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The Convention

The Detroit meeting will be remembered as being distinctively
an interurban gathering, and remarkable chicfly because of the
interest manifested in everything pcrtaining to the construction,
equipment and operation of interurban lines. This characteristic
might be cxplained by the growing importance of this branch of
electric railroading and thc additional fact that the place of meet-
ing was a center of interurban operations. The members had an
excellent opportunity of e¢xamining the practical operation of
roads of this description during their visit to Detroit, and it is not
too much to expect, in view of the interest that has been awakened
in this subject, that a large number of railroad men will be at-
tracted to the association who have heretofore held aloof from it.
It is quite probable, too, that the suggestion of Mr. Vreeland,
the expansion of the scope of the association's work,

form and become a rcality much earlier than he antici-

regarding
shall take
pated. It
urban work far exceeds any that has been manifested herctofore

is certain that the iuterests shown at this time in inter-

in this important field.

In point of attendance and character the convention was large
and representative and in every way thoroughly satisfactory. The
exhibits were in keeping with the importance of the occasion. The
only criticism or objection heard was due to the lack of sufficient
facilities for showing the apparatus to the fullest possible ad-
vantage. This was not a fault of the management, but was due
entirely to the fact that the demands for space were greater than

Under

the circumstances it was generally admitted that the organization

could be accommodated in any hall in the city of Detroit.

of the exhibition department was as satisfactory as could reason-
ably be expected. It seems that the organization hereafter will
be conironted with a very serious problem in securing adequate
accommodations for exhibitors who desire to bring their ap-
paratus before the attention of members of the association. It
certainly speaks well for the importance and representative char-
acter of the association, and is a practical recognition of the value
of ‘their meetings that there should be such competition among
lllrlllllf(l(ttlltl‘\ of all classes of apparatus and fittings used in
ralluay work to be represented on these occasions.

/The meetings of the Accountants' Association, which were held
at the same time as those of the Street Railway Association, com-
manded the undivided attention of this important element in
street railway organization and management. It is gratifying to
note that the interest in this association is unabated, and that the
outlook for a continuation of the good worik which it has under-
taken is even more favorable than it was a year ago. The asso-
ciation has enlisted the support of the leading accountants of the
street railway world, and the high standard of its work is univer-
sally recognized.

The meetings of both organizaticns were well attended, and
much interest was shown in the papers presented. The report of
Wednesday's proceedings of the American Street Railway Associa-

tion is printed in this issue. The report of Friday's meetings.

together with descriptions and illustrations of the exhibits, will

appear in next week’s issue.

Express and Package Delivery

The paper by Mr. Parker, which is presented elsewhere in this
issue, was received with considerable interest at the convention.
but the discussion was limited, as the experience of the interurban
companies represented by Mr. Parker was not sutficient to justify
him in presenting data that could be considered reliable upon the
cost, receipts and investment in the operation of this
a good deal of interest manifested i the

relative
service, There was
methods employed in handiing freight and express, as explained
by the author, and the system of interchanging between roads
entering the city from different directions. Tt was mentioned that
the most important problem which confronted the Detroit man-
agement was the expense of handling {reight prior to the con-

solidation of the clectric lines and the establishment of a union
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station. Before the present organization was effected there were
three distinct companies engaged in this traffic, each maintaining
a separate depot, employing an agent and staff and consequently
involving a duplication of expenses in many branches. When the
roads got together, however, it was soon determined to establish
a union freight station, where all the freight could be handled.
This arrangement possesses many advantages aside from the re-
duction in the expenses of clerical help and freight handlers. It
eliminates the expense of cartage from one station to another and
enables the companies to conduct their business along the same
general lines as the stean: roads. The experience at Toledo and
other centers of interurban electric railroading is similar to that
at Detroit, and the advantages of establishing union stations are
now generally recognized. Another evidence of the extent to
which this feature of electric railroading has been developed was
manifested by the advancement that has heen made in working
out the details of operation and the adoption of forms for freight
and express departments. Mr. Parker’s paper contained a number
of the forms which are used by the Detroit United Railway, and
a great deal of interest was manifested in this feature of the sub-
ject by those who were engaged in the operation of similar lines.

* * * * * * %

The tendency to impos:2 restrictions and taxes upon every de-
velopment of the electric railway has already been manifested in
many places where the local street railway company has extended
its lines into suburbs or established interurban service. This is
accounted for by Mr. Parker on the theory that, to the lay mind,
the express and parcel business of the electric system appears to
bc merely another profitable use of the franchise, involving no
additional expense beyond suitable rolling stock and the neces-
sary train crews. There are, however, many additional expenses
incurred, and an entirely new organization is often required for
the proper handling of the business. But this is understood and
expected by the companies engaging in this work. They do not,
however, expect that thcy are to be confronted at the outset by
unjust taxation, although they are often seriously handicapped by
such measures. In the case of Detroit, for instance, an ordinance
was enacted which prohibits the use of trailers and levies a tax of
$1 per car per round trip, regardless of whether the car is empty
or loaded. This, of coursc, is far from encouraging, and in many
cases practically prohibits the proper development of this service,
4as many companies are not in position, and none are willing, to
pay taxes on empty cars, even though they may feel that there is
a splendid future for the enterprise. It should be appreciated by
those who have the welfare of the city at heart that a service of this
character can only be developed properly by providing for prompt
and frequent collections and deliveries, and thus educating the
people up to the point where they will depend upon them and feel
safe in doing so. Of course the company will have to run émpty
cars for awhile, until sufficient patronage is secured, but in most
cases it is willing to do this, and look to the future for recompense,
but it should not be subjected to such conditions as the imposition
of a tax like that at Detroit.

To Relieve the Bridge Crush

The latest plan for the relief of the present condition at the
Manhattan terminal of the Brooklyn Bridge is described else-
where in this issue. It is the result of careful study by an en-
gineering commission appointed by Mayor Low to examine the
several plans that have been submitted from time to time, and
investigate the entire problem with the view of obtaining imme-
diate relief as well as devising a plan for perma;lently increasing
the transportation facilities. The commission first considered the
pians prepared by Niels Poulson, which were described and illus-
trated in the STREET RAILWAY JOURNAL of Sept. 20, and went over
the ground carefully with the engineers of the bridge department,
but for several reasons, which are explained in detail in the report

of the commission, it was found inadvisable to adopt Mr. Poul-
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son’s suggestions. This examination, however, led to the de-
velopment of the arrangement of loops which it is now proposed
to adopt as a substitute for the present terminal facilities. It is
greatly to be regretted, though, that the commission finds it im-
possible under existing conditions to recommend a system which
will at once greatly increase the carrying capacity of the bridge.

The committee does not advocate the adoption of this plan as a
permanent measure of relief, but frankly admits that while the
additional loops will afford the greatest relief possible under pres-
cnt conditions by reducing the congestion and decreasing the
danger of accidents, the system will still retain, in a minor degree.
at least, all of the defects of the present arrangement, and that its
chief claim for consideration is the fact that it will afford better
facilities for entering and leaving the cars.

There is one point, however, which the committee raises in this
connection which must be faced sooner or later, namely, the de-
sirability of obviating delays and annoyances now caused by the
blockading of traffic during rush hours by reason of the large
number of trucks and private vehicles that use the bridge. It is
suggested that this vehicular traffic be restricted. The bridge is
already overcrowded, and additional transportation facilities can
only be afforded by removing a part of the present strain upon the
structure.

The revised plan described in the committee’s report has been
approved by the Mayor and the Commissioner of Bridges, and it
is announced that work on this improvement will be begun at
once. It is hoped that before the first of the year the new plan
will be in successful operation, and in the meantime the work of
developing a permanent plan will be prosecuted vigorously.

Alternating Railway Motors

Mr. Lamme’s institute paper on the electrical equipment of the
Washington, Baltimore & Annapolis Interurban Railway, which
was published in our last issue, marks a new phase of the struggle
against the limitations imposed by direct-current distribution. The
space at our disposal last week prevented us from doing more
than publishing the paper itself. It will not, to use a frequent edi-
torial phrase, “repay careful study,” because a single cursory reading
fully discloses all that the author at this juncture sees fit to make
public, but the inatter is interesting and may prove to be im-
portant.

]

carefully en-
gineered and strongly backed, sink into merited oblivion, to get
rashly enthusiastic over the present one before it is in commercial
operation. Yet it deserves consideration by reason of its some-
what revolutionary boldness. The radical sometimes succeeds

We have seen too many ‘“new systems,’

where the conservative is doomed to a dead level of failure, and

every real advance in the art is radical until it is tried.
# * * * * * *

The history of attempts to avoid the difficulties of long-distance
distribution at 500 volts is not a long one, nor is it a story of bril-
liant achievements. When the electric railway had outgrown the
normal and proper limits of its working voltage the trouble began.
Chiefly by reason of the moderate output demanded on many of
the longer lines, the obvious plan of separate generating stations
has been tried less often than it deserves, and attention has been
directed to alternating distributions. The present direct-current
railway motor is so admirable a machine and possesses in virtue
of the series parallel control so wonderful a degree of flexibility
that there is little reason to expect anything better in the way of
alternating-current motor. It was very natural then that electric
railway engineers should turn to the rotary converter as the best
way out of the difficulty. This immensely useful but somewhat
overrated machine enables an alternating distribution to be used

- in connection with standard car equipments and the customary

single low voltage trolley wire.
* * * * * * *
Distribution with rotary converter sub-stations, however, in-
volves so much of initial expense and operating cost t.hat unless
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power can be generated in the single primary station at a very
low cost indeed, the total cost with rotary converters may be and
often is greater than it would be were the line equipped with in-
dependent generating stations. Were this not so there would be
little incentive to take up the difficult task of adapting alternating
current motors to the severe requirements of railway service.
An interesting flank movement on the difficulty was made by
Leonard in this country and more recently by Huber abroad, in-
volving the use of a single-phase rotary conve-ter on the car,
thereby carrying the alternating distribution one step nearer to
the car axle. Of alternating current motors for the cars we have
had a few of the polyphase variety, and recently Arnold’s system
of single-phase motor operation, which is to be tried on a road
built expressly for this service. The weak points of the polyphase
system for railway work are two: First, the need of two or more
working conductors, and second, the difficulty of speed regulation.
Of course a rheostat in the secondary of a polyphase motor
enables speed regulation to be attained on just the same terms as
i the case of early direct-current motors with rheostatic control,
but these are out of the game for most purposes and are very
seldom used for the class of work for which an alternating current
distribution i1s desirable. Such polyphase motors are in fairly suc-
cessful use on a few foreign roads, but the solution of the problem
by this means is special, not general, and leaves much to be de-
sired. The concatenated control, experimented upon by Stein-
metz some years ago, and more recently put into service by
Brown and by Ganz & Co., offers a somewhat more hopeful op-
portunity, but is likely to lead to a bad power factor. Ganz has
been driven to a very low frequency by this limitation, and it yet
remains to be shown that even by this means can the equivalent
of a series parallel control be obtained. If the polyphase in-
duction motor could have this facility of speed control, we do not
believe that the use of a double-working conductor would remain
a formidable obstacle.

The new attempt formulated by Mr. Lamme involves, like the-

Ganz plan, the use of a very low frequency, but distributes single-
phase current. This dodges the double trolley difficulty but
loses somewhat in the efficiency of the transmission. It permits,
however, a highly efficient voltage control on the cars and so
dispenses with the need of series parallel connection to avoid
serious losses at low speeds. But on the other hand, it necessi-
tates the use of heavy motors with laminated fields and involves
the serious and heretofore forbidding task of commutating in
a synchronous apparatus a heavy alternating current. The series
alternating motor with laminated fields is by no means a new
machine, but one which has been unsuccessfully tried a good
many times, even at low frequency. Mr. Lamme says, and this
must count for considerable, that this formidable difficulty of
commutation has been overcome, but vouchsafes no detailed in-
formation as to methods. If he proves to be correct a very great
step forward has been taken quite irrespective of any question of
railway motors. If it is possible to get sparkless commutation on
a 100-hp motor, under the severe conditions of railway practice
even at 16 ~, it should also by similar means be entirely feasible
to operate series alternating motors of moderate size on alternat-
ing circuits of at least 25 ~ to 30 ~. and an entirely new
solution of the general alternating-current distribution problem
becomes at once available. There are inherent reasons for ex-
pecting great difficulty in effecting such commutation, and we
must frankly say that appearances are greatly against it, but
“the world do move,” and improvements must logically be ex-
pected.  Granting a successful solution of the commutating diffi-
culty it still remains to be seen how the general system will com-
pare in total economy with a well-organized rotary converter
sub-station system and with that now under construction by Mr.
Huber. There is some doubt in our minds as to whether the
series alternating equipment at 16 ~ will not prove to be heavier
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and more costly in the long run than a rotary and its direct-
current motors at a more conservative frequency. But, as in the
case of every new system, the only real test comes with service
on a commercial scale for a considerable period. We sincerely
hope that the present innovation will fulfil the expectations of its
designers, for, as we have just pointed out, it involves great
general usefulness quite apart from the electric railway side of the
matter. It is certainly high time to infuse some new ideas into
railway practice lest the foreigners get ahead of us in our own
gamne, and we shall await with impatience further details of what

promises to be a most important and interesting experiment.

Pennsylvania Tunnel Franchise

The action of Mayor Low in reopening the discussion of the
Pennsylvania tunnel franchise and calling a public hearing on the
proposcd measure was a disappointment to those who are inter-
ested in securing this great measure of relief for New York's con-
gested transportation facilities. The delay that will result will not,
however, be the greatest evil growing out of this sudden change
of iront on the Mayor’s part. The encouragement which this
practical recognition of an irresponsible band of politicians gives
to those who hold up public improvements will prove discourag-
ing to corporations which are ready to undertake large enterprises
of this kind that redound to the benefit of the entire community.
1% they are to be hampered, harassed and restricted by such con-
ditions as it is sought to impose in the tunnel franchise, they will
find it impossible to proceed with their plans, no matter how
much they may desire to do so themselves. Such a condition must
seriously affect the commercial prosperity and retard the growth
of any community.

In spite of the Mayor's action, the Rapid Transit Commission
readopted at Thursday’s meeting the proposed franchise in the
form in wliich it was first granted, that is, without an eight-hour
clause, a prevailing rate of wages clause, or an arbitration clause.
The Mayor was present at the meeting which took this action, and
he offered no objection, as he had been informed by the Pennsyl-
vania Company that it would not accept the franchise if the obnox-
icus conditions were insisted upon.
was presented from President Cassatt, of the Pennsylvania Com-

At the same meeting, a letter

pany, in which he reiterated the statement that while the company
was very anxious to proceed with the improvement, it would have
to abandon the project entirely if the city adhered to the purpose
of imposing the restrictions dictated by the labor unions. It was
announced unofficially by the Mayor that the company was not
unfriendly to the method of settling labor controversies after the
manner adopted by the Rapid Transit Subway, but that it would
not make any such condition a part of the franchise. It became
evident, therefore, to the members of the commission and to the
Mayor and Comptroller, who had advocated the amendments, that
the city had reached a point where it would be necessary to de-
termine whether the whole franchise should be thrown overboard
or granted without the labor clauses, and, under the circumstances,
it was unanimously decided to pass the franchise in its original
form. Of course, this action is not binding upon the Board of
Aldermen or upon the Mayor when he comes to exercise his power
of veto, and the tendency which he has displayed to cater to the
labor leaders since this controversy began, makes it uncertain what
his final position may be. In any event, it is evident that the work
or the tunnel will be greatly delayed because of the vacillating
policy of the city administration, as the opponents of the measure
liave been encouraged by the weakness displayed by the Mayor and
others, and will keep up their fight as long as possible. But the
Rapid Transit Commission is to be commended for performing its
duty fearlessly, and the Pennsylvania Company likewise for stand-
ing out for its rights under the law. It now devolves upon the
Board of Aldermen to determine swhether this great improve-

ment is to be completed or sacrificed for political purposes.
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New Fireproof Rolling Stock for the Central London
Underground Railway .

Several references appeared in this paper about a year ago to the
vibration which was noticed in the buildings along the streets in
London under which the Central T.ondon Underground Railway
runs, and which was attributed to the operation of the trains on
that line. The matter was considered so serious that it was brought
before Parliament, and the company was requested to take steps
to reduce the disturbance. At that time the road was being op-
erated by locomotives in which the motors were mounted directly
on the axles, and it was thought that the vibration was undoubtedly
due to the pounding effect on the rail joints of this uncushioned
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cration mentioned above the company expects to make the run
between the terminals at the Bank and Shepherd’s Bush in 20 mnin-
utes, and to operate curs on a headway during the rush hours of
214 minutes.

Another important ferture of the cars is the fact that the motor-
men compartments and all parts in the vicinity of the motors and
controlling apparatus are absolutely fireproof. This was considered
very important for trains running in a subway 30 ft. or more
underground, and it was the desirability of removing all possible
danger of fire that was one reason for the original decision to use
separate locomotives.

" he fireproof motorman's compartment mentioned is bolted to
the frame work of the car, and can easily be detached from the
rest of the body when desirable. Through the courtesy of Mr. Par-
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load. Owing to the restrictions imposed by the size of the tunnel
it was at first thought that the best solution to the problem would
be a geared locomotive, and onc was built. At the same time a
motor-car train was also put in experimental service. The result
of the trial showed that while the geared locomotive reduced the
trouble considerably the use of the motor train eliminated entirely
all noticeable vibration, and the latter type of train equipment
was consequently adopted.

Another reason for the adoption of the motor-car train idea
was to increase the acceleration. The old locomotive train had a
maximum acceleration of 1.4 ft. per second per second and an
average acceleration of o7 ft. per second per second, while the
motor-car train has a maximum of 274 ft. per second per second
and an average accelcration of 1 ft. per second per second.

The difhculties in finding room for the disposal of the motors and
their equipment in the narrow space available in the tunnel were
considerable, but were overcome by the engineer of the company,
H. F. Parshall, by the design illustrated herewith. Sixty-four of
these cars have been ordered from the Birmingham Railway,
Carriage & Wagon Company, and Brown, Marshall & Company, of
Jirmingham, and two motor cars will be used per train, one at each
end, with five trail cars, making a seven-car train.  With the accel-

1.—LONGITUDINAL SECTION AND PLAN

TR
OF CAR AND OF FLOOR FRAMING

shall this paper was supplied with plans and specifications of the
niotor cars and other parts of the equipment. An abstract follows:

The motor car bodies are divided into three portions—motor cab,
passenger compartment and rear platform—as shown in the engrav-
ing. Since the drawing was completed, however, the number of
cross seats in the middle of the car have been reduced from ten on
cach side to six on each side, and the longitudinal seats have been
cxtended in consequence.

The under frame is of rolled channel steel, and the four center
sills and the head stocks are filled in with oak. The body bolsters
at the motor end are of channel section, and at the trailer end of
Z section. The frames are trussed by means of iron rods with
turn-buckle. With the exception of the cab, the whole of the body
framing is of teak, mortised and tenoned together and bound with
strong wrought-iron knees. The side framing is trussed with diag-
onal braces and strap bolts, and the side of the body is tied by
means of six 34-in. tie-rods carried through the longitudinal fram-
ing and cant rail. The bottom of the side frame is secured to the
under frame by twelve 34-in. and eight 4-in. holts.

The passenger compartment is panclled inside on the ends and
sides. The framing is of light-colored teak, and the panels are
of yellow pine, veneered with white sycamore, with teak mouldings
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around each panel. Thc roof is in three panels longitudinally, and
covered with %4-in. mill board, each panel having an ornamental
lincrusta border and lincrusta moulding on the edges to match the
present rolling stock. The strap rail is to be of teak. The fioor
boards of the passenger compartments and also of the platfm ms
are of 1-in. red deal, laid transversely and protected by wearing slats
of rock elm. The seats arc to be of perforated bent wood.

The cab, which consists of the front platform and switch com-
partment, is a self-contained steel structure, and is bolted to tlie
under frame and the car body, so that when desired it can be re-
moved bodily without disturbing any of the apparatus contained in
it. The frammg is of angle steel. The front screen is of sheet
steel, glazed in the upper part and prov1ded with double sliding
door, also glazed in the upper part, which is suspended by l'Olf(la
on a steel rail. The sides of the cab are closed for a portion of
their length by swing gates secured by snap locks without outside
handles. The remainder of the side is of sheet steel with louvres in
angle steel sliding frames, suspended by rollers on steel rails. The
rear partition is also of sheet steel and provided with an opening
which is closed by a sheet steel door. This door is lagged with
14-in. uralite or asbestos on the side nearest the passenger compairt-
ment and covered with uralite panels veneered with sycamore and
framed in teak to match the passenger compartment. The rear
partition of cab is 1 in. clcar from the nearest part of the body end
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driver’'s brake-valve. The ends ol the sand pipes are of flexible
hose. Air whistles are also used.

The principal dimensions of the under frame and body are as
follows :

Length over head stocks............. .........

45 ft. 6  ins.
Lengtl between trucle CeMEET S« « < -5 s g minis s 20 ft. o ins.
Width over side sills. . S 7 ft. 10 ins.
Height of floor from tlacl\ pwsm sy svesgameem: L Tfo 1@ A0S
Side sills. . i, 7 ins. X 3 ins.
Center SIHS (channcls) detmaas s sameans  SYA INS, X 2 NS,
Cab width. .o e 7 ft. 11 ins.
Cab lengths outside. 53 12 ft. o ins.
Cab height in ccnter of platfonn 7 {t. 6 ins.
Cab height in center of platform smtch com-
partment TP —— 6 it. 114 ins.
Passenger compqrtment wi(lth inside.......... 8 f{t. o ins.
Passenger compartment, width outside.......... 8 ft. 6 ins.
Passenger compartment, length inside.......... 29 {t. 9 ins.
Passenger compartment, height in center....... 7 ft. 9 ins.
Passenger compartment, width of gangway
(CIAXTIONIIILY 55 e 22 o6 2 ek B Rl B e 2 0% 2 3 ft. 5 ins.
Passenger compartment, width (between cross
SEALSDT - o eim e oo 82 55 2800 6 5550 B e s i om0 1 ft. 7 ins.
Riear ‘plationil, Iemgtlih s mms v ossmsmppnemsmees 3 ik 3 NS

(
v

FIG. 2.—SIDE ELEVATION, SECTION AND

PLAN OF MOTOR TRUCK
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The cars are lighted by twenty-two lamps each,
4 arranged in the following manner: Three cir-
cuits of five lamps cach, giving fourteen lamps in
the passenger compartment and one under the
rear canopy. One circuit of five 16-cp lamps,

< arranged on a fireproof base and cover. The
four switches and fuses for the body circuits are

> A one in switch compartment; onc portable lamp
}IL i in a protected holder, with 10 yds. of heavily in-
el . sulated flexible cord, and three instrument lights.
| ]‘ I One circuit of two 32-cp lamps on headlight.
E L%E%; Each circuit is provided with a switch and fuse
i

i

under the rear canopy, the remainder being in

the switch compartment on the switch panel.

}
'
'
|
'
'
\
o
R

The lighting circuit is supplied from thc motor
circuit through a 15-amp. quick-break switch,
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panels, the space being filled in with fire-resisting material. A
sheet of I4-in. uralite or asbestos is placed over the whole rear
partition, between it and the body framing. The floor of the cab
i5 composed of chequer plates, except on the front platform, which
is the same as the passenger compartments. The open spaces under
the rheostats are covered with iron wire gauze, so as to exclude
dust as much as possible. The roof of thc cab is of sheet steel
and the rear platform is closed by automatic gates in the same
way as on the old rolling stock. There is an iron grill screen 4 ft.
6 ins. high round the cnd of the platform, and a collapsible iron
screen is provided at one side for coupling on to the trailer car.
The roof over the passenger compartment is continued to form a
canopy over the rear platform of 34-in. deal, and is supported hy
steel ribs. The rear end of the passcnger compartment is fitted
with sliding doors, of which the frames and mouldings are of teak
and the lower panels of white sycamore. The upper panels are
glazed. )

Each cab is provided with a tool chest, arranged to hold three
spare fuses of each size; two control switch contacts of each typc,
and all necessary tools, oil cans, etc. FEach motor car is also pro-
vided with an air blast sand-box arranged to sand all four wheels
of the motor truck. These boxcs are in the switch compartment
with the controlling air valve, arranged in close proximity to the

and 15-amp. non-arcing replaceable fuse in a
fireproof case, located on the main switch panel.
The lighting cable is paper insulated and lead
covered, and the main circuit is carried in an iron pipe outside the
car roof.

Each motor car is fitted with a hand brake and an air brake of
the Westinghouse quick-acting type, for the operation of which a
main air reservoir of 8 cu. ft. capacity is carried in the switch com-
partment. The driver’s valve is located on the front platforin,
and there is also an emergency valve provided under the canopy
of the rear platform. The air pipes are made of iron of the Dbest
quality. The brake rigging is composed of best hammered scrap,
and the pins and joints are case hardened.

The motor truck used is the Peckham M. C. B.-39. with non-
tilting equalizing bar, and is to be supplied by Robert W. Blackwell
& Company. The main dimensions and general arrangement can
be seen in Fig. 2. This truck is an improvement on the M. C. B.
ordinary form of construction, inasmuch as it is non-tilting ard
Las considerably more strength. The diamond frame construction
used in this truck has been for many years the standard for
freight-car trucks in the Unitcd States, and the use of the Peckham
patent swing bolster allows this frame to be made very deep, and
consequently of great strength and stiffness. This swing bolster
also gives very easy riding. As will be secn, the main body of the
truck consists of rolled angle steel bent and welded into a rectangu-
lar frame with round corners. The pedestals for the axle-boxes
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are of cast steel, bolted to the frame, and have a deep cavity for
receiving a coil spring on either side of the journal box, the springs
being carried by a saddle supported by the journal box. Enough
lcad is carricd by the coil springs to prevent the diamond frame
from tilting on the short-base equalizing bar springs. There arc
two wrought-iron equalizer bars on each side of the truck, the
ends resting on the axle boxes. The truck frame is supported
upon helical springs carried on the equalizers, through the mediuin
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of cast-stcel caps secured to the franie and equalizers. A horizontal
tie-bar is carried along the truck and secured to the under side of
the pedestals.

The transom, which is of channel steel, is secured to the side
irames by means of 4-in. stiffening plates and gussets. Diagonal
braces extend from the frame to the uuder side of the transom.
The truck bolster consists of two rolled steel plates 34 in. thick,
separated by steel distance pieces, and is supported at either end on
double elliptic springs on wood blocks carried on stcel-plate
brackets riveted to the transom. The center and side bearings,
which are of cast steel, are bolted to the bolster, the center bearing
being constructed to contain a good supply of lubricant, with
means of renewing the same from the insidc of the car body. The
motors are carried upon spring supports, as shown. The axle
boxes are of cast iron with hinged water-tight fronts; they can
casily be taken out by removing the bottom tie-bars and jacking

Bearing Springn |
¢1 Plate

‘_\5%‘.,5 4 Plates 3% %1

50" Wheel-base— = — -
S~ ———5"7"Total length——- -

STREET RAILWAY JOURNAI..

i i mE=y
il =) T2l
C . o o
o |¢ ol o = e
i e
< 1 }
777"7; e 94
%
|4
! e z |
3 | a <
8 5 | %= = I
S ' z & ]
| ey | 5 =Ly {
K . o S
b % [ 3 S
; [ 1 ) 2 I
I i o) |
| | -+ ‘ ‘
PO | | S - e E s 2=
1 |
! ! 1

[Vor. XX. No. 15.

The brake blocks are of ¢nld blast iron, and do not press on the
flanges. Each truck is provided with a walnut board for the col-
lecting shoe. The chief dimensions of the truck are given below :

Foot. Inches.

Length over all....... are e bt S ¢ wnh e s S ok Sangi. 9
Width over side frames........... sl atsl o s atetatel st slerel O 5
Width ever axle boxes. o e . 7 2%
Wheel diameter.......ooovieiinneiinnnenn.. e 2 10
Xiheel Dase w:wemenssmae tains wiie o RPN . 6 o
Axle diameter in center, wheel scats and motor

DEATITIEE. &5 om o5 5 i Shm o e o o 5 B imies O 5
Diameter of axle journals................. iiii.. O 434
Length of axle journals.......... R o o 8

The brake-shoes are of the Corning type, which is the standard on
the Central Underground Railway. These shoes have been found in
service to have an average life of four months, against three
weeks for cast-iron shoes and six weeks for chilled-iron shoes,

Each motor truck is equipped with two motors of G. E.-66 type
similar to those used on the Manhattan Railway, of New York.
Fach motor, it is spccified, will be capable of giving a tractive
effort of 2500 lbs. at the wheel tread and a speed of 18 miles an
hour, with a current of 200 amps. at 500 volts, with 8o amps. at 500
volts ; the tractive effort is 650 1bs. and the full speed 27 miles on
hour. The motor is capable of running in either dircction, with a
current of 300 amps. at 500 volts, the brushes being fixed, without
injurious sparking. The magnet frame consists of a single steel
casing with bored openings at the ends, which are closed by ma-
chine heads carrying armature bearings. The axle bearings are
carried in lugs cast om the frame. The laminated pole pieces are
bolted to the frame, and each pole has a field coil, the coils being
form wound and interchangeable; they are insulated with asbestos
fire and waterproof insulation and are wound on metal spools.
The insulation is specified to stand a test pressure of 4000 effective
volts alternating, applied between the coils and the frame.

The armature is of the projection type, with form wound inter-
changeable coils, mica insulated. The commutator is of hard-
drawn copper with mica insulation, the end insulation being of hard
quality, but between the segments it is softer, so as to wear equally
with the copper. The armature bearings, as mentioned above, are
carried in the frame heads, and are lubricated with oil and waste.
The brasses consist of a single sleeve, with openings at the sides;
drip cups are provided for the waste oil.

The armature insulation is specified to stand 3000 effective volts,
alternating between coils and core for five seconds; the commu-
7T
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FIG. 4.—SECTIONS AND HALF PLAN OF TRAILER TRUCK

up the truck. Cork dust shields and woolen lubricating pads are
provided. The bearings, which arc of bronze, consist of semi-cylin-
drical sleeves overhung at the ends to take the end thrust, and also
coming well down at the sides to take the side thrust due to the
motors.

The axles are of mild forged steel with the journals ground.
The shape of the wheels, which are bored for a press fit on the axle
of over 6o tons, is shown in Fig. 2. The centers are of wrought
iron with steel tires shrunk on and held in place by fastening rings.
No keys are used to fasten the wheels.

tator to stand 4000 effective volts, alternating between segments and
shell for five seconds and 500 volts between adjacent segments. The
dimensions of the armature and axle bearings are as follows:

Armature bearing, pinion end. ..... Cdeewass 4 INS. X 4 NinS
Armature bearing, commutator end........ 3% ins. x 634 ins.
Axle bearings...... PO S r - ... 5 ins. x 10Y5 ins.

The axle bearings are bolted to the lugs on the field-magnet
frame, and contain wells packed with oil and waste.

The gear is of steel, machined with a 5-in. face. The wheel is
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cast in two halves, which are bolted together and keyed on the
axle. The pinion is of hammered steel, with a taper ht on the motor
shaft, and is secured with a nut and key. The whole gear is iu-
closed in a grease and dustproof case provided with an opening for
lubrication.

The trailer truck is of the dimensions and arrangement shown
in Fig. 4. The frames are of pressed steel, with cross members of
channel steel, and were manufactured by the Leeds Forge Coni-
pany. The frame is supported from the axle boxes by semi-elliptical
springs, the cyes of which are forged solid with the back plates.
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Company, and which consists essentially of a number of electro-
magnetic control switches, which can be simultaneously operated
by a master controller, of which there is one on each motor car.
Normally, as stated, the trains are made up of two motor cars and
five trailers.

Tests have been made with a train equipped with two motor
cars and also with the old gearless locomotives, and the results of
these tests are indicated in the accompanying table:

While the watt-hours per ton-mile have averaged higher with the

motor cars than with the locomotives, the total watt-hours per trip
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FIG. 5.—CURRENT AND VOLTAGE CURVES OF LOCOMOTIVE TRAIN RUN FROM SHEPHERD’S BUSH TO BOND STREET
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FIG. 6 —CURRENT AND VOLTAGE CURVES OF MOTOR TRAIN RUN FROM SHEPHERD’S BUSH TO BOND STREET
Spring hangers are attached to wrought-iron brackets, riveted to  were considerably less for the same schedule speed. Some dia-

the side frames, and fitted with Spencer’s rubber springs. The tran-
som is of pressed steel, securely riveted to the side frames. The bol-
ster is aiso of pressed sieel, supported at either end on nests of
spiral springs, each nest consisting of three springs, the interior
spring being stronger than the outer ones. The axle boxes are of
cast iron, and are provided with cork dust shields and woolen
lubricating pads in steel frames. The bearings are of bronze. The
axles are of mild forged steel turned throughout with the journals
and provided with collars as shown. The wheels are of the pattern
shown in the plans, and with wrought-iron center and steel tires.
The main dimensions of the truck are as follows:

Wenothiover all - e s 8 ft. 7 ins.
Width over side frames ...........c.oov...e. 5 ft. 97 ins.
Width over axle DOXeS. ...uwrniininnanenrans 6 ft. 10 ins.
Wheel diafiteter ... cexwemsos iaameseesans s 2 ft. 5 ins.
Wheel, width of tire over all.................. 54 ins.
WWHEE] BABE e e e e e oo com 8 8 6 804 e 8 0 8 5 ft.

Axle diameter between hubs ................. 4 ins.
Axle diameter in wheel seat ................. 4% ins.
Axle length in wheel seat ..........covnnennn 634 ins.
Axle diameter in journals .................... 3 ins.
Axle length in journals ..scocovisisvencveenns 6 ins.

SPEED CONTROL

The train is operated on the General Electric control systen,

which is handled in Great Britain by the British Thomson-Houston

Wit LocoMOTIVES

Witn Motor Cars

(

Bank to Shepherd's | Bank to | Shepherd’s
Shepherd’s Bush to Shepherd’s | Bush to
Bush Bank Bush Bank
Weight of train, tons.... 134 148 105 105
Distance, miles,......... 5.75 5.75 5.75 5.75
Ton, Miles: s e n- - 765 850 605 605
Watt heurs........ ..... 33,300 36,000 25,30 27,700
Watt per ton mile....... . 43.5 42.3 41.9 45.8
20 18.6 16. € 15.7

Watt per seat mile

grams of current consumption for the same run with two equip-
ments are given on this page.

e Y
The Waltham Locatton Decision

The Massachusetts Railroad Commissioners have dismissed the
petition of the Waltham Street Railway Company for extension
of franchise into the town of Lincoln. The board rules that while
a railway may be deemed to be “constructed” within the meaning
of the law when a crossing over a railroad remains to be built,
as it can be operated by a change of cars, and while it does not
think construction to a town line is necessary to bringing in a
petition, even though involved in the final scheme, it is prob-
lematical whether the road can show a railway substantially con-
structed in Waltham. But even assuming that it could, its purpose
is not to build directly into Lincoln irom Waltham, but indi-
rectly through Weston; and a location for a route through Wes-
ton has been refused by the Selectmen of that place. Feeling
aggrieved over this, the order recites that it is the purpose of the
petitioners to secure the right to extend into Lincoln, secure a
location there, and then come to the board for a grant in Weston
under the *“missing link” law. But the board thinks it would
be idle to give a right of extension into Lincoln unless there is
a way open by which it can reach Lincoln. The only way contem-
plated is through Weston. This is now closed under the action of
the Selectmen, with apparently no prospect of a change on their
part. The board sees no excuse for action by it which would
prejudge the question or determine that the Selectmen were not
justified by their action. thus deciding an issue which can only be
determined under a different statute—the one under which the
petitioner would have taken the next step had the decision on this
petition been favorable.

e -
So popular has the “‘sightseeing’™ street car service proved with
the visitors at Washington that the Cab & Carriage Drivers’
Union is said to be considering the advisability of engaging a
lawyer to test the tight to operate this “sightsceing™ service.
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Relief for Brooklyn Bridge Congestion

Mayor Low last week received a report from the committee
to which he had referred the plans prepared by Neils Poulson, and
submitted by the Manufacturers’ Association, of Brooklyn, for the
improvement of the terminal arrangements at the Manhattan end
of the Brooklyn Bridge. These plans were described and illus-
trated in the STREET RATLwaAY JournaL of Sept. 20, and they have
since been carefully examined by the committee, which was com-
posed of William Barclay Parsons, George B. Post and J. C.
Breckenridge. Mr. Poulson personally explained to the com-
mittee the details of the proposed alterations, and the members
examined the present arrangements at the bridge so as to see to
what extent Mr. Poulson's plans could be adopted. The Commis-
sioner of Bridges, Mr. Lindenthal, the engineer and superin-
tendent of the bridge, Mr. Martin, and the assistant engineer, Mr.
McLean, also appeared before the committee, and submitted the
plans of the existing arrangements, and aided the committee by
their advice and suggestions.

Mr. Poulson's plans, it will be remembered, were two in num-
ber; one looking to a change in the switching arrangements of
the bridge and elevated trains, and the other proposing a new
method of operating the trolley cars.

The present arrangement of switching the bridge trains is to
have the loaded trains discharge their passengers onto an island
platiorm on the north side of the bridge terminal, and imme-
diately after run over two tail tracks west of the platforms, and
then return by switching to another island platform on the south
side of the station to take on board passengars for Brooklyn. By
the arrangement now in vogue it is possible to handle two trains
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loop for the four to be used solely for the turning of cars. In the
space between the present loop and the east end of the station Mr.
Poulson proposed five parallel tracks, two on the north side and
three on the south side of the building. One of each of these sets
was to be a main running track, but connected with the adjacent
tracks by frequent double switches, which were to be arranged so
that cars could be run from the main track to the side tracks,
in order to discharge passengers on one side and load on the
other. Fixed stopping places would be established for each line
of cars. As at first proposed Mr. Poulson’s plan necessitated the
rearrangement of the switching of the bridge trains in order to
provide sufficient overhead space for the trolley cars. At the
suggestion of the committee Mr. Pouison submitted a third plan,
by which the trolley car scheme could be put into effect inde-
pendently of changing the method of switching bridge trains, but
in order to do this Mr. Poulson was compelled to narrow the
bridge train platforms at the east end and to adept other changes
in the station construction.. The committee’s opinion of the plan
explains why it was finally rejected:

“His plan calls for not less than nine grade crossings of loaded
cars and forty-two junction switches, each one of which becomes
a point of congestion, and in addition it compels the turning of
all the cars around a single loop of very small radius. In order to
provide access to the loading and unloading tracks Mr. Poulson
proposes to extend the station building so as to include that por-
tion of the bridge roadway now occupied by the trolley tracks.
This will reduce the width of the roadway to 8 ft., an inadmissable
figure. If the roadway is left of reasonable width, then the pas-
sageway at the side of cars becomes so narrow as to render con-
gestion absolutely certain. For these and other reasons, which it
is not necessary to detail at length, we are of the opinion, much
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IMPROVING FACILITIES FOR HANDLING BROOKLYN BRIDGE CROWDS

simultaneously, and to separate entirely incoming and outgoing
passengers, and to do all switching with empty trains. Mr.
Poulson’s arrangement would do away with the tail tracks and
have each train discharge and load simultaneously. This, how-
ever, involves a grade crossing for all incoming trains at a time
when they are loaded with passengers. A similar arrangement
was at one time tried on the bridge, but was condemned on ac-
count of the danger involved and the consequent delays to trains.
On this point the committee says: It is the experience of rail-
road men that all crossings of loaded trains at grade should, as
far as possible, be done away with, and that switching by tail
tracks is much more expeditious than switching by the head-
house arrangement as suggested by Mr. Poulson. For these
reasons we are of the opinion that the present arrangement should
be continued pending such radical reorganization of the train
service as is now under consideration by the bridge department
and the railway company.”

The committee pronounced Mr. Poulson’s plan “a very in-
genious arrangement for the handling of the trolley cars,” and
added that at first sight it seemed to promise great results, but
it was finally disapproved.

The present method of operation is to run all the trolley cars
around four parallel loops at the west end of the bridge terminal.
This produces great congestion, and, also, great inconvenience
and positive danger. Mr. Poulson’s plan would substitute one

to our regret, that Mr. Poulson's plan would not provide satisfac-
tory relief.”

The committee continued to investigate the subject, under
direction of the mayor, and, as a result, formulated a plan which
it believes is entirely practicable, and which it declares will afford
the maximum _relief to trolley passengers without an entire re-
construction of the bridge terminal. This plan also has the merit
of stmplicity, and can be put into exccution at the minimum of
cost both in time and money.

As will be seen by the accompanying diagram it is proposed to
construct four more loops at a point about midway between the
present loops and the end of the station. By moving the gal-
leries, which now connect the mezzanine floor with the several
stairways leading to the bridge platforms, to the space directly
beneath the bridge platform, it is possible to raise them so as to
give sufficient head-room for trolley cars to pass beneath them.
It will thus not be necessary to interfere with the means of access
to the bridge trains above. These new loops can be located as to
give more intertrack space than is afforded by the present loops.
There are seventeen lines of trolley cars crossing the bridge,
which, under the present arrangement, means more than four lines
to each loop. Under the new arrangement there will be but two
lines on each loop, except on one loop, where there will be three
lines. This will permit cars to stand upon a loop until the next suc-
ceeding car arrives, so that passengers will always find a car ready
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to be entered or one about drawing in. The only work neccssary
to be done to carry this plan into cxecution will be to widen the
roadways from the end of the present widening to the curve of
the roadway at the cast end of the station, and to move the gal-
leries, as already described, and to lay the track. The principal
delay will be in changing the roadway and getting the special
track work for the loops. It is believed, however, that this work
can be done in sixty days from the time that the order is given.
The committce estimates that the improvement can be completed
at a cost not exceeding $50,000. This plan, therefore, is pro-
nounced reasonable in cost, and possesses the additional advan-
tage that it can be carried into execution within the minimum of
delay, and will afford the maximum of facility. In making this
suggestion, however, the committec admits that while these ad-
ditional loops will afford the greatest relief possible under present
conditions, in the reduction of congestion and decrease of danger
of accident, the system will still possess, in a minor degrec, all of
the defects of the present arrangement, that it will afford but
slightly increased carrying capacity, though providing more
facilities for entering and leaving the cars, and that, therefore, the
improvement must be considered as a temporary expedient only.
As a mcans of increasing immediately the carrying capacity of the
bridge, the committee suggests that this could be effected by pro-
hibiting the usc of the roadway for trucks between the hours of
s p. m. and 7 p. m., and says that while it is of course objection-
able in any way to limit the vehicular traffic of the city of New
York, the question to be considered in this particular case is
which is the less important of the public services to be interfered
with—the passenger travel or truck traffic. Inasmuch as the
bridge is already sadly overcrowded, and inasmuch as even the
improvement herein proposed will at best be but a temporary
makeshift, the committee reconmended that the whole question
of transportation over the Brooklyn Bridge be studied by those
in authority and those whose function it is to operate the railway
so as to provide a permanent increase in facilities, which are ab-
solutely essential.

In conclusion the committee recommends that whatever plan is
finally adopted for the furnishing of facilities, the opportunity will
be utilized to develop the approach to the bridge so that it will
Lbecome an ornament to the city and not an eyesore, as at present,
and provide a fitting gateway to the bridge, which of all the great
bridges of the world carries the greatest traffic.

Bridge Commissioner Lindenthal, to whom the report was re-
ferred by Mayor Low, has examined the plans submitted and
approved the recommendations of the committee. It was an-
nounced by Mayor Iow that the work would be begun imme-
diately, and it is expected that the improvement will be com-
pleted before the first of the year. The expense of the changes
will be borne by the Brooklyn Rapid Transit Company.

——— P
Plans for the Philadelphta Subway Announced

The Philadelphia Rapid Transit Company has made public the
plans for the construction of the Market Street subway. A loop will
be built around the business section of the city, bounded by Broad,
Fifth, Walnut and Arch Streets, and a two-track subway will be
constructed in Market Street, from the Delaware River to Fif-
teenth and Market Streets, where the tracks, forming a loop, will
turn in. Four tracks will be continued underground to Twenty-
Second and Market Streets, at which point they will merge, and
after having been carried over the Schuylkill River, by an elevated
bridge, they will be continued as an elevated system to Sixty-Third
and Market Streets.

This part of the subway system will be the main artery of travel.
In the loop system the line will extend in Market Street from the
Schuylkill River to City Hall. At Broad Street the loop will be
carried underground to Broad and Walnut, down Walnut to Fifth
Street, north in Fifth Street to Arch, west on Arch to Broad, south
on Broad to Filbert Street and thence to Market Street. In brief,
the loop will be a continuous line from West Philadelphia, around
the wide area where most traffic is now handled.

With the double system now decided on the idea will be to run
over the loop such of the West Philadelphia surface cars as are to
be turned into the Market Street subway at Twenty-Second and
Market Streets. From there to Broad Street there will be four
tracks as described. On the middle pair will be operated the in-
bound and out-hound three and five-car express trains, which will
run the whole length of Market Strect.

The lines, for which plans are now announced, will be built by the
company under the charter of the Market Street Elevated Passenger
Railway Company, which was granted a franchise by the Council
on April 9, 1g02. The ordinance which the company holds is
flexible enough to permit either an elevated or subway, and also
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authorizes a subway to Twenty-Second and Market Streets, whence
an elevated may be built to Sixty-Third and .Market Streets. Ac-
cording to the plans decided upon the company authorize the nec-
cssary legal steps to be taken to carry out the revised plans, and
application will be made at Harrisburg for the charter amend-
ments required by the new route.

i X2

A Course in Street Railway Engineering Practice

It is announccd that the cngineering department of Lewis In-
stitute, Chicago, which has already done mnuch cxcellent work in
the way of practical engineering education, both by day and night
school courses, will give, in addition to the night courses hereto-
fore instituted, one in street railway practice. Classes hegin
Oct. 7, to be held Tuesdays and Fridays. The course will be in
charge of H. M. Wheeler, of the engineering dcpartment of the
Chicago Union Traction Company. The course will take up track
construction, types of rails, bonds and welds, paving, cost of 1
mile of double track, overhead trolley construction, feeder calcu-
lations, costs of overhead work, rolling stock, motors and motor
troubles, hand, air and electric brakes, controller connections,
heaters, tests of cars for specd and current consumption, electro-
lysis, the power house, steam and electrical machinery, switch-

boards, etc.
— 0 —

The Strike at New Orleans

The strike of the employees of the New Orleans Railways Com-
pany, declared Sept. 27, was no nearer a settlement on Oct. 7 than
the day of its declaration, all the c¢fforts of Mayor Capdeville, the
police board and a committee of merchants to settle the dispute
by a compromise having proved futile. The Mayor, through whose
gcod offices the strike of April last was settled, is thoroughly dis-
gusted with the course pursued by the strikers, and now announces
his determination to use extreme force to suppress the rioting and
establish the running of cars, and has notified Governor Heard of
his intention to call for the aid of the militia in putting down the
lawless element.

On Thursday, Sept. 25, the officials of the company were notified
I,y the employees that all former and existing contracts between
them and the company are declared abrogated, the employees stat-
ing that the company had failed to live up to the agreement
entered into in April of this year. With this notice of the abroga-
tion of the existing contracts was presented an entirely new tariff
of wages and time and schedule of work. Among the demands of
the men were that ten consecutive hours shall constitute a day's
work ; that all runs under five hours shall be considered extra runs;
that wages of motormen and conductors shall be 25 cents an hour;
that when men are laid off to look up evidence, or setilement of
cases, they shall be paid at the rate of salary; that any man taken
off for any cause and proving his innocence, shall be paid for loss
of time; that no employees be discharged on account of their con-
nection with the Street Railway Employees’ Association; that em-
ployees shall be free to join any association they may see fit; that
the company mcet and treat with a committee of Division 194 of
the Amalgamated Association of Sireet Railway Employees, com-
posed of employees of the company; and that head pitmen shaii
receive $80 a month; pitmen, $70 a month; pitmen’s helpers and
dopers, $60 a month; car washers, $50 a month. and curve oilers,
$50 a month. The company was asked to answer by 3 p. m. on
Saturday, Sept. 27.

To these demands of its employees for a new arrangement of
wages and a new contract for service the company replied on Fii-
day, Sept. 26. In this reply the claim was made that the men are
already bound for one year by the agreement of April 1. This
contract or agreement the company claimed to be still binding,
maintaining that under it the employees have no right to ask for a
new schedule of wages and hours of labor. To the several charges
made by the employees that the former agreement had been vio-
lated by the company, specific answer and denial were made. The
company, always ready to discuss, fairly and fully. all grievances
brought forward relative to the contract of April 1. demanded that
the old contract be adhered to until violations were proved, and
that the men return to work pending an investigation of tie
grievances.

This firm stand of the company had some effect, for on Thursday,
Oct. 2, the men modified their demands. They agreed to return to
work on the basis of the new demands—eight hours and 25 cents
an hour—then submit all other grievances to arbitration, stating
that if arbitration failed to prove violation of the existing contract
they would serve out the April contract. Of course it was out
of the question for the company to allow the men to resume work
under these conditions.
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PROCEEDINGS OF THE A. S. R. A. CONVENTION

President Vreeland called the con \'cutiqn to order at 11:15 A. M.
and introduced the Hon. William C. Maybury, Mayor of Detroit,
who delivered an address of welcome, in which he said:

MAYOR MAYBURY’S ADDRESS

Mr. President, Ladies and Gentlemen.—Your good president has
said that I have consented to deliver a few words of welcome to
you upon your visit to this good old city; but I beg this privilege
of changing that word, consent, by saying that I have craved the
privilege of welcoming you to this city. To say welcome, to ladies
and gentlemen like you, is not a matter of consent, it is a privilege.
I have been waiting for several months for this privilege, and I
am glad that the time has come when I can avail myself of it.

You occupy a very close place in the relations which bear upon
the comfort and convenience and well-being of our people. We
have here a city that is so laid out as to be peculiarly adapted to
street railway service. IHere we have a converging of all lines from
the suburbs into one center, practically, and that also is the plan
of the city itself; for it was laid out about a century ago, after
the plan of the city of Washington; in fact, the plan was brought
here, and, as far as it could be made applicable to the new city
of Detroit, you have a reproduction of the capital itself. If you will
take the city hall as the capitol, the radiating streets and avenues
are identically the same as in Washington; but the persons who
laid out the city, the territorial governor and judges, had little
knowledge of what Detroit was to be. Perhaps, I ought not to say
that, as they gave us a good city, yct, they laid out the city with
the streets radiating for a distance much less than a mile from the
center, and from that point the plan is discontinued. Now, I -ay
that you come close to the well-being of our people, and in the city
of Detroit the conditions are most favorable for the prosecution
of your particular business. Our avenues are wide ; our people ride
int the cars, and they want to get the best conveniences in the matter
of transportation that are possible, and we believe we have them.
We are after the best and do not want anything short of the best.
Not alone that, but we have no hills to contend with. Aside from
the slight rise from the river, which is scarcely to be considered,
Detroit is practically almost flat, just rising enough towards the
North to give fair drainage; but in every other way I think the
conditions in Detroit are peculiarly favorable to the successful
operation of a street railway. I desire to say, in spite of the
niodesty of our railroad management in Detroit, that we are proud
of the splendid operation of our street railway, of the cleanliness
of our cars, the gentlemanly conduct of those in charge, and
everything that goes to make the operation of a street railroad sub-
stantially successful and complete.

My dear friends, the notable thought that comes to us in a con-
vention like this is the fact that the world is growing so catholic
and so broad. You may say the men upstairs who have inventions
and apparatus to display are here for commercial reasons. I grant
you that the inventor is worthy of a proper return for his genius,
as the laborer is worthy of his hire; but in the broadest sense those
exhibiting appliances that are meant to make the operation of the
cars safer and more rapid and to insure greater comfort and cleanli-
ness in them are inspired by other reasons. These men give these
things to you and to the world, actuated not alone by commercial
considerations, but in order that the cult which you are connected
with shall be a great success. For it is a grand thing to stand up in
the race of men,as some individuals do,like mountain peaks that are
themselves above the ranges about them; and it is a pleasure for
most of us to belong to something in this world, some organiza-
tion or association, that we are proud to say, for example, “I belong
to the cult of railway operators, the men who supply the railway
appliances and the railway systems in the great cities of this
country.” You are proud to say that you belong to such an organ-
ization ; you are proud of it because the connection with such an
organization is one which places honor on any man: and a measure
of any man’s usefulness in this world is not what he can do for
himself alone, for the meanest man you can think of is the man
who has some sccret that belongs to the world, and yet tries to
hide it.

These conventions are significant of the age in which we live, and
the world will not be poorer, but richer, because, once discovered,
inventions are committed to the children of men for their good and
go on for all time. The world will continue to be enriched as long
as the children of men dwell upon its surface.

Coming with such thoughts and purpose, why are you not
welcome to Detroit? We have not a very abundant supply of coal,
but possibly after the convention of to-morrow, we may have a
good deal more. I believe many of these things are as we think

they are. Just imagine that it is warm. It is not October; it is
July ; and reach out, wrap yourself with a blanket of the hospitality
of these good people of our city, and you cannot be cold, coal or no
coal.

President Vrecland—Mr. Mayor, on behalf of the officers and
members of the American Street Railway Association, I tender to
you our hearty thanks for your very cordial address of welcome.
We represent a body of practical, hard-working men ; our industry
has more to do with the comforts and conveniences of the daily
lives of the seventy millions of people of the United States than
is represented in any other industry. We have to carry this great
mass of people safely over city streets to the suburban areas; to the
home and the school; and we are most important factors in the
sccial and business life of every community in the country. The
stores, the manufacturing industries, in fact, all of the daily life of
the city is dependent upon the regular and orderly conduct of our
business; and if our system is interrupted it means inconvenience
and loss to every city.

On behalf of the executive committee and the officers of the
association I desire to express our thanks for the large and repre-
sentative attendance we have this morning on the opening of the
convention. This is certainly a larger attendance at our first day’s
mceting than I have ever seen in the many conventions I have at-
tended. It devolves upon the president each year to deliver what is
known as the “President’s Address,” and for the first time in spealk-
ing to a body of raiiroad men I am going to read an address. There
are some points connected with it that are rather novel in connection
with the work of a street railway association, and I want to be care-
ful in what I say.

President Vreeland then read the following address:

PRESIDENT VREELAND'S ADDRESS

It is exceedingly appropriate that the twenty-first unnual meet-
ing of the American Street Railway Association should be held in
the beautiful city of Detroit, for, while the city street railways of
the country have not been idlc during the last year, the greatest
development in electric railway work since our last convention,
and in fact for several years, has been in the direction of
interurban electric railways, and in this class of road Detroit rail-
way enterprise has always been prominently identified. Radiating
from this city can be found some of the largest and most modern
of interurban railways, and Detroit ranks with Cleveland, Indian-
apolis, Cincinnati and Dayton as the important centers in this
country of the interurban railway industry. It is connected by
high-speed electric railways with Port Huron on the north and
Toledo and Cleveland on the south and east, while the lines to
the west extend with only a slight break as far as the eastern
shore of Lake Michigan, and will probably before long find en-
trance into Chicago.

The interurban railways have long since passed the stage when
they could be considered simply as suburban extensions of city
lines. They are doing a through business, which is constantly
growing, and the later and more ambitious examples of roads of
this class are built with a track construction inferior in no respect
to the best practice of the steam railroad companies. They oper-
ate usually for the greatest part of their distance over private
rights of way, and attain speeds which enable them to compete
successfully with their steam railroad rivals for nearly every class
of traffic except long-distance passenger and freight business. This
extension of the electric railway has introduced new problems
of discussion, such as fares, transportation of freight, etc., into
the operating department, as well as the exercise of the most ad-
vanced electrical engineering methods, not only in the transmis-
sion of the power at high voltage necessary to operate the cars,
but in tlie car equipment as well. Up to the present, direct cur-
rent has been used on the trolley wire or third rail, but if the
experiments with single-phase motors, which it is announced are
soon to be tried, prove successful, the possibility of the direct
application of alternating current to railway work will remove
some of the inconveniences which now exist in the present system.

I will not take the time of the convention to give the statistics
chowing the advances made in street railroading during the last
year. Some of them will be brought out in the papers to be read,
and statistics on the subject are published in the technical press
from time to time. It is interesting in passing to note, however,
that eleven years ago there were about 1800 miles of electric rail-
ways in the country, while to-day there are between 24,000 miles
and 25,000 miles, and that against an investment eleven years
ago in street railways of about $75,000,000, the total capital in-
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vested to-day is in the neighborhood of two billion dollars. These
figures sl:ow that the time has come when we should no longer
apologize for our existence, but showd take a stand individ-
ually and as an associaticn for the protection of our rights as a
corporation.

It is a venerable saying that corporations have no souls, and,
perhaps, the credit that has attached to this aphorism accounts for
the. evident belief of the public that they have no feeclings. We
are- here as mcmbers and managess of a class of corporations
which is more intimately related than any other to the comfort,
eonvenience and success of the people who live in cities and
towns. Upon the orderly operation of a street railroad depends
substantially everything else that goes on in a thickly settled
community. It is true that what we are operating is a valuable
privilege granted by the public, but its value depends chiefly upon
the sufficiency with which the public is served, and the public was
moved {0 grant it solely from considerations of its own coimnfort
and interest. The contract between the public and the street rail-
roads, therefore, is a contract of partnership and the intercst of
the partncrs is identical. What the public wants is the best pos-
sible service, and only by giving the best possible servicc can we
obtain the largest possible returns for our money.

And yet, despite this close association of intcrest, it is the ex-
perience of all of us that therc is scarcely any limit to the imposi-
tions which thc public will permit, and rather cheerfully permit, to
be laid upen street railway corporations. Legislatures and boards
of aldermen seem to regard street railroads as fair game to be
hit at as often and as viciously as anybody chooses, and the public
newspapers, so far from taking into account the service we are
rendering and protecting us against the schemes of demagogues,
are rather inclined to regard injuries so inflicted with amused in-
difference, if not with positive favor.

In every other form in which property manifests itself, except
in shares of corporatc stock, it has well defined rights and val-
uable privileges. One tliousand dollars invested in bank notes or
government bouds, or even in real estate mortgages, are sur-
rounded with legal safeguards to maintain their value, and if the
hand of the despoiler for one moment seems to menace them
everybody begins to talk about the sacred rights of property. That
is just as it should be. But money lent to the government at a
eomiortable rate of inteirest is no more directly employed upon
the public business than that which is represented by the stock ot
a street railroad, and it is no answer to the claim that it ought
to have fair treatment, that it ought not to be the object of special
prejudice and attack, to say that it is particularly valuable. Its
value is strictly measured by the public service it renders. The
contract, of which our charters and certificates of incorporation
are the witnesses, authorizes us, as the universal law of business
authorizcs every one, so to employ our abilities and resources as
to obtain from them the greatest possible result to ourselves, and
if, in reecnt years, street railroad shares have been especially good
income earners, it is beccause the street railroad companies are
meeting the public ends for which they were organized, because
they have studied and fzacilitated the public interests and needs,
because they have put thcmselves in advance of the development of
the cities and towns they run through, because at vast expense
they have introduced new methods, new machinery, swifter, more
frequent and improved accommodations, and it has never been
laid down by the courts that a contract could be broken and new
conditions imposed because either of the parties to it had done
better than was anticipated, and certainly not because both had.
And yer the contracts between the public and the street railroad
companies are being continually iniringed upon by the imposition
of new taxes and new rcquirements, and it has come to be con-
sidered almost an impcrtinence for a corporation so injured to
offer ever so mild a protest.

In the theory of the law a corporation is an individual, but ap-
parently only for the purpose of enabling it to be got at. It has all
the obligations of individuals, but of their rights few. The politi-
cians of all parties talk themselves hearse with eloquent protesta-
tions of their love of individual liberty and individual rights, and
so well have their laws justified these pretensions that no man in
this country is so idle, so worthless, so berzft by his own acts of
character, property or position but that if he contrives to keep
out of prison he has a vote and the opportunity of making his
equal influence felt in the detcrmination of public questions. But
a corporation, even such a corporatio: as is organized to serve the
publie convenienee, may neither vote nor in any other way par-
ticipate in making the laws by which it must be bound. The
proposition before the public on which an election is to be held
and a poliey defined for future legislation, may bc one which
vitally concerns the interests, even the life, of a corporation, but
if it were to undertake to express its views from a publie platform
or to influence the votes even of those persons who derive their
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uieans of livelihood from its operations, the very foundations of
social order would seem to be attacked. It must stand by on such
occasions in submissive silence. It must affcct an attitude of in-
difference, and if it does not actually proclaim to its employees
their title to vote as they please it becomes at once the object of
suspicion and prejudice.

Wars have been fought and governments formed to vindicate
the principle that there shall be no taxation without representa-
tion, but if a corporation should ask to be represented in a public
body that had the powcr of taxation and was proposing to exer-
cise it upon corporations, its action would be observed with in-
dignation and amazement. Even in the courts its standing 1s
prejudiced, and before a jury sworn to render an impartial verdict
upon the facts, its first and constant care is to remove from the
minds of the jurymen a frankly admitted antagonism.

It is not remarkable that in this situation the law should dis-
criminate against eorporations. The failure to assert rights when
they are threatened is always taken as a confession that they do
not exist, and encroachment follows encroachment with ruthless
certainty. Timid counsels have so far prevailed among the street
railroad companies in the adjustment of their affairs with the
public that in many States there is a gross discrimination in the
taxing laws against such corporations. When by Federal legisla-
tion it was proposed to tax the incomes of individuals, although a
limit was placed which protected the poorer classes, public protest
niade itself felt so powerfully that the Supreme Court of the United
States, after holding that an income tax was lawful, proceeded to
reverse itself and to find constitutional objections that absolutely
killed the income tax law. And yet an income tax upon the earn-
1ngs of corporations is found upon the statute books of many of
cur American commonwealths, and corporations with which a State
has made definite contracts fixing and limiting the obligations on
cither side are required, notwithstanding these contracts, to pay
other and additional taxes upon their gross earnings.

\When money is invested in a public franchise upon terms and
conditions expressed in a charter or a certificate of incorporation
under a general act, the shareholders have a moral, and it ought
to be a legal, right to understand that what they are to pay and
to do in making their franchise effectual is nothing more than or
different from the conditions of which they had notice and to
which they agreed. The rule that there can be no impairment of
the obligations of a contract is to be found in the fundamental
law of the United States and of every State, and in controversies
between individuals no constitutional guarantee is more carefully
protected by the courts. And in a contract between the State and
a corporation there is no trouble about holding the corporation. If
it violates its contracts, or if it does not give the promised service
or duly make the promised payments, the Attorney-General is au-
thorized to institute proceedings for its dissolution. But the rule
of performance does not work both ways. It appears to bind only
the corporation. TFhe State can pass new laws imposing new con-
ditions and the corporation will have its pains for its protest.

T look forward to the day when the shareholders in strcet rail-
way corporations will stand up for their rights as shareholders in
the same sturdy spirit which they would at once bring to the
defense of their rights as individuals. The great street railway
properties of this country, and even the little ones, are no longer
in the hands of a few rich men. They are distributed in hundreds
of thousands of shares ranging in par value from five dollars to a
hundred dollars among a countless body of the people. The heads
oi these properties are no longer in any material degree their
owners. They are, and are coming more and more to be, simply the
salaried employees of a great number of shareholders. They con-
duct the business of these properties as a trust, and they have
nothing to do with the stock market. Their one concern is to earn
a dividend for their shareholders and pay it where it belongs.
Every shareholder is as much interested to protect the property
against unjust discriminations in the laws and to protect its reputa-
tion as a business organization as are any of us who are placed
for the time bcing in charge of the property. It is no less their
duty than it is ours to insist that public officials shall treat these
corporations equitably and honestly.

It will not be denied that inasmuch as our opportunity {o earn
moncy proceeds out of a public privilege we should pay to the
public a fair return for what we get. But what we give in the
way of service and what it costs us to give it are elements just
as much entitled to consideration in the making of the contraet as
any other; and when the contract is once made it ought to be as
little subject to repudiation or change as any other contract. The
fuithful discharge of our obligations requires a eontinually in-
creasing investment, the constant incurring of new risks. It is
not enough that we shall meet the demand as it exists from day to
day; it is necessary that we should anticipate it. And if the
11ofits npon our investment prove in the cnd to be considerable,
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that is the reward to which intelligent foresight, courage and gosd
nanagement are always entitled. The spirit that seeks to confiscate
anybody's legitimate earnings is unfair and reprehensible, and
henest-minded men should be strong to oppose it.

This association has served an honorable and useful purpose
for twenty-one years, but the time may be at hand when the scope
of its unsefulness can be materially mecreased. 1 have already
pointed out the injustice which is done corporations by munici-
palities and the need for public enlightenment, not only on the equity
of their cause, but also on the service which they are rendering
the public. There is one other point to which, however, I would
like to direct your attention, and that is in connection with the
broader field of electric railroading which this country will cer-
tainly see during the next deeade.

I have already referred to the immense mileage of interurban
electric railways which has been built during the last few years,
especially in the Middle West. Many of these roads are hauling
freight, and it is a matter of great importance, not only to these
roads themselves, but to the cities and towns which they serve, that
the facilities which they should enjoy as regards the interchange
of freight with the steam railroads should be as free as those
hetween the steam railroads themselves. The first point requisite
tc this end is to have convenient connections with the neigh-
boring steam railroads, so that the freight cars can be passed
from one to the other. The right of the electric company to
demand this has only recently been decided in New York State in a
case which was contested between the Hudson Valley Railway
Company and the Boston & Maine Railroad Company, in which
the Court of Appeals reversed the decision of the Appellate Divi-
sion and rightly decided that an intersection and comnection of
the electric road and the steam road shonld be made in the inter-
ests of the local shippers. This right should be of great ad-
vantage to the electric railroad company, but the full benefit to the
local shippers will not be derived until the full privileges of an
interchange of freight cars between the two systems shall be as
universally recognized as they now are between steam railroads,
so that freight can originate on either the steam or electric road.
Heretofore in many cases, the steam railroad companies have shown
an unwillingness to interchange freight with the competing elec-
tric roads, on the plea that the ialter were not responsible in the
same degree as the steam railroads, and by this means con-
siderable freight transportation has been diverted from the electric
railroad.

The points just mentioned indicate the broader problems which
are being forced upon the electric railway interests of the
country, through the large increase in interurban electric railway
companies, which naturally took to this association as the ex-
ponent of their interests. This is only natural because while
these lines do not operate upon the streets, the electrical equip-
ment problems connected therewith, as well as many of
the other questions which arise in connection with their operation
are the same as those which interest “street railway” managers
proper. And while it may appear inadvisable to change the name
of the American Street Railway Association to accord with the
broader field of electric railroading in which many of its members
arc engaged, it should be understood that the association is not
merely a street railway organization, but its scope covers the entire
ficld of electric railway transportation. More than this, it may seem
desirable to welcome the participation of all companies engaged
i electric railway transportation, for the reason that there is no
organization in the country which has accomplished so much, or at
its annual conventions and exhibitions can afford anywhere near the
same opportunity for instruction to those interested in electric
transportation in its different phases. Heretofore no manager cor
engineer of a trunk line company which is contemplating or has
stalled a system of electric traction could join this association
except as a representative of some street railway company; but in
view of the interest which is being taken in electric railway equip-
ment by some of the large trunk line interests and the undeniable
future which electric power will have for such transportation, espe-
cially for terminal and suburban worlk, the question will arise in the
near future, if it has not already done so, whether the benefits which
this association can confer are available for companies which are
not now eligible to membership.

I will not attempt o suggest an answer to this question, but all
signs indicate that it will be an important one during the next few
years, if it is not so already.

Upon motion of Col. Heft a vote of thanks was tendered Presi-
dent Vreeland, and it was ordered that the address be spread upon
the minutes, and that the secretary be instructed to have it printed
for distribution.

President Vreeland.—Gentlemen, I thank you for that expression.
Those of you who are connected with electric railroads in the
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Fastern scction of the country have heard expression of such
scntiments from me a number of times. I felt that it was a duty
I owed to the street railway interests of the United States to take
a stand on this question, as I did in the East a few months ago.
The problem we have confronting us, as I have indicated in the ad-
dress, is not the problem that confronted the managers of street
railroads ten years ago. The man who ran street railroads at
that time usually owned a large part of the capital stock and dic-
tated the policy with a hand on the pocket-book. The policies
of the street railroads of to-day are dictated by men who are
technically and scientifically educated in the methods of manage-
ment and control and operation of these large corporations. The
character of the service which is rendered to the public throughout
the country, the development going on in the hands of men who
have nothing to do with the financial questions conneeted with
the property, is what has brought the clectric railroad properties up
te their present state. The clectric railroad system has no history
back of it. The man who works in this field is a pioneer, whether
he is an operating manager, or the electrical engineer or mechan-
ical engineer. All experience in connection with this work must
be obtained by hard work, and the hard knocks that come from the
actual operation of these properties. That electric railroading
has advanced to the stage in the world's transportation that it
represents to-day, particularly in the United States and Cana-la,
is an evidence of how hard we have worked and how well direeted
our efforts have been, and how ably we have been supported by
the great eclectrical and mechanical equipment companies in this
country. They have spared no expense and no pains in the dec-
velopments which have had to do with the success of our industry,
and it is but fair to them to say in this convention that they have
Liad just as much to do with placing the electric railway on the
Ligh pinnacle of advancement it occupies to-day as any distinetly
cperating or mechanical men in the country.

The next order of business is the report of the executive com-
mittee.

EXECUTIVE COMMITTEE'S REPORT

The secretary read the report, which consisted, as in past years,
of the minutes of the several meetings held during the year, in-
cluding the provisions made for the annual convention and exhibi-
tion. On motion the report was received and filed.

President Vreeland.—We will now hear the report of the secre-
tary and treasurer.
REPORT OF SECRETARY AND TREASURER

The secretary read his annual report, which contained the follow-
ing statement of the affairs of the association:

@Gasly an baiile OCtADET T; TOOT. o x5 s a0 w00 m s o5 25 s el th $10,128.08
Receipts to October 1, 1902.

Annual dues : simimemss sopemimases o5k $4.675.00

Rent of space exhibit hall, 1g01........... 1,848.50

Rent of space exhibit hall, 1902........... 1.660.50

Interest on deposits .......... o 185.85 8.378.83

$18,507.53
Expenses to Oclober 1, 1902.

Prinling and s{ationery wu:ssesmsnis ssmsmas $1,807.27
POSTATE .+ niveioeme ot o e v o e i 204.20
SATATIES . cnire s e = oot oot ek o e 0 50 o = o = ol 1,500.00
Miscellaneouts eXpense ..........ceveunan. 50.00
Executive committee, 1902 . ............... 647.45
Twentieth annual convention, 190I........ Ry Tl
Twenty-first annual convention, 19o2....... 548.41
Committee on standards ................. 311.06
$8,559.50
Cash in bank Oclober I 1002 . c:: ;ameoaee 0,048.03 $18,507.33

NEW MEMBERS

The following companies acquired membership at and since the
last meeting.

Altoona, Pa., Altoona & Logan Valley Electric Railway Company.

Ashtahula, Ohio., Pennsylvania & Ohio Railway Company.

Atlanta, Ga., Atlanta Rapid Transit Company.

Atlanta, Ga., Georgia Railway & Electric Company.

Austin, Texas, Austin Electric Railway Company.

Belleville, I11., St. Louis & Illinois Suburban Railway Company.

Boston, Mass., Boston & Northern Street Railway Company.

Boston, Mass., Old Colony Street Railway Company.

Canton, Ohio, Canton-Akron Railway Company.

Cleveland, Ohio, Cleveland & Eastern Railway Company.

Cleveland, Ohio, Lake Shore Eleciric Company.

Columbus, Ga., Columbus Railroad Company.

Denison, Texas, Denison & Sherman Railway Company.

El Paso, Texas, El Paso Electric Railway Company.
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Exeter, N. H., Exeter, Hampton & Amesbury Street Railway
Company.

Florence, Col., Florence Electric Street Railway Company.

Hancock, Mich., Houghton Connty Street Railway Company.

Holland, Mich., Grand Rapids, Holland & Lake Michigan Rapid
Railway Company.

Jacksonville, Fla.,, Jacksonville Street Railroad Comp.any.

Kenosha, Wis., Kenosha Street Railway Company.

Little Rock, Ark., Little Rock Traction & Electric Company.

Maynard, Mass., Concord, Maynard & Hudson Railway Com-
pany.

New Orleans, La., New Orleans Railways Company.

New York, N. Y., New York & Port Chester Railroad Company.

Oneida, N. Y., Oneida Railway Company.

Pittsburgh, Ra., Pittsburgh, McKeesport & Connellsville Rail-
road Company.

Plymouth, Mass., Brockton & Plymouth Street Railway Cowm-
pany.

Pottsville, Pa., Pottsyille Union Traction Company.

Providence, R. I., Providence & Danielson Railway Company.

Richmond, Va., Richmond Passenger & Power Company.

Richmond, Va., Virginia Passenger & Power Company.

San Antonio, Texas, San Antonio Traction Company.

Savannah, Ga., Savannah Electric Company.

Utica, N. Y., Utica & Mohawk Valley Railroad Company.
Wheeling, W. Va.,, Wheeling & Elm Grove Railroad Company.
MEMBERS WITIIDRAWN

Atlanta, Ga., Atlanta Railway & Power Company.

Atlanta, Ga., Atlanta Rapid Transit Company.

Bridgeport, Conn., Bridgeport Traction Company.

Brockton, Mass., Brockton Street Railway Company.

Brookfield, Mass., Warren, Brookfield & Spencer Street Railway
Company.

Detroit, Mich., Detroit, Rochester, Romeo & Lalke Orion Railway
Company.

Detroit, Mich., Detroit & Pontiac Raitway Company.

Fall River, Mass., Globe Street Railway Company.

Highwood, I11., Chicago & Milwaukee Electric Railway Company.

Kansas City, Mo., East Side Electric Railway Company.

Lowell, Mass., Lowell, Lawrence & Havcrhill Street Railway
Company.

Lynn, Mass., Lynn & Boston Railroad Company.

Meridian, Miss., Meridian Light & Railway Company.

Mobile, Ala., Mobile Street Railroad Company.

New Haven, Conn., Winchester Avenue Railroad Company.

New Orleans, La.,, New Orleans & Carrollton Railroad, Light
& Power Company.

New Orleans, La., New Orleans City Railway Company.

Pittsburgh, Pa., Monongahela Street Railway Company.

Port Huron, Mich., City Electric Railway Company.

MEMBERSIIIP ACCORDING TO STATES

AT I Kansas ......c....ooouu.n. & 3
Delaware .................. 1 Tennessee ................. 3
IEolifsiana . eie. s amssrnis I Virginia ................... 3
Maryland ......... z ceo. 1T Wisconsin ... 3
New Hampshire ............ I Georgia ...vovriiiiinninnn.. 4
Nebraska .................. L]y B e S oy
@rEoom L e e 1 Connecticut ................ 5
W, cooneoracom R TN QAT (5 1s = 24 5 B 2he s kit e o 2
South Carolina ............. I Missouri «o.ovvviniinin... 3
D v e 2 Texas suim.t o T 7
Florida .................... 2 Michigan .................. 3
entucky i i 2 New Jersey ....... s 9
Montana ................... 2 Massachisetts wsmewae=smas: 12
MissisSIppl < evvveevnnneenn.. 2 New York .......o.o..... o 17
Minnesota ............oo.n 2 Illinois
1% 2 7 (I P R e 2 Onio
Rhode Island ......... cewew 20 Pennsylvania c:cowesonesw 22
Washington ................ 2 Mexico .........iiiill. 1
West Virginia ............. 28 Potito RICO Jeleiasias e s oimsse 1
District of Columbia........ 2 Canada ............. R 5
CalTEOBIIA s v vty s sis sain s 3
Colorado . ............ R, 3 Total ..., 191
RECAPITULATION OF MEMBERSHID
(O GEDERETINTORT & cuw & s inis s & 55 5hoonl obs ot oo o ols oo i et oo e o e 179
New members since last meeting ....................... a:5e 35
214
Withdrawn ................. 08 60 B B R B 5 5 B By e e 21
Suspended ........... ... ... . s b s 1 o IR 2 23
191

Mr. Bean, St. Joseph, Mich.—I move that the report be received
and placed on the minutes.
The motion was carried.

STRELET RATLWAY JOURNAL.

613

President Vreeland read letters of regret because of inability to
attend the convention from Hon. [I. C. Payne, Milwaukee; Rob-
ert McCullough, Chicago, and Charles S. Sargeant, Boston.

E. C. Foster, of Boston, presented the report of tlie committcee
on memorials, in which minutes were made of the demise of the
following-named gentlemen: Walter V. Crouch, New Orleans,
La.; Dell H. Goodrith, Omaha; J. Bannister Hall, Baltimore; C.
C. Howell, Knoxville, and Witfield Scott Stotten, Colorado
Springs.

President Vreeland.—The first technical paper is on the subject
of the “Registration of Transfers,” by C. D. Meneely. This is an
important subject to the members of this association, as evidenced
by the many letters I have received within the last year asking
about our practice in New York regarding transiers and the
opinion of the management of the company on this question.

In the absence of the author, I{. A. Robinson, of New York,
rcad the paper, which is printed in full elsewhere in this issue.

Mr. Root, New York.—I agree with Mr. Meneely partly when
he says that the non-registration of the transfer does not elimi-
nate entirely the cash value, but that the non-registration of trans-
fers does climinate this value to as great an extent as is possible;
in other words, there still remains the possibility of the conductors
giving away tickets to other conductors or to their friends, which
still remains if you register the transfers. Eliminating that point,
1t seems to me the only thing to be decided in the question of this
registration or non-registration is whether the cash value given
a transfer by its registration balances the possibility of the diffi-
culty which the secret service men have in detecting the non-
registration of transfers. It has been our experience in New York,
which is contrary, apparently, to that which Mr. Meneely has had
in Brooklyn, that the non-registration of transiers does not make
the conductors steal the cash fares—it has not that tendency, and,
on the other hand, it does not in any way confuse our secret ser-
vice men. This is perhaps peculiar to New York on account of the
great number of short riders. With us our secret service men
pay absolutely no attention to whether the number of passengers
on the car corresponds with the number of passengers indicated
on the register, for the reason that a car starting at any terminal
of the road may take on ten passengers, five of whom will get off
within a half-mile. This is more common in New York on ac-
count of the great number of short riders than in any other city
in the country, probably, and for this reason more than any other
we are very emphatic in our opinion that the non-registration of
transfers is the best for cur system; but personally I am of the
opinion that for interurban and suburban roads, where they carry
passengers for long distances and have few riders and check to a
large extent the honesty of their conductors through a comparison
of the number of passengers in the car with the number registered,
the registration of transfers may be advisable.

Mr. Harrington, Camden, N. J.—We had been operating for
some years without registering our transfers, and last summer we
had reason to believe there might be some trouble in connection
with it. We started to register the transfers last summer and did
it for three months. Our secret service department showed such
a wholesale trading in transfers that we stopped it.

H. M. Sloan, Chicago.—It seems to me if transfers are to be
registered at all it should be done by a double register. My com-
pany was one of the first to put in the double register, and I was
anxious about the outcome. [ thought the conductors might
register the cash fares on the transfer register, and the inspectors
were given particular instructions to watch that point, which they
could easily do on our road at the transfer points. I found to my
astonishment that there was very little of it.

Mr. Connette, Syracuse, N. Y.—The conductors of the Syracuse
Rapid Transit Railway Company are required to register transfer
tickets. It occurs to me that a non-registration of the transfer
ticket only eliminates the value of the ticket to the conductor. It
does not prevent the conductor from giving away transfer tickets
to people along the road or to agents at the points where they
may be sold at a reduced price. The registration of transfers, of
course, gives them the same value as a 5-cent fare, and we use, as
a rule, a single register. The advantage in registering the trans-
fers, as we have discovered, was that if there was any peculation
on the part of the conductors it occurred to a great extent when
the cars were crowded, and even when inspectors were on the
cars it was a very difficult job for them to detect whether the
passenger paid his fare with a transfer or with coin. The trading
of transfers can, to a large extent, be detected without very much
expense by proper clerical help. If there is any wholesale trading
hetween the conductors, the conductors are bound to maintain
the sequence of time in which the tickets are issued, and from
time to time we check the transfer tickets that are tnrned in with
a view to seeing whether or not the time limit on the tickets is
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punched with regard to the sequence of time; then, if there is any
trading between conductors, they must observe the sequence of
time in which the tickets are issued, otherwise they can be de-
tected when the tickets are checked up.

Mr. Beggs, Milwaukee.—I thoroughly belicve in giving to the
transfer and every other evidence of a right to ride on the cars
all the value that is given to a nickel paid on the car. Under our
system the transfers are deposited in boxes at the terminals of the
lines every trip. The conductor does not keep them until the end
of the day, but they are placed in envclopes and dropped at the
terminal points. He likewise does not keep his pad of transfers,
but turns it over to the man who takes his run when he exchanges
cars. If transfers are to be registered, I believe it should be done
upon a double register; that does not necessarily mean two regis-
ters in a car, but a double dial. In our own practice, some four
years ago we adopted a double register, which showed the num-
ber of passengers carried on any particular trip on one disk. We
have, after four years’ experience, arranged for an exchange of
registers which will show the two classes of fares gathered on
each trip as well as the two totals. It is surprising to what extent
the public notes the character of fare as indicated on the dial.
We have some fifty transfer points on our system—fifty points at
which transfers are given and to which they are given—conse-
quently I do not believe it would be possible for any inspector to
detect whether a passenger, particularly at the crowded hours, had
paid his fare with a transfer or whether he had used one of the
various types of tickets we have. As Mr. Root said, the system
in New York is peculiar because of the large number of short-
riding passengers, and the small amount, I presume, of anything
but nickel fares. OQur system, controlling all of the interurban
lines centering in the city of Milwaukee, has ten or twelve possible
commutation rate points, the tickets of which are given on our
city lines to carry the passenger out into the suburbs, the tickets
Leing sold to represent the commutation rate. Instead of two
straight fares of 5 cents each, we may have a combination fare of
7V cents, the passenger getting a transfer beyond the first fare
point, consequently on one of the disks transfer tickets and 3-cent
fares are shown bya light-colored disk and the 5-cent fare is repre-
sented by a red flag. In this way the public is to a certain extent
a detective as to whether the conductor is ringing up the class of
fare which has been paid. To our trainmen the transfer has all
the value of a cash fare, and is treated as such. They never know
vwhen a particular line may be checked up, as the work may be
cone either in regular order, or, if there is some suspicion, mcs-
sengers may bring in the transfers at various times during the
day. I am thoroughly convinced in my own practice, for the or-
dinary road, cutside of cities like New York, that it is necessary
to give to the transfer the same value that attaches to a cash fare
0i a regular 5-cent ticket sold by many roads.

Mr. Tarkington, Council Bluffs, JTa.—We have also registered
wransfers.  We cannot understand why any one should ride and
present something for his fare which the conductor is not required
to ring up. We require every passenger who crosses the bridge
from Iowa into Nebraska over the Missouri River to pay 10 cents.
If he has paid 5 cents on the local line and is given a transfer we
want the conductor to ring up that transfer. If the passenger has
a commutation book which entitles him to a ride for 5 cents we
want the conductor to ring twice for that 5 cents if the passenger
crosses the bridge. 1f the passenger has a ticket to a summer re-
sort that costs 25 cents we require the conductor to ring twice for
the coupon which carries the passenger over the bridge, or vice
versa. We are thoroughly convinced that it is to our interest to
have the conductors ring up for every class of ticket which they
accept. We have put in a double register, and our experience
has been that the passengers themselves take an interest in no-
ticing what class of fare the conductor rings up. As thc bells of
the register have different tones, the men who do the checking
are enabled to tell by the tone of the bell what class of fare is rung.

Mr. Connette.—I would inquire if thc transfer has the same
value as a 5-cent piece what advantage there is in ringing them up
on separate registers or double registers; and even if the passen-
gers do know that a conductor makes a mistake and rings a trans-
fer for a 5-cent fare, or vice versa, what is the difference?

Mr. Sloan.—The line of demarcation as to whether it is better
to register a transfer or not is so fine that it is oftentimes only a
matter of opinion; but my conclusion, after having put the system
in and used it for four or five years is that the transfer is regis-
tered very accurately and that a conductor very seldom collects
a nickel and rings up a transfer. I watch the matter very closely.
Sometimes conductors believe that the passenger is watching him.
A register is a monitor. If the conductor supposed that nobody
but an inspector was watching a register the peculations would
be very much increased.

Colonel Heft, Meriden.—We are using now on our system a
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duplex transfer which is printed in pads of 100, numbered con-
secutively, and these pads are charged to a conductor when he
goes out on his run. He is required to punch the transfer, tear
off the duplex, return the original in his envelope and pass the
other to the passenger, punching in the time limit. When the pas-
senger boards the car to which he is transferred the conductor of
that car is required to punch the time that he received the trans-
fer. We have been unablc to find more than one way by which
the conductor could successfully beat this transfer ticket and that
would be at a transfer point where lie had an understanding with
the meeting conductor, who would punch up about the number
of transfers he thinks the conductor would sell for cash fares on
the other car. That is risky business, because the spotter on the
car would detect it very quickly.
The meeting then adjourned until 3:15 p. m.

AFTERNOON SESSION

President Vreeland read a letter from Walton H. Holmes and
o telegram from John M. Roach, expressing regret at their
inability to attend the meetings, and announced that the paper on
the “‘Steam Turbinc” had been laid over until Friday, at the re-
quest of the writter and two or three gentlemen who desired to
discuss it, but could not possibly be in attendance the first day.

President Vreeland.—The next regular paper will be presented
by Mr. Root, of New York city, entitled *“The Street Railway
Mutual Benefit Association.” You all have copies of it. I will
ask Mr. Root, in a general way, to present some of his points
without rcading the whole paper, and then we will take it up for
discussion.

Mr. Root gave a synopsis of the paper, which is presented in full
eisewhere in this issue.

Mr. Connette.—The Mutual Benefit Association of the Syracuse
Rapid Transit Company was organized in 1898. The admission
fee is $1. The monthly dues are 50 cents. The joining af the
association is entirely voluntary on the part of the employee.
The association has paid out in the last two years, according to the
financial statement, in sick claims, $1,045.50; in death claims,
$600, making a total of $2,545.50. Upon Sept. 1 of this year the as-
sociation had to its credit $952.17, $500 of which was invested so
that it was getting an interest return. They also have as a special
fund, as a contingent fund, for the purchase of such things as they
may need to make their rooms more pleasant and agreeable,
$349.48 which they have secured by holding entertainments from
time to time. They have rooms equipped with pool and card tables,
and reading rooms, with all the weekly and daily periodicals,
where the men can meet at times when they are not on duty and
enjoy themselves. The association is entirely controlled by the
employees, the board of trustees being composed of members of
various departments of the system. Membership is limited to the
employees and the heads of the departments and the officers of
the company. We have a meeting once a month, including the
employees, the heads of departments and the officers of the com-
pany. We not only discuss matters pertaining to the Mutual
Jenefit Association but from time to time we take up subjects of
interest to the railway company, such as accidents, for instance.

We bring out what is in the minds of the employees them-
selves. You will find, or at least we have found, that this benefit
association does not wholly result in the discussion of the sick
and the afflicted and the bereaved families of the employees; but
it results in a friendly relationship between the employees, the
subordinate officers and the management of the company; and
by reason of that close relationship, which is brought about by the
intermingling at the meetings of this association, we learn to
know each other better. We learn to feel an interest in each
other’s welfare, in the management of the property; and it has
been impressed upon the employees that the success of the com-
pany does not depend entirely upon the management, but that
every cmployee imparts his share to the success of the enterprise.
It has been a means of bringing about a co-operative feeling be-
tween the management and its employees, and we feel that the
mutual benefit association, so far as our company is concerned, is
a great success. The fees are deducted each month by the auditor
of the company when the men are paid off, and the amount is
turned over to the treasurer of the association and deposited to
its credit by him. All checks that arc payable for sick and death
benefits have to be approved by the general manager of the com-
pany before the checks can be paid by the bank, so that there is
no possible way for any defalcation or for any diversion of the
funds of the association. The board of trustees, which is com-
posed of the employees of the company, are allowed a half day
each month to assemble in the association rooms to discuss
matters in connection with the management of this association,
and to arrange for its monthly meetings. The secretary, who is
one of the conductors on the road, is allowed two days each
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month, on pay, for the purpose ol arranging his books and
making up his checks to pay death and sick benefits. Altogether
we feel that the Mutual Benefit Association of the Syracusc Rapid
Railway Transit Company is a success from every standpoint.

Mr. Haggerty, Michigan Traction Company.—I would like to
ask whether in case an employec is a member of the association
and leaves the company’s service, he loses his membership?

Mr. Root.—As soon as a man severs his connection with the
company he severs his connection with the association.

Mr. Haggerty.—Does he get any return for the money he has
paid in?

Mr. Root.—No, sir.

President Vreeland.—The question asked by Mr. Haggerty is
a question that has been asked very frequently. The Pennsylva-
nia Railroad Company, which you know by their relief system,
handles over $300,000 a year, put every case in a question and
answer form and their proposition is that it is exactly the same
as if you buy a traveler’s insurance policy for 25 cents to protect
you twenty-four hours, and you get that twenty-four hours’ pro-
tection. They have done their duty and you get your return for
your money. The Pennsylvania has always conducted its system
that way, and it has been sustained in the law. It is among
the oldest and largest associations in the United States.

Mr. Beggs, Milwaukeé.—I would like to ask Mr. Root what
policy the Metropolitan Company pursues as to the care of the
funds of this pension expenditure, which naturally will grow
greater as timc goes on. I would like to ask, as a matter or
finance, whether the Metropolitan Company has made an appro-
priation to its pension fund the revenue from which will mect
these pension demands as they accrue. Or whether it has made
an annual charge against operation. I ask this because I am
myself interested at the present time in formulating the rules of a
similar pension fund. I would like furthermore to know what the
cxperience of Mr. Root is with the Mctropolitan Company, and
likewise Mr. Connette, of Syracuse, as to men laying off a day
or so in order to obtain sick benefits. Many years ago I gave a
great deal of time to a number of beneficial organizations in the
State of Pennsylvania,” among which was the Odd Fellows and
Knights of Pythias and kindred organizations. I believe they
would have been wrecked ultimately had it not been for the princi-
pal adopted by us about twenty years ago whereby a man had to
be incapacitated from work a certain length of time before the
weekly sick benefits began to accrue to him. I was wondering
whether in these organizations any experience of that kind had
bcen encountered ; whether there were, as there are in nearly every
body of men, a certain number who feel they must get square
with the organizations to which they are paying funds; whether
or not it has shown any tendency to have men lay off a day or so
cach month or at periodical times, in order to know that they had
a certain amount which they would receive anyhow. I would like,
furthermore, to ask what is the rule when a man is injured in the
company’s service. We, in our organization, usually take those
cases and deal with each individually. If incapacitated by injury
in the proper performance of the company’s service, we usually
niake the employee an allowance of his wages. i
- Mr. Root.—The directors of the Metropolitan Company have
authorized the officials to go as far as $50,000 to pay this pension
allowance. Therc is a provision in the regulations themselves
which permits the board of trustees at any time when they con-
sider the payments under this system excessive, to make a revision
of the ratio of payments, so that they are not bound by anything
they do to-day a year from now. In fact, when they consider it
to be excessive they can revise the ratio at which the employees
who retire under this pension system are paid.

Mr. Beggs.—You have struck just the point I wanted to get
at. Aren’t you running them somewhat upon the plan of a great
number of these assessment associations that have been formed
throughout the United States in the last two years? In the cariy
stages they were well able to meet the accounts payable, but as the
number of members increase, as they will twenty-five years from
now, and an effort is made to reduce the amount that you have
paid to employees before that time, will that not be a source of
dissatisfaction and a feeling of injustice, that if they had been able
to retire a few years earlier they would have received 40 per cent,
whereas you may be compelled to reduce the amount that they
will receive to 30 per cent or some other per cent, or something
much lower than their fellows rcceive? That likewise raises the
point, in my mind, whether it would not be well to exact from
them, let the amount be very small but some amount, to be paid
into this permanent pension fund to be invested, the revenue from
which would provide a guarantee for the payment of these
amounts in the years after your men have grown old in your ser-
vice. That has been the complaint against many organizations
" that have been attempted in this country with very good intentions

STREET RAILWAY JOURNAL.

615

but which were found to be impossible to carry along. I raised
this warning twenty years ago in orders where we were com-
pelled to increase the amount exacted from members. I am
throwing out a number of suggestions, and some I would not have
thought of myself, without Mr. Root’s suggestion, because I take
it there are a great numbcer of companies throughout the country
that are feeling the results that were felt by these companics. It
seems important that beforc it goes too far it should be well con-
sidered. There should be rules standardized to govern the em-
ployees and to standardize thesc Deneficiaries of the companies
for the benefit of their employees.

Mr. Root.—I do not consider that the danger of overrunning
the allowance is apt to arise, because I believe if employees get to
that condition where the payments shall be greater than the
amount that we have now appropriated the bencfits the company
has received through length of service will be proportionately
greater, and that the company can in that same proportion fairly
pay them at the same rate as they do now. That was merely put
in as precaution, because this thing has not been worked out. We
are, I think, the pioneers in the street railway world. We have got a
good deal of precedent from Germany and England, where they
have done a great deal of this pension work, and they havc found
there that where the superannuated body contributed themselves,
it has not been as satisfactory as where the government has taken
the thing entirely in its own charge. This is a matter, however,
which only time can work out. We have not the experience, but
we are going into it now and making such regulations as we deem
proper. When these things arise ten or fifteen or twenty years
from now, as Mr. Beggs suggests, we will have to work it out
then. Regarding the suggestion about the men attempting to
defraud this association through laying off when they are not
sick, our regulations provide that any employee may receive $9o
in onc year, that is at the rate of a dollar a day, but his benefits
do not begin until he has been sick for seven days, unless he is
injured in the service of the company. I[f in the service of the
company it begins from the day on which he was injured. There
can be very little question about a man when he is injured in the
service of the company. The association’s physician is, of course,
very reliable, and upon his judgment we place entire confidence.
There is no one who receives any benefits from the association
unless he makes a prompt application to the secretary and is ex-
amined by the association’s physician. Even if a member elects
to have his own physician he is not paid any benefits from the
association until the association’s physician himself makes an
examination and reports to the secretary that he is entitled to this
benefit for which he has made a claim.

Mr. Beggs—I do not think the seven-day clause appears in
your paper.

Mr. Root.—No; I do not think it is.

Mr. Connette—As far as our association is concerned, the by-
laws specifically state that the benefits do not commence until a
member has been disabled for seven days. Furthermore, the
association employs its own physician, and when a member is sick
that physician must wait upon the member, and the association
pays the doctor bill.

Mr. Tarkington, Council Bluffs.—The laws of the State of Iowa
are very stringent in regard to assessment insurance companies.
An organization has been formed in Towa along the line sug-
gested by Mr. Beggs. Those assessment companies which have
a very rapid growth and have no reserve fund are now confronted
with a possibility of a great deal of trouble by not having any-
thing to pay claims with. The new company provides a reserve
fund from the beginning. If you join at the age of twenty-five,
and die at the age of 34, your expectancy of life would be based
upon the tables of the old line insurance companies and the estate
would be required to pay the assessments to the limit of your
expectancy which, perhaps, might be fifty-five years; so that out
of the amount of money which the estate would receive thc com-
pany would deduct the amount of the assessment from thirty-four
to fifty-five years, and lay it aside as a reserve fund, the accumula-
tion of which, it is believed, will take care of this.

Mr. Root.—Mr. President, I intended to say that the board of
directors authorized the officials to expend $50,000 in any one year
in payment of these allowances, and that will be considered as an
operating charge and will be charged up just as if these men were
working in their regular duties.

Colonel Heft.—I understand that it docs not become a charge
against the operating expenses of the corporation until such
time as you are required to make payment.

Mr. Root—That is correct.

THE ST. LOUIS EXPOSITION

Mr. Lang, of Toledo, offered the following resolution:
“Whereas, The American Street Railway Association, in con-
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vention assembled, has learned with much gratification of the
extensive plans that have been made by the Louisiana Purchase
Exposition for the proper presentation at the exposition of the
American street railway interests.

“Resolved, That this association extends to the Transportation
and Electricity Departments of this international exposition as-
surances of its hearty interest in the work they have undertaken,
and its hope that the plans will be brought to a full realization.”

The resolution was adopted.

Mr. Lang also asked that the convention give five or ten min-
utes to Professor Goldsborough to speak upon the work of the
exposition. The invitation was extended, and Professor Golds-
berough delivered a brief address, describing the aims of the ex-
position and asking the co-operation of the members.

President Vreeland.—Mr. Parker has prepared a paper on the
“Transportation of Light Express and Parcel Delivery,” which
he will outline.  (The paper is presented in full elsewhcre.)

AMr. Parker said the paper which he had prepared was really a
digest of the conditions existing in Detroit, and he explained the
salient features of his contribution.

Mr. Connette—1 would inquire if the original franchise contem-
plated the hauling of freight through the streets of Detroit, and if
not, what conditions did the city impose when it granted this
right?

Mr. Parker.—The original franchise, as I understand it, did not
allow the Detroit United Railway to carry freight through the
streets of the city but an ordinance was passed granting that
privilege. The original franchise did not specify anything, if 1
remember correctly, about carrving freight, but the clectric ex-
press and freight system was started, and while it was not satis-
factory at the beginning, the City Council passed an ordinance
prohibiting us from loading or unloading on the streets, com-
pelling us to put up a depot of our own, and still further taxing
us $t per car per round trip, whether the car was loaded or empty.

Mr. Wasson, Cleveland.—I would ask whether the business in-
creases month by month.

Mr. ‘Parker.—It is only a year ago this month, as 1 remember,
when the express service was started. The business shows some
increase.

Mr. Crafts.—I would ask if any material increase in the business
of the passenger service, due to carrying packages and light ex-
press matters, is noticeable?

Mr. Parker.—Yes, there is; it always has a tendency to increase
the business.

Mr. Crafts.—You think it gives you a marked advantage in
carrying the package business, that is, that you gain in your pas-
senger service?

Mr. Parker.—Yes, sir.

President Vreeland.—I invited the president and general man-
ager of the express company in New York city in the annexed
district to be here, with some statistics which would answer many
questions regarding this subject, but some local business con-
ditions have made it impossible for him to come. Under the con-
ditions of operation that we have there the company has nothing
to do with the express service. The express company has a con-
tract with the street railway company for operating on its tracks,
and the business is only limited by the facilitiecs which the express
company has been able to establish at the present time. In other
words, they have all the time at least 30 per cent more business
offered them than they have had facilities to take care of. No
matter how fast they have increased the facilities the business has
increased in larger ratio. As far as the question of the division
between the actual cost and receipts, based upon percentages—
i the original operation of the system, including the operation of
fifteen or twenty cars for the first six months to establish the busi-
ness, the average of the whole would more than pay for the opera-
tion of the cars, and the interest on the investment is paid by the
express company, so that answers your question as far as we are
concerned. There has becn no expense entailed on our company
in the operation of this service, even in its infancy.

MASTER MECIIANICS TO ORGANIZE

Secretary Pennington read the following letter: “Will you
kindly announce that there will be a meeting of all master me-
chanics at the power station A, at 3 p. m. Thursday. This meet-
ing is called for the purpose of organizing an association of master
mechanics of the different street railway companies.” The letter
was signed by Thomas Farmer, superintendent of motive power,
Detroit United Railway.

Mr. Beggs.—I presume this invitation includes the superin-
tendents of maintenance of way and all others connected with
the mechanical department as well as master mechanics. I desire
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to impress upon the presidents and general managers who may
be present the importance of urging on their mechanical staff
an attendance, as requested by Mr. Farmer. 1 think there are
some here who recollect that at the last two meetings 1 have sug-
gested the very thing which is contemplated in this com-
munication, a matter which is of great importance to our indus-
tries, namely, an organization of the master mechanics of the
companies. We all know how important it has been in steam
railroad practice. We have had an illustration ourselves of what
has been accomplished by the Accountants’ Association, those in
charge of that branch of our business. 1 believe that even greater
good will accrue to the several companies by the organization
and the annual getting together of those charged with the design,
with the construction, and with the maintenance of the mechani-
cal elements entering into our business.

President Vreeland.—Seven topics for papers and discussions
were arranged by the executive committee, and we have gone
through three of them, with all the rest of our association busi-
ness to-day, and it leaves four papcrs for Friday. It is getting
rather late, and is hardly worth while this afternoon for us to take
up another paper.

As your presiding officer, I want to thank you for your attendance
and the interest you have taken in the association meeting to-day.
The discussions that go with these papers and the work of the

‘association, can only be an advantage to the members of the asso-

ciation if the purposes of the executive committee in arranging
for meetings are carried out. The association work, club work,
etc., in connection with the railroad interests with which I have
heen connccted for the last twenty years, has indicated the value
of these associations to the industries we represent, but much
good cannot be gotten out of the meetings of an association, espe-
cially this association, unless thcre is an intercst taken in it by the
members from all parts of the country, and more particularly in
irrterurban railroad questions at the present time.

Following out the lines of Mr. Beggs’ suggestion, I may mention
that T have been for four years president of the New York Railroad
Club, which takes in all of the transportation, mechanical and op-
erating men of the whole Eastern section ot the country, the Middle
States, and, in fact, portions of the entire country. That club has
a membership of over 1200. The average attendancc of each
monthly meeting last year was over 200, and went as high, in
some instances, as 450, men coming from Chicago, St. Louis,
Rtoston, and numerous points in the East to attend these meetings.
I'he discussions which we have had during the last year have
had an important influence in connection with transportation aud
miechanical problems. Suppose a superintendent of motive power
is considering the question of compound locomotives, for example.
He has had no experience with them and has no data bearing on
the subject, and is brought face to face with the problem of what
he shall do in regard to the matter. It has probably been sug-
gested to him by his general manager that he attend a meeting of
the club, and he gets up and asks if any member of the association
will give him the benefit of his experience with compound engines.
We have in our club the engineers of the New York Central, the
New Jersey Central, the New Haven road and the Erie road, who
are always ready to give every member of the club the benefit of
their experience, and the superintendent of niotive power in
question goes home the next day equipped to talk to his manager.
This information makes him a better man in the eyes of his man-
agement and shows what is going on. He not only gets the in-
fermation in a general way, but gets actual data from these men.
He probably would not have any other means of getting it so casily
as at a meeting of the New York Railroad Club.

As far as your association work is concerned, the youngimen who
are connected with the various street railways in the country cannot
overestimate the value of this association to them in their work
and in bringing themselves into prominence. Any young man wlio
reads a paper at one of these mcetings which shows intelligence
and ability to analyze and good judgment is bringing himself be-
fore every man who is connected with prominent street railroad
systems of the United States. I take this opportunity, as president
of the association this year, to call these special things to your
attention, in the hope of creating an interest in the minds of
young men in this particular work. In my twenty-five years of
railroad experience I have bcen able to place a great many men
in steam and street railroads, and the first knowledge I had of the
capabilities or possibilities of the ability of these men was in listen-
ing to them before the American Society of Railroad Superintend-
ents, the American Railway Association, the New York Railway
Club, the American Street Railway Association or the New York
State Street Railway Association. You may work earnestly in
your own city and feel that you are somebody there and attracting
some attention, but the United States is large and there is a good
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deal going on in it. It is only by bringing yourself prominently
before a large association that the young men may hope to gain a
reputation. among the managers of the country, at least in the
majority of cases.

NOMINATING COMMITTER

President Vrecland.—T will appoint as the connuittee to nomi-
nate officers for the ensuing year the following gentlemen: R. S.
Goff, Fall River, Mass.; N. F. Heft, Meriden, Conn.; R. McCul-
loch, Chicago; C. Goodrich, Minncapolis, and D. B. Dyer,
Augusta.

The mceting then adjourned until Friday morning at 10 o'clock.

—— ,Q” e

Newly-Elected Officers

At Friday’s meeting, the nominating committec made its report
and the following officers were elected: President, J. C. Hutchins,
of Detroit; first vice-president, W. Caryl Ely, of Buffalo; second
vice-president, W. K. Schocpf, of Cincinnati; third vice-president,
P S. Arkwright, of Atlanta; secretary and treasurcr, T. C. Pening-
ton, of Chicago. The executive committee consists of the officers
and H. H. Vreeland, of New York; R. T. Laffin, of Worcester; A.
Radel, of Bridgeport; W. H. Read, of Salt Lake City, and W. J.
Hield, of Minneapolis.

The association reccived an invitation from Chattanocoga to hold
its meeting there next year, but it was determined to leave this
subject open, and it was referred to the executive committce. The
committee was instructed to visit Chattanooga and find out whether
adequate facilities could be had for holding the meeting and ex-
hibition in that city.

—  e¢

The Visiting Delegates

The attendance at the opening session of the Detroit conven-
tion was the largest in the history of the organization. The visit-
ing delegates from all paits of the country were received by thc
local committees and prevision was made for their accommoda-
tion and entertainment. The Eastern delegation arrived on Tues-
day morning, and included representatives from New York, Penn-
sylvania and the New England States, in a special train over the
New York Central. The New York section of this train com-
prised a Pullman buffet, smoking and drawing-room, dining car
and several sleeping cars. It carried the largest dclegation that
ever left New York for a Western convention of the American
Street Railway Association. The New England delegates came
over the Boston & Albany and met the New York train at Al-
bany, but owing to the fact that the New York train was already
very heavy it was found recessary to proceed to Detroit in two
sections. The accommodations were very satisfactory, and every
provision was made for the comfort and convenience of the
travelers. .

— . e
The Wabash Special from Chicago

A jolly party of eighty-one boarded the Wabash special conven-
tion train for Detroit from Chicago at 1:30 p. m., Oct. 7. N. C.
Keeran, the popular assistant passenger agent of the Wabash Rail-
1oad, was in chargs and made every one feel comfortably at home.
The run from Chicago to Detroit was made in the quick time of
seven hours. A fine lunch and dinner were served on the dining
car, and the time passed agrecably and quickly. The Christensen
Engineering Company, through Mr. Eldredge, distributed boxes
oi candy to the ladies of the party. The following were on the
train:

H. B. Abbott, StrEeT RAILWAY JournaL, Chicago.

Dennis Aper, president Coal Belt Electric Railroad, Marion, Ill.

J. M. Atkinson, Chicago.

R. G. Arnold, treasurer Arnold Electric Power Station Com-
pany, Chicago.

G. H. Atkin, Electric Storage Battery Company, Chicago.

J. H. Brett, general manager Electrical Installation Company,
Chicago.

T. P. Bailey and wife, General Electric Company, Chicago.

F. L. Brown and wife, auditor Omaha & Council Bluffs Railway
& Bridge Company.

Max A. Berg, Porter & Berg, Chicago.

I7. N. Baylies, superintendent track and overhead, Rockford &
Interurban Railway Company.
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B. C. Beckman, Standard Paint Company, Chicago.

A. W. Ballard, General Electric Company, L.os Angeles.

R. N. Baylies, president Rockford & Interurban Railway Com-
paiy.
. George Cutter and wife, Chicago.

George W. Conover, Chicago.

A. B. Conover, Jr,, J. A. Rocebling’s Sons Company, Chicago.

Charles Lawton Case, Chicago.

Robert F. Carr, vice-president Dearborn Drug & Chemical
Works, Chicago. )

5. L. Draffen, Gould Storage Battery Company, Clicago.

C. N. Duffy, secretary and auditor Chicago City Railway.

A. H. Charles Dalley, Under Feed Stoker Coinpany of America,
Chicago.

John E. Eldred, Jr., Christensen Engineering Company, Mil-
waukee.

H. T. Edgar, manager El Paso (Tex.) Electric Railway Com-
pany.

D. J. Evans, Lorain Steel Company.

J. E. Gavitt, Federal Supply Company, Chicago.

Thomas G. Gricr, American Circular Loom Company, Chicago.

E. S. Grace, Wheelcr Condenser & Engin_ering Company,
Chicago. )

C. G. Goodrich, vice-president Twin City Rapid Transit Com-
pany, Minneapolis.

R. M. Heskett, secretary Knox Engineering Company, Chicago.

Edgar TI. Hammond, Amcrican Electrical Works, Chicago.

Charles I.. Hull, general superintcndent Chicago General Rail-
way Company.

E. J. Hunt, Aurora, Elgin & Chicago Railway, Chicago.

J. C. James, Christensen Engincering Company, Milwaukee.

A. L. Kalas, Q. & C. Company, Chicago.

Charlcs D. Knight, Christensen Engineering Company, Mil-
waukee.

E. L. Kirk, general manager Sioux City Traction Company.

George W. Knox and wife, Chicago.

W. E. Keily, editor Western Elcctrician, Chicago.

R. B. Kent, manager Atlas Railway Supply Company, Chicago.

N. C. Keeran, Wabash Railroad.

F. S. Kenficld, Street Railway Review, Chicago.

James W. Lyons, Allis-Chalmcrs Company, Chicago.

A. S. Littlcfield, president North American Railway Construc-
tion Company, Chicago. }

C. E. Lund, civil engineer, Chicago City Railway.

L. E. Myers, Chicago.

J. G. McMichael and wife, Atlas
Chicago.

Richard MecCuiloch, assistant general manager Chicago City
Railway.

W. R. Mason, Garrigus hlechanical Boiler Cleaners, Chicago.

E. R. Mason, Porter & Berg, Chicago.

E. S. Nethercut and wife, chief engineer Paige Iron Works,
Chicago.

Michael O'Brien, master mechanic Chicago City Railway.

H. K. Parsons, Pennsylvania Steel Comany, Chicago.

Albert M. Patten, Topeka Railway Company.

C. D. Porterfield, Atlas Railway Supply Company.

F. L. Perry, Western Electrician.

Fred A. Poor, Weber Railway Joint Manufacturing Company,
Chicago.

W. S. Patterson, master mechanic
Power Company, Salt Lake City.

J. W. Porter, Porter & Berg, Chicago.

W. P. Read, general superintendent Consolidated Railway &
Power Company, Salt Lake City.

G. F. Rooke, Pana, IIL

Donald Rawstron, superintendent Allen & DMorrison Brake-
Shoe & Manufacturing Company, Chicago.

J. C. Shainwald, Western sales manager Standard Paint Com-
pany, Chicago.

G. W. Spear and wife, Dearborn Drug & Chemical Works,
Chicago.

W. B. Tarkington and wife, general superintendent Omaha &
Council Bluffs Railway & Bridge Company.

C. K. Thomas, American Electrician, Chicago.

William Walmsley and wife, superintendent South Chicago City
Railway Company, South Chicago.

Herbert Warren, general manager Duluth-Supcrior Traction
Company.

A. C. Willis, Street Railway Review, Chicago.

R. A. Whelan, A. Booth & Company, Chicago.

F. M. Zimmerman and wife, superintendent Flgin, Aurora &
Southern Traction Company, Aurora, [l

Railway Supply Company,

Consolidated Railway &
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PAPERS READ AT WEDNESDAY’S SESSION

Street Railway Mutual Benefit Associations

BY OREN ROOT, JR.,
Assistant General Manager Interurban Street Railway Company, New York.

While the purpose of this paper is to discuss mutual benefit and
assessment insurance associations as applieable to street railway
employees, it will be well, before treating of that special subjeet,
to say a word on the general topic of mutual benefit associations
and assessment insurance, the main features of which must be em-
bodied in any plan intended to benefit the class we have under
consideration.

The history of assessment insurance, when extended beyond a
single and eontinually reeruited class, is not encouraging, and
insuranee practice demonstrates it to be, at its best, more expen-
sive and uncertain than ordinary eorporate insurance by strong
companies.

Assessment insurance, however, when applied to particular
crafts, which in the very nature of things must be continually re-
cruited, has shown phenomenal results, espeeially when accumu-
lated surplus has been invested for the benefit of the insured and
not dissipated in executive salaries.

I takc a street surface railroad in a growing community to be in
the indicated class where assessment insurance can be, so far as the
beneficiaries are econcerned, profitably applied, as is evideneed by
a case in point—the Metropolitan” Street Railway Association of
New York, with whose workings I am familiar and concerning
which some details may be of interest.

This association was organized in the spring of 1897 by the em-
plovees of the eompany at their own suggestion, and was so
pla.immed that any employee between the ages of 21 and 45, who had
been in the service of the company three months, was eligible for
membership upon the payment of an initiation fee of $1 and dues
of 50 cents per month.

In return for these payments the association guarantees to its
members:

1st. In case of sickness the payment of $1 a day for a period not
exceeding ninety days in any one year.

2d. In case of death the payment of $300 to any beneficiary
named by the insured.

3d. The free service of a physician who devotes his entire time
to the members of the association.

4th.  The use of reading rooms, which are supplied with weekly

and monthly papers and magazines, teehnical journals and a
library consisting of over 2000 volumes.

sth.  Use of ten pool tables, for which 1 cent per cue is charged.

6th. Free monthly lectures and entertainments during the
winter months zt the association rooms.

7th. Eligibility for pension under the pension regulations of
the Metropolitan Street Railway Company.

The association started with thirty members, and from that time
it has steadily grown until to-day it has a membership of over
4500.

The association is operated with absolutely no expense beyond
the stipulated salary of a physician, as all of the officers of the
association are offieers of the company and their serviees to the
association are given gratuitously. The association rooms are
given rent free by the company; the library and pool tables were
donations from individual stoekholders and directors.

This plan, which I believe with slight modifications is applieable
to almost any railroad property of considerable size, has worked
out, in its financial details, some surprising results; for instance,
we found that the amount of the tax, 50 cents per month, is a trifle
more than is necessary to pay sick benefits and supply a life insur-
anee of $300, but it is so small, in each individual case, as to make
an exact adjustment both ineonvenient and impossible, and henee
there has grown up in this assoeiation a practiec of investing the
surplus in seeurities of the property on which the members are
employed. And so we have in this association the unique feature
of every member eontributing monthly, in an infinitesimal way it
is true, to a proprictary interest in the property he helps to
operate.

Before going further into the details of the workings of the
association and discussing the beneficent results it has accom-
plished for the men and owners of thie property. T must, in order
to be thoroughly understood, say a few words about certain
human agencies, account of which eannot be taken in any written
rules of practice. .

The suceess of the Metropolitan Street Railway Assoeiation is
primarily due, not so much to its sound economic features as to

the personal relationship established and maintained between the
responsible head of the railway company and its employees.

All of us who have to do with masses of men are aware of the
fact that it is not always easy to induce them to do that thing
which is obviously for their betterment, whereas experience shows
that when their sympathies are stirred and their feelings appealed
to they can be and have been induced to the most suicidal courses.

The phenomenal success of the Metropolitan Street Railway
Association is due primarily to an intelligent, sympathetic rela-
tion fostered and encouraged between the manager and his men
who early realized that they were under the discipline of a man
who was in thorough accord with them as a class and whose life
experiences had been along the very lines they themselves were
traveling.

The fusing influence of this relationship, which is as active to-
day as at any time since the formation of the association, has
welded the membership into a body, the tremendous force of
whose loyalty has been frequently tested in critical emergencies.

The impetus thus given to this association is great enough to
assure its permanence beyond the accidental loss of the influence
of the individual who is responsible for its present energy.

I have said this much in order that I may not be misunder-
stood as imagining so vain a thing as that the mere formulation
of a beneficent plan is sufficient to secure its suecess. In the ap-
plication of social benefits, as in everything else of human de-
vising, some vivid personal influence is necessary to success, and
this suecess, believe me, cannot be achieved by mere formal ap-
probation or endorsement. If you want to make a eoncern of this
kind go you must give it your time and thought, and above all
you must be convinced at bottom that it is the right thing to do
and that it will sueceed.

If I might presume, before proceeding to further discuss the
results of associations, to make a suggestion to those contemplat-
ing an experiment in this dircction, it would be to avoid patron-
izing the men. Many good things are spoiled by being over-
magnified, and it is my experience that among Ameriean and
Amerieanized working men there is a resentment of official
patronage. The quickening influence of the idea that you and
your men are engaged on the same job but in different capacities,
when once fixed, is surprising. It would be well, too, not to lose
sight of the faet that the benefits arising from helping your men
to take care of themselves are not all one-sided.

This thought brings me to a consideration of the benefits arising
from associations.

These henefits may be divided into two classes: First, those
derived by the employces, and second, those derived by the em-
ployer. There is nothing which appeals more strongly to the
large majority of people, certainly to those who have worked for
a living, than those things which yield a direct or indirect financial
return. No one can fail to see the great benefit whieh the dis-
tribution of from $20,000 to $25,000 a year means to the men who
are working for wages, and without reserves to draw upon in cases
of sickness or other disaster. The serviees of a physician, the free
use of a library, the opportunity to play pool or billiards in a well-
lighted and well-ventilated room at a nominal eost, are indirect
finaneial benefits as well as pleasures which are assuredly ap-
preciated by any body of intelligent workmen, sueh as are em-
ployed by street railway companies. There is a benefit not so
apparent but equally real in the creation and strengthening of a
common spirit—“esprit de corps;” a realization of ecommon inter-
est in a work of many details but of common end. The gain is the
greater as all employces are ineluded, from the helper to the
manager. The perfeetion of army organization is where the sol-
diers have entire confidenee in the leader, and the leader absolute
trust in the soldiers. When something of the strength of all goes
into the work of each, tasks are more easily done; there is more
careful attention to details, a common interest taking hold beyond
the working hours gives heart to labor, when the time comes. A
street railway touches the publie at numberless points; the work
of its employees is at each of these points; work with something
of heart in it is easier and better than mere hand and head work.

When one remembers that in such a seheme as I suggest there
is no demoralizing taint of official eharity and that the men are
oradually realizing that in truth they are doing all the helpful work
with their own money, he will realize that the moral uplift far
exeecds any of the material advantages.

The benefits of the second class from these assoeiations—those
to the employer or stockholder—are not so tangible as those re-
ccived by the employee, but, nevertheless, exist to a large extent
and are apparent to those who are in close touch with the work-
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ings of such assoeiations and their bearing upon the management
of the eompany’s affairs. It may be difficult to demonstrate to an
outsider, or to put your finger upon particular cases where the use
of the library or the association rooms or the pool tables aecrues
to the advantage of the company. It is unquestionably true in
my mind, however, that all of these things create a certain senti-
ment in the mind of the employee favorable to his employers, and
whieh in times of labor troubles, when the misguided and un-
serupulous agitator attempts to cause dissatisfaetion, erystallizes
into a feeling of loyalty toward the company whieh could not have
been gained in any other way.

At the monthly meetings of the Metropolitan Association,
which are held in the association rooms and at which men of
prominence and officers of the company speak to the men, th_e
employer, as represented by the offieials of the company, is
brought into a personal relation with his employees, not as em-
ployer and employee, but as man and man, and in this way there
is established a personal relation between them and a feeling of
friendliness which eertainly, in a large company like the Metro-
politan, is not possible in any other way. I belicve, as illustrated
in the late trouble in Ohio whieh a large manufacturing eompany
had with its men, that it is possible to overdo this kind of work.
When you begin to wet-nurse and patronize working men you are
offending them and making trouble. The idea is to teach them to
nelp themselves.

As an illustration of what opportunity for amusement means to
working men, one of the pool rooms, loeated at Fifticth Street and
Seventh Avenue, takes in on an average of $45 per week. Several
games of pool, at a cent a cue, must be played in the course of a
week to make the reeeipts $45.

There are, to my mind, three domirant problems in the handling
of a street railway property. First, is the relation of the manage-
ment to its employees; sceond, its relation to the public and the
press; and third, its relation to the State and city offieials. Of
these, the relation of the management to its cmployees is of the
greatest importanee. Fair, eonsiderate treatment of men’s natural
rights, the establishment of friendly and harmonious relations be-
tween it and its employees, is a railway company's most valuable
asset. The great suecesses in the street railway world have been
made by ability to_suecessfully handle men.

However unjust it may be to the responsible head of any street
railway property, how often has it been the case that the faithful
and efficient work of years has been practically forgotten and
nullified by differences which have arisen with the company’s
employees. The faet that a manager has been able to operate his
road at a less eost than ever before and has brought the standard
of equipment and the roadbed and the entire physical eondition of
the property to a higher level, is apt to be overlooked by the com-
pany’s directors and stockholders in case serious labor difficulties
arise. The stoekholders of a property not only look to the man-
agement for a return upon their investment, but values onece estab-
lished they look for their stability and permanenee. To assure
this stability and permanence, moral forees must be set to work
and earefully fostered until they gradually beeome traditional with
the eoneomitant result of loyalty and effieiency of service.

I believe that the interest the employees take in a finaneial in-
vestmerit of 50 cents a month in an assoeiation and the enjoyment
of the opportunities afforded by the libraries, pool rooms and
entertainments, ete., together with the personal eontaet between
the employees and management, bring about a relation between
them similar to that which the millions deposited in the savings
banks bring about between eitizens and their government. 1
think, with rare exeeptions, that there will be found among
savings bank depositors but few anarchists, socialists, or those
dissatisfied with existing eonditions. The millions of savings bank
depositors are among the strongest influences toward the proper
government of the eountry, and I believe that the finaneial and
other interests of employees in a street railway ecompany through
their assoeiation are equally strong influenees for good.

We are living in an age in whieh no industry had made more
rapid strides than the street railway. What was considered ten
years ago a liberal policy on the part of street railway companies
toward their employees would be considered penurious to-day.
The methods of ten years ago eannot be used effeetively at the
present time.

The relation of capital and labor, as represented in street rail-
way properties, has undergone a radical change in favor of the
condition of labor. The betterment of labor conditions has been
just and fair, and, in my opinion, any street railway management
will do well to reeognize it and meet it with liberality. There is no
better way of keeping abreast of this movement than the en-
couragement and fostering of mutual benefit associations.

There are many things that are necessary to establish proper
relations between the management of a company and its em-
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ployees, but I believe that the most potent factor of all is the
benefits received by the employeces through a voluntary association
and the relations whieh the social side of sueh an association es-
tablishes between the management and its men.

: —4®es

Registration of Transfers

Secrctary and Treasurer Brooklyn Ieights Railroad Company

Regarding the registration of transfers there is wide diversity of
opinion in the street railway world. While there is a large con-
tingent whieh advoeates the registration of transfers, there is a
numerous body whieh strenuously opposes it, and many who have
studied the problem have been unable to reach a definite conclu-
sion coneerning it.

No mathematical solution of the problem has yet been offered,
nor will T attempt any, but will here briefly outline for diseussion
the chief arguments for and against the registration of transfers
with a view to determining, if possible, the weight of evidence
from which to draw a eonelusion.

Those who advocate the non-registration of transfers place
great stress upon the eontention that this course divests the
transfer of its eash value, and foecuses the attention of the con-
ductor on the collection and registration of the real revenue,
namely, the cash fares.

On the other hand, the advocates of registration are equally
insistent that the non-registration of the transfer does not
climinate its eash value, except to the extent of preventing trading
between conductors, and the consequent substitution of transfers
for cash fares.

First. does non-registration divest the transfer of its cash value?

Undoubtedly, the faet that the transfers of other lines cannot be
turned in at a eash value prevents the conduetor from obtaining
fraudulently, either direetly or through an intermediary, the trans-
fers of interseeting and transferring lines, and converting thetrans-
fers so obtained to his own dishonest gain. Nevertheless, while
the non-registered transfer may not be used by the conduector in
this particular manner, its value has not been one whit diminished
to the traveling public, to whom the conductor may, within limits
determined by the accounting, either sell or give away rides on the
eompany’s cars, whieh would otherwise go to swell its earnings;
for no aeeounting method has yet been devised whieh will ae-
eurately cheek the issue of transfers on a large system without
undue expense.

Moreover, the non-registration of transfers renders so easy the
appropriation of eash fares by eonduetors that many conduectors,
who would otherwise be indisposed to take the risk of open steal-
ing, beeome dishonest. This has been foreibly illustrated on the
Brooklyn Rapid Transit Company's system. In the summer of
1900, during the months of May, June and July, eonductors were
instructed to discontinue the registration of transfers. On August
1 of the same year the registration of transfers was resumed, -and,
eoineidently therewith, a large number of supposedly reliable con-
ductors, long in the serviee, were deteeted stealing the company’s
revenue. The increase in the number of old eonductors, pre-
viously possessing cxeellent records, who were at that time dis-
covered appropriating fares was so marked as to lead to the eon-
elusion that during the preceding threec months the ease and
safety with which the eompany’s revenue was plundered had
tempted these men to steal. and. that upon the resumption of the
registration of transfers. the exercise of the habit then formed
proved too strong to be deterred by the added ehances of detee-
tion.

Second, as fo the reeistration of transfers.

It will be eoneeded. I think. by all practieal street railway men
that the ideal method of obtaining revenue, assuming one uniform
rate of fare and a sure method of preventing transfer trading,
would be to register all fares and transfers upon a single register,

Under the assumption noted the advantages of sueh a method
are obvious. The query naturally arises, do these advantages
more than eompensate for the loss oceasioned by transfer trading?
On the Brooklyn Rapid Transit svstem we think that they do.

By taking transfers out of the hands of conduetors and placing
transfer agents at points where ears from the same depot intersect
and transfer, thereby preventing conduetors from trading directly
with each other and eompelling the use of an intermediary, we
endeavor to keep this evil in cheek and supplement it by the
vigilant watchfulness of our inspectors and secret serviee opera-
tors. Our system of stationing uniformed register inspeetors be-
tween all prineipal terminal points and the first transfer inter-
scction praetieally protects the revenue between the outer transfer
and terminal points, and enables us {0 concentrate our secret ser~
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vice in the central portion of the system to locate register shorts
and detect transfer trading.

Further to limit the risk cf trading to the day of issue we
introduced and, I believe, were the first to use a daily dated trans-
fer ticket, which has since been adopted by many of the principal
systems in the country.

Doubtless, a further check upon transfer trading is provided by
the turning in of transfers by trips and the subsequent checking
of line exchanges by the accounting department.

Were it not, however, for the lottery law and a certain de-
moralizing effect that distribution of property by chance has upon
the community by inculcating the gambling spirit. it would be
possible to offer such inducements to street railway patrons as
would absolutely check the cash fares received and the transfers
issued. Such a governing inducement would be, to offer cash
prizes of a large amount monthly, which would yet form in the
aggregate only a small {raction of the amount which is now di-
verted from the company’s revenue by conductors.

In addition to carrying a pad of transfers the conductors would
be provided with a pad of numbered cash-fare receipts, each one
of which receipts would bear on its face an injunction to hold until
the end of the month, when the bearer might be entitled to any
one of a number of prizes, dctermined impartially by a drawing;
the prizes consisting of a capital sum. together with lcsser sums
graded down to a large number of small premiums, which would
distribute the cash prizes as far as possible.

The operation of the above plan would involve the issue of a
transicr only for a cash farc. In practice it wouald work as follows:

A passenger, boarding a car, would be asked by the conductor,
upon payment of fare, if he wished a transfer. Upon receiving
an affirmative reply, the conductor would issue a numbered trans-
fer to the passcnger from his pad, and upon turning in his pad
would have to produce one cash fare for each transfer ticket dc-
tached from his pad.

All passengers who desire transfers are sure to gct them, as they
arc needed for a ride on the transferring line, and conductors
would, thercfore, not be able to again issue detached transfers.

On the other hand, if a passenger, upon paying his fare, stated
that hc did not wish a transfer, it would become the conductor’s
duty to detach a cash fare receipt and hand it to the passenger.
For every cash farc reccipt so detaclied the conductor would also
be held accountable for one cash fare.

The induccment for a passenger to take a cash fare receipt
would be even stronger than in the case of a transfer ticket, as it
might mean a large sum of money in case the number of the ticket
drew a prize, and when a passenger, ignorant of its possiblc value,
refused to accept his fare receipt, others would eagerly seek its
possession.

Assuming that both transfer tickets and cash fare receipts were
taken by passengers for all fares paid, the stubs returned by the
conductors would accurately indicate the number of fares collected
and would ensure the turning in to the treasury of all the revenue
collected on the cars.

Several marked advantages would follow from the adoption of
this plan, as for example, the reduction in the number of transfers
used, since many persons, who would ordinarily take a transfer for
a short ride after a long one, would prefer the chance offered by
the cash fare rcceipt and decline the transfer, which carried with
it no chance for a prize.

Moreover, the number of short-riders would, probably, be in-
creascd to an extent that would realize a larger sum than the
aggregate of the prizes offered, and again, the trading of transfer
tickets between conductors would be rendered absolutely im-
practicable, for each transfer detached from a conductor’s pad

would mcan a corrcsponding cash fare to be turned into the com-

pany's treasury, and he would, therefore, be debarred from sub-
stituting transfers from other lines for cash fares.

While, according to the opinion of counsel, the operation of this
plan would not violate the letter of the lottery law, inasmuch as
no consideration is asked or received for the cash prizes dis-
tributed, yet the decisions under the fcderal lottery law, which
absolutely prohibit the circutation of notices of drawings through
the mails, in the opinion of counsel renders the operation of thc
plan inadvisable.

While, perhaps, the adoption of this plan might stimulate a
speculative spirit in the community, it is unfortunate from the
point of view of street railway companies that some similar
scheme for the absolute protection of revenue could not be de-
vised that would not contravene State or Federal laws.

So long as street railways continue to operate there will be more
or less dishounesty on the part of conductors, which no mechanical
appliances can wholly prevent; but while the cureful choosing of
material; fair and considerate treatment and the encouragement of
a spirit of honesty and integrity will always be the best safeguards
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for the protection of revenue; at the same time the study of im-
proved methods of protecting the revenue by mechanical, or other
means, should not be neglected, for, though perhaps an uncom-
plimentary commentary on human nature, it is nonc the less true,
that many men remain honest only because of the fear of detection,
and to such men it should be our olject to minimize the oppor-
tunity by all means in our power.

— P
Electric Express and Package Delivery

) BY GEORGE PARKER,
General Express and Passenger Agent, Detroit United Railway Company

The establishment of the electric scrvice is a boon to interurban
towns, to which lincs are being rapidly extended in all directions
within a radius of from 75 miles to 100 miles, and in a great many
cases reaching towns and villages which have never heretofore
enjoyed a railroad connection, or at the best, in a roundabout
way entailing great delay and almost prohibitive expense. Elec-
tric service has also made next-door neighbors of communitics
between which, before 1ts establishment, even wagon communica-
tion was not satisfactory or feasible, so that the electric service
may justly be regarded as the chief factor in suburban progress,
though 1ot yet a decade old.

To the lay mind, the cxpress and parcel business of the electric
line or system would appcar to be an additional and profitable
use of the franchise, involving no additional expense beyond suit-
able rolling stock and the necessary train crew, but my experience
has been that the operating expense tends to become greater than
that of the passenger service, for the latter calls for no local sta-
tions or agents, the company assuming no responsibility before
the passenger has been sighted, and after he alights, while it does
become an insurer of freight or express from the moment of the
giving ol a receipt until it has taken one, thus necessitating a sal-
aried agent and suitable depot facilities, stationery, etc.

In addition to the foregoing handicap to a profitable operation of
the express service, I find myself confronted in Detroit by an
ordinance which prohibits the use of trailers, and, worse still,
which Jevies a tax of $1 per car per round trip, regardless of
whether the car is cmpty or loaded. This tax is a radical de-
parture from thc good old days, when the town or its public-
spirited citizens gladly raised a bonus to cncourage a railroad
connection, and then considered themselves highly favored.

The management of a system should show a proper apprecia-
tion of the importance of the express department and its bearing
on the continued and incrcasing prosperity of the system in the
building up of an interurban patronage, for it seems a necessary
conclusion that the out-of-town dwellers will avail themselves of
the mail-order and teleplone facilities of the large city stores be-
cause of the convenicnt and speedy electric express car delivery to
their doors, and the habit once formed of sending their shipments
or orders via the elcctric express car must eventually result in more
frequent trips on passenger cars for personal and wider selections
of their requirements.

But it must not be assumed that all branches of the system, or
cven alt towns and villages on a branch, warrant the establishment
of an clectric cxpress service.  The population, situation, products
and future of each individual place, and the competition of existing
steam reads, if any; also the old-established express companies‘,
must be carefully weighed, or that terrible ledger must be faced
at the en1 of the year.

ROUTING ORDER
Form 37 2512
Deteoit Anited Nailrvay,
RAPID RAILWAY

Until further Advised Please
Ship All My Orders Via
ELECTRIC EXPRESS

SAMPLE OF A ROUTING ORDER

To secure and hold the favor of the public T have found it neces-
sary to insist upon and maintain high-class scrvice, which means
all the little details of caieful handling, prompt transit and cour-
teous treatment. This naturally calls for the co-operation of the
entire management, especially in the operating department, and
the personal attention of the gencral express agent and his assist-
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ant at all hours in all kinds of weather and the ability to avert
disaster when least expected. But he must not at any time neg-
lect his cffice, to which all matters pertaining to the handling of
express should be referred, and from which all instructions as to
rates, claims, complaints, etc., should issue. The best results can
only be obtained by the employment of a traveling cxpress agent,
whose special duties should be the soliciting of business and the
securing of routing orders from consignees on shippers, which
1out1|1g orders are instructions to shippers to forward all ship-
ments in connection with the electric express.

The tiaveling express agent should have an open car for all
complaints, diplomacy and a knack of handling people so he can

always retain their friendship. In addition to the above, the
traveling express agent should have the oversight of the local
agents vho are usually subject to frequent lapses by reason of
mexperlcnce He should, moreover, be capable of acting as train-
master in the proper distribution of rolling stock, cspecnally in
case his road or system should be so unfortunate as to be in the
vicinity of the sugar-beet business, or in close proximity to
freight 1 that character.

Where the system includes leased or other lines, in addition to
its own, a central freight or express depot and a joint agent are
absolutely necessary as a measure of cconomy and the proper
handling of the business. At Detroit, the most important thing
to contend with has been the expense of handling, which, prior
to the consolidation of the electric lines, was cared for through
three separate depots. For instance, express from the Rapid Rail-
way systcm was handled through one depot; that from the Detroit
& Pontiac, Detroit & Wyandotte, Detroit & Northwestern and the
Detroit. Rochester, Romeo & Lake Orion roads through an-
other depot, and that express for the Detroit, Ypsilanti, Ann
Arbor & Jackson Railway through yet another. This entailed an
expense for each depot of an agent and staff, which till only re-
cently has been changed and the stations consolidated in one
large ]011'1 depot, now located on the corner of Fifth and Congress
streets, in close proximity to depots of stcam roads and nav1ga—
tion companies, thus also decreasing cartage expense where in-
terchange is necessary.

The bruilding is 45 ft. x 195 ft. On one side is the team track
or driveway, where freight is received and delivered. On the
east side of the shed there are double tracks with accommoda-
tions for four cars on each track, with ample room for switching.
The intciior of the shed is clear of all posts, thus giving ample
floor space necessary for promptly receiving, sorting and loading
the express and freight. There is also cold storage for the pro-
tection oi perishable goods during the winter months.

The joint express agent who would have charge of a depot of
this kind must of necessity be an experienced railroad man, also
an accountant of no mean ability, as the duties covered are mani-
fold, from the handling of a truck on a pinch, in the depot, to the
settlement of his station accounts, which latter job becomes com-
plicated at times from various reasons, such as change in rates,
errors of agents, carcless checking and handling of freight, etc.

It may be asked to what class of freight or express should an
electric service be confined? In this part of the country the
electric express service may be said to have its origin in the trans-
portation of milk, which was originally handled in the small com-
partment on passenger cars, reserved for baggage, but which has
now grown to such proportions as to tax daily the capacity of
entire cars.

In the handling of milk our experience has been that the best
results are obtained by the issuing of milk tickets, which are
consecutively numbered and taken into account through the
cashier’s office. These tickets resemble our ordinary shipping
tag; they are perforated in the middle, the lower portion being
detached by the conductor carrying the cans when filled, and the
other portion being left on to pass the empty cans on return trip.
This ticket. as per sample, vou will notice, shows the point of
shipment, shipper, destination and to whom consigned; this in-

Shlpper must fill out this ticket
in full hefore forwarding can
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fqr.mation being on both portions of ticket, eliminates the possi-
bility »f errors in delivery of cans when ecither filled or emnpty.
Thes_e milk tickets are charged for at so much per ticket, according
to d}S&lnCt the milk is to be carried, and by their use assures pro-
tection fiom loss through bad accounts.

AIt may be added that the conductor, when accepting shipments
of milk, notes carefully that there is a ticket for each can. Aftcr
the shipment is loaded he detaches the lower portion and en-

Form 15%

264 Detzoit AWiited Nailivay. Pro. No.....
Car No..... Init.....
IWAY-BILL of Express Forwarded from........ 10 mam.s 190. .
Conductor . Time ........ It s . B. No
. I | - . '
Con- Lonmgn:e and, No.| Descriptinn Weight Char-| Ad- Pre- | Total to
signor | Destination |Pks | of Express Rates ges |vances| paid | Collect

Form No. 248

Detzoit Alnited Siaifluag. G. E. A. Pro. No..
Statiom ez 0. - .190.. Ageut’s Pro. No..
Report of Express over, &hmt damugcd or wrongly Lonugncd

rony q-eee: 114 (ly-BlH NO ....... Dutu sCar Moo oo vlnitial
Trmzsferrcd by .............. Pwm Car....to (,a)'... .at? ........
G ondition as noted Gf TREIISTE s s e s« msss s ms ees dom s @ 58500 @ i 4o s s
IVas Car left or Express unloaded from Car?...............

KRecerved from Cm' No...Date. .. 100 State whether Over, Short or
Damaged. Give Full Particulars.

Conductor.......ccooeeeiiinonn..

ARTICLES BILLED

Consignee, Marks ‘
and Destination

.................. lqr'm‘
FORWARDINC AGENT ANSWER FOLLOWING QUESTIONS
By ‘whom and in what condition Toaded . : seums s soms s sosten s csice & sairos » ssmis s 55
By swhat Car.i.. cuwien s vomeis o cmecs Conductor.. rded?

For what other Stations did you load similar fr gh
What other Cars loading at same time?.
Destination of 'same g cuws v smumws vs
If OVER express is from yo
Are you short, and on what b Iing?.
Have you any record of express over?
Was express properly and securely sto
NOTE—Agents must make a separate rcpnr
of each consignment, and send one each to
Billing Station and General Express Agent
by first passenger train.
Report for General Express Agent to be filled
out with copying ink, but do not copy

closes the same to the avditor at the end of his trip with regular
way bill showing full particulars of cans loaded, ticket numbers,
consignees’ names, etc., who in turn checks over the number of
tickets enclosed, and if any irregularities, promptly advises the
general express agent, who takes the matter up with the con-
ductor for explanation.

When delivering the full cans on arrival at destination, the
upper portion of ticket is left e¢n the full can, which must be on
the can when it is to be returned for refilling. otherwise the con-
ductor sliould not accept it until a ticket is provided. These in-
structions are necessary on the return empties, otherwise there
is possibility of your service being imposed upon through un-
scrupuleus milk dealers sending their milk in by wagon or steam
road and leaving your line to carry the empties back free of
charge.

The question may be asked, what i1s done with the last portion
of the ticket? This portion is left on the can until the conductor
starts to distribute cans along the line, when this portion is de-
tached and also returned to the auditor at the end of trip, and
handled in the same manrer as the first portion.

Tapping a great deal of territory that has hitherto had no rail-
road connection has necessarily thrust upon the electric express
service at Detroit a class of freight that ought not to be carried .
in equipment of that character, and which cannot be discriminated
against, the rates charged being governed by railroad tariffs {or
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similar class of freight, and arc in some cases insufficient, and,
therefore, unsatisfactory from the revenue standpoint.

It may be interesting to know how the express is handled on
the system in this vicinity, so the following is a brief outline:
For use in this service 1 full set of blanks has been designed and
preparel with care. The shipper fills in the receipt, showing the
date, from whom received, to whom consigned, destination, and
a complete list of articles making up the shipment. This receipt
1s made in duplicate, a carbon copy being taken. The Detroit
United Railway reccives the property “subject to the conditions
on the back hereof.,” which are in the form usually adopted by
common carriers.

When express is received at the depot it is checked in on this
shipping bill or that part of the form marked “duplicate.” If the
shipment agrees with the shipping bill the original is receipted by
the checker signing agent’s name with the checker's initials. This
receipt is retained by the shipper and the duplicate is kept by the
company and the shipment rechecked into the car, thus giving the
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Form 184 2523

EXPRESS ORDER

Detzoit Wnited Raifrway.

Received from ... _____ EEEE mame s emmn cmmmememeae t S me s mememe e Se S SRS

By DETROIT UNITED RAILWAY, the property described below, in ap:
parent good order, except as noted (contents and condition of contents of
packages unknown), marked, consigned and destined as indicated bclow,
which said Company agrees to carry to the said destination, if on its road,
otherwise to deliver to another carrier on the route to said destination.

Marks. Consignees
and Destination

WEIGHT
DESCRIPTION OF ARTICLES Subject te GOMECUET

Detroit  United Railway

Express Received Account . . ... .. D A oo Station, L Weekoof Lo L 190
\V;;f}in:i T | | 7:7l;l(;’;“z\l‘ll?EXl‘l(Ezs X o 77;(;0;8:757__ v ,7 T [ B
x ‘T'otal of . Total of | Refer-
— | Ca . o ——— . U. Ry.|Adv = C Pro, arks -
De o) A0 Fom Wb O k| Ret, | Coarge | Chimges] A | o, e [No, Eachx, | gnce | Uncolkeied (Remadhs
| | S )
= — ( e e [ e o o 7*! Il T
| | | | | L
FIG. 2
Statement of Express on Hand at. .. .. .. .. . . ...... .. .. .. s o Station,. . ..... ..., e - - . ... 190.
— -~y — s S — A,.,77 ——— TOTAL e T ‘ — — — e e
When Date of Station from — Local  Advanced ~~ | From Whom  Description of
-Bill ate 0 No. which Express el van LOMALVY 20 escripilon of  yryy Uncollected
Waﬁ%ceivegas Way-Bill | was Billed Charges  Charges | Prepaid | Collect L Goods 9
FIG. 4 '
Report of Express Forwarded and Received at....... .. .. ... .. ....Station for Month of. . ... ... . ... casdus 190
’ EXPRESS RECEIVED R i( " EXPRESS FORWARDED T
Cw S Express | Advance | Prepaid | STATIONS Express | Advance i’?;;l -
WEIGHT 4 Chal,)rges Charges cm‘;ges WEIGHT Chag‘ges l Charges Cha.gges
PEIGHT | Chargo Churges e S Rk
FIG. & -
company a double che-k on each shipment. Any exceptions as  Form 181
to shipment being in bal order, etc., are noted on thesc shipping EX.PRESS REF’EIET
bills, thus enabling the company in case of claim to know the Detzoit Ynited Naifrcary.
exact condition the goods were in when received and forwarded. e . o

After goods have beea received and loaded into express cars
they are then billed out on a way-bill, this form being printed in
three sizes—quarter sheet, half sheet and full sheet—the latter
being 1275 ins. x 16 ins.  The way-bill is the sante as express and
railroad way-bills, forwarding point, destination, date of shipment
and way-bill number showing in proper places. The way-bill
numbers are arrived at by commencing with number ome the first
of cach month, and numbering them consecutively until the end
of the vionth. This way-bill number is used as reference in all
correspondence relating to any particular matter coming up in
regard to any shipment covered by this particular way-bill. The
facts shown on the way-hill are designated by the headings of the
various columns, which includes corsignor, consignee, number
of packages, description, weight, rate, charges, advances, amount
prepaid and total to collect.

The rate is taken from the company’s regular express tariff,
which s governed by the rules of the official classification.

The rate on the different commodities handled arc according to
the value, dimensions and weight of each article. For example,
shipment of glassware, furniture or any articles liable to damage
from breakage are given a much higher rating than articles that
are packed in such a manner as to occupy less space in the ex-
press car and which will weigh more than the articles first men-
tioned.

After this way-bill is complete, it is then copied in a tissue book
one extra tissue being taken. These extra copies are forwarded
‘to the anditor daily, who checks the weights, rates and extensions,
and files the tissue copy for future reference.

On arrival of the shipment at its destination the receiving agent
checks tlie various shipments billed to his station from the original
way-hill, noting exceptions, if there be any, as to condition of ex-

The DETROIT UNITED RAILWAY will receive and carry the property
marked, consigned and destined as indicated below to the said destination, if
<;n its road, otherwise will deliver to anothcr carrier on the route to said
destination.

DESCRIPTION OF ARTICLES

Marks, Consignees |  WEIGHT
and Destination Subject to Correction

|
] j! i

covo...Consignor

SHIPPING RECEIPT

press when received from car. In case of there being any articles
damaged, over or short, the rcceiving agent makes report of the
fact on a special form, flling in the information called for in the
various blank spaces. The form is made out in duplicate, the
original being sent to the forwarding agent for his report, on that
portion oi this form designated “forwarding agent answer follow-
ing questions.” This enables the forwarding agent to advise the
receiving agent to correct, in case of error in billing, and what
course to pursue in case of overs and shorts. This form is 9 ins.
x 8% ins. and is shown reduced in Fig. 1.

The duplicate of this form is sent to the general express and
passenger agents’ office, where it is recorded in what is known as
“the over, short and damagcd register.” These records remain
open untii the matter has been finally scttled, thereby making it
impossible for either the forwarding or receiving agent to allow
the matter to drag along without receiving the prompt attention
due such matters.
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Forin No. 2 e, A Form No. 180 Petroit Anited Railwayy.
0. No.... . . .
Deteoit (’N'“r” Railivay. G Ee GONSIGIET: 11w oin oo 5 mia arn i o 02 556 5 Station, ........... 160
............ . Station .190.. Agent's Pro. No.. Pro
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From ...... IVay-Bill N() Datc ..... Car NO nitial. .. .. = = = =
e = = : e » To Detroit (mited Railuway Dr,
'fruusfc’rrvd DY oo From Cm'. . .to Cur. Sea@bis o nnne s For Charges on Express
(GO (05 LA (R AT A o0 O A S R R T F ) ek A C e }E\{(og.N | A.;II{)'I’II\IC[{.EES WeicHT| RaTE| CHARGES
I1"as Car left or Express unloaded from Car ........... . Brgimtee—e oo, NN \ e o L B
> ‘:_’Ai 4_Vv—\77, ‘/«—-’ : e ) ])Jle... R - NS .. . . ____7;» . e T N ] —
](vawcd from Car No...Date....100 | Stats wtetisk Oser, Shatt 57 -
Conductor...........coovun. Damaged. Glve Full Particulars 137510 DRI oo ooy OO | | .- COUl | e
e —— G Not s coes S R | [ R i
Consignee, Marks and . p
%es il ARTICLES BILLED Initials BT L.
e R R R Delivered the above property | Received payment for the Company.
== If.g“fﬁ,ﬁg‘f{,’k Det. United Ry,
............................... pack Chigs, oo o
-_7—__-_-7“;;}; Check Clerk oo .. ..lgent Total, 2 =

FORWARDING AGENT ANSWER FOLLOWING OQUESTIONS

By whom and in what condition loaded?......oovvininiiiiiiiiiiiiiiiiiiianeisns
By what Car?e..ccoeessveeeeconss s«Conductor.e: e orwarded?
For what other Station did ycu load ﬂum]ar frcight o
What othcer Cars loading at same time?
DestinationNOfNSATNE Pl iaiie i sl o saisio v amiois 36 wais 816,058
If Over express is from you, furnish lu]lmg and advice.
resvoulshott, and on what billing?. ues . cavien . cismvieis surien
ITave you any record of expiess over?.....
Was express properly and sccurely stowed?
NOTE.—Agents must makc a separate report
of each consignment, and send one eack to
Billing Station and General Express .\gent
by first passengcr train.
Report by General Express .\gent to be filled
out with copying ink, but do not copy.

................................................. Agent
FIG. 1
The way-bill is then entered by receiving agent in nis “express

received” book. The pages of this book are 167 ins. by 22 ins..
and the column headings are shown in Fig. 2.

The keeping of this book correctly is the key to what is known
as a station balance, as the various amounts shown under the
headings of “weight, prepaid, express, advance charges, total of
way-bill,”” etc., must agree with the corresponding columns of the
“abstract of way-bills received.” This form is, as its name desio-
nates, an absiract or summary of the totals of all way-bills re-
ceived, and 1s made up for periods ending 7th, 14th. 21st and last
of each month, and a like abstract of “way-bills forwarded” is
made up on a similar form.

The abstracts of way-bills forwarded is compiled from the tissue
book copies, and shows date, way-bill number, weicht, freight,
advance, prepaid.

After the particulars have been entered in the express received
book an “expense bill.,” shown reduced in Fig. 3 (original size
9 ins. x 6 ins.), is made out, a carbon copy being taken. When
the shipment is delivered the consignee's receipt is vaken on the
duplicate and the agent rcceipts for charges on the original. Col-
lections are made on delivery unless the consignee has a regularly
authorized ledger account.

When money has been collected by the receiving agent he makes
an entry of it in his cash book. Agents malke daily remittances of
money collected, holding in the cash drawer only a small amount
for change.

At designated times a balance sheet, form No. 166. is made out
by the agent; the particulars of the debits and credits are shown
opposite the various numbers on this sheet, and are arrived at
from the totals of the diffcrent forms and books already described.

Form No. 166 is a double sheet 1314 ins. x 874 ins. when folded
once. The balance sheet is on the fi-st page. The second and
third pages show statements of express on hand, forwarded and
received, arranged under the heads in Figs. 4 and 5. On the
fourth page is a statement of the remittances for the month.

This sysem for the express service on electric lines radiating
from Detroit was adopted with a view to handling express aud all
accounts relating thercto in as simple, practical and systematic
a manner as possible.

Baggage is no longer carried in and out of Detroit on regular
passenger cars, but follows on the next express car at a uniform
rate of 25 cents per piece not exceeding 150 Ibs.. Where the
actual weight exceeds the latter mentioned minimum, the
first-class rate named in the express tariff is applied from and
to the point to which baggage is going at actual weight. This
arrangement was necessary on account of the additional expense

Original paid L}\[’)(I'lax, bills ~hould accompany all c]anm for ovuclmrgL,

loss or damage.

FIG. 3
involved in the handling of baggage and the low passenger rates
in effect, which would not allow of a free checking system.

It is still an open question whetiier compartment cars could
not handle both baggage and passengers during certain light
hours of the day, thus giving baggage early preference and more
suitable care.

Under our present arrangement of checking baggage a pas-
senger can have his baggage checkzd from any point on our sys-
tem at which we have agents, which arrangement, if the passenger
is coming to Detroit, ancludes delivery to all hotels, steamboat
landings, railroad depots and rcsidences, is working out admirably
in connection with the Detroit Omnibus Line Company. It might
be adde that this compzny (D. O. I.. Company) has represen-
tatives to meet all trains and boats. so that the passenger coming
to Detroit can, by turning over his checks to one of these repre-
sentatives, be relicved of all responsibility in connection with his
baggage in case he desires to avail himself of the frequent electric
service.

There is a future in the parcel feature of the business, if prop-
erly conducted, which problem we have not yet been able to solve
to our satisfaction, owing in a-measure to the peculiar conditions
existing at this point. Under our present arrangement we are
accepting parcels weighing from 1 1b. to 50 Ibs. for a minimum
charge of 15 cents, going to points within a radius of 40 miles.
and a charge of 25 cents when going to points beyond 4o miles.
This charge, it must be understood. is for the clectric express
service only, with a slight additional charge for cartage in case
the consignee wishes package delivered.

O

Another Toledo Interurban Road

The Toledo & Indiana Railway Company, which was incorporated
in June, 1901, to build and operate an electric railway from Toledo
to Bryan, Ohio, a distance of 55 miles, has already made consider-
able progress in the construction work. The officers are: Charles
P. Griffin, president; George G. Metzger, vice-president and treas-
urer. and C. H. Masters, secretary. The road is being constructed
by the Toledo & Indiana Construction Company, whose officers are:
Charles P. Griffin, president; E. B. Smith, vice-president: C. T1.
Masters, secretary, and George B. Boone, treasurer.

At the present time 23 miles of grade has been completed. about
6 miles of poles erected. and by Dec. 1 if is expected to have the
23 miles from Toledo city limits to Delta, Ohio, completed and in
operation. TFor the present 2 temporary arrangement for power
will be made, as the power house las not been completed. The
roadbed is being constructed along the most approved steam rail-
road plans and in every way is first-class, the maximum grade
allowed being 1 per cent, and a 7o-1b. rail being used throughout.
All bridges are of steel with abutments of conerete, and all arches
arc of concrete.

Private right of way (wo rods wide is followed absolutcly, and
all construction is being done with the view of changing to a
double track in the future, and consequently the traclk now being
laid is at one side with the pole line located so as to he between
tracks when doubled.

The country passed through is very thickly scttled, and the towns
along the line are all first-class and flourishing.
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After leaving Holland, Ohio, the road parallels, with right of way
immediately adjoining, the air line division of the Lake Shore &
Michigan Southern Railroad, and so continues to parallel it the rc-
maining distance to Bryan, except where it has been found ad-
visable to leave this course a sufficient distance to pass through
the center of towns.

The civil engineering on this road is being done under the super-
vision of Riggs & Sherman, consulting engineers, and the clectrical
and mechanical engineering by Mark H. Griffin.

SR Y~ —
Metropolitan Street Railway Association

The sixth anniversary of the Metropolitan Street Railway Asso-
ciation was observed at the Metropolitan Opera House on Satur-
day cvening, Oct. 4. when the usual entertainment was provided
for the members of the organization and friends who are inter-
ested in the work of the association. The objects and methods
of this organization are already familiar to the readers of this
journal, and they will not be surprised, therefore, to learn of the
enthusiasm that was shown on this occasion, as well as the gen-
eral interest that was excited by this illustration of the harmon-
ious relations that exist between the Metropolitan Street Railway
Conipany and its employees, who comprise thé members of the
association.. On Saturday evcning the seating capacity of the
Metropolitan Opera House was tested long before the hour ap-
pointed for the beginning of the entertainment, and it was found
necessary to close the doors of the theater sometime before the
performance began, owing to the crush of those who desired ad-
mittance. There was a large number of iriends of the manage-
ment present on invitation, but the body of the house was occu-
picd by the members of the organization and their families, and
all thoroughly enjoyed the entertainment. Mr. Vreeland opened
the proccedings with a speech, in which he refcrred to the work of
the association and its influence upon the pleasant relations ex-
isting between the company and its employees. The lesson he
drew from this examplc is worthy of the closest study on the part
of workmen as well as large employers of labor. The key note to
the situation is unquestionably the fair and considerate treatment
of employees by the company, by which it is enabled to enlist
co-operation and enthusiastic support in the work in which they
are engaged. Mr. Vreeland’s remarks form an instructive contri-
bution on the labor question, and are particularly timely. He said
in part:

“In my management of the Metropolitan I have been backed
by authority greater than is given to any man in a similar position
in the United States, for I have the entire confidence of the com-
pany, and am allowed to manage its affairs as I see fit. This
fact has helped me greatly in my cherished ambition of forming
an organization such as we have among ourselves now. Twenty
years ago, when [ was doing the same sort of work you are at
to-day, I promised myself that some day I would do this thing
to better the conditions of those whose lines are cast in not alto-
gether pleasant places.

“You know that any one of you can see the head of this com-
pany when you have any complaint. It will always be the same.
And when you men say you want another head for the company,
on that day T shall be ready to resign.

“This institution which you have organized and supported with
your own money and by vour individual efforts has attracted
universal attention, and has taught an eloquent lesson. It origi-
nated with no other thought than the benefit of its individual
members, and its growth and vitality have shown what can be
done by a class of men who give exclusive attention to their own
affairs.

“Since the existence of this association questions have arisen
more than once involving the relations of capital and labor, and
they have been settled amicably and to the perfect satisfaction of
both parties to the issue, and without any of the wasteful expensé
that seems to be unavoidable with others.

“These frictions with us havc left no wounds behind them. In
fact, they have done more than anything else to foster and de-
velop a mutual confidence between management and men that is
as unique in its way as this organization itself. Tt has been proven
to the men employed on this property that ‘the open door’ of
the management was not a mere name, but an actual fact. That
we have been able, without wasteful loss, to adjust our differences
becomes very significant when one considers what the history of
the last twenty years shows, that contests between capital and
labor have cost the men the appalling sum of $257,863,487, and that
employers in the same time, as the result of strikes, lost $122,-
730,027

“It staggers imagination to consider what might have heen
wrought by the application of this princely sum, wasted so
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wantonly, if it had bcen applied to such ends as those to which we
apply our little mite.

“In my opinion this great waste is the result of the failure of
mutual knowledge between employers and their men. As this
necessary knowledge can only come from acquaintanceship, and
as associations like this promote and foster intercourse, it is to be
regrettcd that other workers do not view the situation as we do.
How can men, whether they are capitalists or laborers, expect to
understand each other if they are not acquainted? Without ac-
quaintanceship there must be as much ignorant suspicion on one
side as on the other. Nothing inspires more fear and distrust than
half understood and wholly unseen things.

“I am no prophet, nor have I at hand data to prove the as-
sertton, but it seems to me that if all these difficulties—and there
were 22,793 of them—had been lcit to the employers and em-
ployees, without outside interference, they would have been ad-
justed without this horrible waste, and would have tended to a
narrowing instead of a widening of the breach between the men
and their employers. .

“However, I am not here to point the way to others, but merely
to call your attention, and the attention of our visitors, to what we
have done as an organization in this particular community, and as
an educating influence to others clsewhere who are giving at-
tention to such problems as ours.

“It is now ten ycars since I first made your acquaintance. There
were not so many of us then, but we have incréased in numbers,
and our field of operation has widened very much in that time.
But, great as has been our labor, I have never lost sight of the
ambition I had when in the ranks, to do for my fellows, if God
helped me on, what I felt was for their advancement and comfort.

“Engrossed as I have been in the yearly growing responsi-
bilities of my office, T have kept steadily before me the idea that
T would, if life was spared to me, leave to those in whose company
T had labored some helpful institution, that others coming after
might foster and improve, and when, three months ago, the
pension system went into operation I felt a satisfaction than
which no greater can come to any man. Our little company was
then placed in a position beyond the hazard of any accident, and,
as in construction and operation, we have set the standard for the
rest of the world, so we have on the human side, without due
consideration of which no great corporation can be said to be
perfectly safe.

“I congratulate you on the fact that during all these years there
has been a steady growth of esprit de corps, and that your loyalty
and the even justice of the corporation that employs you have
been the subject of universal comment.

“All told, there are more than 17,000 of us in this community,
and as it is true that every one of us helps to support at least five
persons, it will be seen that in the lire of this greatest metropolis
on the Western hemisphere, we are no insignificant factor.”

At the conclusion of this speech, which was received with
enthusiasm by the men, an excellent programme was presented,
and was thoroughly enjoyed. The entertainment was the most
successful in the history of this organization.

— %
Reorganization of the Northern Ohio Traction
Company

Official announceiment is made of the reorganization plan of the
Northern Ohio Traction Company, reference to which has previ-
ously been made in these columns. The new company is to be
incorporated with $7,500,000 capital stock. and the same amount
in bonds. The present prefcrred stockholders will receive in ex-
change for their stock a 5 per cent thirty-year gold bond and 100
per cent of the new stock. Thc common stockholders will receive
one-half in 4 per cent thirty-year gold bonds and 200 per cent of
the same stock as is given to the preferred holders, there heing
but one kind of stock. The stock will be used as follows:

CK
To preferred stockholders 100 per cent ................ $1,000,000
To common stockholders 200 per cent ................ 5,000,000
Bonus on $500,000 bonds . ............. ..., 500,000
Balance in treasury ............... .. 000, ot o e oot 1,000,000
Total stock . ...ovrrt i o $7,500,000
v BONDS
To retire preferred stock 100 per cent ............... $1,000,000
To retire common stock 50 per cent ........... : oo 1,250,000
To be sold for improvements and extension - ....... +. 500,000
Held in escrow to retire bonds .......... PRI - < - 3,000,000
Held in treasury ..o . e S e L. 1,750,000

Total bonds ... o LR -7 A5 0G0
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A conservative estimate by a Cleveland broker places the value
of go per cent on the new 5 per cent bonds, and 75 per cent on the
4 per cent bonds, at which prices they would yield nearly 534 per
cent, -and considering that the present company earned net for the
year ending Aug. 31, 1902, $310,837; that the fixed charges would
only be increased $70,000; and that increased earnings would fol-
low the extensions and betterments, it is figured that the new com-
mon stock would be easily worth $25 or $30 per share. It is claimed
that the new stock will earn 1 per cent from the start, and it would
not be surprising to see it earn 3 per cent inside of five years.

These statements are interesting in view of the fact that in the
early part of this year, shortly after the Everctt-Moore embarrass-
ment, the common stock of the Northern Ohio Traction Company
dropped to 25, and the preferred to about 40. It is also interesting
to note that at the time the bankers’ committee sought to liquidate
the common stock at 35 there were no takers. 'T'oday Messrs.
Everett, Moore and their friends own over 15000 shares of tle
common stock, and something over 1000 shares of the preferred
stock which is being sold to-day on a falling market at 70 and 97
respectively.

or———
New York Central’s Plans

The proposed electrical equipment of the New York Central
trains entering New York and the changes necessary in the tunnel
for this improvement will be the subject of a public hearing at the
next meeting of the Murray Hill local board. The position of
the railroad management is set forth in a letter from President
Newman, in which he says:

“It has been the understanding with the Mayor that the city
will only co-operate with the railroad company in making the
necessary changes upon condition that the railroad company dis-
continue, as soon as practicable, the use of steam as a motive
power through the tunnel in Park Avenue. The use of steam as
a motive power cannot be actually discontinued until (1) legisla-

tive authority has been obtained, and (2) the necessary power -

house and equipment are constructed and acquired. Anticipating
that at the next session of the Legislature the necessary authority
to use electric power instead of steam may be given the company
has acquired control of substantially all the private property re-
quired to make enlargement of the yards and for the widening of
Park Avenue, and is ready to commence this work if the end
sought by the petition can be obtained and the necessary munici-
pal action taken. It is the present intention of the railroad com-
pany to discontinue the use of steam as a motive power for all of
its trains through the Park Avenue tunnel and to operate such
trains by electricity—probably as far as Croton on the Hudson
division, and White Plains on the Harlem division. The date
upon which operation by electricity can be commenced will be
determined (the necessary authority being obtained) upon the
time required for the construction and equipment of power houses.
With the same desire the company is ready, if it has the co-opera-
tion of the city, as prayed for in the petition, to enter into con-
tracts for the power houses required for operation by electricity
and take other steps for expediting the work as soon as the neces-
sary details can be perfectcd.”

—— s

The Hearing on the Use of Fenders, Jacks and Power
Brakes in Massachusetts

The Railroad Commissioners of Massachusetts gave a hearing
Sept. 29, in accordance with their announcement, on the three
resolves of the General Court, directing them to investigate and
report as to the advisability of passing laws to compel all street
railway companies operating in the State to equip their cars with
jack screws and power brakes, and to determine whether there are
more practicable types of fenders now in the market than those
in general use. The electric railway managers were largely repre-
sented at the hearing, but it was continued in each case, so far as
their side was concerned, until some date to be arranged later.

The jack proposition, which was introduced in the last Legisla-
ture by a New Bedford representative, was advocated by no one.
The power brake resolution was favored by two citizens, and
Chairman- Jackson, of the Railroad Board, improved the oppor-
tunity to remind the auditors that in its report on the accident
at Marlboro last summer the belief was declared that all double
truck cars running at high speed on single tracks should be
equipped with power brakes. Several parties exploiting fenders
were present to explain the good points of the various devices,
but no new voice was heard pleading for them on the part of the
public. However, Chairman Jackson announced that this was not
at all conclusive of a lack of popular demand, and stated that the
Railroad Commissioners desire to examine all new devices. The
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desire is to examine devices in operation if possible, but models
will receive attention. Records concerning the working of devices
in the hands of the companies would be helpful, Mr, Jackson said.

—_— e —

A Discussion on Electric Railways by a Waterworks
Association

At a meeting of the Central States Waterworks Association,
held at Indianapolis, Sept. 25, an address on electrolysis was deliv-
ered by L. C. Anderson, consulting electrical engineer, of Franklin,
Ohio. These remarks were followed by a discussion, in which vari-
ous members of the association participated. As thesc proceedings
give an idea of the way in which the representatives of the water
companies regard the subject, a report of the proceedings is given
below: ‘

Mr. Anderson: Electrolysis is the name given to that mechani-
cal process which cons:sts in the dissolution of a chemical
compound by the passage of an electric current through
such compound. As applied to water pipes, this takes place
during the passage of the electric current from the water
pipe inito the soil. The soil contains salts in solution. These
salts vary in their character, but they nearly always contain sodium
chloride from the street washings. A certain amount of refuse
is necessarily on thc stiect at all times, so that the sub-soil in
which the pipes are buried necessarily becomes highly saturated
with salts in solution. These salts are decomposed by the passage
of the current from the pipe into and through the soil, and the
acid constituent cf that process of decomposition attacks the
iron, or the lead or copper, as the case may be, in the pipe. The
metal paeses into solution, leaving in its place, in the case of cast-
iron pipe, a carbon in the form of graphite, which is not soluble in
the ordinary acids or salts. This process is continuing, and does
continue in proportion to the amount of current which leaves the
pipe, until the pipe is so injured that the pressure of the water in
the pipe causes it to burst. This current referred to as being on
the pipe comes from the operation of street railways. The rails
of the street railway in the single-trolley system are in direct
contact with the soil. As you all know, in operating the single-
trolley system, the current passes from the car into the rails, and
is supposed to pass along the rails back to the power house.
Part of it does sometimes. But, inasmuch as the rails are in
direct contact with the earth, part of the current which passes
into the rails must necessarily leave them and pass into the earth
and into any underground metallic structures that may be buried
in the earth. This current does no injury to the pipe where it
enters, but it does injure the pipe where it leaves the pipe and
passes into any other conductor. As the current passes along
the pipe it is found that a part of it passes around the joints of the
cast-iron mains, on account of the high resistance of the joints.
In measuring the resistance of the joints we find a great variation;
some joints have a comparatively low resistance, some very high.
I measured the resistance of one joint in a 6-in. pipe last week, and
found it had a resistance of 4¢,000 times that of 1 ft. of a 6-in.
cast-iron water main. On account of this high resistance, part of
the current passing along the pipe is shunted around the joint.
Wherever this occurs the pipe is injured so that you have two
kinds of damage; cne of them where the current leaves the piping
system to pass to the power house or to the return feeders from the
power house, and the other where the current passes around the
joints. Of course, the ctrrent passes over approximately all of
the pipes in the piping system, not only the pipes under the rails,
but frequently those which are far distant from the rails. With
the exception of the dead ends of the pipes, it is safe to say that
the current passes over all the pipes contained in the piping sys-
tem. This damage to the joirts of which I have spoken is not
confined at all to the positive area, or to the part of the system
where the current is leaving to return to the rails; it is found
throughout the whole pifing system, negative as well as positive
area. It is generally greatest at or near the point where the pipes
are changing froni negative to positive.

In examining pipe in the various cities we find that what I
have given as a theoretical expectation does actually take place.
I have myself examined pipes in a number of cities, and in every
place where the single-trolley system is used I found serious
damage to thc piping system. I am not a lawyer, and am not
going to say anything as to the legal aspect of the question par-
ticularly, but it occurs to me from my experience I may be able
to give you a little bit of advice regarding the proper methods
of procedure in this matter. In the first place, I would advise you
to not become in any manner a party to any agrecment with any
railway company which anticipates the use of the piping system
as a part of its electric return system. By that I mean I would
not become a party to any agreement which provides for the use



626

of a single-trolley system of any kind or nature. Wherever you
have the power to dictate or influence the provisions of any fran-
chise ordinance I would suggest and urge that provision be made
which will protect the water plant from any damage from the
opcration of the street railway. I would further urge that this
be not attempted in a manner to dictate the system to be em-
ployed or adopted by the railroad company, but that the require-
ments be made with a view alone to the results to bc accom-
plished. It frequently happens that a railway company is applying
for a franchisc or renewal of its franchise, and it scems to me that
that is the psychologicai movement for the water intercsts to
protect themselves against this damagec.

Mr. McK. Landon: You would not be a party to any agrec-
ment?

Mr. Anderson: I should be a party to no agreement providing
for the bonding of the joints, or bonding of pipcs, or insulation of
the joints of the pipes, but only to an agreement providing that
the railroad should be so operated that nonc of the clectric cur-
rent used in such operation of that road shall pass upon, to, over,
or from, the piping system: that is the only agrecement that [
would advisc you to become a party to.

Mr. Pater: Do you know of any other remedy than the em-
ployment of the double-tiolley system?

Mr. Anderson: There is no other remedy except a system
which provides for a return of the current to the power house by
way of insulated conductors.

Mr. Pater: Third rail?

Mr. Anderson: Not necessarily third rail; it might be a second-
wire overhead: it might be a second-wirc underground, but it
must be an insulated conductor. The only practical appliances
used at the present time, the only ones that I know of, are the
overhead double-trolley system and the underground conduit sys-
tem, which is being used in New York and in Washington; in
that system there are two conductors in the conduit, one acting
as the positive and the other as the negative conductor. The
current passes out from the power house through the positive
conductor through the car which it operates, and back to the
ncgative conductor, which is absolutely insulated from the rail,
and over and upon that negative conductor it returns to the power
housc. -

President Pater: Then you would suggest to this association,
as you said, that the diffcrent municipalities suggest no remedy
but malkc the street railway company furnish the remedy?

Mr. Anderson: My suggestion is just this: that this association
be very careful to not suggest any remedy which may make them
a party to any damage which might result from the use of that
remedy when the remedy may not be complete. My sugges-
tion is that, in order not to makc any unreasonable requirement,
that you only require results without specifying in what particu-
lar manner they 2re to be secured. Now, if you require, for in-
stance, an undergiound double-trolley system the railroad people
might very well argue that it is unreasonable for you to require
that, and they would so contend beforc a court. They would
argue that there are other methods by which the result desired
could be secured, and that you had arbitrarily set up one particu-
lar method for bringing about one result without giving them any
opportunity to adopt any other equally efficient method; conse-
quently, that your requirement was unreasonable. On the other
hand, if you require that that road shall be so maintaincd and
operated that none of the electric current used in the operation of
the road shall pass on, to, over, upon, or from your water pipes,
then the railroad company has it in its hands to bring about that
result in any possible manner, and it relieves you of the possible
claim on their part of being unrcasonable in your demand. You
bring about the same result, but in a morc reasonable manner.

President Pater: Would ycu not also suggest that all cities
where therc are street railway systcms, espccially the smaller
towns where there are interurban lines using very hcavy voltage,
make an examination from time to time of their water mains and
keep a record of the condition of samc?

Mr. Anderson: I think that a very advisable precaution.

President Pater: I nctice some courts have said you can only
go back to the time when you found the damage occurring, and
that you should have investigated the same and notified the street
railway companies of its existence. If you have a competent
engineer you can easily test the voltage on your water mains and
keep an itemized record of same.

Mr. Anderson: I heartily concur in the suggestion madc by
Mr. .Pater, and, in addition to having a record of the voltage
readings betwcen the pipes and rails, would suggcest that accurate
data of the condition of the pipes in different locations should be
preserved at the times of these readings; also that arrangements be
made to determine the amount of current passing over the piping
system. While it is very interesting and very important to know
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the difference in potential between the pipes and rails, this deter-
mination does not go far enough to prove beyond a reasonable
doubt that the damage is being done by the railroad company. It
is necessary to trace the currem back to them, and, in addition to
that, it would be of great value to give the condition of the pipes
at different times to show the depreciation extending over dif-
ferent periods.

Mr. McK. LLandon: The court at Dayton said that facts seem
to indicate at Dayton that the single-trolley system can be so
operated as not seriously to damage underground metallic struc-
tures, but from your remarks I infer it is not possible to operate a
single trolley so that there will not be serious damage. It may
extend over a long period of years, but the damage will go on, and
it is impossible in any system which returns the current by rail to
prevent a considerable part of that current cscaping to the under-
ground-piping system. 1 would ask if bonding of the rails would
prevent that?

Mr. Anderson: Even though the bonding is as perfect as
possible to malke it; further, even though the rails be made of solid
cepper themsclves; the damage to water pipes would continue.
It is absolutely impossiblc to operatec a single-trolley system with
the rails uninsulaied irom the earth, as they always are, without
seriously damaging the piping system. While it was held in the
Dayton case by the court that it was possible to opcrate a single-
trolley system in such a manner as not appreciably to damage the
piping system, I am willing to take issue with the court on that
part of his finding. .

AMr. Hulley, Marion, Ind.: Would not it be well, in making
this investigation, to notify the street railway company that dam-
age is being done, so that it cannot say hereafter that it was not
notified of any damage?

Mr. Anderson: I had that in mind as onc of my recommenda-
tions that the railway company should bc notified that it was
damaging the water pipes, and also to notify it to discontinue the
damage. The advantage of doing this is in order to prepare your-
seli in case action is brought in court for damages existing at thc
time the notification was madc. It would be very difficult to se-
cure damages from the railway company, under a number of
decisions that have been rendered, unless some objections had
becn entcred to the manner in which the railway company is
operating its system. The courts have in some cases held that
the franchise ordinance should be interpreted as meaning the man-
ner in which the ordinance was interpretcd at the time of the
construction of the road; that is, if the ordinance did not provide
for a single or double tiolley systcn specifically, that if the rail-
way company, under that ordinance, built a single-trolley system
and operatcd a csingle-trolley system, the municipal authorities
meanwhile standing by all the time and secing them build and
opcrate that system, witbout objection made on their part, then
the interpretation of that contract would be that up to the timc
the objection was entered, at lcast, that thc contract in the fran-
chise ordinance provided for a single-trolley system; this makes it
very nccessary that some notification be given the railway <com-
pany at the timc the damage is found to exist, and that should be
at as early a moment as possiblc after discovery of it.

Mr. C. Monjeaa: I should like to ask one question, which I
think is due right here: Mr. Anderson, would you not advise
without modification a resort to an injunction whenever any com-
pany or companies arc proposing the introduction of a single-
trolley system?

Mr. Anderson: Well, that is a legal question. Of course, I
am not—as [ said before—qualified as a lcgal expert, but from my
limited knowledge of the law I should think that that would be a
very advisable thing to do, indced.

President Pater: I would state hcre, in this connection, that
while the destruction of our water companies’ mains is a tre-
mendous loss in money to thc water companies, or to thc cities
operating them, thcre is another danger arising to life from
electrolysis with thesc large buildings going up all over the coun-
try. Somc office Luildings contain from 500 to 2000 persons, and
there is great danger that this electrolysis will affect these steel
structures in the course of time. Many of these structures run
their iron framework into the ground a considerable distance, and
the trolley cars are running around the corners of these large
sky-scrapers. Now, that might entail not only great ioss of prop-
erty and money value, but loss of life. I believe that we can get
those people intercsted in this matter. They are at present giving
no thought to it, and will not until there is an accident, and then
the country will wake vp! If we will enlist some of these in-
terests in this caase and call their attention to this great danger,
as I think Judge Carter called their attention to it, it may accom-
plish something. Judge Carter said that you must always bear
in mind the possible destruction of life that may occur if you
destroy the tenacity of these steel frameworks. I believe we ought
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to cnlist the co-operation of these interests in this subject, and
they will help us in fighting these people, who are simply de-
termined not to give us a proper remedy.

Mr. Boynton: It occurs to me, in addition to the very excellent
suggestion made in regard to the form of franchise or contract
requiring results without prescribing manner of securing those
results, that we should also include a elause that the railway com-
pany shall be responsible in damages for any injury resulting to
the waterworks system from the operation of their road; ¢embody
that right in the franchise itsell.

Mr. Anderson: One thought occurs to me with regard to Mr.
Boynton’s remarks, that any clause put in the ordinance or con-
tract providing that the railway company shall be responsible for
any damages which may arise from their manner of operating
the road scems to my mind to imply the ddea that they may
possibly so operate that road as to do damage. The thing that
you need is to have them build the road in such a manner that they
shall not do damage, and that you shall not in any manner or
form in your ordinance give any reason for any court to suppose
that it vios intended that they should do damage to the pipes, pro-
vided they paid for it. Any damages that you may recover from a
railway company is, of course, to your pecuniary advantage, but
the thing that is important to you is to preserve those pipes to the
purposes for which they were installed in the ground. The rail-
way company might agree to replace all the pipes that arc de-
stroyed by electrolysis, but what good will that do you if at the
time of o large fire a main bursts? Suppose the disaster means
that $1,000,000 worth of property is destroyed in the flames, what
clause like the oune suggested will cover the loss of that property
in this indirect manner? Surely, nove. It seems to me that the
wisest thing to do in drawing up such an ordinance is not in any
manner to suggest that any other system shall be adopted than
such a system as will entirely proteet you from this damage.

—_— e
Traffic on the Chicago Elevated Roads

Traffic on three of the Chicago elevated roads so far this year
in passengers carried is given in the following table:

METROPOLITAN ELEVATED

Month 1902 1001 Increase Per Cent
January ........ .. 08,029 89,609 8,339 9.3
February ........... 100,466 07,6059 2,807 2.8
March .............. 105,512 08,339 7:173 7.3
AT e T e 109,246 07,018 12,228 12.6
May ................ 105,799 2,579 13,227 14.2
Ty e R 101,743 86,170 15.504 18.0
7 & so o0 amanm sonas BRI 79,308 18,621 23.4
August ....... vee... 100,009 81,256 18,843 231
SeEpEemDEr s v osauss 100,751 88,226 21,525 24.6

NORTHWESTERN ELLEVATED

Month 1902 1901 Increase Per Cent
January ............ 2,010 52,022 0,088 10.5
February ........... 64.760 55,250 0,504 1.2
March ...l 65,362 57,103 8.169 14.3
April ..., 65,430 58,623 6,807 11.6
May .....cooooeo. 63,100 56,300 6,200 10.8
nels et e 60,813 53,587 ,226 13.4
July .o 506,110 148,550 7,551 15.5
August ... 57,911 49.770 6,141 16.3
September .......... 63,950 54,063 0.885 18.2

SOUTIL SIDE ELEVATED

Month 1902 1901 Increase Per Cent
January ............. 70.154 ZT,137 8,017 IT:2
February ........... 70,386 74.525 4.861 6.5
March .............. 80,313 76,269 4,044 5.3
DR st ST.000) 77.772 ,237 4.2
May .ooovvviiino. 76,063 74,205 1.858 2.5
JHEE 505 nnon dono o AR 69,645 6.804 9.7
July ........ S 0,767 63.703 7,004 10.9
ugust o Dt s 63334 61,143 7,191 117
September .......... 76,572 67.627 8.945 13.2

e

Apparatus for the New Lines of the Union Traction
Company of Indiana

Mention has already been made in thiese columns of the large
mileage of new interurban lines being constructed by the Union
Traction Company, of Indiana, in addition to the 100 miles of
interurban line already operated. The electrical apparatus to fur-
nish power for these new lines has recently been contracted for
with the Westinghouse Electric & Manufacturing Company. The
whole system will be operated from the present modern and
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cconomnical power house at Andersou. The transmission voltage
at which the present sub-statious are supplied is 14,000, The
power house will be increased in capacity by the addition of two
1000-kw generators and seven 500-kw step-up transformers. There
will be six new sub-stations in addition to the eight already
operated.  Each sub-station is to have two 250-kw rotary con-
verters and four 1735-kw step-down transformers, reducing from
30,000 volts to 375 volts. The order for new apparatus, therefore,
includes twelve rotary converters and twenty-four step-down
transformers. The Westinghouse Company will also supply all
the necessary switchboards in connection with this power dis-
tribution. In addition to the portable sub-station, which the
Union Traction Company of Indiana already owus, another has
been ordered, which will contain a 250-kw rotary converter and
three 87-kw transformers. These portable sub-stations are placed
in a box car and can be run into any sub-station on the system.

+Pe
The Hudson Valley Railway Strike

The strike of conductors and motormen on the Hudson Valley
Railway, which was declared on the morning of Saturday, Aug. 30,
has been resumed, although last week it was announced that it
had been closed, and that the men had acknowledged their defeat,
and applied for reinstatement. The causes which led up to the
trouble were explained in the STREET RAILWAY JOURNAL of Sept.
20.  When the strike was ordered it was announced that the
former employees had taken measures to prevent any deeds of
violence and intimidation, but as soon as the company attempted
to operate cars the usual methods were resorted to, and in several
cases very serious accidents were averted only by the extraor-
dinary precautions that were taken by the company. At several
points along the road cars were stoned and attempts made o
drive the motormen and conductors from their places, and it was
found necessary to call out the State militia, as well as to secure
the services of a large number of deputy sheriffs to protect the
company’s property. About two weeks ago the company suc-
ceeded in opening its lines and resuming service, although the
regular schedule was not followed for some time, but last weel
most of the old employees had applied for reinstatement, and the
leaders of the strike acknowledged their defcat. The company
selected from its former employees enough men to fill the un-
occupied positions on the road, the militia was withdrawn, and
arrangements made to operate on the old schedule. On Saturday
night and on Sunday, however, hostilities were renewed. At
Glens Falls a mob badly wrecked several cars, took some of the
motormen and conductors from them, stoned the cars, fired at the
military, overawed the police, and for a time was in control of the
town. The rioters started for a mass meeting the labor unions were
to hold. They were making a parade preliminary to the meeting,
and the rear end of the line broke off and followed a car. At a
switch they got the trolley off the wire, broke the rope, jeered at
the crew, threw stones, breaking the windows and forcibly
dragged the crew off the car. Other cars came along until there
were four on the switch. A motorman was hit on top of the head
with a brick and badly cut in the face. The police succeeded in
getting five of the crew on the four cars to headquarters, although
followed to the station by the mob, which endeavored to force an
entrance into headquarters through a rear window. They were
not driven away until fired upon by the police. In the meantime
the sheriff had called out Company K, National Guard, again. A
detail guarded the four stalled cars and another went to police
headquarters after the non-union men and escorted them to the
company’s offices. A mob of 2000 or more was hooting, jeering
and crowding upon them, and it was necessary in several instances
to club’ muskets to get through. The crews were put back on the
cars, and, .guarded by the soldiers, started for the station, 2 miles
south. They were thus escorted to the outskirts of the village,
where the soldiers boarded the cars. Almost immediately there
were several shots fired at the cars, which the guard answered with
a volley. A half mile farther the cars were stalled because poles
and wires had been cut down. The cars returned to the armory,
and later, repairs having been made, started for the station. On
the grade near Rogers Street men signalled to the first car to
stop, and when no attention was paid to the summons they cn-
deavored to stone it. The cars slowed down and the soldiers
arrested the men, not, however, until after the cars had crashed
together, being damaged considerably. It was then found that the
rails had been greased and an attempt made to pile the four cars
in a heap.

At South Glens Falls, Saratoga County, the wires have been cut
and a car stoned, the conductor being hit by a brick. The service
there was discontinued. FEverything is reported as quiet on ihe
other divisions of the road in Washington, Warren and Saratoga
counties. '
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On Sunday the militia was detailed to protect the power house
and other property of the Hudson Valley Electric Company in
Glens Falls. A squad also guarded a bridge at Sandy Hill, having
been sent there owing to a report that one of the canal bridges
there was to be blown up. Thirteen persons are being held for
inciting riot Saturday night. Mud is being thrown at cars and
passengers in Fort Edward.

Dick, Kerr & Co.’s Business

Dick, Kerr & Co., Ltd., of London, have made a very satisfac-
tory showing in their annual report for the year ended June 3o,
which was submitted to the shareholders on Sept. 29. The profits
earned during the twelve months' trading to June 30 amount to
£103,757 16s. 7d. Out of this had to be paid debenture and loan
interest and trustees’ fees, and there has been reserved the sum
required to provide for the premium payable on the redemption of
the present debenture stock. These absorb £6,683 10s. od.,
leaving a balance of £97,074 6s. 7d., to which must be added the
profits brought forward from last year, viz.: £27,793 9s. od.,
making a total of £124,867 15s. 7d. available for appropriation as
follows: (1) To pay a dividend of 5 per cent per annum on the
preference share capital (the proportion of this dividend to Dec.
31, 1901, has already been paid), £6,000. (2) To carry one-
fifth of the remaining profits to reserve fund, as required by
clause 24 of the trust deed securing the debentures, £18214
17s. 4d.; further sum to this reserve, £21,785 2s. 8d. Total,

£40,000. (3) To pay a dividend of 10 per cent and a bonus
of 20 per cent on the ordinary share capital of £ 160,000,
free of income tax, £48000. (4) To carry forward the

balance of £30,867 15s. 7d. Total, £124,867 15s. 7d. The dividend
on the preference shares were payable on Oct. 1, as usual, and
the dividends and bonus recommended on the ordinary shares will
be paid when approved. The directors consider the result
of the twelve months’ trading satisfactory, and state that the
prospects for the current year show every indication of good
results. Since the last report important contracts have been car-
ried out for the construction and equipment of several electric
tramways in Great Britain and abroad; and these works have
given satisfaction to the company’s clients. The resolutions for
acquiring the shares of the English Electric Manufacturing Com-
pany, Ltd., were duly passed, and the exchange of the shares will
be carried out. Steps will be taken to acquire the few outstand-
ing shares, and arrangements will be made with the debenture
holders of both companies at an early date.

P 7
Ballast Cat for Street and Interurban Railways

The old-fashioned ballast car is rapidly giving place, on both
steam and electric railway construction work, to more modern
types. One of these, which was designed especially for electric
railway work, is illustrated herewith. These cars are not only

BALLAST CAR FOR CONSTRUCTION WORK

in extensive use for distributing ballast, but are also very
economical for filling trestles or on other work requiring the load
to be dumped between the rails. The wheels are chilled hard for
long wear; bronze journal bearings are used and white oak timber

STREET RAILWAY JOURNAL.

[Vor. XX. No. 15.

is employed throughout. The doors are hung at the bottom of
the bed by angle iron hinges of strong construction and are held
in place by double test-proof cable chains. The load is discharged
by tripping a lever, not shown in the illustration, which releases
the doors. The latter are brought back to place by means of a
lever and a ratchet winding the chains around a roller.

Removal of American Correspondence School to Chicago

The American School of Correspondence, which was organized
several years ago at Boston, has removed its headquarters to
Chicago, and will be conducted hereafter in conjunction with
Armour Institute of that city. Dr. Gunsaulus, president of the
Armour Institute, has been made chairman of the advisory board
of the Correspondence School, and the work of instruction by
correspondence will be carried on under the regular faculty of the
Armour Institute. It is worthy of note that all work under the
correspondence system will be recognized in applications for
degrees from Armour Institute. The Correspondence School has
been particularly successful in its mechanical and engineering
departments, and it has already a large list of graduates occupying
responsible positions. Its present roll of students includes rep-
resentatives in many foreign countries, including New Zealand,
China, India, Russia and other remote quarters. The Correspond-
ence School has also recently issued a very handsome ‘‘Reference
Library of Modern Engineering Practice.”” These volumes are
prepared for the use of the more advanced students, and contain
carefully prepared articles on engineering topics by authorities in
their respective lines. Under the new arrangement with the
Armour Institute it is expected that the Correspondence School
will enjoy even greater success than it has already met, as its
facilities will be very much improved.

e

Rapid Transit at the World’s Fair

It will cost $750,000 to construct and equip the rapid transit
system upon the World's Fair grounds at St. LLouis. The length
of the road and its branches will be 8 miles, and it will enable the
visitors to see the vast exposition with as little fatigue as pos-
sible. The problem in planning the intramural road has been to
place it where it would not mar the beauty of the exposition.
Eminent engineers have been called into consultation and all
phases of the project have been studied thoroughly. It is believed
the plan presented by Charles V. Weston, of Chicago, comes
nearest to a perfect solution of the difficulty. Owing to the vary-
ing altitudes of the exposition grounds the road will be at times
an elevated line and in other parts built at grade or below the
surface. The trip on the intramural railway will undoubtedly
be one of the most delightful diversions for visitors to the ex-
position.

__—_—Q.’.’__—
Sale of Southern Property

Interests identified with the Railways & Light Company of
America, who are also the controlling owners in the North
Augusta Electric & Improvement Company, of Augusta, Ga., and
the Augusta-Aiken Electric Railway Company, have consum-
mated the purchase of a majority of the stock of the Augusta
Railway & Electric Company, of Augusta, which owns the entire
street railway and electric lighting properties of Augusta. Its
capital stock is $1,000,000, and it has $1,000,000 of bonds out-
standing. :

Meeting of the New York Railroad Club

The next meeting of the New York Railroad Club will be held
on Thursday, Oct. 16, at the rooms of the Metropolitan Street
Railway Association, No. 761 Seventh Avenue, corner Fiftieth
Street, New York City. The subject of the cvening, ‘‘Railway
Freight Claims,” will be presented in a paper by R. L. Calkins,
freight claim agent of the New York Central & Hudson Rivér
Railroad. A full discussion is expected, particularly on the line
of the relation efficient service by the mechanical and transporta-
tion departments bears to the number and importance of claims.
presented. The executive committee is experiencing considerable
difficulty in securing satisfactory permanent quarters for the club,
and in the emergency was glad to accept the invitation extended by
the Metropolitan Street Railway Association to use its quarters for
the coming meeting; at that meeting the special committee on new
quarters, consisting of the president and the secretary, will render
its report and a permanent location will then doubtless be decided
upon. The secretary of the club has removed his office to .418
Center Street, South Orange, N, J. i
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Topics of the Week

In a speech in Hamilton County the other day Mayor Johnson,
of Cleveland, said: “The Republicans at Akron had two big ele-
phants in their parade. Our side have only Mr. Bigelow and
myself to attract the people.”

A wealthy resident of St. Louis has made a six months’ con-
tract with a street car advertising firm for the display on the cars
of the St. Louis Transit Company of 200 cards on which are
printed six scriptural quotations, taken from as many books of the
Bible. The cards have appropriate headings, and since their ap-
pearance they have attracted unusual attention.

The Supreme Court of Washington has decided that a street
railway company is responsible for mistakes made by its conduct-
ors in the matter of issuing transfers to branch lines, and that a
person who may be ejected from a street car because he does not
possess a proper transfer is entitled to recover damages against
the company if the fault of the mistake lies with the conductor
who issued the transfer.

The Lord Mayor of Liverpool, England, visited Cleveland a
few days ago “to meet Mayor Tom L. Johnson and inspect his
low-fare tramways,” regarding which the Lord Mayor is said to
have heard very much. Mayor Johnson was away on his circus
campaign, and it took some tall explanations to convince the
worthy Briton that the 3-cent fare lines exist only in the minds
of the jovial Mayor and his followers.

According to last yeat’s census, Paris had 96,698 horses which
could be utilized in case of war, this having been the average
figure for many years; but this year the number has suddenly
fallen to 90,796. This considerable diminution is said to be due
to mechanical traction. The Paris Omnibus Company had last
year 16,579 horses in its service; now it employs nearly 2000 less.
In all the companies which compete with the tramways and the
Metropolitan Railway, the diminution of horses has been 2727.
The remaining 3175 horses which, since last years’s census, have
passed out of service have, therefore, it is said, been replaced by
automobiles.

The Wall Street Journal quotes a director of the New York,
New Haven & Hartford Railroad as saying: ‘“The operations of
the New York, New Haven & Hartford Railroad for the year
ended June 30 last were certainly very favorable and indeed grati-
fying to the directors. The annual report is certainly noteworthy
when consideration is taken of the fact that the system is net-
worked with electric car lines, more so than any railroad in the
country. As I stated some time ago, I still maintain that the
electric railway, as now operated, is a help rather than a detriment
to the steam roads. The electric railway is bringing people to the
centers of population, and encouraging travel by the general
public. It is possible that the through electric lines may hurt the

steam roads somewhat, but until these through electric lines have -

demonstrated their usefulness to the public, and their ability to
earn dividends, it is impossible to say just to what extent their
competition will affect the earnings of the steam roads.” There
are many persons who would like to have this director explain
why the company equipped some of its branch lines with elec-
tricity, why the company always opposes the construction of an
electric railway that enters its territory, and why that memorable
fight was made against the New York & Port Chester Railroad.
—— e —

Street Railway Patents

[This department is conducted by W. A. Rosenbaum, patenf
attorney, Room No. 1203-7 Nassau-Beekman Building, New York |

UNITED STATES PATENTS ISSUED SEPT. 23, 1902

700,484. Magnetic Wheel; J. O. Heinze, Jr., Revere, Mass.
App. filed Feb. 24, 1902. A number of electromagnets are formed
in the structure of the wheel and energized for the purpose of in-
creasing the traction of the wheel.

700,516. End Panel and Seat Post for Open Cars; J. Seeberger,
Watervliet, N. Y. App. filed April 24, 1902. An improved con-
struction for connecting the metal end panel with the base of the
post.

709,517. End Panel for Open Car Seats and the Seat Post with
which it Connects; J. Seeberger, Watervliet, N. Y. App. filed
April 24, 1902. Modification of the preceding patent.

700,564. Pivoted Rocker Bearing Center Plate for Railway
Cars; C. M. Thompson, Newark, Ohio. App. filed May 12, 1902.
A truck center plate secured to the bolster and provided with an
annular channel to réceive a number of radially disposed rockers
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and with a central opening to receive the pivot portion of the
body center plate.

709,500. Trolley Track Switch; P. F. Werner, Williamansett,
Mass. App. filed April 7, 1g02. Details.

700,675. Llectrically Operated Railway Switch; J. Loney, De-
troit, Mich. App. filed June 21, 19o2. The switch point is raised
and lowered by a cam surface on the rod which connects the cores
of two solenoids.

700.743. Track Brake; T. S. Butler, Vandergrift, Pa. App.
fited April 15, 1902. Two levers carrying roughened wheels are
pivoted in a position so that when moved by the brake chain the
wheels will be thrown against the rails.

700.755. Center Bearing for Railway Cars; F. Ditchfield,
Avalon, Pa. App. filed July 1, 1902. A center bearing plate having
a projecting member of any desired height and conformation and
a base shrunk thereon.

PATENT NO. 709,484

700,865. Railway Switck Operating Device; J. C. Booth, Mo-
nesson, Pa. App. filed May 14, 1902. A plow adapted to engage a
switch-throwing lever in the roadbed is thrown downward by
operating a push button which closes the circuit through a magnet
whose armature moves the plow. .

700.878. Manufacture of Rail-Bonds; F. H. Daniels and H. W.
Wyman, Worcester, Mass. App. filed Feb. 7, 1902. The end of
the bond is provided with a socket into which a hard metal plug
is driven to spread the bond in the orifice of the rail.

700.884. Car Brake; J. H. De May and F. Hoyland, Jr., Jack-
son, Mich. App. filed Jan. 29, 1902. A combination of worm and
spur gearing between the brake staff and the rigging.

700,023. Momentum Car Brake; T. E. McCollum, Toronto,
Can. App. filed Jan. 2, 1902. Wedging discs are forced between a
pair of discs loosely mounted on the axle, said pair of discs being
located between two other fixed discs with which they engage
to retard the car.

PATENT NO. 710,072
Railway Track Structure; E. B. Entwisle, Johnstown,

709,975.
Pa. App. filed Feb. 8, 1902.
at switches and crossings. .

709,081. Car Brake; G. M. Griggs, Scottdale, Pa.. App. filed
Sept. 3, 1901. - Details of construction of a track brake.

709,091. Car Fender; J. H. Lutter, Covington, Ky. App. filed
June 23, 1902. The fender consists of a buffer and a scoop;
when the former is hit it trips the latter, allowing it to fall and
pick up the obstacle.

710,072. Electric Railway System; W. B. Potter, Schenectady,
N. Y. App. filed Feb. 28, 1901. A conveyor for feeding out the
sand from the box is driven at will by an electric motor.

710,134. Sand Distributor for Railroads; W. H. Bell, Brooklyn,
N.. Y. App. filed May 7, 1902. The spout of the sand box is

A hard metal in-set plate to be used

_ automatically moved by the truck when the car passes around

a curve, to deliver the sand to the proper point at all times.
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PERSONAL MENTION

MR. H. F. PARSHALL, who has been visiting in this country
for several wecks, sailed last Tuesday for England.

MR. FREDERICK WILSON has resigned his position as
manager of the Brantford Street Railway Company, of Brantford,

Ont.

MR. A. B. DOLBY, who recently resigned his position with
Mr. Francis Granger, is now in charge of the street railway de-
partment of the General Supply Company, of New York.

MR. WILLIANM F. MULKEY, one of the owners of the
Toledo & Monroe Electric Railway, died at his home in Detroit
a few days ago. He was identified with a number of prominent
Detroit enterprises.

MR. ROBERT C. BROWN, formerly general manager of the
Sao PPaulo Tramway, Light & Power Company, Ltd., of Brazil,
has been appointed electrical expert of the Toronto Railway Com-

pany.

MR. J. B. ROHRER, chief engineer of the Honolulu Rapid
Transit & Land Company, Honolulu, H. I., has resigned his
position to return to the United States. Prior to his connection
with the Honolulu Rapid Transit & Land Company Mr. Rohrer
was for three years connected with the Chicago Drainage Canal.

MR. A. B. SANDERS, who has for several years been con-
nected with the engineering department of the American Telephone
& Telegraph Company at New York, has resigned to take a position
as sales engineer with the Electric Storage Battery Company, of
I’hiladelphia.

LIEUTENANT-COLONEL HORATIO A. YORKE, chief
inspecting officer of railroads for the Board of Trade, of London,
who has been commissioned to prepare a report on ihe workings
of American railroads, especially electric railways, is now in this
country. Mr, Yorke proposes to spend about a month here, and
will make a special study of the underground conduit system.

MR. THOMAS HAWKEN, who has been superintendent of
the Rockland, Thomaston & Camden Street Railway, of Rockland,
Me., for several years, has been appointed general manager of the
company. Mr. Valentine Chisholim, who has been chief clectrician
of the company, has been appointed superintendent to succeed
Mr. Hawken.

MR. LOUIS F. HYDE and MR. CHARLES S. BAXTER,
who have had charge of the legal and claims department of the
Joston Elevated Railway during the past five years, and who
acted in like capacity for the West End Street Railway, of
Boston, which was succeeded by the Boston Elevated, have re-
signed.

MR, ALEXANDER McKENZIE, formerly of the Toronto
Railway Company, has acepted the position of vice-president and
general manager for the Sao Paulo Tramway, Light & Dower
Company, Ltd., of Sao Paulo, Brazil, and is now on his way to
Sao Paulo to take up the work. The Sao Paulo Tramway, Light
& Power Company has just added a new turbine to its plant,
making four machines in all, as well as thirty new cars, and it is
extending its operations in every directions.

MR. E. W. GOSS has resigned as president of the
Middletown Street Railway Company of Middletown, Conn,,
and Mr. Oliver Gildersleeve, of Portland, has been elected

as his successor. Mr. Goss retired from the company in order to
devote his entire attention to the Milford, Holliston & Framingham
Street Railway Company, of which he is treasurer, purchasing
agent and superintendent.

MR. CHARLES S. KIMBALL, designer of structural steel
and track work for the Interurban Street Railway Company, of
New York, was married at St. Nicholas’ Episcopal Church, New
York, on Wednesday, Oct. 8, to Miss Margaret E. Ireland. Mr.
Farley G. Clark, electrical superintendent of the Ninety-Sixth
Street power station of the company, was best man. After a
short trip to Niagara and the Thousand Islands, Mr. and Mrs.
Kimball will reside temporarily with the parents of the bride.

MR. A. W. DETWILER has resigned as treasurer of the
Toledo & Indiana Railway Company and the Toledo & Indiana
Construction Company, of Toledo, Ohio, although he retains his
interests in both companies. Mr, G. G. Metzger has been elected
to succeed Mr. Detwiler as treasurer of the Toledo & Indiana
Railway Company, and Mr. George B. Boone has been elected to
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the position of treasurer of the Toledo & Indiana Construction
Company.

MR. W. B. YEREANCE has resigned his position with the
Brooklyn Ileights Railroad Company. Mr. Yereance has been
connected with the Brooklyn Rapid Transit Company for three
years, having been closely associated with Mr. W. W. Wheatly,
superintendent of surface lines. He is an engineer of large experi-
cnce, and was for many years mechanical assistant to the general
manager of the old Brooklyn L road. He left that position to accept
a more responsible one with the West Shore Railroad, and was
there at the same time as Mr. Wheatly. Mr. Yercance is well
known to all local steam and street railway men as sccretary of the
New York Railroad Club, a position which he has filled with most
satisfactory results,

MR. JOHN FRITZ, the distinguished ironmaster and in-
ventor, of Bethlehem, will be entertained at a dinner given in his
honor at the Waldorf-Astoria on Friday, Oct. 31, the occasion
being his eightieth birthday. This banquet will also signalize the
successful founding of the John Fritz Gold Medal, for achievement
in the industrial sciences. The medal will be awarded annually
by a committee of members of the American Society of Civil
Engineers, the American Society of Mechanical Engineers, the
American Institute of Mining Engineers and the American In-
stitute of Electrical Engineers. The committee representing the
several societies has already raised $6,000 in contributions from
500 of the leading members of the engineering profession in this
country and in Europe. The medal itself has been entrusted to
the American sculptor, Mr. Victor D. Brenner. It is understood
that this is the first time upon which the four great engincering
societies have got together for the accomplishment of any such
purpose, and there can be no doubt that the award of the medal
cach year will be considered a distinction of the highest honor.
No award of the medal is to be made unless the candidate’s name
has been under consideration by the board of award for at least
one year, and it is proposed that this board shall consist of six-
teen members, four from cach society, selected by the governing
council of cach, to hold office for one, two, three and four years.
In case of the non-participation in any year of one of the societies,
the award is to be made by the representatives of the remaining
societies.

MR. W. W. WHEATLY, superintendent of the surface division
of the Brooklyn Heights Railroad Company, resigned his position
with that company on Oct. 1, and will enjoy a couple of months'
vacation before engaging in active work again. Mr. Wheatly has
Lad valuable experience in practical railway work, supplementing
his training as a steam rail-
road man by several jyears’
service on the street railway
system of Brooklyn. His
railroad carecer began in 1875
as clerk and telegraph opera-
tor on the Paducah & Eliza-
bethtown Railroad in Ken-
tucky. He passed through
the several positions of ticket
and freight agent and de-
spatcher’s operator until he
became a train despatcher.
In that capacity he served the
Louisville & Nashville and
the Chicago & Northwestern
railroads up to 1884. When
the West Shore Railroad was
completed and opened to
Buffalo for business he be-
. came chief train despatcher
and afterward assistant superintendent of the Buffalo division, and
later car accountant of the entire road. In 1896, after C. L. Rossiter
became president of the Brooklyn Rapid Transit Company, Mr.
Wheatly accepted the position of superintendent of one of the
largest divisions of the system, and one year later was made assisi-
ant general superintendent of the system. Upon the retirement in
1899 of Mr. Ira McCormack, superintendent of all the surface lines,
Mr. Wheatly was promoted to his place. In 1895 Mr. Wheatly,
on account of his wide acquaintance with railroad men and railway
problems, was clected secretary of the New York Railroad Club, a
technical organization of steam and street railway men having over
1100 members. He remained secretary of the club until 19oo, when
he was elected first vice-president, a position he still holds. Mr.
Wheatly has said that inasmuch as he has not had a vacation in
six years, he proposes to enjoy himself and take a good rest for the
next few months,

W. W. WITEATLY
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FINANCIAL INTELLIGENCE

THE MARKETS

WaLL Srreet, Oct. 8, 1902.

The Money Market

Review of the money developments of the last fortnight can
hardly be as important as consideration of their cffects upon the
present position in the domestic markets.  An acute moncey
stringeney, threatening serious consequences to business and a
financial panie, induced the Scerctary of the Treasury to adopt
reltef measures more radical in character than any herctofore
ventured upon by his predecessors in oftice.  He ruled that
security against United States deposits in the national banks
should not be restricted any longer to government bouds, bnt
should inelude State and municipal bonds as well.  Thesce latter
bonds, however, could only be aceepted as a partial substitute for
the United States bonds now held against public deposits, and
could not be used to take out any new deposits; moreover, they
could only be accepted on condition that the government bonds
released by the substitution should be used imumediately as a bhasis
for additional note circulation. That this privilege will be utilized
by the banks to any considerable extent is doubted for three rca-
sons; first, because State and municipal bonds are hard to get
and their price is high; second, because there is no assurance of
an attractive profit in extra note circulation for more than a briel
interval, and third, because the statutory provision that banlk
notes can be retircd no faster than $3,000,000 a month would
pretty surely compel the banks, if they issued any large quantity
of new notes, to keep them out for a considerable period during
which there was little or no profit in the issue. The order of the
Treasury dispensing with the 25 per cent reserve hitherto re-
quired against government deposits, is of much more practical
importance. It places at the disposal of the banks a cash sum of
between $20,000,000 and $30,000,000, against which four times that
amount of eredits can be issued in case of need. It is clear, how-
ever, from the action of the New York Clearing House Asso-
ctation that these additional authorized ecredits are to be held as
an emergency reserve, only to be availed of in case the business
needs of the country were to become really acute. For the pres-
ent the New York banks are not counting, as they might, the
$10,000,000 or so thus released locally, as part of their surplus
reserve, but have announced to their customers that the $1,800,000
surplus reported last Saturday above the legal minimum, is all
that there will be available. Inasmuch as sterling exchange is
more than a cent in the pound above the gold import level, the
Treasury receipts are still in excess of disbursements, and cur-
rency is still going out to the interior, there has been no recourse
but to cause wholesale liquidation among Stock Exchange specu-
lators to the end that deposit liabilities may be reduced and sur-
plus reserves indirectly strengthened. A stiff money rate is the
natural accompaniment of this situation. Call money, which
brokc from an extreme 35 per cent to an avérage 8 per cent at the
time of the Treasury's offer, advanced again on Monday to 12 per
cent. Time loans are only obtainable at 6 per cent, with a small
commission added on.

The Stock llarket

The necessity for compelling extensive Stock Exchange liquida-
tion in order to strengthen the resources of the local banks has
becen and still is the preponderant influence in the security market.
On the part both of buyers and sellers there has been tacit agree-
ment that until this liquidation has been carried far enough to
afford substantial relief, the ordinary influences in the financial
situation must be disregarded and market quotations lose account
of real values. Consequently the decline in prices, rapid, and at
times violent, as it has been during the last fortnight, has gone on
without any attempts to check it. Tt stands to reason, of course,
that the securities which, under pressure, have been thrown over
hastily by speculators, have gone into stronger hands, but nobody
can ever tell when this transfer will have gone far enough to
salisfy the demands of the money conditions and place the market
on a thoroughly solid footing. All that can be said at all definitely
is that, barring the coal strike, nothinz unfavorable has developed
in the situation at large, from the time a month or six weeks ago
when everything was confidence in Wall Street. The real test
of the strike is about to be made nov- that the Governor of Penn-
sylvania has issued the call for the whole of the State militia. Tt
must soon be discovered whether or not the mine owners are right
in their contention that plenty of coal can be mined if all the men
who want to return to work are assured of protection. The
market awaits the conclusion of this uncertainty with much

anxiely, realizing that should this strongest hope of an carly re-
stwmption of mining be disappointed, a scrious coal famine, with
all its grave possibilitics, will be inevitable. Should the operators’
claims be justified, however, the financial outlook will be clear
again, awaiting only the cnding of the temporary moncy market
difficulties to find expression in the security dealings.

The local traction stocks during the fortnight have moved so
nearly in the path of the general market that there is little nced for
any special comment.  Manhattan showed relatively more
strength than the others. It has been bid up from time to time
by a pool which was formed in the expectation that with the in-
stallation of the electrie service on the West Side lines, earnings
of the property will at once begin to show large gains. This
pool, however, has not tried {o hold up the stock in face of the
general market weakness.  Liquidation has gone on uninter-
ruptedly in Brooklyn Rapid Transit and Metropolitan, friends of
the propertics showing no inclination whatever to extend support,

Philadelphia

The local traction stocks have responded only partially to the
depressed spirit of the general speculation.  Doubtless, because
comparatively little of the stock has been distributed in the hands
of the public, the pool in Philadelphia Rapid Transit has been
successful in sustaining and even advancing the price. The quo-
tation touched the highest record, 18V4, last Thursday, afterwards
losing only 174 points to 17. Union Traction, moving sympa-
thetically, went as high as 487, and held all but a fraction of its
gain.  American Railways has also been conspicuously strong,
establishing a new record price at 54, and later losing only a point.
Talk of an inereased dividend the coming winter accounts for
most of the buying. Philadelphia Traction is steady, with the
usual investment purchases in evidence, around 98. This is equal
to par with the recently declared semi-annual dividend taken into
account. The “deal,” whatever it may have been, in Fairmount
Park Transportation is off for the present, and the stock has
yielded to 2824, against 34, the high price a month ago. Other
sales include Consolidated of New Jersey at 69%5, Easton Electric
at 20, and Railways General at 434 up to 5. Bond sales include
American Railway 5s at 100, Electric-People’s Traction 4s around
03 and 98Y;, People’s Passenger 4s at 105, Union Traction of
Indiana 5s at 100 to 101, Indianapolis Railway 4s at 8774, Newark
Passenger 5s at 117, United Railways 4s at 87 and 88, and Atlantic
City Railroad 5s at 112,

Chicago

Chicago {raction stocks have moved, on the whole, pretty in-
dependently of general market conditions. People close to the
inside say that Metropolitan traffic this month will approximate
109,000 passengers daily. For the fiscal year ending in February
the daily average should be 118,000. This would make earnings
of the company enough to pay all dividend on preferred shares
and leave a balance of 1 per cent for the common. Doubtless it
is this situation which has been chiefly reflected in the firmness
of the Metropolitan stocks, the common selling freely between 41
and 41%, which is a somewhat higher range than it has held for
some time past. Northwestern has also been fairly steady, be-
tween 367 and 30, but Lake Street Elevated is off to 10, and
South Side to 170. Surface line stocks have been extremely dull,
a few sales only being noted in City Railway at 21674, and in
Union Traction at 17%% and 17. September earnings on both these
properties are expected to-show inferior results as compared with
former months.

Other Traction Securities

Boston dealings have not reflected very greatly the general
tendency toward liquidation. Boston Elevated is off on light trad-
ing from 150 to 155, with sales of the subscription rights at 75
cents.  Massachusetts Electric common after reaching 30Y reacted
later at 344, the preferred going down to 96. West End com-
mon, on small offerings, yielded to 93. Baltimore has felt the force
of the general depression more keenly. United Railways sccurities
liave all sold down to the lowest figures recorded in some time, the
common as low as 134, the income bonds at 6634, and the general
4s at 9472, On the other hand, Nashville securities were better sup-
ported, the shares selling up to 67§, and the 5 per cent certificates
from 75 to 7894, receding later to 7534. Other transactions include
Newport News and Old Point Comfort 3s at 10934, City and Subur-
ban (Baltimore) 5s at 115, Anacostia and Potomac 5s at 100, and
Atlanta Street Railway §s at 1064 down to 105%%. The announce-
ment of the consolidation of New Jersey traction properties came as
expected. It did not have much effect on North Jersey stock, the
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previous price of 34 being about what the issue is to be taken over
at in the consolidation. Camden and Trenton, on the idea that it
may form a connecting link, has been dealt in rather actively on
the New York curb between 4% and 434. Other New York sales
comprise American Light and Traction at 41 up to 4274, the pre-
ferred at 9274, Brooklyn City at 24814, New Orleans common at
16 up to 163%, the preferred at 3414, Washington Railway and
Electric preferred at 52, San Francisco common between 21%% and
2254, the preferred between 60 and 6234 and the 4 per cent bonds
at 9I.

As a result of the tight money market in the East, there was a
natural reaction in the trolley stocks on the Cleveland exchange.
However, the general tone is good and prices have been well main-
tained. This is regarded as an indication of the strength of these
securities, as under present conditions a heavy line of liquidation
and consequent declining prices would have occasioned little sur-
prise. Sales of traction stocks numbered only 2955, as against
10,080 for the week before. Lake Shore common was the most ac-
tive, goo shares selling at about 19. During the previous week this
sold as high as 2274, The preferred sold at 57 and 58 on sale of 210
shares, the high mark of the previous week being 61. Western Ohio
receipts held at 32 during the week. During the previous upward
movement they sold as high as 35. Sales were 450 shares. North-
ern Ohio common and preferred showed little decline in view of
the announcement of the reorganization plan outlined in another
column. Four hundred and eighty-three shares of the preferred
sold at around ¢8, and 332 shares of common at between 68 and 7o.
Cincinnati, Dayton & Toledo was quiet, 300 shares going at 40 and
41.  On the Cincinnati exchange it was in greater demand and
stronger. Aurora, Elgin & Chicago sold at 41 for 20 shares. The
range of the previous week was from 38 to 44. Elgin, Aurora &
Southern sold for 60 on 100 shares. During the week before it
sold as high as 63 and declined to 5637. Miami & Erie Canal
Transportation Company sold at 29 and dropped to 25 for a small
lot. At closing 29 was asked with no bids. Monday the entire
list was weaker with sales limited to 200 Western Ohio receipts
at 30Y% and 30; 110 Lake Shore Electric at 19 and 187%, and 3
Northern Ohio common at 67.

Security Quotations

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

Closing Bid

Sept. 23 Oct. 7
Affierican Raflwags COMDany! s s nemins s e 8 55 sne s § sisie § § Laislsin § 5415, 521%
Avrord, Elgin & CHICAEG: s« wmnns 5 sases s smves & Sawn s 5 s © saviias 2 33
Boston Elevated .« vasees s voms « smenis 5 sams & caves = saes & i 8 8 saeen § 5 15%
Brooklyn R. T. i:.camess 611%
CHicans CitY e moms s o aopmms Some  § 0905 5 G405 T 5 ROFE © GRUSE § S0 § 21t
Chicago Union Tr. (common) ............. 17
Chicago Union Tr. (preferred) 50
Cleveland: Electrie wuws s somes - vssews 3 s s posses s o 58
Golumbus! {COIMIION)| 55« v = 5 steruan srazstassrdls srotors s saversty atszstera o prated s 3 56 60
Columbus (preferred) e - . s s s « swmmee 5 v 5 § G50in 8 § SoEEEE S 108
Consolidated Traction of N. J. cevevvneinnen 69Y%
Consolidated Traction of N. J. 5s ......... 11034
Debroits TInited i o o s gripons s st 5 8434
Electric People’s Traction (Philadelphia) 4s ..ovvvviininiinennn, 985 9814
Elgin, -Aurora & SOUHNERTn « . cusn s oo ss wers oo x o /o resesns 215 54
Indianapolis Street Railway 4s ........... 87
Lake Shore Electric 163
Lake Street Elevated . 10
Manhattan Railway 1323
Massachusetts Elec. Cos. (common) 34l
Massachusetts Elec. Cos. (preferred) 955,
Metropolitan Elevated, Chicago (common) ........c.coceeeuennnn 41 40V
Metropolitan Elevated, Chicago ........cc.... 8815
Metropolitan Street ... 136%
New Orleans Railways (common) 16
New Orleans Railways (preferred) 54

Morthl AMETICHT. 255 a0 5 2 s smmns © fomes & SE0esn & Sa0 % oaens s Selems 5 122

Northern Ohio Traction (common) 66
Northern Ohia Traction (prcferred) 9634
North JErsey sz sanss s auwnn s sess sepens s 34¢ 3384
Northwestern Elevated, Chicago (common) .......ccceeevinnes 3 36
Philadelphia Rapid THansit ... .uees swsios gorivn o o s o v amoreiars « ssotaieis 15% 17%
Philadelphia Traction ....... Mcaess vs s 98y, 98
St. Louis Transit Co. (common) ........ 29 2915
South Side Elevated (Chicago) ..... g wror AL 110
Syracuse Rapid Transits .o vucas aueieie s et sl oD 000 OGORRD 28V 3
Syracuse Rapid Transit (preferred) . i sems s ol st o asinie A 76
Third AVENe: wimiw: seimis sisretais ool steinis s e -
Toledo Railway & Light ....... 45000000 a35%
Twin City Minneapolis (common) ...... 11615
United Railways, St. Louis (preferred) .....c..eevvvunvnnens s — —
United Railways, St. Louis, 45 ..ecviieireerseeneeeanses ers 4 e .. 86% -—
Union Traction (Philadelphia) .u:civvevsosinsssasnes sasentes o anee A7Y5 47%
Western, Ohio: RAIIWaY «s: v oo samioes = somon « sismse s siamion eioies 30 28

(a) Asked.
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Iron and Steel

Importation of foreign iron and steel continues in increasing
quantity all along the line. Not only in foundry iron but in Bes-
semer also, the imports are heavy, while orders are constantly
being filled abroad for steel billets, rails and structural shapes.
The "Iron Age” thinks these importations would have had to be
made in any event, even had the coal strike not cut down domestic
iron production. It is, however, a fact that the shortage of coke
and coal is becoming more and more embarrassing, and that if
it continues much longer will seriously check consumption of the
baser products. Quotations are unchanged, on the basis of $21.50
to $21.75 for Bessemer pig, $31.50 for steel billets and $28.00 for
rails.

Metals

Quotations for the leading metals are as follows:
cents, tin 2474 cents; lead 44 cents, spelter 574 cents.

— e

COLORADO SPRINGS, COL.—The Colorado Springs & Interurban Rail-
way Company has filed for record a mortgage for $1,500,000, given in favor of
the Central Trust Company, of New York, to secure an issue of $1,000 5 per
cent thirty-year first mortgage bonds.

LA SALLE, ILL.—The 1llinois Valley Traction Company has filed for
record a mortgage for $600,000, given in favor of the Portland Trust Company,

of Maine. The mortgage secures an issue of first mortgage 5 per cent gold
bonds.

ROCKFORD, ILL.—The consolidation of the Rockford & Belvidere Rail-
way, the Rockford Railway, Light & Power Company and the Rockford &
Freeport Electric Railway as the Rceckford & Interurban Railway Company
has been perfected. The Rockford & Interurban Railway Company is capi-
talized at $1,000,000.

CHICAGO, ILL.--A special meeting of the stockholders in the Metro-
politan West Side Elevated Railway Company has been called for Nov. 5, at
which time the question of enlarging the objects of the corporation, enabling
it to build a terminal spur and depot between Jackson and Van Buren
Strects, between Market Street and Fifth Avenue, will be voted upon.

WATERLOO, IA.—The outstanding bonds of the Waterloo & Cedar Falls
Rapid Transit Company have been called for payment at 103, interest to cease
Dec. 1. A new issue of $600,000 5 per cent gold bonds dated Oct, 1, has been
made and is taken by the First National Bank, of Chicago. Of the amount,
$460,000 were subscribed by holders of the old bonds, the remaining $140,000
being offered for public subscription at par.

SIOUX CITY, IA.—The property of the Sioux City Traction Company,
including franchises, rolling stock, tracks and power plants and car houses,
has been transferred to the ncw owners, Swift & Company and Armour &
Company. Mention of the sale was made in these columns a few weeks ago.
The street railway system will be used in connection with the packing
houses, and there is also a move on foot to purchase the stock yards and
unite all these interests under one management. The street railway system
consists of 50 miles of lines which comprise all the lines which were originally
owned by the Sioux City Traction Company, Sioux City & Leeds Electric
Railway Company, Central Traction Company, Sioux City Rapid Transit
Company and South Sioux City Traction Company. The present capital stock
of $1,200,000 will probably be increased in the near futurc. The new owners
of the property have not yet elected a n=w board of directors and a new set
of officers.

ATLANTA, GA.—A quarterly dividend of 114 per cent has been declared on
the preferred stock of the Georgia Railway & Electric Company, payable
Oct. 15.

MACON, GA.—The Macon Consolidated Street Railway Company and the
Macon Electric Light & Railway Company have accepted the ordinance
which provides for the consolidation of the companies as the Macon Con-
solidated Street Railway Company.

BALTIMORE, MD.—The United Railways & Electric Company announces
that it has created an issuc of $600,000 car trust bonds payable in annual in-
stalments during a period of ten years. These bonds bear interest at the rate
of 5 per cent per annum, and were sold to the Mercantile Trust Company, of
Baltimore, upon terms not made public. ’

WORCESTER, MASS.—The Railroad Commissioners have approved an
issue of $500,000 twenty-year 4% per cent bonds by the Worcester & South-
bridge Strect Railway Company for funding floating indebtedness incurred in
constructing and equipping the road.

WORCESTER, MASS.—The lease of the \Wcbster & Dudley Street Railway
Company to thc Worcester & Connecticut Eastern Street Railway has been
approved by the Railroad Commissioners, the terms having bcen amended to
meet the decision of the Commissioncrs as to length of term, payment of
taxes and maintenance and opcration.

STOUGHTON, MASS.—The Stoughton & Randolph Street Railway hear-
ing in the equity session of the United States Circuit Court has again been
postponed to Oct. 22,

PITTSFIELD, MASS.—The Railroad Commissioners gave a hearing on
Oct. 2 on the petition of the Berkshire Street Railway Company for authority
to issue $250,000 additional stock for the purpose of paying construction ex-
penses and buying the pleasure park near Pittsfield which it now leases.
The company has $550,000 stock and $550,000 bonds already issued, and it was
shown that in addition to the amount covered by the outstanding stock and
bonds there is $459,000 in the company’s possession, much more than enough
to cover the issue desired, There was no opposition to the-petition.

Copper 1154
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WORCESTER, MASS.—The dircctors of the Worcester Consolidated Street
Railway Company have declared a dividend of 3 per cent on the $3,550,000 of
stock alrcady issued. A dividend of 2 per cent was declared in July, making
the total so far this year of § per cent.

BOSTON, MASS.—The Railroad Commissioners have approved the Old
Colony Strect Railway Comnpany’s pctition for permission to issue 9487 shares
of stock, aggregating at par value $948,700, as authorized by the stockholders.
The new stock is to be issued to rcfund floating debt and provide for the
extension and improvements of the company’s property.

BOSTON, MASS.—The Railroad Commissioners havc approved an issuc
by the Boston & Northern Street Railway Company of 17,973 shares oi
capital stock, aggregating at par value $1,797,300. Of the new stock to be
issucd $951,300 are to be applicd only to the payment of floating indebtedncss
and the remainder is to be applied in paying for improvements now being
made.

BUSTUN: MASS.—Thc West End Street Railway Company has awarded
R. L. Day and Estabrook & Company thc $3,559,000 4 per cent thirty-year
bonds recently authorized by the Railroad Commissioners.

BOSTON, MASS.—The terms of the lease of the Norfolk Suburban lines to
the Boston Elevated Railway have becn practically decided upon by the offi-
cials of the companies. If the directors are agreed as to the terms thcy must
then be laid before the stockholders at special meetings, and then go to the
Railroad Commissioners for their approval. In a gencral way the lcase is
drawn along the same lines as the lease of the West End Road to the Boston
Elevated Railway. It is likely to be a matter of one or two months before
the lease becomes operative.

DETROIT, MICH.—Russell Whitcome & Company, of New York and
Baltimore, arc offering for subscription at par and interest $200,000 of thc
Detroit, Ypsilanti, Ann Arbor & Jackson Railway Company’s first consolidatcd
5 per cent twenty-five-year gold bonds, dated Feb. 1, 1901, and due Feb. 1,
1926, intercst payable February and August at the office of the Detroit Trust
Company, trustee.

ST. LOUIS, MO.—~The United Rallways Company paid its quarterly divi-
dend on Oct. 1 of 134 per cent.

WEBB CITY, MO.—Stone & Webster, of Boston, are reported to havc
secured an option on the property of the Southwcst Missouri Electric Rail-
way Company, which is controlled by Harrisburg (Pa.) interests. It is said
that 8000 shares of stock are held at option at prices ranging between $84 and
%90 per share. The system includes 41 miles of line, connccting Carthage,
Joplin, Webb City, Center and Carterville, Mo., and Galena and Empire, Kan.,
and 60,000 persons are served by the company’s lines.

ST. LOUIS, MO.—The stockholders of the St. Louis & Meramec River
Railroad Company and the St. Louis & Suburban Railroad Company held an
important meeting Sept. 24 at De Hodiamont as the final out-
come of the recent reorganization of the St. Louis & Suburban Railway.
The stockholders of the St. Louis & Meramec River have ratified the
proposition to increase the capital stock from its present amount, $2,000,000,
to $3,000,000, and to increase the bonded indebtedness by the issuance of
$3,000,000 worth of bonds. Of ithose bonds $1.000,000 are to be reserved for the
purpose of retiring bonds of the company to that amount outstanding. The
plan to increase the capital of the St. Louis & Suburban Railway Company
from $3,000,0€0 to $7,500,000 and to increase its bonded indebtedness $7,500,000
was affirmed by the stockholders of that company. Of this 37,500,000 issue of
bonds $2,300,000 are to be reserved for retiring the present outstanding bonds.
The stockholders authorized the directors of the companies to secure the
payment of the new bonds by placing a mortgage or deed of trust upon the
property and franchise of the company. The plans for extensive improve-
ments throughout the St. Louis & Svburbin system were also ratified.

ROCHESTER, N. Y.—The stockholders of the Rochester & Sodus Bay
Railroad Company have authorized the lease of the property to the Rochester
Railway Company.

BUFFALO, N. Y.—In the Srrerr Rairway JournarL of Sept. 27, 1902,
under the caption ‘‘Buffalo, N. Y.,”” was printed the statement that the
Central Crosstown Railroad Company had issued a mortgage for $3,000,000.
This statement should have appeared under the caption “New York, N, Y.”

SYRACUSE, N. Y.—An agreement of consolidation of the Auburn City
Railroad Company with the Auburn Interurban Electric Railroad Company,
forming the Auburn & Syracuse Electric Railrcad Company, has been filed
with the Secretary of Statc. The company has a capital of $1,300,000. The
directors are: Ilendrick S. Holden, William Nottingham, Lyman C. Smith,
Albert K. Hiscock, Clifford D. Becbe, Frank C. Soule, Willis A. Holden and
Ilorace H. Pierson, of Syracusc, and George B. Longstreet, of Auburn.

NEW YORK, N. Y.—Although E. F. C. Young, president of the North
Jersey Street Railway Company, emphatically denies that a consolidation
of the North Jersey Street Railway Company, Jcrsey City, Hoboken &
Paterson Street Railway Company, Orange & Passaic Valley Traction Com-
pany and FElizabeth, Plainfield & Central Jersey Traction Company is pro-
roscd, the rumor will not down.

BROOKLYN, N. Y.—The Brooklyn Rapid Transit Company 1'f;p()rt5 earn-

ings as follows: 5
August 1902 1901
G i OE ST C C R DS IRl- ielais = siriei- = riofstase shshnteiale) vletasose of siorfote leieofois] iete $1,226.954 $1,132,385
Operating expenses 632,087 684,021
Net carnings .oeeecceoes i s s G s e Geesesaans $591,867 $448,363
-Two months ending August
G ORSErec eIPISIED e o sniics s sivisr o sletmiors arsoss 945 alsl s & 4i6ca $2,463,355 $2,330,942
DTN E e XDEIISES & & vavoie il s cuin s § sy Sosis 3 pioloios & 5o 1,274,192 1,367,634
Net earnings from operation ......... L o v g g $1,189,163 $963,307

Includes leased railroad of New York & Brooklyn Bridge, 2.6 miles, and
trackage rights over Coney Island & Brooklyn Railroad, 2.4 miles.
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NEW Y-ORK, N. Y.—Application has been made to the Stock Exchange to
list $15,000,000 preferred and $10,000,000 common stock of the United Railways
Company, of San Francisco.

NEW YORK, N. Y.—The statement of the Interurban Strecet Railway Com-
pany, covcring the old Metropolitan system, from April 1, 1902, to June 30,
1902, and the Interurban Strcet Railway Company, from Dee. 9, 1901, to
June 30, 1902, compares as follows:

1992 1901
GrOSS TECEIPES . euuuenneneneunsuenemaennennneesonnesnnnensnn $2,259,176 $2,206,459
OPCTatiNg CXPECIISCS «veneretnmnenneeneenaeneaeeentoneneeans 1,416,429 1,095,538
Earnings from operation ........ceeviiieiiiiiieineaennin. $842,747 $1,110,951
Receipts from other SOUTCES ... cuviiuininrienrnrneenneens 692,026 449,235
Gross incomc .. 5 s 5 e voe 1504 77" $1,560,186
Fixed Chutpies meueens el s 3 Raesn (e § B © G § g 1,758, 30 1,763,206
Dicliciency for Mear St v s s s s oo s geiveis & siapoion $223,536 $203,110
Lotal deficit Tune Sl oiem.  comos viemls suivs vistviie s snopwmes 874,390 650,854

ZANESVILLE, OlITO.—It is reported that the property of the Zancsville
Electric Railway has becn sold to the Appleyard Syndicate, which is cxtend-
ing its lines from Newark to Zanesville. Officials of the Zancsville Company
deny that the road has been sold.

TOLEDO, OMIO.—The negotiations with the Detroit United Railway relu-
tive to the salc of the Toledo & Monroe Railway have been declared off, and
the Toledo & Monroe Company will procced at once with the work of cxtend-
ing the line to Detroit.

CINCINNATI, OHIO.—the Cincinnati, Ncwport & Covington Light &
Traction Company reports carnings as follows:

August 1902 1901
(TR0 GEEEN IS entahcnTinneraanoEn i GraD o Brd Ao T h oot CaUas $96,118 $74,525
OPErating CXPEIISES .uuunneerennaetiunreeasenuneeensneeens 53,29 45,741
Earnings {rom Operation ......eeeeeeeeeeeeeeeeeeeesnennss $42,823 $28,784
Fixed Charges .ocevereceeeecenecseoroneesosososensasssnsas 22,228 15,807
NEt CGIENHITE 55 . cawns § 508 5 SH0RS Saes S Sahe £ 2058 55003 § St $20,585 $12,977

To date
Gross TECLIDES o yeimss S0aw § seme & Gass SvH & wwiss s s $707,432 $535,783
OPerating CRPENSES ;asmen 5 voes 3 Ssoss ¢ s 5 Sowm Fomes 3 908 396,430 321,614
Earnings: Iront Operation] ssmis s oaverss s pesisn b s s s $311,002 $208,169
Btscedl ChaT@eSt crswris osrerses o sosroressrs srossiors o s 175,343 125,328
ENEHECOTIIIIES] . o e iroh oo viarers e et v o eis et rebom A abeta Hecekens $135,659 $82,841

SPRINGFIELD, OHIO.—The directors of the Urbana, Bellefontaine &
Northern Traction Company will meet Oct. 30 to vote on increasing the capi-
tal stock of the company to $500,000 and to complete traffic arrangements with
the Dayton, Springfield & Urbana Railway. Both roads are controlled by the
same interests.

CLEVELAND, OIIIO.—Holders of certificates of deposit of preferred stock
of the .\urora, Elgin & Chicago Railway have been notified that their
certificates will be cashed on presentation, to the amount of ten-thirteenths of
their Loldings, and a receipt issued for the remaining three-thirteenths. The
settlement represents the payment for the 10,000 shares of the stock recently
purchased by Claude Ashbrook and associates, of Cincinnati. The price was
$90.48 per share, which is considered remarkable for a road not fully in
operation.

CLEVELAND, OHIO.—The Lake Shore Electric Railway Company has
paid the balance on the purchase price of the Toledo, Fremont & Norwalk
Railway, now a part of the Lake Shore Electric, the amount being $383,000.
This removes one of the chief obstacles to taking the road out of the hands of

tl:e receiver. Remarkable gains in carnings are being made by the company.

SPRINGIFIELD, OHIO.—The directors of the Dayton, Springfield &
Urbana Railway will meet Oct. 15 to consider the advisability of increasing
the capital stock of the company to $1,500,000.

PIHILADELPHIA, PA.—There has bezn listed on the Philadelphia Stock
IIxchange $100,000 additicnal capital stock of the American Railways Company.

TACOMA. WASH.—Suii to restrain the Tacoma Railway & Power Com-
pany from absorbing the Seattle & Tacoma Interurban Railway Company.
both New Jersey corporations, has been begun in the Court of Chancery at
Newark, N. J. The suit is based on the contention that the Tacoma Rail-
way & Power Company has no right to absorb the Seattle & Tacoma Interur-
ban Railway Company by paying therefor a portion of its capital stock, inas-
much as the latter corporation is not a going concern, and that its franchises
do not warrant a profitable busincss for many years to come.

WHEELING, W. VA.—It is announced that a four months’ option at par
has been given on tlie majority of the capital stock of the \Wheeling Traction
Company to T. II. Conderman, president of the company. ‘The company is
capitalized at $4.500,000, made up of $2.,500,000 5 per cent bonds and §$2,000,000
The property includes the majority of the city lines in Wheel-
ing, the Steubenville, Mingoe & Ohio Valley Traction Company, the Bridge-
port, Lellaire & Martin’s Ferry Railway and several lines under construction.

NIAGARA FALLS, ONT.—The Niagara, St. Cathurines & Toronto LElectric
Railway, through the Dominion Securities Corporation, is oflering for sale
at 101 and interest $150,000 5 per cent first-mortgage thirty-ycar bonds. The
road was described in detail in the StrEET Ratrway Journar for Sept. 7,
1901,

common stock.
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NEWS OF THE WEEK

CONSTRUCTION NOTES

SANTA MONICA, CAL.—The Traction Electric Railway Company has
becn granted all necessary franchises to construct an eleetric railway through
Santa Monica and Ocean Park.

STOCKTON, CAL.—II. If. Griffiths, manager of the Tesla interests, has
Dbeen granted a franchise to operate an electric railway over different county
thoroughfarcs by the Supervisors. The statutcs prohibit the granting of a
franchise over a county highway within ninety days prior or seventy days
after a general election.

1.OS ANGELES, CAL.—The Los Angeles Traction Company has applied
for a franchise through Santa Monica. The company has also applied for a
franchisc to P’asadena by way of East Los Angeles.

SAN LEANDRO, CAL.—The Mayor has signcd the ordinance granting
to the Oazkland Transit Company a franchise for the extension of its lines to
connect with the proposed new Emeryville Férry system between Oakland
and San Francisco. When completed the new connecting links will unite
compactly the Transit Compary’s system in Oakland, Alamecda, Berkeley and
suburban towns along the line of the Oukland, San Leandro and Ilayward
branch, and will put all tliese points in direct eommunication with San
IFranciseo.

SANTA ANA, CAL.—The Pacific Electrie Railway Company has begun
work on its proposed line to connect Long Beach and Santa Ana. It is ex-
pected that work on the company’s line between Santa Ana and Los Angeles
will be begun soomn.

SANTA MONICA, CAL.—The trusiees of the town have rccommended
for passags the franchise ordinance granting W. S. Hook and his associates
the right to build an electric railway here.

SANTA CRUZ, CAL.—The Supeivisors have granted a franchise to \WV. J.
Rogers {for an electrie railway to extend 5 miles from Watsonville to Camp
Goodall, where it is to connect with a line of steamers to run to San Fran-
cisco.

SANTA BDARBARA, CAL.—The application of the Consolidated Electric
Street Raiiway Company for a franchise to construct and operate a street
railway on Victoria Street, {rom Chapala Street to Rancheria Street, and on
Bath Street, from Vietoria Street to Sola Street, has been granted, and bids
will be opened on Oct. 18.

HARTFORD, CONN.—The DBristol & Plainville Tramway Company has
applied to the Railroad Commissioners for the approval of a proposed line
from Bristol to Terryville. The extension will parallel the Highland Division
of the New York, New Ilaven & Hartford Railroad Company.

NEW IHAVEN, CONN.—I* is stated that it is the intention of the pro-
motors of the proposed electric railway betwcen New Haven and Middletown,
now Dbeing surveyed, to ask the coming General Assembly for a charter
from New Haven to \Willimantic, practically paralleling the Air Line division
of the New York, New Haven & Tlartford Railroad. 1t is further stated that
this new road will connect at Willimantic with the proposcd line to South-
bridge, Mass., thus opening a through trolley route to Boston by the way
of Southbridge and Worcester.

BOISE, IDAHO.—The entive system of the Boise Rapid Transit Company
is to be improved. It is possible that the power facilities will be increased.

STERLING, ILL.—Materal to be used in constructing the Sterling, Dixon
& Eastern Street Railway is arriving on the ground, and the work of building
the road will be begun at once.

CHICAGO, ILL.—The Council committee on harbors and bridges has been
considering the matter of lowering the three tunnels under the Chicago
River so as to offer less obstruction to navigation. Some advocate the
abandonment and destruction of the tunnels; others their temporary abandon-
nient pending future lowering and reconstruction, and others, lowering with-
out interfering with their prescnt use any more than necessary.

EVANSVILLE, IND.—The construction of the Evansville-Princeton Elec-
iric Railway has been bhegun at Evansville,

EVANSVILLE, IND.—The contract for building the power house of the
Evansville & Princeton Traction Company has been let. It 1s to be located
at Fort Dranch, half way between this city and Princeton, and will eost
$72,000. The road will probably be in operation April 1, 1903.

SOUTH BEND, IND.—Application has been made to the Council by the
Elkhart, South Bend & Chicago Railway Company for a franchise to build
an electric railway over a specified rcute within the city limits. The company
proposes tn build a bridge across the St. Joseph River to cost about $45,000,
and has submitted to the city authorities a proposition to this effect. As an
alternative proposition the company has agreed to contribute $45,000 toward
the crection of a structurc by the city, The company is seeking a fifty-year
grant, and agrces to permit such other companies as are granted franchises
by the city to enter over its tracks.

DAVIS, I. T.—The Chickasaw Elcctric Railway Company has been incor-
porated to build the proposed electric railway between Sulphur Springs and
Davis. The company is capitalized at $50,000, and among those interested in
it are: TL. . Stark and W. II. O’Brien, of Gainesville, Tex., and J. 1.
Coursey, of Claremore,

WATERLOO, TA.—"The directors of the Waterloo & Cedar TFalls Rapid
Transit Company have made an appropriation of $250,000 to cover the cost
of eonstructing the extension from Cedar Ialls to a point on the Chicago
Great Western Railway, near Tripoli. The company has already purchascd
the rails for the extension, and it is expected that they will be delivered in
a fcw weeks, Some of the right of way has already becn purchased.

MT. AYR, IA.—The Des Moines, Mt, Ayr & Southern Railway Company,
capitalized at $600,000, has becn organized to consiruct an electric railway
from Mt. Ayr to Creston, a distance of 30 miles. It is the intention of the
incorporators of the new company to make connections with the line now being
eonstructed from Creston to Winterset by Lyman Waterman, of Omaha, Neb.,
and also to connect at Winterset with the line which the Des Moines Interur-
ban Railway Company expects to build from Des Moines to Winterset. Two
routes have been surveyed for the line between Mt. Ayr and Creston, one by
the way of Tingley and the other by the way of Diagonal. The route via
Tingley is favored, owing to the fact that therc will be very few
Ircavy grades. The farmers have become iuterested in the project and have
agreed to denate land and also vote texcs in aid of the company. The officers
of thc company are: F. E, Sheldon, president; J. F. Wall, vice-president; .
C. Beard, sccretary; Clyde Dunning, treasurer. These parties, with Lyman
\Waterman, constitute the board of directors.

LOUISVILLE, KY.—A company that has just been organized has ar-
ranged to lease from the Louisville & Nashville Railroad the Louisville,
Harrod’s Creek & Westpert Railroad, the intention being to equip the road
with clectricity. The road is about 10 miles long, extending from Louisville
to Prospect, and runs through a section of the country that is extremely
fertile, and cne in which many promincent residents of Louisville have summer
homes. The company that has arrarnged to lease the road has perfected its
organization and the following officers have been elected: Lafon Allen,
president; Owen Tyler, first vice-president; Bethel Veach, second vice-presi-
dent; W. N. Cox, secretary and treasurer; William F. Booker, Owen Tyler,
Henry A. Dell, Bethel Vecach, W. N. Cox, E. T. Halsey and Lafon Allen,
directors.

NAPOLEON, LA.—John Marks, who represents the company that pro-
poses to build an electric railway between Donaldsonville and Napoleon-
ville, has applied for the right to build through Napoleonville,

ROCKLAND, MAINE.—Tlic Rockland, Thomaston & Camden Street Rail-
way is to be cquipped with an automatic block signal system.

AUGUSTA, MAINE.—The Railroad Commissioners have received the peti-
tion for articles of association for the Auburn, Mechanic Falls & Norway
Street Railway. The proposed road is to be 24 miles long, and will run from
Auburn though Minot, Poland, Mechanic Falls and Oxford to Norway.
Compressed air or electricity will be the motive power.
is $700,000.

OAKLAND, MAINE.—The Railrcad Commissioners have granted a cer-
tificate of neccssity to the Waterville & Oakland Street Railway. thus making
it possible for the company to build its proposed road.

MAYNARD, MASS.—Marcus A. Coolidge, of Fitchburg, has been awarded
the contract for building the Lowell, Maynard & Acton Street Railway Com-
pany’s line between Maynard and South Acton.
completion of 4 miles of road by Nov. 1.

FALL RIVER, MASS.—The OId Colony Street Railway Company has
asked the Railroad Commissioners to approve the company’s locations in
Bedford, Fourth, Lyon and South Main Streets and Plymouth Avenue.

LAWRENCE, MASS.—The Lawrcnce & Mcthuen Street Railway Company
Las petitioned the Railroad Commissioners for approval of locations on Howe
and Maple Streets and for private land locations near the same streets.

AMHERST, MASS —The Amherst & Sunderland Strcet Railway Company
has asked the Railroad Commissioners to approve locations in this town
from the village toward the Pelham line; also for authority to extend its line
into Pelham.

WEST BROOKTFIELD, MASS.—The Hampshire & Worcester Street Rail-
way Company has asked the approval of the Railroad Commissioncrs for
private land locations near \Ware and Milk Streets to avoid curves and
grades; also for approval of locations on Ware, Milk, Front and Central
Streets and the Ware Road.

MILTON, MASS.—The final hearing on the petition of the Milton Strect
Railway Company for the approval by the Railroad Commissioners of a loca-
tion granted by the Selectmen of the town on July 23, 1902, was held on Sept.
26. Chairman Jackson, of the Railroad Commission, intimated that the
Board would not go into question as to whether abutters had acquired a right
of proscription in a part of the highway where a location had been granted,
but would leave that to the courts preferably. Witnesses then testified as to
the public convenience and necessity of the proposed locations and their
general validity. The Commissioners will shortly make a trip to Milton to
go over the ground, and will then decide the question.

BOSTON, MASS.—It is stated that the Massachusetts Electric Companies
have ordered. and will soon have installed in their station at Newport, R. L.,
a steam turbine of 750 hip, made by the General Electric Company.

BOSTON, MASS.—The contract between the city and the Boston Ele-
vated Railway for the use of the Fast Dos¢ton tunnel and the Washington
Strcet subway has been signed. The term is for twenty-five years, and the
rental is to be 434 per cent of the cost of construction.

The capitalization

The franchise calls for the

SITARON, MASS.—~On Scpr. 30 the Railroad Commissioners gave a hearing
on the petition of the Nortoa & Taunton Street Railway Company for per-
mission to extend its lines into Foxboro and Sharon. The company’s counsel
explained that it was now cperating in Mansficld and Easton, adjoining
towns, and that it was the purpose to sccure, as far as possible, private land
location into East Foxboro and from East Foxboro to Sharon. The new
Canton, Norwood & Sharon Street Railway asked the Commissioners’ position;
if they learend that the compary had already asked locations in Sharon from
the Selectmen, and Chairman Jackson replied that as the approval of the Com-
missioners simply gave the petitioning company the right to ask locations the
commissioners would assume that the choice hetween several companics sim-
plificd the task of the Selcctmen.
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SAGINAW, MICH.—Large quantities of material are being delivered at
Bridgeport for the Union Traction Company, which ,is building a line from
Saginaw to Flint.

LANSING, MICH.—The Council has passed the franchise for the Lansing,
St. Johns & St. Louis Railway Company, restricting the route over which it
may lay its tracks to Center, Saginaw and Cedar Streets.

KANSAS CITY, MO.—The County Commissioners of Wyandotte County
have grantcd a franchise to the Kansas City & Bonncer Springs Railway Com-
pany to operate an electric rzilway between Kansas City, Kan.,, and Bonner
Springs, a distance ot 17 miles. The company intends to have its western
terminus at Topeka. The prcvisions of the franchise are that the company
shall commence the building of the road within six months from the accept-
ance of the franchise, and shall complete it within eighteen months.

KANSAS CITY, MO.—The Kansas City & Olathe Electric Railway Com-
pany has completed about 10 miles of grading out of a total of 18 miles, and
is now prepared to receive bids on ties and good (0-b. relaying steel rails.
The road will extend from Kansas City, Mo., to Olathe, Kan., and will later
be extended to Topeka and Lawrence, Kan., about 50 miles farther west. The
company may be addressed at the Century Building, Kansas City, Mo,

CAPE GIRARDEAU, MO.—The Cape Girardeau & Jackson Railway Com-
pany has been organized Ly local and St. Louis capitalists to take over thc
Citizens Strcet Railway Company, extending the lines of the company to
Jackson. The company will have the contract for lighting the city. The
whole length of the linc will be abcut 18 miles. A bond has been filed by
). S. Lapsley with the Mayor in compliance with the tcrms of the ordinance,
and work will be commenced soon.

KANSAS CITY, MO.—The Kansas City & Donner Springs Railway Com
pany, whicl: was recently chartered under the laws of Kansas, has organized,
electing thc following officers: Ex-Senator Edwin Taylor, president; C. T.
Hutchings, vice-president; F. \V. Breidenthal, secretary and ‘reasurer. The
officers and Samuel Mayer and H. ¥. Anderson were made the board of
dircctors. The company will operate in Wyandotte County under a fran-
chise that has just been granted. The company has attained control of
Bonner Springs Park with an area of 80 acres, and will equip this with golf,
tennis, baseball grounds and for other games and prepare it for camping
parties, erecting pavilions and cottages. The plan is to begin work at once.

ST. LOUIS, MO.—The prolonged contest for a fifty-year franchise for a
strcet railway over the Olive Street road fiom the city limits to Creve Coeur
Lake, in St. Louis County, has terminated in the award of the franchise to
the St. Louis County Street Railway.

ST. LOUIS, MO.—The Brentwood, Clayton & St. Louis Railrcad Com-
pany has been granted permission to transfer its right and franchises to the
St. Louis & Kirkwood Railroad Company, which company in turn transferred
the property to the St. Louis & Suburban Railway Company. The transfers
were merely formal matters, as the Suburban has been operating the Brent-
wood line for several years.

ST. LOUIS, MO.—AIll cars of the St. Louis & Suburban Railway will be
cquipped with power brakes of a pattern recommended by the committee of
the Board of Public Improvements. The members of the committee were
notified Sept. 25 by the company of this decision, and were invited to witness
a test of one of the brakes. The cars have already been fitted with the new
brakes, and an order has been placed for 100 more. There are 130 cars on
the system, all of which, Mr. Jenkins, the general superintendent, assures the
committee, will be equipped with the brake by the time the new track work
on the line is completed, about three months hence. The members of the
committee are greatly gratified by this action.

ST. LOUIS, MO.—The cars of the St. Louis Transit Company are to be
equipped with the Newell electric brake by the Westinghouse Electric Com-
pany. Experiments will be made at first with about a dozen cars represent-
ing the ditferent styles of vehicles for which special brakes will have to be
built. It will cost $400,000, o1 $400 each, to equip the cars with brakes, and
at least a year will be required to complete the work.

PORTSMOUTII, N. II.—Another in the network of electric railways run-
ning out of this city was opened a few days ago when the Portsmouth.
Greenland & Exeter Electric Street Railway was placed in operation. Now
only Newcastle and Newington remain of the towns unconnected with this
city, as a center for the railroads.

DOVER, N. H.—The Dover, Northwood & Concord Electric Railway
Company, which plans to build an electric railway to connect Dover, North-
wood and Concord, has pc:fected its organization, electing the following
officers: Elisha R. Brown, p-esidznt; Arthur G. Whittemore, vice-president;
Wallace D. Lovell, treasurer; Thomas H. Dearborn, assistant treasurer;
George D, Barrett, clerk.

WHIPPANY, N. J-The Whippany & [Il’assaic River Railroad Company,
capital $375,000, has been incorporated to build a railroad 7 miles long from
Whippany to Essex Falls. The incorporators of the company are: Edward
M. Shepard, of Brooklyn; Herman Behr, Robert D. Foote, \VW. \WW. Cutler, of
Morristown; Richard W. McEwan, Robert B. McEwan, Jesse L. McEwan.
of Whippany, N. J.

TRENTON, N. J.—The Irenton, Pennington & Ilopewell Street Railway
Company has been incorporated to construct and operate the proposed
Hopewell cxtension of the Trenton Street Railway Company’s lines. The
proposed road is to be 12 miles in length and it will extend through the
townships of Hopewell and Lwing and the boroughs of Hopewell and Pen-
nington. The company has an authorizad capital stock of $230,000, divided
into shares of a par value of $30.

TRENTON, N. J.—The Camden & Trenton Railway Company has been
granted a perpetual franchise for the construction of street railway lines on
South Warren Strect and other streets neccssary to reach its present ter-
minus at Broad and Stanton Streets. The gage of the track will be 5.2 ins..
and the company will pave between the rails and for a distance of 1 ft. cach
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side, except where the streets are already paved. The company will be obliged
to pay to the city 3 per cent of the gross receipts after ten years. The exten-
sion will be about 2 miles long, and it is understood that work will begin
very soon. Ordinances covering these streets were passed by the Council
last December, but the Trenton Street Railway Company carried the matter
into the courts. The Camden Company finally confessed judgment in order
to escape further delay, and this causcd the introduction of the second set of
ordinances. The Trenton Company also wished South \Varren Street, and
had an ordinance before the Council to that effect. The Camden Company
was willing to allow any other company to use the street by joint arrange-
ment, but the Trenton Company would not make the same arrangement, so
the franchisc was given to the Camden Company. It is understood that the
Trenton Company will carry the case into the courts on the ground that
the entrance of the Camden & Trenton Road is inimical to its interests. The
Camden & Trenton Company has maps filed with the Secretary of Statc
covering routes in all parts of the city.

SANTA TE, N. MEX.—Joseph L. Lacome has been granted a fran-
chisc for the construction of an electric railway here. The franchise grant is
for a period of fifty years.

BUFFALO, N. Y.—The Buffalo & Depew Railway Company has applied to
the Board of Trustces of the village of Leroy for a franchise to extend its
lines through the village. .\ hearing will be given on thc application on
Oct. 16.

NEW YORK, N. Y.—It is said tl:at the New York & Brooklyn Railroad
Company, of which G. S. Druminond is president, is preparing to begin work
on its proposed tunnel between New York and Brooklyn. Several large parcels
of real estate have recently been transferred to the company, it is said, and the
announcemcnt has even been made that the tunnel will be completed by July
16, 1904. Thc estimated cost of building and equipping the line is placed at
$6,000,000. Officers of thc company are quoted as saying that $4,500,000 has
already been subscribed.

MEDINA, N. Y.—The Union Traction Company, capitalized at $600,000, has
been incorporated to operate a street railway 50 miles in length, from Batavia,
Genesee County, to the shore of Lake Ontario, near Olcott, Niagara County.
The directors of the company are: Isidor H. Gobelle, Fred L. Downs, Darius
Fuller, Samuel Laudauer, of Medina; Joseph \V. Holmes, of Batavia; Frank
A. Pixley, of Alabama; Howard Hendrickson, of Albany.

NEW YORK, N. Y.—Plans have been filed at the Bureau of Buildings,
Manhattan, for two three-story brick sub-stations for the underground rapid
transit road, to be built, one at 29 to 33 City Hall Place, 58.2 ft. x 99.9 ft.; the
other at 108 to 110 East Nineteenth Street, 50 ft. x 91.10 ft. They will be built
of granite and jimestone with terra cotta trimmings.. The cost is placed at
$115,000—360,000 for the City Hall Place power house, and $55,000 for the Nine-
teenth Street powcer house. Plans have also been filed for an one-story brick
inspection shed, to be built on the north side of 148th Street, 120 ft. east of
Scventh Avenue, being 338 ft, front by 199.10 ft. deep. This building will be
used for the inspection of cars, etc., and will ¢ost $95,000.

HAMILTON, OHIO.—The County Commissioners of Butler County have
granted a twenty-five year franchise to J. C. ITooven for the Cincinnati, Ham-
ilton & Indiana Traction Company, which plans to build an electric railway
from Hamilton to Oxford and College Corner; thence into Indiana. The road
ic to be completed July 1, 1904.

NEW PIIILADELPHIA, OHIO.—Major C. E. Mitchner, who financed
and built the Ulrichsville-New Philadclphia Railway, now a part of the
Tuscarawas Traction Company’s system, has asked the County Commission-
ers for a franchise along the highway from New Philadelphia to Newcomers-
town. The proposed line will pass through Beidler, Tuscarawas, Seventeen,
Port Washington and Glasgow.

CANTON, OHIO.—After a controversy lasting many months, the Stark
Electric Railway Company has secured a franchisc cnabling its cars to reach
the center of Canton withcut making a traffic arrangement with the Canton-
Akron Railway Company. The line will secure entrance over Orchard,
Second and Walnut Streets, with a downtown loop.

NORWALK, OHIO.—The Lake Shore Electric Railway is laying new turn-
outs and double tracking a portion of its line through Norwalk.

SPRINGFIELD, OIIIO.—The Springfield, Piqua & Sidney Traction Com-
pany has applied for a franchisc over Bechtel Avenue into Springfield. . The
company claims to have securcd all necessary private right of way between
Springfield and Piqua.

BELLEFONTAINE, OHIO.—The Urbana-Bellefontaine Railway is placing
poles and stringing wires in Bellefontaine. The franchise calls for the oper-
ation of cars within the city by Dec. 1. It is probable that the company will
erect a temporary power house and operate city cars to comply with this
provision. The road is the northern extension of the Dayton, Springfield &
Urbana Railway.

BRYAN, OHIO.—The People’s Rapid Transit Electric Railway Company,

“which proposes to build from Toledo to Greenville, has obtained a fran-

chise through Bryan.

LIMA, OHIO.—D., J. Cable, whn has promoted several electric railways in
this section, is working on preliminary plans for a line to extend from Toledo
to Cincinnati by way of Paulding, Defiance and Van Wert. The line would
connect at the latter place with the Fort Wayne, Van Wert & Lima Railway.
of which Mr. Cable was one of the promoters.

DELAWARE, OHIO.—Pittsburgh capitalists have become interested in
the Delaware & Magnetic Springs Railway. It is proposed to erect a large
lrotel at Magnetic Springs, and it is claimed that work on the line will start
this fall.

TOLEDO, OHIO.—Mayor Jones has been elected a dircctor of the Toledo,
ITicksville & Fort Wayne Railway, succceding J. B. McAfee. George Yes-
bera, of Montpelier, succeeds J. B. R. Ransom as a director of the company,
and J. Q. Files, of Wanscon, has been elected a director. This road will
connect with the Toledo & Indiana Railway at Hicksville.





