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The Trolley Accident at Pittsfield 

The most unfortunate co ll ision which took plac e between one 
of the cars of the Pittsfield Electric Street Railway Company and 
th e carriage carrying the Pres ident of the United States, on the 
morning of W edn esday, Sept. 3, has been the cause of much un
necessary agitation against high-speed operation of trolley cars. 
Unfortunat ely for th e accuracy of the reports telegraphed over 
the country purporting to g ive detail s of the catastrophe, the 
reporters who were the President's constant attendants on the 
trip were mi les away at the time. It has been said that the an-

~ 1cnticity of history is inversely as the number of witnesses to 
any' given event, and many of the published accounts of the Pitts
field accident show earmarks of having been founded on the 
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or its employ ees are entirely to blame for the occurrence will be 
seen to be quite inadmissible, but the amount of responsibility 
which should be placed upon their shoulders must be left for the 
courts to decide. W e believe that, while in many States the law 
g ives the right of way to the trolley car in a case of this kind, in 
.Massachusetts both motorm en and drivers are expected to exer
cise an equal amount of care. That the driver of the President's 
carriage failed to look behind him before turning on to the rail
way track direc tly in front of the approaching car seems evident. 
Whether the motorman was guilty of culpable negligence will be 
decided when the official investigation takes place , and it is fortu
nate that this hearing has been postponed for several weeks, so 
that an impass ioned examination of all the facts bearing upon the 
occurrence can be had. 

The Pennsylvania Tunnel Franchise 

D iscussion of the terms proposed for the Pennsylvania tunnel 
franchise has been renewed by representatives of the P ennsyl
vania Railroad Company and the city of New York, and it now 
appears that there is still a wide difference of opinion between 
the Aldermen and the railroad management , and that each side 
has evidently determined to insist upon having its view accepted. 
The pri ncipal points of difference developed at the meeting last 
week were upon the suggestion that the tunnel company indem
nify the city against any claim for damages that may arise out of 
the closing of Thirty-Second Street between Seventh A venue and 
Ninth Avenue, and the proposal that a clause be inserted in the 
tunnel contract providing for the prevailing rate of wages for 
men at work on the tunn el and for an eight-hour day. The com
pany refused positively to accept these terms. In agreeing to the 
price of $778,600 for the ground within the vacated portions of 
Thirty-Second Street, the compa~y contends that it is paying 
what is admitted to be th e fu ll fee simple value of the land, and 
that this value largely results from snch vacation. It held, there
fore, that it is incumbent on the city to meet such damages, if 
any, occasioned by the vacation, for which it may be held legally 
liable. R egarding the question of wages and the eight-hour clause, 
the company contends that this whole question has been fu lly 
disposed of by the Court of Appeals of New York, that the law 
is now settled, and that the city can not impose such conditions, 
even in the building of its own subway. Moreover, it is pointed 
out that the work will be let to contractors, who will necessarily 
have to conform to the labor situat ion as it exists in New York. 

* * * 
The Pennsylvania Railroad Company has pursued a broad and 

liberal policy throughout these negotiation s, and has met every 
reasonab le dem and that has been made by the city. It has even 
submitted to conditions that have never before been exacted from 
any corporation seeking a franchise of similar character in this 
city o r elsewhe re, but it has firmly and emphatically resented the 
at tempt to impose terms that would seriously handicap the com
pany, dir ~c tly conflict with it s established, policy and invite 
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meddlesome reformers and sandbaggers to annoy the manage
ment in the future. Moreover , it would establish a dangerous 
precedent, and one of which other municipalities would quickly 

avail themselves. President Cassatt ve ry clearly explained the 
atti tude of the company upon the questions in dispute. M uch 
as the corporation desires to secure the franchise, it is evident 
that it cannot consistently or safely abandon its position, even 
for such a ,·aluable prize. The city's representatives admit that 

the clauses affecting labor and wages which th ey seek to have 
insert ed in the contract can not be enforced, as the court s have 
decided that such matters are not wi thin the province of the 
municipality to regulat e, yet th ey persist in their demands that 
these promises be made. It has been explained that this is done 
merely for political effect , and that the difficulty might be solved 
by permitting the Aldermen to insert the obnoxious clauses, ac
cepting the contract in that form and th en ignoring these pro
v1s10ns. This plan was broadly hinted at during the confere nce 
last week by one of th e advocates of th e am endments, but th e 
company positively refused to accept any clause which it had not 
the power an d inclination to enforce. It has been frank , con
sistent and honorable in its dealings, and becaus e of it s attitude 
enjoys the 1 espect of the community in a higher degree than ever 
before. \ Ve believe that publi c sentiment wi ll eventually compel 

the grant in g of the franchi se without the obnoxious clauses, al 
t hough there may be som e delay in sernring the necessary legis

lat ion. 
* * 

The fai lure of the ci ty and the railroad to agree upon terms 
would result in g reat di sappointment and embarrassment for the 
company, but it would prove a much g reater loss t o the city. It 
would deprive th e city of a large sum of m oney which the com
pany had agreed to pay for the franchi se, the tax fo r track mile
age alone amounting to upward of $2,000.000 fo r th e fir st period 
of twenty-five yea rs under the terms fix ed in th e original con
tract. The city would also forfe it a large expected increase in 

assessable valuation, especia lly in th e Borough of Queens, re
sulting from this improvem ent. But of far greater importance 
would be the loss to the busin ess interests which are now suffer 
ing from lack of proper rai lroad terminal facili t ies. The abandon
m ent of this pro ject would work serious loss and d isadvantage to 
laboring men of th e city, to whom many millions of dollars would 
be paid by the co mpany during th e const ruction of the tunnel 

and the s tat ion. It may be said that $25,000 ,000 would be a m od
erate estimate of the loss and injury to the city through the 
abandonment of the Pennsylvania Railro ad's undertakin g. Th e 
Aldermen are certa inly ri sking a great deal to sati sfy th eir des ire 
to compel the com pany to accept th eir t erms, especially when no 

advantage is to be gained. In other words, the A ldermen are 
willin g that this great improvement should be sacrificed, unl ess 
th e company will accept ce rtain con dition s and make certain 
pledges which both parties know can not be enforced. 

Promise and Performance 
A St. Paul politician , who was elected to the Assembly on a 

platform adYocati ng 3-cent fares, under took to carry out his 
promi ses, but fo und that he and his associat es were powerless . 
At hi s request the co rporation atto rney was instructed to make 
a report upon th e auth ority of the City Council to fix the far e 
at 3 cents. The city's legal department has conducted a very 
careful examination of the records since that time, and, as a 
result , finds that th e Council has no right to compel the reduction 
of fares on the St. Paul stre et-ca r syste m to 3 cent s. Th e ordi
nance under which the company is now operating, it has been 
found, is a contract agreed to by the city and accepted by the 
company, and can not be modified by either. The street-car 
company is operatin g under a fi fty-yea r franchise, of which thirty
seYen year s st ill remain. Th e result of this movement should 
teach the people not to pin their faith to the political reformer , 
who generally promises much more than he can possibly perform, 
no matter how good may be his intentions. 

Regarding the Fuel Bill 
The present high price of coal is likely to fall ere long, but the 

predict ions of th e economic prophets will go far wrong if it drops 
for some tim e t o come to anywhere near the old plane. Indeed, 
for the last few years there have been many signs pointing to a 
st ea dy upward gradient in the cost of fuel of every kind. The 
coal supply is , by no means, so near to exhaustion as the sooth
sayers of th e past would have us believe, but for practical pur
poses it makes little difference to the m an who foots the bill 
wheth er the supply is lessened by approaching exhaustion of the 
mines or by production deliberately limited. From either aspect 
th e outlook for cheap fuel is distinctly bad, but if the present 
scarcity, by its acuteness, can t each the economical use of what 
fuel is a,·ailable it will have been not altogether an unmixed evil. 
Particularly in the early days of electric railroading, when coal 
was low, there came to be a reckle ss disregard of measures of 
economy, and we well r emember how even the use of condensing 
engines was regarded as a sort of theoretical refinement unworthy 
the atte ntion of the practical man. In those days, when the chief 
item of operating expense was the repair bill, the fuel account 
seem ed a small fac tor in the total expense. To-day, we face a 
Yery different situation in every respect, and unless we mistake 
g reatly the cost of motive power will st eadily give the manager 
m ore and m ore con cern. The old fallacies regarding the virtues 
of simple non-condensing engines have gone by the board long 
ago, and a really modern power plant for an electric railway is 
highly economical. But the evil days have come apace, and 
m ore attention must be given this subject than ever before. 

* * * 
Perhaps the fir st subject for immediate consideration in this 

particular is th e chance for successful power transmission from 
water power. An investment in such a proposition is almost 
absolutely certain to rise in value , for the desirable powers are 
rapidly bein g taken up , and each increase in the price of coal 
g ives transmi ss ion from water power an added economic advan
tage. Furthermo re, th e working distance for successful trans
mission is steadily increasing, and many a proposition that was 
apparently turn ed down upon its merits five years or six years ago 
is now highly attract ive. Hence, it is the part of wisdom to cast 
about fo r opportuni ties of this kind. One must not plan, in a 
perman ent investment like a stree t railway, for next year alone, 
but for the next generation , and even if a power transmission 
seem s barely able to pay at the present time, it will probably be 
payin g very handsomely before the securities issued to pay for it 
reach maturity. Even the elem ent of change in the art alone is 
lik ely to improve the economic status of power transmissions, 
while no ch ange in th e art seems likely to improve very greatly 
the fuel situation. Th e only factor t endin g in that direction is 
the increasing use of producer gas, and this is of somewhat du
bious utili ty on the scale necessa ry in modern electric railroading. 
All in all, th erefo re, the wa ter -power question seems to be par
ticularly well worth looking up, and we do not doubt that many 
roads will find it worth th eir while to introduce it. But there are 
many point s at which hyd raulic power is not conveniently avail
abl e, eH·n wi th the present facilities for transmission. Burning 
practically r efuse fu el at the pit's mouth h as often been suggested 
as an important futur e phase of power transmission, but save in 
two o r three plants of moderate size it is not yet an accomplished 
fact. Now and th en, however, it may prove to be worth serious 

co nsiderati on. 

* * * 
Improvements in gen erating power are always and everywhere 

applicable, and the keenest watch should therefore be kept on 
eYerything of this sort that looks at all feasible. The develop
m ent of the steam turbine is a subject worthy of the closest at
tention, since it seems to be able to give asssistance in small 
plants and at relatively light loads, the very points in economical 
power generation where help is most needed. We must, of course, 
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recognize th e fact that the turbin e is in a com paratively early 

stage of de\'elopment, but it certa inly g ives grea t promi se even 

now. When a ra th er sm all turbo-g enera tor can show economy 
comparab le with that a ttained in a good-si zed plant wit h com 

pound condensin g engines, a g reat step forward has been taken, 

an d th ere is r eason to hope for e\'en better result s in the future . 
E \' en as id e from turbine practice , eve ry year shows som e im

provement in eng in e performanc e, so that the best work of t en 
years ago seem s rather ord inary to-day. Greater, we think , t han 

any probable sa\' in g in the engine it self, is the poss ibility of im

prm in g th e performance of boilers and furnace s, particularly the 

la tter. A lm ost e\'ery class of fu el has some peculiarities in com
bustion that r equire modification s in th e furnace , in o rder t o ob

tain the best r esu lt s. T he ordinary sta ndard furn aces require , for 

the mo st part, good coal to obtain th e results for which they a re 
designed. A change to poorer grade s of fue l ought to imply, fo r 

the sake of economy, a change in the furnace and th e scheme of 
firing. Again, th e enactm ents again st undue producti on o f sm ok e 
bear heavi ly o n those \\'ho are trying to economi ze by th e use oi 

low-grade coal, and furnace s must be designed not only to g i\' e 

econo my wi th such fuel but to dimini sh th e smoke. Generally, 
the two ends m ay be met simultaneously , bu t a so -ca ll ed sm oke 

consum er does not necessarily imply obtainin g good e\'apora ti,·e 

effic iency from the fuel. Far too littl e a tt ent ion is g i\'Cn to the 
boil er and furnace end of the power station. A dec rease o f IO 

per cent in the st eam required per hp-hour wo uld be a sensational 
impro\'ement in eng in e performa nce, but an evapora tion of 10 

lbs., in stead of 9 lb s., of water per pound of coal by b etter fur
naces and firin g ac hi e,·es th e same economi c r esult at, probably, 

lessened expense. A nd to r etain th e e vaporative effici ency whil e 
lrnrni11 g a grade of coal IO per cent cheaper th an before is an 

equally impo rtant advance, althou gh it is not so heralded from 

the house-tops. T he " man behind the poker ' ' is a \'Cr y essenti a l 
fac tor in economi cal power production. 

Sauce for the Gander 
Experience brings wisdom e\'en to Boards of Aldermen, and 

aft er a decade of electr ic traction, municipal authorities ha,·e rec

ogni zed the advant age of being fa irly liberal in the m att er of 
speeds permitted. To get th e greatest good from modern m ethods 

of tract ion, it is n ece ssary tu allow tim e as fa st as security per

mit s, and the city which keeps th e sch edule time down to 8 mil es 

an ho ur st eadily fa ll s behind her more progress i\'e neighbo rs. 

The o rdin ary electric road is fa ir ly well suit ed with the c~ndi 

tions at the presen t time, bu t we ar e di sposed to th ink that there 

is troubl e brewing. \Vh y sh ould our p luto cr atic cont e111porary 
who driY es hi s D e\'o urin g Drago n 50 miles an hour o \' er the 

public road s be ex empt from th e same limi tations that a re en

forced agai nst the troll ey car? Th e latter is a public conYe ni ence. 

the former a public nui sance. \ Vhy sho uld the one be r epressed, 
while the oth er goe s scot free? To be sure, the poli ce occas io n

ally sc rew their courage up to the point oi ar res ting some ,·en 

turesome chaffeur , whose employer promptly pays the $5 o r $ IO 
fine as often as it is impose d. If bo th were giYen thirty days fo r 

the first o ffemc and a double dose aft erwa rd . iS wo uld hur t their 

feelin g s, no do ubt . but th e dea th -r ate would be perceptibly 

decreased. 

* * * 

So far as danger is concern ed. a troll ey car at 20 mi les ·per 

hour is a far less seriou s menace th an an automob il e at the sam e 
speed, for the form er is rigo rou sly confin ed to a t rack which all 

can see a nd a\'oid , whil e th e latt er nm s wh ere it pleases. has rela
tiYely ve ry ineffic ient brake s, and is driven by tho se who care 

very littl e fo r colli sio ns, so lon g as thei r own precious skin s are 

not endange red. F urther, a tro ll ey car , fro m motives of econ
om y, is gea red so as to ha\' e on ly a moderate marg in of speed 
above th e rate ord inarily r equired for the sch edu le, whil e \'C ry 

many aut omobil es a re deliberate ly built for three time s o r four 

times th e legal speed, and wi th th e intenti o n of runnin g at the 

top notch. Th e temptat io n to "c ut loose" see ms to lie irresi st ibl e 

amon g operators of aut ombik s. 

* * * 
Thi s is n o jo kin g matt er , despite th e comi c papers. lf veh icles 

wei ghin g two to ns o r thr e<: to ns a re run over publ ic roads at 30 

mile s to 50 miles per hour, why should an elec tric ca r co nfin ed to 
a track which all may see a nd avoid be held do wn to 12 mil es o r 

15 mil es? Or, conv er se ly, if co nsideration s o f publ ic safety have 
demanded tha t th e ca r Ge co nfin ed t o thi s m o derat e speed, wh y 
~houlcl a priYat <' Yehicl e of a mu ch m o re dangerous charac ter, 

oft en driv en by re ckl ess and irrespo nsibl e per sons, be perm itt ed 

to tran sgr ess a ll rul es o f decency ? O ne does not di e th e easier 
becaus e h e is run over by i\ [r. Billion s, o f the Soft Soap Tr ust, 

rather than by a plain t rolley ca r driven by N o. ro49. 

* * * 
This matt er , m o re o ,·e r, has a practi ca l a nd co mm ercia l, as we ll 

as an ethical side. Suppose l\ f r. Billion s and hi s fri end s, instead 
o f bein g sati !> fi ed with "tooli ng"' a g reen and yello w fo ur-in -hand, 

es t abli sh an a uto m obil e lin e fr om Sn o bhurs t-0 11 -the-Sea into 

town. A nd fo llowin g thi s, ~uppose we should ha \' e a seaso n of 
fa st autom obil e omnibuses comin g into direct competiti on with 

th e electric ca rs? H ow abo ut th e speed limit th en ? Y ou can not 

hold a priva t e Ju ggernaut to o ne limit and a publi c o ne to an
oth er , and why should not both be held ri g idly t o th e conse rva

tiv e limit s already im posed on electric ca r s? \Vhat is sauce fo r 

the goose is sauce for th e gander , and we kno w of no go od r ea
son why the publi c stree ts should be g iv en ove r b ody and soul 

to dange rou s ,·ehi cles. In a few yea r s the competitio n which 

cut s no fi g ure to-day m ay become, by s teady improvem ent s in the 
auto m obil e, a pret ty seri o us m a tt er, and it seem s to us that what 

ever influence the elec tri c ra ilroads can must er should be turn ed 

to securin g one law and one practic e o f enforcing th e law for 

th em sel\'es an<l their compet it o r s. The competiti o n is tri vial 
no w, but if a co te ri e of \\' ealthy sc orcher s, with big pull s, ge ts the 
bars down in th e m att er of speed now, they will n ever go up 

,1ga 111. It is well t o kill snakes before th ey get a chanc e to g row 

fa ngs. 
* * 

Seri ously. th e un fa irness of allowing in auto m obil es which 

may be, and will be, use d fo r publi c traffic , speeds which a re for 

bidden to elect ri c cars running under much bett er conditi o n s for 
safety. is m ani fes t. \Ve think that , in m os t citi es, the stree t cars 

a re all owed a ll th e spee d that good con se rvati\' e prac ti ce permit s, 

and prac ti cally the speed is ge nera lly limited no t by sta tu te, but 

by the conditi o ns o f se n-i ce. T o place automobil es on the sam e 

fa ir plane r equires n ot r a isi ng the limit allowed for street ca r s, 

exc ept . perhaps, in a few pl aces, but stern enforcem ent of the 
sam e legal speed limit fo r bo th cla sses o f Ye hicles. The oper

a tion o f a \' chi cle geared fo r two times o r three tim es the legal 

speed in th e publi c stree ts o ug ht to be prima facic e,· idence o f 

law-break ing, to be t reated as such , and the puni shm ent ought to 

ex t end beyond nomin al fin es. Truth to t ell. we do not know 
o f an y passe nge r autom obil e in the market which is not gea r ed 

to run at illegal speeds-ii there is such an o ne, we t,hall be g lad 

to g ive it p11bli city and comm endation. T he g reat and useful 

fu ture of a1.1 tom o bil es li es not in scorching. but in th e develop
i,1 ent of type~ fitt ed fo r th e steady and useful work of eve ry-day 

t ranspo rtati on . It wo uld be a good thing ior the busin ess if the 

law ~h ould step in and compel designer s to turn th eir tho ugh ts 
to a steady-go ing, reliabl e m ot or-\'ehi cl e to run a t a maximum 

, peed of ro mil es or 12 mil es per hour , and to be ava ilable fo r the 
urclin ary work and play of li fe. .-\nd th e tim e is soo n com in g 

wh en th e law mu st step in . Racin g is well eno ugh in it s place, 

and som e m en a re born with a lo \'e o f a hot pace whi ch th ey may 
r easo nably expect to gratify , but th e world' s work is do ne a t a 

more m o derat e rat e. Certainly, th ere sho uld. at leas t . be fa ir 
play in the matt er of speed, and th e elec tri c ca r desen-es eno ugh 

fr o m the public to be permitted a fa ir sho w in the pt:hli c str ee t s, 
and th e str ee t railways have a right to demand that o th ers shall 

li e held to the same rules as th emselves. 
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President Roosevelt in a Trolley Accident 

While driving from Pittsfield to Lenox, Mass., on Wednesday, 
Sept. 3, a carriage containing the President of the United States 
and the Governor of Massachusetts was struck by a trolley car. 
The accident resulted in but sligh t injuries to the occupants of th e 
carriage, but caused the death of Secret Service Agent Craig, who 
was on the box with the driver, and severely injured the latter. 

air speech to the citizens of Pittsfield earlier in the morning, and 
was being driven to Lenox and Stockbridge, where arrangements 
had been made for further speeches previous to his taking his 
train for Great Barrington and other cities in his extended New 
E ngland tour. 

Unfortunately, the brake containing the corps of newspaper 
men who had accompanied him on his trip had been sent on ahead 
of the carriage, while the P resident stopped to visit a moment 
with ex-Senator Dawes in Pittsfield, and the first reports of the 

SCENE OF THE ACCIDENT 

T he car was a special car, chartered by members of the Pittsfi eld 
Country Club from the Pittsfield E lectric Street Railway Com
pany, and was about rooo ft. from the end of the company's line 
when the colli sion occurred, The President had made an open-

accident that reached the daily press contained, therefore, many 
inaccuracies and exaggerations. On account of these misstate
ments, which appeared in their reading pages, the editorial writers 
of a large number of papers have felt it incumbent upon them to 

VIEW OF THE ROAD, SHOWING POINT QF CROSSING TRACK 
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flay unmercifully the motorman, the railway company, the city 
authoriti es, and, in fact, the New England electric roads in general. 
The hearing, which will be held in a few weeks to fix the blame 
for the accident, will undoubtedly di sprove many of the stories 
that have been so widely circulated, and the Pittsfield Electric 
Street Railway Company, which only the night before had handled 
4000 passengers between Pittsfield and Dalton, without a scratch 
to its patrons or any meuiber of the crowds thronging the streets 
of the latter city in honor uf the President's visit, will be placed 
in a position where a more reasonable estimate of it s responsi
bility may be had. 

The facts of the accident are as fo llows: There is a single-track 
line running from the center of the city to th e Country Club, a 
distance of about a mile a nd a half. This track h olds the center 
of the road, 'South Street, until within a short di stance of th e 
terminus, where the roadway bends slightly to the left , and the 
track keeps on in a straight lin e, passing from the center to the 
side of the road. Ordinarily the vehicular traffic goi ng squth, i. e., 
in the direction of the club, keeps to the west side of the track 

THE PRESIDENT'S CARRIAGE AFT!: R THE ACCIDENT 

until the end of th e road on that side is reached, 
as the good condition of the road and the wheel 
tracks at thi s point evidences. A carriage, there
fore, which has not reach ed this turning point is 
naturally expect ed by motormen of approaching 
cars to k eep off the tracks as completely as if th ey 
were to cross the track at any other point on the 
syst em. The President's carriage on Wednesday 
was in just such a position, between 250 ft. and 
300 ft. from the ordinary cross ing. As the ca r 
had almo3t r each ed the vehicle Driver P ratt, of 
the President's carri age, whose at tention was 
wholly occupied in managing hi s four- horse tea;11, 
swung the leade rs suddenlv to the left and at
t empted to cross immediat~ly in fro nt of a11 ap
proaching car. T he motorman did everything in 
hi s power to stop, but was too close to '?.void the 
collision, overturnin g the carriage and throwing 
Mr. Craig, who had jumped to hi s fee t .1 t the ap
proach of danger, directly under the wheels of 
th e trolley car. 
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the car. The strain on the wheels on the far side of the car
riage caused them to give away, tipping the occupant s out 
into the road and inflicting a few brui ses. The near hind 

wheel was broken in, and it is probable that. 
this was the point of collision. The carriage 
was pushed to on e side and the car went far 
eno~gh ahead to hit and kill one of the wheel 
horses. 

:tlfotorman Madden, who had charge of the 
car, was a thoroughly reli:ible man, having been 
in the service of the railway co mpany for a lon g 
tim e, and having had a most excellent record. 
He was not, as was r eport ed, a new man, and 
he did not lose control of his car. In many of 
the stories published impertinent remarks were 
said to have been made to the President by the 
motorman, a statement which is entirely without 
foundation in fact. 

While the President was in the city the regu
lar sch edule on the railway line s was suspe nded 
so that the City Hall Square could be roped off 
during the addresses. The car which was in the 
accident was a special car, chartered by members 
of the Country Club to carry them from the 
City Hall Square after the President'~ address to 
the club house, where it was expected to give 
him an ovation as he passed. Before the trip 
th e conductor was given special instructions that 
he n eed not hurry, as the schedule had been 
entirely abandon ed for the time being, and he 
could take as much time as he wanted in getting 
back. That he tried to pa ss the President's car
riage in a place where vehicles ordinarily 
kept to the road is true , but that the car was 
moving at a da ngerous rate of speed seems 
hi ghly improbable. The offic ial result of the 

The geari ng of the motors was such that run
ning on level track 15 miles per hour woulc have 
been the maximum speed attainable. The acci 
dent occurred, however, on an up-grade, and it 
is attested by passengers on the car that the 
motorm.1n was running at the tim e with current 
o ff. That the car was stopped almost imme
diately after striking th t; carriage is shown by 
the fact that th e body of the vehicle was scc>.rcely 
marred, and that there was hardly a scratch on REAR WHEEL OF CARRIAGE STRUCK BY TROLLEY CAR 
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hea ring wil; be awaited with impati ~ncf' by street railway 
men throughout the country, and until the testimony of the 
motorman, conductor. pa ssen gers, driver and oth ers is made pub
lic all the facts connected with this ca tastrophe canno t be known. 
Th e foregoing, h owe\"er, is as accurate a description of th e 
acc ident as can at thi s time be obtained by a careful investigation, 
o n the spot, by a r epresentative of the editorial force of this paper , 
and shows that not only were the published report s in th e daily 
press greatly ex aggerat ed but many of them contain ed details that 
,Yere pure fabrications. The unenviable position in which it has 
placed th e town of Pittsfi eld , however, has produced a combined 
effort of th e press and public to "regulate" th e speed of troll ey 
ca rs. It is quite likely , th erefore, that sufficient pressure will be 
brought t o bear upon the company to compel it to modify it s 
prese nt excellent hi gh -speed schedule, which has previously been 
operated with universal satisfaction and perfec t safety. 

----♦----
Trolley Construction in Southern Indiana 

With the growth of trolley enterprises in the States of the 
:Middle West it would be expected that Southern Indiana would 
come in for some attention. In no section o f the country are the 
people more enthusiastic in the prospect of enjoying the pleasure 
and conveni ence of interurban roads than those of "the Pocket." 
No doubt considerable municipal aid could have been secured to 
supply necessa ry financial backing had that plan been adopted 
by promoters a t an ea rli er date, but now that the public has been 
assured so unqualifiedly by some of the companies organized that 
their propositions will go through, it would be more difficult to get 
financial assistance. 

Up to the present tim e no work except surveying has been 
clone o n any line proj ect ed in this section. Four companies have 
been incorporated to co nstruct roads to connect outlying towns 
with the city of Evansvi lle , but som e of th em have not shown th e 
financial stability that was expected of them. The fir st in the field 
wa s the Evansville & Southern , with a proposition t o build a line 
to Boo nville, in Warrick County, r8 miles in length. This has 
been abandoned, alth ough right of way was obtained. The Evans
ville & Princeton Traction Company was n ext inco rporated, to 
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MAP SHOWING TROLLEY EXTENSION IN SOUTHERN INDIANA 

build a line of about 28 miles t o Princeton, in Gibson County. 
This line is now being sun·eyed, and the public is con stantly as
sured through the daily newspapers that financial arrangements 
have been made for it s completion. There seem s some doubt 
about this, however, and local subscriptions are being asked for. 
The line has many attractive features, extending through a fine, 
thickly settl ed district. The third company to be inco rporated is 
the Eva nsvi ll e & Mt. Vernon Traction Company, to construct a 
line of about 16 mil es to 11 t. Vernon, in Posey County. The 
money necessary to construct this road has been secured, but 
befor.e entering upon the work it was desired to make arrange
ments for the satisfactory bonding of the property, so as to re
place local money. This lin e is intended to connect with the 
Evansville Street Railway. Recently the Evansville & Henderson 
Traction Company has been organized to construct a road from 
Evansvi ll e to Henderson, Ky., using a ferry to cross the Ohio 
Ri ver at the latter point. It is also proposed to connect with the 
city lines of Evansvi lle. A company has been incorporated to 
build a road fro m J as per, in Dubois County, to the West Baden 

Mineral Springs, a well-known health resort. EYansville is sur
rounded by a wonderfully ferti le agricultural country, and the 
people have been unusually prosperous for several years, and it is 
probable that any of the proposed lines would be a financial suc
cess, especially when th e city is experiencing a steady and reaso n
ably rapid growth. 

•• 
Single-Phase Equipment for Washington, Baltimore & 

Annapolis Interurban Railway 

As announced in the la st issue of this paper, the Westinghouse 
E lectric & Manufacturing Company, of Pittsburgh, has con
tracted for the equipm ent , with alternating-current apparatus 
throughout, of the Washington, Baltimore & Annapolis Electric 
Railway, ,yhich is to operate an interurban system, including a 
line from Washington to Baltimore about 40 mil es in length, and 
a branch to Annapolis rs miles in length. 

Single-phase, alternating current will be generated in a main 
power house located at Hyattsville, by three 1500-kw single
phase W es tin ghouse generato r s, delivering current at 15,000 volts 
and driven by Hamilton-Corliss cross-compound engines. This 
stat ion is of more than average size, and is, in no sense, experi-

MAP OF WASHINGTON, BALTIMORE & ANNAPOLIS INTERURBAN 
RAILWAY 

mental. The power h ouse wi ll be built of brick with stone and 
concrete foundation s, and will contain, in addition, two 125-vcit 
direct-current gen erator s to be u sed as exciters for the alternators, 
and a large switchboard with electrically-operated oil switches, 
circuit-breakers, lightnin g arresters, etc. Current will be dis
tributed from the power house at 15,000 Yolts to transformer sta
tions loca t ed at suitable intervals along the line. These trans
former stations will contain only stationary transformers with the 
necessa ry switches and fuses, but no moving machinery, and will 
not, therefore, r equire th e presence of an attendant. From these 
stations, current will be fed to the· single trolley wire at rooo volt s. 
The pressure of 1000 volts, which has been adopted for the trolley 
wire, is not a necessary part of the system, as a much higher 
voltage could have been u sed if it had been deemed adyisable by 
the engineers of the road. 

Th e cars will probab ly be 60 ft. in length and weigh about 50 
ton s each. They will be supplied with M. C. B. trucks designed 
for high speed; the track is laid with 80-lb. rails, and it is ex
pected that the distance of JI miles will be made in forty-five 
minutes, including st ops. The cars are to be equipped with four 
motors, each of roo hp, a nd it is expected that a normal speed 
of 40 miles to 45 miles can be attained and a speed of 60 miles 
reached when necessary. 

The motor, which is th e novel part of the equipment and the 
key to the entire system, is a variable speed machine having 
characteristics adapted to railway service, and the manufacturers 
claim that it is , in all respects, equal to the present direct-current 
railway motor. It has been developed and tested in severe serv
ice by the Westinghouse Electric & Manufacturing Company, 
under the supervision of B. G. Lamme, assistant to the chief 
engineer. The company thus far, however, has closely guarded 
the details of design and construction, but it claims to have at
tained very satisfactory results in experimental work. 

As mentioned before. th e power house is now being erected at 
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East Hyattsville, JVI<l., where the :-ai lway compa ny owns a s ite o f 
three ac res. This stat ion will be completed in about twelve 
month s, will be 133 ft. x 203 ft. in size and cost in the neighbo 1· 

hood of $350,000. It is loca ted conveni ently to water for con
densin g purposes and t o railway facilities for handling coal, and 
will furni sh power for the Chesapeake Beach Railroad, whi ch is 
to di scontinue the u.se of stea m, and, perhaps, in addition, t o 
manufacturing plants to be located in this neighborho od. 

The co mpany is t o take over a small direct-current road abo ut 
r4 mil es lon g, runnin g from Washington to Laurel , Md., and 
curren t fo r thi s line will be furni sh ed by two 200-kw sin gle- ph ase 
rotary converters lo cat e<l at the power house in Hyattsville. This 
apparatus is also a n ew departure and of considerable interest , 
especially s in ce it shows th e possibility of ope ratin g the new sys
tem with ex isting direct-current plants. 

Th e sin g le-phase m otor, if success ful, will mark a radical de
parture in elect ri c rail roadin g. In the o rdinary m ethod of oper
ating street rai lways. direct current is fed t o th e troll ey lin e fo r 
the car-moto rs. For city lin es a nd densely-populated districts. 
the current is often gen era ted as direct current. but for long
dista nce interurban roads thi s would involYe a cost of c.oppe-r 
conductors entirely prohibitiYe. To m eet th e latter obj ection , it 
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FIG. 1.-TRACKLESS TROLLEY CAR AND OVERHEAD 
CONTACT ARRANGEMENT 

has become common practice in this country to ge nerate alter
nating currents at 10,000 Yolts t o 30,000 Yolts and transmit them 
to sub-stations wh ere, by m eans of transformers and rotary con
verters, the current is supplied lo t he troll ey wire as direct current 
at_ the usual railway vo ltage from 500 volts to 650 volts. The 
rotary converter sub-s tati on, howeYer , has always bee n an ex
JJ<"nsiYe feature. chiefly on account of the cost of the apparatu s and 
building and the attendance required. In E urope the polyphase 
induction motor has been used to som e ext ent , but it implies th e 
use of two o r three overh ead wires, and, moreoye r, the character
istics of the induction m o to r in regard to startin o- and averao-e 
effici ency in railway senice are said to be not of th~ best. Oth~r 
system s which have been proposed inv olve the use of single
phase m oto rs upon the car s driving generato rs, which , in turn . 
supply power to th e motors on the axles. o r , in other words , 
placing a sub-stati on upon the car it se lf, which can not be con
sidered a g reat improvem ent over the o rdinary alternating-cur
rent, direct-current system. Details regarding th e new We sting
hou se syst em have not been g ive n out , but it is co ntended t11at 
by it s me the limitation s of th e induction m otor and the disad
vantages of th e multipli city o f overhead conductors, as well a s 
the great cost of th e sys tem las t described. will be avo ided. 

Th e en gin eers of th e n ew road are th e Cl eveland Construction 
Company, of which Will Chri sty is president. The officers of 
the Washin gt o n, Baltimore & A nnapoli s Railway Company are 
W. H. Lamprecht, pres ident , and Otto Miller. secretary, both of 
Cleveland, Ohio. The directors are as follows: W. H. Lam
!Hecht , F. T. Pomeroy, F. N. Wilcox and Otto Miller, a ll of 
Cleveland, Ohio; Will Christy, o f • Akron. O hi o; James 
Christy, Jr. , of Washington, D. C., and W . L. Marbury, of Balti -

__ more, Md. It is a lso stated that Henry Everett, E. W. Moore 
and W . J . Mandelbaum & Co. , of Cl eveland, are largel y in terested 
in the enterprise. 

The Trackless Trolley in New England 

Ment ion has been made of several projects to int roduce th e 
" track less trolley" in N ew E ngland, but t hu s fa r no seri ous a t
tempt has been made to establish a co mm ercial system in thi s 
co untry afte r the m anner o f th e foreign undertakin gs. Now, how
ever, it is a nn oun ced th a t a company has been engaged upon th e 
problem and that a modifi cation of the m ethods described in th e 
STREET RAILWAY Jour{N.\L, of March r and A ug . 2, has been 
perfected an d wi ll sho rtl y be put into practice in L owell , M ass., 
and other places in New En gland where perm ission has been se
cured from local auth oriti es . It is clai med that A. B. U ph am , of 
Bosto n, president of the Eas tern Trackl ess T ro ll ey Company, 
more than a year ago installed a temporary lin e to dem o11 strate 
its practicability ; and th e company of which he is president hopes 
soon to h ave a line i11 practical co mm ercial sen-i ce. 

T he accompanyin g sketch, F ig. r. show s a car desig ned to seat 
twe nty passengers, with standing room for ten m ore, and is 
equipped with two m oto rs, and cont ro ller for changing speed. In 
thi s system two tro lley poles are empl oy ed. Th ey press apart 
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FIG. 2.- TRANSVERSE - SECTION OF TROLLEY WIRES, AND 
METHOD OF CONTACT WITH TROLLEY WHEELS 

a pair of horizontal trolley wheels, as sho wn in th e cuts. As 
these wheels are hori zo ntal and pressed again st the side s of th e 
wires, it m akes n o difference what angle th e poles make with the 
wires, as viewed from above; whether in th e sam e vertical plan e, 
or reaching over sideways fro m any direction. On this account, 
the vehicle can t:avel with g reater freedom either directly be
neath the trolley wires , or alon g lines parallel with the wires at 
any distance s within the reach of th e trolley pole s. This, with 
trolley poles of the u sual length, gives a vari ation extending to 
about 8 ft. on each side of the wires; thus permitting a veh icl e 
6 ft. in width to travel along any part of a roadway 22 ft. wide, 
and is fou nd to be ample for all practical purposes, as it enable s 
th e motorman to guide h is car around and between other wago ns 
without tho ught of the trolley. 

Th e two trolley wh eels are stro ngly presse d apart with th eir 
flanges embrac in g th e inn er faces of th e t ro ll ey wi res .and they 
thus constitute, in effect, a dovetail hold upo n the wires. Such 
arran g ement permits of a simpl e and practical m ethod of switch
ing the trolley from one line to another. The iorm of switch 
employed fo r this purpose con sists of a laterally swin gi ng switch 
tongue, introduced as a sect ion of one of the trolley wire s at a 
po int wh ere another pair o f wires join th e main line, as shown in 
the accompanyi ng sketch, F ig. 2. A sprin g retain s the switch 
tongu e closed and so permits the trolley wheels to t!·aver se th e 
m ain lin e without interruption; but, when a trolley approaches 
on the branch line, the instant one trolley wheel meets th e switch 
tongue it forces the latter over until it s end makes contact with 
the opposite main-line wire, and so provides a mean s for guiding 
the wheel ove r to thi s wi re, whil e th e other wh eel simply roll s 
abo ut th e co rn er from the branch \lire to the other o f the two 
main-lin e wi res. After the trolley wheels have pa ssed, th e 
swi t ch-tongue is returned to its normal position by ·fr s spring. 
Fig. 2 is a trans\·erse sectio n of a pair of tro 11 ey wires sho win g 
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thei r hangers and trolley wheels in engagement with the wires, the 
reference letters AA indicate t he trolley wires; BB, the wire
hangers; CC, the stay wires; D, the wooden bar joining th e hang
ers ; EE, the trolley wheels ; FF, the trolley poles; GG, the bearing 
exten sions for g uiding the t rolley wires into the grooves of the 
trolley wheels, and HH, the cords r eaching from the bearing ex
tensions into the r each of th e ca r conductor. 

Another advantage in th e horizontal a rrangement consists in 
the facility with which the wheels can be applied to th e trolley 
wires. This is accomplished by providing the bearings of each 
wheel with a rigid extension flus h with the wheel flange, and 
having a rope hang from the end of each extension into the 
r eac h of the occ upants of the car, while a third rope is provided 
for drawi ng the two trolley po les together and at the same time 
g iving th em an upward pressure. 

To app ly the trolley to the wires, the conductor or motorman 
pull s upon this third rope until the upper ends of the poles are 
drawn together and so r endered capable of ri sing up between 
and above the wires, the two ropes first nam ed being u sed to 
guide the sam e. The third rope being then r eleased, th e trolley 
poles and wheels separate until the two ropes meet the wi res. 
These latter ropes are now pulled down upon until the ext ensio ns 
referred to reach the wi res, and until the wi res pass from these 
exten sions into the flanges of the wheels. 

Owing to the fac ility with which the troll ey can be shipped and 
unshipped, it may be adapted for a mixed passenger and fre ight 
business. It is explained whenever a swift passenger car ap
proaches or overtakes a slow freight carrier, the la tter removes 
its trolley while th e oth er s teers around and past it without stop
ping. This faci lity would likewise do away with waits at turn- -.. 
o uts, enabling the cars on a s ing le lin e to keep on until two 
approach each other, when the o ut-going car, for instance, re
m oves its trolley a nd th e other passes without delay. 

•• 
Home-Made Parlor Car 

The equipment of the Concord, Maynard & Hudson Railway 
Company includes a handsome parlor car, which is in constant 
demand for th eat er parties and excursionists w ho desire to make 
a trip over its lines a nd enj oy the natural beauties of that section. 
The scenery in thi s part of New E n gland is un surpassed , and th e 
ride over the company's lin e forms a very popular trip, as it passes 
a number of hi storic al h ouses and points of interest. A picture 
of the car , which is now in operation, is p r esented h erewi th , to
gether with an interi or view, which sh ows the decorations a nd 

furni shings of this handsomely fitt ed coach. This car is particu
larly interesting, as it is the first of three special cars to be turned 
out from the company's shops under the personal direction of 
J ohn Vv. Ogden, superintendent of the system. At the present 
time there are two more cars of th e same type going through t he 

INTERIOR OF CONCORD PARLOR CAR 

shops, and th ese are being hurried to completion because of th e 
demand which has been created by th e operation of the first car . 

The company had six car s which were originally built fo r a 
storage battery road, but which were never put into service. 
Th ese cars were 'sp lic ed so as to make three trolley cars, 40 ft. 
over all. As th e entire fr a me work, including si ll s, cross t imbers 
and studding, was of ext ra heavy construction, it was an easy 
matter to r ebuild them into a substantial structure. One end of 
each battery car was taken out to a point about 3 ins. above the 
door, and t he end was arch ed, as may be noticed in the int erio r 
view. The advantage o f thi s plan was in preserving th e fram e of 
each car intact and making the whole- structure part icularly strong 
when bolted together. After joining these parts they were rein
forced by 6 in. x 8-in. Southern pine timber, extending the whole 

RECONSTRUCTED PARLOR CAR OF THE CONCORD, MAYNARD & HUDSON STREET RAILWAY 
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length of the car and bolted through the original sill. Outside of 
this timber was secured a ¾-in. angle iro n, S ins. :is: S ins., and a 
small angle iron as well for drip rail to increase the rigidity of the 
top of the car. For bolst ers 8-in. x 8-in. oak was used, reinforced 
by ½-in. plates. Another improvement was eff ected in changing 
the windows so as to open up instead of dropping down, as 
originally designed. The old hoods were saved, but new plat
forms and vestibules were built . T he fl oor of the car is of ¼-in. 
maple, and the sh eathing inside of white wood, mahogany stained. 

The outside of the car is painted dark blue for the body and the 
trimmin gs are in a lighter shade. T he scrolls are gold leaf and 
aluminum. As represented in the illustrations the car presents a 
very handsome appearance. T he car is wired for eight cei ling 
lights and twenty side li ght s, with lily pattern shades of different 
colors, thus ensuring an even distribution and the diffusion of 
subdued light. The panels back of the side lamps are painted a 
light blue and the rest of the interior is of mahogany fini sh. The 
draperies at the windows are of electric blue, with white cord and 
tassels, and a very handsome velvet carpet covers the floor. In 
one corner of the car is a toilet room, and there are also provided 
two ice boxes arranged under seats, so as not to occupy space and 
not to spoil the appearance of the cars. The tops of these corner 
seats are upholstered in crimson plush. In addition there are 
twenty-one rattan chairs with colored plush cushions, two tete-a
tetes, one mahogany and one rattan table, and plenty of sofa 
pillows to ensure the comfort and convenience of the occupants 
on long rides. The bronze rod from which the draperie s are hung 
runs the entire length of each side of the car, and the brackets 
supporting it were especially de signed so as to furni sh at the. sam e 

the Council of the municipality, having the right to regulat e the 
rate of fare or other conditions of travel. The t en-year pro
vision is seriously objected to. A leading promotor , in speaking 
of the proposed code, summarizes the result s in a very few words. 
"We will," says this authority , "be unable to finan ce a road under 
such conditions. It practically means a straight ten-year fran
chise, and no bond-buy er would consider the bonds of a road hav
ing such franchises. The State of O hio has, within the last few 
years, had its tax duplicate increased from $40,000.000 to $50,000,-

000 by capital from New York, Boston and Philadelphia invested 
in interurban roads, not one of which could have been financed 
under the provisions of the proposed Nash code. The franchi se 
is one of the first things financiers look at in furnishing money 
for such a road. Twenty-five years is short enough period under 
which to sell bonds, but ten years is out of the question." ____ . .._ __ _ 

Electric Locomotive for Freight and Industrial Service 

The es tabl ishment of interurban roads and the development of 
the freight and express business of these lines have created a 
demand for electric locomotives fo r hauling heavy trains in place 
of single cars mounted on electric trucks. Up to the present 
time, heavy railroad service has not received as much attention 
at the hands of electrical engineers as the street railway and ele
vated service. For this reason the field has been left practically 
to the steam locom otives, but in many cases it has been found 
that elec tric locomotives can be conveniently and profitably em-

FIG. I.-FOUR-WHEELED, TWO-MOTOR, ELECTRIC LOCOMOTIVE FOR HAULING COAL Al\D ASHES OF BROOKLYN RAPID 
TRANSIT COMPANY 

time hooks upon which to hang wraps and hat s. All the trim
mings and furni shings through out the car blend harmoniously and 
present a very attractive appea rance. The car has a seati ng 
capacity of thirty-one peopl e. 

The dimension s of the car, as rebuilt, are as fo llows: Length 
over all, 40 ft·: 8 ins.; height , 12 ft. S ins.; width, 7 ft. ro ins.; dis
tance between bolsters, 21 ft. 3½ ins. 

The car body is mounted on Peckham No. 14 B-3 double truck s, 
with four 12-A 30 motors, K-12 controller s, Christensen air equip
ment, arc and incandescent head lights, troll ey catchers and two 
trolley poles. 

:. To Defeat Twenty-Five-Year Clause in Ohio 

Th~ traction intere sts of the State are exerting every effort to 
defeat the clause in the proposed code for Ohio ci ti es, whi ch pro
vides that railway franchises shall be for twenty-five years, and 
that every ten years they shall be subject to change at the will of 

ployed. T hi s is also true of private railway lines in large indus
trial establi shm ents, of swit ching ya rds, and where it is desired to 
replace steam loco motives in hauling trains t hrough tunnels. 

A careful examination of the problem shows t hat under suit
able conditions, especially where the work is largely concen
trated, a central power plant transmitting electrical energy to a 
numb er of motors is more economical than num erous steam loco 
motives, whi ch, of necessity, are not working under the condi
tions m ost favorable to econ omy. This is part icularly true of 
localities where the cost of fuel is high, and it is bel ieved that 
the transmission of elec tricity at high potential for long distances 
will open up a wider field for electric locomotives in heavy rail 
road service. For short branch lines or for suburban freight or 
passenger traffic, where it is not convenient to equip the cars 
with motor-driven trucks, electric locomotives may be operated 
economically , but this, of course, is governed largely by local 
condition s. O ne of the most promising field s for electric loco
motives is the switching service, either for heavy or light traffic. 
Where the service is intermittent, as, for instance, at railway ter-
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minals and on <locks an<l in in dustrial plants , they are especially 
economical. There a re som e classes of industrial establi shm ent s 
to which elect ric locomot ins are particularly well adapted, as for 
instance, in lumber mill s, on accoun t of th e fire ri~k s or wh ere-

.-:--:---,~ ... -.-...... 
. , -

haul sugar-cane from the plantations to the grinder. T hi s also 
is a 4-wheeled, 2-motor eq uipment. Fig. 3 shows a 4 ft. 8½ ins. 
gage sw itchin g locomoti\'e weighing 13 tons. T his locom oti\' e 
is employed at the At la nti c Coast Lumber Company's ya rds in 

FIG. 2.-HAULING SUGAR CANE FROM HAWAIIAN PLANTATION TO GRINDER 

ever th e smoke and gases from steam loco m oti\'e s would be ob
jectionab le. 

Seye-al exampl es of recent inotallation s of thi s kind are illus
trated in th e accompanying cu ts. Fig. i show s an equipment 
em pl oyed by the Brooklyn Rapid Transit Company for h aul ing 
coa l a nd ashes at it s power plant. This is a 4-ton , 4-\\'h eeled 
locom otin uf the minin g type, equipped with two direct-current 
motors and a trol ley po le standard. Fig. 2 show s another type 
in use by the Hawai ian Elect ri c Company. It is employed to 

George town, S. C. It is a 4-wheeled loco m o tive driven by two 
m otors capabl e of exerti n g a ful l load draw-bar pull of 4500 lbs. 
at a speed of 6 mil es an ho ur. A .seri es-parall el controll er is 
used o n thi s lo comotiYe, a nd permits o f a spee d of 3 miles an 
ho ur with the m o tors operat in g in se ri es. Probably th e most 
interestin g example for the steam railroad m en is th at present ed 
in the illu st ration of the Ca rn egie Steel Company's equipment , 
F ig. 4. Thi s compri ses an 8-wheeled elect ri c locom otive haulin g 
a heavily-laden frei g ht train. Two m oto r s a re empl oyed. 

FIG. 3.-ELECTRIC LOCOMOTIVE HAULING LUMBER,.TRAIN OF ATLANTIC COAST LUMBER COMPANY 
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A ll of these locomotives have been built and equipped by the 
Baldwin Locomotive Works and the Westinghouse E lectric & 
Manufac turing Company, which have been engaged jointly in 
invest iga t ing the special requirements of th is service and develop-

the motors exactly the same as if hung between the wheels with 
single gears. 

Small 4-wheeled pedestal-type locomotives usually have frames 
made of wood, substantially put together in the sam e manner as 

FIG. 4. - EIGHT-WH EELED, FOUR-MOTOR, ELECTRIC LOCOM OTIVE OF CARNEGIE STEEL COM PANY 

ing suitable apparatus to meet the conditions of general practice. 
The mechanical detail s of th ese equipments receive the same care
ful attention that is g iven to steam locomotive work. A large 
variety of motors ar e available that are suitable for ordinary 
gages, but o n exceedingly narrow gages, such as are sometimes 
used in industrial plants, it is found desirable to use motors of 
larger size th an can be placed between th e wheels, and special 
designs h ave been prepared, wh ereby motors of large capacity 
may be applied t o any reasonab le gage by double-transmiss ion 
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FIG. 5. -MOUNTING LARGE M OTORS ON A NARROW GAGE 

gears. T he gen eral ar ran gement of gears and suspension is ill us
trated in Fig. 5. T he journals of the shaft carrying the inter
mediate gea r run in boxes working in pedestals over the main 
journal boxes of th e locomotive anu rigidly conn ected with them, 
permittin g the locomotive to r ise and fall on th e ax les without 
disengaging the gear s. T h e locomotive is supported on springs 
in t he usual manner. The motors are hung on the shafts of the 
interm ediate gears, as if they were the ordinary wheel axles with 
th e usual nose suspen sion. This arrangement gives a motion to 

steam locomotive tender frames, with cast-iron pedestals securely 
bolted. fl.lost of the larger 4-wheeled locomotives and all loco
motives with eight wheels have frames made either of steel chan
nels or of cast-iron channels, securely bolted. 

Trucks for 8-wheeled locomotives are designed especially for 
the weight they are to carry, allowing strength for an ample factor 
of safety. Two -types of trucks may be used; the "M. C. B. 
equalizing-bar" type, illustrated in Fig. 6, or the "direct-spring 
hung" type. The latter ha s springs placed over the journal boxes, 
supporting the frames. Either of these types may be constructed 
with swing bolsters or rigid centers. The frames are made of 
wrought-iron throughout, carefully finished to templet, with cen
ter frame or transom and pedestals accurately fitted and squared, 
all bolts being turned to a driving fit in reamed holes. Bolsters 
and spring planks are made of channels, steel plates or bars, or of 
oak. Equalizing bars of wrought-iron are designed for ample 
factor of safety in service, two bars resting on the journal boxes 

The locomotive is entirely supported on springs, of cast-steel, 
tempered in oil, designed to insure smooth riding and prevent 
pounding. The motors are suspended on springs, relieving them 
from shock in starting and on rough tracks. On small loco
motives the wheels are generally of chilled cast-iron, while loco
motives of larger size are usually equipped with steel-tired wheels. 
Chilled wheels have the advantage of cheapness, while the steel
tired wheels have in their favor durability and facility in making 

renewals. Tires are secured to the centers by retaining rings, 
permitting replacements to be readily made. 

In general practice, it is recommended that one end of the 
motor be attached to the axle with suitable bearings, and the 
other end supported by a spring suspension hung from the lo
comotive frame on four-wheeled locomotives, and usually from 
the truck transom on eight-wheeled locomotives. The eight
wheeled double -t ruck type may also be equipped with the Gibbs 

cradle suspension, in which the entire weight of th e mot ors and 
cradle is carried on the axles, t he sus1wnsicn springs takin g up 
th e shock in passing over frogs, switches, crn~s-overs, rail -jo ints 
and uneven11Ess of track. 

The experience of the engineers who have been engaged upon 
this investigation, as well as the companies that have employed 
electric locomotives, is that one of the most important question~ 
to be determined is the proper capacity of th e motors to be 
employed. Locomotives of the same draw-bar pull may require 
very different motors. It is pointed out that a short, straight 
haul over a level track , as in carrying material from a railway 
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line to industrial works, requires a moto- differing in capacity 
from that used in a locomotive employed in shifting; and the 
presence of grades may further differentiate the types of motors. 
The power required for propelling a locomotive is, therefore, 
exceedingly variable, and the rai lway motor under normal condi
tions works for only a bri ef inter\"al at any one given output. The 
maximum load which it can momentarily carry under such condi
tions will, of course, depend upon its commutation, but it is al
most invariably th e temperature rise of the coils which limits its 
capa city. \Vith rapidly int ermittent and varying loads, this tern-

FIG. 6.-PLAN OF ELECTRIC LOCOMOTIVE TRUCK 

pcrature rise will not follow each applicat ion or change of the 
current, but will aepend upon the average ra te of working of the 
motor. 

The equipment includes controllers of the se ri es-parallel or 
rheostat type, the latter b ein g recom.mended for switching. The 
controllers are provided with a magnetic blow-out device. An 
a utomatic railway type circuit-breaker and a Wurts lightning 
arrester are al so provided. 

The trolley is designed to withstand h eavy strains, and where 
the current is large, a doubl e-tandem troll ey is employed. Where 
service conditions prevent th e use of a ground return , a double 
trolley for an overhead return sys tem is furnished. In some in
stallation s it is desirable to use a third-rail for the distribu~ion of 
current , and for th em a cast-iro n contact shoe is furni sh ed. Cur
r ent conn ections are mad e by a flexible cable. The standard 
sh oe is of the same design as that used on the Boston Elevated 
a nd th e Brooklyn Rapid Transit systems. 

-------+♦-+---

Increase of Wages in Buffalo 

During the early part of this yea r an announcement was pub
li shed in this paper of an increase in wages of conductors and mo
tormen on the lin es of the International Traction Company, of 
Buffalo, and, in conn ection with this increase, of a system of paying 
premiums for immunity from accidents. This system has proved 
so satisfactory to the company that last week a second announce
ment was made of another increase in wages. This, following a 
number of other improvements which the management has made 
in the condition of its employees, and several outings which have 
been extended during the summ er to the families of the workmen 
have evoked a great deal of favorable comment from the men, as 
well as from the general public and press of Buffalo. 

The increase just made amounts to about IO per cent of the 
wages paid the men, and was made without solicitation on their 
part. T he information was con veyed to employees, who are about 
1300 in number, in the form of an individual letter to each motor
man and conductor in the employ of the company. This letter 
read as follows: 

Dear Sir.-Th e general excellence of the service rendered by 

our trainmen prompts me to express my appreciation and to 
take this opportunity of thanking you personally for the part you 
have taken in bringing about such a gratifying state of affairs. 

Your painstaking effort s have made the present success po s
sible, and in recognition thereof I now advise we will at once 
materially increase the wages of all trainmen; notice to be posted 
o n Sunday will give the n ew rate, effective on Sept. 1, 1902, as 
follows: 

Twenty cents per hour, platform time, for the first-year con
tinuous sen·ice. 

Twenty-one cents per hour, platform time, after one year's con
tinuous service. 

Twenty-two cents per hour, platform time, after two years' 
continuous service. 

I would also remind yo u that the wages paid on the various 
lines controlled by this system, in March, 1900, ranged from 14 

cents to 18 cents per hour, an average increase of over S cents 
per hour having been made since th e date of our meeting in Saint 
Stephen's Hall. Superintendent Coons and his assistants haYe 
aided me in carrying out the promises made at that time, and, as 
a r esult, the rules have been modified and revised~ regular men 
are not obliged to forfeit their run s as formerly; runs have been so 
arranged as to make the hours of relief mo st pleasing to the men; 
all high-speed ca r s have been equipped with air brakes and seats 
have been provided for motormen of interurban lines. 

It is, therefo re, apparent that we appreciate your loyal support 
and intelligent work, and, in consequence, are endeavoring to so 
improve both th e wage s and surrounding conditions as to make 
the positions worthy of your best effo rts. 

Trusting that the present happy state of affairs may continue 
undi sturbed, and th at each man will do his utmost to give this 
company the reputation of having the most careful. and courteous 
trainmen in the world. I am Yours truly, 

T. E. MITTEN, General Manager . 

•• 
Pennsylvania Tunnel Franchise 

Representatiyes of the Pennsylvania Railroad Company, the 
Rapid Transit Commiss ion, Board of Estimates and Appropria: 
tions and Board of A ldermen, and the borough presidents, of 
New York, h eld a conference la st week, at which the terms of 
the proposed contract between the city and the railroad, for the 
building of the tunn el from J ersey City under the North River 
into Manhattan , and th ence under the East River into Long 
I sland City, were discussed. There were several points upon 
which the conference failed to r each an agreement. The position 
of the Pennsylvania Railroad Company was very clearly set forth 
by President Cassatt in a letter which was submitted to the con
ference, and which was, in part, as fo ll ows: 

In discussing the term s of a revised franchise with your joint committee, 
amendments were sugges ted covering proper sanitary supervision of the 
tunnels, the right of the city to place its fire a.nd police wires within the 
same, and in suring prompt completion of the work, and the permanent pos• 
session of the fran chise b y a New York corporation. No objections were 
made to these amendme.nts and the Tunnel Company is quite willing to 
accept them; but another suggestion that the Tunnel Company shall further 
indemnify th e city aga in st any claim for damages that may arise out of the 
closing of Thirty-Second Street , between Seventh Avenue and Ninth Avenue, 
cannot be assented to, for the reason that in agreeing to the price of $788,600 
fo r the ground within th e vacated portions of this street, the Tunnel Com• 
pany is paymg wh at is admitted to be the full fee ~imple value of the land, 
,md which value largely r esult s from such vacation. It is, therefore, incum• 
bent on the city to m eet such damages, if any, occasioned by the vacation, 
for which it may b e h eld legally liable. It can hardly be claimed that the 
Tunnel Company should fir st pay full value for the land and in addition 
thereto pay damages which ar e an essential part of such value. 

One point more remains to be referred to, upo.n which the Pennsylvania 
R ailroad Compan y d esires that no misunderstanding shall exist, and that is 
the suggestion that in th e grant of the franchise, a conditio.n shall be im
posed regulating th e rate of wages and the hours of the men employed upon 
th e work. Coun sel adv ise that this whole question has been so fully disposed 
of by the Court of Appeals of New York, that it is unnecessary to do more 
tha.n to say that the law is n ow settled, and that the city cannot impose such 
condition s even in th e buildin g of its own subway. As has been explained 
tc, your committ ee, thi s is a question of no practical moment, for the reason 
that the work will be let to contractors, who will necessarily have to co.nform 
to the labor situation as it exists in New York. It would, therefore, be 
simply a pretense for th e Tunn el Company or the Pennsylvania Railroad Com• 
pany to agree to do something over which neither company has any control. 
Rut, outside and beyond thi s, the City of New York is not justified in im
posing any such condition. 

So far as the Penn sylvania R ailroad Company is concerned, it s relations to 
labor, organized and unorganized, are of the m ost friendly character. It 
does not ask its employees whether they belong to one or the other class. 
It only asks for and insi sts upo.n faithful service. 

Several modification s were proposed by the city's representa
tives, but to none of them would the railroad agree. The com-
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pany took the position that the city co uld not legally saddle these 
co ndition s upon the company, that it could not enforce them if 
the company accepted them, and that th e company would no t 
lend itself to a scheme that was palpably a bid for the labor vote 
Ly Borough P res ident Cantor and the Tammany A ldermen. 
Comptroller Grout wanted to know how the eight-ho ur and the 
prevailing rate of wages clauses could b e enforced if put in the 
co ntract. 

"If they are included in the contract I will be sati sfied," said 
President Cantor. "Let the enforcement t ake care of itself." 

The conference was discontinued after President Green agreed 
to submit the plan of arbitratio n proposed by Comptroller Grout 
to President Cassatt. Another conference will be held on the 
franchise on Sept. / 7-

--------+-♦----

Transportation Arrangments for Detroit Convention 

The tra nsporta tion committee of the American St1eet Ra ilway 
.<\ssociation has compl eted special arran gements with th e railway 
companies of the several sections of the country for the trans
portation of delegates and visitors t o the Detroit Conven tion. 
The New York and New England delegation will lrnve a special 
train, with which co nnection may be made by those living in 
cities throughout the Eastern district. T hrough car sch edules 
have also been arranged from W estern and Southern points to 
Detroit. Th e committee has issued the fo ll owing bulletin, con
t aining detailed information regarding arrangements from all 
parts of th e country: 

A spec ial train will be provided , consisting of P ullm an buffet, 
smoking and drawing-room and sleepin g cars fro m New York 
and Boston as per schedul e, under charge of a spec ial passenger 
agent of the New York Central. 

From New York a nd New Engla nd : 
Boston- Leave Boston & A lb any Ry. 2:00 p. m. Tuesday, Oct. 7. 
\Vorcester-Leave Boston & Albany Ry. 3:05 p. m. Tuesday, Oct. 7. 
Springfield- Leave Boston & Alba.ny Ry. 4:29 p. m. Tuesday, Oct. 7. 
Pittsfield- Leave Boston & Alban y Ry. 6:08 p. m. Tuesday, Oct. 7. 
A lbany-Arrive Boston & Albany R y. 7 :30 p. m. Tuesday, Oct. 7. 
New York-Leave New York Central 4:00 p. m. Tuesday , Oct. 7. 
Poughkeepsie-Leave New York Central 5:56 p. m. Tuesday, Oct. 7. 
Hudson-Leave New York Central 6:53 p. m. Tuesday, Oct. 7. 
A lbany-Arrive New York Central 7:35 p. m. Tuesday, Oct. 7. 
A lbany-Leave New York Central 7:40 p. m. Tuesday, Oct. 7. 
Schenectady-Leave New York Central 8 :10 p. m. Tuesday, Oct. 7. 
Fonda-Leave New York Central 8:45 p. m. Tuesday, Oct. 7. 
Utica-Leave New York Central 9:54 p. m. Tuesday, Oct. 7. 
Syracuse-Leave New York Central 11:15 p. 111. Tuesday, Oct. 7. 
Rochester-Leave New York Central 1:05 a. m. \Vednesday, Oct. 8. 
Buffalo-Arrive New York Central 3:00 a. m. \Vedn esday, Oct. 8. 
Detroit- A rrive Michigan Central 7:45 a. m. \Vednesday, Oct. 8. 

.Din:ng car serving dinner from Boston and New York. 

Connections will be made from all New England points either 
at Boston, W orcester, Springfield o r New York. Appli catio ns for 
sleeping car accommodations from Boston and Albany points 
should be addressed to l L. \Vhit e, city passenger agent, Boston 
& Albany Railroad, 366 ·washington Street, B os ton , Mass.: from 
New York and points o n New Yo rk Central, to Milton C. Roach, 
general Eastern passenger agent, New York Central & Hudson 
River Railroad, 1216 Broadway, New York City. Early applica
tion should be n ade for space on the special, as reservations 
will be made in th e order appli cations are received. 

THROUGH CAR SCHEDULE FROM WESTERN AND SOUTHERN 
POINTS TO DETROIT, MICH. 

Fro m Louisville and South: 
Leave Loui sville, Pennsylva.nia line s, 4 :00 p. m. Pullman sleeper Louis

ville to Detroit. 
I.eave Indi,rnaoolis, Pennsylvania lines, 7 :20 p. m. Pullman sleei:,er Louis

vi lle to D etroit. 
Leave Logansport, Pennsylvania lines, 9 :50 p. m. Pullman sleeper Louis

ville to Detroit. 
Arr ive Detroit 7 :35 a. m. 

Apply t o agent, Pennsylvania lines, at points named. 
F_rom St. Louis and the Southwest: 

Leave St. Louis, \Vabash Railroad, 8 :30 p. m. Through sleeping car. 
Arrive Detroit, \Vabash Railroad, 9:30 a. m. 
Apply to city ticket agent, \ Vabash Railroad, St. Louis. 

From Cincinnati and South: 
Leave Cincinnati, C. H. & D. R. R. , 9:45 p. m . Through sleeper. 
A rrive Detroit, Michigan Centr:il, 7 :45 a. m. 
Apply to city passenger agen t, C. H. & D. R. R., Ci ncinnati, Ohio. 

From Pittsburgh: 
Leave Pittsburgh, Pennsylvania lines, 1 :05 p. m. Through sleeper. 
Arrive Detroit, Michigan Central, 7:45 a. m. 
Apply to city ticket agent, Pennsylvania line, Pittsburgh, Pa. 

From Chicago and the West: 
Leave Chicago, Michigan' Central, 10:30 a. m. , 3:00 p. m., 10:00 p. m., 

11 :30 p. m. 

Arrive Detroit, Michigan Central, G :10 p. tn. , 10 :45 p. m., 7 :~;; a. m., 
9:50 a, m. 

Parlor cars on day and sleep ing cars on )light trains. 

Address L. D. Heusner, general western passenger agent, Michigan Central 
Rai lroad, 119 Adams Street, Chicago, for reservations. 

Rates of Fare.- Th e various tra ffic associations have nam ed fare and one
third on th e certificate p lan. Wh en purchasing tickets ask the ticket agent 
for certificate. 

Pullman Fares.-Regular rates apply from all points. 

T he committee, in submitting the foregoing, announces that 
the lines named were se lected as official routes, all having through 
Pullman service to and from Detroit. In addition to the fore
going, the committee advises the fo llowing direct conn ection s: 

From Philadelphia: 
Pennsylvania Railroad. ~Jeeping cars to both Pittsburgh and Buffalo, 

connecting with Pullman se rvice to Detroit. 
Philadelphia & Reading and Lehigh Vall ey route. Sleeping cars to Iluf

falo, connecting with Pullman service to Detroit. 
From Baltimore and Washington: 

Pennsylvania Railroad. Sleeping cars to Duffalo and Pittsburgh, connect• 
ing with Pullman ser vice to' Detroit. 

From Canadian Points: 
The Canadian Pacific and Grand Trunk lines run Pullman cars fro m 

Montreal and Toronto to Detroit. 

-----♦----
New York Central Plans 

The first official announcement of th e plans of the New York 
Central & Hudson River Railroad Company regardmg the sub
st itution of elec tri city for steam in the operation of trains through 
its tunnel, and the other improvement s contemplated at the ter
minal station, was made las t week by President H. H. Newman 
in a communication to th e city officials, asking for the nec
essary authori ty. The company has filed a petition asking the 
local Board of Improvements of the Murray Hill District to 
initiate proceedings immediately for certain changes in Park 
Avenue, between Forty-Fourth Street and Fifty-Sixth Street, and 
sections of inter secting streets at points where they cross th e rail
road yards. The petition asks for th e widening and closing of 
a part of Park Avenue and for t he discontinuance and closing of 
certain cross streets. 

President Newman says that the improvements are to be ef
fected with out cost or expen se to· the ci ty, and that it is the object 
of the railroad company to acquire title , by proper proceedings, 
to the discontinued portions of Park Aven ue and intersecting 
st reets , and the railroad company proposes to vest, or cause to 
be vested, in the city titles to the land to be acquired for a new 
portion of Park Avenue and to bear all th e expense of opening, 
regul ating, grading and pavi ng the same. For the discontinued 
portions of the streets the rai lroad company agrees to pay the 
city full cash val ue. 

Upon the subject of the change of mo tive power in the tunnel , 
President Newman says in his letter accompanyin g the petition: 

It is the present intention of the railroad company, and the Mayor has 
already been so advised, to discontinue the use of steam as a motive power 
for all of its trains on the Hudson and Harlem divisions, within the city 
limits, and to operate by electricity on the Hudson division, probably as far 
as Croton, and on the Harlem division, probably as far as \Vhite Plains. 

The date upon which operation by electricity can be commenced will be 
determined, the necessary authority being obtained, upon the time required 
for the construction and equipment of power houses. It was with the desire 
of hastening and of prosecuting so much of t his work, as might be possible 
under the existing law, that the negotiat ions wer e begun; and with the same 
desire the company is ready, if it has the co-operation of the city as prayed 
for in the petition, to enter into contracts for the power houses required for 
operation by electricity, just as soon as necessary details can be perfected. 

Accompanying this letter is the petition of the rai lroad com
pany fo r authority to close the streets named. The petition is 
signed by \V. C. Brown, third vice-president of the New York 
Central Railroad Company, and W. S. Crane, treasurer of the 
New York & Harlem Railroad Company. The petition contains 
a complete description of the streets to be closed. together with 
maps upon which the changes are clearly designated. The rail
road company announces its willingness to indemnify the city 
from all costs and expenses which may be incurred, in order to 
effect the alterat ions, and agrees further that the existing bridges 
in the st reets mentioned shall be properly a nd suitably extended 
over th e portions of the streets proposed to be discontinued. 

•• 
New Car House and Repair Shops at Minneapolis 

T h e Twin City Rapid Transit Company is now building, in 
Minneapoli s, on th e property bounded by University Avenue, 
Fourth Street, First Avenue and Second Avenue, a most complete 
car house an d repair sh op, setting aside a portion of the buildin g 
fo r the tt~e of the employees. The structure is not an entirely 



STREET RAILWAY JOURNAL. [VoL. XX. No. 11. 

new one, but the old building has been so enlarged and remod
eled that fe w traces of it remain. The entire front has been set 
back 40 ft., an addition, i25 ft. x 330 ft., and a new central build
ing fo r offices and m en's quarters erected, making the dimensions 
of the modern structure 330 ft. x 290 ft. 

The cars are to be cared for in two long wings flanking the new 
central building. Th e entire floo r space of these immense wings 
has been excavated 5 ft. below the, floor surface, and a solid con
crete floor has been laid over the excavated surface. The regular 
pi ts for car inspection and repair work are provided 

The central building, which is two stories high, contains the 
offrces and m en·s quarter s. These latter show, on the part of the 
company, an unusual consideration for the comfort. h ealth and 
entertainm ent of its employees. It is, in short, a club for the 
motorm en and conductors when off duty. Just back of the airy 
offices is the m ain room for th e men, 24 ft. high, with a balcony 
e n three sides. H ere will be easy chairs, and tabl e$ for games, 
books and m agazines, etc. Around the walls , both on the main 
floor and the balcony, are 650 h andsome roomy lockers. Back 
of this room are the dressing and bath rooms, the latter includiHg 
an apartment equipped with the latest typ e of shower baths, all 
of whi ch will be open to the empl oyees at all times and without 
cos t. Still further back are the repair shop s. 

---•♦---
London Letter 

( From Our R egular Correspondent.) 
l\Ir. J ames Dalrymple, C.A., accountant to th e Glasgow Corpor

ation Tramways, has been asked by the executive committee of 
the Association of l\Iunicipal Tra mway Manager s of Great Britain 
to prepare a full r eport on the standardiza tion of tramway accounts 
to be put before the association at it s nex t meeting. There is 
no doubt that all corporat ion accountants and tramway managers 
will be ready to ass ist in th e preparation of such a report. 

At the ordinary half-yearly general meeting of the shareholders 
of the Metropolitan District Railway Company, the chairman, Mr. 
R. vV. Perks, M.P., in moving the acceptance of th e report, to
gether with the half-yearly statement of accounts, called atten
tion to the fact that the company carri ed a larger number of 
fir st-clas s passengers during the period covered than during any 
previous term since 1892. The increase during the six months 
was 134,000 fir st-class passengers over the corresponding period of 
t he preceding years. Continuing, he said in part : "We have car
ri ed 318,456 more second-class passengers than in the June half of 
last year, and our season-ticket business has very materially ad
vanced. We have, during the half-year, issued 2471 more season 
tickets than during the corresponding period of last year; but I 
am sorry to say that we do not get as good a return out of this 
t raffic as we do out of our average traffic, excluding the season 
tickets. But when we come to deal with the third-cla ss, and espe
cially the workingmen's business, we are not so happy in our 
result s. We have carried, during the half-year , 1,191,000 more 
passengers in our third-class coaches; but the bulk of those are 
workingmen, and that figure has been made up by the transfer 
from the third-class carriages of 657,871 passengers. W e have lost 
£8,943, and we have only gained £ 4,082 ; so that there has been 
a net loss of £4,860. We have issued, during the half-year, £ 182,-
000 of Di strict second guaranteed stock, and we have been com
pelled to issue that stock, as authorized by you at a previous meet
ing, at a discount of £32,000. Under our arrangement with the 
Traction Company we are under contract to issue to the Traction 
Company ordinary stock at the rate of £25 for every £ 100 of 
stock, and we have issued some of that stock at that agreed price 
during the half-year to pay for expenditure which has been in 
curred by the Traction Company. We have been compelled, owing 
to th e severe at tacks made upon thi s company during the present 
sess ion of P arli ament, to spend a much larger sum than we care 
to do in parli amentary expen ses. Our n ormal law expenses are 
£ 134, as again st £200 in the corresponding period of last year; 
so that on our ordinary law expenditure we have really saved a 
little money: but when we come to the parliamentary expenses, 
instead of spending £ 191, as we did la st June, we have had to 
spend, during the last half-year , no less a sum t han £2,043. W e 
have thought it better to charge the whole o f thi s amount against 
our revenue account for the pr esent half -year, and not to deal 
wi th it in the nature of a suspen se account, or to carry it forward 
fo r di scharge in future half-years." Announcement was also made 
that a m eetin g of the prefer ence proprietors was held to consider 
a proposal which has been submitted to them by the U nderground 
Ekctric Company. That company is under contract to take a 
very large block of ordinary stock as part payment for the 
elec trical equipment of our railway. They are also building, at 
their sole expense , the power house at Lot's Road, and we shall 

have to pay a rental to them for the use of a portion of that 
power house. They have, therefore, very great interests in our 
company, and they have a very sanguine opinion of the results 
of electrification. Having that high opinion they have made a 
proposition to the _preference proprietors to guarantee them a 
dividend, rising from 1 per cent in the first year to 2 per cent in 
the second year, and then 3 per cent in perpetuity, upon the pref
erence stock. 

The chairman said the old arrangement with regard to the 
power house was that it was going to cost £400,000, and this com
pany would hav e had the right of lea sing it at 5 per cent, which 
would have been £20,000 a year. Now, however, the power house 
was o-o in g to cost £1,250,000, and of course they could not pay 
inter:st upon that amount , and therefore they would take their 
current either at cost or at an arbitration price. The board had 
decided to abolish the omnibuses which were formerly run by the 
co mpany, as the directors con sidered that they did not pay. 

The Northeastern Railway Company is inviting tenders for the 
electrical equipment of certain local lines in the neighborhood of 
Newcastle-upon-Tyn e. These lines consist chiefly of: (1) A cir
cular route from Newcastle-upon-Tyne, along the River Tyne, 
through North Shields, Tynemouth, Whitley, Monkseaton, back 
to Benton and Newcastle-upon-Tyne. (2) A new line which is 
in course of construction to Ponteland. (3) The Quayside Branch, 
a short piece o; lin e laid on a g radient of 1 in 27, running down to 
the Shipping vVharfs at Newcastle-upon-Tyne, used for "Goods" 
service only. The total length of line to be equipped is equiva
lent t o about 40 miles of double track, and the equipment wit! 
include all necessary sub-stations, high and low tension cables, 
fi ftv motor coaches and two goods locomotives. Current will be 
ge~erated at one of the power stations of the Newcastle-upon
Tyne Electri c Supply Company, Ltd., and supplied as three-phase 
high-tension current at 40 periods and 6000 vo lts. The normal 
pa ssenger train will consist of two motor coach es and one trailer 
coach, operated on the multiple unit system, the Quayside Branch 
being operated by elect ric loco motives. The average speed of the 
pa ssenger trains will be 22 miles per hour, including 20 seconds 
stop at each intermediate station. 

The chairman of the London Road Car Company, presiding at 
the annual meeting, intimated that amalgamation was only a 
matter of terms with the London General Omnibus Company. 
The report of the directors contained many interesting facts. The 
company keeps an average of twelve horses for each omnibus 
running: the average o mnibus earns £2 10s. a day, seven days a 
week; it costs £2 7s. 3d. for maintenance, thus yielding a profit, 
roughly, of 2s. 9d. a day. The total passengers carried by this 
company amounted to 35.934,262 in the first six months of this 
year alone. The horses in service average 5335. 

The new scheme of elec tric trams to connect Ashton-under
Lyne and Hurst has been officially tried and inspected. A large 
crowd assembled outside the municipal offices, and as the car 
proceeded on its journey there was an outburst of cheering. A 
double-decked car was requisition ed, and the tramways com
mittee, with the corporation officials , were driven along the cir
cular route , making a circuit of Hurst Urban District. The new 
service will be a great boon to the inhabitants, knitting the dis
tricts more closely together. 

The Hove Town Council has carried a report recommending an 
expenditure of £ 103,700 to introduce trams in the borou.gh. The 
proposal includes the absorption of the Shoreham tramways run
ning between Hove and Shoreham Station, 5 miles westward, 
and to have three new routes in Hove-one having a terminus 
near Brighton Station, another at King's Road, and another at 
Hove Station. A net profit per annum of £3,636 is estimated. 

The protracted liti gation between the Manchester Corporation 
and the Carriage & Tramways Company has ended. The dis
pute was over the t erms on which the company's undertaking 
should be acquired by Manchester and th e local authorities whose 
tramways are in future to be worked by Manchester. The cor
poration, as owner of the greater portion of the tram lines, con
tended that it was not bound to purchase the company's depots , 
cars, etc., which were used on lines that it leased to the company. 
The company's "undertaking," the corporation maintained, com
prised only the lines that it actually owned as well as worked, and 
the local authority was obliged to buy just so much and no more 
of the depots and plant as was suitable to and used for the pur
poses of the tramway service over these lines. The company, on 
the other hand, urged that its whole system was its "undertaking." 
and that the distinction between owned and rented lines was 
fanciful and unjust. As most of the depots and the plant employed· 
in the horse tram service will not be needed for the electric service, 
and will be of no use to the company, it was really a question as 
to who should bear the loss. Mr. Justice Bigham yesterday de
cided that the loss must fall on the purchasing authorities, thus 
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confirming the decision given in May by Sir Frederick Bramwell. 
M anch ester and the alli ed di str ict s have therefo re to pay £496,06~ 
inst ead of £ 229,353 for the co mpany's undertaking, together with 
all t he cost s of the proceedings. 

Mr. W eir, in the House of Common s, called the a ttention of 
the president of the Board of Trade to th e fact that th e Glasgow 
electri c t r a mway cars had not yet been fitted with governors or 
speed indicators, and asked wo uld h e tak e steps, under the Glas
gow Tra mway Act , 1899, to r equir e th eir provision? Mr. Gerald 
Balfour r eplied that the r equirements as to th e provision of gov
ernors and speed indica tors o n t he Glasgow Corporation tram 
ways are those contain ed in the statuto ry regulations made from 
time t o time by the Board of Trade. U nder the regulations at 
present applicable, speed ind icato rs must be fi tted on all ca rs after 
Oct. 3, unless the board sh ould see fit t o p rolo ng the t im e. Gov
ernors must be fitted if the board so requir e, but , as at present 
advised, the board are not co nvinced that it is in th e interest o f 
public safety to make such r equirem ents. 

The contract or s fo r the co nstru ctio n o f the permanent way o f 
th e tramway ext ensions at vValsa ll a re to commence th eir work 
imm ediat ely. T he erection of th e ca r houses and depot at the 
Birchills has been already comm en ced. 

At Liverpool Cham ber of Comlnerce Mr. \,Vali er, of L ondon, 
r ecently outlined a sch em e wh ereby present and proposed tra m 
lines of the South L ancash ire Tramways Company, with th ose of 
Liverpool , whi ch would, when completed, cover 400 mil es, mi ght 
be utilized fo r conveyance of goods by night when not used fo r 
passenger traffi c. H e contended that the cost of tran sshipment and 
terminal ch arges, compared with rai lway, shou ld be considerably 
lower, and di stri ct s at present iso lat ed brought into connection 
with the M ersey, whereby coal , iron, hardware and building 
materials would benefit. T he schem e met with general approval. 

The formal inauguration of th e n ew electric tra mways fro m 
Rothesay to P or t Bannatyne has been duly cel ebrat ed. On th e 
invitation of the company over one hundred gentlemen, repre
sentative of the various local bodie s, proceeded on th e old ho rse 
cars from Roth esay to th e power stati on a t P ointh ouse, wh ere, 
aft er an inspection of th e work s, the gen erati ng plant was set in 
op eration by P rovost McIntosh. T he company th en proceeded 
in two of the new electr ic cars to R othesay, wh ere they were 
photographed, and aft erwards lunch was served in the public hall. 
Mr. Miles, of th e British E lectrical Tract ion Co mpany, presid ed , 
and addresses were g iven by, a mon g oth ers, Provost McIntosh , 
of Rothe say ; P rovost Ander son, of Greeno ck wh o r eferred in 
highly fav orable terms to th e sa me comp,any' s syst em at 
Greenock ; Mr. J. Russell T homson, sec retary of R oth esay Tram
way Company, and o th ers. 

The County Council is about to take oYer th e svs tem of the South 
London Tramway Company, whose lines run ~long the southern 
shore of the Thames from the Borough, through Southwark west
ward to Batter sea and Wandsworth . T his acqui ~ition will enable 
the Council to con solidate and de\' clop the whole o f the South 
London service. 

The highways committee has recommended the London County 
Council to apply fo r pa rl iamentary powers next sess ion for exten
sion s of the t ramways system of a tota l length of 26½ miles, and 
at an estimated cost of £1,180,750. With three ex ceptions, th e 
underground electric conduit system is r ecommen ded. 

A t the half-yearly meeting of the shareholders of the Li verpool 
O verhead Railway Company dividen ds of 5 per cent on the prefer
ence and 1 per cent on the ordinary shares were declared, and 
£3,792 was carried fo rward . Commenting on a dimin ution in the 
gross profits, during the half yea r , of £ 3,5o8, the chai rman, Sir 
W . B. F orwood, sai d it was mainly due to the competition o f th e 
corporation tram service, and par tly to di sturbances at the docks 
caused by the closing of many g raving docks. T he closino- of the 
Dingle Station , owing to fire, accounted for about £ 70(; of the 
falling off. A new electric fireproof equipment has been adopted. 

Following upon the adoption of motor parcel mail vans between 
Manchester and Liverpool a few months ago, the postoffice authori 
ties have decided, in spite of initial drawbacks which led to the 
temporary su spen sion o f the system, to extend the service to some 
of the immediate suburbs of Manchester. A nother contract has 
been let for t wo vans to run between M anches ter an d Altrincham 
and M an chester and Fl ixton , taking in Stretford and Sale on the 
former route, and U rmston on the latter. The vans wi ll be each 
o f 18-hp capacity and will ca rry between 25 cwt. and 30 cwt. T hey 
will be in operation by November r. 

The report of the Dublin Un ited T ramways Company ( 1896) . 
Ltd., for the half-year ended June 30 shows that the d irector s have 
declared di vidends fo r the half-year at the rate of 6 per cent per 
annum on the preference ~hares, and at the ra te of 5 per cent per 
annum on the ordinary shares. 

Messr s. W ernher, Beit & Co., London, the well-known South 

A frican financier s, have appointed Mr. William Clark, the chief 
engineer of the Glasgow Corporation Tra mways, manager of the 
Lisbon T ramways. T he sa lary attached to the post is £1,500 per 
annum. Mr. Clark is a native of Dumfr iesshire, but has spent 
nearly all hi s business life in Glasgow, having served in several 
large engineering firm s in the city. In 1885 he became engineer to 
the Cleansing Department, and when M r. Young was appointed 
general manager o f the Corporation Tramways in 1892, be ap
pointed Mr. Clark as hi s chief engineer. H e has a thorough 
knowledge o f a ll t ramway work, and per sonally is highly esteemed. 

A t the ordinary meeting of the Central London Rai lway, Sir H. 
Oakeley presiding, the directors r ecommended dividends on the un•· 
di vided ordinary and the preferred ordin ary stocks at the rate of 
4 per cent per anum . In moving the adoption of the report, the 
chairman said they had increased the number of passenge rs by 
nearly 2,500,000, having car ried 23,000,000, incl uding about 2.750,000 
a t half fa res. T hey had earned gross r eceipts amounting to £ 185,-
118, which was £20,000 more than in the corresponding half-year, 
and practica lly representing an increase of 12½ per cent in the 
r eceipts. They had ea rn ed £18,000 more at a cost of £2,300 less. 
vVith regard to the large sum carri ed fo r ward , they had to face the 
expen ses incurred in their unsuccessful bill dur ing thi s session o f 
Parliament, and, furt her, to meet the cost of the improvements and 
alterations necessa ry to avoi d vibration . T hey were unable to as
certa in precisely what the charges would be. T he board , therefore, 
thought the shareholder s wo uld approve of the proposal to defer 

· any definit e appropriation of the availabl e surplus until the end of 
the year, by which time they would have full er knowledge of their 
liabilities. L ord R athmore seconded the motion, and it was carri ed. 

AC. S. 
----+-+-----

Rhode Island Labor Law Upheld 

Th e Suprem e Court of Rh ode Island h as sustained th e con
stitutionality of a ten-hour law passed by the General Assembly 
in January, which prov ided that no street railway company could 
work its employees more than ten con secutive h ours in any 
twelve hours. Th e Supreme Court upholds th e law by the con
curren t judgment of five of t he seven judges before whom th e 
argument was made. Of th e other two, Jud ge Douglass sat 
silent , fo r th e reason that h e is a stockholder in the co rporation 
most directly a nd intim ately affected. Judge Blodgett di ssented 
in a long and vigorous o pinion. In th e majority opin ion of 
Judges Stiness, T ill inghast, \Vilbur , R ogers and Du Bois the 
right of the L egislatu re to limit th e h ours of labor per fo rm ed 
under privat e con tract is affirm ed. A s t o th e con struction of th e 
act th ey say: 

The first section forbids an officer of a company to exact more than ten 
hours' work, from which an infe r ence m ighi. ari se tha t it could accept it, if 
rend ered voluntarily, as by contract. T he secon d section , however, rebuts 
such an inference, for i;1 that section the in ten t is expla ined as fo ll ows: "The 
true inten t and purpose of this act is to l imit the usual h ours of labor of the 
employees of street railway cor poration s, as aforesaid, to te.n hours' actual 
wo'rk a day, to be perform ed within a period o f twelve con secut ive hour s." 
T hi s express in ten tion to limit the hours is q ui te incon sisten t with an in 
feren ce to permit it by con trad. If such an in fe ren c·e could stan d it would 
be possible for part ies to a.-oid the act by their s imple con cent, and thus 
to render it a n u lli ty. T he apparent purpose o f the act is not to create a 
righ t in favor of the employees, which th ey migh t waive, so much as to 
guar d the public safety from service too prolonged fo r alertness in the exer
cise o f r easonable care. If tb s be so, th e p ub lic safety cannot be made de
pen dent upon private con tract s. 

Th e dissentin g opinio n of Judge Blodge tt concludes as fo llows: 

To the constitut ionality of such legislation I cannot assent , whether it is 
sought to be justified as a valid exercise o f th e police power or as an exercise 
of the reserved right to alter and amen d th e character of in corporation of the 
several companies affect ed thereby. 

Section 2 of the act provides: "That it i s the true inten t an d pur pose of this 
act t o limi t th e usual hours of labor of the em ployee3 of st reet railway corpo• 
ration s, as a fo resa id, t o ten hours' actu al work a day, to be· per fo r med with in 
a period of twe,ve con secutive hour5, as a for esa id, whether such employees be 
employed by the trip, the job, the hour, th e day, the week, or any other 
manner." 

If the hours of labor in an y lawful ca llin g m ay be thus lim ited by law to ten• 
in each day, beyon d the power of either party to in crease, if n ot to d im inish 
them , it fol lows th a t th ey m ay be limited to e ight or to t welve, or to any 
o ther number of hou rs in lik e mann!!r an d with like effect, thus substituting 
fo r t h e con stit ut ion a l right o f i.n d ividual lib erty of con tract the transien t and 
fluctuatin g will o f a legislative majority wh ich h oth p lu tocrat and dema
gogu e will ur,ceas ingly str ive to cont rol and against wh ich the indiv idual will 
he powerless to defend, a like helpless whe ther the legislative spoliat ion of the 
employer or in d ustr ial servitu de of the empl oyee shall for the hour prevail. 

A n d if th e forego ing observat ion s shall seem to have been d irected less to 
t h e limits of th e legisla t ive power over qu as i-publ ic corporation s, tha n to the 
limits of the same power over th e citizen , i t is sufficient to reply t hat the 
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latter is the graver and higher quest ion by a s much as the man is above the 
d ollar. 

F or the rea~ons set forth , 1 am of the opinh.>n that the act in question is 
uncon stitution al in the particulars enumerated i nd is wholly void. It follows 
from the uncon stitutionality of th e Jct, and as a necessary con clusion, that a 
street railway conductor, g ripman, or m otorman, may freely contract fo r such 
hours of labor with hi s compa ny as may be agreed L!pon between them. 

----♦----
Convention of the New York Street Railway Association 

The a nnu al ga th erin g of th e st reet railway m en oi New York 
State was held o n Sept. 8 to Sept. II , at Caldwdl, on Lake 
George, one of the most pi cture sque spots in the State. It was 
the twentieth annual m eetin g o i the Street Rai lway Associa tion 
of the State of New York, and was celebrat ed in a fitting manner. 
T h e programme for the m ee ti ng it self was ca refull y arranged , and 
provision had been made for the discussion of sen-ral very im
portant topic s ; moreover, special a tt ention was given the social 
fea tures, and , a s a result, there was an unusually large attendance 
of ladies. Amp le provision had been made for their entert ain 
ment , and many of th e railway men took advantage of th e occa
sion to make th e com ention an extension of their outin g. 

The programme opened with a reception and h op at th e New 
Fort William Henry Hotel, on Ivl onday evenin g, at which dele
gates and visitors were entertain ed. The bu si ness sess ions began 
Tuesday morni ng with a m eeting of the executi ve committee a t 
9 o'clock, fo ll owed an hour later by th e fo rm al openi ng of the 
convention. 

Tuesday \\"a s given up entirely to the bu siness of the as sociation 
a nd long sessions were held durin g both the morning and after
noon. The entertainment prov ided for the ladi es on Tuesday 
morning was a trip by the mountain cabl e rai lway to the summit 
of Prospect Mountain. Thi s road, which was described in the 
STREET R AILWAY J OURNAL for October, 1895, has a terminus 
very near For:t William Henry Hotel. The annual banquet was 
held in the evenin g at the Fort \Villi am Henry H otel, and was a 
very successful affair. There was a large att endance, and about 
200 delegates a nd g uest s sat down at the tabl es. A n innovation 
was made in invitin g the ladie s to attend the banquet, and a large 
number did so. Their presence added very mu ch to the pleasure 
oi th e banquet, and many wi shes were expressed, both in speeches 
and o th erwise, that this feat ure of the banquet sh ould be made 
permanent in the future meetings of the a ss9ciation. Speeches 
were delivered by :\Iessr s. Rogers, Colvin , Daly, Powers, O ' Con
nor , Brady, Steel m an and E ly. l\ l r. Colvin acted as toastmaster, 
and wa s particula rly felicit ous in introduci ng the several speakers. 

\Vednesday m ornin g was al so devoted to the sessions of th e 
a ssociati o n, and the clay being clear th e ladies made the ex
cursion to \Varrensburg by carri age, which h ad been o riginally 
arranged fo r Tuesday afternoon. The fin al bu si ness sessio ns of 
th e associat ion were held on \Vednesday m ornin g, and in the 
afternoon a trip was made by steamboat down the lake through 
the Narrows. Th e scenery at thi s point is consid ered th e mo st 
beautiful on Lake George , and the air was clea r and exhilirat in g, 
and just such as was n eeded to mak e the trip an idea l o ne. Nearly 
all th e delegates. ladies and o th ers in attendance at th e conven
tion participated in the trip, and in th e o pinion of the to uri sts, 
one of the speakers of the previous evenin g, at th e banquet , was 
pe rfectl-y correct when h e characterized Lake George as the most 
beatiful lake in t he co un try, a nd amo ng th e five m ost beauti ful 
lakes in th e world. 

The steam er return ed to Cal dwell pier in time to all ow those 
who desired t o take th e evening train south , but many of the 
guests remained to ta ke the trip to the top of Proc;pect Mountain, 
where a b eautiful panorama of the surro undin g A dirondack regio n 
and Hudson Valley, and extending into three States, was obtained. 

A ltogether, the convention was not only on e of the most suc
cessful but also the largest in attendance of any in the hi story of 
the assoc iation. while the work accomplished was most valuable. 
The space at th e di sposal of thi s paper thi s week precludes the 
publication of more than a brief note in regard to it, a few of the 
papers and the president' s address. but it is the intention next 
week to publish the additional papers as well as a report of the 
business meetings of the association. 

•• 
To ReS?'ulate Fares on Interurban Lines in Indiana 

The incoming Indiana Legislature, it is said, will be asked to 
enact a law fixing a maximum passenger r ate o f 1 ½ cents a mile 
on interu rban elec tri c rail ways. It is claim ed. th e State can do 
this, as it has establi sh ed a maximum fa re of 3 cents a mile for 
steam roads. T he rates which now prevail o n t!l e electric rail
ways are from 1¼ ce n ts to 2 cents a mile , but an increase is 
threatened because of an increase in taxation by the State Tax 

I 

Board. The interurban companies can not conceive why the 
stea m companies should be allowed a m axi mum fare of 3 cents 
a nd they be compell ed to submit to a maximum of 1Vi cents. The 
interurban roads will oppose such a movement. 

•• 
Annual Report of the International Traction Company 

and the International Railway Company 

The annu al r eport of the International Traction Company and 
the Internation al Railway Company, of Buffalo, N. Y., for the 
year ended June 30, has com e to hand, under date of Sept. I. The 
report r ev iews th e history of the organ iza tion of both the Inter
nati onal Traction Company and the International Railway· Com
pany, se tting fo rth the present statu s of the companies. As is well 
known, the Intern at io nal Traction Company was organized Jan .' 
18, 1899, for the purpose of consolidating under o ne management 
th e st reet railway system s of Buffalo, Niagara Falls and Yicinity. 

In executing thi s plan th e company purchased the entire capital 
stocks, as li sted below in column A, of the follow in g companies: 

A. B. 
Buffalo Railway Company. . . . . . . . . . . . . . $5,370,500 

Crosstown St. R y. Co. of Buffalo .. .... . $2,860,000 

Buffalo Traction Company .. .......... . 600,000 

Buffalo, Bellevue & L. Ry. Co ......... . 90,000 

Buffalo & Niagara Falls Electric Ry ... . 1,250,000 

Buffalo & Lockport R y ....... ..... .. . . 1,000,000 

E lmwood Ave. & Tona. E. Ry. Co .... . 14,250 
Lockport & Olcott Ry ......... . ...... . 200,000 

Buffalo, Tona. & N. Falls E. R. R. Co .. 1,500,000 

N iagara Falls & Susp. Bridge Ry. Co . . . 6 00.000 

Niagara Fall s Whirlpool & N. Ry ..... . 50,000 

Niagara Falls Susp. Bridge Co ....... } 
Clifton Suspension Bridge Co ....... . 400,000 

Lewiston Connecting Bridge Co ...... } 
Queenstown H eight s Bridge Co ..... . 

400,000 

Niagara Falls Park & River R y. Co .... . 600,000 

$II,320,500 $3,614,250 

N OTE.-The stocks li sted in column B were owned by the com
panies whose stock s next precede in column A . 

The capital stock of the company, authorized and issued, is 
$15,000,000, of which $ 5,000,000 is preferred 4 per cent cumulative, 
and $10,000,000 common, and th ere has been authorized an issue 
o f $30,000,000 fift y-yea r 4 per ce nt co llateral tru st gold bonds, due 
1949. A sta t ement co ncerning bo nds authorized under collateral 
tru st indenture at Jun e 30, 1902, foll ows: 
Total bonds a uthurizcd. . . . . . . . . . . . . . . . . . $30,000,000 

U nissued and r ese rved under Sec. 3, Art. 
I, of collateral tru st indenture for re 
tirement of like amount o f unde1 lying 
bonds of purch ased co mpanies ......... $12,285,000 

. Sold and ori g inally held by 
underwritin g sy ndicate ..... $11,428,000 

Sold fo r purposes of con struc
struction improve ment s and 
betterments. ( See Sec. 4, 
Art. I, Coll at, Trust Inden-
ture) . . . . . . . . . . . . . . . . . . . . . . 1,020,000 

In treasury , applicabl e to cor-
porate purposes . ... . . . .... . 2,267,000 

Total issued as per balance sheet.... 14,715,000 

Unissued and reserved under Sec. 4, Art. 
I , of collateral tru st indenture for pur
poses o f futur e construction, improve-
ments, betterments and acquisitions.,. 3 ,000,000 

Total .. , . , , . , ...... , ....... , ............ , . . . . . $30,000,000 

The stocks heretofore enumerated in column A (except 
shares qualifying directors), together with $60,000 bonds of the 
Tonawanda Street Railroad Company, have been deposited with 
the Guaranty Trust Company, of New York, trustee, under the 
provisions of the collateral trust indenture . 

The combined income account of the International Traction 
Company and the owned and controlled companies for fiscal years 
ended June 31, shows: 
Surplus income of owned compa- 1900. 1901, 1902. 

ni es before charging dividends.. $350,255 $528,389 $1,135,554 

Income of International Traction 
Company (interest on loans to 
owned companies)..... . . . . . . . . 70,832 132,839 2o8,917 

Total inc ome .... ,. ,,,,. ........ . $421,037 .po61,228 $1,344,471 
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Interest on bonds, I. T. Co ..... 
I nte rest, discount and ex-

change ..................... . 
Taxes .......... .... .......... . 
S undry expe nses .............. . 

457,120 462,885 

5,209 58,749 
2,250 4,500 
1,029 2,449 

To tal fixed charges, in terest, etc.. $465,609 $528,583 

S urplus for year .................. *$44.521 $132,644 
* Defi cit. 

497,920 

78,526 
4,500 
2,464 

$583, .. p o 

$761,060 

T h e condensed balance sheet of th e International Traction 
Company a t Jun e 30, 1902, shows: 

ASSET S. 

Securiti es owned . .............................. . . 
F ifty-year 4 per cent co llateral trust go ld bond s 

in treasury .......... .. ... ............. ... .. .. . 
Account s rece ivable .... .. ............ .......... . 
P repaid taxes ................................... . 
Cash ................................ .......... . 

$29,47 I ,418. 12 

2,267,000.00 
237,126.91 

2,250.00 
6,128.49 

Total asse ts ...................... .... ·. . . . . . . $3 1,983,923.52 

LIABILITIES. 

Capital stock, co mmon ... ...................... . 
Capital stock, preferred ... ...................... . 
F ifty-yea r 4 per cent co llateral tru st gold bonds .. . 
Bill s and accounts, payable ............... . .. ... . 

T otal liab ilit ies ................ ............. . 
By profi~ a!1? _ loss surplus, being excess of assets 

over hab1ht1es ....................... ... ... ... . 

$ ro,ooo,ooo.oo 
5,000,000.00 

14,71 5,000.00 
I ,600,622-40 

668,301.I2 

T ot al . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $31,983,923.52 

T he officers of the company are: \ V. Caryl Eiy, president; 
Charles McVeagh , secreta ry; R. F. Rankine , treasurer. Charles 
Steele. F rancis L ynde Stetso n , Tem ple Bowdoin , Charles 
Mc V eagh , of New York City; Thomas De Witt Cuyler, of Phila
delphia, Pa.; L. J . Hayden, of Park Ridge. N. J. ; William B. 
Rankine, of Niagara Falls, N. Y. ; W. Caryl E ly, of Buffalo, N. 
Y.; Burt Van H orn , of Newfane, N. Y., directors . 

T he Internat ional Railway Company was orga111zed Feb. 20, 
1902, und er the pro visions of the general rai lroad law of th e State 
of New Yo rk. Into it there have been gathered by co.1solidation, 
merger and purchase, under the laws of th e State of New York 
and of the D omini on of Canada and the Province of Ontario, all 
of th e operatin g companies, Ame rican and Canadian. embraced 
in t he o riginal p lan, excepting only the Crosstown Street Railway 
Co mpany, of Buffa lo. T his last- named corporation has an author
ized capital stock of $3,000.000, of which $2,86o.ooo has been 
issued. Th e Int ernational Ra ilway Company owns all of the 
stock except ing shares qualifying directors. Two mi llion dollars 
($2,000.000) of the capi t al stock is pledged under the debenture 
mortgage o f th e B uffa lo Railway Company as col lateral to the 
$1,000,000 debenture bonds issued th ereunder. and as soon as the 
bonds are retired the Crosstown Street Railway Company will be 
merged into the Intern ational Rai lway Co m pany. Three hundred 
a nd fi fty th ousand do llars ($350,000) of its issued bonds are held 
by th e t rustee of the con solidated mortgage of th e Buffalo Rail 
way Company to retire an equal amount of Buffalo Railway Com
pany 's consolidated bonds when matured. Its officers are the 
same as those of th e Internatio nal Rai lway Company and its 
property is operated by that co m pany. 

T he capital stock of the company is $17,000,000. of which 
$16,320, 500 has been issued and the balance is in th e treasury of 
the co m pany. T h e I n ternational Tract ion Company owns all the 
capital stock of In tern ational Rai lway Company, and has pledged 
the same with th e Guaranty Trust Company, of New York, trust ee 
under its co llateral t rust inde nture . 

Int ernational Railway Co mpa ny has no funded debt, but it 
has assumed the paym ent of the outstandi ng bonds of its con
stituent companies, amoun ti ng in t he aggregate to $10,928,000. A 
substant ia l amount of th e bonds can be ret ired at an early date, 
th ereby effec ting a ve ry considerable saving in int erest and a cor
respo ndin g increase in the surplus earnings of the I nternational 
Railway Company. 

The system comprises 352.95 mil es of single t r ack, of which 
there are 212.61 in the Buffalo divi sion, 59.32 miles in th e Lock
po rt division, 81.02 m iles in the Niagara Fall s division. Th e gage 
of th e track is 4 ft. 8½ ins. The equipment co nsis ts of 905 car s, 
divided as fo llows: 724 motor cars; 239 train and service ca rs, 
and 2 elect r ic locomotives for hauling freig ht on the Lockport 
divis io n ; 15 car stations. 

The following is the combined operating statement of lhi con
stituent companies of the Interna tional R ai lway Com pany for 
year ended J une 30 : 

1902. 1901. 1900. 1899. 
Gross receipt s ....... $4,426,675.97 $3, 129.094 $2,575,921 $2,333.316 
Operatin g expenses. 2,256,481. 44 1,574.887 1,374,673 1,354,912 

Earnings from o pe-
ration ...... . ..... $2, 170, 194.53 $1,554.207 $1,201,248 

!11iscellaneous earn-
ings ...... .. .. .. . . 

Total ea rnin gs ...... $2.3 10,021.06 $1,649,773 $1,275,332 $1,063,843 
Fixed charges, in-

cluding interest on 
floati ng debt to In -
t ernational Trac-
tion Company ..... $1,174,466.68 $1,121,384 $925,077 $871,795 

Surplus ............. $1,135,554.38 $528,389 $350,255 $192,048 
Per cent operating 

expenses t o g ross 
receipts .......... . 5 I o/o so% 57% 

(Trackage, equipment and operation s of Crosstown Street Rail
way Company, of Buffalo , included in the above.) 

The earnings of the Pan-American Exposition period (May
N ovember, 1901,) were abnormal. and are not therefore suitable 
for purposes of just co mpari son. The natural gro wth of the com
pany's business may, however, be seen from the following com
pari son of gross ea rnin gs of the fir st seven month s of 1900 and 
1902: 

J anuary .................. . 
February ................. . 
!\larch .................... . 
April .. ................... . 
!lifay .... ................. · .. 
Jun e .................... • • 
July ...................... . 

1900. 
$209,176 

190,592 
206,239 
198,094 
203,38g 
213,823 
241,557 

Total .................. $1,462,870 

Per Cent 
1902. I ncreasc. 

$250,150 19.5 
225,16o 18.1 
256,341 24.3 
246,848 24.6 
259,470 27.5 
266,065 24-4 
322, II7 33.3 

$1,826,151 24.8 

Since takin g over the property in April, 18g9, upwards of 
$4,000,000 have been expended in new constructio n, improvem ents 
and bett erm ents, and, physically, the company's property is in 
excellent condition. Th e office r s of the company are: \V. Caryl 
Ely, president: Daniel S. L a mont. vice-president; R. E. Rankine, 

• secretary and treasurer; T. E. l\Iitten. general manager: H. :i\L 
P ease, auditor: Francis Lynde Stetson, Charles Steele. Daniel 
O'Day, Joseph P. Ord, Dani el S. Lamont, of New York City; \ V. 
B. Rankin e, of N iagara Falls, N. Y.; T homas De\Vitt Cuyler , of 
Philadelphia. Pa.: \V. Caryl Ely, H enry M. \ Vatson. Robert L. 
Fryer. Elliott C. i\TcDougal, Henry J . Pierce, of Buffalo . N. Y.: 
Burt Van Horn , of Newfane, N. Y.; Thomas Gibbs Blackstock 
and Edmund Boyd O sler, of Toronto, O nt., directors . 

----♦----
Freight Service Abandoned at Pittsburgh 

The Pittsburgh Express Company, organized about four years 
ago and operating electri c express cars over th e lin es of th e Pitt s
burgh Rai lways Company, ha s anno unced the abandonment of 
this service, owing, it is said, t~ the opposition th e company has 
encountered from the Pennsyh-ania Railroad Company. The 
company h ad stations in East Liberty, Homestead. Braddock, 
Turtl e Creek, I\IcKeesport and Carnegie, in addition to a large 
receiving and distributing station in Pittsburgh. In conjunction 
with the express cars, a number of wagons were operated, and 
alt h ough at fir st the Pennsylvania is said "not to have felt t he 
competition of the electric express service, after a time the ex
press business on its line s extending to points reached by the 
Pittsburgh Express Comp:rny's ca rs fe ll off con siderably. Some 
months ago suits were brought in the name of Attorney-General 
John P. Elkin, suppo sed to represent th e Commonwealth of 
Pe nn sylvania, against th e Pittsburgh Expres s Company, the 
Conso lidated Traction Company and th e United Traction to re
strain the companies from co nti nuin g to handle freight. Th e 
P enn sylvania Railroad, however, is generally charged with bemg 
t he real complainant in these suit s, which were to have b<.'cn 
argued in October. 
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Street Railway Situation in New York* 

BY G. TRACY ROGERS 

In behalf of the association and the Hudson Valley Railway 
Company, whose guests we are, it gives me great pleasure to ex
tend a hearty welcome and cordial g ree ting to you all. \Ve as
semble upon this occasion, following a year of general thrift and 
prosperity. This is indeed for tunate, as without this condition 
of a ffair s disastrous results to the business int eres ts we represent 
might have ensued, inasmuch as the summer months just past (the 
harvest season of street railways, particularly those of smaller 
citi es and interurban lines) have proved the most unseasonable 
stormy and disagreeable the country has ever experienced, a fac~ 
probably so plainly manifest to you all that even a casual allusion 
to the unfortunate condition of affa irs is not necessa ry. I con
sider it proper to congratulate the street railroads of the State 
upon th e excellent showing made under the adverse conditions 
that have existed. 

\Vhen this year in the life of this associat ion is completed, two 
decades will have passed sin ce its birth and one has but to r eview 
the published proceedings of the twenty annual conventi ons to 
comprehend the wonderful changes which have taken place in the 
street railroad world during that time. \Vhat the next two de
cades wi ll un fo ld to us is difficult to predict. During th e first ten 
years of the association's existe nce the principal topic of discussion 
at these meetings was that of the care of horses and mules. Dur
ing the last decade each succeeding meeting has proved a series 
of important and instructive surprises in the new and advanced 
ideas presented affecting street railways, their development, ad
vancement and betterme nt. In stead of a few hours devoted to the 
business proceedings of the meeting, now th e greater portion of 
two days is insufficient to give proper consideration to the many 
subjects of practical interest that could be profit ably considered. 
In the early days of the association the number of different operat
ing compani es in New York City alon e was a lm ost equal to the 
present number of roads throughout the S_tate, and the number of 
o rganiza ti o~s in each city was in th e same relative proportion, 
each chargmg a 5-cent fare over its respective lines, requiring 
a day's travel and a pocketful of nickels to reach a distant point in 
a large city. Truly what a wonderful change. To-day there is 
hardly a city which has more than one company, and in many 
cases the one company serves not only its own city but many of 
the surrounding cities, towns and vi llages. Cars a re no longer 
moved by horse or mule power, and in place of the bob-tail cars 
running over tracks composed of a strin ger and a strap rail, we 
have _a~ present palatia l ca rs, light ed, heated and propelled by 
electnc1_ty, operated over an almost perfect track. Now in nea rly 
every city one may travel from one point to another and over 
di ff erent lines for one s -cent fare, due entirely to the general trans
fe r system adopt ed within the last ten yea rs, and to consolidation 
or lease. 

V./ ere we t.o review in deta il th e evolution of the stree t railroad 
methods during the last twenty years and consider what has been 
accomplished in the interest of both st reet railroad properties and 
the public during. that period, th e time of this meeting would be 
more than fully occupied. We are now, without doubt, the best 
and most highly organized industrial body in th e busin ess world. 

Y ~ars ago street ra ilroad properties were small; served limited 
sect10ns only and each respective road operated exclusively over 
its own lines wi thin the confines of th e ci ty or village in which it 
was constructed, int erurban street rai lway intercourse and the 
transfer system being practically unkn own. These properties were 
owned by a few local men, who were usually officers of the com
pany. To-day the public owns the street railroads, the stock and 
bonds are held for investment by all cla sses of men and financial 
institut ions. Th e m en in charge of the practical operation of 
street railroads are employe d on account of their fitness and 
ability to manage the propertie s in th e interest of the stock and 
bondholders, and to se rve the public as the os tensible owners of 
the property. · 

The perplexities and cares of a successful management cannot 
be understood by the people at large. They are, unfortunately, 
too r eady and willing to denounce the management of a road, 
when the cause of the criticism is oft en entirelv outside of the 
company's control. · 

Does the public appreciate the efforts made by a street railroad 
company in its behalf? Apparently not, when compared with the 
horse and mule car days , when the captious public and press had · 
little or nothing to say in the way of criticism or fault-finding, 

* Annual address of president of the Street Railway Association of the State 
of New York at the twentieth annual meeting, Caldwell (on Lake George), 
N. Y ., Sept. 9, 1902, 

and public franchises were dealt out by municipal officials for the 
asking. On the contrary, with the broad development and in
creased transportation facilities provided by the up-to-date street 
railway systems, and notwithstanding the company is striving to 
serve their best interests, often at a loss financially, the people 
generally are too ready to denounce them as grasping, greedy, 
dishonest and anxious for its own interests alone. This spirit is 
shown in a more pronounced way when· the company seeks any 
courtesy or extension of franchises at the hands of the public 
authorities. It is then that our requests are viewed with suspi
cion and criticised; we a re subject to all forms of abuse, incon
venience and loss of time and money. This should not be, as 
railroads to-day do not ask for franchi ses or grants unless they 
are needed to better subserve the comfort and accommodation of 
the people, as is clearly shown when these ad\·anced ideas are put 
into practice ; it is then that the public realizes more fully the 
benefit it derives as a result of the company's efforts in its behalf. 
Franchises are only valuable to the extent that they may be made 
to serve the people. It is the high state of development of street 
railroading of to-day that has given life and value to these fran
chises-that has, so to speak, created th em. There is no public 
se rving corporation more important to a community than a street 
railroad; the people are dependent upon it in all walks of life. 
There should be more sympathy, than now exists, between the 
street railroad and the public, and this must come from the people. 
In nearly all cases the street railroad is striving to meet the public 
requirements, and th e si tuation is not benefited by the adoption of 
drastic laws and ordinanc es, ostensibly for the welfare of the 
public, but which are, in their ultimat e effec t s, antagonistic to both 
railroad and public. 

Th e electric road is so important, not only to the cities, but to 
the developm ent of th e country at large, that its growth should be 
assisted and not impeded or retarded, either through adverse 
public criticism, by curtailing of franchises, by the imposing of 
burdensome taxa tion or by the press, which too often caters to 
public clamor, inviting and exciting public hostilities for sensa
tional purposes. The science of tran sportation is the greatest 
study of the day. 

It is unnecessary fo r me to attempt to call public attention or 
the att ention of the delegates here assembled to the enormous 
work that is being done by the electric railroads in the improve
ment of social conditions and the augmentation of values and 
populations. The civilized world has already recognized its value 
- for. the electri c railway has taken its place as one of the 
economic factors in all of the countries of the globe. Where com
munities have been isolated by topographical conditions, electric 
roads have made it possible, so to speak, to give freedom and 
expan sion to the people by making other areas of land accessible 
for both residential and co mmercial uses and occupation-by an
nexing the adjacent territory; in fact . Factories, extensive manu
facturing plant s and villages have grown up in waste places as 
well as outlying citi es, and these have been made tributary to com
mercial and shipping centers, while farmers and cultivators of 
market gardens have fo und readier access for marketing their 
products. 

A phase of the usefulness of the electric street railway, of its 
power for good in the direc tion of building up the moral, as well 
as the physical health of the people, is the opportunity that is 
afforded for outin gs and entertainment to the tired worker and his 
family-whether he be a worker of the office or factory, or the 
farm. For him the interurban railway especially affords the ever
present opportunity for a cheap and health-giving ride amid fields, 
woods and pleasant scenes; and still more is this noticeable where 
the company maintains a pleasure park, a casino, or perhaps a 
vaudeville entertainment as an adjunct to the railway system. In 
nearly all the cases that I know of, where such an additional at
traction of a strictly moral nature is maintained, the investment 
has been more than sa ti sfa ctory, and in many cases self-sustaining. 
Many of these resorts have been built upon a decidedly elaborate 
scale. But even if there be no pleasure resort, the outing itself is 
an invigorating ride and a means of entfrtainment as well as a 
promoter to th e health of the minds as well as to the bodies of the 
people. I may, indeed, suggest that in this regard the trolley ride 
proves a moral factor also, by drawing people away from baser 
resorts within the closely-built and summer-heated cities. 

It is my belief that in the near future the steam roads will seek 
ownership or a closer alliance with electric lines which will serve 
as feeders to them, as is illustrated by the acquisition and ex
tensive construction of .roads by· the New York, New Haven & 
Hartford and other steam railways. The advantages of such an 
alliance to both parties are numerous and cannot help but be a 
benefit to the public and property. The recent decision by the 
Court of Appeals in the suit brought by the Hudson Valley Rail
way to compel the Boston & Maine Railroad to make a physical 
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connec tion o f their t racks and to interch ange freight , the court 
held that the L egislature of the State has recogni zed electric 
railways as a part of the transportation sys tem of th e State, and 
that travelers and shippers of fr eight are entitl ed to the benefit of 
aJI the fa cil ities provided for in the artic les of incor poration of 
transpo rtat ion co mpani es as well as the duties impo sed by th e 
ra il road law of th e State. The court after statin g th at th e st eam 
ra ilroads have becom e g reat art eri es ove r which the g reater part 
of the comm erce o f our country is carri ed , says : " I t has not been 
considered profita ule o r practi cable for steam roa <l s t o be con
structe d to ev ery village, ham let o r productive di stri ct in the 
country. T his, however, is being rapidly accompli shed by the 
numerous elect ric roads that arc in process of construction or are 
contemplated. By their m eans the fa rmer and m ill owner and 
the m erchandise vender in distant places may be ab le t o reach the 
steam roads, and thro ugh th em th e g reat markets of our cities, 
with their m erchandise and products, and in thi s way one r oad 
with their m ercandise and products, and in thi s way on e road m ay 
may become th e fe eder and di stribut o r for the other ." 

It can readily be seen that th e court does not consider the two 
classes of roads antagonistic, but fh e elec tri c road is r enderin g a 
service that bo th t he steam road and the people alike require. In 
many cases th e steam roads have recognized our usefuln ess and 
have welcom ed a connection with our track s, realizing that trans
portation begets t ransportati on, and th at developm ent pro duces 
freight and th ro ugh passen ger travel. Thi s fact is illust ra ted by 
the developm ent of the H udson Valley R ailway, which has adopted 
largely steam ra il roa d m ethods of construction and operat io n. 

.In my opinion, the progressive int erurban electric road .must 
adopt the best m ethods of bo th the steam and electric railroads. 
In our construction of roads, outsid e of citi es and vill ages, we are 
now building, to a g reat ex tent , on our own ri ght of way, wi th 
doubl e tracks , and in m any instanc es in conformity to steam rail
road principles of construction. I n a number of cases st eam and 
electric service is now ca rr ied on over the same rail s and roadb ed. 

The g reat ac t ivi ty in elec t ric rai lroad buildi ng, which surpasses 
the m os t sanguine expectat io ns of a few years ago. is in a large 
measure accountable for th e fa llin g off of the increase of new 
r.1ileage by the steam ra il roads of over 50 per cent between 1890 
and 1900, as com pared with the in terim between 1880 and 1890. 
When a steam road is requested to give addi ti onal train servic e by 
the publ ic, the public is often m et with the reply, "Another train 
won' t pay." By th is policy they do not st im ulate travel. Th e 
electric road doesn 't wait for business but goes aft er it, and the re
sult is that when they t ap a territory of an existing steam railro ad, 
they increase the rides per capita per annum many fo ld over what 
they were wi th the steam roads. This is largely due to lower fares 
and m ore frequent servic e. The co rdial relation ex istin g between 
the steam railro ads ·an d stree t r ailways of this State is a m att er of 
favo rab le co mment and congratulation, an d make po ssible a 
grea t deal in the way of development and interchange of business 
from which the general public inherit an un to ld benefit that would 
not be ava il abl e if thi s friend ly relation d id not exist. 

I may h ere be permit ted to cal l attent ion t o the prevalenc e of 
harassing and ex pensive litigati on thro ugh damage claims. 

Many bills are in trodvced each year in the Legi slature in the 
interest of the negligence lawyer, more commonly known as the 
"Ambulance Chaser." Each year they become bolder in their leg
islative demands, and to such an extent that thev have fa llen 
by thei r own weight and accomplished litt le or nothing. In the 
la rge cities their methods are no better than the highwayman who 
uses more violent mean s to accomplish his purpose. The legal 
profession has been seriously compromised by this class of lawyers. 
Equally promin ent in fo rmulating lit igation is the doctor who rec
ommends his parti cular fr iends as a lawyer , and not infrequently 
i, a sharer in the unfa ir percentage wrongfull y collected out of 
the company's t reasury. In this conn ection I might state that, in 
my opinion, no better cla im agent, especially fo r the small er road, 
can be secured than the honest, upright company surgeon , who at 
all times works in th e interes t of the company. Juries are oft en 
biased and easily prej udiced by un fa ir counsel. T hey do not hear 
the insiduous entrea ties of the shark lawyer or his agent to be 
allowed to bring the case upon a basis of 50 per cent and often 
larger. Some very good work has been done of late in expos ing 
their methods, and it is to be hoped with good result s. A s the law 
now stands, a suit can be brought fo r $10 ; the company must either 
settl e or stand an expensive lit iga t ion and take its chances on the 
fai rness of the jury. In my opinion, a large percentage of th is 
speculative li tigation of the " hold-up" class can be overcome by 
vroper and j ust legislation. I am aware that the Court of Appeals 
of our S tate has approved in general language of agreement be
tween lawyers and their clients, whereby the fo rmer should receive 
a percentage of the recovery fo r their pro fes sional services. How
ever fair thi s may seem to he in those cases where the amount is 

fi xed in the contract o r promissory note, I am una lterably of the 
opinion that this course o f dealing should not be allowed in . suits 
fo r personal injur ies, but that on the contrary, the fee should be on e 
fi xed by statute or by a competent authority to pass equitably on 
cases o f th is nature. T he sharing in the recovery, whereby the 
counsel becomes as much interested fin ancially as the client in the 
recovery is a con dition to be dep recated by all right-minded per
sons. This is exactly what Congress has found it necessary to do 
and has done by legislat ion in the cases of the compensation which 
a ttorneys are allowed to co ll ect for services in pension cla ims 
against th e governmen t. 

I will also call your attention to t he injustice of the present law, 
whereby an ac tion can be brought aga inst us in an acc ident case any 
time within three yea rs without g iving notice. \Ve and the individ
ual or other corporations are entit led to the sa me consideration in 
this re spect that is now given to the municipalities, whereby noti ce 
i~ required of the accident. T his question has been before the Leg
islature for a number o f years, and I believe it is the duty of every 
m emb er of the assoc iation strenuously to urge that som e law be 
passed to remedy the evil. In my opinion the association should 
make a determined effort to have a law passed to the end sug
gested, thereby in a degree stemming the tide of unjust speculative 
litiga tion which is so rapidly increasing. 

T he M utual Benefit Assoc iation so generally inaugurated on our 
roa ds sti ll continues to be of untold va lue to all. f he plan of fu r
nishing pleasant club rooms for our men is another step in the right 
direction ; too much interest cannot be taken in endeavoring to raise 
the standard of our men and looking aft er their comfort s, by ele
vat ing them to a higher degree of effici en cy and im
proved disc iplin e. T he sentiment and enthusiasm of the 
st reet railroa d employee· is of g reat er importance than in m os t any 
oth er business, as t he dealin gs are more direc t with th e public 
than any other ind ust ry, and the success of the operati on depends 
largely upon th e policy of the com pany toward s its em ployees. 
Th e disciplin e and handli ng of men is one o f the mos t important, 
if no t the most important, of a street railroad. E ac h yea r finds a 
marked improvement in the class of m en on ou r roa ds. This im 
provement has been brought about, n ot only through care in 
selec t ing the men, but largely by the conditi ons we have sur-

. ro unded th em with , and this class of men must h ave just and fair 
treatm ent . 

A number of street railroads are refusing to continue carrying 
the mails at a loss. I have referred to the fa ct in my previous 
report that theratepaid per car per mile for the tran sportation of the 
mail s is insufficient to meet the expense; at the present rate we are 
simply payi ng for the privilege, and some step should be taken to 
have this inj ustice corrected. · 

T he unfo rtunate recurrence of some half dozen severe and fat al 
acc idents with in th e present summer brings to the members of thi s 
associat ion, in the most forcible manner, the ever present obligation 
of ceaseless ca re and vigilan ce in the management and operation 
of thei r r espect ive roads. It is a simple matter to lay dmvn a 
fo rmula for the "prevention'' of such accidents, but so long as 
human nature is fa ll ible, r ailway accidents can n ever be wholly 
prevented. The most that can be done is to minimize the risk 
or possibility of accidents. You all know what elements• of care, of 
prudence, enter int o this considerati on-sub stant ial · construction, 
complete equipment, good discipline, and last of all, but of the 
highest importance, constant in spection and accountability. When 
due attention is given to these four elements, accidents will be 
yery rare, and then will only occur through the fa ilure of the 
human elements-the fo rgetfu l in spector, the careless motorman, 
the confused ca r dispatcher, or the incidents of storms or other 
unavoidable occurrences. Vv e owe it to the public, as well as to 
ourselves, and to the r eputat ion of industrial and m echan ical intelli
gence, that every safeguard which experience, caution and liberal 
expenditure of money affords shall be applied to the carrying on of 
our seyeral enterprises. 

T he standardization of equipmen t fo r electric railways is a sub
ject which is year by year engrossing more closely the atten t ion 
of both operat ing officers and manufac turers, and it is only neces
sa ry fo r me to say here that it is a matter worthy of full est con
sideration. It s effect will be to facilitat e, as well as cheapen main
tenanc e, to improve pract ical operati on, and to add , in a la rge 
degree, to the safety of our patrons. 

I should consider myse lf derelict if I did not make a brief allusion 
tc the excell ent work per formed by the committee appointed to 
prepare a standard code of rules. W e all apprec iate that thi s is a 
diffi cult proposit ion to handle to the entire satisfaction of all parties, 
bu t I fee l confident that the vast amount of t ime and thought de
voted to the report that will un·doubtedl y be submitted at this 
meeting wi ll be productive of benefi cial result s. 

I am also g rati fi ed by the large number of supply men that are 
always in at tendance at our annual meet ings, as they not only 
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add to the numbers but to the interest of the occasion, and the 
pleasant interchange of social intercourse between the street railway 
officials and the men with whom they deal cannot help but prove 
beneficial in many ways. 

I take pleasure in stating that the predictions made in my last 
year's report regarding the street railway development of Greater 
New York and the continued advance in reconstruction of horse 
lines in the older city of New York have been fully carried out, and 
the general interests of the citizens thereof greatly subsrved. That 
very noteworthy improvement , the construction of the subway in 
the city of New York, is progressing and has now reached a stage 
where 70 per cent of the construction work is completed, and upon 
reliable official information I am prepared to state that the work 
i, progressing quite up to expectations and that the contract for 
equipment, buildings, etc., are all made predicated upon beginning 
operation of a portion of the road to at least One Hundred and 
Forty-Fifth Street on the West Side, and to One Hundred and 
Forty-Fifth Street and Lenox Avenue on the East Side by J an. r, 
1904. The rapid transit proposition seems still to be in an embry
onic state, as far as furni shing a complete system of transportation 
is concerned, for the chief engineer of the subway frankly concedes 
that the present construction will not be adequate to sati sfy the 
requirements of the city. The elevated roads in old New York 
still continue to carry on the work of improvement, and the intro
duction of a third-rail system on the several lines is well advanced, 
whi le the facilities furnished the public by the improvement are 
plainly noticeable. 

I have often called your attention to the unjust discriminations 
in the State Franchi se Tax Law, whereby we are taxed one per 
cent of our gross earnings and other public serving corporations 
pay but one-half of one per cent. This subject is one that merits 
your thoughtful consideration and action. 

In this connection I desire also to mention the unjust burden 
imposed upon the street railways of the State by the enactment 
of the Ford Franchise Tax Law. I shall not attempt a detailed 
argument of the situation, which remains practically unchanged 
since the presentation of certain figures and statistics submitted by 
me as president of this association at the hearing before the Gov
ernor of this State on May rr, 1899; suffice it to say that ror street 
surface railroads operated QY mechanical traction submitted reports 
to the State for the year ended June 30, rgor; sixty-one showing 
a surplu s for the year, forty showing a deficit . Of the total surplus 
58 per cent is shown by the companies of Greater New York; of 
the IOI companies, but sixteen declared dividends, three of which 
showed a deficit after so doing and which are included in the 
sixty-one roads mentioned as showing a surplus. 

An enromous amount of money is invested in the street railways 
of thi s State, a large percentage of which was sunk in the deprecia
tion of values and in demonstrating the practicability of electrical 
traction, the benefit of which the public at large has inherited, and 
for which the State under the Ford Franchise Tax Law now assess 
as real estate. That public corporations should pay their full and 
just measure of taxation none will deny, but that any discrimination 
should be made against them simply because they are public cor
porations is unjust and unfair. 

The most serious annoyance and handicap the street railroads 
of the State have suffered since the introduct ion of mechanical 
traction is the burdensome and perplexing question of pavements. 
The general State law regarding the proportion of expense to be 
borne by street railway companies is one of the old methods of 
horse street railroading handed down, of which we are unable to 
rid ourselves. The exorbitant demands made upon us in this re
spect are a constant menace not only to the financial interest of 
the smaller roads of the State, but the larger ones as well. Fortu
nately the Legislature of the State recently modified the law slightly 
whereby the smaller municipalities and street railroad companies 
can now fix by contract the amount to be paid by the company. 
This is only a step in the right direction, and the modification 
should apply to all cities. That we are entitled to still further legis
lative consideration in the pavement matter no street railroad com
pany which has suffered the burdensome taxation under the law 
as it now exists will gainsay. 

In closing I esteem it a pleasure to briefly allude to the general 
t,sefulness of our association, which has been so clearly and fre
quently demonstrated in the past, especially from an operating 
standpoint. The annual meetings have proved fruitful and profit 
able. and I firmly believe that the properties we represent and 
public interest as well, have been greatly subserved by 
the presentation and discussion of the many subjects of 
practical interest. Notwithstanding- the past enviable rec
ord of the association there is a still broader field of usefulness 
to be developed which can only be completely accomplished by 
every street railway company of this State becoming identified with 
the asssociation and its work. 

Removal of Snow and Ice in the Borou~b of 
Manhattan* 

BY W. BOARDMAN REED 

The handling of snow in• the larger cities may well be treated 
under two heads. First, the keeping of the tracks clear for the 
moving of cars, and, second, the clearing up of the streets in 
accordance with certain statutes and ordinances, and, as we in 
Manhattan believe, for the benefit of our service and receipts. 

My first experience as a railroad man was gained on a little 
steam road about 60 miles north of her.e, where 12 inches was not 
a heavy snowfall. I recollect some snow we had to handle there 
in 1888 after the storm ever since known as the blizzard, when 
one of the foremen stat ioned at an outlying line came to the 
main office on snowshoes and was abl e to r est his hand on the 
telephone poles on the way down. We were not, however, oper
ating conduit electric lines, and some way the locomotives of this 
northern country get used to traveling through the snow. A 
6-in. fall will tie up some of the steam roads entering New York, 
whereas up here such a storm is hardly noticed. We do not have 
such heavy storms in Manhattan as are usual in this section and 
the western part of the State, and our cars are, like the New York 
locomotives, not accustomed to traveling through snow, and will 
balk at a few inches on the rails. Still, we have had storms dur
ing the last few years that have, at tim es, called forth our best 
efforts, and once or twice tied up our cars not primarily from 
snow on the track but from the conduit being filled so that the 
plow could not pass through it or get proper contact with con
ductor bars. We hope, however, to be able to overcome this 
difficulty in the future, as we have increased very materially our 
equipm ent for the cleaning of the conduit. 

In 1893 I completed the construction of an electric road in 
F ulton County, and remained a few weeks to finish estimates, and 
I was thus able to watch it s operati on. The master mechanic, a 
young Irishman, had charge of cars, equipm ent, maintenance and 
all else. The first snow storm stalled many of the cars. He was 
appealed to by the general manager and asked what could be 
done. He replied, with ready wit , "kape the cars a-moving." 
We, in Manhattan, endeavor to keep our tracks clear of snow 
upon this same principle, for we use rotaries only and depend 
upon the frequency of their running. On about 153 miles of 
single track wc have fifty-eight rotary sweepers , or one for little 
more than each 2½ miles of track, enabling us to operate them on 
from rs-minute to 20-minute headway, so unless the snow is dry 
and drifting badly there is no chance for much accumulation on 
the rails. In addition to rotaries we use walkaways or ordinary 
road machines. drawn by two horses or four hourses, to shove the 
snow well back from the rail s. These are worked in pairs, two 
machines covering fro m 2 miles to 4 mil es of street. On streets 
that are narrow or have elevated railroad columns near the tracks, 
we are obliged, in case of heavy storms, to shovel the snow back 
from the rails by hand, and, of course, use hand power to get rid 
of what falls between the tracks. Special work is also cared for 
by hand. Special gangs are sent out to each place where there 
are switches, curves or cross-overs, as soon after it begins to 
snow as possible. They keep the curved rails, frogs and switches, 
both slot and tram rails swept clean, and use a very small amount 
of salt on the moving parts. No salt is used qn straight track, 
except on a few very steep grades , and none on curves, except in 
severe sleet storms when ice is forming in the grooves. In Man
hattan the "Trilby" section of rail is used almost exclusively. To 
keep the groove clean, diggers or small scrapers fitted to the 
shape of the groove are attached to each sweeper. These have 
always proved sufficient for th e purpose, except in the few case!! 
where the road has been tied up and rails became covered with 
ice and packed snow, when picking and pickeling had to be 
resorted to. 

In regard to pickeling I may say that we find salt plays havoc 
with electrical equipment , especially the plows. Salt water get
ting on the shank destroys th e insulation and often forms a short 
circuit around the plow. No amount of paint or grease will pre
vent it. A couple of winters ago we were called upon to assist 
in the operation of a new electric line in Manhattan. The super
intendent, who received most of his education on horse-car lines 
where salt is the principal snow machine used, had general charge 
of th e operation and maintenance. I sent a track foreman with 
some men to help him handle a light snow storm, cautioning both 
the foreman and the superintendent regarding the use of salt. 

In a few hours his entire line was in bad shape from burnt-out 
plows. The superintendent denied using much salt and the re-

* Paper read at the twentieth convention of New York State Street Railway 
Association, at Caldwell, N. Y., Sept. 9, 1902. 
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ceiver, in whose hands the road was, severely blamed the electrical 
department for furnishing his road with poor plows. Investiga
tion showed, however, that considerable salt had been used, and, 
doubtless, caused all the trouble. On overhead trolley lines salt 
does not cause much immediate damage, but I think many motors 
which show defects a few days after a snow storm have been in
jurc:d by salt water. 

For cleaning the conduit we use a rubber scraper similar in 
section to the conduit suspended from a small flat car drawn 
usually by horses, though sometimes hitched behind a car. At 
all switches the conduit is much smaller than on straight track, 
and a scraper has to be used that will pass the switches. It will, 
therefore, not remove all snow from the conduit but keep it suf
ficiently clear to allow passage of plows and leave the conductor 
bars clean. From the conduit the snow is scraped into man
holes situated from 100 ft. to 200 ft. apart. These drain into 
sewers, but, after little more than 6 ins. of snow has fallen, have 
to be cleaned out. With the beginning of freezing weather we 
put a layer of salt in the bottom of the conduit and keep it thus 
salted all winter. This prevents the forming of hard ice, and 
enables us to keep the conduit clean. We have always used mined 
salt when we could get it and consider it the best for our purpose. 

To comply strictly with the statute which provides that street 
railway companies shall remove all snow that falls on its track, 
between its tracks and 2 ft. outside, it would be necessary to stop 
operation of cars as soon as it began to snow, fence in the area 
and stop all trespassing, or else have some method of marking 
each flake for identification. 

In Manhattan the street railways have always removed more 
or less of the snow from the streets, but, until 1896, there was no 
system about it. That year an agreement was made with the 
Street Cleaning Commissioner whereby the street railway com
panies were to remove all snow and ice from the entire area of 
certain streets or parts of streets, such area being as nearly equal 
as might be to the area they should clean under the statute, the 
Street Cleaning Commissioner agreeing to remove the snow from 
all streets having tracks upon them as promptly as possible. 

This arrangement has proved of great benefit to the public, to 
the Commissioner of Street Cleaning and to the railway com
panies. 

Previous to this arrangement, little attention was paid by the 
Commissioner to railway streets. It was, therefore, necessary 
to run horse cars doubled up; that is, four horses and two drivers 
to each car, electric cars and cable cars were badly blocked by 
trucks, passengers could not get on or off the cars without get
ting over their ankles in slush, and snow machines were kept 
running until the snow melted or wore away. These conditions 
often lasted more than a week, whereas now it is rare for us to 
be troubled more than 24 hours to 36 hours after a storm is over. 
In former days it required from 400 b11shels to 500 bushels of salt 
per mile of track per season. Now I allow 275 bushels for horse
car lines and 415 bushels for electric, and nearly all of it is used 
in the conduit. 

The prompt removal of snow enables the public to go about 
their business and pleasure with comfort, thus adding very ma
terially to our traffic, so the expense we are put to is a bout made 
up in the additional receipts. 

Various ways of disposing of snow have been suggested and 
tried, but, though the method may seem primitive, we have found 
no better one than hauling it by carts or trucks to the water 
front and dumping it overboard. 

The Island of Manhatta;i. is of such shape that most of the snow 
can thus be carted with an average haul of little more than half 
a mile. 

Melting machines have been used experimentally by the city 
during the last year, but they are not practical for our conditions. 
A few years ago the late Colonel Waring, then Commissioner of 
Street Cleaning, thought that it would be a good plan to line sewer
manholes with coils of steam pipe, then shovel the snow into 
them, when it would melt and run away. We constructed for 
him a manhole for this purpose and gave it a trial. It took but 
a few moments to fill it with snow but an hour or more for the 
snow to melt. It is hard to overcome the fact that it requires 
142 <legs. of heat (o make water out of snow or ice. Carting snow 
by cars has been suggested many times, and doubtless this 
method would be cheaper and more expeditious than carts and 
trucks, if there were proper dumping facilities and the street rail
way company could give up the use of its tracks for a sufficient 
time to allow snow cars to do the work. On our lines , cars are 
rarely operated on less than 2-minute headway, except between 
1 o'clock and 5 o'clock in the morning, and even then they run 
on from 5-minute to IO-minute schedule, which would give no 
time for loading and handling of snow trains. A short t ime ago 
I estimated that were we to abandon the running of cars on 

Twenty-Third Street between Broadway and the East River be
tween l o'clock and 5 o'clock in the morning, giving snow cars 
exclusive use of them, it would require, for a 12-in. fall , with two 
trains of four cars each, thirty-six hours, o r nine such nights, to 
clean up this small portion of the city, whereas it is done with 
carts and trucks in about twenty-five hours to thirty hours, and, 
as these work both day and night, this means but one day or 1½ 
days. 

Contractors are paid by the cubic yard of snow removed both 
by the city and by the railway companies, th e latter usi ng their 
own carts, trucks and men as far as they are able. T his year, 
however, the city is to endeavor to let the work per inch of snow
fall. Could this be done, it would prevent much fraud that is 
sure to be practiced under the yardage system, especially since 
work of this kind, coming but five times or six times in a year 
does not permit the maintenance of a proper organization of 
foremen, tally-men, checkers, ticket-men, etc., th e city being 
obliged often to use ordinary laborers to act in such capacities. 

The shrinkage of snow is so variable , however, that one making 
a contract in this way must be something of a gambler. Th e 
average shrinkage on our work last winter was 80 per cent, 
though the heaviest storm gave only 59 per cent ; that is, of the 
quantity that fell on the area of streets we cleaned we removed, 
on an average, only 20 per cent, whereas, in the larger storm, we 
removed 41 per cent. This shrinkage is caused by th e packing, 
wearing away by vehicle s and melting of the snow, depending 
on the humidity and temperature of the atmosphere and th e 
amount of snow that falls at one time. 

Last winter the street railway companies of Manhattan re
moved the snow and ice from about 90 miles of streets, and with 
a total snowfall of 30 16/100 ins. , hauled about n7,ooo cu. yds . of 
snow. In the heaviest storm, which occurred Feb. 16 to Feb. 20, 
there was a fall of 12 2/10 ins., and we removed 68,787 cu. yds., at 
a cost of about 30 cents per yard, including superintendence. 

••• 
The Handling of Accident Claims* 

BY WILLIAM A. DIBBS. 

The subject of accidents, fror{,_ the claim agent's point of view, 
is a theme which may be most interesting, showing the character
istics of the different claimants and something of the study of 
human nature. To begin with, the claim department is some
thing of an important factor. If well managed it will help mater
ially in the showing of the annual statement. Its employees must 
be men of honesty, students or human nature, of glib tongue and 
pleasing address. The claims presented at our claim department 
are varied and numerous, even for the most trivial thing. They 
run from 5 cents to $150,000. Most of these are presented by the 
claimants ; frequently a representative or friend other than an 
attorney is sent , but when we find that the supposed injured are 
able to be about, we request a call form them, or we send some
one to see them-under no circumstances do we deal with the 
representative without first seeing the claimant. As a result of 
our investigation we have found out on many occasions that there 
was no injured party. Following the reception of a claimant we 
question him closely as to the facts, getting every minute detail 
possible. This is then transposed into the form of an affidavit. 
This method has saved us a considerable amount of money and 
time. Frequently the claimants state in their affidavits that the 
car did not stop while they attempted to alight or board, that they 
did not see it until it was but a few feet away when they attempted 
to pass or cross. After their claims are naturally refused many of 
them start for an attorney, who invariably writes us that he has 
charge of the claim. We get into communication with him, tell 
him that his client has no case, and read to him or show him, if 
necessary, the affidavit ; with but few exceptions the attorneys then 
drop such cases. Those that do not say the client signed under a 
misapprehension, believing that it was a receipt for money, or 
else the claimant is a client of their office and they have to prose
cute the claim. A claimant calling personally is usually imbued 
with the idea that he has an exceptionally good case, and that he 
is permanently injured, though he walks from the upper end of 
the city to the office. He starts in to demand, when asked, $1000. 
With this element. if the claim has some merit , we request them 
to call again in a few days. At the next call we have him exam
ined by a physician, and if the examination shows any injury and 
the investigation shows it to be one for settlement we start to 
dicker. A good many times we have come in contact with those 
who put a figure for settlement, and no amount of arguing will 

*Paper read before the New York Street Railway Assoeia ti(ln 's twentieth 
annual convention, Caldwell, Sept. 8, 1902. 
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budge them. \,\'e ha,·e found out, with o ne or t\yo exceptio ns, 
that we ca n m ake cheaper se ttlemen ts dealing direct \Yith the in
jured party. If th ey are not able t o present their g ri evance in 
person and a lette r is sent, we then have our representative call 
upon them, ob tain th eir st atemen t in detai l as much as poss ib le, 
and from that fo llow up the case. \i\Then a lawyer writes a letter 
we acknowledge its r eceipt, look up th e case, and if no report is 
on fil e call upon him and get what facts are o_btainable, and if 
possible an examination by our docto r. If t he case is not a bad 
o ne we let it li e dormant until th e lawye r stirs it up aga in ; fr e
quently we never hear of it aga in. If it should n o t be a good 
one, from our point of Yi ew, we fo llow it up until some way dis
posed of. These cases, wh en adjusted, are a trifle higher than if 
set tled direct. \ ,Vhen a case is presented by a lawyer personally we 
handle it the same way as if th e claimant h ad called, with the 
exception of gettin g an affidavi t , and som etim es we get that . If 
the lawyer is known to us , and is of good repu te, we deal direc tly 
with h im. As to the other class, we demand the address and an 

, int erview wi th their client and docto r. As a conclusion to th is 
part of the subject I would like to cite a few of the exceptional 
claims presented. An apparently intelligent man called a t th e 
office, asked if we had a report of hi s client, and we told h im we 
had. H e then said that he had given the case t o an atto rney and 
wanted from us the names of the crew and the na mes and ad
dresses of our witnesses, so that he could prepare hi s case and 
have it in good shape when he went t o court. H e left , saying that 
it was funny that we did not comply with hi s demand. Anoth er 
individual, an habitue of the Ghetto o r East Side, came in one 
afternoon and said that h e had rece ive d a tran sfer from one of t h e 
aven ue cars to a crosstown car, that th e crosstown car was blocked 
on account of a truck breaking down in front of it , that h e had to 
wait several minutes, caught a cold an d incurred a $50 b ill , which 
we sh ould pay. One of the self-important, pornpus kind stroll ed 
in one day, hammered nn the counter, which is in the reception 
room. and when asked what he wanted, h e replied: "I s thi s what 
is called the morgue?" \V e told him it was not, but that on e 
would think so, h owever, from some of the s tiffs that came in . 
H e laugh ed h eartily, which appa rently cured hi s injury , for we 
n eve r h eard from him again. He never presented his cl ai m and 
walked out. The 5-cent claimant mentioned befo re was fo r an 
extra fare on account of trouble with a t ransfer. The $150,000 one 
was by a man worth about $18,000,000, and h e lost three days 
from business; h e wa s knocked clown whi le crossing th e street. 
That, however, was not paid. One of the East Side residents, with 
th e proverbial small derby hat, flowing whiskers and ciga rette, 
called last winter, and presented a n old fami ly heirloom in the 
shape of an antique cane. Through his tears he claimed that the 
car h eater had scorched the paint out of the cane and demanded 
$5 [or the in jury. Again, a well-dressed man call ed, and claim ed 
that whi le a passenger on a car the conductor, in r inging th e bell , 
kn ocked the glasses from his nose, breaki ng them. He fil ed a 
claim of $14. ·when questioned as to wh eth er the gla sses had cost 
the amount claimed, h e said: "No; they cost $4." "Th en why 
do you claim $14?" "Why, I ha<l my eyes examined by a speciali st 
three years ago and paid $10; this, with the $4, makes the $14." 
It is needl ess to add that he had to ''look" furth er. Still another 
case. A representative called upon a small East Side cloak m a nu
fact urer, who had his lef t thumb badly sprained in an accide nt. 
He expla ined at great len gth that he did all the cuttin g in his 
business, a nd was unabl e to use th e cuttin g shears wi th the in
jured thumb. Our representative said that h e failed to see h ow the 
thumb on the left-hand effected the right-hand. He insta ntly re
plied that h e was " left-handed." 

I have in mind a report received from on e of the divisions. 
A motorman reported that while going through a r a ther dark street 
late at night he saw an object cross in front of his car. Before he 
could stop, hi s ca r struck the object. Then he found out tha t 
he had run into a two-ton coal truck. T hat case was settl ed. 

We have in New York and Brooklyn, and no doubt in some of the 
larger cities of the State, a horde of what might be termed "blood 
suckers." I refer to the runners or ambulance chasers. This class 
is composed of all kinds of men an d boys, and pretty shrew d on es 
a t that. They congregate about P olice H ea dquarters and ·watch 
the r eturns from the precincts as they are sent in . T h ey are 
posted in a window. They immediately start out for the case ; 
if an accident, go to the hospital or house. They start in to tell 
the injured per son, if con scious or unconscious, what they have 
done in other cases, and the large amounts recovered. They sbow 
a printed slip citing the verdicts obtained against defendants. Thi s 
is compiled to suit themselves. It does not matter to these sharks 
what kind of a case the injured may have, as long as they bring 
something into the office of the lawye r who employs them, an d th e 
names of some of these lawyers ,;ould surprise you, as they stand 
high in the profession . If they should get the case they enjoin 

upon the client absolute silence, to say nothing to anyone, particu
larly to the railroad men, and they start in to li bel the road and 
e\'eryone conn ected with it. If the man be ignorant he becomes 
prejudiced and it is pretty hard work even to get him to open hi s 
mouth, but after a while they come around and r eg ret they ever 
had any dealings with these fe llows. If the injured party is taken 
from the hospital and found to be but sligh tly inj u red, the lawyer 
to whom the case has been brought sends his own physician to 
attend. He then deve lops all the ill s one can have, w ith severa l 
fractures thrown in. \Ve have found out by experience that the 
less we haYe to do with the runner the better off we are. We now 
deal with none. If he presents the ca se, we treat it w ith sus
picion and work it up acco rd ing ly. If th is element-were gotten out 
of the busin ess there would be a big decrea se in suit s against the 
rai lroads and a decrease in the business of the cour ts, fo r many 
a man would not think of even making a claim or starting a suit 
we re it not for the inducements offered by these people. They have 
often paid the claimant $5 a week while laid up and then deducted 
that from the ve rdict or settlement, if any. 

Now we get down to the investigation of r eports. Cases which 
are sent in <!S unknown parties, unless they be r endered uncon
scious, very seldom turn into claims. T hese we do not investiga te 
unti l a claim is made. Cases which have been turned in wi th the 
injured party's name should, in our opin ion, be thoroughly looked 
into. A good many, when t heir name is asked, make up their 
mind then and there to present a claim. To let th-ese wait until 
a cla im or sui t is started-for they sometimes do not make a 
move for a ye-ar or more, might brin g out a poor defense; your wit
n esses do n ot always remember t he facts and sometimes forget 
them entirely. A point to bear in mind is to first call upon the 
police blotter witnesses-those that are obtained by the police. and 
put in their r eport, as a good many of our fr iends mention ed 
before, ha ve access to the blotters and are likely to play upon the 
sympathy of the witnesses and get them to distort the truth . 

\,Ve believe it advisable to get phys ical examinati ons wh eneve r 
possible. A man migh t be treated by ;i n ignorant su rgeon ·who 
claims he J. as a broken arm or thigh, which, after examination , 
turn s out to be a sprain or a bad contusion . or tha t he h as som e 
internal injury which we find to be some preYious chron ic troubl e. 
After you show the claimant o r lawyer that th e in ju ries ar e not 
as severe as at first presented it usually means a b ig drop in the 
price of settiement. 

A per sistent defe nse of sui ts has given a reputation in th e pro
fes sion and amo ng lawyers th at it wo uld be more advantageous t o 
them to f'ffc-ct a settlement. \ Vhen the reputation is gained as a 
hard fi ght er they do no t ca re to expend 1ime and money and take · 
chances. 'i'hi s has been s tated by the :1wyer or claimant wh en
ever they call a t the office and has induced them to accept less 
for their d aim than they oth erwise would. 

As a fin al subject, we ca n take up the li.:.bility cases, those of 
admitted li ability. 'vVe have found that the sooner we h ave these 
cases in hand the better off we are and the quicker th e settl ement, 
the ch eaper . Ca ses of this ch aract er should be fo ll owed up im
mediately, a1·,d whenever possible got ten rid o f. If deh yed , some
one is sure tc advise them to ask for a large r sum and ge t som e 
lawyer fri eml , who then sees a chance for a good settlem ent. On 
th e o ther hand, there are cases of this character that are all owed 
to drift and go into su it . Cases where the claim is exorbitant, 
a ft er waitin g a few months and finding out thei r injuries a re no t 
as severe 1s first supposed, and that the money does not com e as 
quickly as expected, they take off several fi g ures . :md t1Sually 
come to terms. Som etimes a settlement cannot be effe cted ; the 
claimant is stubborn, as well as th e lawyer: a large sum is de
man ded: a fi gure offered adequa te with the irijuries, but this is not 
accepted, bu t when they se e th e case is to b e fo u ght by the de
fendant they invariably list en to a proposition. 

Sometime ago we arranged with the operating department to 
r eport to th em cases of liability that were settled, st:i.ti ng in our 
report the na me of the person. name of ,' rew. wh at the crew said 
and what the witnesses sa id. Since this ha5 been in vog ue th ere 
has been a decrease of over 30 per cent in accident repo r ts r e
ceived at the claim department. 

----•----
w. H. P ark, o f Youngstown, Ohio, an d George D enison, o f 

Cleveland, represen ting a syndi cate of capitali sts, fo rmed to build 
elec tri c railways in Cuba, have just r eturned from a trip to the 
island. and , as a result of their investiga tio ns, it h as b een decided 
to build on a broade r ba sis than was originally planned. Grants 
have been secured for a line across the isla nd, a nd the principal 
int erurban line will ex tend from H avana to t he sou th coast. The 
other terminal will be Barboa. a n im po rtant seaport , a distance 
o f 36 miles. A nother -line will t o uch Sand Beach, near Havana, 
wh ere a h otel and casino will be establish ed. 
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Discipline* 

BY C. B. FAIRCII!LD 

Sometime since the writer ·was riding on th e front sea t of an 
ope n car, on a count ry road, where it was not against the rules 
to t alk to the m otorman, and in conversation wi th a thoughtful 
man, h e remarked: "The repair me n give, and are required to 
g ive, specia l attention to th e controller and motor equipment of 
our ears, but they freque ntly neglect or only give a passing 
thought to the brakes. If I can not make a car go I certainly 
ca n do no harm or have an accide nt, but if I can make my car 
go and am not able to stop or control it I can do untold dam
age." Now, the subject of this paper is not brakes, but dis
cipline, and I quote the above only for the philosophy that is in 
it. Managers. and others in operating stree t railway systems 
strain every nerve, advertise and make their cars attractive, to 
induce pa tro nage, or to get nickels into the hands of their con
ductors, but what are th ey doing to insure that all these nickels 
get in to the treasury, or after getting them into the treasury 
what are they doing to prevent their escaping or being paid out 
to meet excessive accident and repair claim s, due to the ignor
ance and carelessness of the conductors and motormen? In other 
words, managers select their motors and other appliances with 
great care, and then watch , shield, nurse, protect and repair them 
assiduously t o prevent their burning out, bucking or kicking, 
but what are they doing to improve, protect, shield and enlighten 
the two human machines that operate on the two platforms of 
the cars? D o they never buck or kick? And how about those 
others who have charge of the track and car-house repai rs, as 
well as th e clerical force? 

What if a m otor o r controller does go wrong? You co not 
usually discharge it o r lay it off without pay, nor take a crow
bar and jam it into it and tell it what a --- fool it is, that it 
ought to know better, had been told often enough. I sn' t it in 
your book of rules? You are not a profitable machine for this 
company. You do none of these things, but you put an expert 
on it and have it r epaired. 

It is t o these human machines that our subject "discipline" re
lates. 

T he word "discipline" is from the Latin disco, meaning to 
learn. The word "disciple" i.s from the same Latin word and 
has reference to a learner, or one who receives instruction from 
ano ther. "Discipline" used as a noun means educa tion, instruc
tion , and usually comprehends instruction in arts, sciences, man
ners and due subordination to authority. "Discipline" as a verb 
m eans to instruc t or educate, to inform the mind, or to prepare 
one by instruction in correct principles for a profession or any 
useful work. 

Orig inally, th ese words applied only to instruction, but in 
ecclesiasti cal affairs, in th e early church, when heresy hunting 
began , the word had reference, as well, to t he execution of the 
laws by which the Church was governed, and the inflicting of 
penalties enj oined against offenders. So, in later times, the word 
m eans not only to instruct, but to correct, to chastise, to pun
ish with a view to bringing the offender to repentance and 
reform ation, and more attentiop is usually given to the latter 
m eaning than to instruction, whereas the revr.rse should be the 
rul e. F or our present purpose, the word "discipline" will mean 
the rules and regulations by w11ich a body of men are kept in a 
stat e of efficien cy and order, and under complete command. 

A t once, it appears, that there are two related parties-the in
structo r and the learners, or the di sc)plinarian and the di sc iples, 
both human beings and of the same common stock, involving 
th e principle of brotherhood with a common object in view, viz.: 
The efficien cy of the se rvice. The first recognition is thi s rela
tion. The second, how best to- impart the instrnction and en
force its observance. 

It was well remarked by a m ember of th is association, at the 
last annual meetin g, to the effect "that inasmuch as the ma
ch inery fo r propelling cars is decidedly in advance of the old 
type of machine (m eaning horses) , so the men wh o stand on the 
platforms of your cars must also be a dec ided improvement over 
the old street-car men." This is true, and it is al so true that 
applicants fo r such positions, and in fact nearly all workingmen, 
are a different kind of men from those employed a decade ago, 
and they will not submit to the bossy and abusive treatment 
that was forme rly supposed to be necessary in o rder to make 
m en know the ir place, or to get work out of them, which was 
probably the outcome of t he spirit of slavery th en existing. For 
thi s reason a manager or superintendent must know the basic 

* Read before the N cw York State Street Railway Association at its twen
tie th a nn ual convention at Caldwell, N. Y., Sept. ro, ,902. 

principles upon which the relation of man to man exists, and must 
base his action on these principles in order to insure satisfactory 
results. 

Among these principles are the following: The brotherhood 
of man is fundamental from the very nature and constitution of 
man, hence one ean not do a wrong to another or speak un
kindly without doing a greater wrong to himself. For the 
thought of wrong is fir st generated in one's own mind, where 
it will do its .corrosive work before reaching its victim. Again, 
mankind are indissolubly related by ties of a common nature and 
origin too deep for anything to put asunder; and, being so related, 
self-preservation demands that one should act kindly and do jus
tice to all, including the m eanest and weakest and most defense
les s of his fellow-m en. Again, since man's constitution is based 
on the principles of charity and good will to all, slavery of any 
kind is not the natural birthright of any one, and when a master 
J .. ut s a chain aLout the neck of a slave, th e other end must, of 
necessity, fasten itself around his own neck. 

Th ese principles were recognized and well illustrated by one 
of the speakers at your Rochester Convention. He said: "I do 
not believe that any workman was ever made a better m an by 
harsh or cross rebuke administered to him by his superior in the 
presence of his fellows. He feels that he is an inferior, if he is 
subjec t to such treatment, and whenever I have occasion to 
speak to a man, for any infraction of duty or violation of rules, 
or the neglect of his duty, I take occasion to take him alone 
and appeal to the better side of hi s nature. My experience has 
been that more than 99 per cent of mankind are subject to the 
better influences. There is a great deal of man in every man, 
and all that you have to do is to develop it, give him a chance, 
bring him close to you, for there is scarcely a man so dense but 
what he is open to an appeal to the better side of his nature." 

Employees in whatever situation reflect the color of the mind 
which directs them; so courtesy will be found to be one of the 
greatest factors in success. The writer is aware that most of 
the managers and superintendents who are members of this as
sociation recognize .and practice the above principles, but the 
duties of a manager or superintendent in this matter of treatment 
of men does not end in his personal treatment of his associates 
and employees, but should be followed up by careful inspection 
to lea rn if the heads of departn1ents and foremen are co-operating 
with him. He should know that every man clown to the lowest 
grade receives fair and just treatment from his immediate su
periors. It is a patent fact that a gang of workmen will not be 
better than their foreman, and if he is overbearing, cross and 
profane, the men and their work will partake of the same low 
character. If a foreman gets angry and abuses his men, he 
puts himself on their lowest level and loses his power of dis
cipline,_ and, by getting angry, wastes his own physical strength 
that might better be spent in the service of the company. Let 
your m en. all understand that they are free to complain, or re
port any ill-treatment on the part of subordinates without fear 
of being persecuted. Let your men unde;stand that they are not 
to be serfs, and are not expected to submit to petty tyranny, but 
that they are to be independent and have the right to resent , in 
a proper manner, any unjust or ungentlemanly treatment. Let 
your foreman and subordinates understand that each man sets 
an estimate upon himsel f, and if he uses the language of a black
guard he must expect his men to do the same. Let him under
~tand that ~ne must first learn to govern himself, and that anger 
1s a confession of weakness. 

In the enforcement of discipline one should remember that no 
matter how stupid, ignorant or vicious a man may appear, he 
still knows some things that the superin tendent would be the bet
ter or wiser for knowing. Even though you have decided to 
discharge a man, by keeping cool, and winning his confidence, 
you may, by adroit questioning, be able to get from him admis
sions or confessions that will prove exceedingly valuable in root
ing out discordant elements among the men, or draw out some 
hint that will be of value to the service. In reproving or caution
ing men, keep on their good side, and regard all your men as so 
many feeders or avenues for seeking and transmitting to head
quarters knowledge that will add to the efficiency of the service, 
and all your men should be encouraged to plan and suggest. 

In the matter of shieldin g employees, special attention should 
be g iven to the night men, whether car men or night repair men. 
The late night men are apt to be influenced unfavorably or de
bauched by the people who patronize the late nirrht cars and 
unle ss carefully watched will pick up careless habits or ~hady 
practices that will, in time, spread to the entire force. Men 
should never be required to remain too long on late night runs , 
or at night-work of any kind. In the business of street railway 
management there are three classes or parties to which a super
intendent find s himself related: First, the employees; second, the 
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public, and third, the stockholders; and in proportion to the at
tention given to the first class, does he benefit the other two 
classes. When the employees please the public, the public be
come liberal patrons and the stockholders get the benefit of the 
extra nickels. 

So much for the relation, now for the instruction and its en
forceme nt. 

We often hear it remarked by the heads of departments in 
street railway matter: "If you knew the calibre of th e men we 
employ, you would know they would never think of using such 
or such an appliance if we should adopt it," o r "our men can 
never be brought to such a state of effic iency." One who says 
such things only confesses his own inefficiency as an instructor, 
for men will do, and all men will do well, whatever they are 
properly instructed to do. It is in them as a possibility; the 
question is how to bring it out, and make it actual. It is not 
enough to dismiss the subject, and say that it has been tried and 
fai led, for, so far as the writer is informed, men working in the 
street railway field are not generally fully instructed, or rightly 
inform ed. Note the difference between instructed and informed. 
They may be well instructed in mechanical details, and as to 
their particular duties in particular situations, but have never 
received instruction along the higher lines, as how to develop and 
employ their own native powers, their own power to think, and 
act promptly and correctly, under any and all circumstances that 
may arise. A man may be familiar with all the rules, and yet 
not know them, and it is a mark of a good instructor so to teach 
that his pupils know the subject, can digest it and make it a part 
of their own immediate knowledge, always ready for us e without 
taking time to fish about in their minds to recall the rule that 
appl ies to any particular case. Every mind is so constituted that 
it can acquire, if properly taught , and instruction is the only 
thing that will or can do away with the limitations that hamper 
street railway practice. Mere instruction, however, is only half, 
and the smaller half of the requirements. Every teacher knows 
that no matter how lucidly a subject is presented to a class of 
pupil s, the learning is solely a mental act on the part of the indi
vidual pupil. T he obj ect of the teacher and pupil is the same, 
but the relation to the work to be done is different, and, as said 
above, the object can only be attained by the mental act of the 
learner, by his observing, remembering, etc. It is clear, then, 
that what he does , and not what the teacher does , is the essen
t ial part of the process; that is, the appropriation and ass imilation 
of knowledge, by the mind, and can be performed by no one but 
the learner. The teacher can no more think for hi s men than he 
can walk, sleep or digest for them. The process of thinking, 
then, by which a pupil learns, being essentially his own, the 
teacher's part is that of a guide, director or superint endent of the 
operation by which the pupil teaches himself. The instructor 
can stimulate and direct , but he can not do the thinking neces
sary to give the desired results for his pupil. The teacher's prob
lem is how to get his P\lPils to learn, how to get all his pupils 
to learn, the so-called stupid ones as well as the bright ones, and 
how to adapt his teaching to the cal ibre of the individuals, and 
see that they make the mental effort to learn. And he should 
remember that there is no need fo r has te, the only thing needful 
is accurate knowledge, to have something thoroughly, perfectly, 
immovably known, the same as is required of a machine, that it 
will work perfectly under all conditions. Even then the teacher's 
work is only just begun. Instruction must be fo llow ed up by 
continuous, persistent and careful inspection of the men when on 
or off duty, not with the view, merely, of finding if rules are being 
violated or for the purpose of administering reproofs and repri
mands, but for the purpose of keeping acquainted, of watching 
their general conduct, and for the purpose of impressing upon 
the man the rightness and advantage of honesty, sobriety, and 
politeness. Let the reprimands and reproofs, if necessary, come 
afterward, when the individual offender can be called aside and 
warned, or instructed by himself. Indiscriminate censure, when 
anything has gone wrong, or is going wrong, only defeats good 
discipline. In the matter of inspection, remember, that if every
thing is found working smoothly one day, it is not an evidence 
or guarantee that it will be so running the next day, unless you 
make it so by your presence. Never take it for granted that your 
men or assistants are doing what you have told them, but watch 
and see; come upon them at odd spells day and night. Let them 
feel that you are omnipresent. In preparing a code of rules for 
the government of street railway employees it will be more ex
pedient so to word them that they will all be constructive rather 
than prohibitive laws and penalties. It is much pleasanter and 
more effective to have laws that will tell men what they ought 
to do, rather than what they must not do. For instance, rules 
that read: "It shall be lawful and proper, etc.," rather than it 
shall be "unlawful and, etc.," "Said crime or misdemeanor or 

infraction of rules shall be punished by fine, suspension or dis
charge." Rules that read "thou shalt not" often serve as a chal
lenge or suggestion, to certain minds, to do the forbidden thing, 
for the purpose of showing their independence, and that they can 
do it without being detected. It weakens the force of a rule to 
state it arbitrarily with must or forbid when its violation can 
not be enforced. For instance, "Indulgence to excess in intoxi
cating liquors when off duty is positively prohibited." "Spitting 
in this car is positively forbirlden." A man might be discharged 
for intoxication, but there is no way that the company can pro
hibit a man from becoming intoxicated. The rule about spitting 
can not be enforced, for the passenger might spit out of the 
window or the door, or might use the coal box, or if he should 
spit on the floor, the chances are that the conductor would not 
see him. A better notice would be "Gentlemen: Please do not spit 
on the floor of this car." Or " the Board of Health has made it 
a misdeameanor to spit on the floor of a car." 

A book of rules should have no reference to specific rewards 
or punishment. These matters should be left to the individual 
judgment of the one who is responsible for their enforcement. 
Incentives are better than penalties in the matter of securing 
obedience t o the rules, but as there are always employees with 
whom incentives have no weight, penalties are sometimes neces
sary. They need not be severe, however, but reproof or punish
ment must be certain to follow any offense, whether injury has 
resulted or not, and must tend to instruct or train the offender, 
so that he will want to obey the rule . In no case should a dis
ciplinarian threaten a man, or impose a penalty, and then let him 
beg off. Investigate carefully and be sure of your ground before 
imposing a penalty. The offender should be made to realize that 
reproof or penalty is imposed for neglect or disobedience, not 
simply because the manager is displeased and seeks revenge. 
Penalties, except in rare cases, should not affect the man's pay, 
for if it does his family or friends may be made to suffer, and the 
women of his household, not knowing the circumstances, are apt 
to blame the manager, and gossip and circulate reports injurious 
to the interests of the company, and the man himself, thinking 
he is unjusty fined, will be apt to seek or try some means by 
which he may get even with the company. It is gratifying to 
know that this matter of affecting a man's pay has already been 
settled by a number of companies in this State, as shown by the 
reports and discussions of your previous meetings. Merit and 
demerit marks may be used, but a record of these necessitates an 
endless amount of bookkeeping, and often leads to no end of 
misunderstanding and jealousy among the men, and is often 
attended by annoyances that defeat the end sought to be gained. 
The bookkeeping mentioned does not refer to the man's record. 
It is better to leave it to the manager or superintendent to devise 
some original method of reward to suit meritorious cases, with
out any previous promise made in the matter. In the whole 
matter, however, it is better to remember that formation is better 
than reformation, and that more attention paid to instruction 
and drill will save time and worry in the matter of punishment. 
It is conceded by prison authorities and others that punishment 
as ordinarily administered is not reformatory. In enforcing dis
cipline let not authority be the impelling motive. Temper your 
attitude by imagining yourself in his place. Think that if you had 
had his heredity, his condi tions and environm ents, you would 
be just like him, and this will furnish a good lesson in toleration. 
Interpret the man from his own point of view, and remember that 
until he sees the justice and truth of your action it is not truth 
to him. To convince him, find other points of agreement, and he 
will be led toward recognition and at length exclaim: "I see it." 
If you seek common ground you can always find it, and when 
found its area naturally increases. Hold the other man's view in 
respect and that will bring him toward yours. Your toleration 
will outlaw his law. 

In the matter of correction, a distinction should be made be
tween offenses from ignorance, indifference, recklessness, care
lessness and those where wilfulness or guilt are involved. So far 
as the company is concerned, a loss from carelessness or forget
fulness is just as bad as a loss where guilt is a factor, but the 
penalties can not be the same. The fact, however, should be 
imp'"essed on th e minds of all the men that loss from any cause 
is a serious matter, especially when it is accompanied with injury 
to life or limb, and that accidents are not measured by the money 
value only, but have an important influence on the general repu
tation and patronage of the road. Accidents do not happen, 
nothing happens, there is a cause for every effect. There are no 
unavoidable accidents. According to psychological laws, the 
cause can usually be found in the mental make-up of the man 
responsible for the accident. The mentai attitude of some men 
invites accidents and all sorts of so-called ill-luck. The man who 
has one accident will have another and another, and will con-
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tinue to have t hem, unless his mentality is changed. The best 
men never have any accidents, and all the accidents can usually 
be t raced to a certain few men who, when known, should be dis
charged or t ransferred to some situation where they can not do 
much injury, ei ther to themselves, to others or to property. It 
is a mistake to suppose that men must necessarily have accidents, 
violate rules or be a lit tle reckless or careless at times, in order 
to learn street ra il roading. People learn to walk by walking and 
not by falling down. Mistakes or accidents are not instructive 
or reformatory, and a man is never better for them. The writer 
was surprised to hear the statement made at your last convention 
by a superintendent that he would have no objection to employ
ing a man who had been discharged from another road for having 
an accident, upon the ground that such a man would realize the 
seriousness of h is error and make a better man than before. Such 
reasoning is contrary to mental laws and contrary to all the infor
mation the writer has been able to gather on the subj ect in his 
fifteen years' continuous association with street railway men. 

All the triumphs of skill which we observe are merely the shap
ing of things by the subtle power of thought. T he g rander the 
achievement, the grander and more masterly, the thought that 
has embodied itself. Th e scientific work which i:alls for th€ 
praise and admiration of men is the result of the scientific thought 
of the worker. Man, then, being a master of thought and of all 
things through it, any desired object or condition b icomes pos
sible of realization. O nce master of the principles of thinking, 

.one can becom e a specialist in any particular line of invention or 
discovery that m ay be demanded by the nece ss ities of the se rvic e. 
Once master of that kind of thinking which builds men, brin gin g 
into expression the ideal qual ities that are essenti al to profitable 
street railroading, a manager can advance his se rvice to an earn
ing capacity beyond anything he has ever imagined. The ques
tion is oft en asked, "What is your experience in such a matter?" 
or "In my experience I have fo und so and so to be of advantage. " 
Now, experience is mer ely what has been found out in practice, 
but it should be remembered that there is m uch beyo nd what 
has yet been so fo und out. A t urn may come in street railway 
affairs, and sometime a wiser method of discipline may be sug
gested, productive of unheard-of results. So it is never safe t o 
reason on the basis of experience, or on a basis that one knows 
all that is to be known on any subject, and so declare a new idea 
impossible or silly. I t is not always experience, custom of prac
tice that is t o be fo ll owed, but some higher, advanced or better 
way. Those who are the great masters of commercial matters 
to-day are those who have dared to try something new that has 
come to their thought . An example is found in the matter of 
welding the joints of st reet railway rails. E ngineers who were 
skilled in all such knowledge, when told of the idea, pronounced 
it impossible and silly, declaring that in the summer's heat the 
rails would hump up, pull the spikes and ruin the road, or in 
winter tim e the ra ils would pull apart by contraction. Their 
reasoning was conclusive, according to experience up to that 
time, but when the actual trial was made, the results were sur
prising. There was little or no trouble from expansion or con
traction and it has become an almost universal practice. Those 
who declared such ideas absurd have, in this day, their com
panions. Prompt action is the secret of success in the line of 
new sugges ti ons, but it should be action that is right in line with 
one's regular work. 

We must not limit the possibilities of to-day by the attain
ments of yesterday; if we should do so, we would bring to an end 
all progress, and in the matter of discipline no advancement 
could be made toward the time when there shall be fewer acci
dent s, less expense fo r repairs and when employees shall be more 
consideratr of the rights and comfort of passengers. 

In the n1atter of instruction, it is a commendable practice to 
provide schools or lectures for instruction and practice, as has 
already been done by some of the larges t systems in our State. 
In these schools, o ral instruction should be given in addition to 
printed rules, and when rules are provided, it is best not to put 
them into the hands of green men to study, at first. Not until 
they have had some oppor tunity to become fami liar with the 
names of the parts of a car and the road's equipment . Even then 
it is better that the rules be first read and explain ed to the m en, 
as some men, although they can read, find it diffic ult to compre
hend wr itten instructions. It was well remarked at the last con
vention that "so far as t he question of training is concerned, it 
should continue so long as the man is in the em ploy of the com
pany. The training of every employee should be continuous, as 
new ques tions and condit ions a re constantly coming up." Th is 
training can best be given by having schools for this purpose, as • 
is already the practice with some companies, and through the 
business and social meetings, in connection with the benefit asso
ciations or other organizations. Schools of some kind are espe-

dally desirable for small companies, as it is usually found to be 
more difficult to give thorough in st ruction to employees on a 
small system than on large roads, for the reason that the super
intendent is so burd ened with deta ils that he find s little time to 
devote to instruction. Thus it freq uently happens that a motor
man, for instance, receives hi s entire t eaching from another 
motorman, who receives all his instructions from a previous mo
torman. The result is that the rules that the last man receives 
are only copies of copies of copies, and are likely to be very 
much distort ed from the original. Again, when frequent changes 
are made among the men, a new man may be put on to 
learn from a m an who himself was new only a short time 
before. 

It should be borne in mind that , in the present state of society, 
it is of advantage to a company to provide instruction in schools 
or by lec tures for the men, along lines other than those relating 
to th eir mechanical duty. In other words, some means to coun
teract the philosophy of the "bar-rpoms" and make the men 
conscious of th eir own mental and moral powers. Not o nly the 
phil osophy of the " bar-rooms" is to be counteracted, but that 
given at public hall s, where the men listen to bitter harangues 
on society in general, attacks on property, on the Church and the 
institutions of our social fabric, when men blame everybody and 
everything except themselves and fire the souls of their hearers, 
as bad whi skey fir es the body and for the sam e reason. Labor 
troubles arise from ignorance, and can only be avoided by bring
ing all the men to the same general knowledge of all the local 
conditions that the chiefs in the service themselves enj oy. Men 
can be taught to feel that their interests and those of the com
pany are identical. Individual opinio ns are founded upon and 
colored by an innumerable variety of factors which have pre
ceded, and if you expect men to think as you do and be actuated 
by high and lofty motives and loyalty to the company, they must 
be taught the same things which have made you what you are. 
As was sa id last year, there are bound to be seeds of passion , 
seeds of discontent and disloyalty planted in the mind s of em
ployees somewhere and somehow; hence, as a matter of self
dcfense, from a selfish or commercial standpoint, without any 
refe rence to ethics, morals or religion, street railway companies 
should undertake to fill the minds of their employees with seeds 
of truth, for truth's own sake. Men are tired of makeshifts, 
they do not wish to be bribed by gifts or abused by penaltie s, 
but they do want food for their minds, and when teachers are 
provided who will proclaim the brotherhood of man and the laws 
of mind, as founded on the very nature and constitution of man, 
men will crowd and throng the classes. Men mu st be shown that 
they have a higher nature, which is ever leading them on. That 
this nature has a tendency to evolve until they outwardly mani
fest in full their relations and possibilities, being fill ed with the 
hope and expectation of bettering their condition in life. When 
men are taught how to think, how to recognize and use their 
power to think, they will have the key to all problems, for thought 
is creative, and all creation and all prog~ess of the rac e, as mani
fest in means for transportation, in printing, etc ., has been 
through thought. 

The principles above enumerated are not one-sided, are not for 
one class only, but are to be observed by the employees, as well 
as the employer, but it must be remembered that these principles 
can not be forced upon any class of people nor upon the public. 
For this reason these truths can not be put into practice until 
your employees are educated up to them, but the responsibility 
of teaching principl es to what are known as the laborin g classes 
1 est with the higher or more advanced and enlightened, usually 
the employer. From the fact that street railways in their pur~ 
chases are closely allied to almost every other industry, they 
have the opportunity, and it will be for their credit to t ake the 
initiative in this matter. It is oft en said by stree t railway men 
that they are not in the missionary business, but it is now known 
that any enterprise or industry is prosperous in proportion to its 
missionary work. 

Some of the larger companies have formed schools for instruc
tion. It would, doubtless, be to the advantage . of the smaller 
companies if they would club together and organize schools in 
different parts of the State or sub sidize and encourage private 
school s, where instruction can be given in all matters relating to 
street railway affairs, to which young men can go and fit them
selves for the business or profession of street railroading. \Ve 
have numerous commercial colleges. Schools of dramatic art, 
of music, et c., why not have schools for the science and art of 
stree t railroading and street railway management? Schools 
equipped with cars, motors, trucks and all th e mechanical appli
ances, with a course of instruction in all the duties required of a 
street railway employee, embracing his relation to the public 
which he is expected to serve. 
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Power House Accountings* 

BY R. E . DANFO RTH 

T he r ecords kept in our power stations generally vary from 
practi ca lly nothing but a time book to a system whi ch requires 
clerks to maintain. The question fo r di scuss ion to-day, by the 
association is: "\;Vhat records should be kept in the power sta
tions that the station may be intelligently operated to the best 
econ omy." The object of this paper is to provoke di scussion, in 
order that the members of your association may learn your opin
ion s and experiences, and therefrom determine the accounting 
svstem which seems best sui ted for each local condition. 
• Power station records are kept for a two-fold purpose-to show 

the cost of power developed, and to enable the managem en t to 
locate the uneconomical features of the plant. The accoun ts should 
show the amount of power generated or distributed, an d the vari 
our items, more or less classified, which enter into the cost of such 
power. It is, for instance, important to kn ow that your firemen 
acnerate steam with the proper amount of fuel per horse-power, 
;hat the engines and generators convert thi s steam into electric 
power, w ith the least possible loss, and that in each _of these ~pera
tions the machinery is not on ly being worked to maximum efficiency, 
but with a minimum cost for repairs. It is further important to be 
able to determine whether the various units a re cut in and out o f 
service at the most economical time, to the end that the proper 
ki lowatt capacity, and no more, is at times being oper ated. 

To obtain the information here roughly described, certain r ecords 
must be accurately kept. The several items may be briefly stated 
as follows: 

Vv eight of coal consumed. 
Gallons of water evaporated. 
Cost of labor in boiler room. 
Cost of boiler cleaning and repairs. 
Number kilowatt-hours ciirrent output. 
Number of units in service and hours each are run. 
Cost of labor in engine room. 
Cost of engine repairs. 
Cost of electrical repairs. 
From which should be derived: 
Fuel, per kilowatt-hour. 
Water, per pound of coal. 
Water, per kilowatt-hour. 
Labor in boi ler room, per ki lowatt-hour. 
Boiler repairs, per kilowatt-hour. 
Labor in engine room, per kilowatt-hour. 
Engin e repairs, per kilowatt-hour. 
Electrical repairs, per kilowatt-hour. 
Total cost of power, per ki lowatt-hour. 
In addition to the forego ing a carefully kept log is cf great 

srrvice to the engineer in keeping track of the work done by and 
upon the various machines in hi s charge. 

Regular and frequent tests of combustible, of flue gas and asl1, the 
inspection of feed and blow-off pipes, steam mains and valves and 
engine indicator cards, must not only be made, out systematically 
recorded and studied , and their lesson s h eeded. Ashes should be 
frequently weighed to determine the qualit_y of fu el being furnished 
by the dealer. It is sufficient to obtain a clean card from_ your 
engines, but the cards must be carefully analyzed to ascertam the 
condition of cylinders and valves. Stearn leaks however small 
should never be n eglected, as the waste through a leak in visible to 
the eye often represents a considerable amount in the coal pile. 

Ther e is ariother fact that must be bprne in mind-small phmts 
do n ot require as elaborate accounts as large plants, and the 
larger the plant the greater th e probabil ity of loss through the 
usual method of depending on the op inion or judgment of some 
individual, r ather than upon systemat ic and intelligent study of the 
daily records. 

One of the greatest aids in the study of engine service is found 
in a w ell kept load chart. Such chart may be compiled in a few 
minutes daily by the engineer, from recording instruments or from 
ammeter and voltmeter readings, taken at frequent intervals by the 
switchboard attendants. A fine example of such a chart was 
presented to your association two years ago by the Buffalo R ailway 
Company, in connection with a paper on the Electric Storage Bat
tery. On this chart was shown the number of engines in service at 
all times, and the work done by these engines, Niagara power and 
storage battery. At thi s station the engineer in charge consulted 
hi s charts in determining the most economical time to increase or 
decrease the engine capacity in service, and the proportion of peak 
load to be carried by the storage battery. 

* Paper read at the twentieth an riual con vention ol the New York State 
Street Railway Association, at Caldwell, Sept. 9, 1S02. 

Concerning the blanks, forms ~and other detai-ls connected with 
power house accounts, engineers differ widely. A glan~e over t?e 
blanks and forms published within the last- few years m the rail
way periodicals clearly shows a wide divergence. The writer has 
i1! mind a lso, sets of forms on fil e in his office, several of the 
blanks beina huge sheets, calling for an endless amount of minor 
data, the c;mpilation of which must be expensive and which is 
probably not used after being obtained; and of other sets of 
blanks which offer so little data that no idea of the work actually 
done can be shown thereon. 

Each station or group of statfons requires separate treatment in 
det ermining the details of the accounting system to be followed, _but 
in the main the facts herewith briefly outlined cover the r eqmre
ments. 

•• 
_ Outing of the New England Street Railway Club 

The annual outing of the New England Street Railway Club was 
held at Hampton Beach, N. H., on Thursday, Sept. 4, 1902, and 
was attended by about 140 members and their friends. 

A special train left Boston via North Station, Causeway Street 
at 9 :40 a. m. and arri ved at Hampton at 11 :07. Here electric cars 
were taken to the beach, which was reached about II :15. Soon 
after arrival at the beach a ball game was called, and two nines, 
captained by M ess rs. P. W . Whittemore and F. 0. Nourse, played 
an exciting game. Bowling alleys were also in operation, and a 
number of the party enjoyed the fine surf bathing which the ],each 
affords. 

A t 1 :30 p. m. a fi sh dinner was served, and President Farmington 
presided. In the absence of Franklin Woodman, of Haverhill, M:. 
Hayden made a few felicitous remarks, and then the athletic 
features that had been arranged were run off. E. D. ]\filler, of 
Boston, was clerk of course, ably assisted by F. S. B. Sia:s, with 
J. E. J ohn ston recorder. The judges were D. L. Prendergast, of 
Boston; F. G. Henderson, of Newton, and E. W. Goss, of Milford, 
with C. H. Hill, of Boston, starter, and P. W . Davis, of Boston, 
t imekeeper. Four silver cups were offered as prizes to those scor
ing the most points in the games, and they were won as follows: 
First, P. W . Whittemore, winner of hundred-yard dash; second, 
R. W. Covant, winner of high jump; third, Mr. White, winner of 
potato race; fourth, F. 0. Nourse, third in high jump and potato 
race. • 

At 4 :45 p. m. the club left the beach for Haverhill by electric 
cars, and enjoyed a superb ride along the coast and country to 
that city, from which a train was taken for Boston at 6 :47 p. m. 
The committees were: Transportation, Messrs. Wattles and 
Millar; subj ects, M ess rs. Winsor, Reynolds and Ellis; banquet, 
M essrs. Stone and Hodges; sports, P. Vv. Davis chairman, Messrs. 
Nourse, Sias, Mi llar, Coolidge, Pestell, Hart and Winter. The 
subject committee is now taking up the winter's work of the club, 
and the next r egular meeting will probably be held in October in 
Boston. 

• •• 
Legal Status of Recons cructd Steam Roads 

An a ction h as been commenced in the Superior Court by a 
tax payer, a t Cincinnati, to restrain the Cincinnati, Georgetown 
& P ortsmouth Railway from entering the city over the tracks of 
th e Cincinnati Traction Company. The suit involves the right 
of a reconstructed steam road to enter into traffic arrangements 
with an electri c li ne. It is claimed that the interurban company 
can no t en ter the city , without securing consents of prop
erty owners and being awarded the contract after competitive 
bidding fo r the route. It is claimed the Cincinnati, Georgetown 
& Portsmouth is a steam road under the law, although it is be
ing equipped with elect ricity, that it can not enter the city over 
the track s of a street railroad, so-called, and, being a steam 
road, tliat it can not enter the city without condemning a right 
of way through the city. A similar injunction suit will be brought 
to enjoin the Cincinnati, Dayton & Toledo Traction Company 
from entering the city ove r the tracks of the Cincinnati & North
west ern, an old steam road recently acquired by the electric 
company and now operated as a part of it. 

The Strike on the Hudson Valley Railway 

It is stat ed that the officials of the Hudson Valley Railway, of 
Troy, N. Y., have said that there will be no further negotiations 
with the striking employees with reference to a settlement of the 
trouble, and that the company will commence preparations to re
sume the running of cars. The conference at Glens Falls on Sept. 
4 betweenrepresentatives ofthe company, strikers and trades assem
bly, resulted in the drafting of a new agreement, which, when it 
was submitted to the men, was not accepted, and the conference 
came to an unsuccessful end. 
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Accidents on Electric Railroads- I* 

DY C. R. BA R NES 

As a re9 rcscnta ti ve of the Railroa d Commiss ion I have officially 
co me in cont ac t with nearly every manage r of electric rai lroads in 
the Sta te. My re la tions with them, I think, without exception, 
are co rcl i::i l and fr iendly, and I hope that condi tion to continue, 
but I th ink your chairman has design s 0:1 me and is endeavoring 
to rupture th e fri endly feelings which now exist between the offi
cials of electr ic rai lroads an d n:yself. In can·y ing out thi s idea he 
has notifi ed m e to present to this convent ion a paper o n acci
dents-he not ifi ed me, not requested me, to do so. You have 
continued hi m in office so long, he has hecome an autoc,at. ·when 
he o rders aro und such men as Vree land, E ly and the rest of you 
gentlem en, and you do not r esent it, I do not see what el se I can 
do but obey ;111d wish I had a vote in th e convent ion. Nero in h is 
pa lmy days was not " in it'' with this gentleman. I understand he 
is learning to p lay the fiddle, and I advise you to . :ook out for 
your car ho uses and power houses. 

But, se riously, gentlemen, the subject of this pap-.:r is at the 
present time a very importanc one. The ;rnthor has had eight 
yea rs' experience in the inves tigation of accidents in this State, 
and thi s experience has ta ught him the importa nce of the subject, 
and also h ow incompetent he is to present a paper on it before 
a convention of r epresentative ra ilroad men such as this. But to 
treat the su l::ject in even my humble way, fact s must be stated, and 
in doin g thi s it is desired t hat every member of the association 
should know th at there is no criticism on th (' manager.ient of any 
on e parti cular road in te nded; but the general information in refer
ence to the cperation of all roads which bas been obtained in my 
offici al position will be used in the hope that it may in a small 
measure aid in what yo u are all interested in accompl ishing, 
namely, r ed11 cing the number of accidents tc, those which are in
cidental to the operation of an electric railroad and which expe
ri ence shows t o be p ract ically unp reventable, even with reasonable 
care and fo resight. 

In th e ye:ar 1898 th ere were 1,1i4.38 miles of electric railroads 
in this State; 4002 box, 3408 open, IO mail and 208 freight, express 
and service car s operated. In that year the re were i4 persons 
kill ed and 541 injured. In 1S99 there were 1,225.16 miles of road; 
4i43 box, 3681 open, 139 mail and 631 freight, express and service 
cars operated. There were 126 persons ki lled and 589 injured. In 
1900 there v.ere 1,413.26 miles of road: 5098 box, 3666 open, 22 

mail and 666 freight, express and service cars operated. There 
were 148 persons killed and 650 inj ured. In 1901 there were 
1,548.66 rr:il es of road; 5190 box, 3945 open, IO mail and 558 freight, 
express and service cars opera ted, and 160 persons were killed and 
86i in_i ured. The complete reports of mileage and the number 
of cars operated fo r the year ended June 30, 1902, have not yet 
been r eceived in the Railroad Commiss ion office. In this year to 
Jun e 30 there were 12i people killed and 823 injured. You are all 
fa miliar with the serious accidents which have occurred since 
June 30, one of wh ich result ~d in 14 death s and the injury of 60 
persons; another in 4 deaths and 20 or 30 injured; one where three 
were kill ed and several inj u red; two where one was killed and 
several others wh ere a number were injured. ' 

These fi gures show that the death rate caused by accidents in 
r eference to miles of road operated was .063 in 1898, .J02 in 1899, 
. 104 in 1900, and . 103 in 1901. As stated above, these figures can
not be given for 1902. But. with the exception of th~ year 1901, 
in which year the death rate in proportion to miles of road was 
le ss than th e year previous, there has been a con tinuous increase 
in the dath r ate as compared to the mileage. This increase be
tween the years 1898 and 1901 was .040, an increase of about 63 
per cent. T he percentage of passengers inj u red in reference to 
miles of road operated in 1898 was .462; ir: 1899, .480: in 1900, 
.450, and in 1901, .559. This shows a stead_v increase in· the per
centage o f passengers injured in reference to mileao-e of road 
except in the year 1900, when the percentage was less 7han in the 
year previous. T here has been an increase between the years 1898 
and 1901 of .09i, an increase of about 21 per cent. 

These figures in clude the accidents on all of the electric rail
roads in th e State, including city and oth er roads, and are compiled 
from th e am~ual reports of the companies made to the Railroad 
Commission. I t was the intention t o have classified these acci
dents, an d also to have made a percentage comparison based on 
car mileage, but the investigation of the numbe r of serious acci
dents which have occurred recently has oc cupied so much time 

* Read befor e the twentie th annual convention of the New York State 
Street Railway Association at Caldwell, N. Y., Sept. 9, , 9o, . 

that 1 was unabl e to make as detailed a statement of accidents and 
as clear a comparison of them with the growth of the electric 
railroads ;,s would be desirable in a paper of this kind. 

While these figures include the killed and injured resulting 
from all cla sses of accidents, a large majority of them are the re
sult of head-on collisions, tail-end collisions. collisions at grade 
crossings of steam railroads, collisions at grade crossings of 
electric railroads, derailments and fai lures o{ bridges and tre stles. 
The future consideration of this subject will be co nfined to this 
class of accidents. The accidents incidental to city operation, 
such as striking persons and vehicles on the !,treet, passe ngers in
jured boardi1,g and leaving c~.rs, passengers thrown from cars, 
etc., will not be discussed in the following portions of this paper. 

The greatest lo ss of life and injury to passengers on electric 
railroads in the last five years has been caused by rear-end col
lisions; the next largest lo ss of life and injury to passe ngers has 
been caused by h ead-on collisions, and itt this comparative line of 
the causes of death and injury to passenge rs are the co lli sions at 
grade crossings of steam and electric : ailroads, the derailment 
of cars and the collapse ot bridges and trestles. The causes for 
this class of accidents are numerous, and to state only a small 
portion of them would be beyond the limits of a paper of this 
character. The more important ones will be briefly mentioned. 

Head-on and rear-end collisions can be dealt with under one 
head, as the causes which produce them are in most cases similar. 
In the investigation of thi s class of accidents, it is found that mo
tormen have two stereotyped excuses for their occurrence; first , 
"When I saw the car ahead of me I applied the brake, but it 
would not work;" second, ·'I then put on the reverse, but it 
would not t ake." The testimony of all persons directly interested 
in the operation of the cars in collision is taken in the investigation 
of accident5, and in nine cases out of ten this evidence goes to 
show that the motorman's sta temen t was not tru~. When a 
motorman has been running a car the greater part of the day, 
making his usual stops without troub le, and in such a manner that 
the conductor 's attention has not been attracted to them, this 
being the case on the run on which the acciden t occurred, it is sa fe 
to infer that the motorman is mistaken when he says the brakes 
would not work. Of course, there is alw:lys the possibility of the 
brake giving out on the stop just before the accident; but in th e 
investigation o f this class of accidents the inquiry must extend 
furth er than the crew of the car; it must be carried to a thorough 
examination of the methods 1Jf operation, the physicai conditions 
of the road, the kind of brakes used on the cars, and the equip
ment of cars, including sand boxes. In the investigation of the 
methods of operation of railroads in reiererce to accident~, the 
statement cari safely be made that in a large majority of them the 
primary cause of the accident can be traced !u inefficient manage
ment of the road, and while the motorman may be the immediate 
cause of the accident, it in all probability ·would have been pre
vented had the management been more systematic. 

There has been a large number of tai l-end an d head-on collisions. 
The larger portion of these have been caused by motormen running 
past switches where they were due to meet a car. Several have 
been causd by misunderstanding of train orders transmitted over 
a telephone system; several by conflicting orders being given by 
different officers of the company; some by crews attempting to 
"steal" a switch ; several by crews taking it for granted that a 
car which was due at a junction of two line s had passed that 
point; others by the failure of block signal systems; a 
few by cars getting beyond the control of the motor
man on heavy grades and not stopping at a switch where they 
should have stopped; a number by facing-point switches .on cross
overs on double tracks, and there have been two cases where motor
men have seen cars approaching them on the same track and 
have continued at full speed, w ith the in tention of making the other 
car back up to the switch, the speed continued on both cars for 
the same purpose until it was impossible to stop either; two were 
caused by the running of special and work cars over a road without 
proper notice being given to the regular cars ; one head-on coilision 
was caused by an ordinary passenger car being used as a work car 
and not being placarded as such; a regular car met it on a switch 
where another regular car was due; supposing it was the regular 
car the crew ran out onto the main track, and the two regulars 
met in head-on collision. Among the causes of tail-en d collisions 
may be mentioned the 500-ft. distance rule in use on a large 1rnm
ber of suburban and interurban rai lroads: cars coming to a stop at 
points on the road where the view of an approaching car is limited; 
cars "running away" on grades and on wet and slippery tracks: 
regular cars running into work cars, standing upon the main 
t rack without protection: broken trolley wheels leaving a car 
standing on the track without lights; trains be::·,g- nm in• sections 
without the rear end of the first section being properly pro
tected, and a number of other causes. 
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The accidents at grade crossings of steam and electric railroads 
and at grade crossings of electric railroads, are invariably caused 
by violation of the running rules of the company, for I do not 
know of a crossing of steam and electric tracks in this State, where 
there is any considerable volume of traffic on the steam road, but 
whqt the company's rules require the electric car to come to a 
stop and the conductor to go ahead and flag his car over the cross
ing. But some collisions have been caused by the power giving 
out while the electric car was going over the steam tracks, or by 
the trolley leaving the wire while this was being done, in this 
manner stalling the electric car in front of the steam train or 
engine. At nearly every crossing of two electric tracks the cars 
on one of them are required by the rules to come to a full stop be
fo re proceeding over the crossing. 

The causes of derailment of cars are so varied that it would be 
almost impossible in the limited space of this paper to enumerate 
them. The principal causes, however, are : Cars going around 
sharp curves at too high a rate of speed; the spreading of tracks on 
curves; the irregularity and poor alignment of curves and lack 
of proper elevation on them ; where the grooved rail is used, 
the groove being filled with stone, sand or other substances; frogs 
and switches not being properly placed; open switches; poor align 
ment and surface of track ; broken flanges on wheels; axles out of 
line; loose wheels; wheels not properly gaged, etc. 

There have lieen several accidents resulting from bridge and 
trestle failures. These in mo st cases have been caused by leaving 
old structures in the road and increas ing the weight of cars oper
ated over them without increasing the strength of the structures. 
There have been two dera ilments on bridges, resulting in serious 
injury to passengers, brought about by the custom of planking 
highway and street bridges flush with the top of the rail, without 
proper guards to prevent a car from going off the rails and over the 
side of the bridge. This planking flush-with-the-top-of-the-rail is 
almost the universa l custom and is a very dangerous one. 

These are the most frequent accidents occuring on suburban 
and interurban railroads and the principal causes of them. T he 
question now to be considered is how to prevent their occurrence. 
The solution of this problem, to some minds, appears to be an 
easy one. Read any of the papers of the daily press after an 
accident has occurred, and the editor volunteers a ready solution 
of the question of preventing accidents on electric railroads. In 
some of these papers you will see that double tracking a road would 
prevent all accidents on it in the future; in others equipping the 
cars with John Smith's automatic brake would prevent accidents 
of all characters; in another, the adoption by the company of 
Bill Smith's block signal device would be a guarantee against acci
dents, and so on through a long list of suggest ions, the writers be
ing confident of their ability to judge of the merits of the different 
devices mentioned and their positive knowledge that the adoption 
of that device or plan would be the solution of the question under 
considera tion. But you, gentlemen, who are more experienced and 
far more interested than the editors in preventing accidents know 
that accidents on electric rail roads have multiplied in variety and 
number with the advances made in electric railroading. It is not 
a case of a sick child where a dose of par egoric can be administered 
and the disease will disappear. The present conditions result largely 
from the tireless efforts of manufacturers and inventors of elec
trical machinery to increase the efficiency, power and speed of their 
apparatus, and from the failure of electric railroad managers to 
keep pace with them in track construction, safety devices and 
methods of operation. This condition has been a growth of years, 
and the remedy for it must be found in the free use of safety appli
ances, in more perfect and complete const ruction and equipment, 
and more careful and systematized methods of operation. 

It is taken for granted that every member of this association 
realizes that the electric railroad business is face to face with 
grave problems; that the numerous serious accidents, not only in 
this State, but throughout th e country, are injuring the standing 
of the electric railroad before the public, and that if they continue, 
the revenues must be impaired for the reason that people will lose 
confidence in electric railroads and will prefer to patronize steam 
roads. Up to this time the electric car has met with favor by the 
public, preference being given to it for suburban and interurban 
rides, even when a destination could be reached quicker by the 
steam roads. The comforts of the electric service, including fresh 
air, freedom from smoke and cinders, the unobstructed view which 
can be had from the open car, and especially the combined pleas
ures of a ride on them through a country district have caused 
the public to patronize them liberally; but these frequent accidents 
are creating alarm and distrust. The confidence of the public must 
be restored, or you will not only drive people from the electric 
cars, but you will drive capital from investment in electric railways. 
These statements are intended to apply only to roads other than the 
distinctively city roads in the State. The city railroads are operated 
in a manner which reflects credit upon the management of them. 

This condition of safe operation does not exist on all of the 
suburban and interurban roads and upon most of them the railroad 
commission has had to investigate serious accidents. Still, there 
are several of these roads which are operated under rules and reg
ulations which compare favora bly with steam railroad methods. 
On one of them there is a complete telegraph train dispatching 
system in use; on another, a train dispatching system, in which 
the orders are transmitted by telegraph and telephone; on several 
others there are train dispatching systems, the orders being 
transmitted by telephone on ly. 

Of course, it is expected in a paper of this nature, after describ
ing the character of acciden ts occurring on electric railroads, that 
~uggestions should be made to prevent th eir occurrence, and this 
is the point where I realize my inability fully to meet the require
ments of the situation. However, I will mention a few points in 
which my experience and observation have led me to believe that 
improvements could be made. As stated before, the investigation 
of accidents in a large majority of the cases shows a defect in the 
organization of the operating force and in the methods of operation. 
A well -organized operating force on an electric railroad can be com
pared to the motor, pinion and gear wheel of an electric car, the 
president being the motive fo rce of the organization compared to 
the motor ; the superintendent or general manager, through whom 
the president's policies a re carried out, compared to the pinion; 
and the heads of the different departments, including motormen 
and conductors, to whom the superintendent issues his orders, 
represented by the different cogs on the gear wheel. The whole 
for ms an unbroken line in the case of the organization from the 
president down to the motormen, conductors and other employees, 
as in the combination the pinion and gear transmit the power of the 
motor to the traction wheel. In the latter case each member must 
be in perfect working order, each one must be fully equipped and 
efficient in itself; any defect in one shows a defect in the whole. 
This is also true of the organiza tion. If the pres ident lacks in 
ability, sound judgment and common sense, he will interfere with 
the operation of the organi zation, and above all he must not reach 
over beyond the pinion, the superintendent, in carrying out his 
ideas and policies as illustrated in the case of the motor, pinion 
and gear; if the leads of the motor extend beyond the pinion and 
come in contact with the gear wheel, a damage is caused which re
sults in the breaking down of the whole combination. It is not 
meant by this statement that the president must not come in con
tact with the employees of the road, but that he must not interfere 
with the operation of the road when it is in operation, except 
through the proper channel, the general manager or super~ntendent. 
\ /\Then the machinery is at rest after the day's work is done, or 
when employees are off duty, the more he comes in contact with 
them, the better it is for everyone interested in the welfare of the 
road; but in the regular routine of business the president's duties 
consist in outlining policies and plans for the benefit of the road; 
the details of the execution of these plans and policies devolve upon 
the superintendent. The superintendent of a railroad should be a 
man of ample experience an d capacity, qualified to take charge of 
the operation of the road in all its branches, carrying out the views 
and ideas of the pres ident, but to all intents and purposes he should 
be the czar of everything pertaining to the direct operation of the 
system. The hea ds of the different departments, motormen and 
conductors as represented by the gear of the combination, must 
mesh into 'the different apertures between the cogs of the pinion, 
and if one of the cogs of the gear becomes rusted and will not 
readily absorb the lubrication, which in the case of the organization 
is represented by the book of rules and special instructions, it 
weakens the whole structure, and if not removed will cause a 
breakdown. When a cog becomes worn out it must be removed 
from the system. In the case of the organization, when a motor
man becomes too old for service, he mu st be removed from that 
position, and usually there are places on an electri~ road into whic_h 
an old faithful motorman can be put, where he will not be a detn
~1ent to the service. If a motorman becomes too large for his 
position, as in the case of the cog, he will not mesh into the aper
ture assigned to him , but will interfere with the smooth run
ning, and must also be removed. This illustr~tiol! mi~ht be 
carried furth er , showing that perfect orgamzation ts an 
essential thing to the welfare of an electric railroad. But the illus
tration clearly sets forth one point which to my mind is essential 
to the safe operati on of any road; that is, the duties of the superin
tendent or general manager should be confined to carrying out the 
instructions received from the president in reference to the opera
tion-and nothing but the operation-of the railroad. He sh_o~ld 
not be burdened with any additional duties, such as the superv1s1on 
of construction of extensions, or the negotiation of stocks or 
bonds; his whole duty should be trying to earn dividends, not to 
negotiate the securities of the road. 

(To be Continued.) 
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The Manhattan Elevated Company's Report and Grand 
Balance Sheet 

T he report of the Manhattan E levated Ra il way Company, of New 
York for the year ended June 30, 1902, as fi led with the R ailroad 
Commissioners, shows: 

1902 
Gross receipts ...... . ......... ...... .. $10,665,911 
Operating expenses . . . . . . . . . . . . . . . . . . . 5,518,585 

Earnings from operation ........ ... .. . 
Receipts from other sources ..... ... .. . 

Gross income .. . ... .. ... ... ..... .... . 
In terest and taxes ... . .... .. ... ...... . 

Net earnings .... . .......... . .. ...... . 
Dividend (4 per cent ) .. . ....... .... .. . 

$5, 147,326 
$625,800 

$5,773,126 
2,699,670 

$3,073,456 
1,920,000 

1901 
$9,41 6,888 

5,253,229 

$4,163,659 
836,383 

$5,000,0,p 
2,677,706 

$2,322,336 
1,920,000 

Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1 ,153,456 $40~,336 
Passengers carried ..... . • .. ..... .... . . . 215,259,345 190,045,741 

T he general balance sheet of the company, as of J une 30, 1902, 
shows: 

ASSETS 

Cost of road and equipment ......... .. . 
Cost of leases ... ..... . ............. .. . 
Real estate ... . .................... .. . 
Sundries . ......................... .. . 
Supplies on hand .................... . . 
Due by agents, traffic ............... . . . 
K ulm, Loeb & Company redeemable 

second mortgage Metropolitan bonds .. 
Due by others, traffic ... : .. . ...... . ... . 
Due by companies and individuals .... . 
Cash on hand .. .. . . .. .. . . . ........... . 
Loaned on collateral . . ................ . 
P repaid insurance .. ...... _. ........... . 
Central Trust Company, tru stee, etc .... . 
Estate J . Gould suretyship ... . ........ . 

1902 
$76,826,427 

14,014,000 
3,239,864 

26,613 
556,273 

753 

14,835 
44,208 

221,847 
3,763,522 

13,646 
4,593 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $98,726,580 
L IABILITIES 

Consolidated capital stock .... . . . ..... . 
Subject to income on capital stock . .... . 
F unded debt . .. . ... . .. . .............. . 
Convertible bonds and certificates ...... . 
Interest on funded debt due and 

accrued . . .... ... .................. . 
Manhattan 4 per cent bonds, special ... . 
Taxes in li tigation ....... . .. . ........ . 
D ividends unpaid .................... . 
Sundries ... .. . ...................... . 
Coupons due, not presented ........... . 
Due for wages ........ . ..... .......... . 
Due fo r supplies, taxes, &c ..... . ....... . 
Open accounts ..... . . . . .............. . 
P rofit and loss ( surplus) ....... . ...... . 

Total 

•• 

$47,999,700 
300 

39,545,000 
42,035 

3,377,301 
7,358 

56,351 
60 

114,559 
963,219 
68,960 

6,259,728 

$98,726,58o 

1901 
$68,432,898 

14,014,000 
3,268,348 

240,557 
347,908 

392 

9,000 
9,361 

203,207 
150,697 

9,604,416 
17,214 
4,593 

300,000 

$96,002,594 

$47,999,700 
300 

39,554,000 
42,035 

362,709 
300,000 

2,663,911 
27,358 
36,038 

6o 
80,288 

376,804 
53,l 18 

5,106,273 

$96,6o2,594 

An Electric Railway Between Rochester and Syracuse 
-·--

T he granting by the Railroad Commissioners of New York of the 
application of the Rochester, Syracuse & Eastern Electric Rail
way Company's application to build an electric railway between 
Rochester and Syracuse marks the cl ose of a long and stubborn 
fight which the company has waged with the New York Central, 
the Rochester & Eastern Railway and the Monroe County Belt 
Line. The new road, when completed, will run through the 
villages of Brighton , P enfield, Fairport , Egypt, Macedon, Palmyra, 
Port Gibson, Newark, Lyons, L ock Berlin, Clyde, Savannah , Port 
Byron , \i\Teedsport, J ordan , P eru, Memphis, Warner's, Amboy, 
Belle I sle and Solvay, and it will cross the New York Central five 
times. The capital stock of the company is $3,500,000, but this is 
to be increased to $5,000,000, it is said. The officers of the company 
are : Lyman C. Smith, of Syracuse, president: F . W. Roebling, 
of Trenton, vice-president ; Charles A. Lux, of Clyde , secretary ; 
A. K. Hiscock, of Syracuse, treasurer; Clifford D. Beebe, of Syra
cuse, general manager ; T homas H. Mather, of Syracuse, chief 
engineer . 

Yellow Journalism and Railway Statistics 

W hen the imagina tive mind o i th e daily newspaper man i.s 
foc used on the preparatio n of an art icle that relates to electricity 
in any of its various applications, one who knows is generally 
t reated to a good laugh whrn the article fin ally makes it s appear
ance. Of t he many, many instances of the ludicrous in these 
cases the descrip tion, some time since, of a wat tmeter by an 
ente rpri sing newsgatherer of Philadelphia is far in advance of 
any o ther. But it is not only in try ing to describe knowin gly 
some technica l point that the daily newspaper man cau ses those 
who know to laugh, for when he begins to juggle statistics he is 
equally as fun ny. Of late there has been a t endency to show, by 
comparison , the magnitude of the money return ed to s t reet rai l
ways through their conductors, and from a recent a rticle in a 
paper in one of our Western cities, which is, by no means, as 
interest ing as some we have seen, we quote: 

" It is est imated that when the twelve months of the present 
yea r are at an end, Dec. 31, the street railway company's cars 
will have carried between 13,000,000 and 14,000,000 passengers. 
Last year, however, the 11,000,000 passengers are vouched for by 
the company's books and reports, and, taking this for a basi s, 
some interesting comparisons may be drawn. Supposing that 
each of the rr,000,000 passengers had paid..his fa re with a nickel 
and the little coins carefully were hoarded. Put together in a g iant 
scales, for noth ing in the weighing machinery in the city or in 
the State could be fo und big enough to weigh them, it would be 
fo und that t he coins aggregated a weight of nearly 16o,ooo lbs., 
or 80 tons. T he limitation of the weight to be carr ied on the 
biggest freight car is placed at 40 to ns carrying power , and it 
would, therefore, be seen that two fre ight cars of t he ordinary 
des ign and strength could not safely transport the coins taken 
in by the company for the yea r 1901. Aggregating the nickels, 
as to value, the amou nt would reach more than a half a million , 
or, in exact figures , $350,000. T his amount means that should 
it be di st ributed among the inh abitants of the city , every man, 
woman and ch ild could take 122 rides on the local st reet cars. 
The to tal weight of rr,000,000 passengers, taking 130 lbs. as the 
average weight, would mean that the cars of the company car
ried no less th an 1,430,000,000 lbs. of live weight, o r,. to make 
th e fi gure more impressive, 715,000 tons. The building at the 
corner of (here intersecting streets are namet') lifted bodily on to 
scales would probably weigh but a small portion of 715,000 tons. 
T he weight is just about 715 t imes the total weight of all the 
electri c cars in the ci ty. It rep resents more tonnage than the 
combined tonnage of th e U ni ted States Navy and the steamers 
of the trans-Atlantic liners sail ing under the A merican flag. Place 
the passengers carr ied by the local cars in a line and allowing 
each passenger 1 ft. of ground upon which to stand, t he line 
would reach from Grand Rapids to Denver , or , in miles, the line 
wo uld stretch out unbroken for nearly 2000 miles. In handling 
t his vast business each car of the local company would carry 
some 183,333% passengers du ring the year, double the entire 
popul ation of the city in which it runs, and would have to carry 
loads fill ing it to the platforms 3666 times, counting 50 passengers 
to a load. 

----♦----

Value of Texas Oil for Fuel 

It is promised tha t reliable data upon the value of T exas oil 
for fue l wi ll be fo rth coming in a pap·e r now being prepared by 
Charles W . Hayes, of t he Geological Survey, fo r publication in 
the official r ecords of the department. T he paper will give t he 
relative fuel valu e of Texas and various other oils compared with 
both bituminous and anthracite coal. A practical monopoly ex
ists in anthrac ite coal, for the reason that its presence is confined 
to a few square miles in P ennsylvama, which are owned and con
trolled by a comparatively few person '> throu gh corporations. 
Small quant ities of anth raci t e are fou nd in Colorado and New 
Mexico, and some anthracit e is fo und in A rkansas, but those 
fi elds a re so small that they are not regarded as facto rs in the 
supply of hard coal. About 4,000,000 barrels of Texas oil were 
sold last year fo r fuel purposes. I t was sold from 25 cents to 30 
cents per barrel. . No economical method has been discovered for 
refinin g this Texas oi l fo r illuminating purposes, and its use is 
likely to be confi ned to purposes of fu el. Many attempts have 
been made to secure its adoption in large power plants, but thus 
far the cost of transportation and the lack of confidence in the 
suppl y has prevented the general use th roughout the North. 
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Stimula ted by recent deplorable accidents, the llfassachusetts 
R ailro ad Commission has inti mated to the st reet-car companies 
of the Stat e that the time has co m e fo r them to equip all their 
ca rs with power brakes. It is sai d the eompani es are endeavor
ing to comply with the suggesti on. 

E lee trie roads centering at Columbus a re agit ating the ques
tion of asking the Legislature of Ohi o to appo in t a '"Stat e In
speetor of Electric Railways" to r egulat e t raction lines in the 
same manner in ·which steam roads are regulated. The idea is to 
h ave an officer supervise the care of traeks, ca rs, overhead wiring 
and other matters pertaining to the operati on of th e lines. The 
matter will probably be brought up at the co ming f lKcia l session 
of the L egislature. 

A newspaper report from Toledo declares that a ca r on the 
T oledo & i\Ionroe Railway covered the 17.4 m iles from M onroe 
to Alexis, Mich. , in exactly seventeen minutes. The car used fo r 
the trial was the No. 18 of the Lake Shore E lectric Railway. It 
is equipped with fou r 125-hp moto rs. Mention of trials by this 
car have been made in the STREET R AILWAY J OURNA L. I ts latest 
performanee is claimed to have been the fa stest run ever m ade by 
an electric car in th is country. 

A n official no tification has been issued by Commiss ioner of 
H ealth Lederle, of New York , direct ed to the R apid Transit Sub
way Commiss ion ers, advising them that the subwav exeavation 
must be cleaned of offensive matt er, sta gnant water 2nd sewage; 
t hat stt.ps must be taken to prevent the dumping of refu se into 
th e excavation and to arrest any off enders in thi s respect; that in 
plaee of the present open sewers p roperly covered ones must be 
used an d that prov ision must be m ade for the di sinfection of t he 
subway. 

T wo impor tant facts about the W orld's F a ir at St. Loui s an' 
related in au official bulletin recen tly issued by the publi city de
partment, namely, that "the price paid fo r the L omsiana T erri- • 
tory was $1 5,000,000," and that the '' total funds fo r the World's 
Fair t o date, including t he State and Government appropri ations, 
aggregate $20,000,000," or $5,000,000 more for th e celebration 
of the event than the original eos t. Evidently, th e importanee of 
th e acquisition and the Yalue of the te rr ito ry is m ore fully ap
preciated to-day than at the time of the purch ase. 

T he re has bee n considerable speculation as to the m eaning of 
the work that is now being done by the Pennsylvania Railroad 
Company in J ersey. A shaft has been sunk in the North River 
on th e lin e of th e proposed tunnel from L ong I sland City to the 
J ersey shore fo r t he purpose of ascertaining the supporting 
s trength of the material in the bed of th e river and th e co ndi 
tions wi th which the engi neers m ust cope when th e construction 
of the tunnel is unde rtaken. TJ1e shaft is in th e North River 
opposi t e the E rie fre igh t pier in \1/eeh awken, about 700 ft . out 
from th e wharf. It runs roo ft. below the wharf level and 130 it. 
into th e bed of th e rive r. Below that depth a screw pil e h as been 
sunk. Th e en g ineers for the P ennsylvania R ai lroad Company ex
plained that thi s sh aft was not part of the tunne l co nstruction, 
but was put down as a test to supp ly them with info rmation neces
sa ry befo re the b ui lding of t he tunnel. 

The Commi ssioner of P ublic W orks, of R och es t er , N. Y., has 
publi ely commen ded the ctreet rai lway company for it s liberality 
and publ ic spirit in meeting the requests of the eity for payin g 
the expense entailed in keeping the st reet s up on whi c.h the com
pany's lines are operat ed clear of sn ow. " In view of the struggle 
we have in keeping up the street and sewer wo rk," said th e com
m iss ion er, " I am much encouraged by th e attitude of the R oehes
ter R ailway Company. Some time ago I m ade an argument to 
the officials of the company tha t it would be proper for them to 
pay som ething toward th e extra cost of r em oving snow from the 
st reets accumulated through th e cl eaning of the tracks. Sueh a 
thing had not been done before, but it seem ed prop er tha~ the 
eom pany sh ould m eet us part way and h elp out som ewhat. Afte r 
m ature deliberation on the part of the officials, they finally de
cided to give us $2,000. This is encouraging not only in the 
amount of money but as sh owing th e spirit of the management 
of the company in liberality and b eing up-to-date." 

An Old Accident Fakir Caught 

In the arrest a few days ago in New York of William J. Doran 
the poliee of N ew York and Philadelphia believe they have eaptured 
the clever aceident fakir, who, about a year ago, was run down 
by the claim depar tment of the Union Traetion Company, of 
Phi ladelphia, and who even now is wanted in the latter eity to 
answer charges of fraud in eonn eetion with an aceident that hap
pened there a few weeks ago. Doran is well edueated, and when 
he desires to enact the role of a gentleman he ean deeeive all who 
are not acquainted with him. He is an athlete of ability, and to his 
ability as a contortionist is credited his suceess in mulcting street 
ra ilway compan ies. H e is said to have first begun operation s in 
1900, and ha s had associated with him in his work accompliees 
equally as clever as himself. Even his wife did a turn for him in 
Philadelphia. It is sa id that in his latest exploit Doran threw him
self from a car into the gutter, where he laid motionless until as
sistance reaehed him. In real ity ht was not injured in the least , 
but when he was picked up one of his :mkles was out of joint-the 
result of a tri ck-and he said he was suftering g reat pain internally. 
The unsuspecting street railway offieials are said to have settled this 
claim, paying Doran a liberal sum. 

•• 
ENGINEERING SOCIETY 

A M E RICAN INSTITUTE OF ELE CTRICAL ENGI
N E ERS.- The next m ee ting of the Institute will be held at 12 
W es t Thirty-First Stree t, New York, on Friday, Sep t. 26. A 
paper will be presented by B. G. Lamme, of Pittsburgh, on "The 
W ashington, Bal timore & Annapolis Single-Phase Railway." The 
foll owing m ee ting will be h eld at the same place on Friday, Oct. 
24, and a paper wi ll be presented by Prof. Charles P. Matthews, 
of Lafayett e, Ind., on "An Integrating Photometer for Glow 
L amps and Sources of Like Intensity." 

-----♦----
Street Railway Patents 

[This department is eon ducted by W. A.· Rosenbaum, patent 
attorney, Room N o. 1203-7 Nassau-Beekman Building, New York.] 

U N ITE D STATES PATEN TS ISSUED AUG. 26, 1902 

707,591. Underground Trolley System ; F. A. Howarth, Johns
town, N. Y. App. fi led Nov. 22, 1901. The conduetor is mounted 
independently in a fl exible conduit, whieh is distorted by the 
trolley to carry th e wall s of the conduit into contact with the 
eonduetor. 

707,606. Trolley fo r Us e in E lectric Traction ; J. G. Lister, 
Sheffield, England. A pp. :il ed Dec. 14, 1901. The trolley wheel 
is pivoted to the upper end of a pole and eontrolled by a spring 
independent of that which acts on the pole. 

707,640. Tramway Swi teh; A. B. Robinson, Diekinson, N. D. 
App . filed Oct. r , 1901. A spear-headed lever is moved by a 
projeetion from the ear to throw the switch point in any direetion. 

707,656. Truck Bols t er; C. V anderbilt, New York, N. Y. App. 
fi led F eb. 17, 1902. The invention is a form of truck bolster 
built up of roll ed metal beams, securel y united and braced at 
th eir ends by the spring seat, which is of a form peeuliarly serviee
able for the purpose. 

707,663. Rail-B ond ; M. F, Whiton, Hingham, Mass. App. 
filed Feb. 3, 1902. The feet of a laminated bond are held solid by 
being dipp ed int o so lder and a ri vet which passes through all of 
the laminations. 

707,692. Brak e H andle; H. W. Gibbs, Boston, Mass. App. 
fil ed June 20, 1902. The inner end of the crank handle has a 
eylindri cal ehamber provided with vertical ratchet teeth, and the 
upper end of the brake staff inelose d in sa id chamber is pro
vided with a tran sverse slo t in which is a horizontally sliding 
pawl adap ted to be m oved in opposite directions by the alternate 
contact of its ends with the ratchet t eeth, whereby an end of the 
pawl will always be projected into a position to engage the ratehet 
tooth next in advance of the same when the handle is moved · 
to set the brakes. 

707,844. E lectric R ailway System; J. C. Henry, Denver, Col. 
App. fil ed April 9, 1901. T he po sitive and ne gative conductors 
are housed and protected by the flange s of an I-beam arranged 
between the rail s. 

707,929. Switeh Operating D evice; F. S. Jones, Export, Pa. 
App. fil ed D ec. 14, 1901. The switeh points are operated by 
projecting a shoe from the platform of the car to engage with 
levers in the roadbed. 
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UN ITED STATES PATE NTS ISSUED SEPT. 2, 1902 

708,024. Coupling for E lectric Motors; F. E. Case, Schenec
tady, N . Y . A pp. fikd Feb. 15, 1901. A couplin g for co nd uctors 
between ca rs, o ne m emb er having a pair of brush es which bears 
agai ns t a h ead car ried by th e other memb er. 

708,036. Mounting for El ect r ic H eaters; E. E. Gold. New 
York , N. Y. App. fil ed Oct. 16, 1901. A h eater adapted for twin 
1110,·ab le ca r scat s, it being placed in the fra me beneath the seats 
and adapted to m ove with th e latt er. · 

708,048. T ro lley Harp or Fork; 0. P. J oh nson and F. P. 
Cro ckett , Kalamazoo, Mich. App. fi led April 28, 1900. An im
prO\·ern ent in th e shape of the spring contact between the roller 
and the harp. 

PATENT NO. 707 1692 

708,15 1. Step for S t reet Cars or Other V ehicles; C. \V. Keyler 
and A. M atz, Cincinnat i, Ohio. App. filed April 1, 1901. D etail s. 

708,131. Attachment for Car Steps; J. H. Fassell , Nashua, and 
J. E. Warren, Greenfi eld, N. H. App. filed J an. 25, 1902. Th e 
bottom step is ca rri ed on th e end of a rod adapted to be move d 
in a diagonal direc tion to open and fold the st ep by gearing. 

7o8,157. Contro ller for E lectric J\lotors; F. A. Merrick and 
E. W . Stull, J ohnstown, P a. App. fi led Jan. 2, 1902. A lockin g 
device whereby th e seri es-parallel switch , n ormally h eld a t its 
series position, can not be operated t o connect t he motors in mul 
tiple until the latter have been brought to a sufficient degree of 
speed by the opera tion of th e r heostat switch. 

708,158. Cont ro ller fo r E lec tric "tlfoto rs; F. A. Merrick and 
E. W . Stull , J ohn stown, Pa. App. filed J an. 2, 1902. Electro
magnetic devic es of improved character for " blowing out" arcs 
at the controller co ntacts. 

PATENT NO. 708,209 

708, 175. Suspended R ail way Vehicle; W. Schmi tz, Elberfi eld, 
Germany. A pp. fil ed Nov. 5, · 1901. A peculiar arra ngement of 
the masses o f th e stru cture 'to have the lines of gravity pa ssing 
through th e center of th e rai l-head. 

708,198. T ro lley; J. W . Brooks, Indianapolis, I nd. App. fil ed 
Jan. 16, 1901. An anti -friction knuckle jo int in t he harp to allow 
the wh eel to fo llow irregularities in the wire. 

708,209. S ide Guard for Car s; J. H. D onnel ly, P hiladelphia, 
P a. App. fil ed May 15, 1902. A bell crank is pivoted to the 
post a t the end of each cro ss-s cat and has a long arm adapted 
to close th e exi t o pening. A ll levers are connected by a sing le 
m echanism to be m oved at once. 

708,462. V ehicle to Be Used in Electric Trac tion on Railways; 
G. Cawley, W estmin ste r, E n gland. App. fil ed June 3, 1902. A 
vehicle especially con st ructed to carry boil ers, engi ne, dynamo 
and m otors fo r elect ric traction. 

PERSONAL MENTION 

MR. H. H. WILLIAM S, master mechan ic of the Brooklyn Rapid 
Transit Company, ha s handed hi s resignation to President Grcat
singer, of the company. 

IvIR. GEORGE F. McCULLOCH, president and general manager 
of the Union Traction Company, of Indiana, and his wife have 
sa iled for Europe, where they will spend about two month s. 

MR. P. L. GRIFFIN, prominently iden tifi ed with t he Penn
sylvania & Mahoning Valley Railway, at Niles, Ohio, has r e
s ign ed fr om that company to become superintendent of a new 
road a t Louisville, Ky. 

MR. HARRY G. FOLTS, a well -known promoter of electr ic 
railways, died at hi s home in Salem, O h io, a few days ago. At 
th e tim e of h is death Mr. Folts was promoting an electric railway 
from Sal eni t o East Liverpool. 

1\IR. GEORGE C. RICH AR DS has resign ed as manager of 
Reeyes' Park, owned by the Toledo, Fosto ria & Findlay Railway. 
Under Mr. Richards' able ma nagement the park has become one 
of the m os t successful of it s kind in the country. 

MR. CHA RLES VADAKIN, formerly di vis ion superi ntendent 
of the Baltim ore & Ohi o Railroad, has b een placed in charge of 
the work of r ebuil di n g the Newark-Granvill e division of the 
Columbus, Buckeye Lake & Newark Traction Company's lines. 

MR. MATHEW M. ROBEY, superintendent of the Tiffin 
Electric Railway & Power Company, di ed a few days ago at hi s 
home in Tiffin, Ohio. M r. Robey superintended the buildin g of 
the str eet railway lines in Tiffin, in 1892, and had been connected 
with the company ever since. 

MR. E. L. J EWETT has been appoii1ted general foreman of the 
sur face shops of the Brooklyn Rapid Transit Company. Mr. 
J ewett ha 5 had valuable experience in the mechanical depart
men ts of the Twin City Rapid Transi t Company and the Chicago 
City Railway Company, and he is exceptionally we ll equipped for 
hi s n ew duties. 

MR. B. S. JOSS ELYN, general manager of the K entucky & 
Indiana Bridge & Railroad Company, has resigned from that 
company to become general manager of th e Hudson Valley Rail
road, of Glens Falls, N. Y. Mr. J osselyn has b een general man
ager of the K entucky & Indiana Bridge & Railroad Company for 
three years. H e obtained his railroad training in the far West, 
a nd is well fitt ed for the position to which he has b een appointed. 

J\ IR. W. G. WAGENHALS, at present general manager of the 
Millcreek Valley Railway Company, of Cincinnati, Ohio, which 
h as b een leased to t h e Cincinnati Interurban Company, will re
tire from th e com pany on Oct. I, when t he lease becomes oper
at ive. Mr. \Vagenhals, after retiring from th e Millcreek Company, 
will devote hi s ent ire atten tion to supervising the building of an 
elect ric railway out of Cincinnat i that is to b e built by Cincinnati 
interests. 

MR. HENRY L. CLEVERDON, chief deputy county engineer 
of Cuyahoga County, Ohio. who lives near Dover, was seriously 
injured a few days ago by being forced to jump from a bridge on 
th e Lorain & Cleveland Railway, into a r avine. a distance of over 
fifty feet. J\I r. Cleverdon was cross ing the bridge on foot wh en a 
ca r backed towards him unexpectedly. Mr. Cleverdon was for
m erly engineer for th e Lorain & Cleveland road. and sup erin
tended th e building of th e bridge on which h e was injured. 

MR. \V. B. BROCKWAY. secretary of the Street Railway Ac
countant s' Associa tion of America, has severed his conn ection with 
the New Orlean s & Carrollton Railroad, Light & Power Company, of 
New Orleans, La .. and has accepted a position to represent Messrs. 
I sidore N ewman & Sons, of 25 Broad Street, New York City, in 
their accounting departments of street rai lway and electric light 
companies. J\fr. J. K. Newman. o f the firm . was president of the 
New Orleans & Carrollton Railroad, Light & Power Company 
before the consolidation of that company with the New Orlean s 
Railway Company. He has now decided to take up his residence 
in New York City to look after the many street railway and light 
ing properties in which he is interested. 

MR. THOMAS B. \VHITTED. manager sales department, D en
ver office of the Gen eral E lectric Company, h:i. s resigned to become 
con sulting en gin eer for the electric and gas proper t ies controlled 
by Mr. Joseph J . H enry. Mr. \Vhitted is one o f th e best-known 
men in the electri c bu siness in th e \Vest. Starting nearly ten 
years ago in the shops of the General Electri c Company at Schenec
tady, N. Y., he worked hi s way, step by step, until three years ago 
he became engineer of th e Den ver office. and a year l::i.ter manager 
of the sales departmen t. Hi s success, both as salesman and engi 
neer, and hi s agreeable personality have endeared him to the busi
ness men of the community, all of whom extend their best wishes 
and congratulate Mr. Henry in securing such an able man. 
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FINANCIAL INTELLIGENCE 

THE MARKETS 

The Money narket 
WALL STREET, Sept. IO, 1902. 

The money market during the last fortnight ha s rapidly; 
approached the situation which has been foreseen for some time 
past. Currency has begun to move in quantity to the West to 
supply the usual autumn requirements in the harvest sections, the 
Treasury has continued to withdraw large sums, chiefly on acc~unt 
of heavy customs collections, surplus bank reserves have declmed 
sharply, and money rates have advanced. About half the ~ew 
York institution s find themselves already below the legal l11mt of 
reserve while the $4,000,000 remaining to the Clearing H ouse Asso
ciation I in the aggregate is considerably the lowest for thi s period 
in recent years . The rise in money rates has been about what is 
to be expected under t hese circumstances. Tim e loans have been 
marked up generally fro m S per cent to S¾ per cent, with lenders 
di sposed to hold off fo r 6 per cent. Call mon ey, meanwhile, com
mands an average 8 per cent on the Stock Exchange, with an 
extreme IO per cent recorded in some instances . As yet the 
stringency has not grown acute enough to compel any general cur
ta ilment of loan s. T he Clearing House banks during the last few 
days have withdrawn their credits freely, but the defici ency has 
been supplied by t rust companies and out-of-town bants, who, as 
usual are the ones to reap the most benefit from the high-money 
premiums. It is evident that reli ef must be forthcoming very 
shortly for this rather critical situation. Such relief will probably 
be derived from at least three distinct sources- first , through 
decrea se of local loan s, either by the process of shifting already 
witnessed, or by direct recall; second, through expansion of bank
note issue, and third , through imports of gold from abroad. The 
fir st of these movement s has been going on quite extensively for 
several weeks, and undoubtedly will continue. The second has 
also begun to some extent. Through the energetic co-operation of 
the intelligent head of the Treasury Department everything is in 
readiness to expand note issue as fa st as the banks are able and 
willing to deposit the necessary security. It is unofficially stated 
that some $15,000,000 govcrment bonds have been collected and 
will be turned in aga inst new circulation, as the banks see fit. As 
fo r the third and most important source of relief, the recent sharp 
fa ll in sterling exchange is sufficient indication that the time for 
gold imports is not fa r distant. A further decline of 1½ cents in 
the pound sterling would bring rates to the point wh ere gold could 
be profitably brought from abroad. A s the foreign banks are un
usually well off this season, and as E urope's own demands are 
comparatively light, it would not be surpri sing if we were to get 
between twenty and thirty million s from Europe during the next 
month or six weeks. T his, with the expan sion in not e issues, and 
such natural loan contraction as there may be, will go far towards 
meeting the fa ll requirements. It is hoped tha t the assistance will 
be large enough to render any forced di sturbance of credits un
neces sary. But as a requisite to obtain thi s aid , it is obvious that 
money rates for some t ime must be maintained at their present 
high level. 

The Stock narket 
The uncertainty regarding money conditions is the absorbing 

point of interest in the current stock market. Cautious people see 
in thi s sufficient rea son for refraining from taking any fresh risks, 
either in inves tment or speculation. But their attitude is not shared 
by the restless spirits on the Stock Exchange who have made vast 
fo rtunes by the ri se in values during the last few years. The pre
vailing idea among this class of op erators is that a money market 
stringency cannot las t, and that a temporary stringency is not a 
se rious matter. With a boldness and confidence which rival s any
thing in W all Street history, they have kept on aggressively with 
their campaign for higher prices, and up to the present their efforts 
have met with conspicuous success. The average price level stands 
now at the very highest of the great upward movement, yet neither 
this nor the fact that the rise has been in progress almo st without 
interruption for over three months, seems to be any deterrent. Old
t ime observers who see all former rules and precedents rudely over
turned, are utterly at a loss to comprehend the present operations. 
T he majority are inclined to analyze them as an exhibition of the 
gambling spirit running rampant. Yet whether or not this is the 
truth, it is certainly plain that real investment holders and the im
portant financial interests, are in no hurry to dispose of their hold
ings. I t is easy to account for the great buying power in the 
market, but it is less easy to account for the absence of selling, 

except on the often-expressed theory that the financiers who control 
the various railroad properties are afraid to sell lest they lose their 
controlling interest. Mr. Morgan's recent circular to the Southern 
Railway stockholders, asking leave to extend the voting-trust, and 
the reduction of the Reading dividend in order to prolong the 
voting-trust in that company, arc calculated to confirm this view. 
If relief should come soon to the monetary tension, it would leave 
no check upon the present campaign for the rise. 

The loca l traction stocks have been governed mainly by the 
general speculative conditions prevailing. Brooklyn Rapid '1 ransit 
appears to be in the hands of the pool which has figured most 
prominently in every recent advance in the book. Its operations 
have been noticeably more confident since the publication of the 
latest and relatively favorable monthly statement of the company's 
earnings. In Manhattan the late advance has reflected chiefly the 
qui et accumulation of the stock which has been noted for some 
time, with the addition of some forcing of the price by a number of 
the large professional operators. Metropolitan has merely moved 
up sympathetically with the others, not showing any special 
activity. N othing has been done in Metropolitan Securities. 

Philadelphia 
It has been a period of generally advancing prices during the last 

two weeks in the Philadelphia traction stocks. American Railways 
aga in made a new high record, selling up to 53 on heavy trading. 
Di scuss ion of an increase in dividends continues to be the main 
incentive in the movement. A new high level has also been reached 
by Philadelphia Rapid Transit, the stock selling as high as 15¾ on 
Monday, with indi cations of fresh operations for a rise. Union 
Traction has not been affected yet by the latest move, and the 
shares have dragged around 47¾- There is nothing new in con
necti on with the property and to all appearances the rise in Rapid 
Transit is merely part of a speculative campaign which has as its 
obj ect to make a more attractive market for the stock. Railways 
General has shown fair activity at an advance to 6Ys . The deal in 
Fairmount P ark Transportation is still on, but the public knows 
nothing more than that an offer ha s been made for the property, 
which has not yet been accepted. The stock rallied sharply from 31 
to 34, and later reacted to 33. The only other sales in stocks were 
Easton Electri c at 19½, Philadelphia Traction at 100¼ , Consoli
dated of N ew J ersey at 69¼, and Union Traction of Indiana at 51. 
The feature of the bond dealings has been heavy trading in Amer
ican Railways 5s, which sold up from 103¾ to 107¼, the advance 
being sympathetic with the rise in the stock. Electric People's 
Traction 4s have also been strong and active, selling "ex" the ~emi
annual interest of 2 per cent from 98 up to 98¼. Other bond sales 
include Union Traction of Indiana ss at 101 ½ , United Railways 4s 
at 87½, Citizen s' P assenger of Indianapolis ss at I II , Indianapoli s 
Railway 4s at 87¼, and Newark Passenger s s at us½. 

Chicago 

The influence of the general speculative revival has been felt in 
a sharp advance in Chicago Union Traction, the common gaining 
2 points to 18½, and the preferred the same to 51½. It is said, 
however, that the g ross receipts on the road for August were some 
15 per cent over a year ago. The City Railway earnings are re
ported to be :more than 16 per cent on the capital stock for the 
year, or enough to leave a surplus of $1,500,000 after payment of 
dividends. Elevated securities have been fairly firm and active, 
but with no pronounced change in prices. Metropolitan common 
is higher at 39½, and the preferred is strong at 90. Northwestern 
common has sold at 36½ , and Lake Street at 10¼. Plans for the 
financial readjustm ent of the last-named company will not be 
announced until a fte r the 15th, and possibly not until October, 
President Knight is now in New York, presumably in connection 
with this matter. A nother new survey to Ravenswood, making 
four routes now under consideration, ha s been made by the North
wes tern Elevated. It is officially stated that the company fully 
intends to build the extension, although it will be late in the fall, 
perhaps, before a decision is reached as to which route will be 
taken. The new Aurora-Wheaton line is contributing a daily 
increase of a bout 4000 passengers to the Metropolitan · Elevated. 

Other Traction Securities 

Boston Elevated has been considerably more active during the 
late dealings than in some time past. The stock sold down to 152 
a week ago, but rallied sharply to 157. Dealings were begun in 
the subscription rights to the new stock issue, with quotations 
ranging between 25 and 70 cents a share. Massachusetts Electric 
common has also been firmer, recovering from 38 to 39 on mod-
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erate dealings. The preferred is unchanged, at 97. No change of 
consequence is to be noted in t he leading Baltimore securities. 
United R ailways stock holds steady around 16, the income bonds 
around 70¼, and the gen eral 4s around 95½. Other recent sales 
include City and Suburban 5s at r 15. Nashville Railway certifi
cates at 75¼, Anacostia & Potomac s s at 102½, and Nashvi lle 
R ailway stock at 6¼. T he New York curb sales of traction 
s tocks during th e last fo rtnight compri se N ew Orleans Rail way 
common (6000 shares) at 18¼ to 17¼, Am erican Li ght & Traction 
at 44¼, San Francisco common at 22¼, and the preferred at 6r¼ 
to 6 r. T oledo R ailways (5000 shares) between 38¼ and 40, Wash
ington E lectric 4s at 84 and interest, and New Orleans Rai lway 
4½s at 87½. 

Las t week was another reco rd breaker on the Cleveland Stock 
Exchange. Traction sales numbered 12,763 sh ares. Cincinnat i, 
D ayton & Toledo led wit h 5070 sh ares. T he demand at Cin
cinnati was ve ry st rong and m any Clcvelanders unloaded. T he 
stock opened at 26 and advanced to 33 during the week. Monday 
it dropped to 30. Th e bull in terests which h ave been booming 
D etroit U nited and other stocks have tak en hold of th is issue, 
and this was suffic ient in itself to assist in the ri se. Toledo Rai l
ways & L ight was also very active, attribut ed to the fact that the 
stock has been listed on the New York Stock Exchan ge and that 
it was active th ere las t week. Sales numbered 2180 shares. The 
fir st sale last week was 34½, and it advanced rapidl y to 40, holding 
between 39 and 40 several days. North ern O h io Traction com
mon is again soaring. It opened at 53¼ and advanced durin g th e 
week to 57½. Monday t here was a phenomenal jump, and small 
lots sold as h igh as 6o¼, with 63¼ asked. O nly a few months ago 
this stock was offered at around 25. The new Aurora, E lgin & 
Chicago was a st rong seller, about 16oo shares changing hands, 
opening at 33 and advancing to 37¼,. The prospects of this new 
line are so promising that few holders a re willing to sell. Western 
O hio m oved in sympathy with Cincinnat i, Dayton & Toledo. 
Sales numbered 900 shares, between 25 and 28¼, th e latter th e 
closing sale. D etroit United fo llowed New York quotat ions, 
advancing from 95 to 95 ½. O nly 200 shares sold in Cleveland, 
and as it is believed holders th ere have pretty well sold out. 
Cleveland City Railway made a new high mark of r 15 on a sale ol 
100 sh ares. Lake Shore E lec tric preferred sold at 48, an ad
vance of 3 points over last sale. A sm all bl ock of the old Southern 
Ohio Traction was taken in 83½, an advance from 75½, the last 
sale. 

Security Quotations 

The following table shows the present bid quotations for the 
leading traction stocks, and t he act ive bonds, as compared with 
la st week : 

Closing Bid 
Aug. 26 Sept. 9 

American Railw-iys Compa,ny ...................................... 501/2 52½ 
Aurora, Elgin & Chicago . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 36 
Boston Elevated .................................................. a158 156 
Brooklyn R . T . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 671/s 71 
Chicago City •..................................................... 210 220 
Chicago Union Tr. (common ) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 16 183/s 
Chicago U nion Tr. (preferred) ................... , . . . . . . . . . . . . . . . 48 51 
Cleveland Electric . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 91¼ 91 
Columbus (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 57 57 
Columbus (preferred) ....................................... , ..... 108 108 
Consolidated Traction of N. J .................................... 69 69¾ 
Co.n solidated, T raction of N. J. 5s ......... . ....................... 111 111 
D etroit United . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 86 a96 
E lectric P eople 's T ract ion (Philadelph ia) 4s......... . ............ 99¾ 
E lgin, Aurora & Southern . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 45 
I ndianapolis Street R ailway 4s................................... 87¼ 
Lak e Street E levated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 10½ 
Manhattan R ailway ............................................... 135¼ 
Massachusetts E lec. Cos. (commo n).............. . . . . ............ 39¾ 
Massachusetts E lec. Cos. (preferred)............... ... . . .......... 97 
Met ropolitan E levated , Chicago (common)........... ... ......... 39 
Metropolitan E levated, Chicago . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 89 
Metropolitan Street ...... · ............................. . . . ......... 147½ 
New Orleans R ailways (com mo n) ................................ 17¾ 
New Orlean s Railways (preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 56¾ 
North A m erican ................................................... 121¼ 
Norther.n Ohio Traction (common)................... . ........... 51½ 
Northern Ohio Traction (preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 94 
North Jersey . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 35½ 
N orthwestec1 E leva ted, Chicago (common)..................... 36½ 
Philadelphia R 3pid Transit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 143/s 
P hiladelphia T raction . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. 99¾ 
St. Loui s Trar.sit Co. (common).................................. 32 
South Side Ekvated (Chicago) .................................. 110 
Syracuse Rapid Tran sit . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . • . . . . . . . .. . . 
Syracuse Rapid Tran sit (preferred) ............... , ......•...•..... a75 
T hird Aven ue ..................................................... 131 
Toledo R ailway & Light. ................................. ,........ . . 
Twin City, Minneapolis (common) ............................. 127 

*98¼ 
44% 
87¾ 
10¾ 

137¼ 
38½ 
97 
39¼ 
89½ 

1473/s 
18 
57 

128 
61¼ 
933/s 
37 
36½ 
15¼ 

100 
30½ 

110 
281/s 
71¼ 

131 
35½ 

126½ 

Closing Bid 
A ug, 26 Sept. 9 

United Railways, St. Louis (preferred) . , ..... , .• , ............... , 84½ 84 
United Railways, St, Louis, 4s . ......... .... .. .............. , ... ,. 87 87 
Union Traction (Philadelphia) . ................ , .. ..•.... . .....• , 47¾ 48 
\1/estern Ohio Railway . . . . . . . . . . . . . . . .. . . . . •. . . . . • . . . . . . . . . . . . . . . . 24 27% 

* Ex-dividend. t Last sale, (a) Asked. (b) Ex-rights. 

Iron and Steel 

I ncreasing imports of foreign raw material continue to Le the 
mai n feature in the iron trade. So bri sk is the American demand 
that prices have hardened on the other side, and foreign makers 
are not letting go as easily as they we re. Still there is no trouble 
in securing abroad round lots of bo th found ry and Bessemer pig, 
and these importations have produced an easier tendency in our 
markets. Domestic quotations are still kept at the recent high 
level, but buyers are no longer so urgent in their demands for 
immediate delivery. Steel is easier under increased offerings, but 
sheets, bar and wire are firmer unde r an improving fall demand. 
Production of rai ls is being taxed, as usual, to the utmost. Quo
tations are $21.75 to $22 for Bessemer pig, $31.50 to $32 for steel 
bi ll ets, and $28 for steel rails. 

Metals 

Quotations for the leading metals are as follows: Copper, u¼ 
cents; ti n, 28. 10 cents; lead, 4½ cents. and spelter, S½ cents. 

SAN JOSE, CAL.- The San Jose & Santa Clara Railway has· been purchased 
by the Standard Electric Company, of San Francisco, and is now being 
operated by that company under the title of the United Gas & Electric 
Company. 

COLO RA DO SPRINGS, COL.-The consolidatio.n of the Colorado Springs 
& Suburban Railway Company and the Colorado Springs Rapid Transit 
Company as the Colorado Springs & Interurban Railway Company has· been 
arranged. The announcement of the organization of the Colorado Springs 
& Interurban Railway Company several days ago created considerable dis
cussion, for at that time the purpose of the company was not clearly defined. 

MACON, GA.- The application for permission to consolidate the Macon 
Consolidated Street Railroad Company and the Macon Electric Light & Rail
way Company under the title of the l\lacon Consolidated Street Railroad is 
now pending before the City Council. It is said that the Macon Consolidated 
Railway, also included in the purchase of the street railways of Macon by 
the W illiams syndicate, will be kept in depen dent, in view of an alleged con
tract requi r ing it to buy the North & South Macon Street Railroad, a short 
line of about 2½ miles. 

\1/ AUKON, IA.-The Iowa Hematite Railway Company, which was organ
ized a few weeks ago for the purpose of constructing an electric railway 
from this city to Lansing, has filed a trust deed with the county recorder 
of Allamakee County to secure $1,500,000 bonds of $1,000 each at 5 per cent, 
payable in twenty years. The road will also be extended from Lansing to 
Dec~rah, but the main object of its constr uc tion is to develop on a larger 
scale the iron mines in the vicinity of Waukon, where millions of tons of 
ore are easily accessible near the surface of the ground. 

NEW YORK, N. Y.-The Interborough Rapid Transit Company has filed 
with the Secretary of State at Albany a certificate of an increase of its capital 
stock from $25,000,000 to $35,000,000. The proposed increase of stock, it is 
stated in the papers that accompany the certificate, is to be devoted to equip
ment of the Rapid Transit Railroad, to be operated in the subways now under 
construction in New York City. 

NEW YORK, N. Y.-The directors of the Manhattan Elevated Railway 
Company have declared the regular quarte rly dividend of 1 per cent, payable 
Oct. 1. 

BROOKLYN, N. Y.-The Brooklyn Rapid Transit Company reports earn-
ings as follows: 

J uly 1902 
Gross receipts ............................................. $1,236,400 
Expenses, including taxes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 708,136 

1901 
$1,203,760 

758,494 

Net receipts .............................. , . . . . . . . . . . . . . . . . $528,263 $445,266 

AKRON, OHIO.-The capital stock of the Akron-Alliance Connecting Rail
way Company is to be increased from $100,000 to $2,000,000. 

YOUNGSTOWN, OHIO.- Stockholders of t he Mill Creek Valley Railway 
Company and the Hamilton, Glendale & Ci ncinnati Traction Company have 
voted unanimously to merge with the Cincin nati & Hamilton Traction Com• 
pany, preparatory to a lease to the Cincinnati Interurban Company. The new 
company, although its preliminary capital stock is only $100,000, will eventu
ally be capitalized at $2,200,000, divided equall y into preferred and common 
stock. It is announced that the officers will be: H. H. Hoffman, president; 
Bayard Kilgour, vice-president; Henry Burhold, secretary-treasurer; A. C. 
Becht, assistant secretary-treasurer; C. H. Kilgour, 0. B. Brown, F. T. 
Homer and the officers, directors. 

PO RTLAND, ORE.- It is said that negotiations arc being conducted for the 
consolidation of the Portland Railway Company and the City & Suburban 
Ra ilway Company. 

PETERSBURG, VA.- It was rumored that the Virginia Passenger & Power 
Company, which controls the street car lines in Richmond, Manchester and 
Petersburg, had offered $1,000,000 for the Richmond & Petersburg Electric Rail
way, which is operated between Richmond and Petersburg. 
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t Deficit. 

COMPANY Period 

AKRON, O. 
Northern Ohio Tr. Co. 1 m., July '02 

1 " " ·01 

~ :: Ju~e :g~ 
12" D ec. 'fl! 
12 u O '00 

ALB~NY,N.Y. I 
United Traction Co. ·- 1 m., July '02 

1 " " '01 

BINGHAMTON, N. Y. 
Binghamton St. Ry. ,

02 Co., ____________________ ;'~:• Ju.J/ ,
01 

81,130 40.588 
6tj, 8US 33,484 

318,937 18.-..3m.! 
2ti8,967 161,458 
617 ,011 * 350,8451 
513.7':lf. * 31, ,475 

140.209 89,0131 
134,370 7U,638 

2a,269 
22,t8fl 

11 ,1P81 
10,15:l 

i~:~t1I 
J:33,5i5 
104,510 
26tl,](j6 
IU6,24~ 

.5 1,1971 
54,i3~1 

12,071 
12.3:b 

,7,556 56,018 
63 ,494 41,016 

13ti,lti2 130,004 
141,133 55, 117 

23,861\ 27,331 

-·---- 1 
BOSTON, MASS. 

Boston Elev. Ry. Co. 12 m., Sept. '01 I0,8G9,496 7,336,597 :3,53.!,809 2,896,35!) 
12.. • '00110,:!36 ,994 6,828,11013,408.884( 932,839 

6:36,539 
4,6,044 

l)lassachusetts Elec, Cos 12 m., Sept. •01 I 5,778,13:! 3,915,486 1,862,641'.1 937,206 
12" •• '00 5,518,837 ( 6~9,337 1,85~.500 994,294 

BROOKLYN, N. Y. I 
Brooklyn R. T. Co. ____ 1 m., July '02 1,2 '6,400 * 708,136 528,26-1 

1 " " '01 I .203,761 * 758,➔ !l5 H5,~fi6 
12 " June \ )2 l:l,i8!l,7U5 *t<Y52~1413,b37,490 
12" " '01 12,101,198 *19 i'U635 4,lil0,563 

BUFFALO. N. Y. I : I 
Interuational Tr. Co __ Im., June '02 2il ,245 147,614 123,632 

I " " '01 40(1;200 1!!2/!65 ~16.941 
1 " " ·oo 218,7381 106,1 , ~ 112,565 

CHARLESTON, S. C. 

3 " " ' O:! 78u,280 j 43tj.915 3411,366 
3 '• " '01 \152.79~ 485,8\19 466,89➔ 
:3 " " 'UO G31,:371 3:13,927 297,444 

Chal'leston Vonsol'ted 
Ry. Gas & E l. Co ____ } '~·• J1f!Y ;g7 18,059 

19,046 
141,7,58 
66,115 

5 u H ' O!! 
5 u u ,01 

CHICAGO, ILL. 
Chicago & Milwaukee 

97,043 
!J 4.098 
65 ,348 

289,0fi:j 
2i2,8ti4 
221,844 1 

13,617 
13.63~ a~ ~o-
u~:922 

92.5,442 
865,206 

26,589 
1~2,842 
~7.217 
60.303 

194,030 
75,601 

4,442 
f, 407 

74,051 
t 2.807 

COMP.-.NY Period 

Detroit and Port Hn-
ron Shore Line I m., Apl. '02 

(ltapld Ry. System) I " " '01 

DULUTH, MINN. 
Dul nth-Superior Tr ___ 1 m., 

1 " 
7 .. 
' .. 

ELGIN, ILL. 
Elgin, Aurora & 

Southern Tr __________ 1 m .• 

FINDLAY, O. 
Toledo, Howl'g Green 

& Southeru '1'1·actio11 

l " 
7 .. 
7 " 

Co __________ ___________ I m, 

LONDON, ONT. 

I •• 
6 •• 
fj u 

London St. Ry. Co _____ I m .• 
1 .. 
7 .. 
7 u 

MILWAUKEE, WIS. 
Milwaukee El. Ry. & 

J uly '02 
" '01 
" '02 
u '01 

July '02 
" '01 
u '02 
" '01 

Aug. '02 
" '01 

;une '02 
" ·01 

July '02 
u '01 
" '02 
" '01 

I 
Lt. Co, ________________ j 11/; Ju~y ;g; 

MINNEAPOLIS,lUINN. 

7 u u '0i 
7 U H '0} 
12" Dec .• •o: 
12h u ' ()(} 

Twin City R. T. Co ____ I m .• J uly '02 
1 ~· u '01 
7 " " '02 
7' u u '01 

29,611 
28,877 

18,39~ 
18,06:: 

11,219 
10,816 

5~,632 24,985 27,6471 
45,9/iil 2-Z,l 17 23,866 

2!)8,038 157,:3\18 140.640 
254,322 141,720 112,602 

40,472 21,197 
36,454 16;!l t< 

2:!6.\129 136.723 
204,102 119,142 

24,340 
16,849 

111,972 
80,340 

16,337 
15,303 
81,401 
75,416 

12,033 
9,02i> 

60,il:38 
51,464 

9,29i' 
8,767 

5:l.4fl4 
48,718 

19.2,:, 
20,2-36 
90,206 
84,960 

12,30, 
7 82 t 

51:1:34 
28,876 

7,040 
6.537 

28.93'( 
26,698 

237,376 110,928 126,4481 
23!1.043 102,09,j 13fi 948 

1,512,110.'> 72;!,23:l 788:773 
1,36.!.SO'i 688,559 6i4,24!l 
2, -142,3!~ 1,185,531 1,256,808 
2,22(),698 1,129,78, 1,090,911 

., 
"' e C 0 .g g 
u .... 

.g e 
"0 ,... .. ........ 

10.561' 
9,692 

9,68/i 
!1,21~ 

67,5:!9 
63,984 

8.33:! 
8:ns 

58:::is3 
5!:l,333 

2,311 
2.144 

15,904 
14,0iG 

67,9!l!l 
G7 992 

457:543 
433,315 
7;,5_139 
824,G65 

17,968 
14,6~7 
73,111 
48,618 

10.941 
11,903 
31 873 
26.627 

4,730 
4.393 

13;o:33 
12,622 

58,459 
68.956 

311,2:30 
240,934 
501,66!1 
266,247 

3-37,452 142.36fl 195,083 58,733 136,ll49 
290,1\48 135.:Wl 1/\5.298 57.8~0 97.478 

2,00'l,81l2 922,740 1,081,15:.l 410 266 670,8~5 
1,748,18:.l 82:\68U 924,501 387:548 536,953 

Elec. Ry. Co. ________ _ 1 m., J uly •o~ 2:3,591 
2:3.45U 

102,5,ll 
~s,mo 

,.'iBG 
7,6rl9 

45,6;38 
42 ,01!1 

16,005 
15.770 
56,89·] , 
46,829 

1 MONTREAL, VAN, 
July 't:~ 198,656 93,9G6 104,689 19,929 81760 1 " " '01 

7 H U •02 
7 u " '01 

Lake Street Elevated 12 m. , Dec. 'O J\ 785,4621 388,799

1

397,663 1 ____ __I 
12 .. .. '001 757,954 378,661 3,9,293 

Union Traction Co ____ 12 m.,J une '(12 7,9 12,46il 4,5i0,719 3,371 ,749 1,3 ,619,277 t 24':'.528 
12 •· " '01 8,1.j8,80\J 3,94:!J!H 4,216,615 4,058,040 158,575 

CLEVELAND, o. I I I 
Clev.,land & Eai;iteru 

Ohio Tractiou Co ____ 1 m., Ju ,y ,02 211,223 10,554 9,6R9 5.416 4,253 
I " " '01 17,0~5 8.3(H S,79~ 5,393 3,40~ 
7 " " 'O;: 101,889 G0,50[! 41,381

1 

3G,!74 4,90~ 

Cleve land El. Ry. Co __ 
1
1~ :: D ec. '01 2.2!16,89811,265,95311.0:3(),945 1 244,231 786.714 
_ " 'OU 2,06lJi05 1,121,037 940,467

1 

258,483 681,984 

Cleveland, Elyria & 
Western, ___ ________ __ _ l m., July '02 28.542 13,875 14,667 

1 " " 'Ul 2+,228 11,t!lO 12,4 19 
7 " " '02 156 1134 91,603 65.331 
7 " " '01 131,:/55 76,\J69 55,187 
12 " Dec. '01 249,2uU 136,865 112,3U4 57.023 55,371 
12" " '1)0 179,698 10:!,393 77,304 34,562 42,742 

Cleveland, Painesville 
& Eastern _______ _____ Im., J uly 'OZ 

" '01 
u '02 
u ' 01 

10,43'\ 
7.74!! 

55,1:35 
43 9,8 

12 218 
11:39J 
47,071 
40 614 

1 " 
7 .. 

1;2 :: * 87:m~ 1

1

1 

12 u 

COVINGTON, KY. 

Dec. '01 
~· '00 

2:2,64g 
19,14.3 

102;:06 
84 5!12 

16 l:ll71 
141,112 * 89.592 77:8691 71.520 

72,500 
72,500 

-5~309 
t 980 I 

Cincinnati, Ne wport 
& Covington Ry. Co. I m., July '02 

I ~, ·• '01 
7 '02 
7 u u 'Ul 

77,888 * 42.853 
76,621 * 46,021 

500,038 * 290, 'i'al I 
4Gl 259 * 281 874 

3,'i,034, 
30,5991 

15,9681 
15,41 7, 

Moutreal St. Ry. Co. __ 1 m .• 
1 .. 
10 .. 

" '01 17,,180 911.4tl4 87,7!6 14,14:! 73,575 
" •02 1.64~.8:nl 9tO 86u 70i,97i 164 2:i~ 538. 748 
" 'O( 1,533,206 93L,93il 601,272 104:409 496,863 10 " 

NEW YORK CITY. 
Manhattan Ry. Co. ___ _ am., Dec. '01 3,038,4,35 1,404,971 l,633,46,5 753,135 880,329 

;; '' " 'OO 2,7~8,538 l,340,69G l.387,90i 74!l.857 638,045 
12" SeP,t. 01 10,455,872 5,328.649 5,127,22-1 :!,,,o~,13:! 2 444,09i 
12 " ' '(J() 9,950,735 5,195,31:l 4,75.:i,4:!:1 ~,688,644 2,066,779 

Metropolitan St. Ry __ l3 m., Dec. '01 3,887,9:16 1,72-'3,972 2,14:3,()64 1.151,140 992.824 
;3 " " '00 3 ,786 0:30 I .699,649 ~.086,381 l,I:38,467 947.914 
12" June '02 15,866,6417,:385,8838.480,758 4,815.421 3,665,337 
1:l" " '01 14,720,767 6,755,131 7,965,630 4,5a4,0U8 3,4ill,567 

O LEAN, N. Y. 
Olean St. R y. Co _____ _ 1 m ,July '02 

1 " " '01 
12 m. , June '0 ~ 
12" " '01 

PHILADELPHIA, PA. 
American Railways .. 1 ni., July '02 

1 ,. -~ '01 

ROCHESTER, N. Y. 
Rochester Ry ____ .. __ 

SYRACUSE, N. Y. 

12" June '02 
12 u u '01 

1

1 m., June '02 
1 " " '01 
6 u u '0~ 
6 '01 

Syracuse R. T. Co ___ _ 1 m., 
1 .. 

July '02 
•• '01 
u '02 
" '01 

12" 
12" 

6,569 
5,954 

56,055 
5~,018 

l 19.870 
89 65· 

l,00~.509 
841,298 

I 

3,216 
2.:!07 

29,118 
26,228 

3,3~3 
3,747 

26,!l31 
25,790 

42,4261 
39,41:3 

239,787 
188 259 

1.771 
1,768 

1o,:n8 
16,755 

24.754 
26 704 

148,608 
147,157 

62,!\71 34,365 28,2'' 6 19,025 
59.433 31,620 27,813 18,971 

693,281 384,265 30U.O](l 2:lH,246 
62l,2P9 340,830 280,,69 223,918 

1,502 
1.979 

10,619 
9,035 

17,672 
12,709 
91,130 
41,102 

9,181 
8,843 

80,773 
56,550 

DENVER, COL. , , I 
Denver City Tramway 

20!).307 
li'9,385 

I 

108,9921 
109,5:H I 

I 

32,865! 
31 304 

131:2591 

19 066 
15:188 I 

100,314 
69,864 I 

1

, TOLEDO, 0. 
Toledo Ry. & Lt. Co. __ 1 m., Jul y '02 131,492 62.316 69,176 

67.39!1 
388,079 
362.9\!5 
674,677 
565,572 

87,854 
24,479 

26t,888 
170,104 
415,168 
409,051 

31,322 
4:l 920 Co.--·----------·------ 1 m., Apl. '02 

" '01 
" ·o~ 
" '01 

I " 
4 .. 

I
t/: 
12" 

DETROIT, Ml(JH. 

Dec. 'O J 
u '00 

Detroit Unlted Ry __ _ , 
I m., July '02 
I " " '01 
6 " June '02 
6 " " 'Ol 
12" Dec, 'OJ 
12" " '00 

124,516 
116,357 
481,318 
435,21/i 

1,507,293 
1.302.:!!lC 

66,5H3 
62,8~6 

2lll,118 
236 915 
81s:::i21 
722,45f 

I 

57,983 
53,490 

220,2:10 
198,382 
688,9651 
579,839 

325,898 182,848 143,050 
302.988 149,812 153,176 

1,600,675 * 907,044 693 ,631 
1,384,181 * 775,347 608,834 
2,919,171 *159676:, 1,32:l,046 
2,575,2'771*1439058 1,136,219 

125,62:l 
383 180 
374:291 

395:7391 345,119 
652,277 
616,468 

26,119 I 
2:l,186 I 
8S.972 
72,759 

305,785 I 
205,548 

I 
I 

297~892 
263,715 
670,129 
519,751 I 

1 " " '01 
7 " " '02 
7 " " ' 01 
12" Dec. '01 
12" ·oo 

Lake Shore Elec. Ry. Co, 1 m., J uly '02 
1 " " '01 

NEW BRIGHTON, 
s. I. 

3 " " 
Staten IslandElec.Ry.

1

,3 m., June '02 
·01 

121,0l:! 53,ol3 
802,776 414,697 
719,941 357,016 

1,3!1.084 * 636,407 
1,182,517 * 616,945 

49,122 
39,447 

56,6351 
56,936 

25,961 
21,837 

35,622 
35,600 

2.3.161 
17,610 

21,013 
22,336 

123:191 
192,821 
259 509 
156:5.!1 

25.0001 t 3,986 
25,0001 t 2,663 




