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Chicago Franchise Matters

We have announced so many times to our readers that
negotiations for the renewal of the franchises of the Chicago
city railway companies were again in progress, that we fear
some may have taken it as a standing joke. Tedious these
negotiations have been in the extreme, but it is not to be ex-
pected that such important matters could be settled in a few
days. Whatever may be said regarding the obstructive policy
of some of the city officials of Chicago, notably Mayor Har-
rison, there is no doubt that the local transportation committee
of the Chicago City Council, which has had immediate charge
of the franchise negotiations, has been painstaking and honest
in its work. The Arnold report, which was arranged for by
that committee, is but one example of the thoroughness with
which it has attempted to do its work. It is but natural that this
committee should attempt, in driving a bargain with the com-
panies, to get as favorable terms and as high compensation for
franchises as possible. However, it is to be hoped that in their
zeal to drive a good bargain for the city these gentlemen will
not place such burdens upon the companies in the way of com-
pensation that the local transportation business will be crippled
in Chicago for the next twenty years. Such an event would be
nothing short of a great public calamity. That there is some
danger of this just now there can be no doubt. The committee
is now at work on a franchise for the Chicago City Railway
Company, and it is understood that most of the details have
been arranged, with the exception of the clause which provides
for the proportion of the gross receipts which are to go to the

city. What proportion will finally be agreed on no one knows
at present, but it is practically certain that it will be higher than
has yet been required in any city in the United States.

" For those who have not followed the progress of the fran-
chise negotiations in Chicago, we may say that the situation at
present is, briefly, as follows: The franchise of the two prin-
cipal companies, the Chicago City Railway Company and the
Chicago Union Traction Company, on the principal streets of
Chicago, are claimed by the city to have expired July last.
There is considerable doubt as to whether these franchises
really did expire on that date, as an act, commonly called the
“Ninety-nine-year ‘act,” passed by the State Legislature many
years ago might be construed in such a manner as to give the
The validity of the
franchises under this act has never been passed upon by the

companies ninety-nine-year franchises.

courts, and the result, consequently, is entirely problematical.
The general proposition which is being embraced in the new
franchise extension ordinances is that the companies waive all
rights that they might have under the ninety-nine-year act,
and accept in exchange for these rights a franchise giving them
a clear title to all the streets upon which they are at present
operating, together with some needed extensions, for twenty
years. In addition to this it is proposed that the companies pay
a proportion of their gross receipts to the city. At the end
of twenty years the physical property must be purchased of the
companies by the city or a renewed franchise must be given.

Relations of Employers and Workmen

An interesting and instructive document is reproduced on
another page of this issue in the form of a letter written by
George F. Chapman, general manager of the United Railways
of San Francisco, and intended for the guidance of newly-
employed platform men on that system. It is a straightforward
statement of the relations between the employees and the
company, defining the duties of the men and the attitude of
their employer. Honesty, courteous treatment of patrons,
conservative operation and strict observance of the general
rules are the main requisites, and in return the men are as-
sured regular employment, promotion according to relative
There
is nothing more conducive to good service than a sense of

merit and fitness, and the support of the management.

security among employces, and nothing so harmful as lack of
it. It is impossible to maintain discipline where influential
friends are of more importance in holding a position than
efficient service, but the motorman or conductor who has the
general manager’s word that if he is honest, patient and polite,
careful and obedient, that he will not be unjustly deprived of
his position that promotion is for him, and that any specially
meritorious acts he may perform will be fully recognized, will
soon realize that his position is a valuable one, and that the best
way to retain it is by strict attendance to duty. In general the
terms set forth in Mr. Chapman’s letter are the same as those
which are generally understood to form the basis of employ-
ment, but they have not always been lived up to in some parts
of the country, and for that reason an explicit understanding
is desirable,
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Stokers—Human and Other

The “Question Box” of the Pennsylvania Street Railway As-
sociation, which we give in part in this issue, contains much
information suggestive of comment, but nothing more pertinent
than the discussion of mechanical stokers, their merits and de-
merits. The question is one that is emphatically a familiar and
well-worn one, to which, perhaps, no final answer need be ex-
pected, but the experience brought out in this instance was
more instructive than usual. Stoker men in general may be di-
vided into two classes—those who like mechanical firing and
those who do not, and as a rule opinions on the subject may be
impolite and irrelevant, hut they do not lack variety or definiie-
ness.

Four questions on stoking were asked, the first relating to
the minimum size of plant for which an automatic stoker was
to be considered. As touching this point, the opinions ex-
pressed were practically to the effect that after a plant was too
large to be handled by a single fireman the automatic stoker
was worth looking into, the corresponding horse-power being,
say, 1000 to 1600.

The basis of this conclusion seemed to be that since a man
was necessary anyhow to look after the mechanical stokers, he
might as well be shovelling coal as doing work of supervision.
There are two criticisms to be made on opposite sides of this
judgment. It is held by some that the mechanical stoker will
do enough better work than a fireman to justify its use in al-
most any case. On the other hand, interest and repairs on the
machine must not be forgotten, and if these, for the sake of ar-
gument, equal a fireman’s wages, then there will be no saving
until a considerably larger size is reached. The answer really
hinges on that pertaining to the next question in the box, which
dealt with the relative economy, including operation and main-
tenance, as between hand-firing and automatic stokers.

Here there cropped out very radical differences of opinion,
ranging from a claim of 30 per cent saving in coal down to the
story of the automatic stoker squarely defeated by hand-firing.
Some figures given in course of the discussion as to cost and
the maintenance of automatic stokers are decidedly instructive.
IFigures from several Edison stations, while giving a material
saving in cost of handling by the use of mechanical stokers, re-
ported the extra repairs to be from 25 cents to $1 per horse
power per annum.. Taking the installation cost of the stokers
at $3.50 per horse power, the maintenance account would seem
to lie between about 7 and 25 per cent, with an average of 17
per cent or so. This looks high, and if true requires a very
good showing in cconomy of coal to justify the expense. In one
answer an efficiency of 11.25 Ibs. of water from and at 212
degrees was claimed for run-of-mine coal costing $2.35 per ton
in the bin. This is stated to have been a result about 30 per cent
better than was given by hand-firing, which evidently must
have been rather poor. On the next two questions,as to whether
the same automatic stoker could handle both soft and hard
coal, and whether one could force the output of the boiler as
well as with hand-firing, the answer dealt in flat contradictions
as to fact, and, as usual, when statements are contradictory,
they failed to be illuminating. In fact, the sum total of all the
answers does not greatly add to the chances of elucidating the
subject. It is, however, an interesting and pertinent one, which
is well worth study.

The fact is, that taking all available sources of information
together, there scems to be a very wide difference of opinion as
to the relative value of the two rival modes of firing. Some
excellent enginecrs uniformly recommend automatic stokers,
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while others as consistently prefer hand-firing. And undoubt-
edly these differences of practice and opinion spring from real
differences in experience. .Eache man derives his ideas from
the conditions under which he has personally worked ; thus one
whose natural fuel has been a low grade of Western soft coal
will reach very different conclusions from one who regularly
uses the best anthracite. On general principles, the better the
fuel, or the less fuel that has to be handled, in any given case,
the easier it is for a skillful fireman to compete with an auto-
matic stoker. In plants where the fuel handled is only 2 or 214
Ibs. per horse-power hour, one fireman can take care of 1000
horse power with ease. In several of the auxiliary stations of
the Boston Elevated Railway Company, two men per shift, a
fireman and a coal passer, take care of 2000 kilowatts without
difficulty, and the total fuel bill for the year is so moderate
that the charge for maintenance of mechanical stokers would
have to be very much lower than the figures here quoted to give
the slightest chance for economy. On the other hand, it is easy
to sce that in cases where the fuel to be handled rises to 4 or 5
1bs. per horse-power hour, a single fireman can take care of only
a very moderate capacity, and will have to work hard to do that.
Then he is likely to get carcless, and the evaporative efficiency
of his efforts falls off.

This much is certain, however, that while good fuel gains
little or nothing from mechanical stoking, year by year, the
world must learn to make the best of low-grade fuel. Almost
the best opportunity for economy in steam generation lies in the
study of the utilization of coals of low evaporative power. Good
fuel will yearly get dearer, and furnaces and boilers must be
. Herc there is
Its task is to
handle large quantities of fuel so uniformly and cheaply that

planned to make the best of what is available.
a great future before the mechanical stoker.

although intrinsically poor, the economic result will be good. If
one knows how to make the best of automatic stoking with low-
grade fucl he has fourid the secret of cheap power.

The Confusion of Fusion

The gentlemen in charge of the literary bureau of the Citi-
zens’ Union are getting mixed in their dates and lame as to
facts. Here is an abstract from a recent pronunciamento:

“The Metropolitan Street Railroad has made haste under the
Fusion administration to effect great improvements ‘in its
equipment, substituting electrical for horse-power on all its
cross-town lines.”

While the street railway management has been eager all
along to effect the improvements indicated it has not been able
to secure the necessary legal consent, and we do not recall any
assistance that has been offered by the Fusion administration,
or any other for that matter, toward increasing the transporta-
tion facilities. The company has been obliged to solve the
problems itself, and if it were permitted to do so unhampered
it would be satisfied, but when certain measures were before the
Legislature at Albany last winter, intended to enable the street
railway companies of the State to effect improvements and
extensions, Mayor Low opposed their enactment,and, according
to his own statement, secured their defeat. It would seem,
therefore, that whatever improvements in the street railway
service of Manhattan have been made were accomplished in

spite of the Fusion administration and not through its good
offices. But the most remarkable exhibition of borrowed
plumage that has been displayed before the admiring gaze of
this constituency in many a day is this:

“The Manhattan Elevated Railway system has availed itself
of the progressive attitude of this administration to make ex-
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tensive improvements upon its lines, the most conspicuous
being the change of motive power from steam to electricity.”

Mayor Low’s term of office began Jan. 1, 1902, and the Man-
hattan company had at that time not only completed its ar-
rangements for changing over the elevated system from steam
to clectricity, but it had actually begun to operate trains by the
We do not recall any remarkable display
of activity, intelligence or comprehension of the situation by

new miotive power.

the present city administration during the agitation last winter
over the subject of transportation. Whatever may have been
the merits of Mayor Low’s administration, and in many respects
it has been admirable, the least said about his “transportation
record,” under the circumstances, wiil serve the best purpose

for Fusion.

A New Competitor

Many of our readers will probably agree with us that while
the description of the new German single-phase electric railway
system, given by our foreign correspondent in the last issue of
this paper, was not so complete in all its details as might be
wished, nevertheless, the account furnishes a great deal of
food for thought. Our correspondent is not yet able to state
definitely the character of the motor from which the results
were obtained, though, of course, it looks like a serics-wound
proposition, but the results themselves are somewhat startling,
particularly the efficiency of the regulation. To be sure, the
work so far has been purely experimental, and we do not in
the least know what snags the workers may have struck, but
they certainly have developed a single-phase motor which, in
some respects, is very remarkable. We have steadily been
disposed to discount somewhat reports concerning single-phase
traction motors on the ground that no single-phase motors
have yet been put into ordinary commercial work which have
anything like as good properties as those attributed to the ex-
perimental traction motors. And the common stationary motor
is a very much easier proposition than the traction motor, both
in its smaller demand for weight efficiency and in its freedom
from the requirements of a large air gap. Yet we are bound
to say that the Union Elektricitits-Gesellschaft, like the West-
inghouse Company in this country, cannot fairly be suspected
of an unlimited bluff, and we shall be vastly interested in the
inevitable show-down. The results, so far publishable from the
Union Elektricitats-Gesellschaft road, are certainly enough to
whet curiosity as well as to provoke a certain feeling of lurking
uneasiness. The foreign experiments on polyphase traction,
which we have often described and commented upon, have
promised a special, rather than a general, solution of the alter-
nating-current traction problcm, and have, therefore, been of
But a successful
single-phase motor is a cat of quite another color, for it is

indirect rather than of direct importance.

easily applicable to general traction purposes.

In this case the contact arrangements are simple enough,
and there is no good reason why the motor should not be
applicable to urban and suburban lines as well as to the long-
distance roads for which some sort of alternating motor is
an alter-

especially desirable. Ior ordinary street railways

nating motor has in itself no particular advantage. The usual
direct-current railway motors are wonderfully reliable and
cfficient machines. The commutator troubles have been so far
reduced that they are of relatively little moment, and are quite
certainly much less than would be encountered in an alternating

motor of the commutating persuasion. But on long suburban
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and interurban lines the advantages of a motor drawing its
current from alternating-current working conductors are very
great, indeed, in the matter of cheap and efficient distribution.
So long, however, as the alternating systcm cannot conveni-
ently be used in the urban part of the general system, alternat-
The
double-conductor system demanded by polyphase motors works

ing current is inconvenient in the outlying portions.

against their general use, for the experience with double trolley
systemis of any kind is very far from encouraging. A single-
phase motor requiring but a single-working conductor can ob-
viously be used as conveniently as any other motor if its other
properties are good. We have been awaiting with great in-
terest the cquipment of the promised American single-phase
roads, but the Union Elektricitits-Gesellschaft work shows
plainly that our German friends have becn far from idle, and
are prepared to give us a run for our money in this as in other
directions. We cannot afford to be outdone on this side of the
water, and if we are to retain supremacy in the supply of elec-
trical apparatus it is high time to be up and doing. A really
good single-phase traction motor will stir up the art most sur-
prisingly when it really comes, and will cause a sudden revision
of the present methods of distribution. With the present ten-
dency toward the construction of long and widespread net-
works of electric roads the possession of such a motor is a
very valuable and important thing, and however skeptical one
may be disposed to be as to the facts it will pay to remain
open to conviction. We hope ere long to give to our readers
a further description of the Union Elektricitats-Gescllschaft

methods.

Freight Delivery in Chicago

An important movement in connection with local transporta-
tion is to be inaugurated in Chicago when the Illinois Tele-
phone & Telegraph Company begins its freight delivery service
through its system of underground tunnels. This company,
instead of building the ordinary conduits to take the wires for
its new independent automatic telephone exchange, has gone 26
ft. below the surface of streets and has constructed a set of deep
tunnels under the principal streets. These tunnels are of suf-
ficient size not only to accommodate the telephone cables but
to permit of the operation of small freight cars for delivering
goods from railroad depots and warehouses o various buildings
in the down-town center. The tunnels are of concrete, arch
The top is 26 ft.

Lateral branches enter the basements of

construction, 1224 ft. wide by 14 ft. high.
below the street level.
the principal buildings. This freight delivery service ought to
relieve the streets of considerable team traffic and result in a
cheapening of the cost of delivery, as well as an improvement
in surface transportation service. A single-track narrow-gage
railway is to be operated in the tunnels. The cars will be small,
to permit of the turning of the short curves and so that they
That
clectricity will be the motive power goes without saying, aud

can be easily handled, after the manner of mine cars.

in this connection come some interesting problems for the elcc-
tric railway engincer. That some method of relieving tlie con-
gestion of drays and coal wagons on the streets of our largest
cities is nceded is painfully evident, but the company which
built the Chicago tunnels has been the first to have the financial
courage to prepare an underground system at enormous cost
to take care of the freight business, though, of course, in this
case the chance of using the tunnel space for dozens of other

purposes reduced the financiat risk to practically nothing.
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INTERURBAN FREIGHT AND EXPRESS

The Electric Package Company of Cleveland, which oper-
ates the express and baggage departments of the Lake Shore
Electric Railway, the Cleveland & Southwestern Traction Com-
pany, The Northern Ohio Traction & Light Company and the
Cleveland, Painesville & Eastern Railway, is now occupying
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ager of the business of the Electric Package Company. C. A.
Kenworthy is general superintendent of the affairs of the Elec-
tric Package Company, while D. L. Ingham is local agent in
charge of the Cleveland station.

The business of the Electric Package Company is not an ex-
periment, but has been in successful operation for several years.
During the last two or three years the development of the busi-
ness has been seriously handicapped

OTFICES AND WAREHOUSE

its newly completed Cleveland station. The property is owned
by the Electric Depot Company, an organization formed by the
several mterurban roads for the purpose of building the sta-
tion. Each of the interurban roads mentioned has one share

owing to the poor terminal facilities in
Cleveland. Up to the time of the
completion of the new station the com-
pany had as its headquarters a store
roont on one of the business streets,
and the goods had to be loaded and
unloaded from the street, there being
neither sidings nor platforms.

More than three years ago the com-
panies realized that the business could
not be developed under these con-
ditions, and accordingly the Electric
Depot Company was formed for the
purpose of building a large station
which should be designed for both pas-
senger and express tratfic. The com-
niittee in charge went so far as to pur-
chase a tract of land extending from
Eagle Street to Bolivar Street, ad-
joining Erie Street, and plans were
prepared for the station and tracks
were laid through the property. Then
came the Everett-Moore embarrass-
ment, which put a quietus upon all plans for improvements for
the Cleveland properties. Lately it became imperative for
the express company to secure better facilities, and arrange-

WAGOXN SIDE OF STATION

i the company, while the Cleveland Electric Railway, over
whose lines the mterurbans operate into the city, holds two
shares.

The Electric Package Company, which, as a matter of fact,
1s not an incorporated body, but simply a representative work-
ing arrangement under which the express business of the sev-
eral companies is handled, leases the station. Barney Mahler,
formerly president of the Lake Shore Electric Railway, is pres-
ident of the Electric Depot Company, and is also general man-

TRAIN SIDE AND LOADING PLATFORM

ments were completed for financing the depot project on somc-
what modified plans.

The present station occupies only about one-half of the com-
pany’s property, and it is quite probable that before many years
a passenger station and additional express facilities will be
provided. The location of the station, while perhaps not an
ideal one from the standpoint of the public, which has been
accustomed to seeing both freight and passenger business cen-
tered at the public square in the heart of the business district,
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possesses many advantages which would not be possible were
the site nearer the centre of the city. The new station ad-
joins Erie Street, the first north and south thoroughfare east
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Cleveland managers believe it 1s of great advantage to have
a starting point for cars—a place where they lay over any de-
sired length of time. Formerly the interurban cars were per-

FREIGHT HOUSE, LOADING PLATFORMS AND YARDS

mitted to lay over on a siding at the
public square, but a change of city
routes has deprived them of this
privilege. For some months the
Lake Shore Electric Railway has
utilized the tracks on the depot site
as a laving-over point, and nearly
every car has laid over one trip. This
gives time for cleaning and inspec-
tion, besides making it possible for
every outgoing car to leave promptly
on time. It is probable that other
roads will follow this praetice, al-
though, as before stated, it is improb-
able that a passenger station will he
crected for some time to come.

The new station building occupies
only about one-third of the depot
property, and is located to the west of
the three tracks running through the
property. It has an outside measure-

BAGGAGE DEPARTMENT

from the square, and it is in the dis-
trict known as the “New Center,”
which within the last five or six
years has made tremendous strides as
an office building and shopping center.
At the present time only one city line
traverses the portion of Iirie Street
nearest the station, so that the inter-
urban cars are not held up by the con-
gested traffic that they would have to
encounter down town. The lines run-
ning east and south from the city may
reach the station without passing
through the congested district, and by
slightly changing the routes of the
other lines it will be possible for them
to enjoy the same advantages. This
feature makes the location especially
desirable for passenger service, and
the property is laid out with three
through tracks, so that it will be con-
venient for cars to lay up while load-
ing and unloading passengers with-
out interfering with city traffic. The

ment of 2335 ft. x 32 ft, including
the platform on the track side, which

GENERAL INTERIOR VIEW
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is about g ft. wide. To the west of the building is a paved
driveway 2o ft. wide for teams. The freight shed proper
is one-story high and is built of hard brick, while the office
building in front is two stories high, and is built of pressed
brick with sandstone trimmings. It has an ornamental front
and is built in the most substantial manner. As shown in the
plan, the greater portion of the ground floor of the office build-
ing is utilized as the agents’ receiving room. A corner is allot-
ted to the agent in charge of the station, which is fitted up as
headquarters, and there is a desk for the cashier. The second
floor is divided into three rooms, two of which are for the
bookkeepers, stenographers and auditor, and the third is a large
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proper place, so that there is no delay or confusion in han-
dling. A small overhead crane will be installed for handling
heavyarticles. The flooring of the express shed and platform is
double, being 2 in. x 4 in. planking on end, with matched floor-
ing above. The roofing is corrugated sheet iron, with tarred
paper and gravel roofing above, and there are peaked skylights
at frequent intervals, making the room very light, which is
heightened by white finish throughout. There are numerous
clusters of ncandescent lights and the platform is well illumi-
nated in the same manner. The platform has a covering, and

it is the intention to erect a similar covering on the drive side
of the building.

The station was designed by and erected
under the supervision of Searles &

Hirsh, architects, Cleveland.

The force at present employed in
handling the business at the station
includes two porters, one head por-
ter and caller, one baggageman, one
bill clerk, two night men, one cash-
ier and one counter clerk and tele-
phone man, in addition to the agent.
At the present time there are nine
single and double teams operating
from Cleveland. The drivers are
paid by the day, and, of course, they
assist in loading and unloading their
express. Each car has a messenger
and a motorman.

The improved terminal facilities

EXPRESS CAR ON LAKE SHORE ELECTRIC ROUTE

will, of course, aid greatly in the
development of the business, and

private office for the supermtendent
of the package company. The in-
terior finish is Georgia pine, and the
general  appomtments,  while  not
claborate, are necat and substantial
The office building has a basement
in which is built a furnace for heat-
ing.

The express shed proper is 249.6
ft. long by 22.6 ft. wide. The end
adjoining the office building is
fenced off, forming a baggage room
25 ft. long. This is provided with a
counter and shelves for packages;
also racks for Dbicycles, which are
handled as baggage under a State
This room may be reached

2 Aucre B

a -
?“-’I

-

law.
without entering the main express
room, and there is a separate door
from the driveway for delivering
baggage into the baggage room. The
south end of the building is par-
" titioned off as a supply room and “old hoss” room, the
appellation given unclaimed express and baggage, which,

by the way, accumulates rapidly. Adjoining this room
are a number of lockers for drivers and other employees.
The express room proper is nearly 200 ft. long. On

cach side are nine doors, 8 ft. wide, provided with metal
rolling shutters. At either end of the room are 2-ton plat-
form scales, and at one side of the room on the platform
side is a “coop” for the caller and bill clerk. This will be
heated in winter by a stove, since, of course, it will be imprac-
tical and undesirable to heat the entire room. The doors on
the team side are designated by a driver's number, while those
on the track side are designed by the names of the several
interurban routes. All goods intended for delivery by any
driver or for shipment by a certain route are gathered at the

CLEVELAND & SOUTHWESTERN CAR o> 4
many plans arc already being placed in operation which will
speedily show returns. It is the intention to go after the
market produce business, and it is believed that by offering
improved facilities to the produce farmers in this district more
of them may be induced to ship their goods to Cleveland.

A short time ago the company perfected traffic arrangements
with the Canton & Akron Railway and the Canton & New
Philadelphia Railway, so that goods are now shipped from
Dennison, New Philadelphia and Canal Dover direct into
Cleveland, connection being made with the Northern Ohio
Traction & Light Company at Akron. Another arrangement
which is of great advantage to shippers is one made with the
Cleveland & Detroit and Cleveland & Toledo hoat lines. Goods
are transferred by the company’s wagons in Cleveland and it
1s possible to ship direct from points as far south as New Phil-
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adelphia to Detroit, and even to distant points in Michigan,
through connection with the freight cars of the Detroit United
Railway. In fact, a shipment is possible by this company be-
tween points that will necessitate transportation over 300 miles.
Within the last two weceks the service has been extended to
Sandusky and Toledo on the Lake Shore Electrie system. As
has already been outlined in these columns, the Toledo end of
the Lake Shore business has always been conducted on a freight
basis. This gives a continuous express run of 119 miles, said
to be the longest electric express run in the country. The
Cleveland-Toledo run has a schedule of seven hours, and stops
are made for loading and unloading in all towns. The new ar-
rangement makes it possible to ship goods from New Philadel-
phia and Canton and have them delivered in Toledo the same
day, the distance from New Philadelphia being over 200 miles.

At the present time the company maintains agents and teams
in twenty-five towns. Al of these employes are on a salary
basis. In some of the smallest towns the company makes ar-
rangements with teamsters on a monthly basis, but in the large

FREIGHT STATION OF EASTERN OHIO
PACKAGE DEPOT

ADJOINING ELECTRIC

majority of cases the tecams are owned by the company itself.
There are nine teams in Cleveland; Toledo has four, Akron
three and Sandusky two.

The rates charged by the Electric Package Company arc
practically the same as those charged by the old line express
companies and the methods of handling are almost identically
the same. A special rate, generally Io cents, less than theregular
rate, is made for fruit, poultry, eggs and produce. Milk deliv-
ered to hotels is also handled at a special rate, but the Electric
Package Company has nothing to do with the milk handled in
bulk by the several roads, this being hauled in separate milk
cars and delivered to milk wagons at the city limits.

All of the Cleveland roads now use express cars exclusively,
and the use of combination cars has practically been abandoned
except on the spur lines,

The time of departure for the cars of the several roads and
the towns where agents are maintained, together with the dis-
tances and special and regular rates are shown in the accom-
panying table.

It will be remembered by those who have read the articles
published in the STREET RAILWAY JoUrNAL relative to the
freight business of the Eastern Ohio Traction Company, that
it has no connection with the business of the Electric Package
Company. The Eastern Ohio Company serves a farming dis-
trict practically untraversed by stecam roads. The company has
found it advantageous to handle a heavier class of goods than
is taken care of by the Electriec Package Company, and the
business is conducted strictly on a freight basis.

Believing it would be of advantage to centralize the inter-
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urban business, the company some months ago sccured a site
adjoining that of the Electric Depot Company. A residence was
fitted up for general offices, and in the rear of this was erected
a small freight station, which is reached by the same tracks

S e
O'U LA o
SEel&f | ®
X8 =  JO | Time of Departure
Route Name gez| 97 | 2¥ | From Cleveland
437 88| B5
S 27 eq | B
G o Y
a2 |H
am p.m.
Lake Shore Elec . .. Lorain 27 30 40 [ 7.00 10.30 | 2.00 7 30
Sandusky 57 40 50 10.: 7.30
Norwalk 7 40 50 7.00 2.00
Monroeville 63 40 50 7.00 2.00
Bellevue 0 50 60 7.00 2.00
Clyde W 50 60 700 2.00
Fremont 84 50 60 7.00 2.00
Toledo 119 60 g 7.00 2.00
Cleveland & South- Elyria 2 30 40 | 530 9.00 |12.30 3.00
Western .......... N. Amherst 2 30 40 5.30 0.00 [12.30 3.00
Lorain 37 30 4 | 530 9.00|12.3¢ 3.00
Grafton 34 30 40 | 5.30 9.00 |12,30 3.00
Oberlin | 38 30 40 | 530 9.00 |12,30 3.00
Wellington 47 30 40 | 5.30 9.00 12,30 3.00
Norwalk 57 40 | 50 | 530 9.00 (1230 3.00
Berea 14 30 40 8.45 215 7.15
Medina 33 30 40 8.45 2.15
Seville | 45 | 40 | 50 8.45 2.15
Creston 48 50 60 8.45 2.15
Wooster I 60 50 60 8.45 215
Cleveland, Paines- Willoughby 20 30 40 | 6,30 9.00 | 1.30 4.30
ville & Eastern... Painesville 30 30 40 6.30 1.30
North’rn Ohio Trac- Bedford 12 30 40 9.00 2.00 9.00
tion & Light Co .. Cuyahoga Falls 30 30 40 9.00 2.00 9,00
Kent 35 30 40 9.00 2,00 9.00
Ravenna 43 40 50 9.00 200 9.00
Akron 37 30 40 9.00 2.00 9.00
| Barberton 42 | 40 | 50 9.00 | 2.00 9.00
North’rn Ohio Trac- Canton 63 40 50 9 00 2.00
tion & Light Co..| Massillon 73 40 50 9.00 200
via Canton & Akron'  Canal Dover 91 50 60 9.00 2.00
Ry..cceoceeeeo..... New Philadelphia 95 50 6) 9.00 2.00

that serve the depot site. A spur runs into the Eastern Ohio
station. The arrangement makes it convenient for transferring
goods from one station to the other and enables the two sys-
tems to co-operate.

* P
OPEN COMPARTMENTS IN WINTER

In these columns recently attention was called to the pres-
ent attempts to provide rolling stock which will accommodate
those who wish to ride outside during the greater portion of
the year, as exemplified by long platforms and the half-open
compartments to be found in some cities. In that article a
certain street railway man was quoted as being of the opinion
that people were seeking open-air seats more than formerly.
Of course, public habits in one city do not necessarily corre-
spond with those in another having a different climate. Gen-
eral Manager Robert McCulloch, of the Chicago City Railway
Company, says that while in the carly days of cable traction
in Chicago seats on the open grip car were taken in cold
weather, the present tendency is to “hug the top of the stove”
as soon as the weather turns cool. He considers a compartment
car worthless for use the year around in that climate.

+9e
“Prominent among the good things that have come to Hono-

lulu with the asurance of stable government is the passenger
service of the Honolulu Rapid Transit & Land Company, which
operates more than eighteen miles of car track. * * * The
company is extending its lines constantly and expects to attain
the Pali, the top of Tantalus and Moanalua within the next
two years, as well as to gridiron the city with its rails. * * *
Tt has been only two years since [Honolulans were given the
privilege of riding in electric cars. The old horse and mule
systemt held a monopoly of the streets that could not legally be
set aside for a long time. Honolulu was probably the last A\mer-
ican community of any size to adopt clectricity as a means of
rapid street transit, and when it did modernize itself in this
particular there were hardly enough cars to carry people.”—
Paradise of the Pacific,
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ROADBED CONSTRUCTION FOR WORLD’S FAIR INTRAMURAL  still in progress. Work is being pushed on the trestle which
RAILWAY will carry the road down Government Hill, close to the eastern

fence. This trestle will be 2100 ft. long, and will be built on

Work on the construction of the intramural railway at the  piling of heavy double-deck structures, 30 ft. high. A truss
World's Fair grounds in St. Louis has progressed sufficiently  bridge, which will carry the road over the World’s Fair ter-
minal surface tracks, is now being
erected. This bridge has a length of
112 ft., consisting of two 56-ft. spans.

The intramural tracks will be used
for transporting building material and
exhibits during the pre-exposition
period, and they are now used to a
limited extent for this purpose, as
shown in the cuts. The tracks
throughout are standard gage, 4 ft.
814 ins., which is the gage of both the
mtramural and steam railway equip-
ment. The construction of the entire
line will be heavy enough to run the
largest switch engine over it without
danger, and steam cars may be
handled on the tracks of the intram-
ural road at all times.

Installation of the poles for carry-
ing the feeder wires is progressing as
rapidly as the tracks are laid. The
poles are 30 ft. long and of white pine.
They set 6 ft. in the ground, so that
the trolley wire will be 18 ft. above
the top of the rails. Center-pole con-
struction has been adopted, and the
wires will be supported on brackets
attached to the poles.

The cars for the intramural are
now being buil