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Scranton and Jamestown

It is a pity that the eause of union labor is so everlastingly in-
jured by the reproaeh that extremists bring upon it. Not long sinee
wehad oeeasion to eomment on the sad state of affairs at Jamestown
and the lengths to whieh street ear strikers there had gone in preju-
dicing not alone their own eause but the general welfare of the city.
Seranton is now repeating what has thus occurred at Jamestown,
and the loeal eompany is enduring the eontumely and withdrawal of
patronage of a large part of the population beeause it insists on
the right to manage its own business. Seranton is very largely a
eity, and henee a voluntary abstention from use of the ears
has been eomparatively easy to enforee. Whether the restriction on
publie freedom ean be long maintained is another matter, especially

“union”

as those who ride meanwhile in old stages are paying 10 eents for
a rather short trip. Indeed, at this moment the business men of the
community have moved to settle the matter, but the manager of the
road will not turn adrift the employees who have been willing to
operate his ears, and have done their work satisfactorily. The men
insist, of eourse, that they will only come back in a body—and that
is an issue on whieh they would appear destined to lose. Sueh a
deeision would not toueh the main eontroversy in any way, arising
out of the discharge-of two eonduetors last September, one for
shortage and the other beeiause on a eertain run he had given more
transfers than he had passengers. Besides, the men do not seem
to see that if they are to go in and out in one body. as they choose.

a ‘vested interest’is ereated alongside whieh, for monopoly and

tyranny, anything ever seen before would be child’s play.

Tbe Advantages of Smooth Acceleration

A Well-lmown electncal engineer, who has also in days past
been=an authonty on steam loeomotive praetiee, smiled in a
knowing way the other day when someone mentioned the often-
heard argument that eleetric motors having no dead eenters make
it possible for an ecleetrie locomotive to exert a higher average
horizontal effort than a steam locomotive on which the torque
is greater ateertain portions of the revolution of the driving wheels
than at others. The smile was drawn out by the faet that the
engineer had reeently witnessed some tests between steam and
eleetrie loeomotives whieh demonstrated that in praetiee there is
mueh more variation in the horizontal effort with eleetrie loeo-
motives than with steam. This is duc solely to the rush of cur-
rent that follows a ehange of the eontroller from one point to the
next higher. If it were possible to make a eontroller with an in-
finite number of resistanee steps, the theoretieal argument in
favor of the even torque of the eleetric locomotive would hold, but
with controllers having but a few steps in whieh the resistanee is
cut out, the argument will not hold. This only goes to show
the importanee of putting as many steps in thé eontrolling re-
sistanee as possible. The advent of the multiple-unit system for
places where rapid train aeecleration is wanted, however, males
the argument of no more praetieal interest one way or another
at the present time. As the multiple-unit system, with a large
per eent of weight on the driving wheels, is the only means to se-
euring rapid aceeleration, the eleetrie motor is the only thing
that ean be considered for sueh work at the present time, for a
multiple-unit steam system is impraeticeable.

While on this subjeet, it is in plaee to refer to a matter whiel
was of eommon note among passengers on the South Side Ele-
vated Railroad of Chieago at the time steam loeomotives were
abandoned in favor of the first multiple-unit system to be put in
use. The loeomotives were taxed to their utmost during rush
hours to maintain the fast schedule with the long trains that were
in use. When trains were being aeeclerated the surging due to
the jerking of the loeomotives as the engineers opened the throt-
tles, aeeentuated by the spring in the eouplings of the long trains.
made it very unpleasant for all passengers, and espeecially for
those standing. Eleetrie traction, the automatie throttle

which was employed, produced sueh a smooth aceeleration that

with
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the change from the steam regime was quite marked, and very
welcome,

In everyday street railway practice, it is too common to see
cars on which there is not the proper gradation of resistance be-
tween the points on the controller, and where, as a result, there are
certain points where there is a jerk when current is turned on,
and others which seem to have no effect. But even the finest
proportioning of resistance can be spoiled by a careless motor-
man.

Ventilation of JUnderground Railways

While the Board of Health of New York City is decrying the
New York Central tunnel and is endeavoring to secure the adop-
tion of means by the company for the immediate ventilation of its
approach to the Grand Central Station, it is interesting to note
that the same subject of ventilation of sub-surface tunnels is at-
tracting great attention among our London brethren. The iniqui-
ties of the old London underground road, with its smoke-pro-
ducing locomotives, are too well known to need further comment.
but the poor ventilation of the Central London Underground Rail-
way, or the two-penny tube, which is operated by electricity. is
so great as to attract the attention of the Lancet, the well-known
authority in medical matters. The theory of the ventilation of
this tunnel was that as a separate tube was provided for each
track, and as the contour of the cars approximated very closely
to that of the inside of the tunnel sheath, they would act as a sort
of plunger passing through the tube, and would draw in fresh air
irom behind through the station openings in the rear and force
out the foul air in front. Nevertheless, this method does not seem
to have been fully effective to secure the results desired either in
It is found that in the latter the car-
bonic acid gas in some instances was no less than 10.3 parts

the tunnels or the stations.

per 10,000; while between the stations—that is to say, in the tun-
nels—it reached 11.9. Now, since the average amount of carbonic
acid gas in the outer air seldom exceeds 4 parts per 10,000 and as
whenever the amount of carbonic acid gas in the air of a room
exceeds this amount by two parts per 10,000, it is not fresh and has
a stuffy smell, six parts per 10,000 has been fixed as the limit of
impurity. The “tube’” air contains nearly twice this amount. This
fact is explained by the medical journal already quoted on the
theory, already said to have been demonstrated by experiments,
that a very considerable portion of the air must be driven back-
ward and forward unchanged in the tube. In other words, the
tunnel air is diluted, but the whole of it is never swept out, and the
Lancet believes that if the observations referred to had been ex-
tended to the air of the cars, the result would probably have shown
a greater pollution still. While the air on the older steam under-
ground roads of London, as regards carbomnic acid, is said to be
more than twice as bad as the Central London, the Lancet is in-
clined to doubt whether the carbonic acid from human sources is
any more on the former roads than in the tunnel of the “two-penny
tube.” As the chief impurities in the former case are derived from
coal, it is gratifying to learn under these conditions that an ex-
periment with a system of ozonisation to relieve this condition is
going to be made shortly by a syndicate.

The Charms of Inaccessibility

The preservation of the beauties of nature is a matter to the im-
portance of which the public is far more alive than it was a century
ago, but it seems to us that some of those who declaim against the
invasion of the trolley do protest too much. For example, we note
the following from the Buffalo Commercial, a journal which was
doubtless stimulated by its own name to complain that the world
is too much with us:

The Adirondacks have scme merits as a wilderness, but there
are strangely constituted persons who will never rest content until
the North Woods are furnished with all the modern conveniences.
including street railways, electric lights, asphalt pavements and
afternoon concerts. A trolley line from Lake Champlain to Lake
Placid 1s already projected, the rest will follow. The deer and the
guides will slowly retreat before the march of civilizaticn, and soon
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will take their places with the stage drivers of the old school, among
the “figures of the past.” That is to say, such will be the inevitable
end of the present tendencies, unless they are seasonably arrested.
When every portion of the Adirondack region is made too easily
accessible to the casual tourist, the wilderness passes into history.
It would indeed be
a pity to spoil or despoil the Adirondacks, but after the prolonged
assaults of the steam railroad, the tourist and the lumberman, it is
rather invidious to jump on the poor trolley as the one reason why
the editor of the Buffalo Commercial cannot have the wilderness all
to himself while he communes with nature.

Now, this all depends on the point of view.

Probably the trolley less than any other transportation agency
leaves any trace of its presence on the country it traverses, whether
as to noise or dust or smoke, or the setting on fire of the contiguous
shrubbery. The same objections have been raised to the electric
railroads up the Swiss and Tyrolean Alps, yet it takes a keen eye to
detect froma distance the electric cars that climb from the valley of
the Arve or those that wind around the Wengern Alps up the
slopes of the Jungfrau. There are many thousands of quiet, culti-
vated, nature-loving people who could never tread the higher Alps
or penetrate the Adirondack woods but for the modern conveniences
of travel ; and we rcally do not see why their love of nature and de-
sire for a more intimate relation with it is not as properly to be
gratified as the ambitions of some mere deerslayer or well-to-do
misanthropic tramp, with hobnail boots and an alpenstock. There
is solitude enough left in the world for all who want it. All they
have to do is to go a little further afield; to plunge a little deeper
into the woods. Meantime, the ugly, unasthetic trolley has done
more than any other known agency to take man back to nature, to
put the country at the very door of the dweller in the city, and to
cnable everyone who will to dwell under his own vine and fig tree.

Street Railway Taxation

The subject of street railway taxation is approached in many
different ways, but mainly, it would seem, with the idea of making
a corporation pay an ever increasing proportion of the tax burden

of the community. At the same time, in a surprisingly contra-

dictory manner, the question of more transfers or longer haul for
the same fare is incessantly urged, the advocates of these plans be-
ing apparently quite unable to see that the fund out of which all
these exactions can be met is strictly limited. In a recent article
in the Forum review, Walter S. Allen suggests a few reflections of
this nature, pointing out that the trolley has increased the living area
from 38 square miles up to 2000 square miles, a man now being
able to pick his home just as easily within the larger area as he
once did in the smaller area, when he walked from house to place
of business. The increase of valuations is but one way in which a
street railway repays the community for the franchise issued to it.
As Mr. Allen puts it:

The results of this widening of the city area have been of in-
calculable value to all whose business requires them to spend their
days in its heart. Instead of being obliged to reside within narrow
limits, where land is expensive and rents are high, the population
may be spread out into large districts, where land is cheap, and
where each house may stand detached. Rapid means of transit with
low fares have affected the tenement house districts, where over-
crowding is the rule, and have, therefore, exerted a great influence
on the social conditions within the cities. Extended areas in the
country have been built up with houses of medium cost, the rents
of which fall within the means of the day laborer; and these lower
rents and improved conditions have led to the removal of many
families from the crowded parts of the cities out into these newly
established suburbs. This transference of population has had an
effect on rents in both city and suburbs; and as the better-paid
class of workingmen, brought by improved methods of transit
within comparatively easy access of their work, have moved away
from the cities, their place has been taken by newly arrived immi-
grants from foreign countries. Real estate values also have been
affected to a marked degree. The land in the older city remains
dear, because of the increased demand for land for business pur-
poses; but values in the suburbs are enhanced many times because
of the availability of these districts or residences. These oppor-
tunities for the improvement of the condition of the workingman
are a form of compensation which the street railway gives in return
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for the right to occupy the streets, and it is one which is of the
greatest importance to the whole community.

Facts of this kind appear so likely to be forgotten, it can do no
harm to have them thus pointed out again. We are not claiming
them on behalf of the street railway companies as virtues. They
are true alike of the most selfish and the most public-spirited cor-
porations. But it is fair to asume that where they are fully recog-
nized, the service is likely to be most efficient and progressive.
Whatever the effect may be, it is a trifle absurd to clamor for more
and more cars, and then clap a stiff tax on every one that is run out
of the barns; to load up with paving work a system that wears the
roadbed less than any previous method; to insist on free lights
from roads whose cars are already the best lit in the world; and
to tax a franchise which but for the service given to the com-
munity would not be worth a cent to anybody.

The Relation of Technical Papers to the Engineering Profession

We publish elsewljlere in this issue a very interesting address by
Prof. Hibbard, of Cornell, delivered to the Society of Mechanical
Engineers at Sibley College on the advantages of the systematic
Althou-gh addressed
to students in a technical college, the remarks apply with equal
force to the active worker in the field to whom a knowledge of
current development and improvements in his particular industry
is equally important. As Prof. Hibbard says, “A good engineering
paper should be one of the life partners, ready at hand when

reading of current engineering literature.

moments of leisure permit its instruction and enjoyment, better
understood and liked as the years roll on, acquaintance or perhaps
friendship formed with editor, contributions made, suggestions
given and taken; some share had in its mighty influence in the en-
gineering world.” In any industry which is progressive, and this
applies to all branches of engineering, it is impossible to cover in
any textbookthe knowledgewhich a’ personactively engaged in the
business requires in his work, as much of the practice by the time
that it is compiled in a book has become antiquated. Many man-
agers of railway and other engineering properties appreciate this
fact, and the advantage of keeping their heads of departments in-
formed as to the improvements in operation, and have made a
practice of calling the attention of their superintendents to articles
which appear in the technical papers particularly relating to their
respective departments. This practice, however, even when fol-
lowed, does not absolve the respective division officers, and in fact
any person connected with the property who believes that responsi-

bility of any kind attaches to his position, from keeping himself in- A

formed as to the improvements made in the industry which affect
his own work. No better plan can be followed, where such a thing
is possible, than for a number of persons interested in the technical
side of a property to have a regular time of meeting, and engage in
We know of a
number of such clubs which have been organized among the em-
ployees of railway companies with most satisfactory results. The
topics can often be selected to advantage from the latest issue of the

the interchange of opinions on technical subjects.

technical publications, or publication devoted most closely to the
industry, and discussions and criticisms of the methods suggested
in the paper will often lead to most valuable information.

But the value of the technical paper, no matter what industry it
represents, does not closc with the perusal of it. Many of thc
articles printed are often those for which the reader has not any
immediate application, but to which later he would refer gladly if he
can quickly turn to them. For this reason, a system of indexing the
most important articles which appear in the technical publications
which a person reads is often thc most valuable asset in his profes-
sional library, and we know of many engineers who make a spe-
cialty of indexing or clipping all articles which they believe they will
have occasion to consult at a later datc. Suggestions as to the
method which Prof. Hibbard has found most convenient in card in-
dexing are contained in his paper, and this plan certainly has many
advantages over that of preserving clippings, as the index itself
is more compact, and if the hound volumes of the diffcrent periodi-
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cals indexed are kept, the rest of the contents is available, should it
be required. Undoubtedly the index plan for the reading pages and
the clipping plan for the advertisements which are to be preserved
will often prove the most satisfactory method of preserving and
We believe that street
railway information can best be classified under both a subject and
geographical index, as very often the article sought can be more

making available this class of literature.

easily found by being idcntified with some city than if the subject
index only was depended upon. Both methods are followed in the
annual index of this paper.

Another point which we have found of value in connection with
a card index of current technical literature is that of changing the
color of the cards every four or five years. In this way the date
of publication of the article can readily be identified without a
search for it on the card, indeed without looking at the card except
to notice its color, and as the value of the article is often dependent
largely upon the approximate date at which 1t was published, the
user of the index can quickly locate the cards which he wishes to
examine and which are useful for his purpose.

e —————

Improvements at Des Moines

The Des Moines City Railway Company, of Des Moines, Ia.,
besides the improvements it has made during the past year in its
electrical equipment, the building of a new and modern power
house, the extension of its lines within the city limits and the re-
laying of the tracks with heavier steel, has recently completed and
equipped a new construction and repair shop. A part of the old
power house has been converted into a two-story structure, which,
with a one-story addition, constitutes the new machine shops.
Two tracks long enough to accommodate two large type cars
have been laid within the building, and the equipment includes a
hydraulic pressure machine, iron planers, lathes, a hydraulic trip
hammer, drills, grooves, and other appliances. In addition to.
the machine shop a new foundry building, 40 ft. x 4o ft., has been
erected, and a four-bellows blacksmith shop - provided. The
foundry building is equipped for making both iron and brass
castings and for working steel. The second floor of this building
is used by the electrical department, where repairs to the equip-
ment are made.

South of the machine shops and the foundry, a new one-story
building, 50 ft. x 200 ft., has been erected. This will be used as a
carpenter shop. Two tracks have been laid through the building,
and it is equipped with the latest machinery.

With the new shops completed, the company now has facilities
for the construction of its own cars, not only for use within the
city, but also for the lines of the interurban company, work on
which was commenced this year. Seventy-five men are now em-
ployed in the shops, being employed in making repairs and con-
struction of new rolling stock. Several large new cars will be
constructed during the winter. It is the intention to construct a
sufficient number of cars, so that all the single truck or smaller
cars now in use on the more important lines of the system can
be taken off in the spring, and used on lines where the traffic is
lighter, and also to furnish temporary equipment for use in the
construction work on the interurban lines. :

The new power plant of the company, which will soon be com-
pleted, will afford nearly enough power to operate one hundred
cars in addition to the equipment the company now has in opera-
tion. Four 500-hp boilers have been installed in the new power
house, and one Allis-Chambers cross-compound condensing en-
gine is now being put in. This engine has a capacity of 2400 hp,
and will be direct connected to a 1000-kw G. E. generator. The
boilers are equipped with revolving chain grates.

The apparatus in the old power plant has been overhauled, and
the switchboard system changed, so that the entire power gen-
crated by it can be united with that of the new plant. The new
plant will be completed by Jan. 1, and will be used alternatively
with the old. until such time as the entire power will be used to
take carc of the extensions and increased traffic. The equipment
of the new plant is to be further supplemented with a second 2400-
hp engine, a duplicate of the one already installed. The order
er this engine has been placed with the Allis-Chambers Com-
pany, of Milwaulkec, but it will not be installed until early in 1902

L e
Electric - conduit lincs on the upper part of Manhattan Island

were flooded and traffic suspended during the heavy storm which
visited New York the first of the week
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The Pomeroy-Mandelbaum Lines in Ohio

One of the most important electric-railway systems in the coun-
try, which has grown up step by step from a very small beginning,
is shown in the accompanying map. Back in the early '8o's O. D.,
A. H. and F. T. Pomeroy and others of Berea, Ohio, built a bob-
tail horse-car line, something over a mile in length, in that city,
extending from the center of the village to the railway station.
This was the first step. The second came some years later, when,
shortly after the introduction of electricity on the street-car lines
of Cleveland, the owners of the Berea line conceived the idea of
connecting that village with the necarest Cleveland city line, a
distance of about eight miles. Wiseacres in street-railway opera-
tion shook their heads at this bold step. It was freely predicted
that the slow-going and then unreliable trolley cars could not
compete for the suburban business with the Big Four Railway,
one of the best steam roads in the country. But the Cleveland-
Berea line was finally built, and it proved a good investment.
The success of the venture suggested a line to the city of Elyria,
twenty-four miles from the city limits of Cleveland. A number
of Cleveland people were interested in the project, among them
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the members of the firm of M. J. Mandelbaum & Company, bank-
ers. In 1895 the Elyria line was placed in operation, it being one
of the first electric railways in Ohio to be equipped with the mod-
ern type of cars and equipment. Like nearly all of the electric
railways at that time it was built along the highway, but at present
this, with the Berea branch, form the only parts of the system
so constructed.

The great advantages given to the town of Elyria by the new
line at once attracted the attention of the surrounding towns, and
they clamored to be connected with the system. As soon as pos-
sible the line was extended to Oberlin, and a year or so later spur
lines were built to North Amherst; then on to Lorain.

The Cleveland, Berea, Elyria & Oberlin Railway Company
formed the nucleus for what is now popularly known as the Pom-
eroy-Mandelbaum syndicate, the leading members of which are
the Pomeroys, M. J. Mandelbaum, A. E. Akins, E. F. Schneider,
W. H. Lamprecht, Will Christy, L. J. Wolf, H. C. Lang, L. M.
Coe, F. D. Carpenter and M. A. Sprague. These gentlemen are
extending their operations to all parts of the State, and have in-
terests in a number of other States. Two years ago they bought
up the lines between Dayton and Cincinnati, and organized the
Southern Ohio Traction Company. Last year the Oberlin line
was extended to Wellington, and the company reorganized as
the Cleveland, Elyria & Western Railway. The several lines
around Cleveland are shown by the heavy lines in the accompany-
ing map. For convenience of reference, the Everett-Moore lines
running out of Cleveland are also shown by a lighter line. The
Pomeroy-Mandelbaum syndicate is now building the Western
Ohio Railway, which, when fully developed, will connect with the
Southern Ohio Traction Company, giving a through line from
Toledo to Cincinnati. This system is eventually to be connected
with the system radiating from Cleveland, and a step in this direc-
tion is the Norwalk extension of the Cleveland, Elyria & Western,
now under construction and to be placed in operation early next
year. It is also part of the plan to ultimately connect Cleveland
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with Columbus. The Mansfield, Galion & Crestline Railway, con-
necting the towns mentioned and a link in the Cleveland-Colum-
bus line, is shown on the map. This is now partially completed,
and will also be placed in operation next spring. To connect this
line with the Cleveland, Elyria & Western, the syndicate will build
the Cleveland, Ashland & Mansfield Railway, extending from the
Wellington branch to Mansfield. Private right of way and fran-

“chises from villages and counties have been sccured, and the line

has been surveyed, so that the work of grading will be started
carly next year. In order to defeat the plans of another company
for a line between Crestline and Galion, the syndicate recently
bought out the Ohio Central Traction Company, which operates
a line from Bucyrus to Galion. The Cleveland & Southern Rail-
way, another company controlled by the same people, is building
from the Berea line to Wooster. The section from Berea to
Medina is nearly completed and will be placed in operation next
spring; the balance is being graded and will probably be finished
next year. FEarly this year another distinct company was organ-
ized: the Elyria, Grafton & Southern Railway Company. This
line was pushed to completion and was placed in operation very
recently.

For the next two or three years at least the lines mentioned
will be operated practically as one system, cars being operated
direct from the terminals to Cleveland over the Cleveland, Elyria
& Western tracks. Power for practically the entire system will be
furnished from a single power house located at Elyria. This will
be accomplished by means of high-tension transmission and eleven
transformer stations. The system will be arranged as follows.
The Cleveland, Elyria & Western eighty-nine and a half miles of
road will have transformer stations at Kamms, Elyria, Birming-
ham, Norwalk and Wellington. The first mentioned will occupy
the present power house, which is to be abandoned as a primary
station, and will consist of two 300-kw rotary converters. All of
the other stations will be equipped with two 300-kw rotaries each.
The C. A. & M., 35 miles, will have two stations, one near Savan-
nah and another near Windsor. The C. & S., 42 miles, will have
four stations; one near Liverpool, one at Chippewa Lake, another
near Creston and another at Wooster; two being necessary on
the lower section of the line because of a bad hill north of
Wooster. The E., G. & S., nine miles, will be supplied from the
rotaries at Elyria, and there will be a high-tension feed wire ex-
tending cross country from Elyria to the sub-station on the C. &
S. at Liverpool. The equipment of the Elyria power house con-
sists at present of two 500-kw direct-current Westinghouse units
direct connected to Slater engines.

The power house was designed to ultimately take care of the
system outlined, and it has space for several larger installations.
Tt is the present intention toinstall two 1000-kw alternating-current
Westinghouse units, direct connected to Slater engines. The high-
tension current will be generated at 22,000 volts and delivered at
the sub-stations at about 20,000 volts, to be transformed to direct
current at 630 volts for the trolley wire. The Norwalk sub-station
will be arranged for lighting service, as the syndicate holds a con-
tract for lighting the city. The present Norwalk lighting plant,
which was recently bought up, will be held as a reserve. Four of
the sub-stations have already been contracted for, and plans for the
other seven are being prepared. The system will be Westing-
house throughout. The equipment of the power house at Kamms,
the original station of the C., E. & W., consists of three 250-kw
Westinghouse generators, one driven by a Slater engine and two
by Allis engines, all direct-belted.

The M., C. & G., seventeen miles, and the O. C., twelve and a
half miles, are to be operated from the latter company’s power
house at Galion, the present equipment of which consists of two
150-kw General FElectric -generators driven by Slater engines,
direct-belted. The capacity of this station will probably be in-
creased. The boilers at all of the stations are Sterlings.

Some months ago nearly all of the C., E. & W. cars were des-
troyed by fire, so that the present equipment is almost entirely new
and modern. The cars are twenty-seven in number, the majority
being Kuhlmans and the balance Jewetts. They are 44 ft. and 46
ft. in length, mounted on Peckham trucks, and equipped each with
four 50 hp Lorain Steel Company’s motors, and Christensen air
brakes. For the extensions, fourteen new cars have been ordered
from the Kuhlman Company. They will be 46 ft. in length, and
the equipment will be the same as the others. Other cars will be
ordered as soon as required.

As has been stated, nearly all of the system is on private right
of way, the greater part 3o ft. wide and fenced. Sixty-pound rails
are used throughout, the C., E. & W. main line having been re-
cently rebuilt. The O. C. line is being thoroughly overhauled,
orades are being cut down, and the line ballasted. The high-ten-
sion and feed wires are all aluminum, and the trolley wire is all oco.
Brackets are of the flexible suspension type. Bridges are of steel,
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with high open span. Since the building of the original line the
grades have all been changed to steam railway practice, and on
the new lines steam shovels are being used for excavating and
ballasting. The lines are completely covered by a telephone sys-
tem, and the despatching is as accurate as on steam roads.

Data for the above was furnished to the writer by W. H. Abbott,
electrical and mechanical engineer for the C., E. & W., and con-
sulting engineer for the extensions.

2 X3

Boston & Worcester Street Railway Awards Contract ;
Wellesley Petition Withdrawn

The Boston & Worcester Street Railway Company, which pro-
poses to build an electric railway from Boston to Worcester,
Mass., has awarded James F. Shaw & Co. the contract for the
construction of the road, and the plan is to rush the line to an
early completion. The coutract aggregatcs about $71,500,000.
Plans for construction were matured some time ago, and much
material for the line has been distributed along the route. The
power station for the new line is now under coustruction at
Framingham, and car houses will be built at
Wellestey and Westborough. The company,

STREET RAILWAY JOURNAL. 775

be given in the town, but unless further disagreement atises, the
matter will not again be brought before the Railroad Commission.

The officers of the company are: William Butler, president; H.
Fisher Eldridge, of Portsmouth, N. H., vice-president; George
A. Butman. of Boston, treasurer; H. W. Sprague, Arthur E.
Childs, W. H. Trumbell, of Boston; Charles C. Pierce, of Brook-
linc; John H. Whipple, of Brockton; Albion R. Clapp. of Welles-
ley: Fred C. Hines. of Newton; Charles W. Shippee, of Milford;
Alexander B. Bruce, of Lawrence, directors.

oo
An Automobile Emergency Wagon

As mentioned some timc ago in these pages, the Brooklyn
Heights Railroad Company has contemplated greatly increasing
its emergency service. Several sites have been sclected for the
construction of stations similar to fire engine houses, and much
care has been given to creating a service which will approximate
the efficiency that is obtained by the fire patrol. A large amount
of the delay occasioned by breakdowns and other unavoidable ac-
cidents on the line could be obviated by promptly repairing
the damage, and it i1s thought that when the new svstem

it is announced, has acquired the Framingham
Street. Railway, Southboro & Marlboro Street
Railway, Framingham Union Street Railway,
and the Marlboro Street Railway Company.
These properties will, however, be operated
from the power stations now in use. It is esti-
mated that the running time between Boston
and Worcester will be two hours. The fare will
be 50 cents. The distance between Worcester
and Boston, by the Boston & Worcester, will
be 38 miles, while by the Boston & Albany the
distance is 44 miles. The present faie charged
between the two cities by the Boston & Albany .
Railroad Company is $1.

The company, which has experienced some
difficulty in securing a grant in Wellesley, has
formally withdrawn its petition before the Mass-
achusetts Railroad Commissioners asking for
a location in the town, with the intention of se-
curing the necessary rights of way from the
town itself. Before securing its charter, the
company chose to be considered as an “asso-
ciation in the process of organization,” and was
acting on this basis when, having failed to come
to terms with the town in regard to its location,

it secured a hearing on Nov. 8 before the Rail-

road Commission, asking that the board
grant its location on the ground that it
was the connecting link between the
other locations secured for its through line betwcen DBos-
ton and Worcester. Since Nov. 8 the company has se-

cured its charter, and can no longer be legally considered
as “in process of organization,” and the attempt once more to
get the location from the town authorities is virtually the aban-
donment of whatever it had so far accomplished with the Railroad
Commission, and the beginning of its negotiations all over again.
Nothing took place at the adjourned hearing of Nov. 18 except
the withdrawal of the petition by the company, and the announce-
ment of the hearing’s adjournment.

The reason for this sudden change of plan is believed to lie in
the announcement by H. E. Warner, counsel for the objecting
abutters, at the first hearing that if the board should rule that the
company was properly before it on the matter in hand, under
authority of sec. 16, chap. 578 of 1898, he would take the case be-
fore the Supreme Court of Massachusetts.

The contention of Mr. Warncr was that the street railway act
gave the right to appeal to the Commission (as the Boston &
Worcester Company was appealing) to a corporation, and not to
a company “in process of organization.” The Boston & Worces-
tcr Company’s other locations are all held under the provision
that they shall lapse unless work is begun on or before Jan. T,
1902. Consequently, to have this link location get into a legal
entanglement would be likely to delay its acquisition until some
time after Jan. 1, a contingency which the company has the strong-
est reason to avoid. So, although the intimation given by the
board at the last hearing did not suggest much that was unfavor
ablc to the company’s side of the case, the company considered it
wiser to draw out on its present basis and begin as a corporation.
A new petition will be filed with the town for either a single or
doublc track location, as the town may prefer. New hearings will

AUTOMOBILE EMERGENCY WAGON FOR BROOKLYN

gets into opcration that much valuable time will be saved.

In the accompanying engraving is shown a view of a new auto-
mobilc  delivery wagon which has recently been tried by the
Brooklyn Heights Railroad Company. The new wagon is hand-
some in appearance, and has the power to develop a high rate
of speed. In a self-propelled vehicle, the saving effected in main-
tenance over the keeping of horses is no small item of the desir-
ability of employing this class of apparatus. The photograph from
which the engraving shown herewith was made was taken before
the wagon was equipped for service. At present ladders have been
placed along the side where they are out of the way, but cx-
tremely convenient, and the necessary supplies and materials for
repairing an accident are placed in the body.

The high rate of speed at which the automobile is expected to
run mnecessitates some additional emergency brake beyond the
regular band brake on the driving wheel. This brake may be scern
in the photograph on the rear wheel. Tt is also arranged
so as to grip the fellow of the wheel without injuring the hard
rubber tires with which the wagon is {urnished. The application
of this brake will stop the wagon in a very short distance., when
going at its maximum speed, and it enables the driver to have
perfect confidence in his ability to avoid collisions while hastening
to the scene of trouble. The equipment of the emergency wagor
consists of the ordinary tools, such as jacks, bars, pullev hlocks,
cte., and rope, wire, trolley cars, and other overhead material and
miscellaneous supplies of all kinds. The power by which (he
wagon is operated is steam, it being furnished with an cngine of
the “NMobile” type. placed under the {orward seat. Between the
cngine and the driving wheels are two shaits, connected together
by a sprocket chain, and making a reduction in speed between the
cngine and the drivers.



Tests for Acceleration and Draw-Bar Pull

A comparative test of a steam locomotive and cars equipped with
Genceral Electric train centrol apparatus was made on the experi-
mental railway of the Gencral Electric Company and on the track
of the New York Central Railroad the latter part of last week
and the first of this week. The test was made under the direction
of Bien J. Arnold, recently of Chicago, but at present of New
York, and \V. B. Potter, of the General Electric Company. The
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duced to $2.264,000. The city appealed to the Supreme Coutt, and
that body rendered judgm.ent in favor of Newark, upholding that
city's contention that rights of way in public thoroughfares were
easements, and as such constituted real property and were tax-
able as such.

Attorney-General Grey was called into the case hy Governor
Vorhees, calling his attention to the fact that two or three mu-
nicipal corporations have assessed real estate of street-using cor-
porations under the franchise tax law of 1900, and will, therefore,
receive “an enormous proportion’” of the franchise tax, while

SPECIAL TESTING TRAIN FOR COMPARING STEAM AND ELECTRICAL OPERATION

conncction of Mr. Arnold with the New York Central Railroad
makes this test of particular interest.

In the making of the test the special dynamometer car No. 17, of
the University of Illinois, and the Illinois Central Railroad. oper-
ated by Professor Edward C. Schmidt and John N. Snodgrass, was
used to take readings on the draw-bar pull, speed, acceleration
and distance traveled by the train when' drawn by the locomotive
and when drawn by the General Electric cars. Readings were also
taken in the motor cars on the speed, time of acceleration, dis-
tance, voltage and current, and at the power station the watt con-
sumption of the line was recorded. As it is obvious that recording
potential at the power station would not be satisfactory, the actual
voltage of the car under different conditions was obtained by run-
ning potential wires back to the wattmeter from the end of the
line.

A train was made up varying from one to six cars, and drawn
first by two motor cars, then one motor car, then by the eight-
wheel, four-driver engine, No. g68, of the New York Central, and
finally by the new fourteen-wheel, six-driver engine, No. 1407,
specially designed for the suburban work of the New York Cen-
tral. Owing to the difficulty in getting engine No. 1407 into the
vard, it was tested on a track of the New York Central very
similar to the experimental track of the General Elcctric Company.
The total weight of the six cars drawn in the train was approxi-
mately 250 tons. Engine No. 1407 was built in August, 1901, by
the American Locomotive Works, at Schenectady, and weighs
about 214,000 Ibs.

The two electric cars used were of the large railroad type, built
by the St. Louis Car Company, and weighing, with equipment,
71,150 1bs. and 69.800 1bs. respectively. They werc mounted on
Peckham and Brill trucks, with four G. EE.-35, 160-hn motors per
car. The type M-control was vsed, so that the train was con-
trollcd and run by one man in the cab. There was a separate sct
of contactors. cut-out switch, and reverser for each pair of motors
<o that the motors on any of the four trucks could be cut out of
service at any time. On each car there was a C. P.-14 air com-
pressor, and motor with automatic governor, which supplied the
air for the brakes on the train. There was also a small dynamo
and engine, driven by air from the truck, and used when necessary
1o send a small current through the pick-up rail to make the third
rail alive.

e % ———

The New Jersey Tax Fight

The Court of Errors and Appeals, at Trenton, N. J., is now
hearing argument on the appeal taken by the North Jersey Street
Railway Company, of Jersey City, from the decision of the Su-
preme Court, concerning the assessment made for taxes of 1900
against the company by the tax board of the city of Newark. The
final decision, which it is expected will be rendered in a month,
will be sweeping in its effect, and the result is anxiously awaited.

Newark assessed the corporation’s property in that city at
$3.100.000, and this the State Board of Taxation subsequently re-

municipal corporations that failed to act under the law of 1900,
expecting a rcversal of the decision of the Supreme Court, will
get a very small percentage of the franchise tax, thus making the
matter a State affair.

- g -

The Buffalo High-Tension Cable Distribution System *

1BY HAROLD W. BUCK
In the development of the electrical transmission of power
many propositions are being presented of a water power or coal
mine situated within such a distance of a city that it is cheaper to
transmit power from the mine or waterfall than to generate it by
steam in the city itself. In such systems three cngineering ele-
ments must be considered: first, the generating plant; second, the
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transmission line, and third, the method for distributing the power
at the end of the transmission line. Electrical generating plants
and transmission lines have been the subject of many discussions,
but the terminal arrangements for transmission lines are newer
in their development, and it is the object of this paper to bring
the matter up before the members of the Institute for discussion,
the problem presented being the best method of distributing the
power throughout a city after a point has been reached on the
transmission line where 1t is no longer safe to carry the power
overhead at the transmission voltage. Such limitations exist on
the outskirts of all cities.

In order to serve as a basis for discussion and to point out the

*A paper read before the American Institute of Electrical Engineers, Nov.
22, 1901
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various considerations which enter, a brief description will be
given of the method which has been adopted for the distribution
of Niagara power in Buffalo.

Fig. 1 shows a map of the Niagara-Buffalo transmission line
indicating the relations between the overhead circuit and the cir-
cuits of distribution within the Buffalo city limits, the numeral.3
on the map indicating the terminus of the 22,000-volt overhead
three-phase lines. At this point the three overhead circuits, each
having a capacity of 10,000 hp at 7 per cent line loss, enter a ter-
minal house, and are connected, as shown in Fig. 2, through
circuit breakers, selector switches, bus-bars, etc., to the 22,000-
volt primaries of tlie step-down transformers. These transformers
have a capaci y of 3000 hp each, and are of the oil-water cooled
type. The secondaries of the transformers are wound for 11,000
volts, making the ratio of reduction of voltage 2:1. The second-
aries of the transformers are connected through selector switches
and two sets of bus-bars to the underground cables, each of which
is connected through an air-break circuit-breaker. With the
arrangement shown, the Buffalo system can be operated in two
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FIG. 2,—CONNECTIONS, BUFFALO TERMINAL HOUSE

sections if desired, and any overhead circuit or any cable con-
nected to either of the banks of transformers. The 11,000-volt
cables supplied from the secondaries of the terminal house trans-
formers are drawn through tile ducts under the streets in the
usual manner, and carry the power to the various sub-stations
throughout the city of Buffalo. At present there are five feeders,
each consisting of No. ooo triple-conductor lead-covered cables.
Two of these have 9-32-in. rubber, two 8-32-in. rubber and one
614-32-in. paper and 4-32-in. paper over all. The lead in all cases
is ¥4-in. thick.

Fig. 3 shows the general arrangement of cables throughout the
city, with the various methods which are used for transferring
from one to another and for cutting out damaged sections of a
cable by means of section switches, so that the entire length of
cable from the terminal house will not have to be cut out of
service. Special attention is called to these section switches, which
are shown in Fig. 4. They are of the triple-pole, single-throw
type of oil-break switch, with a waterproof hood of iron bolted
to the top of the switch frame for the protection of cable heads
and leads. These switches are installed in vaults under the city
streets, placed at convenient intervals. Some of the vaults are as
large as 10 ft. x 12 ft. These switches are absolutely waterproof
and could be submerged if necessary without danger, and will
open the circuits under heavy loads without difficulty. They have
proved of great convenience at times when repairs have been
necessary on sections of the cables, and for locating faults without
the necessity of cutting the cable. I believe that underground
section switches of this kind would prove of great service to all
high-tension cable systems, and believe that the design shown is
entirely safe for service at 11,000 volts.

In all, seven sub-stations are supplied with power at 11,000 volts,
three-phase, distributed as follows with reference to Fig. 3:

Station No. 4.—~2000 hp, for railway purposes, transformed from
11,000 volts to 360 volts and fed to four 500-hp rotary converters.
1000 hp, for general power distribution on a tertiary system at
2200 volts, three-phase, the voltage being lowered from 11,000
volts by three 250-kw transformers. This 2200-volt distribution is
partly overhead and partly underground.

Station No. 5—1500 hp, for railway purposes, transformed from
11,000 volts to 360 and fed to three 500-hp rotary converters.
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Station No. 6.—1000 hp, for railway service, as in Station No. 5.

Station No. 7.—5000 hp is transformed from 11,000 volts to 360
volts and fed to the plant of the Buffalo Lighting Company in an
adjacent building. 1000 hp, transformed to 2200 volts, three-
phase, for general power distribution on the tertiary system.

Station No. 8.—2000 hp, transformed from 11,000 volts to 2200
volts, three-phase, for power distribution on the tertiary system.

Station No. 9.—1500 hp, transformed from 11,000 volts to 360
volts, for supplying power to three 500-hp rotary converters for
railway purposes.

Station No. 10.—1000 hp, for railway purposes, as in Station
No. 9.

It might be asked why the power is not transmitted from
Niagara Falls at 11,000 volts and distributed through the under-
ground cables without transformation. It will be found, how-
ever, that the saving in copper on the transmission lines by the
use of 22,000 volts more than pays for the transformer installation
in the terminal house, and that the saving in line loss is greater
than the loss introduced by the step-down transformers. The
longer the transmission line the greater would be the proportion-
ate saving. It may also be asked why, if the overhead lines are to
be operated at 22,0007volts, the transmission cannot continue at
this voltage throughout the cable system in order to avoid the use
of step-down transformers. It is true that there have been ex-
amples of successful operation of underground cables at voltages
even higher than 22,000 volts, notably the transmission from the
plant of the St. Croix Power Company, but, obviously, what caun
be done on a through trunk line cannot be safely done on a net-
work, and the Buffalo underground system is essentially a net-
work. It has many lateral connections, frequent joints, section
switches, cable heads and switchboard connections, and under
these conditions, which are probably no different from the require-
ments of other cities, I believe that 11,000 volts is, in the present
state of the art at least, the highest voltage which should be con-
sidered. The success of the Buffalo power distribution at 11,000
volts, which has covered a period of about four years, has, how-
ever, demonstrated the safety and feasibility of using a potential
as high as this, provided the greatest precautions are taken in the
selection and installation of cables, and in the insulation of all
terminal appliances. It seems to show that there is no longer any
reason for fixing the prevailing voltage of 6600 volts as the safe
limit for underground work and for paying for the extra copper
and ducts required by the lower voltage.

In cases of short-circuit in the cables, practically no damage is
done at 11,000 volts on account of the small current. Short-
circuits have occurred on these cables, which have had the whole
of Niagara power back of them, and it has been found, after lo-
cating the fault, that the lead was barely melted off around the
fault. At 6600 volts such a short-circuit would undoubtedly blow
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FIG. 3 —BUFFALO 11,000-VOLT CABLE SYSTEM

the cables to pieces, on account of the greater current, the heat
cnergy at the fault being nearly four times as great. This is a
practical advantage, for it reduces the risk of damage to adjacent
cables and ducts.

In the city of Buffalo, then, we find a distributing company
called the Cataract Power and Conduit Company purchasing
power from the Niagara IFalls Power Company at the Buffalo
city line, at the transmission voltage, lowering it to 11,000 volts,
three-phase 25 cycles, and distributing it as raw material in this
form as dealers in power. To the railway company it is delivered
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for transformation and conversion for use on their own direct-
current circuits, to the lighting company for conversion into the
various forms in which they redistribute it to small consumers,
and it is also delivered to various' factories using power in quan-
tities from 75 hp upward, to which consumers power is supplied
from the tertiary system mentioned 2t 2200 volts, three-phase, from
sub-stations owned and operated by the Cataract Power and Con-
duit Company.

From a business as well as an engineering standpoint it is be-
lieved that the methods used in Buffalo as described are very
satisfactory and cconomical. The primary company, viz., the
Niagara Falls Power Company, confines its attention to thc gener-
ating plant and transmission line, the distributing company to the
delivery of three-phase, 25-cycle, alternating-current.power, and
Ay
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Mtr. Lang on Interurban Roads and the Everett-Moore
Syndicate

At the annual banquet of the Toledo Chamber of Commerce,
held Saturday evening, November 23, Albion E. Lang, president
of the Toledo Railways & Light Company, made a speech in
which he gave some mteresting information relative to the de-
velopment of the interurban and city railways of Toledo, together
with sevcral hitherto unpublished facts regarding the plans of the
Everett-Moore syndicate, which now controls the Toledo lines.
Mr. Lang said in part;

“The ncwspapers are constantly filled with items pertaining to
clectric railway syndicates and the properties in which they deal.
As some of the items are very much ex-
aggerated, and are not strictly in ac-
cordance with the truth, I deem it
proper at the outset to say something

personal of the leaders of the Everett-
Moore syndicate, both of whom are es-

sentially Ohio men.

“Mr. Everett is the son of Dr. Henry
Everett, and was associated with Cleve-
land's first street railways. He built his
first street railway in Montreal, convert-
ing a horse line into an electric line. He
was the first man in this country to in-
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troduce the workingman’s ticket and a

3-cent fare. From Montreal he went to
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Toronto, and did the same thing; thence
to London, Ontario, to Detroit, and re-
turning to Cleveland identified himself
with the Cleveland Electric Railway
Company, of which he has been presi-
dent during the past five years. He is
a young man, forty-five years old.

e G

“His partner, Mr. Moore, came to

o Cleveland from Canal Dover, and be-

FIG. 4.—DETAILS OF UNDERGROUND SWITCH

the railway and lighting companies to the interests of their own
circuits. This separation of respounsibilities is cntirely logical and
most convenient. It would be still better if the Cataract Power
and Conduit Company could confine itself to the delivery of power
at a single voltage, viz., 11,000 volts, but the tertiary distributing
system at 2200 volts is necessary, for the rcason that it is ob-
viously not safe to supply small consumcrs of power, such as
small factories, with connections at so high a voltage. By trans-
formation to 2200 volts the numerous “grounds” which occur on
these circuits are made independent of the main cable system,
and the introduction of the transformers adds to the self-induction
of these circuits and limits the violence of the short-circuits which
occur upon them.

The transformation of voltage at the city line from 22,000 volts
to 11,000 volts, besides being nccessary, is also a positive engincer-
ing advantage, for the reason that it rcuders the 11,000-volt cable
system independent of “grounds,” and high-voltage disturbances
from lightning, resonance, etc., which occur at times on the trans-
mission line, since there is no clectrical counection between the
two. Although there have been several instances of rises of po-
tentials on the overhcad line far above the normal, resulting
probably from resonance, no rises of voltagc have been noted as
having been transmitted to the cables by induction through the
cores of the step-down transformers.

Tt is believed that the methods here described are practicable
and convenient, and can be safely followed in principle by those
who are planning similar systems of distribution.

— e

The Butte Electric Railway Company, of Butte, Mont., has
recently opened and placed at the disposal of its employees a suite
of rooms where the men can comfortably and profitably spend
their leisure hours. The rooms, two in number, adjoin the main
office of the company, and while the appointments are not ele-
gant, they are bright and new, being admirably suited for the
purposes to which they have been put. The latest magazines,
technical and daily papers are provided, and the plan is to add a
small library. A club, to which any employee of the company
shall be eligible, is to be organized. There are over 100 men in
the employ of the company, and they are highly elated over the
personal interest that the company has more than once shown
it manifested in them. '

came cashier of the Dime Savings Bank.
He is one of the best equipped financial
men I know, posscssed of a wonderful
quick perception, and makes friends wherever he goes.

“The syndicate absolutely controls 950 miles of interurban and
suburban railway properties. It controls all of the Cleveland lines
except the Cleveland City Railway, which is owned largely by
Senator Mark Hanna; all but one line in Detroit and everything
entering or in Toledo except the Toledo & Western and the
Tolcdo, Bowling Green & Southern roads. It has an option on
the Toledo & Maumee Vallcy Railway, and will come into pos-
session within a short time.

“The Everctt-Moore syndicatc represents 75 or 1oo men. When
it sprang into existence, investors were timid. So successful have
the leaders been in their various enterprises that they now have
all the financial interests in Cleveland back of them. Their great-
est difficulty now is in keeping the men back of them from fight-
ing to see how much percentage each shall get. But they allot
each purchase proportionately among the members.

“Over 75 men outside of Toledo are financially interested in our
electric railways. The roads the syudicate will acquire in the
future aggregate 1400 miles. At present their lines are capitalized
at $47,000,000. These lines earned last year $5.500,000. It is as-
tonishing to note the growth of these roads without in any way
detracting from the business of the steam roads.

“The main system starts at Port Huron, Mich., and extends
across Ohio to the Pennsylvania State line, an almost unbroken
line of 360 miles, drawing from a population of from 4,000,000 to
5,000,000.

“The lines are not so largely capitalized as they would seem to
be. The Lake Shore steam road stands for $75,000 per mile, and
the T., F. & N., which it parallels, at $45,000 per mile. The aver-
age earnings of a steam road are $1,600 per mile, while the electric
line earned $3,800 per mile, and this was almost wholly on pas-
senger traffic with rates one-half less than the steam road. The
freight business has not been developed. In Detroit the entering
lines did a freight business last year of $150,000; in Toledo $50,000
so far as we know. The steam roads depend upon the freight
business for the bulk of their revenue.

“The effect of the electric lines upon this city are hard to esti-
mate. The Hollenden Hotel at Cleveland had to build two addi-
tional stories because of the growth of patronage due to electric
roads. Traveling men now take the cars to the surrounding small
towns, transact their business and return to the city for the night.
What is true in Cleveland is true elsewhere. During the past year
1,000,000 people were carried on Tcledo electric railways. In
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Detroit they accommodated 3,500,000. All told the lines accom-
modated 8,000,000. Twenty years ago, when [ first entered the
street railway business, the earnings of the local lines were $400,-
000 per year. In 1897 when we acquired the Robinson lines, they
were $670,000. For the past ten months they have been $950,000.
Fifteen yecars ago a four miles ride cost 5 cents. To-day we ean
ride 12 miles for the same fare. Then we operated 35 cars; at
present we have 120.  Our pay-roll is about $36,000 per month; we
employ 850 men in the winter months and 1000 during the summer.

“Syndicate management of the big interurban system will effect
immense savings. At present there are fourteen power houses,
but engineers figure this can be cut down to eight.

“Our engineers are at present preparing plans for the largest
power house in the world. Tt will be located in the coal belt of
Ohio, and it will utilize refuse coal. Its energy will reach out
100 miles in several directions. Other power houses will then be
dismantled, retaining only central houses, one cach in Detroit,
Toledo and Cleveland. Tt will be a zone system, the big houses
feeding in a measure on the others. Economy in this way means
reduced charges on passenger traffic.

“In the vicinity of Tolcdo there is much work in progress.
There will be lines to Findlay, Fostoria, Defiance and Napoleon.
Two lines are being built from Toledo to Bryan, but it is hoped
the gentlemen will get together and build but one. There will be
a perfect network of line radiating from Toledo as a ccnter, some
of them built by the syudicate and others by independent interests.
The advantages to Toledo are immense.

“As to the city lines, we are figuring on abandoning some of
our smaller car houses and will erect a large central car house
and repair shops. When we built our power house in 1895 we
investigated the subject of how to handle coal meehanically. We
wanted a combined stoker and smoke consumer. We have now
commenced to install such an arrangement in our power house
which will do away with all smoke.”

N . S

Engineering Periodicals and the Card Index*
BY I WADE HIBBARD

Among the most valuable members of the engineering profes-
sion to-day are the moving spirits of the engineering press. Much
matter of great value is regularly to be found in the current peri-
odicals of a profession growing so rapidly and in so many diree-
tions as 1s mechanical engineering.

Books, monographs upon partieular subjects, nccessary as they
are by their gathering within one cover all the required material
of years and many places, and by their orderly classification, logi-
cal discussion, and evolving of principles, are, by very necessity
of their production, always and inevitably behind the times. The
reason for existence of the engineering press is to collect all recent
valuable information—news, if you please—and present it weekly
or monthly, less or more digested, to as large a circle of readers
as possible. The American papers, representing special branches
of the profession, far surpass in numbers and variety and excel-
lence the like papers of the old world. Their general use proves
that they have a most important place. With these may be grouped
the published transactions of the many engineering societies and
clubs. Unthinkingly or deliberately to neglect forming acquaint-
anee with so great a souree of engineering knowledge is not fitting
for the student who has his own future to make in a eountry
where ruts and old fashions are only for the failures.

Should one read, and preserve what he reads? To take knowl-
edge into one's hand temporarily, and then not afterward have
that knowledge available for desired use, is as foolish as onee to
have seen a life preserver and not be able to find it at midnight
collision. But that is for the second part of this subjeet.

Of Reading:

Habits are excellent balance wheels, generally. Brillianey being
given to but few men, the great majority must hammer out lesson
or problem or engineering feat. In faet, genius has been dcfined
as an infinite capaeity to take trouble. Regularity of mind, a habit
of undivided intensest applieation, may place the worler far be-
yond the one who thinks to aeceomplish by fits and starts. Let
then the student distrust his ability to eommence reading the
technieal papers after graduation, unless he has lcarned to read
them before.

Skeptieism is the normal state of the seientifie mind. Tt is ever
looking for something better, not satisfied that the present is
perfect. The reading of artieles over the names of famous engi-
neers, afterward to find them severcly criticisced, is good for the

* An addrcss before the students of the Society of Mechanical Engincers,
Sibicy College of Mechanical Enginecring, Cornell University.
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confiding student who perhaps has supposed that all engineers
and professors are agreed. It is just as well for him to learn not
to believe all that is in print, unless there are good reasons
presented.

Tndependent investigation is promoted by reading the papers.
A printed controversy stimulates anyone who loves a fight
Blessed be the man whose engineering eye is fired and mettle
aroused by the prospect of a battle royal between men of fame.
Perhaps he too can put in a lance, if extra spare hours or thesis
subject will permit.

Commercial methods are often not fully praeticable in college
shop, drafting room and laboratory, because of the necessary
limitations for instruction purposes. The papers, if read with
discrimination,, will throw light upon these departments. The
reading student will learn of the difference between “exactly
right” and “good enough;” between no payment of wages and
production under competition; between instruction designing and
the spur of a contract date for completion.

A subscription to a paper should not be made in a hurry. And
vet the rcading from the start should be carried on with that end
always in view. After the different papers become known, then
the heart of the very human editor should be gladdened by a
little note of appreciation—with some of that necessity for which
he works, though not chiefly. A good engineering paper should
be one of the life partners, ready at hand when moments of leisure
permit its instruction and cnjoyment, better understood and liked
as the years roll on, acquaintance or perhaps friendship formed
with editor, contributions made, suggestions given and taken,
some share had in its mighty influenee in the engineering world.

A union of readers will economize time and enable eaeh to cover
more ground and gain greater good. A reading club for discus-
sion, in which cach member reads one or two papers and reports
upon his leading articles to the rest, is an exeellent institution in
college and afterward. Tt has irequently been run with success
by the younger men gathered from a railway drafting room, test
department, and even including some of the more ambitious
young men in the shop. Sometimes a deferred and announeed
diseussion, or an occasional more formally prepared paper, are
useful additions and promote deeper thinking. Such a elub adds,
to the advantage of a reader coming into contact with paper, the
decided advantage of more open friction between man and man,
a defending of one’s position, an acquirement of ability to think
while talking, a cultivation of logical placing of thought and
word so necessary for the engineer who must present his ideas
to others with foree. This rubbing against one’s fellows in like
pursuits is, by the way, not among the least of the advantages of
a college education in general.

Years afterward, when official responsibilities come, this earlier
training will bear good fruit. A superintendent’s office will take
regularly several papers or several copies of one most useful paper.
He marks in these papers articles appropriate for the instruction
or spurring of particular subordinates; and sends them out. Later
he will call for meetings of these heads of divisions or departments
in his office; and the resulting interchange of opinions on the
papers, tempered with experience, will prove of decided advantage
to the business, promoting unanimity of feeling between the de-
partments and the introduction of the best methods suited for
each or perhaps all. The speaker recalls with much plcasure
such meetings on the Lehigh Valley Railroad, and has been told
only recently by President Vreeland of the Metropolitan Street
Railway of New York City of the sueeess of attending his marking
of sueh artieles and sending them out, not merely to subordinates,
but to some thousands of motormen and gripmen.

The Card Index.—But what of that dimly remembered life-
preserver which eould not be found when there was dire need?
Editors of papers, engineering and otherwise, are frequently in
reeeipt of letters like the following: “A number of months ago
T read an artiele in your paper, or one like it, bearing upon such
a subject. At the time of reading T recognized its value. Not
only did T think that T had its essential items impressed upon my
memory, but T reeall making some record in my note-book. I
find now a problem has eome up in my praetiee for whieh I greatly
need, and at onee, the information eontained in that article, but I
ean find neither it nor my note, the latter being evidently hidden
in the midst of other material. Tf it appeared in your paper, will
you give me the date and if possible send me the copy? T am
willing to pay a good price for it.” Even when one has the an-
nual indexes of his enginecring papers bound up with the volumes,
it may be a search of hours to unearth an article whose general
subjeet or whose most valuable details are more strongly im-
pressed upon the memory than its title as appearing in the index.
The average subseriber docs not get the full value out of his paper,
because of this very inability to find again what he has read.

The eard index will obviate the difficulty, giving ready aecess
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to what has been read by its maker, recording information in the
form best adapted to his professional needs and to his own pecul-
iar habits of mind and memory, and following his own pet systen.
The speaker gave up the note-books ten yecars ago and com-
nicnced a card index or, as it is sometimes called, “Index Rerum”
(Index of Things), making it really a written memory of every-
thing which “might come in handy some time;” of reading, of
expcrience, of oral information; engineering, household, athletic,
religious; references to catalogues, drawings, clippings; lists, fu-
ture plans, addresses—everything.

The mechanical features of a card index are, first, the cards.
These are of white linen ledger, very tough, like very heavy letter
paper. A thicker card will not give flexible handling, and is too
buiky. A thinner card is not durable and works up out of place
urless held in by some locking rod passed through all the cards.
The convenient sixe of card is about 3 x 5. It is very essential that
all cards in one index be exactly alike in the smaller vertical di-
riension.  To test this, in buying a pack, remove one-half and
reverse it to bring the outer cards next to the middlc ones; these
must then be of the same height, uniformity in the long dimen-
sion not being so important. In fingering the index, it is almost
impossible to catch a low card between two high ones. The
leading book stores are cutting these for 6o cents per 1000. A
half dozen companics cut their standard cards, guaranteed per-
fectly uniform in size, for a little higher price.

Guide cards or heading cards are needed, at first only for one
alphabet. These cards are much thicker and tougher than the
cthers, because of greater handling. The student may cut -nd
letter these for himself out of calendar backs or other cardboard.
o1 they may be bought, with letters upon them on a small portion
projecting % inch to % inch above the common cards. As one’s
card index gets large along some special line, guide cards may
have that subject placed upon the projection, and a following
series of smaller-projection alphabetical supplementary guides in-
serted to subdivide that particular subject for easier reference.
One will not err on the side of having too many guides in a large
and much used card index. They greatly increase speed of refer-
ence.

The cards may be kept in a pasteboard envelope box for a few
years. A beveled block of wood may be placed at the back of the
pack, to keep the cards slightly fallen back out of the vertical
position. This will render the projecting letters more visible.

The above three paragraphs relate the cheapest form in which a
card index may be started. Any book store sells complete aud quite
inexpensive equipments of perforated, ruled and tabulated pat-
ented cards, guides with various widths and locations of projec-
tions, tabs (use explained later), drawers with card-locking de-
vices, cabinets, to suit all purses. Where more than one person
handles a card index, the cards should be perforated near the
bottom for some form of rod to pass through, thus avoiding the
danger of a spill.

The making of a card index is a growth. The easiest way to
get started is to read the papers with slips in hand and fountain
pen or indelible pencil (ordinary purple copying) ready for use.
Read an important article. At the top of a card place the subject
of the article, very likely not thc author’s title of the article, but
the subject that appeals to your type of mind after the reading. Right
here is the most difficult part of a card index. You are in danger
of indexing an article on compressed air under C the adjective,
when it should be under the noun A; or Blowers under B, when it
should be under A as Air Blowers. Perhaps the most accessible
guide for the inexperienced indexer is the table of contents of
Kent's Mechanical Engineers’ Pocket Book. On page 447 of
the American Society of Mechanical Engineers’ Proceedings for
1806, a discussion on card indexes, Mr. Kent explains his method
of general heads—e. g., to put everything relating to steam under
Steam, as steam boilers, steam engines, steam pipes. The railway
mechanical engineer should follow the Car Builders’ Dictionary,
and the index of the Master Mechanics Association on page 67
of the proceedings for 1900, to be revised by a special committee
for the proceedings of 1901. The Dewey decimal system, as
expanded for engineering, was advocated in A.S.M.E., 1893, page
780, though the secretary of the A.S.M.E., in the proceedings for
1806, page 423, shows its limitations and recommends a different
system as used in the library of the Society and the engineering
library of the Franklin Institute of Philadelphia.

Sometimes one is uncertain how to index some piece of infor-
mation. Remember then that almost everything will have two
parts—the thing and its function; and if the thing is the more
prominent, catalogue it under the thing; or if the function, then
under the function; but, and the following is called ‘“‘cross index-
ing,” be sure and make out a card for the other and write on it:
“See the main card” (giving its subject). A liberal use of cross
indexing is no fault; one’s mind does not always work on the same
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lines, and data might be buried even in a card index. Five years
Jater one may not be able to recall just the one heading under
which lie indexed an article, but is sure to remember one out of
the several headings of the cross indexing.

After the subject is written on the card, add the name of the
paper, with year and page. The card is as yet practically worth-
less. Add a short description of the article with your opinion of
its value or applications. Perhaps you can place upon the card
all of the article that is of value. At least enough must show on
the card to give the future searcher after information some dis-
criminating idea of the article and whether it will pay to read it
again to aid him in his engineering problem. s

If the card is made out of information not in print, it should of
course be full. A note-book may, however, be needed, and in
that case the card will refer to the note-book by number or date
upon the cover and the drawer number where finally deposited.

The card should be filed away in proper alphabetical order the
same day it is made. No accumulation should be allowed, for
it soon clogs the work and makes untold disorder. Later in life
the busy engineer should handlc his papers like his morning mail,
reading them as soon as received, marking important articlcs and
turning them over to an accustomed clerk for index cards and
filing.

Where a number of technical papers are to be read each week
or month, it becomes essential to learn how to get the cream
without drinking all the pans of milk. It is out of the question to
read them all thoroughly. DBefore attempting any reading an en-
gineer should look them all over and note important articles to be
read later if possible. In this way there is obtained a general
idea of the contents of the papers and also of the relative impor-
tance to him of the articles noted. These are then carefully read
in the order of merit, so far as time will permit. In this way, one
will see and read many things of the first importance, whereas
without such a preliminary zlance through the papers, they might
have been missed. Without going through papers, it cannot be

- known what they contain; while to begin and read as you go,

results in using up all the tinme over matter which may be of little
relative importance. One must, however, avoid the danger of
being satisfied with the preliminary skimming; the thorough read-
ing must follow.

Current engineering literature should not be left here without
calling attention to the published volumes of index notes now so
happily carried on monthly in the Engincering Magazine, 120
Liberty Street, New York, the annual compilations of the same
being assembled every five years in future volumes as in the past.

Interior classification, and several classifications just as easily,
may be carried on simultaneously throughout the one card index,
if found desirable in any business, by means of “tab cards.” These
are like the supplementary guides, but with numbers or other
characters upon them, the projection at the top being raised in a
particular piece of card for cach particular class, the tab cards
being also of different class colors if wished. For example, all
things made of brass may be indexed on yellow cards, while still
placed in the proper alphabetical places of the things. If a tool
index, cvery tool made of a “brand three” of steel will have 3 on
the little projecting tab, and those tabs will show perhaps one
inch from the extreme left throughout the entire index.

Yet, remember, that at the start the simplest scheme is the best,
and the new maker of the card index will escape the danger of its
toppling on account of its own weight of cumbersomeness while
the foundation—the habit of adding to the list—is weak. The
refinements may come later and for the special indexes, like that

for tools.
ADDITIONAL USES

What may be indexed? FEverything. The advertisement clip-
pings previously mentioned may be placed in numbered envelopes,
they in numbered drawers, and indexed. Other clippings or
pamphlets may be disposed of in the same way. Or material may
be pasted in scrap books and the pages indexed in the card index.
Some engineers prefer to tear apart all papers and file away only
the valuable parts as indexed. Sometimes it is best to insert
envelopes, open at the end, of the same size as the cards, into the
card index; these envelopes to have subjects as though they were
cards, small clippings being placed within. The books of one’s
own private engineering library arc made far more useful by suit-
able contents references in one’s card index.

Comimercial literature, in the form of trade catalogues, forms a
vast and growing collection of excellent technical and professional
matter, which, while sometimes partial, yet is always fresh and is
hence valuable in the experience of every engineer.

A systematic arrangement of catalogues (greatly facilitated if
of standard 6 ins. x g ins.), giving instant reference to any one
wanted, is a very important requirement of all who are designing,
building or purchasing.” Numbered, they are placed in numbered
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drawers and indexed with contents on the cards. It is usually pos-
sible, in addition, to group catalogues on the same subject into
drawers together, if portions are torn apart which relate to differ-
ent subjects. A cross index of catalogue subjects is also advisable,
unless the plan of the previous sentence is fully realized; and in
this a card on one subject will refer the searcher to all the pages
and catalogues related.

Articles of theses, as suggested by a writer in the Engincering
Record, call for an extremely useful application of the card index.
In preparing one of these papers the first step should be to jot
down on temporary index cards facts of interest and data as col-
lected in consulting references upon the subject. The references
should always accompany the notes on the cards. If these notes
are of sufficient value to be saved on their own account they
should be made on permanent cards as for the index. For bulky
data a note of reference only will be sufficient to enable the scheme
of the article to be planned. These data as collected are assorted
in the order of their sequence in the article to be written and will
give at any time at a glance the general outline of the article and
its progress. When all data have been collected and the notes
arranged in their proper order, it is a very simple matter to write
the article with the notes spread out in their proper order at onc
side. The majority of the notes can be enlarged upon for the
article, probably without consulting the references, but-by check-
ing off each slip as used in the article time may be taken to consult
references without causing confusion.

Correspondence, however extensive, becomes under perfect con-
trol when systematized by a card index.

Drawings are indexed on cards, though not in the index rerum,
as indeed it is not advisable to do with catalogues above nien-
tioned. The card of each drawing serves also for records related
to the drawing. These and the following cards are usually of
larger size, as 4 ins. x 6 ins. Obsolete drawings will have their
cards withdrawn from the working index. Patterns may be treated
in the same way, with card record of dates when made and altered,
cost of making, changing and repairing, where shipped and when
returned, weight and material of part, etc. Stock accounting is
facilitated by a card index, with records of purchases and sales,
or receipts and distributions as of a general storehouse; the fore-
man is enabled to keep close and low stocks, and taking inventory
is easier. This is found very successful in the great railway
general storehouses where everything is found from driving wheels
to oil, from books to fry pans; porcelain, pins, pig iron, velvet,
acids and gunpowder. Employees’ records are peculiarly suited
by the card index, cards being so easily transferred from active
list to left list, or then reinstated. Foremen are apt to keep these
by memory only, and a new foreman would be without such a
record. Mistakes in wages offered are prevented. Tools are
sometimes not used because a workman says he can do a job in
less time with an improper tool than would take to hunt up the
correct tool. A systematized tool room uses the card index to
excellent advantage, for no one can memorize all the special tools
and their uses. The making of duplicate tools is also prevented.
Factory costs use cards having accurate count of labor and mate-
rial for each machine carded, where labor was spent, profit and
loss being also entered upon the same card. Every maker of
any salable article, and almost any dealer, knows the value of a
ready reference record of the cost of his article, or of the markets;
costs of freight handling are as easily added, together with the
various and fluctuating quotations that may come to his hands.
Cost keeping must be so simple that it will be kept up readily;
and doing away with clerical labor tends to this. Test department
records are kept on cards to good advantage. Such records are
expensive, hence should not be buried, but be readily accessible
when sudden demand comes, as is so often the experience in that
department of a railroad._

This subject might be extended into hours if once the field of
mechanical engineering were left. The card index has been wel-
comed into every field where system and time arc valuable. Half
a dozen years ago it was unknown to the great body of business
men. To-day it is seen everywhere where progress is the rule.
Devised for use as a library catalogue, it has been adopted by
business men in all the leading branches of commerce. Trans-
portation companies, insurance companies, banks, building and
loan associations, schools, laundries, dentists, physicians, scien-
tists, governments, real estate agcnts, socicties, publishers, adver-
tisers, churches—the list is not ended of those flocking to the
new method.

The secretary of the American Society of Mechanical Engi-
neers, himself an eminent engineer, writes: “I would say that in
my opinion the card index is a branch of study which should be
made part of every engincer’s college course.”

Briefly, the card index then has the following advantages:

Accessibility—always get-at-able—nothing is buried and lost.
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Time-saving—for the searchers after information.

Expansibility—only one end, the beginning. Can enlarge for-
ever and still be as good.

Order—new material inserted into the exactly proper place.

Adaptability—suits every frame of mind, and every sort of
business; varied classification.

System—encourages system in vast accumulating data and
brings it under general heads of classification.

Divisibility—some cards can be removed for temporary use
clsewhere, or for permanent transfer.

Labor-saving—nothing has to be rewritten, saves clerical labor.

Simplicity—can be operated by the inexperienced.

Contractibility—no necd of retaining useless, outgrown matter.

No wasting of spaces—it is impossible to apportion blank spaces
in books so that they will fill evenly.

Always being up to date.

Rearrangement made easy.

Substitute for memory—supplementing it and becoming inde-
pendent of existing hired memories.

Classification within the index—by using tab cards.

In conclusion be it said that engineering periodicals, to the ex-
tent that they record or store in ink but do not disseminate infor-
mation, are fulfilling only a small, a very small, portion of their
possible usefulness. It is for each individual student, and even
the greatest engineer is still a student, to declare which portion
of the paper’s usefulness he will accept at once and the day follow-
ing. Can he afford to neglect the opportunity of becoming ac-
quainted with all the papers? Form a good habit, it will cling.
Learn to doubt; you will afterward believe better. Feed on the
plains of the nations rather than always in your own manger.
Share your good things and unite forces; and some day a leader,
know how best to lead. Engineering periodicals and the card
index are not the fabled philosopher’s stone, turning all metals
into gold, but an unfading love for our profession can use them,
among the other reagents, to bring out the measure of true worth
within the capacity of each man.

Sale of Washington Traction and Electric Company

Under a decree of the United States Circuit Court, in the suit
of the United States Mortgage & Trust Company, trustee, against
the Washington Traction & Electric Company, of Washington,
D. C,, the stock and bonds of the various properties of the latter
company, covered by a collateral trust mortgage, were sold at
auction at Norfolk, Va., Nov. 24. The property was bought in
for the reorganization committee by Julien T. Davies and Brain-
ard Tolles, of New York.

The Washington Traction & Electric Company owns 39,865
shares of the stock of the Anacostia Railroad, out of 40,000 shares,
and 30,602 out of the 35,000 shares of the City & Suburban. Other
constitutent lines are the Metropolitan Railroad, Columbia Rail-
way, Georgetown & Tennallytown, Brightwood Railway, Wil-
mington, Woodside & Forest Glen, Washington & Great Falls,
Washington & Rockville, and the Washington & Glen Echo.
Of all these lines the Washington Traction & Electric Company
owns 110,478 of an aggregate issue of 115,993 shares, of the total
par value of $5,818,100. It also owns the stocks of the two elec-
tric light plants of Washington. These securities were pledged to
secure an issue of 4 per cent bonds.

- e
Disastrous Fog in Chicago

On the morning of November 19 a dense fog settled over the city
of Chicago with results so disastrous that it is doubtful if any such
atmospheric condition ever caused such a number of accidents in
that space of time before.

There were two rear-end collisions on the Metropolitan Ele-
vated, two on the Lake Street Elevated, one on the South Side
FElevated, and one on the Northwestern Elevated, to say nothing
of numerous bumping together of surface cars and some small
wrecks on the suburban steam lines. The list of injured on the
west side elevated roads is a long one, and three were killed.

It seems to have been generally true that the motormen in
charge of trains did not realize the density of fog in front of them.
While orders were out that motormen were not to proceed at a
speed greater than would allow them to stop within their range
of vision, it would seem that many of the motormen did not
realize that they were exceeding this speed.

The Mectropolitan Elevated has always been especially well pro-
vided with block signals at curves, but this did not prevent it from
being a heavy sufferer. The fog was so dense’ that even signals
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were hard to distinguish, and even when trains were proceeding
with caution it was a difficult matter to stop them in time to
prevent rear-end collisions. Such a fog occurs but a few times in
a century, but certainly brings with it the most dangerous possi-
bilitics of any condition that ever exists in railroad operation.
Trains were proceeding with caution on all lines, both surface and
clevated, but the fact that this did not prevent numerous collisions
shows that the avcrage motorman or enginecer is not prepared to
judge of a very dense fog owing to its comparative infrequency,
and hercin lies the greatest danger.

e e

A New Method of Connecting Feed-Water Heaters

The installation of a feed-water heater so that it may be cut out
usually requires three straight way

for cleaning or inspection

INDUCTION CHAMBER FOR FEED-WATER HEATERS

valves, several large fittings and considerable extra pipe. To sim-
plify this matter, the Hoppes Manufacturing Company, of Spring-
field, Ohio, has placed upon the market what is termed an induc-
tion chamber. By the use of this device, no valves, fittings or pipe
are required, aside from the main upright exhaust pipe. The illus-
tration hercwith shows very clearly the construction of this at-
tachment, which is bolted to the rear ¢nd of the heater.

The exhaust passes upward through the chamber, and as much
as is required to heat the water flows into the heater through the
large downwardly curved pipe, the end of which is in line with the
flow of steam through the chamber. The latter is supplied with
steam through this pipe in sufficient quantities to keep the water
flowing through it at the maximum temperature obtainable by ex-
haust steam. To allow the steam to freely enter it is necessary to
carry out of the steam space of the heater the air and other non-
condensable gases, and to accomplish this a small pipe leads from
near the bottom of the heater to a 1mint slightly above the center
of the chamber. The heating of this 1»11)0 by the exhaust inside the
chamber and the current of steam passing its upper end causes the
circulation which carries the gases from the heater into the upper
chamber, from which they pass out with the exhaust steam.

In order that the heater may be cleaned while the plant is in
operation, valves are provided for both inlet and outlet connec-
tions to the heater. This attachment also acts as an oil separator,
not only for the steam entering the heater. but also for that which
passes out of the top. The separation of the oil from the steam is
effected by means of troughs, partly filled with water, the same as
in the well-known Hoppes oil eliminators, and is clearly shown in
the illustration.

The Chicago Tax Suit

The application of the Chicago Union Traction Company and
the Consolidated Traction Company for an injunction restraining
the State Board of Equalization from assessing the capital stock
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of these companies for 1900 was denied by Judges Grosscup and
Humphrey, in the United States Circuit Court, on Nov. 22, and
the temporary injunction issued Nov. 19 by Judge Grosscup has
been dissolved.

No written opinion in the case was filed  Judge Grosscup
stated orally at length the reasons for the decision, explaining
that later Judge Humphrey would file a written opinion.

Immediately after the deciston was announced assessments ag-
gregating $75,000,000, and involving over $1,000,000 in 1900 taxes
were made by the State Board of Equalization as the fair cash
value of the capital stock of the traction companies over and
above the assessment on their tangible property. The $75,000,000
valuations made take the place of $3.500,000 valuation made last
year as representing the fair cash value of the property assessed.

The method to be followed in determining the value of the
capital stock for purposes of taxation was discussed by Judge
Grosscup at length. As to bonds, he said, the judgment of the
money lender might be reasonably safe, but with
capital stock it was different. It would be grossly
unfair to base the assessment upon the stock
value quoted on the Stock Exchange. These
were frequently, if not generally, determined by
circumstances quite distinct from the real value
of the stocks in question. He cited, as an illus-
tration, the Northern Pacific flurry of a few
months ago. There nobody would contend that
the real valne of the stock exceeded par, yet the
quoted price reached $1.000. Nor had any court
decided that the equalization board must be gov-
erned by the quotable market prices of capital
stock.

It was the decision of the Supreme Court of
[Mlinois in the franchise tax case recently decided,
he said, that these prices merely must be taken
“into consideration.” Tt still remained for the
cqualization board to exercise its judgment in
determining the real value of capital stock for
purposes of taxation.

—  ¢o—
Indtana Electric Ratlways

According to the auditor's report for the year
ending Oct. 31, 1901, there are 493.08 miles of
interurban, urban and suburban electric railway
in Indiana. Together with rolling stock, im-
provements and rights of way, the total value
for taxation is placed at $7,746,452. A list of the

companies, together with the miles of line in
operation, assessment per mile, value of rolling stock, value of
improvements and right of way and total value, follows:
\ Ew | EEZ ., B
» V= Py (S Vuc <
£ c 2
Name of Comrany = ‘ @ | e ggx? z
= 8% | >25 |5 32w g
fa | T ; o & o 3
< g &
Brownsiown & Ewing Street Ry..........' 100 | $1,500 | $1,500
Jroad Ripple Traction _..__._ 6,00 | 7,500 45,540
Cincinnati, Lawrenceurg & Aurora Flec- |
tric R)_._.._.._.................... st 9.15 | 4,000 41,085
John S. Crupp Electric Ry. 424 [ 4,000 20,020
Evansville Sireet Ry..._ .. 23.37‘ 10,000 267,467
Elwood, Anderson & Lapel Ry 1.15 | 20,000 <8,650)
Fr Wayne Traction.oococcoceaeocaoo.ooo. 19.35 | 25,000 591,150
Hammond, Whiting & Chicago Elec. Ry.. 1741 10 000 210,169
Indiana R\' 40,20 11,0600 471,686
Indianapolis 16.41 ‘ 7,000 138,260
Indianapolis Street Ry 113.7 ‘ 30,500 3,720,975
Indianapolis, Greenwood & Franklin Elec-
tric Ry 16.53 | 10,000 108,300
Jeflersonville City Ry 2.00 | 2,500 5,585
Kokomo R¥. _ccccocoo 4.50 8,000 45,020
Lafayette Street Ry____ 1425 7000 130,570
Lake Cities Electric Ry 200 4,000 1,500
Logansport Ry_._.__.__ 550 7,000 44, 450
Madison Ry.__. 3.00 10,000 16,750
Marion Transit._. 28 10,000 44,616
New Albany Ry...... ... 58 15000 9 78,400
Richmond Street & Intern 25 8,000 Y. 4,000 87 250
Terre Haute Klectric Ry__..._...... 94 5,000 49,410 | 20,000 216 910
Union Traction Co. of Indiana_. ___ 67 B000 0 260,002 | 86,650 1.379.852
Vincennes Street Ry_ .o . _______ ___ .50 3,000 2,250 3.000 18,450
!
*Pe—————

The Quincy-Scoville line of the Cleveland Electric Railway
Company, of Cleveland, Ohio, was recently tied up for several
hours from a peculiar cause. When it was time to start the
morning cars it was discovered that brass thieves had stolen
every controller handle in the barn. It was necessary to secure
a supply of handles from one of the other barns of the company.
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Street Railway Patents

[This department is conducted by W. A. Roscnbaum, patent at-
torney, 177 Times Building, New York.]

UNITED STATES PATENTS ISSUED NOV. 19, 1901.

686,739. Electric Railway; F. Klepetko, Great Falls, Mont.,
and G. K. Fischer, Salt Lakc City, Utah. App. filed July 19, 1899.
The two conducting rails are sccured to the opposite faces of a
plank, the rails and the plank togethcr then serving to guide the
trolley, which makes upper contact with the rail.

686,797. Tramway for Street Cars; F. B. Anderson, Dayton,
Ohio. App. filed May 20, 1901. An extensible platform between
cars is furnished by a series of tclescoping rods enclosed in spiral

_springs.

PATENT NO. 686,088

686,0609. Car Fender; C. H. Hofmeister, St, Louis, Mo.
filed July 27, 19o1. Details.

686,088. Track Sanding Apparatus for Cars; W. P. L. Pentland,
Baltimore, Md. App. filed Aug. 23, 1901. A conveyor screw in
the sand box is driven, when desired, by gearing from the axle,
which can be thrown in by the motorman.

687,087. Switch Signal; B. H. Urschel and E. P. Thomas, Sugar-
ridge, Ohio. App. filed May 26, 1900. Mechanism operated by a

App.

I IOONOIIT L T,

PATENT NO. 711,045

moving car in such a manner as to leave a signal light at one
switch, and at the same time turn on a light at the next switch
ahead, and upon passing the latter switch, to turn out both lights.

687,091. Rail-Bond; C. Walther, Rerlin, Germany.  App. filed
June 27, 1900. A cylindrical expansible plug, having external
grooves, adapted to receive the individual wires of a flexible bond.

687,008. Electric Railway; G. T. Woods, New York, N. VY.
App. filed June 29, 1900. The switch controlling the current to the
conductor section is forced to open automatically by mechanical
means, when no current in exccss of a predetermined minimum is
flowing through its coil.

687.123. Switch-Throwing Device; C. Carpcntcr, Swissvale, Pa.
App. filed June 21, 1901. Details.

687,164. Car Seat; E. T. McKaig, Chicago, Ill. App. filed
April 20, 1901. An arrangement of hnks for reversing the back,
of such construction as to afford strength and be made of ordi-
nary commercial sizes and shapes of flat metal.

711,045. Railway Brake; A. Green, Rochester, N. Y. App. filed
March 26, 1901. A mechanical and electrical brake arc applied by
the same handle, but the electrical devices adjustable, so that the
electric brakc will be thrown on at the point wherc it will act
with the greatest elcctrical efficiency.
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ENGINEERING SOCIETIES

ENGINE BUILDERS MEETING.—The Engine Builders’
Association of the United States will hold a mceting at Sherry’s,
Fifth Avenue, New York City, Dec. 2-3, to be followed by dinner
at the same place, on Dec. 3, at 8 p. m.

AMERICAN SOCIETY OF MECHANICAL ENGI-
NEERS.—The annual convention will be held in New York
City on Tuesday, Wednesday, Thursday and Friday, Dec. 3 to 6.
[t will be opened on Tuesday evening at 8 p. m., in the society’s
parlors, 12 West Thirty-First Street, when thc annual address will
be delivered by President S. T. Wellman. Many interesting papers
are to be read this year, and the meeting promises to be a very
successful one. One of its features will be the dedication of the
memorial to Robert Fulton, erected in Trinity Churchyard.
Special railroad rates have been sccured for the mcmbers, and a
large attendance is expected.

— o
PERSONAL MENTION

MR. S. ROY WRIGHT has resigned as general manager of the
Colorado Springs Rapid Transit Company, to engage in the real
estate business in Denver.

MR. GEORGE B. DOVEY, who, for the past six months, has
been connected with the office of Giles Allison, the well-known
dealer in railway supplies, has resigned his position, and severed
his connection with the company. Mr. Dovey’s plans for the
future have not yct becen announced.

MR. WALTER H. TIFFANY has resigned the position of
master mcchanic of the Oakland Transit Company, of Oakland,
Cal., which position he has held for scveral years. Mr. Tiffany
was banqueted by his former busincss associates before leaving
for Portland, Ore., where he has acccpted a position.

MR. FRED W. TEAL, formerly chief engineer of the Lincoln
Wharf power station of the Boston Elevated Railroad Company,
and now general manager of the new electric railway and lighting
company at Port au Spain, Trinidad, has sailed for New York,
and is cxpected to arrive about the end of this week.

MR. J. A. PEIRCE, who, until recently, has been superintendent
of the southern division of the Brooklyn Heights Railroad Com-
pany, has resigned to accept -a position with Rossiter, MacGovern
& Company, New York City. Mr. Peirce’s duties in his connection

“with this well-known machinery supply house will, in the main, be

those of a traveling salesman.

MR. J. C. H. STUT, of San Francisco, who recently took a
trip East to investigate the underground electric conduit systems,
has submitted his report to the board of public works, of San
Francisco, for whose benefit his observations were made. The
report covers most thoroughly the situation in those citics where the
underground trolley is used, and estimations are given of the prob-
able cost of transforming the San Francisco roads to the same sys-
tem. Mr. Stut is an engineer, having a high reputation of long
standing among railway men in the West, and his obsei vations will
undoubtedly be of great value in determining the best traction sys-
tem for his city.

MR. B. FRANKLIN HART has announced that hc is no
longer connected with the Wheeler Condenser & Engincering
Company, and that he has associated himself with Mr. Edwin
Burhom, M. E., and Mr. B. F. Coffey, M. E., in a general cn-
gincering and contracting business, with officcs in New York
City. Mr. Hart received the degree of mcchanical engincer from
Stevens Institute, but after graduating he devoted some time to
commercial work in business with his father. His position with
the Wheeler Company has given him a large acquaintance in
engineering circles. Mr. Burhom was formerly hcad of the firm
of Burhom & Granger, and Mr. Coffcy was with the [nternational
Comtracting Company.

MR. JEROME C. SIMMONS, president of the Atlanta Rapid
Transit Company, of Atlanta, Ga., recently tendered an claborate
dinner to Mr. C. R. Spence, of Baltimore; Mr. T. Jefferson Cool-
idge. of Boston. and Mr. W. H. Whipple, of New York. all of whom
are largely interested in the Atlanta Railway & Power Company, and
the Atlanta Rapid Transit Company. Nearly 150 prominent mer-
chants and city officials, among themt Mayor Mims, 2ccepted Mr.
Simmons’ hospitality.  Mr. Simmons acted as toastmaster, and the
Among the
speakers werc Mayor Mims, Mr. W. H. Whipple, Mr. Clark
Howell, Judge H. E. W. Palmer, Captain IE. P. Howcll, Mr. C. R.
Spence, ex-Governor Bullock, Captain J. W. English and Mr. T.
Jefferson Coolidge, who laid particular stress upon the unparal-
leled advantages that Georgia, not alone Atlanta, offered to the in
vestor.
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FINANCIAL INTELLIGENCE

THE MARKETS

The Money Market
WarLL Streer, Nov. 27, 1901.

The money situation has passed beyond the stage of uncer-
tainty with the developments of the past week. It was already
evident a week ago that the domestic exchanges had begun to turn
in favor of this city. The local banks, in the seven days ending
Friday last, gained upward of $2,000,000 net from the interior
centers. It was also appreciated a week ago that the offerings
of bonds under the Treasury's standing offer of redemption
would go a great ways toward offsetting any possible drain that
might occur. Some doubt existed, however, as to the future
dimensions of the gold exportations, which rcached the unpre-
cedented sum of $7,000,000 on Tuesday week. All apprehension
on this score has now been set at rest by the sudden violent re-
action of the last few days in the exchange market. Up to last
Friday sterling exchange was not affected in the least by the gold
engagements. The demand rate had risen to 4.8874, and many
authorities predicted that gold would be shipped direct to Lon-
don. A sharp recovery in exchange a* Paris had removed the im-
mediate probability of further shipments to that center, but in
view of the continued rise in the local market, it seemed alto-
gether likely that the flow of gold would be diverted to London.
The change came when forcign bankers decided to renew a large
quantity of sterling loans which were maturing, and which would
naturally have had to be settled in gold. This unexpccted action
at once arrested the principal demand for cxchange bills, while
to some extent it increased the supply. Sight drafts fell rapidly
until by the close of business Monday they recorded a loss of 1
cents from the previous high level. The question still remains
whether, in view of the abundance of local money supplies, the
movement of gold to Europe will not be resumed later on. If
the current inferences are true, however, that the greater part of
our floating obligations to the foreign markets have been settled,
no more engagements arc likely for this season. In all probability
the cash holdings of the local banking institutions will undergo
a gradual expansion from now on, which will be checked only
momecntarily, if at all, by the customary withdrawals of funds at the
holiday season next month. An even more promising feature of
the situation is the liquidation on a large scale which has begun
during the last fortnight, of credits taken out at the time of the
Northern Pacific purchase seven months ago. The addition
which this operation will bring to the available resources of the
banks greatly increases, of course, the likelihood of a stcady en-
fargement of the surplus reserve. Altogether easy money for an
indefinite period seems reasonably certain. Call money has re-
laxed perceptibly in the face of heavy Stock Exchange demands,
and the ruling rates are 374 and 4 per cent. Time money is
offered freely at 474 per cent for all dates.

The Stock Market

Interest in the stock market during the week has mostly cen-
tered around a few individual stocks, and among these Manhattan
has becn as conspicuous as any. The highest price reached dur-
ing the boom last spring was 13134, but the top quotation this
wceek was nearly 6 points above this figure, and it therefore cstab-
lished a record for rccent years. All manner of rumors have
arisen to account for the rapid advance—a lease by the New York
Central, a lease by the Metropolitan, and the new-fangled story
about a holding company to take over all the local traction shares.
But the only cause for the circulation of such rumors lies in the
well-known fact that speculative Wall Street must have some
extraordinary explanation for a 15-point rise in a security like
Manhattan, occurring within three weeks. The real reason for the
advance it stillmust be insisted,is to be found wholly iu the present
earnings of the road which are surpassing even the sanguine ex-
pectations of the management and the prominent outside capi-
talists identified with the company. These “insiders” have been
buying heavily during the last six months in the confident belief
that both the current earning capacity of the Manhattan lines and
the further advantages which will come after the change to elec-
tricity is accomplished, have both so far been greatly underrated
by the general run of speculators and investors. Of the other two
important local tractions, Metropolitan has shown some strength
at tilmes in sympathy with the rise in Manhattan, but the pool in
Brooklyn Rapid Transit have apparently taken advantage of the
favorable opportunity to unload part of their holdings.

The general share list has undergone very little change during
the week. New York Central has been a remarkable feature,

making a new high record in a movement which anticipates the
announcement of the much-talked of Vanderbilt consolidation
plan. Pcnnsylvania shares have becn sympathetically affected by
this advance, and the Readings and high-priced coal shares have
been bid up by powerful pools which are acting on the belief that
the prosperity of the coal trade will before long lead to a larger
distribution of dividends upon the various shares. On the other
hand Amalgamated Copper has been extremely weak in expecta-
tion of an investigation of its affairs by the Attorney-General, and
its scvere break during the last few days has adversely affected the
rest of the market. With the easing of money, the uninterrupted
record of business prosperity and the magnificent gains in rail-
way earnings, the outside features of the financial situation are
obviously favorable to a rise. But the leading financial interests
with few exceptions do not secm to be ready to support another
speeulative campaign, and while initiative is lacking from this
quarter, thc movement of the market is necessarily somewhat
undecided.

Philadelphia

Apart from two or three of the regularly active issues, there has
heen little or nothing doing in the Philadelphia traction market
for the last week. Union Traction was the feature, rising to
3334 on Friday, which is the highest point reached since early
last summer. A partial reaction since that time still leaves the
final price for yesterday at 3134 as against 31 a week ago. The
rise, which has been accompanied by comparatively large dealings,
is evidently due to the manipulation of an inside clique which
accumulated its holdings during the depression of the last few
months. This clique has made full use of the report that a divi-
dend will be declared to meet half of the $5 assessment which is
expected to be called in January, and it has probably also been
acting on knowledge that the Union Traction interests have pro-
vided fully against any action being taken on the new rapid-transit
franchises which were granted by the City Council under authority
of the State Legislature last summer. Philadelphia Traction,
which always sympathizes with the movement of its lessee com-
pany shares, advanced to 08 on Saturday, and retains all but a
fraction of its gain. American Railways, continuing under the
influence of the recent increase in the dividend rate, rose from 44
to 46 on moderately active trading. The minor transactions for
the week comprise 200 shares of Railways General at 5%5, 250
Consolidated of Pittsburgh preferred at 64, 10 shares of Consoli-
dated Traction of New Jersey at 6774, and 100 Columbus Railway
at 45%. There has been no special feature to the dealings in
bonds. Sales were reported of Electric-Peoples Traction 4s at
07 to 08, Peoples Passenger 4s at 106%% to 107, Rochester Pas-
senger 5s at 110%4, Indianapolis 4s at 8734, Consolidated of New
Jersey 5s at 111, United Railways 4s at 8034, and Second Avenue
of Pittsburgh §s at 11874,

Chicago

The refusal of the Federal Court in Chicago to grant the Union
Traction Company’s application for an injunction against the new
franchise levy has given the market for the surface line securities
another violent shock this week. While the Union Traction
management proposes to carry the contest up to the United States
Supreme Court if necessary, investors in the property have become
thoroughly alarmed, and under steady selling the common stock
dropped from 1254 to 1054 and the preferred from 52 to 47. The
total valuation fixed for the combined Union Traction, North
Chicago and West Chicago companies under the new regime is
$77,000,000, and it is estimated that the Union Traction will be
assessed something like 1 per cent of this amount or $770,000.
West Chicago shares, which sold as high as 9474 last Wednesday,
fell to 9174 on Saturday and North Chicago dropped from 183%%
to 180. Chicago City Railway shares were also weak, falling to
186, but friends of the company assert that in spite of the tax.
carnings will suffice to pay the 9 per cent dividend. Elevated
securities have held very firm during the week. Metropolitan has
sold in small lots at 92 and the common went up to 41% on Fri-
day, subsequently receding, however, to 4034. Lake Street has
changed hands on a half-point range from 12 to 124, and South
Side the same between 100 and 100%4. Northwestern was in-
active but steady. It is said the company has in mind building
an independent line to Milwaukee, but the report is a mere rumor
so far.
Other Traction Securities

The regular features of the Boston market have not changed
particularly during the week. Massachusetts Electric common on
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sales of a few thousand shares was steady around 36%, and the
preferred around 94%4. Odd lots of Boston Elevated commanded
166, and sales of a few hundred shares of West End were reported
all at the one price, 95. United Railways of Baltimore securities
have been strong, the income bonds selling from 72 up to 7254
and the 4s changing hands at 947%. Knoxville Traction 5s, the
rise in which was the feature of the previous fortnight in the Balti-
more market, merely held their ground at 994, but Lexington
Railway s5s sold up two points from 103 to 105. City Railway of
Newport News on fairly large transactions rose sharply from
94 to g9. Other sales of less note occurred in Norfolk Railway
5s at 96%%, Toledo Traction 5s at 10574, Charleston Consolidated
Electric 55 at 94 and Richmond Traction stock at 43. On the
New York curb, St. Louis Transit on light transactions sold off
to 29%%, the preferred to 8734 and the 4 per cent bonds to 9o0¥4.
Rochester Railway common advanced on the bid price to 34.
No transactions were recorded in such stocks as Columbus, In-
dianapolis and Louisville. The first sale of New Orleans common
in two weeks was made last Wednesday at 2974. Under the pro-
visions of the Pcarson offer, the stockholders of the company
which wish to co-operate in his plan of readjustment must have
their certificates deposited by December 1. It is pretty well
known that the pool has acquired enough of the common stock
to insure its control, but it is desirous of having as much pre-
ferred stock as possible deposited also. A local authority says
that Mr. Pearson will exercise his option for the purchase of the
property by the 1st of January whether or not he succeeds in buy-
ing control of the other New Orleans street railways.

Security Quotations
The following table shows present bid quotations for the leading
traction stocks, and the active bonds, as compared with a week
ago:
1901
Closing Bid
Nov. 19 Nov. 23
Emeri canMRaiTwaysE Com Danyiies v - numss 5 5 KR lx 4 2 e 5 % 4414 45%

Boston Elevated ........ 165
Brooklyn R. T... 671%
Chicago City ....ovvvnneenn... 188
Chicago Union Tr. (common) 1Y,
Chicago Union Tr. (preferred).....coouvvuriinerneiireineeeneinnnns 524 47
Cleveland City .......... Sonnon o0 oo rMO0ELHI000 00 0 G000 oG 1 1 106
Cleveland & Eastern .....coeeviiiuiiiiieiniiiieinniieernnanenn, 31 Bl
Cleveland Electric .... .. 86 8614
Columbus (common) ....... s R BN SN 6§ e e vee. 45 15
Colimbus (preterred)l s o wers sie ses = demst & & fomels v ve.. 100 100
@Consolidated ‘Traction of Ne Jus ve s womsn s & oamm s senie s soess & s 67V 671
@onsolidated: Traction off DNa T DSu: s st s dvsin e Jutis s som: s & seg s 10934 11034
Consolidated Traction of Pittshurgh (common)....... i 23
Consolidated Traction of Pittsburgh (preferred) 64
Detroit United .ueeuniiveeierneinniieaeeaannennnnn. . T4Y,
Detroit United certificates ........ T i aTh%,
Electric-People’s Traction (Philadelphia) 4s 97,
Elgin, Aurora & Southern........................, " 40
Indianapolis Street Railway.........oooooiiiiiiae. o 42
Indianapolis Street Kailway 4s........c..veune. RS 87
Take Street E1evated ...vevnenrirenieensneenaeeeneeensenenenneens 12%
Louisville (COMMON) tuutirreunrruernnocnenarnenerseroincencnes 10714
Louisville (preferred) ..... 1153
Manhattan Ry, cov.vnit 13614
MassachusettssElec. Cos. (common)... s 351
Massachusetts Elec. Cos. (preferred)......oceessineevasnsesvannis 937%
Metropolitan Elevated, Chicago (common).....ccovvivueneenennnn. b 4034
Metropolitan Elevated, Chicago. 91
Metropolitan Street ........ 16734
New Orleans (common).... 293,
New Orleans (preferred) .ovueveereeneneeireenrerneiesnseennenans 105
Martl, AAREITEAI o s 3 cwncn voossesen » wssansn v sossonsvins wossonmss s ssonsssss Srngss o 92 93
Northern Ohio Traction (preferred).. 8815
North Jersey «ooovveeveiiiineieieninnnn. 2215
Northestern Elevated, Chicago (common) atl
Northwestern Elevated, Chicago (preferred) 87
Philadelphia Traction :oosesssssnes som s bomng 545 P 614 97
Rochester (common) ..... S s e 34
St. Louis Transit Co. (common).. 293,
South Side Elevated (Chicago)... 5 al09
Syracuse (Common) . .ewes - vomes s Cuse 5 e § 3 RENEE £ RN ¥ ¥ SR E HES 26
Syracuse (preferred) ........... & G § S § SO § R S S 63 63
Fhird Aver soucilivae.s & sres ot s oo s Sistack § ¥ eSS IS SN ¥ SN 12014
Twin City, Minncapolis (common) 107,
United Railways, St. Louis (preferred).. 87%
United Railways; St.. Louis, 48..c..aes  csie s 90
Union Traction (Philadelphia) ....cccovveivninnnn. Y. 313,

* Ex-dividend. (a) Asked.

Iron and Steel

Reports coming in from all departments of the iron industry
are of only one character. They continue to tell of scarce sup-
plies following on the heels of enormously increased production.
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So great is the demand for pig iron, that the various grades of
Southern foundary iron have finally yielded to the pressure and
prices are up 50 cents a ton. In the Northern markets the tend-
ency to higher prices is still held firmly in check, but cramped
as they are by thc lack of sufficient coke for the furnaces, the
trade is having the greatest difficulty in meeting requirements.
The increased production is measured in another direction by a
credible report that 1,400,000 tons more of iron ore has been or-
dered from the Superior mines than was shipped last year. The
scarcity of steel is so serious that it seems likely that imports from
other countries will have to be made to make good the deficiency.
Bessemer pig is quoted at $16, steel billets at $27.50 and steel
rails $28.
Metals

Copper is unchanged at 1674 cents, tin has risen again sharply
to 2914 cents, lead is dull at 43§ cents and spelter is unchanged at
4.30 cents.

*ropo——

SAVANNAH, GA.—Messrs. Stone and Webster, of Boston, and others
are said to have arranged for purchasing a controlling interest in the Sa-
vannah, Thunderbolt & Isle of Hopc Railway Company, of which George
Parsons, of New York, is president. It is said that Gcorge J. Baldwin, now
president of the Columbus Railroad, of Columbus, Ga., and the Houston
Electric Company, of Houston, Tex., both of which are owned by Messrs.
Stone and Webster and thcir associates, will be president of the company.

CHICAGO, ILL.—The capital stock committee of the State Board of
Equalizers has assessed the Union and Consolidated Traction Companies of
Chicago at $75,000. The basis of taxation is one-fifth this amount, and the rate
is 7 per cent, making the amount of taxes $1,050,000.

LA SALLE, IND.—Representatives of a Cleveland syndicate composed of
H. Clark Ford, L. W. Prior and W. V. Coons have bought the La Salle-
Peru Electric Railway. It is said that $100,000 was paid for the property.
Recently the same people bought up the Streator Electric Railway for
$160,000. It is stated that negotiations are under way for the purchase of the
Ottawa Street Railway, and that in event of the dcal being closed the syndi-
cate proposes to construct an extensive system of intcrurban roads con-
necting Streator, Ottawa, Utica, La Salle and Peru, in La Salle County,
and Spring Valley, Princeton and Ladd, in Bureau County.

SPRINGFIELD, MASS.—The Railroad Commissioners have authorized
the Springfield & Eastern Street Railway Company to issue capital stock to
the amount of $175,000 for additional equipment and improvements and for
the payment of its debt.

MILFORD, MASS.—The Legislature has been petitioned that the Grafton
& Upton Railroad Company and the Milford, Holliston & Framingham Street
Railway Company may have authority to contract with one another for the
operation of their roads; that thcy may buy and sell power, and that they may
act as common carriers.

BOSTON, MASS.—The Railroad Commissioners gave a hearing Nov. 26
on the proposed issue of $1,800,000 of 4 per cent 15-ycar bonds by the Weat
End Street Railway Company, to cover extensions, improvements and addi-
tions to property made during the ycar ending Sept. 20, 1900. No opposition
was offered, and the Commissioners took the matter under advisement. The
total expenditures made, under the account filed, were $1,902,272, The an-
nual report of President Russell, of the West End Street Railway, shows total
assets of $28,944,750, a surplus over all liabilities of $175.815.

AMHERST, MASS.—The result of the operation of the Amherst & Sun-
derland Strect Railway Company for the year just ended was made public
at the annual meeting of the company held a few days ago. The figures, as
disclosed at the meeting, follow: Gross earnings, $14,694.59; operating ex-
penses, $11,207.70; number of passengers carried, 292,735; number of car-
miles run, 103,643; capital stock, $43.000; bonds, $21,500; floating debt, $31.200;
dividends paid, 4 per cent; miles of track, 10.435. The directors and officers
elected at the mecting follow: W. D. Cowles, president; Mason A. Dickin-
son, vice-president and treasurer; Charles I. Edwards, secretary; W. D.
Cowles, M. A. Dickinson, F. A. Cadwell, executive committee; W. D.
Cowlcs, M. A. Dickinson, Levi Stockbridge, F. A. Cadwell, H. B. Edwards,
T. L. Page, of Amherst, and F. L. Whitmore, of Sundcrland, directors.

ST. LOUIS, MO.—The report of the St. Louis Transit Company for
October shows a gain of $51,107 over the corresponding pcriod of last year.
Gross earnings for October were $531,510, as comparcd with $480,403 for the
same month in 1900, and $500,486 in Septcmber, 1901. Gross earnings to Nov.
1, 1901, were $4,833,403, while up to the same time in 1900 they were $3,568,166,
sliowing a gain of $1,265,237.

WATERFORD, N. Y.—The Railroad Commissioners have authorized the
Hudson Valley Railroad Company to increase its capital stock from §2,600,000
to $3,000,000. The company, in addition to its cxtensive system in Central
Ncw York, proposes to construct a new line from Ballston to Mechanics-
ville, thus eonnecting Albany and Troy with Saratoga by electric railway.

FT. WORTII, TEX.—District Judge Smith has appointed George Woest
receiver for the Glenwood & Polytechnic College Strcet Railway Company.
The road is 12 miles long, and eight cars are operated.

INDIANAPOLIS, IND.—The Indianapolis & Eastern Traction Company is
reported to have purchased a controlling interest in the Indianapolis & Green-
field Rapid Transit Company, the intention being to immediately extend the
line to Richmond, and possibly into Ohio. Arrangements have been made
with the Central Trust Company, of Tndianapolis, so it is said, to finanee the
new road.
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ELMIRA, N. Y.—The Elmira \Water,
earnings as follows:

Light & Railroad Company reports

Quarter ending Sept. 30 1901 1900
GTOSS TECCIPES . ettt e et e eeneet e ettt ie it e arenrennannan $47,612 $34,497
OPerating eXPEeIMSES uvununeneenenenenruneaeenneunenenennss 30,436 24,743
Larnings from operation........ooeveeiiriiiirinnennnnnen. $12,176 $5,764
Receipts: from other SOUTCES: : cuvsis swmans s & st 5 nienn o 56 BuY 388
GroSS ANEOME wuwree s 5 gonis « siwins s § cewisis 3 S50 3 5 & HHE0 5 65055 5§97 $12,485 $6,152
ey il AT woonemoonurs o o DG A T S 5 eSS 10,869 4,007
INEE CATNINES! « cnoeivee v stororets « castigeis s wsssi o SIS 5 E0isEs § 3 HAEES 8 §.418 $1,616 2,075

NEW YORK, N. Y
earnings as follows:
Quarter ending Sept. 30
(GT05S FCRRIDES  corurecs v srorsiors s srgromrs 5 sismsisss 3 o 5 SRISIES: £ HAraisng & 06
Uperating expenses

-The Metropolitan Strect Railway Company reports

1901 DI)O

Earnings from operation..........cooovvuiiiennnn. = $2,033,285 $1,590,33¢

Receipts from other sources ...........o.eeiuieeieinnann. 153,740 162,937

Gross income $2.187,025 $2,053,270
Fixed charges 1.148,714 1,128,985
NEt EATTINES: 55 c vinnio ¢ ominin = 0 miois o o sisincnis o simimain winis o sxeezain = siwmern S5 038,811 $924,285
DIVIACIIA. (5555 ¥ 2565555648 555505510 asminiounse szocosnio » missssmiors o mentatos » oiagosecs o ot 910,000 910,000
SUTDINS s s omisis s G505 § 5:605ie 3 § 53558 « sssiosninre o sissaioin o srataceta 5 aim $128,311 $14.285

NEW YOrIK, N.
ings as follows:

Y.—The Third Avenue Railrcad Company reports carn-

Quartcr ending Sept. 30 14901 1900
CiFOHE FECCIDTS 55 4 5 5055 §ecrsmare = sinsnie 2 8 sveiiess = siohszsn o o shatome  simioteie $599,406 $566,782
OpErating EXPEMSES . .uuuenreneuneeteeeennennernnennennes 323,638 300,743
Earnings from operation ......oe.ovievineininienneennnnnn $275,768 . $266,040
Receipts from other sources 65,188 23,916
Gross TNCOMIE s s « s # ssmis 5 6ena 8 srs § 5§ 515005 & 6§66 « Fanm $340,956 $289,956
Fixed Chamges wuu. « s s s s s samss  ssierss & 5 50608 5 3 G550 3 8 ous 441,152 440,824
Nt aPNINES! - cvswns 4 oviwss v § o & sesrsrs § Ve 3 SENEER FEISES 5 5 115 #$100,196 *$150,868

* Deficit.

BUFFALO, N. Y.—Thc International Traction Company rcports earnings
as follows:

October 1901 1900
Gross reccipts .. $580,500 $234,151
Operating expenses 268,989 120,453
Earnings from operation .........ccoviiiiiiiiiininenninn. $311,511 $113,698
Receipts from other sources........oouveiieeneenennnennn.. 20,740 6,265
GOS8 IMCOMMIE L'ttt eet ettt e eeenesseeneneesensennnnns $332,251 $119,963
Histed CIAFEES: 5 2 5 55 5 o 55iadbin x Bileins « smmminin = sonsosms 2 ssnimsoss » snte 100,928 82,758
DO CArvlilims. « smes s cusim 5 55 € 5 $55505 ¥ § 0055 0 § w 6550 n § Somemcnsn o mmcn $231,32¢ $37.205

Four months ending ()ctob 1901 1900
Gross receiiifs x: s v ot § sanns .. $2,382; u? $995,349
Operating expenses 1.020,68 469,199
Earnings from operation . s« swss x s swvws s 5 swwmn o & 45 $1,353,091 $526,150
Receipts. from other SOUECES: . ; s » s 5 3 ssemie 5 wsiosss § 5500 95,015 36,538
IO S ST G 0 11T G Sy $1,448,106 _ $562 688
Rixed (ChAn@IES! cve = v srvsere o cxervrns v Erstorsss o staresas & siegisess 45 SFsiats «| Siess 408,134 324,551
INCH CATNIIES: . crosvin s o srnsmrn s ssesiots o raserars o wwmiaia s s & sworsse o & sisaiare & aista $1,039.972 $238,137

UTICA; N. Y.—A certificate of consolidation of the Utica Belt Line Street
Railroad Company and the Utica & Mohawk Railroad Company, forming the
Utica & Mohawk Valley Railway Company, was filed with the Secretary of
State on Nov. 27. The capital is $461,237, and the directors are: L. B. Grant,
Charles V., Nellsay, Charles C. Clark, John T. Wells, Henry L. Merry, of
Brooklyn: Richard T. McKinvy, Ashley T. Cole, Charles II. Worner, William
J. Bagnell, of New York City.

KINGSTON, N. Y.—The Kingston Consolidated Railroad Company has
received the consent of the State Board of Railroad Commissioners to the
issuance of a mortgage for $700,000 and for zn increase in its capital stock
from $250,000 to $400.000. The company merged the former Colonial Traction
Company, of Kingston, and will employ the increased capital in the pur-
chase of the Kingston City Road and for new construction.

COLUMBUS, OI110.—The Columhus, Buckcye Lake & Newark Traction
Company, now building an intcrurban electric railway betwecen Columbus,
Newark and the Licking Reservoir, has increased its capital stock from
$1,000,000 to $1,500,000. Arthur E. Appleyard, of Boston, is the president of
the company, and Frank \W. Merrick, of Columbus, is the secretary.

PHILADELPHIA, PA.—The hanking firms of Bioren & Company and E
C. Miller & Company have purchascd a part and secured an option on the re-
mainder of an issue of $2,500,000 ten-year collateral trust, convertible 5 per
cent gold bonds of the American Railways Company, dated Dec. 1, 1901,
payable Dec. 1, 1911, and rcdeemable at 105 and accrued interest at any
interest period after Nov. 1, 1904, but convertible into the stock c¢r the
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American Railways Company at par at tlie option of the holder prior to the
latter date. The loan is secured by deposit of $300,000 of the Springfield
Railway Company, of Springfield, Ohio, first mortgage gold 6s; by $1,600,00
of the Chicago & Joliet Electric Railway Company first consolidated 5s,
which are a first licn upon the wholc property in and from Joliet to Chicago
(except only the lien o1 a mortgage of $400,000 secured upon a part thereof)
and by $1,050,000 out of a total issue of $1,100,000 of the stock of the Peoples
Railway Company, of Dayton, O., and upon which proporty the only incum-
brance is a mortgage for $500,000. The loan was issued to rctire an indchtedncss
incurrcd through the building of the Chicago & Jolict Electric Railway and
for cxtensions and additions made and in process of being made on other
propertics owned by thce Amcrican Railways Company.

WIHIEELING, W. VA.—The acquisition of the property and franchises of
the Stcubenville, Mingo & Ohio Vallecy Traction Company by the Wheeling
Traction Company has heen confirmed by a prominent official of the former
company. The deal gives the \Wheeling Company control of all the elcctric
railways on both sides of the river from Steubenville to Moundsville, the
latest purchase being an important link in the chain of electric railways that
will somc time connect Wheeling with Pittshurgh.

HOUSTON, TEXAS.—The Houston Electric Street Railway, which was
recently sold under foreclosure, has passed into the hands of its new owners,
they having complied with the conditions of the sale as specified by the
court. The successor company is known as the Houston Elcetric Company,
and at a recent meeting the following officers were elected: George J. Bald-
win, of Savannah, Ga., president; J. W. DPayne, secretary; W. B. Chew,
treasurer.

RUTLAND, VT.—Thc application of the Rutland Strect Railway Company
for permission to incrcase its capital stock fromn $150,000 to $1,500,000 is for
the purpose of providing funds for thc construction of two of the most im-
portant railway lines in the State. Onc of the lines will run cast through
Mendon and Woodstock to White River Junction, a distance of about 40 miles,
and the other will run from Rutland west through West Rutland, Castlcton
and Fair Ilaven to Whitchall, a distancc of about 30 miles. The plan of the
company is to begin the construction of the lincs in the spring.

MANSFIELD, OHIO.—The Vermilion, Mansfield & Southern kailway Com-
pany has been incorporated, with a capital stock of $10,000. The purpose of the
company 1s to build an electric railway connecting Vermilion with Mansfield,
passing through Irie, Iluron, Ashland and Richland Counties. The com-
pany is also empowered to sell electricity for lighting, powcr and other pur-’

poses.  The incorporators are: E. L. Coen, George Iischer, R. F. Quigley,
C. C. Baumhart and Charles McGraw.

LIMA, Ol10O.—The capital stock of the Western Ohio Railway Company
has been increased from $1,000,000 to $3,000,000. The company has secured
from thc State permission to construct a branch line from Wapokaneta to
Shelly, one from St. Marys to Celina, and another from Celina to a point
on the State line in Mercer County.

MINEOLA, N. Y.—The Mincola, Hempstead & Freeport Traction Com-
pany is now rushing the construction work in Freeport, and then .the line
Letween Hcempstead and Freeport will be built—the last link in the complete
line between Mineola and Freeport. It is expected that the road will be
ready for operation by Jan. 1, 1902. The new line will connect Mineola with
the New York & Queens County Railway Company’s lines, which lines con-
nect with the lines of the Drooklyn Rapid Transit Company. The new road,
as has bcen stated, will be operated by power obtained from the Roslyn
Ilectric Light & Powcr Company.

BROOKLYN, N. Y.—A decision that has just bcen handed down by the Ap-
pellate Division of the Supreme Court, Brooklyn, declares that the wooden
guard-rail used by street railway companies on open cars is not intended to
prevent passengcrs from falling out of the cars, but to kcep passcngers tfrom
entering or leaving the car on the wrong sidc. The decision was handed
down in a suit brought against a Statcn Island company. A ffassenger claimed
that she was forced to stand up, with her little boy by her side, when a lurch
of the car, she said, caused her to fall into the street. Ier counsel contended
that the side bar was a guardrail, and should have been down in position, in-
stead of raised, as she alleged it was. In writing the opinion the Court.said:
“The side bar is a movable rail, designed when down to prevent persons
from boarding or leaving a car on that side.”

WALLA WALLA, WASI.—The Walla Walla City Railway Company will
not begin the construction of its proposed lines here until March, 1902.
About 6 miles of line. will be built over the principal thoroughfares of the
city. The officers of the company are: Edwin S. Isaacs, president and general
manager; Grant Copeland, vice-president; John P. Isaacs, secretary. ‘The
officers and William O’Donncll constitute the board of directors.

PITTSBURGH, I’A.—The United Traction Company, which owns valu-
able franchises in McKeesport, is rushing work on an important extension to
its present line from McKeesport to Wilmerding. Rails and all other ma-
t:rials are being distributed along the line, and the company will at once
build an extension from Wilmerding, a distance of 4 miles up the valley to
Stewart  Station, in order to reach the new foundries the Westinghouse
Company is building at that place.

HHOMESTEAD, PA.—Engineers are now engaged in drawing plans for the
construction of the proposed lines of the Homestead & Mifflin Street Railway
Company, and it is stated that the construction of the lines will be begun
early next year. The main line of the company will extend from Eighth
Avenue and Hay Street, Homestead, to Mifflin, and a branch line will extend
from Ilomestead to Whittaker. Robert McWhinney, of Pittsburgh, is presi-
dent of the company.
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Noticc.—These statistics will be carefully revised from month to month, upon information received from the companies direct, or from official sources.
which contains the annual operating

The table should be used in connection with our Financial Supplement *
reports to the ends of the various financial years.

a Deficit due to strike.

Amencan Street Railway Investments,”
Similar statistics in r. gard to roads not reporting are solicited by the editors.

* Including taxes.
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CONSTRUCTION NOTES

LLOS ANGELES, CAL.—Sidney J. Parsons has applied to the Council for
a franchisc to construct a double-track electric railway to cxtend from Third
and Hill Streets over a specified route. The application has been referred
to the Board of Public Works.

OAKLAND, CAL.—The Oakland & San Jose Railway (‘ompany has been
organized, with a capital 'stock of $2,500,000, by F. M. Smith and others con-
nected with the Oakland Transit Company. The plan of the company 1s to
build an electric railway to connect with the Oakland Transit Company’s line
at Haywards and extending to San Jose. The distance between Oakland and
San Jose 1s ahout 50 miles. Those who have subscribed to the stock of the
company are: F. M. Smith, F. C. Havens, W. H. Martin, E. A. Heron, W.
. Kelly.

[.LOS ANGELES, CAL.—H. E. Iluntington, who, as previously stated, is
largely interested in the recently incorporated Pacific Electric Railway Com-
pany, says: ‘“The company will opcrate all the suburban lines now under
contemplation in this vicinity, and is entirely independent of any of the
other surface roads with which Mr. Hellman and myself are connected. It
will have its own power houses, shops and offices, and its business affairs
will be taken care of by an entirely different set of men from that con-
nected with the Los Angeles Railway. A number of interurban lines are
under contemplation. One will run to Long Beach, another to Monrovia, and
another to the Mission Church. It has not been fully decided if we will
build to Sierra Madre, and the Santa Barbara road is only prospective as
yet. Its construction has not even been scriously considered. We shall pre-
pare ourselves for future contingencies in the way of power supply and
other matters, so that we will have the facilities for building and operating
as many roads as we plcase. We have reached no definite conclusien in regard
to routes, etc., for the new company, and matters are as yet in an unde-
veloped state. No officers have been elected, and the matter is in the hands
of Judge Bicknell, who is acting as our attorney, and is also one of the stock-
holders. As soon as the necessary arrangements have been made, work will
begin on the shops and power bouscs for the company, and the construction
of roads will also be commenced and carried through without delay. I am
unable to say just how long this will takc.” Among the stockholders of the
company are: H. IE, Huntington, I. W. Hellman, A. Borel, of San Francisco;
C. Dc¢ Guigne, of San Francisco; Epes Randolph, Jobn D. Bicknell, of Los
Angeles.

HARTFORD, CONN,—The Ilartford & Worcester Street Railway Com-
pany, which proposes to construct an electric railway from Hartford, Conn.,
to \Worcester, Mass., has succeeded in securing locations and franchises in
Wales, Holland, Brimfield and Sturbridge, and hearings have been given in
Charlton, Oxford and Leicester. The company plans to construct about 2
miles of line in Worcester, and a hearing will be given in that
city in about two weeks. The company, besides the 2 miles of independent
line in that city, plans to operate over the lines of the Worcester Consolidatcd
Street Railway Company. The plan of -the company is to begin construction
work as soon as the \Worcester franchise is obtaincd. Among those inter-
ested in the road are: Charles H. Wilson, I*. C. IHinds, of Boston; R. A.
Stcwart, of Worcester, and Thomas C. Perkins, of Hartford.

MOLINE, ILL.—The Tri-City Railway Company will double track its line
on Iifteenth Street, Moline, and the Elm Street line in Rock Island, and
the Second Street linc in Davenport will be relaid with new rails. The com-
pany will crect a new car house in Rock Island. Tt is said that $25,000 will
bhe expended in the construction of the structure.

EAST ST. LOUIS, ILL.—The East St. Louis Electric Railway Company
will make important changes in the lines within the next few months. The
City Council has granted thc company the right to build three cross lines.

EAST ST. LOUIS.—The East St. Louis Electric Railroad Company will
begin at once the erection of a $150,000 power house. About $200,000 will be
expended in making extensions,

DES MOINES, TOWA.—The contract for grading the proposed electric
railway from Des Moines to Colfax, which is to be constructed and operated
by the Interurban Railway Company, has been awarded to R. A. Elzy, of
Marshalltown. The contractor has agreed to put 100 men and teams at work
at once, and to push the work as long as good weather continues, but thc
contract does not, however, call for the completion of the grading between
the two cities before June 1, 1902,

BURLINGTON, IA.—The Peoples Gas & Electric Company was incorporated
Nov. 18, with a capital stock of $200,000. The general naturc of the business,
as defined in the articles of incorporation, is the construction and operation
of electric light plants, street railways, interurban railways, gas works, etc.
The company is also empowered to manufacture apparatus of all kinds. 7The
officers of the company are: B. E. Sunny, of Chicago, president; Theodore P.
Bailcy, of Chicago, vice-president and treasurer; George P. Townsend, of
Chicago, secretary. The officers and directors are identical.

LEXINGTON, KY.—The Georgetown & Lexington Traction Company has
succedded in securing from the Georgetown City Council a franchise for the
construction of an electric railway from South Broadway and Jackson Street
to the city limits. The plan of the company is to build an electric railway to
connect Georgetown and Lexington.

BALTIMORE, MD.—The United Railways & Electric Company is perfect-
ing plans for an addition to its Pratt Street power house, The addition will
be 80 ft. x 80 ft.

ANNAPOLIS, MD.—The promoters of the Washington & Annapolis Elec-
tric Railway have incorporated thc Berwyn & Laurel Electric Railway Com-
pany, to build an electric railway from Berwyn, just outside of the District
of Columbia line, in Prince George’s County, to Laurel, a distance of 10
miles. The incorporators of the Berwyn & Laurel Electric Railway are:
Frank Gosnell, Jesse Slingluff, George Weems Williams, Carroll T. Bond and
Ernest S. McElroy, of Baltimore. The capital stock of the company is
$500,000.

BALTIMORE, MD.—The Batlimore & Laurel Electric Railway Company
Las perfected its organization, and the officers of the company are: George
R. Webb, president; William A. IHouse, vice-president and general manager;
Briggs C. Keck, treasurer, and H. C. McJilton, secretary and auditor. The
capital stock of thc company is $250,000. The company is organized and
controlled by interests identified with the United Railways & Electric Com-
pany, of Baltimore, and the purpose of the company is to build an electric
railway from Baltimore, via Relay, to Laurel, a distance of 18 miles. The
new line will be operated by the United Railways & Electric Company, the
president of which, Mr. Webb, says that the line will be built to supply
the existing demand for such facilities.

NORTH ATTLEBORO, MASS.—Application has been made to the Select-
men by thc Cumberland & North Attleboro Electric Street Railway Company
for a location, witb the right to lay tracks on Broadway, High Street, Rich-
ards Avenue and Washington Street. The line is a portion of the proposed
system which will connect Cumberland and \Woonsocket, R. I., with the
Attleboros, providing a new line from northern Rhode Island to Taunton
and the cape district.

GRAND RAPIDS, MICH.—The Central Michigan Traction Company is
being organized for the purpose of building an electric railway from Grand
Rapids to Jackson, via Hastings. Major Charles W. Watkins, of Grand
Rapids, is the president of the company. The right of way is now being
secured.

LANSING, MICH.—The Lansing, St. Johns & St. Louis Railway Company
states that its line will be completed and in operation before Dec. 31. “I'he
cars have been ordered from the Jewett Car Company, of Newark, Ohio, and
are 56% ft. long, divided into three compartments. Seats are provided for
fifty persons.

SANILAC CENTRE, MICH.—The Sanilac Railway Company has been
incorporated, with a capital stock of $56,000, to build an electric railway from
Croswell to Sanilac Centre.

DETROIT, MICH.—The Detroit, Howell, Lansing & Grand Rapids Rail-
way Company has effected a compromise with the Hawks-Angus syndicate,
and will not build that portion of its proposed line from Lansing to Grand
Rapids. The road will be built from Detroit to Lansing, and will enter the °
city of Lansing on the lines of ‘thc Lansing Street Railway Company.

GRAND RAPIDS, MICH.—The Hawks-Angus syndicate has secured fran-
chises from Grand Ledge, Portland, and nearly all the towns and villages
on the line of its proposed road from Lansing to Grand Rapids. All such
franchises are being granted with the understanding that work is to be begun
within six months, and there seems no doubt that the road will be com-
pleted and put into operation early next seasot.

SUMMIT, MISS.—C. V. Ratcliff, Mayor of Summit, and others are de-
sirous of securing for Summit a street railway tbat will traverse the ‘prin-
cipal city streets and extend to Magnolia. Additional information can be had
from Mr. Ratcliff.

CHILLICOTHE, MO.—John Doll and P. A. Gibson, of Erie, Pa., are in
Chillicothe looking over the field with a view to buying Chillicothe’s elcctric
light plant and building an electric railway from Chillicothe to Trenton.
Messrs. Doll and Gibson inspected the Peoples Gas and the Electric Company’s
plant and examincd the roadbed of the old Chillicothe & Des Moines Railway.
All Messrs. Doll and Gibson ask is that they be granted a franchise for the
construction of an electric railway through Livingston County, and expect
that they will be awarded the street lighting contract.

MISSOULA, MONT.—Local and foreign promoters have applied to the
Council for a franchise to construct an electric railway here. Messrs. Wilson
and Finklenburg are the foreign applicants, and Messrs. Brooks, Winstanley
and Keith are the local applicants. It is thought that the franchise will be
granted to Messrs .Wilson and Finklenburg.

MOUNT VERNON, N. Y.—The Interurban Street Railway Company was
incorporated Nov. 25 as thc successor of the North Mount Vernon Railway
Company, whose franchise, etc., were sold under foreclosure. The company
is capitalized at $500,000. The directors of the company are: Andrew A.
Halsey, Frederick C. Cocheu, Joscph F. Coffey, Charles M. Sweeney, Joseph
. McClean, wi. J. Kennedy, Louis . Meht, George W. Seixas and William
J. Studwell, of Brooklyn.

SYRACUSE, N. Y.—The officers of the Rochester, Syracuse & Eastern
Railroad, which was incorporated Nov. 17 to construct an electric railway
from Syracuse to Rochester, a distance of 100 miles, are as follows: Lyman
C. Smith, of Syracuse, president; F. W. Roebling, of Trenton, N. J., vice-
president; C. A. Lux, of Clyde, secretary; A. K. Hiscox, of Syracuse,
treasurer; C. D. Beebe, of Syracuse, manager and purchasing agent. 7The
directors of the company, as previously announced, are: F. W. Roebling, of
Trenton, N. J.; Clarence W. Seamans, of New York; Charles A. Lux, of
Clyde; William Nottingham, Hendrick S. Holden, Rlbert R. Hiscock, Willis
0. Holden, Lyman C. Smith, William K. Pierce, Clifford D. Beebe, Albert E.
Nettleton and Frank C. Soule, of Syracuse.





