
~ , l ~ 

.... __ _ •► 
,f-, 

Street Railway Journal 
VoL. XXII. NEW YORK, SATURDAY, NOVEMBER 28, 1903. No. 22. 

~ -· '~ 

PuBusa1to EvEaY SATuaoAY BY THE - __, .., "'-· vii the line near the northern encl of the tunnel, where a change 
.... ~ "'-'"-

McGRAW PUBLISHING CO~~ANY coufcr--b\ made. If this ha<l been <lone the installation would 

\..I , /..r have been; similar to that in th1.: Belt Line tunnel of the Balti-

NEW YORK, ENGINEERING BUILDING, 114 LIBERTY STREET. 
" ~more & Ohio Railroad, or on the Paris terminus of the Orleans 

,V , 

BUNCH OFFICES: ~ . /., -

Chicago: Monadnock Block. ~---.. -~ 
Philadelphia: 929 Chestnut Street. ---

Cleveland: Cuyahoga Building. 
London: Hastings House, Norfolk Street, Strand. 

Cable Address, "Stryjourn, New York,"-Liebcr's Code used. 

H.ailway , ompany, of France. The notable feature of the pro-

J •• posed N {w York Central installation is that electricity has been 

aa ~ d not only for the tunnel section but as well for the 

service extending fo r a radius of about 50 mil es on the main 

line and branches; in other words, for the entire suburban 

business. 

TERMS OF SUBSCRIPTION. 
In the United States, Canada and Mexico ................... ... $4.00 per annum 

Single copies, first issue of each month, 25 cents; other issues, 10 cents. 

1 
$6.00 

To all Countries outside of the United States, Canada and Mexico.... £Ji5 
Fr. 31 

Single copies, first issue of each month, 40 cents; other issues, 16 cents. 
Subscriptions payable in advance, by check or money order. Remittances 

for foreign subscriptions may be made through our European office. 

Copyright, 1903, McGraw Publishing Co. 

EDITORIAL NOTICB 

Street railway news, and all information regardinc changes of officers, new 
equipments, extensions, financial changes and new enterprises will be creatly 
appreciated for use in these columns. 

All matter intended for publication must be received at our office not later 
than Tuesday morning of each week, in order to secure insertion in the 
current issue. 

Address all communications to 
THE STREET RAILWAY JOURNAL, 

114 Liberly Slreet, New York. 

The Electrical Equipment of the New York Central Railroad 
The contracts awarcle<l last week for electrica l equipment by 

the New York Central & Hudson River Railroad Company, and 

mentioned elsewhere in this issue, constitute one of the most 

important events which hav e occurred in the hi story of elec

tric traction since the equip-men t of the \Vest En<l Railway, of 

Boston, in 1888 an<l 1899. That installation marked the con-

_fidence of the largest street railway company in the world at 

that time in what was then a new motive power. The contracts 

awarded last week by the New York Central & Hudson River 

Railroad, coupled with the adoption of electricity for its New 

York tunnel by the Pennsylvania Railroad Company, prove in 

an equally conclusive manner the confidence of steam railroad 

owners in what has been up to the present a comparatively 

untried motive power for heavy traffic conditions. It is true 

that the local conditions in each of these cases are particularly 

favorable for electricity. The fa ct that both the Pennsylvania 

Railroad and :'\few York Central Railroad will enter New York 

through a tunnel barred steam from consideration. N eve rthe

less, in the case of the N e\v York Central Railroad the desire to 

avoid the gases of combustion in th e tunnel could not have been 
the only rea son for the selection of electricity. If thi s wa s so 

electric operat ion could have been used only between Forty

Second Street and Mott Haven, or any other conveni ent point 

In other respects, also, the N cw York Central contract is a 

notable one, as it includes: the adoption of steam turbines in 

5000-kvv units, the selection of direct-current distribution by 

polyphase transmission, in spite of the fact that the condi tions 

a re in many respects more favorable for polyphase motors than 

i f th e road wa s an ordinary street or elevated railway, the 

selecti on of 2200-h p locomotives, designed for operat ing at 

60 m. p. h. , a11<1 the use of gearless motors. 

For the la st ten years New York City has been the greatest 

center in the world of electrical development, on account of the 

elec trical equipment of its vast system of surface an<l elevated 

lines. The work, viewed as a whole, is now approaching com
pletion, but the new work here announced will keep the city for 

ten yea rs or :,o longer as the great center of elec tric railway 

interes t through the eq uipment of the subway and the electrical 

insta ll ation.~ proposed hy the New York Centra l Railroad an<l 

Pennsyh·ania Railroad. From a traffic standpoint , the former 

will be, in many respects, the most interesting of any which 

can be ma<le, for the den sity of traffic from the Grand Central 

Station is probably as great as that from any other station in 

the world, and the poss ibiliti es of electricity for suburban traffic 

,vill have to be compared with one of the best steam services of 

thi s kind in ex istence. r\ n opportunity ,vill, therefore, be given 

for determining the relative economi cs and efficiencies of the 

two systems under the same conditions. As previouslystatecl, \\'e 

beli eve that ve ry little difference will be fo und in the actual cost 

of power pe r ton -mi le nm. but that elec tricity will be fou n<l to 

sho,v an enormous saving in practically every other respect, 

especially in maintenance and in train service, while the inci

dental a<lvantagcs of electricity in comfort and higher speeds 
will haYe an enormous effect upon the total amottnt of business 

deYeloped on the line affected. 

Cincinnatts Interurbans 
The at titud e of most large c iti es of the country toward in te r 

urban elec tri c lines, especially in th e lVliclclle \Vest, has been of 
fri endly sympathy and co-operation , but in the case of Cin

ci nnati th e most worthy proj ec ts for a long time received no 

encouragement whatever. • \11 who have kn oc ked fo r adm is

sion at her gates have been commanded to wait at the 1,uter 
portals. This was largely brought about by the l,Jca l tra cti on 

interests, which wished to retain absolute control of the loca l 
servi c(>, and for this reason opposed the operation of interur ban 

cars within the city limits, even over the tracks of the local 
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company. As soon as amicable arrangements were made for 
admitting the interurbans, the latter secured ample facilities 
for handling their prospective business in a convenient locality, 
and made their headquarters attractive for shoppers from other 
towns, who appreciate the conveniences afforded. The details 
of the system worked "out by Mr. Scrugham and his associates 
are fully explained in the articles presented this week and in 
the last issue of the STREET RAILWAY JOURNAL upon "Cin
cinnati Interurban Development." A very comprehensive sys
tem has been establi shed extending between 30 miles and 40 
miles out of Cincinnati and including the Cincinnati & Eastern, 
the Suburban, and the Rapid Rai lway, each organized and 
built as a sepa rate railway, and now operated as a division of 
the Interurban Railway & Terminal Company. The projectors 
\'e ry wisely built the lines in the most substantial manner, and 
an excellent idea of the standard of construction adopted in 
eYc ry department may be gained from these articles, which are 
freely illustrated. Everything about the service is of a superior 
character, including the roadbed and line equipment, the power 
plant and distribution system, the rolling stock and the freight 
and passenger buildings. Under the ci rcumstances very 
effi cient service might well be expected, and in this the com
munity served has not been disappointed. 

The manner in whi ch the projectors have approached this 
problem and the methods they have employed throughout show 
that they are ali ve to the requirements of the si tuation as well 
as the benefits to Le reaped. A study of the plan of operation 
the organi zation and the system of management cannot fai l to 
be beneficial to others engaged in the operation of similar lines, 
as well as those who are about to enter this field. 

Cincinnat i waited long and patiently for interurban electr ic 
service, and the men back of the present enterprise fou nd it 
difficul t to secure a favorable hearing. Dut now that they 
have gotten together they are certainly making a brave show
ing, and a continuation of this co-operation cannot fail soon 
to produce results that will make the city as conspicuous for its 
fine interurban service as it formerly was for the lack of it. 

The Conversion of Steam Roads 
Almost weekly we hear, and often publish, rumors that the 

suburban system of some prominent railway is about to be 
reformed and converted to electric traction. Sometimes the 
report is a mere vague rumor, sometimes very specific and rich 
in corroborative detail, but the fact is that the change is very 
infrequently carried out, and that improvements rumored fo r 
years still hang fire and nothing is done. On the other hand, 
competing trolley lines multiply month by month, new suburban 
and interurban lines are constantly being projected, and usually 
a re promptly put through. The steam line almost always has 
the advantage of position, in that it operates wholly on its own 
right of ,vay, with few or no grade crossings, with every op
portunity for a complete block signal system, and it generally 
serves an established community, well trained in the use of its 
rather infrequent stations. On form, the steam road should 
be convertible to an unusually effective electr ic system, with a 
heavy traffic already built up along the line and a far better 
chance of paying than a new road running through a partially 
developed country and under the necessity of building up its 
own traffic. One must instinctively ask, under such circum
stances, why is it that the railroads are so slow in improving 
their opportunities. It is not wholly due to inertia, and cer
tainly is not due to general distrust of electric traction, for in 
most matters railroad men are alert enough, and they certainly 

have had opportunity to learn, to their cost, the deadly com
petition that a well-run trolley line can put up. In fact, some of 
the very railroads that cling stubbornly to the locomotive for 
their suburban service are paralleling their own roads with 
interurban trolley lines. For example, one of the best short 
interurban lines with which we are acquainted is that operated 
between Manchester and Concord, N. H., by the Boston & 
Maine Railroad, which runs as dingy a suburban service out of 
Boston as ever roused the ire of a chronically-kicking com
muter. And certainly no one has accused that worthy system 
of lack of means or condoled with it as a victim of cut-throat 
competition. 

No; to view the facts in their proper light, the steam rail
roads are neither negligent nor asleep, and one has to seek 
definite reasons for their slowness to take up what is generally 
recognized as the best form of rapid transit. The broad facts 
are probably well known to many of our readers that the hesi
tation comes in the main from two sources of doubt-first, a 
conservative hesitation as to the probable saving to be accom
plished at a somewhat large fir st cost ; and, second, the really 
grave difficulties that beset the terminal problem. The first 
count in the indictment must, on reflection, be adjudicated in 
favor of the electric system, as a general principle. Of late 
years there have been many comparative estimates made in the 
light of pretty complete data on the cost and running expense 
of heavy interurban lines. Vv e know of no case in which a 
comparison between the known cost of the steam service and 
the estimated cost of electr ic service has not, upon the whole, 
shown a probable saving sufficient to justify the expenditure. 
More than this, experience has already shown that a well-con
ducted electri c senice will in every case so increase the gross 
receipts as to put the change on a sound financial basis. One 
is, therefore, driven to the conclusion that the terminal diffi
culty, the serious problem of working electric trains and steam 
locomotives through the same yards and into the same or adja
cent terminals, is really the one serious bar to the general 
adoption of electricity as a motive power for suburban trains. 
In fact, some railroad men frankly state that thi s is the difficulty 
over which they stumbie. It is, perhaps, unfortunate that so 
many of the more serious attempts at heavy electric traction 
have been made by reliance on the third rail; for, useful as 
that deYice is within its own proper sphere, the man who under
takes to work out a practical third-rail system through and 
c:bout a big terminal yard, has cut out for himself a task that is 
likely to keep him busy for a long time. Nothing delights an 
old railway man more keenly than to spring this problem on 
an ardent electrical enthusiast and then to. watch his victim 

squirm. 
But while we desi re to go slowly in drawing conclusions from 

very recent experiments, we cannot resist the temptation of 
throwing up the Berlin-Zossen work at the dubiously minded. 
For, while the detail of such a system has not been worked out 
in its relation to suburban rapid transit, as we understand it in 
this country, and while we are not at all predicting that poly
phase motors are the last word on the traction problem, we 
must, nevertheless, recognize that these experiments have em
phasized the great fundamental fact that lies at the bottom of 
future electric traction . . It is this-that if fast and heavy elec
tric trains are to run over long distances, doing serious work, 
the voltage on the working conductors must be raised far above 
its present customary limits. Until this fact is fully recognized 
and the principle is put into regular practice, we are certain 
to potter along with makeshifts of various sorts, more or less 
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effective in special cases, but not effecting any material advance 
in the art. W e have often pointed out how heavy electric 
traction is separating itself from street rajlroading in general, 
how the interurban lines may be divided into two rapidly 
diverging classes, and how these classes are founded on two 
radically different phases of rapid transit. It is daily becoming 
clearer that the fa st interurban road is tending to follow the 
lines, as it must as sume the responsibiliti es, of general railroad
ing. This being so it is equally clear that the customary 
methods of electrical distribution, suited to ordinary tramway 
work and to minor electric service generally, must be radically 

changed to meet the conditions of the greater field. W e, in 
this country, have temporized long enough in this matter. The 
lesson of Zossen must not be forgotten, even though the skill 
and ingenuity of American enginee rs may radically improve 
upon what has been there taught. We have in our country 
the greatest railroad systems on the face of the ear th, and the 
most splendid opportunities for rapid tran sit, but if we are to 
make the most of them we must cut loose from traditions, how

ever sacred, and to build for the twenti eth century. 

Interurban Limited Service 
The buffet cars described 111 this issue, which are to be 

employed in the "limited" service given by the Indiana Un ion 
Traction Company, again call attention to the increasing im

portance that this limited service is assuming among high-speed 
interurban lines. It is the intention to place these buffet cars 
on the limi~ed runs between Indianapolis, Anderson, Muncie, 
Marion and Logansport. While it is not the expectation that 
the small buffet with which these cars are equipped will prove 

exceedingly profitable in itself- indeed, it is not intended that 
this feature shall do more than support itself-the management 
considers that it will have accomplished its object if it adds 
to the attractiveness of the limited service enough to justify its 
maintenance. A traveling man who wants to cover as many 

towns as possible in a week will not fail to appreciate the ser
vice which will enable him to secure refreshments on the road. 

This limited service, as now carried on, more than competes 
with the fastest steam railroad trains between the larger town s 
which it reaches. True, the interurban limited cars are handi 
capped by being obliged to run slow through th e city streets, 
but as this service is carried on in the vicinity of Indianapoli s, 
the loss of time is compensated for, as far as the passenger is 
concerned, by the ti111e taken to reach the steam railroad depots 

from the business centers of the several cities toucehd, which 
averages as much as is required by th e interurban cars in enter

ing over the city tracks. This, together with the lower fares 
and more frequent service of the electric line, puts the steam 
railroad practically out of consideration for local traffic. In thi s 
connection it may be mentioned that the schedule time between 
cities for th e interurban cars, as usually published, is likely 
to be mi sleading, in that it does not represent the actual run
ning time from the center of one city to the center of the other. 
Thus, in Indianapolis, the leaving time given is that at the 
interurban waiting room, which is at one side of the business 
center. The leaving time from the business center is approxi 
mately 5• minutes later than thi s, and tlie arriving time at the 

other towns reached en route is likely to be 3 minutes to 5 
minutes earlier than the leaving time from those towns given 
on the time- tables. Many of these details are not taken into 
z,ccount by the uninitiated when considering the tim e required 
in going from one city to the other, but they are appreciated 
by those who travel frequ ently, to the advantage of the inter-

urban. For example, the leaving time given in the time-tables 
for limited cars on the Indiana Union Traction Company shows 
I hour and 25 minutes difference between Indianapoli s and 
Anderson, but the actual running time between the business 
centers of these cities is nearer I hour and 15 mi nutes. 

The extent to which this limited service is being developed 
is astounding to those who have not watched it closely for the 
last two years, and the best interurban lines recently built have 
all been surveyed with the idea of maintaining a fast limited 
se rvice of this class. Besides the direct profits from the limited 
cars which a company maintai ns, this service, undoubtedly, has 

an adve rti sing value and tends to create traffic whi ch would 
not otherwise exist. An interurban road, depending, as it 
almost entirely does , on what is known as created travel, that 
is, travel which did not exist before the road was built, is cer
tainly justified in maintaining such a service wherever con
ditions are right for it. Experience around Indianapoli s indi 

ca tes that people are willing to pay at least 25 per cent higher 
fare for the sake of a saving of 25 per cent in time. As to cost 
of operation, limited car s making few stops cost less per car
mile to operate than the locals, both in wages and motive power 

expenses. Of course, a time comes when the adding of more 
limited cars interferes with the local s, because of the large 
number of meeting points on a single-t rack road, and then it is 
t ime to figure on double track. 

Chicago Strike Ended 
As we are going to press word comes from our Chi cago 

representative that the Chicago City Railway Company and 
its former employees have agreed upon terms of settlement, 
and that the strike on the South Side lines is practically closed. 
As a res tilt, the _ entire community relished its dinner, and gave 
more ferve nt expression of its gratitude on Thanksgiv.ing than 
it would otherwise. It has been a trying ordeal fo r the com
pany and its patrons, and undoubtedly for many of the men, 
and was marked by great intensity of feeling on all sides. 

"Thi s is going to be a very quiet strike," said President 

Mahon, of the Amalgamated Association of Street Railway 
E mployees, when the men quit their posts. "There will be no 
violence, no rioting. Everything will be conducted in an 
orderly manner." \i\Tith thi s promise the labor leader s with
drew, and the struggle was on. What was the resul t? 

T he first car to leave the barns was assailed with a shower 
of brickbats, obstructions were piled on the tracks, a blockade 

was presented at every crossing, and those who had the temerity 

to patronize the cars were assail ed hy the striker s, threatened, 
bulli ed and roughly handled. T he company's property was 
destroyed and damaged, its employees waylaid and assaulted, 
the principal thoroughfare s on which cars are ope rated were 
choked by trucks in charge o( belligerent teamsters, and the 

streets lined with strikers and their sympathi zers, ever ready 
for an opportun ity to engage in open warfare with the street 
railway and it s new employees. Cars could only be operated 
under strong police protection, and then at infrequent intervals . 
In every scri mmage, where the police succeeded in making ar
rests, strikers and other union men were found among those 
leading the di sturbances. 

Now that the strike is ove r the folly of these demonstrations 
is brought home to the men themselves. T he men who arc 
known to have participated in these di sturbances wi ll not be 
taken back. \ Ve are glad the company insisted upon th is point 
- it makes for law and order. Tt was a cll'cisi vc vi ct()ry 111 
every way fo r the company. 
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CINCINNATI INTERURBAN DEVELOPMENT- II 

RA I L W AY BUILDI NGS 

In designi ng th e buildings of th e sys tem especial attenti on 
wac, pa id to a rti sti c effects, th e a im bein g to make th em at
tr active as \Ye ll as substant ial. T he mann er in which thi s was 
done may be judged from the accompanying Yinvs of car 
houses, power s tations, sub-s tations and the termin al station. 

T here a re two car houses and repai r shops, one at Deer Park, 
on the Rapid Railway, and the other at Coney lsl ancl, at the 
j unction of the Suburban and the Cincinn ati & Eastern ; th e 
la tter sen ·ing both roads. T he lmildings and a rrangements a re 
pract ica lly identica l except that the D eer Pa rk house has a 
"·in g th at is used as a sub-stat ion. T he buildings measure 253 
it. 6 ins. x 76 ft. O n une side is a three-story offic e building, 
23 ft. x 23 ft. T he fron t is buff co lored pressed brick \\"ith 
:-.tone tri mm ings, and the roof is of t ile with ornamenta l de
signs. T he fir st floo r is pa rtit ione<l off for the ca;hier and the 
sta r ter. T he partitions arc all F lorent ine glass. the fix tur<:s and 
furn iture a re a ll anti que oak, and the fl oors a ll ha rd wood. .-\ 
fire proof vaul t is built in. T he second fl oor is a wait in g room 
ior 111 i1 tur111 en and conductors, and is provided \Yith lockers and 
tables. Pape rs and magazines a re fn rni shcd to the men. T he

0 

thi rd floor is deYotcd cxcl usiYcly to the despatcher' s offi ce. One 
ma n haqcllcs the Ci ncinnati & Eae>te rn and the Suburban fr om 
the office at Coney Is land, whi le the Deer Pa rk 111a 11 handle s th e 
Ra pid J{a ilway. Tu the rear of th e office is a store room, 20 

it. x 16 ft.: machine shup, .-J-2 ft. x 16 ft.; blacksmi th ~hop, 22 

ft. x t <> ft.; arm ature room, 18 ft: x 16 ft.. and oil room. 1 (> ft. x 

throughout the house, and a 6-in. main is connected with 
hydrants at various points where reels of 23/2 -in. hose are main
tained. Tl, c line al so suppl'e s a filt erage tank w:1ich provides 

U EE R l'. \RK C \R lIO llSE. R\l'I D Dl\'lSll>X. A DLTPLI CATE OF 
T HIS HC >l'SE I S L O CATED .AT COX E Y I SL.\ X D ON C. & E. 

,\ ND SUDP Rl3AN DT VTSTONS 

the employees as \\' ell as the \\'a te r coolers in the cars with pure 
\\'a ter. The car hou~e proper has a cinder floor, and is pro
\' idcd with six track~. Th ree of them ha ve pits the full length, 
i11 whi ch arc used Dorn er & Dutton ca r jacks. The roof sup-

SID E \ "J E W DEER P ARK CAR J-IO l1 SE 

16 ft. The machine shup contains a planer, lathe, drill press, 
wheel press and other tools. ln th is shop is a 50-hp motor .. 
wh ich supplies power and operates a pump whi ch takes wa ter 
from an 8-in. driven well. and delivers it to a 20,000-gal. tank 
J2 ft. abo,·e the roof. There is an automatic sprinkler sys tem 

ports a re all steel, resting on concrete, and the roof is covered 
with asphalt. A t Deer Park a one-story house, 60 ft. x 135 ft. , 
provided with two tracks, is to be erected for carpenter and 
paint shop. 

Two very attractive sub-stations are located on the Suburban 



N O VEMBER 28, 1903.] STREET R AILWAY JOURNAL. 937 

~ '/ .. /~ :: -
. . 
·.' ~~ 

•• I .;.- :~/,A 

# .~· 't,,', .• ·.,...... 

S \Y ITCTJl :O. \R]) , l'<J\\"ER ll<>l 1S E :,; ( 1. 2, • 
SOllT![ LEIL\ NON 

\" JE \\' (l l.- Sl' Jk,T,\ Tf U N .\T FORl{ EST\' lLLE, UH I U 
(S U D U RU1\ N DIVI S J O N) 

Hu lil1lc 
Li1u c- .. tu u~ 

l•'iui, hed U r;u.J. i: 

F R<> XT ELE \ •. \ T TU N O F ~l' H-STA"i!O N FUR T HE SU BU RB .\ N llT V l SI <) N xr 
F< l RR ESTVILLE, OHIO 

stories high. mea;;uring 60 ft . x 20 2 

ft. 10 .1/~· in s. T he front is o f buff col
ored pressed brick. with trimm ings o f 
selected Bedfo rd ;; tone, much of which 
\\a s ca n ·ed after being put in place. 
T he morti se \\'Ork is all ca rved stone. 
and the effect of the whole is ve ry 
pleasi ng. Half of the fir st floor is <le
\"otcd to the general wa itin g room and 
to the express room. In the waiting 
room arc a t icket office provided with 
yaul t for tickets, cigar and news
sta nd. check room and passenge r ele
vator. J\djoi ni11g the genera l waiting 
room is a \Ya iti11 g room for ]aclies, 

Railway. T he one at Forrest ville is stone and 
buff pressed brick, \\' ith stone trimmings and 
oranamental tile roof. It is two stories in the 
center, the upper fl oor being arranged with a 
suite o'f fi ye rooms for the attendant and 
family, while the lower floor is the ro tary and 
transformer room. T here a re two 25-ft. wi ngs, 
one fo r th e vassenge r waiting room and th e 
oth er fo r an express room. T he stati on at 
.\ mcli a has orn amenta l slate roof with an ex
tended roof a round th e entire bu ildin g, form
ing a protection fo r passengers. I n front is 
the waitin g room for passengers, and hack of 
thi s is the express room, whi ch is reached by a 
spur at the side. T he rota ry room is in the 
rear. T he attendant has a fin e suite of rooms 
on the second fl oor, whi ch is reached by a pri 
vate door at the side . 

T he STREET RAILWAY J OU RNA L of A ug. 30, 
1902. contained the preli m inary plan s, together 
with a descript ion of the termin al stat ion 
which the Sc rugham syndicate proposed <> r ect
ing. T hi s buildin g has recently been rnm.
ple tcd. and is now occupi ed. I t is undoubtedly 
one of th e fi nest struct ures ever ercctecl hy 
an electr ic ra il way, and fo r elegance and com
pleteness the station portion probably ca nnot 
he equalled in the coun try. The lllli ldin g is six 
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F lW NT ELEVATIO N OF SUB-STATION FO R THE SUBU RBAN DIVJSION AT AMELIA, OHIO 

and a colored maid is in constant a ttendance. 
The flooring is all mosaic tile in attrac tive de
sign. The sta irways and baselJoards are all 
white marble, and the windows are all chipped 
glass. The skylight has stained glass of hand
some design, the chandeliers are of Pompeian 
bronze with fro sted globes, and there is a 
marble water-cooler in the center of the room. 

l-------- - --- foil _ _ ________ H-,c-=-111 
[lgjJ 

All passenger ca rs run inside the building, 
and stand there until the time of departure. 
T here a re two tracks running through th e build
ing, one being used for freight and express. 
The freight department is in the rear , and is 
provided with a fre ight elevator and other 
necessary appliances. \Vagons dri ve into the 
building and unload goods onto platforms or 
directly into th e cars. In th e basement is a 

SECON D F L OO R PLAN OF SUB-STATION FOR THE SU BURBAN DIVISION 
AT AM ELIA, OHIO 

boiler for heating the building and supplying steam to a Buck
eye engine, which is directly connected to a 75-kw, 125-volt 
generator, supplying current fo r li ghting and for two electric 
elevators. The second fl oor is fitt ed up with convenient suites 
for the general offi ces of the company, while a portion of the 
third floor is fit ted up fo r the engineer 's offi ces. The balance of 

DEPOT AND S UB-STATIO N AT FORRESTVILLE 

the building will be rented out to tenants, and it is believed that 
this alone will be sufficient to pay the interest on the investment. 

SUB-STATION AND DEPOT AT AMELIA, OHIO, SUBURBAN DIVI
SION (LIVING ROOM FOR ATTENDANT UPSTAIRS OVER 

GENERAL WAITING ROOM IN FRONT) 
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POWER HOUSES 

Two power stations are employed in operating the system. 
The first station was erected at a point near Coney Island to 
provide for the Cincinnati & Eastern Railway. At that time 
it was not known whether the syndicate would be able to carry 
out all its plans, and in consequence the station was not de
signed to take care of so extensive a system as is now in opera
tion. Later the station was enlarged to take care of the Subur
ban Railway, but when it came to providing for the Rapid 
Railway, in view of possible extensions north to Dayton or 
Xenia, it was thought desirable to erect another station at 
South Lebarion. 

Station No. 1, at Coney Island, is an attractive building. It · 
stands on a bluff, and a hillside was cut away and leveled off, 
the gravel taken out being used in foundations. It is located 
directly opposite Coney Island Park, and were it not for the 
stack it might be taken for a library or other public building. 
A stone embankment extends across 

cross-compound cun<len .::; ing engi ne,,, cylinders 18y, and 36-i11. 
x 33-in. stroke, <lirect-connecte<l to 400-kw, 500-volt, Sou-amps. 
direct-current W estinghouse generators, operating a t 125 r. p. 
m. Steam was supplied by three 325-hp water-tube boilers. 
This equipment supplies the Cincinna ti & E astern Rail way, in-

the front, and it is reached by a flight 
of stone steps. The exterior is of 
buff brick with Bedford stone trim
mings. The windows are arched, 
with brick designs above, and cornices 
are carved. The building is 120 ft. x 
122 ft., and it is divided through the 
center by a brick wire wall, provided 
with steel rolling doors. The roof 
is supported dn lattice work steel 
trusses, above which. are joists car
rying matched long-leaf yellow pine 
flooring, with asphalt roofing above. 
The interior of the engine room is 
finished to a height of 5 ft. with Tif
fany glazed brick. All foundations 
are solid concrete. The boiler room POWE R STATION N O. 1, AT CONEY ISLAND (C. & E. DIVISION) 

floor is concrete, while the engine 
room floor is hard wood with rubber mats around all machinery. 
The equipme~t for the orig-inal roa<l inclu<le<l two Buckeye 

eluding 13 miles of single track in one direction and --1- miles of 
doubl e track in th e other direction. 

ENGINE ROOM, SHOWING TWO 400-KW DIRECT-CURRENT AN D T\VO 500-KW ALTERNATING-
CURRENT UNITS, WITH SWITCHBOARDS, AT POWER HOUSE. X( 1. 1, NEAR CONEY I S LAN D 

The new units installed fo r 
the Suburban Railway a re 
two cross-compound condens
ing Buckeye engines, rated at 
800 hp each, directly con
nected to 500-kw, three-phase 
alternators. The cylinders 
measure 22 ins. high pres
sure, 40 ins. low pressure by 
36-in. stroke. The engines 
have piston type valves, and 
operate at 125 r. p. m. T hey 
are designed with extra 
heavy main bearings, as are 
the smaller engines in the 
house. The engines have arJ 

economical range of from 600 
hp to 850 hp, and a re guaran
teed to consume not to exceed 
15 lbs. of dry steam per ihp 
per hour. The fl y-wheel of 
each engine weighs 20,000 
lbs. , is 13 ft. in diameter and 
has 22-in. face. The genera
tors are of the compound
wound, revolving fi eld type, 
and are wound for a pressure 
of 10,000 volts, the same as 
is used on the transmission 
lines. T he current is three-
phase, 25 cycles and 3,000 
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alternations. T he outpu t o f each 
terminal is 28.9 amps. There are 
two exciter sets, one a 7¾ -in . x 
I 2-in. Buckeye simple engine, di 
rect connected to a 373/2 -kw, 125-
volt genera tor, and the other a 
60-hp motor, taking current from 
the direc t-current machines at 500 
volts, direc tly connected to a 
373/2-kw, 125-volt generator. Ad-

STREET RAILWAY JO URNAL. l Vo L. XX II. No . 22 . 

SO U TH L E BA N O N P OWE R PLA N T NO. 2, SH O WING TWO 500-K W 
10.000-VOLT ALT E RNATORS AND ONE 400 R OTARY 

POWER HOUSE l',0. 2, AT SOUTH LEBANON-RAPID DI \'IS IO N 

mati c start ing and stopping rheostat. On a bracket at 
the side of this panel are two 150-volt alternating-current 
voltmeters. On the first machine panel, kn own as panel 
"B," a re three 50-amp. a lternat ing-current long-scale am
meters, one 200-amp. direct-cur rent deadbeat ammeter, one 
800-kw polyphase indicating wattmeter , a sta rting switch rheo
sta t voltmeter and receptacle, synchroni zing plug and receptacle 
and a 200-amp. field di scharge switch. T he second machine 
panel conta ins the same instruments except th at the voltmeter 
plug and receptac le a re omi tted. Panel ' 'D," the. fir st line panel, 
contains three 60-amp. long-scale ammeters, a switch , a time 
relay and a 1200-kw polyphase integ ratin g wattmeter. The 
rema ining panel is the same except th at the wattmeter is 

joini ng the direct-current mac hines 
is the di rec t-current switchboard, 
consisting of seven Vermont panels 
mounted on an angle-i ron frame. 
T here arc two mac hi ne panels, four 
feede r panels and one load panel. 
Each machine panel ha s a ma in 
switch , voltm eter , ammeter, rheostat 
and circuit breaker. Each line panel 
has main s,vitch, voltmeter, ammeter 
and ci rcuit breaker. The load panel 
has a T homson recordi ng wattmcter, 
\\'es ton ammeter and \Vcston volt
meter . 

T he h igh-tension switchboard is 
made of five blue Vermont marble 
panels 2 ins. th ick, Io ft. 2 ins. tall 
and 4 ft.wide. T he first panel.which is 
t he load panel, conta ins two 500-arnp. 
direct-current deadbeat ammeters. 
one 150-volt direct-current voltmeter , 
two 10,000-volt static ground detec
tors, three rheostats, a voltmeter plug 
and receptacle. a 300-amp,, 300-volt 
unit blade s,vitch . two 300-am p.,. 300-
YOlt double-pole svvitches. a 100-amp .. 
600-volt double-pole switch with fi eld 
di$charge attachm ent. and a non-auto-

VIEW SHOWING PIPING, PUMPS, HEATE R AN D BOI L ERS IN POWER STATION NO. 1. 
TWO l\ l ORE BATTERIES O F BOILERS HA\'E SI NCE BEEN ADDED 
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Drop to 4 feel nln\' I'! fl o ·r .,..1th 
llo~tl Valvt" co nno --io'l. 

Stree t Ry .. J,1urn:1l 

PIPING PLANS FOR POWER HUUSE NC>. 1 

omitted. Above the panels, and with each leg· separated by 
marble barriers, a re 500-amp. , three-phase, 10,000-volt stick 
type circuit breakers, those protecting the niachines being hand
operated and those protecting the lines being automatic. T he 
outgoing lines, both high tension and direct current , pass below 
the engine room fl oor to a chute in the wall separating the two 
sections of the building . . The direct-current lines pass through 
t ile conduits for a di stance of 200 yds. away from the building, 

1- / 

and are then carried up to the pole line. The high-tension 
lines a re carried through the chute to the top of the building 
and are carried to the pole line from the rear. In this way no 
wires leave the building from the front or sides. The lightning 
a rresters, of the Westinghouse low-equivalent type, are in 
marble barriers at the base of the chute, and are accessible from 
the boiler room. 

T he boi lers insta lled are dupli cates of those in the station at 

Connect ion wit!, lilct•dt•1· nrniu 

Strl.'e t Ry . .Journ:il 

SE (."TH >l\ OF C. & r~. PO\VER H OUSE, S H< >W I NC STEAM PIPING 
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fi rst. There are now six boilers in use, ar ranged in three bat
teries. Each has 3000 ft. of heating surface provided by r44 
4-in. tubes, 18 ft. long. T hey are hand-fired and have plain 

LA Dl E S' \VAITING-R00.:\1- INTERURDAK TER l\IIN.\ L STATIO::--. 

g rates. T hey are de
signed for I 25 lbs. steam 
pressure. 

pipe, and it ha s tv,·o Fairbanks gate valves. It is connected to 
the boilers by 8-in. lines, having 8-in. gate valves at both ends. 

F R E I GH T T RAC K S- I NTE R URBA N T E RMI NAL STATION 

The lines to the engines 
are 7-in. wrought-iron 
pipe, and are provided 
with fire bends. Other 
details of the steam pip
ing are shown in the ac
companying drawings. 
The condensers are lo
ca ted below the engines 
and adjoining the divid
ing wall. There are four 
installed, and they are 
of the W heeler admir
alty surface type. Those 
installed for the Cincin
nati & E astern have 
ro70 sq. ft. of cooling 
surface, and those for 

The original station 
piping and auxi liaries 
were all designed for 
increased equipment 
a n d few alterations 
were necessary. The 
boiler feed pumps, two 
1n number, a r e o f 
the Stillwell-Bierce & 
Smith - Vaile outside
packed plunger type. 
10 in s. x 6 ins. x re 
in s. They arc ar
ranged to pump either 
way. T he piping. both 
steam and water , i .~ in 
dupli catt>. . \ Cochrane 
heater of -+ooo-hp rating 
adjnins the t\rn feed- DANCIKG H A LL AT CONE Y ISLAND-C. & E. DIVISION 

r the latter engines have 
J4IO sq. ft. of cooling 
surfa ce. The nominal 
vacuum is 26 ins. The 

I 

J 

REAR OF GENERAL \\' .\ITl~G-RO o::.r , SHOWIKG DRINKIKG 
FO U NTAIN 

water pumps in the boiler room, and thi s heats the feed-wate r 
to 190 degs. T he main steam header is q-in. wrought-iron 

GEKE RAL \VA I TING-ROO M-I NTERU RBAN TERMINAL STATION 

condensers are provided with Cochrane oil separators. All ex
haust is piped to a 24-in. pipe leading up through the roof in the 



, 
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boiler room to a 6-ft. steel tank on the boiler room roof. From 
this the water is drained through a 2-in. pipe to a hot well. O r, 
if desired, the condensers may exhaust through 12-in. pipes 

IKTERURBAN TERMI NAL STATION 

leading up through the roof. Water fo r condensing and feed
water is taken through lines to Coney I sland and Lake, a body 
of water 35 acres in extent, supplied by a never-failing stream. 
All drains lead to the far end of this lake. For emergency 

water supply there are two deep wells adjoinmg the house, 
fitted with steain deep-well pumps. A ll piping for the house 
was designed and installed by the John H. l\IcGowan Com
pany, of Cincinnati. All elec tri ca l equipment was designed and 
installed by the \Vestinghouse Company. The stack is outside 
the building, and is supported on a concrete foundation, 20 ft. x 
20 ft. x 23 ft. It is 153 ft. tall and IO ft. in diameter, and is 
lined with firebrick, the outside being of steel. Second Poole 
Pittsburg run of mine coal is used, and it is brought down the 
Ohio River in boats and unloaded by an elevator into cars a 
short distance from the station. T he coal storage in the rear 
of the station has a capacity of over 1000 tons. 

Power station No. 2 is of attractive design , measuring 120 
ft. x 130 ft. Two generating units are installed, and they arc 
exact duplicates of the 10,000-volt machines in ~ u. 1. Steam i ~ 
furnished by four boilers, duplicates of those in the other house. 
The feed-water pumps are of the McGowan duplex type, 

.measuring IO ins. x 6 ins. x 10 ins., while the cond ensers are 
1000 hp, of the jet type, and were a lso furni shed by the J I J. 
:McGowan Company, of Cincinnati. The arrangement of piping 
is pract ically the same as that in the other house. The house i:-. 
located adjoining an old bed of the Little Miami Ri ver. There 
is a <lam 3 mi les down the river which creates a back water in 
this channel. and in order to prevent refuse from float ing in, the 
company built a dam a short distance from the house. , \ 15-ft. 
cistern has been built adjoining th e river , and the ri ver level is 
maintained in this. Adjoining the cistern is a pump house and 
tank with a capacity of 21,000 gals. Water is pumped to the 
tank by a 7,½-in. x 5-in. x 7-in. McGowan pump. The botton1 
of the tank is 4 ft . above the level of the boilers. Condenser 
water is taken through a 10-in. suction to th e cistern. Tl1l' 
condenser di scharge and all blow-offs are taken through a 12-in. 
wrought-iron pipe to a point below the <lam. The drainage 
from the building and all drains from traps are carried to the 
sam e point through a I 2-in. vitrified clay sewer pipe. The 
house has two 125-ft. x 5-ft. steel stacks, supported on concrete 
foundations. The fuel supplied to this station is Kal1awha 
\Vest Virginia coal, which is unloaded from a siding to the 
P ennsylvania, which passes the building. Elevated tracks arc 
being built to fac ilitate the work. In this house is a sub-station 
supplying about one-half of the Rapid Railway. There is one 
400-kw rotary converter, taking current at 403 volts, 3000 alter
nations and delivering direct current at 650 volts. On the shaft 
of the rotary is an induction starting motor, which takes cur
rent from the transforme1 s. Three 150-kw oil-cooled trans
formers are located in the basement directly below the switch
board. They take current at 10,000 volts and reduce it to 403 
volts for the converter. They are connected in delta ar
rangement \Vestinghouse low-equivalent lightning arresters 

LAKE AT CONEY ISLAND 
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STATIONS. 

Cincinnat i ... 

Carrell Street. 

Gwendolen .. 

\Vater Work s .. 

1
_c_ ;_n,_;n_n,_tl. _____ \_ 

· 1~I~!~:i•rc.."~'·---~ 
l-:"-:-l--":-G"-•w""",w"'

nd
"'a
0

1~c..•;c..~-o-,k-,.---~ 

Interurban Railway 

and Terminal Co. 
The Interurban Railway &. Terminal Co. 

Cincinnati & Eastern Division, 

kw o i I - c o o 1 e d 
transformers. The 
sub-station at For
estville, on the Su
burban Railway, 
contains a similar 
layout, while the 
Amelia sub-sta
tion has one 400-
kw rotary a n d 
three 150-kw 
transformers. 

Califo rnia,. 10 6 6 6 Cahfor nla. 

Coner Island . 10 6 6 • l!i 6 Coney Island ~ 1$.., 

Mt. Waahlnglon 10 6 6 I 6 6 Mt . Wuhini:lnn, < ..... o< 
Cedar Point . . JO I 6 6 l 6 6 6 Cl!'dar Poin1 , ~ 

:::::t~~:·!:"" ., '" :: :~ :~ :~ 1 

:~ :~ : : , F:ui~::~\·ville ~1✓A 
Cht"rry G rove. 20 16 16 16 i 16 16 10 6 , 6 6 Chc-rry Groll"e, ~ 

Passenger Tariff 
No. 1. 

Suburban Division. 

COMMUTATION TICKETS. 

In E.f"f"ect September 15, 1903. 

T obJ~Co. 
W ilh:un sville . 

Hi ghls Farm 

Ame lia 

H anill!'l, 

:lO 16 l6 16 1 Hi 16 10 : 10 6 T obll~Co. ~1~ 
26 20 20 20 20 20 16 16 10 JO ! 6 6 1 Wi1h:im w ille " 

26 20 20 20 20 120 16 16 1 10 , IO 6 I fl 6 Highl s Fa rm 

In Ef"fect September 15, 

1903. n-c_ .. _"_" s_,_,._"·--1- °"-1 . 10 .60 1 oo 2 oo '60 

SO 26 I 26 26 26 126 20 20 I 16 1 lfl 10 , 10 f, 6 Amc-lia 

, 80 26 126 26 26 126 120 120 116 116 JO I 10 6 6 6 I H ,Hlllt'I 

Ml . Holl7 

Banlam .... 

1

36 30 ! 30 :JO 30 80 ! 26 I 2fi ! 20 I 20 16 I 1r, 10 10 6 I cf.i ] M l H o lly . 

36 30 I 30 I .!m :m i so j 26 l 25 \ 20 l 2o lfi ] l6 10 10 ' 6 \ 6 1 6 j H.in1a m 

. 40 Kfi 
1 

~6 I 36 86 36 30 HO , 2fi , 26 20 :!O 16 16 I JO / 10 / JO j 6 j Bl!'lhl!'I 

Round Trip Fares. 
Wben Single Sell Round 
Trip F3re la TripTll'kl!'tat 

Jij ..:,enl!. 
20" 
26" 
80 11 

36" 
40 " 

26c1e nt s, 
36" 
46" 
ftfl" 
BG" 
7fi" 

INSTRUCTIONS 
To Ticket Age nt-": 
lur1~:; ~;.~:11,1 u g: le Trip T1~1t~1, Ill ••ln e:1•,en ID l hlll 111.ri ff Ulltil 

No.2.-~ .. I\ Roon<\ Trip Tl, l1•i.-1oan<t from 1111 p,.,lnl•for wh1(h 
!\~~~'!,hip brc~ • •'-" qu<,Jctl 11t the ruuDd lr 1p la rn glv,:- n 1a 1hc t,111111 

~t1~r~;:.~!❖:1~it~lf~7i~1:;,~~;·::~~~.:·1~~:.~~ 7IIJ"~·.::~~o:h~~;t 

To Conductors: 

B , E , ME.RWIN, 
Ccnua l !>uperintendcnl , 

Gwf'ndolen •. . 10 ..20 1.00 2 00 4 60 4 .60 8 00 
11 ...,.w,-.,-"-w-0-,,-,--1-w-+--,--10 1.00 2 oo <t 60 4 . 60 8 00 

Cal ifornia ..... . 10 .20 1.00 2 00 4 .50 4 60 3.00 

Coney Island .. JO .20 1.00 2.00 4 .60 4 .60 800 ! 
S wl!'e l Wine . .,, 16 .26 1. 26 2.50 ft 26 6 .60 4, 00 

~ rne . 20 86 1.76 8.60 8 26 7 oo 6 oo 
Ninl!'Mile . • , ••. .26 46 2.26 4 00 10.00 8 00 6 50 

1
,_N_,w_ P_a_1.,_,;_n,_ .. _,__2_6 ,_•_•+-2._2'_,_4 80 10 76 8.60 8 00 

Rla.ir vlll e ., •. 00 .66 275 4~ 1160 900 650 

'.'1 1:'w Rllhmond . SO 66 2. 76 600 1200 1000 7 00 

PASSENGER 
F ARES, FREIGHT 

AND EXPRESS 

PASSENGER TARIFF-SUBU RBAN DIVISION 

The Interurban Railway &. Terminal Co. • 
COMMUTATION TARIFF-CINCIN

NATI & EASTERN DIVISION 

Passenger rates 
on the system are 
substantially 1 ¼ 

and W estinghouse 
long-arm circuit 
breakers are lo-
cated above the 
switchboard, th e 
latter separated by 
marble barriers. 
Th e instruments 
on the board con
trol the sub-sta-
tion 
well 
tion 

equipment as 
as the opera
of the main 

generators. 
T he sub-staticn 

at Deer Park car 
h o u se contains 
two 300-kw rota
ries and six 125-

RAPID RAILWAY DIVISION. 

COMMUTATION TICKE.TS. 

! n E.f"f"ect September 15, 1903. 

S T~TIONS Sl•~l• 
1 

Ro111d I 10 20 r,o 1Mo1ll1lr ~:~~~:~ 

~~:'.':::·~":.;;; .. :. 1 ··:: ,:_::· · ~~:u,_ .. :·c:· .. 1 

l' lc-.1 ~a11 t Ridi:" . 07 I 14 I , . 1 20 3 .00 J S 00 j 2 00 I 

Kennedy , U~ I JU I ... I 26 jTmJ3i0('2io1 
:-ul~·C" 11 on, 20 I 00 2 00 1 -I UO I 4 00 2 »O 

1 
Ut"t'r PJrk. I 00 2 00 I 4 00 14 00 1 2 . 60 

R osmo) ne 1 10 20 I 00 2 00 I " 00 J 4 00 2 60 ; 

I 

:~.::\:;:a : : : : I ~ : I : : : :: j 

1 

Wmsl ow P;1 1l,. 20 :m I 7r, 8 f>O I 6 oo j 6 00 a (JO ' 

I llazl' lwood 20 I 76 8 60 6 60 t 6 26 3 (kl. I 

ll r tcon. 20 36 I 76 8 60 I f> 76 6 60 H 26 

M~ 2s 46 2:t5 4o0 1 s20 1•1ooa 16 1 

Ma$on -- _:ro _6& 2 76 6 till j1116 8 00 4 1,0 
1 

"-ml?, Mlll <i. 36 fl6 ~~ _!_~_I~~~~ 
Suu lh L C;"b,u1011 10 76 3 76 7 50 UI 26 10 00 6 1,11) 

C< >:'-DI LTTATI < >N 'L\RlFF- RAPID 
RAILWAY DIVISION 

STATIONS. 

Ci ncln nall. , 

CypressAnnu,r . 

Pl u-,ant Ridge 

Kennedy H t;igh ts . 

S 1h·er to n , .. 

U eer Park. ,. 

R o!'>mo7n e 

Te rra Alta •. 

Blue Ash 

Win , low Pa rk 

Haz elwood 

Br econ 

M ill omson. 

M ason . . 

Kings M,11 , •. 

South Lebano n 

Ridg.-

L eb:i.non 

The Interurban Railway 

and Terminal Co. 
JO 

6 6 6 6 
DmPuk ' PASSENGER TARIFF 

10~ 6_ 6 6 __ 6~ R osmo7 n e ~ 
16 10 10 10 10 6 6 - TerraAll ::i ___ No. 1. 

•• 16 , 10 JO 10 10 10 6 6 Blue A, h 

20 116 ,. " 16 10 10 •• Wrnsl owP"k ~ In Ef"f"ect September 15, 1903. 
. 20 '. Jr, 16 116 16 16 10 10 10 6 H azelwood. ~ 

20 I lf> : 16 j 16 16 116 10 110 10 6 6 Hreco n. 

26 12() 20 , 20 ro 16 jl6 ' IG . 10 10 10 r, M1 ltomson. Rapid Railway 
30 1 26 '. 26 126 26 20 120 120 ' 16 (10 110 10 1 6 1 M uon 

. 56 so 1

30 / 30 l so 121> !:; '26 
1
20 I 16 I l ii 16 1 10 I 6 i King, MIii !, ~ Division. 

_40 trn i 36 I 35 I 36 I 80 I :10 I So I 26 / 20 I 2o I 20 : 16 I Jo I 6 ! So. Leba non . 

46 / 40 40 40 ' .J0 I 26 ) 86 I 36 I 30 I 26 I 26 26 I 20 , 16 ] I0 I 6 I Ridl,!I!' 

60 •i6 1 46 ' 4.fi ,tr, , 40 40 40 1 86 I SO 311 I ao 1 26 ) 20 I 16 I 10 I 6 I Ll!'banon . ~ 
Round Trip Fares. 

Wben S1ngle SellRound 
~1pl-'11reiA Trip1'lcketnt 

INSTRUCTIONS 
To Ticket Agents: 

No 4 -No rtductlou lor IIIJ lklltl .,..hPn lh4' onP W■ J fa re Is lftl 
CPnl.5orlPSS,wilhout<1ptd■ l i n,.lJ11ctlon~ ■ rl!'lnuN!.lnlhl!'COftltal')', 

16cents . 
20 •• 
!!fi .. 
llO" 
86 ., 
40 ,, 
46" 
60 " 

26 cents. .. " 
45., 
66 u 
f\r) " 
'i6 •• 
)(r, ,. 
90 .. 

fud~:r ~·;,:~I !,1111:le Tri p TI Pk4' t8 el tatn &IY~ hi lli i i, llllnff ualll 

r,lo 2 --~ 11 Knn nd Trip Th krl :o loo nd f1on, ell pol111 ■ f o1 wb1ch 
~ n.-ll!'lr1pfores 11 rl!' quotPd nl th<' 1ound t rip f,110 gw<'n m 1hp 1 ■ r,ff 
shown. 

~ o. 3-Sell Full Fnr.., Tl<'k•I• for Pnlldn,n i )'Plnof ■s-,or o.,.r 
Childrenundu7ynnof ■ e:t .. h<'II IC'l:OTllt>.iniN!.b_YptfSOn lnch■ •R<' 
holdhlKTPJtl1l11TlldtPt.ll<'COrf"IPdf1p<' 

To Conductors: 
T o end rrnm nll Pnlnt!l, colltct nnd TPJCl ■IPT full ca.sh f■ ne from 

■ ll ptU01111 0\·l!'r 7 y.-a.!'I ol tgP whodonol holdlldtPl.sorothl!'revlll~tt 
ofb.-l n1t <"11IIIIN!.top;1u■ f<' 

B. E.. ME.R.WIN, 
G~rtalSUptrlntpaderil 

PASSENGER TARIFF- RAPID RAILWAY DIVISION 

The Interurban Railway & Terminal Company. 
cents per mile. Multiples of 5 cents are used except in the case 
of two towns near Cincinnati, where the company was obliged 
to give 7-cent and 8-cent fares to the city to secure the fran
chi se. Commutation tickets include ten-ride. twenty-ride, fifty
ride monthly tickets and fo rty-six trip school tickets, good be
tween cer ta in points. The fare includes the city fare, which is 
nmg up on an International register. The Ohmer fare register 
is used for all interurban fares. No cash fare receipts are 
given. 

Traffic Department. 

FR.LIGHT TARIFF 
NAMING CLASSIFICATION RATE.S 

BETWE.EN ALL STATIONS ON 

THE SUBURBAN RAILWAY. 

In .E.ff ect September 12, 1903. 

BETWEEN RATES NA MED IN CENTS PER HUNDRED POUNDS. 

TEIOtlSAL ST.\'l'IO'i ( ' l !H' l ~S.\'l'I ,,, C L A SSES. 

.J 

i F1 r s1 Second Third Fourlh Snd h 

WATER. WOJ,lk. S 101~ ltJ l.1 

CALIFOJ,(NIA '! 10', 10', 

CONEY ISLAND 10 ¼ 10111 

MT. WASHINOTON 12 II 10 ½ .... 
CEDAR POINT 13 II 10 ', !I~ 

FRUIT HILL 

I 

H 

FORESTVILLE .. 16 

fOBASCO 11 

W ITH AMS VILLE 10 

II 10 '!, 

II 10'{ 

12 II 

12 II 

f),1" 

9', 

]0 P'i •¼· "" 10 O¼ • 'i ,;i, 
1' MELIA 21 H II ½, 10.'i 10 

HAMLET 2]t 1, ll 'i 111 ½ 10 

MT, HOLL Y 2~! H II ", 10¼ 10 

BANTAM ::?~. H l O'if 10½ , JU 

BETHEL 2!1! .... 12½ II 10 

N o s hipment less than 25 cents, 

To fi nd rate between stations take number of miles between s tations, then fo llow down the 
column a nd take rate opposite. · 

Above rates subject to change without notice. 

B. E. ME.RWIN, S. S. MORRIS, 
, General Sup♦rintendent , General Freicht A,ent, 

CINCINNATI, OHIO, 

FREIGHT TARIFF-SUBURBAN RAILWAY 

It ea rly Lecame apparent that to handle successfully the 
fre ight and express business, agencies woul<l have to be estab
li shed in each of the towns and villages. In carrying out this 
policy, where the business warrants it, buildings have been 
erected or rented and a special agent placed in charge, and. in 
the smaller to,vns space has been secured in a prominent store 
fo r a waiting room for patrons aml an express room and ticket 
office. T hi s has proven very satisfactory, both to the company 
nnd the proprietors of th ese small stores, as it gives their places 
of business much more prominence and makes them headquar
ters for thei r communities. 

A rental is paid for the space so occupied, varying according 
to the amount of business done at each point, the competition 
for these agenci es among the local stores being such as to make 
this rental merely nominal. Each agency is provided with a 
cabinet containing the different forms of tickets used, ticket 
dating stamp. forms for freight and express business and 
stationery. These cabinets are divided to fit the forms used, 
and are so arranged that forms and stationery cannot be wasted. 
On the sides of these cabinets, in frames, 2.re the freight and 
express tariff sheets, passenger rates and commuter rates, to 
which the general public have access. 

Each of the agencies is provided with a bulletin board, on 
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The Interurban Railway & Terminal Co. W, 8 . N o, 

Car No, ___ _ 

Freight Way-Bili from __________ ___ _ . 190 ____ _ _ _____ o,v. 

SHIPPER CONSIGNEE: NO' 
DESCRIPTION OF ARTICLES WEIGHT RAT( FREIGHT BACK 

PREPAID P 11~a -C HA.AGE S UNPAID 

I 
FREIGHT WAY-BILL 

___ ____ _ _ Division 

THE INTERURBAN RAILWAY & TERMINAL CO. 

DAILY ABSTRACT OF ~~W,. BUSINF.SS AT _____ _ _ _ __ l90 

w, .e. BILLED FROM BILLED TO CONSIGNOR CONSIGNEE 
,,. 

DESCRIPTION OF ARTICLES WEIGHT Rate FREIGHT CHARGES PREPAID COLLECT Pkg1. 

DAILY ABSTRACT OF FREIGi-IT AND EXPRESS BUSINESS 

EXPRESS. DUPLICATE. 
DIV, 

THE INTERURBAN RAILWAY & TERMINAL CO. 

_____________ Oar~-------- W. 8. No. __ _ 

From to --
&DrFrltlL C01'11110)',IF.& ·--1 ARTICLi;a -. WEIGHT j 11it[ FUltKl CIIIAGE, PAEPI IO 

I I I --=r 1= 
I I I 

·~ 

i : 
I -

I 
I I 

-

: I I i I __ 
I I I I 
I I I I I I I I I 

EXPRESS BLANK 

1'iorm3. ouu1i.111L. 
FREIGHT BILL 

190_ 

IQ The Interurban Railway & T enninal Company, 
nivision, Dr. 

WAYBILL No. r1 ~- Wdfbt 
... ,. ..,_ 

--- - --

DATIi 

---- --
CONSIGNOR. 

I 

,l 
POINT D• SHIPMENT i! 

CONNl!CTrNG UNB II! 

- 1: ,I 

R,:cdvc.dPa:,mait., 

FREIGHT BILL 

E.XPRE.SS RE.CEIPT. 

...... 
-"-

P1U!IGHT 
Ad_.,., 
a,.,p 

I 

I 

I 

I 

I I I I 
Tota.I to Coll~r: f;

1 

__ j _ _ 

Dro1og• __ _ 

THE INTERURBAN RAILWAY &. TERMINAL CO. 

/90 

:IRcceiuco fcom_ 

M arlin! 

Value ____ _ 

Weight ____ _ 

Charges _ _ _ __ _ 
THI■ CO M~ANY IS NOT RIES~ONSISLIE ,oR OAMAGIEO CAUSIEO SY POOA ~AC1',ING. 
GOOD S [•IEllVUl•o AT ~OINT8 WHUIIE THUIIE ARit NO AGIENTS IENOB THIS co .·s AIES~ONSIBlllTY 

EXPRESS RECEIPT 

The Interurba~ Railway and Terminal Company. 
ABSTRACT OF WAY-BILLS FORWARDED. 

Division. 

En1n W u·-Bilb al babc11ully .accordm~ lo slalionr. J9_ Jnc. 

Oalt TO Adnnces Collect REMARKS 

ABSTRACT OF WAY BILL 

EXPRESS. No.J ~o l 
-----~,,v, 

THE INTERURBAN RAILWAY & TERMINAL CO. 
Conductor ____________ Date ___________ _ 

From _ ________ ____ _ 

RECEIPT FOR EXPRESS ORIGINATING AT POINT WHERE CO M
PANY HAS NO AGENC~ 

which are posted the schedule, the location of all stops, signs 
and special notices, rate~, etc. 

At numerous cross-roads small platforms have been erected, 
on which are placed sheds, 8 ft. x 12 ft., closed on three sides 
with windows. These sheds have proven quite a convenience 
in bad weather, and are appreciated by the communities, who 
see to it that they are kept clean and in repair. 

Small packages, perishable goods, baggage. etc., that require 
quick and careful delivery, are handled by combination cars, 
which alternately operate with the passenger cars. All express 
matter is received and delivered at the company's depot, and 
the rate charged does not include collection or delivery. This 
is found very satisfactory, as the company's depot is located in 
the heart of Cincinnati , and in all the towns and villages the 
depots are located in the business centers. An arrangement is 
made, however, to receive and deliver baggage with the local 
omnibus company. 

An express receipt is given for all shipments, and goods are 
shipped either prepaid or collect to points having agencies, and 
prepaid only to points having. no agency. 
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THE INTERURBAN RAILWAY & TERMINAL COMPANY. 
TRAFFIC DEPARTMENT. 

FREIGHT TARIFF.-NAMING CLASSIFICATION RATES BETWEEN 
ALL STATIONS ON THE RAPID RAILWAY. I N EFFECT 
SEPTEMBER 12, 1903. 

I 

I R ATES NA~IED IN CE NTS P ER H UNDRED P OUNDS 

BET W EEN TE R~II NA I. 
STAT!Ot< CINC I N N AT I AND 

i\ l il es I C L ASSES 

j Fi rs t Second I Tl.i1 d Fou1th Fifth Si xth 

Cypress Avenue (Norwood) .. . 
Pleasa nt k1dge . ...... . ...... . 
Kenn edy .•• •.•. . ..•.......•.. 
Silverton •.. •. : . •. . •... ...•.. 
Deer Park . .. •• •..... ........ 
Rossmoyne .••. ... ... .....•. .. 
Terre Alta ..•.•. . . ......••.... 
Blue Ash ..•................. 
Win,Jow Park (l\l eyers Grove ). 
H aze lwood ... . . . •..... ....... 
Brecon ....... . •......... .• .••. 
l\ l iltomson .....•.......••..•. 
Mason .. . ...........•......... 
Kir gs Mills ................. . 
South Lebanon .. . . ..... •..... 
Leba non ..• •• . .. . ......... . .. 

No shi pment less than 2& cen ts. 

I0 \2 
JOI ', 
10½ 

I 11 11/2 
111 ½ 

11 
10½ 
JO½ 
10½ 
10 
I O I j 10 
11 
11 ½ 
11 ½ 
12 \/, 
1:3 

9 !) 7½ f> 
!I 9 7½ 5 
!J 9 7½ 5 
!I () 7;~ 5 
!J 9 7½ 5 
9 9 7}6 5 

9 8 6 
9 8 6 

10 9 8 b 
!J 8 {j 

!J 8 6 
111 !I½ 8½ 6 ½ 
10½ JO !) SY:, 
lU½ 10 !I 8 Y2 
11 10½ 9/, 9 
9 8 6 5 

T o find rate between station s, take number of mi les b etween sta tion ~, then 
fo llow d own the column and take rate opposite. 

Above r ates subj ect to change without notice. 
H. E. i\ IER\V l N, S. S . MO RRI S, 

Gen eral Superintendent, General Freigh t Agent . 
CINCINNATI, OHI O. 

THE INTERURBAN RAILWAY & TERMINAL COMPANY. 
R APID RAILWAY DIVISION. 

EXPRESS TARIFF.-IN EFFECT SEPTEMBER IO, 1903. 

~Jiles I 

T r,r minal Sta., Cin'ri, 0 ll 
Cy pre,s Ave, Norwood.. . Ii 
Plea,ant !{idgc..... . . . .. . ti½ 
Ken ned)' .......... ___ __ ___ ;~z 
~ il vr-r1 on ....... __________ 8 
Deer Park......... .. .... (I 

Rossmoyne •..• .•.••.•.•• Ill 
T ene.A lta ....•.......... HI ½ 
Hlu ~ Ash .......•........ 11 1.s 
Winslow P'k (l.\ l eycrs Gr.) la° -
Tlazk \\"ood ..... • •....... I~ 
Brecon ..••.• ... .... .... 15 
Mi lr omson ........••••... . 18 
1\IJson . .. . ... -------- - --· :!I ~2 
Ki ngs l\lill-. __ ____________ ~~>% 
So uth Lebanon ...... ... .. 2K 
Lebanon .... .... ....... .. :3~ 

10 

I 
I 
J 
I_ 15 
I 

20 
20 
20 
20 
2ll 
20 

l:i 
I 

20 
20 
20 
20 
:!O 
20 
21) 

15 
I 20 21 1 

( 25 20 

~t) 20 25 ~5 
;!0 20 ~5 ~!j 
:w 20 t5 2.~ 
20 20 27) 25 
~~) 20 :!5 2:) 
25 25 1!IJ a.; 
!!5 25 1!0 35 
:!:, 25 ao 35 
2j 25 ::lO ::la 

I I:! I :10 I I an 
}-25 30 }-35 

r~ I 1!0 I 
J 35 

:30 J 
30 40 40 
30 :.;5 40 40 

Per 
100 

Lbs. 

:!O 
20 
20 
:20 
20 
:211 
20 
20 
20 
25 
25 
25 
2,', 
25 
4·3 
:!5 

T o find any rate between sta tion s, t ak e th e number of miles b et ween 
station s, t hen fo llow d own the column, an d tak e rate opposite 
lee, pac ked,- to any point, 10c, per 100 pou nd s. 
B~ead, in baskets, 25c. 
L ive P o ult ry, per coop, 30c. 
F r esh l\fcat , in sacking, 25c. per 100 pounds. 
M ilk , 2c. per gallon, but no shipment less than 10c. 
Ber r ies, per era te, 15c. Per 2•bushel s tands, 25c. 
Ice Crea m, per can, 2 gallon s or less, 25c., each addi t ion al ga llon, 10c. 
Eggs, per case, 15 miles or under, 20c. , over 15 miles, 25c. per case. 
Bicycles or Baby Carriages, 25c. each. 
T omatoes and Peaches, bushel boxes, 10c. each. 
Bananas, T ariff rates. 
S ugar, t o all points under 15 miles, 35c. per barrel, over 15 miles, 40c. per 

barrel. 
Flour, to all points u nd er 15 ,niles, 25c. per barrel, over 15 miles, 30c. per 

barrel. 
Ileer, 1 to 2 quarter s, 2iic. each; 1 to ~ half-barrels, 30c. each. 
Heer , 3 l o 10 quarters. ~0c. each., 3 to 10 half.barrels, 25c. each. 
Tl c:er, abo, e 10 quar ters, 15c . .-:ich, a bove 10 half.barre ls, 20c. each. 
Heer, if packed in ice in barrels, add 5c. additional to ra te. 
ll ec r, in cases, 1 dozen bottks, si\me as quarter ~. 2 d ozen bott les, same as 

half.barrels. 
Dogs, when with pa~senger..:. 25c. e~ch. 
Dogs, wh en for shipment (llllh t be securely crated) , double Tariff rates. 
Calves, in crates (not othcrn·ise taken) to Ci ncin :1ati, G0c. each. 
f. a umlry, in baskets, ~~c. each. 
·1:runks (not exceeding 150 pounds), each ~3c. 
( orpse, $2.00 . 
. ·\pplc s an,! Pears. 15c. per barrel. 
Corn , Hie. per sack. 
Sewing machines, crated, 40c. each. 
1-I an <l Dag-gage, when carri ed by pa s 1..enger, is taken without charge. 

;\; u charge made for return of empties to point of shi pm ent ~xcept empt y 
fleer Keg, . narrels a nd Cases, which mus t be r eturned b y fr eight a t fr eigh t 
rates. 

Goods are received at regular stq.p in g places and d el iver ed at termin als or 
crossi n g s nearest consignee. 

D elivery of good s at points where there are no agents end s thi s company's 
responsibilit~·-

Agents and Con ductors mu st use judgment when b illing bulky or ligh t 
shipm_ents to double the weight iil order to secure correct charge for space 
OCCUl,lied. 

T his Co mpany reser ves the right t o change above rat es with out notice. 
B. E. l\ IER\VIN, S. S . MORRIS 

General Superintend en t , Gen eral Frei{!ht A,r<>nt 

THE INTERURBAN RAILWAY & TERMINAL COMPANY. 
TRAFFIC DEPARTMENT. 

FREIGHT TARIFF.-NAMING CLA.SSIFICATION RATES BETWEEN 
ALL STATIONS ON THE CINCINNATI & EASTERN RAILWAY, 
IN EFFE.CT SEPTEMBER 12, 1903. 

' R ATRS N A~Il!.D IN CEN T S PER H U N DRED POUNDS 

B ETWEEN TER~IINAL 

S1"A1"10N C I NCIN N A T I AND 

1-----~ 
I Miles ________ c_1.A_s_·s_E_s ____ _ _ _ 

First Second I Third Fourth Hfth Sixth 
I 

\\Tater Works .... ..... ..... . . 7 

~! 
10½ 9 9 9 7½ 5 

Cahf ornia .....•.•.... . .....•. 7½ 10½ 9 9 9 7½ 5 

~~::r ~\~~~:::::::::::::::::, !I 10½ 9 9 9 7½ 5 
11 10 

~ 
9 8 6 

Eight Mile, ..... ............ 14½ 10 10 9 8 (i 
N ine Mile ...•..•.. .....•... . . 15 l!"i 10 9 8 f, 
Ten l\lile .••..... . ...... ..• . . 16 

1J 
11 

I 

10 I!½ 8½ 6½ 
New Palestine .•••........... 16½ 11 10 9½ 8½ 6½ 
Blairvil le. 18 11 ½ 10}, 10 9 7 
:-!ew l<ichmond .............. 21 12 12 10 8½ 8 I 

N o shipment less than 25 cents. Stoves, 15c. per 100 pounds. 
To find rate between stations, take number of miles between sta tions, then 

follow down the column and ta ke rate opposite. 
Above ra tes subj ect to change without notice. 

B. E. MERWIN, 
General Superintendent, 

CINCINNATI, OHIO. 

S. S. MORRIS, 
General Freight Agent. 

Each conductor is provided with a numbered receipt book, 
8 ins. x 3,½ ins., for express originating at points having no 
agency. These receipt books are numbered and are in triplicate, 
No. r, white, being the shipper 's receipt, and marked "original;" 
No. 2, the way bill, yellow, and marked "duplicate," to accom
pany the shipment, and No. 3, the auditor's copy, is on pink 
paper, and marked "triJ?licate." The "original " form is repro
duced on page 945. 

The handling of heavy and slow shipments, such as groceries, 
farm produce, etc., is done in special cars, which are similar in 
general design to baggage cars used on steam railroads. These 
cars are 48 ft. long inside, and equipped with four No. 56 
motors, eac h side being provided with two large sliding doors. 
These cars are operated at present during the night only, but 
arrangements are being made to operate during the day also, 
as the business has increased so rapidly. 

Freight is collected at points along the line on a regular 
schedule, and delivered in the city at 12 :oo midnight, and 
freight collected in the city during the <lay leaves at 4 :oo the 
next morning for points along the line. 

T he freight tariff sheet shows the rate and classification. All 
freight is receipted for and billed out on regular freight way
bi lls, showing v,ray-bi ll and car number, and the agents make 
a daily report on a daily abstract form. 

In addition to the general express and freight business, a 
number of special cars a re operated, handling milk. The hos
pitals of Cincinnati are supplied by a special dairy operated 
by French Brothers, located at Lebanon, on the line of the 
Rapid division, 32 miles from Cincinnati. Milk, cream, etc., 
that is used during the day leaves Lebanon at 6 :oo a. m., and is 
delivered at the hospitals in Cincinnati at 8 :oo a. m., and that 
used during the night leaves Lebanon at 5 :oo p. m., and is 
delivered at 7 :oo p. 111. At present 150 IO-gal. cans are handled 
on each trip. 

Although the freight and express business has been in opera
tion by the company only about six months its increase has been 
wonderful , and the proportion of profit is in excess of the pas
senger business. 

T he company's independent telephone system is at the di s
posal of its customers through the country free of cost, and 
goods may be ordered from the city by 'phone direct, and de
livered to the customers' depot, saving time and expense. This 
fea ture has materially increased the company's business. 

T he accompany illustrations include samples of forms used in 
the express and freight service, and also the passenger, freight 
and express tariffs. An examination of these will prove con
vincing that a very simple and comprehensive plan of handling 
this business has been developed. 
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PLEASURE TRAFFIC 

The management of this system does not believe it good 
policy for an electric railway to operate parks. It is believed 
that it will prove more satisfactory in the long run to have 
pleasure resorts operated independently. 

Coney Island, which is reached by the cars of both the Cin
_cinnati & Eastern and the Suburban roads, is owned by inter
ests closely allied with the railway syndicate, but there is no 
connection between the two. There is a spur running directly 
to the pavilion, and the railway gives frequent service to this 
point during the summer months. The park embraces 122 

acres facing the river. The buildings include a club house, 
200 ft. x 100 ft.; dance hall, 300 ft. x 130 ft.; open-air theater 
seating 2000 people, and a grand-stand. Among other attrac
tions are "shoot-the-chute" into the river, roller coaster, bowl
ing alley, rifle range, merry-go-round, baseball park, tennis 
courts, naphtha launches on the lake, pony track, etc. Admis
sion to the grounds is 25 cents, and all attractions are free. 

ORGANIZATION AND MANAGEMENT 

The three railway properties and the terminal station were 
built by separate companies with organizations almost identical. 
On Nov. 4, 1902, the Cincinati & Eastern Raihvay Company, 
the Suburban Traction Company, the Rapid 
Railway Company and the Interurban Terminal 
Company were consolidated into the Interurban 
Railway & Termina,l Company. The capital 
stock is $2,500,000, and the authorized bond issue 
is for the same amount. Of this amount $2,250,-

000 is to be issued, the remaining $250,000 to be 
held in the treasury for extensions. With 101.24 

miles of track the bonded indebtedness is on a 
basis of $24,750 per mile, including the terminal 
station. The securities of the company have 
never been floated on the open market. The 
bonds of the original propositions were sub

scribed by the members of the syndicate, and ~~~~f~;~.:/7: 
the money was paid in from tim e to time as it 
was required. The securities arc still carried by 
the members of the syndicate, by whom they are 
regarded as promising permanent investments. 
No engineering companies were formed to build 
the roads, and all work, including planning and 
erecting buildings. and installing equipment, 
was done by the company's own engineering departments. 
under the direct supervision of George R. Scrugham, 
president of the system. Mr. Scrugham personally designed 
the terminal station, the power stations and the car houses, and 
he was in active charge of the construction work. 'Nerner 
& Adkins, Cincinnati, were the architects for the several 
buiklings. 

The officers of the Interurban Railway & Terminal Com
pany are: George R. Scrugham, president and general man
ager; Lee H. Brooks, first vice-president; Ellis Kinkead, sec
ond vice-president; W. E. Hutton, secretary; J. M. Kennedy, 
treasurer; B. E. Merwin , operating superintendent; F. H. Tal
bot, construction superintendent; C. J. Williams, auditor; J. M. 
Kennedy, Jr., purchasing agent; W. L. Hallpike, cashier. Di
rectors, G. R. Scrugham, L. H. Brooks, Ellis Kinkead, W. E. 
Hutton, J. M. Kennedy, Charles H. Davis, George H. Worth
ington and Guy W. Mallon. 

•• 
The Toledo, Bowling Green & Southern Traction Company 

has arranged with the Toledo Terminal & Belt Railway 
(steam) to haul its freight cars into the center of the city and 
will utilize the Terminal Company's freight station of Cherry 
Street. The former company is interested in the Toledo Urban 
& Interurban Railway, whicl; is building a new line into Toledo 
from Maumee, and the tracks of this line will be used in bring
ing the Tole.do, Bowling Green & Southern ca r -, from M<l\1rncc. 

SLEET-CUTTING MACHINES ADOPTED FOR MANHATTAN 

The Interborough Rapid Transit Company has decided to 
make a radical departure this winter in the method adopted for 
keeping the elevated system open during the season when snow 
and sleet might interfere with the operation of the electric 
trains. It will be remembered that the old Manhattan manage
ment had considerable trouble last year, but this was due partly 
to the fact that early storms found the company unprepared, 
and largely to inexperience in handling the new equipment 
made necessary by the recent change in motive power, and 
by the fact that only a part of the cars was electrically 
operated. 

The brushes which were used last year have been abolished 
entirely, and a sleet cutter has been substituted. The accom
panying illustration shows the design of this machine and also 
its appl ication. It is the invention of Frank H edley, general 
s11perintendent of the Interborough Rapid Transit Company. 
and is a modification of a form of sleet cutter originally de
signed hy him for the Lake Street and ~ortlnv estc rn Elc\·ated 
Rai lroad systems in Chicago. 

The cutting machine itself consists of thin sec tion s or shccb 

½ C:: Top u( ltuuuiug Ru.il 
- - ...LJ.C.....:...:I 

SLEET SCRAPER FOR CONTACT-RAIL 

of steel cast into a block which is suspended from the car truck. 
and may be lowered or raisecl at will by the motorman. or auto
mati cally by a special tripping device operated from a central 
office. The scraping plates arc arranged in an inclined relation 
to the block, and are oblique to the length of the rail, riding in 
such a manner as to scrape from the rail any obstruction of ice, 
sleet or snow and carry it to one side of the contact rail, where 
it is dropped to the surface below. The scraping plates, as 
already mentioned, are inclined, and this permits the device to 
glide over the intersections of rails without obstruction. The 
scraping block, as will be noticed by a reference to the cut, is 
pressed against the contact-rail by a spring, and the pressure 
exerted upon it may be adjusted by the mechanical department 
when the equipment is originally introduced to suit the require
ments of the service. It is proposed to attach one of these 
scraping devices to the motor truck just ahead of each contact
shoe, so that the third rail may always be kept clear of sleet. 
snow and ice, and perfect contact be thus ensured. It will 
necessitate the use of four sc rapers on each truck of a motor 
car, or eight altogether for each motor car, as there will be 
as many scrapers as there are contact shoes. 

The mechanical department of the Interborough Company is 
rapidly equipping all motor cars for operation on the elevated 
system with these scrapers, and it is confidently expected that 
the discomforts and delays expC'ri cnce(l last wi nter will he 
.1verted, 
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ELECTRICITY FOR THE NEW YORK CENTRAL RAILROAD 

T he fi rst large contracts fo r electrical apparatus to be used 
in the conversion of the New York Central Rail road's New 

erators are 25-cycle, three-phase, and will generate current 
at I r,ooo volts. This order is said to be the largest order for 
steam turbines ever placed in this country or abroad. 

T he electric locomotives to be used will differ in general 
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'{ ork tunnel from steam to electricity were given out la te 
las t week. As already announced in thi s paper, the New 
York Centra l & Hudson River Railroad Company is 
planning to haul a ll of its suburban and through trains by 
electr icity, not only through the Park Avenue tunnel in 
New York City, but also exclusively fo r its suburban 
ser\'i ce in the neighborhood of Xew York. This means 
that within fi ve years no passenger trains on the New 
York Central or H a rlem lines ,vi ll be haul ed by steam 
within a radius of a bout 5 0 mil es .of th e Grand Central 
S tati on. T he change from steam to electricity on the 
H udson Ri ver division will be made at Croton, whi le that 
0 11 the Harlem division will be made at \Vhite Plains. For 
just what distance the New H aven trains will employ 
elect r ic power has not ye t been determined, and no de
ta ils have ye t been made publi c as to the di stribution sys
tem, although it is understood that a protected third 
rail wi ll be used, with, probably, some fo rm of m·er
head structure in the switch-yard. 

Two power stations will be erected for supplying the 
current. One will be on the Hudson River at a point yet 
to be announced. but which will be somev,·here between 
Yonkers and T a rrytown. The other station will be located 
0 11 the H arl em River near its junction with the East 
Ri ver. Both power stations will, therefore, be on 
navigable water , where faciliti es for receiving fuel are 
the best. · 

T he competit ion fo r the orders for steam apparatus to 
be used in these power stations between steam turbine 
and engine builders has been of the liveliest kind during 
the last month. The decision was finally made to use 
steam turbines, and the contract was awarded last week 
to the General E lectric Company for eight turbo-gen
erators of a capacity of 500 0 kw each. The turbines are 
of the four-stage vertical type, and side elevation and plan 
of the turbine to be used is presented herewith. T he gen-
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5000..K W STEAM T URBO-GENERATOR FOR POWER STATION 
OF NEW YORY CENTRAL RAILROAD 

construction from those used in the Baltimore & Ohio Belt 
Line, as the latter are designed to develop a speed of only 10 

miles an hour, while the New York Central locomotives will 
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A REVIEW OF THE MARIENFELDE-ZOSSEN HIGH-SPEED 
TESTS 

be designed for a speed of 60 miles an hour. The number of 
trains now passing in and out of the Grand Central Station 
every day is between 600 and 700, and some 300 electric loco-
motives will be required to handle this traffic. The order A;,,the high-speed traction tests on the military railway be-
placed by the New y ork Central Railroad Company last week t\Jeen Marienfelde and Zossen have been temporarily closed, 
was for thirty locomotives, and was given to the General Elec- / 1t may be of int~rest to review" the ~rogress made s~_nce the 
tric Company. These locomotives will have a capacity ~ tests were begun m 1899 by the Stud1engesellschaft fur Elek-
2200-hp each, or between 700-hp and 800-hp more than the 
steam locomotives of the New York Central Type "999," or 
those used on the Empire State Express. They will be 
equipped with the Sprague"-General Electric multiple unit
control system, so that two or more locomotives if necessary 
can be coupled together. Each locomotive will weigh 85 tons, 
and will have an adhesive weight on its drivers of 67 tons. 
The specifications provide that each single locomotive will be 
capable of hauling a 500-ton train at a speed of 60 miles an 
hour. The motors will be of the gearlcss type. The Schenec
tady works of the American Locomotive Company is associated 
with the General Electric Company in this order, and will, it 
is understood, supply a considerable part of the locomotive 
outside of the electrical apparatus. 

The contracts mentioned above were awarded upon the 
recommendations of the engineering commission of the New 
York Central Railroad, consisting of W. J. Wilgus, fifth vice
president, chairman; J. F. Deems, superintendent of motive 
power; B. J. Arnold, F. J. Sprague and George S. Gibbs. The 
commission has also recently secured the services, in an ad
visory capacity for its power station plans, of Frederick Sar
gent, of Sargent & Lundy, of Chicago. 

---♦•·••--· 

One of the conditions in the agreement between the Auck
land Electric Tramway Company, Ltd., of Auckland, New 
Zealand, and the city, was that cars should not be operated 
within the city limits on Sunday until a poll of the citizens had 
been taken and their wishes expressed on the subject. On 
Wednesday, Sept. 20, the question was submitted to the people. 
Out of about 12,300 persons on the electoral roll, 8024 voted on 
the question. The division was 3933 against the measure, 

I 
'Ii 

RECONSTR(JCTED RO . .:\DB ED BETWEEN MARIENFELDE AND 
ZOSSEN, SHOWING GUARD-RAILS 

trische Schnellbahnen." This society was 
formed by the following banks and firms: 
Deutsche Bank, Delhriick, Leo & Com
pany, National Bank, Allgemeine Elek
tricitats Gesellschaft. Siemens & Halske, 
Friedr. Krupp, v. cl. Zypen & Charlier. 
The technical committee drew up the plans 
for the proposed tests and ordered each of 
the two electrical companies to furnish one 
complete operating equipment. The order 
for car bodies and trucks was given to v. d. 
Zypen & Charlier. The overhead work was 
undertaken by Siemens & Halske, and the 
12,000-Yolt to r5,ooo-volt alternating-cur
rent used was transmitted from the Ober
spree works of the Allgemeine Company. 

The fir st trials were made late in r9or, 
but were discontinued because the roadbed 
weakened after 130 km an hour had been 
attained. A new roadbed was built up as 
follows: The foundations consisted of 
broken basalt. Upon this sixteen heavy 
wooden ties were laid every 12 111 (2 ft. 

[,m.~-~~i-~--~-~--~'~-~-:=-::::::;;~~~::=:~::::::::=-~~~--~--~·-::::~-,~~~~~~- S¼ ins. apart). The new track weighed 
41 kg, instead of 34.4 kg (82 lbs. per yard 

THE SIEMENS & HALSKE CAR USED DURING THE HIGH-SPEED TESTS instead of 69 lbs.) per running meter, and 

3955 for the measure, and 136 informal. The Sunday city ser
vice was, therefore, begun Oct. 4, and 12,528 passengers were 
carried, a very satisfactory result. 

was securely fastened to the ties by 
wooden dowels and screws. To minimize truck swaying, 
guard rails were laid very close to the running rails and 5 cm 
(2 ins.) above the latter. One of the illustrations shows the 
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reconstructed roadbed. The car trucks, which were s,x
wheeled, were also rebuilt, the wheel base being lengthened 
from 3-8 m (12 ft. 5¼ ins.) to 5 m (16 ft. 5 ins.). 

Experiments were renewed in September, 1903, and both the 
roadbed and apparatus gave sa tisfaction, particularly the guard 
rails and longer trucks, which did much to prevent swaying. 
The Siemens & Halske car was the first to pass the 200-km 
mark, attaining 201 km ( 125¼ miles) an hour. This speed was 
later exceeded by the Allgemeine car, which reached 210.2 km 
( 131.4 miles) an hour on Oct. 27. The Siemens & Halske car 
traveled 206.7 km (130.7 miles ) an hour on Oct. 23, the dif
ference in speed of the two cars being solely accounted for by 
the fact that during the Allgemeine test on Oct. 27 the fre
quency of the current was somewhat higher. 

Certain changes were al so made in the motor wiring on the 

VI E \V O F CAll OF H IGH-S P EED ZOSSEN CA R 

Allgemeine car. A t first a ll the motors were started simul
taneously, but later the stator windings of the four motors were 
placed in circuit one a fter the other, the motors being started 
hy gradually shor t-circuiting the rotor windings. T his arrange
ment avoided an unnecessarily heavy current intake at starting, 
and also permitted the cu tt ing out of the stators of one or more 
motors a ft er normal speed had been attained, and only two or 
three motors were required to continue running the car at the 
sam e speed. Although these motors were rated a t 250 hp they 
ca rried 750 hp each a t star t ing without rising more than 20 
degs. C., because the motdrs ,vere cooled by air blast. 

T he apparatus used during the trial runs is shown in the 
general view of the cab, and consists of the following: A is 
the principal compressed air reservoir for opera ting all of the 
apparatus: Band C are ammeters for truck No. I and truck No. 
2, respectively, D is the line voltmeter, E is the handle for the 
air whistle, F is the pressure gage, G is the acceleration indica
tor , H is the pressure gage for the brake cylinder, I is the pres
sure gage for the train line pipe, J is the speed in9 icator, K is 
the switch for connecting up the speed indicator. according to 
the direction of running, L is the \Vestinghouse ai r-brake valve, 
M is th~ motor switch, N is the ~ont roller fwitch, Q is the rheo-

stat indicator, P is the air compressor switch, Q is the starting 
rheostat and R the hand-brake wheel. 

To enable all readings to be taken simultaneously a clock was 
used which rang a bell twice every ro seconds, the instruments 
being read immediately after the second ringing. 

The speed was measured in several ways. One of the 
methods included the use of a precision voltmeter, which indi
cated the voltage of a small direct-current generator coupled to 
a car axle, and which also had a scale divided into kilometer
hours. Besides a number of mechanical speed indicators, the 
Siemens & Halske Company usecl a graphical recording instru
ment which made three different records. Each marker was 
operated by an electromagnet, and the recording paper strip by 
clockwork. One of the markers punched a hole along one part 
of the strip every second; the second marker was actuated by a 
current flowing through a battery and a contact device on the 
free middle axle of one of the trucks, one perforation being 
made for every revolution of the axle; the third marker perfo
rated the paper every time a kilometer was passed, this being 
accomplished elec tri cally by having a small contact brush strike 
iron proj ect ions place<l near the track and spaced I km apart. 

To determin e the air pressure several openings were made in 
the walls of eac h car, each opening being connected with a 

U-shaped g lass tube partly fill ed with water and graduated to 
millimeters. The pressure was, therefore, measured by noting 
the change in the height of the water columns in the branches 
of each tube. 

The accelera ti on was determined according to the method 
suggested by Kapp. A vertical glass tube was placed at each 
motorman's stand. both tubes being connected hy a pipe run• 
nin g through the car floor parallel to the rails. The tubes were 
filled to a ce rtain height with colored water. \,Vhen the car 
sta rted the liquid in the front tube fell, while that in 
the rear tube rose. T he acceleration was determined hy 
measuring the di stance between the tubes and the difference 
in height of the water colmuns. 

Anoth er interesting device used was an automatic brake pres
sure regula tor . combi ned with a speed indicator, which served 
to keep the brake pressure proportional to the retardation de
sired. Sev~ral instruments were also used for measuring the 
to rque of the motors and the swaying of the car. 

No furth er attempts are to be made to exceed the speeds 
a lready attained. but it is expected to renew the experiments to 
(letermine more accurately the amount of power consumed, air 
resistance, etc., at speeds from 140 km per hour to 180 km per 
hour. In this connection the Siemens & Halske Company states 
that all reports regar<ling contracts with the German Govern
ment for high-speed electric railways are premature. 

•• 
"HAVE YOUR BAGGAGE CHECKED•• 

In Detroit new arrangements have been made by the Detroit 
United Railway for handling baggage in connection with the 
Detroit Omnibus Company, so that trunks can be handled with
out inconvenience to passengers to or from any station reached 
by the interurban lines centering at Detroit. Under the head 
of "Have Your Baggage Checked" the Detroit United 
" Weekly" makes announcement of the new arrangement in the 
following words : 

This is a matter of business information, not a vaunting of the 
fact that electric railway systems are receiving recognition from 
all the agencies that facilitate public travel. Hereafter the Detroit 
Omnibus Company will take all baggage checks on incoming 
trains and boats, inquiring or accepting the information as to 
whether you want it transferred to the steam 0r electric cars. If 
you are destined to a point reached by both. you hold the option, 
but the new arrangement is that your trunk from now on can be 
sent, without any care on your part, to any station reached by the 
interurban lines centering at Detroit. You have only to r.ame 
your point and the well-known omnibus company will do the 
rest. 
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CORRESPONDENCE 

INTERURBAN DESPATCHING AND EMERGENCY STOPS 

Indianapolis, Nov. 20, 1903. 
EDITORS STREET RAILWAY JOURNAL: 

I notice in the STREET RAILWAY JOURNAL of Oct. 31, 1903, a 
communication, by A. P. Johnson, on "Interurban Train 
Despatching," which refers to the discussion on that subject at 
the New York State Street Railway Association convention, 
published in the issue of Oct. 17. The two principal questions 
brought up by this discussion are: First, is the plan of cutting 
current off from a section of line upon which a collision is 
imminent worth consideration in connection with electric rail
way train despatching; and, secondly, how does cutting off the 
current supply affect the ability of cars to stop ? 

First, as to the advisability of giving despatchers standing 
orders to cut off current from any section of the line upon 
which, through the giving of wrong orclers, the despatcher 
knows a collision is imminent, it seems as if there could be no 
question. While it may not be an absolute safeguard against 
head-on collisions, it would certainly be valuable in preventing 
them in certain cases, and it is wrong to condemn this practice 
as worthless because it is not infallible. If it would only pre
vent one collision in a hundred it is worth using. It does not 
require any very radical changes in the operating methods of 
any road to make it possible for the despatcher, either by tele
phonic communication with sub-stations or otherwise, to have 

., the current cut off of any section of the line where two cars 
may be approaching each other with danger of a head-on col
lision. In the discussion a case was cited where, it was said. 
the despatcher had the current cut off of a section, but two cars 
happened to be approaching each other on opposite sides of a 
valley, and having no power with which to stop on the down 
g-rade, came together in collision. \Vithout knowing anything 
about the circumstances of this particular case, it seems very 
strange that a collision of this kind should be blamed to an 
absence of current supply. I say this because I do not beli eve 
that in ordinary high-speed interurban service much reliance 
can he placed upon reversing the motors with the aid of trolley 
current as a method of stopping. For an emergency stop I 
believe that either the air brake or the use of the motors as 
generators will give far better results than reversing with the 
aid of the trolley current. This should be apparent, both from 
theoretical and practical considerations. Practically, the motor
man is more than likely to open the circuit breaker on an inter
urban car if he tries to stop by reversing when going at a high 
spe.ed, but even leaving this aside the possibilities of making a 
quick stop by reversing with the aid of trolley current are 
nowhere near as good as by an intelligent application of the 
air brake. Both experience and braking tests teach us that the 
maximum braking effect is secured just before the wheels are 
retarded to a point where they begin to slide. In other words, 
the greatest braking effect is secured by keeping a rolling con
tact between the wheel and rail rather than a sliding contact. 
When motors are reversed with the use of trolley current, the 
wheels are soon spinning in a reverse direction, and it does not 
stand to reason that as great a braking effect and as quick an 
emergency stop can be made with the wheels spinning as could 
be made with the brake-shoes applied nearly but not quite to the 
point of sliding the wheels. Of course, if the motorman is so 
excited that he applies the air brakes hard enough to slide 
the wheels, he would be no better off than if they were spinning, 
due to a reversal of the motors; but I am assuming that the 
motorman is educated in the art of making emergency stops 
with the air brake, as every motorman should be before he is 
allowed to take out a fast interurban car. But even assuming 
the air brake out of order and the trolley current cut off. there 
i:; still left th~ chance to stop hy reversing th~ motors and 

throwing them in multiple so that th ey ac t as gene rators. This 
is commonly called "plugging" or " buckin g" the motor s. T hi~ 
method of stopping is entirely independent of the trolley cur
rent supply, and, further than thi s, since the motors only act as 
generators when the wheels driving them are turnin g them, 
the wheels are automatically released by the motors as soon as 
they begin to slide. With some controllers wired to four-motor 
equipments it is only necessary to throw the controller handle 
to "off" and pull the reverse handle to secure thi s brakin g 
effect. vVith two motor equipments it is necessary to turn the 
controller handle into a multiple position after having reversed 
in order to secure this effect. 

It is undoubtedly true that but little is known regarding the 
value of reversing without the use of trolley current in making 
an emergency stop, and it would not be amiss for interurban 
companies to make tests as to the practical difference between 
the stops which can be made by "plugging" the motors and 
stops that can be made with the air brake. · 

There is no doubt that reversing by the use of trolley current 
is a valuable emergency measure for use in city service, where 
cars are equipped with hand brakes and where reversal can bf' 
acc-omplished much quicker than full application of the brakes. 
But I do not think it should in any way be relied on in fa st 
interurban service. 

M. C. RICHARDS. 

•• 
PARK AT SACRAMENTO 

SACRA MENTO ELECTRIC, GAS & RAILWAY CO MPANY . 

Sacramento, Cal. , Nov. 12, 1qo3. 
EDITORS STREET RAILWAY JOURNAL: 

Gentlemen :- Our company has been maintaining a public 
park at the end of our street railway line. and during the past 
season has made an extra effort to establish a line of amuse
ments that will attract attendance and add largely to the street 
railway traffic. \Ve have maintained baseball grounds for a 
number of years. and this season have tried a new venture in 
the line of free open-air th eatricals. These performances were 
of a vaudeville character. and included a complete change of 
actors and performances every week. 

'vVe are now considering the construction of some kind of a 
theater that will afford shelter from the sun, so that matinee 
performances can be given in the day time, and that may be 
enclosed during cool and stormy weather. It will be compara
tively incxpensi,·e, with a concrete floor, on such a grade as 
will enable tliosc sitting in the rear to see the stage. Instead 
of having the entire performance entirely free, as we have done 
this season. ,,-e are planning to charge an admission of IO cents 
to about one-half or one-fifth of the seating space nearest the 
stage. This would acid something to the revenue and keep a 
cet tain class of people from monopolizing the best seats. 

Knowing that your paper reaches all of the street railway 
companies in the country, reaching resorts of this kind. we 
have thought best to send this inquiry to you, hoping that you 
will publish it, and that we may get the benefit of the ex
perience of other companies in regard to theaters and attrac
tions of this kind in a terminal park, such as I have described. 
We have recently leased the right to put up in our park a scenic 
or toboggan railway . in the form of a double figure eight, which 
we think will add largely to the attractions of the park. In 
aclclition, the same persons are constructing a laughing gallery. 
Other persons have asked for concessions for howling alleys. 
for shooting galleries, and for a swimming bath . Thi s latter . 
we think, can he made a very desirable feature. 

ALBERT GALLATIN, Mana ger. 
---••._ __ _ 

Tt is reporte~I that the Boston & \Vorc es ter S treet Ra ilway 
Company, of Boston. Mass., ,Yill begin immediately the con
strnction of 0 miles of snow shields at several places along its 
line, 
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A NEW ELECTRIC BUFFET CAR 

Quite a departure from the usual des ign of an electr ic inter
urban car is being made by the Cincinnati Car Company, of 
Cincinnati, Ohio, in its construction of twenty new cars for the 
Indiana Union Traction Company. T hese are probably the fir st 
electric buffet cars ever put in service on regular runs, and 
are intended fo r service on the " limited" runs on the Indian;i 
U nion Traction Company's lines . T he cars now bein g used on 

of each bridging. The single side posts are of ash, measuring 
2 ins. x 4 ins. Every other post is a pier post, consisting of two 
1¾-in. x 4-in. posts, placed 3,¼ ins. apart. 

In the cons truction of these cars special endeavor has been 
made to overcome the tendency to give down in the center and 
for the platforms to drop, in that, in addition to the steel 
plate alongside of sills, I-beams of bottom framing and 
the customary plank, measuring 1¾ ins. x 10¼ ins., the 
center of the car is supported by two trusses. One con
sists of ¾ -in. x 2,¼-in. flat refined iron, gained into inside 

-

BU FFET CA R FO R I N DIANA UN I O N TRACTION COMPANY 

of posts under belt rail, running to steel strut 
immediately over bolsters, an~ from this point 
sloping downward to enter side sills, terminat
ing in 1-in. round refined iron, anchored in 
suitable casting. The other body truss con
sists of 1 ¼-in. x 8-in. ash, gained ¼ in. into 
outside of posts and runnin g for a distance 
under belt rail, then descending and mortised 
into side sill over bolster. From the latter 
point braces of the same size ascend and are 
gained into corner posts nncler belt rail. 

that company's limited runs wi ll be emvloyecl in the local ser
vice. At the present time limited service to the extent of four 
cars per day each way is being given between Indianapolis and 
Muncie. Some of the cars on the latter division connect with 
limited cars at Anderson for Marion. T he company is now 
completing a line from Indianapoli s north through Tipton and 
Kokomo to Logansport, So miles from Indianapolis, and it is 
probable that the run from Logansport to Indianapoli s will be 
made in about 2 hours and 45 minutes. 

The genera l di mensions of the car are: Length of body, 41 
ft. 6¼ ins. ; length over bumpers, 53 ft. 5¼ ins. ; \\" idth over 
side sills, 8 ft. 6 in s. ; height of ra il to top of roof sheathing, 13 
ft. 6 ins. ; truck centers, 29 ft. 6¼ in s. 

PASSE NGER COMPARTMENT OF BU F F ET CAR 

E xperience with simila r cars in high-speed service having 
shown the need of a strong bottom framing, these cars were 
constructed with a framing which it is beli eved will withstand 
all strains to which it may be subjected. The center sills con
sist of two 4-in. x 6-in. steel I -beams, placed 13 ins. apart. T he 
intermediate timbers are composed of yellow pine, 4 ins. x 7¼ 
ins. The side sills are made in three par ts; one piece yellow 
pine, 5¾ ins. x 8 ins., and one piece 2 ins. x 7¼ ins., with a 
¾-in. x 7-in. steel plate bolted between and running full length 
of sill. Tie-rods, ¾ ins. in diameter, are placed along the side 

E ach plat fo rm timber is supported by steel 
plates, Ys in. x 6 ins., bolted securely to timbers and to center 
and intermediate sills. In addition to these there are bolted to 
the outside plat fo rm timbers 4-in. x 6-in. angle-irons, which, 
upon passing under encl sills, bend out and upwardly to run 
along side sills to a point beyond bolsters. 

The in terior of the ca rs is of Honduras mahogany, with dull 
fini sh, and consists of a large rear compartment, smoking com- _ 
partment, buffet , heater room and to ilet room. The rear com
partment is provided with Hale & Kilburn reversible seats, 
upholstered with deep blue plush ; the front or smoking com
pa r tment contains ten comfor table wicker chairs. The cars are 
carpeted throughout with \ Vi lton carpet. 

T he buffet is located directly across the aisle from the hot-

S:\IOKING COM P ARTMENT OF BUFFET CAR 

water heater. I t is ample in size for the ]Jurpose intended, 
and contains an Adams & Westlake buffet urn, ice box, cup
boards and drawe rs fo r silverware, dishes, etc. 

A colored attendant will be placed in cha rge of the buffet of 
each car when the buff et service is inaugurated. While the 
management of the traction company does not expect that the 
buffet service will in itself be profitable, it is hoped that enough 
traffic will be attracted to justify its maintenance. 

The heater, which is a Baker No. 8, is enclosed in a neat 
compartment adjacent to the toilet room. This heater closet 
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is lined wi th asbestos, covered with sheet iron, and fini shed in 
imitation mahogany to correspond with the interior car finish . 
A coal box was provided for by raising the heater 12 ins. from 
the floor, thereby allowing space for placing a large coal box 
underneath. 

The upper deck, finished in light blue, is of the Pullman style, 
and its vaulted appearance adds greatly to the 
lofty effect desired. The upper deck sash, as 
well as the upper sash, are glazed with opal
escent glass, presenting a pleasing exterior 
appearance and harmonizing well with the in
terior finish. 

The car is mounted on Baldwin locomotive 
trucks, wi th steel-tired wheels. T he operating 
equipment consists of four vVestinghouse No. 
85 motors with L-4 controllers, which have 
proven amply sufficient to give the car a speed 
of 60 111. p. h. The auxiliary equipment con
sists of Christensen air brakes, Nichols-Lin tern 
sanders, Van Dorn draw-bars and Mosher 
automatic headlights. Total weight of car, as 
estimated by J. L. Matson, master mechani c, 
is about 72,000 lbs . 

•• 
TROLLEY HARP AND WHEEL 

The accompanying cut is an illustration of 
a trolley harp and wheel invented by R. I. E. 
Dunn, of Dallas, Tex. T he harp is made of 
malleable iron, and has a connecting bolt (G) 
to hold together the top and bottom. Ball 
bearings are employed between the top ( C) 
and the bottom ( D) . The spring ( F) is used 
to keep the wheel exactly under the wire at all times, whether 
the wheel is in use or not. The bottom of the connecting pin is 
square in the bottom of the harp and round at the top, so that 
the top may turn without turning the pin. The arm (E) is part 
of the top of the harp, and has fastened to it one end of the 
spring. The other end of the spring is not fastened but slip; 
through the connecting pin, and when the wheel turns the 

TROLLEY HARP AND WHEEL 

spring rights it. T he lug (I) on the base is used to keep the 
wheel from turning too far in either direction. There is a tap 
(H) on the bottom of the connecting pin, and also a set screw 
on the side of the base as a precautionary measure should the 
tap come off. A guard is placed before the wheel to permit the 
latter to slip under obstructions. 

DESTRUCTION OF CLEVELAND CAR HOUSE 

The accompany illustration shows the complete destruction 
wrought by the fire which destroyed the Holmden Avenue car 
house of the Cleveland E lectric Railway, on Monday morning, 
Nov. 16, and which caused the death of several firemen. The 

RUINS OF HOLMDEN AVENUE CAR HOUSE 

details of this catastrophe were given in the STREET RAILWAY 
JouRNAL of Nov. 21. 

TRUCKS FOR THE NEW YORK SUBWAY CARS 

The New York Subway cars were described in the STREET 
RAILWAY JOURNAL of Aug. 22, 1903. One of the trucks, 
as made by the St. Loui s Car Company, to go under these cars 
is illustrated herewith. This truck was built according to 
specifications of the Interborough Rapid Transit Company, and 
is in general of the l\'f. C. B. type. The t?P frame is forged and 

T R UCK FOll NEW YORK SUBWAY CARS 

of but one piece. The equali zing springs a re double spirab. 
located as closely as possible to the journal boxes. There are 
three elliptical springs under each bolster. The brake7shoes 
are inside hung. Transom plates are forged and machine fitted ; 
several other parts of the truck are machine fitted. These 
trucks have a 5-ft. 6-in. wheel base, and weigh about 8800 lbs. 
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STANDARD BOTTOM FRAMING OF BRILL 30-FT. 8-IN. 
SEMI-CONVERTIBLE CAR 

When it is realized that the bottom framing of a car has to 
bear the brunt of the weight and strains ; that the upper struc
ture depends entirely upon it fo r st iffne ss and support ; that the 
platforms frequently carry several tons and are a long way 
from the points of support, the need of large experi ence and 
greatest care in planning thi s part of the car will be appreci
ated. T he fundamental princ iple of bottom framing is, of 
course, to bring the load to the body bolsters as directly as 
possible through members which are given the greatest amount 
of strength poss ible within the limitations of size and weight. 

T he bottom framing shown in the isometric drawing, repro
duced herewith. is the plan generally used by the J. G. Brill 
Company for its semi-convertible cars of 30-ft. 8-in. length, 
having curved sides anrl intended to be carried on the Brill 
27-G tru ck, a clouble truck with 4-ft. wheel base and 33-in. 
wheels. The sirle sills are of long-leaf yellow pine, 4 ins. x 
7,½ ins .. with a sill plate on th e inside 12 ins. x ¾ in. This sill 
plate takes the place of npper and lower trusses. and has the 
arl va11tage of giving extra stiffness to the side posts , two large 
<;c rews being used at the base of each post. W hen extra wirle 
platforms are used. callin g for greater longitudinal strength , 
inside tru ss rncls, I½ in s. x ½ in., are a lso used. 9 ins. from 
Aonr to center of rod. The side posts are deeply tenoned into 

the center sills to a distance of 4 ft. 5 ins. back of the center of 
the body bolster, thus bringing a large part of the platform 
load directly to the bolster. For protecting and strengthening 
the platform timbers 6-in. x 33/2-in. x ¾-in. angle-iron bumpers 
(Brill patented ) are used. The platform steps are 16¾ ins. 
from rail-head; from step to platform, 143/2 ins., and from plat
form to car floor, 8 ins. 

••• 
THE NEW SUB-STATION OF THE ST. LOUIS TRANSIT 

COMPANY 

Work is almost completed on the new sub• s~ation of the St. 
Louis Transit Company, at Eighteenth Street and Locust 
Street. It is the second of three stations of the company, the 

~ ';--,,-i,. \ ~r. :.,.,....-
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. ~-/ / .;;:· · first being _at Delmar Avenue anrl De Bali viere Avenue, while 
· .~ · / another w,11 be located at the Clark Avenue shops. The in-
✓,;;/ stallation of the storage batteries at the new station was com

pleted last week, and it is expected that these will be ready for 
service Dec. 15. Power wi ll be received from the Union Elec
tric Light & Power Company's new $2,000,000 plant, at Main 
Street and Biddle Street. The building of the new transit 
company's station is being done largely under the supervision 

I SU i\ lET RI C \/ JEW , S H O WI NG T H E BOTTOi\I F R A'M TNG OF 
30..FT. 8-I N . SEi\J I -CONVERTIBLE CA R 

the side sill, and are also heavi ly st rap-bolted through the sills. 
In the straight-sided semi -convertibles a round steel bar is 
\\'rought through each post and through the top rail and the sill. 

The perspective view of the cross section of the car shows 
why wide sill plates are used, namely, by not having high 
inside truss rods the side linings are permitted to be set in 
between the posts against the backing of the panels. The walls 
between the posts are but 2 ins. thick, and the ends of the seats 
are placed against the side lining, thus saving it part of the 
""idth of the posts on either side, adding, it is claimed, 6 ins. to 
7 1/2 in s. to the width of the car. T he window system of this 
car, as is well known. includes roof pockets for the sashes. The 
center sills are 3½ ins. x 4¼ ins.: end sills, 5¼ ins. x 6¼ ins.; 
5-ft. 8-in. t ie-rods pass through the sills and along the sides of 
each of th e crossings. Open steel borly bolsters are used, 
which, besides having great strength, leave space fo r brake 
rods, etc. The center platform t imbers a re reinforced by 4-in. x 

1
3-in, x Yz -ln, angle-iron, The angle-i ron s extend back alon~ 

of representatives of the electric lighting company. The com
plete operation of the station will not be begun until the in-
ception of the World's Fair traffic, however. By that time the 
Union Company's power house will be finished. The capacity 
of the new plant wi ll be about ro,ooo-kw-hours, which is the 
same as the capacity of the Delmar De Bolieviere station. 

•• 
FROM ERIE, PA., TO CLEVELAND OHIO 

P resident R. L. Forest, of the Conneaut & Eastern Traction 
Company, and Vice-President Stanley, of the Pennsylvania & 
Ohio Railway Company, are working on a plan for traffic ar- · 
rangements between these two companies and the Cleveland, 
Painesville & Ashtabula Railway and the Cleveland, Paines
ville & Eastern Railway, whereby a certain number of cars may 
be operated daily from Erie, Pa., to Cleveland. The lines are 
now all connected up, and if fast through cars could be operated 
the line would prove a strong competitor for the Lake Shore & 
Michigan Southern Railway (steam). The distance from Erie 
to Cleveland is 101 miles, Through connection is now possible 
from Erie to Toledo, 
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FINANCIAL INTELLIGENCE 

W ALL STREET, Nov. 25, 1903. 

The ,ttoney narket 
F urther sh rinkage in bank reserves has caused a ri se in call 

money rates, and in creased firmn ess in t ime money, duri ng th e 
pa st week. Cash holdings in last Saturday's local bank statement 
were reported $3,700,000 lower, and surplus reserve was 
thereby bro ug ht down $2,227,000. T he lat t er item stands 
now at $3,910,000, which is th e lowest reached since last 
April. A year ago th e surplus was $19.500,000. and two 
years ago $14,500,000; so it will be seen t hat, j udg
ing by these comparisons alone, the market 's availab le capital 
is unusually small. O ther matters, however, o f lar ge r signi ficance, 
must be t -:iken into accoun t, before passing judgment on the pres
ent situation. Neith er in 1902 or in 1901 did we have the hold we 
now enj oy upon the fo reign exchanges. E urope, in both these 
years, was a heavy creditor in th is market, and rates fo r sterling 
exchange, so far fro m favor in g gold imports, verged clo se ly o n the 
export poin t. It is ve ry d ifferent now. \ Ve have lil1uidate<l the 
greater par t of the foreign obl igat ions, and our cotton expor ts 
have reached an unprecedented valne. The $8,000,000 gold engaged 
in London since Nov. 1, was ar ranged without raising demand 
sterling a cent in the ponnd. W hat th is mean s, plainly enough, is 
that, should more gold be actually needed, it wi ll be brought in 
here with very lit tle difficulty. Two other g reat fact s in which ottr 
money posit ion makes fa vorable contrast ,vith the previous years 
are these: T h e higher surplus reserves of last autumn, and the 
autumn before, were made possible only by the most vigorous 
efforts of the gove rnment to put id le T reasury money into circula
tion. Bank resources were, therefore, artificially sustain ed, whe reas 
now they are moving under natural in fl uences. Secondly, the 
g reat decline of the last twelve months in the security market has 
made the ordinary run of banking collateral much safer, and con
sequently much more attr active. It is fea sible fo r the banks to lend 
their funds out more fr eely. and to let th eir surplus fall much lower 
tha;1 it was a year ago. F undamenta lly, therefore, the money 
conditions now are immensely st ronger than they were last season, 
irrespective of the unfavorable compa rison in surplus reserves. Call 
money has loaned as high as 8 per cent dur ing the week, but the 
bulk of the business has been done between s ½ and 6. F or six ty
day loans 6 per cent is the rul ing rate, but for longer periods s ½ 
is still quoted. 

The Stock narket 

A professional trader 's market, with some improvement in senti 
men t, covers in a word the story of the Wall St reet week. Genuine 
operations, whether buying or selling, are an insignificant pa rt of 
the present business. Whatever activity there is, is confined to the 
professional contingent, and the course of prices from day to day 
is governed very largely by their conflict ing views of the situation. 
It seems to many unprejudiced observers as though the market were 
in a position to undergo a substantial improvement if the powerful 
financial interests woul d take the initiative. But t h is they seem 
unwilling to do. It is possible, t herefore, for the strong bear party 
to keep a heavy hand on the general list pretty much all the time, 
and to make successful fo rays upon individual stocks whose posi
t ion is particularly exposed. T he U nited States Steel shares and 
Pennsylvania are the favorite obj ects of bearish operations, among 
the regularly active stocks, on account of their large market supply. 
T he .only decl ines of consequence during the pa st week, however , 
have occurred in various minor industrials like Republic I ron and 
Steel, Corn Products and P ressed Steel Car, where doubt as to the 
continuance of dividends has intimidated holders. Many of the rail
road stocks, the \ V cstern shares in particular, have, on the other 
hand, exhibited decided strength. Southern Paci fic has been heavily 
bought on the idea that the C' Xtraordin ary outlays for improvin g 
and ex tending the system have been so far completed that within 
the next year the company will be ready to give it s stockholders 
some of the benefit of the present abun dant surplus ea rni ngs. T he 
granger r ail road issues have also held remarkably well, and the 
signs seem to poin t to real liquidation being pretty well over in 
this quarter. That the stiff call money rates have had something to 
do with holding operations fo r the ri se in check, is probably true. 
But the main reasons fo r the market's inactivity remain as befor e, 

that the in ves tment community is exceedingly caut ious about buy
ing in to a period of declining trade. U ntil the limits of the indus
t rial reaction are more definit ely fixed than they are at present , 
this conservati sm see ms likely to continue. 

The local street railway group have aga in given a good account 
of themselves thi s week. A spirit c~l advance in Metropolitan Se
curit ies stock appears to refl ect the g rowing appreciat ion that the 
company occupies a very strong financial condition. It is cla imed 
that there is now $3,000,000 cash in the treasury, and that the se
curities held have a value o f $20,000,000. Naturally, the old Metro ~ 
politan stock, as the guaranteed property, has sympathized with thi s 
alh-ance. P rofit -taking sales, some of them from rather in fl uential 
sources, have ch ecked the ri se in Manhattan. T h e pool in Brooklyn 
Rapid T ransit cont inues to g ive the ~tock st rong suppor t, and to 
ta lk higher prices fo r it in the nea r fu ture. T he pros pect that til e 
Brooklyn company may be g iven the pr ivilege of a loop in Man
ha ttan Borough, enabling it to run its cars on a continuous circnit 
over the new \Vi ll iamsbmg Bri<lge, as we ll as the Brooklyn Bridge, 
has occas ioned considerable discussion. 

Philadelphia 

T here has again been little change o n t he week am ong Phil a
delphia tracti on securit ies. Some ac t ivity app eared at times in 
Union Tract ion, but th e price never went above 44 nor below 
43?-s- It has loo ked fo r so m e tim e as th ough a steady invest
ment demand was abso rbing a ll offerin gs of th e s tock around 
th ese fi g ures, and that a s imilar demand was takin g all the P hil a
clclphia Trac tion offered arou11 <l 95. Philadelphia Company 
common sold down a point from 36¼ to 35¼, but recovered th e 
loss rath er easily, closin g yes terday at 36¼. The preferred sold 
at 43. P hiladelphia Elect ri c was st rong, advancin g fro m s¾ to 
6, then reacting to S?/s . J\ single roo sha res of Fai rmount Park 
Transportation was t ak en a t 19, a point bette r than the last pre
vious sale. O ne hundred New J ersey Consolidated so ld at 61, 
also a ga in of a poin t. A m eri can R ailways, aft er advancin g to 
42%, fe ll back on fractional sa les to 41 ¾. Oth er tran sactions of 
less note included U ni ted T raction o i Pittsburg preferred at 50, 
Chicago Union Tracti on comm on at 6½ to 6¾, and th e pre
fe rred at 30¾. 

Chicago 

Tracti on sa les in Chicago haYe scarcely am ounted to anythin g 
on the week. l\letropolita11 E lerntcd sold at 17 fo r the common 
and 55 fo r th e prefe rred, No rthwestern comm on rose from rs¼ to 
16, South Side sold at 94 to 96, and L ake Street fir st mort gage 5s 
at 99. A ll th ese t ransactions occurred o n fractional lots. A m ong 
the surface line shares, Union Traction common sold at s½, and 
ro shares of N orth Chicago changed hands at 95, wh ich is t h e 
lowest pri~ of t he season. One of th e curious incident s was a 
sale of 6o shares of City Ra ilway at 170, an adYance of 6 points 
over the last previous sale, in fa ce of the strike on th e road. A 
member of th e Lake Street r eorganizati on committee says that 
the committ ee has been furnished with expert data as to the 
physical condition of the property, and that it has been fo und in 
fa r better shape than expected. I t is figured that a ft er th e finan
cial r eadjustm ent the company will be able t o earn at leas t 
$roo,ooo a year over fixed charges, which is equivalent to about 
3 per cent on the new preferred stock. Rig id econ omies are to 
be put into effect , and th ese, with the growth of t ra ffic which is 
expected to com e with th e improved service, ought to place th e 
stock on a perm anent dividend basis at an ea rly dat e. 

Other Traction Secur!ties 
Ma ssachusetts E lectri c iss ues have been so me\',ha t depressed 

during th e week by fea rs that th e company 's fo rth comin g annual 
report will make an un favo rabl e sh owing. O ne estimate places 
the extra cost of the year's fu el alone at $280,000. T he com 
mon stock sold down from 18 to 17, but ralli ed lat er t o r7½, while 
the preferred, after going as low as 76½, rccoverccl to 77½. Bos
ton E levated was steady o n light transactions between q o and 
qr. W est E nd common rose irom 89 to 90, a ncl th e preferred 
fro m 109½ to no. Som e idea of the dullness on th e Baltimo re 
Exchange may be had wh en it is stated that not a sing le sa le 
had occurred durin g the week in the usually act ive stock of t he 
Uni ted Railways Co m pany until yes t erday, when 6oo sha re s 
changed hands from 8¾ to 9. The income bond s of the corn -
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pany have been stronger, selling up to 59¾, and the general 4s 
have been taken fr ee ly between 90¼ and 91¼, Other Baltimore 
sales for the week include Norfolk Street Railway 5s at 105¼, 
United T ract ion of Pittsburg 5s at II I, Baltimore Traction con
vertible 5s at 100½ , City & Suburban (Washington) 5s at 92, and 
Charles ton Railway 5s at 105. On th e N ew York Curb the only 
feature in the traction g roup was the sharp recoil in Inter
borough Rapid Transit. The stock after selling as high as 99½, 
fe II a sheer IO points to 88½ on sales of 1500 shares. It recov
ered later to 90. No explanati on was forthcoming other than a 
desire to market some of the syndicate stock. Brooklyn Rapid 
Transit bonds , when th e accident on the system was announced 
last week, dropped to 741/2, but qui ckly ralli ed in the course of 
the next day or two to 76¼. N ew Orlean s Street Rai lway com
mon was a t rifle fi rmer, r ising from 8 to 8¼, and the preferred 
gained a point to 28½. O ne hundred St. Louis Transit sold 
yesterday at 13¾ and 100 Unit ed Railways of St. Loui s pre
ferred at 61½. 

N orthern Ohio Tracti on was again the active issue in Cleve
land, about 800 shares selling at 12½ to 13 %, an advance from 11 , 
the low recor d of the week previous. Cln·eland Electric was up 
sev eral points and ranged from 66¼ to 67¾, th e last sale at the 
top fi gure. Northern Texas T ract ion sold a t 31, an advance of 
1 point. N one of this is now in sight at less than 33, and there 
are plenty of offers. A small lot of ·w es tern Ohio r eceipts sold at 
II, a new low mark. Seve ral lo ts of Miami & Canal 5s sold at 39¾ , 
the lowest ever touch ed. Two North ern O hi o 4s sold at 53, al so 
a low mark. O n Mond ay, three bl ocks of N o rthern Ohio Trac
tion Consolidated 5s, among the best traction bonds on the mar
ket, sold at 95¼. A $5,000 lot of Northern Ohio Traction & 
Light 5s so ld at 62½, an advance of I point over last previous. 
Later another lo t sold at 62. A small lo t of Cleveland & 
Southwestern preferred sold at 60, which is 4½ points below 
last sal e made some tim e ago. Northern Texas Traction sold at 
32, an advance o f I poin t. 

Cincinnati St reet Rail way was the strong fea ture o n th e Cin
cinn ati Exchange. The stock opened the week at 130, the point 
at whi ch it has been sell ing fo r some ti me. and advance d steadily 
to 133½. T he asked pri ce is now several points above the clos
ing figure, and it is predicted the stock is good fo r a IO-po int 
advance. About 700 shares were sold, all in small lots. Cincin
nati, Cm·i ngton & Newpor t prefer red suffered a decline, opening 
;tt 83½ and fa lling during the week to So½ : the sales were very 
, mall. hown·er. Detroit U ni ted o pened at 64½ and aft er several 
sa les advanced to 66, but fe ll hack to the old figure at th e close : 
sale!-, about 200 shares. A block nf $22.000 worth of Miami & 
E ri c C;rn al 5s sold at 50, hu t later in th e week a small lot sold 
at 30¾'-

5ecurity Quotations. 
The following table shows the present bid quo tations fo r the 

leading t racti on stock, and the active bonds, as compared with 
last week: 

Closing Did 
Nov.17 Nov. ~4 

Amnican Railways .... ........... ..... . . . . . ... 42 .Jl 

A urora, E lgi n & Chicago (preferred) ..... . ........... aG5 af,8 

Roston Elevated ...... . ..... ...... ....... . .... 140 140 
Brookl yn Rapid Tran sit .. . . . . .. . . .. .. . . . . . . . . . . . 3S~i 
Chicago City . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .... 164 
( 'hicago Union Traction (common)......... 51;i 
Ch icago Union Tract ion (preferred) ............................ a3;; 
Cleveland Electric .. . . . .. .. .. .. .. . .. . . . .. . . . .. . . . . . .. . . . .. . .. . . . . .. 66% 
Consolidated Traction of New Jersey .. .. . . .. .. .. .. .. . .. .. .. . .. .. 60 
Con solidated Tract ion of New Jersey 5s.... ......... ... .. .. .. . . 105%, 
Detroit lTnitcd .. .. . .. .. . . . . .. . . . . .. . .. . .. . . . . .. . . . . . . .. . . .. .. . .. . . 63% 
E lgin, Aurora & Southern ........................................ a45 
Lake Shore Electric .............................................. a15 
Lake Street E levated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2½ 
Manhattan Railway ............................................. l W¼ 
;\lassachusetts Electric Cos. (common)........................... IS 
J\Iassachusetts Electric los. (preferred).......................... 76 
l\T clropolitan Elevated, Chicago (common)...................... 17 
Metropolitan Elevated, Chicago (preferred)...................... 55 
l\1ctropolitan Street ............................................... 11 4 
New Orleans Railways (common) ......... ,...................... 7~4 
New Orleans Railways (preferred)................................ 27 
North American . .. . .. . . . .. . . .. . .. . .. . . . . .. . .. .. . .. .. . . .. .. . . . .. .. . 70 
Northern Ohio Traction & Light........................ .... ..... 13 
P hi ladelphia R apid Tran sit . . .. . .. . .. .. . . . . .. .. .. .. . . .. .. . .. . .. . .. 11½ 
P hiladelphia Traction • .. . .. . . .. . .. . . .. . . .. .. . .. .. . .. . . . . .. . .. . .. . . 95 
St. Louis Transit (common) .............................. ........ 13¼ 
Son th Side E levated (Chicago) .. .. .. .. .. .. .. . .. .. .. .. .. • .. .. .. .. . 92 

164 
5 

27 
67½ 
60 

106½ 
• 64 

a14% 
1½ 

] 38% 
17¼ 
76 
17 
50 

115% 
8¼ 

2S¼ 
71½ 
121/s 
11½ 
95 
13½ 
95 

Closing Bid 
Nov. 17 Nov. 24 

Third Avenue ........... .... .. ................. .................. . 108 107 
Twin City, Minneapolis (common) .. .. .. .. .. .. .. .. .. .. .. .. .. .. .. 87¼ 89¼ 
Union Traction (Philadelphia) .. .. .. .. .. .. .. .. .. .. . • .. .. .. .. .. ... 43% 43% 
United Railways, St. Louis (preferred)...................... ..... 58 57½ 

a Asked. 

Iron and Steel 

There is a gen eral feeling in the iron trade that the recent action 
of the steel billet pool in reducing prices to $23 a ton, and con
tinuing the "gentlemen's agreement" in force, is by no means the 
end of the matter. Many well-informed observers expect that 
when the pool meets again next month, it will decide that a further 
cut wi ll be necessary in order to meet outside competition. The 
active effort to stimulate the export trade continues, and as an in
dication of what concessions are being offered to get the foreign 
business, it is reported that the recent contract for 20,000 tons of 
steel rails for delivery at Beirut was made on a basis of less than $19 
a ton. Dullness is very pronounced in structural material and in 
plates ; the heavy cut in steel bars has so far met with no very satis
factory respon se on the part of buyers; and a readjustment of prices 
has been found necessary in the sheet trade. Quotations are as 
follows : Bessemer pig iron $18.10, steel billets $23, steel rails $28. 

Metals 
Quotations for the leading metals are as follows: Copper 12¼ 

cents, tin 25¼ cents, lead 4½ cents, and spelter 5½ cents. 

•• 
BOSTON CAR TUNNEL ROUTE 

The :i\l assachusetts Railroad Commission has declared in favor 
of a \,Vashington Street route for the tunnel to be constructed in 
Boston for th e elevated trains of the Boston Elevated Railway 
Company. The Boston Rapid Transit Commission had proposed 
a route to Haymarket Square through Devonshire and Union 
Stree ts, and tt1e railway company had appealed to the railroad 
commi ssioners from this findi ng. In thus fixing a route the com
mission deems it advisable to stop at the junction of Washington 
Stree t ancl Adam s Square, instead of at the junction of Union 
Street .rnd H aymarket Square, as fixed by the Boston Transit 
Commission. because furt her legislation may be desirable to 
permit snch changes in the present subway and approaches as 
may be req11i site to connect properly the tunnel with the rest of 
the railway system. In addition to this tunnel, which is to be 
used exclusively for· elevated trains , a subway for surface cars is 
to be constructed under D evonshire Street , and the elevated trains 
a re to be rem oved from the present Tremont Street subway. 

•• 
CHANGE OF NAME IN NEW YORK 

The Interurban Street Railway Company, of New York, has filed 
an applicati on at Albany fo r a change of name to the New York 
City Railway Company. A s some time is required for the approval 
of an application of this kind, the new name will probably not go 
into effect until during the early part of 1904. A change of name 
has been under consideration by the directors of the Interurban 
Street Railway Company for some time. This was partly because 
the old name did not properly represent the business done by the 
company, only a small proportion of which is interurban, and also 
because to those who are not acquainted with New York City 
conditi ons and companies there was a confusion between the name 
of the company and that of the Interborough Rapid Transit Com
pany, which owns the subway and operates the elevated roads in 
the city. The new name will properly identify the enterprise with 
New York, and is interesting as being a return to the form of 
name which was generally in use some fifteen or twenty years ago. 

"Electricity," of London, credits to a lady correspondent of the 
' 'Chicago Daily Tribune" the solution of the problem of women 
getting off street cars backwards. It seems that the method of 
operating cars is at fault, and not tl~e iadies themselves. Cars in 
the United States, unlike those in England, run on the right, in
stead of the left, pair of rails , and here is where the secret is. As 
the lady in question points out, the left arm is essentially a carry
ing arm, for dealing with parcels , children and such like impedi
ments, leaving the right a rm and hand free for protection and for 
grasping any necessary support, such as the hand-rail of a car. 
This reversal of the natural order of things caused the accidents 
that are so frequent. 
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CHICAGO UNION TRACTION PROPOSED IMPROVEMENTS 

Judge Grosscup addressed the Corporation Counsel of Chicago 
at his court, Nov. 21, regarding the improvements proposed by 
the receivers of the Chicago Union Traction Company. Judge 
Grosse up said: 

"Along with the mayor, the members of the Council and the 
people of this city, the court is hopeful that an early solution of 
the whole street car problem, carrying with it complete rehabili
tation, will be reached. The suggestion contained in the cor
poration counsel's letter to the transportation committee may 
have in it the basis for such a solution. If put into concrete form 
it will be carefully considere d by the court and will be brought to 
the consideration of the several companies constituting the in
terests in the court's keeping. But pending any solution-espe
cially if the questions underlyin g the problem should have to go 
to the Supreme Court of the United States-it is certainly desir
able to make such immediate improvements as will give the public 
a better service while fitting in with the system when complete 
rehabilitation comes. 

"The modified leases of last August and the action taken by the 
court at that time and since to keep control of that subject mat
ter have made available to the receivers out of the resources of 
the company sufficient sums to enable them to make somewhat 
extended and systematic plans for the improvement of the service. 

"These plans, which the receivers are now ready to enter into, 
contemplate the putting in of underground trolley loops in the 
business district; the hitching together of the outlying trolley 
lines where they are disconnected and the introduction into the 
service of 500 or 600 new, up-to-date electric cars. The under
ground trolley loops could be made substantially to conform to 
the plans which have heretofore met the approval of the city m 
connection with a complete new system of street car service. 

"The permits asked for in the application before me would, of 
themselves, without the carrying out of the larger plan, greatly 
improve the service; but their chief value is in connection with, 
and as a part of, such plan. The plan as a whole would 
give to the people tributary to the Lincoln Avenue lines, the Cly
bourn Avenue lines, the Belmont Avenue line , the Wells Street 

.line south of North Avenue, the Ogden Avenue lines , the Blue 
Island Avenue lines and the branches of these lines, continuous 
electric car service, without change, to the heart of the city, and 
around the loops contemplated. 

"It would enable the people traveling on these lines to alight 
and get on at any place around the loops nearest their place of 
business or destination; to make the trips in a much shorter time 
than is now consumed; to avoid breaks in their journey by trans
ferring from the electric to the cable lines; and it would relieve 
the lines not electrified of much of their present burdens. 

"One hundred new cars have already been ordered and are to 
be delivered Jan. 1. The receivers, with the resources at their 
disposal, will be able to add to these from thirty to forty cars 
each month until the 500 or 6oo contemplated are in use. 

"Whether such plans shall be entered upon as a part of existin g 
rights under the existing law and ordinances, even though no per
mits are granted, is one question; whether the improvem ent to 
the service contemplated shall by consent of all parties be entered 
upon is another question. The two questions must be kept dis
tinct. 

"The corporation counsel has advised the denial of the permits 
on purely legal grounds; but he has accompanied his opinion with 
the suggestion that th e Council had full power in the premises. 
It has been stated that there is some fear on the part of the Coun
cil that the permits asked for might affect unfavorably to the city 
the legal questions involved. This need not, it seems to m e, be 
the case. The improvements can be put in without adding to, 
subtracting from or in any way affecting the attitude of the par
ties to the street car situation or their legal rights. I take it that 
this is the view of the corporation counsel, and that he and Mr. 
Miller could readily draft a proviso that would permit the intro
duction of these improvements, leaving untouched the le gal 
status . 

• "This being the case, it seems to me that we may expect that 
the City Council will, pending a final settlem ent of the street rail
way problem, permit the receivers to devote the resources at their 
command to the improvem ents suggested. 

"I have been speaking, of course, only from the standpoint of 
th e improvements as a business proposition. Whether the court 
would have power, apart from the granting of these permits, to 
go ahead and put in the improvements is another question upon 
which I have not formed an opinion. The question of the permits, 
I understand, is now before the Council. I will not , therefore, 
enter upon a hearing of the legal question at the present time, 
but will set it down for Dec. 3 next at 10 a. m." 

Corporation Counsel Tolman agreed upon Dec. 3 as the time 

for presenting the views of the City Legal Department upon the 
matter. The mayor has expressed himself as favorable to what
ever permits for improvements can be made without prejudicing 
the city's legal rights in the franchise controversy. The reason 
for the denial of these permits for temporary improvements here
tofore has been mainly that it was feared such permits might be 
construed as an admission on the part of the city of some legal 
rights of the company under the ninety-nine-year act, which 
rights the city has denied. A proposition, somewhat indefinite 
in form, has been made by the committee on local transportation 
that one solution of the Chicago Union Traction franchise matter 
might be the purchase by the city of the various lines at an early 
date, but this has not assumed a definite form and no opinion has 
been expressed upon it by the receivers of the Chicago Union 
Traction Company. 

Arguments before Judge Grosscup on the validity of the ninety
nine-year act as affecting the Chicago Union Traction franchise 
will be held Jan. 16, 1904. The city attorneys announce that the 
city will then be fully prepared to present its case. David T. 
Watson, of Pittsburg, has been engaged as special counsel for the 
city to argue this case. Mr. Watson is well known through sev
eral prominent cases in which he has recently figured. He repre
sented the United States before the recent Alaskan boundary 
commission and was also connected with the Northern Securities 
case. 

----♦----
CHICAGO STRIKE SETTLEMENT 

A settlement of the Chicago strike was effected at r a. m. 
November 25, when an agreement was entered into between the 
representatives of the company and the union, after a session 
last ing ten hours. To this compact the Council committee, the 
mayor and the company and union representatives were parties. 
The company secures practically all the important points for 
which it took a positive stand at the beginning. The right is 
reserved by the company to hire such men as it pleases, and to 
take back only those who have committed no violence during the 
strike. The question of wages may be arbitrated, the decision 
to be reached by a comparison with rates paid for sim ilar service 
in other cities. The present scale of wages paid by the company 
is not to be considered in this connection. It is likely that this 
will result in a reduction of the wages of some of the men, while 
in other cases an increase will probably be paid. The company's 
power over the men is to be absolute. It is to have the right to 
hire, di scharge and discipline m en without union interference or 
arbitration. The strike has resulted in a big loss to the com
pany, the citizens have been greatly inconvenienced, and the 
union has met with a crushing defeat. 

In the las t issue of the STREET RAILWAY JouRNAL an illustrated 
acco unt of th e first week of the great strike of the Chicago City 
Railway was given. The rioting which marked the first days of 
the strike greatly diminished as time went on, and a thorough 
police protection was maintained. The Wentworth Avenue 
ele ctric line was the first one opened, and later, the Halsted 
Street electric line and the Cottage Grove Avenue and State 
Street cable lines were opened. Owing to the danger from mobs, 
J10wever, cars were on ly operated during such hours as they 
wo uld be least likely to disturbance from the hoodlum element . 

An attempt was made on Monday to wreck the cable system 
at Sixty-third and State Streets, when steel rails slipped between 
the 4-ft. spokes of the big wheel on which the State Street cable 
reYolves caused more trouble than any other barricade the strik
ers have yet construct ed. The rails were not noticed when the 
cable was started, and as a result they twist ed and bent the great 
spokes of the wheel all out of shape, stopping the wheel and 
threatening to put the line out of service for the day. The ob
struction was fou nd in time to save the cable, and men were set 
to work sawing the rails in two. They were so twisted by the 
spokes of the turnwheel that they could not be extricated. This 
caused a delay of a half h our in startin g the State Street line. 

Much indignation has been expres se d over the action of the 
teamsters and firemen in repudiating their agreement not to in
dulge in a sympathetic st rike. Some of the national labor leaders 
have expressed them selves very stron gly on this subject, and 
have announced that the charter of the local teamsters union, 
which vio lated the agreement, would be taken away. A mass
meeting of labor unions was held at Tattersall's Sunday, Nov. 22. 

T he resolutions passed at that meeting were about as nearly un
adulterated rot as ever finds it s way into print. The mayor and 
City Coun cil were called upon to withdraw police protection from 
the company's cars. One resolution says that the company "has 
demanc-Jed and has received the protection and assistan ce of one
half or more of the entire police force of the city in the pursuance 
of it s arbitrary and wicked course, in consequence of which one
half of the law-abiding citizens of the city are denied police pro-
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teet ion altogether.· · Another reso lut ion sets forth that th e co m
pany for more than ten days has "by it s obstinacy and lawless 
conduct utterly neglected and refused to g ive the people of th e 
south s ide of th e eity any t ransport ation whatever o r to perform 
any of it s duties, thus causin g g rea t hardship , annoyance and 
suffering.'' 

Of course, th e " law-abiding citizens'' (?) who passed th ese 
resolutions and who demand that th e city g rant th e co mpany no 
more franc hi ses have nothin g whatever to do with th e bricks that' 
hm·e been throw n , o r with the necessity for pol ice protec ti on on 
th e cars, nor a r e they in any way responsible fo r t he fac t that th e 
company has bee n unable to give the public regul ar servic e since 
the strike began. Oh, no! These resolutions, however, ar e 
:, omewhat in line with the regular attitude of labor leaders in every 
:, trike. T hey h old up their hands in h orror at t he m ob violence 
which always occurs, but never fa il t o ent er an emphatic protest 
agai nst any di spl ay of police o r military fo rce to p1-eYe nt riob 
and mob rule. 

----♦----

IMPROVEMENTS ON THE CHICAGO & MILWAUKEE 
ELECTRIC RAILWAY 

The Chi cago & i'di lwaukee E lect ri c Ra ilway, extending from 
li vanston to North Chi cago, is making very extensive improve
ment s on its line and in it s powe r equipment. T h e road was 
built in 1899, and at that tim e there wa s installed a central power 
plant at Highwood, wi th two sub-stati ons, one at Winnetka and 
the o th er a t North Chicag o. The generato r capaci ty of th e cen
tral plant was 750-kw, with two engines oi 600 hp and 1200 hp 
re ::.pectively. In t he sub -station s were in stalled rot ary co nvert ers 
and s torage batterie s, togeth er with th e usual sub-statio n equip
ment. At pre se nt large additions are being mad e to all parts 
of th e equipment. The tran smi ss ion and fe eder lines h :n·e be en 
in crea ::.ed in capa city by about 100 per cent. The generatur 
capacity in the po,,·er pl ant has been in creased by 1500-kw, and 
the engine capacity by abuut 2300-hp. F or the sub-station s, new 
buildin gs are being pro\'ided, toge th er wit h entirely new equip
ment in the way of ro tary co n\' erter s. tran sform ers. switchboard 
apparatus. etc. , all o f the latest patt ern, and of :,ufficient capaci ty 
to pn,vid e for ih e present additions with liberal a ll owance for 
future in crease in business. .\J cw trac k has been laid fr om Lake 
f7or es t t o Libertyvill e, th is being pa rt uf the propose d ex tension 
to co nn ect the c.y::i tl'm with th e \Vi sconsin Centra l, a steam road. 
Hes ides thi s. it is proposed to doubl e- track the whole line from 
I l ighwoud to N orth Chi cago, thus g ivin g double-track se rvice 
u ve r the total leng th o f th e o rig inal line. The Arnold Electric 
Power S ta tion Company , which de::. ig ned and constructed the 
uri g inal power station fo r the road, is consulting engin eer fo r 
the betterment s to pcJ\ver plant and di stributin g system now in 
prog ress, but the work is t o be carri ed out by t he railway com -
pany's fo rce. ----♦+----

THE NEW WORTHINGTON PLANT 

An extensive pump manufacturing plant, the largest in thi s 
country, and probably in the .world , is now under construction at 
Harrison, N . J . It is to be occupied by the firm of H enry R. \ Vorth
mgton, who employ about 3,000 men in the present works at South 
Brooklyn, L. I., and Elizabethport , N. J. The new plant at Harri
,-,un will accommodate from 4000 to 5000 men, and will eost in the 
neighborhood of two million dollars. It consists of a main ma
chine shop with side gall eries o \"er rno6 ft. long, an erecting shop 
592 ft. long, and of the same section as the machine shop, and a high 
erecting shop 210 ft. in length, and four ga ll eries in height in the 
side bays connect ing the two shops. The main foundry is 6oo ft. 
in length, and there is a lso a special fo undry for small work, 4ro 
ft. in length, with a building 2 00 x 60 ft. in >-i ze, for cleaning 
castings, connecting the two. The pattern bui lding i~ four stories 
high and 550 ft. long, and is di\'ided by fire wall s into four sec
tions. The north section " ·ill be used for offices and drafting 
ruoms ; the adj oining section for the pattern shop and the balance 
of the structnre for pat te rn st orage. The power-house, which will 
be equipped with the most modern boiler s, engines and generators. 
is a building 172 x 102 ft. Electric power di stribution is to be em
ployed th roughout, and the ground s will be ill uminated by electric 
a re light s. T here are many other buildings which will be used for 
packing, sto ring and shipping goods, etc. The buildings are so 
arranged tha t additions can be built wh en the \\·ork demands it. 
All will be conn ected by a complete system of railroad tracks 
entering the ends o f the buildings and placing the works in d irect 
communication with the Delaware. Lackawanna & \Vestern, The 
Erie and the Pennsyl vania Railroad systems. The new plant will 
be devoted entirely to the manufacture of waterworks machin ery. 
water meters . cooling towers, condensers, feed-wate r heaters. cen
trifugal pumps and steam pumps of all kinds. 

SUBWAY IN MANHATTAN TO CONNECT BRIDGES 

The committee on plans of the Rapid Transit Commission, of 
New York, composed of President Orr, John H. Starin and 
Comptroller Grout, held a conference last Saturday with represen
ta tives o f the Brooklyn Rapid Transit Company, and discussed 
plans for ra ilroad se r \"ice across the \Villi am sburg Bridge. The 
conference was held behind closed doors, but after th e m eeting 
was over it was stat ed that the plan had been put forward to build 
a four-track subway running from the bridge to D elancey Street. 
.Manhattan, to Centre Street, and thence down Centre Street to 
connec t with th e Brooklyn Bridge. It was also suggested that 
surface cars be run on Delancey Street as soon as that street is 
widened. These recomm endations will be made to the Rapid 
Transit Commi ss ion at an early m eeting. Comptroller Grout is 
reported to have sa id that President \ Vinter , of the Brooklyn 
Rapid Transit Company, is well pl eased with the subway idea. 
J\ir. Grout said it is hi s intention to use all poss ible effort to have 
co ndemnation procee dings comm enced at once on the D elancey 
St reet property , and that he will see to it that there is no undue 
delay in carrying out thi s improv em ent to provide an approach 
to the bridge. A plan fo rmerly advocat ed provided for the con 
st ructio n of an ele\' ated s tructure to connect the bridges. 

•• 
SERIOUS ACCIDENT ON THE BROOKLYN ELEV A TED • 

A n acc ident in which two m en were kill ed, nin e o ther per
~uns inj m ed and fo ur ca rs practically destroyed by fire , occurred 
on the Fifth Avenue line of the Brooklyn E levated Railroad at 
T hirtieth Street , on T hursday, Nov. 19. One train was run into 
in the rear by another train and the cars were telescoped. This 
cansed th e fir e. which soo n enve loped the tra ins in flames. A 
wi ld panic ensued am ong t he passengers, who rushed madly to 
the doo rs and wind ows and m ade their way as best they could 
alon g the track to the n eares t station. 

The trains in co ll ision ,,vere one bound to th e Brooklyn Bridge 
fro m Sixty-fifth Street and a train that had just started from th e 
~tation at Thirty-sixt h Street fo r the sam e destination. It was 
ru sh h uur, and exactly s :05 p. 111. when the Sixty-fifth Street train 
left its station; the train from Thirty-sixth Street followed five 
minutes later. The Thirtv-sixth Street train came to a standstill 
a t Twenty-ninth Street, l;eca use a fuse blew out, it is said. The 
conductor of thi s train says that h e ran to th e rear platform and 
held a red lantern as a signal t o warn the approaching train. 
Despite thi s signal. the Sixty-fifth Street train bore down on 
the stalled one and crash ed into it. As stated, fire followed the 
colli sion alm ost immediately and it was necessary to eall on the 
fire department fo r assist ance in extingui shing the flames. 

It is hardly probable that the acc ident will ever be fully ex
plained. The motorman of th e Sixty-fifth Street train was found 
dead at hi s post, as was a lso th e conductor of that train. The 
theories as to the cause of th e accident differ, but the most likely 
one seems to be that t he motorman of the second train fell dead 
at hi s post from heart disease a moment or two before the col
lision occurred. 

Happening as it did at th e rush hours, the accident caused a 
complete tie-up on the Bay Ridge and Bath Beach divisions of 
the line and led to a g reat jam of South Brooklyn and Suburban 
passengers a t the Park Row end of the Bridge and also at the 
Bridge terminal of the elevated railway in Brooklyn. 

An investigation of the accident was begun at once by the 
railroad commission ers. About the only thing emphasized at the 
hearin gs was that the company had taken every possible pre
caution to prevent an accident by equipping cars and stations 
wi th proper signals and apparatus. It was also shown to th e 
evident satisfactio n of th e Stat e officials that all the signals and 
apparatus were in proper running order at th e t im e of th e collision 
of the trains. 

THE LAMME SINGLE-PHASE ELECTRIC RAILWAY SYSTEM 

A section of th e track of the \Vestinghouse Interworks 
Railway, at Pittsburg, Pa. , has been equipped with the Lamme 
single-phase motor syst em. This railway connects the different 
\Vestinghouse works at East P ittsburg, \Vilm erding, and Trafford 
City, and has sufficient st raight track so that a speed of 45 miles 
per hour can be attained. A single car equipped with four 125-hp 
singl e-phase m otors has been in operation for some time on this 
line with very satisfactory results. The car accelerates quickly, 
and the sparking at the commutator is no more noticeable than 
wi th a direct-current equipment. The line yoltage used is 1200. 



N O VEM BER 28, I903.] STREET RAILWAY JOURNAL. 959 

REPORT OF THE LONDO~ TRAFFIC COMMISSION 

T he members of the sub-committee of the London T raffic Com
miss ion, who we re in A merica about a m onth ago , h ave just made 
a preliminary statement to the London press in regard to thei r 
visit to the United States. T he t rip was regarded as highly suc
cessful in accomplishing the objects sought, which were, "to inquire 
into the various means of transit and transport existing in the 
principal cities of the U ni ted S tates, with their relative efficiencies 
from the public point of view; to ascertain the respective author
ities from which, and the procedure according to which, fra nchises 
and charters relative to rapid transit are granted in the principal 
States, and to investigate the extent and nature of the control ex
ercised over the ca rrying into effect of the powers granted by such 
franchises or charters." 

T he committee visited New York, Boston, Washington and P hil
adelphia, where the niethod of handling the traffic in each city, 
esp ecially at the conges ted points, was inspected. In addition to in
formation on purely t raffic matters the members investigated the 
nature of and procedure of granting franchises in New York S tate, 
under which ra ilroads, elevated ra ilways, and subways are con
structed, and the character of the powers of control therein vested 
in or reserved to the State Board of Railroad Commissioners, the 
Rapid Transit Commission, or the City Council. 

Very full stati stical information as to the operation of the Boston 
subway and elevated railway system was secured from General 
Bancroft. In Massachusetts, also, the committee met the Massa
chusetts Board of Railroad Commissioners, from whom they ob
tained a comprehcn siYe account o f the system in Massachussetts 
of grantin g fran chi ses fo r railroads and rai lways, and of the extent 
and character of the cont rol exercised by the board over the subse
quent working. In regard to the main line ra ilroads entering 
Boston , the commission obta ined much valuable data, particularly 
as to the attitude adopted by the trunk line companies in the matter 
of rapid transit. 

In Washington , the committee was r eceived by the P resident of 
the United States, who evinced great in terest in the matter of the 
inquiry, and also visited the Inter-State Commerce Commission, 
from whose library a great deal of valuable information relating to 
the subject matter of inquiry was obtained. 

In Philadelphia the committee report s that it was also given full 
faciliti es for inspecting the sur face systems, and discussed their 
operation and the construction of the proposed subway with the 
street railway officials. The \ Vestern cities were not visited, but 
the testimony offered in New York by Mr. Vreeland and Mr. 
Arnold related to much of the work outside of New York City, 
and Mr. A rnold's testimony was part icularly valuable in regard to 
Chicago. In addit ion to the regular investigat ion the secretary of 
the committee, Mr. Macassey, made a special tr ip of inqui ry to 
Chicago, Detroit, Cleveland and Albany, as well as to certain other 
cities, and the informat ion obtained by him was laid before the 
committee. T he members of the committee concluded their pre
liminary statement by saying that they -were h ighly gratified by 
their hospitable reception in the U nited States, and by the efforts 
of all connected with rapid transit in its various fo rms to give them 
such information as they required. W here such was not at the 
moment available, a special investigation was at once ordered. and 
no trouble was spared to make the visit as instructive and profitable 
as _.,ossible. ----•----

PROGRESS OF GERMAN ELECTRICAL CONSOLIDATIONS 

Th e consolidation of th e Siemens & Halske Company with the 
Schuckert Company of Vienna, whi-::h was carried out some time 
ago by t he A ustrian Landerbank, of Vienna, and the Deutsche 
Bank, of Berlin, is now so far advanced that the un ited working 
of the two companies will commence Jan. r, 1904. This amal
gamation includes the Siemens & Halske works at Vienna and 
Leopoldsan, the· branches at Budapest. Graz. Larbech, Lemberg 
and O lmntz, the V ienna establishment of the Schuckert Company, 
and the entire plant• of the Vienna Electric Tramway Company. 

•• 
THE MOVING PLATFORM SCHEME AGAIN 

It is said that Mayor Low is inclined to give favorable atten
ti on to the application of Sch midt & Gallatin, promoters of the 
moving platfo rm scheme fo r ca r ry ing passengers across the 
W illiamsburg Bridge and through Nassau Street to th e Battery 
Schmidt & Gallatin offer to pay the city $135,000 a year as a rental 
of the bridge fo r its moving platforms. T his, they say, represents 
4½ per cent on $3,000,000, which they estimate will have to be 
spent to build the system. They declare tha t tney will put .,the 

moving plat fo rm s on the bridge and have them working properly 
inside of three months. They make as a condition of their 
rental proposit ion, however, that the city shall allow them to tun
nel the necessary st reets to the Battery. The promoters say that a 
system across the bridge proper would not pay, as it would leave 
people too fa r away from their destination. They are willing to 
put t he new sys tem on the bridge and stand the loss of operating 
it unt il the new tunnel can be built, which, it is thought, would 
take at least three years. Mayor Low has requested further data 
from Sch midt & Gallatin, and in the meantim e a contract is 
bein g prepared for the consideration 'Of the Rapid Transit Com
mission. 

Corporat ion Coun sel Rives sen t the mayor an opinion that the 
franchise desired by the syndicate would have to be granted in 
the ordinary way. The Board of Aldermen would first have to 
grant the fra nchise, and then it would have to be approved by 
the Board of Estimate and Apportionment and the Rapid Transit 
Commission. 

RAIL WELDING IN A LECTURE ROOM 

A m eeti ng of the A merican Society of Mechanical Engineers 
is to be he ld at S tevens Institute, Hoboken, on Dec. 3, at 2 p. m., 
at wh ich Dr. Hans Goldschmidt, invento r of the thermit process, 
will present a pape r on his process of welding. D r. Goldschmidt 
will illustrate his lecture by producing several crucibles of molten 
iron by h is method, and welding, in t he lecture room, a 9-in. 
girder railway jo int, a thi rd -ra:il joint, joints in wrought-iron 
pipes, etc. 

•• 
MORE FOREIGN PROJECTS 

Construction work wi ll begin shortly on an extensive electric 
traction system in Guadalajara, one of the principal cities in Mex
ico. A company called L a E lectra, S. A., was recently organized 
to take over the existing mule lines-aggregating about 30 
miles-and to acquire t he Compania de Luz E lectrica de Guadal
ajara, which operates a 2500-hp steam plant and lights the city. 
The mule lines will be conver ted and extended. C. A. Malau is 
the chief engineer of La E lectra. He is now engaged in drawing 
up plans for the new system. Power to operate the new electric 
lines will be generated by an hydraulic plant which will be built 
on the Rio Grande at a point about 2 miles distant from Guadal
ajara. The initial capacity of the plant will be 1500-hp. 

The Compania Ferro Carril Villa Isabel, which operates a short 
horse road in Rio de Janeiro, Brazil, is to equip its system with 
electricity. 

The Compania de S. Christovao, which controls a mule and 
electric traction system between Rio de Janeiro and Tijuca, a 
suburb of the Brazilian capital, located at an al t itude of 1200 ft. 
above the sea level, is about to elect rify its main line from the 
Usina to the l\fuda ai_ong the Rua Con de Bomfim. The portion 
of the system between the junction to the Alto da Boa Vista, 
which is now worked by mules, is also to be changed into electric 
traction, In all foere will be about 3 miles of road to be elec
trified. 

----~----s TREET RAILWAY PA TENTS 

[This department is conducted by W. A. Rosenbaum, patent at
torney, Room No. 1203-7 Nassau-Beekman Building, New York.} 

UNITED STATES PATENTS ISSUED NOV. 17, 1903 
744,051. Time Limit Device for Motor Controllers; Fred B. 

Corey, Schenectady, N. Y. App. filed May 24, 1902. Comprises 
a dash pot and a step member constructed to prevent a too rapid 
movement of the controller while allowing a free movement from 
one contact point to the next. 

744,055. Electric Railway System; William Embley and Abra
ham A. Shobe, J erseyville. Ill. App. filed April 10, 1903. The 
hangers in which the conductor is mounted are free to slide in 
their supports to accommodate expansion and contraction of the 
conductor. 

744,079. Brake for Cars: Sarah H. Kendall, Davenport, Ia. 
App. filed April 24, 1903. Details of construction of a handle for 
mechanical brakes. 

744,125. Ci rcuit Breaker; Samuel B. Stewart, Jr. , Schenectady, 
N. Y . App. filed Jan. 23, 1901. Relates to improvements in an 
overhead switch for troll ey cars. 

74.p59. Switch T urning D evice; Lewis L. Biglow, Seattle, 
'Wash. App. fi led Jan. 31, 1903. Means for throwing the switch 
from a moving car. 

744.T6R Automatic Switch: Joseph M. Comer, Spokane, Wash. 



96o STREET RAILWAY J OURNAL. [VoL. XXII . No. 22. 

App. fi led March 30, 1903. A railway switch is thrown by a mag
net operating through a pawl and ra tchet and levers. 

744,187. System of ElPctr ic T raction; Lucius T. Gibbs, N ew 
York, N. Y. App. fi led April 13, 1903. The vehicles are pro
vided with dynamos and motors and are connected with the line 
whereby any extensive power generated will be delivered to the 
line fo r use by other vehicles. 

744,221. Car W heel ; D avid N. Ni ckerson, D et ro it, Mich. 
App. fil ed Jan. 5, 1903. The hub of the wheel is all owed diametri
cal movement upon cushions of suffi cient resili ency to large ly 
overcome vibrat ion. 

744,246. Elec tric R ailway System; Abraham A. Shobe and 
W illiam E mbl ey, J erseyvill e, Il l. App. filed April IO, 1903. T he 
conductor is so mounted as to permit of its expansion and con
t raction without inj ury to its support or insulation. 

744,247. E lectric Railway System ; Abraham A. Shobe and 
William Em bley, Jerseyville, III. App. fi led April IO, 1903. An 
insulated conductor for the return current is mounted upon the 
traffi c rail. 

744.248. Railway Signaling System ; Judson Shoe craft , Esk
r idge, K an. App. file d Aug. 30, 1902. D eta il s. 

744,261. System of E lectric Lighting fo r Cars; Charle s P . Tol
man, Boston, Mass. App. fil ed July 30, 1903. A n arc and an 
incandescent lamp located in th e same headl ight and provided 
with automatic means for throw ing the incandescent lamp into 
circuit in case the .i re lamp fail s. 

PATENT NO. 744,051 

744,446. Trolley Guide; :rviilton Walker, Cambridge, 11ass. 
App. fi led April 3, 1903. A guide rail located beneath the troll ey 
frog and upon which the trolley wheel runs to properly guide the 
wheel across the frog. 

744,463. Troll ey Head; J oseph Bishop, \Vestbrook, Maine. 
App. fi led March 26. 1903. A device for retqining the trolrey 
wheel upon the wire. 

744,513. Automatic Switch Operating Mechanism; Henry T. 
Dumas, South Hadley Falls, Mass. Detai ls. 

744,569. Car Brake; John B. Leu, Newark, N. J. App. filed 
June 13, 1903. The brake-shoe has a straight under side to engage 
the track, a concave upper side to receive the wheels and is loosely 
connect ed with the forward end of the brake lever, said lever being 
adapted to lower the shoe upon the track in advance of the wheel. 

744,665.-Controller; Thorsten Von Zweigbergk, P reston, E ng
land. App. fi led April 7, 1902. The combination of a pair of 
se ries-wound motors connected together in series independently 
of the controller, the fields and armatures being thus on a closed 
local circnit and a controller adapted to convert said local cir
cuit into a derived circuit from the source of current. or form a 
bri<lge across it for braking action. 

•• 
PERSONAL MENTION 

1\IR. T. A. HENDERSON, general superint endent of the 
'Chicago Union Traction Company, of Chicago, Ill. , has resigned 
from the company. 

MR. HOWARD S. KI-JOWLT ON, formerl y with Stone & 
Webster, of Boston, has joined the engineering department of 
the Colorado Telephone Company, at D enver. 

CAPTAIN G. D. Howell has been made temporary superin ten
dent of the E rie Rapid Transit Company and the Lake Erie Trac
tion Company, of E rie, Pa., vice Mr. A. C. Harrington, resigned. 

MR. M. B. HERLEY has been appointed general superinten
dent of the Chi cago U nion Traction Company in place of Mr. T . 

A. Henderson, resigned. Mr. H €rley was formerly traffic man
ager of the company. 

MR. JOH N J . MAHONEY has been appointed general superin
tendent of the Indian apolis Traction & T erminal Company, of 
Indianapolis, Ind., to fill the vacancy caused by the death of Mr. 
Miller E lliott. Mr. Mahoney has been in street railway service in 
Indianapolis for about twenty yea rs, and was paymaster just before 
his appointment as superintendent. 

M R. CHAS. V. W E STON, of Chicago, has severed his con
nection with the Chicago E ngin ee ring & Constructing Company, 
of which h e was president. His duties as chief engineer of the 
South Side E levated Railroad Company, which is about to build 
extensions, naturally call fo r much of his time along with other 
consulti ng practice which he enjoys. 

MR. T. C. CHERRY, fo r some time manager of the Lorain 
Street Railway Company, of L orain, Ohio, has resigned, to take 
effect D ec. I, to become manager of th e Saginaw Valley Traction 
Company, of Saginaw, Mich. The new position includes the 
management of t he traction lines in Saginaw and Bay City, an 
interurban line and an elec tric light plant. 

MR. CHARLES REMELIUS, chief engineer and master me
chanic of the Indianapolis Traction & Terminal Company, of In
dianapolis, Ind., has re signed. Par t of his duties have been as
sumed by Mr. Charles Hogate, who will be chief engineer of power 
stations. The foremen of the various shop departments formerly 
reporting to Mr. Remelius, as master mechanic, now report directly 
to Mr. J ames M. Jon es, vice-president an d assistant general man
age r. It is understod that Mr. Remelius is considering several 
offers and is taking a brief rest before making a decision. 

1IR. E. J. WILCOXEN, superinten dent of the Rochester & 
Sodus Bay Electric Railway Company, of Roches ter, N. Y., was 
se riously injured in a coll ision between two cars on the Rochester 
& Sodus Bay line, on \Vednesday, Nov. 18. Mr. Wilcoxen was act
ing as motorman of one of the cars in collision. The vestibule of 
his car was crushed in , and he was jammed aga inst the front of the 
car proper. H is r ight leg was broken, h is left foot was badly 
crushed, and he susta ined other injuries. After he had been re
moved to the hospital it was found neces sary to amputate the foot 
that had been cru shed. 

M R. GEO R GE W. S PI NK, master mechanic of th e San Fran
cisco, Oakland & San J ose Railway Company, of San Francisco, 
Cal. , who wa s injured Sunday, N ov. 15, while r iding in a car on 
the new system, died T uesday, Nov. 17, from concussion of the 
brain. Th e lamentable accident which caused Mr. Spink's death 
occurred near the Emeryvill e subway. Mr. Spink was riding with 
the mo torman for the purpose of observing the working of the 
tro ll ey, which had been giving trouble earlier in the day. He 
leaned too far out of the window and was struck by a trolley pole. 
A t the time of his death M r. Spink also was master mechanic of 
the Oakland Transit Company and was in charge of the shops 
of that company. He was a young man, being only thirty-five 
years of age. He is survived by a wife and two children. 

M R. J. R. BEETEM has been elected fi rst vice-president and 
general manager of t he P eckham Manufacturing Company, of 
Kingston, N. Y., and New York City, and will m!lke his head
quarters at the works of the company, at Kingston, N. Y. Mr. 
Beetem brings with him to this position, an extended and valuable 
experience in both construction of cars and street railway work, 
which well qual ifies him for the management of the company and 
the construction of the trucks. Mr. Beetem was born at Carlisle, 
Pa., and in 1872 entered the employ of F. Gardner & Company, 
builders of cars and engines at Carl is le, P a., as an apprentice in 
the machine shop, and served his time of fo ur years . Later, he 
became the confidential accountant of this firm, and after it was 
organized into a stock company, became it s general manager and 
treasurer. In 1890 he became conn ected with the J ackson & Sharpe 
Company of W ilmington , Del., be ing assistant to President Jack
son, in tl; e car department. In 1892 he resigned from this position 
and becam e conn ect ed with E. W . Clark & Company, bankers, of 
P hi ladelphia. Mr. Beetem' s first work in street rail ways was the 
reconstruction of the Atlantic Avenue Railroad Company, in 
Brooklyn, N . Y. From there, in the interests of the Clark Com
pany, he largely reconst ructed the Scranton system, and made such 
an excell ent record as operating manager that , in 1895, upon the 
consolidation of the P hiladelphia lines, under the Union Traction 
Company, he was offered the position of general manager of that 
company. Mr. Beetem r emained in Philadelphia for nearly two 
years when he resigned and accept a position as vice-president and 
gene;al manager of the New York & Queens County Railway, of 
Long Island City, which position he held until May of the present 
year. He is progressive, with a very wide acquaintance with street 
railway men and conditiOI)S, and has an. intimate knowledge of the 
reqJ.1irements of t rucks in street railway service. 




