingdom. He is of opinion that the 
time may be approaching when fuel will cease to be brought 
into such cities as Liverpool in the present form. It seems pos
sible that before very long the energy contained in the fuel will 
be brought from the colliery to the city either in the form of a 
cheap gas or in the form of electricity at high pressure. It is 
noted that the existing power stations will meet the requirements 
of the city for the next two years, during which time much ex
perience will be gained in this country as to the transmission of 
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power over long distances, and it is not necessary to decide at the 
present moment whether the future power stations for Liverpool 
should be con structed in the city or at the colliery. T he estimates 
provide for £ 183,7II on capital account, £ 134,045 on revenue 
account, and £69,300 as interest and sinking fund, making a total 
of £387,056. 

It was stated recently at a meeting of the London, Tilbury & 
Southend Railway that in view of the forthcoming electrificat ion 
of the District Railway the Whitechapel & Bow Railway would 
have to be electrified also, so as to work the traffic to the best 
advantage. Th e directors had, therefore, thought it desirable 
for the Tilbury Company to possess powers enabling them to 
electrify their line as well. This was only a tentative proposal , 
but it might be se en to be advantageous to adopt electric traction 
on th eir railway as far as Barking. 

At the annual general m eeting of the syndicate responsible for 
the promotion of the Mono-railway between Manch ester and 
Liverpool, Mr. J: H. Macmillan, of Manchester, who took the 
chair, informed the meeting that the requirements of Parliament 
with reference to the submission of full plans fo r the approval 
of the Board o f Trade had been complied with, and that he 
hoped thi s approval would be obta ined now very shortly. When 
this was d one no tim e would be lost in proceeding with the pre
liminary work necessary before the commencement of the con
struction of the line. 

The es timate of the cost of constructing th e proposed electric 
railway between Brighton and L ondon, fo r which powers are to 
be sought in t he forthcoming session of P arli am ent, is in round 
fi gures £ 7,338,403, apportioned as follow s over the three lines: 
Railway No. 1, £607,580; Railway N o. 2, £ 2,240,176; Railway 
No. 3, £ 4,490,647. I t is proposed to spend £330,000 on stations 
alone; accommodation bridges and viaducts , £1 ,128,361, while 
no less a sum than £2,4o8,720 is to be spent on tunnels . The cost 
of the line is estimated at about £7,3 10 per mile. 

The report of the directors of the Central L ondon Railway 
Company fo r the half yea r ended D ec. 31 , 1901 , states that the 
amount expended on capi tal account during th e half year has 
been £ 146,724. The receipts from all sources on revenue account 
have amounted to £168,359, and the working expenses to £90,544 
(being 53. 78 per cent of the receipts), leaving a balance of £77,-
814. T he number of passengers carried since the opening of the 
ra ilway is as fo llows: F ive month s ended Dec. 31, 1900, 14,916,922; 
half year ended June 30, 1901, 20,385,739; and half year ended 
D ec. 31 , 20,802,650, a total of 56,105,311. The traffic continues 
to progress steadily and satisfactorily. During the last half year 
the ave rage number carried per m onth was 3,467,108, as compared 
with 2,983,384 per month fo r the fi ve months ended D ecember, 
1900. Aft er providing fo r interest on debenture stock the net 
revenue accoun t shows a balance of £ 82,774, including £18,432 
brought for ward (£ 9,900 of which was a reserve for dividend on 
the deferret.l ordinary stock, which is payable yearly). The direct
ors propose a dividend on the undivided ordinary stock at the 
rate of 4 per cent per annum fo r the half yea r ; a dividend on the 
preferred ordinary stock at the rate o f 4 per cent; a dividend on 
th e deferred ordinary stock at t he rate of 4 per cent for the 
whole year; to transfer £ ro,ooo to a reserve fund, leaving £5,874 
to be carried forward. 

The half-yearly report of the City & South London Railway 
shows that th e total receipts for the six months amounted to 
£62,601 , or £15,000 more than in the corresponding period of 
1900. The directors recommended the payment of the full dividend 
on tbe preference stocks 1891, 1896 and 1901 , and a dividend at 
the rate of 2¼ per cent per annum on the consolidated ordinary 
stock, as compared with 1¼ per cent a year ago. The workin g 
expenses were reduced to 46.74 per cent, showing that as the 
traffic increased the valu e of working by electricity becomes 
clearer. In the half year the company had carried 7,008,842 pas
sengers, against 5,018,842 in the corresponding period of the 
previous year. · 

The report of the directors of the Dublin United Tramways 
Company, Ltd. , for the half year ended Dec. 31 last, states that 
the directors have declared a dividend for the half year at the rate 
of 6 per cent per annum on the preference shares and at the rate 
of 6 per cent per annum on the ordinary shares. These dividends 
will absorb £34,949, leaving a balance of £4,668 to be carried 
fo rward, after writing off £1,000 from preliminary expenses. In 
addition to a full half year's interest on the debentures a further 
£1,891 has been charged against the revenue for the half year, 
providin~ fo r all the interest under . this head to Dec. 31, 1901. 
A sum of £ 1,475 in excess of the full half year's franchise payments 
has been similarly charged in advance. The rates and taxes charged 
against the last half year's revenue are £2,028 in excess of the 
corresponding period in 1900, and are fully charged up to Dec. 31, 
190L A policy has been effected with the English and Scottish 
Law Life Insurance Company to insure the payment to the com-

pany at the end of 38 years of the discount on the "B" debenture 
issue, and the premium for the half year has been charged against 
revenue. The directors state that they have always considered 
that no charge should be made against revenue in respect of the 
large amount of obsolete property, such as cars, horses, etc., 
which were necessarily sold at a loss in connection with the con
ve rsion of the tramway system from horse to electric traction. 
In consequence £8,049, part of the difference between the sum at 
which the horses stood in the books of the old company and what 
they realized when sold, was charged against revenue and reserve, 
and the balance-namely, £7,076--was placed to a special suspense 
account with a view of writing it off out of revenue in future half 
yea rs. The directors have, however, the authority of the auditors 
for saying that, in the event of the shareholders approving of this 
item of suspense being charged to capital account, the same as 
the losses incurred on all other items involved in the conversion 
of the tramway system, the auditors will offer no objection. 

The Thomson-Houston Athl etic Club held a Bohemian Con
cert at the town hall, Rugby, on Friday, Jan. 31, this being the 
first since the removal of th e company from London to Rugby. 
The chair on this occasion was occupied by the managing director 
of the company, Vv. J. Clark, E sq. The concert was an unqualified 
success and the limits of the hall were severely taxed to accom
modate the large and appreciative audience present, many of the 
numbers being so well received as to demand an encore. 

Mr. E. Rotter, A.M.I.C.E. , has resigned his appointment as 
general manager of the Portsmouth Corporation Tramways, re
suming his former position as engineer in order that he may en
gage in private practice. Mr. Rotter has been retained by the 
Provincial Tramways Company as consulting electrical engineer 
for the Portsdown & Horndean Light Railway, and will be ap
pointed consulting engineer to the Portsmouth Corporation Tram
ways on the completion of their conversion to electric traction. 

A. C. s. 
----♦·----

Notes from Germany 

(From Our R egular Correspondent.) 
Now that the trial trips on the Berlin elevated and under

ground railway have taken place, it may be of interest to publish 
some data as to the cost of construction of this road. It has been 
calculated that the Berlin road cost to build only M.3,000,000 
per k ilometer, agains t M.3,500,000 in Paris and M.7,000,000 for 
the London underground. The actual building cost per running 
meter on a level section of the Berlin electric elevated road varies 
between M. 1,000 and M. 1,200 per running meter and of the under
ground section about M.2,000. The Siemens & Halske Company 
will operate the road during the first yea r. After that time 
the Gesellschaft fiir elektrische Hoch-und-U ntergrundbahnen. 

The following payments are to be made by the operating com
pany: To the city of Berlin on city lines, when th e gross receipts 
amount to M.6,000,000 a year, 2 per cent; for every additional 
million ¼ per cent m0re, the minimum to be M.20,000; to the 
town of Schoneberg a sum reckoned as above proportional to 
the length of the road passing through the township, and, finally, 
to the city of Charlottenburg 20-30 per cent of the gross receipts 
of the entire road up to M.7,000,000, and 1-30 per cent more for 
every additi onal million, the minimum to be M.7,500 yearly. 

With the beginning of a new year it is always interesttng to 
consider the results of the business during the year which has just 
come to a close. The results obtained at Hamburg were set 
forth in detail in the J anuary number, and those accomplished 
by the Berlin street railway and other important German roads 
are given below. About 306,256,644 passengers were carried dur
ing 1901 by the Grosse Berliner Strassenbahn, exclusive of the 
smaller roads operated by the same company. which still have a 
length of 56 km. During 1900 only 236.3 million oersons were
transported, or 70 millions less than in 1901. The increase during 
1900 over 1899 was only 48 millions. It is an erroneous idea on 
the part of the press to ascribe this increase to the uniform fare 
( ro pfennigs) which has been instituted; it is due rather to the 
operating expansion of the system. The receipts were increased 
about M.2,000,000, while it is roughly figured that the extra cost 
of operation amounted to about M.2.5 million. On New Year's 
eve and New Year's Day about 1,860.000 passengers were carried. 
The daily receipts increased from M.68,160 to M.72,715. Ten 
years ago the receipts were less than one-half of that during 1901, 
being M.14-4 million in 1901 , and in 1881, or twenty years ago, 
about one-fourth, or M.6.6 million. 

Contrary to the regulations ip. other German cities, that side 
of the platforms of the Berlin street cars which is furthest away 
from the second truck is not closed, so that the public can enter 
and leave the cars with perfect freedom. This regulation is a relic 
of old horse-car days, and was not changed when electric cars 
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were introduced. The Berlin inhabitants, including women, have 
therefore become quite expert in boarding and leaving a car while 
it rs ·tn motion. A clo sin g of th e platforms would certainly be 
very ol,jectionable considering the enormous traffic, which in 
such c1 case could hardly be handled. In order, however, to avoid 
accidtnts resulting from thi s practice the management has re
ce ntly placed regulations and illustrations in every car, which 
instruct passengers how to board and leave a car properly. This 
illustrates the right and th e wrong way of leavi ng a car. It is 
hoped that this innovation will have it s desired effect. 

During 1901 thirty-three persons were killed and 176 severely 
wounded, a rather large number of accidents, but not surprisingly 
so when one considers the very dense traffic and the extent of 
the company's operations. During 1901 65,662,251 car km were 
traveled as compared with 56,636,558 car km. in 1900. 

At this point it m ay be of interest to present a table giving the 
length of track and road and the extent of the systems of the 
best-known German street railways. Such a tabl e is frequently 
•>f value, especially because the lengths of track and road are 
generally confounded in published accounts. This is the fault of 
the companies themselves, as S()me companies, correctly, will 
publish the length of tllf' track laid in streets which serve for 
public traffic, togethrr with the receipts and number of kilometers 
traveled, while others again will give the length of all tracks 
laid , and still others the length of all tracks in streets 
as well as depots and approaches. Another set of roads 
calls the length of track over which the company operates the 
sum of the trackage of all the separate lines. so that such sec
tions over whkh several lines pass are counted sometimes as 
often as twenty times. 

It must be admitted that in presenting comparative figures of 
any value only the lengths of the streets along which tracks are 
}aid should be given, excluding all depot , approach and switching 
tracks. It is immaterial to a passenger who has a commutation 
ticket on the system whether he travels over a single or a double 
t rack section as long as he reaches his destination. The follow-

NAME OF ROAD 

Gro-se Berlin er Strassenhahn . .. •. .. . • • • • . 
-Berlin•Charlnttenbtir.ger Strassenhahn • • • 
S11edliche Berlin~r Vorortbah n ......••••. . 
\Vestliche Berliner Vorortbahn •.....••••. 

T otal of a\ 1 roads owned 1-y the Grosse 
Berliner Strassenbahn •••••• •• ...•.•• . 

Perliner elektrisch e C::tra«enbahr en . .•• • . . 
Beh renstr>sse-Treptow 
Mittels tr~sse-Panl ow 

Berlin-Sch lesischer Bahnhrf- Treptow •. . 
Ge•. f. d. Rau vo n Untergrundl-ahn 

(Unr!ere:ro11nd road) 
Tlerlin . H oh enschnen hausen •...••..• •..•• 

Cont inent3le Ges. f. el< ktr, U n tern. 
Nuernberg 

Total of all street railways in Greate,· 
Berlin ••• •• •••••••••••••..••••.••••••• 

St•assen-Ei <en bah n-r:esellscha't, H ambu r~ 
H ambu rl"•Altonaer Centralbahn •• ••••••• . 
A lton•-Blankeneser Rahn .••••••••.•••••.. 

L engrh of 
Road (i.e., 
I ength of 

Stree t< A long 
whi ch Tracks 

Are Laid) 

Length of 
Track Laid 

Along These 
Streets. 

For Puhlic Tra ffi c, 
E xclusive of Car. H ouse and 

Switching Track s 

233.8, l·m 
26.50 " 
Hl.45 " 
20,64 u 

309,46 km 

li,4:? km 

4,78 .. 
4,!l9 .. 

--- -
3-36,()5 km 

138.83 k; 
!l.14 " 
8,35 " 

401.(i7 km I 
52,81 " 
:31,44 " 

61 4ii .. I 

54,,38 km 

34,64 km 

7,48 .. 
6,41 " 

----
595,!ll km 

240,:32 k m 
14.37 " 
8.83 " 

T otal of all street railways in Grea ter I 
_ _ H_ a m_ h_u_rg_ .. _._· _· ._._··_·_· _· ._._· _-·_· _··_·_· _· ._._· _· 

1 

_ 1_5_6_,3_2_k_ m_ 263,52 km 

Stra«enbahn- H anover .••......•• .• • •••. 
,Mn enchener Trambahn ••••••••.... . •• • • • . 

r.r~s, e Leio1.iger Stra«enbah n ••••••••••• 
Lcirzigcr A 11 •senbshn •••..•...••••..•..• 
Leipziger elckt ,ische Stra,senbahn ..••... . 

137.2"! km 
47,77 " 

22!\,2:; km 
!ll,5:? " 

1,36 " 1.63 " 
44,(;2 " 80, 74 " 

45~,31 km 
5G,i3 •· 
:n,44 " 
61,46 " 

G0,5.97 km 

37, Jfi km 

i ,72 .. 
7,~ l " 

658,3G km 

:!it.CO km 
16,,37 " 
9,.?8 " 

296,65 km 

2GG,36 km 
1C2,65 " 

121,!lS km 
1,G:J 

8fi,21 " 

5,5,71 km 107,41 k m I 

---- --- -- --- - -
Tnt~) ~.f all street railwa,·s in Greatct 

T.t1pztg •• •••··• •... ···•••··••·• ••••• 101.fi!l km 18!l,i8 km 

8f~i9 km Deutsche Strassenbahn- Dresc!en • • . • • • •• I 44,04 km 
Loessnitzhahn (Koenigli ch - Saechsi~ch P> 

Staatsfi<k11s) ...•.••••.... ••·•••••• ••• .,:·br :: 16~}~ :: 
Oresdener Stra,senhahn •.• . ••... . ..••... _ _ · _• _ _ , ___ _ _ 

Total of a ll street railways in Dresden.. . 106.20 km 

PuessPldorf Railways •• • •• •• ••• ••.. .• •••• 1 2!l, 19 k rn 
Stuttgart er Rys. (incl. Cannstatter Rys.). . 2!i,32 " 

206,4~ km 

55.!i!l km 
38,87 " 

llO!J,82 km 

92,03 km 

17,'!G '' 
115,58 " 

:!24,87 km 

W.!l!l km 
~0.4:1 " 

ning table may be instructive and valuable in making compari 
sons: 

At the beginning of a new year it may also be of interest to t abu
late the financial results of the operations of well-known electrical 
industrial establishments who in some way or other have som e 
connection with street railway interests. It has often been 
stated in these columns that most electric roads had their 
origin in the purchase of the control of the horse car company 
by electric firms, who then equipped the road with their own 
apparatus. After this was done the next step was to unload the 
shares on the public during the boom which followed electric 
completion, but often this was not of long enough duration to 
permit the sale of all the shares, an<l a large part of them was 
retained by the treasuries of the manufacturing companies. This 
procedure was frequently disastrous because in their hurry to 
equip the road and then sell out the companies often had to 
or did accept all sorts of arduous conditions imposed by the 
municipalities in return for overhead rights. 

Siemens & Hal ske and the Union Elektricitats-Gesellschaft (i.e., 
Thomson-Houston) were very cautious and did not participate 
in these early err0rs. The Allgemeine Elektricitats-Gesellschaft 
was slightly affected by this policy, but it made little difference to 
this company because its profits on the sale of other apparatus 
were so large as to greatly overbalance any losses of this kind. 
Kummer & Co., however, failed, together with their supporting 
banks; the Helios Company, together with its Finanz und Be
triebsgesell schaft, almost met the same fate; the Continentale Ge
sellschaft fiir elektrische Unternehmungen has not paid any 
dividends for many yea rs , and there is none in sight in the near 
future; and Schuckert & Co., of N i.irnberg, who paid a IO per 
cent dividend only eight days before, had to make the sudden 
announcement that the dividend could not be paid this year. 
The accumulator companies, especially those who gave irre
sponsible guarantees for "mobile accumulators," have suffered 
greatly, which, however, is no loss to the street railway interests, 
as these companies have caused nothing but trouble to the street 
railways, and will leave them alone in the future. The following 
table shows the capital stock and quotations on the stock of the 
different companies on Jan. 1, 1899, and October, 1901. And in 
the last column the loss due the drop in prices between columns 
2 and 3. · 

Capit al r ,O SS Due 
Price per Sha re to Drno S•ock in Price 

N AMES OF F IRMS. 

l\ l a rks j , nua ry 1, Oc tober , l\l arks ]890 1901 
----

A ccumul atnr, n. We1 ke, H <'e rse ____ . 4 !'iOo.oor 142 fl6½ 2.010,000 
Accumul a toren•Fabrik, H agen . . .. 6,250,000 142 )/, 120.6 ],3i(J,000 
Koelner Elek trici, a ts•A nlagPn ... •. 16,000,000 1033,{ 27 12, lu0.000 
Kummer Ele.ktricitats•G esellscha fr . 10.000.000 160 1¾ 10.000 000 
Mire & Gen • st. ••••.....•••....••• . 3,60fl,O()O J!l4 ½ 158 l,H00,0011 
Allgemein e Flei tricit ii ts-Ge<ellschafr G0,000,000 255. 90 173 49.600,0M 
Znericher Elektri cita ts•Ge<ellschaft. 24 000,()()!) 1::18 114 5,i60,000 
Berliner Fle\ t · i, itats•Gesellschaft. 25,200,000 21G 160 14 JJOO. 000 
Continentale Ges. fuer elektdsch e ~ 32,0CO/0O 115 58 18,200,CO0 U nternehmunge11, Nuernberg- .• 
F, ankfurter F.lekt•ici •ats ·r:es . •..•• 15,000.000 lOi 57 i 500,000 
Flektricitat s-r:esell sch 3ft, Lahm ~yer 10.000.000 164 10:3 6100,000 
F. I e ktrici t ais.r:~se 11 < c ha ft ,Sc I, u~k er, 42.000,000 2:n ;oo 53,300,000 
E l. Licht & Kra!tanlai:e n, Berlin .. . ao.ono ooo 118 96 6 600,000 
Elektrische Unt erneh mungen •...• . 30.(1()0 0/10 I 158 90 ~0,41!0,000 
H ambu •ge r Fiektricita•s.\Vrrke •••• 15,000.000 145 144 150 000 
H elio, , K oe ln ...•••..••••••••...•. 20,000,000 156 35 24,000,000 
Schlesische Flel.:tr'citats•Ges •••••.. 4.000,000 1 ,),) · 104 700.000 
Siemens & Halske • • ••..•• . •. . .••• . 54.000,0fl0 178 145 17.800,000 
Stettin er El ektri citats•Ge,ellschaft. 4.000,000 150 130 800.000 
Union Elektii ciats Ges., Berl'n .... 24,000,000 171 111 14,400,000 

---- ·----- ---· 
Total.. .•••• .•. . . . •......• ···· I 429,;,50,000 21)6,410,000 

The above table shows that firms having a total capitali za tion 
of M-429,500,000 have lost since Jan. 1, 1899, M.266.4 million, or 
6r per cent. 

A great deal of interest is being manifested in a new m ethod 
for the reduction of earth currents to a minimum, which has been 
devised by Gisbert Kapp, who described it before the Electro
technical Club, of Berlin. On account of the importance of thi s 
subject to-street railway companies the new method will be briefly 
described. 

It was Gisbert Kapp who about six years ago proposed th e 
insertion of small boosters in the return feeders , which are used 
to a large extent throughout Europe. Thes e boosters should 
" draw the current out" at several points along the track. The 
boosters are excited by the positive current of the feeders, so 
that the "drawing out" action of the negative feeder is pro
portional to the load on the line at any particular instant. The 
first large road to use this system was that of Glasgow, on which 
in the several sub-stations over a dozen of such boosters of 1000 
amp. eac.h have been installed. The difference of potential be
tween the various rail-feeding points is never more than 1 volt. 
Such close regulation, however, is only necessary in cities with a 
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large system of gas and water pipes. But in such cases the 
rai lway system is also very large, so that the cost of boosters 
and rail-feeders is not very large in comparison with the total 
cost of the installation. 

The case is quite different, however, when we consider straight 
roads, without many branch lines, which are supplied with cur
rent from one end. In such a case the "boosted return feeder" 
system is not commercially applicable, because the cost is too 
great in comparison with the total cost of the installation. · Most 
roads of this character, however, are located outside of city limits 
and where pipes are few. so that the need of a small return voltage 
is not so important. An approximate regulation would suffice 
in such cases, and this is supplied by Kapp's new method, which 
is considerably cheaper. Kapp proposes to break the electrical 
connection between the rails at several points. He then returns 
the current through a small booster, which has a series excitation, 
and is insert ed between the negative pole and. the rails. The 
difference between this and the old method is, that in the latter 
the boosting is don e at only one point on the lin e, while with the 
new method the boosting is done at several points, so that the 
pc,tential differe nces, as well as the danger zones, are consider
ably decreased. The distance along which the rails are electrically 
disconnected must be greater than the distance between the first 
and last wheels of a train. The booster is placed in -a small shed, 
and only needs occasional at tention. 

The new method may be illustrated by the following example : 
The road is single-tracked, 20 km long, with a headway between 

cars of ten minutes, the trip taking one hour. With a maximum 
speed of 25 km per hour, and fi ve to six stops, about 240 amp. 
are r equired at 500 volts. The central station is at one end. The 
resistance is 0.02 ohm per kilometer, and the current density 12 
amp. per kilometer. \Vith the ordinary method of track return 
there will be a drop of potential of 48 volts on the whole line. 
The theoretical potent ial of the tracks with respect to the earth 
is - 32 volts at the station and + 16 volts at the terminal. 

If it is assumed that at three points, i. e., at 2.4 km, 5.8 km and 
10.0 km, distant from the station, boosters are installed, then 
their operation is as follows: 

At 2.4 km 12 volts x 212 amp == 2 550 watts 
H 5,8 q 12 ~I )( 170 U = 2,0-10 •~ 
" 10. " 12 " X ]20 " == 1,560 " 

The total power of all three boosters is therefore about 6.2 kw. 
If the efficiency of the motor generator is assumed as small, say 

60 per cent on account of the small voltage, the boosters have to 
be supplied with ro.4 kw under the assumption that no current 
flows through the earth. There are 1440 watts more required 
o n account of the loss of 6 vo lts between o.o km and 2-4 km, so 
that it requires 11.84 kw to return the current with this method. 
Under the same conditions the return of the current without 
booster s requires 32 volts X 240 amps. = 7.76 kw. The boosting, 
therefore, costs about 4 kw for a ten-minute headway, and corres
pondingly less with lighter traffic. For 3000 car km traveled daily 
the central station would have to furnish about 50 kw additional 
for the boosted rail return. 

For a 3000 car km traffic the station has to furnish about 1850 
kw, so that the excess power required amounts to only 2.7 per 
cent . The coal bill will also be 2.7 per cent greater. For this 
outlay, however, and the comparatively small first cost of the 
boosters, the company gains the advantage of very small and 
confined earth currents. 

Kapp concludes from the above example that the danger to 
pipes is about 23 per cent as much with the new method as 
with the old. This holds true for the very improbable case that 
pipes run parallel with the tracks along the enti re 20 km distance, 
which is seldom found in actual practice. If pipes are only met 
with at various points along the road the boosters can be so 
inserted that there is v~ry little danger of injuring the pipes. 

•• 
The Municipilization of the Vienna Electric Street 

Railways 

BY E. A. ZIFFER 

In a recent issue of this paper an accou nt was published of the 
offer made by the city of Vienna to the operating street car com
pany for the purchase of the road. On Jan. 28, 1902, the stock
holders held a special meeting to consider this offer, and a spirited 
debate, lasting for nearly eight hours , was indulged in . Finally, 
however, the offer was accepted by a vote of II ,952 shares for 
acceptance and only 828 against. The proposition, which was laid 
before the stockholders by the board of directors, was a very in
teresting document , as it pictures with remarkable frankness the 
brief history of the organization , and sets forth sound reasons why 

the stockholders should accept the city's proposition. The paper 
explains further how the company had failed to receive the city's 
support from the very start, such as freedom from payment of 
taxes, which was expected to be granted when the company was 
organized. That there were, furthermore, a number of differences 
between th e city and the company, which resulted in continuous 
strife, which in turn proved the city authorities to be very incon
siderate, and to endanger frequently by their actions the very 
life of the company. There was, for example, the cable contro
versy, the differences in regard to fares, etc. And because a 
refusal to accept the city's offer would only mean a renewal of 
old battles and a temporary depreciation of the value of the stock, 
and because the prospects for the future were not very encourag
ing, with the checking of natural development, the board of 
directors have seen fit to advise the stockholders to accept the 
city's proposition. 

In estimating the cost of the road to the city, the balance of 
June 30, 1901, was presented, and it was shown that the company 
hands over to the city property amounting to 35.9 million kronen. 
As the city pays the company 62,000,000 kronen, it follows that 
27,000,000 kronen are paid for the operating franchise. 

In making up an approximate liquidation balance, including the 
first half year of 1901, it was found that each share could be re
deemed for 305 kronen. The German Bank, however, only offers 
300 kronen to the stockholders. It should be further remarked 
that since the winning of the tax suits by the company each share 
is worth 5 kronen more, and if the company should win the 
income tax suits which are now in the courts each share will 
be worth 20 kronen additional. The current quotation on the 300 
kronen shares is 287. 

At the close of the discussion the city's offer was finally accept
ed, and the Bau und Betriebsgesellschaft dissolved. The board 
was instructed to ask for the State's sanction of this proceeding 
and to liquidate the company's affairs. The condition was at
tached, however, that the city must fulfil the conditions of its 
offer by April 30, 1902, at the latest. 

At the same meeting, the City Council decided to accept the 
plans for the extension and operation of the street railway system; 
39,510,000 kronen will be expended according to the plan for the 
extensions, but no details regarding the expenditures are made 
public. It should be stated, however, that the agreement shows 
an evident desire on both sides to work in harmony and to avoid 
rather than create difficulties. 

The city gives the Siemens & Halske Company the contract for 
the further extension of the system, and this firm agrees to finish 
the entire work by Nov. 30, 1903, and will lease the road thereafter 
for a period of twelve months. The sum of 39,510,000 kronen will 
be paid to the firm in instalments proportional to the work exe
cuted. T he condition is imposed by the city that, wherever and 
whenever possible, local labor and products shall be selected. As a 
guarantee for the faithful carrying out of its contract the firm 
gives a security equal to 5,000 kronen per kilometer, but ;t no time 
must the amount exceed 150,000 kronen. In case the company fails 
to carry out any part of the agreement the city has a right to im
pose a fine up to 300 kronen for each failure. If the company fails 
to complete a section when agreed upon or interrupts the work 
without good cause, the city can i~pose a penalty up to 50,000 
kronen. The company must build the lines indicated and selected 
for the price agreed upon up to the close of the year 1903. Here
after the city must, at least until the close of the year 19o6 first 
ask the Siemens & Halske Company to construct additional 

1

lines. 
If no agreement with that company can be reached, then the city 
is en titled to receive bids from other companies. 

The city reserves the right to build underground lines to con
nect -with the city lines and to operate the same in conjunction with 
the city lines. Should the city decide to build such lines before the 
end of 19o6, the company must first be asked to construct the same . 

The company will take provisional charge of the operation of the 
road at the expense of the city until Jan . 1, 1904, up to which time 
the lines still missing must be completed. 

Siemens & Halske will pay the 4¼ per cent.yearly interest on the 
285,000,000 loan. The company must take the current from the 
city's central station, the maximum price charged being 15 Heller per 
kilowatt-hour. The company must pay during 1902, 1,870,000 kronen, 
during 1903, 2,170,000 kronen to the city, while the latter agrees to 
pay any taxes which may be imposed. 

For operating the road the firm receives 2.per cent of the yearly 
gr~ss receipts, any possible _loss must be borne by the company, 
whtle the profits go to the city. The company's security amounts 
to 500,000 kronen . 

• •• 
The Great Britain Railways Development Corporation has been 

incorporated at Trenton, N. J., to build and operate electric roads 
in rural England. 
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Annual Meetini of the St. Louis Transit Company 

The annual meeting of the St. Louis Transit Company was held 
March 11, and officers and directors were elected as follows: 
Murray Carleton, president ; Corwin H. Spencer, first vice-presi
dent; A. B. Du Pont, second vice-president; Jame s Adkens, secre
tary and treasurer; Frank R. Henry, auditor; directors: A. H. 
Bauer, A. D. Brown, Patrick Calhoun, Murray Carleton , James 
Campbell, Eugene Delano, Charles D. McGuire, F. E. Marshall, 
H . S. Priest, Corwin H . Spencer and William H . Thompson. 

The same officers were elected by the United Railways Com
pany, with the single exception of the second vice-president, 
Mr. Du Pont, that company having no second vice-president. 
Most of the voting was done by proxy, u3,384 shares being rep
resented out of a total of 172,613. 

The annual report for the year ending D ec. 31 , 1901 , submitted 
at the meeting, shows earnings as follows: 
Gross earnings .... .... .. .•.............................................. $5,777,599 
Operating expenses and taxes..... ............ ............ ............. 3,692,400 · 

Net earnings ................................................. . . .. .. .. ... $2,085,198 
Other income . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6,313 

Total ...................... .. , ............................... . . .. ... $2,091,512 
Interest and dividend ............ ....................................... 3,617.142 

Deficit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $525,630 
Per cent expenses and taxes to gross earnings....................... . 63.91 

COMPARATIVE STATEMENT 

1901 
Gross earnings ............................. $5,783,913 
Expenditures . . . . . . . . . .. . .. .. . .. . . . . . . . . . . . • 3,6!)2,400 

Net ................................... . ...... $2,091,513 

1900 
$4,469,207 
3,646,487 

$822,719 

Increase 
$1,314,706 

45,913 

$1 ,268,793 

The satisfactory results as shown by th e increase in the gross 
earnings, and the successive and gradual reduction of operating 
expenses each quarter, as shown below, warrant the conclusion 
that the results for the year ending Dec. 31, 1902, will show a 
gratifying surplus. 

Gros s earnings ........... . 
O perating expenses and 

taxes ................ . ... . 
' . 

1st Quarter 2d Quarter 3d Quarter 4th Quarter 
$1,303,221.74 $1,483,414.07 $1,515,256.92 $1,475,706.84 

949,541.14 948,3-ll.46 930,834.81 863,683.17 

Net earnings . . . . . . . . . . . . . . $353,680.60 $535,072.61 $584,422.11 $612,023.67 

Percentage of operatin g 
expenses and taxes t o 
gross earnings 72.86 63.92 61.43 58.53 

President Carleton's report shows that at the time of the con-
solidation of all the street railways of St. Louis into the Unite<l 
Railways Company, with the single exception of th e Suburban sys
tem, all the different constituent companies owned power houses 
with an aggregate capacity of 24,000 hp. On the completion of 
the new station of the St. Louis Transit Company it will have a 
total capacity of 50,000 hp, and the total mileage of track operated 
is 361.7 miles . 

Total revenue passengers carried during the year 1901 were 
n7,546,8u , an increase over the previous year of 26,929,432, or 
29.91 per cent. 

During the year 1901, there was expended for acquisitions, bet
terments and improvements of properties of the United Railways 
Company, for refunding maturin g bonds, and for purchase of un
acquired capital stock of subordinate or constituent companies 
the sum of $4,337,307. 

The St. Louis Transit Company up to Nov. 1, 1901, had incurred 
an indebtedness of $4,000,000 in making additions, etc., and had 
received from the United Railways Company certain securities, 
and will, at various times during 1902, receive additional preferred 
stock for like purposes. 

In view of these facts, the board of directors, believing it ad
visable to sell certain bonds and stock held by it and to be 
acquired, authorized the issuance of $6,000,000 5 per cent col
lateral trust notes, payable three years from Nov. 1, 1901 , of which 
$4,608,000 has been issued, the balance to be executed during 
1902 at dividend periods. 

What is known as the Northern power house, now in course 
of construction in North St. Louis, cost, up to D ec. 1, 1901, $792,-
955. When put into operation it will result in a saving of cost of 
power of $140,000 per year. 

The report mentions, also, that an option for one year, which 
has been given on $2,500,000 United Railways 4s, was by mutual 
consent withdrawn, and in lieu the1 eof the $2, 500,000 were pledged 
to secure the payment of the collateral trust notes. 

Large W estinihouse Shops 

T he Westinghouse Machine Company has just awarded the 
contract to the Cambria Steel Company, of Johnstown, for the 
steel work for the great new pattern shops and gray iron foundry 
to be erected this spring at Trafford City, Pa., on the Pennsylvania 
Railroad. James Stewart & Co. will construct the remainder 
of the buildings. The new plant, with equipment, will cost 
over $1,000,000 and will give employment to 2000 men. The new 
works wi ll concentrate two of the present foundries operated by 
the Westinghouse Machine Company. Further additions to pro
vide for the Westinghouse Electric & Manufacturing Company will 
be made in the future. 

The foundry building will be 612 ft. long and 184 ft. wide. It 
will contain three cupolas and will provide for an annual capacity 
of 100,000,000 lbs. of castings. The machine company now uses 
each year 50,000,000 lbs. of castings, and it is estimated that by the 
time the new works is completed the annual needs will have reached 
75,000,000 lbs. T he new plant will be equipped with electric cranes 
and travelers, and will be fitted with the most modern appliances 
to reduce the cost of operation to a minimum. 

Adjoining the foundry will be a three-stroy pattern shop, 603 ft. 
long and 80 ft . wide. This shop will be fitted with every conven
ience for the making and safe storage of the valuable patterns of 
the company. An office building will also be erected nearby. The 
two plants will be placed on a twenty-two-acre site, and the floor 
area wi ll be about five acres. The work of construction will be 
started at once, and it is the intention to complete the shops by 
next January. 

The steel work in the two buildings alone will amount to 7,500,-
000 lbs. It will be hurried at once. The contract was awarded 
through the Pittsburg agent. Stewart & Company, who will build 
the structures , gained a splendid reputation in the fast building 
of the Western Pennsylvania Exposition and the Westinghouse 
buildings at Trafford Park, Manchester, England. · 

It is the intention of the Security Investment Company, an allied 
Westinghouse interest, to build a comfor.table li ttle city about the 
new works. Plans for this are now being made. 

Another Hearin!?' at the Boston Subway 

The committee on Metropolitan affairs of the Massachusetts 
Legislature will give a third hearing, on April 4, upon the Boston 
Subway propositions. It is expected that at thi s hearing the Hon. 
A. E. Pillsbury, counsel of the Boston Elevated Railway Company, 
wi ll state the definit e proposition of that company, with respect to 
the building of a new subway. This will follow, in a measure, the 
lines of the so-called Matthews bill, but will differ from it on some 
important points. There is no substantial basis for the assump
tion that any subway bill will be passed this year, as it is practically 
certain that Governor Crane wi ll sign no bi ll granting to the com
pany the exceptional privi leges contained in the Matthews-Liver
more proposition, and neither can it be expected that the com
mittee wi ll report, or the company accept, a bill which wi ll satisfy 
a ll the interests involved in the case. The outlook is that between 
the extremes of the Governor and public opinion, on the one hand, 
and the known desires of the company upon the other, all subway 
legislation will come to little this year. It is a cause of regret that 
legislation has been so long delayed, for the elevated system has 
been in operation nine months, its influence upon the transit situa
tion carefully studied, and meanwhile the congcsfion in Washington 
St reet grows apace, with the additional uncertainity of the exact 
relation of the new East Boston tunnel to the prospective subway. 
which stops its advance beyond Chatham Row. An illustration of 
the small part which electric cars play in the congestion of th e 
Boston streets has been evidenced by the great strike o f teamsters. 
freight handlers, coal carriers, express and longshoremen, which 
has given the streets a deserted, holiday or Sunday appearanc e, 
and enabled electric car schedules to be maintained with the ut
most facility. 

Prizes for Hiih-Speecl Locomotives 

The Society of German Mechanical Engineers, influenced by the 
recent experiments in electric rapid transit in Berlin, has offered 
first, second and third prizes of M.5,000, M.3,000 and M.2,000, re 
spectively, for the best design for a steam locomotive, with a single 
car carrying one hundred passengers 1nd their baggage, to run 75 
miles an hour on a straight and level track. 
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Interurban Lines Secure Entrance to Cincinnati ~ 

A fter a number of conferences between the Cincinnati Traction 
Company and the interurban companies seeking entrance to the 
city an agreement has been reached as the result of which the 
roads will enter the city over the tracks of the Cincinnati Traction 
Company. Th e interurban companies, it wi ll be r emembered, 
were seeking the aid of the L egislature to secure entrance to the 
city, but the bill now in the Legislature will not be passed. 

Mr. Geor ge R. Serugam, president o f the Cineinnati & Eastern, 
Rapid Run and Cineinnati Suburban R ailway Companies, has suc
ceeded in arranging terms fo r th e entranee of his roads, and they 
will operate cars to th e center of th e eity. An arbitrator was ap
pointed to decide the compensation to be rceeived by the Cin
cinnati Traction Company, which has not been made public. A 
difference in the gage of the tracks of the roads represented by 
M r. Scrugam and those of the Cincinnati Traetion Company, 
which are S ft. 2 ins., will neeessi tate the ehan ging over of a por
t ion of the t rack.3 of t he Suburban lines, which were laid for 4 ft. 
8½ ins. 

There a re now six interurban electric rail ways bui lt or nearly 
completed up to or into Cincinnati . They are : Th e Millcreek 
Va lley S treet Railway Company, which already has an arrangc
ment by which it enters the ci ty to Founta in Squa re; the South
ern Ohio Traetion Company, which now conneets with the Cin
cinnati Traction Company at College Hill ; the R apid Rai lway 
Company, whieh is now building fr om L ebanon down the L eb
anon and M ontgomery P ike to Norwood ; the Suburban Tractiou 
Company, which will extend from th e Eas t End line to Bethel; 
the Cincinnati & Eastern El ectri c R a ilway, which is now nearly 
compl eted from Linwood to Coney I sland and Cali fornia; and 
th e Cincinna ti, L awrenceburg & Aurora E lectric Street Railway 
Company, which now connects with the tracks of the Cincinnati 
T raction Company at Anderson's Ferry. 

------+-♦---

Fender Tests in St. Louis 

An extended series of test s of car fender s was recently made 
on the lines of the St. Louis Transi t Company and the S t. Louis 
& Suburban Railway Company for the benefi t of the committee ap
pointed by t he Common Council to investiga te the subject. A num
ber of dummies were prepared, and were plaecd in several posi
tions on the t rack, viz: Standing up in center of the track, faeing 
the ear and baek to the car; lying down in cent er of the traek, 
head towar d the car and feet toward the car; on the face across 
the t rack, on back across the track, on both rai ls, standing, kneel
ing and lying down, kneeling in center of t rack, back toward the 
approaching car, and face to1vard the car. In each case the car 
was backed 200 ft. away and run aga inst the dummy at a speed of 
about 7 miles an hour, which is the average rate fo r cars in the 
business section of the city. The fenders which were attached to 
the vestibule fronts were required to be 6 ins. from the rail s, and 
those attaehed to the trucks 3 ins. , T he tests on the St. Louis 
Transit Company's lines were witnessed by General Manager 
Du P on t, General Superintendent Grand and other officials of 
the Suburban Railway Company; H iram Phillips, president of the 
Board of Public Improvement ; Sewer Commi ssioner Redmann, 
S treet Commissioner Varrelman, Harbor Commiss ioner Henry 
A lt, and probably 2 00 onlookers. T he averages made by fender 
devices in- the r ecent t es ts have been tabulatd and the showing is 
in favor of I ra Clarke's A lameda fe nders. G. Rittenhouse's de
vice ranks seeond. T he report prepared will be considered by the 
fe nder eommittee of the Board of Public I mprovements. 

---♦♦----

Electric Railway and Lighting Plan in Iloilo 

A. Burlingame John son , formelrly U nited S tates Consul at 
A moy, China, has been in N ew York recently on business con
nected with an electrie-lighting and proposed ra ilway plant owned 
by him and his associates in Iloilo, P hilippine I slands. The 
lighting machinery has already been purchased, and will be shipped 
this week. It will include two 100-kw General Electric alterna
tors, H arri sburg engines and Stirling boilers. Power for the 
railway system, when that has been equipped electrically, will 
probably be taken from the same station as that used for lighting. 

The company's railway property consists of about 9 miles of 
track connect ing Iloilo, Jaro and Molo, three towns having an 
aggregate population of about 6o,ooo. Mr. Johnson expects to 
leave New York this week for his home, 318 Twenty-Third Ave
nue, Denver, and will sail for the Philippines via Vancouver on 
May 5. 

A Complimentary Dinner to C. C. Martin 

On the evening of Saturday, March 15, a large number of the 
citizens of Brooklyn assembled at the Montauk Club, and tendered 
to Charles C. Martin, a complimentary dinner in recognition of 
his long serviee to the best inter ests of Brooklyn. By his untiring 
devotion to all matters pertaining to the Brooklyn Bridge, with 
which he has been connected since a lmost the first days of its con
ception, he has made himself one of the most noteworthy citizens 
of the borough, and the banquet was attended by a great number 
of well-known local st n:et railway men, engineers and m en prom
inent in municipal affairs on both sides of the East River. The 
hearty words of praise and congratulation which came from the 
speakers of the evening, were enthusiastically applauded by the 
entire assemblage, who showed their appreciation of M r. M artin's 
life-long efforts in a most emphatic manner. 

One of the pleasantest features of the banquet was the pres
entation to Mr. Martin, before the formal speech-making, of a 
bronze s t.ttue of David, which was aecepted by the g uest of the 
evenin g in a few remarks, which showed the deep emotion and 
high appreciation 1:ie felt at the honor bestowed upon him. 

0. F . Nichols acted as toast-master. Among the speakers 
were former-Mayor David A Boody, of Brooklyn; Irving ,M. 
Scott, of San Francisco, builder of the battl esh ip ' 'Oregon" ; . 
Martin W. Littleton, assistant district a ttorney, whose elo
quence at the Stree t Railway Assoeiation 's banquet last _October 
will be long remembered by all those who had the opportunity of 
hearing it, and Colonel H. G. Prout , editor of the Railroad 
Gazette , who responded to the toast of "The E ngineer t> in an ad
dress which was fu ll of praise for the past management of the 
Bridge, and replete with good adviee, both from the engineering 
and munieipal standpoint, to those who may fo llow in the control 
of this most important highway of the world. Colonel Prout 
pointed out that whereas the London Bridge carried 90,000,000 
people a year, the Brooklyn Bridge was traversed by 100,000,000, 
notwith standing the fact that a large portion of the Londoners 
were pedes trians, while very few walked across the East River. 
H e also remarked the significant fact that of all the 700,000,000 
people who have crossed the Bridge since its opening in 1883 
but one passenger h as been killed by the Bridge cars. 

A mong th e well -kn own men present, a number of whose names 
are fa miliar to stree t railway men throughout the country, were 
the fo llowing: 

William C. R edfield, of the J. H . Williams Company; Charles A. 
l\1oore, of Manning, Maxwell & Moore; Gustave L indenthal , the 
present Bridge Commiss ioner; A lfr ed Wagstaff, D . H. Valentine, 
J. L. Greatsinger, president of the Brooklyn Rapid Transit Com
pany; J. C. Brackenridge, J ohn A rbuekle, th e R ev. M. E. Harlan, 
H enry Seibert, M. T . Davidson, Charles E. Teale, George A. 
P rice, N. T. Thaye r , H enry H entz, W . H. Garri son, C. L. Ros
siter , ex-president of the Brooklyn R apid Transit Company; D. D. 
Whitney, T . S. Williams, William V. Hester, C. W. Boynton, 
George W . Plympton, A. Augustus H ealy, F. W. Hooper , J . 
Adrianee Bush, W . N. Dykman, Joseph C. H endrix, R. P. Chit
t enden , W . D. Sargent , F. A. Guild, George V. Brower, C. W. 
Gearhart, L. L. Buck, C. W. Hunt. secretary of the Am eriean 
Society of Civil Eng ineers; R. S. Buck, S. R. Probasco, C. B. 
Martin , C. W. Rice, W. B. Yeareance, James Owen, G. W. Tillson, 
J. J . Hopper, J . M. Wakeman, vice-president and general manager 
of the STREET R AILWAY .J OURNAL; George Blat-:hford, George 
P egram, K. L. Martin, W. J. Baldwin, B. W. Folger, John Lundie, 
George n. Cornell, H. A. Fairbairn, N. P. L ewis, William J. Ford, 
L eonard M oody, J. L. Wells, F. H . N ewcomb, S. W. Baldwin, E. 
I. H orsman, F . H. Baldwin, C. G. Roehling, P. J . Bennett, H. F. 
\ i\T illiams, N. Poulson, C. D. Meneeley, Edward Barr, W. C. 
Andrews, associate editor of the STREET RAILWAY J ouRNAL; R. R. 
Crowell , W. Pearson, N. P. Collins, Nathaniel Robinson, J. H. 
Dwyer, F. L. Bartlett, J. D. Youmans, George F. Dobson, W. H. 
Reynolds, M. W. Nolan, E. C. Shaler , C. D. Pollock, J. A. Drew, 
H. A. L achieotte. · 

The Strike at Norfolk 

The troops which have been on duty at Norfo lk during the 
street railway strike were recalled on March 17, but on March 18 
it was thought that it would be necessary to order them to duty 
again. The withdrawal was followed with great violence, with 
which the civil guards seemed entirely unable to cope. Many pas
sengers have been hurt by flying missiles, and on March 18 a shot 
fired into a car in the suburbs passed through the hat of a pas
senger on the car. Many of the strikers have returned to 'Nork 
during the past few days. 
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Semi-Convertible Cars for the City of Mexico 

The J. G. Brill Company, of Philadelphia, is shipping twenty 
cars of its patented semi-convertible type to the Compania 
Limitada de Tranvias Electricos de Mexico. Aside from their 
fine construction and handsome appearance these cars are ex
ceptionally interesting on account of their special design, in
tended to meet the severe climatic conditions of the Mexican 
metropolis. The intense sun and extremely dry atmosphere en
countered at such an altitude in the tropics, produces a shrinkage 
in the most carefully seasoned wood, rendering the use of large , 
t'.nprotected, thin sections extremely un satisfactory, and the man
ner of construction by which the difficulty is overcome in the 
Brill designs is simple, but effective. 

The ors are built with straight up-and-down sides, and instead 
of being paneled with wood are faced with ½-in. sheet st eel. This 
steel covering is backed up with narrow poplar boards, thus 
furnishing non-shrinking and very substantial sides. To m eet 
certain local conditions the upper sash of the windows are made 
stationary. In other respects the semi-convertible features do not 
differ from the usual Brill form. The sash are raised into re
cesses in the roof, where they are entirely hidden, the operation 
of raising and lowering the windows being as easy and simple as 
the ordinary drop-sash method. The comfort of the cars is in
creased by a gain in interior width of 7¼ in s., obtai ned by doing 
away with the necessity of sash wall pockets. 

It speaks well for the Brill semi-convertible ca r that it is recog
nized as suitable for use in the torrid zo ne. In fact, as regard s 
coolness, it has much to commend it in comparison with the or
dinary open car. For example, the fr ee circulation of air is fre 
quently prevented in the ordinary open car by passengers stand
ing at the sides and in front of tr.ose seated. This cannot occur 
in the Brill semi-convertible car, as standing passengers occupy 
the aisles. Therefore, all have th e benefit of the rush of air produced 
by the speed of the car. These cars have proved themselves to 
be exceedingly suitable for interurban service, and will, without 

Three-Cent Fare Proposition at Indianapolis 

The Interurban Terminal Railway Company has applied for a 
franchi se on about 80 miles of street in Indianapolis, the rate of 
fare to be 3 cents. The president of the company is Charles 
Finley Smith, an Indianapolis banker , who is also pre sident of th e 

INTERIOR OF MEXICAN CAR 

Indianapolis & Martinsville Rapid Transit Company, which is 
building a line from Martinsville to Indianapolis. This move has 
ostensibly been made because of the difficulty four or five inter
urban companies have had 111 making satisfactory terminal ar-

DOUBLE-TRUCK CLOSED CAR FOR MEXICO 

doubt, be very popular on the long runs to the towns around the 
City of Mexico. The economy of road operation with a single 
equipment of cars, and especially an equipment instantly avail
able for all sorts of weather, must also make them popular with 
the managers. 

The length of the cars are 34 ft. 9 ins. over the crown pieces and 
8 ft. 2 ins. wide over the sills. The vestibules at each end have 
three drop sash, and open sides. The gates fold against the body. 

There are nine large windows on each side, giving, with the 
high and wide monitor deck, a very airy appearance. Roller 
curtains are contained in the window r ecesses in the roof. Four
bar bronze tube window guards extend from corner post to corner 
post outside the windows, and the end and vestibule windows are 
similarly guarded. The interiors are finished in cherry, enriched 
with inlaid !)tripings of white wood and carvings. The hand
somely decorated light-green ceilings are of three-ply veneer. 
The seating arrangement is comprised of seven reversible-back 
seats on each side, and longitudinal double-seats at the corners. 
Each car is fitted with the following Brill patented specialties: 
angle-iron bumpers, Dedenda gongs, radial draw-bars and 
rachet brake handles and is mounted on Brill 27-G trucks. 

rangements for coming in over the Indianapolis Street Railway 
tracks. These interurban companies consider the rate of 3 cents 
per passenger for the privilege of coming in over the city tracks 
and using the city line power as too much, although that is a rate 
common in a number of other cities. The proposition of the In
dianapolis Interurban Terminal Railway Company covers not only 
terminal lines for the interurbans, but a complete city system as 
well, including a number of crosstown lines. Mr. Smith estimates 
that the 80 miles of road can be put in for $3,000,000, or $37,500 
per mile. 

----♦----
The Canadian General Electric Company has started a miniature 

railway in the Longue Pointe Asylum, Montrea l, Que., to carry 
food to the different ward£. The motor car is of 5 hp, IO ft. long 
and 4 ft. high, and runs on a 15½ gage track. T he track runs 
around three sides of the block, and including the side track to the 
kitchen, covers a di stance of over 3000 ft. It is proposed to have 
other cars, capable of seating a dozen persons, to carry the sisters 
to various parts of the building. 
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The Everett-Moore Situation 

The bankers' committee i~ charge of Everett-Moore affairs has 
secured from the syndicate and other leading stockholders of the 
Northern Ohio Traction Company an agreement to sell their 
holdings in the company at 37½ for common stock and 87½ for 
t he preferred. The stock is selling at 34 and 85 respectively. 

It seems probable that in the near future there will be important 
developments with regard to the future of the Lake Shore Electric 
Railway, as it is understood that the United States Court is to be 
petitioned to issue an order for the sale of the property. It is 
said that a number of the leading creditors of the company plan 
to bid for the property at receiver's sale. The debts of the road 
amount to $4,500,000, and it will require an expenditure of $500,000 
to place the property in first-class condition. It is not believed 
that the Everett-Moore syndicate has very much of an equity in 
this property, and whatever equity it secures will depend upon the 
arrangements which are made with the creditors for the organiza
tion of the new company. Incidentally, it is believed that the 
stockholders of the Lorain & Cleveland Railway who held on to 
their stock will fare much better than those who exchanged their 
holdings for the stock of the Lake Shore Electric Railway Com
pany. 

Considerable stock of the Detroit United has been turned in on 
the proposition to sell the stock at $75, but the majority of the 
shareholders are still holding off. The committee is not co nfident, 
however, that it will be able to sell the stock at $75 if it does 
secure a majority. 

The bankers' committee is still hopeful of selling the Detroit & 
Toledo Shore line at a fair figure, as it is thought the syndicate has 
an equity of nearly $1,000,000 in this property. 

Representatives of three syndicates are still looking over the 
property of the Toledo Railways & Light Company with a view 
to purchasing it, but there are no new developments in this sit
uation. 

•• 
Street Railway Patents 

[This department is conducted by W. A. Rosenbaum, patent 
;:i ttorn ey, Room No. 1203-7 Nassau-Beekman Building, New York.] 

UNITED STATES PATENTS ISSUED MARCH 11, 1902 
694,940. Vehicle Axle; J. H . Bowling, Ozone, Tenn. App. 

filed July 18, 1901. Two stub journals are fixed to the end of an 
axle-bar, said journals being hollow to form reservoirs for oil from 
which openings lead to the bearing surfaces. 

694,942. Car Truck; C. M. Carnahan, Allegheny, Pa. App. 
filed February 20, 1901. A side member of the truck is composed 
of an upper structural member for its full length and a lower 
structural member connected therewith and terminating at and 
forming sides of the journal-box housings. 

694,982. Interlocking Rail Connection and Crossing; H. B. 
Nichols, Philadelphia, Pa. App. filed November 9, 1901. The 
crossing rail abuts against the opposite sides of the main rail and 
engages therewith by means of a dovetailed connection. 

694,995. Car Axle Journal Box ; W . E. Sanders, Helena, Mont. 
App. filed August 3, 1901. The box is made in two parts embrac
ing that portion of the axle between the wheels. The bearings are 
located near the hubs of the wheels, and the axle is in two parts, 
one of which telescopes into the other. 

695,098. Car Seat; T. Finney, Glasgow, Scotland. App. filed 
September 6, 1901. A detachable connection between the seat
body and back-rest whereby the former may be reversed by the 
movement of the latter or independently thereof. 

695,n8. Controller for Electric Motors; R. H. Read, Schenec
tady, N. Y. App. filed July 26, 1901. Tubes conveying compressed 
air are trained upon the contacts so that blasts of air can be 
directed against the contacts when the circuits are broken, in order 
to interrupt the arcs. 

695,122. Signal System for Electric Railways; S. B. Stewart, 
Jr., Schenectady, N. Y. App. filed May 13, 1899. A signal is 
thrown into view adjacent to the track whenever a section of the 
exposed conductor is charged. 

695,130. Brake Mechanism; W. S. Adams, Philadelphia, Pa. 
App. filed July 27, 1900. Relates to a special arrangement of the 
brake rigging. 

695,131. Brake Mechanism; W. S. Adams, Philadelphia, Pa. 
App. filed December 18, 1900. The brake lever is arranged at the 
center of the truck to reduce the variations in connection wi th the 
rod that runs to the car body and the source of power, due to 
the divergence of the center lines of the truck and car body when 
rounding curves. 

695,137. Mono Railway; L . Beecher, Batavia, N. Y . App. filed 
July 25, 1900. The car wheel has a center flange and two treads to 
fit a rail having a groove in the middle. 

PATENT NO. 695,122 

695,138. Rail; L. Beecher, Batavia, N. Y. App. filed Jnly 25, 
1901. Relates to the manner of securing such a rail as is men
tioned in the previous patent, when constructed in two parts . 

695,144. Electric Brake; F. E. Case, Schenectady, N. Y. App. 
filed April 4, 1898. When the controller handle is moved beyond 
the cut-off point it engages contacts which start a small motor to 
wind the brake drum; a worm gear is interposed in the rigging to 
act as a lock to hold th e brakes applied when the motor has 
stopped. 

PATENT NO. 695,137 

695,248. Brake-shoe; A. L. Streeter, Chicago, Ill. App. filed 
June 25, 1901. The shoe is provided with openings in its face 
adapted to receive dressing blocks which can be inserted tem
porarily to dress down flat places in the wheel. 

695,307. Turn-table ; C. M. Hampson, Denver, Col. App. filed 
November 20, 1901. The table has a flatten ed dome on its top plate 
for guiding the wheels of the vehicle and the top plate turns on 
ball bearings. 

695,340. Life-saving Mechanism for Tramways; W., T. W. H. 
and P. C. Philipson, Bolton, Eng. App. filed December 27, 1901. 
Details. 

695,361. Brake Mechanism; W. S. Adams, Philadelphia, Pa. 
App. filed April 25, 1901. A construction intended to maintain a 
proper working connection between the main brake lever carried 
by the truck and the rod that runs to the source of power on the 
car body, when the car is on a curve and the relative movements 
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of the trucks and car body throw their center lines away from each 
other. 

695,383. Magnetic Traction ; S. A. Gibbs, Tacoma, Wash. App. 
filed June 19, 1901. Magnets mounted with their poles closely fac
ing the rails increase the tractive power of an engine. 

695,419. Brake-shoe; A. L. Streeter, Chicago, Ill. App. fi led 
March 15, 1901. The attaching lug is secured directly to an in
sert which extends the full length of the shoe. 

•• 
ENGINEERING SOCIETIF.S 

MASSACHUSETTS ST REET RALWAY ASSOCIATION.
T he annual meeting of the Massachusetts Street Railway Associa
tion was held at Young's Hotel, Boston, on March 12, and was 
attended by over one hundred prominent steam and electric rai lway 
officials . Capt. George M. Tompson, of Wakefield, delivered an ad
dress on "How Steam Railroads Build and Operate E lectric Rail 
ways," basing his remarks upon his exper ience in building a 30-m11e 
line between Portsmouth and Rye Beach, N . H., for t he Boston 
& Maine Railroad. Captain Tompson went into the subject at 
considerable detail, and stated that, in his opinion, the steam and 
electric roads each have many days of usefulness ahead. 

•• 
PERSONAL MENTION 

MR. H . M. SLOAN, general manager of the Calumet Electric 
Street Railroad Company, contributed an interesting article recently 
to the Calumet R ecord on " Mun icipal Ownership and Operation 
of Street Cars." 

MR. ROBERT W . BLACKWELL, of the British electrical, 
engineering and contracting firm of R. W. Blackwell & Company, 
Ltd., has sailed for E ngland after a visit of some two months' 
duration in the United States. 

MR. HARRY DE STE ESE, fo rmerly with the Morris E lectric 
Company, of N ew York, has formed a connection with Mr. C. K. 
Hill, of Pittsburgh, dealer in electrical supplies. Mr. De Steese's 
headquarters will be at 210 Seven th Street, in that city. 

MR. J . H . HARRI GAN, superintend ent of the D ayton, Spring
field & Urbana Railway, of U rbana, O hio, has been appointed 
superintendent of the Columbus, Buckeye Lake & Newark Trac
tion Company, of Columbus, O hio. Both roads are controlled by 
the same interests. 

MR. P. W. D AVIES, operat ing stcretary of the British E lec
tric Traction Company, L ondon, who has been in th is country 
fo r the past three weeks, looking for men to take back to England, 
sailed on the S. S. St. Louis Wednesday, March 19. Mr. Davies 
was accompanied by eight new men for the Bri tish system, six of 
whom will be employed as motormen, inspectors or starters, and 
two as operating men. 

.. MR. W. C. DOU BLE DAY has resigned as secretary of the 
J ersey City, H oboken & P aterson Street Railway Company, of 
Hoboken, after being in the employ of the company for about 
twenty years. M r. Hugh McLaughlin, who has been in the employ 
of the company for some time, succeeds Mr. Doubleday. 

MR. LEONARD LEWISOHN, the well-known operator in cop
per, di ed in London a few days ago. Mr. Lewisohn, besides his 
many conn ections_ with industrial enterprises, was president and 
director of the P erth Amboy Railroad, oJ Perth Amboy, N. J., and 
a director of the Great Falls Street Railway Company, of Great 
F alls, Mont. 

MR. GEORGE STANLE Y has been appointed purchasing 
agent of the Cleveland Electric Railway Company, of Cleveland, 
O hio, succeeding Mr. Charl es Wason, who resigned with the 
change of control of the property. Mr. A. W. Sweeney, for a 
number of years secretary to Mr. Horace Andrews, has been made 
secretary to the president of the company. 

MRS. JOH N I. BEGGS, the wife of P resident Beggs, of the 
Milwaukee Electric Railway & Light Company, died sudden ly 
on March 14, after a brief illness, at the fami ly home at Harris
burg, Pa. M rs. Beggs had not been in good health for some time 
and had recently returned from an extended trip abroad. Mr. 
Beggs will have the sympathy of all in his bereavement. 

MR. A. G. MAISH has been appointed superintendent of the 
D es Moines City Railway Co mpany, of Des Moines, Ia., succeed
ing Mr. W . G. Owens, resigned. Mr. Maish was formerly secre
tary of the company. H e will have to assist him in the operation 
of the road Mr. E. R. Cunni ngham, formerly superintendent of 
the Fort Dodge E lectric Light & Railway Company. Mr. Owens 
has been with the company since 1890, and res igns to take up the 
business of stock raising near Des Moines. 

MR. J. D. HARVEY is now conducting a business in financing 
street and interurban railway and electric lighting properties at 
First National Bank Building, Chicago, and has some promising 
propositions under way. Mr. Harvey will take entire charge of 
financi ng and constructing, relieving owners of franchises and 
rights of way who are unfamiliar . with the business of all further 
trouble in the matter. 

MR. WILLIAM M. BOOMER, who is said to have built the 
fi rst electric railway in Canada, died at his home in Detroit a few 
days ago. Mr. Boomer was fifty-five years of age. Thirty years 
ago he established a street railway line in Windsor, Ont. While 
at the head of the company he experimented with electricity as a 
motive power, this being one of the first practical applications of 
electricity to a commercial road on the Continent. Nine years ago 
he sold his interests in the railroad and engaged in other business 
i:r, Detroit. He was an active member of the Detroit Board of 
Trade. 

MR. GORDON CAMPBELL has been made purchasing 
agent of the Washington Traction & Electric Company, Washing
ton, D. C., vice Mr. R. N. Barrows, whose resignation to join the 
Westinghouse Companies was announced in this column a few 
weeks ago. Mr. Campbell has been master mechanic of the Wash
ington road for a number of months and will continue to hold that 
position, as well as his new one. His long experience as pur
chasing agent of the North Jersey Street Railway Company will 
make him thoroughly at home in his new duties, giving him a 
familiarity with the trade that will prove decidedly advantageous 
to the company. Mr. Campbell's office is at 2411 P Street. 

MR. ALBERT E. POND, formerly superintendent of the 
Winchester Avenue Railroad Company, of New Haven, Conn., 
who has just accepted a position at Boston, was agreeably 
surprised a few days ago by his former associates in New Haven. 
As a testimonal of esteem and respect, as well as of apprecia
tion of his efforts to deal fairly with the men in his employ, the 
employees of the Winchester Railroad presented Mr. Pond with 
a handsome cut-glass punch bowl, also a set of resolutions to 
which were attached the name of one hundred and fifteen men who 
were under Mr. Pond's supervision. Mr. Pond was connected ~ 
with the Winchester Avenue Rai lroad for ten years. 

MR. F. G. L. HENDERSON, who has resigned as superin
tendent of the Newton Street Railway Company, of Newton, Mass., 
after continuous service for thirteen years, was banquetted by his 

former associates on Feb. 12, 
when he was presented with 
a handsome gold watch as a 
token of esteem. Mr. Hen
derson is now connected 
with the Boston Suburban 
Electric Companies, being 
located at the president's 
office in N e_wtonville. He is 
connected officially with all 
the roads of the system. Mr. 
Henderson first entered rail
roading when he was nine
teen years of age, accepting 
a position with the Boston 
& Albany Railroad, where 
he served for about fifteen 
years. He resigned from 
this company in 1882, be-

F. G. L. HENDERSON. coming prominently identi-
fied with a large publishing 

house. This position he resigned shortly to become identified with 
the company from which he has recently resigned. Mr. Hender
son is the inventor of a car sign illuminator, which is a combined 
sign and lamp holder, and which provides for the illumination of 
revolving signs on the bonnets of electric cars. 

MR. WILLIAM W. MAC CORMACK, division superintendent 
of the North Jersey Street Railway Company, of J ersey City, N. 
J., died at the home of his parents in Bayonne last week, after an 
illness of only a few days. Mr. MacCormack was born in Scot
land thi rty-one years ago, and came with his parents to this coun
try when a chi ld. He was educated in Albany, N. Y. , and grad
uated from the High School of that city. Mr. MacCormack early 
evinced a liking for mechanics and mad e a study of m echanical 
engineering, traveling extensively in Europe and America. He 
became connected with the North Jersey Street Railway Company 
about two years ago, succeeding to the position made vacant by 
the resignation of Mr. Harry Fuller, who is now connected with 
the Washington Traction & Electric Company. Mr. Mac
Cormack's father, Mr. John MacCormack, is chief engineer of the 
American Stoker Company, of New York. 
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FINANCIAL INTELLIGENCE 

THE MARKETS 

The Money rlarket 

WALL STREET, March 19, 1902. 
The self-correcting capacity of the money market by means of 

a higher money rate, has been effectua lly demonstrated this week. 
vVhat the various agencies are in th is process were pointed out in 
thi s column last week- the cessation of gold exports, the increa,e 
in N cw York draft s upon the interior cities, and the lending of 
trust company resources directly, instead of through the depositary 
banks. The fir st of these influences had al ready manifested itself 
a week ago, and since then a further decline has occurred in the 
foreign exchanges. The second has not shown itself very em
phatically as yet, but the continued rise of domestic exchange rates 
indicates that the flow of currency toward New York will grow 
largerfrom nowon. It is the last of thethrce relieving factors-th e 
shifting of local loans- that has given the greatest sustenance so 
fa r to bank resources. A s everyone familiar with the N ew York 
banking {ituation knows, the trust companies and other outside 
lending institutions are inclined to keep a full balance at the 
Clearing House so long as call money rules as low as 2½ per cent. 
But when the rate advances, as it did a week ago, to 4 per cent and 
over, it becomes more profitable to draw down these balances and 
loan them out independently in the market than to k eep them on de
posit merely for the interes t they receive. This operati on of with-

- drawal and subsequent relending is what has gone on extensively 
during the past w eek, and chiefly on this account the Clearing 
House banks repor ted a decrease of $14,300,000 in their loans b st 
Saturday. The accompanying reduction of deposit liability went so 
fa r toward offsetting the loss in cash that the surplus reserve de
creased less than $1 ,000,000. The indications are that the decline 
in bank reserves which has been in progress for the past month 
and a half has now run its course, and that henceforth there will 
be a slow improvement. It is bet ter fo r the present that the call 
loan rate be kept comparatively stiff ; otherwise the lending by tru st 
companies, which is such an impor tant help, would cease, and 
~terling exchange would probably ri se to the gold export level again. 
As we point ed out a week ago, the money situation can be regu
lated easily enough by a moderately hi gh money rate. It is a corol
lary of thi s that a hi gh money rate is necessary to pro tect the 
market. Money on call at the S tock Exchange has loaned as high 
as 5 per cent during the week, but the average fi gure has been about 
4 per cent. Time money quotations are unchanged at 4¼ per cent 
and 4½ per cent fo r all dates on good collateral. 

The Stock rlarket 
T he week' s share market has been pretty un iformly strong, but 

with no material change in its main characteri stics. Speculation 
continues nar ro w, with a tendency to run more into stocks which 
can be eas ily lifted or depressed, as the case may be, rather than 
into stocks with a broad, general marke t. H ere and th ere more 
pos itive sign s of pool support have appeared, as, fo r example, in 
the Southwestern railroad iss ues, which have recovered their re
cent losses on reassuring news concerning the winter wheat crop, 
and again in the anthracite and bi tuminous coal shares, which 
have responded to the more confident feeling that the threatened 
labor troubles in their section will be averted. But the advances 
in these quarters have hardly been of an important character, and 
the range of speculative interest has not been wide. So far as a 
general drift may be discovered in prices, it is upward rather than 
downward. Granting that the public are exceedingly cautious 
about renewing their ventures, the floating supply of stocks is 
so strongly held by one another of the various syndicates, and bank 
credits are so easily obtained, that it is easier within certain limits 
to put the market up than to put it down. The developments in 
the money situation have, as we have just noted, been of an en
couraging nature, and there is no longer any real fear of a check 
to the specuiative dealings from that quarter. The Northern Se
c~u >ies case still hangs on like a veritable old man of the sea, 
and it continues to be somewhat questionable whether anything 
like a general improvement can occur so long as this grave un
certainly is not dispelled. Nevertheless , should hopes of an early 
decision be di sappointed, there is a fair chance that the market 
111;:iy come to ignore the matter for the time being, and that o ther 
and 1110re favorable influences may dominate its movement. Many 
sound--mi:ided observers are inclined to the view that with average 
crops ;!1 is season, assuring the maintenance of the present pros
per ity for another year at least, the market will enter upon another 
fair -sized campaign for the rise. It rather strengthens this belief, 
tha t th:-- deeding this week should have been so prompt to reflect the 

better tidings from the crop regions. Amalgamated Copper has 
been, and bids fair still to be, the conspicuous exception to the up
ward t endency of the stock list. But as a factor of general signif
icance, the weakness in the copper shares is far less serious than it 
was three months and one-half ago, because it no longer has any 
connecti on wi th trade co nditi ons. Gross blunders in the manage
ment of the property, buying up a huge surplus of product when 
prices were at the top and dumping it out at an awful loss when 
prices were at the bottom, has impoverished the Amalgamated 
Company's treasury, and has made it exceedingly doubtful whether 
the quarterly dividend to be voted upon in April will be paid at all. 

A remarkable recovery in Manhattan has furni shed one of the 
sensational incidents of the trading. To find the true reasons 
for the movement, the comments made in this column a week ago 
upon the previous decline have only to be recalled. It is J1ow 
abundantly clear that the stock was purposely marked down as low 
as possible for purposes of accumulation, and that the purchases 
could not be completed without a more or less violent up-bidding 
of prices. We have reason to believe that an important interest, 
heretofore a stranger to the company, has been secretly acquiring 
a very large holding. For expediency's sake the identity of this 
interest must, for the present, be concealed, but it is violating no 
confidence to state that it is one of the strongest in the financial 
world. As for the outside motives for the advance, those who 
have made a study of Manhattan 's earnings during the past six 
months have no doubt as to what they are. The speculative in
terest in Brooklyn Transit has taken advantage of the strength 
of Manhattan to bid up their specialty. Metropolitan is lagging be
hind the rest, owing to the uncertainty of how successful the op
ponents of the new company scheme may be. The best informa
tion sti ll is, however, that the deal will go through. 

Philadelphia 

Dealings in Union Tract ion have been on a much smaller scale 
than in the case of previous weeks. The lack of any further in
fo rmation concerning the "deal" checks new buying, while, on the 
other hand, the stock appears to be too strongly held to allow of a 
decline. Nearly all the week's transactions have occurred around 
the single figure of 39¼ - Philadelphia Traction fell off two points 
fro m the recent top on light offerings. The other traction shares 
of less importance in the Philadelphia trading list, have been en
tirely featureless. Odd lots of Consolidated of New Jersey sold 
at 70¼, American Railways at 43, United Traction of Pittsburgh 
preferred at so½ and 51, Easton Electric at 19¾, and Fairmount 
Park Transportation at 21. Bond sales comprised Consolidated 
of N ew J ersey ss at no½, Electric-People's Traction 4s at 98¼, 
United T raction of Pittsburgh ss at II6, Syracuse Rapid Transit 
5s at 102½ , Newark Passenger 5s at u8, and Citizen Passenger of 
Indianapolis ss at 109½. 

Chicago 

Every indication in the Chicago stock market this week has 
pointed toward consolidation at an early date of the Union Traction 
and City Railway properties. A month ago City Railway shares 
sold down to 190; a week ago they were quoted at 218. This week 
urgent bidding for all avai lable offerings carried the price up to 230. 
Union Traction common advanced on heayy trading from IS to 
17¾, and the preferred from 49 to 54, while West Chicago (the 
lessee company) shares went up from below 97 to roo. Apparently 
the success of the consolidation plans will not be assured until the 
uncertainty sur rounding the franchise extension is satisfactorily 
dispelled. All the street railway interests are a unit in their efforts 
to have the City Council bring the matter to a speedy conclusion. 
Shares of all the elevated lines have been firm on the excellent 
traffic comparisons which continue to be made. With the excep
tion of Lake Street, however, where a few sales were made at n½, 
there has been practically no business outside the Metropolitan 
common. These shares are up t~o points to 41¾ under active 
buying. The Douglas Park extension, recently opened, is proving 
a great success as a feeder to the main line. The Northwestern 
Elevated officials and those of the St. Paul Railroad are likely at 
any time now to get together and arrange for joint handling of 
the Evanston business. According to the best information the 
plan is to have the elevated coaches go to the surface at the north
ern terminus, whence they will be hauled to Evanston by St. Paul 
engines. 

Other Traction Securities 

The only noteworthy incident in the Boston dealings during 
the week was a further rise in Boston Elevated from 168 to 173. 
This was an advance of over II points, as compared with a fort-
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night ago. Suggestion is made that the recent unexplained weak
ness in these shares was simply the result of man ipulation to help 
the accumulation of new· holdings. Massachusetts E lectric issues, 
though inactive, held firm around 37 for the common .and 97 
for the preferred. United Railways of Baltimore securities, antici
pating yes terday's defeat in the Legislature of the "six-tickets- fo r
a-quarter" bill, have risen again to top figures, the common stock 
going up to 16½, the income bonds to 71 3/8, and the 4 per cent 
generals to 94:}B. Other Baltimore sales for the week comprise 
Norfolk Railway 5s at III, Toledo Traction 5s at 104¼, Charleston 
Consolidated Railway 5s" at 87½, Lexington Railway 5s at 102 
an d 102½ , and Nashville Railway 5 per cent certificates at 66 
and 66¼. Columbus Street Railway common and pr.eferred are 
quotably higher at 51 ½ and 102, respectively, but there is no 
change in the local quotations at New Orleans and Louisville. N ortlr 
American shares have had a remarkable advance on the New York 
Stock Exchange. The old rumor that the company's charter may 
be made use of by the Northern Securiti es people is wholly 
discredited. In the absence of ·any -definite information, the 
movement looks like nothing more than one of the pieces of 
manipulation in inactive specialti es with which Wall Street has 
been generously treated during the past month. St. Louis traction 
securities have recovered sharply following the annual report of 
the company issued during the week, whi ch showed net earnings of 
$2,000,000 for the twelve calendar months of 1901, as against 
$822,000 in 1900. The new San Francisco securi ties have occupied 
a prominent place in the New York curb trading. The subscript ion 
privileges after selling around roo¾ for most of the week rose 
sharply yesterday to 102½. Changes in the common and pre
ferred are slight, with the former a t 23, and the latter at 62½; 
while the bonds are selling around 89. There was a slight falling 
off all along the line in traction stocks on the Cleveland Exchange 
last week. Five hundred shares of Cleveland City sold at 107½ 
and ro8, a drop of 5¾ points. About three hundred. of Cleveland 
Electric sold a t 85, one-half point off from last sales. Four 
hundred of Detroit United went at 69 and 69¾, also a drop of one
half point. A small block of Northern Ohio Traction preferred 
sold at 85; practically stationary. 
Security Quotations 

The following table shows the present bid quotations for the 
leading traction stocks, and the active bonds, as compared with a 
week ago: Closbg Bid 

19U~ 
March 11 March 18 

American R ailways Com pally .................................. ... t43 t43 
Boston Elevated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 167 169 
Brooklyn R. T................. .................................... 633/s a66'1/s 
Chicago City .......................................... .. ... .. ..... 215 *223 
Chicago U nion Tr. (common)................ .. . .. ............... 14¾ 17½ 
Chicago Union Tr. (preferred) . . . . .. . . . . . . . . . . . .. . . . .. . . . . .. . . . .. 48½ 54 
Cleveland City . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 105 
Cleveland & Eastern ........................ , ..................... a30 a30 
Cleveland Electric . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 84¾ 84%, 
Columbus (common) . .. . .. . . . .. . . . .. .. .. .. . .. .. . . .. .. . .. .. . . .. . .. 50 51½ 
Columbus (preferred) ............. .. .............................. 102 102 
Consolidated Traction of N. J ..................................... 70 70 
Consolidated Traction of N. J. 5s ................................. 1101/4 1101/4 
Ccnsolidated Traction of Pittsburgh (common) ..... '............. 243/s 241/4 
Consolidated Tracticn of Pittsburgh (preferred)................. 64½ 64½ 
Detroit United . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 691/4 68 
Electric-People's Traction (Philadelphia) 4s..................... 98½ 98 
Elgin, Aurora & Southern........................................ 34 34 
ln°dianapolis Street Railway 4s.................................... 85 85 
Lake Street Elevated . . .. . . . .. .. .. . . .. . . . . . . . .. . .. . .. . . . . . . .. .. . .. 111/4 11 
Manhattan Ry. . ...................•.............................. • 128¼ 134¼ 
M assachusetts Elec. Cos. (common).............................. 36 36½ 
Massp-chusetts E lec. Cos. (preferred)............................ . 96¾ 96¾ 
Metropolitan Elevated, Chicago (common) ....................... 40 41½ 
Metropolitan Elevated, Chicago ................................. t901h 90 
Metropolitan Street ............................................... 167 168¼ 
New Orleans (common) .......................................... 30½ 30½ 
New Orleans (preferred) ......................................... 104¾ 105 
North American . . . . . . . • • • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 96 118 
Northern Ohio Traction (common) .............................. 33½ 33½ 
Northern Ohio Traction (preferred)........................... ... 85 85½ 
North Jersey ...................................................... 28 28 
Northwestern Elevated, Chicago (common).................. ... 38½ 38 
Northwestern Elevated, Chicago (preferred).................. ... 86 86 
P hiladelphia Traction , , •........................••............. .. 100 98 
St. Louis Transit Co. (common)....................... .. ........ 26 29 
South Side Elevated (Chicago) ................................... 112 112 
Southern Ohio Traction ...•.••............•.. •..•.....•..•..••... a60 
Syracuse (common) . . . . . . . . . . . . . • . . • . . . . . . . . . • . . • • • • • • . . . . . . . . . . . 21 
Syracuse (preferred) • • • • . . . . . . . . .. • . . . . • • . • • • .. • • . . • • .. . . . . . . . . . . . 61 
Third Ave. . .........••.••.........•••..••..••....•................ 129 
Twin City, Minneapolis (common) .............................. 115½ 
United Railways, St. Louis (preferred) ........................... 82¼ 
United Railways, St. Louis, 4s ................ . , .. .. .. .. .. .. ••• .. • 87½ 
Union Traction (Philadelphia) ................................... 39½ 

* Ex-d ividend. (a) Asked. t Last sale. 

21 
61 

130 
115 
84¾ 
88¾ 
39¾ 

Iron and Steel 
The problem before the iron and steel industry still is how to 

make production catch up to present and future demand. This 
difficulty was increased during February by a forced curtailment 
of the product Gf some of the blast furnaces, owing to the inability 
of the railroads to haul a sufficient fuel supply. According to the 
usual stati st ics of the Iron Age, the combined output of the fur 
naces decreased from 334,007 tons on Feb. I to 323,721 tons 
on March I, and natura lly stocks on hand fell off another 25,000 
tons. The reserve stores of pig iron for the en tire country are 
down now below 100,oootons-something like three days' consump
ti\ e requirements. It has been fo und impos sible, under these cir
cumstanc·e s, to any longer hold prices in check, and Bessemer pig is 
quoted at $17.50 a ton, against $17 two weeks ago. Steel billets are 
quoted at $3 1, and steel rails at $28. Fresh purchases of foreign 
steel bi llets for delivery in the Middle Western States are re
ported. No further importations of pig iron, however, are re
corded. 

Metals 

Q uotations for the leading metals are as follows: Copper, 12¾ 
cents; tin, 26¼ cents; lead, 4),B cents, and spelter, 4.35 cents. 

----♦-----
BIRMINGHAM, ALA.-The Steel City Railway Company and Warrior 

River Power Company are to be merged into the Birmingham & Steel City 
Railway & Power Company. The object of the new company is to huild an 
electric railway for which a franchise was recently granted. The company is 
organ iz ed with a cap ital stock of $2,000,000. Bends to the amount of $2,000,000 
are to be authorized, but only $1,500,000 of these will be issued at once. The 
compan y will build a power plant on Warrior River, 28 miles from Birming
ham. It will be built under the supervision of the Southern Industrial Com
pany, of Birmingham, of which R. R. Zell is president. The consolidation 
was n egotiated by the Maltby-Hornady Company, of Cincinnati, bankers. 

SAN FRANCISCO, CAL.- Thc purchasers have paid over to the share
holders 9Q per cent of the purchase price for the Market Street Railway 
system. T he stockholders received cert ificates of deposit on the Sub-Treasury 
in exchange for the stock and bonds. 

EAST ST. LOUIS, ILL.-A m eeti ng of the stockholders of the St. Louis 
& East St. Louis Electric Railway Company has been called for May 10, to 
vote on propositions to increase the capital stock of the company $250,000 to 
$500,000 and to authorize bonds to the amount of $500,000. The bonds are to be 
secured by a mortgage on all the rights and property of the company. 

JERSEY CITY, N. J.- The United Traction & Electric of New Jersey 
has declared a dividend of 1 per cent, payable April 1. 

CAYADUTTA, N. Y.- The Cayadutta Electric Railroad Company has 
applied to the R ailroad Commi ssion for permission to issue a mortgage on 
its properties and road for $1,000,000, of which amount $350,000 is to be applied 
for the retirement of 6 per cent bonds and $200,000 for the retirement of 5 per 
cent bonds outstanding. Part of the remaining bonds will be expended for 
the construction of an extension from J ohn stown to Tribes Hill. 

CLEVELAND, OHlO.- The stockholders of the . Cleveland, Painesville & 
Eastern R ailway wi ll meet April 10 to pass on the proposition of increasing 
the capital stock of the company from $1,500,000 to $2,000,000. The object is to 
provide funds for the Ashtabula extension and to liquidate unfund~d and 
floating debt and other liabilities. 

CLEVELAND, OHIO.-The Eastern Ohio Traction Company, a consolida
tion of the Cleveland & Eastern Railway, the Cleveland & Chagrin Falls 
Railway 2.nd the Chagrin Falls & Eastern Railway, has increased its capital 
stock from $1,000 to $2,500,000. 

CLEVELAND, OHIO.-It is now generally accepted that the consolida
tion of the Cleveland Electric Railway and the Cleveland City Railway will 
be fully perfected by June 1 at the latest. Stock in the Cleveland & Electric 
Syndicate, which was formed primarily for the purpose of effecting the con
solidation, is said to have been heavily oversubscribed. It is understood that 
Senator Hanna subscribed for stock to the amount of $350,000, but because of 
the stock being oversubscribed he,, will get only $200,000 worth. The amount 
allotted to other subscribers has been cut down proportionately. 

FORT WORTH, TEX.- Frank H. Ginn, of Cleveland, Ohio, was the pur
chaser of the Glenwood & Polytechnic Street Railway at its recent receiver's 
sale. The price paid was $55,000. It is not definitely known who nfr. Ginn 
represents in the purchase of the· property, but it is r eported that he bought 
it in the interest of the Northern Texas Traction Company, which is building 
and will soon have in operation an interurban road between Fort vVot th and 
Dallas. 

AUSTIN, TEX.-The date of the sale under foreclosure of the Austin 
Rapid Transit Railway has been set for May 6. The upset price is nxed at 
$100,000. 

----♦--~--
MARACAIBO, VENEZUELA.-The owners of the street railway in this 

city arc contemplating changing from mule to electric power. The line is 
5 miles in length, with 2-ft. 6-in. gage, and few curves or grades. Power will 
probably he hired from the local lighting company. Dr. J. M. Coates Cole, 
Maracaibo, V cnezucla, may he addressed. 
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"' 

I 
bO "' "'" v~ (I) 

"'"' "' " I: I:>,.. .,, e~ .5 ~ b.O oo 
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A KRON, O. 
Northe rn Ohio Tr. Co. 1 m., 

1 •• 
2 " 
2 u 

12" 
12 " 

Feb. '02 
'01 

u '02 
" '01 

Dec. :gi 

41,643 27,531 
35,348 22,2,i3 
89,930 56,715 
80,979 53,985 

617,011 * 350,845 
513.725 * 317,475 

I 

14,1121 --·--- -----
) 3,0!l51 ------ ..... ..... 
33, 215 ------ -- ----
26 994 

1ao:io2 
------

266:1 66 130,004 
HJ6,2~9 141,133 55,117 

ALB ANY, N . Y. 
United Traction Co. __ 2 m., I<'eb, '02 

2 H U '01 
231,685 
206,·~31 
98;:l,047 

171,635 60,040 45,750 14,290 
149.997 57,231 3!1,802 16,432 

8 " " '02 
8 " " '01 919,9941 

670,108 312,990 168,767 144,223 
624,080 2!l5,!ll 4 159,631 136,282 

A U G U STA, GA. I 
August a R y.& E lec.Co. } ~ ;• O::;t, ;g6 

10 .. " '911 
10" " 'OU 

18,031 
15,7721 

169,!150 
157,019 

10,012 
9,668 

102,279 
91,785 

8,019 
6,104 

67,671 
65,264 

BING HAMTON, N . Y . 
ning h a lllton St. Ry. 

Co .. _____ __ ___ _________ _ ~ ~ ;• F~?· :si rn:~~§ t::i ti: :::::: :::::: 
8 " '02 'i''i',851 44,928 32 ,923 - ---· - - - --- -
8 .. .. ·01 I 70,76ul 39,614 31,151 ___ ___ _ ____ _ 

BOSTON , MASS. 
Boston E l ev. R y, Co. 12 m., Sept.'01 10,869,496

1

7,336,597 3,532,8!)9 2,896,359 636,539 
12" •• '00 10,236,!194 6,8~,110('408,884 2,932,S.39 476,044 

l'llassacbusett s E l ec. Co s l12 m., Sept.'01 5,778,133 3,915,486 1,862,648 937,206 925,442 
12 " •. '00 5,518,837 3,6&9,337 1,859,500 994,29~ 865,206 

BROOKLYN, N. Y. 
Urooklyn R- T - Co._. -- 1 m . ., D ee. '01 1,035,525 * 75!1,512 282,013 _ _ ____ _ _. __ _ 

l " " 'OU !!78,026 * 672,568 305,459 ---· - - _____ _ 
6 " " '01 1 6,534,045 *4.5158712,018.174 ___ ., _ ·-----
6 " " '00 6, 137,n5li *3!J0:.!0W 2,235,905 _ _____ _ ____ _ 
12" June '01 12,135,559 *7216008 4,919,551 4,341 ,748 577,803 
12" " '00 11.768,550 *7106373 4,662,177 4,1 35,405 526,772 

B UFFALO, N. Y. I 
Jnternntiona l Tr. Co __ l m., Dec. '01 270,650 174,824 95,827 95,301 526 

1 " " '00 2,;2,r,20 135,992 115,528 82.55.3 32,975 
6 ,. " '01 3,0:32, 152 1,378,705 1,653.448 596,834 1,056 ,614 
6 .. .. •oo 1,52J,84JI ,30,71',9 793.057 480,044 305,013 

CHI~A GO, IL~. 
Clucago & l\l1lwaukee 

:Elec. Ry. Co, _________ 1
1 

m,,·• Feb. ' 02 9,552 5,646 3,876 
" 'Ol G,731 5,584 1,147 

2" " '01 14,!!63 11,:!23 3,740 
2 " " '021 20,47li 11,520 8,\J57 

Lake Street E levat e d 12 m., Dec, '01 786,462 388,799 397,663 
12 " " '00 757,9541 378,661 379,293 

CLEVELAND, O. 
Clevel and & Chagrin ll m D ec. '01 4,806 * 2,420 1,886 

Falls ______ __ ___ _ - - --·- 1 , ;• " '00 1 4,040 * 2,477 1 ,56.3 
12" " '1)1 47,976 * 3·> flO•) 15,974 
12 " ·oo' 4!!,646 * 33:272 rn ,374 

Cle,·e land & Eastern __ 1 m., Dec. '01 1 7,473 *3,565 3,908 
1 " ·• '00 5,171 * 3,iJI 1,440 
12 " " 'Ol 90,390 5-, ru•> 38,368 
12 " " •oo 62,89'J 36:67~ 2e,221 

Clevel a nd E l. R y. Co __ 1 m., J an. '021 188,082 106,006 82,07'6 
1 '' " '01 166 733 ll!l,263 67,470 
12 u D ec. '01 2,2U6,898 1,265,953 1,030,945 
12 " " '00 2,061,f,05 1,121,037 940 ,467 

Cl e ve la ll<l , E l yri a & I 
Western, ________ ____ __ l m Feb '02 16,253 12,418 g~1 l " " '01 14,421 12,217 

2 " " '021 35 013 25,400 

12 " " '00 17!l,698 10'2,393 

9,613 
6,5671 

112,394 
77,3041 

2 " " '01 29:604 '>3 03~1 
12 " Dec. '01 2~9,2GO l 136:8~ 

Cle ve land , P a inesvill e 
& Eastern __ ______ ___ _ 1 m. , D ec. '01 11,920 *6,6S1 5,2~9 

2,842 
}2 :: :: :g?I l6g~7 *~Vi~ I 

DENVER, COL. 12 " " '00 141,112 *89,592 ~u:I Denve r City Tramway 
Co . ____ _____ _______ ____ 1 m., J an. 'O:! 119,702 64,283 

I " " '01 108,412 56,891 
55,419 
51,5~1 

12 '' Dec. '01 1,507,293 818,321 

D e troit & Port Huron · 

688,965 
579,839 DETROIT, llTICH. 12 " " '00] 1,302.2901 722,45S 

Sh ore Line _______ __ ____ 1 m., Nov. '01 27,979 1 17,447 10,5321 
1 " " '00 25 039 16,921 8 118 
11" " '01 355'.1 95 206,052 149:143 
11" " 'OO 26.Z,800 151,503 111,297 

Detroit United R y ____ 1 m., Feb. '02 230,9171 135,056 95,861 
1 " " '01 199,776 115,281 84,496 
2 " " 'O:l 486,943 282,780 204,163 
2 " " '01 420.383 210,701 179,6821 
12" " '01 2,919,171 *1596765 1,322,046 
12" " '00 2,575,277 *1439058 1,136,:H9 

Rapid Ry _______________ 1 m., Dec. '01 30,984 * 17,678 13,306 
1 " " ·001 27,873 * 18,735 9,138 
12 " " '01 386,624 * 223,730 162,8941 
12" " '00 290,678 * 170,237 120,436 

1,380 506 
1,417 146 

13,0-23 2,951 
13,294 3,080 

3,545 363 
3,z.32 t 1,792 

43,678 t 4,310 
36,148 t 9,927 

21,775 60,300 
18,9,6 . 48,493 

244,2311 786,714 
258,483 681,984 

-- ---- ----·-
·--·-- -- ---------- ·-- ---
5;-:oza ----- -

55,371 
34,562 42,742 

6,042 t 803 
6,04:! t 3,960 

72,500 5,369 
72,500 t 980 

33,0261 22,393 
31,371 20,149 

383,180 305,785 
374,291 205,548 

9,466 1,066 
9,6921 4((9&> 106,163 

71,623 39,674 

64,785 31,076 
57,360 27,135 

128,944 75,220 
114,704 64.9i7 
652,2771 670,129 
616,468 519,751 

9,692 3,614 
9,69".2 t 554 

116,300 46,954 
81,315 39,121 

I 

I 

I 

C OMPANY Period 

DULU T H, MINN. I 
Duluth-Supe r ior Tr ___ 1 m., J an. '02 

1 " " '01 
12 " " '01 

E LGIN , ILL. 
E lgin, Aurora & 

Southe rn Tr __________ 1 m .. Feb. '02 
" '01 
u '02 

HAMILTON , O. 

1 " 
0 u 

9 " " '01 

South ern Ohio Tr. Co. 1 m., Feb. '02 
1 " '01 
12" D e c.'01 
12 u u '00 

LONDON, ONT . 
London St . Ry. Co _____ ! ~;• F;,b. :gi 

2 u " '02 
2 " " '01 

M ILWAUKEE, WIS. 
Milwau kee E l. Ry. & 

Lt ._, _________ , ___ ______ 1 m ., Feb. '02 
" '01 

Feb. '02 
01 

1 " 
2 " 
2 " 

l\llNNEAPOLI S,MINN. j 
T win City R . T. Co ____ 

1

1

1

1t;, D ec. ' 01 
h '00 

12" u '01 
12" " '00 

MONTREAL, CAN. 
Montreal St. Ry. Co. __ 1 m ., J an. 'C2 

l •• " ' 01 
4 " '02 
4 " " '01 

36,702 23.159 13,543 !J,665 
32,248 19,489 12, 759 9,1171 

45'3,704 251,315 202,369 109,96i 

28,216 17,954 10,262 
21,519 17,513 7,006 

263,921 156,ll3 I 126,991 
244,836 157,922 86,915 

21,050 14,436 6,614 
18,352 13,155 5,198 

337,741 182,954 154,787 
294,907 154,465 140,541! 

8,333 
8,333 

75,000 
75,000 

7,500 
7,500 

90,000 
90,000 

I 
1,928 

t 1,327 
51,991 
11,915 

t886 
t 2,302 
64,787 
50,542 

8,895 6,558 2,336 1,999 3-38 
8,146 5,973 2,173 1,740 432 

19,012 13,637 5,:175 4,248 1,128 
17,402 12,574 4,8:?8 3,777 1,051 

195,9741 94,52? 101,447 62,693 38,754 
169,11',3 95,080 74,103, 58,:159 15,745 
41 0,858 201,05n 209,799, 128,094' 81,704 
355,9921 20] ,5151 154,477 119,660 34,817 

294,341 114,106 180,235 46,850 133,38/i 
256,820 104,704 152,11.', 46,701 105,414 

3,173,975 1,415,451 l,758,5241 666,638 1,091,886 
2,839,35.5 1,304,689 1,534,666 624,326 910,::!40 

155,030 100,539 54,491 15,094 39,397 
143,386 !14,816 48,569 9,022 39,548 
634,199 387,846 246,353 59,630 186,72.3 
598,915 373,621 2:!5,294 37,040 188,254 

NEW Y ORK CIT Y. I 
Manh attan Ry. Co, ____ 3 m., Dec. '01 3,038,435 1,404 ,971 1,633,465 7'53,1 35 880,329 

H " " 'OO 2,728,5!l8 1,340,696 1,387,902 749.857 638,04~ 
12 " Sept. 01 l0,455,872 5,328,649 5,127,2'.23 2,tilll!,132 2,444,091 
l2" 0 '00 9,950,735 5 ,195,312 4 ,755,423 2,688 ,644 2 ,066,77!1 

Met.ropoh tan St. Ry __ ~ "!,• 
12" 
12" 

Dec. '01 3,887,936 1,723,972 2,143,964 1,151,140 992.824 
" '00 3,786,030 1,699,649 2,086,3811 ,138,467 947,914 

June '01 14,720,767 6,755,131 7,965,6364,534,068 3,431,567 
" '00 14,4117, 134 6,631,254 7,805,880 4,445,720 3,300,1 60 

OLEAN, N . Y. 
Nov. '01 4,200 2,044 2,156 Ol ean St. Ry. Co __ , ____ 1 m., 1,146 1,010 

" '00 J:~~il 2,392 1,541 1,597 1 " 
5 " " '01 11,077 14,7991 7,160 ·1:640 
5 " " '00 23,837 11 ,005 12,8S2 7,276 5,555 

PITTSBURG, PA. 
Consolidate d Traction 1 m., D ec. 'O l 304 ,669 140,941 163,728 91,548 72,1 80 

· 1 " " '00 277,439 109,069 168,370 89,807 78,563 
9 " " '01 2,649,ti56 1,145,651 1,50:3,905 807,667 694,288 
il " " 'OO 2,471,696 1,013,24C 1,458,456 799,704 658,752 

P HILADELPHIA, PA. 
American Railways ___ ll m., Ft:b. '02 

1 " '' 'O l 
2 ° " '02 

70,615 
58,058 

650,561 
561,994 

I RICHMOND, VA. 

2 ,, " '01 

ll 
Richmond T ra c. Co. __ 1 m., Sept. '01 

1 ° " ' 60 
12 " " '01 
12 " " '00 

20,991 15,669 
20 727 10 770 

218:569 139:542 
203,057 108,198 

3,196 
3 843 

38:618 
37,6081 

2,126 

4&:m 
57,250 

ROCHEST ER, N, Y. 
Rochester R y __ __ ___ ___ 1 m. , Feb. '02 81 ,934 48,866 33.068 24,672 8,396 

1 " " '01 75,949 51,074 24,875 24,17'.2 10:1 
2 " ., '02 172,900 ll9 ,464 73,436 49,520 23,916 
2 " " '01 159,980 106,295 52,685 48,416 4,269 

SCRANTON, PA. 
Oct. '01 2,638 29,300 ad f26661 Scranto n R y. Co _______ 1 m., ------ ------1 .. .. '00 48,781 . 84,787 13,993 -- --- - ------10" .. '01 507,989 295,079 21\!,910 ---- -- ------10 " " '00 501,852 298,122 206,730 ---·-- ------

I 

I 
S CHENECT A DY, N. Y. 

Scllenectady R y. Co_,_ ~ ~; • D~f· :u 
SYRA CUSE , N. Y. 

Syracuse R. T . Co _____ { ~; • J a~ . ;gi 
7 " " '02 
7 " " ' 01 

84,061 46,949 37,112 13,454 23,658 
30}876 14,517 16,359 6,087 10,272 

58,819 3:2,890 25,928 19,025 6,903 
52,266 29,454 22,812 18,585 4,226 

405,489 221,177 184,312 133,121 51,191 
357,196 195,690 161,505 130,340 31,166 

TOLED O, O. ,
02 T o l e d o Ry. & Lt. Co, __ } ~;• J a,~. 'Ol 

12" " '01 
W. NEW BRIGHTON, 12 " " '00 

114,114 *57,767 56,347 37,828 18,51 9 
101,133 _ ,. __ • 

674:677 4-15~i68 259:509 l ,3!1 ,084 * 636,407 
1,182,517 * 616,945 565,572 409,051 156,521 

S,I. 
Sta ten Island El _____ _ 1 m., Dec. 'Ol 

1 u " 'OO 
6 " " 'Ol 
6 " .• '00 

15,080 11,916 3,163 8,559 df.t5,896 
13,177 11,237 

1,94:1 
8,333 t 6,394 

125,977 88,229 87,749 52,7741 t15,026 
120,277 76,39/i 43,882 52,848 t 8,466 




