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current issue.

Address all communications to
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114 Liberty Street, New York.

Fresh-Air Seats the Year Round

A prominent street railway man remarked recently that he
believed the demand for open-air seats the year round was on
the increase, even in climates where the thermometer occasion-
ally reaches the zero point. It has always been noticeable that
on the cable grip cars of Chicago and Kansas City, which are
open the year round, there are but few days in each year when
seats on the open grip car are not in demand. These are the
very stormy or extremely cold days. A perfectly satisfactory
type of car will probably never be found. Even in California,
with its even climate and with the half-open, half-closed cars
generally used there, it frequently happens that the open part
is crowded at the expense of the closed, and vice versa. The
semi-convertible car, in which the transition from open to
closed is accomplished by simply raising or lowering windows
of ample size, is probably more popular, both with street rail-
way management and public at present, taking the country
over, than is any other single type, and yet even this cannot
suit those who wish to ride in the open the greater part of the
year. The double-deck car has been extensively discussed in
many quarters, but unless there is some decided change of
sentiment from that existing at present among street railway
managers generally, there will be but little attempt in this
country to introduce it. A semi-convertible car with two com-

partments, one to be kept open except in very cold or stormy
weather, the other to be kept open only during very warm
weather, perhaps might suit more people than anything else that
Street railway cars have been undergoing a
Many freaks in car

could be devised.
coutinuous evolution in the last ten years.
construction have been tried by some companies, while others
have conservatively held to the old types of open and closed
cars. Just where the evolution will finally land us no one can

safely predict. o
The Broadway Extension of the Underground

It has been announced that the project of building an ex-
tension of the present subway from Forty-Second Street
through DBroadway to Union Square, and thence to the Bat-
tery, through University Place, Wooster Street and Church
Street, is now under consideration by the Rapid Transit Com-
mission, and that formal authorization may be expected early
in the fall. It is generally conceded that this will be a very
valuable public improvement, and that the transportation facili-
ties it will afford are even now needed badly, yet the mere
mention that such a plan is contemplated has been sufficient to
set in motion an opposition movement. Broadway, throughout
the retail district, opened up for subway construction, is not a
pleasing prospect even to those who have no material interest
in the beauty or prosperity of that section of the city, but to
those whose business is centered there such a project means
very serious financial loss. The line of the proposed tunnel
penetrates the most important retail shopping district of the
city. There, too, are located the principal hotels, restaurants,
theaters and apartment houses: it is visited daily by hundreds
of thousands, and represents an enormous investment in build-
ings whose value depends largely upon the unobstructed use
of the street by shoppers, pleasure seekers and sightseers. A
moment's reflection will satisfy anyone familiar with local con-
ditions that the property owners, merchants, hotel men, res-
taurant keepers and theatrical managers are confronted with a
serious problem, for the improvement is badly needed; in fact,
it is absolutely essential to the continued prosperity of the city,
and yet its execution after the method employed on the original
subway, it is feared, would mean great financial loss to the
business interests already mentioned.

It has been suggested that a deep tunnel be bored through
Broadway and that all further extensions of the underground
system adopt this plan instead of the open ditch construction.
The chief engineer of the Rapid Transit Commission says that
plans have not yet been drawn for the Broadway extension,
and, judging from the expressions of public opinion that have
already been directed to the Commission, that body will doubt-
less give the subject careful consideration. It has been sug-
gested that a route through Seventh Avenue might be adopted,
but this does not secure any encouragement whatever, and the
Commission will be called upon to decide merely whether the
same system of subway construction .shall be adhered to or a
deep tunnel plan substituted. The contractors for the original
subway line declare that extensions can he completed much
earlier if no radical change of methods is made at this time, and

they contend that their experience will enable them to proceed
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with the work without causing so much inconvenience and
But the property
owners and business interests of Broadway are jealous of the

obstruction to traffic as in the original line.

supremacy of that great artery and they do not intend to take
any chances in letting trade get away {rom them even tem-
porarily. It looks now as if the whole subway controversy
would be reopened, and in any event an early decision on the

Broadway extension can hardly be expected.

The School of the Motorman

There has been recently a series of electric car collisions that
impels us to make comment. Fatalities have, most fortunately,
been few, but even minor accidents are distressing, and when
preventable cannot lightly be passed over. Tt is’ somewhat
difficult to generalize as to causes, but the impression is strong
upon us that the most fruitful source of collisions is an inadc-
quate understanding of what it means to keep a car under
control.  Most modern cars for interurban servicc are equipped
with power brakes which are quite capable of doing good work
if given adequate chance, and we think that such brakes are
usually kept in good working order.  That such equipment is
not enough to prevent accidents is painfully evident, and it
looks as though a better understanding of the brake question
were badly needed. To st(‘;p a car, particularly a heavy car at
high speed, a very large amount of energy must be absorbed.
Tt is
perfectly possible to have two interurban cars meet in a head-

and this takes time even with the very best appliances.

end collision even when cach clearly sces the other at a dis-
tance apparently great enough to insure safety. It would he
a good thing if every superintendent would inaugurate a series
of hraking tests on his equipment under various conditions as
to track, not to see whether his brakes are working properly,
but to sec how long it takes first-class brakes, well applied. to
really bring a heavy and fast car to a stop.  Power brakes arc
better than hand brakes, but neither is good enough unless it
has the requisite amount of space on the track ahcad. To keep
a car under control means considerably more than confining
one’s self to the legal rate of spead it means having enongh
leeway in speed or in space to insurc safe stopping.  This space
may be 50 ft. or it may be 200 {t. or more, and the higher the
speed the longer the danger space.

Every road has its own idiosyncrasies, curves, grades,
switches and turnouts, where possible obstructions may be met,
and it is the business of an intelligent motorman to know for
the whole line over which he runs all the possible danger spots
and at what speed they can be approached, while vet leaving
This is
precisely the knowledge which a locomotive engineer must
acquirc and generally has at his finger tips. To be sure, the
engineer works under a carefully carried out system of regu-

ample time for stopping il a sndden stop is nceded.

lations, of itself generally sufficient to insure safety, but he
knows his train and his run besides, and this knowledge is
sometimes invalnable. A motorman on an interurban line oper-
utc? of necessity on a much more flexible schedule. and he has
a far less complicated machine to operate, but his mind must be
Just as alert, and his knowledge of his line just as precise if
he is to be rated as skilful. A course in braking and in the
finessc of running his schedule is necessary for his complete
education, and it is time well spent.

We cannot help citing in this connection the unusual care
spent in training the motormen of the Boston Elevated system
just prior to the opening of the clevated line proper. To be
sure, that line is cquipped with a remarkably efficient block
system, but a sort of school of the motorman was instituted,
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and before a man was trusted with a train he was pretty thor-
oughly drilled in the peculiarities of his train and of the road.
It is just this sort of education that would be particularly valu-
able in fast interurban work, the more so as a motorman has to
cxercise far more independent discretion than if working in
conjunction with a block system of the nature of that used on
the Boston elevated.

In more ways than one it pays to train motormen with par-
ticular thoroughness. In thc mere matter of power consumed,
it is a well-known fact that a skilful man can save for the
company a material percentage on his daily pay. The experi-
ment of putting on the cars ammeters, or better, wattmeters,
has often been tried, and uniformly with the result of showing
a very considerable saving in power, due to the intelligent care
that could then be given. It has generally been considered
that on ordinary street cars, which have to run under all sorts
of difficult conditions, the gain hardly pays for the instruments,
and such may be the case; but surely in the case of fast inter-
urban lines, where the energy requircd per train-mile is far
greater than on tramways there is a greatly improved chance
for gain.  We would like at least to see the experiment tried
oftener than it is, and feel confident that it would save money.
I it does not seem desirable to equip all the cars, a few cars
can be equipped and the motormen given turns in running
them.  While their scrvice can be checked up only while using
the cars so equipped, they will be trained in the economical use
of current. Moreover, a little healthy rivalry between motor-
nien in the line of saving power for the company would be an
excellent thing to cultivate, and we are disposed to think that a
pereentage on the value of the power saved might prove a
powerful incentive to care and economy. For one thing, such
a plan would discouragce reckless running, such as is sometimes
noted on late evening trips, and would be a sort of general
education in the fine points of operation.

Many companics find it sound policy to take a lively inter-
est in the welfare of their men, and do much in the way of pro-
viding contforts and recreation.  This is highly commendable,
but after all one can do nothing better for a man than to train
him to skill and a keen appreciation of the value of expert
knowledge in his calling. '\ man trained, not to be governed
solely by rules and regulations, but by friendly interest to do his
best and to cultivate alertness of hody and mind, is a man won
We think that
nothing can do more to prevent accidents and to improve the
details of railway operation than persistent schooling of the
men in every department of the system.

to a higher planc of intelligence and uscfulness.

Interurban Railways and Property Valuations in Indiana

An interesting statement, which bears upon the cffect of inter-
urban railway transportation on land valuations, is reported
from Indiana, in which the State Board of Tax Commissioners
will add more than $100,000,000 to the State tax duplicate. This
increase is not due entirely to the electric railway construction
which has occurred in Tndiana during the last year or two.
The development of new oil and coal lands have had their
effect on the increase in property values, but the vast network
of interurban lines has been the greatest factor in the increase.
During April all of the land in the State was reappraised for
taxation, and the reports show an average increase in the value
of suburban property and farm lands served by the electric
lines, but this increase is not apparent in localities destitute of
clectric transit facilities. The appraisers took into considera-
tion the advantages of quick and cheap transportation for the
products of the land as well as the social and moral effects in
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the way of bringing communities close together and increasing
the convenience and multiplying the comforts of life.

Real estate values in Indianapolis, the center of the great
interurban system, as well as every other city and town con-
nected with it by interurban lines, have been built up so sub-
stantially that indications point toward still greater advance in
values. A notable exception is in property in College Avenue,
which has been made a trunk line for the entrance of interurban
cars from the northeast. A 20 per cent reduction was made 1n
the tax value of property on this street because of the con-
gested condition caused by the heavy cars. This, however, is
a residential street, and the very opposite effect is shown in
Illinois Street, where the terminal station and office buihling is
being erected. The effect of the terminal station being located
on Illinois Strect on the value of real cstate has already caused
a marked advance in values, and-it is freely predicted that the
locality will become the very business center of the city. Rents
for business rooms opposite the site of the new terminal build-
ing have advanced more than 50 per cent, and this has been
conducive to the enlargment and improvement of business
rooms for many blocks in Illinois Street. There has also been
a large demand for building sites on the outskirts of the city
and for country homes, and this has also bcen due to the inter-
urban lines that radiate in nearly every direction. During the
year ending June 30, 1903, the gross earnings of the thirty-four
electric lines operating in Indiana is estimated at upwards of
$7,000,000, and their operating expenses at nearly $4,000,000.

Getting the Vacation Traffic

In these active days in the life of the steam railway general
passenger agent—when all the craftsmen, from “LEverybody’s
Uncle George” down, are expatiating eloquently in prose,
rhyme and photograph on the luxuries and comforts to be had
for a consideration, via their respective lines, our thoughts
turn to the clectric railway manager in the belief that if he will
he, too, may reap a harvest in nickels and dimes culled from the
vacationist’s bulging pocket.

Comments upon the growth of the vacation habit are super-
fluous—it is with us to stay, as far as we can tell, and both
holiday seeker and transportation agent are at one in their
desire to get as much out of it as possible. Long excursions
at reduced rates, round trips to distant points at little more than
the one-way fare, stop-over privileges and other tempting offers
fill the air of the ticket offices and the columns of the press.
The resulting traffic is evident to the most casual observer.

We well know that summer business pays the bills and
creates the profits on many an electric road which has to get
along on pretty lean fare in the winter time. Managers are
growing more and more acute in stimulating the growth of
purely local traffic by park attractions, band concerts, baseball
matches, canoe races, etc., but thus far the field of through
vacation traffic has received much less attention than it de-
serves. Analysis of most networks of clectric railways shows
certain routes which constitute geographical trunk lines be-
tween important points in the system of connecting roads.
Thus, in Eastern Massachusetts, the new Boston & Worcester
Street Railway stands out as a distinctly trunk line in the net-
work of the State, and its through business is bound to be a
most important factor in operation. The management of such
a road is concerned with far more than local problems. Simi-
larly, through traffic demands attention and offers golden oppor-
‘tunity on many smaller lines the country over, and its neglect
is exceedingly hurtful to such roads, and even, to a certain
extent, to the advancement of electric railway practice in

general.
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Several times we have paid our respects to the present inade-
quate facilities offered by electric roads in the way of through
travel. Itis certain that radical improvements must be brought
about if the full benefit of this kind of business is to be enjoyed.
Before vacation traffie can be drawn to roads to stay per-
manently with them, the service and equipment must be brought
up to the best modern standards. Travelers are often capricious
in choosing routes to pass over, and it must be recognized at
the outset that close attention will have to be paid to details if
the summer traffic is to be more and more diverted to electric
routes. Comfortable, roomy cars, kept clean and well painted,
are the first essential, unless we except well-laid roadbed and
track. If a company cannot afford to spend money on its entire
system the least it should do is to bring the standard of the
trunk lines which it operates up to a high state of efficiency.
Attractive rolling stock is a great drawing card. High speed is
far less an object with the vacationist than comfort and re-
liability. Courtesy in employees and willingness to answer
reasonable questions is a large factor in the traveler’s en-
joyment,

Cars should be run on schedule time if human intelligence
and skill can accomplish it. There is little incentive for a
traveler to perform part of his journey by trolley if he cannot
be safe in expecting to make his connections as advertised. A
time-table which is not followed is worse than uscless; it is a
snare and a delusion, as many of us who have attempted cross-
Unfortunately, many elec-
tric roads publish no useful time-table whatever, and the
through traveler is practically at the mercy of chance, as far
as connecting systems are concerned. Little can be accom-
plished if the officers of adjacent roads do not get together now
and then and see to it that their respective cars meet at the
While it is
true that it often falls to the traveler’s lot to wait for connecting

country trips know to our sorrow.

ends of routes to take care of through business.

cars in places so favored by nature that time slips away un-
heeded, there is a seamy side to the question, which anyone
knows who has spent half an hour on a July day, with the
mercury at go degs., in the condensed and ripened atmosphere
of a combined Italian fruit store and street railway waiting
room, located on a dusty corner between a brewery and a glue
factory.

When the service has been made good enough to call public
attention to it the enterprising manager can take a leaf from his
steam railway brother’s book and advertise. Special features
of historic or scenic interest along the line can be described in
attractive booklets with a few good illustrations to liven up the
text, and the many reasons why it is to the tourist’s advantage
to forsake the hot path of the steam locomotive for the wooded
route of the through trolley car may be ably set forth. In fact,
a delightful and inexpensive vacation may be taken now in
many parts of the country by electric highways and by-ways.
It certainly should not be a very difficult matier for some one
with the gift of popular writing to publish a sketchy little
brochure illustrating the kind of vacation here mentioned, to
the lasting benefit of clectric railways in the territory de-
scribed. We do not believe that all the fishing worth trying for
1s inaccessible to trolley lines, and we know from experience
that the most ardent photographer can find plenty of material
for his camera on some of the electric roads not a thousand
miles from New York. There is no room to doubt that with
good service and equipment, judicious advertising and attcn-
tion to the details of through traffic, the summer business of
many electric railways can be greatly increased, to the satis-
faction of the manager, stockholders and the traveling public.
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NOTES ON THE DENVER CITY TRAMWAY SYSTEM
An emergency line car used by the Denver City Tramway
Company, and illustrated in the accompanying half-tone views
and drawings, possesses some excellent distinguishing features.
It was arranged under the supervision of W. G. Matthews, line
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loaded onto the car and carried to the scene of an accident. In
the front vestibule is placed a 10-in. x 30-in. sand-box.

When it is desired to string new trolley wire the car is run
to the company’s store room, where a gangway is provided to
connect with the side-door so that a spool of wire can be easily
rolled into the car through the door from a platform. The spool

is then turned and mounted on a detachable

spool frame, as shown in Fig. 2 and in the
elevation and plan in Fig. 3. This frame.is
rigid when placed in position and allows the
spool to revolve on an iron axle that turns in
babbited bearings, and is secured to the spool
by means of square iron plates which fit
square holes in the sides of the spool. When
not in use the frame can be quickly taken to
pieces and stored away, leaving the centér of
the car clear for other work.

On one end of the axle that supports the
spool is an iron wheel about z tt. in diameter,
upon which is mounted a band-brake that is
coutrolled by a brake lever taken from an old
The brake arrangement is

cable grip car.
clearly shown in Figs. 2 and 3.

When it is desired to string new trolley,
if the track is in position, as is usually the
case, this car is run to the end of the line and
the new wire spliced to the old trolley as

I, 1.

superintendent of the company, for use in stringing live trolley
wire, and also as a general repair and construction car on over-
head work.,  As shown in I'ig. 1 the equipment consists of an
old single-truck car body, which was remounted ‘on double
trucks witli heavy motor equipment, in order to sccure greater
stability and prevent rocking, which could not readily be elimi-
nated as long as a single truck was used. The scats were re-
moved and replaced on one side by a row of bins for line
material.  Ileavy wire sereens were placed on the inside of the
windows and doors.  These screens not only serve as a pro-
teetion to the glass but also form a very couvenient support for
tools and hooks on which coils of wire, rope and miscelleneous
material may be hung and still be out of the way of the work-
men. Dy leaving the windows of the car in place the interior
of the car is very light, which is not always the case in a con-
struction car.

In the center of the car, as shown in Figs. 2 and 3, was built
an elevating tower or platform with gearing, so that it can
be quickly and easily raised to the desired height from the
inside of the car. The hoisting gear is indicated in Iig. 3. and
the chain Dbelt connecting the crank pinion with the large
pulley of the gear may be seen at the right of the tower in Fig.
2. There is a clear space of 2734 ins. between the vertical
racks of the tower, and when the tower is lowered a tight fit is
made with the roof. Access is had to the roof by means of an
iron ladder placed on one side of the car, as shown in Fig. 1.
An extra latticed roof was placed on top of the car so the men
could walk upon it without damage.

The car has the usual number of doors except that on the
right side near the front end is one which slides, and when open
leaves a clear space 3 ft. wide and 5 ft. 10 ins. high. \When the
car is not in use this, together with the rear door of the car,
is fastened from within, while the front door of the car and
that in the front vestibule are locked. The rear vestibule has no
doors, but beneath its central window is a panel, arranged to
slide up and allow trolley poles to be run part way into the car,
and still not projecting far enough to be objectional. A roller
on the floor at the foot of this panel facilitates the handling of
the poles. By this means two or three poles can be quickly

EMERGENCY CAR STRINGING LIVE TROLLLEY WIRE

shown in Fig. 1. The wire is run off the spool
in the direction shown by the broken line in
Fig. 3. It runs over a pulley mounted in the
roof at the opposite end of the car, and is then carried over a
wheel on the tower platform to the trolley arm which is

¥

T O e SERBR Svoo

FIG. 2—INTERIOR EMERGENCY CAR, SHOWING SPOOL OF TROL-
LEY WIRE READY FOR PAYING OUT THROUGH ROOF

mounted on the front end of the car. The wheel on the tower is
supported at one end of a bar that is held by clips to the tower

rail, as shown in Fig. 1. When not in use this bar and wheel
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can be removed and carried inside, thus leaving the tower free
for other work.

When the wire is connected the car is run backward and
the new trolley is paid out, the car motors recelving their cur-

=

STREET RAILWAY JOURNAL.

195

STORE YARD

Fig. 5 is a view of the company’s store yard, looking south
from the entrance, and shows a stock of rails, stone, special
track work and miscellancous supplies. A view of the yard
from the opposite end, looking north, Fig. 6, shows a large

FIGS. 5 AXD 6—~TWQ VIEWS OF STORE YARD

rent through the new wire itself. \Vith one man to propel the
car, another controlling the band-brake on the spool and two
men on the platform making temporary connections with span
wires, Mr. Matthews says that a mile of live trolley wire can
be strung in 4o minutes.

The company places all its new trolley by means of this car.
Although the company keeps two or three repair and wreck
wagons in constant readiness at the down-town loop, this line
car is very frequently called into service to make repairs in
case of trouble on the line, as it can
be quickly sent.to any part of the
system.

Here is an interesting example of
an emergency car that can be easily
and quickly arranged for service by
adapting a discarded single-truck car,
such as can be found in the yards
of almost every large city system.
But very little new material is needed
and all the work can be done at only
a small outlay in the company's own
shops. )

DEPARTMENTS AND ORGANIZATION

Upon the retirement of Rodney
Curtis as president and general
manager of the Denver City Tram-
way Company, on account of poor
lhealth, there took place an entire re-
arrangement of the organization of
the company. This has been largely
necessary on account of the election
of John A. Beeler to the vice-presi-
dency of the company. Mr. Beeler
also assumed the duties of general

supply of ties, paving stone and poles. The company believes
i keeping constantly on hand a large stock of all materials
used in track, overhead and shop work, as Denver is located
some distance from the source of supply, and materials could
not be obtained, even on rush orders, inside of several days.
The yard is situated a short distance from the company’s
main shops on South Broadway, and conveniently near the
main tracks of two or three steam railroads. Two trolley

tracks enter and extend the entire length of the yard, and as
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manager and chief engincer. W.
G. Evans, president of the com-
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pany, has many other business in- F1G. 3—PLAN AND ELEVATION OF EMERGENCY CAR

terests, so the details of manage-

ment are largely left in the hands of the vice-president.
The accompanying organization chart, Fig. 4, shows the
arrangement of the several departments as they are at
present.

the traction system has the narrow gage of 3 ft. 6 ins., a third
rail is laid for use in switching the standard-gage freight cars
from the steam railroad tracks. Tt will be noticed from both

illustrations that the trolley wire over the two tracks are sup-
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ported by long-span wires from poles placed at the edges of the
vard, so as not to take up any of the room in the yard.

At the time the photographs were taken there were stored in
the yard 70,000 Texas heart-pine ties, 150,000 basalt paving
blocks, 1000 tons of 72-1b. and 65-1b. rails, 1200 30-ft. to 45-ft.
cedar poles, 10,000 ft. of 3-in. rongh lumber used in track work,
and a large quantity of old rails and miscellaneous material.
The company’s last semi-annual inventory showed that there
was stored in this yard and in the store rooms at the shops
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COMPANY.
stock valued at over $132,000. It is interesting to add in this
connection that the inventoried value came within $50 of the
figures carried on’the company’s books, a very small difference
wlen the great variety and the nature of the stock are con-
sidered. \W. II. McAloney is superintendent of shops and
master mechanic of the company and has supervision of the
store yard.

BASALT PAVING BLOCKS

Under the city ordinances the tramway company is required
to pave the space between its tracks and for 24 ins. outside with
stone paving blocks. As it was found expensive to let the city
contractors do this paving the company decided to do the work
itself. Accordingly, a lease for twenty years was entered into
for a quarry of basalt rock at Golden, about 15 miles west of
Denver. A royalty of 5 cents per yard is paid for all stone
quarried. Three men are kept constantly employed cutting
this stone and shipping it to Denver, where it is stored in the
vard, as shown in Fig. 6.

The specifications for the stone require that the blocks be
from 4174 ins. to 434 ins. 11 depth, 3174 ins. to 6 ins. in width, and
7 ins. to 12 ins. in length.

This rock is very hard and has good lasting qualities. It is
put down on concrete made of Dykerhauff Portland cement,
mixed in proportions of three cement to one of sand for the
interstices. This construction is costing the company $2.65 a
square vard complete. Tf the city should do the work it would
cost over §4 a vard, and the work would not be as good. Be-
sides there would be an extra expense for inspection and for
extra track work. An example of the expensiveness of the city
work is shown by some paving that was done some years ago
for the company by the city at a cost of $6 a square yard. This
pavement was gone in five years and had to he replaced,
whereas, the company’s own construction shows every indica-
tion of lasting for ten years to twenty years. The company has
been using its own stone for two years, and during that time
has saved enough to pay for the cost of its equipment at the
quarry, $1,500, and besides has a large quantity of blocks on
hand.
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LOCATION OF ST. LOUIS EXPOSITON TRACK TERMINAL
FIXED

At a recent joint conference between the World’s Fair man-
agement, the Wabash Railroad, the St. Louis Transit Company
and the Colorado Railroad, terminal track arrangements for the
handling of traffic during the World’s Fair were finally deter-
mined.

The accompanying diagram shows how the tracks will be
arranged by the Wabash Railroad Company for steam traffic
and by the St. Louis Transit Company for street railway
traffic, likewise the plaza arrangement in front of the main
gates to the exposition grounds. The street car terminals will
be located north of the railroad tracks, and the crowds arriving
by the electric railways will pass under the Wabash main
tracks to the plaza in front of the main entrance. The Wabash
main tracks will be elevated for a short distance for that pur-
pose, as the general scheme is to avoid surface crossing of
tracks in any direction. :

The St. Louis Transit Company, during the World’s Fair
season, will abandon its loop at the pavilion in Forest Park
south of De Baliviere Avenue, and will establish two World’s
Fair terminal loops for its cars arriving via Baliviere Avenue
and De Giverville Avenue. These loops will be located north
of the Wabash maiun tracks, as already stated, and the street
railway passengers will walk through the subway to the plaza
in front of the main entrance.  *

The Wabash will construct arrival and departure platforms
for the accommodation of the main or through line traffic, and
south of its main tracks the Wabash will locate its World’s
Fair terminus proper for excursion trains, etc. This will be a
“pocket” depot, with ten or more parallel tracks, and the pas-

De Giverville Ave.

TRANSIT
Loop.

PLATFORM FOR THROUGH
TRAINS OF THE WABASH.

PLAZA
300 x 100 FT.

MIDWAY

De Baliviere Ave.

PLATFORM AND STATION FOR
EXCURSION TRAINS OF WABASH R.R.

Lindell Ave.

PLAZA FOR CARRIAGES.
Streel Ry.Journal

TERMINAL PLANS FOR THE ST. LOUIS EXPOSITION

sengers will walk across the plaza direct to the main entrance.
of the exposition grounds. The carriage and automobile ap-
proach to the main gate will be immediately south of the
Wabash depot. The Wabash will make arrangements to handle
local as well as excursion and through traffic during the World’s
Fair season, and the local trains will be operated on the shuttle
plan adopted by the Illinois Central in caring for the Chicago
World’s Fair business in 1893.

The details of the plan shown in the diagram have not yet
been worked out, but the conference finally disposed of the
main question—the location of the terminals for the steam and
the electric lines and the plaza arrangements in front of the
main entrance, to provide ample space for egress and ingress
at the Fair.
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INTERURBAN RAILWAY DEVELOPMENT IN
GREAT BRITAIN—I

BY HON. ROBERT P. PORTER

Electrical traction is undoubtedly making hzadway in the
United Kingdom, especially during the last five years, and this
statement also holds good when applied to electrical under-
takinigs generally. Since 1896 the capital invested, including
debentures and loans, has increased considerably more than five
hundred millions of dollars, and in 1901-1902 aggregated $830,-
000,000, It is extremely doubtful if the United States can show
greater increase during the same period. Of course, this in-
cludes the capital invested in telegraphs, which has only in-
creased in the period about $10,000,000; in telephones, which
has increased about $20,000,000; in electrical supplies, which
has increased $150,000,000; in manufacturing, which has in-
creased $130,000,000, and in electrical traction, which has in-
creased $205,000,000, making a rough total of $515,000,000
added to these allied industries in six years. The great actual
increase, as will be noted, is shown in electrical traction, and
it is of this electrical traction that the present article will treat.
According to the figures of Garcke’s Manual of Electrical
Undertakings for 1901-1902 I find the increase to have been as
follows:

NUMBER AND INVESTMENT IN TRAMWAY ENTERPRISES IN
UNITED KINGDOM

Wear ™ T e
18961 i einiiesaieien 17 $30,423:360 | i | ciwemase
18970 s s e sw i 30 42,765,965 O
1898=0: sc vie msivis em 0 s s o a1 72,030,700 oi | wsmewen
T8G9=00; ¢ cw ses 510 013 w16 w36 .| 66 98,152,650 11 $#5,847,100
TQOO=T T ieloker o misgre alisnslie o 75 130,748,295 18 13,744,365
IQOI=2 ....vervenennnnn 125 197,610,915 L 47 52,597,715

The mileage of electrical tramways and light railways in
the United Kingdom in 19o1-1902 may be noted in the follow-
ing table:

TRAMWAYS AND LIGHT RAILWAYS IN UNITED KINGDOM

i Route Track Number
| Mileage Mileage | of Cars
- . - 5§ |
CONSITNCTEd: ; s xoasse povmsi s @i s 55 S sru s o 777 | 1,252 3,854
Under construction ....... ........... 533 846 277
Authorized and about to be constructed. 927 1.348 R
Total. ... sae imimcios o550 5 oo 55154 2,237 3,446 4 611
|
TUBE ELECTRIC RAILWAYS IN LONDON
; Route Track
Mileage Miteage
INFOPerations: e v s s sas s s el il s s = ‘ 15% 30%
Authorized and under constructlon o 36% 72
Suspended in 1901 session and partially
passed on last session ............... 57% 114
Total ..... 5ol 5 S s S S B S B S@EEEE 66 s 109% 2174

The above tables gtve an approximate idea of thc progress
and present condition of electric traction in the United King-
dom. DPrivate enterprise, speaking roundly, still seems to rep-
resent the largest aggregate capital; namely, about $200,000,-
000, but the municipalities, if not stopped by the campaigns
now so vigorously conducted against municipal trading, will
continue to gain on private companies. The municipalities now
represent a total expenditure of about $52,500,000, or a trifle
more than one-quarter of the capital of private enterprise. It
must be remembered, however, that private companies had
nearly $100,000,000 in electrical traction in the United King-
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dom before the municipalities took much interest in such enter-
prises. While private companies have about doubled the in-
vestment since then (1899-1900) municipalities have increased
their capital investment eight-fold. With the exception of the

"London County Council, which is inaugurating electric tram-

ways, private companies have ascendancy in and around
London, and the session just ended witnessed a capital ex-
ceeding $250,000,000 knocking at the door of Parliament
anxious to embark in electrical tubular railway schemes. The
fifty million dollars or more of municipal money has been
largely invested in tramway schemes in the provinces, and it is
of these and interurban tramways that I now propose to speak.
INTERURBAN TRAMWAYS IN ENGLAND

For a decade or more the immense possibilities underlying
the development of interurban electric tramways in England
have been fully recognized by electrical engineers and others.
Various conditions, however, have combined to retard the
realization of these possibilities, and such advance as has so
far been achieved in this department of traction enterprise must
be regarded as a victory over unusual difficulties. Fortunately,
enough has been done to show that the formation of a network
of electric tramways over practically the whole of the country
is a foregone conclusion. The end is only a matter of time
now that the advantages of comprehensive systems of sec-
ondary lines are becoming evident to the public. It is, there-
fore, of practical interest to consider the conditions under
which such lines are promoted, constructed, and worked, to-
gether with the prospect of more speedy progress in the near
(or comparatively near) future.

Speaking generally, the engineering aspects of interurban
electric railways are the same in England as in other countries.
There are differences, of course, but they are not vital. The
conditions which distinguish England in this matter from the
rest of the world are at once deeper and more external than
those concerned with the actual construction and working of
electric tramways. They are partly legislative and partly
social: and to diseover their true significance it is necessary to
trace the history of tramway legislation in England from its
commencement.

Previous to 1870 only a few tramways had been built, and
these had been promoted under the costly and cumbersome
method of submitting a “private bill” to Parliament. To ob-
viate unnecessary trouble, waste of time, and expense, a bill
was passed which cnabled tramway promoters to apply directly
to the Board of Trade for what is called a tramway “provisional
order.” Such an order is practically a franchise and is pro-
vistonal only in the sense that it has to be formally confirmed
by Parliament before it can be acted upon. This arrangement
was embodied in the Tramways Act of 1870, and so far as it
simplified and cheapened procedure, the act was fully welcome.
In other respects, however, the act was not so well advised,
since it established precedents which have hampered electrical
enterprise to a degree not fully recognized by those who have
not been engaged iu the effort of carrying out tramway schemes
in England.

When the Tramways Act was drafted the government was
in a most zealous rcforming mood. The inspiration of this
enthustasm lay in the misdeeds of certain gas and water
monopolies, which had taken a short-sighted advantage of the
too liberal powers granted to them in former vears. There was
a strong demand that thc public should be protected from
similar abuses of power, and as tramways were in csscinee a
monopoly, Parliament was naturally inclined to include pro-
tective measures in the act.

This it did in two ways:

(1) By giving each local authority the right of vetoing any
tramway scheme within its district, and

(2) By imposing a tenure of only twentyv-one years on tram-
way concessions, and giving each local authority the power of
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purchasing the undertaking at scrap value (otherwise called
“old iron” or “marine store” prices) when the period of tenure
was at an end.

It is safe to say that the government had no anticipation of
the actual effect which these provisions would have on the
future of the tramway industry; and it is equally safe to say
that the government of the present day has made but slow
efforts to imiprove matters now that the unfortunate incidence
of the veto and the conditions of tenure have been felt over and
over again. The attempt to regulate the powers of tramway
companies in the public interest led to restrictions which were
excessive, and so defeated its own intention by retarding the
development of an important public service.

HOW TRAMWAYS WERE STRANGLED

In justice to the government it must, nevertheless, be ad-

mitted that the full strangling influence of the Tramways Act
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the question, and the efforts of the managers were naturally
concentrated on reducing expenses and husbanding revenue so
as to meet, as far as possible, the inevitable capital loss through
the sale of the undertaking at old-iron prices. The unhappy
effect of the limited tenure arrangement was to force tramway
undertakings into a premature condition of senile decay. No
money (except whatwas absolutely necessary) was spent on the
renewal or rolling stock or permanent way; the cars were even
grudged fresh coats of paint, and the conductors their new
uniforms and new sets of the brass huttons so dear to the heart
of the public. The service of cars was limited as far as pos-
sible ; extensions were not to be thought of ; and, in short, enter-
prise as it is generally understood would have been a business
absurdity.

The last years of a tramway company were, therefore, years
of insufficient and inefficient service. The public grumbled,
and called upon the tramway companies to electrify their sys-
tems—a vain demand when there was no promise of renewal
of tenure for even another twenty-one years. As the under-
takings would soon fall into the hands of local authorities it
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was not felt until many years after 1870, indeed, not until the
dawn of electric traction as a commercial possibility. That was
about 18go—twenty years after the passing of the act—and
close upon the time when numerous tramway orders were ex-
piring. At the same period, moreover, the important movement
of municipal bodies in the direction of trading enterprises had
already begun and was making steady strides in popular favor.
In the coincidence of these three things—one legislative, one
industrial and the third social—one finds the causes of the
present condition of electrical traction in England.

To understand how this trinity of causes co-operated to pro-
duce a single result in putting back the tramway clock in Eng-
land for several years, all that is necessary is to consider the
position of a tramway undertaking which, in or around the
vears from 18go onwards, was approaching the end of its period
of tenure. Confronted with the fate of expropriation in a few
vears time at its “then market value” with no allowance for
cood will or compensation for compulsory purchase, anything
like fresh capital expenditure on the undertaking was out of
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TIHHE NORTII METROPOLITAN TRAMWAYS CO.,
LONDON

SYSTEM OF
was natural that public opinion should turn to them for the
reforms which were apparently unreasonably refused by the
private companies.

This appeal of public opinion was not made in vain, and it
has placed the development of interurban electric traction in a
difficult position from which it will probably not emerge for a
considerable period. One municipality after another took over
its local tramway system when the period of tenure was con-
cluded; and one municipality after another decided to adopt
electric instead of animal traction. This latter change was not,
however, carried out with anything like rapidity. Even the
most progressive of municipalities and those most enamored
of trading projects (such as Glasgow) dilly-dallied over the
problem of conversion for a quite unnecessary period; and in
the hands of the local authorities the progress of electric trac-
tion has been extremely slow. Although their new-found
sphere of municipal trading was very attractive, they were at
that time extremely cautious about embarking public money in
speculative enterprises. When the bold few made the plunge
the others followed gradually, according to the fashion of
municipalities. There was for the time being no inclination to
run even the most elementary of risks, and hence the local
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authoritics did not altogether redeem the electric traction in-
dustry of England from the reproach of backwardness.

As far as interurban clectric lines were concerned, the part
which the local authorities played was for many ycars prac-
tach local authority thought only of its own dis-
Not until the example

tically nil.
trict, as it was naturally inclined to do.
of other countries was afforded, combined with the successful
exploitation of some intcrurban systems by private enterprise
in Euglaud itself, did the local authorities begin to rcalize that
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MAP SHOWING UNDERTAKINGS OF BRITISII ELECTRIC TRAC-

TION COMPANY AND ASSOCIATED COMPANIES IN
THE BRITISH ISLES.

the conversion of tramways to clectric traction did not merely
enlarge the carrying capacity of the old systems, but greatly
enlarged the area over which the tramways systems should, in
the public interest, extend. With horse traction the limits of
each local authority were roughly the limits of economical
working. With electric traction the parish became a mere item
in a comprchensive system, which might extend over a whole
county.

It remained, therefore, for private cnterprise, in the face of
discouraging legislative conditions and the opposing trading
ambitions of municipalitics, to demoustrate to the public the
value of thosc exteusive interurban systems which clectric
traction had rendered possible.

The cfforts of private capital toward this cnd were directed
through two channels. In the first place, old tramway under-
takings (those approaching the cnd of their tenurce) were
acquired in the hope or the promise that the local authorities
concerned would defer purchase until the end of a certain
period, or grant a lcase to the company. In the second place
extensions arc promoted as links in a compreliensive system,
In both these operations private enterprisc was materially as-
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sisted by the opcration of the Light Railways Act of 18096, a
measure about which T shall presently say more, as it intro-
duced a new eclement of opposition to the extension of inter-
urban systems.

A TYPICAL EXAMTPLE

A typical example of the first method of procedure is afforded
by the development of interurban tramways in what is known
as the Black Country. This region lies to the north and west
of Birmingham, and is practically a congeries of towns occupy-
ing a total arca of about 100 square miles, and containing a
population in round numbers of about one million and a half.
The population of most of the towns is between 10,000 and
60,000; in the more densely populated parts the adjacent cen-
ters of congested population are so close that a stranger cannot
sasily distinguish where one town ends and another hegins, but
in the majority of cases a distance of onc to scveral miles
separates the densely populated parts. The district is, there-
fore, one in which the nceds of casy, frequent and rapid com-
munication are strongly felt.

Previous to the advent of electric traction these nceds were
most inadequately met by stcam railways and by tramways
which were worked in some cases by horse traction, and in
others by steam traction. The work which the British Elec-
tric Traction Company undertook when it began operations in
this district was two-fold. The existing tramway systems
were acquired, either outright or to the extent of a controlling
interest.  As alrcady indicated, their period of tenure was
drawing to a close, and it was therefore essential to obtain a
renewal of tenure in order to justify the capital expenditure on
conversion to electric traction. Conscquently, the second
operation was to obtain the consents of the local authorities to
the granting of leases or other powers to the various companies.

The policy of the company was, when these neccessary powers
were obtained, to clectrify the wvarious isolated systems and
weld them together into a single comprehensive system of inter-
urban lines with a uniform gage and under a single control.

Scparate agreements had to be arrived at with about a score
of local authoritics—a circumstance which outwardly gives
only a faint impression of the magnitude and difficulty of the
negotiations which the British Electric Traction Company has,
with almost uniform success, been conducting in this district
for tlie last six years. The word success, however, is applicable
only in a relative sense. Delay is inseparable from all negotia-
tions with local authorities; and the realization of the com-
pany's clearly defined aim has been deferred for this rcason
long past the time required from the merely engineering point
of view. Somec examples of the agreements actually arrived at
will illustrate the complicated nature of the financial and other
operations which had to be undertaken.

The lines of the South Staffordshire Tramways Company
form the nucleus of the Black Country system. They are
about 23 miles in length, and traverse the populous districts of
Walsall, Wedneshury, Darlaston, West Bromwich and Tipton.
The British Electric Traction Company acquired the majority
of the debentures of the South Staffordshire Company, but as
the latter was a “Statutory” company, working under definite
Parliamentary powers, it was unable to go beyond its prescribed
sphere and adopt clectric traction or to make new agrcemcuts
with lozal authoritics, or even to sell its undertakings, except
to local authorities under the provisions of the Tramway Act.
An act of Parliament was, therefore, promoted to grant power
1o the South Staffordshire Tramways Company to lease its lines
to a new company called the South Staffordshire Tramways
(lessee) Company, Ltd., formed for that purpose, and also for
the purpose of forming a link with the British Electric Traction
Company. The lessee company then mndertook the labor of
making fresh arrangements with the local authoritics con-

cerned.
These arrangements are fairly typical of those made when a
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local authority adopts the role of tramway owner and a com-
pany obtains a lease. The agreement with the Corporation of
Walsall binds the corporations to purchase the lines and equip-
ment within the burgh boundary from the South Staffordshire
Tramways Company, and to lease the same to the lessee com-
pany. An act of Parliament had to be obtained to confirm this
arrangement. The West Bromwich Corporation undertook to
purchase the tramways within the West Bromwich area, to re-
construct and equip them with electric traction, and thereupon
lease them to the South Staffordshire Lessee Company for a
period of twenty-one years. Under the agreement with the
Darlaston local authority, that body agreed to defer the exercise
of its power of compulsory purchase for a period of seven years,
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efforts was to obtain sufficient security of tenure to justify the
conversion to electric traction of the whole network of lines.
Obviously, from the nature of this welding process, any physical
break in the continuity of the arrangements would prevent its
proper realization. The only hiatus of this kind with which.the
company has been confronted was caused by the deliberate
isolation of the Wolverhampton Corporation. That body has
never betrayed any adequate appreciation of the benefits of
mutual intercommunication between neighboring tramway
systems; and besides refusing to adopt the policy which neigh-
boring local authorities found most consistent with the public
interest, that body has placed a physical barrier in the way of
intercommunication by adopting a surface-contact system in
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TIE BIRMINGHANM SYSTEM

Another system whichh was acquired for reconstruction to
clectric traction in a somewhat similar way was that of the
dirmingham & Midland Tramways, Ltd., whose lines connect
The British
Electric Traction Company purchased the majority of the
shares of this company. which held two tramway orders dated,
respectively, 1881 and 1883. Several local authorities were
concerncd in this system; and with two of them—Smethwick
and West Bromwich—similar leasing arrangements to those
mentioned were concluded.  With the local authorities of
Rowley Regis and Oldbury it was arranged that they should
defer to exercise their powers of purchase for a pcriod of
twenty-one years from Aug. 11, 1902.

The South Staffordshire and Birmingham & Midland sys-
tems converge at Dudley, from whicl: point continuity is
maintained by the Dudley, Stourbridge & District Electric
Traction Company’s system. The British Electric Traction
Company purchased the majority of issued shares of the Dud-
ley Company, converted its lines from steam to electric traction,
and undertook thc necessary negotiations with the local
authorities. Several of these hodies agreed to defer purchase
until 1921, and the Dudley Corporation retained the right of
purchase in 1902, undertaking thereafter to lease the purchased
lines to the company.

In addition to reconstructing old steam lines in this part of
the county, the British Electric Traction Company undertook
certain extensions with a view to increasing the area of opera-
tion of the comprehensive system, The general object of its

Birmingham in a fairly dircct route with Dudley.
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place of the overhead system adopted on all other lines in the
Black Country network. Three of the network lines converge
toward the Wolverhampton boundary, but further than that
iine they are unable to carry their passengers, who must change
cars at a merely artificial division line, undergoing an incon-
venience which has no compensating benefits. But not even
the experience of this comparative isolation has induced the
Wolverhampton Corporation to take a business-like view of the
situation. It seews to have committed itself at one and the
same time to the surface-contact system and the policy of ab-
solute exclusion.

This rough outline of the methods adopted in the Black
Country to organize a large system of interurban tramways
does not convey an adequate notion of the difficulties—mainly
of a diplomatic character—which have to Le overcome. Each
local authority had to be separately considered, its opinions,
its prejudices, and its ambitions, carefully studied. Each of the
local authorities, it should be remembered, had the absolute
power to veto any scheme of the tramways company for the
renewal of tenure, and each of them had to be separately per-
suaded not to use this power. Could these deta’led negotiations
have been avoided, I repeat, the uniform electrical operation of
this whole system would now be an accomplished fact. The
necessity of these negotiations has delayed progress to such an
extent that part of the system is still worked by steam, while
other portions are only now passing through the reconstruction
period. (To be Continued.)

The last reminder of Boston’s old street car system was
taken away a few days ago when the long-unused horse car
tracks on the Back Bay end of Dartmouth Street were t¢-
moved,
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A COMPARISON OF STEAM AND ELECTRIC RAILWAY
RETURNS

BY H. D. EMERSON

To all who are interested, either in the financial results from
or the operations of electric railroads, the United States Census
Office bulletin, giving the income account of the street and
electric railways of the United States for the fiscal year ended
June 30, 1902, is of particular interest. This is the first com-
plete tabulated statement of the doings and the earnings of the
electric railroad systems of the United States. The develop-
ment of the business of transporting passengers on railroads
whose power is distributed by electricity, has occurred prac-
tically within the past decade; and while it has been demon-
strated in innumerable cases that at present rates charged the
business is exceedingly profitable, no complete summary of the
situation, demonstrating conclusively the financial soundness
and the certainty of profitable income, has been given us before
this report.

The bulletin just issued gives certain extremely interesting
and valuable figures and statistics, although the most inter-
esting and valuable figures which it could give are accentuated
by conspicuous absence. We refer, of course, to the income
account of the individual corporations. If this had been in-
cluded it would enable us at once to pick out the profitable
properties, and eliminate those which are, or will continue to be,
unprofitable either through bad location, bad management or
bad financiering.

The total of the income account of all the companies is given,
and it is given in such form that for the purpose of discussion
it may be considered as is a report of a single corporation, for
example, the Pennsylvania Railroad. The following table gives
the comparative items as given in the report, for all the elec-
tric railroads of the United States, a total of 817 companies,
operating 16,651 miles of line, or 22,589 miles of track, con-
densed and rearranged and compared with the report of the
Pennsylvania Railroad System for the year ending Dec. 31,
1902. Measured as “track” the mileage does not differ greatly:

Electric

Pennsylvania Railroads of

System United States

Miles of line (not track) operated.. 10,783 16,651
Gross €arnings .........eevvenien.n. $219,840,864 $247,553,099
Operating €Xpenses ................ *152,220,271 142,312,797
Net earnings ......ccovvievieiennas $67,629,502 $105,241,402
B ther ncome ot o s . 106,254,710 2,050,628
(GEOSS) ITICOINE 512 e e 6121 45k 3'e 5's s 5y es $83,884,302 $108,192,030
Charges ...«:.cinsmisiiaizsmssassin 39,323,180 *27,505,053
ISUGDIVST 5 i s 5170 <o iy e it s i e 255 8 $44,561,122 $30,506,977

* Includes taxes.

Two important items are made conspicuous by this com-
parison, the first being the less proportionate cost of operation
of the electric roads, and the second the greater proportion of
gross income required to pay fixed charges.

Further, the arrangement of the various items as given in the
above table tends materially to deceive the actual situation.

Electric

Pennsylvania Railways
Gross earnings .............oiiiunn $210,840,864 $247,553,000
Operating expenses and taxes....... 152,220,271 155,391,496
Net earnings .....vviviivnnennn... $67,629,502 $92,162,503
e IncOmen e o s 16,254,710 2,050,028
(GTOSS M IICOMIC. - o sais e ms s sssismsonsn s $83,884,302 $05,113,131
Charges .......ccvviiniiunnninn. . 39,323,180 64,516,154
ST conwae e oo s R, $44,561,122 $30,500,977
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The Pennsylvania report includes taxes with operating ex
penses, but the electric railroad report includes taxes with
charges. Without entering into the question as to which is the
proper place to put this item we can arrange them both on the
same basis, as shown in the second table.

The disproportion in the cost of operation is reduced under
this arrangement of figures, although the percentages of cost
of operating expenses to the gross receipts still remains in
favor of the electric railroads.

The question of operating expense and the proportion of
operating expense to gross earnings, is one which has agitated
the minds of the students of railway operations for a number
of years past, almost to the exclusion of the consideration of
other equally important questions. For a time it was a fad,
especially in New York, for financial writers to make final
determinations as to the efficiency of the management of a
corporation by comparing the operating ratio and the operating
ratio alone. But at the present time it is admitted that every
railroad property, owing to its location, its construction, the
physical and geological conditions of the country through
which it passes, and the climatic conditions which must be con-
tended with, has its own particular, economic ratio. And that
it is extremely dangerous, and oft-times leads to error to laud
one management and condemn another because of apparent
discrepancies in operating ratio. In the case in hand, it is a
notorious fact that the Pennsylvania Railroad is over-operated;
that is, betterments which are properly chargeable to capital
account are included in operating expense, which naturally
reduces the ecarnings or profits proportionately. And in the
same way it must be admitted that the cost of operation, as
shown by the electric lines, is undoubtedly lighter than a con-
servative audit would show. Unquestionably there are many
trolley companies which include in their expense accounts only
such charges as are absolutely necessary for the actual opera-
tion of the property, and as plant and equipment is all com-
paratively new, depreciation, or its equivalent, proper natural
up-keep, is omitted. If to the total operating expense, as
shown in the electric railroad column, be added the proper
percentage for depreciation and renewals and repairs of power
stations and rolling stock, such amounts as will have to be
expended annually in a few years, undoubtedly the operating
expense of the electric railroads would be materially increased,
so the disproportion in these two items will be materially
lessened.

Other income has no particular bearing on the question
either way, except as it indicates the financial strength of
the corporations. Illustrating this proposition, we can de-
duct income from the fixed charges, which would leave us
approximately $23,000,000 for the Pennsylvania and $75,000,000
for the electric railroads. This latter item, the item of fixed
charges, is the all important question in the proposition. The
financiering of any corporation should be along such lines as
will make the securities of unquestioned merit, and to meet this
demand the income of the properties underlying the bonds must
be sufficient to prove that, given the minimum probable gross
earnings and the maximum possible operating expense, the net
earnings will be more than sufficient to meet the fixed charges.
In the case of the Pennsylvania there is no question as to its
ability to earn, even after a material decrease of gross receipts,
its charges and have a surplus left for its stock. In the case of
the electric railroads the proposition is not as clear or as
positive. In making up the table above the figures have been
used as given in the income account for thé ycar ending June
30, 1902. But in another table the census report gives the
interest charges on the outstanding indebtedness as $43,500.000,
as against $38,000,000, as included in the table above. This
would make an increase in the total charges per annum of
$7,500,000, and would reduce the surplus after charges to $23,-

000,000. Of course, in figuring this way it must not be for-
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gotten that the Pennsylvania Railroad is the product of the
ablest engineers and the ablest financiers working in harmony
for a matter of fifty years, and that undoubtedly mistakes have
been discovered and errors have been rectified. On the other
hand, our electric railroads are really developments of the last
decade, and it may be said without animus that a majority have
been built by inexperienced engineers and financed by ama-
teurs, and some are undoubtedly over-capitalized.

And this brings up the question of capitalization. The
capitalization, as reported for the electric railroads, amounts to
$2,300,000,000; divided $1,315,000,000 stock and $992,000,000
funded debt. The Pennsylvania Railroad Company has at the
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TICKETS AND TRANSFERS USED IN DENVER

The Denver street railway system uses a large number of
tickets and several distinct transfer slips. Each ticket is of
special design and also has a distinct color so that it may be
easily recognized. Several styles of tickets used on these lines
are represented in the accompanying illustrations. They may
be classified and described as follows:

(1) Half-fare ticket, sold at 214 cents each in books of ten
and twenty, for children under 12 years of age; good on all
lines and at all hours.

(2) Straight s-cent fare ticket, sold in books of fifty and one
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FIG. 11L.—EMPLOYEE'S TICKET

present time $300,000,000 stock and $140,000,000 bonds, but to
this latter should be added at least an equal amount repre-
senting the indebtedness and outstanding securities of sub-
sidiary corporations. The total amount of capital issued
against all of the various Pennsylvania Railroad subsidiary
companies is, of course, much larger than these figures would
indicate, and undoubtedly approximates somewhere near the
billion-dollar mark, but for the purposes of comparison they
should be eliminated, because held by the Pennsylvania Rail-
road Company or its subsidiary companies, or as in the case of
guaranteed rentals of leased lines or guaranteed stocks are rep-
resented by the charges included in the table above. As far as
the public is concerned the Pennsylvania Railroad Company, in
effect, could distribute to 1ts stockholders at least three-fourths
ol the surplus income shown above, or, say, a dividend of 10 per
cent on its present outstanding capital stock of $300,000,000.
and still have a surplus left. On the other hand, the electric
railroads last year could have paid out $30,000,000. which is a
little over 2 per cent on the outstanding stock. But if we
deduct the fixed charges. as shown in the report, as indicated
for the present year, the surplus earnings applicable to stock
account is equal to 1.8 per cent thereon. This showing, how-
ever, of 1.8 per cent for all of the stock issued against the
trolley lines of the United States, after deducting all of the
charges, is most excellent, when comparing an industry of
under ten years growth with a corporation which has been over
half a century in building.

Included in the total of the 800 odd companies are many
which are not at the present time earning their fixed charges,
and their obligations included in the general summary un-
doubtedly materially reduce the surplus applicable to the
profitable corporations. It is inevitable that reorganization,
either by means of foreclosure or amicable adjustment of
capital stock, will cut down the total bonded indebtedness of the
electric railroads and diminish the outstanding securities.
When, in the course of the next two or three years, these neces-
sary financial readjustments and the new scientific expert man-
agement which is being acquired by many corporations in-
creases profits, trolley line and electric railroad securities
should take a place second only to the securities of the great
trunk lines of the United States, which are the best managed,
strongest, most profitable and most stable corporations in the
world.

FIG. 12 TRANSFER ON DENVER SYSTEM
hundred; used as convenience and also purchased to some
extent by residents who make presents of the books to their
friends and visitors.

(3) United States Army tickets, purchased by quartermas-
ter’s department, at IFort Logan, at full rate, and given to
soldiers.

(4) Special ticket for various uses.

(5) Policeman’s ticket, issued to chief of police.

(6) Special limited ticket, good between 6 a. m. and 7 p. m.
on week days; purchased at full rate by employers and pre-
sented to their employees.

(7) Complimentary ticket, issued in books of 100; books not
renewed oftener than once a month.

(8) Commutation tickets, purchased at 5 cents, and good
for transferring to and from the Cherrelyn car line, south of
Denver (known as the line where the horse rides down hill on
the car).

(9) Trainmen's wives’ tickets, issued gratis every month, in
books of sixty tickets, to cach motorman and conductor who has
wife or housekeeper dependent on him; month and year
punched before issuing ; can be used any time during the month.

(10) Employees’ tickets, issued in books of sixty-two, for
two rides each day of month; used principally by shop men.

(11) Employees’ Tickets.—There are several classes of these
tickets, and they are issued in blocks to foremen and superin-
tendents, who punch the day and hour and issue them to their
men for transportation between their work and their homes.
White tickets are good only in the morning, and pink tickets
only in the afternoon. A heavy red numeral, printed on each
ticket, indicates the department (track, line, etc.) to which the
men belong. The company found that the use of passes or
badges was abused by such employees and record was kept of
the traffic. By the use of these tickets an accurate record is
kept of the traffic, and as they are issued with a limit of time
necessary for the employee to reach home, or to leave home and
reach his work, the men are not so apt to loiter or spend time
at saloons before going home. "

(12) New Form of Transfers.—Formerly the transfers were
punched so that they were good for 30 minutes after time of
punching. Now the conductors punch the maximum time limit,
allowing not more than 2o minutes from the time the car is due
at the transfer point. The name of the car line is printed on
the ticket in red ink, and all the lines to which transfers are
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given are arranged in alphabetical order for the convenience of
the conductor in punching the transfer line. Blocks of these
transfers are issued each morning to the conductors at the
barns, the month and day being stamped beforehand. The con-
ductor punches the transfer line in the a. m. or p. m. column
and the minutes after the correct hour. These transfers have
proved very popular and quite satisfactory. At first on the
back of the ticket was printed instructions and advice to the
passenger, but the company has now sold the privilege of using
the back of the transfers to the “Seeing Denver” concern,
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The elimination of losses in units of time, fuel, brain energy
—in short, every possible leak in operation, is thus a problem
of tremendous importance. Success or failure in its solution
appears in the declaration or passing of dividends at semi-
annual and even quarterly times of coupon shearing. The op-
portunities of watchfulness in this direction are so extensive
that time and space permit only suggestions of what may be
done with one instrumental method, that of the card system in
street railway work.

Reference has been made before in these pages as to the
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SPECIMENS OF TICKETS USED ON DENVER TROLLEY LINES

which is distinct from the tramway company. Under the new
arrangement the net cost to the tramway company of printing
the transfers is but one-third what it was formerly.

. :
THE CARD INDEX IN ELECTRIC RAILWAY WORK

The reduction of operating expenses by the employment of
labor-saving methods and devices is to-day receiving attention
in every industrial field which can rightly claim to be pro-
gressively worked. The results of such improvements in busi-
ness machinery are well exhibited in those spheres of activity
which are carried on by transactions in small units, and which
are susceptible to detailed analysis in quantities not too large
for the imagination readily to grasp. Especially is this true
in manufacturing industries.

Broadly considered, an electric railway system is but a vast
machine for the manufacture of transportation, capable of
turning out an enormous product in passengers carried per
week, and operated by the concentrated energy of many indi-
vidual units. Its revenues are to a great extent functions of
the 5-cent piece, and its expenses, when properly dissccted,
resolve themselves into even fractions of a cent per unit output
or per car-mile.

value of the card catalogue in indexing engineering literature.
By extending the idea to small and large envelopes, classified
alphabetically or decimally, clippings and notes can be found
when needed, almost in the space of a dozen seconds. A vast
amount of information strays into and out of a manager’s
office each week. Much of it is worth keeping. When informa-
tion is wanted in street railway work it is usually needed at
once, and if the particular item required is hidden away in a
non-indexed bunch of papers or overlooked note book, many
minutes are usually the price of forthcoming, if, indeed, it is
found at all. Thus, at ten minutes before six some evening the
manager calls for an editorial which appeared a few weeks back
in the leading morning paper, in regard to an extension which
lie is to discuss at seventy-thirty before the City Council, it is
in his hands inside of a half-minute if it was filed in proper
season in an indexed envelope covering that extension; but
if it was not so filed, a weary quarter or half-hour is in store
for the manager’s secretary, who finally locates it, securely
tucked away in a box marked “miscellaneous.”

A former employee of the company is arrested for forgery
in another city. Certain facts regarding his habits are re-
quested from the general manager by long-distance telephonec.
In less time than it takes to write it the superintendent of
transportation has the man's record card upon his desk, and is
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dictating a letter to confirm his quickly-furnished information.

The coal bill of one of the outlying power stations suddenly
begins to increase. Immediately the question of output and
previous coal consumption, both in total and per kilowatt-hour,
arises. The superintendent of motive power turns to his card
cabinet drawer and the history of that station for months back
is at his finger tips. No nerve-wearing efforts to remember just
where the particular items sought are hidden away, no loss of
clerk's time in hunting for the elusive figures, no loss in keep-
ing the station records while the record book is being consulted
—all these time and energy-wasting methods are relics of the
past.

The purchasing department receives a dozen quotations on
thirty barrels of oil. Before the contract is awarded the price
per barrel, delivery and terms of payment of each bidder in a
proposition made by him three months before are wanted. The
card index immediately locates the awarded previous contract,
and specifies the numbered compartment in the filing case which
contains the original proposals.

A damage suit is instituted against the company by persons
claiming to have been injured on one of its cars in a collision
with an express wagon three weeks before. The claim depart-
ment at once requires full information as to the number of
passengers carried on the trip when the accident happened, the
addresses of witnesses, weather, speed of the car—in brief,
every possible fact bearing upon the event. The reports of the
various motormen, conductors, inspectors, police officers who
saw the accident, and even photographs of the street where the
casualty occurred, may be invaluable to the company’s defense,
and their speedy collection is but a matter of seconds, if they
are properly filed and indexed on the card system. Not many
years ago a Bostou car ran away on a moderate grade, dashing
into a market, and more damage suits were instituted against
the company, it is said, than the register showed passengers on
the car. The importance of having detailed records in ac-
cessible files could be instanced in hundreds of cases where the
opportunity to mulct the company has been thought too good to
be iost by the not always over-scrupulous general public.

Another instance of the usefulness of the card system appears
in the filing of photographs and lantern slides. During periods
of new or reconstruction it is always desirable to make liberal
use of the camera when possible, and the proper putting away
of plates and prints is an important consideration if they are
to be promptly found when wanted. It is easy to forget just
what phases of the work have been photographed as well. On
large roads it is sometimes the practice of prominent officials to
give illustrated lectures, when requested, at various gatherings
of church organizations and other social bodies, and the same
treatment in indexing may as readily be given to lantern slides
as to plates.

The cost of new work, especially in the engineering depart-
ment, is often an uncertain quantity when details are con-
sidered. The comparison of original estimates with actual
construction cost is so instructive that every means of analysis
which can throw light upon how the details worked out on the
ground is extremely valuable. In a large company the field of
usefulness in this direction is well nigh inexhaustible. The
causes of change from original design and the resulting effect
on expenses in construction, the amounts paid for labor and
material, the times which each part of the work required for
completion and any unusual circumstances present are all
amenable to the best methods of filing data by which the card
system can effect economy in time, work and expense.

On many roads it is necessary to keep track of the length of
service of the uniformed employees, in order to correctly award
the increased pay and uniform service stripes which mark the
length of the different periods of employment by the company.
The task can be done with the utmost ease by providing a card’
for each employee concerned, which gives the date of his enlist-
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ment in the ranks, and by its color indicates either the year in
which he was employed or the year in which his next period
expires. The use of cards alphabetically arranged has been
in considerable use for some time in the employment offices of
different street railway companies, and experience has demon-
strated the advantages of being immediately able to examine
applicants’ records when new men are under consideration.

The application of the card system to the operation of elec-
tric railway car and machine shops is bound to grow in favor as
the all-around usefulness and wide scope of the method become
tecognized. Records of painting and car repairs, renewals of
wheels, lamps, brake-shoes, tire turnings, mileage, carpentry
and blacksmith work may be kept absolutely up to date and con-
stantly at hand for immediate consultation. In the electrical
department breakdowns of car equipments, generators, feeder
and transmission system, the insulation of underground cables,
special tests and investigation, may all be usefully and con-
veniently classified in this way.

In the traffic department there is scarcely any limit to the
flexibility of indexing records, which may, if care is not used,
become in detail minute to 2 burdensome degree.

It is upon this possibility of flexibility that the danger of
overdoing the applications of the card system depends. It is
difficult to know just where to draw the line, but a sound,
general principle is to make the fact which is filed as far as
possible its own index, as it is usually a waste of time to copy
data once properly classified. The danger does not lie so much
in widely applying the index as in carrying each card catalogue
too far in one particular direction. It is safe to say that no
single method of classifying can apply to all kinds of data, and
that note-books have their proper place, but even these should
preferably be made up of removable leaves alphabetically or
decimally arranged. Nor should a company, whose cards are
printed to satisfy its own operating conditions, feel that im-
provements in the cards are not constantly in question.

If the possibilities of excessive indexing are kept in mind the
three great advantages of card systems are irrefutable. The
fact that in every department information may be kept up to
date at all times, coupled to the remarkable certainty and speed
with which the requisite data may be obtained at low or reason-
able cost, render the card system one of the most efficient
mechanisms of modern industrial life, and its extended appli-
cations to electric railway work are only questions of time and
appreciation. In shop, drafting room and office it is bound to
become, in some form or other, an indispensable piece of

furniture.
*Po———

THE PROJECTED LINE BETWEEN ITHACA AND AUBURN, N.Y.

The plans for building the proposed interurban electric rail-
way between Ithaca and Auburn, N. Y., have progressed to the
point of taking out a charter for the road under the title of
the Tthaca & Auburn Electric Railway Company, capitalized at
$1,000,000. The preliminary work has been going on for
months, and it is said that even the system of power distri-
bution has been worked out. Unofficially, it is said that the
main generating station will be located at Lake Ridge, and that
sub-stations will be built at Auburn and Ithaca. A company,
to be known as the Ithaca & Auburn Construction Company,
is to be organized to build the road, and the work of construc-
tion will be under the direct supervision of A. P. Colegrove, of
Philadelphia. The road will enter Auburn at Genesee Street,
making connections with the local lines. Entrance to Ithaca
will be made by way of Tioga Street.

The officers of the company are: Isaac P. Hazard, of Poplar
Ridge, president; Dexter Wheeler, of Poplar Ridge, vice-presi-
dent; Edwin B. Mosher, treasurer ; Sherman Collins, of Ithaca,
secretary. An executive committee consists of Sherman Col-
lins, chairman ; Isaac P. Hazard and Edwin B. Mosher.
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MINOR CAR REPAIRS

BY A. O. CARPENTER

In car repairs there are usually several right ways of per-
forming the work. They may be all equally good, judging from
the mechanical standpoint, in strength and cost, but vary only
in the question of the time. Where other reasons have equal
weight the decision between two methods ought to be governed
by the time in which the work can be performed.

The following notes in regard to the practice on the old
“West End” shop will be of interest in this connection:

“A large portion of the injuries to car bodies are caused by
blows upon the cnds or corners of the vestibules, due to col-
lisions, and naturally the guard rail suffers. In its repair there

1
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TIG. 1..—BOSTON METIIOD OF REPAIRING GUARD RAILS

is a slight deviation in Boston from what is usually considered
standard practice.

A long scarf joint, while very neat, is lacking in longitudinal
strength. If the belt rail is to be repaired a ship splice is used,
Lut, as shown in Fig. 1, one of the parts is made much wider
than the other so as to give as much end to end contact as pos-
sible. Repaired in this way the new piece is almost as well able
to resist an endwise blow as the original rail. Of course, this is
not as neat as the standard scarf joint, but neatness cannot well
be urged as against strength and durability.

In Boston dashers suffer severely. The narrow streets and
short curves make it impossible to use projecting buffer beams.
Hence, dents and dimples are constantly on the list of repairs.
It has been found, however, that by using jack screws or
hydraulic jacks these can be taken out without removing the
dashers from the car, and usually without any necessity for
repainting beyond a simple touching up. When a dasher is
straightened by heating several days are required for repaint-
ing even when the work is hurried. The time and cost of re-
moval and the cost of painting is saved by the use of the jack,
and the delay to a car amounts to hours instead of days. The
saving in money is considerable on a large road, and on smaller
roads with a hmitcd number of cars the advantage is often
greater.

On some of the roads now forming a part of the Boston
clevated system there are many cars which were built without
diagonal bracing. They belong to a time when the need for
diagonal strength was not greatly felt, but new conditions have
brought out the need for this strength. All the cars are now
being fitted with vestibules. When these are in place a slight
blow, for example, from a loaded truck breaks or takes a
splinter from a vestibule corner post. The rcpair is, of course,
simple and quickly and easily made. The car is apparently un-
injured, and upon inspection it is usually found that the win-
dows and end doors work perfectly, that is, all except the out-
side door diagonally opposite the injured post on the other end
of the car. This, perhaps, refuses to be shut by three-sixteenth
of an inch, and it has to be taken off from the stile.

This is almost a daily occurrence, and shows, of course, that
the car body is “out of square” to that extent. No one would
have suspected any damage to the frame as there was no other
sign of injury, and such slight distortions passed unnoticed
until the introduction of vestibules.

The lesson is one that should be studied by those who are
building large, heavy cars, depending upon the cross-framing
alone to hold them square. Blows upon corners which do not
scem to be of any great forece will cause trouble at vestibule

doors. Probably, when the frame is once distorted and the
joints breken it will yield to the next blow much more easily.

One of the important principles upon which all work is cou-
ducted in the Bartlett Street shops is to “save the use of the
rolling stock.” Every car is needed and every car, as far as
possible, should be carning money. The cars are kept in the
shop the shortest possible time, and in inaking repairs that
method is selected which will produce the strongest and most
durable job in the lcast time.

In building new vestibules which are to be applied to all old
cars standard lengths cannot be exceeded. Buffers cannot
have a greater projection than heretofore, nor is it possible to
move the dasher forward so as to have a straight front. The
upper part of the vestibule then projects because the dasher
cannot be moved sufficient to accommodate the brake handle,
and on top of it a wide bottom board or shelf is used to form
a base for the vestibule. Blows from the overhanging loads of
trucks and market wagons frequently split this board. Usually
lag screws can be so placed as to hold the parts together and
save the renewal of an expensive piece of timber. Of course,
no onc likes a lag screw or would recommend its use; yet a lag
screw, properly driven home in a hole of the right sizc, makes
one of the best known connections for wood. The “rub” comes
in getting the hole to fit the “wire” of the screw and in giving
the screw just the right number of turns. One or two turns
too much and a wire nail is about as good as a lag screw.

Much of the original designing for the old West End Com-
pany, and a grcat deal of that for the Boston Llevated, has

.
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FIG. 2. (ROSS SECTION SHOWING ROOEF BOARDS

been made with a view to making repairs easy and cconomical.
Some of the peculiar details are simply the result of long ex-
perience.  Those who have built cars for this system will re-
member the stress that is always laid upon the finish at the
edges of both the upper and lower deck. The roof board, in
such cascs, projects, and the half-round moulding covering the
canvas is placed under it instead of on its edge, sce Tig. 2.
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This engraving shows a cross-section of the raised roof as
well as a section of the lower deck aind the plate.

In many of the common systems of finish the roof board is
flush and the half-round covers it, forming a finish at the edge
of the roof. This looks neat, but there is a vertical joint ex-
posed to the water, and if the external paint is cracked the
water finds its way into the bare canvas, and so on to the wood
of the frame. In the case of the main or lower deck the water
gets an easy passage to the heads of the post. A little decay
at this point soon ruins the whole structure.

By adopting the arrangement shown in Fig. 2 the roof board
projects, and the edge of the canvas is held under’it by the
half-round moulding. A drip is formed and nearly all the
water drops clear without passing under the joint. From the
same engraving it will be scen that the water table is formed
with an edge so moulded as to give a drip and prevent the
water from following the under side. The value of these de-

tails is shown by the complete freedom which the cars have
from decay in and about the head of the post.

Strect Livita Jovral

FIG. 3.—COMMON FORM OF DRIP.

In Fig. 3 we have another form of drip which has been ex-
tensively used and has some good features. As long as the
canvas is intact the water is carried away so as to drip out-
side the joint. Its defective feature is that the roof board does
not come down to the drip without a joint.

One of the common troubles with electric cars is the en-
trance of the water at the end vestibule sash in the roof. Tt
was a serious matter with the old horse car, but is worse with
electric cars on account of the higher speed. When water
goes through the inside finish at this point it reaches the
whole end frame, including the corner post. Making the end
sash on each side in the roof stationary would be an effective
remedy. On surface cars of the Boston Elevated the hood is
given an unusual cross projection so that the opening is 14 ins.
back from the edge of the upper deck. Another notable de-
parture from common practice followed in Boston is the use
of wide boards at the edges of the roof. This is properly a
precautionary measure by which water is kept away from the
framing if the canvas should become damaged.

Another notable feature of these cars is shown in Fig. 4.
It is the absence of corner plates. Although much advocated

STREET RAILWAY JOURNAL,

[VorL. XXII. No. 6.

by some builders they are not always an unmixed blessing.
When badly bedded moisture enters behind them and the
whole corner of the ear is destroyed beyond repair. Not only
is the post spoiled, but the plates and headpiece become spongy.
For this reason a plain bracket has proved safer than the more
elaborate plate with its numerous pockets for water.

To argue against brass or bronze for the trim of both open
and closed cars puts one in the “way back class.” He who
advocates malleable iron is set down as penurious or old fogy.

FIG. 4—ELIMINATION OF CORNER PLATES.

When a large number of cars is to be kept in order brass or
bronze is, in more than one way, expensive. In the Dudley
Street shops the preference is decidedly in favor of malleable
iron, and with the best of reasons. At the end of the season,
when open cars go into the shops for repairs, the bronze trim
looks not better, if not worse, than the painted iron; often it is
very much worse. Most of the trim must come off and go to
the brass shop for refinishing. To get each piece back upon its
own car, in its original place, is out of the question. Screws
do not fit. and those portions secured by wood screws are not
nearly as firm as when they were first set. These seat braces
are especially apt to work loose. FEach time the pieces come off
larger sizes of screws are needed, but the holes in the metal
put an end to larger screws after a few changes.

Painted malleable iron trimming does not need to be dis-

turbed. WWhen painted it is as neat as bronze and very much
cleaner. Since it is never removed the car is, in the end, much
stronger. The cost of putting the malleable trim in shape at

the end of a season is a small item compared with that of re-
finishing bronze, and, as there is a considerable advantage in
first cost and a less liability of theft, it must be confessed that
the arguments in favor of iron are strong and appeal with
special force to roads having many cars.

EXPANSION OF THE INDIANA UNION TRACTION COMPANY

From the press reports received from various points in
Northern Indiana and Chicago, it is evident President George
F. McCulloch, of the Indiana Union Traction Company, is
carrying on negotiations which mean an extensive addition
to that company’s large network of interurban lines and an
ultimate entrance of that network to Chicago. Indeed, many
who are in a position to know believe that in the course of a
few years the Indiana Union Traction Company will operate
the greater part of the Interurban mileage in a territory be-
tween Indianapolis on the south and Chicago on the north.
There are several roads by which the Indiana interurban net-
work might enter Chicago. Two of these, the Calumet and the
Chicago Electric Traction, are in receivers’ hands, and it is
understood that several offers have been made for the pur-
chase of them recently.

.
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TRACK-LAYING MACHINE

An interesting scene along the route of the Denver & North-
western Railway is shown in the accompanying illustration,
reproduced through the courtesy of “The Rocky Mountain
News,” of Denver. In the foreground is seen a Roberts track-
laying machine in operation on the new Moffat Short Line.
Back of the machine stands the Denver City Tramway Com-
pany’s new private or chartered car, illustrated in the STREET
RA1LWAY JoURNAL, of June 20, 1903. A party of Denver out-
of-town guests, at the invitation of W. G. Evans, president of
the tramway company, made a trip over the Northwestern line
and stopped at the track-laying scene, a short distance beyond
Arvada, to inspect the operations. The machine had been in
operation only two or three days, but was proceeding at a speed
of between 1 mile and 174 miles a day. Later it is expected the
speed of the machine will exceed 2 miles a day.

In laying a mile of track over 300 tons of material is handled
by the machine, and placed directly at the point where it is
needed and where it will require the minimum amount of
handling by laborers.

Among those in the party were S. M. Perry, president of the
Denver & Northwestern Railway; John A. Beeler, vice-presi-
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nol's paper, is quite interesting, as the division of the items is
more comprehensive than most tables of similar character:

Total cost per kw-hour for generating energy:*

Cost in

Total Charges for Fuel: pence
Capital charges on cost of land for siding........ 0.003
Capital charges on cost of bunkers and siding. ..... 0.010
Capital charges on cost of automatic weighing..... ‘ pun
Capital charges on cost of machine and stokers.... 0.006

Annual charges for maintenancc and repair of above. 0.002

Cost of fuel used. .....oviiniie i, 0.140
Labor and energy handling coal trains, and cost
of terminal charges.............coovivinnnn.. 0.008
Labor and energy for stOKing. ...::a:wssm msmssns 0.018
Labor and energy for disposing of ashes.......... 0.007 0.194
Total Charges for Steam Plant:
Capital charges on cost of boilers................. 0.017
Capital charges on cost of feed arrangements.... 0.007
Capital charges on cost of superheaters and
€CONOIMIZEIS v vvveee cneoanceesanetantesasssoes 0.003
Annual charges for maintenance and repair of
£+110 (03 SN RO (PR P 0.011
Labor and material for cleaning boilers and flues. 0.007
Cost of feed-water used...........cvoviiiiinn.. 0.010 0.055

Total Charges for Electric Plant:
Capital charges on cost of engine and dynamo
THAIIE oo s« om0 5 o o 325 5 50 508 681 B a5 s RS S S S MB 3 18 0.068

TRACK-LAYING MACHINE EMPLOYED AT DENVER

dent and general manager of the Denver City Tramway Com-
pany; Charles J. Hughes, Jr., attorney of the Denver City
Tramway Company; United States Senator Henry M. Teller;
Edgar G. Cross, of Philadelphia; Mr. Nicholson, of the Nichol-
son File Company, Providence, R. I.; Charles D. Kinney, an
Ohio traction man, and several officials of the Moffat Short
Line and the Colorado-Utah Construction Company, which is
building the railroad. The party rode the length of the electric
line and inspected the coal mines at Leyden.

— o
COST OF POWER AT NEWCASTLE-ON-TYNE

At the eighth annual convention of the Incorporated Munici-
pal Electrical Association of Great Britain, A. E. L. Rossignol
presented a paper regarding the cost of power. Mr. Rossignol
is the general manager and engineer of the Newcastle Corpora-
tion Tramways, and the data given was obtained in connection
with the erection and operation of the Corporation’s power
station.

The table given below, which was embodied in Mr. Rossig-

Capital charges on cost of switchboard and con-

MECHIONMS trt ittt e e i e et i 0.007
Capital charges on cost of battery and booster. .... 0.031
Annual charges for maintenance and repair of
G e R ey 0.021
Labor running engines. ..........ooviiiiinenan... 0.035
O1l waste and. StOreS. s wsms s s s smswswns asssssonss 0.020
Storekeeper and clerking work................... 0.006 0.188
Total Charges for Condensing Water:
Capital charges on cost of surface condensers..... 0.007
Capital charges on cost of pumping station and
PIDES tetitteet et e e e 0.024
Annual charges for maintenance and repair of
ADOVE i e e e e e, 0.006
Labor running pumping station................... 0.009
Energy for running pumping station.............. 0.010 0.056

General Charges on Undertaking:
Capital charges on cost of land for power station.. 0.034
Capital charges on cost of foundations for power

STATION. & camianrsies 5s s b s 55 ko s 0 81 8 5 05 5 90 05 2615 0.027
Capital charges on cost of buildings for power
Station : «ssssemsswsssns o amsess “ i iiE £8EEae 0.089

* This estimate of cost is based on an output of 7,000,000 kw-hours per
annum.
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Labor charges on cleaning and maintenance of

¢INERAE 516800030050 BEE 6B 00 30 50 9050 G0 GO AL 0% 0.007
Engineering superintendence of plant............. 0.040
Management and office expenses, if run as a

SEDATATC CONGCETIN & :mumss ooniseie s ot fsmames o 0.035
Rates, taxcs and other charges.........covvuenn.. 0.069 0.301
Total charges of all kinds.........coviieninnnnnn. 0.704 0.704
Depreciation and reserve fund.................... 0.086 0.086
Total cost per kw-hour. ......c..ooviiiiiinvnn... 0.8%  0.830

—— P ————

DISTRIBUTION SYSTEM FOR SWITCHING YARDS

One of the most serious problems in the eleetrical equipment
of a suburban division of a trunk line steam railroad is that of
the supply of eurrent to the motor ear or loeomotive in the
switehing yards. The third rail is generally reeognized as the
ideal method of eurrent distribution on straight track, but the
danger of a eomplieated third-rail system in a switehing yard,
such as would be required if this method of distribution was
cmployed in such places, has made most engineers loath to
recommend it. On the other hand, an overhead system has,
perhaps, as serious objections. An ecleetrie locomotive to ac-
complish the work required of a switching engine would need
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FIG. 1—BOYNTON TRACK CIRCUITS.

from 1500 amps. to 2000 amps., at from 500 volts to 700 volts,
and the size of the eonduetors required for this eurrent would
nceessitate a very heavy overhead superstrueture, whieh would
probably have to be little if any lighter than if they formed
girders for a roof covering the entire yard.

To overcome these two objections the system illustrated in
the accompanying engravings has recently been made the sub-
jeet of a patent by Iidward C. Boynton, formerly assistant chief
clectrical engineer of the New York, New Haven & Hartford
Railroad Company. Mr. Boynton, it will be remembered, took
a very active part in third-rail construction work at Nantucket,
Hartford and New Britain, and his solution of the switehing
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FIG. 2.—CURRENT COLLECTOR ON LOCOMOTIVE

NelS=A2o)

L
: Wi

problem is certainly interesting. He recommends the ereetion
throughout the switehing yard of posts which will earry trans-
verse girders or I-beams at right angles to the main direetion
of the tracks, and whieh will be parallel and distant from each
other about 70 ft., as shown in Fig. 1. The I-beam, or the
lower girder in case a truss is used, as described, is the eontaet
surfaee from which the eurrent is taken into the loeomotive.
The current eolleetor is an elongated skate supported at two or
three points from the frame work of the loeomotive, as illus-
trated in Fig. 2. The height of the I-beams over the track in a
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switehing yard or terminal whieh is not used for freight cars
would be about 16 ft. or 17 ft., whiech would be ample to clear
the highest passenger ear. If freight ears are used the height
would have to be about 21 ft., which would elear a man stand-
ing on a freight ear. The contaet or rubbing surface between
the skate and the I-beams as arranged would be about 40 sq.
ins. to 50 sq. ins., as the skate is made long enough to streteh
between two overhead eonduetors.

The system as outlined and as illustrated involves the use of
an eleetrie locomotive of considerably greater length than that
heretofore employed. This length eould, of course, be re-
dueed by placing the overhead eonduetor supports nearer to-
gether, but Mr. Boynton believes in using the supports about
70 ft. apart, and this spacing would not require the locomotive
to be of greater length than an ordinary Pullman ear. Except
in eases where two electric locomotives are coupled together,
there is no serious objeetion to having the skate longer than the
distanee between the locomotive buffers.

When the loeomotive passes from the switehing yard to the
straight track the overhead skate ean be hauled down and eur-
rent taken from the third rail, or, if preferred, eurrent ean still
be taken by the skate from an overhead trough, as shown in
Tt R in Fig. 2.

e —

PROGRAMME OF THE ACCOUNTANTS’ CONVENTION

The following programme has been adopted for the con-
vention of the Street Railway Aeceountants’ Association of
America for the Saratoga meeting: )

\WEDNESDAY, SEPT. 2, 1903.—In Convention Hall, Grand Union
Hotel. 10 A. M., sharp.

Annual address of the president.

Annual report of the exccutive committee,

Annual rcport of the sccretary-treasurer.

Paper: “Freight and Express Accounts,” by Irwin Fullerton,
Gencral Auditor, Detroit United Railway, Detroit, Mich.

Appointment of convention committee on nominations.

Appointment of convention committee on resolutions.

Replies to questions.

Tuurspay, Seet. 3, 1003.—10 A. M. sharp.

Paper: “Car Maintenance Records.” by S. C. Stivers, New
Jersey & Hudson River Railway, Edgewater, N. J.

Paper or address by a rcpresentative of the United States
Census Bureau.

Rcport of tlie committce on a standard form of report for
electric railways. Chairman, William F. Ham, Comptroller
Washington Railway & Electric Company, Washington, D. C.

Replies to qucstions.

Fripay, SEPT. 4, 1903.—10 A. M. sharp.

Paper: “Advantagcs and Disadvantages of Bag or Envelope
Receiver System of Conductors’ Deposits,” by F. R. Henry,
Auditor St. Louis Transit Company, St. Louis, Mo.

“Comparison of the Municipal Tramways Association of Great
Britain, Proposed Standard Classification and Form of
Report with the American Standard,” by C. N. Duffy, Secre-
tary Chicago City Railway, Chicago, Ill., Chairman com-
mittee on standard classification.

Report of committec on resolutions.

Report of committec on nominations.

Election and installations of officers.

Adjournment.

The assoeiation has adopted a rule that members desiring
replies to speeial questions may either ask them verbally or give
them to the seeretary. This is an opportunity for members not
personally present to obtain replies to questions, and will be
found of great convenience.

ST S e

The extent to which the people who have undertaken to solve
the traction problem, and who have not solved it, are respon-
sible for the discomforts and aeeidents suffered by street rail-
way patrons is a matter which will probably demand attention
from an intelligent publie after a while—Chicago Inter-Ocean.
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SUBURBAN CARS FOR INDIANA

The accompanying cuts illustrate the exterior and interior
of a car built for suburban service by the G. C. Kuhlman Car
Company. The Indianapolis & FEastern Railway Company,
which controls an electric railway over 34 miles long, has re-

INTERIOR SUBURBAN CAR
cently placed a number of these cars in service on its Greenfield
division.
The total length of these cars is 53 ft., and the width over all
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to collect dust or dirt. I[ight large holophanc glass globes
admit light to each car. The cars are heated with Peter Smith
hot-water heaters, the heater proper being placed m the front
vestibule.

CONVERTIBLE CAR AT CAPE MAY

The J. G. Brill Company lztely sent the handsome eon-
vertible car shown in the accompanying illustration to the
Ocean Strcet Passenger Railway, of Cape May, N. J. Last
year a car of this type was placed in commission by this com-
pany, and has given such satisfactory service as to warrant
a second order. The cars run along the beach from Cape May
Point to Sewell’'s Point, and, as Cape May is a winter as well
as summer resort, the cars are used all year.

The car illustrated is shown partly open and partly closed.
Only a few minutes are required to convert the entire car. The
operation of sliding the windows and panels into roof pockets
is well known and need not be described. Attention may be
called, however, to a slight change in the window system. In-
stead of the sashes being connected with a toggle joint, as has
been the practice heretofore, the system of the builders’ semi-
convertible car is used, which is simply that the lower sash is
raised alone till the top is abreast of the top of the upper sash,
when they automatically connect, the upper sash riding on the
lower into the pocket.

The cars have a bright, attractive interior, finished in natural
ash, with ceilings of decorated birch. The spring cane seats
have reversible backs, of spindle construction, and afford
seating accommodation for forty passengers. Portable vesti-

bules of the builders’ make are fur-

COMBINATION CAR FOR SUBURBAN SERVICE.

8 ft. 874 ins. The car bodies have “V” ceilings extending to the
bottom edge of side sills, and roofs of “Monitor” type with
steam coach ends extending over vestibules. Full width vesti-
bules are at both ends, and the car sides have

nished at either end, and are well
adapted for use with this type of car.
Other furnishings of the same make
are angle-iron bumpers, radial draw-
brake handles and “Dedenda”

gongs.

bars,

The general dimensions arc as fol-
lows: Length over end panels, 28 ft.
4 ins.; over crown pieces, 37 ft. 4
ins.; from end pancls of over crown
pieces, 4 ft. 6 ins.; width over sills, 7
ft. 234 ins.; over posts at belt, 8 ft.

¥, in.; centers of posts, 2 ft. 7 ins.;
sweep of posts, 5 ins.; lower sash, 23
ins. x 2854 ins.; upper sash, 16 3-16 ins. x QSA; ins. ; side sills,

4% ins. x 7 ins.; with steel plates on outside, 5§ ins. x 7 ins.
The cars are mounted on “Fureka” maximum traction trucks.

74 sets of double Pullman windows. =
The forward end of the car is used as a
smoking room, and is divided from the regular

passenger compartment by a glass and wood
partition running across the fourth window
post, leaving seats for sixteen passengers. The
seats in the smoking room are of rattan and
those in the passenger room of frieze plush.
The latter compartment seats forty-two pas-
sengers.

The general finish of all sash, doors, panel
work, mouldings, etc.,is of Mexican mahogany,
with narrow marquetry inlaid work on pier

window posts and ventilator rails. The body
doors are also relieved with marquetry work.
The headlinings are of three-ply venecered
wood, painted in light green and relieved with gold and silver
decorations. Trimmings are of heavy bronze of modern design.
The interior finish of these cars is of the new design used only
by the Kuhlman Car Company, there being no shop moulding

CONVERTIBLE CAR FOR CAPIE MAY.

wheels, 33 ins. and 20 ins.; wheel base of 4 ft., and 4-1n. axles.
Each truck is equipped with a 3o-hp motor.
car, trucks and motor, 25,360 lbs.

Total weight of
This type of car has been
found particularly serviccable for all the year resorts.
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CONVERTIBLE CARS FOR BAY CITY, MICH.

The American Car Company, of St. Louis, lately completed
ten convertible cars of the Brill patented type for the Bay
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sills, 434 ins. x 7 ins. The interiors are handsomely finished in
natural ash with birds’-eye maple ceiling, giving a bright,
attractive appearance. Each car is furnished with sand-boxes,
alarm gongs, brake handles, draw-bars, etc., of Brill patented
make. The trucks are the “Eureka” maximum

traction, with 33-in. drivers and 2o0-in. pony
wheels. They are equipped with 45-hp motors.

—— e———
A NEW RECORDING FARE REGISTER

The accontpanying illustration shows a reg-
ister which has just been put on the market by
the Recording Fare Register Company, of
New Haven, Conn., a company which has re-
cently been organized, principally to exploit
this machine. The register, however, is not a
new one, although it has not been manufac-
tured for general sale before. It has been in

CONVERTIBLE CAR—ENCLOSED

Cities Consolidated Railway. Situated on the

constant service for the last six years on the
line of the Hartford Street Railway, of Hart-

south shore of Saginaw Bay, in Northeastern
Michigan, Bay City and Bay Cities, north, south
and west, are exposed in winter to severe storms

and low temperature, which will put these cars
to a thorough test as to heat retaining qualities.
However, cars of this type have been in use for
several winters at Benton IHarbor, not far dis-
tant, and it is, therefore, known that they arc
quite as capable of keepmg warm as cars of
solid side construction. Bay City has a popula-
tion of nearly 30,000, and is at the center of a
It is an important
railway pomt, a busy manufacturing place, and

group of good-sized tolwns.

an excellent ficld for electric railway operations.
These cars are powerfully constructed and
fully cqual to the double service which is re-

INTERIOR CONVERTIBLE CAR

quired of them. The builders claim that the firmness of
the upper structure is proved by the fact that the windows
and panels do not stick nor bind, and always retain their
original easy movement. The double corner posts, the
strong setting of the side posts and the assistance of the
Brill patented round-corner seat-end panels give a firm sup-
port to roof. The length over end panels is 3o ft. 8 ins,
and over the vestibules, 42 ft. 414 ins.; from panels over vesti-
bules is 4 ft. 814 ins. Width over sills and sill plates is 7 ft.
5% ins., and over posts at belt, 8 ft. 1 in. From center to center
of posts, 2 ft. 7 ins.; sweep of posts, 37 ins. Thickness of
corner posts is 334 ins., and of side posts. 334 ins. The side
sills are 43 ins. x 7 ins., plated with $4-in. x 8-in, steel, End

CONVERTIBLE CAR—OPEN

ford, Conn., and has been found so successful on that line that
all of the cars of that system have been equipped with the
device.

Externally the register is very similar to the ordinary fare
register except that the totalizer shows to the right. Internally,
however, and in its mechanism the register differs entirely from
the ordinary fare register. It carries a cylinder on which is
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RECORDING FARE REGISTER.

wound a strip of paper on which the register records its own
trip sheet, giving a complete record of all fares collected on
each half-trip, the number of the register and the direction of
cach half frip. One of these cylinders is shown underneath the
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register in the accompanying cut. No extra work is required
of the conductor in securing this record, as the numbers and
direction marks are stamped automatically on the cylinder
when the face numerals are returned to zero in the usual way.
The record is removed at the end of the car-day by the in-
spector and forwarded to the auditor, and the aggregate totals
of each half trip on this record must agree, of course, with the
totalizer or permanent continuous statement in the register.

In addition to the recording register the Recording Fare
Register Company also handles a full line of electric railway
supplies.

—_—  o————

OVERHEAD MATERIAL OF THE ST. LOUIS TRANSIT
COMPANY

The St. Louis Transit Company employs considerable over-
head material of its own manufacture which has several fea-

s

FIG. 5

OVERHEAD MATERIAL ADOPTED BY ST. LOUIS TRANSIT COMPANY

tures which will no doubt be of interest to other companies.
The trolley wire insulating hangers employ wood for insula-
tion. Various parts of the straight line and curved hangers are
shown in Figs. 1 and 2.

The wood is locust, and soaked in warm linseed oil. The
wooden insulating bolt consists of a cone-shaped piece of locust
bored out and countersunk to receive a common bolt, and
having a wooden plug fitting into the countersink over the head
of the bolt. This is slipped down into the brass hanger shell,
and a brass cap put on the top of the hanger to hold the bolt in.
This brass cap is not threaded, but simply has its sides bent in,
and there is a lip on the hanger which prevents the cap coming
off after this operation. Views of the parts from various
angles are shown which will give a good idea of the general
construction. Front and back views of the solid crossing are
shown in Figs. 3 and 4. This crossing has detachable ap-
proaches, so that the wire does not have to be cut or taken out
of the ear if the crossing is renewed. Each approach is fastened
to the crossing by two bolts. In Fig. 5 is shown the section
insulator and insulated crossing which this company uses.
These are also furnished with detachable approaches.
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METHOD OF SUPPORTING TROLLEY WIRE

St. Louis, July 25, 1903.
Epitors STREET RAILWAY JOURNAL:

It may be of interest to some of your readers to learn of the
method of supporting No. o round trolley wire that is in prac-
tice by the overhead department of a prominent city traction
system. Slots or grooves, 474 ins. long, are made on both sides
of the wire just above the horizontal diameter. These slots are
made deep enough on a No. o round trolley so that a No. 3064
Detroit trolley clamp can be used the same as if the trolley was
a regular grooved or figure 8 wire. For making the slots the
overhead department has adopted a machine originally designed
for splicing 500,000-circ. mil aluminum cable. Special dies
were prepared for forming the slots. When it is desired to put
up some new trolley wire this machine, which operates by oil
pressure, is mounted on top of the emergency or line car. Tt is
supported on slides so that after the car is stopped under the

FIG. 3 FIG. 4

span wire, adjustment may be made to bring the press directly
under the span. The oil pump for operating the press is con-
nected to the cylinder of the latter by flexible pipes. By forcing
oil into the press cylinder the slots are formed by the dies, the
pressure being estimated at about 2 tons. DBy using this method
the slots can be placed exactly where wanted, and a perfectly
smooth under-running surface is provided for the trolley wheel.
Two city lines have been equipped as here described, and after
several months’ use show no signs of failure or tearing out at
the ends of the slots. This method may appeal to traction com-
panies who can use considerable No. o round trolley, a$ it has
the advantage of employing standard and comparatively in-
exnensive trolley clamps. ENGINEER.

Big increases over last year’s business have been made by
the St. Louis & Suburban and the St. Louis Transit Companies,
according to figures filed with the City Register. For the
quarter ending June 30 the Suburban Company made 74,465
trips and carried 4,451,164 passengers, while for the corre-
sponding quarter last year 65,074% trips were made, with a
total of 4,022,009 passengers carried. The report of the
Transit Company shows that it made 1.367,454 trips, in which
38,421,172 passengers were carried during the period which
ended June 30, while for the same period last year 1,296,544
trips were made, with a total of 33,269,842 passengers carried.

The Pacific Electric Railway Company has put on sale a new
mileage book of 500 miles that will permit holders to ride on
interurban lines of the Huntington-Hellman syndicate on a
basis of 174 cents per mile.
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IMPROVEMENTS OF ST. LOUIS & SUBURBAN RAILWAY

The St. Louis & Suburban Railway Company is rapidly
pushing to completion a series of improvements that will enable
it to furnish better service to the public, and to reduce the
running time on many of its lines. These improvements ex-
tend to all departments of the service, from power distribution
to new cars, and will aggregate an expenditure of $1,250,000.

In order to care for increased traffic the capacity of the
Hodiamont Avenue power house will be increased. New
storage batteries are to be installed, the capacity of the boiler
room is to bhe increased and new engines are to be put in. The
storage batteries are now on the ground ready to be installed,
and some of the other apparatus has already been received.
The output of the plant will be increased to 8ooo hp when these
improvements are completed. The sub-stations, too, are to
receive attention. The Brentwood station, on the Meramec
Highlands line, will be remodeled and a rotary converter in-
stalled, and it 1s possible that a sub-station will be built to
serve the Florissant I'me, which runs from Wellston Park to
IFlorissant, a distance of 11 miles.

The improvements that are heing made to the track extend
to nearly all lines, and include the relaying of entire lines,
partial reconstruction in some cases, and the ehmination of
curves and grades wherever possible. The last of the track
work on the main line, which runs from Fourth Street and
Elm Street to Suburban Park, is now under way. Nine-inch
rails have been laid on Locust Street. The track from Van-
deventer Avenue to the suburban right of way, a distance of
50 yds., has yet to be laid, and then the relaying of the main
line will be complete.

The Meramec Highlands line is being improved from Sarah
Street to King's Highway, on Manchester Avenue, with 9-in.
rails, but as it is necessary to grade the streets from building line
to building line, the work is progressing slowly. None of thenew
steel has been laid. The south side of the street has already
heen cut down and the old south track replaced. Another im-
provement will be made in the Meramec Ilighlands line by
eliminating the double curve on Sarah Street, a short distance
north of the Wabash tracks. This curve is dangerous, and it
is so sharp that two long cars cannot pass there. Ior this
reason the company has been unable to operate the large cars
on the Meramec Iighlands line. With the improvements to
this line the company will be able to run cars on schedule time,
which cannot always be done at present. The schedule time
for making the run from Meramec Highlands to the inter-
section of Fourth Street and Elm Street is 96 minutes. Larger
cars will also be run on this line.

The company also expects to make improvements that will
chiminate the loss of time in rounding the curves on Thirteenth
Street and TFourteenth Street, but what those improvements
will be has not been announced.

The St. Louis Car Company is building fifty new cars, each
with a seating capacity of fifty-two, for the company. and in
order to have shed space for them the car houses at Hodianmont
\venue, which were burned down last spring, will be rebuilt.
The car house on Manchester Avenue will also be recon-
structed. A steam heating plant and an air plant for the pur-
pose of cleaning cars will be added to the Manchester Avenue
and the ITodiamont Avenue car houses.

It is expected that by Nov. 1 the work now under way will
be finished, and then the company will turn its attention to the
question of terminal facilities at the Exposition. Just what
arrangements the company will make to get to the World’s

T7air has not been decided.
T e T

A mnew line of cars has been opened in Boston hetween
Jamaica Plain and Park Street Subway, via Center Street and
ITuntington Avenue.
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CONVENTION ANNOUNCEMENTS

The latest bulletin regarding the twenty-second annual meet-
ing of the American Street Railway Association, issued Aug.
1, announces the following list of papers to be presented at the
Saratoga Convention:

Steam Turbines.

Electric Welded Joints.

The Evils of Maintenance and Champerty in Personal In-
jury Cases. i

Train Orders and Train Signals on Interurban Roads.

Freight and Express on Electric Railways.

The Manufacture and Distribution of Alternating Currents
for City Systems.

Comparative Merits of Single and Double-Truck Cars for
City Service.

The Right of Way.

There seems to be a general impression that all of the space
available for exhibits at the Saratoga Convention of the
American Street Railway Association has been assigned, and
that those exhibitors who have not yet secured room there can-
not he accommodated. Frank M. Cozzens, chairman committee
of exhibits, Saratoga Springs, N. Y., states, however, in a
recent letter that owing to the large amount of exhibit space
available at the Grand Union Hotel, it is still possible to ac-
commodate manufacturers who have not yet secured space, if
they make prompt application.

—_— e —

MORE NOISELESS CROSSINGS FOR ST. LOUIS

The St. Louwis Transit Company is making a practical ex-
periment at Fourteenth Street and Olive Street with Chief
Engineer C. A. Moreno’s patent notiseless crossing. For several
days General Track Foreman P. J. Conolly and a large force of
workmen have been engaged in putting in a new frog equipped
with the noiseless surface blocks of wood at the intersection of
cach cross track. This double crossing was described and
illustrated in the STREET RATLWAY JoUrRNAL May 9. At Eighth
Street and Carr Street a single set of these blocks has been in
use for several months, and this preliminary experiment
has increased the Transit Company’s confidence in Mr.
Moreno’s invention. As traffic is very heavy over the lines
passing Fourteenth Street and Olive Street, the company is
confident that the crossing will stand the strain of any ordinary

service.
— e ————

A peculiar dispute between a street railway company and a
town has just been settled at North Andover, Mass. It seems

_ that the Boston & Northern Street Railway Company com-

pleted a line through North Andover late last fall, and soon
after it was open for traffic the North Andover Selectmen had
a conference with the road officials, at which the claim was
made that the street railway company had not lived up to the
terms of the franchise regarding the care of the streets. The
railway officials claimed that the franchise had been lived
up to. After much .controversy the Selectmen revoked the
company’s franchise and the town brought suit against the
Boston & Northern to recover the bond of $500 given by the
company as a guarantee that the conditions of the franchise
would be lived up to. Meanwhile the street railway.company
applied to the Supreme Court for an injunction restraining the
town maintaining barriers in the company’s tracks. Judge
Braley declined to issue the injunction and referred the case
to a master. James C. Gillis, of Salem, was appointed, and the
road consented to a settlement of the case whereby the town
is to grant a new franchise, the master to adjust the whole
matter. It is probablé that it will be at least two months before
the line is in operation again.
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FINANCIAL INTELLIGENCE

WALL STREET, August 5, 1903.
The Money larket

As was gencrally expected the money market developed a de-
cidedly lame tone this week. This was only natural in view of the
developments, all of which were favorable, and while rates for
time contracts show no material changes the supply of lendable
funds has been increased considerably, and lenders find it ex-
tremely diffieult to place their funds execept at liberal conces-
sions. The prinecipal influence was the payment of notes by the
Pennsylvania Railroad amounting to about $40,000,000, of which
$35,000,000 were held in this city. In addition, the influx of cur-
rency from the interior continued on a large scale, the net gains
by the local banks for the wcek being in excess of $6,000,000, not
including the $3,371,400 new gold from the Klondike and Aus-
tralia. The large gains in cash were reflected in an exceptionally
good bank statement, which showed the local institution to be in
a much stronger position than for some time past. Some stress
was laid upon the failure-to reduce the loan account, but on the
other hand the reserve on all deposits increased $5,144,675, bring-
ing the total surplus reserve up to about $10,000,000 larger than it
was in the corresponding period of last year. Deposits were over
$1,000,000 in excess of loans, and during the past three weeks
the banks have increased their cash holdings by over $20,000,000.

Money on call has been in an abundant supply at rates ranging
irom 24 to 1 per cent, but the character of the stock market has
been such as to warrant only a limited demand. In time loans
there was practically no demand for funds except for the long
dates, and even at a reduction of 214 per cent in the rate to 54
per cent the inquiry was extremely light. A good demand ex-
isted at 5 per cent for over the year funds, and while lenders were
not disposed to do business on that basis, the indications are that
further concessions will be made before the close of the present
week.  In some instances loans have been madc at § per cent,
but the collateral offered consisted of high grade stocks.

There have been no important changes in money rates at the
leading European centres. At London call money continues to
rule around 15 per cent, while the discount rate remains un-
changed at 23§ per cent. Discounts at Paris and Berlin are un-
changed at 214 and 314 per cent respectively.

The Stock llarket

In marked contrast with the great excitement that attended
the dealing on the Stock Exchange during the greater part of
last week, business in the forepart of the current week dwindled
to insignificant proportions, and it beccame evident from this fact,
as well as from the gradual improvement in values, that urgent
liquidation had run its course. The Street, however, was some-
what disappointed by last Saturday’s bank statement, showing an
approximate increase in loans of $1,000,000, whereas all indica-
tions pointed to a large decrcase, and operations for the bull
account were materially restricted on that account, even though
crop accounts were generally favorable. Railroad carnings con-
tinued highly satisfactory and both monetary and foreign ex-
change conditions were as auspicious as could be desired. Toward
the close of the week fresh liquidation in some of the specialties,
like Virginia Carolina Chemical and United States Realty, which
eventuated in two more failures of Stock Exchange houses, un-
settled the entire market, and accompanied by a pronounced in-
crease in the volume of trading, prices weakened decidedly, so
much so in fact that many stocks not only rcached the bottomn
figures of the present year, but the lowest on record also. An
incident of the week that contributed to the late unsettled condi-
tion of the general share speculation was the announcement made
by the Consolidated Gas Company of its intention to jssue
$6,500,000 new stock.

For a time the local traction shares, including Brooklyn Rapid
Transit, Manhattan and Metropolitan Strect Railway, were firm
and in better demand, the basis for which was contained in reports
of current large carnings, it being maintained that the Brooklyn
Rapid Transit is earning at the rate of 4 per cent on its stock,
and that those of Manhattan arc increasing at the rate of $4,000
per day. The Metropolitan Street Railway submitted the state-
ment of gross carnings for July, showing a total of $1,858,501, an
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increase of $116,187, or 634 per cent, over the corresponding period
of last year. However, these stocks were subscquently affected
by the more or less demoralized condition of affairs of the general
market and closed weak and depressed.

Philadelphia

The market showed fair strength until a week ago, but on July
20, under pressure of considerable liquidation, particularly in
Rapid Transit and U. S. Steel, prices fell off. There was consider-
able talk of inside selling in the former stock, but it developed on
Tuesday that the sales were for the account of Talbot J. Taylor
& Co., which firm had 4ooo shares of Rapid Transit. Altogether
about 8000 to gooo shares of this stock were dealt in on the local
Exchange during the week ending August 4 at a loss of from 13}
on July 29 to 11%% on August 4. The other transit properties showed
only slight losses during the week. Union Traection was forced
down 1 point to 43, while Philadelphia Traetion remained prac
tically steady at 94%4. The other tractions have maintained their
respective positions during the week.  American Railways closed
at 44, United Gas Improvement at 834, and Railways Company
General at 3.

Chicago

The Chicago market has been very dull during the past week, the
principal exceptions being Chicago City, which dropped in price
from 175 to 165, Metropolitan Elevated preferred, which fell from
5504 to 51, and Metropolitan Elevated common, whose quotations
changed from 18 to 16%. There have been no new developments
in Chicago City, and the liquidation in that stock was attributed
tc holders who were tired of the delays by the city authorities in
the renewal of the franchise grants. Metropolitan Elevated was
affected by the announcement made right after the directors’ meet-
ing on Monday that the dividend on the preferred stock would be
passed. After this announcement the stock went off 3 points
from 53 to 50, but recovered later to 51. Chicago Union Traction
common and preferred and the other elevateds were very quiet,
and remained at about the same figures throughout the week.

Other Traction Securities

The Boston market was quiet during the week, but reflected
the general market tendency to lower prices, a tendency which
was stimulated to a considerable extent by the enormous liquida-
tion in coppers, in which Boston investors are largely interested.
The Elevated lost 3 points during the week, dropping from 139
to 136. Massachusetts Electric common fell from 22 to 21, and
the preferred from 79 to 78%4. West End remained stationary at
00, with very few transactions recorded. The Baltimore market
has been very quict, with the exception of transaction of about
2000 shares in United Railways & Electric on July 29. The price
has continued stationary at 1034, and the income bonds have re-
mained from 6234 to 6234, and the 4’s at 9274 to 9234 during the
week., Other transactions reported are City & Suburban first 3's
at 112, City Passenger 5's at 106, and Knoxville Traction 5’s at
101. Off the New York curb there have been sales of Interborough
at 984, Syracuse preferred at 76, and New Orleans Railway 4's
at 8214 to 827¢. Among the other traction securities quoted on the
New York curb are New Orleans common at 10%4, New Orleans
preferred at 36, and United Railways at St. Louis preferred at
6414. North Amecrican was pressed for sale, as one of the firms
whose failures were announced in New York during the past week
was long of the stock and the price has fallen to 73. There was
comparatively little trading in Cincinnati last week. Detroit
United was the most active issue, about 700 shares selling at be-
tween 71%4 and 694, the former the closing figure. Toledo Rail-
ways & Light Company ranged from 23 to 24 on sales of 465 shares.
Cincinnati Street Railway was quiet at 132V5.  There was some
little trading in bonds; Toledo, Bowling Green & Southern 5's
brought 08; Mansfield Railway & Light 5's, 101; Northern Ohio
Traction 4's, 6o, and Cincinnati, Dayton & Toledo s's, 8474. Stock
of the Northern Texas T'raction Company was listed in Cleveland
last week and caused some little interest, owing to the remarkable
showing of the road. It had been in operation only nine months
and already is paying a dividend besides piling up a surplus for

depreciation.. Several small lots of this stock brought 2814.
Cleveland Eleetric was firm at 74 on sales of 300 shares. Syracuse
Rapid Transit preferred sold at 75 for a small lot. Syracuse

Rapid Transit 5's brought go. and Northern Ohio Traction 5’s 69.
There are plenty of offerings at low prices, but very few buyers.
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Security Quotations

The following table shows the present bid quotations for t_hc
leading traction stock, and the active bonds, as compared with

two weeks ago: , .
Closing Bid

July 21 Aug. 4

Anverleay RallWays v s vones 2 naves soens § camss & vone S R § EOREA 4% 44
Aurora Iigin & CHICAEo e snsms s vomas s ssimms s samws § s § snmon 17% 1%
Boston, Hlevated svenss s« vemss « vess s iows § 58 SN B ¥ RIS § SEIES § ¥ W 136
Brooklyn Rapid Transit .......... S SE SR SR 3 46 2%
Chicage CIS vaves s smers 5 aoams & (E0EET HRHs § 6505 3 180 165
Chicago Union Traction (common)........... 4 3%
Chicago Union Traction (preferred) 30 30
Clevelind TEIEOTRIE coee y e s sy sims s s s s ¢ srerers  sreiviess! v cropsomsa o mesers 74 b73
Columbus {(common) 85
Columbus (preferred) 100
Consoulidated Traction of New Jersey..ceeeeeeveiiiieeiennennns 5] at’?
Consolidated Traction of New Jersey Bs.. 104
Detroit United ...oovviiiiiiiiiiiiiiiene., bEs
Llgin, Auvrcra & Southern.....o.oveeeeenen.. bha2
Lake Shore Electric ........ O S 5 JE b10v%s b10%s
Lake Strem EIeBarerl oo s ¢ cobibe o b o anilion § woiian § 565568 7 pi 6l 5%
Manhattan RailWway eoss seess s sosss s osmes s 565 131, 132
Massachusctts Elcetric Cos. (common) 22 21
Massachusetts Electric Cos. (preferred) 8134 (E:27
Metropolitan Elevated, Chicago (common) 20 1615
Metropolitan Ellevated, Chicago (preferred)...coveeeeinieenne. IH 51
Metropoiftan Sireel o iuscvewss vaeen s coves v smmes s 117
New Orleans (common).... 1015
New Orleans Railways (preferrcd) 36
North American ...oooiiiii ittt iiieeeiee i 72
Northern Ohio Traction & Light.coooiiiioiiiiieiiioniiinnann. 8 18
Northwestan  Elevated, Chicago (common)..........coeeoonn.. 2015 —
Philadelphia  Rapid Transit 15 11%
Philadelphia Traction ........... 95 94V,
St. Louis Transit (common)...........ouveuevnnn. eeer 19% 15
South Side Elevated (Chicago) 97 9615
Syracuse Rapid Transit ...eeeeeeeeineeneroeroeuneuneensenaanens 12915 12914
Syracuse Rapid Transit (preferred) .oovviiveniiiiiiinnnann.. bL75 b5
ThTrl AWENE! 5 jovem 5 wierns & g b § 2 ¥ e 5t & o ol .11 113
Toledo Railway & Light s asemss cuens soves & soms s 5o 20 23
Twin City, Minneapolis (common) ....coevveenn... o 95 93
Linton Traction (Phladelphiad e s soess s ssmes x asns s anns & 5.as 44 43
Ustited. Railways, St. Louis (Dreferred) o oveen o soens s vosns s v (BN 6415

a Asked. b Last sate. * Ex-dividend. 1 $10 paid.

Iron and Steel

The weak fecling in the iron market, to vhich reference was
made in the issue of July 23, seems to have passed, and, although
not reflected to any great extent in prices, there is a better tone.
There is less pressurc on the part of the foundries to sell and
many believe that the bottom of the market has been touched, al-
though it is probably too soon to look for any thing like a rapid
recovery. Quotations arc as follows: Bessemer pig, $18.75 to $19;
Bessemer steel, $27 to $27.50: steel rails, $28; girder rails, $33
to $33.50.

Metals

Quotations of the leading metals follow: Copper, 13 to 1334
cents; tin, 28%] cents ; lead, 414 cents; spelter, 574 cents.

e P ———

DEAL IN LONG ISLAND TROLLEY LINES

Control of the New York & Queens County Railway Company,
of Long Island City, which owns the New York & North Shore
Railway, and the Long Island Electric Railway, and operates
from Long Island City to Astoria, Steinway, North Beach, Dutch
Kills, Flushing, Jamaica, Far Rockaway, Queens and other vil-
lages in Queens County, has passed into the hands of the United
_Stales Mortgage & Trust Company, which is known to be acting
for outside interests. In some quarters it is stated that the
Belmonts are behind the purchase, while other advices say that
the Pennsylvania Railroad is behind the deal. From the diversity
pf .thg interests connected with the Mortgage & Trust Company
it 18 impossible to form anything like a definite idea as to the
identity of the purchasers. It is expected that formal announce-
ment of the deal will be made soon, and it is thought that with
this anncuncement will be made public plans for the development
of the system on extensive lines, including the construction of
new lines for which the company now holds 1ranchises, and the
construction of a tunnel, or tunnels, to connect Long Island City
with New York.
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TOLEDO COMPANY SEEKING AN EXTENSION OF ITS
FRANCHISES

The Toledo Railways & Light Company, of Toledo, Ohio, has
presented to the Council of that city an ordinance requesting
the extension of its franchises for an average pcriod of eighteen
years. In return for the grant the company agrees to give six
tickets for a quarter and universal transfers. The ordinance also
carrics with it the right to handle baggage, express and mail mat-
ter.  The best paying lines of the company are covered by
iranchises which expire in seven years. The longest running
franchise is twelve ycars, and the average life of all grants is
about eight years. At present a portion of the system is oper-
ated under the old Robinson grants, which provide six tickets
for a quarter, and in conscquence no transfers are given to these
lines. Thc general sentiment is that the company should make
a more libcral proposition. Mayor Sam Jones, of Toledo, is_a
disciple of Tom I.. Johnson's three-cent fare heresy, and main-
tains that the pcople should take nothing less than three-cent
fares and universal transfers.

- e —

PROPOSED Y. M. C. A. STREET RAILWAY WORK IN
TENNESSEE

The organization of Y. M. C. A. strcet railway branches in
Tennessce has been taken in hand by the Tennessee State Commit-
tee of the Young Men’s Christian Association. S. W. McGill, State
secretary of the Y. M. C. A., has taken the first step in this project
by writing to Percy Warner, president and manager of the Nash-
ville Railway & Light Company, and to the Memphis Street Rail-
way Company, laying before them what has been accomplished
along similar lines in other parts of the country, and suggesting
that thcy establish likc organizations among their employees.

The State Committee has proposed to Mr. Warner that the Nash-
ville Railway & Light Company securc rooms near -or in the com-
pany's transfer staticn, stating that for about $5,000, to be furnished
by the company. such rooms can be adapted to the purposes of the
organization contemplated. It is cstimated that the annual running
expenses will be about $1,500. The railway company will be asked
to furnish the money to suitably equip the rooms and to con-
tribute $s50 monthly. The fce for membership will be only $3. In
addition to these payments, the Association will solicit funds from
outside sources.

In the quarters to be furnished by the company there will be
reading and recreation rooms, educational classcs, including busi-
ness courses, and the officc of the proposed benefit sociefy. A sav-
ings bank for the use of the company’s employees is also being
considered.

Should the Young Men's Christian Association be successful in
Nashville and Memphis it will endeavor to form branches later on
i other cities, such as Knoxville, Chattanooga and Jackson.

e e

MONEY PAID FOR LOS ANGELES TRACTION

It is reported that the T.os Angeles Traction Company has been
purchased by Southern Pacific intercsts, and that E. H. Harri-
man has an arrangement with H. E. Huntington whereby the
latter will control all the street railways in Los Angeles. Whether
or not the purchascr is the Southern Pacific, it is positively known
now that on July 13 checks and drafts amounting to $1,515,000
were placed to the credit of the Hook interests, in the Merchants’
National Bank, of Los Angeles, and that several days later deeds
were recorded transferring all of the traction company’s property
to the Union Bank of Savings, of San Francisco. The amount of
money just passed is in final payment of the purchase price of
$1,750,000.

It will be remembered that Senator W. A. Clark, of Montana,
was reported at one time to have bought the traction company, but
his option no sooner expired than his real backers in the venture
stepped in and saved his equity. In connection with this purchase,
it is now stated that Harriman has agreed to turn the traction
property over to Huntington in return for a large block of stock
in the Pacific Electric Railway Company, or in a holding company
that may sqon be organized. Under the terms of this arrangement,
itisunderstoodthat Huntington thus acquires control of the famous
Sixth Street franchise, which cost somebody $110,000 (for 2 miles),
as well as the traction franchise to Pasadena, and the interurban
line of the California-Pacific Railway Company, now in operation
to San Pedro. Until all details of the purchase have been arranged
the Hooks will continue to operate as herctofore.
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THE INTERNATIONAL ELECTRICAL CONGRESS OF 1904
AT ST. LOUIS

Arrangement have been made for holding an international elec-
trical congress at St. Louis next year, in connection with the Uni-
versal Exposition. The date selected is the second week of Septem-
ber, 12-17. The advantage of that period is that it offcrs the most
convenient compromise between hot weather, on the one hand, and
theterminatinglimits of fall vacations, on the other. If thedatewere
set earlier, the weather at St. Louis might be found uncomfortably
warm. If the date were postponed, it might be difficult for elec-
trical workers on vacation to meet their fall engagements. More-
over, the week selectcd immediately precedcs the great scientific
congress appointcd by the St. Louis Exposition, which convencs
during the third week in September. Since many distinguished
visitors and guests will attend the scientific congress, it is the morc
probable that a good attcndance can be secured for the clectrical
congress immediately preceding.

The international electrical congress will, according to the pres-
ent plan, comprise three distinct features: namely, first, a chamber
of delegates appointed by governments; second, the main body of
the congress divided into sections; third, conventions simultanc-
ously held by various electrical organizations in the United States.
The last international electrical congress was held at Paris in 1goo.
The next preceding was Chicago in 1893. The representatives in
the chamber of delegates are nominated by the various foreign gov-
ernments and by the United States. The chamber of delegates
considers and votes upon such international qucstions as units
and standards. There are various questions involving units and
standards which might properly occupy the attention of a cham-
ber of delegates next year.

The sections which have been proposed for the main body of the
congress are:

{ Mathematical.

General Theory—Section A | Expetimental.

“ B General Applications.
" C Electrochemistry.
" D Electric Power Transmissicn.
Applications < * E Electric Lightand Distribution.
] * I Electric Transportation,
G Electric Communication.
* H Electrotherapeutics.

It is expected that prominent electrical men in various parts of
the world will be invited to contribute special papers on subjects
in the various sections and their sub-divisions.

Several of the prominent electrical organizations of the country
have already taken steps to hold their conventions in St. Louis
during the electrical congress week, and it is understood that the
subject will be brought up at the Saratoga meeting of the Ameri-
can Street Railway Association. It is hoped by those intcrested in
the Congress that the Association will make arrangements for hold-
ing its 1904 meeting at St. Louis coincidently with the Congress on
Electric Transportation. It is also expected that the following
bodies will complete arrangements to this effect: The American
Institute of Electrical Engineers, the Electrochemical Society, the
National Electric Light Association, the Association of Edison
Illuminating Companies, the Pacific Coast Electrical Transmission
Association, the American Electrotherapeutic Association. Some
plan is expected to be made whereby a joint meeting or meetings
may be held between each section of the congress and the particular
national organization interested in that subject. In this manner,
mutual advantages in membership, discussion and publication ought
to be secured.

The transactions of the congress should form a very attractive
and important publication, not only as associated with the St. Louis
Exposition, but also indicative of the world’s progress in elcctro-
magnetism and its applications. The congress arrangements are
in the hands of a committee of organization consisting of thirty-
three members, all active representatives of American clectrical
progress. Prof. Elihu Thomson has been elected president. No
other man in the country is so well fitted for the post, since he has
united for many years the support of scientific, industrial and in-
ventive electrical interests.

The vice-presidents include Prof. H. S. Carhart, of the University
of Michigan, whose work is so well known in connection with elec-
trical standards of e. m. f.; Mr. C. F. Scott, the retiring president
of the American Institute of Electrical Engineers; Mr. B. J. Arnold,
the incoming president of the same organization; Prof. W. E.
Goldsborough, the active director of the Department of Electricity
at the St. Louis Exposition, and Dr. W. S. Stratton, the director of
the National Bureau of Standards.

Meetings of the execcutive committee and of the advisory com-
mittee have already been held. The work of preparing for the con-
gress is already in progress. The general secretary of the congress
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is Dr. A. E. Kennclly, Harvard University, Cambridge, Mass., to
whom all correspondence should be directed.
ﬂ’

THE DELAY ON THE NEW YORK SUBWAY

Chici Engincer Parsons and Contractor McDonald, of the New
York rapid transit subway, have publicly announced that the sub-
way will not be ready for the opcration of trains before April 1,
1904. The persistency with which the work was rushed before the
recent labor troubles led to the belief that the road would be
ready by Jan. 1, 1904, but the continued delays, owing to strikes
among the men, have seriously handicapped the contractor. The
work of excavating is unot so far behind that it could not be
rushed to completion by the first of the year, but the stations and
the power house are far behind the schedule of completion origi-
nally set for them. The men at work on the power house went
out i March, and a month later the men on the stations went
out. A short strike would not seriously have retarded the work,
but a cessation ol activities for five months is more than the con-
tractors could possibly overcome in the short time that remains
this yvear. The work of laying the rails is progressing satisfac-
torily, aud it is expected that by Jan. 1 the track will be laid com-
plete Letween the Postoflice and Harlem Bridge, on the East Side,
and wo the /\Vﬂshillgli)ll Bridge, on the West Side.

; T S—
THE ACCIDENT ON THE BOSTON & WORCESTER ROAD

The investigation as to the responsibility for the accident on
the Boston & Worcester Street Railway, which occurred Satur-
day, July 25, at Shrewsbury, Mass., so far as it has been madec
public, has brought out nothing to show that the management of
the company was in any way to blame. Lecon B. Downs, the
motorman, and Danicl F. Daly, conductor of the car which was
on the track over which another car had the right of way, were
arrested a few days aiter the accident by direction of Assistant
District Attorney George S. Taft, of Worcester County, and were
held for examination in $1,000 each. They are charged with man-
slanghter.

The Railroad Commission started out toinvestigate the cause of
the accident at once. [t sent one of its inspectors to get evidence
and gave a hearing in Boston Friday, July 31.  The hearing was
continued to August 2. General Superintendent Arthur C. Ralph.
of the Boston & Worcester Conipany; the assistant gencral
superintendent, Edward IH. Richards, and George C. Rappleyea.
motorman of onc of the cars in the collision, were the only wit-
nesses examined. The crew that are under arrest were represented
by counsel and Chairman James F. Jackson announced that the
commission would be glad to get a statement irom them.

It developed at the hearing that the main purpose of the in-
quiry is to learn the entire method of operation of the cars on this
line with particular reierence to the methods cmployed to in-
sure safety of opcration. President William M. Butler told the
commission that his road has the most periect system for safe op-
eration of any road built and he will introduce evidence at the con-
tinued hearing to bear out his statements. The commission appears
to rely upon its own inspector’s report, together with a report of
the evidence submitted at the inquest on the death of the one pas-
senger who was killed, which it gets from the county, for the
most of its information as to the responsibility for the accident.

The investigation by the State police, who arrested Daly and
Downs, shows that the crew ran by a regularly scheduled meeting
point without getting instructions to do so from the despatcher.
Telephones are provided at the turn-outs for communication with
the despatcher’s office and the printed rules of the road forbid a
crew to go by a scheduled meeting point without getting instruc-
tions. The crew, who had relieved another crew but a mile away
irom the accident, stated that they had seen a car go by while
they were waiting for their own car to come, and they supposed it
was the one they were to meet. On the day of the accident the cars
were off the schedule on account of trouble with the power, but
the officials state that the crew knew that thc scheduled meeting
places were the same. There is a single track line with long turn-
outs between Worcester and South Framingham, and double
tracks the rest of the way.

The accident has caused much comment throughout Massa
chusetts, because the Boston & Worcester line is the most ad-
vanced example of street railway construction in the State, being
longer and running at a higher speed than any other line. It has
caused an outbreak of agitation against fast time on trolley lines.
Suits for amount aggregating many thousand dollars have bcen
brought against the company because of the accident, although
many of the claims for injuries have been settled. The payment
of $1,000 in onec case where the paticut did not go to a hospital
is reported.
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CLEVELAND COMPANY TO APPLY FOR FRANCHISE
RENEWALS

The Cleveland Electric Railway Company has started an active
campaign in its fight to prevent the building of three-centfarclines
in Cleveland. Thecompanyis preparing to ask the Council for ex-
tensions to its street railway lines on the following streets: Doan
Street, from Superior to Quincy Street, 3 miles; Sencca Street,
from Scranton Avenue to Jefferson Street, one mile; Rhodes Ave-
nue, from Detroit Street to Denison Avenue, 3 miles; Denison
Avenue, from Pearl Street to Lorain Street, 3 miles. On all of
these streets the company already has lines, hence the asking for
extensions. The Seneca Street, the Rhodes Avenue and the Deni-
son Avenue routes are the same that Mayor Jolmson has plamed
for three-cent fare routes, and for which bids were opened two
weeks ago. The new lines would cross existing lines at numerous
points, and would provide new short routes to and from different
portions of the city. These advantages the railway company pro-
poses to offer at the existing conditions, six tickets for a quarter
and universal transfers. The company is now sccuring consents
of property owners for the new lines. The advantage that the old
company has over the new aspirants for the franchise is that by it
people will be carried to all portions of the city for practically
four cents, whercas the three-cent fare companies can offer the re-
duced rates only over certain short routes, and a passenger going to
another portion of the city would have to pay an additional four
cents; or seven cents for an nnlimited ride, as against four cents
to the old company. Another point in favor of the old company is
that the courts have recently decided that consents of property
owners can be bought and sold, and can be withdrawn when given.
To protect its system, the present company can afford to bid
higher for consents than can the bidders for three-cent fare routes.
Altogether there is every indication that the old company is pre-
paring to make a stronger fight than ever against the threatened
encroachments of the three-cent fare people.

—tp———

CONTRACT FOR BONDS ON THE NEW YORK SUBWAY

The Interborough Rapid Transit Company has recently awarded
the contract for the rail-bonds required for the contact-rail in the
subway to the Mayer & Englund Company, of Philadelphia, for its
Protected rail-bonds, which company also received the contract
to supply the rail-bonds for the traffic rails. Four bonds will be
used at cach joint, two under the joint plates and two under the
base of the rail.  An interesting feature in connection with the
application of the two bonds to the base of the rail is the special
hydraulic tools that will be supplied by the rail bond maker for
this work. The holes for the bond studs will be cut through the
rail base by a 100-ton hydraulic punch, designed expressly for this
purpose.  The bond terminals will then be placed in these holes
and compressed by a hydrauiic compressor of 35 tons indicated
power. As the cutting punch produces a tapered hole, with the
large diameter at the top, and the copper in the bond terminals is
compressed into the holes against the small end, the contact ob-
tained under the 35 tons pressure exerted is stated to be unusually
good and entirely moisture prooi.
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STREET RAILWAY PATENTS

UNITED STATES PATENTS ISSUED JULY 21, 1903.

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

734.010. Rocker Side Bearing: Frederick B. Townsend, Chi-
cago, L. App. filed May 11, 1903. The combination with a bot-
tom piate of a reciprocating top plate, a pair of interposed rock-
ers and a longitudinally arranged spring and followers mounted
in and carried by the reciprocating top plate, the bottom plate
having stops to engage the followers.

734.008. Electric Switch; John J. Ruddick, Newton, Mass. App.
filed Oct. 15, 1900. A box applied to a trolley wire and containing
switch mechanism from which a tappet projects into position to be
struck by the wheel to throw the switch.

734,113.  Car Wheel; Herbert Bacon, Boston, Mass. App.
filed Oct. 30, 1902. A car wheel presenting at its face spaces or
pockets and having connected therewith non-metallic retaining
plates, and fibrous material packed in said spaces or pockets be-
hind the plates to thereby lessen the noise of cars running on ele-
vated structures.

734.181.  Car Fender; Frederick R. Keith, Randolph, Mass.
App. filed March 25, 1903. Details.

724,200. Device for Decreasing the Noise upon Railroads or
Other Rolling Machinery; George W. Stevens, Boston, Mass.

STREET RAILWAY JOURNAL.

[VoL. XXII. No. 6.

App. filed Oct. 31, 1g02. Soft tread wheels running in contact
with the car wheels and the railway track. -

734,253. Street Car; John A. Brill, Philadelphia, Pa. App. filed
April 23, 1902, An open car provided with two steps, one of
which is situated below the flooring and within the body of the
car.

734,250. Switch Actvating Mechanism; John H. Fitch, Luding-
ton, Mich. App. filed Feb. 16, 1903. Relates to means for moving
the switch from the platform of a moving car.

734,362. Car Fender; John D.
Price, Cleveland, O. App. filed
Aug. 4, 1902. The construction is
such that should an obstruction be
lying on the track in a position
too low to be caught by the for-
ward member, a rear part will be
automatically thrown down into
position to catch it.

734,409. Car Construction; An-
toine B. Du Pont and George J.
Kobusch, St.  Louis, Mo. App.
filed April 6, 1903. A window lo-
cated in and forming part of the
corner of the car. :

734,411. Car Fender; Hans P.
Eskelsen, Port Clinton, Ohio.
App. filed May 16, 1903. A car

fender formed of a plurality of
spring members, is normally held
above the roadbed by the retractile
tendency of the springs, and when
required for use may be readily
depressed by the motormen by
means of a foot lever.

734,435. Cable Grip or Clutch
Device; Ludwig Schuler and Jo-
seph Ericson, Telluride, Col. App.
filed March 26. 1903. Details of construction.

734.442. Trolley; Harry Spurrier, Montreal, Canada. App. filed
Oct. 2, 1900. Comprises means for automatically causing the trol-
ley wheel to turn and meet the curves of the trolley wire simul-
taneously with the turning of curves in the rails by the car.

UNITED STATES PATENTS ISSUED JULY 28, 1903.

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

734,550. Shoe Brake; Charles W. Hoch, Brooklyn, N. Y.
App. filed April 22, 1903. A sudden stopping and derailing device
operated by means of a lever from the car platform.

734.500. Car Secat; John S. Johnson, New York, N. Y. App.
filed Feb. 2, 1901. Details of construction of a reversible car seat.

734.5366. Brake Shoe; John J. Kinzer, Pittsburg, Pa. App.
nled Feb. 27, 1903. Consists of an inclosing casing of sheet
metal bent into integral back, side and end walls, a sheet-metal
lug fixed to the back of the casing, and a filling of frictional
material.,

734,567. Brake Shoe; John J. Kinzer, Pittsburg, Pa. App.
filed Feb. 27, 1903. A modification of the preceding patent.

734.568. Brake Head; John J. Kinzer, Pittsburg, Pa. App.
fited Feb. 27, 1003. A brake head having a curved body and face
presenting a bearing for a brake shoe, which is substantially con-
tinuous throughout the length of the body to thereby strengthen
an attached brake shoe.

734.587.  Car Fender; Americus Miesse, Lima, O. App. filed
Jan. 5, 1903. Fenders provided at each end of a car are so
mounted that in whichever direction the car is moved a fender
is projected in front while the fender in the rear is retracted;
means are also provided to prevent the retraction of the fender
at the forward end when the car is moved backward a short
distance.

734,600. Wheel;: Henry H. Porter, Jr., Chicago, Ill. App. filed
Dec. 24, 1901. The wheel is provided with a movable flange
disk which is concentrically mounted upon a shaft, and means for
moving said disk about its shaft to protrude it outside the edge
of the tread of the wheel whereby the wheel may run upon rail-
way tracks as well as on smooth surfaces.

734.611. Car Replacer; Willlam H. Pritchard, Indianapolis,
Ind. App. filed Jan. 22, 1903. A car replacer having a longi-
tudinal central depression or channel, wings arched longitudin-
ally, and each having a diagonal offset, the wings having a down-
ward lateral slope from said offset to the channel.

734,723. Switch Lock; Herman H. Louis, Newburg Hamlet,
O. App. filed Feb. 13, 1902. Details.

734.745. Brake Shoe; James B. Perry, Buffalo, N. Y. App.
filed Dec. 29, 1902. A brake shoe provided with a filling capable

PAT. NO. 734,409
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of producing high friction, retaining walls engaging the sides and
cnds of the filling, and retaining lugs upon the floor of the
cavity, embedded in the filling and beveled so as to retain the
same in place.

734,830. Car Fender; Delos B. Dibble, Detroit, Mich. App.
filed Dec. & 1902. In combination with a car fender, a dropping
fender hinged to the front edge thereof, means upon the car plat-
form for operating the dropping fender and a rigid hinged con-
nection between the dropping fender and the means for operating
it, whereby the dropping fender may be positively operated in
both directions. .

734.920. Trolley Catch; George W. Maxwell, Los Angeles,
Cal. App. filed Mar. 25, 1903. The trolley cord is attached to

PAT. NO. 734,920

the dash board at one end and runs over a pulley near the top of
the pole, thence downward to a suspended weight in a casing at-
tached to the dash board, thereby permitting the pole to rise and
fall with the irregularities in the wire. When the trolley wheel
leaves the wire the dog is released which grips the cord, thus pre-
venting it from running and thereby holding the polc stationary.

*
PERSONAL MENTION

MR. THOMAS FARMER has resigned as superintendent of
motive power of the Detroit United Railway Company. of De-
troit, Mich.

MR. MANSFORD J. FRENCH, who has been acting as the con-
struction engineer for the Oneida Railway Company, of Oneida,
N. Y., has resigned from the company to aecept a position with the
Cleveland Electric Company, of Cleveland, Ohio.

MR. WARREN H. BICKNELL. formerly general manager
of the Aurora, Elgin & Chicago Railway, has assumed charge as
president of the Lake Shore Electric Railway, of Cleveland. Mr.
Bicknell will also become director in the company.

MR. ROBERT A. BYRNES, formerly New York representative
of the Ohio Brass Company, has accepted the New York agency
of the Northern Engineering Works, of Detroit, Mich., the large
manufacturers of hand and electric cranes for power stations and
gther purposes. Mr. Byrnes will have headquarters at 120 Liberty

treet.

MR. F. L. DAME, for the last two yecars general manager of
tl_1e Union Electric Company, Dubuque, Ia., has accepted the po-
sition of engineer of the local company’s committee of the Gen-
eral Electric Company. It is expected that Mr. Dame will as-
sume his new duties with headquarters at Schenectady, N. Y.,
about the middle of August.

PRIVY COUNCILLOR RATHENAU, one of Germany's lead-
ers in the electrical industry and managing director of the All-
gemeine Elektricitaets Company, of Berlin, is coming to the
United States to study electrical progress here. It is also report-
ed that he will resumc the negotiations with the General Electric
Company, relative to a closer business connection, which were
reeently conducted in Berlin and were broken off without a re-
sult being reached.

MR. C. A. DENMAN, a well-known electric railway oper-
ator of Toledo, Ohio, has been appointed superintendent of the
Richmond Street & Interurban Railway Company, of Richmond,
Ind. For nine years Mr. Denman was connected with the Con-
solidated Railway Company, of Toledo. Subsequently Dbe-
came general manager of the Toledo, Bowling Green & Southern
Railway, and later of the Toledo & Maumee Valley.

MR. HENRY A. EVERETT has taken summer quarters on
the ‘D.etroit River, a short distance above Detroit. In addition
to giving his personal attention to the management of the Toleda
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Railways & Light Company, of which he is president, Mr. Everett
is temporarily managing the affairs of the Detroit United Rail-
way. Mr. J. C. Hutchins, president of that company, was mar-
ried a short time ago, and is now in Europe on a wedding trip.

MR. J. A. EMERY has been clected general manager of the
properties of the Birmingham Railway, Light & Power Com-
pany, of Birmingham, Ala., to succeed Mr. D. A. Belden, who
resigned some weeks ago to become president of the New
Hampshire Traction Company. Mr. Emery has been with Ford,
Bacon & Davis, who are rebuilding the Birmingham system, for
five years. He is a technical man and well posted on the work
required. He has been in Birmingham for a year and is very
popular.

LORD RIBBLESDALE, George Gibb, general manager of the
Northeastern Railway; Sir David Barbour, Sir J. Dickson Poyn-
der, and Sir Francis Hopwood, comprising the sub-committee of
the Royal Commission on London Street Traffic which was ap-
pointed last month to study American strect railway systems, will
sail for New York September 18. On their arrival at New York,
President Vreeland, of the Metropolitan Street Railway system
of New York, whom the Commissioners have already met in Lon-
don, will give them the benefit of his experience. The Commis-
sioners will visit Boston, Chicago, and elsewhere with a view to
the adoption in London of any of the valuable features of the
street railroads in these eities.

MR. HORATIO BIGELOW, who was recently appointed
general superintendent of the Montville Street Railway Company
and the Norwich Street Railway Company, of Norwich, Conn.,
has had several years of practical experience in developing the
traction and light properties of Stone & Webster. In 1902 he
was appointed assistant to the chief engineer of the Seattle-
Tacoma Interurban Railway, after spending several ycars in the
engineering department of the Seattle Electric Company. Later
on Mr. Bigelow was sent to Porto Rico to act as manager of the
Ponce Railway & Lighting Company. He resigned from Stone
& Webster's employ last June to accept the present position
which his extensive experience well qualifies him to fill.

MR. DAVID YOUNG, expert street railway adviser with
Browr Brothers & Company, of New York, and formerly general
manager of the North Jersey Street Railway Company, expects
soon to sail for England to make a general inspection of the Lon-
don tramways in which Brown, Shipley & Company, the London
branch of Brown Brothers, are interested. Mr. Young has re-
cently been in San Francisco and Chicago in the interest of his
employers. In San Francisco he made a critical examination of
the Union Railroads and acted as a member of the board of arbi-
tration chosen to adjust the questions of an operating agreement
with the men and of an increase in salary. In Chicago Mr. Young
made a thorough inspection of the properties in which Messrs.
Brown Brothers arc interested.

COLONEL N. H. HEFT, who for several years has been the
head of the electrical department of the New York, New Haven
& Hartiord Railroad Company, severed all connections with that
company July 27, when he resigned as president of the Stamford
Street Railroad Company. Colonel Heft, according to report,
intends to spend a few months resting in Europe. Colonel Heft
will continue his interest in the Stamford & New York Rail-
road Company, of which he is president and which has recently
completed a linc from Stamford to Portchester. This line, un-
like the Stamford and Meriden systems, of which Colonel Heft has
also been president, is not controlled by the New York, New
Haven & Hartford Railroad Company, but by Colonel Heft and
associates.

MR. NEWTON W. BOLEN, the retiring superintendent of the
Central and Flatbush Division of the Brooklyn Rapid Transit Com-
rany, of Brooklyn, N. Y., was tendered a complimentary dinner
Monday, July 28, by his associates in the company in token of their
appreciation of him as a man and as one of the executive heads of
the company. Handsomely engrossed resolutions and a floral
horseshoe were presenied to Mr. Bolen after the menu. On the
top of the horseshoe was inscribed in red letters upon a pure white
background “With Success.” Mr. Bolen has been in the employ of
the Brooklyn Rapid Transit Company since its formation, and this
term of service added to his former connection with companies
now a part of the Brooklyn Rapid Transit system, makes twenty-
four years’ of street railway service in Brooklyn. Mr. Bolen leaves
the Brooklyn company to become superintendent of the first dis-
trict of the railway department of the Public Service Corporation,
which controls all of the electric light and street railway com-
panies in Jersey City, Newark and vicinity. The Central and Flat-
bush division of the Brooklyn company has been divided since
Mr. Bolen’s resignation. The Flatbush part has been placed in
charge of Mr. Kennedy, who is superintendent of the Greenwood
division, and the central division has heen placed in charge of
Mr. Seibert, who now has charge of the Ridgewood division,
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NEWS OF THE WEEK

CONSTRUCTION NOTES

BIRMINGITIAM, ALA.—The DBirmingham Railway, Light & Power Com-
pany has been granted a franchise to lay tracks on Ninetcentlr Street fromn its
line on Avenue B to the power station to the right of way of the Alabama
Great Southern Railroad.

BIRMINGHAM, ALA.—It is reported that the Birmingham Railway, Light
& Power Company is figuring on the construction of scveral new lines, one of
which is to reach Doyles, the suburb where the Louisville & Nashville Railroad
is building new shops. Anotlier is to come via North Birmingham to Thomas,
giving a through ride from the city to Boyles. and from Thomas to the same
The company is also figuring on a 2-mile extension fiom Bessemer to

place.
Jonesville.

MOBITLE, ALA.— Herbert C. Wright and associates are petitioning the
General Council for a franchise for an eclectric street railway over certain
strects in Mobile. The parties are strangers here, and nothing is vet known as
to their financial responsibility. The issue of the franchise 1s uncertain.

MONTGOMERY, ALA.—The declaration of incorporation of the Hayne-
ville Railroad Company has been filed. The company is capitalized at $75,000,
The incorporators of the company are: \V. P. Russell, \V. L. Haigler, E. 1I.
Pritchett, T. R. Meriwether, G. M. Williams, W. B. Brigham, C. \V. Garrett,
\W. Brewer and W. T, IToughton.

HOT SPRINGS, ARK.—The Interurban Railway & Tower Company is
anxious to interest capital in a seheme it has for developing water-power and
operating an clectrie railway and lighting system. The company has se-
curcd a b-ycar charter in Arkansas, with rights of eminent domain for the
lake and a right of way for a car line. The Suachita River 1s to be dammed
four miles from the city limits. W. L. Stebbins gives an estimate of 20,000
hp at ordmary flow, yet savs it is safe to figure on a delivery in the power
house of not less than G600 hp at low water. All surveys, maps, cte., have
been made.

LOS ANGELES, CAL.—The Taeific Electric Railway Company has begun
extending its linc along the coast from Devil’s Gate to Alamitos Bay, a dis-
tanee of about a mile.

LOS ANGELES, CAL.—The Supcrvisors have granted to J. D. Burkhart a
franchise for an cleetric railway on Santa Fe Avenue from the south city
boundary to Slauson Avenue.  DBurkhart has been running a dummy linc
along Santa Fe Avenue to the Coursing ’ark for years.

LOS ANGELES, CAL.- Grading has begun on thce Brand line to be built
between this city and Glendale by the Los Angeles & Glendale Eleetric Light
Railway Company. Ten miles of double track will be laid. Outside the city
limits the road will oecupy the center of a 100-ft. houlevard, which is being
built by L. C. Brand and other property owners of Tropico and Glendale.

LOS ANGELES, C\lL.—1t is stated that the Whitticr branch of the TPacifie
Elcetrie Railway Company, now under construction, will be extended through
the La 1labra Valley to Riverside, where Mr. Huntington has rceently
acquired heavy interests in strect railway systems. From the valley to River-
side is about 36 miles, and the proposed route runs 3 miles north of Fullerton,
115 miles north of Placentia and a little south of the Fullerton oil wells.

LOS ANGELES, CAL.—Pending the settlement of a suit between the Los
Angeles Railway Company and the city of Los Angeles involving the right of
the company to construct and opcrate a strcct railway on San Pedro Street
souty of Thirticth Street and on South Park Avenue from Jefierson Strect to
the city limits, the City Couneil has granted the company permission to run
its cars over the disputed right of way, provided it will give a $10,000 hond to
remove the tracks if it loscs the law suit.

LOS ANGIELES, CAL.—The Scheller franchise in the First \Ward has been
sold by the City Cduncil to the Los Angeles Railway Cowmpany for $10,000.
The 10ute of the franchise covers Avenuc 20, from Pasadena Avenue to Day-
ton Avenue, thenee to Marmion Way to a point about 1225 ft. nerth of Avenue
45; also beginning at Marmion \Way and Avenue 45 and following Avenue 45
southward to I’asadena .Avenue, thence ecastward to Avenue 50, to Monte
Vista Street, to Avenue 61, thence over Picdmont Avenue to Pasadena Avenue;
also beginning at the intersection of Dayton Avenue and Avenue 26, and run-
ning northwest on Avcnue 26 to IHuron Street, and on Iluron Strect to a
point about 475 ft. distant.

MADERA, CAL.—Articles of incorporation of the Madera Railway Company
The company has a capital stock of $50,000 divided into 5000
shares at §10 each. The dircetors are: J. C. Campbell, R, W. Campbell, A. C.
Towne, J. T1. Tate and . C. Drew. The purposc of the company is to build,
equip and construet a railway from the Gowan Station to Knowles Spur, a
The principal place of business is San Franciseo.

have been filed.

distance of 2 miles.

TOMONA, CAL—The DPacific Electric Railway Company has purchased a
franchise for a strect railway in this eity. A bond for $10,000 has heen exe-
cuted to insure the faithful performance of the contract.

REDLANDS, CAL.—The San Bernardino Valley Traction Company reports
that it hopes to begin work at once on a proposed extension on Olive Avenue.

HARTFORD, CONN.—The Railroad Commissioners have approved plans of
the Ifartford Strect Railwavy Company for extension of lines on Capitol and
Huyshope Avenucs, and of the Stamford Street Railway Company for an ex-
tension from Stamford to Springdale. The requirements are that trolley
wires shall be suspended at lcast 18 ft. above the surface of the street; that
the poles sball be 5 ft. from the nearest rail, and that double-truck cars chall be
equipped with an effective system of power brakes.

NEW ITAVEN, CONN.—Ncwspaper advices say that the New York, New
Iaven & Hartford Railroad has contracted for a dam at Borden, Conn., to
hold 30,000,000 gallons of water, to furnish power for the electric roads in the
vicinity of New Haven,

STAMIORD, CONN.—A decision of Judge Elmer in the Superior Court,
just llanded down, granting a charter to build an eleetric railway from Monto-
wese, a small town a few miles north of New Ilaven, to Wallingford, 5 miles
further north, closes the last gap in the electrie railway line from New York to
Boston.

ATLANTA, GA.—The Georgia Railway & Electric Company has begun
work on its proposed line between Atlanta and Marietta. A new bridge will
be erceted over the Chattahoochie River.

WALLACE, TDAHO.—The electric railway for which Ilerman J, Rossi
obtained a franchise is in process of organization. It is eontemplated to
build the line from \Vallace to Gem, Blackbear, Mace and Burke on one
braneh, being seven miles long; also to build from Wallace to Oshurn, Kel-
logg and \Wardner, being a braneh thirteen miles long; also to build from
Wallace to Mullan, a distance of seven miles, At present it is intended to
build the Burke branch this fall and commence on the balance as early as
possible in the spring. The capitalization will probably be $300,000, divided
into 30,000 shares of the value of $100 each.

JOLIET, ILL.—F. E. Fisher, general manager of the Fisher Construction
Company, which is building the Joliet, Plainfield & Aurora Railroad, says
that grading for the first ten miles of this road, between Joliet and Plainfield,
has been finished, and that the culverts and bridges are practieally all in.
Most of the ties are distributed and five miles of the rail laid and the balanee
of the rails necessary to complete the next ten miles have been shipped from
the mills. Gravel for ballasting will be obtained from the Elgin, Joliet &
Eastern Railroad, with which a traek connection has been made. Mr.
Fisher says that the first ten miles between Joliet and Plainfield will be in
operation by Sept. 1. Grading betwcen Plainfield and Aurora is about to be
begun. Construction work on this rcad has been very rapid.

MOLINE, ILL.—At a recent meeting of the Dixon, Roek Falls & South-
western Eleetrie Railway Company G. T, Shaw, of Dixon, president of the
DeKalb & Southwetsern Elcctric Railway, formerly known as the Northern
Illinois Electric Railway, was clected president. The other officers were
clected as follows: A. C. Stanley, vice-president; R. L. Leitsch, secrctary;
O. E. Maxson, treasurer, and 1I. L. Sheldon, attorney, all prominent business
men of Rock IFalls. A surveying party under A. M. Shaw has been sent out
near Gencesco, and the woerk of surveying and securing the right of way is
being pusbed along rapidly.

MONMOUTII, 1L.L.—The Western Illinois Traetion Company has com-
menced work on the Galesburg line. The officers and promoters of this eom-
pany are: W. Ii. Young, president; G. \W. Gale and W. W. MeCullough,
vice-presidents; \W. 11, Woods, treasurer, all of Monmouth, except Mr. Gale,
who is from Galesburg. The company was incorporated June 4, capital stock
$500,000. The total cost of the road will be about $400,000. A $50,000 guarantee
bond assures that cars will be running to Galesburg by January, 1904, also
117, miles street car line in this city. The power house and main offices will
be in Mcnmouth.

MT. VERNON, ILL.—The certificate of incorporation of the Southern
1linois Electrie Railway Company has been filed in the County Recorder’s
office at Belleville. The company is eapitalized at $50,000, Tne company will
build from East St. Louis through St. Clair, Clinton, \Vashington, Marion,
Jefferson, ITamilton and White eounties to a point at or near Maumee, on the
VWabash River. The incorporators are: John R. Pierey, George F. Ward,
Samuel Casey, Louis G. Pavey, Samuel T. Maxey and Albert N. Johnson, of
Mt. Vernon.

BLUFFTON, IND.—~There are both rumors and indieations that the
Muncie, Hartford City & Ft. Wayne Railway will not be built into Ft.
Wayne, but that it will have its terminus in this city, where it will connect
with the Kokomo, Marion & \Vestern Railway, whieh is building from
Kokomo through Bluffton and Decatur to Lima, Ohio. Ft. Wayne will be
reached by way of Decatur and by an interurban road that is building from
Dayton to Ft. Wayne. This change is due to the fact of the purchase of the
line by the Union Tracticn Company.

CHESTERTON, IND.—The Town Trustees have granted a fifty-year
franehise to the Chicago, Indiana & DMichigan Traction Company. The
franchise permits the construetion of eleetric lines on any street in the town.

DANVILLE, IND.—The Town Board has granted an amended franchise
to the Indiznapolis-Danville-Roekville Eleetrie Railway which calls for the
use of threc streets, provides that work shall begin Aug. 1 and be com-
pleted and in operation in one year. The power house and ear house are to
be erected within half a mile of the eity. A bond of $5,000 has been filed to
insure compliance with the terms of the franchise.

ELWOOD, IND.—The Union Traetion officials are planning for the new
car houses and shops which will be located in North Anderson. Arehiteet
Jeckel is making the plans for the new buildings. The company will prob-
ably be ready to reeeive bids in a very few days.

INDIANAPOLITS, IND.—A novelty in interurban railway eonstruction in
Indiana will be introduced by the Indianapolis & Martinsville Railway on its
extension from Martinsville to Bloomington by the building of a tunnel
through the hills in the northern part of Monroe County. This range of hills
in Mcnroe Countv is over 200 ft. in height, and the tunnel will be about 1,500
ft. in length. Tt will be constructed through solid sandstone, and will neces-
sitate an expenditure of between $75,000 and $100.000,





